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REPORT 


FROM  THE 


SELECT  COMMITTEE 


ON 


R A I L W 


TOGETHER  WITH  THE 


PROCEEDINGS  OF  THE  COMMITTEE, 


MINUTE8  OF  EYIDENOE, 


AND  APPENDIX. 


PART  1. 


Ordered,  by  U'he  House  of  Commons,  to  he  Printed,  /V- 
4 August  1881. 


374. 
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Ordered, —{Tuesday,  15th  February  1881]  : — That  a Select  Committee  be  appointed 
to  inquire  into  the  charges  of  Railway  Companies,  and  Canal  Companies,  and 
and  Canal  Companies,  for  the  conveyance  of  merchandise,  minerals,  agri 
and  parcels  on  Railways  and  Canals,  into  the  Laws  and  other  conditio^xo 
charges,  and  into  the  working  of  the  Railway  Commission  of  1873 ; and  to  report  as  to 
any  amendment  of  the  Laws  and  practice  affecting  the  said  charges  and  the  powers  of  the 
said  Commission  that  may  be  desirable. 

Ordered,  — {Tuesday,  22nd  February  1881]: — That  it  be  an  Instruction  to  the  Com- 
mittee, that  they  do  inquire  into  the  passenger  fares  charged  by  Railway  Companies,  and 
Report  thereon. 

Ordered, — {Thursday,  3rd  March  1881]: — That  the  Committee  do  consist  of 
Twenty-three  Members. 


Committee  nominated  of — 

Ml’.  Ashley. 

Mr.  Barclay. 

Mr.  Bolton. 

Mr.  Callan. 

Lord  Randolph  Churchill, 
Mr.  Craig. 

Mr.  Cross. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 

Mr.  Gregory. 

Mr.  Lowther. 

Mr,  Monk. 


Mr.  Samuel  Morley. 

Mr.  Mulholland. 

Mr.  William  N.  Nicholson. 
Mr,  O’Sullivan. 

Mr.  Richard  Paget. 

Mr.  Joseph  Pease. 

Mr.  Pell. 

Mr.  Samuelson. 

Mr.  Sclater-Booth, 

Sir  Henry  Tyler, 

Sir  Edward  Watkln. 


That  the  Committee  have  power  to  send  for  Persons,  Papers,  and  Records. 

That  Seven  be  the  Quorum. 

Ordered, — {Monday,  lAth  March  1881]  : — That  the  Committee  do  consist  of 
Twenty- seven  Members. 

That  Mr.  Barnes,  Mr.  Caine,  Sir  Baldwyn  Leighton,  and  Mr.  Phipps  be  added 
to  the  Committee. 

Ordered, — {Tuesday,  \5th  March  1881]: — That  the  Return  of  the  jMaximum  Rates 
of  Charges  which  the  Railway  Companies  of  the  United  Kingdom  are  authorised  to  make 
for  the  Conveyance  of  Passengers,  Animals,  Goods,  &c.,  on  Railways,  be  referred  to  the 
Committee. 

Ordered, — {Monday,  ^th  April  1881]  : — That  the  Petitions  for  repeal  of  the  Railway 
Passenger  Duty  from  London  Branch  of  the  Bookbinders’  and  Machine  Rulers’  Consoli- 
dated Union,  and  Rochdale  Equitable  Pioneers’  Society,  be  referred  to  the  Committee. 

Ordered,— {Wednesday,  21  th  April  1881]  : — That  the  Petition  from  Petworth,  for 
inquiry  into  fares,  rates,  and  charges,  on  the  London,  Brighton,  and  South  Coast  Rail- 
way, be  referred  to  the  Committee. 


PART  1. 


REPORT  - - p-  iii 

PROCEEDINCS  OF  THE  COMIVlITTEE p.  v 

MINUTES  OF  EVIDENCE P-  ^ 


THE  SELECT  COMMITTEE  appointed  to  inquire  into  the  Charges  of 
Railway  Companies,  and  Canal  Companies,  and  Railway  and  Canal 
Companies,  for  the  Conveyance  of  Merchandise,  Minerals,  Agricul- 
tural Produce,  and  Parcels  on  Railways  and  Canals,  into  the  Laws 
and  other  Conditions  affecting  such  Charges,  and  into  the  Working  of  the 
Railway  Commission  of  1873 ; and  to  Report  as  to  any  Amendment  of  the 
Laws  and  Practice  affecting  the  said  Charges  and  the  Powers  of  the  said 
Commission  that  may  be  desirable;  and  who  were  also  instructed  to  inquire 
into  the  Passenger  Fares  charged  by  Railway  Companies,  and  Report 
thereon  ; Have  agreed  to  the  following  REPORT  : — 


Your  Committee  have  examined  a considerable  number  of  witnesses,  and 
have  agreed  to  report  the  Minutes  of  Evidence  to  the  House. 

They  have  been  unable  to  prepare  a Report  thereon  in  the  present  Session, 
for,  although  they  have  sat  continuously  since  their  appointment,  time  has 
failed  not  only  for  the  due  consideration  of  the  whole  of  the  evidence  given,  but 
even  for  the  examination  of  all  the  witnesses  who  claimed,  with  good  reason,  to 
he  heard.  They  have  also  been  compelled  by  the  same  want  of  time  to  post- 
pone all  inquiry  into  the  question  of  passenger  fares  which  was  submitted  to 
them  by  the  order  of  reference.  They  consequently  recommend  that  the 
Committee  be  re-appointed  next  Session. 

There  are,  however,  a few  points  connected  with  the  matters  submitted  to 
them,  upon  whicli  they  have  felt  themselves  in  a position  to  arrive  at  definite 
conclusions,  and  they  accordingly  report  them  to  the  House:  — 

It  is  necessary  permanently  to  maintain  som^e  special  tribunal  to  which 
shall  be  referred  questions  arising  as  to  the  rights  and  duties  of  railway 
companies  in  their  relations  to  the  trade  and  traffic  of  the  country ; and 
security  should  be  taken  that  the  procedure  of  such  tribunal  shall  be 
simple,  cheap,  and  expeditious. 

This  tribunal  should  have  jurisdiction  to  enforce  the  provisions  of  the 
special  Acts  of  the  several  railway  com[)anies,  and  should  be  empowered 
to  give  redress  in  any  cases  of  alleged  illegal  charges. 

A locus  standi  before  it  should  be  given  to  Chambers  of  Commerce 
and  Agriculture,  and  similar  associations  of  traders  or  agriculturists. 

A revised  classification  of  goods  and  merchandise  ought  to  be 
adopted  by  the  railway  companies,  as  between  themselves  and  the  public, 
such  as,  under  the  name  of  tlie  Clearing  House  Classification,  is  already  in 
use  as  between  themselves.  This  classification  ought  to  be  on  sale  at  a 
small  price  for  any  person  to  buy  who  wishes  to  obtain  it. 
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In  the  rate-book  in  use  at  each  railway  station  the  fixed  terminal 
charge  (if  any)  which  the  railway  company  claims  a right  to  demand  in 
respect  of  each  class,  as  well  as  any  other  terminal  charges  for  services 
rendered,  should  be  distinguished  from  the  mileage  or  mere  conveyance 
charges. 

Railway  companies  should  be  bound  to  make  no  inct  ‘ 

or  rates  without  giving  at  least  one  month’s  public  notice  in 


4 August  1881. 


[ V ] 


PROCEEDINGS  OF  THE  COMMITTEE. 


Tuesday,  lOth  Mar^h  1881. 


MEMBERS  PRESIONT  : 


]\Ir.  Callan. 

Mr.  'William  N.  Nicholson. 


Sir  Daniel  Gooch. 
Mr.  Barclay. 

Mr.  Ashley. 

Mr.  Mulholland. 
Mr.  Sclater-Booth. 
Mr.  Pell. 

Mr.  Bolton. 

Mr.  Cross. 

Mr.  Richard  Paget. 


Mr.  Samuel  Morley. 

Mr.  Dillwyn. 

Mr.  Monk. 

Mr.  Lowther. 

Mr.  Craig. 

Lord  Randolph  Churchill. 
Sir  Edward  'Watkin. 

Mr.  Samuelson. 


Motion  made,  That  Mr.  Ashley  do  take  the  Chair  of  the  Committee— (Mr.  Dilhoyn) : 

Motion  made,  That  Mr.  Samuelson  do  take  the  Chair  of  the  Committee— (Mr.  Samuel 
Morley')  : 

Motion  made.  That  Mr.  Sclater-Booth  do  take  the  Chair  of  the  Committee — (Mr 
Pell) : 

Question  pnt  (by  the  Clerk),  That  Mr.  Ashley  do  take  the  Chair  of  the  Com- 
mittee : — The  Committee  divided: 


Noes,  9. 

Mr.  Ashley. 

Mr.  Barclay. 

Lord  Randolph  Churchill. 
Mr.  Samuel  Morley. 

Mr.  Mulholland. 

Mr.  William  N.  Nicholson. 
Mr.  Richard  Paget. 

Mr.  Pell. 

Mr.  Sclater-Booth. 


Ayes,  10. 
Mr.  Bolton. 
Mr.  Callan. 
Mr.  Craig. 


Mr.  Cross. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 
Mr.  Monk. 

Mr.  Lowther. 

Mr.  Samuelson. 


Sir  Edward  W atkin. 

Mr.  Ashley  took  the  Chair  accordingly. 

The  Committee  deliberated. 

. Ordered,  That  there  be  laid  before  the  Committee  an  abstract  of  all  memorials,  letters,  or 
other  communications  received  by  the  Board  of  Trade  from  1874  up  to  the  present  time 
relative  to  the  rates  and  other  charges  of  Railways  and  Canals,  and  also  of  any  docum^ents 
received  referring  to  the  continuance  and  extension  of  the  powers  of  the  Railway  Com- 
missioners— (Mr.  Samuelson). 


[Adjourned  till  Thursday  next,  at  One  o’clock. 
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PROCEEDINGS  OF  THE 


Thursday,  Mth  March  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair. 


Mr.  Samuelson. 

Mr.  Barclay. 

Mr.  Caine. 

Mr.  Lowther. 

Mr.  Pease. 

Mr.  Callan. 

Mr.  Barnes. 

Lord  Bandolph  Churchill. 
Mr.  Sclater-Booth. 

Sir  Edward  Watkin. 

Mr.  William  N.  Nicholson. 


Mr.  Dillwyn. 

Mr.  Pell. 

Mr.  Craig. 

Sir  Baldwin  Leigmuu. 
Mr.  Gregory. 

Mr.  Bolton. 

Mr.  Mulholland. 

Mr.  Phipps. 

Mr.  Monk. 

Mr.  O’Sullivan. 


Mr.  Hunter  was  examined. 


[Adjourned  till  Tuesday  next,  at  Twelve  o’clock. 


Tuesday,  22nd  March  1881. 


MEMBERS  PRESENT : 
Mr.  Ashley  in  the  Chair. 


Mr.  Monk. 

Mr.  Craig. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 
Mr.  Barclay. 

Mr.  Samuelson. 

Mr.  Sclater-Booth. 

Lord  Randolph  Churchill. 
Mr.  Dillwyn. 

Mr.  Richard  Paget. 

Mr.  Lowther. 

Mr.  Caine. 

Dr.  Hunter  was  further  examined. 
Mr.  Copeland  Avas  examined. 


Sir  Edward  Watkin. 

Sir  Daniel  Gooch. 

Mr.  Bolton. 

Mr,  Mulholland. 

Mr.  Gregory. 

Mr.  O’Sullivan. 

Mr.  Pease. 

Mr.  Morley 
Mr.  Pell. 

Mr.  Callan. 

Sir  Baldwyn  Leighton. 


[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  24/A  March  1881. 


MEMBERS  PRESENT  ; 
Mr.  Ashley  in  the  Chair. 


Mr.  Caine. 

Mr.  Monk. 

Mr.  Craig. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 

Mr.  Barclay. 

Mr.  Samuelson. 

Mr.  Sclater-Booth. 

Lord  Randolph  Churchill. 

Mr.  Mulholland. 

Mr.  Dillwyn. 

Mr.  Richai’d  Paget. 

Mr.  Hunter  was  further  examined. 

Mr.  Rowlandson  and  Mr.  Johnstone  were  examined. 


Sir  Edward  Watkin. 
Sir  Daniel  Gooch. 

Mr.  Bolton. 

Mr.  Gregory. 

Sir  Henry  Tyler. 

Mr,  Callan. 

Mr.  Lowther. 

Sir  Baldwyn  Leighton, 
Mr.  Pease. 

Mr.  O’Sullivan. 

Mr.  Pell. 


[Adjourned  till  Monday  next,  at  One  o’clock. 


SELECT  COMMITTEE  ON  RAILWAYS, 
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Monday f 29>th  March  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair, 


Mr.  Monk. 

Mr.  Caine. 

Mr.  Craig. 

Mr.  William  N.  Nicholson. 
Mr.  Pease. 

Mr.  Barclay, 

Mr.  Sclater-Booth. 

Lord  Randolph  Churchill, 
Mr,  Richard  Paget. 


Mr,  Lowther. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 
Mr.  Gregory. 

Mr.  Samuel  Morley. 
Mr.  Barnes. 

Mr.  O’Sullivan. 

Mr.  Mulholland. 


[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  31^^  March  1881. 


MEMBERS  PRESENT  : 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 
Sir  Edward  Watkin. 

Mr.  Bolton. 

Mr.  Sclater-Booth. 

Mr.  Monk. 

Mr.  Samuelson. 

Mr.  Barclay. 

Mr.  Craig. 

Mr.  William  N.  Nicholson. 
Mr.  Caine. 

Mr.  W.  B.  Forwood  was  examined. 


Mr.  Barnes. 

Mr.  Callan. 

Mr.  Richard  Paget. 
Mr.  Gregory. 

Mr.  Mulholland. 

Mr,  Dillwyn. 

Mr.  O’Sullivan. 

Mr.  Pell. 

Mr.  Samuel  Morley. 
Mr.  Lowther. 


[Adjourned  till  Monday  next,  at  One  o’clock. 


Monday,  Ath  April  1881. 


MEMBERS  PRESENT  : 

Mr.  Ashley  in  the  Chair. 


Mr.  Monk. 

Mr.  Samuel  Morley. 

Mr.  Craig. 

Mr.  Cross. 

Mr.  William  N.  Nicholson. 

Mr.  Pease. 

Mr.  Barclay. 

Mr.  Samuelson. 

Lord  Randolph  Churchill. 

Mr.  Dillwyn. 

Mr.  Williamson  was  examined. 

Motion  made,  and  Question  put,  “ That 
the  Committee  be  postponed  until  after 
374,  a 


Mr,  Lowther. 

Mr.  Callan. 

Sir  Edward  Watkin. 
Mr.  Bolton. 

Mr,  O’Sullivan. 

Mr,  Mulholland. 
Mr.  Gregory. 

Mr.  Barnes. 

Mr.  Caine. 


the  further  examination  of  this  Witness  by 
his  evidence  shall  have  been  printed  and 
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viii 

circulated  to  INI  embers  of  the  Committee  ’’—(Sir  Edward  Watkin)  : — The  Committee 
divided : 


Ayes,  9. 

Mr.  Pease. 

Sir  Edward  Watkin. 
Mr.  Samuelson. 

Ml-.  Diliwyn. 

Mr.  Lowther. 

Mr.  Cal  Ian. 

Mr.  Bolton. 

Mr.  O’Sullivan. 

Mr.  Mulholland. 


Noes,  9. 

Lord  Kandolph  Churchill. 
Mr.  Samuel  Morley. 

Mr.  Monk. 

Mr.  Barnes. 

Mr.  Craig. 

Mr.  Cross. 

Mr.  Willian 
Mr.  Barclay. 

Mr.  Gregory.  . 


'Whereupon  the  Chairman  declared  himself  with  the  Noes. 

Mr.  JVilliamson  further  examined. 

[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  7th  April  1881. 


MEMBERS  PRESENT  : 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 
Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Callan. 

Mr.  Bolton. 

Sir  Edward  Watkin. 

Mr.  Diliwyn. 

Mr.  Caine. 

Mr.  Cross. 

Mr.  Monk, 


Mr.  Mulholland. 

Sir  Baldwyn  licighton. 

Mr.  Gregory. 

Mr.  O’Sullivan. 

Sir  Heni-y  Tyler. 

Mr.  Pell. 

Mr.  William  N.  Nicholson. 
Mr.  Samuel  Morley. 

Mr.  Craig. 

Mr.  Lowther. 


Petitions  referred  to  the  Committee  [4th  April]  from  the  London  Branch  of  the  Book- 
binders and  Machine  Rulers  Consolidated  Union,  and  Rochdale  Equitable  Pioneers 
Society,  Avere  read. 

Resolved,  That  the  following  Railway  Companies,  viz. : — 

The  Midland  Raihvay  Company, 

The  London  and  North  Western  Raihvay  Company, 

The  Great  Western  Railway  Company, 

The  Great  Northern  Raihvay  Company, 

The  North  Eastern  Raihvay  Company, 

The  Manchester,  Sheffield,  and  Lincolnshire  Railway  Company, 

The  Lancashire  and  Yorkshire  Raihvay  Company, 

The  Caledonian  Raihvay  Company, 

The  North  British  Raihvay  Company, 

The  Highland  Railway  Company, 

Great  Southern  and  Western  (of  Ireland)  Railway  Company, 

AVaterfoi'd  and  Limerick  Raihvay  Company, 
hlidland  (of  Ireland)  Raihvay  Company, 

Irish  Great  Northern  Railway  Company, 

be  requested  to  submit  to  the  Committee  the  rate-books  from  such  three  stations  on  each 
company’s  system  as  may  be  fixed  by  the  Chairman  of  the  Committee,  and  that  such 
rate-books  be  examined  by  the  hoard  of  Trade  for  the  purpose  of  determining  Avhether 
the  Raihvay  Companies  are  charging  in  excess  of  their  maximum  rates,  or  giving  undue 
preferences. 


Mr.  Harrison  Avas  examined. 


[Adjourned  till  Monday,  May  2nd,  at  One  o’clock. 
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Monday/,  2nd  May  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  In  the  Chair. 


Lord  Kandolph  Churchill. 

Sir  Edward  Watkin. 

Sir  Daniel  Gooch. 

Mr.  Bolton. 

Mr.  O’Sullivan. 

Mr.  Lowther. 

Mr.  Dillwyn. 

Mr.  Phipps. 

Mr.  Craig. 

Mr,  Monk. 

Mr.  Callan. 

Mr.  Barclay. 

A Petition  referred  to  the  Committee  [27 


Mr.  William  N.  Nicholson. 
Mr.  Sclater-Booth. 

Ml’.  Samuelson. 

Mr.  Samuel  Morley. 

Mr.  Gregory. 

Mr.  Barnes. 

Sir  Baldwyn  Leighton. 
Mr.  Richard  Paget. 

Mr.  Mulholland. 

Mr.  Caine. 

Mr.  Pell. 

April]  from  Petworth  was  read. 


Mr.  Muspratt  and  Mr.  Taylor  were  examined. 

[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  bth  May  1881. 


MEMBERS  PRESENT  .’ 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 
Mr.  Sclater-Booth. 

Sir  Edward  Watkin. 

Mr.  Monk. 

Mr.  Phipps. 

Mr.  Cross. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 
Mr.  B arclay. 

Mr.  O’Sullivan. 


Mr.  Dillwyn. 

Mr.  Bolton. 

Mr.  Callan. 

Mr.  Caine. 

Mr.  Mulholland. 
Mr.  Richard  Paget. 
Mr.  Lowther. 

Mr.  Gregory. 

Mr.  Craig. 

Sir  Daniel  Gooch. 


Mr.  Alderman  Bennett,  Mr.  S.  Taylor,  Mr.  J . Broivne,  Mr.  C.  King,  Mr.  J.  C.  Marsh, 
and  Professor  TK  A.  Hunter,  w'ere  severally  examined. 


[Adjourned  till  Monday  next,  at  Twelve  o’clock. 


Monday,  9th  May  1881, 


MEMBERS  present  .' 


Mr.  Ashley  in  the  Chair. 


Mr.  Dillwyn. 

Sir  Edward  Watkin. 

Mr.  Monk. 

Mr.  Caine. 

Mr.  B arncs. 

Mr.  Barclay. 

Mr.  O’Sullivan. 

Mr.  Bdlton. 

Mr.  Lowther. 

Mr.  Cross. 

Lord  Randolph  Churchill. 


Mr.  Gregory. 

Mr.  Craig. 

Mr.  Phipps. 

Sir  Daniel  Goocf). 

Mr.  Mulholland. 

Mr.  Samuel  Morley. 

Mr.  Samuelson. 

Mr.  Richard  Paget. 

Mr.  Callan. 

Mr.  William  N.  Nicholson. 


Mr.  T.  II,  P.  Dennis  and  Mr.  A.  Hickman  were  examined. 
The  Committee  deliberated. 
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MotioHj  and  Question  put.  That  the  Committee  do  restrict  the  scope  of  its  inquiry, 
in  the  first  instance  to  railway  rates,  with  the  view  of  reporting  thereon  this  Session  ” — 
(Mr.  Barclay): — The  Committee  divided: 


Ayes,  14. 

Mr.  Caine. 

Mr.  Craig. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 
Mr.  Cross. 

Mr.  Barclay. 

Mr.  Samuelson. 

Lord  Randolph  Churchill. 
Mr.  Richard  Paget. 

Mr.  Dillwyn. 

Mr.  O’Sullivan. 

Sir  Edward  Wathin. 

Mr.  Bolton. 

Mr.  Mulholland. 


Noes,  5. 

Mr.  Samuel  Morley. 
Mr.  Monk. 

Mr.  Callan. 

Mr.  Lowther. 

Mr.  Gregory. 


Adjourned  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  12M  May  1881. 


MEMBERS  PRESENT  : 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 

Mr.  Bolton. 

Sir  Edward  Watkin. 

Mr.  O’Sullivan. 

Mr.  Lowther. 

Mr.  Dillwyn. 

Mr.  Sclater-Booth. 
hir.  Barclay. 

Mr.  William  N.  Nicholson. 

Mr.  Caine. 

Mr.  T.  Banks  and  Mr.  G.  O'Malley 

[Adj- 


Mr.  Monk. 

Sir  Daniel  Gooch. 

Mr.  Barnes. 

Mr.  Richard  Paget. 

Mr.  Pell. 

Mr.  Mulholland. 

Mr.  Samuelson. 

Mr.  Cross. 

Mr.  Gregory. 

severally  examined. 

irned  till  Monday  next,  at  Twelve  o’clock. 


Monday,  16^/t  May  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 
Sir  Daniel  Gooch. 

Sir  Edward  Watkin. 

Mr.  Bolton. 

Mr.  Barclay. 

Mr.  Samuelson. 

Mr.  Dillwyn. 

Mr.  Monk. 

Mr.  William  N.  Nicholson. 


Mr.  Lowther. 

Mr.  O’Sullivan. 

Mr.  Mulholland. 
Mr.  Gregory. 

Mr.  Caine. 

Mr.  Richard  Paget. 
Mr.  Barnes. 

Mr.  Pell. 


Mr.  Hickman  was  further  examined. 

Mr.  B.  Uinyley  and  Mr.  C.  F.  Clark  were  examined. 

[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 
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Thursday/,  \9th  May  1881. 


MEMBERS  PRESENT  : 

Mr.  Ashley  ia  tlie  Chair, 


Lord  Randolph  Churchill. 
Sir  Edward  Watkin. 

Mr.  Bolton. 

Mr.  Dillwyn. 

Mr.  Lowther. 

Mr.  O’Sullivan. 

Mr.  Monk. 

Mr.  Caine. 

Mr.  Samuelson. 


Mr.  Barnes. 

Mr.  William  N.  Nicholson, 
Mr.  Cross. 

Mr.  Gregory. 

Mr.  Richard  Paget. 

Mr.  Sclater-Booth. 

Mr.  Callan. 

Mr.  Pell. 

Mr.  Barclay. 


Mr.  .d.  L.  Halhburtm,  Mr.  T.  Swan,  Mr.  T.  Saunders,  Mr.  P.  Brown,  and  Mr.  *S.  Skinner, 


were  severally  examined. 


[Adjourned  till  Monday  next,  at  Twelve  o’clock. 


Monday,  2drd  May  1881. 


MEMBERS  present : 


Mr.  Ashley  in  the  Chair. 
(Afterwards)  Mr.  Lowther  in  the  Chair. 


Sir  Edward  Watkin. 

Sir  Baldwyn  Leighton. 
Mr.  Phipps. 

Mr.  Craig. 

Mr.  William  N.  Nicholson. 
Mr.  Cross. 

Mr.  Richard  Paget. 

Mr.  Dillwyn. 

Mr.  Lowther. 

Mr.  Callan. 

Mr.  Bolton. 


Mr.  Mulholland. 

Mr  Caine. 

Mr.  Samuel  Morley. 

Mr.  Monk. 

Lord  Randolph  Churchill. 
Mr.  Gregory. 

Mr.  Sclater-Booth. 

Mr.  Pell. 

Mr.  Barnes. 

Mr.  O’Sullivan. 


Mr.  W.  Middleton  and  Mr.  T.  A.  Dickson  were  examined. 


[Adjourned  till  Thursday  next,  at  Two  o’clock. 


Thursday,  26th  May  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 
Mr.  Samuel  Morley. 

Mr.  Monk. 

Mr.  Caine. 

Mr.  Craig. 

Mr.  Mulholland. 

Mr.  William  N.  Nicholson. 
Mr.  Cross. 

Mr.  Richard  Paget. 

Mr.  Lowther. 


Mr.  Callan. 

Sir  Edward  Watkin. 
Mr.  Bolton. 

Sir  Daniel  Gooch. 
Mr.  O’Sullivan. 

Mr.  Phipps. 

Mr.  Gregory. 

Mr.  Barnes. 

Mr.  Pell. 

Mr.  Sclater-Booth. 


Mr.  T.  A.  Dickson,  Mr.  Greenhill,  Mr.  M'Cauce,  Mr.  J.  F.  Fower,  Mr.  Sankey,  and 
Mr.  H.  P.  Gilbey,  were  severally  examined. 

[Adjourned  till  Monday  next,  at  Twelve  o’clock. 
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Monday,  30/ A May  1881. 


MEMBERS  PRESENT: 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 
Mr.  Bolton. 

Mr.  Richard  Paget. 

Mr.  William  N.  Nicholson. 
Mr.  Barnes. 

Mr.  Monk. 

Mr.  O’Sullivan. 

Sir  Daniel  Gooch. 

Mr.  Dillwyn. 


Mr.  Cross. 

Mr.  Callan. 

Sir  Edward  Watkin. 
Mr.  Gregory. 

Mr.  Craig. 

Mr,  Phipps. 

Sir  Baldwyn  Leighton. 
Mr.  Sclater  Booth. 

Mr.  Lowther. 


Mr.  Righy  and  Mr.  Brittain  were  examined. 

[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  2nd  June  1881. 


MEMBERS  PRESENT  : 


Mr.  Ashley  in  the  Chair. 


Lord  Randolph  Churchill. 
Mr.  Monk. 

IVlr.  Dillwyn. 

Mr.  Lowther. 

Mr.  0‘Sulllvan. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 


Sir  Edward  Watkin. 
Ml’.  Callan. 

Mr.  Sclater-Booth. 
Mr.  Gregory. 

Mr.  Richard  Paget. 
Mr.  Mulholland. 


Mr.  J,  Wigliam,  Mr.  J.  M.  Inglis,  Mr.  T.  Pint,  Mr.  D.  R.  Roberts,  and  The  Hon. 
Strutt,  were  severally  examined. 

[Adjourned  till  Monday,  13th  June,  at  Twelve  o’clock. 


Monday,  \‘6th  June  1881. 


MEMBERS  present : 


Mr  Ashley  in  the  Chair. 


Mr.  Gregory. 

Mr.  Barnes, 
hlr.  Samuelson. 

Lord  Randolph  Churchill. 
Mr.  Richard  Paget. 

Mr,  Dillwyn. 

Mr.  Lowther. 

Sir  Daniel  Gooch. 


hir.  Sclater-Booth. 

Sir  Edward  Watkin. 

Mr.  Bolton. 

Mr.  Samuel  Morley. 

Mr.  Mulholland. 

Mr.  Monk. 

Mr.  William  N.  Nicholson. 


Mr.  T.  Pirn,  Mr.  W.  Shno7is,  and  Mr.  J.  S.  Jeans,  were  severally  examined. 

Motion  made,  and  Question,  “ That  after  this  present  week  the  Committee  wiU  meet  on 
Mondays,  Wednesdays,  and  Thursdays  in  each  Aveek,  till  otherwise  ordered” — (Mr. 
i>amv.elsoiC'-  : — put,  and  agreed  to. 

[Adjourned  till  Thursday  next,  at  TAvelve  o’clock. 


SELECT  COMMITTEE  ON  RAILWAYS. 


siii 


Thursday,  \(dh  June  1881. 


MEMBERS  PRESENT : 

Mr.  Ashley  in  the  Chair. 


Lord  Eandolph  Chui'chill. 
Mr.  Phipps. 

Mr.  Monk. 

Mr.  William  N.  Nicholson. 
Mr.  Cross. 

Mr.  Diihvyn. 

Mr.  Lowther. 


Mr.  Bolton. 

Sir  Daniel  Gooch. 
Mr.  Caine. 

Mr.  Barnes. 

Sir  Edward  Watkin. 
Mr.  Gregoi’y. 

Mr.  Richard  Paget. 


Mr.  M.  W.  Peace,  Mr.  W.  Fletcher,  Mr.  R.  Baxter,  Mr.  J.  N.  Brown,  and  Mr.  Handel 
Cosham,  were  severally  examined. 

[Adjourned  till  Monday  next,  at  Twelve  o’clock. 


Monday,  20th  June  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair: 


Lord  Randolph  Churchill. 
Mr.  Monk. 

Mr.  Phipps. 

Mr.  Cross. 

Mr.  Barclay. 

Mr.  Lowther. 

Sir  Edward  Watkin. 

Mr.  Bolton. 

Mr.  O’Sullivan. 


Mr.  Caine. 

Mr.  William  N.  Nicholson. 
Mr.  Dillwyn. 

Mr.  Richard  Paget. 

Mr.  Gregory. 

Mr.  Callan. 

Mr.  Mulholland. 

Mr.  Pell. 


Mr.  F.  B.  Grotian,  Mr.  IV.  A.  Alassey,  and  Mr.  Bennett,  were  severally  examined. 


[Adjourned  till  Wednesday  next,  at  Twelve  o'clock. 


Wednesday,  22nd  June  1881. 


MEMBERS  PRESENT: 
Mr.  Ashley  in  the  Chair. 


Air.  Pell. 

Air.  Bolton. 

Air.  Phipps, 

Air.  Lowther. 

Air.  Alonk. 

Mr.  Barclay. 

Air.  Richard  Paget, 


Mr.  William  N.  Nicholson. 
Mr.  Barnes. 

Sir  Edward  AVatkin. 

Lord  Randolph  Churchill. 
Mr.  Callan. 

Mr.  Gregory. 

Mr.  O’Sullivan. 


Mr.  E.J  Lloyd,  Mr.  P.  Spence,  Air.  A.  W.  Sinclair,  Mr.  T.  Bell,  and  Mr  S 
Duncan,  were  severally  examined. 

[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 
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Thursday,  2^rd  June  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  In  the  Chair. 


Sir  Edward  Watkin. 

Lord  Randolph  Churchill. 
Mr.  Lowther. 

Mr.  Bolton. 

Mr.  O’Sullivan. 

Mr.  Eillwyu. 

Mr.  William  N.  Nicholson. 
Air.  Cross. 

Air.  Phipps. 


Air.  Alonk. 

Mr.  Caine. 

Mr.  Pease. 

Air.  Barnes. 

Mr.  Richard  Paget. 
Mr.  Samuelson. 

Mr.  Barclay. 

Mr.  Gregory. 


Mr.  R.  Heathjield  and  Air.  B.  Pope  were  severally  examined. 

The  Resolution  of  June  13th  was  read; — Alotlon  made,  and  Question  put.  That  the  said 
Resolution  be  rescinded — (Air.  Bolton)  : — 

The  Committee  divided  : 


Ayes,  5. 

Mr.  Pease. 

Air.  Dillwyn. 
Air.  Lowther. 
Mr.  Bolton. 

Air.  O’Sullivan. 


Noes,  7. 

Mr.  Caine. 

Mr.  Monk. 

Mr.  Barnes. 

Mr.  Cross. 

Mr.  Samuelson. 

Lord  Randolph  Churchill. 
Mr.  Richard  Paget. 


Mr.  W.  Hall  was  examined. 


[Adjourned  till  Monday  next,  at  Twelve  o’clock. 


Monday,  0,7 th  June  1881. 


members  present: 
Mr.  Ashley  in  the  Chair. 


Sir  Daniel  Gooch. 

Air.  O’Sullivan. 

Air.  Bolton. 

Sir  Baldwin  Leighton. 

Air.  M onk. 

Air.  Caine. 

Mr.  AVilliam  N.  Nicholson. 

Mr.  Callan. 

Air.  Barclay. 

Air.  Lowther. 

Mr.  Cross. 

Air.  Barnes. 

Air.  Dillwyn. 

Lord  Randolph  Churchill. 

Air.  Richard  Paget. 

Mr.  Wilson,  Air.  W.  F.  Haydon,  Air.  D.  T.  Kempson,  Air.  Jesse  Hatches, 
Mr.  David  Southall,  were  severally  examined. 

[Adjourned  till  Wednesday  next,  at  Twelve  o’clock. 
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Wednesday,  29th  June  1881. 


Mr.  Lowther. 
Mr.  Phipps. 

Mr.  Barnes. 

Mr.  Callan. 

Mr.  Bolton. 

Mr.  O’Sullivan. 
Mr.  Dillwyn. 
Mr.  Gregory. 


MEMBERS  PRESENT  : 

Mr.  Ashley  in  the  Chair. 

Mr.  Caine. 

Mr.  William  N.  Nicholson. 
Mr.  Cross. 

Mr.  Pease. 

Mr.  Monk. 

Sir  Daniel  Gooch. 

Mr.  Barclay. 

Lord  Eandolph  Churchill. 


Mr.  Buckingham  Pope,  Mr.  B.  Walmsley,  Mr.  O'Sullivan  (a  Member  of  the  Com- 
mittee), and  Mr.  A.  Hewlett,  were  severally  examined. 


[Adjourned  till  Friday  next,  at  Twelve  o’clock. 


Jriday,  \st  July  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair. 


Lord  Eandolph  Churchill. 
Sir  Baldwyn  Leighton. 
Mr.  Samuelson. 

Mr.  Barclay. 

Mr.  Cross. 

Mr.  Barnes. 

Mr.  Phipps. 

Mr.  Lowther. 

Mr.  Callan. 


Mr.  Bolton. 

Sir  Daniel  Gooch. 
Pvir.  Gregory. 

Sir  Edward  Watkin. 
Mr.  O’Sullivan. 

Mr.  Richard  Paget. 
Mr.  Caine. 

Mr.  Pell. 

Mr.  Monk. 


Mr.  J.  Grienon  was  examined. 


[Adjourned  till  Monday  next,  at  Twelve  o’clock. 


Monday,  Ath  July  1881. 


MEMBERS  PRESENT. 
Mr.  Ashley  in  the  Chair. 


Mr.  Samuelson. 

Mr.  Dilhvyn. 

Mr.  Lowther. 

Mr.  Barnes. 

Sir  Baldwyn  Leighton. 
Sir  Daniel  Gooch. 

Mr.  Barclay. 

Mr.  Cross. 

Lord  Randolph  Churchill. 


Mr.  Caine. 

Mr.  Monk. 

Mr.  O’Sullivan. 

Mr.  Eichard  Paget. 

Mr.  William  N.  Nicholson. 
Sir  Henry  Tyler. 

Mr.  Gregory. 

Mr.  Callan. 

Sir  Edward  Watkin. 


Mr.  J.  Grierson  was  further  examined. 


[Adjourned  till  Wednesday  next,  at  Twelve  o’clock. 
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Wednesday,  6th  July  1881. 


MEMBERS  PRESENT : 
Mr.  Ashley  in  the  Chair. 


Sir  Daniel  Gooch. 

Mr.  Bolton. 

Mr.  Callan. 

Mr.  Lowther. 

Mr.  Barclay. 

Sir  Baldwyn  Leighton. 

Mr.  Monk. 

Mr,  Filipps. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 
Mr.  Pease. 


Mr.  Cross. 

Mr.  lii chard  Paget. 
Mr.  Samuel  Morley. 
Mr.  O’Sullivan. 

Mr.  Grej^ory. 

Mr.  Pell. 

Mr.  Craig. 

Mr.  Dillwyn. 

Sir  Edward  Watkln. 
Mr.  Caine. 

Mr.  Samuelson. 


The  Resolution  of  the  Committee  of  13th  June  was  read  : — Motion  made,  and  Question 
put,  That  the  said  Resolution  be  rescinded” — (Mr.  Samuelson)  : — 

The  Committee  divided  : 


Ayes,  6. 

Mr.  Phipps. 

Mr.  William  N.  Nicholson. 
Mr.  Samuelson. 

Mr.  Lowther. 

Sir  Daniel  Gooch. 

Mr.  Bolton. 


Noes,  4. 
Mr.  Monk. 
Mr.  Barnes. 
Mr.  Cross. 
Mr.  Barclay. 


Mr.  J.  Grierson  was  further  examined. 

[Adjourned  till  To-morroiv,  at  Twelve  o’clock. 


Thursday,  7th  July  1881. 


members  present : 
Mr.  Ashley  in  the  Chair. 


Mr.  Bolton. 

Mr.  Lowther. 

Mr.  Monk. 

Mr.  Craig. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 
Mr.  Barclay. 

Lord  Randolph  Churchill. 
Mr.  Dillwyn. 

Mr.  Callan. 


Mr.  O’Sullivan. 

Mr.  Pease. 

Sir  Henry  Tyler. 

Mr.  Cross. 

Mr.  Mulholland. 

Sir  Baldwyn  Leighton. 
Mr.  Samuel  Morley. 
Mr.  Pell. 

Sir  Edward  Watkln. 


Mr.  J.  Grierson  and  Mr.  Findlay  were  severally  examined. 

[Adjourned  till  Monday  next,  at  Twelve  o’clock 
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Monday,  Wth  July  1881. 


MEMBERS  PRESENT  : 


Mr.  Ashley  in  the  Chair. 


Mr.  O’Sullivan. 

Mr.  Barclay. 

Sir  Edward  Watkin. 

Mr.  Bolton. 

Mr.  Monk. 

Mr.  Dillwyn. 

Mr.  M illiatn  N.  Nicholson. 
Mr.  Cross. 


Sir  Daniel  Gooch. 

Mr.  Gregory. 

Mr.  Richard  Paget. 

Mr.  Joseph  Pease. 

Mr.  Caine. 

Sir  Baldwyn  Leighton. 
Lord  Randolph  Churchill. 
Mr.  Samuel  Morley. 


The  Committee  deliberated. 

Resolved,  That  the  Committee  will  not  sit  later  than  Thursda}',  the  4th  day  of  August. 

Resolved,  That  all  Evidence,  except  that  of  the  officials  of  the  Board  of  Trade,  be 
closed  on  the  28th  of  July. 

Resolved,  That  all  Resolutions  to  be  submitted  to  this  Committee  be  sent  in  not  later 
than  Monday,  the  1st  of  August. 

Mr.  Findlay  was  further  examined. 

[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  \Ath  July  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair. 

Mr.  Barclay. 

Mr.  Monk. 

Mr.  Samuelson. 

Mr.  Lowther. 

Mr.  Dillwyn. 

Mr.  Craig. 

Mr.  Cross. 

Sir  Daniel  Gooch 

Mr.  O’Sullivan. 

Mr.  Findlay  was  further  examined. 

On  the  following  Question  being  asked  by  Mr.  Barclay,  “ Assuming  that  the  charge  for 
goods  on  leading  railways  in  America  has  been  very  considerably  reduced  within  the  last 
10  years,  can  you  offer  any  explanation  why  there  has  been  no  similar  reduction  in  this 
country  ? ” : — 

An  objection  was  made  to  the  Question  : — The  Committee  deliberated : — 

Motion  made,  and  Question  put,  “That  this  Question  be  now  put  to  the  Witness”:  — 
(Mr.  Barclay)  : — 

The  Committee  divided  : 


Mr.  Joseph  Pease. 

Mr.  Mulholland. 

Lord  Randolj)!!  Churchill. 
Mr.  Callan. 

Sir  Baldwyn  Leighton. 

Sir  Ed  wal’d  Watkin. 

Mr.  Bolton. 

Mr.  Samuel  Morley. 


Ayes,  3. 

Mr.  Craig. 
Mr.  Cross. 
Mr.  Barclav. 


Mr.  Findlay  further  examined. 


Noes,  8. 

Mr.  Samuel  Morley. 

Mr.  Monk. 

Mr.  Dillwyn. 

Mr.  Lowther. 

Mr.  Bolton. 

Sir  Daniel  Gooch. 

Sir  Baldwyn  Leighton, 

Mr.  Callan. 

[Adjourned  till  Monday  next,  at  Twelve  o’clock. 
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Monday,  \Sth  July  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley  in  the  Chair. 


Mr.  Lowther. 

Mr.  Dillwyn. 

Mr.  Alonlc. 

Sir  Baldwyn  Leighton. 
Mr.  Barnes. 

Mr.  Joseph  Pease. 

Sir  Daniel  Gooch. 

Lord  Bandolph  Churchill. 
Mr.  Samuel  Morley. 

Sir  Edward  Watkin. 

Mr.  Gregory. 


Mr.  Caine. 

Mr.  Phipps. 

]Mr.  William  N.  Nicholson. 
Sir  Henry  Tyler. 

Mr.  Callau. 

Mr.  O’Sullivan. 

Mr.  Craig. 

Mr.  Mulholland. 

Mr.  Barclay. 

Mr.  Richard  Paget. 


Mr.  Tennant  was  examined. 


[Adjourned  till  Thursday  next,  at  Tivelve  o’clock. 


'Jhursday,  2\st  July  1881. 


members  present  : 


Mr.  Ashley  in  the  Chair. 


Mr.  Bolton. 

Mr.  O’Sullivan. 

Mr.  Lowther. 

Mr.  Dillwyn. 

Mr.  Barclay. 

Mr.  Barnes. 

Mr.  William  N.  Nicholson. 
Mr.  Craig. 

Mr.  Caine. 


Mr.  Monk. 

Mr.  Callan. 

Mr.  Richard  Paget. 
Sir  Henry  Tyler. 
Mr.  Pell. 

Mr.  Mulholland. 
Mr.  Joseph  Pease. 
Mr.  Gregory. 


Mr.  Scatter  was  examined. 


[Adjourned  till  Monday  next,  at  Twelve  o’clock. 


]\Ionday,  2htli  July  1881. 


MEMBERS  present : 
Mr.  Ashley  in  the  Chair. 


Mr.  Monk. 

Mr.  Craig. 

Ml’.  William  N.  Nicholson. 
Mr.  Cross. 

Mr.  Barclay. 

Sir  Baldwyn  Leighton. 
Mr.  Richard  Paget. 

Mr.  Dillwyn. 

Mr.  Findlay  was  further  examined. 
Mr.  Liyht  was  examined. 


^Ir.  Lowther. 

Sir  Edward  AVatkin. 
Mr.  Bolton. 

Sir  Daniel  Gooch. 
Mr.  Gregory. 

Mr.  Barnes. 

Mr.  Caine. 


[Adjourned  till  Thursday  next,  at  Twelve  o’clock. 
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Thursday,  2Sth  July  1881. 


MEMBERS  PRESENT  : 

Mr.  Ashley  in  the  Chair. 

Mr.  Monk. 

Mr.  Lowther. 

Mr.  Dillwyn. 

Mr.  Cross. 

Mr.  Nicholson. 

Sir  Daniel  Gooch. 

Mr.  Light  and  Mr.  Scott  were  examined. 

[Adjourned  till  Monday  nextj  at  Twelve  o’clock. 


Mr.  Barclay. 
Mr.  Greo'ory, 
Mr.  Caine. 
Mr.  Callan. 
Mr.  Bolton. 


Monday,  l.?if  August  1881. 


members  present : 


Mr.  Ashley  in  the  Chair. 


Sir  Daniel  Gooch. 

Sir  Henry  Tyler. 

Sir  Baldwyn  Leighton. 
Sir  Edward  M’ atkin. 
Mr.  Phipps. 

Mr.  Lowther. 
hir.  Dillwyn. 

Mr.  Caine. 

Mr.  Farrar  was  examined. 


Mr.  Monk. 

Mr.  Gregory. 

Mr.  Barclay. 

Lord  Randolph  Churchill. 
Mr.  O’Sullivan. 

Mr.  Callan. 

Mr.  Pell. 


[Adjornmed  till  Thursday  next,  at  Twelve  o’clock. 


Thursday,  4th  August  1881. 


MEMBERS  PRESENT. 

Mr.  Ashley  in  the  Chair. 

Mr.  Samuelson. 

Mr.  Barclay. 

Mr.  Cross. 

Mr.  Barnes. 

Mr.  Craig. 

Mr.  Caine. 

Mr.  O’Sullivan. 

Mr.  Gregory. 

Mr.  Callan. 

Mr.  Pell. 

Mr.  Dillwyn. 

DRAFT  REPORT,  proposed  by  the  Chairman,  read  the  first  time,  as  follows: 

1.  Yocr  Committee  have  examined  a considerable  number  of  witnesses,  and  have 
agreed  to  report  the  Minutes  of  Evidence  to  the  House. 

“2.  They  have  been  unable  to  prepare  a report  thereon  in  the  present  Session,  for 
although  they  have  sat  continuously  since  their  appointment,  time  has  failed  not  only  for 
0.54.  d the 


Mr.  Lowther. 

Sir  Henry  Tyler. 

Sir  Edward  Watkln. 

Mr.  Bolton. 

Sir  Daniel  Gooch. 

Mr.  Phipps. 

Sir  Baldwyn  Leighton. 

Mr.  William  N.  Nicholson. 
Mr.  Samuel  Morley. 

Mr.  Richard  Paget. 
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the  due  consideration  of  the  whole  of  the  evidence  given,  but  even  for  the  examination  of 
all  the  witnesses  who  claimed,  with  good  reason,  to  be  heard.  They  have  also  been 
compelled  by  the  same  want  of  time  to  postpone  all  inquiry  into  the  question  of  passenger 
fares  which  was  submitted  to  them  by  the  order  of  reference.  They  consequently 
recommend  that  the  Committee  be  re-appointed  next  Session. 

“ 3.  There  are,  however,  a few  points  connected  with  the  matters  submitted  to 
them,  upon  which  they  have  felt  themselves  in  a position  to  arrive  at  definite  conclusions, 
and  they  accordingly  report  them  to  the  House  : — 

“(1.)  It  is  necessary  permanently  to  maintain  a special  tribunal  to  which  shall 
be  referred  questions  arising  as  to  the  rights  and  duties  of  railway  companies, 
in  their  relations  to  the  trade  and  traffic  of  the  country  ; and  security  should 
be  taken  that  the  procedure  of  such  tribunal  shall  be  simple,  cheap,  and  expe- 
ditious. 

“ (2.)  This  tribunal  should  have  jurisdiction  to  enforce  the  provisions  of  the  special 
Acts  of  the  several  railway  companies,  and  should  be  empowered  to  give  redress  in 
any  cases  of  alleged  illegal  charges. 

“ (^3.)  A locus  standi  before  it  should  be  given  to  Chambers  of  Commerce,  and  similar 
associations  of  traders  or  agriculturists. 

“(4.1  A uniform  classification  of  goods  and  merchandise  ought  to  be  adopted  by 
the  railway  comi)anies,  as  between  themselves  and  the  public,  such  as,  under  the 
name  of  the  Clearing  House  Classification,  is  already  in  use  as  between  themselves 
only.  This  classification  ought  to  be  on  sale  at  a small  price  for  any  person  to  buy 
who  wishes  to  obtain  it.  The  existing  Clearing  House  Classification  requires  revision 
before  it  coukl  serve  as  a classification  satisfactory  to  traders. 

“ (5.)  Every  Hallway  Company,  whose  powers  of  charging  are  contained  in  more 
than  one  Act  of  Parliament,  should  be  bound  to  submit  to  Parliament  a Bill  consoli- 
dating those  .sections  which  in  the  various  Acts  regulate  the  maximum  I’ates  which 
it  is  entitled  to  demand  ; and  no  further  powers  or  facilities  should  be  granted  by 
Parliament  to  any  company  until  it  has  complied  with  this  precedent  condition. 
Such  Bills,  on  the  Board  of  Trade  certifying  that  they  contain  a complete  and  accurate 
consolidation  of  the  various  provisions  in  question,  and  that  they  contain  nothing 
more,  should,  after  they  have  been  read  a second  time,  be  passed  without  amend- 
ment. 

“(6.)  In  the  I’ate-book  in  use  at  each  railway  station  the  fixed  terminal  charge  (if 
any)  wdiich  the  railway  company  claims  a right  to  demand,  as  well  as  any  other 
terminal  charges  for  services  rendered,  should  be  distinguished  from  the  mileage 
or  mere  conveyance  charges. 

“ (7.)  Railway  companies  should  be  bound  to  make  no  variation  in  any  rate  or 
rates  without  giving  at  least  one  month’s  public  notice  in  the  locality. 

“(8.)  An  equal  mileage  rate  (that  is  to  say,  a rate  varying  in  direct  proportion 
with  the  number  of  miles  run)  would  greatly  injure  the  trade  and  traffic  of  the 
country,  which  have  grown  up  under  a different  system ; and  your  Committee  can 
only  repeat  the  same  condemnation  of  such  a restriction  as  was  pronounced  both  by 
the  Royal  Commission  of  1867,  and  by  the  Joint  Committee  of  the  two  Houses  of 
Parliament  Avhich  sat  in  1872.” 


DRAFT  REPORT,  proposed  by  Mr.  Monk,  read  the  first  time,  as  follows: 

“ 1.  Your  Committee  has  taken  evidence  with  regard  to  one  branch  of  the  subject 
matter  referred  to  it,  namely,  as  to  the  charges  of  railway  companies  and  canal  companies, 
for  the  conveyance  of  merchandise,  minerals,  agricultural  produce,  and  parcels  on  railways 
and  canals,  and  into  the  laws  and  conditions  affecting  such  charges.  • 

“ 2.  To  some  extent  also  your  Committee  has  Inquired  into  the  working  of  the  Railway 
Commission  of  1873,  but  fi’om  want  of  time  it  has  been  unable  to  conclude  that  portion  of 
this  inquiry. 

“ 3.  Your  Committee  at  an  early  period  of  the  proceedings  resolved  to  postpone  the 
inquiry  into  the  passenger  fares  charged  by  railway  companies,  until  it  had  completed  the 
inquiry  into  the  charges  on  merchandise  and  goods. 

“ 4.  Under  these  circumstances  your  Committee  is  of  opinion  that  it  would  not  be 
justified  in  making  a preliminary  report  during  this  Session,  which  must  necessarily  be  of 
a partial  character.  Your  Committee  therefore  rejiorts  the  evidence  wdiich  it  has  taken, 
and  recommends  that  the  Committee  be  re-appointed  next  Session.’ 
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DRAFT  REPORT,  proposed  by  Mr.  Barclay,  read  the  first  time,  as  follows: 

“ Your  Committee,  while  not  yet  prepared  to  report  on  the  whole  subject  remitted  to 
them,  have  resolved,  in  view  of  the  expiry  of  the  Railway  Commission  in  1882,  to  submit 
to  the  House  their  conclusions  on  two  important  points : 

“ 1st.  That  it  is  expedient  to  give  the  Railway  Commission  power  to  deal  fully 
Avith  illegal  charges  by  railway  companies,  and  to  grant  an  appeal  from  its  decisions 
to  the  House  of  Lords  only. 

“ 2nd.  That,  in  the  public  Interest,  it  ought  to  be  made  the  duty  of  a Department 
of  the  Government  to  j^rotect  the  public  from  undue  preferences  and  illegal  charges 
by  raihvay  companies. 

3rd.  Your  Committee  further  agreed  to  report  the  Evidence  taken,  and  to 
recommend  the  re-appointment  of  the  Committee  next  Session.” 


Motion  made,  and  Question  proposed.  That  the  Draft  Report  proposed  by  the  Chair- 
man be  now  read  a second  time,  paragraph  by  paragraph  : — (The  Chairman). — Amend- 
ment pro2)Osed  to  leave  out  the  Avords  “ The  Chairman,”  in  order  to  insert  the  words 
“ Mr.  Monk,”  instead  thereof: — (Mr.  Callan): — 

Question  proposed.  That  the  words  “ The  Chairman”  stand  part  of  the  Question. — 
Amendment,  by  leave,  withdravm  : — 

Main  Question  put,  and  agreed  to : — Draft  Report  proposed  by  the  Chairman,  read 
a second  time,  paragraph  by  paragraph. 

Paragraphs  1 and  2,  agreed  to. 

Paragraphs. — Amendment  proposed,  in  line  l,to  leave  out  the  words  “afcAv,”  in  order 
to  insert  the  Avord  “ some  ” (Mr.  /Su»jMe/5o«),“instead  thereof:  — Question  proposed.  That 
the  Avords  “ a few,”  stand  part  of  the  paragraph  : — Amendment,  by  leave,  witltdrawn. 

Sub-section  1. — An  Amendment  made. — Another  Amendment  proposed,  in  line  1, 
after  the  Avord  “ tribunal,”  to  insert  the  Avords,  “ other  than  the  Railway  Commission  ” 
— (Mr.  jDillwyn): — 

Question  put,  That  those  Avords  be  there  inserted. — The  Committee  divided  : 


Ayes,  7. 


Noes,  14. 


Mr.  Bolton. 

Mr.  Callan. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 
Mr.  Lowther. 

Sir  Henry  Tyler. 
Sir  Edward  W atkin. 


Mr,  Barclay. 

Mr.  Barnes. 

Mr.  Caine. 

Mr.  Craig. 

Mr.  Cross, 

Mr.  Gregory. 

Sir  Baldwyn  Leighton. 

Mr.  Samuel  Morley. 

Mr.  William  N.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  Richard  Paget. 

Mr.  Pell. 

Mr.  Phipps. 

Mr.  Samuelson. 


Another  Amendment  proposed,  after  Sub-section  2,  to.  add  the  words,  “ It  should  have 
power  to  prevent  an  undue  preference  being  given,  not  merely  as  between  individual 
traders,  but  also  as  between  different  localities” — (Mr.  Sarnnelson) : — Question  proposed. 
That  those  words  be  there  added. — Amendment,  by  leave,  ivithdrawn. 


Sub-section  3. — Amendment  proposed  to  leave  out  the  Sub-Section — (Sir  H.  Tyler)  : — 
Question  put.  That  the  words  “ A locus  standi  before  it”  stand  part  ot  the  Sub-section. — 
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The  Committee  divided : 


Ayes,  15. 

Mr.  Barclay. 

Mr.  Baines. 

Mr.  Caine. 

Mr.  Cal  Ian. 

Mr.  Craig. 

Mr.  Cross. 

Mr.  Gregory. 

Sir  Baldwyn  Leighton. 

Mr.  Samuel  Morley. 

Mr.  William  N.  Nicholson. 

Mr.  O’Sullivan. 

Mr.  Richard  Paget. 

Mr.  Pell. 

Mr.  Phipps. 

Mr.  Samuelson. 

Another  Amendment  proposed  in  Sub-section  3,  after  the  word  “ Commerce,”  to  insert 
the  words  “ and  Agriculture  (Mr.  PM) Question  put.  That  those  words  be  there 
inserted, — put,  and  agreed  to. 

Another  Amendment  proposed,  to  leave  out  the  words  “ and  similar  associations  of 
traders  or  agriculturists’  —(Mr.  P eJl)  : — Question,  That  the  words  proposed  to  be  left  out 
stand  part  of  the  Sub  section, — put,  and  agreed  to. 

Another  Amendment  proposed,  after  Sub-section  3,  to  insert  the  following  Sub-section: 
“ The  tribunal  should  include  some  deputed  officer  like  the  chief  clerks  of  the  judges  of  the 
High  Court,  who  should  have  the  power  to  grant  temporary  relief  under  rules  to  be 
determined  by  the  tribunal” — (Mr.  Samuelsoji)  •. — 

Question  proposed.  That  this  sub-section  be  there  inserted. — Amendment,  by  leave, 
joithdraicn. 


Noes.  6. 

Mr.  Bolton. 

Mr.  Dillwyn. 

Sir.  Daniel  Gooch. 
Mr.  Lowthei’. 

Sir  Henry  Tyler. 

Sir  Edward  W atkin. 


Another  Amendment  proposed  at  the  end  of  sub-section  3,  to  add  the  words  “but 
such  locus  standi  should  only  be  given  in  respect  of  the  local  questions  especially  affecting 
the  interest  of  such  Chambers  of  Commerce  and  Agriculture” — (Mr.  Dillwgn)  : — Question 
proposed,  “ That  those  words  be  there  added. — Amendment,  by  leave,  toithdrawn. 

Another  Amendment  proposed,  after  sub-section  3,  to  insert  the  words  : “ That,  in 
the  public  interest,  it  ought  to  be  made  the  duty  of  a De])artment  of  the  Government 
to  protect  the  public  from  undue  preferences  and  illegal  charges  by  railway  com- 
panies”— {Mv.  Biijclag) : — Question  proposed.  That  those  tvords  be  there  inserted. — 
Amendment,  by  leave,  toithdrawn. 

Another  Amendment  proposed,  to  Insert  the  following  sub-section  : “ An  efficient  power 
of  appeal  should  be  provided  in  the  event  of  the  constitution  of  any  such  tribunal  ” — (Sir 
Ediourd  Watkin) : — Question  proposed.  That  those  words  be  there  inserted. — Amend- 
ment, by  leave,  withdrawn. 

Sub-section  4. — Amendment  proposed,  in  line  1,  to  leave  out  the  word  “ A ” — (Mr 
Barclay). — Question,  That  the  word  “A”  stand  part  of  the  sub-section — put,  and 
agreed  to. 

Another  Amendment  proposed,  in  line  1,  to  leave  out  the  word  “uniform” — (Mr. 
Nicholson): — Question  put.  That  the  word  “uniform”  stand  part  of  the  sub-section. — The 
Committee  divided  : 


Ayes,  10. 

hlr.  Barclay. 

Mr.  Barnes. 

Mr.  Bolton. 

Mr.  Caine. 

Mr.  Callan. 

Mr.  Craig. 

Air.  O’Sullivan. 

Air.  Richard  Paget. 
Mr.  Pell. 

Air.  Phipps. 


Noes,  1 1. 

Air.  Cross. 

Air.  Dillwyn. 

Sir  Daniel  Gooch. 

Air.  Gregory. 

Sir  Baldwyn  Leighton. 

Air.  Samuel  Alorley. 

Air.  AVilliam  N.  Nicholson. 
Air.  Samuelson. 

Sir  Henry  Tyler. 

Sir  Edward  Watkin. 

Air.  O’Sullivan. 


Another  Amendment  proposed,  after  the  first  word  “ A,”  to  insert  the  word  “revised  ” 
—(Sir  B al dung n Leighton): — Question,  That  the  word  “revised,”  be  there  inserted, — 
put,  and  agreed  to. 


Another 


SELECT  COMMITTEE  ON  RAILWAYS, 


xxiii 


Another  Amendment  proposed  in  line  2,  to  leave  out  from  the  word  “ public,”  to  the 
end  of  the  sub-section — (Mr.  Morley) : — Question  proposed.  That  the  words  “ such  as  ” 
stand  part  of  the  sub-section. — Amendment,  by  leave,  withdrawn. 

Another  Amendment  proposed  in  line  2,  after  the  word  “ public,”  to  insert  the  woi’ds 
“ It  is  to  be  understood  that  no  such  classification  will  be  permanent,  but  that  it  will 
require  to  be  revised  from  time  to  time  ” — (Mr.  Puget)  ; — Question  proposed.  That 
those  words  be  there  inserted, — Amendment,  by  leave,  wilhrdrawn. 


Another  Amendment  proposed  in  line  3,  after  the  word  “ themselves,”  to  insert  the 
words  “ But  the  Committee  have  not  yet  taken  sufficient  evidence  on  this  point  — (Sir 
Henry  Tyler) ; — 


Question  put.  That  those  words  be  there  inserted: — The  Committee  divided: 


Ayes,  6. 

Mr.  Callan. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 
Mr.  Lowther. 

Sir  Henry  Tyler. 

Sir  EdwardWatkin. 


Noes,  15. 

Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Bolton. 

Mr.  Caine. 

Mr,  Craig, 

Air.  Cross. 

Air.  Gregory. 

Sir  Baldwyn  Leighton. 

Air.  Samuel  Alorley. 

Mr.  AVilliam  N.  Nicholson. 
Air.  SO’ullivan. 

Air.  Bichard  Baget, 

Air.  Pell. 

Air.  Phipps. 

Air.  Sam  nelson. 


An  Amendment  made. 

Another  Amendment  proposed  in  line  4,  after  the  word  “ sale,”  to  leave  out  the  words 
“ at  a small  price  ” — (Air.  Lowther) : — 

Question  put,  That  the  words  “ at  a small  price  ” stand  part  of  the  sub-section  : — The 
Committee  divided : 

Ayes,  15. 

Air.  Bai’clay. 

Air.  Barnes. 

Air.  Caine. 

Air.  Callan. 

Air.  Craig. 

Air.  Gregory. 

Sir  Baldwyn  Leighton. 

Air.  Samuel  Morley. 

Air.  William  N.  Nicholson. 

Air.  O’Sullivan. 

Air.  Richard  Paget. 

Air.  Pell. 

Air.  Phipps. 

Sir  Edward  Watkin. 

Air.  Samuelson, 

Further  Amendments  made. 

Sub-section  5,  disagreed  to. 

Sub-section  6, — Amendment  proposed  in  line  2,  after  the  word  “ demand,”  to  insert 
the  words  “ for  more  stational  accommodation” — (Mr.  Paget)  : — Question  proposed,  That 
those  words  be  there  inserted. — Amendment,  by  leave,  withdrawn. 

Another  Amendment,  after  the  word  “ demand  ” to  Insert  the  words  “ in  respect  of 
each  class  ” — ( Mr.  ; — Question,  That  those  words  be  there  inserted, — put,  and 

agreed  to. 

Sub-section  7. — Amendment  proposed  in  line  1,  to  leave  out  the  word  “ variation,”  in 
order  to  insert  the  word  “increase” — (Mr.  Samuelson^: — instead  thereof: — Question, 
That  the  word  “variation”  stand  part  of  the  Sub-section, — put,  and  negatived. 
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Air.  Cross. 

Air,  Dillwyn. 

Sir  Daniel  Gooch. 
Air.  Lowther. 

Sir  Henry  Tyler. 
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Question  put,  That  the  word  increase  ” be  there  inserted  : — The  Committee  divided 


Ayes,  1.5. 

Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Caine. 

Mr.  Craig. 

Mr.  Cross. 

Mr.  Gregory. 

Sir  Baldwyn  Leighton. 

Mr.  William  N.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  liichard  Paget. 

Mr.  Pell. 

Mr.  Phipps. 

Mr.  Saniuelson. 

Sir  Henry  Tyler. 

Sir  Edward  Watkin. 


Noes,  5. 
Mr.  Bolton. 

Mr.  Callan. 

Mr.  Hillwyn. 

Sir  Daniel  Gooch. 
Mr.  Lowther. 


Sub-section  8. — Amendment  proposed, 
son) : — 

Question  put.  That  the  word  “ An  ” st 
divided  : 

Ayes,  9. 

Mr.  Bolton. 

Mr  Caine. 

Mr-  Callan. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 

Mr.  Lowther. 

Mr.  O’Sullivan. 

Sir  Henry  Tyler. 

Sir  Edward  Watkin. 


Remaining  words  of  the  Sub-section  disagr 


leave  out  the  Sub-section— (Mr.  Samuel- 

part  of  the  Sub-section : — The  Committee 

Noes,  11. 

Ml’.  Barclay. 

Mr.  Barnes. 

Mr.  Craig. 

Mr.  Cross. 

Mr.  Gregory. 

Sir  Baldwyn  Leighton. 

Mr.  William  N.  Nicholson. 

Mr.  Richard  Paget. 

Mr.  Pell. 

Mr.  Phipps. 

Mr.  Saniuelson. 


Question,  That  paragraph  3,  as  amended,  stand  part  of  the  Report  : — The  Com- 
mittee divided : 


Ayes,  10. 

Mr.  Barclay. 

Mr.  Barnes, 

Mr,  Cross. 

Mr.  Gregory. 

Sir  Baldwyn  Leighton. 

Mr.  William  N.  Nicholson. 
Mr.  O’Sullivan, 

Mr.  Richard  Paget. 

Mr.  Pell. 

Mr.  Saniuelson. 


Noes,  10. 
Mr.  Bolton. 

Mr.  Caine. 

Mr.  Callan. 

Mr.  Craig. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 
Mr.  Lowther. 

Mr.  Phijips. 

Sir  Henry  Tyler. 

Sir  Edward  Watkin. 


Whereupon  the  Chairman  declared  himself  with  the  Ayes. 


Question,  That  this  Report,  as  amended, 
— The  Committee  divided  : 

Ayes,  11. 

]\Ir.  Barclay. 

^Ir.  Barnes. 

Mr.  Caine. 

Mr.  Cross. 

]\lr.  Gregory. 

Sir  Baldwyn  Leighton. 

IMr.  William  N.  Nicholson. 

IMr.  O’Sullivan. 

Mr.  Richard  Paget, 

Mr.  Pell. 

]M  r.  Saniuelson. 

Ordered,  To  Report,  together  with  the  Mi 


the  Report  of  the  Committee  to  the  House  : 

Noes,  9. 

Mr.  Bolton. 

Mr.  Cullen. 

Mr.  Craig. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 

Mr.  Lovither. 

Mr.  Phipps. 

Sir  Henry  Tyler. 

Sir  Edward  Watkin. 


of  Evidence  and  an  Appendix. 
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EXPENSES  OF  WITNESSES. 


NAME 

OF 

WITNESS. 

PROFESSION 

OR 

CONDITION. 

From 

whence 

Summoned. 

Number 

of 

Days  Absent 
from 

Home,  under 
Orders 

of  Committee. 

Allowance 

during 

Absence 

from  Home. 

Expenses 

of 

Journey  to 

London 

and  Back. 

TOTAL 

Expenses 

allowed 

to  Witness. 

£.  s.  d. 

£.  s. 

d. 

£.  s.  d. 

Copeland,  J. 

Merchant 

Aberdeen  - 

4 

4 4 - 

6 18 

6 

11  2 

6 

Rowlandson,  S. 

Agriculturist 

Darlington 

3 

3 3 - 

3 14 

- 

6 17 

- 

Johnson,  W.  Douglas 

Fish  Salesman 

Montrose  - 

4 

3 - - 

5 5 

- 

8 5 

- 

Forwood,  W.  B. 

Merchant 

Liverpool  - 

3 

3 3 - 

3 3 

- 

6 6 

- 

Taylor,  J.  - 

Tradesman  - 

Swansea  - 

7 

3 10  - 

2 14 

- 

6 4 

- 

Banks,  Isaac 

Railway  Manager 

Cork  - 

4 

4 4 - 

6 2 

- 

10  6 

- 

O’Malley,  George 

Barrister 

Dublin 

3 

9 9 - 

5 9 

- 

14  18 

- 

Swan,  Thomas  - 

Cattle  Salesman  - 

Edinburgh 

3 

3 3 - 

5 15 

- 

8 18 

- 

Middleton,  William  - 

Merchant 

Sligo 

4 

4 4 - 

7 10 

- 

11  14 

- 

Dickson,  P.  A.  - 

Merchant  - 

Belfast 

4 

4 4 - 

7 - 

- 

11  4 

- 

Sankey,  R.  T.  - 

-Farmer 

Margate  - 

2 

1 10  - 

1 - 

- 

2 10 

- 

Pirn,  Thomas  - 

Merchant  - 

Dublin 

3 

3 3 - 

5 9 

- 

• 8 12 

- 

Roberts,  David  - 

Navigation  Agent 

Dublin 

3 

3 3 - 

5 9 

- 

8 12 

- 

Bell,  Thomas  - 

Agriculturist 

Newcastle- 

on-Tyne. 

5 

3 15  - 

(twice) 

6 18  - 

10  13 

- 

Sinclair,  A.  H.  - 

Merchant  - 

Newry 

4 

4 4 - 

6 14 

- 

9 18 

- 

Brown,  James  - 

Merchant 

Newport  - 

6 

6 6 - 

2 13 

6 

8 19 

6 

HaU,  William  - 

No  profession 

Lancing  - 

2 

2 2 - 

1 1 

- 

3 3 

- 

Walmsley,  Benjamin 

Cotton  Spinner 

Preston 

3 

3 3 - 

3 2 

6 

6 5 

6 

Colhoun,  R.  G.  - 

Railway  Manager 

Dublin 

4 

4 4 - 

- 

- 

4 4 

- 

M'Cance,  F.  - - 

Chairman  Cotton 
Company. 

Belfast 

7 

7 7 - 

5 10 

- 

12  17 

- 

GreenhUl,  J. 

Merchant  - 

Belfast 

7 

7 7 - 

5 10 

- 

12  17 

- 

Power,  J.  F.  - 

Merchant 

Limerick  - 

7 

7 7 - 

6 - 

- 

13  7 

- 

Rigby,  T.  - 

Secretary,  Chamber 
of  Agriculture. 

Dublin 

4 

4 4 - 

4 - 

- 

8 4 

- 

Total  - - 

£. 

205  16 

6 
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LIST  OF  WITNESSES. 


Thursday,  \ltli  March  1881. 

PAGE 


Professor  M'illiam  Alexander 
Hunter  -----  1 

Tuesday,  22nd  March  1881. 

Professor  William  Alexander 

Hunter-  - - - - IG 

Mr.  Alexander  Copland  - - 8S 

Thursday,  2\th  March  1881. 

Professor  William  Alexander 

Hunter 42 

Mr.  Alexander  Copland  - - 57 

Mr.  Samuel  Rowlandson  - - 58 

Mr.  William  Douglas  Johnston  - 02 

Monday,  28  th  3Iarch  1881. 

Mr.  Thomas  Garnet  - - - G8 

Thursday,  316^  3Iarch  1881. 

Mr.  William  B.  Forwood  - - 81 

31onday,  4^/i  April  1881. 

Mr.  John  Williamson  - - 107 

Thursday,  1th  April  1881. 
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MINUTES  OF 


EVIDENCE. 


Thursday,  \7th  March  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley. 

Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Bolton. 

Mr.  Caine. 

Mr.  Callan. 

Lord  Randolph  Churchill. 
Mr.  Craig. 

Mr.  Dillwyn. 

Mr.  Gregory. 

Sir  Baldwyn  Leighton, 


Mr.  Lovvther. 

Mr.  Monk. 

IVIr.  Mulholland, 

Mr.  W.  N.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  Joseph  Pease. 
Mr.  Pell. 

Mr.  Phipps. 

Mr.  Samuelson. 

Mr.  Sclater-Booth. 

Sir  Edward  Watkin. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Professor  William  Alexander  Hunter,  called  in  ; and  Examined. 


Mr.  Barclay, 

1.  You  are  a Barrister-at-Law,  Professor  of 
Jurisprudence  at  University  College,  and  one  of 
the  Examiners  at  the  London  University,  and  to 
the  Inns  of  Court? — I am. 

2.  You  have  recently  contributed  a series  of 
articles  upon  the  law  relating  to  Railway  Rates 
to  the  “ Mark  Lane  Express,”  have  you  not  ? — 
Yes,  I have. 

3.  You  have  also  been  retained  by  the 
Farmers’  Alliance  to  prepare  and  state  a case  to 
the  Committee  on  their  behalf? — I have. 

4.  You  have,  in  the  course  of  preparing  those 
papers,  and  getting  up  the  case  on  behalf  of  the 
Farmers’  Alliance,  had  occasion  to  Inquire  into 
the  state  of  the  law  relating  to  railway  charges, 
and  the  system  of  legislation  by  private  Acts 
affecting  railway  companies? — I have. 

5.  Will  you  state  briefly  the  origin  of  Railway 
Private  Act  legislation,  with  the  view  of  ex- 
plaining the  system  of  charging  by  tolls  and  by 
maximum  rates  ? — The  earliest  Acts,  beginning 
from  1801  onwards,  were  what  were  called  Rail- 
way or  Tramroad  Acts,  and  the  intention  was 
that  horses  or  men  should  be  employed  to  haul 
carriages  or  waggons  upon  those  lines.  In  1823, 
the  Stockton  and  Darlington  Tramroad,  which 
had  been  authorised  two  years  previously,  ob- 
tained power  to  make  and  erect  such  and  so 
many  locomotives  or  moveable  engines  as  they 
thought  fit.  The  Act  of  1823  Avas  the  first 
authority  that  was  given  to  use  locomotives  upon 
the  Stockton  and  Darlington  Railway. 

1 0.54. 


Mr.  Barclay — continued. 

6.  Does  the  authority  of  every  railway  com- 
pany to  make  charges  depend  upon  its  private 
Acts  ? — Yes  ; it  depends  upon  their  special 
Acts. 

7.  When  Is  the  first  mention  made  in  any 
private  Act  of  maximum  rates  ? — The  first  that 
I have  seen  is  the  Liverpool  and  Manchester 
Railway  Act  of  1876  ; it  contained  a clause  im- 
posing maximum  rates  for  conveyance,  Avhich 
was  a good  many  years  in  advance  of  railway 
legislation  upon  the  subject. 

8.  Will  you  explain  to  the  Committee  the  tAvo 
systems  of  charging  embodied  in  almost  every 
private  Railway  Act,  the  one  by  a system  of 
tolls,  and  tlie  other  by  maximum  rates  ? — The 
special  Acts  contain,  first  of  all,  toll  clauses, 
when  the  company  are  not  carriers;  and  secondly, 
maximum  rate  clauses,  when  the  company  are 
carriers.  The  first  mention  of  maximum  rates  is 
in  the  Liverpool  and  Manchester  Act  of  1826. 

9.  There  is  another  somewhat  exceptional  case 
of  the  TaAV  Valley  Railway  ; there  is  a maximum 
rate  introduced  into  the  Bill  of  the  Taw  Valley 
Raihvay  in  1838,  is  there  not? — Yes,  there  was 
a maximum  there  of  3^  d.  per  mile  when  the 
company  carried  passengers,  but  there  was  no 
limit  for  goods. 

10.  The  system  of  charging  by  tolls  was,  I 
believe,  first  introduced  by  the  tramroads,  and 
imported  into  the  Railway  Acts  after  locomotives 
began  to  be  used  ? — Yes, 

11.  Did  it  seem  to  be  contemplated  at  first 
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Mr.  Barclay — continued. 

that  the  proprietors  of  the  tramroads  should 
simply  own  the  lines  and  let  them  out  to  private 
individuals  to  be  used  in  very  much  the  same 
way  as  turnpike  roads  ? — Yes,  exactly  ; the 
understandino;  was  that  the  wag-o-ons  and  haulag-e 
should  be  found  by  the  parties  who  wished  to 
carry  the  traffic,  and  that  the  makers  or  pro- 
prietors of  the  line  should  merely  allow  the  use 
of  the  line  upon  certain  maximum  tolls. 

12.  Have  you  any  clause  exemplifying  that  in 
detail  ? — Yes,  in  this  Stockton  and  Darlington 
Act  there  is  a curious  clause  which  cxjilains  the 
transition  from  the  old  system  to  the  railways  ; 
the  Stockton  and  Darlington  Act  of  1823,  by 
Section  22,  provides  that  the  proprietors  might 
demand  tolls  not  exceeding  6 d.  per  mile ; these 
are  the  words  of  the  clause  : “ For  every  coach, 
chariot,  chaise,  car,  gig,  landau,  waggon,  cart,  or 
other  carriage  which  shall  be  drawn  or  used  on 
the  said  railways  or  tramroads  for  the  convey- 
ance of  passengers,  or  small  packages  and 
parcels.”  That  Act  appears  to  have  been  framed 
in  the  expectation  that  people  would  use  ordi- 
nary carriages  upon  the  railway  by  adapting 
their  wheels,  and  that  the  proprietors  of  the  line 
should  not  be  carriers,  but  merely  take  tolls  from 
the  persons  using  the  line  as  carriers. 

13.  After  the  railway  and  tramroad  companies 
became  carriers,  there  were  maximum  rates  and 
limited  tolls  framed  for  the  haulage  and  use  of 
waggons? — Yes,  when  railway  companies  became 
carriers  it  became  obvious  that  some  change  was 
necessary  ; the  old  tramroad  Acts  proceed  upon 
this  principle,  that  persons  obtaining  public 
authority  to  make  tramroads  should  not  be 
allowed  to  charge  what  they  pleased;  when  the 
proprietors  of  the  railways  or  tramroads  did 
nothing  except  make  the  lines,  and  offer  the  use 
of  the  lines  to  the  public,  it  was  enough  to  im- 
pose a maximum  rate  in  respect  of  that  service  ; 
but  when  they  also  became  carriers,  and  sole  car- 
riers, upon  their  line,  it  w^as  necessary  to  impose 
a maximum  for  the  conveyance  of  goods  and  pas- 
sengers. 

14.  When  was  the  system  of  maximum  rates 
completely  introduced  into  all  the  Acts  of  Par- 
liament?— Not,  I think,  until  1845. 

15.  Are  there  any  private  Acts  of  any  railway 
companies  which  still  authorise  tolls,  and  not 
maximum  rates? — Yes,  there  are  two  large  rail- 
way companies,  the  Midland  and  the  South 
Eastern  Companies,  to  which  that  would  apply. 

16.  The  Midland  has  no  maximum  rate,  but 
it  has  maximum  tolls  ? — Maximum  tolls,  with 
a reasonable  sum  in  addition  for  the  use  of  loco- 
motives or  waggons. 

17.  What  is  the  other  case  ? — The  South 
Eastern. 

18.  Wliat  is  the  date  of  its  Act  ? — The  earliest 
Act  is  1827. 

19.  Although  the  maximum  rates  have  been 
Introduced  into  all  Acts  since  1845,  the  toll 
clauses  have  also  been  retained? — Yes. 

^Ir.  Gregory. 

20.  Are  you  sure  that  the  date  was  1827  ? — 
That  was  the  beginning  of  the  system  ; the  Act 
under  which  the  tolls  are  fixed  is  the  6 Will.  4, 
c.  75  ; that  is  later,  but  there  was  this  Act 
in  1827  : it  is  the  7 & 8 Geo.  4,  c.  1 1 ; perhaps 


Mr.  Gregory — continued. 

I ought  to  explain  that  before  the  maximum  rates 
were  introduced  there  was  an  intermediate  stage 
in  which  the  Acts  provided  a maximum  for  the 
use  of  the  line,  a maximum  for  the  use  of  loco- 
motive power,  and  a maximum  for  the  use  of  the 
waggons,  each  maximum  separately;  for  example, 
there  is  one  Act  in  1841,  the  Coltness  Railway 
Act,  which  proceeds  in  that  way,  and  there  are 
other  examples. 

Ml’.  Barnes. 

21.  Are  there  any  terminal  charges  mentioned 
in  that  Act?—  No,  that  does  not  arise. 

jMr.  Barclay, 

22.  Do  you  consider  that  the  system  of  con- 
tinuing the  toll  clauses  in  private  Acts  is  objec- 
tionable?— It  is  objectionable  in  this  sense,  that 
it  produces  perplexity  and  confusion  in  the 
minds  of  those  who  consult  the  A.cts,  and  who  do 
not,  perhaps,  understand  the  history  of  the  toll 
clauses. 

23.  With  the  exception  of  the  INIidland  and 
the  South  Eastern  Companies,  do  all  railway 
companies  charge  upon  their  maximum  and  not 
upon  their  toll  clauses  ? — Yes. 

24.  Have  you  any  examples  of  railway  com- 
panies which  charge  under  their  maximum  rates 
although  the  waggons  are  supplied  by  traders? — 
Yes,  that  is  a common  thing,  and  the  question  of 
law  was  raised  before  the  Railway  Commissioners 
in  one  instance. 

25.  Is  it  the  case  that  in  one  of  the  Acts  of 
the  London  and  North  Western  Company,  a re- 
bate on  the  maximum  rate  is  specified  in  respect 
to  traders  providing  their  owm  wmggons  ? — Yes, 
in  some  Acts  there  is  a special  sum  named  to  be 
given  back  to  traders  in  the  event  of  their  pro- 
viding their  own  waggons ; for  example,  the 
London  and  North  Western  Company  provides 
that  the  company  shall  not  be  obliged  to  provide 
waggons  for  the  coal  traffic,  and  that  a deduction 
of  one-eighth  of  a penny  per  ton  per  mile  is  to  be 
made  when  a trader  supplies  his  own  waggons. 
There  is  also  a similar  provision  in  the  North 
Eastern  Railway  Act. 

26.  Is  it  usually  the  case  that  the  tolls  added 
together  for  the  three  services  come  to  an  amount 
which  is  greater  than  the  maximum  rate  ? — Yes, 
I think  almost  in  every  case  the  toll  for  the 
use  of  the  line  added  to  the  toll  for  the  use  of 
the  locomotive,  and  the  toll  for  the  use  of 
waggons,  together  come  to  more  than  the  maxi- 
mum rate. 

27.  Are  you  aware  of  any  railway  company 
endeavouring  to  increase  its  chai’ges  beyond  the 
maximum  rate  by  evading  the  maximum  rate 
clauses  and  falling  back  upon  its  toll  clauses? — 
Yes,  that  was  attempted  by  the  Gi’cat  North  of 
Scotland  Railway  Company. 

28.  Will  you  explain  to  the  Committee  the 
circumstances  of  that  case? — The  Great  North 
ol  Scotland  Railway  Company  were  overcharging 
to  a very  considerable  extent  upon  certain  classes 
of  goods,  and  they  were  threatened  with  an 
action.  On  being  threatened  with  that  action 
they  issued  this  notice  : “ Notice  is  hereby  given 
that  the  Great  North  of  Scotland  Company  do 
not  profess  to  act,  and  do  not  act,  as  carriers  of 
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Mr.  Barclay — continued, 
the  undermentioned  articles,  namely,  dung,  com- 
post, manure,  hones  (manufactured  or  unmanu- 
factured), guanos,  phosphates,  sulphates,  nitrates, 
muriates,  kainit,  coproiites  (in  any  state),  potash, 
salts,  and  all  articles  of  a like  nature.  The 
Company,  however,  at  the  request  of  parties  and 
upon  certain  conditions,  and  at  agreed  rates  (but 
not  otherwise),  will  provide  waggons  or  loco- 
motive power,  or  both,  to  persons  desiring  the  use 
of  the  railways  owned,  w’orked,  or  used  by  the 
Company  for  the  purpose  of  allowing  them  to 
forward  any  of  the  above-named  articles  from  or 
to  any  of  the  stations  and  on  the  harbour  rails  at 
Aberdeen.” 

29.  Did  the  Courts  recognise  that  notice? — 
It  was  held  by  the  Railway  Commissioners,  and, 
upon  appeal,  by  the  unanimous  judgment  of  the 
Court  of  Session  in  Scotland,  that  this  device  to 
evade  their  maximum  rates  could  not  be  sup- 
ported ; that  no  protestation,  however  formal, 
that  they  were  not  carriers,  could  avail  them, 
when,  in  point  of  fact,  they  were  carriers. 

30. ’  Do  you  know  whether  any  English  railway 
company  has  attempted  anything  similar  ? — A 
similar  attempt  was  made  in  the  case  of  the 
North  Statfordshlre  Railway  Company ,but  I am 
not  pi’epared  to  speak  to  the  facts. 

31.  In  speaking  of  this  attempt  by  the  Great 
North  of  Scotland  Company,  you  speak  of  some- 
thing within  your  own  knowledge  ; that  is  to  say, 
you  were  one  of  the  counsel  in  the  case,  I believe  ? 
— I was. 

32.  Will  you  now  explain  the.  system  of 
charging  by  maximum  rates  ? — The  maximum 
rate  clauses  classify  goods,  and  specify  the  maxi- 
mum sum  per  ton  per  mile  for  each  class  of 
goods.  They  apply,  generally  speaking,  to  all 
goods  weighing  more  than  500  lbs.,  but  in  some 
cases  the  limit  is  lower,  100  lbs. 

33.  Does  the  maximum  rate  mean  that  that 
rate  is  the  highest,  which  the  railway  company 
is  entitled  to  charge  for  the  carriage  of  goods  ? — 
The  maximum  rate  is  the  utmost  that  any  railway 
company  can  demand  for  conveyance,  and  every 
charge  incidental  to  conveyance,  except  those 
services  that  are  enumerated  in  their  Acts. 

34.  Except  certain  services  that  are  incidental 
to  the  conveyance  which  they  are  specially  autho- 
rised to  charge  for  under  their  private  Acts  ? — 
Yes. 

35.  Does  the  maximum  rate  include  Insurance 
of  goods  ? — It  does  except  in  regard  to  the  small 
class  of  valuable  goods,  which  are  dealt  with 
under  the  Carriers  Act. 

36.  Can  you  refer  to  any  authorities  for  saying 
so? — I think  that  is  practically  settled  by  the 
case  of  Peek  against  the  North  Staffordshire 
Railway  Company. 

37.  Are  there  not  some  Acts  without  any  ex- 
ceptions, that  is  to  say,  without  any  additional 
power  to  the  railway  company  to  charge  for  any 
service  incidental  to  the  conveyance  of  their 
goods  beyond  simply  the  maximum  rates? — Yes, 
there  are  some  Acts  in  which  the  maximum  rate 
covers  every  charge  which  the  railway  company 
can  make.  There  is  the  Aberdeen  Railway  .Act 
of  1845,  and  the  Dundee  to  Perth  Act,  1845. 
I have  noticed  many  others,  which  I need  not 
mention. 
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Mr.  Barclay — continued. 

38.  Are  the  exceptions  the  same  in  all  Acts 
where  there  are  exceptions? — No  ; in  the  older 
Acts  the  only  services  that  are  mentioned  were 
loading  and  unloading,  when  done  by  the  com- 
pany. 

39.  What  is  the  common  form  of  the  clause 
introduced  now  into  Railway  Acts,  giving  the 
companies  power  to  make  charges  for  services 
Incidental  to  the  conveyance  ? — The  usual  clause 
in  the  Railway  Acts  authorised  last  year  is  in 
this  form,  that  in  addition  to  the  charges  for  the 
use  of  the  line  and  for  locomotives  and  waggons, 
then  follow  the  words,  “ For  every  other  expense 
incidental  to  the  conveyance,  except  a reasonable 
charge  for  loading  and  unloading  goods  at  any 
terminal  station  in  respect  of  such  goods  and  for 
delivery  and  collection,  and  any  other  service 
incidental  to  the  business  or  duty  of  a carrier 
where  any  such  service  is  performed  by  the  com- 
pany.” 

40.  Can  you  give  any  example  of  railway 
companies  having  introduced  in  subsidiary  Acts 
power  to  charge  for  those  services  incidental  to 
the  conveyance,  which  they  had  not  the  power  to 
charge  under  their  original  Acts? — Yes;  the 
London  and  South  Western  Company  affords  an 
example.  In  1869  the  32  & 33  Viet.  c.  86,  s.  10, 
provided  as  follows:  “From  and  after  the 
passing  of  this  Act  the  section  No.  13  of  the 
Act  of  1846”  (that  was  their  principal  Act)  “shall 
be  read  and  have  effect  as  if  in  lieu  of  the  words 
except  loading  and  unloading  where  such  service 
is  performed  by  the  company  ” (these  were  the 
words  of  the  original  Act),  “ there  were  inserted 
‘ except  a reasonable  sum  for  loading  and  un- 
loading goods  at  any  terminal  station  in  respect 
of  such  goods,  and  for  delivery  and  collection 
and  other  service  incidental  to  the  business  or 
duty  of  a carrier  where  any  such  service  is  2ier- 
formed  by  the  company.’  ” 

41.  Did  the  North  Staffordshire  Comjiany  get 
an  extraordinary  clause  of  that  character  intro- 
duced into  a Bill  last  year? — Yes. 

42.  Will  you  state  what  that  clause  was  ? — 
The  North  Staffordshire  Railwav  Act  of  1880, 
section  13,  enables  the  Company  to  charge  in 
addition  to  the  other  services  Incidental  to  the 
conveyance  (the  following  are  the  words),  “ A 
reasonable  charge  for  the  use  of  sleeping  car- 
riages, saloon  carriages,  refreshment  carriages, 
or  receiving  offices  for  parcels  or  goods,  or  for 
collecting,  loading,  unloading,  and  delivering 
traffic,  or  for  the  use  of  covers  and  tarpaulins, 
storehouses,  or  sheds,  or  for  the  use  of  stations 
or  sidings  for  loading  and  unloading,  or  for  any 
other  accommodation  or  service  not  incidental  to 
the  aforesaid  conveyance,  where  such  accommo- 
dation or  service  shall  have  been  provided  by  the 
company,  but  nothing  herein  contained  shall 
affect  the  provision  as  to  coal,  cannel,  slack, 
coke,  or  cinder  traffic  in  Section  26  of  the  Act  of 
1879.” 

43.  Though  those  articles  named  were  ex- 
cepted, that  clause  apjilies  to  all  agricultural 
produce  and  to  manures  ? — Yes. 

44.  That  Act  was  passed  during  the  last 
Session  of  Parliament?  — Yes,  it  was  unop- 
posed. 

45.  Is  there  any  example  of  Private  Bills 
before  Parliament  this  Session  where  a similar 
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Mr.  Barclay — continued, 

clause  is  attempted  to  be  introduced  ? — P es, 
there  is  one  ; namely,  a Bill  introduced  by  the 
Great  North  of  Scotland  Railway. 

46.  And  what  new  clause  with  regard  to  the 
services  do  they  propose  to  introduce  ? — The 
words  are  as  follows  “ The  maximum  charges 
to  be  made  by  the  company  for  the  conveyance 
of  animals  and  goods  upon  their  several  railways 
and  undertakings,  as  limited  by  any  Acts  in  force 
at  the  passing  of  this  Act,  shall  be  the  maximum 
charges  which  they  may  make  for  such  convey- 
ance from  the  station,  siding,  or^  junction  at 
which  any  animal  or  article  is  l eceived,  booked, 
or  consigned  to  the  station,  siding,  or  junction  to 
which  such  animal  or  article  is  delivered,  booked, 
or  consigned,  including  the  tolls  for  the  use  ot 
the  railway,  and  the  locomotive  power,  and  the 
carriages,  waggons,  or  trucks,  and  all  expenses 
incidental  to  such  conveyance:  Provided  always, 
that  the  company  may,  in  addition  to  such  maxi- 
mum charges  make  reasonable  charges  for  the 
use  of  sleeping  carriages,  saloon  carriages,  re- 
freshment carriages,  or  receiving  offices  tor  par- 
cels or  goods,  and  for  collecting,  loading,  unload- 
ing, or  delivering  traffic,  and  for  the  use  of  covers 
or  tarpaulins,  warehouses,  storehouses,  or  sheds, 
and  for  the  use  of  stations  or  sidings,  for  loading 
or  unloading,  and  for  the  warehousing  and  wharf- 
age of  goods,  and  for  any  other  accommodation 
or  service  not  incidental  to  the  aforesaid  convey- 
ance when  such  accommodation  or  service  shall 
have  been  provided  by  the  company.” 

jNIr.  Gregory. 

47 . Is  that  identical  with  the  previous  clause 
that  you  I’ead  ? — Almost  entirely. 

Mr.  Craig. 

48.  There  is  nothing  said  there  about  excluding 
coal  or  coke,  as  there  Avas  in  the  North  htaffcrd- 
shire  clause,  so  that  that  would  apply  to  all  ? — It 
would  apply  to  all. 

Mr.  Barclay. 

49.  The  Great  North  of  Scotland  cannot  be 
called  a mineral  line  ? — No  ; I should  say  it  can- 
not be. 

50.  There  are  no  coal  mines  in  Aberdeenshire  ? 
— No. 

5 1 . Are  there  some  other  private  Bills  before 
Parliament  now  which  propose  to  enlarge  the 
power  of  the  companies  with  regard  to  incidental 
charges  for  those  services,  as  in  one  of  the  London, 
Chatham,  and  Dover  Railway  Company’s  Bills, 
for  example  ? — That  is  so. 

52.  What  does  the  company  propose  to  charge 
additionally  ? — For  loading,  unloading,  Avare- 
housing,  or  covering  ot  goods  at  any  terminal 
station,  and  for  delivery  and  collection. 

53.  The  company  do  not  appear  to  have  that 
poAver  in  their  original  Act? — This  applies  to  a 
small  line,  I think,  not  to  the  Avhole  of  the  rail- 
way. 

54.  But  as  regards  that  small  line  the  company 
want  additional  power  beyond  their  maximum 
to  what  they  have  in  their  original  Act? — Yes; 
that  is  the  railway  to  Faversham  Creek,  an  ex- 
isting railway. 

55.  Do  those  powers  to  charge  for  services  in- 
cidental to  the  conveyance  mean  the  same  as  an 
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increase  of  the  maximum  rate  ? — Yes,  pre- 
cisely. 

56.  What  control  is  there  over  a railway  com- 
pany charging  only  a reasonable  sum  for  those 
charges  incidental  to  the  conveyance  which  they 
ai’e  authorised  to  charge  for? — The  question  can 
never  be  determined  Avithout  litigation. 

57.  And  Avhat  form  would  the  litigation  take  ? 

■ — It  is  provided  by  the  Raihvay  and  Canal  Traffic 
Act  of  1873,  that  the  “Raihvay  Commissioners 
shall  have  power  to  hear  and  determine  any  ques- 
tion or  dispute  which  ma}'^  arise  Avith  respect  to 
the  terminal  charges  of  any  railway  company 
Avhere  such  charges  have  not  been  fixed  by  any 
Act  of  Parliament,  and  to  decide  Avhat  is  a 
reasonable  sum  to  be  paid  to  any  company  for 
loading  and  unloading,  covering,  collection,  de- 
livery, and  other  services  of  a like  nature  ; ” and 
then  these  important  Avords  follow:  “Any  de- 
cision of  the  Commissioners  under  this  section 
shall  be  binding  on  all  Courts  and  in  all  legal 
jiroceedings  Avhatsoever.” 

58.  Then  the  Railway  Commissioners  are  the 
final  authority  in  regard  to  Avhat  is  a reasonable 
charge  for  those  services  incidental  to  convey- 
ance ? — That  is  so. 

59.  Do  you  consider  this  method  of  increasing 
the  maximum  a satisfactory  one,  altogether  apart 
from  the  question  of  the  increase? — It  is  objec- 
tionable, because  it  renders  that  indefinite  which 
previously  Avas  definite. 

60.  It  is  impossible  to  determine  exactly 
AA'hether  the  railway  companies  are  Avithin  their 
maximum  rates  or  not,  when  they  have  power  to 
add  to  the  maximum  rate  a charge  Avhich  is  in 
its  nature  vague  ? — It  increases  the  difficulty 
A'ery  much. 

61.  Is  the  use  of  stations  and  sidings  included 
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in  these  maximum  rates? — Yes. 

62.  Will  you  state  the  grounds  for  saying  so  ? 
— First,  I think  the  use  of  sidings  or  stations  is 
a service  incidental  to  conveyance ; a carrier 
could  not  make  a separate  charge  for  admission 
to  his  yard  in  addition  to  the  sum  he  charged  for 
the  carriage  ; every  service  incidental  to  the 
conveyance  is  included  in  the  maximum  rates  un- 
less It  is  sjAeclally  exempted;  in  some  cases  the 
Acts  do  authorise  a charge  for  the  use  of  stations. 

6.3.  Then  the  inference  is  that  the  comjianies 
are  not  authorised  to  charge  for  such  services  un- 
less they  are  specially  authorised  to  do  so  ? — Yes. 
Again  the  terminal  services  are  usually  included 
in  the  short  distance  clause ; a railway  company 
can  charge  for  one  mile  as  for  six,  as  a rule. 

64.  Has  the  question  been  decided  by  the 
Railway  Commissioners? — The  question  has  been 
before  the  Raihvay  Commissioners,  and  they  used 
these  Avords : “ Station  services  to  traffic  con- 
veyed, or  about  to  be  conveyed,  upon  a raihvay 
seem  to  us  so  essential  a part  of  a contract  to 
carry,  that  a transport  rate,  Avhich  does  not  dis- 
criminate betAveen  conveyance  including  and 
conveyance  not  including  the  use  of  station,  is 
not,  in  our  opinion,  unreasonable  or  unequal.” 
That  Avas  an  application  to  compel  the  comjiany 
to  distinguish  between  the  terminal  and  mileage 
rate. 

65.  What  case  Avas  that  ? — The  case  of  Howard 
and  Company  against  the  Midland  Company  two 
or  three  years  ago. 


66.  Those 
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Mr.  Barclay — continued. 

66.  Those  words  that  you  quote  occur  in  the 
judgment  of  the  Railway  Commissioners  in  the 
case  of  Howard  v.  The  Midland  Railway  Com- 
pany ? — They  do. 

67.  That  decision  of  the  Commissioners  ai’ose 
not  directly  upon  a question  of  whether  the 
companies  were  entitled  to  charge  for  station 
accommodation,  but  rather  incidental  to  a claim 
made  by  Messrs.  Howard  and  Comjiany  ? — I had 
perhaps  better  explain  the  way  in  which  the  case 
arose.  The  Railway  Commissioners  are  required 
by  Act  of  Parliament  upon  the  application  of  a 
trader  to  compel  a railway  company  to  distin- 
guish in  the  rate  book  how  much  is  for  mileage  and 
how  much  is  for  terminal  services,  and  the  object 
of  that  is  that  where  these  terminal  services  are 
not  rendered  by  the  company  they  should  not  be 
able  to  charge  tlie  person  who  makes  the  appli- 
cation. Now  Messrs.  Howard  do  not  use  the 
station  at  Bedford ; they  have  a private  siding, 
and  they  applied  to  the  Railway  Commissioners 
to  cause  the  Midland  Railway  Com])any  to 
distinguish  between  the  mileage  rate  for  con- 
veyance  and  the  sum  for  the  use  of  the  station 
which  they  did  not  use.  The  Railway  Commis- 
sioners refused  the  application,  upon  the  ground 
that  they  could  not  distinguish  use  of  the  station 
from  the  service  of  conveyance  ; that  it  Avas  an 
essential  part  of  the  service  of  conA^eyance. 

68.  Will  you  give  some  examples  of  Avhat 
services  any  raihvay  company  are  entitled  to 
charge  for,  and  Avhat  they  are  not  entitled  to 
charge  for,  under  their  maximum  rates  ? — The 
question  of  terminals  Avas  considered  in  a very 
important  case  in  the  House  of  Loi'ds,  called 
GidloAV  against  the  Lancashii'e  and  Yorksliire 
Raihvay  Company,  Avliich  is  reported  in  the  7th 
House  of  Lords  Reports  In  1874.  In  that 
case  it  Avas  held  that  the  company  could  not 
under  the  usual  clause  chai’ge  an  extra  sum  for 
taking  the  Avaggons  of  a colliery  OAvner  from 
his  OAvn  sidings  and  attaching  them  to  the  trains 
of  the  company,  nor  for  returning  them  from 
the  line  of  the  company  to  the  sidings ; and 
also  that  the  customer  charged  for  services  men- 
tioned in  the  exception  cught  to  have  a dis- 
tinct option  given  him  by  the  company  of  avail- 
ing himself  of  them  at  the  company’s  charge, 
or  of  doing  them  himself.  Then  in  the  case  of 
the  Dunkirk  Colliery  Company  against  the  Man- 
chester, Sheffield,  and  Lincolnshire  Railway 
Company,  the  Raihvay  Commissioners  decided 
tAvo  or  three  points  ; first,  that  the  back  haulage 
of  empty  Avaggons  belonging  to  a customer  Avas 
not  a special  service  for  Avhich  an  extra  chai’ge 
could  be  made,  but  that  providing  coal  shoots  for 
colliery  proprietors  to  discharge  their  coal  Avas  ; 
and  that  providing  signalling  and  interlocking 
apparatus,  pointsmen,  and  signalmen  at  a private 
junction  to  a private  siding  Avere  extras. 

Mr.  Monk. 

69.  Was  that  a decision  giv’en  on  an  appeal  to 
the  House  of  Lords? — No;  this  is  adecision  by  the 
Railway  Commissioners,  and  their  decision  cannot 
be  appealed  against,  because  their  decision  is  final 
upon  the  question  of  laAv  as  to  Avhat  is  a ter- 
minal service. 

0.54. 


Mr.  Barclay. 

70.  Then  raihvay  companies,  of  course,  are  en- 
titled to  charge,  in  addition  to  the  maximum  rate 
for  everything  specified  in  their  prlA'ate  Act? 
— Yes,  everything  specified  as  an  exception. 

1\.  And  in  case  of  dispute  the  Raihvay  Com- 
missioners have  the  poAver  to  fix  Avhat  is  a rea- 
sonable sum  for  that  sjiecial  service  ? — Yes,  and 
that  is  conclusive. 

Mr.  Sclater- Booth. 

72.  Beyond  the  question  of  terminals? — No, 
we  are  only  speaking  of  terminals. 

Mr.  Barclay. 

73.  The  Raihvay  Commissioners  have  no  con- 
trol over  the  raihvay  companies,  so  long  as  they 
keep  Avitliin  their  maximum  rates,  have  they? — 
I understand  you  to  mean  as  regards  the  ques- 
tion of  overcharge,  of  course. 

74.  I am  speaking  as  regards  the  question  of 
overcharge  altogetlier,  apart  from  the  question  of 
conveyance  now  ? — I iim  not  prepared  to  ansAver 
that  question  in  the  affirmative. 

Mr.  Gregory. 

75.  Do  you  hold  that  that  clause  Avhich  you 
have  cited  in  the  Raihvay  and  Canal  Traffic  Act 
Avould  coA'er  all  the  articles  in  the  North  Staf- 
fordshire Act  of  1880  ? — YYs. 

Mr.  Barclay. 

76.  I understand  you  to  say,  that  you  are  not 
prepared  to  offer  an  opinion  with  reference  to 
Avhether  the  Raihvay  Commissioners  have  poAver 
to  deal  with  raihvay  companies,  even  Avithin 
their  maximum  rates  ? — The  inclination  of  my 
opinion  is  that  they  have  that  poAver.  I do  not 
Avish,  hoAvever,  to  give  an  opinion  upon  the  sub- 
ject, because  there  is  a subtle  point  of  law'  con- 
nected Avith  it,  Avhich  I need  not  mention.  As  a 
matter  of  fiict,  it  Avould  be  very  rarely  that  such 
a thing  Avould  be  done. 

Chairman. 

77.  Within  your  experience,  do  you  know 
of  such  a question  being  raised  before  the  Rail- 
way Commissioners  ?— I do  not  know  any  case 
in  Avhich  it  has  been  raised. 

Mr.  Barclay. 

78.  I Avant  to  clear  up  the  meaning  of  this 
word  “ terminals ; ” Avhat  is  the  meaning  of  the 
Avord  “terminals”  in  the  language  of  the  Rail- 
Avay  Clearing  House  ? — That  is  quite  a different 
thing. 

79.  The  Avord  “ terminals,”  in  Raihvay  Clear- 
ing House  language,  is  something  quite  distinct 
from  those  charges  incidental  to  conveyance 
Avhich  the  raihvay  companies  are  entitled  to 
make  under  their  special  Acts? — Y^es,  the  Rail- 
way Clearing  House  arrangement,  as  regards 
the  distribution  of  through  traffic,  is  that  an 
allowance,  at  the  rate  of  %s.  Qd.  per  ton  in  Lon- 
don, and  4 s.  per  ton  iu  the  country,  is  made  for 
the  terminal  expenses  upon  goods  traffic  Avhen 
carted,  and  Is.  6c/.,  both  in  London  and  the 
country,  when  not  carted.  On  mineral  traffic 
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Mr.  Barclay — continued, 
the  allowance  is  less.  That  applies  to  the  divi- 
sion of  through  rates  as  between  the  companies ; 
it  has  nothing  to  do  with  the  public. 

80.  The  public  has  no  interest  in  this  question 
of  terminals,  as  understood  by  the  Railway 
Clearing  House? — Not  at  all. 

81.  The  through  rate,  it  is  presumed,  includes 
those  previous  charges  we  were  speaking  of,  that 
is  to  say,  charges  incidental  to  conveyance  which 
the  companies  may  be  specially  authorised  to 
make,  but  the  public  have  no  concern  with  how 
the  railway  companies  divide  those  gross  charges 
amongst  themselves  ? — The  Clearing  House  ter- 
minals are  a very  simple  matter.  Suppose  there 
are  thi-ee  railways  in  connection,  and  that  goods 
are  sent  from  one  railway  over  another  on  to 
a third,  from  which  they  are  delivered.  Now 
the  gross  sum  is  paid  to  the  company  that  receives 
the  goods  or  to  the  company  that  delivers  them, 
as  the  case  may  be  ; it  would  not  be  fair  as  be- 
tween the  companies  to  divide  this  gross  sum 
merely  according  to  the  mileage,  because  the 
intermediate  company  renders  no  service  except 
the  use  of  its  line  and  its  locomotives,  whereas 
the  terminal  companies  have  all  the  trouble  of 
collecting  and  invoicing  the  goods  and  providing 
station  accommodation.  As  between  the  three 
companies,  therefore,  it  is  reasonable  that  there 
should  be  an  allowance  to  the  companies  at  both 
ends  of  a certain  sum  before  the  gross  sum  is  dis- 
tributed accordino-  to  the  mileage  rate,  and  that 
IS  what  is  done  by  the  Clearing  House. 

82.  Then  using  the  word  “ terminals  ” now  as 
regards  the  public,  is  a railway  company  entitled 
to  charge  for  any  terminal  services  incidental  to 
conveyance,  which  it  is  not  specially  authorised 
to  charge  under  its  private  Act? — No. 

83.  Will  you  explain  to  the  Committee  what 
services  you  hold  to  be  included  in  the  maximum 
rate  clause  where  thei’e  is  no  exception? — The 
words  are,  “ Every  service  incidental  to  con- 
veyance,” and  in  the  absence  of  an  express 
judicial  decision  1 hardly  like  to  give  any  distinct 
opinion. 

84.  Do  you  think  loading  service  incidental  to 
conveyance  ? — I should  say  so. 

85.  Do  you  think  that  the  maximum  rate  in- 
cludes the  service  of  loading  ? — Certainly,  unless 
it  is  specially  excepted. 

86.  And  also  the  service  of  unloading? — Yes, 
unless  it  is  specially  excepted. 

87.  And  everything  between?  — Yes,  and 
everything  between. 

Chairman, 

88.  Tn  your  opinion,  as  common  carriers,  are 
those  companies  bound  to  perform  this  service 
for  which  you  say  they  are  not  allowed  to  charge? 
— They  ai'e  bound  to  perform  everything  inci- 
dental to  conveyance,  including  loading  and  un- 
loading, and  the  charge  for  that  is  included  in 
the  maximum  rate  unless  there  is  a special  ex- 
ception. 

Mr.  O'  Sullivan. 

89.  Does  that  include  all  goods  ? — That  ap- 
plies to  all  goods,  I believe ; there  are  no  ex- 
ceptions. 


Mr.  Barclay. 

90.  Now  in  regard  to  collecting  and  delivery, 
does  the  same  rule  apply  to  that  ? — Perhaps.  As 
the  question  has  been  put  I might  say  that  there 
is  a considerable  difficulty  with  regard  to  col- 
lection and  delivery.  Of  course  the  carting  is  so 
different  a service  from  that  which  the  railway 
company  is  bound  to  render  that  one  Avould 
naturally  think  they  ought  to  have  power  to 
charge  for  it ; but,  I suppose,  there  is  a doubt 
upon  that,  and  consequently  the  London  and 
South  Western  Railway  Company  went  to 
Parliament  specially  for  power  to  charge  for  the 
delivery  ; therefore  I am  not  prepared  to  say 
whether  a railway  company  can  make  a special 
charge  for  collection  and  delivery  if  that  is  not 
specially  mentioned  in  their  Acts. 

91.  If  they  are  not  sjiecially  empowered  to  do 
so  in  their  private  Acts  ? — Yes,  that  is  what  I 
mean. 

Chairman. 

92.  Those  would  be  Acts  performed  off  their 
premises? — Yes,  but  while  they  are  carriei’s. 
Perhaps  before  I go  from  the  question  of  ter- 
mnals,  I might  be  allowed  to  read  the  opinion 
of  the  Railway  Commissioners  as  i-egards  the 
distinction  between  terminals  in  the  Clearing 
House  classification  and  what  are  called  ter- 
minals charged  under  the  companies’  special 
Acts.  'I'hat  was  a question  which  was  also  con- 
sidered in  Howard’s  case.  They  explained  it  in 
this  way  : “ It  is  true  that  in  the  division  of 
reeeipts  from  through  traffic,  terminal  companies 
are  credited  with  an  allowance  for  terminal  ex- 
penses as  well  as  with  their  mileage,  but  the 
amount  the  public  pay  is  not  affected  by  the 
principle  on  which  companies  choose  to  divide 
through  receipts  from  traffic  in  which  they  are 
jointly  intei’ested,  and  we  must  be  careful  how 
we  give  occasion  lor  these  allowances,  except  so 
far  as  they  may  have  express  legislative  sanction, 
being  treated  as  sums  which  could  be  taken  from 
the  public,  in  addition  to  the  mileage  rate,  to  pay 
for  the  services  they  represent  in  respect  either 
of  through  or  of  other  traffic.” 

Mr.  Barclay.  ■ 

93.  Now,  taking  up  the  question  of  classifica- 
tion, is  there  any  uniformity  in  the  Railway  Com- 
panies’ Acts  in  the  classification  of  goods  for 
which  they  are  authorised  to  make  different 
charges  ? — There  is  a certain  rough  classification 
which  is  very  common,  but  there  is  no  uni- 
formity. 

94.  Will  you  give  an  example  briefly  of  how 
the  goods  are  classified  ? — I take  the  London, 
Chatham,  and  Dover  Aet  of  1853  as  a compara- 
tively modern  Act,  which  follows  the  usual  form. 
The  first  class  in  that  Act  includes  “ compost, 
dung,  and  all  sorts  of  manure,  lime,  chalk,  lime- 
stone, and  undressed  material  for  the  repair  of 
roads  or  highways.”  The  second  class  includes, 
“ coke,  coal,  culm,  charcoal,  and  cinders,  stones 
for  buildings,  pitching  and  paving,  dressed  bricks, 
tiles,  slates,  clay,  sand,  ironstone,  iron  ore,  pig 
iron,  bar  iron,  rod  iron,  hoop  iron,  and  other 
similar  descriptions  of  wrought-iron,  and  iron 
castings  not  manufactured  into  utensils  or  other 
articles  of  merchandise.”  The  third  class  in- 
cludes, “ sugar,  grain,  corn,  flour,  hides,  dye 
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Mr.  Barclay — continued, 
woods,  earthenware,  timber,  metals  (except  iron), 
nails,  anvils,  vices,  and  chains.”  Then  the  fourth 
class  includes,  “ cotton  and  other  wools,  drugs, 
manufactured  goods,  and  all  other  wares,  mer- 
chandise matters,  articles  or  things.”  That  is 
about  the  most  common  form. 

95.  Under  what  class,  now,  would  be  charged 
those  goods  which  are  not  enumerated  ? — That  is 
very  difficult  to  answer.  All  Acts  have  these 
words,  “ all  other  merchandise,  articles,  matters, 
or  things ;”  and  the  question  is  whether  those 
general  words  are  to  be  interpreted  by  the  rule 
of  ejusdem  generis  as  applying  only  to  things  of 
the  same  kind  as  those  enumerated  in  the  same 
part  of  the  clause,  or  whether  they  Include  every- 
thing which  is  not  enumerated  specifically.  That 
is  a difficult  question,  and  I do  not  know  that  it 
has  been  decided. 

Chairman. 

96.  Do  those  Avords  which  you  are  just  reciting 
come  in  at  the  end  of  the  last  class? — They  come 
in  under  the  dearest  class.  Then  some  railway 
companies  being  pressed  by  that  difficulty  use 
these  words,  “ all  other  merchandise,  articles, 
matters  or  things,  except  such  as  are  included  in 
the  above  classes,”  or  “ except  such  as  are  enume- 
rated in  the  other  classes;”  they  put  in  these 
words,  in  order  to  cover  every  other  article  Avhich 
is  not  classified. 

Mr.  Barclay. 

97.  Is  what  I call  the  “ et  ccetera  ” class  inva- 
riably in  the  highest  class  ? — Almost.  In  the 
London  and  South  Western  Company’s  Act  it  is 
in  the  third  class,  but  almost  invariably  it  is  in 
the  highest  class. 

98.  Does  the  indefiniteness  of  the  classification 
add  to  the  difficulty  of  fixing  Avhat  are  the 
maximum  rates  a railway  company  is  entitled 
to  charge  ? — It  makes  it  impossible  (in  the  ab- 
sence of  a judicial  decision)  to  say  with  regard  to 
many  articles  what  the  railway  company  is  en- 
titled to  charge. 

99.  Is  there  any  consistency  among  the  Rail- 
way Acts  Avith  respect  to  the  classes  in  which 
agricultural  produce  is  placed? — No;  the  most 
important  of  the  agricultural  products  are  not 
classified  at  all  in  some  cases  ; hops,  for  instance, 
are  mentioned  very  rarely. 

100.  And  potatoes  ? — Very  rarely. 

101.  Turnips? — Never  that  I have  seen. 

102.  Mangolds? — I am  not  sure.  I may  have 
seen  it  in  one  Act,  but  they  are  practically  never 
mentioned. 

103.  Will  you  give  the  Committee  an  example 
of  hoAv  some  of  the  articles  are  classed  in  dif- 
ferent Acts  ? — I have  prepared  a Table  which  is 
rather  difficult  to  folio av  in  question  and  answer, 
but  in  that  I have  in  the  first  column  stated  the 
particular  kind  of  articles,  and  then  in  each  of 
the  folloAving  columns  I have  given  the  charge 
made  by  the  Great  Western  Raihvay  Company, 
the  London  and  North  Westeim  Company,  the 
Great  Eastern  Company,  the  Great  Northern 
Company,  the  Midland  RailAvay  Company,  the 
London,  Chatham,  and  Dover  Railway  Company, 
the  Caledonian  Raihvay  Company,  the  North- 
British  Railway  Company,  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway  Company, 
the  North  Eastern  Raihvay  Company,  and 
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London,  Brighton  and  South  Coast  Raihvay 
Company,  and  if  that  is  printed  it  will  show  at  a 
glance  Avhat  is  the  variation.  I took  these  as 
large  railways  and  typical  railways.  ( The  same 
was  handed  in.) 

104.  Would  you  explain  the  different  classes 
in  Avhich  hops  are  placed,  for  instance,  by  the 
different  companies  ? — Hops,  for  example,  upon 
the  Great  Eastern  Raihvay  are  carried  at  2^  d. 
2)er  ton  a mile. 

Mr.  Bolton. 

105.  Is  that  exclusive  of  terminals  ? — Yes. 

Mr.  Pease. 

106.  Is  that  a maximum  rate  table  ? — This  is 
a maximum  rate  table.  This  table  is  to  show 
Avhat  is  the  maximum  for  each  particular  class  of 
goods  which  the  different  companies  are  allowed 
to  charge  ; and  then  you  will  see  at  a glance 
Avhat  is  the  variation  in  regard  to  the  principal 
articles.  In  the  case  of  the  Great  Eastern  Com- 
2jany,hops  are  2\d.,  on  the  Brighton  Railway  2d., 
and  as  regards  all  the  other  railways  I have 
mentioned  they  are  not  enumerated;  therefore  it 
is  difficult  to  say  Avhat  their  place  Avould  really 
be. 

Mr.  Gregory. 

107.  Do  the  London,  Chatham,  and  Dover 
Railway  Company  not  enumerate  hoj)s  ? — No, 
they  do  not. 

108.  And  the  South  Eastern  Railway  Com- 
jAany? — They  are  not  enumerated  in  the  South 
Eastern  Railway  Company’s  Tables. 

Mr.  O'  Sullivan. 

109.  May  I ask  if  you  have  any  similar  Table 
for  an  Irish  railway  ? — We  have  no  similar  Table 
for  an  Irish  raihvay,  but  such  a return  might  be 
made  out. 

Mr.  Gregory. 

110.  Do  I understand  that  where  hops  are  not 
enumerated  they  come  under  the  fourth  class  ? — 
That  is  just  the  doubtful  point ; I have  not  been 
able  to  find  any  case  which  would  satisfy  me  that 
the  jAoint  had  been  decided. 

Mr.  Barclay. 

111.  Noav  I will  ask  you  afcAV  questions  upon 
the  subject  of  unequal  or  preferential  charges  by 
railway  comjAanies ; has  Parliament  from  the 
first  insisted  upon  equal  charges  and  equality  of 
rates  ? — Yes,  even  in  the  old  tramroad  Acts  you 
find  a provision  to  the  effect  that  the  proprietors 
shall  have  power  to  vary  or  reduce  the  tolls,  but 
that  the  reduction  or  advance  should  be  to  all 
persons  alike  in  the  same  or  similar  circum- 
stances ; that  {)roviso  occurs  in  several  of  the 
Acts  betAveen  1801  and  1820;  then  in  the  special 
Acts  of  the  railway  companies,  it  Avas  very  com- 
mon to  insert  a clause  jArotccting  the  public 
against  inequality  ; I may  give  as  an  example  of 
that,  the  South  Eastern  Railway  Act  of  1836, 
the  6 Will.  4,  c.  75,  s.  137 ; it  is  a very  good 
clause  : “ Tliatthe  aforesaid  rates  and  tolls  to  be 
taken  by  virtue  of  this  Act  shall,  at  all  times,  be 
charged  equally  and  after  the  same  rate  per  ton 
per  mile,  throughout  the  whole  of  the  said  rail- 
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Mr.  Barclay — continued, 
ways  in  respect  of  the  same  description  of 
articles,  matters,  or  things,  and  that  no  reduc- 
tion or  advance  in  the  said  rates  and  tolls  shall, 
either  directly  or  indirectly,  be  made  partially  or 
in  favour  of,  or  against,  any  particular  person  or 
company,  or  be  confined  to  any  particular  part  of 
the  said  railway,  but  that  every  such  reduction 
or  advance  of  rates  and  tolls  upon  any  particular 
kind  or  description  of  article,  matter,  or  thing, 
shall  extend  to,  and  take  place,  throughout  the 
whole  and  every  part  of  the  said  railway  upon 
and  in  respect  of  the  same  description  of  article, 
matter,  and  thing  so  reduced  or  advanced,  and 
shall  extend  to  all  persons  whomsoever  using 
or  carrying  the  same  description  of  articles, 
matters,  and  things  thereon,  anything  to  the  con- 
trary thereof  in  any  wise  notwithstanding.” 

112.  Can  you  tell  the  Committee  if  that  Act 
is  still  in  force  ? — 1 am  not  sure  ; I found  it  in 
their  original  Act;  but  they  have  so  many  Acts 
that  it  may  possibly  have  been  altered. 

113.  Is  the  Act  under  which  they  are  now 
levying  their  tolls  antecedent  or  subsequent  to 
that? — I hat  is  the  Act. 

114.  The  toll  clauses  of  that  Act  are  still  in 
force? — Yes.  Then  in  184.'),  so  many  of  these 
clauses,  and  other  of  a similar  kind,  occurred  in 
all  the  special  Acts,  that  Parliament  thought  it 
necessary  to  make  a Consolidation  Act  of  the 
clauses  that  were  common ; and  Section  90  of 
the  Railway  Clauses  Act,  1845,  was  passed, 
enacting,  “ Whereas  it  is  expedient  that  the 
company  should  be  enabled  to  vary  the  tolls 
upon  the  railway  so  as  to  accommodate  them  to 
the  circumstances  of  the  traffic,  but  that  such 
power  of  varying  should  not  be  used  for  the 
purpose  of  prejudicing  or  favouring  ])articular 
parties,  or  for  the  purpose  of  collusively  and  un- 
fairly creating  a monopoly,  either  in  the  hands 
of  the  company,  or  of  particular  parties  ; it  shall 
be  lawful,  therefore,  for  the  company,  subject  to 
the  provisions  and  limitations  herein,  and  in  the 
special  Act  contained,  from  time  to  time  to  alter 
or  vary  the  tolls  by  the  special  Act  authorised 
to  be  taken,  either  upon  the  whole,  or  upon  any 
particular  portions  of  the  railway,  as  they  shall 
think  fit ; Provided  that  all  such  tolls  be  at  all 
times  charged  equally  to  all  persons,  and  after 
the  same  rate,  whether  per  ton  per  mile  or 
otherwise,  in  respect  of  all  passengers,  and  of  all 
goods  or  carriages  of  the  same  description,  and 
conveyed  or  propelled  by  a like  can-iage  or 
engine,  passinsr  only  over  the  same  portion  of 
the  line  of  railway,  under  the  same  circum- 
stances ; and  no  reduction  or  advance  in  any 
such  tolls  shall  be  made,  either  directly  or  indi- 
rectly, in  favour  of  or  against  any  particular 
company  or  person  travelling  u])on  or  using  the 
railway.”  Then  finally  comes  the  Railway  and 
Canal  Traffic  Act  of  1854,  which  has  been  most 
in  use  since,  which  provides  “ That  no  railway 
or  canal  company,  or  railway  and  canal  com- 
pany, shall  make  or  give  an  undue  or  unreason- 
able ])reference  or  advantage  to  or  in  favour  of 
any  ])articular  j)er8on  or  company,  or  any  parti- 
cular description  of  traffic,  in  any  respect  what- 
soever, nor  shall  any  such  company  subject  any 
})articular  person  or  company,  or  any  j)articular 
description  of  traffic,  to  any  undue  or  unreasou- 
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able  prejudice  or  disadvantage  in  any  respect 
whatsoever.” 

115.  Did  the  Railway  and  Canal  Act  of  1854 
lay  down  the  principles  of  equality  broadly  and 
generally  ?— Yes;  that  Act  laid  it  down  that 
there  must  be  no  undue  or  unreasonable  prefer- 
ence. 

116.  How  have  the  Courts  interpreted  the 
meaning  of  that  Act  ?— I have  looked  into  the 
cases,  and  the  construction  of  the  Act  was  consi- 
dered in  the  recent  case  of  the  Denaby  Main 
Colliery  Company  and  the  Manchester,  Sheffield, 
and  Lincolnshire  Raihvay  Company,  which 
affected  the  question  of  the  onus  vrohandi  of 
whether  the  company  or  the  parties  were  bound 
to  prove  the  unreasonableness.  The  facts  were 
as  follows.  The  railway  company  had  no  coal 
rates  by  mileage  for  the  South  Yorkshire  Dis- 
trict. They  charged  the  same  rate  from  all  col- 
lieries in  a coalfield  extending  over  20  miles. 
The  Denaby  Colliery  Company  complained  that 
they  were  charged  from  their  collieries  to 
Grimsby  and  Hull  the  same  price  for  a distance 
of  four  miles  that  other  collieries  in  the  district 
paid  for  a distance  of  20  miles.  The  railway 
company  urged  that  their  mode  of  charging,  dis- 
regarding mileage,  simplified  their  accounts,  and 
that  if  a mileage  rate  were  adopted  the  more 
distant  collieries  would  be  undersold,  and  the 
traffic  thereby  diminished.  The  chief  point 
taken  for  the  railway  company  w'as,  that  the 
Denaby  Colliery  Company  did  not  prove  that 
the  inequality  did  them  any  actual  haim  ; it  was, 
they  contended,  only  a benefit  to  their  neigh- 
bours, and  did  no  harm  to  them  ; consequently 
they  had  no  i-eason  to  complain.  The  Railway 
Commissioners  decided  against  the  railway  com- 
pany, holding  that  the  due  and  reasonable  charge 
is  that  which  is  proportioned  to  the  service 
rendered,  and  that  there  is  no  better  measure  of 
that  service  than  the  distance  over  which  the 
goods  were  conveyed,  and  that  the  railway  com- 
])any  had  no  right,  by  making  a differential  rate,  to 
deprive  the  Deanaby  Colliery  of  the  advantage 
which  its  natural  position  in  proximity  to  a sea- 
port gave  to  it  in  competition  with  other  col- 
lieries. The  railway  company  were  not  satisfied, 
and  took  proceedings  in  the  Queen’s  Bench 
Division  on  the  double  ground  that  the  Commis- 
sioners had  exceeded  their  jurisdiction,  and  that 
their  judgment  was  bad.  in  law.  In  both  respects 
the  decision  of  the  Railway  Commissioners  were 
upheld  by  the  Queen’s  Bench  Division,  and  also 
on  appeal  by  the  Court  of  appeal,  on  which  the 
Lord  Chancellor  (Lord  Selborne),  Lord  Justice 
Brett,  and  Lord  J usticc  Laggally  sat. 

Mr.  Sclater-Booth. 

117.  It  was  not  alleged  in  that  case  that  the 
company  which  was  nearest  the  sea  had  any- 
thing beyond  the  maximum  r.ates  charged? — No, 
that  was  not  the  jioint. 

hlr.  Barclay. 

118.  Have  the  Courts  held  that  competition 
justified  an  inequality  of  rates? — The  question 
of  comjietition  has  rarely  come  up  alone,  until 
the  case  of  Evershed  against  the  London  and 
North  Western  Railway  Company. 

119.  When  was  that  case  decided  ? — lliat  was 


SELECT  COMMITTEE  ON  RAILWAYS. 


9 


17  March  1881. 


Mr.  Barclay — continued. 

in  1875 ; the  question  in  Evershed’s  case  was 
one  of  undue  preference  as  regarded  terminals ; 
three  brewers’  firms  wei’e  in  such  a position  as 
regarded  the  Midland  Railway  Company,  that 
they  could  send  their  traffic  to  the  stations  they 
desired  to  reach  either  by  the  Midland  Railway 
or  by  the  London  and  North  Western;  and  in 
order  to  induce  those  three  brewers  to  send  their 
traffic,  or  a portion  of  their  traffic,  by  the  Lon- 
don and  North  Western,  the  London  and  North 
Western  made  them  a rebate  of  1 s.  9 t/.  a ton  ; 
the  Railway  Commissioners  decided  that  that 
was  illegal,  and  granted  an  injunction,  and  then 
Mr.  Evershed  took  proceedings  to  recover  the 
overcharges,  and  the  question  finally  was  deter- 
mined in  the  blouse  of  Lords  ; so  that  Evershed’s 
case  is  decided  finally  by  the  highest  Court  of 
Appeal  ; the  judgment  of  the  Court  of  Queen’s 
Bench  stated  this  principle  : “ We  think  that  a 
railway  company  cannot,  merely  for  the  sake  of 
increasing  their  traffic,  reduce  their  rates  in 
favour  of  individual  customers,  unless,  at  all 
events,  there  is  a sufficient  consideration  for  such 
reduction,  which  shall  lessen  the  cost  to  the  com- 
pany of  the  conveyance  of  their  traffic.”  I con- 
sider that  case  proves  that  when  there  is  no  other 
circumstance  except  competition,  the  law  now  is 
that  competition  alone  will  not  justify  a differ- 
ence in  rates. 

12l).  Has  there  been  any  case  decided  where 
the  question  of  sea  competition  came  in  ? — Yes. 
That  case  was  fdlowed  by  the  case  of  Budd 
against  the  London  and  North  Western  Railway 
Company;  that  was  in  1877.  Budd’s  case  is 
different  as  regards  the  facts,  but  in  principle  is 
identical  with  Evershed’s  case ; the  facts  were  as 
follows:  The  plaintiff,  the  Ystalyfera  Iron  Com- 
pany, has  works  about  12  miles  from  Swansea, 
on  the  lines  of  the  London  and  North  Western 
Railway,  and  sends  lai’ge  quantities  of  iron  and 
tin  plates  by  the  railway  to  Liverpool.  The 
charge  to  the  company  was  12s.  6 rf.  per  ton; 
but  to  other  manufacturers,  farther  from  Liver- 
pool, and  nearer  to  Swansea,  the  charge  was  only 
11s.  4d.  for  the  same  class  of  goods.  The  rail- 
way company  offered  this  low^er  rate  to  all  the 
manufacturers  within  a radius  of  six  miles  from 
Swansea,  in  order  to  compete  with  the  sea  route 
from  Swansea  to  Liverpool.  The  smaller  freight, 
of  course,  enabled  the  more  distant  manufacturers 
to  sell  cheaper  in  Liverpool.  The  Exchequer 
Division  unanimously  held  that  the  case  was 
governed  by  Evershed’s  case,  and  that  the  com- 
pany must  either  reduce  its  rates  for  the  shorter 
distance  or  increase  them  for  the  lonsrer. 

Chairman, 

121.  Do  I understand  that  in  Evershed’s  case, 
the  plaintiff  actually  recovered  the  overcharges  ? 
— Yes,  he  recovered  the  overcharges. 

122.  For  what  period  ? — For  a period  of  six 
years. 

Mr.  Barclay. 

123.  How  was  it  limited  to  six  years  ?— Under 
the  Statute  of  Limitations. 

124.  How  many  courts  had  Mr.  Evenshed  to 
go  through  before  he  fixed  finally  the  railway 

' company  ?— After  he  left  the  Railway  Commis- 
sioners he  brought  his  action,  and  that  was 
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referred  to  an  arbitrator,  and  the  arbitrator  found 
the  facts,  and  then  the  case  went  to  the  Queen’s 
Bench  Division.  From  thence  an  ajipeal  was 
taken  to  the  Court  of  Appeal,  and  from  the 
Court  of  Appeal  to  the  House  of  Lords,  and 
the  judgments  were  unanimous  throughout 
against  the  railway  company  by  all  the  judges. 

125.  Can  you  state  liriefly  what  principle  has 
been  laid  down  by  the  decisions  of  tlie  Courts  as 
to  what  justifies  an  inequality  of  rates? — As  far 
as  I can  make  out  the  cases,  all  fall  under  three 
heads.  The  first  is  this  : that  a trader  may  gua- 
rantee to  send  large  quantities  of  goods  and 
thereby  lessen  the  cost  to  the  railway  company  of 
the  carria2:e.  It  is  not  uhreasonable  in  that  case 
that  the  com23any  should  be  allowed  to  meet  such 
a trader  by  a reduced  rate,  but  the  Court  of  Com- 
mon Pleas  in  1857  held  that  the  guarantee  must 
be  bond  Jide  for  that  object,  and  not  in  order  to 
give  a trader  an  advantage  in  competition  by  de- 
priving his  rival  of  the  natural  advantage  of  his 
position.  Then  in  addition  to  the  question  of  large 
quantities  conveyed  in  such  a manner  as  to  lessen 
the  cost  of  conveyance,  there  is  the  question  of 
long  distances  as  compared  with  short  distances. 
In  the  case  of  Foreman  versus  the  Great  Eastern 
Railway  Company  in  1875,  the  Railway  Com- 
missioners considered  that  point.  There  was  a 
scale  for  the  conveyance  of  coals  : not  exceeding 
six  miles,  9 d.  per  ton ; ov'er  six  miles  and  under 
20  miles,  1 d.  per  ton  per  mile ; over  20  miles 
and  under  60  miles,  1 d.  per  ton  for  two  miles  ; 
and  over  60  miles,  1 d.  per  ton  for  four  miles. 
In  that  case  the  Railway  Commissioners  used 
these  words  : “ As  to  the  comparative  amounts 
for  the  different  mileages,  it  does  not  appear  that 
there  is  a greater  disproportion  in  relation  to 
distances  in  their  charges  than  in  the  cost  of 
carriage  to  the  company  ; and  if  the  principle 
on  which  the  scale  is  graduated  is  a fair  conside- 
ration of  the  cost  to  the  company  of  carrying 
coals  for  the  difierent  distances,  it  is  not  a valid 
objection  to  the  scale  that  it  is  better  adapted  to 
the  business  of  some  merchants  than  of  others, 
and  that  its  low  rates  for  long  distances  are  use- 
less to  those  who  deal  in  the  over-sea  coal.” 

Mr.  Bolton. 

126.  That  decision  has  been  practically  upset, 
has  it  not,  by  the  decision  in  the  case  of  the 
Denaby  Colliery? — No,  I think  not;  I think 
they  are  consistent.  Then  allow  me  to  say,  re- 
ferring back  to  my  previous  answer,  the  third 
case  is  where  there  is  a special  expense  in  the 
cost  of  working.  As,  for  example,  where  there 
is  a very  steep  incline  ; but  all  these  cases  turn 
upon  one  principle,  namely,  that  the  cost  of  con- 
veyance is  different,  and  that  an  equal  mileage 
would  not  be  just,  but  that  the  rate  should  be 
proportioned  to  the  cost  of  conveyance. 

Mr.  Barclay. 

127.  Upon  what  grounds  arc  the  figures  you 
are  going  to  give  us,  as  to  over  charges  by  the 
railway  companies,  based?  — I have  obtained 
coj)ies  of  rate-books  from  traders  and  farmers, 
and  have  employed  clerks  to  make  copies. 

128.  How  have  you  ascertained  the  maximum 
rates  which  railway  companies  are  authorised  to 
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Mr.  Barclay — continued. 

charge? — I have  examined  their  Acts  of  Par- 
liament to  find  what  were  the  maximum  rates 
which  they  could  charge. 

129.  You  have  been  assisted,  you  told  the 
Committee,  in  finding  out  those  Acts  by  that 
Return  moved  for  by  Lord  Skelmersdale  in  the 
House  of  Lords  ? — Those  returns  are  given  by 
the  raihvay  companies,  and  J have  taken  it  for 
granted  that  they  are  right. 

130.  That  they  refer  to  the  proper  Acts  which 
govern  their  maximum  rates? — Yes. 

131.  Had  you  any  difficulty  about  the  rate- 
books?— We  had  some  difficulty  in  the  beginning, 
but  there  is  no  difficulty  of  any  kind  now. 

132.  No  company,  I suppose,  refused  to  show 
their  rate-books  ? — Yes,  one  company  did. 

133.  Are  the  companies’  rate-books  easily 
intelligible? — Not  easily  intelligible  ; their  rate- 
books, as  far  as  I found  them,  do  not  proceed  upon 
a classification  of  their  own  Acts,  but  they  pro- 
ceed upon  the  classification  of  the  Railway  Clear- 
ing House. 

134.  Would  you  give  the  Committee  examples 
of  that  classification? — The  Railway  Clearing 
House  classification  has  seven  classes  of  goods  ; 
first,  what  they  call  mineral  traffic,  carried  in 
lots  of  not  less  than  four  tons ; and  secondly, 
there  is  a special  class  traffic,  that  is  to  say,  goods 
carried  in  lots  of  not  less  than  two  tons  in  both 
cases,  the  loading  and  unloading  being  done  by 
the  parties.  Then  they  have  five  classes,  so 
distinguished,  according  to  number,  but  those 
classes  have  no  kind  of  relation  to  the  classifica- 
tion in  the  Acts. 

Mr.  O'  Sullivan. 

135.  I think  I understood  you  to  say  that  the 
farmer  loaded  and  unloaded  in  this  case,  but  that 
there  was  no  exemption  for  the  company  from 
loading  in  any  case  ? — When  the  companies  do 
not  load  and  unload,  they  are  understood  to 
carry  at  especially  low  rates. 

Mr.  Barclay. 

136.  AVill  you  take  first  the  case  of  the 
London  and  South  Western  Railway  Company, 
and  give  the  Committee  some  examples  of  what, 
in  your  opinion,  are  overcharges  by  that  com- 
pany in  respect  of  guano  and  packed  manure  ? — 
In  regard  to  guano  and  packed  manure  I have  a 
number  of  stations  from  Petersfield  ; I have  the 
Petersfield  rate-book ; guano  and  packed  ma- 
nures are  carried  in  what  are  called  the  first- 
class,  except  when  under  special  conditions  and 
in  larger  quantities  they  are  carried  in  a special 
class,  but  1 have  taken  a case  where  a quantity 
of  less  than  two  tons  is  carried. 

137.  I suppose  a quantity  rather  under  two 
tons  is  a common  enough  order  by  the  small 
farmers? — Yes,  certainl3\  Now  from  Petersfield 
to  Nine  Elms  the  charge  is  12  5.  6 d.  per  ton, 
and  the  maximum  rate  is  9 s. 

Sir  Edward  IVatkin. 

138.  Does  the  12  5.  6 ^?.  per  ton  include  the 

terminal  charge  at  each  end  I 

Mr.  Barclay. 

139.  I was  going  to  ask  how  the  company 
have  dealt  with  the  services  incidental  to  the 
conveyance? — Those  are  station  to  station  rates. 


Mr.  Barclay — continued. 

140.  Are  you  going  to  give  the  Committee 
station  to  station  rates?. — Exclusively. 

141.  Can  you  tell  us  whether  the  railway  com- 
pany loads  and  unloads  for  those  charges  ? — That 
is  a matter  which  is  not  within  my  knowledge. 
From  Petersfield  to  Nine  Elms  the  charge  is 
12  5.  6 d.  per  ton,  and  the  maximum  mileage  rate 
is  9 5.,  leaving  a difference  of  3 5.  6 d. 

142.  Of  overcharge? — No;  I had  better  ex- 
plain that.  The  London  and  Sonth  YY^e.stern 
Company,  when  they  load  and  unload,  have 
power  to  charge  for  the  loading  and  unloading. 
Of  course  where  they  do  not  themselves  load  and 
unload,  they  have  no  power  to  charge.  Then 
the  question  is,  what  is  a reasonable  sum  for 
loading  and  unloading.  Practically,  I look  at  it 
in  this  way.  The  South  Eastern  Railway  Com- 
pany charge  6 d.  per  ton  for  loading  and  unload- 
ing : and  then  I take  it  that  the  London  and 
South  YVesteni  Company  can  do  it  as  cheaply  as 
the  South  Eastern  Company  can,  and  that  in  a 
case  where  they  did  load  and  unload  the  terminal 
service  Avould  amount  to  1 s. 

Mr.  O'  Sullivan. 

143.  For  the  loading  and  unloading  of  what 
articles? — The  articles  in  the  first,  second,  third, 
fourth,  and  fifth  classes. 

Mr.  Barclay. 

144.  Let  us  understand  that  quite  clearly ; 
these  rates  you  are  quoting  just  now  are  what 
the  companies  call  station  to  station  rates  ? — Yes. 

145.  But  you  are  unable  to  say  whether  the 
railway  company  load  and  unload  for  that  sum  ? 
— That  is  a question  of  fact,  varying  no  doubt  in 
each  case. 

Mr.  Sclater-Booih. 

146.  But  your  charge  against  the  London  and 
South  YYestern  Company  is,  that,  I will  not  say 
they  cheat,  but  that  they  get  out  of  the  customer 

2 5.  6 d.  more  than  they  have  a right  to  get  ? — 
Y^es,  and  Avhat  tliey  charge  for  loading  and  un- 
loading in  the  case  of  sjiecial  traffic. 

147.  You  give  that  in,  and  there  remains  at 
all  events  2 s.  6 d.  ? — Yes,  or  even  supposing  you 
were  to  give  them  2 5.  for  loading  and  unloading 
there  would  remain  1 5.  6 c?. 

Mr.  Barclay. 

148.  The  Loudon  and  South  Western  Com- 
pany are  entitled,  as  I understand,  to  charge 
specially  for  loading  and  unloading? — YYs. 

149.  If  you  allow  them  for  this  service  1 5., 
assuming  that  they  perform  it,  there  still  re- 
mains the  2 5.  6 d.  for  overcharge  ? — YTes,  the 
loading  and  unloading  could  not  possibly  be 

3 5.  6 d. 

150.  Can  you  give  the  Committee  any  other 
case  ? — To  Wimbledon  the  charge  is  13  5.  4 d., 
and  the  maximum  rate  is  8 5.  2 d. 

151.  What  is  the  difference  there? — The 
difference  between  the  two  is  55.  2 d. 

Mr.  Gregory. 

152.  Are  you  speaking  of  the  same  articles 
now? — YTes,  I am  speaking  of  the  same  articles, 
gnano  and  packed  manure. 

153.  You  are  speaking  of  from  Petersfield  to 
Wimbledon  ? — YYs. 

154.  That 
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Mr.  Gregory — continued. 

154.  That  is  a shorter  distance? — Yes,  but 
they  charge  a higher  price. 

155.  You  say  you  put  the  charge  for  loading 
and  unloading  at  1 s.  ? — Yes,  that  is  one  charge 
that  is  made  ; but  I am  not  an  expert  upon  that 
matter. 

156.  Is  there  that  charge  upon  any  other  class 
of  goods  by  that  company  for  loading  and  un- 
loading?— The  London  and  South  Western 
Railway  Company  ask,  for  the  special  class, 
10  <7.  each  way,  which  is  4 J.  more  than  the  South 
Eastern  Company  do. 

Mr.  Barclay. 

157.  You  have  said  that  the  charge  made  by 
the  South  Eastern  Company  is  a guide  to  what 
would  be  a fair  rate  for  loading  and  unloading  ? 
—Yes. 

158.  The  London  and  South  Western  Com- 
pany for  one  class  of  goods  charge  10  d.  for  load- 
ins:  and  unloadins:? — That  is  for  the  lowest  class 
of  goods,  the  mineral  traffic. 

159.  Will  you  continue  your  statement? — To 
Woking  the  charge  for  manure  and  guano  is 
10  s.  per  ton,  and  the  maximum  rate  5 s.  4 c?.  ; to 
Guildford  the  charge  is  9 s.  2 d.,  and  the  maxi- 
mum rate  4.  s.  4 (/. ; to  Witley  the  charge  is 
6 s.  8 f/.,  maximum  rate  3 s.;  Haselmere,  the 
charge  is  5 s.  10  c?.,  and  the  maximum  2 s.;  to 
Liphook  the  charge  is  5 s.,  and  the  maximum 
rate  is  1 s.  6 c?. ; to  Salisbury  the  charge  is 
16  s.  did.,  and  the  maximum  rate  is  8 s.  11c?. ; 
those  charges  are  all  from  Petersfield. 

Mr.  Monk. 

160.  In  some  cases  the  charges  are  about  300 
or  400  per  cent,  above  the  charges  allowed  by 
the  Act? — Yes. 

Mr.  Sclater-Booth. 

161.  In  making  up  that  table,  how  have  you 
calculated  the  mileage  ? — I have  calculated  the 
mileage  from.  Every  rate-book  is  bound  by  law 
to  give  the  mileage. 

Mr.  Barclay. 

162.  Will  you  give  the  Committee  some 
examples  with  regard  to  grain,  oil- cake,  potatoes, 
and  beer  ? — Those  articles,  grain,  oil-cake,  beer, 
malt,  turnips,  and  potatoes,  are  carried  at  certain 
rates  ; some  are  included  in  one  class  and  some  in 
the  other.  I have  shown  them  in  the  table,  but 
I must  give  you  one  or  two  examples.  From 
Petersfield  to  Guildford  the  second  class  rale  is 
10  s.  10  d.,  and  the  maximum  rate  is  6 s.  d. 
To  Haslemere  the  second-class  rate  is  7 5.  6 d., 
and  the  maximum  rate  is  3 s.  To  Porchester, 
the  second-class  rate  is  9 5.  2 c?.,  and  the  maximum 
rate  is  4 s.  Ad.  To  Mottisfont,  the  second-class 
rate  is  21  s.  8 c?.  and  the  maximum  rate  is  12  5.  3 d. 
To  Exeter  the  second-class  charge  is  45  s.,  and 
the  maximum  rate,  35  s.  d. 

Sir  Edward  Wathin. 

163.  Is  the  45  s.  the  station  to  station  rate  ? — 
Yes,  so  it  is  given  to  me.  Then  taking  hops  from 
I^ine  Elms  to  Exeter  the  charge  is  55  s.,  and  the 
maximum  rate  is  4.3  s.  6 cZ. ; then  to  Portsmouth 
the  charge  is  30  s.  10  f/.,  and  18  s.  d d.  is  the 
maximum  rate ; then  to  Basingstoke  the  charge 

0.54. 
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is  25  s.,  and  the  maximum  rate  is  11  s.  9 c?. ; to 
Southampton,  which  is  much  farther,  the  charge 
is  25  s.,  and  the  maximum  rate  is  19  s.  8 ^Z.  I 
may  mention  tliat  from  Petersfield  to  Exeter  the 
charge  is  60  s.,  and  the  maximum  rate  is  36  s.  ; 
that  is  also  for  hops. 

Mr.  Barclay. 

164.  Can  you  give  the  Committee  any  examples 
of  hops  conveyed  from  London,  as  compared 
with  hops  conveyed  to  London? — I am  not  quite 
sure  as  to  the  difference  ; those  figures  that  I gave 
were  from  London.  I can  give  the  Committee 
the  charges  to  stations  between  Petersfield  and 
London.  From  Petersfield  to  London  the  charge 
for  hops  is  19  s.  2 d.,  and  the  maximum  rate  is 
13  s.  6 d. ; they  do  not  seem  to  make  so  great  a 
difference  in  that  case. 

165.  Are  hops  classified  in  the  South  Western 
Company’s  Act? — No  ; but  the  Act  is  so  drawn 
that  hops  could  not  be  charged  more  than  3 d. 
per  ton  per  mile. 

Mr.  Sclater-Booth. 

166.  Then  when  you  say  that  the  maximum 
rates  for  hops  are  exceeded  by  the  railway  charge, 
you  arrive  at  the  maximum  rate  for  hops  by  an 
examination  of  the  terms  of  the  Act  of  Parlia- 
ment?— Yes. 

167.  And  although  hops  are  not  classified,  they 
could  not  be  more  than  what  you  say? — The 
Loudon  and  South  Western  Company’s  Act  is 
quite  peculiar  ; their  “ et  ccetera"  class  is  in  the 
third  class,  and  their  highest  class  is  for  perish- 
able and  consumable  articles  ; and  owing  to  the 
peculiar  construction  of  it,  there  is  no  doubt  that 
hops  come  under  the  dd.  rate. 

Sir  Edward  Wathin. 

1 68.  That  is  your  opinion  ? — I could  strengthen 
it,  I think,  if  necessary. 

Mr.  Gregory. 

169.  What  is  your  highest  classification? — It 
is  what  is  called  the  fifth  class.  I do  not  know 
whether  that  question  relates  to  the  Act,  or 
whether  it  relates  to  the  rate-books. 

Sir  Edward  Watkin. 

170.  What  is  the  rate  of  the  fifth  class? — 
Fivepence. 

171.  Then,  if  they  are  in  the  fifth  class,  the 
company  would  be  charging  less  than  the  maxi- 
mum rate  ? — It  might  be  so. 

Mr.  Gregory. 

172.  Is  that  the  railway  classification,  or  is 
that  the  Clearing  House  classification? — I can 
give  you  the  Act  in  a moment.  I have  one  here 
in  similar  language  ; it  is  in  one  of  the  South 
Western  Railway  Company’s  vVcts  ; they  carry 
at  5c?.  a mile  “silks,  indigo,  cinnamon,  and  other 
spices,  oi’anges,  lemons,  and  other  fruits  not 
dried,  eggs,  fish,  poultry,  meat,  and  all  other 
articles  of  a perishable  and  consumable  nature.” 
Of  course  hops  ai’e  not  an  article  of  a “ perish- 
able and  consumable  nature,”  therefore  I reckon 
it  at  3cZ.  per  ton  per  mile. 

B 2 
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Mr.  Barclay. 

173.  You  have,  I believe,  taken  out  some 
examples  of  furniture ; in  what  class  do  you  put 
furniture? — 'fhe  highest,  5cZ.  per  ton  per  mile, 
although  pei'ha])B  the  better  opiniou  would  be 
that  3d.  would  be  the  legal  charge.  From  Lon- 
don to  Salisbury  the  actual  charge  is  50  s.,  and 
the  maximum  rate  is  34  s.  8d. 

Mr.  Barnes. 

171.  Does  that  include  breakage? — They  are 
bound  to  insure  by  their  Act. 

Mr.  Barclay. 

175.  The  maximum  rates  that  you  have  men- 
tioned include  insurance  ? — Yes,  except  such 
articles  as  are  mentioned  in  the  Carriers  Act. 
Then  from  Petersfield  to  Exeter  the  charge  is 
77s.  Qd.,  and  the  maximum  rate  is  59  s.  Sd. 

176.  Will  you  give  the  Committee  a few 
examples  of  what  the  company  charges  for  dead 
meat? — For  dead  poultry  and  meat,  from  Lon- 
don to  Windsor,  the  charge  is  19s.  2d.,  and  the 
maximum  rate  is  8 s.  Qd.  From  Petersfield  to 
Mottisfont  the  actual  charge  is  27  s.  6d.,  and  the 
maximum  charge  is  20  s.  5d. 

177.  Now  let  us  take  the  London,  Brighton, 
and  South  Coast  Railway  ; can  you  give  us  the 
charge  for  the  carriage  of  hops  uji  to  London  ? — 
The  London,  Brighton,  and  South  Coast  Com- 
pany carry  hops  to  London  from  a specified 
number  of  stations  according  to  what  they  call  a 
hop  tariff. 

178.  Will  you  explain  to  the  Committee,  first, 
if  there  is  any  doubt  as  to  the  cla,ss  of  goods  in 
which  the  classification  of  hops  under  the  London, 
Brighton,  and  South  Coast  Company’s  Act  is 
placed  ? — Hops  are  specially  mentioned  in  the 
Brighton  Company’s  Act. 

179.  In  what  clause?  — The  second.  The 
charge  is  2 d.  per  ton  per  mile.  I need  not  enu- 
merate the  stations,  but  I may  mention  that  there 
are  about  30  stations  from  the  country  to  London 
which  are  governed  by  the  special  tariff,  and 
the  stations  from  London  to  the  country  are 
included  in  the  second  class  in  the  rate-books. 
Now  the  tarift’  from  London  is  a station  to  sta- 
tion rate,  but  to  London  the  tariff  includes  deli- 
very in  the  Borough. 

180.  Have  the  London,  Brighton,  and  South 
Coast  Company  poAver  to  charge  for  loading  and 
unloading  ? — 1 think  they  have. 

181.  What  deduction  or  what  allowance  do 
you  make  (or  have  you  made  an  allowance)  for 
delivery  in  the  Borough  ? — I have  taken  these 
figures  after  allowing  them  5 s.  a ton  for  delivery. 

182.  Have  yon  heard  at  what  rate  other  con- 
tractors deliver  hops  in  the  Borough  ? — Yes. 

183.  At  what  rate? — I have  heard  that  they 
are  delivered  at  3s.  3d.  per  ton,  in  one  instance. 
I am  told  that  by  a farmer  Avho  sends  hops  there. 

184.  He  said  that  he  had  got  them  delivered  at 
price? — Yes;  but  of  course  it  is  really  imma- 
terial, the  difference  is  so  great.  Now,  allowing 
for  that,  the  charge  from  the  country  to  London 
is  so  much  per  pocket,  ivhich  I am  told  is  1|  cwt., 
and  1 have  taken  that  measure.  Now,  to  Lou- 
don from  Caterham  the  charge  per  ton  is  15  s., 
and  I'rom  London  to  Caterham  the  charge  is  5 ,v., 
and  the  maximum  rate  is  2 s.  2 d. 


Mr.  Craiy. 

185.  Do  Ave  understand  the  maximum  charge 
to  be  the  same  as  that  stated  upon  the  rate-book 
of  the  company,  or  is  it  derived  from  some  calcu- 
lation?— The  maximum  rate  is  the  highest  sum 
Avhich  the  Act  allows  the  company  to  charge. 

186.  As  mentioned  in  the  Act  ? — Yes. 

Mr.  Barclay. 

187.  You  state  first  the  actual  figure  Avhich 
you  have  taken  from  the  rate-book  ? — Yes  ; they 
have  five  charges.  Is.  9d.  per  pocket,  2s.  3d. 
per  pocket,  2s.  6d.  per  jjocket;  Is.  9d.  is  the 
charge  for  the  nearest  distance. 

188.  Let  us  keep  to  the  first  line  of  inquiry  ; 
I want  to  knoAv  Avhether  that  15  s.,  the  rate  in  the 
rate-book,  includes  delivery,  or  do  you  make  any 
deduction  for  delivery? — I have  allowed  for  de- 
livery 5 s.  a ton. 

189.  And  the  actual  figure  in  the  rate-book  is 
20  s.  jier  ton  ? — It  is  not  exactly  in  the  rate-book 
in  the  shape  of  per  ton.  I Avill  put  in  the  cir- 
cular; the  rate  is  per  pocket.  To  Caterham 
J unction  it  is  1 s.  6 d.  jier  jiocket ; then  to  Red- 
hill  it  is  2 s.  3d.  per  pocket ; to  Tunbridge  Wells 
it  is  2 s-  9 d.  per  pocket  ; to  Three  Bridges  it  is 
2s.  6d.  per  pocket;  and  to  Polegate  3s.  per 
pocket.  Those  are  the  different  rates  to  London 
from  those  places. 

Chairman. 

190.  You  have  made  Caterham  by  that  calcu- 
lation ] 3 miles,  is  that  correct  ? — I think  it  is 
about  a dozen  miles. 

Mr.  Gregory. 

191.  That  is  Caterham  Junction,  is  it  not, 
not  Caterham  proper? — Yes;  I have  the  exact 
figures  here  if  it  is  necessary  to  produce  them. 
I have  made  the  figures  as  level  as  possible  for 
the  sake  of  comparison.  To  London  from  Tun- 
bridge Wells  the  charge  amounts  to  31s.  8d. 
per  ton,  and  from  London  to  Tunbridge  Wells 
the  charge  is  10  s.  5d.  per  ton,  the  maximum  rate 
being  8 s.  4d.  Then  to  London  from  Redhill  the 
charge  is  25s.,  and  from  London  to  Redhill  it 
is  5 s.,  the  maximum  charge  being  3 s.  6d.  To 
Londonfrom  Three  Bridges  the  charge  is  28  s.  4 d., 
and  from  London  to  Three  Bridges  it  is  8 s.  4d., 
the  maximum  charge  being  4s.  lOd.  To  Lon- 
don from  Polegate  the  charge  is  35  s.,  and  from 
London  to  Polegate  it  is  13  s.  9d.,  the  maximum 
rate  being  10s.  2d. 

IMr.  Barclay. 

192.  I understand  that  you  have  deducted 
from  those  figures  taken  from  the  rate-book  be- 
fore giving  them  to  the  Committee,  a sum  of  5 s. 
for  carriage  upon  hops  coming  up  to  London? — 
Yes,  for  cai'tage.  1 have  first  deducted  5 s.  per 
ton,  and  then  the  remainder  is  Avhat  I haA'e  com- 
pared Avith  the  alloAved  charge  in  the  Act. 

193.  Can  you  give  the  Committee  some  par- 
ticulars Avith  respect  to  the  charge  for  potatoes 
in  the  Act? — In  the  London  and  Brighton  Com- 
pany’s Act  potatoes  are  specially  mentioned ; 
they  are  charged  1.1  d.  a ton  a mile.  Noaa",  for 
neAV  potatoes,  the  charge  from  London  to  Sutton 
is  6s.  8d.,  and  the  maximum  rate  Is.  9d.  From 
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London  to  Three  Bridges  (I  am  giving  station 
to  station  rates). 

194.  Have  you  made  any  allowance  for  load- 
ing and  unloading  ? — Fi'om  London  to  Three 
Bridges  the  charge  Is  10s.  10 6?.,  and  the  maxi- 
mum rate  is  3 s.  8</. ; that  is  the  maximum  mile- 
age rate. 

195.  And  the  company  would  be  entitled  to 
something  additional  for  loading  and  unloading 
if  they  performed  those  services? — Yes. 

Sir  Edward  Wathin, 

196.  Are  those  new  potatoes  that  you  are  re- 
ferriuii  to  carried  by  goods  or  passenger  train  ? — 
By  goods  train  ; this  is  the  goods  tarift.  Ihen 
from  Horsham  to  Portsmouth  the  chax'ge  is 

16  s.  3<^.,  and  the  maximum  mileage  rate  is  6 s. 
From  Brighton  to  Portsmouth  the  actual  charge 
is  15  s.,  and  the  maximum  rate  is  5 s.  8 d.  From 
Tunbridge  Wells  to  Bedhill  the  charge  is 
10  s.  10  d.,  and  the  maximum  rate  is  3 s.  6 d. 

Mr.  Sclater-Booth. 

197.  Is  that  by  the  London  and  Brighton 
Bailway? — Yes.  From  Shoreham  to  Midhurst 
the  charge  is  12s.  Id.,  and  the  maximum  rate 
4 s.  3 J.;  from  West  Grinstead  to  London  the 
charge  is  15  s.,  and  the  maximum  rate  is  7 s.  Od.  ; 
from  West  Grinstead  to  Hastings  the  charge  is 

17  s.  Qd.,  and  the  maximxm  rate  6 s.  8 xZ. 

Mr.  Barclay. 

198.  Now  will  you  give  the  Committee  some 
information  with  respect  to  the  charges  for  the 
carriage  of  bacon,  butter,  eggs,  and  seeds  ? — In 
the  case  of  bacon,  butter,  eggs,  and  seeds,  all 
those  being  specifically  enumerated  in  the  Act 
under  the  second  class,  from  Tunbridge  Wells  to 
Portsmouth,  the  charge  is  16  s.  8(/.,  and  the 
maximum  rate  is  12  s.  Od.  I may  say  that 
having  examined  the  rates  for  this  class  of  goods 
to  a great  many  stations,  I find  that  the  differ- 
ence between  the  maximum  mileage  rates  and 
the  actual  charge  varies  from  2 s.  to  3 s.  1 1 tZ. 
or  4 s. 

199.  Subject  to  a deduction  for  loading  and 
unloading? — The  loading  and  unloading  would’ 
go  against  that  balance. 

200.  Let  us  take  the  case  of  agricultural  im- 
plements, fresh  butter,  and  so  on  ? — As  regards 
agricultural  implements,  fresh  butter,  fruit,  meat, 
poultry,  asparagus,  fish,  crabs,  lobsters,  and 
oysters,  those  are  carried  at  the  high  rate.  I 
give  them  their  highest  charge  in  the  rate-book, 
which  is  4 d.  per  ton  per  mile.  They  have  four 
classes  upon  that  line. 

Mr.  Barnes. 

201.  Do  you  say  that  agricultural  implements 
are  classed  with  fish  ? — Yes. 

Mr.  Callan. 

202.  Is  that  the  case  on  all  railways? — No, 
each  railway  has  its  own  classification  ; this  is 
the  Brighton  Company’s  classification.  Now, 
from  Horsham  to  West  Grinstead,  the  actual 
charge  is  5 s.  10  d.,  and  the  maximum  rate  is 
2 s.  %d.  From  Horsham  to  Brighton  the  charge 

0.54. 
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is  12  s.  6xZ.,  and  the  maximum  rate  8 s.  8 c?.  From 
Horsham  to  Portsmouth  the  cliar2:e  is  20s.  lOcZ., 
and  the  maximum  rate  is  16  s.  I have  not  Mven 
meat,  poultry,  eggs,  butter,  fruit,  and  vegetables 
in  as  separate  ; for  those  articles  there  is  quite 
a different  tariff.  I had  not  included  them.  I 
will  deal  with  them  when  I come  to  the  pas- 
senger trains. 

203.  Before  we  leave  this  subject,  let  me  ask 
you  this ; you  gave  an  example  of  the  Caterham 
charges  to  and  from  London,  is  that  a fair  sample 
of  the  London  and  Brighton  Company’s  charges  ? 
— Yes. 

204.  Does  a similar  practice  prevail  as  to  the 
difference  of  chai’ges  between  places  to  and  from 
London  upon  other  railways  ? — Yes. 

Mr.  Barclay. 

205.  I wish  you  to  give  the  Committee  some 
information  with  reference  to  the  chai’ges  of  the 
London,  Brighton,  and  South  Coast  Company  for 
goods  carried  by  passenger  trains  ? — They  have 
a special  tariff  which  they  call  trade  rates,  which 
do  not  include  collection  or  delivery. 

206.  Has  the  Brighton  Company  any  special 
qualification  in  its  maximum  ivitli  regard  to  goods 
carried  by  passenger  trains  ?— Yes  ; I can  read 
that  clause  presently.  Perhaps  it  would  be 
better  to  do  it  in  regard  to  the  question  of  milk. 
I have  not  got  the  exact  ivords  of  the  clause,  but 
this  is  a very  common  clause,  in  fact  it  is  almost 
universal  in  special  Acts  : “ That  with  regard  to 
maximum  rates,  when  the  company  carry  goods, 
except  parcels,  by  passenger  train,  or  render  any 
other  special  service,  they  may  by  agreement 
with  the  owners  or  persons  in  charge  of  such 
goods  take  an  increased  charge  over  and  above 
the  maximum  rates.” 

Lord  Randolph  Churchill. 

207.  Is  that  the  London,  Brighton,  and  South 
Coast  Company’s  Act? — Yes;  in  the  London, 
Brighton,  and  South  Coast  Company’s  Act  they 
have  a clause  to  that  effect. 

208.  And  in  most  Acts? — Yes.  The  London 
and  South  Western  Company’s  Act  is  an  ex- 
ception. 

Mr.  Barclay. 

209.  The  Act  contemjilates  a special  agree- 
ment between  the  owner  and  the  parties  in 
charge  of  the  goods  ? — It  does  contemjilate  such 
an  agreement.  Now,  taking  the  London  and 
Brighton  Company’s  trade  rates  for  meat,  poultry, 
eggs,  butter,  and  vegetables  (of  course  I can  only 
compare  the  charge  with  the  maximum  for  the 
conveyance  of  goods),  they  have  a scale,  and  I 
have  taken  the  distance  at  20  miles,  40  miles,  50 
miles,  and  80  miles.  At  a distance  of  20  miles 
they  charge  20  s.  per  ton  ; the  maximum  rate  for 
eggs  is  35.  4fZ.,  and  the  maximum  rate  for  the 
other  articles  is  Os.  8d. 

210.  That  is  the  maximum  rate  for  carrying 
those  goods  by  goods  train? — Yes. 

211.  You  are,  of  course,  comparing  that  with 
what  the  company  charge  by  passenger  train  ? — 
Yes ; then  at  40  miles  they  charge  30  .v.  per  ton  ; 
the  maximum  rate  for  eggs  is  6 .9.  8 d.  per  ton, 
and  the  maximum  rate  for  meal  is  13  s.  4 d.  At 
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Mr.  Barclay — continued. 

50  miles  they  charge  405.  per  ton  ; the  maximum 
rate  for  eggs  is  8s.  4rf.,  and  for  other  things 
16s.  %d.  At  80  miles  they  charge  60s.  per  ton. 
For  eggs  the  maximum  rate  is  13  s.  4 c/.,  aud  for 
meat  the  maximum  rate  is  26  s.  8^. 

212.  Have  you  examples  of  any  case  in  which 
the  railway  company  has  stated  a difference  in 
charge  between  carrying  by  passenger  and  goods 
trains  ? — The  South  Eastern  Company  have  a 
regulation  with  regard  to  the  carrying  of  animals. 
They  charge  50  per  cent-  more  for  animals  con- 
veyeil  by  passenger  train,  except  where  there 
would  be  great  delay  in  keeping  the  stock  for  a 
goods  train,  in  which  case  they  do  not  charge 
anything  extra  but  send  them  on  by  passenger 
train  without  additional  charge.  In  the  case  of 
some  other  classes  of  goods  I find  the  South 
Eastern  Company  make  a difference  of  25  per 
cent,  between  what  they  charge  for  sending  these 
articles  by  goods  train  and  what  they  charge  by 
sending  them  by  passenger  train. 

Sir  Edward  Watkin. 

213.  It  is  always  optional,  is  it  not,  for  a rail- 
way company  to  send  goods  by  passenger  train ; 
there  is  no  compulsion  upon  them  to  send  goods 
by  passenger  train? — That  is  a question  of  law 
whether  in  respect  of  any  given  trafhe,  to  send 
by  passenger  trains  is  a “ reasonable  facility  ” 
for  the  forwarding  of  traffic. 

hlr.  Barclay. 

214.  You  have  already  answered  this  question, 
that  the  carriage  of  goods  bv  passenger  train  is, 
according  to  the  provisions  of  the  private  Act,  a 
matter  of  agreement  between  the  parties? — 
Yes;  subject  to  the  answer  I have  just  given. 

215.  And  it  is  to  be  presumed,  I suppose,  that 
the  railway  company  would  havejiowerto  I’efuse 
to  carry  by  passenger  trains  ? — That  is  a question 
which  must  necessarily  depend  entirely  upon  cir- 
cumstances. Under  the  Canal  Traffic  Act  rail- 
way companies  are  bound  to  afford  reasonable 
facilities.  Now  it  is  a very  difficult  question 
with  regard  to  goods  of  a jierishable  character  to 
say  what  is  the  reasonable  facility  which  the 
railway  company  is  bound  by  that  Act  to  afford. 
I am  not  aware  of  any  case  in  which  the  question 
has  been  tried,  and  therefore  I do  not  wish  to 
dogmatise  upon  it.  If  the  question  is  Avhether 
or  no  the  sending  of  parlicular  goods  by  passen- 
ger train  is  a reasonable  facility,  that  no  doubt 
Avould  be  affected  very  much  by  the  question 
Avhat  Avere  the  facilities  the  company  afforded  by 
goods  train.  I find,  for  example,  that  the  South 
Eastern  Company  acknoAvledge,  in  fact,  with 
regard  to  the  carriage  of  animals,  that  they 
charge  50  per  cent,  more  for  animals  sent  by 
passenger  trains  unless  there  Avould  be  great 
delay  in  sending  them  by  goods  train,  in  Avhich 
case  they  charge  nothing  extra. 

Lord  Randolph  Churchill. 

216.  Are  the  chai’ges  for  goods  carried  by 
passenger  trains,  Avhich  the  comj)anies  may  make 
apparently  as  they  like,  governed  by  the  Rail- 
Avay  Clauses  Act,  aud  are  they  bound  to  be  the 
same  to  all  parties  ; for  instance,  if  ihey  carry 
by  passenger  train  at  25  2)er  cent,  increase,  must 
they  do  it  all  along  the  line  ? — The  question  of 


Lord  Randolph  Churchill — continued, 
preference  applies  to  the  conA^eyance  of  goods  by 
passenger  trains,  precisely  as  it  does  to  the  case 
of  goods  trains. 

Sir  Edward  Watkin. 

217.  Then  if  everybody  wished  to  carry  goods 
by  the  Scotch  express,  they  would  be  obliged  to 
carry  for  everybody,  or  else  to  refuse  to  carry 
for  anybody,  otherwise  there  would  be  a prefer- 
ence ereated  ? — I have  not  said  that ; it  Avould 
be  governed  by  circumstances.  Very  likely  the 
Railway  Commissioners  Avould  consider  that  the 
Scotch  express  Avas  not  a case  to  Avhich  “reason- 
able facilities  ” could  apply. 

Mr.  Barclay. 

218.  You  have  already  said  that  the  clauses 
In  the  private  Acts  appear  to  contemplate  an 
agreement  between  the  parties  Avith  regard,  first, 
to  the  carriage  of  the  goods,  and,  secondly,  to 
the  rate  for  them  ? — A special  agreement. 

219.  And  I suppose  it  would  not  be  your 
vieAV  that  the  raihvay  company  was  bound  to 
carry  goods  by  a passenger  train,  if  there  Avere 
sufficient  facilities  for  the  traffic  by  a goods 
train  ? — N o,  it  is  entirely  a question  for  the 
Railway  Commissioners  ; it  is  so  largely  a ques- 
tion of  discretion  as  to  Avhat  is  reasonable  facility 
according  to  their  powers,  that  it  would  be  im- 
possible to  give  an  answer  to  that  question. 

220.  Now,  coming  to  the  question  of  the  rates 
for  the  conveyance  of  milk  into  London,  I think 
you  have  been  able  to  get  some  examples  of  the 
charges  for  milk  by  all  the  railway  companies  com- 
ing into  London,  except  one? — I have  got  them  all 
except  the  Midland  Raihvay  Company’s  charges. 

221.  And  you  did  not  get  them  simply  be- 
cause you  Avere  not  able  to  put  your  hands  upon 
the  rates? — The  Midland  Company  do  not  pub- 
lish the  rates ; one  could  get  them  by  application 
at  Derby,  but  I had  not  time  to  ascertain  them 
Avhen  I Avas  at  Derby,  and,  therefore,  I have  not 
taken  them  out. 

222.  AVouldyou  give  the  Committee  examples 
of  the  rates  charged  by  the  various  raihvay  com- 
panies for  milk  to  London  ? — -I  hav'e  made  a 
table  here  (which,  perhaps,  it  Avill  be  most  con- 
venient to  put  in  after  I have  explained  it)  of  the 
milk  rates  for  the  London  companies  for  the 
conveyance  of  1 2 gallons.  I have  taken  that  as 
the  measure,  and  given  the  prices  in  pence. 
Now  take  the  London  and  Brighton  Company  ; 
for  a distance  of  six  miles  they  charge  1 s. ; for  a 
distance  of  11  miles,  15rf. ; at  26  miles,  18c?.; 
and  for  51  miles,  24  rf. 

Mr.  Monk. 

223.  Do  they  charge  anything  for  the  inter- 
A’eniug  distances  ? — No,  that  is  the  scale  ; I have 
measured  the  scale,  and  I have  taken  it  at  the  pffint 
Avhere  it  is  most  adverse  to  the  raihvay  company  ; 
I have  taken  it  in  such  a Avay  that  the  Aveakest 
point  Avould  be  visible. 

Sir  Edward  Watkin. 

224.  As  against  the  raihvay  company  ? — Y'es. 

]\Ir.  Barclay. 

225.  And  shoAving  the  most  excessive  charge 
against  the  farmer  at  the  same  time  ?— Yes  ; the 
London,  Chatham,  aud  Dover  Railway  Company 
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Mr.  Barclay — continued. 

to  the  same  distances  charge  1 s.  for  six  miles : 
15 r/.  for  11  miles;  18c/.  for  26,  and  24c/.  for  51 
miles  ; tliat  is  identical  with  the  Brighton  Com- 
pany’s scale.  Then  the  London  and  North 
AV  estern  Company  charge  Is.  for  six  miles,  15c/. 
for  31  miles,  and  18  c/.  I'or  41  miles.  Then  the 
Great  AVesterii  Company  charge  1 s.  for  six 
miles,  and  they  do  not  charge  any  more  for  70 
miles;  at  71  miles  they  charge  15c/.;  at  101 
miles  they  charge  18  c/.;  at  151  miles  they 
charge  21c/.,  and  at  201  miles  they  charge  24  c/. 
The  South  Eastern  Railway  Comi)any  charge 
at  six  miles,  6 c/.  ; that  is  half  what  the  others 
do;  at  11  miles,  9 c/.  ; at  26  miles,  13c/.,  and  at 
51  miles  16  c/.  The  Great  Northern  Company 
charge  at  six  miles,  6 c/.;  at  21  miles,  9 c/.;  at  41 
miles,  12  c/.  ; at  86  miles,  15  c/.,  and  at  101  miles 
18  c/.  Then  the  Great  Eastern  Railway  Com- 
pany charge  6 c/.  at  six  miles,  9 c/.  at  21  miles, 
12  c/.  at  31  miles,  and  I think  they  go  to  100 
miles  at  that  rate;  the  charge  at  101  miles  being 
15  c/. 

226.  AVill  you  give  the  Committee  some  gene- 
ral indication  as  to  what  proportion  those  rates 
bear  to  what  the  companies  are  entitled  to 
charge? — It  is  a very  difficult  question  of  law 
what  is  the  sum  that  they  are  entitled  to  charge. 
If  the  Railway  Commissioners  should  think  that 
sending  milk  by  passenger  train  was  a reasonable 
facility  according  to  their  power,  then  they 
would  be  bound  to  carry  within  their  maximum 
rate.  If  they  thought  they  were  not  bound  to 
do  so,  then  they  would  have  to  decide  what  was 
a reasonable  sum  beyond  the  maximum  rate  for 
the  carriage. 

Lord  Randolph  CJiurchill. 

227.  That  point  has  not  come  before  the  Rail- 
way Commissioners,  has  it  ? — It  has  never  come 
before  the  Railway  Commissioners. 

Chairman. 

228.  There  is  a third  alternative,  is  there  not, 
and  the  third  alternative  might  be  that  the  Kail- 
way Commissioners  would  say,  it  is  a question  in 
which  we  cannot  interfere ; you  may  make  what 
conditions  you  like  if  you  send  the  goods  by 
passenger  train  ? — There  might  be  that  alter- 
native ; but  I do  not  think  it  is  a course  the 
Courts  would  sanction. 

Mr.  Barclay. 

229.  Then  the  question  would  arise,  what  was 
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a reasonable  facility  for  this  traffic,  and  whether 
such  reasonable  facility  was  afforded  by  the  goods 
trains  ? — Yes. 


Lord  Randolph  Churchill. 

230.  Do  you  think  that  if  pei’fect  equality 
were  observed  by  the  railway  companies  to  all 
])arties  along  the  line  in  respect  to  goods  carried 
by  passenger  trains,  the  Railway  Commissioners 
would  have  any  power  to  interfere  between  the 
companies  and  the  public  ? — That  is  a question 
which  has  not  been  raised  before  them,  and  there- 
fore I had  rather  not  express  an  opinion  upon  it. 

231.  Have  the  Railway  Commissioners  ever 
Interfered  when  the  railway  companies  were 
clearly  within  their  power? — The  Railway  Com- 
missioners have  never  interfered  where  companies 
were  not  overcbarging  or  giving  undue  prefer- 
ence ; they  were  not  giving  reasonable  facilities, 
except  to  determine  questions  as  to  terminals. 


]\Ir.  Barclay. 


232.  Have  all  the  railway  companies  whom  you 
have  referred  to  special  powers  to  charge  an 
agreed  rate  for  goods  carried  by  passenger  train  ? 


—Yes. 


233.  The  whole  of  the  companies  have  ? — Yes, 
exce])t  the  South  Western  Company.  I have 
not  given  the  Committee  the  South  ^\  estern 
Company’s  charges,  because  they  have  no  j)ower 
to  charge  specially  for  goods  by  passenger  train, 
but  only  by  express  or  special  trains. 

234.  Would  you  compare  the  South  AAYstern 
Company’s  charge  with  the  maximum  rates  they 
are  entitled  to  charge? — Yes.  Speaking  of  the 
London  and  South  Western  Company,  at  six 
miles  they  charge  Qd.  for  six  gallons,  and  the 
maximum  rate  Avhich  they  are  authorised  to 
charge  is  1 d.,  apart  from  the  question  of  loading 
and  unloading. 

o ^ ^ 

235.  That  is  to  say,  they  are  charging  six 
times  their  maximum  rate? — Yes.  Then  at  41 
miles  they  carry  six  gallons  for  9 d.,  their  maxi- 
mum rate  being  6|c?,  They  have  seven  gallons, 
10  gallons,  and  13  gallons,  which  is  a different 
classification  from  that  of  the  other  companies. 
Then  at  76  miles  the  charge  is  14 d,,  the  maxi- 
mum rate  beinji  12  s.  Qd.  The  other  figures  I 
have  here  are  all  upon  the  same  arrangement. 
I have  given  you  the  rest. 

236.  Will  you  hand  in  those  tables,  that  we 
may  have  them  in  full? — I will.  (^The  same  were 
handed  in.) 
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Tuesday,  2’lnd  March  1881. 


3IEMBERS  PRESENT  : 


Mr.  Ashley. 

Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Bolton. 

Mr.  Caine. 

Mr.  Callan. 

Loi’d  Baudolpli  Churchill. 
Mr.  Craig. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 

Mr.  Gregory. 

Sir  Baldwin  Leighton. 


Mr.  Lowther. 

Mr.  Monk. 

Mr.  Samuel  Morley. 
Mr.  Mulholland. 

Mr.  "VV.  N.  Nicholson, 
Mr.  O’Sullivan. 

Mr.  Bichard  Paget. 
Mr.  Joseph  Pease. 
Mr.  Pell. 

Mr.  Samuelson. 

Mr.  Sclater-Booth. 

Sir  Edward  Watkin. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Professor  AVilliam  Alexander  Hunter,  called  in ; and  further  Examined. 


Mr.  Barclay. 

237.  Keturning  to  the  table  of  milk  rates 
charged  by  the  various  railway  companies,  which 
you  put  in  upon  the  last  day,  are  those  the  rates 
charged  by  the  railway  companies  for  jnilk, 
carried  at  the  owner’s  risk  ? — Yes,  it  is  carried  at 
the  owner’s  risk. 

238.  In  all  cases  ? — Yes,  in  all  cases. 

239.  And  have  the  consignor  and  consignee  to 
assist  in  loading  and  unloading? — Yes,  there  is  a 
special  condition  that  the  consignor  and  consignee 
shall  assist  in  loading  and  unloading. 

240.  What  difference  does  the  Hallway  Clear- 
ing House  make  between  rates  when  goods  are 
carried  at  the  owner’s  risk,  and  when  goods  are 
carried  at  the  company’s  risk  ? — The  goods 
carried  at  the  owner’s  risk  are  put  in  a class 
lower  than  goods  carried  at  the  company’s  risk, 
and  if  the  highest  sum  is  charged,  an  additional 
sum  of  25  per  cent,  is  charged  for  insurance. 

241.  Then  if  the  goods  are  carried  at  the 
owner’s  risk,  the  railway  companies  would  not  be 
entitled  to  charge  the  maximum  rate? — Certainly 
not. 

242.  Is  the  South  "Western  Railway  Company 
entitled  to  charge  exti'a  for  carrying  goods  by 
ordinary  passenger  trains? — No,  only  by  express 
trains  or  special  trains. 

243.  Are  tbe  other  railway  companies  which 
are  authorised  to  carry  by  agreement  goods  at 
higher  rates  by  passenger  trains,  bound  to  give 
reasonable  fixcilities  for  all  kinds  of  traffic  by 
goods  trains? — Yes.  The  obligation  of  the  rail- 
way companies  is  to  give  all  reasonable  facilities 
for  the  conveyance  of  traffic,  including  perishable 
commoilities ; in  fact,  fish,  for  example,  is  almost 
uniformly  mentioned  in  all  the  Acts,  as  well  as 
other  perishable  commodities. 

244.  If  senders  of  milk  objected  to  ])ay  extra 
rates  for  having  milk  sent  by  passenger  trains, 
woidd  tbe  railway  companies  be  bound  to  give 
reasonable  facilities  by  goods  trains? — Yes,  the 


Mr.  Barclay — continued. 

question  I do  not  consider  to  be  one  between 
j)assenger  and  goods  trains,  but  between  slow 
trains  and  sufficiently  swift  trains. 

245.  You  have,  I believe,  made  certain  inves- 
tigations into  the  rates  charged  by  the  London, 
Chatham,  and  Dover  Railway  Company  upon 
its  lines? — I have. 

246.  lias  this  company  maximum  rates  in  its 
private  Acts? — Yes. 

247.  Are  the  powers  which  this  railway  com- 
pany has  to  charge  for  services  incidental  to  the 
conveyance  different  in  different  parts  of  its  line  ? 
— Yes  ; between  Beckenham  and  Dover  the 
company  are  alloxved  to  charge  for  loading  and 
unloading.  Between  Faversham  and  Ramsgate 
the  company  are  entitled  to  no  terminals  what- 
ever. On  the  Sevenoaks  and  Maidstone  branch, 
and  also  upon  the  Sittingbourne  and  Sbeeniess 
branch,  the  terminals  are  loading,  unloading, 
covering,  collection,  and  delivery. 

248.  You  have  taken  out  certain  examples  to 
lay  before  tlie  Committee,  and  also  made  up  cer- 
tain tables  showing  the  rates  charged  according 
to  the  rate  book,  and  the  maximum  rates  tlie 
company  are  authorised  to  charge  under  their 
private  Acts? — Yes;  the  rates  I am  going  to 
quote  are,  station  to  station  rates,  exce])t  in  one 
or  two  cases  which  I shall  specially  mention. 

249.  In  reckoning  the  excess  charges,  have 
you  made  any  allowance  to  the  company  for  load- 
ing and  unloading  ? — No. 

250.  AA'ould  you  exjdain  if  you  j)lease,  for  the 
information  of  the  Committee,  what  you  mean  by 
station  to  station  rates  ? — Station  to  station  rates 
are  rates  which  do  not  include  collection  and  de- 
livery: they  are  distinguished  from  carting  rates 
where  the  company  cart  to  the  station. 

Lord  Randolph  Churchill. 

251.  They  may  include  terminal  charges? — 
Thev  do  as  a rule  include  terminal  charges. 

252.  And 
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[ Continued. 


Mr.  Barclay. 

252.  And  they  are  subject  to  the  special  con- 
ditions in  the  rate  book  ? — They  are  subject  to 
the  special  conditions  in  the  rate  book. 

253.  The  company  has  certain  rates  called 
special  rates,  which  frequently  mean  from  station 
to  station  only,  and  then  the  consignor  and  con- 
signee have  to  load  and  unload  the  goods  them- 
selves; is  not  that  so? — What  is  called  the 
special  class  excludes  loading  and  unloading ; 
that  has  to  be  done  by  the  parties  themselves. 

Chairman. 

254.  What  do  you  call  terminals  except  ser- 
vices such  as  loading  and  unloading  ? — The  only 
three  that  are  mentioned  in  Acts  usually  are 
loading,  unloading,  and  covering ; then  there  is 
collection  and  delivery  ; that  is  all. 

255.  When  you  say  that  the  station  to  station 
rates  include  terminals,  but  exclude  loading  and 
unloading,  you  virtually  reduce  terminals  to 
covering;  is  that  so? — In  such  a case  as  that  it 
would  be  so. 

Mr.  Barclay. 

256.  It  depends  very  much  upon  each  special 
Act,  does  it  not? — Yes.  The  whole  question,  of 
what  are  called  terminal  charges  depends  upon 
the  special  Act. 

Mr.  Craig. 

257.  Would  you  Include  shunting,  and  the 
sorting  of  the  load  in  what  are  called  station  to 
station  charges  ? — Yes. 

Mr.  Barclay. 

258.  When  a railway  company  has  maximum 
rates  for  carrying,  do  those  maximum  rates  in- 
clude everything  incidental  to  the  conveyance 
unless  there  is  a special  exception  in  their  private 
Act  ? — Quite  so. 

259.  Then  the  maximum  rates  include  loading, 
unloading,  covering,  and  also  insurance? — Unless 
specially  excepted. 

260.  Unless  the  company  has  special  power  in 
its  private  Act  to  charge  for  those  services  in 
addition  to  the  maximum  rate  ? — That  is  so. 

Mr.  Barites. 

261.  Does  that  include  perishable  articles? — 
Yes,  all  articles. 

Mr.  Barclay. 

262.  AVill  you  give  the  Committee  some  ex- 
amples of  charges  upon  the  London,  Chatham, 
and  Dover  line  ? — I take,  first,  bones  and  manure 
in  bulk,  where  the  loading  and  unloading  must 
be  done  by  the  parties,  and  must  be  carried  in 
quantities  of  not  less  that  four  tons, 

263.  Does  that  include  guano  and  packed 
manures? — No;  I am  coming  to  that  presently. 
From  Dover  to  Shepherd’s  Well,  where  the 
manure  is  sent  in  quantities  of  not  less  than  four 
tons,  the  charge  is  2 s.  1 1 rf,  per  ton,  and,  if  car- 
ried in  quantities  of  less  than  four  tons,  3 s.  4 d., 
the  legal  maximum  being  9 d.  per  ton.  Then, 
from  Canterbury  to  Faversham,  the  charge  is 
2 s.  11  fi/.,  in  quantities  of  not  less  than  four  tons, 
and  3 s.  4 d.,  in  quantities  of  less  than  four  tons, 
the  maximum  rate  being  1 s.  3 <7.  per  ton, 

0.54. 


Mr.  Barclay — continued. 

264.  That  is  the  maximum  rate  which  the 
company  is  authorised  to  charge  ? — Yes.  Then, 
from  Faversham  to  Sittingbourne,  there  is  the 
same  rate,  2 s.  1 1 <7.  per  ton  for  a quantity  of  four 
tons  or  over,  and  3 s.  4 d.  for  under  four  tons,  the 
maximum  being  lO^  fZ. 

265.  Are  the  consignor  and  consignee  bound 
to  load  and  unload  under  this  class  ? — Yes  ; the 
only  matter  there  could  be  possibly  any  question 
about  some  of  these  lines,  not  upon  all,  is  cover- 
ing, but  all  the  difference  is  illegal.  I may  state 
generally  that  the  overcharge  prevails  between 
all  stations  that  ai’e  not  more  than  about  30  miles 
apart.  Now,  as  regards  guano  and  packed 
manures ; from  Faversham  to  Whitstable,  in 
quantities  of  less  than  two  tons,  the  charge  is 
3 s.  4 cZ.  per  ton,  and  the  maximum  rate  is  9 d. 
From  Canterbury  to  Birchington,  the  charge  is 
Is.  lit/.,  the  maximum  being  3s.  6 <Z.  From 
Dover  to  AVhitstable,  the  charge  is  9 s.  2 d,  and 
the  maximum  rate  is  4 s. 

266.  Will  you  give  the  Committee  some 
figures  in  regard  to  hops  ? — The  London,  Chat- 
ham, and  Dover  Company  carry  hops  at  two 
rates,  ordinarily  in  the  fourth  class,  but  they 
have  a special  hop  tariff  from  a great  many 
stations  to  London.  Now  I find  that  the  London, 
Chatham,  and  Dover  Company  carry  foreign, 
hops  from  Flushing  to  Blackfriars,  via  Queen- 
borough  and  Sittingbourne,  and  deliver  them  in 
the  borough  at  25  s.  a ton. 

267.  Can  you  tell  the  Committee  the  charge 
for  hops  from  Sittingbourne  to  London  ? — From 
Sittingbourne  to  London  the  charge  is  36  s.  8 d. 
including  delivery, 

268.  As  against  25  i'.  from  Flushing  ? — Yes. 

Mr.  Sclater-Booth. 

269.  Would  that  be  from  Sittingbourne  to  the 
Borough  ? — Yes,  I presume  so. 

Mr.  Barclay. 

270.  What  is  the  maximum  rate? — It  is  diffi- 
cult to  say  what  the  maximum  rate  is,  because 
hops  are  not  specially  mentioned  in  the  Act, 
but  I have  taken  the  maximum  rate,  assuming 
the  largest  sum  they  could  charge  for  any  class 
of  goods,  so  that  there  could  be  no  disj)ute  about 
that,  and  the  maximum  rate  from  Sittingbourne 
under  that  assumption  is  15  s. 

271.  And  for  delivery  in  the  Borough,  how 
much  would  have  to  be  added  ? — The  36  s.  8 d. 
included  delivery  in  the  Borough  ; the  railway 
company  themselves  estimate  delivery  at  5 s.  a 
ton,  and  if  the  foreign  hops  are  not  delivered  the 
charge  is  20  s.  a ton. 

Mr.  O'  Sullivan. 

272.  What  are  the  respective  distances? — Tlie 
distance  from  Sittingbourne  is  about  60  miles, 
and  the  distance  from  Flushing  is  ail  the  addi- 
tional distance  across  the  sea  from  Queen- 
borough. 

Mr.  Gregory. 

273.  Sittingbourne  is  the  common  point  I 
think? — It  is  a junction. 

C 274.  Sittingbourne 
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Mr.  Barclay. 

274.  Sittingbourne  is  the  junction  to  the 
Queenborough  port  ? — Yes. 

Mr.  Nicholson. 

275.  But  how  much  further  is  it  from  Sitting- 
bourne  to  Queenborough  ? — About  four  miles. 

Mr.  Barclay. 

276.  Can  you  give  the  Committee  other  in- 
stances ? — I have  taken  one  instance  from  each 
category  ; they  charge  from  1 s.  3 d.  per  pocket 
to  3 s.  3 c?.;  now  from  Blackfriars  to  Beckenham, 
the  charge,  without  allowing  for  delivery,  is 
lls.  8c?.,  and  the  maximum  rate  2s.  11c?.  From 
St,  Mary  Cray  the  actual  charge  is  15  s.  a ton, 
the  maximum  rate  being  5 s. 

277.  The  charge  for  the  hops  would  be  20  s., 
including  delivery  in  the  Borough  ? — Yes.  Then, 
from  Sevenoaks  to  Blackfriars,  the  charge  is 
21s.  8 c?.,  the  maximum  rate  being  8 s.  7 c?. 
Now  I will  take  an  extreme  case,  and  then  I 
will  hand  in  the  list.  From  Canterbury  to 
London  the  maximum  rate  is  20  s.  7 c?.,  and 
charge  is  35  s.  ; from  London  to  Canterbury 
the  rate  is  governed  by  the  fourth  class. 

278.  Have  you  got  the  special  tariff  for  fruit 
charged  by  this  company  ? — No,  I have  not. 

Mr.  Caine. 

279.  Have  you  the  rate  from  London  to  Can- 
terbury, as  it  is  quite  possible  that  foreign  hops 
might  be  sent  from  London  to  Canterbury  ? — I 
have  not  got  that. 

Lord  Randolph  Churchill. 

280.  Do  any  hops  cQme  by  the  Great  Eastern 
Railway  ? — I have  not  examined  the  rates  upon 
the  Great  Eastern  Railway. 

Mr.  Nicholson. 

281.  You  are  aware,  probably,  that  there  has 
been  a trial  between  Mr.  Sankey,  of  Canterbury 
or  Margate,  and  the  South  Eastern  Railway 
Company,  with  regard  to  the  carriage  of  hops  ? — 
Yes,  there  was  in  a county  court. 

282.  Which  was  decided  against  Mr.  Sankey, 
the  plaintiff?  — Yes,  the  case  was  decided  in 
favour  of  the  railway  company. 

Mr.  Barclay. 

283.  Will  you  state  some  of  the  figures  of  the 
charges  upon  the  carriage  of  furniture  by  the 
London,  Chatham,  and  Dover  Company  ?— Fur- 
niture is  carried  at  two  rates,  a trade  rate  at  the 
owner’s  risk,  and  at  the  company’s  risk  at  a 
higher  rate  ; the  trade  rate  is  double  the  price  of 
the  fourth  class,  and  the  company’s  risk  rate  is 
double  the  price  of  the  fifth  class.  In  the  Clear- 
ing House  classification  I find  that  furniture  is 
included  in  the  5th  class,  and  in  certain  cases 
with  an  additional  25  per  cent. 

284.  Will  you  tell  the  Committee  first,  whether 
the  fourth  class  rate  which  the  companies  quote, 
is  within  their  legal  maximum? — The  fourth  class 
is  almost  invariably  above  the  maximum  rate. 


Mr.  Barclay — continued. 

285.  And  the  fifth  class? — I have  not  seen 
any  instances  in  which  the  companies  charge 
below  their  maximum  rate  in  the  fifth  class. 

286.  Then  this  statement  that  the  companies 
charge  double  the  fourth  and  double  the  fifth 
class,  works  out  at  three  or  four  times  the  maxi- 
mum rate  that  they  are  entitled  to  charge  ? — It 
works  out  that  they  charge  from  three  to  ten 
times  what  thev  are  entitled  to  charge. 

287.  Will  you  give  the  Committee  some  ex- 
amples of  those  charges  ? — From  London  to 
Sevenoaks  the  rate  forfuimiture  carried  at  owner’s 
risk  is  24  s.  2 d.,  the  charge  at  the  company’s 
risk  is  35  s.  10  d.,  the  maximum  being  8 s. ; from 
London  to  Canterbury,  the  rate  at  owner’s  risk 
56  s.  2 d.,  at  the  company’s  risk  it  is  7 1 s.  8 d., 
the  maximum  being  20  s. 

288.  Are  there  any  conditions  attached  to 
those  charges  in  regard  to  loading  and  unload- 
ing ? — No  ; I have  only  got  these  statements  with- 
out any  such  note  ; I presume  that  they  are 
under  the  usual  categoiy. 

289.  Then  the  company  wmuld  be  entitled  to 
a deduction  from  the  excess  of  a certain  sum  for 
loading  and  unloading? — Yes,  they  would;  then 
from  Faversham  to  Chatham  the  charge  is 
20  s.  10  c?.  when  carried  at  owner’s  risk,  28  s.  4 c?. 
at  the  company’s  risk,  and  the  maximum  rate  is 
6 s.  F rom  Dover  to  Eynsford,  the  charge  is 
50  s.  at  owner’s  risk  ; 61  s.  10  d.  at  the  company’s 
risk,  and  the  maximum  rate  is  21  s.  (The  Table 
was  handed  in.) 

290.  Flave  you  also  investigated  the  charges 
made  by  the  South  Eastern  Railway  Company  ? 
—Yes. 

291.  Is  this  company  governed  by  maximum 
rates  throughout  its  whole  line? — No  ; on  certain 
portions  of  their  system  they  have  maximum 
rates,  and  on  other  portions  they  have  only  toll 
clauses.  I have  marked  on  the  map  the  portions 
on  which  they  are  entitled  to  charge  each  respec- 
tively (Jiandiny  the  Map  to  the  Committee). 

292.  '['he  portions  of  the  map  which  are  marked 
with  red  are  governed  by  maximum  rates,  and 
the  other  parts  not  so  marked  are  governed  by 
toll  clauses  ? — That  is  so. 

293.  Between  Readino-  and  Reigate  the  com- 
pany  have  maximum  rates  ? — Y es. 

294.  And  also  between  Tunbridge,  Hastings, 
and  Ashfoi'd? — Yes. 

295.  And  also  between  Lewisham  and  Maid- 
stone ? — Yes. 

296.  And  also  upon  the  portion  of  the  line  be- 
tween Minster  and  Deal  ? — Yes,  between  Mins- 
ter and  Deal. 

Mr.  Paget. 

297.  Does  that  arise  from  the  amalgamation 
of  small  lines  with  the  larger  companies  ? — No,  I 
think  not ; in  some  extensions,  they  were  sub- 
jected to  maximum  rates,  and  in  other  extensions 
they  were  not. 

Mr.  Barclay. 

298.  In  several  of  the  Acts  authorising  the 
making  of  these  lines  subsequent  to  1845  they 
have  not  maximum  rates? — That  is  so. 

299.  How  has  this  been  bi'ought  about  ? — The 
way  it  was  done  was  this.  In  the  Extension 
Acts  a clause  was  inserted  in  general  terms,  to 

the 
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Mr.  Barclay — continued. 

the  effect  that  all  the  provisions  of  the  original 
Act  should  apply  to  these  extensions,  except  in 
so  far  as  they  were  inconsistent  with  the  special 
Act,  and  that  included  the  toll  charges. 

300.  Are  you  aware  of  any  Acts  passed  since 
1845  other  than  those  of  the  South  Eastern 
Railway  Company,  in  which  the  maximum  rate 
has  not  been  provided  ? — I do  not  remember  any 
at  the  present  moment. 

301.  Are  there  any  of  the  Midland  Company’s 
Acts  subsequent  to  1845  which  do  not  provide  a 
maximum  rate  ? — I have  not  examined  all  the 
Acts  of  the  Midland  Railway  Company  ; I have 
only  seen  their  principal  Act. 

Mr.  Paget. 

302.  But  all  Acts  which  provided  a maximum 
would  supersede  the  toll  clauses,  would  they  not  ? 
—Yes. 

Mr.  Barclay. 

303.  Where  there  are  maximum  rate  clauses, 
the  maximum  rate  clauses  supersede  toll  clauses  ? 
— Certainly. 

304.  Are  there  some  parts  of  the  line  of  the 
South  Eastern  Railway  Company  on  which  the 
company  is  authorised  to  charge  irrespective  of 
mileage  ? — Yes,  there  are  some  portions  in  which 
a certain  sum  is  charged  for  the  whole  distance 
of  the  line  irrespective  of  mileage. 

305.  Do  the  maximum  rates,  where  there  are 
maximum  rates,  vary  ujion  the  different  portions 
of  the  line  \ — Yes,  upon  nearly  all  the  lines  ; I 
may  briefly  mention  them,  as  they  are  not 
numerous : from  Lewisham  to  Maidstone  the 
charge  is  1-g-  d.  per  ton  per  mile  for  the  first 
class,  2 d.  for  tlie  second  class,  3 d.  for  the  third 
class,  and  4 d.  for  the  fourth  class  ; the  charge  is 
the  same  upon  the  line  from  Tunbi'idge  to 
Hastings,  and  from  Minster  to  Deal.  Between 
Reading  and  Reigate  it  is  cheaper  ; it  is  1 § r/. 
per  ton  for  the  first  class,  2 d.  for  the  second  and 
third  classes,  and  3 d.  for  the  highest  class ; but, 
between  Ashford  and  Hastings,  it  is  2 \ d.  for  the 
lowest  class,  3 d.  for  the  second  class,  3f  d.  for 
the  third  class,  and  5 d.  for  the  fourth  class  ; that 
is  the  highest. 

306.  Then  the  maximum  rate  for  the  lowest 
class  varies  from  \\d.  to  2|  d.  ? — Yes. 

307.  And  for  the  highest  class  fx'om  3 d.  to 
5 d.  ? — Yes. 

Mr.  Gregory. 

308.  Is  there  a maximum  rate  upon  the  old 
main  line  ? — No. 

Mr.  Barclay. 

309.  In  calculating  the  maximum  rates  which 
the  company  would  be  entitled  to  charge  on  the 
figures  you  are  going  to  submit  to  the  Commit- 
tee, upon  what  basis  have  you  proceeded  in 
calculating  these  maximum  rates  ? — In  the 
tables,  I have  as  far  as  possible  endeavoured  to 
take  separately  those  portions  of  the  line  in  which 
they  are  governed  by  maximum  rates  from  those 
portions  on  which  they  ai’e  not  governed  by 
maximum  rates,  but  I do  not  find  that  the  com- 
pany themselves  made  any  difference  practically 
in  the  rates  between  the  different  portions  of  the 
line  ; and  so  for  convenience  I have  taken  the 
maximum  rates  upon  the  other  branches  of  the 
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line  at  the  same  figure,  namely,  \^d.,  2d.,  3 rf., 
and  4 d.  upon  the  various  classes  respectively. 

310.  Does  the  South  Eastern  Company  seem 
to  be  controlled  in  any  way  by  the  fact  that  they 
have  maximum  rates  in  their  private  Act  or  not  ? 
— I do  not  find  the  least  difference. 

311.  You  do  not  find  that  there  is  substan- 
tially much  difference  between  the  charges  ex- 
acted upon  those  portions  of  the  lines,  where 
they  have  maximum  rates  and  where  they  have 
not? — No,  certainly  not;  in  fact  they  are  some- 
what higher  sometimes  where  they  have  maxi- 
mum rates. 

312.  In  those  cases  upon  those  portions  of  the 
line  where  there  are  no  maximum  rates,  how,  in 
your  opinion,  would  the  proper  maximum  rates 
be  determined  ? — In  case  of  dispute  it  could  only 
be  settled  by  litigation,  but  it  stands  in  this  way  : 
They  are  limited  in  tl>eir  tolls  for  the  use  of  the 
line  (including  stations),  and  the  only  question 
for  the  Court  would  really  be,  what  is  a reasonable 
amount  to  give  for  the  use  of  locomotives  and 
waggons  in  addition  to  the  maximum  tolls  for 
the  use  of  the  line. 

313.  Is  there  one  maximum  toll  for  all  articles, 
or  does  the  toll  vary  for  different  articles  ? — It 
varies  with  the  different  articles  I have  men- 
tioned . 

314.  What  is  the  highest  toll  which  they 
are  authorised  to  charge  ? — Three  pence  per 
mile  for  the  use  of  the  line. 

315.  And  there  would  have  to  be  added  to 
that  a reasonable  sum  for  the  use  of  the  .locomo- 
tives and  waggons  ? — Yes. 

316.  Will  you  be  good  enough  to  give  the 
Committee  some  examples  of  the  charges  made 
by  the  South  Eastern  Railway  Company,  your 
figures  being  based  upon  the  statements  which 
you  have  already  made  ? — Taking  first  lime  and 
manure  in  bulk,  in  quantities  over  four  tons, 
where  the  loading  and  unloading  have  to  be  done 
by  the  parties  ; from  Hastings  to  Roberts  Bridge 
the  charge  is  3s.  4fi?.,  and  the  maximum  rate  is 
9 d.  taking  it  at  1^  d.  per  ton : that  is  governed  by 
the  maximum  rate.  Then  from  Hastings  to  Rye 
the  charge  is  3 s.  5 d.,  and  the  maximum  rate  is 
2 s.  3 1 d.,  that  is  taking  it  at  2\d.  a ton : that  is 
also  governed  by  the  maximum  rate. 

317.  Are  those  station  to  station  rates?  — 
Yes. 

318.  And  is  it  provided  that  the  consignor  and 
consignee  have  to  load  and  unload? — Yes,  there 
is  no  question  of  terminals. 

319.  Is  there  no  question  of  covering,  and 
so  on? — No.  Then  from  Tunbi'idge  Wells  to 
Etchingham  the  charge  is  3 s.  5 d.,  and  the  maxi- 
mum rate  is  Is.  l^d.  From  Tunbridge  Wells 
to  Battle  the  charge  is  3 s.  5 rf.,  and  the  maxi- 
mum rate  is  2 s.  9 d.  All  those  instances  which 
I have  given  are  cases  where  they  are  governed 
by  maximum  rates.  Now  from  Ashford  to 
Smeath  or  Wye,  the  charge  is  3.9.  5d.,  and  at 
1|</.  a ton  that  would  be  9d.  From  Ashford  to 
Staplehurst  it  is  3 s.  9d,,  and  the  maximum  rate 
would  be  1 s.  9 d. 

Chairman. 

320.  You  have  given  two  cases  where  there 
are  no  maximum  rates,  and  three  where  there 
are  ? — Yes,  I have.  (Z%e  Table  was  handed  in.) 
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Mr.  Barclay. 

321.  Now,  in  regard  to  the  other  articles  ; the 
manure  is  canned  on  special  terms,  is  it  not  ? — 
Yes,  the  figures  I have  given  are  for  quantities 
over  four  tons. 

322.  From  station  to  station  the  consignor  and 
consignee  being  called  upon  to  load  and  unload  ? 
— Yes.  Now  as  regards  hops,  T have  taken  for 
example  the  rates  for  foreign  hops.  From  Paris 
to  Bricklayers  Arms  the  charge  is  28  s.  per  ton  ; 
from  Boulogne  to  Bricklayers  Arms  the  charge 
is  17  s.  6 d.  per  ton. 

323.  What  port  does  that  traffic  come  through  ? 

— From  Boulogne  to  Folkestone  ; and  to  compare 
with  that,  I take  pnglish  hops  from  Ashford, 
which  is  54  miles,  and  the  charge  is  35  s.  per  ton. 
I have  a list  of  other  stations  with  Avhich  I Avill 
not  trouble  the  Committee,  but  I will  hand  it  in 
for  the  Appendix  in  the  same.)  From 

Boulogne  to  Folkestone,  it  will  be  remembered 
that  there  would  be  two  transhipments ; they 
would  have  to  load  at  the  steamer,  and  unload 
and  load  at  the  railway,  and  there  would  be  also 
the  Avharfage:  Now,  I Avill  take  fruit;  fruit  is 
ordinarily  carried  in  the  fourth  class,  but  they 
have  a special  tarilF  from  certain  stations  to 
London.  From  Boulogne  to  London,  the  charge 
for  foreign  fruit  is  20  s.  per  ton  by  goods  train, 
and  25  s.  per  ton  by  passenger  train.  I have 
compared  that  Avith  the  Ashford  charge  ; to  Lon- 
don from  Ashford,  the  charge  is  25  s.  per  ton, 
alloAving  5 s.  per  ton  for  delivery  to  the  London 
market. 

324.  That  is  to  say,  the  rate  is  30  s.,  including 
delivery,  and  you  take  off  5 s.  ? — I take  off  5 s.  to 
compare  it  with  the  Boulogne  rate.  Then  I may 
mention  that  the  conditions  applicable  to  English 
fruit  are,  the  company  Avill  not,  under  any  cir- 
cumstances, be  liable  for  loss  of  market,  or  other 
loss  or  damage  arising  from  detention  or  other 
cause  ; the  conveyance  of  fruit  or  vegetables  by 
passenger  trains,  Avill  be  at  the  option  of  the  com- 
pany. (The  Fruit  Charges  Table  teas  handed  in.) 

Mr.  O’  Sullivan. 

325.  Is  there  any  competition  from  Ashford  to 
London? — There  is  not. 

Mr.  Barclay. 

326.  Have  you  seen  the  hop  tariff  of  the  rail- 
way companies  both  for  foi  eign  hops  and  also  for 
English  hoj)S  ? — I have  those  quotations  for  hops 
from  Paris  and  from  Boulogne. 

327.  Are  there  any  special  conditions  with  re- 
gard to  foreign  hops  ! — Not  in  the  conditions  of 
this  Act. 

328.  If  these  are  special  conditions  they  do  not 
appear  upon  the  statements  of  rates  ? — They  do 
not. 

329.  You  had  that  statement  from  the  hand  of 
the  manager,  I believe  ? — I had. 

Mr.  Paget. 

330.  Would  the  English  and  foreign  hops  be 
foi’Avarded  in  a similar  Avay  by  similar  trains  ? — 
That  is  a subject  I cannot  s])eak  to.  It  is  a sub- 
ject for  the  railw'ay  managers.  I do  not  knOAV 
the  conditions  of  the  Avorking. 


Mr.  O'  Sullivan. 

331.  Can  you  give  the  Committee  any  idea  of 
the  manner  in  which  the  foreign  hops  are  packed 
as  compared  Avith  English  hops  ? — I cannot. 

Mr.  Paget. 

332.  Would  there  be  any  special  speed  in  the 
conveyance  of  one  kind  as  compared  Avith  the 
conveyance  of  the  other  by  train  ? — No  ; I have 
no  reason  to  suppose  so  from  what  I have  heard. 
I understand  on  the  contrary  that  the  foreign 
fruit  is  carried  by  special  trains  to  Cannon-street 
Avithout  stopjiing,  and  very  conveniently  for  the 
market. 

Mr.  Barclay. 

333.  Have  you  concluded  the  tables  of  figures 
which  you  have  prepared  ? — No ; I have  pre- 
pared tables  to  the  South  Eastern  Railway  : 
first  of  all,  for  fruit,  hops  (except  Avhere  dealt 
Avith  by  the  hop  tariff),  meat,  dead  poultry,  and 
agricultural  implements ; in  another  class,  dead 
game  and  asparagus ; and  in  another  class,  furni- 
ture. I have  selected  tAvo  instances  from  each 
station.  From  Tunbridge  Wells  to  Wadhui’st, 
for  fruit,  &c.,  the  charge  is  8 s.  4 d.  per  ton ; for 
dead  game,  &c.,  10  s,  10  of.  per  ton  ; for  furniture, 
21s.  8 f/.  per  ton,  the  maximum  rate  being  2 s. 
for  any  class  of  goods.  To  Hastings,  for  fruit, 
&c.,  the  charge  is  15s.  10(7.  per  ton;  for  dead 
game,  19  s.  7 rf.,  and  for  furniture,  39  s.  2d.,  the 
maximum  rate  being  9s.  Ad.  Those  are  governed 
by  maximum  rates.  Then,  from  Hastings  to 
Roberts  Bridge,  the  charge  is  10  s.  5 d.  for  fruit, 
14  s,  2 d.  for  dead  game,  and  28  s.  4 d.  for  fur- 
niture, the  maximum  rate  being  4s.  Ad.  To  Ash- 
ford the  charge  is  15  s.  5 rf.  for  fruit,  21s.  8 tZ.  for 
dead  game,  and  43  s.  4 d.  for  furniture,  the  maxi- 
mum rate  being  10  s.  10f7. ; those  are  all  governed 
by  maximum  rates. 

334.  Will  you  hand  that  Table  in  to  the  Com- 
mittee I — I Avill.  ( The  same  was  handed  in.) 

335.  Those  are  all  the  figures  that  you  are 
able  to  give? — Yes,  they  are.  In  the  tables  I 
have  given  it  Avill  appear  where  the  South  Eastern 
Company  are  limited  by  maximum  rates,  and 
Avhere  they  are  not  limited. 

336.  Do  you  believe  the  South  Eastern  Com- 
pany are  entitled  to  chai'ge  larger  rates  than  you 
have  alloAved  them  ? — Certainly  they  are  not 
entitled  to  charge  larger  rates. 

337.  Even  Avhere  they  have  not  maximum 
rates  ? — That  I leave  to  anybody  Avho  likes.  I 
consider  I have  allowed  a very  reasonable  sum, 
such  as  I consider  a court  of  justice  Avould  pro- 
bably alloAv. 

338.  A railAvay  company  having  in  its  private 
Acts  maximum  rate  clauses  as  Avell  as  toll 
clauses,  is  it  open  to  that  raihvay  company  to 
choose  under  Avhich  of  the  classes  it  Avill  make  its 
charges  ? — No,  it  is  settled  by  the  Aberdeen  case, 
that  a company  having  maximum  rate  clauses 
cannot  carry  and  charge  under  its  toll  clauses. 

Mr.  Craig. 

339.  If  a railway  company  charges  no  maximum 
rate  to  any  one  trader,  are  they  Avithin  the  laAv 
in  charging  simply  by-tolls  ; that  is  if  they  make 
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all  alike? — The  tolls  are  uniformly  greater  in 
amount  than  the  maximum  rates. 

340.  They  are  not  allowed  to  substitute  the 
one  for  the  other? — Certainly  not. 

Mr.  Barclay. 

341.  That  question  was  raised  before  the  Rail- 
way Commissioners  by  the  Great  North  of 
Scotland  Railway  Company,  was  it  not? — Yes, 
and  carried  on  appeal  to  the  Court  of  Session. 

342.  The  appeal  was  taken  from  the  Railway 
Commissioners  to  the  Supreme  Court  of  Scotland  ? 
— Yes. 

343.  In  that  case  did  the  Court  of  Session 
hold  that  the  railway  company  were  bound  by 
the  maximum  rates,  and  Avere  not  allowed  to 
have  recourse  to  the  toll  clauses? — Yes. 

344.  Is  it  the  case  that  the  South  Eastern 
Railway  Company,  upon  part  of  its  line,  has  no 
maximum  rates,  and  that  the  Midland  Railway 
Company  has  no  maximum  rates  upon  part  of  its 
line  '{ — That  is  so. 

345.  With  regard  to  the  reforms  which  you 
would  propose  should  be  carried  into  erf'ect,  in 
the  first  place  with  reference  to  terminal  charges, 
what  would  you  pi’opose  ? — I think  the  railway 
company  ought  to  be  bound  to  show  how  mucli 
it  charges  for  conveyance,  and  how  much  it 
claims  to  charge  for  terminals  in  the  rate  book. 

346.  Do  you  think  it  also  desirable  that  the 
company  should  do  so  in  the  accounts  Avhich  it 
renders  to  its  customers  ? — I think  it  also  highly 
desirable  that  the  same  should  be  done  in  the 
accounts  which  it  renders  to  its  customers. 

347.  Has  it  been  decided  by  the  Court  that 
the  customer  has  the  right  to  perform  terminal 
services  for  himself,  if  he  thinks  proper? — Yes, 
in  Gidlow’s  case,  it  was  held  by  the  House  of 
Lords  that  where  a company  performs  these 
extra  services,  the  option  ought  to  be  given  to 
the  customer  by  the  company  of  doing  those 
services  himself  or  of  paying  for  them.  I think  it 
is  a wrong  principle  to  charge  a man  a lump  sum 
for  services  Avhich  are  rendered,  and  for  services 
which  are  not  rendered,  and  then  to  leave  him  to 
find  it  out  if  he  can,  and  get  back  a rebate  repre- 
senting the  service  that  Avas  not  rendered. 

Lord  Randolph  Churchill. 

348.  What  do  you  call  services  Avhlch  are  not 
rendered? — When  they  do  not  load  and, unload. 
When  that  is  done  by  the  customer  it  is  not 
reasonable  that  the  raihvay  companies  should 
charge  him  for  it. 

Mr.  Barclay. 

349.  Upon  a great  many  railways  the  com- 
panies only  quote  rates  including  collection  and 
delivery  ? — Yes,  upon  many  lines  of  railways 
there  is  a collection  and  delivery  rate,  and  then 
you  find  long  strings  of  figures  exceeding  the 
maximum  rate ; but  Avhat  the  excess  represents 
it  is  impossible  for  anybody  to  knoAv,  and  Avhat 
is  still  Avorse,  at  many  stations  to  Avhich  they 
quote  collected  and  delivered  rates,  they  have  no 
means  of  collecting  or  delivery. 

350.  Because  you  do  not  know  Avhat  the  com- 
pany charge  for  collection  and  delivery  ? — You 
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do  not  know  what  the  company  charge  for  col- 
lection and  deliA’ery. 

351.  Is  it  to  be  inferred  that  the  railway  com- 
pany charge  those  rates,  Avhether  they  do  the 
collection  and  delivery  or  not  ? — Of  course  they 
are  not  entitled  to  charge  for  collection  and  de- 
livery if  they  do  not  perlbrm  the  service,  but  it  is 
A'ei’y  necessary  that  the  customer  should  know 
Avhat  he  is  charged  for  collection  and  delivery. 

352.  Would  it  be  necessary  in  the  rate-books 
to  give  a special  statement  of  the  incidental 
charges  upon  each  class  of  goods  ? — Probably 
not ; upon  many  classes  of  goods  the  loading  and 
unloading  Avould  be  at  the  same  pi’lce. 

353.  Do  you  happen  to  know  what  the  Rail- 
Avay  Clearing  House  does  in  such  circumstances 
Avith  regard  to  the  alloAvance  for  terminals  when 
they  come  to  divide  the  traffic  amongst  the  rail- 
Avay  companies  : — I mentioned  that  in  my  evi- 
dence upon  the  last  occasion. 

354.  They  have  tAvo  principal  divisions  ? — 
Cartage  rates  and  non-cartasre  rates. 

355.  And  a charge  for  mineral  goods  ? — There 
is  a loAver  charge  for  mineral  goods. 

356.  What  do  the  Acts  of  1868  and  1873 
provide  in  respect  to  terminals  ? — The  Act  of 
1868  provided  that  a person  might  apply  within 
a Aveek  after  payment  of  his  account  and  demand 
that  the  com})any  should  set  out  hoAV  much  was 
for  conveyance,  mileage  rate,  and  hoAV  much  for 
other  services.  Then  the  Act  of  1873  s:ave 
l)OAver  to  the  Raihvay  Commissioners  to  order 
the  raihvay  company  to  specify  in  its  rate  book 
for  any  particular  kind  of  traffic,  hoAv  much 
Avas  for  conveyance,  and  hoAV  much  for  other 
services,  and  Avhat  Avas  the  nature  of  each  of 
those  services. 

357.  Is  there  more  occasion  noAv  for  a separa- 
tion between  the  charges  than  there  Avas  for- 
merly?— Formerly  the  general  idea  Avas  that 
raihvay  charges  Avere  very  much  under  their 
maximum,  and  that  consequently  it  was  not  a 
material  point,  but  from  Avhat  I have  seen  of  the 
rate  books  of  the  raihvay  companies,  I am  satis- 
fied that  they  are  generally  so  much  aboA^e  their 
maximum  (Avhether  they  can  justify  it  or  not), 
that  it  has  now  become  absolutely  necessary  to 
insist  upon  that  information. 

358.  I understand  that  the  laAv  is  at  present 
that  the  customer  can  by  legal  process,  either 
before  the  Raihvay  Commissioners,  or  other  tri- 
bunal, conqiel  a raihvay  company  to  separate  its 
charges? — Tes,  if  the  customer  is  prepared  to 
incur  the  expense  of  going  to  the  Raihvay  Com- 
missioners, he  can  no  doubt  obtain  an  order  from 
them  that  the  raihvay  company  shall  make  a 
separation,  but  it  requires  a s^iecial  application  to 
the  Raihvay  Commissioners. 

359.  Do  you  propose  that  the  separate  charges 
should  appear  upon  the  rate-book  ? — In  all  cases. 

Mr.  Payct. 

360.  Will  you  refer  us  to  the  sections  of  the 
Acts  of  1868  and  1873  ? — It  is  the  17th  Section 
of  the  Act  of  1868,  and  the  14th  Section  of  the 
Act  of  1873. 

Mr.  Barclay. 

361.  According  to  the  Act  of  1868,  a customer 
is  entitled  to  get  fj'om  the  raihvay  company  a 
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separation  of  the  charge  ? — That  is  not  a separa- 
tion in  the  rate-book,  but  a separation  of  the 
charge  which  has  been  actually  made  to  him  in 
his  accounts. 

Chairman. 

362.  But  that,  of  course,  would  be  binding  for 
future  accounts  ; a mau  avIio  dealt  largely  with  a 
railway  company  could  always,  could  he  not,  dis- 
tinguish between  the  two? — No  doubt.  The 
object  of  that  was  that  if  there  was  a dispute  as  to 
the  legality  of  the  charge,  the  customer  might  be 
able  to  go  before  the  Court  for  the  separation  of 
the  items,  otherwise  he  would  not  know,  when  he 
went  to  Court,  what  case  he  had  to  meet. 

363.  You  think  this  iuformation  should  be  open 
to  everybody  in  the  rate-book,  the  same  as  the 
rates  charged  ? — Yes. 

]Mr.  Paget. 

364.  Is  Section  17  the  only  one  in  the  Act  of 
1868  which  applies  to  this  particular  matter? — It 
is  the  only  one  which  I have  a note  of. 

Mr.  Barclay. 

365.  Do  you  think  there  should  be  a penalty 
on  railway  companies  for  overcharging? — 1 think 
that  when  a railway  company  charges  any  person 
higher  than  the  sum  in  the  rate-book  they  ought 
to  be  subject  to  a penalty. 

366.  Railway  companies  claim  a penalty 
against  passengers  in  the  meantime  attempting  to 
travel  for  less  than  the  company  is  entitled  to  ? — 
Yes.  If  I travel  in  a first-class  carriage  with  a 
second-class  ticket  they  ask  for  a penalty  against 
me. 

367.  What  would  you  propose  with  reference 
to  the  classification  of  goods  ? — I think  that  per- 
haps the  best  way  to  deal  -with  the  very  difficult 
subject  of  classification  would  be  that  each  rail- 
way company  should  prepare  a classification  of  all 
goods  based  on  the  classification  in  their  own 
private  Acts,  and  that  such  classification  should 
be  binding  upon  all  persons  after  approval  by  the 
Raihvay  Commissioners. 

368.  You  would  propose  that  this  classification, 
made  in  the  first  instance  by  the  railway  com- 
])anies,  should  have  the  approval  of  the  Railway 
Commissioners  ? — Yes. 

369.  And  that  the  guide  for  the  Commissioners 
approving  or  not  approving  of  the  classification 
prepared  Avould  be  this,  whether  the  articles  of 
the  classification  bore  a fair  analogy  to  those 
enumerated  in  the  private  Acts  ? — It  ought  to  be 
laid  down  that  the  Railway  Commissioners 
should  be  governed  by  the  analogy  of  the  existing 
classification  in  determining  whether  a given 
article  should  be  put  in  one  class  or  another. 

370.  That  is  to  say,  in  each  of  the  company’s 
private  Acts? — Yes,  in  each  of  the  company’s 
private  Acts. 

371.  Do  you  proi)osc  that  this  classification 
should  be  prijited,  and  be  accessible  to  the  jmblic 
along  Avith  the  rates? — I think  the  classification 
might  be  very  tvell  printed  and  sold  to  the  public 
along  Avith  tlie  rates  for  the  different  classes  of 
goods. 

372.  Then  the  rate-book  you  are  referring  to 
uoAv,  Avhich  the  raihvay  companies  are  bound 
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to  keep  at  the  stations,  would  be  amended  in  this 
respect,  that  there  Avould  be  a detailed  classifica- 
tion of  the  goods  upon  the  principle  of  the  classi- 
fication in  the  private  Acts,  that  the  mileage 
rates  for  each  of  those  different  classes  should  be 
stated  ; that  the  charge  for  services  incidental  to 
the  conveyance  Avhich  the  railway  companies  are 
entitled  to  charge  for,  should  be  stated  separately 
in  respect  to  each  class? — Yes.  I do  not  think 
that  is  going  much,  if  at  all,  beyond  the  existing 
laAv.  As  I stated  to  the  Committee  upon  the  last 
occasion,  the  companies  mention  so  many  articles 
by  name,  and  then  they  generally  finish  up  Avith 
“ all  other  Avares,  merchandise,  articles,  or 
things.”  Noav  the  special  Act  of  each  company 
must  be  read  along  Avith  Section  86  of  the  Rail- 
Avays  Clauses  Consolidation  Act.  Section  86  of 
the  Railways  Clauses  Consolidation  Act  pro- 
vides in  substance  that  the  railway  companies 
may  not  charge  more  than  a reasonable  sum,  not 
exceeding  what  is  limited  by  their  Acts.  Now 
how  that  would  work  out  would  be  this.  As- 
suming that  by  its  special  Act,  each  railway 
company  is  entitled  to  charge,  say,  any  sum  not 
exceeding  4 d.  for  every  article  that  is  not  enu- 
merated, it  must  be  “ a reasonable  sum  not 
exceeding  4 <•/.”  Now  take  such  a case  as 
turnips,  which  are  seldom,  if  ever,  mentioned 
in  any  special  Acts,  I do  not  think  any  court 
would  hold  that  it  was  a reasonable  thing  to 
charge  as  much  for  turnips  as  for  silk,  which  is 
usually  in  the  highest  class,  therefore  the  court 
would  have  to  determine  what  was  a reasonable 
sum  for  turnips  not  exceeding  4 d. ; they  could 
not  go  beyond  4 d.,  but  it  might  be  ever  so  much 
less.  Then,  when  that  question  is  further  con- 
sidered, it  would  practically  come  to  be  in  what 
class,  by  reasonable  analogy, . should  turnips  be 
placed. 

373.  Would  you  object  to  adopting  the 
Clearing  House  classification  for  railways  gene- 
rally ? — There  are  several  difficulties  with  regard 
to  the  Railway  Clearing  House  classification. 
The  Royal  Commission  of  1867,  I think,  and  the 
joint  Committee  of  1872,  reported  in  favour  of 
adopting  the  Clearing  House  classification  ; but 
there  were  several  difficulties  in  the  way  which 
do  not  seem  to  me  to  have  been  fairly  met. 
First  of  all,  it  would  not  suit  the  private 
Acts  of  the  different  companies,  the  classifi- 
cation of  the  Clearing  House  is  so  totally 
heterogeneous  to  the  classification  in  the  separate 
Acts,  that  there  is  no  kind  of  analogy  between 
them.  Then  it  would  be  impossible,  without 
interfering  with  the  vested  interests  which  the 
railway'  companies  may'  be  regarded  as  hav'ing  in 
their  own  classification,  to  make  one  classification 
suited  to  all  goods.  It  would  therefore  be 
uecessiu-y,  if  the  Clearing  House  classification 
were  adopted,  that  each  railway  company'  should 
come  to  Parliament  for  new  rates  to  be  applicable 
to  the  Clearing  House  classification,  and  it  would 
be  impossible  to  make  the  new  tariff  an  exact 
equivalent  of  the  old.  For  example,  take  pota- 
toes ; potatoes  appear  in  three  classes  in  the 
Railway'  Clearing  House  classification,  but  in  the 
Acts  where  potatoes  are  mentioned  there  is  only- 
one  maximum,  so  that  it  would  be  impossible  to 
make  the  new  tariff  suit  the  old.  because  if  it 
was  enough  for  one,  it  would  not  be  enough  for 
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the  other.  The  practical  difficulty  of  asking- 
each  railway  company  to  come  to  Parliament 
for  that  pur])Ose,  and  the  difficulty,  not  to 
say  impossibility,  of  giving  them  an  exact 
equivalent,  are  very  serious  ditHculties  in  the 
way  of  adopting  the  Railway  Cleai'ing  House 
classification. 

374.  Do  you  find,  as  far  as  you  have  looked 
into  the  question,  that  the  classification  of  the 
Railway  Clearing  House  is  based  upon  the  cost 
of  conveyance,  or  rather  upon  the  value  of  the 
article,  or  upon  what  the  company  can  exact  for 
carrying  it  ? — I have  some  doubts  whether  the 
Railway  Clearing  House  classification  is  satis- 
factory ; in  some  instances  it  seems  to  be  based 
more  upon  what  the  companies  can  get  for 
some  kinds  of  traffic,  than  what  they  ought 
to  charge.  The  Railway  Cleai'ing  House  put 
dead  poultry  in  the  fourth  class  and  dead  game  in 
the  fifth  class,  for  which  I see  no  reason,  except 
that  dead  game  may  fetch  a higher  price  than 
poultry. 

375.  What  Avould  you  propose  with  regard  to 
those  companies  which  have  not  at  present  max- 
imum rates  ? — I do  not  think  it  would  be  un- 
reasonable if  Parliament  were  to  resolve  with 
regard  to  the  railway  companies  which  have  no 
maximum  rates,  that  they  should  bring  forward 
a Bill  to  fix  the  maximum  rates ; that  could  very 
easily  be  done  if  Parliament  were  to  decline  to 
entertain  Bills  from  those  companies  until  they 
had  done  so. 

Sir  Edward  Wathin. 

376.  You  would  coerce  them,  in  fact?  — I 
should  apply  a gentle  pressure. 

Mr.  Barclay. 

377.  Do  you  think  that  if  the  principle  of 
equality  of  rates  were  strictly  enforced  it  would 
exercise  a moderating  influence  upon  the  rates 
which  railway  companies  could  charge  ? — That 
raises  another  point.  If  railway  companies  were 
held  to  strict  equality  it  would  certainly  moderate 
the  charges,  because  it  would  enlist  the  interest  of 
the  railway  companies  in  low  rates  and  fares.  At 
present  a railway  com2)any  may  lower  its  rates 
and  fares  for  particular  traffic  at  a particular  jDlace, 
and  get  the  advantage  of  a large  traffic  at  those 
low  rates,  and  at  the  same  time  charge  very  much 
higher  rates  on  other  portions  of  the  line,  so  that 
they  get  the  advant-age  of  low  rates  with  large 
traffic  combined  with  the  other  advantage  of 
high  rates.  Take  the  instance  of  foreign  pro- 
duce which  I mentioned,  which  seems  to  me  a 
very  good  example.  The  companies  find  it  pro- 
fitable, I assume,  to  carry  foreign  produce  at  the 
rates  which  I have  quoted.  If  you  insisted  upon 
equality,  then  they  would  require  either  to  lower 
the  rates  to  the  home  producer  or  to  raise  the 
rates  to  the  foreign  producer,  and  the  probability 
is  that  the  home  producer  would  gain  consider- 
ably by  the  process. 

378.  What  is  the  policy  of  the  law  with 
regard  to  equality  as  laid  down  in  the  Court? — I 
think  that  the  best  statement  I could  give  of  the 
principle  of  the  law,  with  regard  to  inequality 
and  undue  preference,  is  that  contained  in  the 
judgment  of  Lord  Chief  Justice  Cockburn,  in 
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the  case  of  Baxendale  against  the  Great  Western 
Railway  Com2iany,which  is  reported  in  5 Common 
Bench  Reports,  New  Series,  i)age  336;  the  case  is 
also  reported  in  the  28th  Law  Journal,  Common 
Pleas,  page  81,  and  in  the  4th  Jurist,  New  Series, 
jjase  1279,  and  also  in  Nevill  & Macnamara, 
2)age  202 ; he  says,“  It  is  abundantly  clear  from  the 
statutory  enactments  which  enjoin  on  railway 
companies  the  obligation  to  afford  accommodation 
on  equal  and  reasonable  terms,  and  from  the  pro- 
visions of  the  statute  by  which  jurisdiction  is 
given  to  this  Court  against  the  aftbrding  of  undue 
preference,  or  the  im2)osing  of  undue  prejudice 
or  disadvantage,  that  it  was  not  the  intention  ot 
the  Legislature  to  leave  to  railway  comj)anies  the 
unfettered  exercise  of  their  rights  as  jwoprletors 
of  their  resjjectlve  lines  ; but  in  return  for  the 
great  powers  which  it  has  conceded  to  them  and 
for  the  monopoly  of  the  carrying  on  business  of 
the  country,  which  in  a great  degree  they  have 
been  enabled  to  acquire,  has  Imposed  on 
them  the  obligation  of  affording  aecommodation 
on  equal  terms  to  the  whole  of  the  public.  The 
policy  and  justice  of  such  a requirement  are 
manifest,  it  being  obvious  that  the  jDowers  of  a 
railway  company,  and  its  monopoly  under  the 
Imjjossibility  of  all  comjjetition,  might  otherwise 
be  converted  into  a means  of  very  grievous 
ojDpression,  by  a difference  in  point  of  charge  or 
in  point  of  accommodation  made  in  favour  of  one 
man  at  the  exj)ense  of  another,  or  by  disadvan- 
tages in  respect  either  of  charges  or  accommoda- 
tion Imjiosed  on  one  as  comjjared  with  another. 
And  it  is  plain  that  the  opi^ressive  effects  of  such 
inequality  will  be  equally  great,  whether  its 
motive  and  operation  be  to  benefit  third  parties 
or  the  railway  company  itself.” 

379.  Does  equality  of  rates  involve  equal 
mileage  rates  throug-hout  ? — I do  not  think  that 
“ equality,”  correctly  understood,  involves  equal 
mileage  rates. 

380.  A hard  and  fast  mileage  rate,  although 
upon  the  face  of  it  equal,  might  very  easily  Be 
unequal? — Yes,  prima  facie  of  course  equal 
mileage  rate  is  equality,  but  when  any  one  of  three 
circumstances  occurs,  the  Courts  have  held  that 
there  is  no  real  inequality.  Those  three  circum- 
stances are,  large  quantities  guaranteed  in  such 
a manner  as  to  lessen  the  cost  of  conveyance, 
long  distances  compared  with  short,  because  it  is 
not  the  same  cost  proportionately  for  a railway 
company  to  carry  100  miles  as  it  is  to  carry  10 
miles.  Then  the  third  of  the  special  circum- 
stances is  difficulty  in  the  working  of  a jjarticular 
line. 

381.  Those  are  the  three  circumstances  which, 
in  your  opinion,  would  justify  differential  rates? 
— Those  are  the  circumstances  which  in  law  at 
present  do  justify  differential  rates. 

382.  The  prineiple  of  differential  rates  being- 
based  upon  difference  in  cost  to  the  railway  com- 
pany ? — Quite  so. 

383.  Is  that  the  conclusion  you  have  arrived 
at  from  an  examination  of  the  various  cases 
decided  by  the  Coiu-ts  ? — Some  time  ago  I had 
occasion  to  look  into  all  the  cases  with  the  view 
to  find  out,  as  nearly  as  I could,  what  were  the 
real  principles  which  guided  their  decision  in  the 
case  of  exceptional  circumstances,  and  that  is 
the  best  conclusion  I have  been  able  to  arrive  at. 

C 4 384.  Did 
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Mr.  Barclay — continued. 

384.  Did  the  Committee  of  1872  point  to 
similar  conclusions  ? — \ es ; it  is  a curious  fact 
that  the  objections  Avhich  Avere  taken  by  the 
Committee  in  1872  to  equal  mileage  rates,  rest 
upon  these  very  special  circumstances,  which  are 
enumerated  in  their  Report. 

385.  Does  competition  justify  differential  rates 
according  to  laAv  ? — The  cases  I quoted  on  the 
last  occasion,  namely,  Evershed’s  andBudd’s  cases 
show  that  competition  alone  is  not  a circumstance 
that  will  justify  any  difference  in  rates. 

Lord  Randolph  Churchill. 

386.  But  competition,  taken  in  connection  with 
those  three  circumstances,  has  been  held  to  justify 
it;  is  that  so? — Yes,  certainly. 

Mr.  Barclay. 

387.  But  in  most  cases  it  was  not  held  justified 
on  account  of  the  competition,  but  on  account  of 
different  circumstances  ? — On  account  of  the 
cost  of  conveyance. 

Sir  Edward  Watkin.  ■ 

388.  Competition  by  sea  Avould  not  justify  any 
difference  of  rates  ? — It  has  been  held  not  to 
justify  it. 

Mr.  Barclay. 

389.  "WTll  you  state  briefly  to  the  Committee 
what  you  consider  the  sound  princijile  in  the 
public  interest  in  regard  to  competition? — I con- 
sider the  sound  principle  is  that  goods  should  go 
by  the  route,  whether  by  land  or  sea,  Avhich  is 
naturally  the  best  and  therefore  the  cheapest. 

Mr.  O'  Sullivan. 

390.  Do  you  mean  tlie  shortest  route  ? — No, 
the  cheapest  route. 

Mr.  Barclay. 

391.  That  is  to  say,  the  goods  should  go  by 
that  route  Avhich  has  the  greatest  natural  advan- 
tages ? — Quite  so  ; that  nothing  should  be  done 
to  interfere  Avith  the  natural  advantages  of  each 
route.  For  example,  take  the  case  Avlilch  I 
mentioned  upon  the  last  occasion,  the  Denaby 
Colliery  case.  Here  is  a colliery  four  miles  from 
a seaport.  Another  colliery  is  20  miles  from 
that  seaport;  the  railAvay  company  make  the 
same  charge  to  both  collieries.  Noav  if  that  is  a 
reasonable  charge  for  the  colliery  Avhich  is  nearest 
the  seaport,  it  folloAVs  that  tlie  directors  are 
giving  a bounty  to  the  more  distant  collieries  out 
of  tbe  pockets  of  the  shareholders.  On  the 
other  hand,  if  the  distant  colliery  is  charged  a 
reasonable  price,  then  it  folloAvs  that  an  illegiti- 
mate tax  is  imposed  upon  tbe  nearer  colliery,  in 
the  nature  of  a protective  duty  in  favour  of  the 
more  distant  collieiy. 

392.  Then  this  question  of  unequal  or  jmefer- 
ential  rates  really  resolves  itself  into  the  old 
question  of  ju'otection  versus  free  trade? — Tes, 
it  does ; the  raihvay  company  acting  the  part  of 
a providence,  sometimes  beneficent  and  some- 
times maleficent. 

393.  In  the  one  case  the  company  offers  a 
bounty  to  the  colliery,  and  in  the  other  it  imposes 
a protective  tax? — That  is  so. 


Mr.  Barclay — continued. 

394.  The  amendments  AA'hich  you  have  to 
suggest  in  the  laAV  as  it  at  present  stands,  are 
not  in  themselA'es  of  a very  important  character, 

I think? — The  only  suggestion  Avhich  I have  to 
make,  Avith  regard  to  this  question  of  preference, 
turns  upon  the  point  Avhether  it  Avould  not  be 
better  to  apply  prevention  instead  of  cure.  At 
present  raihvay  companies  are  gOA'erned  by  the 
laAv ; but  they  may  vary  the  rates  in  any  Avay 
they  please  until  some  person  goes  to  the  expense 
of  taking  the  case  before  the  Raihvay  Commis- 
sioners, and  obtaining  a decision  adA  crse  to  them. 
Now  it  seems  to  me  worthy  of  consideration, 
Avhether  the  laAv  might  not  require  the  approba- 
tion of  the  Raihvay  Commissioners  in  advance, 
in  order  to  protect  the  community  against  unequal 
rates ; in  other  Avords,  the  laAV  might  require 
equal  rates,  leaving  it  to  the  railway  companies 
to  propose  inequalities  upon  any  given  part  of 
the  system,  and  in  respect  of  any  given  class  of 
goods,  they  first  obtaining  the  sanction  of  the 
Commissioners  to  those  inequalities.  The  sanction 
of  the  Raihvay  Commissioners  Avould  be  granted, 
if  by  reason  of  guaranteed  quantities,  or  of  longer 
distances,  or  of  special  difficulties  in  Avorking, 
or  of  any  other  matters  affecting  the  cost  of  con- 
veyance, it  Avas  reasonable  that  an  inequality 
should  be  made. 

Mr.  Sullivan, 

395.  Could  you  quote  one  case  of  special 
difficulty  in  w'oi’king  ? — Asteej)  incline  Avould  be 
a good  example ; Avhere  there  is  a steep  incline  a 
locomotive  cannot  haul  so  much  Aveight  or  so 
many  waggons  as  it  can  upon  the  level. 

396.  I suppose  that  is  a very  rare  case  ? — 
Yes. 

Mr.  Barnes. 

397.  You  mean  to  say  that  if  an  engine  can 
take  a 35  waggon  load  in  one  case  and  only  20 
in  another,  that  would  be  a case  in  i)oint? — 
Yes. 

Mr.  Paget^ 

398.  You  Avould  have  equal  rates,  as  a imle, 
Avithout  any  exception,  except  Avith  the  sanction 
of  the  Railway  Commissioners  ? — Certainly. 

Mr.  Barclay. 

399.  You  have  already  told  us  that  equality  of 
rates  does  not  necessarily  involve  equal  mileage 
rates? — It  does  not 

400.  The  great  objection  to  the  present  system 
is  that  the  laAv  is  not  enforced  ? — Quite  so  ; it 
requires  very  little  alteration,  but  only  further 
application. 

401.  You  think  that  a greater  jAutting  in  force 
of  the  laAv  Avould  meet  a great  part  of  the  existing 
abuses? — I think  so. 

402.  Hoav  do  you  think  that  the  laAv  could  be 
enforced  ? — I think  the  time  has  noAv  come  Avhen 
the  existing  provisions  upon  that  subject  should 
be  put  in  force. 

403.  To  Avhat  provisions  do  you  refer? — It  is 
provided  by  the  Railway  and  Canal  Traffic  Act 
of  1854,  Section  3,  in  substance  as  folloAvs  : that 
not  only  parties  interested  may  complain  of  a 
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Mr.  Barclay — continued, 
violation  of  the  principles  of  the  Railway  and 
Canal  Traffic  Act,  but  that  upon  a certificate 
from  the  Board  of  Trade  it  shall  be  lawful  for  the 
Attorney  General  in  England  or  the  Lord 
Advocate  in  Scotland  to  appear  as  a party  before 
the  court,  and  to  obtain  a decision  from  the 
court. 

404.  According  to  that  section,  in  your  opinion, 
the  Board  of  Trade  has  already  power  to  take 
proceedings  and  obtain  a decision  against  the 
railway  company  which  is  violating  the  law  ? — 
The  Board  of  Trade  has  the  amplest  power. 

Sir  Edward  Wathin. 

405.  That  Act,  I believe,  had  only  reference 
to  the  forwarding  of  traffic,  but  there  is  nothing 
about  rates  in  the  Act,  is  there  ? — Perhaps  it 
would  be  better  that j I should  answer  that  point, 
now  that  it  has  been  mentioned.  It  applies  to 
rates,  not  by  name,  but  indirectly,  because  it  has 
been  held  by  the  Railway  Commissioners  that  to 
charge  rates  exceeding  the  legal  amount  is  not 
“ affording  a reasonable  facility,”  and  also  by  the 
Court  of  Session  in  Scotland  that  it  is  subjecting 
a particular  person  or  company  or  description  of 
traffic  to  an  “ unreasonable  prejudice.” 

Mr.  Barclay. 

406.  I believe  there  was  a decision  of  the  courts 
of  law  upon  that  point  in  England  ? — The  ques- 
tion has  at  this  moment  been  before  the  Queen’s 
Bench  Division,  and  they  have  not  pronounced 
judgment,  but  the  point  has  been  decided  by  the 
courts  in  Scotland. 

Chairman. 

407.  You  are  aware  that  under  the  Railway 
and  Canal  Traffic  Act  of  1873  appointing  the 
Railway  Commissioners  there  was  power  given 
in  Section  6 to  the  Board  of  Trade  to  appoint  any 
person  to  make  an  application  to  the  Commis- 
sioners ? — Yes,  that  was  so. 

Mr.  Monk. 

408.  Does  not  that  extend  the  power  of  the 
Board  of  Trade  to  allow  any  person  to  make  such 
application  to  the  Commissioners? — Yes;  any 
person  of  course  has  the  right  to  do  so,  because 
he  is  the  aggrieved  party,  but  the  Board  of 
Trade  not  being  an  aggrieved  party  would  not 
have  power  to  do  so  unless  by  authority  of  Par- 
liament. 

Chairman. 

409.  Has  your  attention  been  drawn  to  Sec- 
tion 6 of  the  Railway  and  Canal  Traffic  Act  of 
1854  ? — No,  I have  not  specially  considered  it 
with  regard  to  this  point. 

Mr.  Barclay. 

410.  Would  it  be  an  advantage  to  simplify  the 
proceedings  that  there  should  be  a barrister 
attached  to  the  Board  of  Trade  to  take  charge  of 
these  complaints  against  railway  companies  ? — 
That  would  be  the  simplest  way  to  do  it.  The 
Board  of  Trade,  by  an  internal  arrangement  of 
their  own,  have  ample  power  to  move  in  the 
matter. 
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411.  You  say  that  the  Board  of  Trade,  in 
point  of  fact,  under  Section  3 of  the  Act  of  1854, 
have  full  power  to  move  the  Attorney  General  to 
take  proceedings  against  any  railway  company 
for  a violation  of  that  Act? — They  have.  I 
might  perhaps  add  that  the  Railway  Commis- 
sioners themselves  have  drawn  attention  to  this 
power  of  the  Act  of  1854,  and  taken  notice  that 
it  had  not  been  enforced,  and  that  it  was  de- 
sirable that  it  should  be  enforced. 

412.  Can  you  tell  me  in  which  Report  of  the 
Railway  Commissioners  that  recommendation  was 
contained? — The  4th  Report. 

413.  Do  you  think  it  desirable  that  the  State 
should  take  proceedings  instead  of  private  in- 
dividuals where  the  companies  are  making  over- 
charges ? — First  of  all.  Parliament  has  especially 
considered  so  in  the  Act  of  1854  ; secondly,  I 
think,  as  railways  are  monopolies  created  by  Par- 
liament that  Parliament  is  bound  to  prevent 
abuses  arising  from  excess  of  their  power ; and 
then  the  kind  of  injury  is  one  wdiich  seems  to  me 
to  call  for  public  intei’ference.  Take,  first,  want 
of  reasonable  facilities  ; now  that  does  not  apply 
to  one  individual  only,  but  to  the  public  gene- 
rally ; secondly,  take  undue  preference,  which 
does  not  affect  one  individual,  but  whole  classes  ; 
thirdly,  overcharges,  which  affect  whole  cl.asses ; 
and  lastly,  through  rates  ; those  affect  not  merely 
individuals,  but  the  public  generally. 

414.  Can  you  give  the  Committee  an  illustra- 
tion of  two  cases,  in  one  of  which  the  State  ought, 
in  your  opinion,  to  interfere,  whereas  in  the  other 
it  ought  not  ? — I do  not  think  the  State  ought  to 
interfere  in  the  case  of  private  damage  to  an  in- 
dividual. If,  for  example,  one’s  goods  are 
injured  in  transit,  or  oneself  is  hurt  by  neg- 
ligence, that  would  not  be  a proper  case  for 
the  State  to  interfere  in,  but  those  cases  which 
affect  classes,  and  not  merely  individuals,  seem  to 
me  proper  cases  in  which  to  put  the  powers  in 
force. 

415.  Is  it,  practically  speaking,  against  the  in- 
terest of  any  private  individual  to  prosecute  a 
railway  company  for  overcharge  ? — A private  in- 
dividual who  prosecutes  in  these  cases  incurs  a 
certain  loss,  and  a very  doubtful  gain  ; if  he  does 
gain,  the  gain  is  shared  by  the  whole  community, 
and  is  not  peculiar  to  himself. 

Lord  Randolph  Churchill. 

416.  What  makes  the  loss  certain  and  the  gain 
doubtful? — In  proceedings  in  law,  most  people 
who  have  had  any  experience  know  that 
when  you  are  successful  the  costs  you  receive  do 
not,  as  a rule,  amount  to  the  sum  w'hich  you  have 
expended,  and  consequently  you  are  sure  of  a 
certain  loss  even  if  you  succeed.  In  addition  to 
that  you  have  the  chance  of  being  defeated,  and 
of  course  suffering  very  seriously. 

417.  Does  that  apply  to  the  Railway  Commis- 
sioners as  well  as  to  courts  of  law  ? — It  applies  to 
the  Railway  Commissioners  quite  as  much  as  to 
courts  of  law. 

Mr,  Barclay. 

418.  The  Railway  Companies  have  made 
this  Railway  Commission  an  expensive  tribunal, 
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Mr.  Harclay — continued. 

have  they  not? — Yes.  I ought  to  mention  that 
in  cases  before  the  Railway  Commissioners  where 
costs  are  given  against  the  railway  company,  they 
ai’e  taxed  upon  the  common  law  scale  ; but  it  has 
been  found  naturally  enough  that  railway  com- 
panies bring  before  the  Railway  Commission 
counsel  who  are  accustomed  to  conducting  rail- 
way cases  before  Committees  in  the  House  of 
Commons  and  in  the  House  of  Lords,  and  the 
practice  has  grown  up  of  charging  as  high  fees 
almost,  if  not  entirely,  before  the  Railway  Com- 
missioners as  before  Committees  of  this  House. 
Of  course,  therefore,  private  individuals  are 
obliged,  in  self-defence,  to  employ  equally  ex- 
pensive counsel,  and  the  result  is  that  there 
is  considerable  difference  between  the  costs  which 
they  incur,  and  the  taxed  costs  which  they  re- 
ceive, even  when  they  are  successful. 

419.  Have  you  found  individuals  tinwilling  to 
give  evidence  against  railway  companies,  before 
this  Committee,  for  example? — Yes,  in  several 
cases  the  information  I have  given  has  been 
received  upon  the  express  condition  that  I should 
not  mention  the  names  of  the  people  from  whom 
I received  it,  those  being  persons  of  very  good 
position,  which  surprised  me  very  much. 

420.  Are  those  Individuals  apprehensive  that 
they  will  suffer  at  the  hands  of  the  I’ailway 
companies? — Yes;  what  people  fear  about  rail- 
way companies  is  this,  that  in  ways  quite  within 
their  legal  power  they  will  deliberately  use  their 
power  to  inflict  injury  by  way  of  retaliation  if  the 
customers  object  to  anything  which  they  consider 
illegal. 

42 1 . Can  you  give  the  Committee  any  example 

of  a case  which  justifies  that  fear? — I could  not 
give  a better  example,  than  a case  which  was 
brought  before  the  Railway  Commissioners.  The 
plaintiffs  were  Messrs.  J.  and  F.  Howard,  one  of 
the  members  of  that  firm  beinu'  a Member  of  this 
House,  and  the  defendants  being  a most  respect- 
able railway  company,  the  Midland  Railway 
Company.  The  Messrs.  Howard  disputed  the 
charges  of  the  railway  company  in  respect  to 
terminals,  and  as  it  ultimately  turned  out  they 
were  not  right  in  their  contention,  but  they 
threatened  to  take  proceedings  before  the  Rail- 
way Commissioners.  The  Midland  Company 
retaliated  by  raising  their  rates  to  Bedford  more 
than  100  per  cent.,  and  not  to  other  parts  of  the 
line ; in  fact,  to  sucli  an  extent,  that  if  they  had 
succeeded  that  would  have  amounted  to  a fine  of 
1,500/.,  or  2,000/.  a year  upon  Messrs.  Howard. 
That  practice  continued  up  to  the  second  day  of 
the  hearing,  and  in  support  of  my  statement  I may 
quote  what  was  stated  by  the  Commissioners  in 
their  judgment,  which  is  dated  the  1st  of  June 
1878.  “ These  changes,”  that  is  to  say,  the 

increasing  of  the  rates,  “ applied  to  no  place  but 
lledford,  and  establishing  as  they  did  preferential 
rates  between  other  places  on  the  lines  of  the  two 
companies  and  Bedford,  and  doing  this  for  no 
other  purpose  but  to  retaliate  upon  Messrs. 
Howard  for  claiming  a terminal  allowance,  they 
were  a distinct  abuse  of  the  powers  entrusted  to 
railway  companies  of  regulating  their  charges 
for  conveyance ; an  abuse,  indeed,  that  was  so 
])lain,  that  on  the  second  day  of  the  hearing,  the 


Mr.  Barclay — continued, 
counsel  for  the  companies  informed  us  that, 
foreseeing  we  should  have  no  alternative  but  to 
set  aside  such  rates,  he  would  not  say  a word  in 
defence  of  them,  and  that  the  two  companies, 
advised  by  him,  had  resolved  to  cancel  them 
forthwith,  and  to  readjust  all  accounts  from 
November  upon'  the  footing  of  the  rates  which 
had  been  in  force  up  to  then,  and  which  would 
at  once  be  reverted  to.” 

422.  Has  a certain  system  of  control  over 
railway  companies  been  adopted  by  certain  States 
in  America  ? — Yes,  I think  it  is  in  1 9 States  now, 
that  there  are  what  are  called  railway  commis- 
sioners. Those  commissioners  have,  for  one  part 
of  their  functions,  that  function  which  I should 
now  desire  to  see  exercised  by  the  Board  of 
Trade,  namely,  to  stand  between  the  public  and 
the  railway  companies. 

423.  Can  you  refer  to  any  brief  statement  of 
the  results  which  have  been  obtained  in  America 
by  this  system  of  control,  or  can  you  tell  the 
Committee  generally,  without  referring  to  docu- 
ments, what  has  been  the  result  ? — I believe  it 
has  given  very  great  satisfaction.  I was  infonned 
by  the  partner  of  the  commissioner  for  Illinois, 
who  has  been  a commissioner  for  three  or  four 
years,  that  when  the  commissioners  were  first 
appointed  there  were  a good  many  lawsuits,  but 
that  during  the  last  three  or  four  years  they  had 
got  on  without  a single  litigation  with  the  rail- 
way companies.  The  commissioners,  upon  hear- 
ing a complaint,  brought  the  case  before  the 
railway  company,  and  if  there  was  any  ground  of 
complaint,  they  invariably  accepted  his  advice. 

Mr,  Pell 

424.  You  are  not  referring  now  to  the  arrange- 
ment made  by  the  western  lines  for  “ pooling  ” 
the  traffic  ? — No. 

Mr.  Barclay. 

425.  This  is  an  arrangement  made  by  the 
States  for  the  purpose  of  controlling  the  railways 
within  each  State? — Yes. 

426.  Can  you  put  in  a paragraph  written  by 
one  of  the  Commissioners  embodying  certain  re- 
commendations regardino;  the  amendment  of  the 
law  in  America,  which  corresponds  vei'y  much 
with  your  suggestion  ? — Yes,  some  of  them  do. 
This  was  stated  by  Mr.  Adams,  wlio  is  a great 
authority  upon  these  subjects  in  America;  he 
was  the  first  railway  commissioner.  The  quota- 
tion I thought  I might  read  is  by  Mr.  Edmund 
Smith,  one  of  the  vice  presidents  of  the  Pennsyl- 
vania Railroad,  ijivinor  a forcible  endorsement  of 
the  utility  of  commissioner  law,  and  this  was 
what  he  said : “ Had  not  the  time  arrived  when 
the  general  government  should  enact  general 
laws  that  would  be  applicable  to  all  the  inter- 
state railways  of  this  country;  which  would, 
among  other  things,  provide  for  full  reports  to  be 
made  of  their  organization,  working,  and  finan- 
cial condition  as  often  as  might  be  requii’ed  with 
the  power  of  verifying  reports  by  examiners; 
which  would  regulate  the  proportion  of  share 
capital  to  bonded  debt,  and  provide  that  the 
railways  shall  publish  their  rates  of  freight  based 
on  certain  principles,  and  make  any  invasion  of 
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Mr.  Barclay — continued. 

these  rules  an  indictable  offence  ? The  rates 
should  be  fixed  for  each  class  of  goods,  the  classi- 
fication to  be  made  by  the  companies  per  100  lb. 
per  mile,  and,  when  determined,  might  be  pub- 
lished as  a tariff  by  which  all  transportation  on 
each  line  of  railroad  should  be  regulated.  These 
lists  should  be  accessible  and  not  permitted  to  be 
changed  without  reasonable  notice.  The  effect 
of  such  provisions  as  to  a fixed  basis  of  rates,  with 
a prohibition  for  any  railroad  officer  to  charge 
less  than  the  public  rates  under  a severe  penalty, 
would  do  much,  he  thought,  towards  making  the 
business  of  the  United  States  more  stable,  the 
traffic  on  the  railways  more  remunerative,  and  to 
lessen  the  burdens  now  placed  on  the  public 
through  the  agency  of  secret  discriminating 
rates.” 

Chairman. 

427.  But  most  of  those  points  have  already 
been  provided  for  in  our  legislation  ? — Yes  ; I 
should  not  have  read  the  first  sentence,  but  I did 
not  see  where  the  point  really  began.  “ The 
cardinal  principle  which  should  pervade  this 
question  of  rates  is,  that  the  rate  for  the  same 
class  of  goods  for  the  same  quantity  and  distance 
should  be  the  same  to  everyone.” 

Lord  Randolph  Churchill, 

428.  Where  do  you  get  that  from  ? — I found 
it  copied  in  the  “ Times.” 

Mr.  Pell 

429.  Was  not  that  report  made  to  the  associa- 
tion of  which  Mr.  Albert  Fink  is  the  secretary  ? 
— I am  not  certain. 

Mr.  Barclay. 

430.  Are  you  aware  that  in  America  each  State 
claims  the  right  to  control  the  railways  within  its 
own  area? — Each  State  does. 

Mr.  Pell 

431.  It  has  only  a control,  I think,  with  regard 
to  maximum  rates ; application  is  made  to  the 
State  when  the  rates  become  excessive  ? — Yes, 
when  there  are  unreasonably  high  rates,  or  differ- 
ential rates. 

432.  It  is  only  upon  that  ground  that  an  appeal 
is  made  to  the  State  ? — That  is  so. 

Mr.  Craig. 

433.  Do  I understand  that  the  recommendation 
meant  a uniform  rate  throughout  the  whole  rail- 
way system  of  America? — Yes,  I understand  that 
Mr.  Smith  meant  that. 

434.  Regardless  of  any  special  circumstances  ? 
— He  merely  states  the  general  principle,  without 
going  into  the  circumstances. 

435.  But,  in  applying  that  to  England,  would 
you  have  regard  to  the  differing  circumstances  of 
England,  such  as  gradients,  and  so  on,  and  make 
differential  rates  to  suit  them  ? — lYhere  the  cir- 
cumstances required  it. 

Mr.  Barclay. 

436.  These  commissioners  make  from  time  to 
time  reports,  I suppose,  to  the  State  Legisla- 
ture ? — Yes. 
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437.  And  copies  of  those  reports  could  be 
had?— No  doubt  the  Board  of  Trade  could  get 
them. 

438.  Did  Pai’liament  seem  to  contemplate 
some  interference  of  this  kind  by  somebody 
coming  between  the  railway  companies  and  the 
public,  by  Section  7 of  the  Act  of  1873  ? — Yes, 
there  is  a provision  in  the  Act  of  1873  which  has 
not,  as  far  as  I know,  been  acted  upon.  “ Where 
the  Commissioners  have  received  any  complaint 
alleging  the  infringement  by  a railway  company 
or  canal  company  of  the  provisions  of  any  enact- 
ment in  respect  of  which  the  Commissioners  have 
jurisdiction,  they  may,  if  they  think  fit,  before 
requiring  or  permitting  any  formal  proceedings 
to  be  taken  on  such  complaint,  communicate  the 
same  to  the  company  against  whom  it  is  made,  so 
as  to  afford  them  an  opportunity  of  making  such 
observations  as  they  may  think  fit.”  That  is  the 
Act  which  appointed  the  Railway  Commis- 
sioners. 

439.  Does  that  seem  to  you  a rather  improper 
interference  for  a judicial  body  to  make? — Con- 
sidering that  the  Railway  Commissioners  have 
acted  as  a judicial  body,  it  was  not  a suitable 
function  for  them  to  discharge,  but  it  would  be  a 
suitable  function  for  the  Board  of  Trade  to  dis- 
charge. 

440.  You  think  that  the  Board  of  Trade 
ought  to  take  up  the  position  pointed  out  by 
Section  7 of  the  Act  of  1873,  and  inquire  as  to 
whether  any  complaints  against  railway  com- 
panies were  well  founded  or  not  ? — That  is  so. 

441.  If  a claim  were  well  founded,  and  if  the 
raihvay  company  refused  redtess,  do  you  think 
that  the  Board  of  Trade  should  in  such  circum- 
stances take  proceedings  against  the  railway 
company  ? — Quite  so. 

442.  What  amendment  do  you  suggest  in  the 
power  of  the  Railway  Commissioners  ? — I think 
that  one  important  amendment  would  be  that 
they  should  have  power  to  give  redress  for  past 
overcharges  as  well  as  merely  an  injunction. 
At  present  the  result  is  very  extraordinary  and 
inconvenient;  you  go  before  the  Commissioners, 
as  Mr.  Evershed  did,  and  you  get  an  injunction 
against  preferential  rates  ; but  you  have  to  o-o 
to  law  and  commence  a new  proceeding,  and 
incur  a new  expense  in  order  to  get  back  past 
overcharges. 

443.  Mr.  Evershed  had  legal  proceedings 
pending  over  three  years,  had  he  not  ? — Yes,  *it 
took  Mr.  Evershed  two  or  three  years  of  legal 
proceedings  after  he  had  got  a decision  ot  the 
Railway  Commissioners  in  order  to  recover  past 
overcharges.  It  was  found  by  the  Railway  Com- 
missioners that  the  railway  company  had  over- 
charged him  to  the  extent  of  1 s.  9 c?.  a ton,  and 
he  claimed  that  he  should  get  back  the  Is.  d d. 
a ton  for  the  previous  period  of  six  years,  and 
he  had  to  go  to  law  for  that  purpose ; certainly, 
it  is  inconvenient  that  an  injunction  should  be 
granted  by  one  Court,  and  that  pecuniary  redress 
should  be  granted  by  another  Court. 

444.  Have  you  any  further  suggestion  to  make 
to  the  Committee  in  regard  to  the  Railway  Com- 
missioners?— My  next  suggestion  is  with  regard 
to  the  power  of  appeal. 
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Mr.  Barclay — continued. 

445.  What  do  you  propose  in  regai-d  to  the 
matter  of  appeal  from  the  Haihvay  Commis- 
sioners ? — First  of  all,  may  I be  allowed  to  state 
to  the  Committee  what  is  the  existing  power  of 
appeal  ; there  are  two  kinds  of  appeal  from  the 
Hallway  Commissioners ; one  is  an  ajipeal  against 
their  jurisdiction ; an  allegation  that  they  have 
wrongfully  exercised  jurisdiction  ; that  takes  the 
form  of  a writ  of  prohibition,  which  is  moved  for 
in  the  Queen’s  Bench  Division,  and  upon  which 
an  appeal  may  be  taken  to  the  House  of  Lords. 
Then  suppose  there  is  no  question  of  jurisdiction 
involved,  the  Hallway  Commissioners’  decisions 
are  not  in  all  cases  appealable,  but  you  have  to 
go  before  them,  and  obtain  a case  .stated  on  a 
question  of  law ; if  they  grant  a case  on  a 
question  of  law,  then  the  appeal  lies  to  the 
Superior  Court,  the  Court  of  Session  in  Scotland, 
or  the  Queen’s  Bench  Division  in  England;  and 
their  decision  is  final  upon  that  question.  Upon 
a question  of  fact  there  is  no  appeal. 

Mr.  Samuelson. 

446.  Is  the  decision  final,  or  is  there  not  an 
appeal  to  the  House  of  Lords? — It  is  final; 
now  railway  companies  have  thought,  I believe, 
that  this  was  a hardship  upon  them,  that  their 
interests  are  so  large  that  they  are  fairly  entitled 
to  the  opinion  of  the  highest  tribunal  upon  a 
question  afi’ecting  their  interests,  and  the  dif- 
ficulty of  the  question  is  this  : it  was  desired, 
inasmuch  as  the  Bailway  Commissioners  would 
very  often  have  to  deal  with  technical  questions, 
that  upon  the  mere  question  of  fact  their  decision 
should  be  final.  Xow  it  seems  that  vei’y  great 
expedition  and  very  great  economy  to  everybody 
concerned,  would  be  attained,  if  in  all  cases  it 
should  be  held  that  the  aiipeal  should  lie  direct 
from  the  Hailway  Commissioners  to  the  House 
of  Imrds. 

Chairman. 

447.  Omitting  the  intermediate  Court  of  Ap- 
peal ? — Entirely  ; then  it  would  not  be  necessary 
to  draw  a distinction  between  questions  of  law 
and  questions  of  fact,  because  the  House  of 
Lords  shown  a very  great  indisposition  to  upset 
any  decision  of  an  inferior  Court  upon  a question 
of  fact,  and  as  regards  that  the  House  of  Lords 
might  be  perfectly  trusted  not  to  interfere  with 
what  was  understood  to  be  the  proper  work  of 
the  Hailway  Commissioners. 

Mr.  Barclatj. 

448.  Unless  there  were  some  clear  ground  for 
interference  upon  the  question  of  fact? — Yes, 
then  there  would  be  some  clear  decision  as  to 
matters  of  jurisdiction,  and  you  would  get  a 
decision  in  very  little  time. 

449.  You  have  told  us  that  in  your  opinion 
the  Hallway  Commissioners  should  have  control 
over  the  classification  of  goods  by  the  different 
railway  companies ; do  you  think  that  the  Hail- 
way Commissioners  should  have  some  power  over 
the  fixino;  of  throus-h  rates? — I think  that  if  the 
Board  of  Trade  are  going  to  exercise  the  powers 
of  their  Act  of  1854,  it  would  be  proper  that 
they  should  have  the  initiative  in  requiring  a 
through  rate ; at  present  the  Initiative  is  with 
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the  company  ; the  public  has  no  right  to  demand 
a through  rate. 

450.  The  initiative  of  demanding  a through 
rate  depends  in  the  meantime  upon  one  railway 
company  as  against  one  or  more  railway  coin- 
jianies? — Yes,  quite  so. 

451.  And  you  think  the  Board  of  Trade  should 
have  poAver  to  move  the  Hail  way  Commissioners 
to  fix  a through  rate  where  the  companies  cannot 
d6  so  ? — Quite  so. 

Mr.  Samuelson. 

452.  Did  I understand  you  to  say  that  you 
would  grant  an  appeal  from  the  Hailway  Commis- 
sioners on  questions  of  fact  as  Avell  as  on  ques- 
tions of  law? — Yes;  only  that  there  would  be 
certain  questions  which  Avould  be  excejited,  such 
as  terminals ; there  is  no  appeal  upon  the  ques- 
tion of  terminals,  and  it  is  reasonable  that  the 
decision  of  the  Hailway  Commissioners  in  such 
a case  should  be  final. 

453.  Would  you  grant  that  appeal;  even  if 
the  jurisdiction  of  the  Board  of  Trade  in  regard 
to  these  questions  of  rates  and  similar  questions 
were  not  exercised,  would  you  grant  it  even  if 
the  remedy  should  still  have  to  be  sought  by 
members  of  the  public,  by  traders  for  instance  ? 
— It  is  chiefly  the  public  that  I have  in  view,  in 
order  that  they  may  get  justice  at  a moderate 
cost. 

454.  That  is  to  say,  you  would  combine  your 
two  recommendations  ? — It  would  apply  to  both. 

455.  To  a certain  extent  you  would  make  the 
one  contingent  upon  the  other? — Whether  it 
would  be  considered  proper  that  the  Board  of 
Trade  should  act  in  this  way  or  not,  I should 
still  hold  to  this  opinion  with  regard  to  ajipeals, 
irresjiective  altogether  of  the  question  whether 
it  was  the  Board  of  Trade  or  a private  individual 
who  would  move. 

456.  Would  you  not  consider  it  a great  hard- 
ship upon  the  individual,  if  he  were  liable  to  be 
carried  upon  questions  of  fact  to  the  House  of 
Lords,  on  the  motion  of  a railway  company  ? — 
No,  I do  not  think  so,  because  the  House  of 
Lords  Avill  not  upset  a decision  upon  a question 
of  fact.  The  disposition  of  the  House  of  Lords 
is  to  confine  its  review  to  questions  of  law  ; they 
do  not  consider  questions  of  fact  as  jiroper  to 
them  to  settle ; they  do  not  examine  witnesses 
before  them,  or  enter  into  questions  of  fact. 

457.  But  I undei’stand  you  to  state,  that  even 
if  the  appellants  were  unsuccessful,  the  costs 
incurred  would  still  be  very  considerably  in 
excess  of  the  costs  granted  ? — That  is  so. 

458.  Therefore,  if  the  individual  were  success- 
ful, he  Avould  still  suffer  the  hardship  of  an  appeal 
to  the  House  of  Lords  ? — Undoubtedly. 

459.  Do  you  consider  that  a good  reason  Avhy 
the  Board  of  Trade  should  intervene  instead  of 
the  individual  ? — That  is  a good  reason  why  it 
should  be  so. 

460.  With  respect  to  overcharges  as  distin- 
guished from  differential  charges,  is  it  not  the 
case  that  overcharges  now  come  under  the  juifis- 
diction  of  the  Hallway  Commissioners  only  by 
a kind  of  fiction? — No;  I do  not  consider  it  is 
by  fiction  at  all ; it  is  by  the  application  of  in- 
definite 
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definite  language  to  a case  which  perhaps  was 
not  in  the  contemplation  of  the  persons  who 
originally  used  that  general  language. 

461.  But  they  come  under  the  cognisance  of 
the  Railway  Commissioners  as  over-charges,  be- 
cause over-charges  imply  a want  of  projier  faci- 
lities ? — That  is  so. 

462.  I think  you  stated  that  the  obligation  to 
give  equal  treatment  is  part  of  the  original  con- 
tract of  railway  companies  ? — It  is  so. 

463.  In  that  do  they  differ  from  all  other 
carriers,  or  is  it  an  obligation  equally  upon  all 
carriers  ? — At  common  law  there  was  no  obliga- 
tion of  strict  equality  imposed  upon  common  car- 
riers, but  there  was  indirectly,  in  this  way : that 
if  a carrier  charged  an  unequal  amount,  that  was 
])rbnd  facie  evidence  of  unreasonableness  to  one 
of  the  parties,  the  party  who  was  charged  the 
higher  price,  and  the  carrier  was  bound  to  carry 
at  a reasonable  price.  1 hat  was  the  doctrine  of 
the  common  law  in  respect  to  carriers. 

464.  But  that  doctrine  really  did  practically 
establish  equal  treatment  on  the  part  of  the  car- 
riers ? — It  had  a tendency  that  way. 

Sir  Edward  Watkin. 

465.  May  I ask,  are  you  speaking  of  the  Car- 
riers’ Act? — Xo,  I am  speaking  of  the  common 
law. 

466.  There  is  nothing  in  the  Carriers’  Act  to 
that  effect? — The  Carriers’  Act  applies  to  the 
question  of  insurance. 

Mr.  Samuelson. 

467.  You  stated  that  thei’e  would  be  some  diffi- 
culty in  obtaining  uniformity  of  classification  on 
account  of  the  differences  of  classification  exist- 
ing in  the  Acts  of  different  railway  companies, 
and  you  stated  that  that  might  be  an  objection 
to  the  adoption  of  the  Railway  Clearing  House 
classification  as  an  universal  rule? — Yes,  I con- 
sider that  the  existing  classification  is  to  be  looked 
upon  in  the  light  of  a contract.  Uniformity  would 
be  a very  desirable  thing,  but  you  can  hardly  ask 
for  uniformity  at  the  expense  of  the  terms  of  the 
contract  which  you  have  made. 

Sir  Edioard  Watkin. 

468.  With  whom  ? — I consider  the  Rate 
Clauses  are  a contract  between  the  public  and 
the  railways,  and  that  we  cannot,  for  the  sake  of 
uniformity,  ask  the  railway  companies  to  suffer  by 
any  change  that  will  be  made  in  the  classifica- 
tion. 

Mr.  Samuelson. 

469.  But  is  not  the  classification,  so  far  as  It 
govenis  the  charges,  subject  by  law  to  revision  ? 
— I think  all  private  Acts  are  prepared  with  a 
special  section  that  they  are  to  be  subject  to 
future  Acts  dealing  with  railways;  that  is  to  say. 
Parliament  would  not  be  violating  its  right  by 
interfering ; but,  of  course,  I do  not  put  it  upon 
that  ground,  but  that  it  would  require  an  ex- 
tremely strong  case  to  justify  interference. 

470.  But  Parliament  has  not  only  not  parted 
with  that  power,  but  has  specially  reserved  it? — 
It  has  specially  reserved  it. 

0.54. 
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471.  With  reference  to  the  question  of  classi- 
fication, has  your  attention  been  called  to  the 
evidence  of  Mr.  Findlay,  before  the  Royal  Com- 
mission on  Agricultural  Depression  ? — Yes,  I 
have  read  ]\Ir.  Findlay’s  evidence. 

472.  Is  it  your  opinion  that  that  evidence  goes 
generally  to  show  that  there  has  been  no  rule, 
except  what  may  be  called  the  higgling  of  the 
market,  m the  fixing  of  the  classification  or  rates  of 
different  articles  by  railway  companies  ? — What 
Mr.  Findlay  said  was  this  : he  was  asked  what 
was  the  principle  upon  which  the  railway  mana- 
gers, who  met  in  London  (that  is  to  say,  the  re- 
presentatives of  the  great  companies  going 
North),  varied  or  established  the  rates,  and  he 
said,  “I  think  there  is  no  principle  at  all ; it  is 
generally  a matter  of  discussion  and  compromise, 
and  sometimes  a pressure  is  brought  to  bear  on 
us  to  say  that  certain  rates  are  found  to  be  more 
than  the  trade  can  bear,  and  that  a reduction 
should  be  made.*’ 

Sir  Baldwin  Eeirjhton. 

473.  I think  you  stated  that  the  Board  of 
Trade  had  ample  power  to  deal  with  those  ques- 
tions?— With  all  the  questions  which  ai'e  con- 
tained within  the  four  corners  of  the  Railway 
and  Canal  Traffic  Act,  1854;  that  would  include 
over-charges,  preferential  rates,  and  want  of 
reasonable  facilities. 

474.  Would  that  not  nearly  cover  the  ground? 
— It  would  cover,  practically,  the  whole  ground. 

475.  Was  the  appointment  of  the  Railway 
Commissioners  a delegation  of  the  powers  of  the 
Board  of  Trade,  or  was  the  effect  of  it  to  set  up 
a different  authority  ? — Some  portion  of  the 
authority  previously  enjoyed  by  the  Board  ot 
Trade  with  regard  to  the  sanctioning  of  working 
agreements,  and  other  matters,  was  transferred 
to  the  Railway  Commissioners,  but  in  other 
respects  the  powers  of  the  Board  of  Trade  were 
not  transferred. 

476.  The  powers  of  the  Board  of  Trade  have 
not  been  interfered  with  by  the  constitution  of 
that  Commission? — No. 

477.  And  Avhat  it  was  open  for  any  person  be- 
fore to  do,  as  regarded  going  before  the  Board  of 
Trade,  would  be  open  to  him  now  ? — Yes,  just  so. 

478.  But  I rather  gathered  that  the  machinery 
was  a little  difficult  or  expensive  ? — Not  as  re- 
garded the  Board  of  Trade  ; what  I want  to  have 
is  a little  internal  regulation,  which  is  competent 
for  the  Government  to  carry  out  without  any 
Act  of  Parliament. 

479.  That  is  the  internal  machinery  ? — Yes. 

480.  There  is  wanting  a little  machinery  which 
would  make  it  much  more  easy  to  deal  with  these 
questions? — Certainly. 

481.  With  regard  to  this  scale  which  you  have 
pi'oduced,  is  it  the  same  as  appears  in  the  “ Mark 
Lane  Express?” — Not  altogether ; I have  omitted 
all  cases  in  which  there  Avas  a less  difference 
between  the  maximum  rate  and  the  sum  charged 
than  3 .s.,  because  '.is.  is  the  utmost  sum  which 
the  Railway  Clearing-house  allows  for  terminals, 
and  the  Raihvay  Clearing-house  terminals  in- 
clude more  than  almost  any  railway  company 
is  authorised  to  exact. 
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482.  The  case  of  Evershed  has  been  mentioned 
to  the  Committee ; I think  that  ivas  a case  re- 
lating to  hojjs? — No,  it  was  a brewer’s  case. 

483.  That  was  one  of  the  first  cases  that  was 
tried,  was  it  not? — No,  Evershed’s  case,  as  I 
mentioned  upon  the  last  occasion  Avas,  that  there 
were  three  brewers  in  Burton,  so  connected  with 
the  Midland  Railway  Company  that  they  sent 
all  their  traffic  by  the  Midland  Raihvay. 

484.  There  Avas  a case  in  court  Avith  regard  to 
hops,  Avas  there  not  ? — I read  the  neAvspaper 
report  of  that  case  : that  was  Sankey’s  case. 

485.  Was  that  case  followed  up  and  decided? 
— That  case  Avas  decided  by  the  county  court 
judge. 

486.  Was  it  followed  up  beyond  that? — No. 

487.  That  case,  I think,  Avas  given  in  favour 
of  the  railway  company? — Yes,  it  was  given  in 
faA'Our  of  the  raihvay  company. 

488.  Whose  fault  was  it  that  the  case  Avas  not 
proceeded  Avith  ? — I do  not  knoAv  enough  about 
the  case  to  ansAver  the  question. 

489.  But  it  was  settled  by  an  inferior  court? 
— It  was  settled  by  the  county  court  judge,  and 
it  did  not  go  further. 

490.  Is  it  a fact  Avithin  your  knowledge,  or 
have  you  reason  to  believe,  that  some  of  the 
Kent  raihvays  have  reduced  their  freights  lately, 
either  in  consequence  of  the  movement  connected 
with  this  Committee,  or  for  some  other  reason  ? 
— I have  no  knowledge  of  that  being  the  fact. 

491.  Did  you  .say  that  a railway  company  Avas 
compelled  to  publish,  or  to  have  a scale  of 
charges  at  their  stations  accessible  to  all? — No  ; 
there  is  an  old  clause  Avhich  requires  that  the 
toils  shall  be  published,  but  those  tolls  are  the 
original  tolls  applicable  to  the  use  of  the  line,  and 
they  are  really  of  no  use. 

492.  When  I say  published,  I do  not  mean 
published  in  a newspaper,  but  to  haA'e  an  acces- 
sible scale  which  anybody  can  see  ? — The  rail- 
way companies  are  bound  to  keep  a rate  book 
containing  the  price  they  charge  for  every  class 
of  goods  from  that  station  to  every  station  to 
which  they  quote  a rate,  and  also  the  mileage. 

493.  That  is  accessible  to  anybody  upon  appli- 
cation, is  it  not? — Yes,  the  company  are  bound 
to  show  it  under  a penalty  of  5'  1. 

494.  Supposing  they  had  a differential  charge, 
would  that  appear  upon  the  scale  ? — No,  it  Avould 
not  ajjpear  upon  the  rate  book  unless  it  Avas  a 
differential  charge  Avhich  applied  as  betAveen  two 
places  ; for  example,  they  ma}'^  charge  less  from 
Folkestone  to  London  than  from  Ashford  to 
London  ; such  a difference  would  appear  upon 
the  rate,  but  the  differential  charge  in  favour  of 
individuals  Avould  not  appear  upon  the  rate. 

495.  The  differential  charge  in  favour  of 
individuals  Avould  take  the  form  of  Avhat  you 
call  the  private  bargain  or  contract? — Quite  so. 

496.  And  that  Avould  not  appear  upon  the  rate 
book  ? — I have  not  knoAvn  any  such  appear  upon 
any  rate  book. 

497.  Would  that  be  Avithin  what  the  Raihvay 
Commissioners  Avould  consider  a legal  reduction 
of  the  rate? — Those  are  considered  in  practice 
to  be  rates  for  a particular  article  or  a particular 
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place,  but  they  are  not  to  be  special  rates  for 
particular  individuals. 

498.  You  quoted  a case  near  Grrimsby  relating 
to  a coal  owning  company,  from  Avhich  it 
appeared  that  coal  OAvners  near  Grrimsby  had  to 
pay  the  same  rate  as  OAA'ners  at  some  distance 
further  ? — As  much  as  17  miles  further  away. 

499.  That  is  to  say,  that  the  persons  living 
near  Grimsby  obtained  no  advantage  from  being 
nearer  ? — That  was  so. 

500.  Could  you  say  Avhat  Avas  the  reason  of 
such  a policy  on  the  part  of  the  railway  com- 
pany ? — Various  reasons  Avere  staled  in  that  par- 
ticular case  ; one  Avas,  that  it  simplified  their 
accounts,  that  a general  rate  could  be  quoted  to 
any  colliery  in  the  district,  instead  of  having  20 
or  30  rates  to  different  collieries ; another  reason 
Avas,  that  if  they  did  not  give  the  same  rate  to 
the  more  distant  collieries,  they  would  be  put  to 
a disadvantage  in  competition,  and  that,  conse- 
quently, the  volume  of  the  traffic  might  be 
diminished,  and  they  would  get  less  profit  out  of 
the  conveyance  of  the  coal. 

501.  Then,  I suppose,  in  one  Avord,  you  might 
say  that  the  reason  of  such  a policy  as  that, 
would  be  to  bring  all  the  traffic  they  could  doAvu 
the  line,  sacrificing  the  nearer  customers  to  the 
more  distant  ones  ' — Yes,  precisely. 

Mr.  Paget. 

502.  You  have  stated,  that  in  your  vieAv  the 
rule  for  the  future  would  well  be,  that  equal 
rates  should  be  invariably  charged,  and  that  the 
only  excejitions  should  be  those  that  Avere  certi- 
fied by  the  Railway  Commissioners  ? — That 
is  so. 

503.  Do  you  propose,  that  in  every  railAvay 
Bill  Avhich  is  in  future  submitted  to  Parliament, 
that  should  of  necessity  be  introduced  ? — I think 
it  is  better  not  to  introduce  it  into  a raihvay  Bill. 
I think  it  is  better  to  leave  it  to  the  Raihvay 
Commissioners,  for  this  reason,  that  if  for  any 
cause,  it  should  be  convenient  or  expedient  at 
some  time  to  vary  those  rates,  a neAv  application 
could  be  made  to  the  Commissioners  at  any  time, 
and  those  rates  could  be  altered  by  the  Commis- 
sioners. 

504.  But  Avould  it  not  be  of  necessity  that  the 
attention  of  Committees  of  this  House  having  to 
consider  the  question  of  raihvays,  should  be  dis- 
tinctly draAvn  to  any  case  AA'here  there  was  an 
exceptional  rate  or  an  exceptional  clause  in  any 
way  dealing  Avith  rates  ? — ()f  course  the  Com- 
mittees have  got  complete  poAver.  I have  not 
considered  the  question  from  the  point  of  vieAv 
of  dealing  with  it  by  Bills.  I thought  that  the 
chea2)est  and  simplest  procedure  Avould  be,  to 
have  the  rates  fixed  by  the  Raihvay  Commis- 
sioners. 

505.  Would  it  not  be  far  simpler,  if  these 
changes  have  to  be  introduced,  that  they  should 
be  introduced  into  the  original  Act  of  the  railAvay 
company  ? — It  Avould  be  the  same  thing  in  effect, 
because  the  new  classification  Avould  be  read  into 
the  Act ; it  Avould  be  read  as  part  of  the  original 
Act. 

506.  But  it  AA’Ould  i-equire  that  the  Act  should 
so  state  it ; the  Act,  as  you  have  already  stated, 

implies 
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implies  a contract  between  the  public  and  the 
railway  companies  ? — Quite  so. 

507.  And  you  are  not  prepared  I understand 
to  recommend  any  departure  from  such  an 
arrangement? — Quite  so. 

508.  Therefore  it  is  essential  that  any  leading  . 
principle  to  be  effective  for  the  future  should  be 
introduced  into  the  Act  of  Parliament  authorising 
the  railway  ? — It  would  be  necessary  to  have  an 
Act  of  Parliament  to  carry  out  the  view  which 
I have  stated,  that  is  to  say,  not  an  Act  applic- 
able to  each  railway,  but  a general  Act  which 
would  authorise  the  Railway  Commissioners  to 
detei’mine  by  analogy  with  the  existing  Acts 
what  articles  should  be  included  in  each  class. 

509.  My  question  applies  not  to  existing  Acts 
but  to  future  Acts?^ — That  might  be  a very 
reasonable  thing  with  regard  to  future  Acts. 

510.  In  the  general  Act  which  you  suggest, 
would  you  fix  the  maximum  rate  as  well  for  goods 
sent  by  passenger  trains,  as  for  goods  sent  by 
ordinary  trains  ? — I do  not  think  myself  that  the 
question  of  passenger  versus  goods  trains  requires 
to  be  legislated  upon.  I should  feel  perfectly 
confident  that  the  existing  law  as  administered 
by  the  Railway  Commissioners  would  be  sufficient 
to  deal  with  the  question. 

511.  I understood  yon  in  your  examination  on 
the  last  occasion  to  recommend  that  the  maximum 
rate  should  be  introduced  with  regard  to  goods 
when  they  were  taken  by  passenger  trains  ? — I 
do  not  think  that  I spoke  about  anything  that  I 
should  recommend;  I was  asked  what  the  exist- 
ing law  was,  and  what  different  views  might  be 
entertained  about  it. 

512.  Have  you  given  any  attention  to  the  rates 
for  the  conveyance  of  live  stock,  horned  cattle, 
sheep  and  pigs  by  railway  ? — I have  very  slightly. 
The  notice  which  I received  to  come  before  the 
Committee  was  so  short,  that  I was  obliged  to 
confine  my  attention  principally  to  goods. 

513.  In  the  recommendation  you  have  made 
are  there  any  circumstances  which  you  desire  to 
bring  before  the  notice  of  the  Committee  ? — No, 

I should  require  to  make  a special  investigation 
into  that  subject. 

514.  Then  with  regard  to  the  classification  of 
goods,  on  what  principle  do  you  conceive  that 
those  are  classified ; do  they  bear  any  reference 
to  the  heaviness  of  those  goods,  to  their  bulk  or 
to  the  difficulties  of  loading  and  unloading  them  ? 
— I really  have  not  been  able  to  see  any  principle 
in  the  classification.  I suppose  that  certain 
interests  were  represented,  and  that  those 
interests  attended  to  it,  with  a view  to  seeing 
that  the  articles  in  which  they  were  specially 
interested  should  be  subject  to  a maximum. 

515.  Does  that  charge  in  any  way  bear  a pro- 
portion to  the  value  of  the  goods? — Speaking  in 
a general  way  there  is  a certain  slight  proportion, 
the  higher  priced  goods  being  generally  carried 
at  the  higher  rates,  but  the  exceptions  are  so 
numerous  and  the  classification  is  so  hetero- 
geneous that  I should  not  like  to  commit  myself 
to  any  definite  statement. 

516.  Would  it  not  be  reasonable  that  it  should 
bear  a proportion  to  the  expense  of  loading  and 
unloading  ? — That  expense  is  either  included  at 
present  in  the  maximum  rates,  or  else  the  com- 
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pany  have  power  to  make  a special  charge  for 
loading  and  unloading;  the  loading  and  unload- 
ing is  generally  dealt  with  as  an  extra. 

517.  Ton  have  expressed  a very  general  pre- 
ference for  the  equal  rate  clause  in  the  South 
Eastern  Railway  Company’s  Act  of  1836? — I 
quoted  it  as  an  example. 

518.  Did  not  the  Railway  Clauses  Act  of  1845 
in  some  degree  depart  from  that,  when  it  autho- 
rised the  rate  to  be  varied  with  regard  to  a par- 
ticular portion  of  a line  ? — Yes,  the  Act  of  1845 
was  not  considered  to  be  quite  as  satisfactory, 
hence  the  Act  of  1854. 

519.  It  departed  in  a certain  degree  from  that 
principle  by  allowing  a separate  rate  to  be  levied 
upon  a portion  of  the  line  which  was  not  to  apply 
to  the  whole  line  ? — ^That  was  so. 

520.  Did  not  the  Railway  and  Canal  Traffic 
Act  of  1854,  introduce  a still  further  departure 
when  it,  by  implication,  allowed  a preference  or 
advantage,  so  long  as  it  was  not  undue  or  un- 
reasonable ? — It  is  a difference,  but  it  would  be 
difficult  to  say  what  w'as  the  exact  difference 
between  the  two  cases.  I look  upon  the  Act  of 
1854  as  attempting  to  state  in  general  language 
a principle,  rather  than  attempting  to  lay  down 
a rule. 

521.  You  have  stated  that  there  are  some 
cases  in  which  railway  companies  are,  by  their 
Acts,  exempted  from  loading  and  unloading ; how 
has  that  arisen ; is  it  a mere  matter  of  accident, 
or  is  there  any  kind  of  principle  which  enables 
you  to  distinguish  ? — It  depends  entirely  upon 
the  accident  of  each  case. 

522.  In  some  cases  the  Acts  have  it,  and  in 
some  cases  they  have  not  ? — That  is  all  that  can 
be  said. 

523.  With  regard  to  the  instances  which  you 
have  given  the  Committee  to-day  of  certain  rates 
where  a maximum  existed,  and  others  where 
there  was  no  maximum,  taking  the  case  of  Ash- 
ford to  Staplehurst,  and  comparing  that  with  the 
case  of  Hastings  to  Rye,  the  charges  being 
3 s.  4d.  and  3 s.  5d.  respectively,  do  those  repre- 
sent about  the  same  railway  distance,  the  same 
mileage? — Yes,  the  comiianies  charged  3s.  5 d. 
and  3 s.  4d.  for  the  same  distance,  from  zero  iqi 
to  about  20  miles. 

524.  I am  comparing  one  railway  upon  which 
there  is  a maximum  rate,  with  another  in  which 
there  is  no  maximum  rate,  and  where  the  charges 
are  the  same  ; but  in  one  case  they  are  ruled  by 
an  Act  granting  a maximum,  and  in  the  other 
case  there  is  no  maximum ; are  both  those 
charges  over  a similar  distance  of  railway  ; the 
first  case  was  from  Hastings  to  Roberts  Bridge, 
and  the  maximum  rate  was  9 d. ; what  distance 
would  that  be  ? — That  is  a distance  of  under  six 
miles. 

525.  Then  take  the  distance  from  Ashford  to 
Smeath  ? — That  is  also  under  six  miles. 

526.  In  that  case  the  charge  is  3 s.  5 d,? — 
That  is  so. 

527.  I want  to  ask  you  one  question  about 
your  proposition  as  to  the  future  arrangements ; 
you  recommend  that  each  railway  company 
should  prepare  a classification  to  be  based  upon 
their  private  Acts  ? — Yes. 

528.  How  would  a railway  company  be  able  to 
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prepare  a classification,  if  its  various  private  Acts 
introduce  diiferent  principles  ? — I should  con- 
template that  the  classification  would  ap2)ly  only 
to  the  portion  of  the  line  governed  by  each  j^ar- 
ticular  Act.  For  example,  from  Tunbridge  to 
Hastings  there  is,  at  the  2)resent  moment  a cer- 
tain maximum  rate ; I should  contemplate  the 
classification  which  would  apply  to  that  portion 
of  the  line  ; then  that  portion  of  the  line  from 
Hastings  to  A shford  has  a higher  rate  ; I should 
not  interfere  with  that,  but  the  same  classifica- 
tion would  probably  apply  to  that  portion  of  the 
line,  and  if  it  did  not,  then  a classification  suita- 
ble to  that  would  be  introduced. 

529.  Would  that  not  give  rise  to  a still  greater 
confusion,  that  you  would  have  upon  different 
portions  of  the  same  railway  system  different 
classifications  and  different  rates  in  accordance 
with  the  different  Acts  of  which  it  was  made  uj)  ? 
— You  have  that  at  jiresent,  aggravated  by  this 
difficulty,  that  with  regard  to  the  nou-enume- 
rated  articles,  you  do  not  know  in  which  class 
they  ought  to  be  placed. 

530.  But  I fail  to  see  that  your  recommenda- 
tions W'ould  completely  meet  the  case  if  the 
change  were  only  to  be  made,  not  for  the  whole 
of  a railway  system,  but  were  to  be  made  in  de- 
tached portions  according  to  the  different  Acts  ? 
— I think  you  would  find  that  as  regarded  the 
mere  classification  of  goods,  there  would  be  a 
very  slight,  or  no  difference  ; the  same  classifi- 
cation would  substantially  exist,  but  what  you 
would  have  a difference  in  would  be  the  })iice  for 
each  class  of  goods. 

531.  Do  you  recommend  that  some  equal 
scheme  of  rates  should  be  enforced  over  the  whole 
system  of  the  lines  of  any  one  railway  comjiany  ? 
— Ivo,  I do  not  think  you  could  do  that;  where 
you  have  different  maxima  upon  different  portions 
of  the  line;  you  must  take  that  into  consider- 
ation. 

532.  You  are  not  jn-epared  to  recommend  any  - 
thing like  a general  system  which  would  get  rid 
of  those  differences  which  have  arisen,  as  you 
say,  by  the  accident  of  a series  of  Acts  of  Parlia- 
ment ? — I confine  my  2)ro2)Osal  to  what  1 consider 
would  be  the  minimum  that  would  be  sufficient 
to  meet  the  evil,  or  partially  to  meet  the  evil 
without  interfering  with  vested  interests. 

Mr.  Nicholson. 

533.  'When  you  were  speaking  about  the  con- 
veyance of  furniture  upon  the  Chatham  and 
Dover  Railway,  I understood  you  1o  say  that 
there  was  a sej)arate  rate  for  difl'erent  works  ; 
what  Avas  the  difference  between  them  ? — I only 
take  the  language  used  by  the  (ilompany ; they 
say  the  trade  rate  at  OAvners’  risk,  and  then  they 
say,  “ the  Company’s  I'isk,”  whether  it  is  for  trade 
or  jirivate  individuals. 

634.  With  regard  to  competing  lines,  one  at 
a greater  distance  from  tOAvn  than  the  other ; say, 
Avherc  a toAvn  Avas  served  by  tAvo  lines,  one  mak- 
ing the  distance  120  miles  from  London,  and  the 
other  160,  under  a mileage  rate,  you  Avould  have 
the  carrying  of  the  Avhole  of  the  traffic  upon  the 
shorter  line? — What  I stated  was,  as  I considered 
the  existing  hiAV,  and  as  regards  the  reasonable- 
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ness  of  the  thing,  I do  not  see  any  harm  in 
sending  the  traffic  by  the  nearer  route. 

535.  There  may  be  local  contingencies  that 
Avould  ju’CA^ent  that ; for  instance,  a person  liaA'ing 
sidings  into  his  manufactory  connected  Avith  a 
more  distant  line  Avhile  he  has  no  such  accommo- 
dation from  the  nearer  line,  that  Avould  modify 
your  opinion  very  considerably,  I apprehend  ? — 
Probably  where  a manufacturer  had  a siding 
upon  the  more  distant  line  it  Avould  be  a question 
for  him,  Avhether  it  Avas  chea2)er  to  pay  for  the 
cartage  to  the  other  line  or  to  use  his  existing 
siding  upon  the  longer  line. 

Sir  Edward  JVatkin. 

536.  I think  you  told  the  Committee  that  in 
your  opinion  of  the  present  state  of  the  law,  as 
gOA'erned  by  various  decisions,  railway  companies 
have  no  power  to  charge  anything  in  the  nature 
of  a terminal  for  the  use  of  terminal  premises  ? — 
Except  where  it  is  specially  mentioned  in  their 
Act. 

537.  That  in  point  of  fact  they  are  bound  to 
pi’ovide  terminal  accommodation  for  the  traffic 
Avhich  they  have  to  convey,  but  unless  it  is 
specially  mentioned  in  the  Act,  they  have  no 
poAver  to  charge  anything  for  the  terminals  ? — I 
differ  from  that  statement  entirely;  not  only  have 
they  250Aver,  but  they  do  charge.  The  payment 
is  included  in  their  maximum  rates. 

538.  Koav  Avith  regard  to  the  common  carrier 
that  you  have  spoken  of;  of  course,  some  of  the 
Committee  are  old  enough  to  remember  the  days 
AA'hen  raihvay  companies  Avere  worked  by  com- 
mon carriers,  and  jjaid  tolls ; could  you  tell  us 
how  the  rates  Avere  made  up  Oa'  common  carriers ; 
for  instance,  Ave  Avill  take  Messrs.  Pickford,  Avho 
used  to  be  the  carriers  in  my  time  beAveen 
London  and  Birmingham  ; they  carried  for  the 
public,  they  collected  and  delivered,  and  I Avant 
to  knoAV  Avhat  the  charges  Avere  made  uj)  of,  for  I 
presume  the  carriage  of  a thing  is  like  the  value 
of  the  thing  itself;  it  has  its  OAvn  constituent 
elements  ? — I have  myself  no  acquaintance  Avith 
the  practice  of  carriers  before  the  time  of  rail- 
Avays. 

539.  But  I daresay  you  knoAV  that  the  original 
railways  (take  the  Liverpool,  Manchester,  and 
St.  Helen’s  Raihvay)  had  nothing  that  Ave  noAv 
call  railway  accommodation,  and  the  carriers 
Avho  paid  toils  to  the  raihvay  connianies  provided 
ju'emises  and  carts  and  horses,  and  did  the  ter- 
minal services  ; I want  to  get  from  you,  if  I can, 
as  regards  common  carriers  charging  so  much  a 
ton,  between  London  and  Birmingham,  upon  a 
particular  article,  Avhat  that  rate  consisted  of? — 

I think  I had  better  ansAver  the  question  by  a 
reference  to  the  case  of  Pegler  against  the  Mon- 
mouthshire RaihAay  ComjAany,  decided  in  1861. 
That  is  a decision  turning  ujion  a private  Act, 
the  NeAvport  and  Pontypool  Act  of  1845.  There 
Avere  in  that  Act  maximum  tolls,  and  I think  the 
decision  in  that  case  Avill  ansAver  the  question 
that  you  have  j)ut  to  me. 

540.  That  is  hardly  so ; I want  to  place,  if  I 
can,  in  the  minds  of  the  Committee  the  position 
of  a common  carrier  Avho  carried  his  traffic  on 
toll  over  the  railAvay  in  the  beginning  as  respects 
the  public,  as  compared  Avith  the  position  of  a 
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railway  company  now  carrying  for  the  public  ? — 
Of  that  I have  no  knowledge. 

541.  Let  me  ask  you  this  ; the  rate  to  the 
carrier  was  made  up  of  interest  on  his  capital, 
invested  in  termini  and  other  things,  the  cost  of 
working,  the  idsk  he  ran,  and  the  rates  and  other 
charges  that  he  paid  ; in  point  of  fact,  it  was  the 
whole  of  his  cost,  including  interest  on  his  capi- 
tal, plus  the  profit  ? — Yes,  no  doubt. 

Mr.  Monk. 

542.  Would  that  carrier  have  had  a monopoly? 
— Such  a carrier  had  no  monopoly. 

Sir  Edward  Wathin. 

543.  I want  you  to  tell  the  Cpmmittee,  as  I 
am  sure  you  will  most  frankly  and  ably,  why  the 
•rate  charged  by  the  carrier  being  made  up  of 
these  elements,  the  rate  charged  by  the  railway 
company,  as  a matter  of  truth  and  equity,  should 
differ  from  that  ; why  the  common  carrier,  who 
carried  on  toll,  should  be  permitted  as  he  did  to 
receive  in  his  rate  interest  upon  his  capital  in- 
vested in  termini,  and  why  the  railway  company 
should  not,  as  a matter  of  equity,  be  permitted 
to  do  the  same  ? — The  answer  is  simply  this ; 
that  as  regards  the  reasonableness  of  the  matter, 
it  is  a matter  of  opinion,  but  the  only  question 
is,  what  is  the  meaning  of  the  special  Act ; be- 
yond that  no  one  can  go.  If  your  Act  requires 
you  to  do  certain  things  at  a certain  price,  it  is 
wholly  immaterial,  whether  it  is  reasonable  or 
not. 

544.  I suppose  I must  be  satisfied  with  that 
answer  ; but  now,  what  are  the  terminal  services 
that  you  yourself  would  admit  to  be  proper  sub- 
jects for  charge  ? — Those  that  are  specially  men- 
tioned in  private  Acts. 

545.  With  regard  to  cartage,  is  it  part  of  your 
contention  that  a railway  company  is  bound  to 
provide  borses  and  carts  to  do  work  outside  their 
railway  ? — I do  not  think  they  are. 

546.  Is  it  not  the  interest  of  the  public  (which 
we  have  to  consider  in  ihis  Committee)  to  en- 
courage, rather  than  discourage,  them  in  pro- 
viding as  many  facilities  outside  the  railway  as 
possible  ? — I think  the  interest  of  the  public  is 
that  the  cai'tage  should  be  done  at  the  cheapest 
rate,  whether  that  is  done  by  the  railway  com- 
pany, or  by  private  carriers  in  competition  with 
them. 

547.  Of  course  the  public  are  always  interested 
in  having  the  cheapest ; now  why  have  you  taken 
5 s.  as  the  London  cartage  rate,  when  you  must 
be  aware  that  the  terminal,  as  between  company 
and  company,  is  8s.  6r/, ? — It  is  8s.  &d.  where 
there  is  cartage,  but  it  is  Is.  6 <7.  where  there  is 
no  cartage  ; that  is  7s.  for  the  cartage.  All 
I know  about  the  mode  of  arriving  at  that  result 
is  this : the  London,  Chatham,  and  Dover  Com- 
pany charge  20  s.  if  the  goods  are  carted,  and 
15s.  if  they  are  not  carted,  so  they  charge  5 a. 
for  carting.  I was  told  by  a farmer  that  he  was 
not  satisfied  with  the  charge  for  carting,  and  he 
did  get  a man  to  do  it  for  him  for  3 s.  3 rf. 

548.  That  would  depend  upon  the  area  in 
which  he  carted ; but  clearly,  if  the  charge  in 
London  for  cartage  is  8 s.  6 d.,  whereas  you  have 
taken  5 s.,  there  is  3 s.  Qd.  that  you  have  to 
account  for? — No,  not  3s.  6 <7.,  2s. 
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549.  Is  that  7 s.  determined  between  the  com- 
pany and  the  public,  or  between  the  companies 
themselves? — Between  the  companies  them- 
selves ; it  has  nothing  to  do  with  the  public. 

Sir  Edward  Wathin. 

550.  You  have  been  good  enough  to  admit 
that  the  railway  companies  are  not  compelled  to 
do  these  cartage  services,  and  if  they  are  not 
compelled  to  do  those  cartage  services,  they  may 
charge  what  they  think  right  ? — What  a com- 
pany may  be  allowed  to  charge  is  a question 
which  would,  perhaps,  be  decided,  in  case  of  dis- 
putes, by  the  Railway  Commissioners. 

551.  Would  it  be  decided  by  the  Railway 
Commissioners  upon  a matter  which  the  com- 
panies are  not  bound  to  perform  ? — I consider 
that  if  the  railway  companies  do  perform  it  the 
Commissioners  would  be  able  to  decide  the 
mattei’,  it  being  a terminal  service. 

552.  I want  to  know  whether,  in  your  view, 
railway  comj^anies  are  bound  to  act  as  public 
carriers? — I think  railway  companies  are  bound 
to  afford  all  reasonable  facilities  for  the  convey- 
ance of  traffic  ; there  is  no  absolute  and  universal 
obligation  ; it  is  a question  of  circumstances,  but 
Avhat  those  circumstances  are  is  to  be  determined 
by  the  Railway  Commissioners.  If  they  think  it 
reasonable  that  a railway  company  should  carry 
a particular  class  of  traffic,  then  they  are  bound 
to  do  so. 

553.  By  any  means? — The  Act  expressly  says 
“reasonable  facilities  within  their  powers.”  The 
Railway  Commissioners  have  no  authority  to 
order  a railway  company  to  do  anything  which  is 
not  within  its  powers. 

554.  I noticed  that  you  quoted  throughout 
rather  exceptional  places  at  short  distances  ; why 
have  you  not  given  us  some  of  the  through  rates 
between  Scotland  and  London,  as  matter  of  com- 
parison ?—  As  regai’ds  through  rates  between 
Scotland  and  London,  my  reason  for  not  giving 
them  is,  that  I do  not  possess  them. 

555.  You  have  repudiated  the  idea  of  being  an 
advocate  for  equal  mileage  rates,  but  still  you 
said  that  you  considered  the  decision  in  the 
Denaby  Main  case  was  a very  proper  one;  is  not 
that  a decision  for  equal  mileage  rates  ? — No  ; 
not  in  the  sense  in  which  the  term  is  generally 
used,  but  it  is,  in  the  sense  of  equality  that  I 
mean.  The  decision  in  the  Denaby  case  is  upon 
this  point  that  within  any  area  where  the  cost  of 
conveyance  is  not  materially  different,  the  rail- 
way company  may  charge  the  same  sum  without 
inequality,  but  where  the  cost  of  conveyance 
is  materially  and  substantially  different,  then 
equality  is  not  right. 

556.  Which  really  means,  practically,  a differ- 
ence in  favour  of  the  man  who  is  nearest  to  the 
market,  whether  it  is  big  or  little  ; that  the  man 
nearest  the  market  must  have  a cheaper  rate  than 
the  man  who  is  further  from  the  market  ? — It  is 
all  governed  as  I have  said,  by  the  principle  of 
the  cost  of  conveyance. 

557.  I will  give  you  an  illustration  of  that 
which  I dare  say,  you  will  think  afhir  one.  The 
nearest  coal  field  to  London  is,  I think,  at  Bed- 
worth  near  Coventry,  which  is  100  miles,  the 
furthest  coal  field  which  supplies  us  is  280  miles 
distant;  now  does  not  it  strike  you  that  if  you 

E made 


34 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


22  3/ff7-cA  1881.]  Professor  Hunter.  \_Conti7iiied. 
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made  a rate,  anything  approaching  to  an  equal 
mileage  rate  to  those  coal  fields,  the  consumer  in 
London  would  have  to  pay  a very  mucli  larger 
price  than  he  does,  not  having  the  benefit  of  the 
long  distance  competition  ?— The  ground  I took 
up  was  not  an  equal  mileage  rate  absolutely, 
but  a mileage  rate  in  proportion  of  the  cost  of 
conveyance.  Of  course  the  proportional  cost  of 
conveyance  for  200  miles  would  be  very  much 
less  than  for  100.  I do  not  give  it  as  my  opinion, 
but  that  is  the  existing  law  at  the  present 
moment. 

558.  I want  to  see  if  you  will  agree  with  me, 
that  if  the  rate  is  to  be  made  a question  of  rela- 
tive distance  to  the  market,  the  area  of  competi- 
tion, which  the  consumer  can  avail  himself  of, 
must  not  be  greatly  narrowed,  and  the  prices  be 
considerably  increased  ? — -That  I should  very 
much  doubt ; a railway  company  is  carrying  for 
the  longer  distance,  let  us  suppose,  at  a re- 
munerative rate ; if  they  are  carrying  at  a 
remunerative  rate,  they  can  continue  to  do  so, 
but  if  they  are  not  carrying  at  a remunerative 
rate  then  it  comes  to  tliis,  that  the  shareholders 
are  going  to  give  a bonus  to  the  distant  collieries 
in  order  that  the  price  of  coals  may  be  cheaper 
to  the  consumer  in  London. 

559.  Is  there  anj’ thing,  as  a matter  of  busi- 
ness, which  is  not  the  ordinary  practice  in  that  ? 
— There  is  no  doubt  that  that  is  quite  right,  as  a 
matter  of  commercial  business,  so  long  as  they 
sell  at  a profit,  how'ever  small ; the  profit  a busi- 
ness man  gets  is  governed  by  the  competition  of 
the  mai’ket ; but  in  the  case  of  railway  companies 
it  is  not  so. 

560.  You  have  used  the  term  railway  monopo- 
lies sometimes ; I would  ask  you  whether  there  is 
any  town  in  England  having  more  than  one  rail- 
way, or  any  town  upon  the  coast  where  there  is 
sea  competition,  whether  that  competition  does 
not  affect  the  railway  rate  ? — The  water  com- 
petition does,  undoubtedly,  affect  the  railway 
rate  ; but  I may  here  quote  an  old  saying  ol 
George  Stephenson’s,  that  “ where  combination 
was  pos>ible  competition  was  impossible.” 

561.  Do  not  the  ironmasters  and  coalmasters 
meet  and  endeavour  to  co-operate,  and  act  in 
common,  instead  of  competing  ? — But  the  differ- 
ence is  that  these  railways  are  all  railwa3"s  going 
from  London  to  towns  in  the  North,  whereas  in 
the  case  of  coalmastei’s  and  ironmasters  com- 
bining, it  is  the  coal  and  iron  masters  of  that  par- 
ticular district;  you  have  not  the  coalmasters  of 
all  England  meeting  and  fixing  prices. 

562.  As  your  opinion  would  be  that  there  is  no 
such  thing  as  competition  for  rates,  I will  take 
the  carriage  of  dead  meat  from  Scotland,  and  1 
find  that  there  is  a rate  of  75  s.,  which  is  at  the 
rate  of  1 J d.  a ton,  for  meat  from  Aberdeenshire, 
516  miles,  I think  it  is,  by  quick  train  to  the 
London  market  ? — That  is  governed  by  the  com- 
petition of  the  Aberdeen  steamers  to  Loudon. 

563.  Still  there  is  such  a rate;  under  those 
circumstances,  how  would  you  treat  the  case  of  a 
Leicestershire  grazier,  for  instance,  who  is  send- 
ing his  meat  uji  to  London ; would  you  charge 
him  a rate  per  mile  the  same  as  that  charged  to  the 
Scotch  meat  ? — 1 would  charge  him  a rate  accord- 
ing to  the  cost  of  conveyance  to  the  company. 

564.  II  the  Aberdeenshire  meat  is  brought 
516  miles,  and  in  the  Leicestershire  case  you 
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have  to  bring  it  100  miles,  will  you  show  me  how 
you  would  fix  it,  assuming  the  Aberdeen  rate  is 
75  s.  ? — I have  not  that  acquaintance  with  the 
management  of  railways  which  Avould  enable  me 
to  express  any  opinion  worth  stating  upon  the 
point,  but  I may  explain  how  I conceive  the 
principle  would  apply;  the  cost  of  carriage  for 
100  miles  is  a given  amount. 

565.  What  do  you  mean  by  the  cost  of  car- 
riage ; do  you  include  in  the  cost  of  carriage 
interest  upon  the  fixed  capital  in  the  line  over 
which  the  traffic  passes? — Certainly;  I use  the 
woi'd  “ cost  ” in  the  lai-gest  sense,  to  include 
everything. 

566.  You  include  interest  on  capital  as  well  as 
outlay  day-by-day  ? — Yes  ; of  course  if  you  cai-ry 
the  same  goods  1,000  miles  it  is  quire  within 
everybody’s  knowledge  that  the  cost  to  the  rail- 
way of  carrying  them  would  not  be  10  times  the 
cost  of  carrying  them  100  miles;  what  would  be 
the  exact  figure  of  course  I do  not  know. 

567.  Practically  it  would  come  to  this,  that 
the  larger  portion  of  the  benefit  of  vicinity  to 
the  market,  according  to  your  views,  would  be 
given  to  the  Leicestershire  grazier  against  the 
Scotch  grazier  ? — What  I propose  is  that  both 
the  Leicestershire  grazier  and  the  Scotch  grazier 
should  pay  in  proportion  to  the  services  w'hich 
the  railway  company  render  to  them,  and  if 
the  Leicestershire  grazier  has  the  advantage  of 
being  nearer  to  the  market  in  London  I do 
not  see  why  he  should  be  dejirived  of  it. 

568.  I have  brought  you  back  to  this  point, 
that  you  are  in  favour  of  the  man  who  is  nearest 
to  the  market  having  a permanently  lower  rate 
than  the  man  who  is  furtherest  ? — Of  course  ; 
that  is  the  principle  of  the  law. 

569.  Does  not  it  strike  you  that  if  that  principle 
were  rigidly  applied,  the  consumer  in  London 
would  be  in  a very  awkward  position? — I am  quite 
satisfied  that  the  principle  being  a sound  one,  the 
application  of  it  would  be  very  beneficial  to  the 
consumer  in  London  and  elsewhere. 

570.  If  the  operation  of  it  were  to  raise  the  15  s. 
for  Aberdeenshire  meat  to  150s.,  would  that  be  for 
the  benefit  of  the  consnmers? — The  only  difference 
then  would  be  that  the  meat  would  be  sent  by 
steamer,  and  at  as  cheap  a rate  as  at  present. 

571.  You  have  given  a good  many  of  many 
instances  of  rates  upon  the  South  Western 
Hallway ; I think  you  very  fairly  admitted, 
on  the  last  occasion,  that  if  your  interpre- 
tation of  the  meaning  of  the  bouth  Western 
Railway  Acts  were  incorrect  it  would  affect  the 
calculation  ? — I do  not  think  I quite  admitted 
that.  I did  not  admit  that  there  was  any  possible 
doubt  upon  the  subject.  Reading  the  sections  it 
will  be  perfectly  clear  that  there  could  be  no  doubt 
about  it.  The  class  which  is  carried  at  3 d.  per 
ton  per  mile  upon  the  South  Western  Railway 
is  “ all  cotton  and  other  wools,  hides,”  and  so  on, 

and  all  other  wares,  merchandise,  articles,  mat- 
ters, or  things,  except  as  before  or  hereinbefore 
mentioned;”  and  inasmuch  as  hops  are  not  men- 
tioned either  before  or  after,  it  must  be  under  that 
clause ; and  I may  mention  that  the  counsel 
before  the  Railway  Commissioners  admitted  that 
ale  was  to  be  carried  at  the  3 c?.  rate.  Now  ale 
is  hardly  consumable  and  perishable,  and  if  ale, 
(i  fortiori  ho[)s,  which  are  not  either  consumable  or 
perishable,  would  be  carried  at  not  more  than  3 d. 

572.  If 
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572.  If  you  are  wrong,  that  would  affect  your 
calculations  ?— It  would  not  affect  the  overcharge. 
There  would  still  remain  a large  overcharge. 
The  overcharge  is  so  great,  that  if  I 'were  to 
allow  them  5 d.  there  would  still  be  an  over- 
charge. 

573.  Upon  the  question  of  the  relative  cost  of 
cai’riage,  I think  you  said  that  in  fixing  the  rate 
you  had  taken  into  account  the  relative  cost  of 
conveyance  and  a number  of  other  elements  ; 
would  you  take  into  account  the  relative  cost 
of  the  railways  and  stations  that  we  used  ? — 
That  is  taken  into  account  in  the  Act.  You 
stopped  me  when  I was  about  to  read  the  case  of 
Pegler  and  the  Monmouthshire  Hallway  Com- 
pany. I could  not,  by  any  explanation  I could 
give,  make  it  so  clear  as  that  case  does.  In  that 
case,  for  the  conveyance  of  flour  the  Monmouth- 
shire Railway  demanded  terminals  amounting  to 
12  s.  6(7.,  and  that  was  said  to  be  for  receiving  the 
flour,  weighing,  invoicing,  loading,  and  for  the 
use  of  stations,  yards,  sheds,  platforms,  and  the 
gaslight  and  all  the  other  conveniences  neces- 
sarily connected  with  the  stations,  and  the  risk 
incidental  to  loading  and  unloading ; that  was  an 
Act  which  gave  them  no  terminals,  but  was  an 
Act  where  the  tolls  were  limited,  and  not  a maxi- 
mum rate.  Chief  Baron  Pollock  said,  “ The 
flour  was  brought  to  the  station  by  the  plaintiffs’ 
agents,  and  was  received  by  the  defendants’ 
servants  there,  who  assisted  in  unloading  the 
same,  and  they  wheeled  it  along  the  platforms 
and  loaded  it  into  the  defendants’  trucks.  For 
these  services  the  company  have  no  right  to 
charge  anything  more  than  the  tolls  authorised 
by  their  Acts.  They  might  just  as  well  chai’ge 
for  making  the  railw  ay  or  any  other  cost.” 

574.  And  you  adopt  that?  — Pegler’s  case  has 
never  been  questioned. 

575.  Assuming  this  to  be  the  fact  that  the 
London  and  North  Western  Company  in  the 
town  of  Liverpool  alone  have  laid  out  15,000,000 
of  money  upon  station  accommodation,  do  you 
think  it  is  reasonable  that  they  should  have  no 
power  whatever  to  charge  anything  for  the  use 
of  that  enormous  accommodation  ? — I should 
think  it  is  not  only  reasonable  that  they  should, 
but  as  a matter  of  fact  they  do  charge  for  it,  and 
that  that  was  taken  into  account  by  the  Com- 
mittees when  they  sanctioned  the  maximum  rates. 

576.  Speaking  of  the  question  of  the  compa- 
rative cost  of  construction,  you  are  aware  I dare- 
say that  upon  the  South  Eastern  line,  which  you 
have  alluded  to,  they  have  some  special  power  of 
charge  given  by  Parliament  on  account  of  the 
enormous  cost  of  construction  ? — I do  not  under- 
stand to  which  portion  of  the  line  you  refer. 

577.  I will  take  as  an  example  the  line 
between  Charing  Cross  and  London  Bridge, 
which  has  cost  4,000,000  of  money? — Yes,  that 
is  provided  for  in  their  Act.  They  have  a high 
rate  of  chai’ge,  not  regarding  distance,  but  10  <7. 
for  the  first  two  classes  of  goods  and  Is.  3 <7.  for 
the  others. 

578.  Parliament  has  recognised  the  principle 
that  where  there  is  an  excessive  cost  there  should 
be  an  additional  power  of  charge  ? — That  is  the 
same  thing  as  I have  said  before.  The  cost  of 
the  construction  of  the  line  is  the  capital  expen- 
diture upon  which  the  railway  company  must 
pay  interest,  and  that  is  an  element  in  the  cost  of 
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conveyance  ; therefore  it  is  a much  more  costly 
thing  in  my  sense  to  carry  goods  over  a metro- 
politan line  than  over  a line  in  the  country  which 
has  been  very  cheap  in  construction. 

579.  Now,  with  reference  to  agricultural  pro- 
duce, you  spoke  about  eggs  ; are  you  aware  how 
many  eggs  there  are  in  a ton? — I do  not  know 
anything  about  that. 

580.  Have  you  ever  considered  really  the 
principle  of  charging  for  eugs  and  feathers,  and 
things  of  tliHt  kind,  not  upon  the  ship  measnre- 
ment  principle,  according  to  space,  but  according 
to  Aveight  ? — I think  the  suggestion  you  have 
made  is  a very  reasonable  one  to  bring  before  a 
Committee  of  the  House  of  Commons,  but  as  a 
matter  of  fact  railway  companies  have  uniformly 
included  feathers  (mentioning  them  frequently 
by  name)  as  to  be  carried  at  so  much  a ton. 

581.  I think  you  press  very  strongly  some 
suggestions  upon  the  Committee ; first,  Avith 
regard  to  classification,  as  to  Avhich  you  said 
you  AAmuld  leave  it  to  the  Raihvay  Commissioners 
to  approve,  and,  it  they  approve,  of  course  they 
practically  fix  the  classification  of  goods  carried 
on  railways? — That  is  to  say,  they  fix  the 
maxima. 

582.  I am  not  upon  the  rates,  but  upon  the 
classification  at  present;  I admit  Avith  you  that 
it  is  a Amry  old-fashioned  classification,  and  per- 
haps I may  tell  the  Committee  that  that  classifi- 
cation came  mainly  from  the  old  canal  and  in- 
land navigation  ; if  Avas  adopted  in  some  cases, 
almost  simpliciter  from  these  former  Acts.  Noav 
there  being,  as  you  may  say,  an  old-fashioned 
classification,  you  Avould  put  in  the  hands  of  the 
Raihvay  Commissioners  the  poAver  to  entirely 
revise  that  classification  ; is  that  so  ? — No  ; I do 
not  propose  that  the  RallAA^ay  Commissioners 
should  have  any  poAver  to  alter  anything  in  the 
existing  classification  in  the  private  Acts ; but 
what  I suggested  was,  that  inasmuch  as  there  are 
a great  many  articles  Avhich  are  not  enumerated, 
and  that  the  laAV  which  applies  to  those  articles 
is,  that  they  must  be  carried  for  a reasonable 
sum,  it  would  be  a simpler  course  that,  with 
regard  to  articles  not  enumerated,  the  Railway 
Commissioners  should  have  granted  them  ex- 
plicitly Avhat  I am  inclined  to  think  they  have  at 
present  implicitly,  namely,  the  power  to  say  Avhat 
is  the  proper  sum  to  charge  for  the  carriage  of 
those  goods ; in  other  words,  in  what  class  they 
ought  to  go. 

583.  Does  not  that  really  mean  a I’evolution 
in  the  classification,  because  the  non-enumerated 
are  far  in  excess  in  number  of  the  enumerated  ? 
— I do  not  think  it  involves  a revolution  at  all, 
because  the  Railway  Commissioners  would  prac- 
tically carry  out  what  the  companies  have  done ; 
for  example,  turnips  are  not  mentioned  in  the 
Railway  Acts,  but  I think,  almost  invariably, 
turnips  are  carried  in  the  special  class.  As  a 
matter  of  fact,  the  railway  companies  have  already 
done  it. 

584.  As  a matter  of  fact,  railway  companies 
have  endeavoured  to  meet  the  trade  of  the 
country  ? — Upon  that  I express  no  opinion. 

585.  Now,  to  go  back  to  turnips,  supposing 
your  principle  were  accepted  of  fixing  the  rates, 
giving  to  the  man  nearest  to  the  market  the  ad- 
vantage of  his  position  ; would  not  the  area  fi’om 
Avhich  a cheap  article  like  turnips  would  be  car- 
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ried  be  very  much  restricted  ? — There  are  two 
classes  of  turnips  ; tuniips  as  food  for  cattle, 
and  turnips  for  the  vegetable  market ; the  area 
as  regards  food  for  cattle  would  probably  be 
comparatively  small,  because,  as  I understand, 
turnips  are  not  a very  valuable  article,  and  would 
not  bear  a long  carriage.  As  regards  vegetables 
for  the  market,  I have  no  doubt  they  would  be 
carried  as  far  as  was  necessary  for  the  market ; 
the  companies  do  carry  them  at  the  present 
moment. 

586.  The  companies,  no  doubt,  do  carry  them, 
and  do  carry  them  to  some  extent  irrespective 
of  distance,  for  the  reason  that,  if  they  did  not 
carry  them  for  a long  distance,  they  would  not 
go  at  all,  they  do  not  do  it  for  any  benevolent 
purpose  ; but  if  you  are  right,  that  the  producer 
who  is  nearer  to  the  market  must  have  the  ad- 
vantage of  his  ju’oximity  to  the  mai’ket,  does  not 
it  practically  throw  out  the  long  distance  pro- 
ducer from  the  market,  or  tend  to  do  so  ? — It  is 
purelv  a question  of  degree  ; a man  in  Australia 
cannot  compete  by  sending  turnips  into  the 
English  markets,  because  they  will  not  bear  the 
conveyance  for  the  enormous  distance,  but  he 
can  send  meat.  And  in  the  same  way  the  dis- 
tance that  each  jiarticular  article  will  bear  to  be 
carried  is  entirely  a question  of  fact  I'or  each 
case. 

587.  And  a question  which  must  be  dealt 
with  according  to  the  merits  of  each  case  ? — Un- 
doubtedly. 

588.  Uo  not  you  think  that  it  is  very  unde- 
sirable to  give  to  a public  body  the  fixing  of  the 
classification,  and  therefore  of  the  rates  upon 
commodities,  and  taking  away  from  the  producer 
and  consumer  the  power  to  make  their  own  bar- 
gains?— I stated  that  I did  not  propose  to  give 
the  Commission  any  power  to  fix  the  rates ; 
what  1 said  was,  that  1 would  give  them  power 
to  fix  within  which  class,  having  regard  to  the 
existing  Acts,  an  unclassified  article  would  go, 
and  the  result  of  that  would  be  that  the  unclassi- 
fied article  would  be  required  to  be  carried  for 
not  exceeding  a certain  sum  per  ton,  it  being  in 
the  power  of  the  comjiany  to  charge  as  much  less 
as  they  find  satisfactory  to  themselves, 

589.  But  practically  the  form  of  the  classifi- 
cation for  making  non-enumerated  into  enume- 
rated articles  would  have  a tendency  to  reduce 
the  rates  for  those  articles,  would  it  not  ? — That 
is  a matter  upon  which  I could  not  answer. 

590.  On  the  contrary  if  it  had  the  effect  not 
of  reducing  but  of  increasing  the  rates,  what 
would  be  the  good  of  it  ? — The  object  I had  in 
vicAV  Avas,  to  let  the  public  have  the  means  of 
knoAving  Avhat  the  rate  is ; at  the  present  time 
you  are  entirely  at  sea  in  knoAvingAvhatsum  you 
have  to  pay. 

591.  Do  not  understand  me  as  disagreeing 
Avith  you  there  ; I think  it  would  be  desirable  to 
have  a reform  of  the  classification,  but  taking 
manure,  do  you  include  in  the  Avord  “ manure  ” 
such  things  as  guano  and  phosjihates,  side  by 
side  Avith  common  stable  dung  ? — Almost  all 
Acts  of  Parliament  contained  the  expression  “all 
sorts  of  manure,”  and  having  made  that  contract, 
as  long  as  that  contract  exists,  they  must  carry 
everything  of  the  nature  of  manure  at  the  max- 
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imum  rate  and  not  exceeding  that,  and  that  was 
decided  in  the  Aberdeen  case. 

592.  Am  I wrong  in  saying  that  Avhen  at  all 
events  the  South  Eastern  Company’s  Acts  were 
passed,  such  manure  as  guano,  and  several  kinds 
of  chemical  manure  were  not  known  ? — Guano 
Avas  knoAvn  long  ago. 

593.  It  was  not  used  in  1837,  Avas  it? — It  has 
been  used  in  Aberdeenshire  since  1840  ; it  was 
carried  on  the  canals  before  the  railways  Avere 
ever  heard  of  in  that  part  of  the  Avorld. 

594.  At  all  events,  am  I generally  right  in 
saying  that  the  advance  in  science  has  brought 
into  use  as  manure,  substances  which  AA'ere  not 
in  use  in  the  earlier  days  of  railways  as  ma- 
nure ? — That  is  very  possible. 

595.  Then  you  think  that  the  public  should 
know  what  the  rates  are,  and  Avhat  the  classifica- 
tion is  ; noAv  upon  the  question  of  rates  as  aflect- 
ing  the  classification,  arc  you  aAvare  generally  of 
the  number  of  separate  and  distinct  rates  that 
there  are  in  this  country  ? — I believe  they  are  to 
be  reckoned  by  millions. 

596.  Are  you  aAvare  that  upon  the  Great  Nor- 
thern EailAvay  there  ai’e  10  millions  of  rates  ? — 
I am  not  aAvare  of  the  exact  figures. 

597.  Then  you  go  on  to  say,  as  I understand 
you,  that  these  rates  should  be  printed,  and  that 
the  public  should  be  able  to  buy  the  list ; how 
Avould  you  be  able  to  expect  to  accomplish  that  ; 
you  said  the  list  should  be  printed  and  sold  ? — 
That  is  a matter  for  the  managers  of  railway's  to 
determine  ; I do  not  myself  think  it  necessary 
that  there  should  be  millions  of  rates. 

598.  That  is  a point  I Avill  not  enter  into  Avith 
you  ? — I think  it  is  an  evil  that  there  are  millions 
of  rates;  I think  it  Avould  be  v'ery  much  better  if 
they  Avei’e  to  be  grouped  by  themselves  into 
classes. 

599.  Am  I to  understand  that  you  Avould  fine 
railway  companies  if  they  did  not  permit  these 
rates? — No,  I did  not  rel’er  to  the  question  of 
hoAV  it  should  be  eni'orced;  I did  not  suggest 
that. 

600.  Did  I rightly  gather  that  you  Avould  have 
a barrister  attached  to  the  Board  of  Trade  to  de- 
cide upon  what  Avere  reasonable  terms? — No;  I 
should  not  give  that  function  to  any  barrister 
attached  to  the  Board  of  Trade  ; that  is  a ques- 
tion entirely  for  the  courts  ot  laAv. 

601.  Then  Avhat  Avould  this  barrister  at  the 
Board  of  Trade  do?  — He  Avould  attend  to  all 
complaints  that  Avere  made  by  any  members 
of  the  public  in  respect  to  infringements  of  the 
IlailAvaA'  and  Canal  Traffic  Act,  and  if  there  Avas 
a primd  facie  ground  for  complaint,  he  Avould 
send  notice  to  the  railway  company  of  the  nature 
of  the  complaint,  and  ask  them  Avhether  they 
had  any  observations  to  make  upon  it,  and  if  he 
Avere  satisfied  from  their  ansAver  that  there  Avas 
no  violation  of  the  laAV,  then  he  Avould  do  nothing 
further ; but  if  he  Avere  satisfied  that  there  Avas  a 
violation  of  the  Iuaa',  he  Avould  probably  represent 
that  again  to  the  raihvay  company,  and  if  they 
refused  to  accept  his  vieAv,  he  Avould  haA'e  to  put 
the  case  before  the  Attorney  General,  and  if  the 
Attorney  General  Avas  satisfied  that  there  Avas  a 
violation  of  the  laAv,  then  at  the  instigation  of  the 
Board  of  Trade  he  Avould  sue. 


602.  He 
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602.  He  would  have  power  to  prosecute  ? — I 
did  not  use  the  word  “ prosecute,”  because  that 
does  not  apply  to  civil  proceedings. 

603.  Then,  as  I understand  you  further,  you 
would  give  to  the  Board  of  Trade,  or  the  Rail- 
way Commissioners,  a control  over  fixing  the 
through  rates  ? — What  I suggested  was  that  the 
initiative  in  asking  for  a through  rate,  which  is 
at  present  confined  to  the  companies,  and  is  not 
given  to  the  public,  might  be  entrusted  to  the 
Board  of  Trade. 

601.  Do  not  you  think  the  Board  of  Trade 
would  find  themselves  in  this  position,  that  the 
various  competing  districts  would  be  always 
besiegino;  the  Board  of  Trade  to  make  them 
favourable  rates  to  one  place  and  another  ? — The 
only  reason  why  I suggest  the  Board  of  Trade  is 
this,  that  if  the  puldic  have  the  right  to  demand 
a through  rate,  and  to  bring  their  actions  against 
the  railway  companies  about  through  rates,  the 
railway  companies  might  be  put  to  unreasonable 
trouble  and  ditficulty ; but  I do  not  think  the 
Board  of  Trade  would  interfere  to  ask  a through 
rate,  unless  they  were  satisfied  that  the  public 
necessities  required  it. 

605.  I daresay  the  Board  of  Trade  might  act 

very  judiciously,  but  I want  to  know  what  it  is 

YOU  want  the  Board  of  Trade  to  do  : as  I under- 
•<  ' 

stand,  you  would  jdace  in  the  hands  of  the  Board 
of  Ti-ade  the  fixing  of  all  the  through  rates  in 
England,  Ireland,  aud  Scotland? — Not  so;  there 
is  no  doubt  great  difficulty  in  the  subject,  but 
the  decision  of  that  would  depend  not  upon  the 
Board  of  Trade,  but  upon  the  Railway  Commis- 
sioners. 

606.  Take,  for  instance,  the  case  which  I used 
as  an  illustration,  of  a grazier  in  Aberdeenshire 
and  a grazier  in  Leicestershire,  supposing  the 
Leicestershire  grazier  said,  “ 1 am  charged  more 
per  mile  than  the  grazier  in  Aberdeenshire  for 
my  rate,”  then,  as  I understand  you,  the  Leices- 
tershire grazier  might  go  to  the  Board  of  Trade, 
or  the  Railway  Commissioners,  and  say  he  Avas 
not  getting  what  you  would  give  him,  viz.,  the 
benefit  of  his  proximity  to  the  market ; that 
would  be  one  of  the  things  you  Avould  propose 
they  should  do,  w^ould  it  not?  — I should  not 
dejjrive  any  person  of  the  right  he  has  at  present 
to  go  before  the  Railway  Commissioners,  but  I 
should  supersede  that,  as  it  practically  would  be 
superseded,  by  suggesting  that  the  Board  of 
Trade  should  exercise  the  authority  that  they 
have  at  present. 

607.  Whether  they  have  it  or  have  not,  it 
comes  to  this,  does  it  not,  that  the  authority  to 
fix  the  price  for  the  article  Avhicli  has  to  come 
from  the  point  of  production  to  the  point  of 
consumption  Avould,  according  to  that,  be  vested 
in  a public  authority? — In  a judicial  tribunal. 

608.  Then  in  point  of  fact  the  separate  action 
of  the  railway  company  as  a carrier,  between  the 
producer  at  the  one  end  and  the  consumer  at  the 
other  end,  Avould  be  interfered  with  ? — The  pro- 
ducer has  extremely  little  liberty  of  action  ; he 
must  send  by  tlie  railway  company  if  he  Avould 
send  at  all,  and  he  must  pay  Avhat  they  ask,  or 
his  goods  Avill  not  be  carried. 

609.  You  are  leaving  out  of  view  the  question 
of  competition,  which  would  more  or  less  protect 
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him  ? — If  there  Is  water  competition,  he  could 
send  by  that  of  course. 

610.  Why  should  you  not  upon  the  same 
mode  of  reasoning,  propose  that  some  Govern- 
ment Department  should  fix  the  price  of  the  con- 
sumable article  itself? — Because  there  is  no  mo- 
nopoly in  the  production  of  the  consumable 
article  ; the  price  of  an  article  in  the  open 
market,  as  all  political  economists  tell  us,  is  ulti- 
mately determined  by  the  cost  of  production ; 
that  price  is  reached  by  the  higgling  of  the 
market  where  there  is  open  competition  ; and 
what  Parliament  must  endeavour  to  do  where 
it  has  created  a monopoly,  is  to  attain  by  its 
action  the  result  Avhich  is  otherwise  obtained 
where  there  is  no  monopoly  by  the  higgling  of 
the  market. 

611.  You  gave  a very  fair  answer  as  to  not 
interfering  Avith  the  toll  tables  in  the  various 
prtivate  Acts  of  the  companies  ; you  .said  it  would 
be  unjust  aud  unfair  to  interfere  Avith  this  power 
of  charge  which  Parliament  had  given  to  the 
raihvay  companies,  and  upon  the  faith  of  Avhich 
they  had  laid  out  their  capital ; Avould  not  Avhat 
you  are  recommending  be  an  infringement  of 
your  own  proposal  ? — My  ansAver  to  that  Avould 
be,  tliat  at  pi’esent  any  raihvay  company  has  a 
right,  as  against  other  companies,  to  propose  a 
through  rate,  and  what  I propose  is  that  the 
power  now  given  to  one  company  as  against 
another  should  be  given  to  a public  authority. 
The  2)OAver  noAv  existing  is  the  power  given  me 
to  foi’ce  you  to  carry  at  a given  rate. 

612.  If  I please  ? — Yes  ; if  there  is  a through 
rate,  it  is  for  the  RalhA^ay  Commissioners  to  appor-* 
tion  it,  or  to  say  Avhetlier  the  granting  of  a 
through  rate  is  a due  and  reasonable  facility  in 
the  interest  of  the  public. 

613.  As  far  as  you  knovAg  all  the  long-distance 
rates  are  under  the  maximum  power  of  the  com- 
panies to  charge,  are  they  not  ? — For  a distance 
of  500  miles,  I should  say,  no  doubt  it  AA^as  so. 

614.  But  Avould  not  this  be  the  effect  if  you 
give  this  poAA^er  to  a public  department ; that  if 
they  have  the  power  they  must  exercise  It ; and 
Avould  not  giving  them  that  poAver  be  certain  to 
introduce  political  considerations  in  the  compe- 
tition of  district  Avith  district ; and  would  it  not 
also  be  an  interference  Avith  the  ordinary  laAVS  of 
political  economy,  enabling  the  customer  and 
producer  to  treat  together  in  their  OAvn  Avay  ? — 
First  of  all,  I Avould  not  propose  that  the  Board 
of  Trade  should  have  the  poAver  to  enjoin  the 
through  rate.  I have  already  stated  that  all  the 
Board  of  Trade  should  have  the  poAver  to  do 
Avould  be  to  initiate  the  application  for  a through 
rate;  the  question  Avhether  a through  rate  should 
be  granted  Avould  be  determined  by  a body  Avhich 
is  not  affected  by  political  considerations  at  all  ; 
that  is  to  say,  by  the  Railway  Commissioners. 
Then  the  ansAver  to  the  second  point  is,  that  at 
the  present  moment,  in  the  case  of  raihvays, 
there  is  no  such  right  on  the  part  of  the  consumers 
to  make  their  own  bargain.  The  railway  com- 
pany have  their  monopoly,  and  the  consumers 
must  pay  Avhat  they  ask, 

615.  Noav,  Avith  regard  to  the  question  of  the 
person  nearest  the  market ; are  you  aAvare  that 
the  gentlemen  of  Liverpool,  one  of  the  largest 
parts  of  the  kingdom,  are  contending  that  they 
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should  have  the  benefit  of  their  vicinity  to  the 
market,  and  that  they  have  been  objecting  to  the 
rates  wliich  have  been  given  to  parts  at  a longer 
distance  from  the  point  of  consumption?—!  am 
not  aware  what  the  Liverpool  people  desire. 

616.  Now  with  regard  to  what  you  told  us, 
which  was  very  interesting,  about  the  American 
Railway  Commissioners,  am  I wrong  in  saying 
that  as  a rule  the  Railway  Commissioners  in  the 
various  States  of  America  have  rather  used  their 
position  as  arbitrators  and  mediators  than  as  a 
body  having  penal  power  over  others  ? — That  is 
so;  they  have  relied  very  much  upon  their  in- 
fluence and  persuasion ; in  fact  in  many  of  the 
states  they  have  not  our  law  with  regard  to  maxi- 
mum rates  and  preferential  rates,  and  conse- 
quently they  have  relied  upon  their  influence. 

617.  The  question  was  put  to  you  Avhether  the 
railway  companies  had  not  made  the  Railway 
Commissioners  an  expensive  tribunal;  am  I wrong 
in  saying  that  the  Railway  Commissioners  them- 
selves have  laid  down  their  own  rules  of  practice, 
and  have,  as  I understand,  made  it  a sort  of  nne 
qua  non  that  barristers  should  be  employed,  and 
not  merely  to  have  the  parties  themselves  or  their 
solicitors  before  them  ? — I believe  the  practice  is 
for  counsel  to  appear.  I do  not  know  that  the 
Railway  Commissioners  have  refused  to  hear  a 
solicitor,  and  I do  not  know  that  it  would  really 
cheapen  proceedings  if  they  did,  because  of 
course  the  railway  companies  would  certainly 
employ  counsel. 

618.  I understood  you  to  say  that  you  thought 
it  was  not  unreasonable  that  there  should  be  an 
appeal  Ifom  the  decisions  of  the  Raihvay  Com- 
missioners, ])rovided  that  appeal  was  taken  di- 
rectly to  the  House  of  Lords,  instead  of  having 
to  go  through  an  intermediate  tribunal  ? — 1 
think  so. 

619.  I think,  as  a lawyer,  you  will  not  correct 
me  in  saying  that  there  is  no  other  tribunal  in 
England,  except  the  Raihvay  Commissioners, 
Avhere  there  is  not  a full  right  of  apj)eal  ? — The 
right  of  a})peal  in  all  courts  is  more  or  less 
limited.  For  instance,  in  the  county  courts 
there  are  some  cases  in  which  you  cau  appeal, 
and  some  in  which  you  cannot;  but,  as  I say,  I 
do  not  think  it  is  satisfactory  to  the  i-allway  com- 
panies, who  have  such  enormous  interests,  that 
the  question  whether  they  should  have  the  right 
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of  appeal  or  not  should  virtually  rest  with  the 
Commissioners  themselves.  I think  that  is  a 
grievance  of  which  they  should  be  relieved,  and 
that  the  best  way  to  relieve  them,  and  to  suit  the 
public  interest,  would  be  to  give  an  appeal  to  the 
House  of  Lords. 

620.  You  are  aware  that  the  Railway  Com- 
missioners have  refused  to  give  an  appeal  ? — 
They  have  refused  to  state  a case  in  which  they 
thought  no  question  of  law  was  involved,  but 
only  a question  of  fact. 

Mr.  Barnes. 

621.  With  regard  to  the  Denaby  Main  Col- 
liery, their  action  was  to  establish  a right  to  the 
natural  advantage  of  their  position,  was  it  not  ? — 
Yes. 

622.  They  were  deprived  of  that  right  ? — They 
were  deprived  of  that  right  by  the  railway  com- 
pany carrying  at  a less  proportionate  rate  to  the 
more  distant  collieries. 

623.  Then  you  would  naturally  suppose,  I 
imagine,  that  they  in  taking  the  lease  of  their 
coal  would  pay  a price  for  their  coal  in  propor- 
tion to  its  position  ? — Yes. 

624.  And  that  they  therefore  lost  what  they 
gave  to  the  lessor  by  the  action  of  the  railway 
company  ? — Yes,  it  was  proved  by  the  manager 
that  they  often  had  a glut,  and  could  not  get 
rid  of  their  coal,  in  consequence  of  other  col- 
lieries being  able  to  compete  with  them  in  that 
way. 

625.  With  regard  to  the  Board  of  Trade  in- 
tervening on  behalf  of  the  public,  would  that  be 
almost  the  only  instance  in  which  there  is  any 
public  interference  by  Government,  or  by  a 
public  authority  ? — I have  not  gone  into  the 
question  of  policy,  because,  finding  that  the  law 
did  give  this  j)ower,  I was  quite  satisfied  to  ask 
that  it  should  be  put  in  force. 

626.  And  the  law,  you  say,  does  give  the 
power  for  the  Board  of  Trade  to  interfere  in  the 
interests  of  the  public? — That  is  so. 

627.  But  the  power  has  not  been  exercised? — 
No. 

628.  Would  it  be  an  expensive  process  for  any 
individual  to  enforce  that  procedure  on  the  Board 
of  Trade  ? — It  would  cost  the  individual  nothing 
at  all. 

(Further  Examination  postponed.) 


Mr.  Aeexaneer  Copland,  sworn;  Examined. 


Mr.  Barclay. 

629.  Are  you  the  manager  of  the  Aberdeen 
Commercial  Company  ? — I am  joint  manager 
with  Mr.  William  Black  of  that  company. 

630.  That  is  a company  engaged  in  the  manu- 
facture and  selling  of  manui'e  to  farmers  and  for 
other  commercial  purposes  ? — It  is. 

631.  In  1876  you  discovered  that  the  Great 
North  of  Scotland  Railway  Company  was  over- 
charging you  for  the  carriage  of  goods  ? — That 
is  so. 

632.  Did  you  enter  into  a correspondence 
with  the  railway  company  and  ask  them  to  ex- 
plain their  charges  ? — Yes,  we  wrote  to  the 
secretary  of  the  company,  sending  him  some  of 
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the  accounts  we  had  paid,  and  asking  him  to  ex- 
plain the  charges  in  those  accounts. 

633.  Did  he  give  any  satisfactory  explanation 
to  you? — No;  the  answer  was  not  satisfac- 
tory. 

634.  AVhat  proceedings  did  you  thereupon 
adopt? — We  were  satisfied  that  there  was  some- 
thing wrong,  and  we  took  the  opinion  of  counsel 
upon  the  question,  and  that  opinion  was  that  the 
railway  company  was  overcharging  us  ; then  we 
intimated  that  we  would  not  pay  their  accounts. 

635.  You  refused  to  pay  their  accounts  ? — \Ye 
refused  to  pay  their  accounts  about  the  month  of 
May  1877. 


636.  Did 
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636.  Did  you  then  take  proceedings  against 
the  railway  company  before  the  Railway  Com- 
missioners ? — Yes,  that  was  tiie  case. 

637.  That  was  in  February  1878  ? — Yes. 

638.  Did  the  railway  company  thereupon  make 
a modification  of  certain  of  its  charges  ? — Yes  ; 
they  had  been  overcharging  for  some  years  upon 
the  carriage  of  lime,  grain,  coal,  and  manures  ; 
those  were  the  principal  goods  in  question,  and  in 
the  beginning  of  February,  when  they  knew  we 
were  going  to  apply  to  the  Railway  Commis- 
sioners, the  railway  company  reduced  the  charges 
upon  coal,  lime,  and  grain  to  the  maximum  rates 
in  their  Acts;  but  upon  the  carriage  of  manures 
they  would  not  reduce  their  charges. 

639.  Did  they  also  intimate  to  you  that  they 
would  not  carry  the  manures  under  the  maximum 
rates,  but  under  their  toll  clauses? — Yes;  the 
railway  company  gave  a public  intimation  that 
they  had  ceased  to  be  carriers  of  manure,  but  that 
they  would  lend  locomotive  power,  waggons, 
and  the  use  of  their  lines  to  those  who  chose  to 
carry  manures. 

640.  And  did  they  ask  you  to  sign  a re- 
quisition note  adopting  this  principle  ? — The 
railway  company  refused  to  carry  our  traffic  in 
1878  until  we  signed  it ; we  could  not  do  any- 
thing else.  I have  hei’e  a copy  of  the  requisition 
note. 

641.  You  had  to  sign  and  send  them  a re- 
quisition note  for  the  use  of  the  plant,  and  the 
requisition  note  declared  that  you  would  pay 
them  under  the  system  of  tolls,  and  not  under 
the  system  of  rates? — Yes  ; they  printed  a list  of 
the  charges  for  conveyance  of  manures  upon 
that  principle.  {The  same  was  handed  in). 

642.  What  is  the  sum  of  the  total  charges 
under  the  Great  North  of  Scotland  Act  ? — It  de- 
pends upon  the  class  of  goods  ; Class  1 is  a penny 
for  the  use  of  the  railway,  a penny  for  waggons, 
and  a penny  for  locomotive  power. 

643.  The  toll  charges,  added  together,  are 
considerably  in  excess  of  the  maximum  rate  ? — 
Very  considerably. 

644.  What  did  the  company  do  in  respect  to 
the  through  traffic  of  manure  ? — The  company 
put  a stop  to  the  through  traffic  also ; we  had 
manure  to  bring  from  Montrose,  and  manure 
from  Glasgow,  and  the  Caledonian  Railway 
Company,  acting  in  concert  with  them,  refused 
to  bring  those  goods  from  Glasgow  and  Montrose, 
unless  we  would  also  sign  a requisition  note. 

645.  The  Caledonian  Company  adopted  the 
same  policy  as  the  Great  North  of  Scotland 
Company  had  done  ? — The  Caledonian  Company 
contended  that  the  Great  North  of  Scotland 
Company  would  not  take  the  traffic  from  them 
unless  a requisition  note  was  handed  to  them  for 
it.  The  result  was  that  we  could  not  get  the 
traffic  from  Montrose  or  Glasgow  without  giving 
this  requisition  note. 

646.  The  Railway  Commissioners  found  that 
the  railway  companies  were  not  entitled  to  charge 
under  their  toll  clauses,  did  they  not  ? — That  was 
their  judgment. 

647.  Did  the  railway  companies  accept  that 
decision? — No,  they  requested  an  appeal  to  the 
Court  of  Session  ; and  the  matter  was  very 
fully  debated  before  the  First  Division  of  the 

0.54. 


Mr.  Barclay — continued. 

Court  of  Session  in  July  and  October  1878  ; and 
the  result  was  that  the  Court  of  Session  unani- 
mously confirmed  the  decision  of  of  the  Railway 
Commissioners. 

648.  Upon  what  ground  did  the  railway  com- 
panies ask  for  an  appeal  from  the  Railway 
Commissioners  ? — They  held  that  the  Railway 
Commissioners  had  exceeded  their  jurisdiction. 

649.  The  Railway  Commissioners  stated  a case 
which  went  to  the  Court  of  Session  in  Scotland  ? 
— They  did. 

650.  Has  the  Great  North  of  Scotland  Railway 
Company  since  conformed  to  the  decision  of  the 
Railway  Commissioners? — Yes,  they  have. 

651.  What  is  the  last  step  that  the  Great 
North  of  Scotland  Raihvay  Company  have  taken 
in  regard  to  those  charges  ? — They  have  a Bill  in 
Parliament  at  the  present  time,  asking  for  a 
reclassification  of  manures;  they  want  manures 
removed  from  Class  1 to  Class  2,  which  would 
raise  the  rates  25  per  cent,  upon  their  own  line, 
and  33  per  cent,  upon  the  Deeside  line. 

652.  The  effect  of  that  would  practically  be  to 
reverse  the  decision  of  the  Railway  Commis- 
sioners in  regard  to  the  rates  which  tliey  are 
entitled  to  charge  for  manure? — Yes. 

653.  Do  they  want  power  in  the  Bill  also  to 
charge  for  terminals,  and  station  accommodation, 
and  sidings,  and  so  forth? — YYs,  they  want 
power  to  charge  for  the  use  of  sidings  for  load- 
ing and  unloading,  and  they  wish  also  to  charge 
for  the  loading  and  unloading,  and  for  the  use  of 
covers. 

654.  The  practical  result  of  that  would  be  to 
add  to  the  maximum  rates  for  all  kinds  of  agri- 
cultural produce  ? — It  would. 

655.  That  Bill  is  down  for  second  reading  this 
afternoon,  is  it  not? — I have  been  told  so. 

656.  Will  you  tell  the  Committee  whether  the 
Caledonian  Railway  Company  at  Aberdeen  act 
in  the  same  way  as  the  Great  North  of  Scotland 
Railway  Company  in  regard  to  the  charge  for 
manure? — We  found  that  the  Caledonian  Com- 
pany were  also  exceeding  their  rates  ; and  in 
October  1878,  when  the  Court  of  Session  gave 
their  decision,  we  wrote  to  the  manager  of  the 
Caledonian  Railway  Company,  telling  him  that 
we  would  not  pay  the  charges  that  that  railway 
company  had  been  making  for  the  carriage  of 
manure,  and  for  a considerable  time  their  accounts 
were  not  paid.  Ultimately  they  were  reframed, 
reducing  the  charges  for  the  carriage  of  manures 
to  the  limiting  rates  under  the  Acts  which  govern 
the  Scottish  North  Eastern  section  of  their  rail- 
way. 

657.  You  objected  to  pay  the  Caledonian 
Railway  Company  the  rates  they  were  charging 
you  for  the  carriage  of  manures ; and  after  some 
coi’respondence  the  Caledonian  Railway  Com- 
pany agreed  to  reduce  their  rates  to  the  sum  you 
contended  was  the  proper  charge? — Yes,  there 
was  a good  deal  of  ti'ouble  about  it ; I had  to 
go  over  the  various  Acts,  and  there  was  a scale 
of  rates  adjusted  according  to  those  Acts.  We 
have  paid  upon  that  scale  since,  and  that  scale  is 
in  conformity  with  the  limiting  charges. 

658.  They  are  charging  you,  as  I understand, 
the  maximum  rate  which  they  are  legally  autho- 
rised to  get? — Yes. 

E 4 
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Sir  Edward  Watkin. 

059.  Upon  that  section  of  the  railway  ? — Yes, 
upon  that  section  of  the  railway. 

660.  Have  you  examined  the  rate-book  re- 
cently to  see  what  are  the  charges  put  down  in 
the  rate-book  for  manure  ? — I examined  the  rate- 
book upon  the  10th  of  this  month. 

661.  And  did  you  find  that  in  the  rate-book 
they  had  put  down  the  rates  they  charged  you 
before  you  objected,  and  which  they  have  since 
reduced  to  the  proper  charge? — I found  that  the 
rates  in  the  Caledonian  Company’s  rates-book 
for  manures,  were  very  much  above  what  we  are 
paying  now. 

662.  Does  it  appear  that  the  Caledonian  Com- 
pany are  charging  you  one  rate,  and  to  the  public 
at  large  another  rate  considerably  higher  ? — The 
goods  rate  book  shows  that,  but  I do  not  know 
what  they  are  doing  in  practice. 

663.  AVill  you  give  the  Committee  some 
figures  showing  the  amount  of  the  charge  for 
manure  in  the  rate-book  and  the  maximum  they 
are  entitled  to  charge  under  their  private  Acts? 
— Taking  manure  from  Aberdeen  to  Drum- 
lithie,  which  is  24  miles,  the  rate  for  loads 
under  a ton  is  put  doAvn  at  6 s.  8 r?. ; we  pay 
2 s.  11  d.  There  are  rates  for  loads  of  one  ton 
and  ujnvards,  and  the  rate  for  a load  of  one  ton 
and  upwards  is  5 s.,  and  for  loads  under  a ton, 
6 s.  8 (/.  ; but  the  rate  that  we  are  charged  is 
2 s.  1 1 

Mr.  Bolton. 

664.  For  both  ? — For  large  and  small ; there  is 
not  any  difference. 

Mr.  Barclay. 

665.  The  railway  company,  I believe,  is  not 
entitled  to  make  any  difference  between  those  two 
quantities? — Not  by  their  Act. 

666.  What  is  the  maximum  rate  Avhicli  they 
are  entitled  to  charge?— 2 s.  Ill  il.  for  that  dis- 
tance. 

667.  And  that  is  what  they  are  charging  you? 
— 2s.  11  f/.  is  what  they  are  charging  us;  the 
farthing  is  thrown  off. 

668.  Have  you  any  other  examples  to  give  the 
Committee? — Taking  Montrose,  which  is  a dis- 
tance of  42  miles,  the  rate  is  8 s.  4 d.  in  loads  of 
one  ton  and  up-wards,  and  10  s.  10  d.  for  less 
quantities ; 6 s.  8 <7.  for  four  ton  loads,  and  the 
limiting  charge  is  5 s.  4 d. 

669.  Is  that  a fair  sample  of  Avhat  they  are 
doing  all  over  the  northern  part  of  the  line  ? — 
Yes. 

Sir  Edtcard  Watkin. 

670.  That  is  as  respects  manures? — Yes. 

Mr.  Barclay. 

671.1  want  to  know  how  much  this  action  against 
the  Great  North  of  Scotland  Kailway  Company 
cost  you  ? — There  were  four  actions  ; the  ap])li- 
cation  to  the  Railway  Commissioners,  and  the 
appeal  to  the  Court  of  Session.  Then  the  rail- 
way company  raised  an  action  of  declarator  in 
the  Court  of  Session,  to  have  it  found  that  they 
were  not  bound  to  carry  manures ; and  there  -was 
another  action  for  the  payment  of  the  accounts. 
After  deducting  the  expenses  allowed  us,  those 
actions  cost  us  643  /. 


Sir  Edward  Watkin. 

672.  Is  there  any  other  complaint  against  the 
Great  North  of  Scotland  Company,  except  upon 
this  question  of  manures  ? — Not  now  ; they  recti- 
fied their  rates  in  1878,  and  the  rates  which  they 
had  been  overcharging  before  were  reduced. 

673.  At  the  present  moment  there  is  no  com- 
plaint?— No,  there  is  not. 

674.  And  the  same  with  regard  to  the  Cale- 
donian Company  ? — I have  no  complaint  against 
the  Caledonian  Company. 

Mr.  Barclay. 

675.  The  rate-book  -which  you  mentioned  tons 
just  now,  is  the  rate-book  that  is  in  force  at  this 
moment? — It  appears  so  ; those  rates  that  I 
copied  from  the  book  are  not  the  rates  that  we 
are  paying. 

Mr.  Bolton. 

676.  You  stated  that  the  Caledonian  Company 
refused  to  take  manure  from  Glasgo-w,  did  they 
give  you  any  reason  for  that  ? — The  reason  they 
gave  was,  that  the  Great  North  of  Scotland  re- 
quired this  requisition  note,  and  would  not 
receive  the  goods  from  them,  unless  it  was 
signed. 

677.  Did  you  suggest  how  this  difficulty  should 
be  overcome  ? — No;  I maintained  that  it  being 
through  traffic,  they  were  bound  to  forward 
it. 

678.  'With  reference  to  this  Bill  introduced  by 
the  Great  North  of  Scotland  Comj-tan}^  which 
you  describe  as  virtually  an  attempt  to  reverse 
the  decision  of  the  Kailway  Commissioners, 
would  it  not  be  fairer  to  say  that  it  was  practi- 
cally to  remedy  the  decision  of  the  Commis- 
sioners?— I do  not  know  that  their  decision 
requires  a remedy ; I think  it  was  a just  de- 
cision. 

679.  The  rate  charged  upon  this  is  the  same 
rate  as  is  charged  upon  road  or  town  sweepings, 
is  it  not  ? — Yes. 

680.  And  the  responsibility  of  the  railway 
company  is  very  different,  is  it  not,  in  the  one 
case  from  the  other  ? — I am  not  aware  what  very 
different  responsibility  there  is  as  regards  most 
of  these  manures.  I may  say  they  were  carried 
by  the  Aberdeenshire  Canal  before  the  railway 
was  in  existence,  at  the  low^est  rates ; the  toll 
upon  the  canal  was  1 d.  a ton,  and  bones  and 
guano,  and  the  like,  were  carried  at  the  lowest 
rate. 

681.  But  the  difference  in  the  responsibility  of 
the  railway  company  is  very  considerable,  is  it 
not? — I have  been  for  about  19  years  connected 
with  the  manure  traffic,  and  the  railway  com- 
panies have  never  had  to  pay  any  compensation 
for  damage  done  to  the  manures. 

682.  The  town  sweepings  or  farmyard  dung  is 
canned  in  the  open  truck  ? — Yes. 

683.  And  in  large  quantities  ? — Yes. 

684.  These  manures,  for  which  you  are  seek- 
ing to  get  a revision  of  the  rates,  such  as  guano, 
phosphates,  Townsend’s  manure,  and  articles  of 
that  kind,  which  are  liable  to  be  damaged  by 
rain  or  exposure,  must  be  carried  in  covered 
trucks,  must  they  not  ? — You  must  keep  in  view 
that  guano  is  an  article  that  is  not  very  liable  to 
damage  by  rain  ; it  is  put  out  in  the  fields  by  the 

farmers, 
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farmers,  and  it  will  stand  in  the  bags  there  for 
days  before  it  is  used.  Then,  again,  it  is  carried 
by  vessels  at  the  lowest  freight ; we  had  two 
caroces  from  Rotterdam  just  now ; one  brought 
at  5s.  per  ton  and  another  at  5 5.  3f/.  per  ton. 
You  could  not  possibly  expect  a lower  rate  than 
that.  Then,  again,  they  are  carried  in  the  same 
kind  of  waggons  as  the  street  sweepings  or  stable 
dung  are  sent  in,  but  a waggon  carries  8 tons  of 
this  packed  manure,  whereas  it  only  carries  from 
5 to  6 tons  of  the  city  or  stable  dung,  so  that 
the  railway  company  has  a greater  profit  in  car- 
rying this  packed  manure  than  it  has  for  tlie  street 
manure,  doing  the  same  work. 

685.  There  is  no  risk  and  no  liability  attaching 
to  the  railway  company  in  the  event  of  the 
manure  being  exposed  to  rain  ; is  tliat  so  ? — As 
I have  mentioned  to  you,  we  have  never  had  any 
payment  for  any  damage  done,  and  under  ordi- 
nary circumstances  I should  say  there  is  no 
damage  done. 

686.  Is  that  owing  to  the  fact  that  the  manure 
is  always  canned  in  covered  trucks  ? — No,  it  is 
not. 

687.  Is  it  not  covered  by  tarpaulins? — Not 
always. 

688.  But  if  damage  did  result  you  would  con- 
sider that  you  had  a claim  upon  the  railway  com- 
pany ? — Practically  there  is  no  damage  done  ; 
during  19  years’  experience  we  have  never  had 
any  payment  for  damage. 

689.  Is  there  no  liability  to  theft  in  one  case 
that  does  not  exist  in  the  other? — No  doubt  there 
is  that  possible  element. 

690.  A man  would  not  run  away  with  his 
pockets  full  of  stable  manure,  whereas,  in  the 
other  case,  he  might  be  tempted  by  the  more 
valuable  article  ? — That  is  conceivable. 

Sir  Edward  Watkin. 

691.  Is  it  within  your  knowledge  that  the 
Railway  Commissioners  recommended  the  Great 
North  of  Scotland  Railway  Company  to  go  to 
Parliament  for  redress  upon  the  question  of 
packed  manure  rates? — The  circumstance  that 
you  refer  to  is  within  my  knowledge,  but  that 
was  Jiot  the  ground  given.  It  has  been  misunder- 
stood by  parties  who  have  been  talking  of  this 
matter.  A question  was  put  by  Mr.  Price  in 
regard  to  whether  a railway  company  could  be 
defrauded  by  parties  sending  an  article  as  manure. 


Sir  Edward  continued. 

which  was  intended  to  be  used  in  a factory, 
and  what  Mr.  Price  aimed  at  was  that  there 
should  be  some  penalty  provided  for  parties  com- 
mitting a fraud  of  that  sort.  You  will  find  it  in 
the  Minutes  of  Evidence  taken  before  the  Rail- 
way Commissioners.  It  was  not  a reclassifica- 
tion of  manures,  or  any  of  the  articles  at  all 
that  was  suggested,  but  simply  some  means  of 
preventing  fraud  being  practised  upon  the  rail- 
way com|janiesby  parties  repreitenting  that  they 
were  sending  an  article  such  as  nitrate  of  soda 
for  manure,  whereas  they  were  intending  to  use 
it  for. 

692.  Therefore,  with  that  limit,  they  did 
suggest  to  the  Great  North  of  Scotland  Com- 
j)any  to  come  to  Parliament  ? — Mr.  Price  did 
suggest  that  he  thought  there  should  be  some 
remedy  for  a railway  company  in  a case  like 
that. 

Mr.  Bolton. 

693.  You  say  that  tlie  Caledonian  Railway 
Company  are  now  charging  2 s.  11  rf,  ? — Yes,  for 
manures  to  Drumlithie. 

694.  That  is  to  say,  the  company  are  now 
charging  their  authorised  rate  ? — That  is  what 
they  are  charging  us. 

695.  M^hen  you  brought  it  before  their  notice 
that  the}.'  were  overcharging  you,  they  iinme 
diately  repaid  you  the  sum  they  had  overcharged 
you,  did  they  not  ? — It  took  some  time  before 
we  got  it. 

696.  But  you  did  get  it  without  going  to  law? 
— Yes. 

Mr.  Barclay. 

697.  In  point  of  fact,  the  Caledonian  Railway 
Company  did  not  repay  you  any  money,  did 
they  ? — No  ; we  refused  to  pay  their  account 
until  the  charges  were  reframed. 

Mr.  Bolton. 

698.  They  did  not  proceed  against  you  for  it? 
— No,  because  the  Court  of  Session  had  decided 
the  question. 

Mr.  O'  Sullivan. 

699.  Do  you  know  whether  the  railway  com- 
jiany  carry  for  anybody  else  at  so  low  a rate  as 
they  do  for  you  ? — I do  not. 
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Mr.  Ashley. 

Mr.  Barclay,  ' 
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Mr.  Caine. 
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Lord  Randolph  Churchill. 
Mr.  Craig. 

Mr.  Dillwyn. 

Mr.  Daniel  Goobh. 

Mr.  Gregory. 

Sir  Baldwyn  Leighton. 


Mr.  Lowther. 

Mr.  Monk. 
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Mr.  Pell. 

Mr.  Samuelson. 

Mr.  Sclater-Booth. 

Sir  Henry  Tyler. 

Sir  Edward  Watkin. 


The  Right  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Professor  William  Alexander  Hunter,  called  in ; and  further  Examined. 


Mr.  Bolton. 

700.  I THINK  that  the  tendency  of  your  evi- 
dence has  been  in  favour  of  a uniform  mileage 
rate  ? — I do  not  think  so,  otherwise  than  with  the 
qualifications  which  I consider  an  essential  part 
of  the  rule. 

701.  Such  as  the  three  which  you  enumerated? 
—Yes. 

702.  I am  sjieaking  in  reference  to  towns,  for 
example,  xvhere  there  are  three  railway  stations 
and  three  railway  companies,  such  as  between 
London  and  Birmingham,  and  I think  that  the 
tendency  of  your  evidence  is  that  you  approve  of 
a strict  mileage  rate  ? — No.  I specially  stated 
that  the  strict  mileage  rate  must  be  modified  with 
regard  to  distance. 

703.  Then  how  do  you  propose  in  these  re- 
forms which  you  suggest,  to  allow  each  railway 
company  to  decide  what  should  be  the  allowance 
for  the  difference  of  distance  ? — The  suggestion 
that  I made  was,  that  equal  mileage  rates  should 
be  the  rule,  but  that  any  railway  company  de- 
siring to  depart  in  any  respect  from  equality, 
should  pre])are  a scale,  and  obtain  the  sanction 
of  the  Railway  Commissioners  to  that  scale. 

704.  We  know  it  is  the  case  in  many  instances 
amongst  railways  that  the  shortest  route  governs 
the  rate  at  present,  is  it  not  so  ? — I cannot  answer 
that  question. 

705.  You  may  take  it  from  me  that  it  is  so ; that 
in  railway  competition  the  shortest  route  governs 
the  rate  ? — I should  say  it  did  not.  To  Edin- 
burgh, for  instance,  there  are  three  railways  from 
London,  the  Great  Northern,  the  Midland,  and 
the  London  and  North  Western,  and  they  charge 
1 rf.  a mile  from  London  to  Edinburgh. 

706.  We  are  now  dealing  with  rates,  not  fares; 
if  it  is  not  so,  how  could  you  expect  that  in  the 
case  of  railway  comj)anies  carrying  goods  from 
one  point  to  another,  the  same  points  being- 
identical  in  the  case  of  each  railway,  there  would 
be  any  competition  between  them  ? — The  question 


Mr.  Bolton — continued. 

of  competition  is  one  which  I did  not  enter  into 
with  regard  to  that  point. 

707.  But  is  it  not  a very  desirable  thing  that 
there  should  be  competition  in  the  interest  of  the 
public  ? — I do  not  think  that  there  is  any  great 
competition  between  those  different  railways.  I 
referred  to  the  evidence  that  was  given  before 
the  Agricultural  Commission,  when  it  was  shewn 
that  the  managers  of  the  "reat  lines  leading  from 
London  to  the  north,  met  periodically,  and  ar- 
ranged the  rales. 

708.  Then  you  think  it  is  desirable  that  there 
should  be  competition? — I do  not  see  that  com- 
petition has  done  much  good  to  the  public. 

709.  Do  you  not  see  that  it  is  impossible  that 
there  can  be  competition  if  the  line  which  has  the 
shorter  route  is  the  one  that  can  caiTy  legally  at 
the  loAvest  rate  ? — Those  considerations  would  be 
very  proper  considerations  to  put  before  the  Rail- 
way Commissioners  when  the  companies  ask  an 
unequal  rate.  There  is  nothing  to  hinder  a com- 
pany making  a lower  competitioji  rate,  subject 
to  the  existing  law,  that  they  must  proportionately 
lower  their  rates  to  intermediate  stations. 

710.  Then,  assuming  that  the  Railway  Com- 
missioners’ Court  is  availed  of  for  such  purpose, 
and  that  they  allow  one  line  to  carry  at  a much 
lower  rate  over  one  portion  of  its  system  than 
they  are  carrying  over  the  other  portion  of  the 
system,  might  not  th.at  be  felt  to  be  a hardship 
upon  that  portion  of  the  system  where  the  higher 
rate  is  charged  ? — If  the  principle  Avhich  1 con- 
tend for  is  adopted,  that  the  charge  is  to  be  in 
proportion  to  the  cost  of  conveyance,  nobody  can 
complain. 

711.  I think  you  also  stated  that  you  thought 
it  very  desirable  that  the  rate  to  be  charged 
should  in  all  cases  include  collection  and  de- 
livery?— No;  I meant  to  convej'  exactly  the 
opposite  Impression. 


712.  That 
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Mr.  Bolton — continued. 

712.  That  It  should  not  be  included? — Yes. 

713.  \Yould  you  allow  the  railway  companies 
to  collect  and  deliver? — I see  no  possible  ob- 
jection to  that ; on  the  contrary,  it  may  often  be 
a very  great  advantage  to  the  public,  subject 
to  fair  plav  as  between  themselves  and  outside 
carriers. 

714.  Y'ou  would  not  compel  them? — I would 
not  compel  them.  There  are  no  facts  within  my 
knowledge  which  would  justify  me  in  saying  that 
they  ought  to  be  compelled. 

715.  If  the  railway  companies  were  allowed  to 
collect  and  deliver,  would  you  allow  them  to  col- 
lect and  deliver  on  such  terms  as  they  think 
proper  ? — Yes,  on  such  terms  as  they  think 
proper,  subject  to  the  existing  law,  which  is  that 
they  must  not  give  themselves,  as  Ctii’rlers,  a pre- 
ference over  other  carriers,  and  the  question 
of  a reasonable  charge  for  terminals  being  within 
the  jurisdiction  of  the  Railway  Commissioners. 

716.  By  “ giving  themselves  a preference  ove^ 
other  carriers,  ” do  you  mean  that  they  should 
not  collect  and  deliver  at  a less  rate  than  other 
carriers  ? — No. 

717.  Then  in  what  other  way  could  they  do 
it? — Those  cases  have  been  very  much  considered ; 
there  has  been  a great  number  of  carriers’  cases, 
and  the  question,  if  I am  to  go  into  it,  is  rather  a 
complicated  one ; but  the  shortest  answer  I could 
give  is  this  : that  if  a railway  company  professes 
to  cart  at  an  unremunerative  rate,  really  making 
its  profit  by  going  up  to  its  maximum  on  the 
carriage,  then  the  Courts  have  held  that  that  is  an 
undue  preference. 

718.  You  are  now  suggesting  reforms,  and 
amongst  the  reforms  you  suggested  was  the  ques- 
tion of  collection  and  delivery  ; and  I understood 
you  to  say  that  collection  and  delivery  should  be 
compulsory  ? — I did  not  say  that ; all  I said  was, 
that  the  charge  for  collection  and  delivery 
ought  to  be  shown  separately  from  the  mileage 
charge. 

719.  I ask  you  w'hether  you  would  allow  the 
raihvay  companies,  wdio  are  not  to  be  compelled 
to  collect  and  deliver,  to  make  such  charge  for 
collection  and  delivery  as  they  themselves  think 
proper  ? — Subject  to  the  usual  rules  applicable  to 
carriers;  certainly. 

720.  Such  as  what  rules,  applicable  to  carriers, 
that  they  should  not  undersell  the  private 
carriers? — That  is  a question  of  undue  preference 
in  each  particular  case. 

721.  You  are  not  going  to  close  the  competition 
between  them  and  the  private  carriers,  I should 
think  ? — If  the  company  charge  a certain  mileage 
rate,  and  then  say  they  will  carry  for  the  public 
at  a certain  rate,  leaving  it  open  to  others  to  do 
it  nor  not,  they  are  at  perfect  liberty  to  charge 
their  own  price,  subject  to  a question  of  whether 
that  is  a bund  fide  arrangement,  or  whether  it  is 
not  a mere  appearance,  the  real  arrangement 
being  that  they  actually  make  up  the  differ- 
ence which  they  lose  upon  the  cartage  by 
increasing  their  mileage  rate. 

722.  You  mentioned  the  word  “ turnips  ” very 
frequently  on  the  last  occasion;  I think  in  speak- 
ing of  that  subject  you  suggested  that  unenume- 
rated articles  should  be  enumerated  in  some 
way  ? — Yes. 
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723.  And  you  also  suggested,  did  you  not, 
that  many  circumstances  should  be  taken  into 
account  in  fixing  the  maximum  rates  for  the 
different  articles  ?• — No.  1 suggested  that  the 
enumeration  should  be  by  analogy  to  the  existing 
enumeration. 

724.  You  did  certainly  say  that  you  thought 
such  articles  as  turnips  for  example  should  not 
be  carried  according  to  value,  you  said  that  cost 
was  an  element  ? — I think  that  what  I said  was 
that  it  would  not  be  reasonable  to  ask  as  much 
for  turnips  as  for  silk. 

725.  Then  cost  is  an  element? — It  was  not 
upon  the  ground  of  cost  that  I suggested  the 
difference. 

726.  What  was  the  ground? — The  ground 
Avas  the  amount  of  care  that  the  company  must 
take  and  their  liability  as  Insurers,  and  the  species 
of  carriages  that  they  must  use. 

727.  Then  why  did  you  not  draw  the  same 
distinction  between  concentrated  or  artificial 
manure  and  street  sweepings? — If  it  were  a 
question  of  classifying  de  novo,  that  would  be  an 
argument  to  use,  but  as  the  laAv  is  at  present  there 
is  no  distinction ; and  that  would  not  be  affected 
by  my  proposal.  I do  not  propose  to  alter  the 
existino;  contract,  and  the  existing:  contract  is 
generally  expressed  in  the  words  “ all  sort^  of 
manure.” 

728.  You  do  not  propose  to  alter  the  existing 
contracts,  but  I think  you  pi’oposed  to  apply 
coercion  to  railways  that  were  Avithout  maximum 
rates  ? — That  is  not  altering  the  existing  con- 
tracts, but  I should  say  defining  and  determining 
them. 

729.  Is  there  not  an  existing  contract  in  the 
case  of  the  railways  Avhich  are  without  maximum 
rates  ? — Yes,  but  they  must  carry  at  reasonable 
rates. 

730.  And  you  Avant  to  impose  upon  them 
the  necessity  of  accepting  maximum  rates  ? — ■ 
Certainly. 

731.  1 think  you  told  us  that  practically  you 
found  very  little  difference  in  the  charges 
Avhether  the  railway  company  Avas  limited  by 
maximum  rates  or  not  ?— That  Avas  an  answer 
which  applied  only  to  the  South  Eastern  Com- 
pany’s system. 

732.  Do  you  find  it  so? — The  only  other  case 
that  I knoAV  of  Avhere  there  are  no  maximum 
I'ates,  is  the  Midland,  and  I have  not  examined 
the  Midland  Company’s  charges,  and  therefore  I 
cannot  express  an  opinion. 

733.  But  you  did  recommend  that  Parliament 
should  coerce  those  raihvay  companies  Avhlch  are 
Avithout  maximum  rates,  to  impose  upon  them- 
selves maximum  rates? — Y’^es;  my  reason  Avas 
simply  this,  in  order  that  people  might  knoAv  what 
was  a reasonable  sum  that  they  Avere  expected  to 
pay  instead  of  having  to  go  to  a court  of  laAv  and 
incur  all  the  expense  of  litigation  in  order  to 
determine  it. 

734.  Then  you  have  suggested  to  the  Com- 
mittee that  the  Board  of  Trade  should  bo  the 
public  prosecutor  in  this  case,"  and  at  the  same 
time  I think  ymu  said  that  the  Board  of  Trade 
already  had  poAver  to  prosecute  ? — I Avould  not 
use  the  word  “ prosecute,”  I should  prefer  to  say 
“ to  take  legal  proceedings.” 

735.  But  they  have  already  the  poAver  at 
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present? — Yes;  they  have  already  the  power  at 
present. 

736.  Then  how  would  an  additional  law  compel 
the  Board  of  Trade  to  act,  while  the  existing  law 
does  not  in  your  opinion  ? — I do  not  think  it 
Avould  be  necessary  to  have  any  additional  law 
upon  that  point. 

737.  Then  you  withdraw  that  part  of  your 
evidence  ? — No  ; I think  1 distinctly  stated  that 
upon  that  part  of  the  question  no  new  law  wuis 
necessary. 

Mr.  Barnes. 

738.  Can  you  refer  the  Coinmittee  to  the 
decisions  upon  which  you  relied  when  you  stated 
that  it  was  the  law,  that  a railway  company  was 
not  entitled  to  derive  a district  of  its  natural 
advantages  by  deferential  or  preferential  rates? 
— The  Courts  have  held  ever  since  the  passing  of 
the  Act  of  1854  (there  has  been  no  difference  in 
their  language  whatever)  that  the  principle  of 
that  measure  was,  that  it  was  an  undue  preference 
to  deprive  any  person  of  the  natural  advantage  of 
his  position.  The  case  of  Bansome  against  the 
Eastern  Counties  Pail  way  Comjiany  in  1857, 
which  is  reported  in  1,  Common  Bench,  New 
Series,  page  437,  was  a case  where  the  company 
charged  less  to  certain  traders  at  Peterborough 
than  to  Mr.  Ransome  at  Ipswich.  Mr.  Bovill, 
the  counsel  for  the  railway  comjiany  said,  “ The 
object  is  to  enable  the  Y"orksl)ire  and  Stafford- 
shire ccal  to  compete  with  the  Northumberland 
and  Durham  coal,  which  have  the  advantage  of  a 
cheaper  mode  of  conveyance  to  Ipswich that 
was  by  sea.  Now,  Mr.  Justice  Crowder  said, 
“ The  object  is  to  benefit  the  one  dealer  at  the 
expense  of  the  other  by  depriving  the  latter  of 
the  natural  advantages  of  his  position.”  Then 
Mr.  Justice  Cressweli  said,  Would  it  be  justi- 
fiable in  the  company  to  carry  cattle  for  a Nor- 
folk farmer  at  a cheaper  rate  than  an  Essex 
farmer,  in  order  to  enable  the  former  to  compete 
upon  more  equal  terms  with  the  latter  in  the 
London  market and  judgment  w'as  given  against 
the  company.  Then,  in  1858,  there  was  the  case 
of  Harris  against  the  Cockermnuth  Railway 
Com])any,  reported  in  3,  Common  Bench,  New^ 
Series,  page  693.  In  that  case  a colliery  pro- 
prietor threatened  to  construct  a tramwav,  and 
divert  his  whole  traff  c from  the  defendants’  rail- 
way, unless  they  carried  for  his  collieries  at  a 
reduced  rate.  The  company  agreed  to  charge 
less  to  his  collieries.  The  Court,  consisting  of 
the  late  late  Lord  Chief  Justice  Cockburn,  Mr. 
Justice  Williams,  Mr.  Justice  Crowder,  and  a 
judge  who  was  considered  a very  eminent  judge, 
namely,  Mr.  Justice  Willes,  held  that  wuxs  undue 
preference.  Mr.  Manisty,  xvlio  xvas  the  counsel 
for  the  railway  com2)any,  said  that  the  object  xvas 
not  to  enable  the  colliery  jmoprietor  to  undersell 
the  complainants,  but  to  place  them  both  upon 
the  same  footing,  nj)on  Avhich  the  Lord  Chief 
Justice  remarked,  “Your  argument  Avould  de- 
ju’ive  a man  of  his  natural  advantages.”  The 
])oint  is  even  more  clearly  stated  in  the  case  of 
Ransome  against  the  Eastern  Counties  Railway 
Comjiany  in  1858,  reixoi-ted  in  4th  Common 
Bench,  Ncav  Series,  jiage  135.  'I  his  was  a ques- 
tion of  the  scale  of  charges,  and  the  judgment  of 
the  Court  was  that  “ the  effect  of  such  a scale  of 
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charges  is  to  diminish  the  natural  advantages 
which  the  position  of  the  dealers  at  Ipswich,  by 
reason  of  its  greater  proximity,  gives  them  over 
the  dealers  at  Peterborough  in  respect  of  the 
traffic  at  Thurston.  Elmswell,  Stowmarket,  Need- 
ham Market,  Mellis,  and  Diss,  by  annihilating, 
in  point  of  expense  of  carriage,  a certain  portion 
of  the  distance  between  Peterborough  and  those 
jilaces,  and  just  in  proportion  by  which  that 
natural  advantage  is  diminished,  and  undue  pre- 
ference is  given  to  the  Peterborough  dealers,  and 
an  undue  disadvantage  is  brought  upon  the  com- 
plainants and  of  the  other  Ipswich  dealers.”  In 
all  those  cases  the  Court  decided  against  the  com- 
panies. 

Mr.  Craig. 

739.  I should  just  like  to  ask  you  one  or 
two  questions  with  regard  to  the  uniform  mileage 
rates.  I gather  from  your  evidence  that  you 
have  studied  that  question,  and  that  you  are  of 
opinion  that  it  ought  to  aj)ply  in  principle  uni- 
formly throughout  all  the  railway  systems  of 
Great  Britain  ; is  that  so? — No,  the  unifoi’mlty 
must  necessarily  be  confined  within  the  area 
governed  by  the  special  Acts. 

740.  Then  you  would  simply  apply  the  prin- 
ci^ile  to  each  individual  railway,  in  accordance 
with  its  existing  jirivate  Acts? — That  is  the  ex- 
treme length  to  which  I have  carried  the  pro- 
position. 

741.  So  that  in  coming  from  Lancashire  to 
London,  if  you  came  over  two  lines  your  uniform 
mileage  rate  would  have  to  be  arranged  with  re- 
gard to  each  Act  of  those  two  lines  ? — That  is 
so. 

742.  Then  I understand  that  it  is  not  “ uni- 
form ” in  amount  but  simply  in  principle  ? — 
SinqJy  in  principle. 

743.  And  that  you  w'ould  modify  that  in  its 
ap])lication,  according  to  the  circumstances  which 
affect  the  cost  of  transit  ? — Quite  so. 

744.  Y ou  would  consider  distance  as  one  cir- 
cumstance affecting  the  cost  of  transit  ? — A most 
important  circumstance. 

745.  So  that  if  you  take  these  two  coalfields  of 
Lancashire  and  Staffordshire,  the  one  being  160 
miles  from  London,  and  the  other  200,  and  every 
thing  being  equal  except  the  distance,  your  mileage 
rate  from  Staffordshire  to  London  xvould  be 
higher  than  that  from  Lancashire  to  London  ? — 
It  probably  would  be  so.  I jJut  my  proposition 
in  this  way,  that  it  would  be  for  the  Raihvay 
Commissioners  to  determine,  and  no  doubt  deter- 
mining it  according  to  the  principles  xvhlch  are 
established  they  xvould  make  that  difference. 

746.  Without  putting  any  question  as  to  the 
mode  of  determining  it,  I xvant  to  get  at  your 
idea  with  regard  to  the  application  of  the  prin- 
ci2)le  ; it  xvould  be  this,  that  requiring  less  per 
ton  per  mile  to  come  over  200  miles  than  over 
160,  the  mileage  rate  in  amouirt  from  Lancashire 
to  London  xvould  differ  from  that  from  Stafford- 
shire to  London  ? — I should  put  it  in  this  way, 
that  the  charge  would  be  more  to  Lancashire,  but 
it  would  not  be  more  in  the  same  jii’oportion  as 
the  distance. 

747.  But  taking  it  per  mile,  the  charge  would 
be  less  per  mile  ? — It  Avould  xvork  out  at  a less 
rate  per  mile. 
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748.  So  that  you  do  give  a legitimate  advan- 
tage to  the  nearest  coalfield  to  the  market ; you 
do  not  deprive  it  of  that  advantage  which  natu- 
rally belongs  to  it  ? — Not  at  all.  I consider  that 
by  so  doing  you  give  it  exactly  its  legitimate  ad- 
vantage, and  nothing  more. 

749.  Then  with  regard  to  quantity ; that  would 
also  be  considered  by  you  as  a circumstance  affect- 
ing the  cost  of  transit  ? — That  is  to  say,  where  the 
quantity  is  guaranteed  in  such  a manner  as  to 
make  it  cheaper  for  the  railway  company. 

750.  Sending  in  whole  train  loads  for  example, 
you  would  consider  entitled  to  a less  rate  per  ton 
per  mile  than  when  part  loads  were  sent? — I 
would. 

751.  Then  with  regard  to  gradients,  I under- 
stand that  you  would  also  consider  that  circum- 
stance in  applying  a uniform  principle  ? — I 
would. 

752.  So  that  it  really  comes  to  this,  that  you 
take  a principle  as  the  basis ; say  that  it  might 
be  the  cost  of  conveying  any  goods  over  a mile 
of  level  road,  and  you  fix  that  as  a principle  and 
apply  it  according  to  the  circumstances  of  quan- 
tity, distance,  and  gradients  ? — That  is  so. 

753.  And  I presume  the  practical  application 
of  the  principle  would  take  sometliing  like  this 
form  in  your  estimation  ; that  you  would  con- 
sider a certain  departure  from  the  horizontal  line 
in  point  of  gradient  would  justify  a change  in 
the  rate  ? — Most  undoubtedly. 

754.  And  a certain  departure  from  a full  train 
load  would  justify  it  also  ? — No  doubt. 

755.  And  a certain  departure  in  point  of 
distance! — Quite  so. 

756.  I think  I understand  your  meaning. 
Now  with  regard  to  maximum  rates,  I understood 
you  to  state  that  in  point  of  law  a railway  com- 
pany having  the  three  tolls  fixed  and  also 
maximum  rates,  would  not  be  at  liberty  to  charge 
according  to  the  tolls,  but  that  they  must  charge 
according  to  the  maximum  rate? — That  I take 
to  be  clearly  decided  where  they  act  as  carriers, 
and  they  act  as  carriers  if  they  supply  the  loco- 
motive and  have  the  charge  of  the  line. 

757.  Does  that  render  it  legally  obligatory 
upon  the  part  of  railway  companies  to  find  all 
the  three  things;  that  is  to  say,  the  way,  the 
engine  power,  and  the  waggons  ? — Undoubtedly, 
subject  to  this  qualification,  that  the  Kailway 
Commissioners  cannot  order  them  to  find 
waggons  if  it  is  not  within  their  power  to  supply 
them  ; there  is  that  limit,  “ within  their  power,"’ 
in  the  Act,  beyond  which,  of  course,  the  power 
of  the  Railway  Commissioners  does  not  go, 

758.  We  will  eliminate  for  the  present  all  con- 
sideration of  the  Railway  Commissioners  ; but 
inasmuch  as  you  have  laid  down  a general  prin- 
ciple, which  1 think  is  very  clearly  laid  down,  I 
should  like  to  see  your  own  application  of  the 
principle.  If  the  railway  companies  are  obliged 
by  law  to  cliarge  not  above  the  maximum  rate, 
and  in  accordance  with  the  maximum  rate  it  is 
legally  necessary  upon  their  part  to  find  waggons 
and  engine  power  as  well  as  way  ? — Undoubtedly, 
engine  power  they  must  necessarily  find,  but  as 
regards  waggons,  it  stands  in  this  way  : in  some 
Acts  there  is  a special  obligation  imposed  on 
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railway  companies  to  find  waggons  ; in  some  Acts, 
as,  for  example,  in  the  London  and  North  West- 
ern Company’s  Act  with  respect  to  carriers,  there 
is  a special  exemption,  but  whether  in  a given 
case  they  would  be  bound  by  the  existing  law  to 
supply  waggons  cailnot  be  determined  in  the  ab- 
stract ; it  is  a question  always  for  the  Railway 
Commissioners  whether  it  would  be  a reasonable 
facility  within  their  power  to  do  so. 

759.  In  the  event  of  a trader  insisting  upon 
finding  his  own  waggons,  would  that  entitle  the 
railway  company  to  revert  to  their  toll  chai’ges? 
— It  has  been  clearly  decided  that  when  a trader 
supplies  his  own  waggons,  and  that  is  ail,  the 
railway  company  are  still  carriers  and  governed 
by  the  rates. 

760.  So  that  the  deduction  from  their  charge  in 
respect  of  waggons  would  have  to  bear  a fair  pro- 
portion to  the  maximum  rate;  they  would  not  be 
allowed  to  deduct  simply  the  toll  fixed  for  the 
waggons,  and  then  charge  the  two  residual  tolls? 
— No  ; in  that  case  it  has  been  established  by  the 
Railway  Commis.sioners,  and  has  never  been 
ujDset,  that  a trader  finding  his  waggons  is  en- 
titled to  a deduction  from  the  charge,  of  the 
reasonableness  of  which  they  are  the  judges. 

761.  Do  you  know  how  they  arrive  at  the  rea- 
sonableness of  the  deduction ; do  they  take  it 
with  regard  to  the  tolls  or  with  regard  to  the 
maximum  rate  ? — They  take  it  with  regard  to  the 
maximum  rate. 

762.  I will  j)ut  a case  that  actually  existed. 
Suppose  that  a fare  is  made  up  of  a toll  of  l\d. 
for  the  road,  ^d.  for  the  locomotive  power,  and 
a 5 c?.  for  waggons,  and  that  they  have  a max- 
imum rate  of  a 1 JrZ.  In  the  event  of  waggons 
being  eliminated  at  the  request  of  the  trader, 
would  the  company  be  allowed  to  cliarge  1 1 d. 
toll  for  the  road  and  | d.  for  the  engine  jiower,  or 
would  they  be  obliged  to  deduct  only  for  wag- 
gons a fair  proportion  of  the  If  d.,  which  is  the 
maximum  rate  ? — The  question  has  exactly  stated 
the  case  ; the  company  cannot  charge  their  com- 
bined tolls  for  the  use  of  the  line  and  the  tolls  for 
the  locomotives ; they  can  only  charge  their 
maximum,  less  a deduction,  for  the  use  of  the 
waggons. 

763.  So  that  a railway  company  which  only 
refused  to  find  waggons  the  toll  of  which  was  one 
half-penny,  would  be  legally  wrong  in  charging- 
three  farthings  for  locomotive  power  and  a penny 
farthing  for  the  road,  the  maximum  rate  for  the 
whole  three  being  one  penny  three  farthings  ? — 
Certainly. 

764.  Now  with  regard  to  terminals,  do  I under- 
stand you  to  say  that  the  maximum  rates  include 
loading,  unloading,  and  covering  ? — The  maxi- 
mum rate  covers  every  service  incidental  to 
conveyance  except  those  services  incidental  to 
conveyance  which  are  specially  excejjted ; I con- 
sider loading  and  unloading  to  be  services 
incidental  to  the  conveyance  and  included  in  the 
maximum  rate,  unless  the  clause  runs  in  this 
way.  “ Every  service  incidental  to  conveyance 
except  a reasonable  sum  for  loading  and  un- 
loading.” 

765.  That  would  have  reference  more  to 
general  merchandise  ; but  let  us  take  the  case  of 
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minerals  were  there  is  no  question  of  loading  and 
unloading.  Now  I understood  you  to  state  that 
the  maximum  rate  included  all  shunting  and 
sorting  of  the  load  ? — Yes. 

766.  Also  a sufficient  amount  of  sidings  for  the 
exchange  of  the  traffic  ? — Quite  so,  provided  of 
course  that  another  question  does  not  arise  which 
sometimes  does  with  regard  to  sidings.  Where 
a siding  is  used  by  a coal  merchant  as  a sort  of 
warehouse,  and  trucks  are  allowed  to  remaiu  for 
a considerable  time,  that  introduces  a different 
kind  of  consideration. 

767.  And  the  companies  would  be  entitled  to 
charge  for  standage  for  waggons? — Yes,  they 
would. 

768.  Now  take  the  case  of  collieries;  the 
minerals  generally  are  sent  down  upon  a private 
railway  to  the  ))ublic  railway,  and  disputes 
frequently  ai’ise  with  regard  to  shunting  and 
sorting;  does  the  maximum  rate  for  coal  include 
all  sorting  and  shunting  necessary  before  the 
load  is  taken  away  from  the  private  sidings  to 
the  market  wherever  it  may  be  ? — Unquestion- 
ably. The  only  point  in  a case  of  that  sort 
woidd  be  this : if  the  private  siding  were  a very 
long  one  of  sevex’al  miles,  it  would  be  reasonable, 
of  course,  that  the  railway  company  should  be 
entitled  to  a mileage  rate  for  sending  their  loco- 
motives two  or  three  miles  ; but  assuming  it  is  a 
short  siding,  the  ordinary  process  of  taking  off 
the  waggons  and  putting  them  on  is  covered  by 
the  maximum  rate,  and  it  has  been  so  decided  by 
the  House  of  Lords  in  Gidlow’s  case. 

769.  If  they  had  to  travel  upon  a private  line 
they  would  be  entitled  to  charge  for  it,  but  so 
far  as  going  upon  private  sidings  is  concerned 
they  are  not  entitled  to  charge  for  it? — Not  at 
all. 

770.  Supposing  there  is  a train  load  of  50 
waggons  to  be  sent  to  five  different  districts,  and 
that  they  stand  mixed  upon  the  private  sidings, 
the  company  Avould  require  to  sort  them  in 
order  to  facilitate  the  delivery  as  they  went 
along  the  line,  there  being,  we  will  say,  five 
stations  between  Lancashire  and  London  at 
which  they  were  to  be  delivered ; can  they  com- 
pel the  private  owner  to  sort  them  upon  the 
private  sidings  to  suit  their  convenience,  or  are 
they  obliged  to  sort  them  themselves  without 
any  charge  beyond  their  maximum  rate? — I 
think  clearly,  that  the  sorting  is  included  in  the 
maximum  rate. 

Sir  Daniel  Gooch. 

771.  Can  you  tell  me  Avhat  case  you  refer  to 
when  you  say  that  the  Kailway  Commissioners 
have  fixed  a rebate  for  waggon  allowance  ? — It 
is  the  case  of  Watkinson  against  the  Wrexham, 
Mould,  and  Connah’s  Quay  Kailway  Com- 
pany. 

772.  Are  you  aware  that  there  was  a very 
long  investigation  by  the  House  of  Commons 
Avith  regard  to  the  publishing  of  the  rates  to 
stations  ; as  to  tlie  possibility  of  doing  it  in  con- 
sequence of  the  number  of  them? — If  you  refer 
to  the  inquiry  of  1872,  that  question  was  very 
much  considered. 

773.  Was  not  the  question  considered  also  as 
to  the  revision  of  the  rate  and  the  terminal 


Sir  Darnel  Gooch — continued. 

divisions,  if  possible,  at  that  time  ? — 1 forget  the 
exact  Avoi'ds  of  the  reference. 

774.  But  the  matter  was  gone  very  fully  into, 
was  it  not? — The  result  of  the  inquiry  was  that 
there  was  a change  made  in  the  larv  of  a very 
important  kind,  viz. : that  auy  trader  should  have 
the  right  to  go  to  the  Kailway  Commissioners 
and  require  a company  to  distinguish  in  its  rate- 
book how  much  was  for  mileage  and  how  much 
was  for  terminal  services.  The  Kailway  Com- 
missioners have  acted  upon  that  in  a liberal 
spirit,  so  that  if  a trader  does  demand  that  the 
tolls  upon  a particular  class  of  goods  shall  be  so 
distinguished,  that  has  to  be  done ; that  rvas  the 
result  of  the  opinion  of  the  Committee. 

775.  Is  not  that  done  noAV  if  the  public  wish 
it  ? — Yes. 

776.  What  more  would  you  have  ? — What  I 
suggest  is,  firstly,  that  that  ought  to  be  done  in 
all  cases  without  the  necessity  of  an  application, 
and,  secondly,  that  the  charge  for  terminals 
should  be  separated  in  the  account  which  is 
rendered  to  the  customer. 

777.  Have  you  any  idea  of  what  those  accounts 
Avould  be  like  ? — I think  I have. 

778.  Would  they  not  be  very  Amluminous? — 
I do  not  think  so  ; I think  it  only  requires  the 
addition  of  one  or  two  columns  to  the  account. 

Mr.  Monk. 

779.  I think  I understood  you  to  say  on  the 
last  occasion  in  answer  to  the  honourable  Mem- 
ber for  Forfarshire,  that  the  Board  of  Trade  has 
ample  power  under  the  Act  of  1854,  to  instruct 
the  xVttorney  General  or  the  Lord  Advocate  to 
take  jiroceedings  against  any  railway  companies 
that  they  believe  to  be  violating  the  law?- — 
Violating  any  of  the  provisions  of  the  Act  of 
1854. 

780.  Did  I understand  you  to  say  that  that 
power  had  never  been  exercised  by  the  Board  of 
Trade  ? — I believe  it  has  not,  because  the  subject 
is  referred  to  in  one  of  the  Keports  of  the  Rail- 
way Commissioners,  in  which  they  state  that  it  is 
a matter  of  regret  that  the  jioiver  has  not  been 
so  exercised. 

Chairman. 

781.  Would  you  recommend  that  Parliament 
should  find  the  money  for  conducting  any  pro- 
ceedings under  that  section? — Unquestionably, 
that  is  the  essence  of  the  proposal. 

j\Ir.  Monk. 

782.  You  would  recommend  that  a vote  should 
be  asked  for  in  the  Estimates  for  any  prosecution 
Avhich  was  undertaken  by  the  Attorney  General 
at  the  instruction  of  the  Board  of  Trade  ? — I 
understand  that  the  authority  of  Parliament  is 
necessary  for  all  such  expenditure. 

783.  And  you  consider  that  would  be  a very 
reasonable  expenditure-? — I consider  that  would 
be  a very  reasonable  and  a very  beneficial  expen- 
diture. 

784.  Is  not  the  statutory  power  given  to  the 
Board  of  Trade  under  the  Act  of  1854,  still 
further  extended  under  the  Railway  Commis- 
sioners.Act  of  1873  ; let  me  refer  you  to  Clause 
6 : “ Upon  the  certificate  of  the  Board  of  Trade, 

alleging 
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alleging  any  such  violation  or  contravention,  any 
person  appointed  by  the  Board  of  Trade  in  that 
behalf  may  in  like  manner  apply  to  the  Commis- 
sioners ; ” does  not  that  extend  the  powers  of  the 
Board  of  Trade? — Yes;  it  authorises  them  to 
authorise  other  persons  as  well  as  the  Attorney- 
General. 

785.  Are  you  aware  whether  any  application 
has  been  made  to  the  Railway  Commissioners 
under  the  powers  given  in  that  section  ? — I do 
not  recollect  any  such  case. 

786.  Do  you  consider  that  it  is  desirable  that 
the  Board  of  Trade  should  exercise  those  further 
powers  ? — I think  it  absolutely  necessary,  if  it  is 
desired  that  the  railway  companies  should  be  kept 
within  the  four  corners  of  the  law. 

Chairman. 

787.  Are  you  aware  of  any  application  being 
made  to  the  Board  of  Trade  under  this  Clause  6 
by  any  person  ? — I am  not  aware  of  any  such  ap- 
plication being  made. 

Mr.  Monk. 

788.  May  not  the  Board  of  Trade  act  ftroprio 
motu  under  this  clause,  without  any  complaint 
from  third  parties? — Not  under  Section  6 of  the 
Act  of  1873,  but  under  the  original  Act  of  1854 
they  certainly  may. 

789.  I believe  you  have  examined  the  Reports 
of  the  Railway  Commissioners? — I have. 

790.  Do  you  know  whether  the  decisions  of 
the  Railway  Commissioners  have  been  generally 
acquiesced  in  by  the  railway  companies  ? — I 
think,  almost  without  exception,  they  have  been 
acquiesced  in,  or  have  been  confirmed  on  ap- 
peal. 

791.  Have  there  been  many  cases  of  appeal? 
— A considerable  number. 

792.  And  prohibitions  have  also  been  moved 
for,  have  they  not  ? — Y es. 

793.  Then  you  state  that  the  decisions  of  the 
Railway  Commissioners  have  almost  invariably 
been  upheld  by  the  Court  of  Appeal  ? — I 
think  the  most  important  of  all  the  decisions  have 
been  upheld  ; there  have  been  two  or  three  cases 
in  which  they  have  not  been  upheld. 

794.  Could  you  state  the  number  of  decisions 
which  have  been  reversed  ? — There  is  Toomer’s 
case  and  the  Warwick  Canal;  I do  not  remember, 
at  present,  any  more. 

795.  Do  you  consider  that  the  frequent  appeals 
against  the  decisions  of  the  Railway  Commis- 
sioners act  prejudicially  in  the  case  of  Individual 
traders? — Very  much  so. 

796.  In  consequence  of  the  expense  of  defend- 
ing those  appeals? — So  much  so,  that  of  late  in 
one  or  two  cases,  the  Government  have  found  the 
money  to  defend  those  cases  on  questions  of  pro- 
hibition ; in  the  Hastings  case,  for  example,  I 
believe  the  Government  aj)peared  b}'  the  Attorney 
General,  and  the  whole  expense  of  fighting  that 
question  of  prohibition  was  borne  by  the  Govern- 
ment. 

797.  Would  you  recommend  any  further 
powers  to  be  given  to  the  Railway  Commis- 
sioners : I think  the  question  was  asked  you 
generally,  but  I mean  in  reference  to  appeal  ? — 

0.54. 
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The  suggestion  that  I made  with  regard  to 
appeals,  was  that  the  distinction  between  ap[;eals 
on  questions  of  fact  and  appeals  on  questions  of 
law  should  be  abolished,  and  that  apart  from  that 
distinction  every  litigant  should  have  the  right 
to  go  to  the  House  of  Lords  direct,  without  going 
to  any  intermediate  court. 

798.  In  order  to  save  expense? — Yes. 

Mr.  Caine. 

799.  Early  in  your  evidence  you  instanced  the 
case  of  the  Great  North  of  Scotland  Company  as 
having  endeavoured  to  increase  its  charges  be- 
yond the  maximum  rate  by  evading  the  maximum 
rate  clauses,  and  falling  back  upon  its  toll  clauses. 
After  giving  that  case  you  were  asked  if  you 
knew  that  any  English  railway  companies  had 
attempted  anything  similar,  and  your  reply  was  : 
“ I believe  something  similar  was  attemjited  in 
the  case  of  the  North  Staffordshire  Railway  Com- 
pany, but  I am  not  prepared  to  speak  to  the 
facts;”  are  you  now  prepared  to  speak  to  the 
facts  ? — In  that  case  it  was  precisely  the  same 
point  of  law  as  in  the  Aberdeen  case,  but  when  I 
said  I was  not  prepared  to  speak  to  the  facts, 
what  I meant  was  this,  that  I had  just  given  in 
evidence  the  exact  terms  of  the  notice  given  by 
the  Great  North  of  Scotland  Railway  Company, 
and  I was  not  sure  whether  the  North  Stafford- 
shire Railway  Company  had  done  the  same  thing 
in  those  precise  terms,  but  it  was  exactly  the  same 
point.  It  does  not  appear,  from  the  judgment  of 
the  Railway  Commissioners,  whether  that  notice 
was  in  the  same  terms  or  not. 

800.  Was  that  the  case  of  the  Chatterley  Iron 
Company  against  the  North  Staffordshire  Rail- 
way Company? — 1 think  it  was. 

801.  What  was  the  date  of  that  case  ? — 1878. 

802.  That  question  rather  bears  upon  some 
questions  which  were  put  to  you  just  now  about 
maximum  rates  ; can  you  tell  me  what  is  the 
maximum  rare  upon  the  North  Staffordshire 
minerals?  — I cannot  tell  you  that. 

803.  Is  it  l|(i.  per  ton  per  mile? — I dare 
say. 

804.  Can  you  tell  me  their  tolls  ? — No. 

805.  I am  informed  that  the  charge  for  the  use 
of  road  is  \\d.,  locomotive  power  | c/.,  and 
waggons  ^d.,  total  tolls,  2,V/.  ? — That  is  the 
usual  thing  in  the  way  of  tolls. 

806.  You  recollect  that  case  of  the  Chatterley 
Company,  do  you  not? — Yes. 

807.  Is  it  not  the  case  that  the  Chatterley 
Company  and  many  other  traders  upon  this  line, 
were  charged  those  rates  for  many  years,  and 
that  the  action  was  bi’ought  by  the  Cliatterlcy 
Comjiany  to  recover  the  difference  between  those 
full  tolls  and  the  maximum  rates  ? — That  was 
tried  before  the  Railway  Commissioners,  it  was 
not  an  action  to  recover  overcharges,  but  it  was 
an  application  for  an  injunction. 

808.  Have  you  any  opinion  to  offer  to  the 
Committee  ivhy  the  Chatterley  Company  did 
not  contest  the  matter  earlier  ? — I have  not. 

809.  Do  you  think  it  was  not  because  many  of 
the  traders  upon  the  line  had  through  rates  at 
less  than  the  maximum  rate,  and  feared  that 
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local  action  -would  disturb  those  through  rates  ? — 
That  is  a very  possible  explanation. 

810.  Did  not  the  North  Staffordshire  Com- 
pany in  that  case  contend  that  the  extra  charge 
was  for  terminals,  which  include  shunting,  sort- 
ing, and  so  on  ? — With  reference  to  that  case,  I 
forget  the  facts,  but  the  decision  was  that  the 
company  must  not  exceed  their  maximum  rates  ; 
that  they  could  not  charge  under  their  toll 
clauses. 

811.  I wish  to  ask  your  opinion  upon  a matter 
that  w'as  raised  by  Sir  Edward  Watkin  about 
the  rates  for  dead  meat  from  Aberdeenshire. 
Sir  Edward  Watkin  asked  you  a question  which 
struck  me  as  being  a very  reasonable  one  : “Does 
it  not  strike  you  that  if  that  principle  w-ere 
rigidly  applied  the  consumer  would  be  in  a very 
awkward  position”?  and  you  replied,  “I  am 
quite  satisfied  that  the  principle,  being  a sound 
one,  the  application  of  it  would  be  very  beneficial 
to  the  consumer  in  London  and  elsewhere.” 
Then  you  were  asked,  “If  the  operation  of  it 
were  to  raise  the  75a‘.  for  Aberdeenshire  meat 
to  150.C.,  would  that  be  for  the  benefit  of  the 
consumers  ” ? to  wdiich  you  replied,  “ The  only 
difference  then  would  be  that  the  meat  would 
be  sent  by  steamer,  and  at  as  cheap  a rate  as  at 
present.”  Do  you  know  the  rate  by  steamer  on 
meat  from  Aberdeen,  say  to  London  ? — 1 cannot 
give  that  figure,  but  I know  that  a large  quantity 
of  meat  is  sent  by  steamer. 

812.  Do  not  you  think  that  if  the  railway  rate 
were  raised,  the  steamers  would  raise  their  rates? 
— My  belief  is  that  the  rates  would  not  be  raised, 
because  I have  little  doubt  that  the  rate  is  a 
thoroughly  remunerative  rate  at  present. 

813.  'Do  not  you  think  that  the  steam  ship- 
owners would  be  glad  to  make  it  more  remune- 
rative?— But  as  the  steamers  are  paying  very  well 
just  now,  other  enterprising  men  in  that  event 
would  start  a steamer  and  take  the  meat  at  a less 
rate. 

814.  But  do  not  you  know  that  it  is  very  much 
easier  to  run  an  opposition  steamer  out  of  the  trade 
than  it  would  be  to  run  an  opposition  railway 
out  of  the  trade  ? — I cannot  say  how  that  may 
be. 

Mr.  Samncl&on. 

815.  If  that  were  done,  it  could  only  be  done 
by  reducing  the  rate  and  not  by  raising  it? — By 
reducing  the  rate  of  course. 

Mr.  Caine. 

816.  You  yourself  have  given  an  instance,  I 
think,  in  answer  to  Question  120,  in  which  rail- 
way rates  were  reduced  in  consequence  of  steam- 
shi))  o])position,  namely,  the  rates  from  Swansea 
to  Liverpool  on  tin  plates  and  other  goods,  which 
go  Iroin  Swansea  to  Liverpool ; do  not  you  think 
that  if  they  were  compelled  to  charge  a mileage  rate 
to  Liverpool,  it  would  increase  the  rate  l)y  the  rail- 
way C()nq)any  without  getting  rid  of  the  opposition 
ol’  the  steamship  company  ? — 1 assume  that  the 
com])any  arc  charging  at  present  a remunerative 
rate,  and  that  they  can  continue  to  do  so  ; accord- 
ing to  the  principle  which  1 stated  the  difference 
in  distance  would  be  a sufficiently  good  reason  for 
reducing  the  total  cost  to  tlic  company,  and  your 
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question  seems  to  assume  that  they  are  at  present 
running  at  an  unrernunerative  rate. 

817.  The  company  are  not  running  at  the 
mileage  rate,  are  they  ? — The  result  would  be 
that  they  would  not  probably  Increase  their 
charges  to  more  distant  people,  but  that  they 
would  be  obliged  to  reduce  them  somewhat  to 
those  who  did  not  go  so.  fir. 

818.  I just  want  to  get  at  the  bottom  of  your 
opinion  rvith  relerence  to  this  mileage  rate. 
There  was  a time  when  no  steamship  ran  from 
Liverpool  to  Carnarvon,  and  the  railway  com- 
pany had  it  all  their  own  way.  A steamer  was 
put  on  the  berth,  and  it  immediately  reduced  the 
railway  comjiany’s  rates  several  shillings  per  ton; 
certainly  very  much  below  the  mileage  rates,  and 
that  was  a rate  in  comjietition  with  the  steam- 
ship company.  That  very  greatly  benefited  the 
town  of  Carnarvon,  securing  them  a low  rate, 
whereas  if  the  steamer  had  not  run  they  would 
have'continued  to  pay  the  higher  rate  ; do  you 
think  that  should  be  prevented?  — Certainly 
not. 

819.  But  supjiosing  the  rate  from  Liverpool  to 
Carnarvon  by  railway  to  be  20  s.  jier  ton,  and  the 
steamsbip  company  reduced  their  rates  to  3 s. 
per  ton,  would  you  allow  the  railway  company  to 
charge  3 s.  ? — Of  course  that  is  putting  a hypo- 
thetical question,  and  I must  give  a hypothetical 
answer.  The  answer  I would  give  would  be 
that  the  railway  company  must  do  either  one 
thing  or  the  other ; either  reduce  their  rates 
proportionately  upon  the  whole  line,  or  else  in- 
crease them  proportionally. 

820.  Would  that  not  knock  on  the  head  your 
opinion  about  the  mileage  rate? — I do  not  mean 
by  mileage  rate  anything  abstract  or  absolute, 
but  simply  so  much  to  be  charged  for  distances 
measured  into  quantities  of  a mile  each,  so  to 
speak. 

821.  Would  you  permit  railway  companies  to 
charge  so  low  a rate  in  competition  with  an  oppo- 
sition carrier  as  Avould  mean  a loss  to  the  railway 
company,  with  the  view  of  running  off  the  oppo- 
sition carrier,  or  where  would  you  stop  ? — The 
existing  law  is  this,  that  they  are  not  to  reduce 
their  rates  merely  from  competition  upon  one 
particular  part  of  the  line,  without  giving  the 
benefit  of  that  reduction  all  round. 

822.  Then  there  is  just  one  more  question 
which  I should  like  to  ask  you  with  regard  to 
your  answer  to  Question  597,  upon  the  question 
of  the  publication  of  lists  of  rates,  you  were 
asked  whether  there  were  upon  the  Great  North- 
ern line  10  millions  of  rates,  and  you  said  you  did 
not  know  the  exact  figure  ; I suppose  those 
10  millions  of  rates  wouk;  be  made  up  cf  rates  from 
every  station  to  every  other  station? — Y^es. 

823.  But  could  not  some  rates  be  published 
from  say,  first  class  stations  to  first  class  stations 
upon  the  different  lines,  at  no  very  great  cost  ? — 
1 believe  that  is  done  in  France  and  Belgium. 

^Ir.  Lotrthvr. 

824.  Terminals  include  loading  and  unloading, 

cartino-  and  delivery,  and  station  accommodation? 

® ♦ » *1 
— When  so  specified. 

825.  Is  there  any  obligation  upon  railway 

companies 
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companies  to  build  stations  at  all  ? — I do  not 
know  that  there  is  any  specific  obligation  upon 
railway  companies  to  build  stations,  but  I do  not 
know  how  they  could  carry  on  their  business 
without  stations. 

826.  But  it  is  never  stated  in  their  Acts  that 
they  are  bound  to  build  stations  ? — No. 

827.  It  is  not  quite  clear,  I think,  whether 
you  do  or  do  not  think  that  the  Railway  Com- 
missioners should  arrange  a classification  of  the 
goods  ; judging  from  your  answers,  I think  you 
were  in  favour  of  that  ? • — • Substantially,  my 
answer  indicates  my  opinion,  but  not  quite ; 
what  I would  say  is  that  the  railway  companies 
ought  to  prepare  a classification,  and  submit  that 
for  the  approval  of  the  Railway  tommissioners, 
and  then  it  would  have  the  same  authority  as  if  it 
had  been  in  their  original  statute. 

828.  If  they  could  approve  it  they  would  also 
disapprove  ir,  and  they  would  have  power  to 
reject  it  ? — They  would  have  that  power  abso- 
lutely. 

829.  Do  you  know  whether  the  classification 
of  goods  is  the  same  upon  railways  each  side  of 
the  Thames? — I think  from  the  table  I put  in 
the  other  day,  you  will  find  that  it  is  very  much 
the  same. 

830.  I have  been  told  they  are  quite  different? 
— As  regards  the  prices  they  are  different. 

831.  But  I am  speaking  with  regard  to  classi- 
fication alone  ? — I think  they  are  not. 

Mr.  Monk. 

832.  Would  it  be  possible  for  railway  com- 
panies to  give  all  the  reasonable  facilities  named 
in  the  Railway  and  Canal  Traffic  Act  for  the  re- 
ceiving, forwarding,  and  delivering  of  ti’affic  on 
the  railway,  if  there  were  no  terminal  station 
such  as  that  which  is  mentioned  in  the  Act  it- 
self?— It  would  be  impossible. 

]\Ir.  Loiother. 

833.  You  stated  that  individuals  might  suffer 
from  railway  companies  Avhen  they  made  com- 
plaints against  them,  and  you  instanced  the  case 
of  Messrs.  Howard  and  the  Midland  Railway 
Company  ; do  you  know  of  many  cases  of  that 
kind  ? — That,  of  course,  is  within  my  knowledge, 
and  I mentioned  another  circumstance,  that  some 
information  I have  given  to  the  Committee  I had 
01  dy  obtained  upon  express  conditions  that  I 
should  not  name  my  informants,  and  I have  heard 
a great  deal  of  the  same  sort  of  thinjr. 

Mr.  Grec/orij. 

834.  You  have  been  asked  with  regard  to  the 
effect  upon  the  consumer  of  bringing  the  produce 
from  a longer  distance,  and  whether  it  would  not 
be  a great  advantage  to  the  public  to  have  that 
competition  ; you  assume,  I presume,  that  railway 
companies,  as  a general  rule,  carry  at  rates  remu- 
nerative to  them  ? — I should  certainly  assume 
so. 

835.  And  therefore  that  they  would  carry  to 
the  longer  distance  at  a remunerative  rate  ? — 1 
could  mention  a case  very  strongly  in  support  of 
that ; upon  the  Caledonian  Company  there  is  an 
obligation  imposed  to  take  traffic  from  the 
Glasgow  and  South  Western  Railway  at  certain 
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minimum  scheduled  rates,  and  upon  looking  at 
that  schedule  I observed  that  their  minimum 
average  for  all  classes  of  goods  was  '8  of  a penny 
a ton  a mile,  from  which  I infer  that  an  aver.age 
of  ‘8^1  of  a penny  a ton  a mile  is  a rate  which  is 
not  unremunerative. 

836.  That  is  to  say,  it  is  their  own  rate,  in 
fact  ? — Yes. 

837.  Of  course,  certain  allowances  may  have 
to  be  made  for  carrying  over  a long  distance,  as 
against  a short  one  ? — It  is  cheaper  to  the  railway 
companies,  undoubtedly. 

838.  Therefore  a certain  allowance  must  be 
made  with  respect  to  that  ? — Certainly. 

839.  But  assuming  that  allowance,  if  thei'e  is 
an  unequal  rate,  as  against  the  shorter  distance, 
it  must  be  more  than  a remunerative  rate  in  that 
case '/ — Ye.s. 

840.  Therefore  they  are  obtaining  more  than 
a remunerative  rate  for  the  short  distance,  in  ad- 
dition to  the  remunerative  rate  for  the  long  one  ? 
—Yes. 

841.  Now,  the  cost  of  the  article  in  the  market 
I take  to  be  the  cost  cf  production,  and  the  cost 
of  conveyance,  and  a fair  trade  profit? — Yes. 

842.  Which  would  be  equal  in  either  case  ? — 
Yes. 

843.  Therefore,  in  those  two  cases,  we  have 
equally,  in  either  case,  the  cost  of  production, 
and  the  cost  of  carriage  ? — Yes. 

844.  And  the  consumer  at  the  shorter  distance 
is  handicapped  by  the  heavier  rate  of  carriage  ? — 
I have  some  remarkable  instances  of  that,  which 
I can  give  to  the  Committee  : the  Great  Western 
Railway  Company  charge  a penny  a gallon  for 
milk  carried  100  miles,  and  they  charge  just  the 
same  for  10  miles.  I have  been  informed  by 
those  in  the  trade  that  very  great  quantities  of 
milk  from  short  distances  are  sent  to  Loudon  by 
carts,  because  the  railway  charge  is  so  high. 

845.  We  have  it  in  evidence  that  the  cost  to 
the  consumer  is  the  production,  the  trade  profit, 
and  the  cost  of  conveyance? — That  is  so. 

846.  We  have  also  got  it,  that  the  higher  rate 
is  charged  to  the  producer  at  the  short  dis- 
tance ? — ■ Yes. 

847.  And  a higher  rate  than  that  which 
is  remunerative  to  the  railway  companies  ? — 
Yes. 

848.  Is  not  the  effect  of  the  higher  rate  for  the 
short  distance  that  the  pi’oducer  at  the  short  dis- 
tance is  obliged  to  put  a higher  price  upon  his 
articles  in  the  market  than  he  wmuld  otherwise 
have  to  do  ?— That  would  be  the  natural  ten- 
dency, but  I should  be  afraid  that  the  producer 
was  not  able  to  get  it,  and  I may  mention  an  in- 
stance in  point : I have  a complaint  from  a 
farmer  who  took  a dairy  farm  at  Three  Bridges  ; 
the  rate  for  milk  to  Brighton  was  a 1 cZ.  a gallon, 
which  was  a very  high  rate  for  the  conveyance 
of  milk  ; that  was  several  years  ago.  Three 
years  ago  the  Brighton  Company  increased  the 
charge  for  milk  50  per  cent. ; but,  of  course,  in 
the  London  market  he  is  not  able  to  get  50  per 
cent,  more  for  milk,  and  the  result  is  that  he  is 
very  anxious  to  get  out  of  his  farm,  if  he  can  do 
so  without  sacrificing  his  capital. 

849.  In  that  case  it  operates  in  this  way,  that 
he  loses  the  supply,  or  he  has  to  pay  a higher 
rate  ? — The  result  in  his  case  is,  that  either  he 
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Mr.  Gregory — continued, 
has  to  be  content  with  less  than  a fair  profit,  or 
he  must  go  out  of  the  market  altogether. 

850.  A man  selling  at  less  tlian  a fair  profit, 
practically,  I suppose,  ceases  to  carry  on  a trade  ? 
— Thai  is  the  result. 

851.  I understand  from  you  that  in  several  of 
these  cases  of  which  you  have  told  us,  particularly 
with  res})ect  to  the  southern  lines,  this  differential 
rate  has  led  the  company  considerably  beyond 
their  legal  rates  ? — Beyond  their  le^ial  maximum, 

852.  So  that,  for  the  purpose  of  bringing  in 
these  articles  from  the  longer  distance,  as  against 
the  shorter,  they  have,  in  fact,  violated  the  pro- 
visions of  their  Acts  of  Parliament? — I consider 
so. 

853.  Now,  a word  as  regards  a collection  ; you 
were  questioned  about  the  amount  you  allowed 
to  the  London,  Chatham,  and  Dover  Company 
for  the  cartage  of  goods,  and  you  put  it  at  5 -s. ; 
I suj)pose  there  is  no  obligation  upon  the  com- 
pany to  cart  the  goods? — IV o. 

854.  On  the  other  hand  there  is  nothing  to 
prevent  any  stranger  carting  the  goods  \ — 
Nothing. 

855.  Jn  fact,  I think,  in  some  cases  they  do  so, 
do  they  not?— No  doubt. 

856.  A lai-ge  amount  of  goods  is  collected  by 
Messrs,  Pickford  and  Company  in  London,  and 
conveyed  to  the  railway  stations? — I believe  so. 

857.  Do  you  know  what  rate  they  charge  for 
that  ? — I do  not  know  that. 

858.  1 jiresume  the  companies  would  have 
greater  facilities  for  carting  goods ; that  is  to 
say,  they  might  make  their  own  arrangements 
for  delivery,  and  handling  which  would  give 
them  an  advantage  ? — That  is  the  case. 

859.  Therefore  it  might  be  more  convenient 
that  they  should  have  the  cartage? — It  may  be 
more  convenient. 

860.  But  there  is  no  reason  why  they  should 
charge  anything  more  for  it  than  any  private 
individual  ? — No. 

861.  I think  I understand  you  to  state  that 
you  had  ascertained  the  rate  of  delivery  in  some 
cases  where  it  was  3 s.  6 ^/.  ? — I have  seen  3 s,, 
4 s.,  aiid  5 s.  prices,  but  I took  what  I considered 
the  outside  figure. 

862.  Now,  you  stated  that  the  London,  Chat- 
ham, and  Dover  Eailway  Company  brought 
these  goods  up  to  Blackfriars? — Yes,  in  many 
cases. 

863.  And  delivered  them  in  the  Borough  ? — 
That  is  so. 

864.  That  is  not  a quarter  of  a mile  of  cartage, 
is  it? — It  is  a very  short  distance  to  the  Borough 
Market. 

865.  As  regards  the  foreign  hops,  I forget  the 
rate  you  gave  the  Committee  from  Folkestone; 
what  was  it? — It  is  17  s.  6 f/.  from  Boulogne, 
and  1 /.  8 s,  6 d.,  I think,  from  Paris. 

866.  And  what  was  the  rate  from  Canterbury? 
— 1 think  1 gave  the  rate  from  Ashford,  Avhich 
was  1 /.  16  s.  8 d. 

867.  The  carriage  even  from  Boulogne  in- 
cludes two  transhipments? — T cs,  they  must  load 
in  the  steamer  at  Boulogne  ; they  must  unload 
and  then  reload  into  the  railway  trucks. 

868.  That  adds  to  th.e  cxiiense,  docs  it  not  ? — 
Undoubtedly. 


Mr.  Mulholland. 

869.  I think  you  advocate  an  equality  of 
mileage  rates,  upon  the  principle  that  districts 
ought  not  to  be  deprived  of  any  natural  advan- 
tages they  possess  of  accessibility  to  a market? 
— Yes,  and  also  upon  the  jjrinciple  that  railway 
companies  ought  to  charge  according  to  the  cost 
of  conveyance. 

870.  That  may  be  additional,  but  you  also 
advocate  it  upon  the  ground  I pointed  out  ? — 
Yes. 

871.  Do  not  you  consider  that  proximity  to  a 
seaport  is  a natural  advantage  ? — It  is  a very 
great  natural  advantage. 

872.  Would  you  not  be  rather  going  against 
the  principle  I have  stated,  if  a colliery  near  a 
seaport  had  to  pay  a rate  strictly  according  to  its 
distance  by  rail  from  the  market ; would  it  not 
be  deprived  of  the  natural  advantage  it  possesses, 
if  the  rate  of  railway  carriage  rvere  to  be  greater 
from  there  than  from  other  districts  which  had 
not  that  advantage  ? — I should  propose  that  they 
should  be  charged  upon  the  same  principle 
throughout : a place  Avliich  is  nearer  the  sea  has 
a greater  pro.'.imity  to  the  market  as  regards  the 
sea.  In  Budd’s  case  there  was  a greater  j)roximity 
as  regarded  Liverpool. 

873.  Supposing  there  w'as  a colliery  upon  one 
side  of  England,  300  miles  from  London,  and 
another  colliery  200  miles,  and  the  colliery  300 
miles  oft'  could  send  to  London  cheaper  by  sea 
than  the  colliery  200  miles  away  could  by  rail, 
w’ould  you  not  be  putting  one  place  to  a dis- 
advantage, if  you  insisted  upon  the  charge  being 
relatively  as  high  in  the  one  case  as  in  the  other? 
— No,  if  it  does  not  pay  the  railway  company  to 
cany  as  cheaply  as  they  can  send  by  sea,  the 
goods  can  go  by  sea. 

874.  Although  they  might  not  pay  the  maxi- 
mum rate  of  profit,  it  might  be  better  for  them  to 
carry  at  a low  rate  than  not  carry  at  all ; and  on 
the  other  side,  the  colliery  proprietors  might 
have  some  reason  for  sending  by  railway  such  as 
accessibility  to  the  line  which  it  might  not  have 
for  sending  by  sea.  I only  wanted  to  see  how 
you  got  over  a little  ap])arent  contradiction  upon 
the  principle  ? — What  I stated  was  just  the  or- 
dinary law  which  has  been  laid  down  for  more 
than  20  years,  that  a railway  company  is  not  to 
deprive  a place  of  the  natural  advantages  of  its 
position  ; if  you  carry  that  principle  out,  I do  not 
see  that  it  leads  to  any  consequence  that  is  at  all 
injurious. 

875.  Are  you  aware  if  there  are  many  rail- 
way comjjanies  in  whose  maximum  charges 
loading  and  unloading  are  excepted?— I think 
that  perhajis  in  the  large  majority  of  cases  load- 
ing and  unloading  are  excepted. 

Chair  mail. 

876.  I wish  to  ask  you  one  or  two  questions 
about  your  recommendations  as  to  reform. 
First  of  all  you  recommend  that  a raihvay  com- 
pany should  be  bound  to  show  how  much  it 
charges  for  conveyance,  and  how  much  it  charges 
for  terminals  in  the  rate-book;  that  was,  I believe, 
the  recommendation  made  to  Parliament  by  the 
Koval  Commission,  and  by  the  Joint  Committee 
on  Railway  Amalgamation? — It  was. 

877.  Would  you  explain  to  me  how  in  your 

pamphlet. 
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pamphlet,  which  you  have  published,  you  say,  at 
page  10.  “ Of  late  years  the  companies  have 

shown  greater  obedience  to  the  law,  and  it  would 
hardly  now  be  necessary  in  a proper  case  to  go 
before  the  Commissioners how  do  you  recon- 
cile that  with  your  suggestion  that  there  should 
be  an  alteration  in  the  law  ? — I do  not  propose 
that  there  should  be  an  alteration  in  the  law 
upon  that  point. 

878.  Is  a railway  company  bound  to  do  it 
now  ? — That  paragraph  must  have  had  reference 
to  another  aud  a different  point,  that  is  to  say, 
whether  in  the  account  that  is  rendered  to  the 
trader  that  distinction  should  be  made. 

879.  Let  me  refer  yon  to  Question  345  ? — 
What  I stated  there  was,  that  that  which  at  the 
present  time  could  be  done  by  an  exceptional 
application,  ought  to  be  done  as  a matter  of 
course  in  all  the  rate-books. 

880.  But  then  in  your  pamphlet  you  say  that 
it  it  hardly  necessary  now,  in  a proper  case,  to  go 
before  the  Commissioners  at  all,  because  the  com- 
panies have  of  late  years  shown  greater  obedience 
to  the  law  ? — What  I mean  is,  that  if  a trader 
now  makes  an  application  to  a railway  company 
asking  them  to  distinguish  in  the  rate-book  the 
different  charges,  the  companies  have  recently 
shown  greater  disposition  to  do  so  without  the 
necessity  of  forcing  them  to  go  to  the  Railway 
Commissioners  ; but  I fear  that  that  statement 
is  perhaps  a mistake,  because  there  is  a very 
recent  case  in  which  the  London  and  South 
Western  Company  refused  to  do  so,  and  Mr. 
Amey,  of  Petersfield,  was  obliged  to  go  to  the 
Railway  Commissioners  and  obtain  a judgment. 

881.  Then  you  rather  adhere  to  what  you 
stated  before  the  Committee  than  to  what  you 
stated  in  that  pamphlet  ? — Yes,  with  that  expe- 
rience before  my  eyes. 

882.  Your  next  recommendation  is  that  there 
should  be  a penalty  attached  to  railway  com- 
panies overcharging  ; now,  I would  ask  you  with 
reference  to  that,  whether  you  ever  heard  it 
suggested  that  the  Board  of  Trade  should  have 
power  to  apply  to  the  Railway  Commissioners  for 
an  injunction  in  the  case  of  a railway  company 
being  proved  to  have  charged  more  than  they 
have  been  legally  allowed  to  do  ? — At  that  point, 
in  my  evidence,  1 had  in  my  mind  overcharging, 
not  with  regard  to  the  maximum,  but  with  regard 
to  the  rate-book. 

883.  Then  you  Avere  rather  dealing  with  what 
the  Railway  Commissioners  asked  for  themselves 
at  page  6 of  their  4th  Report.  They  there  say, 
“ We  have  had  from  time  to  time  complaints  made 
to  us  of  high  charges  on  local  traffic,  and  it  de- 
serves consideration  whether  it  would  not  be 
well  that  this  important  statutory  qualification  of 
reasonableness  were  made  of  practical  value,  and 
security  taken  for  its  being  observed  by  our  being 
authorised  to  enjoin  the  reduction  of  unreason- 
able charges,  just  as  we  enjoin  the  reduction  of 
unequal  charges.”  Is  that  what  you  were  point- 
ing to  ? — No,  that  is  a different  point. 

884.  What  is  your  point  here  ? — What  I mean 
is  this : the  rate-book  contains  a certain  charge 
which  the  company  profess  to  make,  and  1 think 
if  a company,  to  a particular  individual,  charges 
less  or  more  than  the  sum  named  in  their  own 
rate-book  (without  reference  to  the  question  of 
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maximum  at  the  present  moment)  they  ought  to 
be  subject  to  a penalty  ; and  my  reason  is  this, 
that  it  is  by  charging  less  than  the  rate-book 
indicates  that  they  are  able  to  give  secret  pre- 
ferences. 

885.  Then  you  mean  there  is  no  })enalty  at- 
tached to  preference  noAV ; there  is  only  the 
poAver  in  the  Railway  Commissioners  to  give 
redress? — Yes,  plus  the  repayment  of  past  over- 
charges. 

886.  Then  you  do  not  propose  to  deal  Avltli 
overcharge  in  the  sense  of  chai’ges  beyond  the 
maximum  rate  alloAved,  otherAvise  than  in  the 
sense  of  leaving  that  to  the  common  laAV  courts  ; 
you  leave  that  to  the  common  laAv  courts  ? — 
Quite  so. 

887.  Now,  Avith  regard  to  the  classification;  the 
recommendation  of  the  ffoint  Committee  on  Rail- 
Avays  Avas,  that  the  Clearing  House  qualification 
should  be  adopted  ? — Yes. 

888.  You  do  not  agree  Avith  that  I think  ? — I 
do  not  object  to  it  as  far  as  principle  is  concerned, 
but  what  I am  afraid  of  is  that  the  joint  com- 
mittee did  not  take  into  consideration  the  enor- 
mous practical  difficulties  in  the  Avay  of  doing  it. 

889.  Then  a word  as  to  the  question  about 
equal  mileage  rates  ; have  you  read  the  Report 
of  the  Select  Committee  on  RailAvays  ? — I have. 

889*.  That  Committee  condemns  the  idea  very 
strongly,  do  they  not  ? — They  condemn  equal 
mileage  rates  upon  the  ground  that  the  adoption 
of  equal  mileage  rates  did  not  take  account  of  the 
three  circumstances  Avhich  I have  incorporated, 
so  to  speak. 

890.  You  Avant  to  have  equal  mileage  rates  as 
a rule,  but  to  allow  the  raihvay  companies  to 
apply  to  the  Commissioners  for  exceptions  ? — 
Yes. 

891.  I Avill  take  the  case  put  in  the  Report  of 
the  Royal  Commission  on  Raihvays,  and  ask  how 
any  exception  Avould  meet  a case  of  this  sort. 
On  page  47  of  the  Report  of  the  Royal  Commis- 
sion on  Railways,  it  says,  “ It  is,  however,  the 
interest  of  every  railway  company  to  develope  the 
trade  of  its  district,  and  Ave  learn  from  the  North 
Staffordshire  Railway  Company  that  on  the 
temporary  stoppage  of  the  supply  of  coal  in  1864, 
that  company,  to  keep  up  their  traffic  (dependent 
on  the  prosperity  of  the  pottery  trade)  cari'ied 
coal  from  the  Derbyshire  and  Leicestershire  coal 
fields  at  a rate  of  freight  barely  in  excess  of 
Avorking  expenses.  Had  the  railAvay  company 
not  done  so  the  pottery  trade  Avould  have  come 
to  a standstill,  and  the  raihvay  company  Avould 
have  sustained  great  loss ; similarly  the  Great 
Western  and  London  and  North  Western  Rail- 
Avay Companies  brought  coal  into  South  Stafford- 
shire from  Wales  at  very  cheap  rates.  More 
recently,  in  the  case  of  a temporary  interruption 
of  the  iron  manufacture,  the  North  Staffordshire 
Company  carried  puddled  bars  at  exceptionally 
low  rates  of  freight.”  What  I Avould  put  to  you 
is  this,  if  this  had  been  a temporary  emergency, 
the  raihvay  company,  if  your  proposal  Avere 
carried  out,  could  not  meet  this  temporary  diffi- 
culty connected  Avith  the  pottery  trade  or  any 
other  trade  without  applying  to  the  Raihvay  Com- 
missioners ? — I think  they  would.  First  of  all, 
I assume  that  they  reduce  the  rate  on  coal  all 
round  the  system  to  everybody  alike. 
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892.  But  I point  out  to  you  there  that  they 
Avere,  by  this  paragraph  I have  read  to  you, 
carrying  at  a rate  of  freight  barely  exceeding 
the  working  expenses?  — I do  not  think  there 
Avould  be  anything  to  hinder  that,  because,  sup- 
pose ilie  rate  at  a given  moment  is  so  much  per 
mile,  then  the  company  issue  a notice  that  they 
value  that  particular  class  of  goods  at  so  much 
a mile  ; that  would  not  be  an  infringement  of 
equality. 

893.  But  3mu  would  insist  upon  their  carrying 
it  all  round  their  sj’stem  at  the  same  reduction  ? 
— I understand  that  in  that  case  they  did  so  ; 
that  they  carried  coal  to  everybody  cheaper,  not 
cheaper  to  some  persons  lhan  others. 

894.  I read  this  as  only  coal  from  the  Derby- 
shire and  Leicestershire  coalfields  to  tlie  pottei-y 
district  to  keep  the  pottery  trade  alive  ? — 
Exactly  ; but  I do  not  understand  that  they 
charged  to  the  public  one  price,  and  to  the  pot- 
tery trade  another  price. 

895.  But  they  carried  at  a specially'  low  jnnce 
to  the  potteries  upon  their  system,  I understand ; 
you  do  not  tliink  they  should  be  allowed  to  do 
so  ? — I do  not  know  that  that  would  be  objection- 
able, because  in  a case  of  this  kind  the  question 
of  reasonableness  would  come  before  the  Kail  way 
Coiumissioners. 

896.  In  that  case  your  system  would  break 
down,  would  it  not? — Not  at  all.  1 take  it  in 
this  Avay  ; suppose  they  do  so,  and  some  person 
complains  that  the  company  are  chai'ging  less  to 
those  people  than  was  sanctioned  by  the  Hallway 
Commissioners,  the  Commissioners  need  not 
issue  an  injunction  if  they  thought  under  the 
circumstances  that  it  was  not  reasonable  that 
the}"  should  do  so. 

897.  I thought  your  pi-oposal  was  that  they 
would  be  held  to  be  infringing  the  law  ipso  facto, 
by  charging  these  lower  mileage  rates  without 
previously  obtaining  the  sanction  of  the  Kailway 
Commissioners? — I do  not  think  that  it  would 
work  out  in  that  way,  but  if  there  is  any  diffi- 
culty of  that  kind,  there  is  no  reason  why  it 
should  not  be  jirovided  for. 

898.  I wish  to  ask  you  one  more  question ; 
supposing  a railway  company,  under  the  autho- 
rity of  Parliament,  have  obtainedaport,  or  docks, 
or  harbour,  and  have  expended  large  sums  of 
money  upon  it,  I want  to  knoiv  whether  it  is  your 
view  that  they  ought  to  be  forbidden  to  open  the 
traffic  to  that  port  by  giving  special  facilities  to 
the  trade  to  that  port? — I do  not  propose  to  alter 
the  existing  law  in  any  respect,  as  far  as  that  is 
concerned. 

899.  But  the  existing  law  permits  it,  does  it 
not;  a railway  company  having  two  lines,  one 
running  to  A.  and  one  to  B,  is  permitted,  so  long 
as  they  charge  the  same  to  everybody  who  goes 
to  it,  to  charge  less  to  A,  which  is  farther  from 
their  centre,  than  they  do  to  B ? — What  you 
suggest  is  similar  to  Budd’s  case.  The 
London,  Chatham,  and  Dover  Company  carry 
goods  to  Queensborough  at  a less  rate  than  they 
do  to  Sittingbourne  ; whether  that  was  illegal 
Avould  depend  upon  the  question  of  competition 
between  traders  ; ivliether  any  trader  could  show 
that,  in  consequence  of  that,  some  other  trader 
had  the  advantage  against  him  in  consequence  of 
the  competition. 


Chairman — continued. 

900.  Going  upon  the  same  line? — Yes,  going 
upon  the  same  line. 

901.  You  would  not  say  that  you  would  wish 
any  alteration  of  the  law  made  in  that  respect? — 

I wish  absolutely  no  alteration  of  the  law  with 
regard  to  undue  preference. 

902.  Do  you,  in  your  answer  to  Question  442, 
adhere  to  this,  that  you  would  recommend  that 
the  Railway  Commissioners  should  have  power  to 
deal  with  the  question  of  debt  and  account  ? — 
That  relates  to  past  overcharges. 

903.  It  virtually  took  the  form  of  an  action 
for  money  had  and  received  ? — Yes. 

904.  And  you  still  adhere  to  it  that  the  Rail- 
way Commissioners  should  have  power  to  act  in 
those  cases  ? — It  is  very  easily  done ; they  have 
only  to  employ  the  registrar  to  go  into  the 
details. 

905.  I only  want  to  ask  you  one  question 
about  the  Board  of  Trade : taking  the  Railway 
and  Canal  Traffic  Act  of  1873,  Section  13,  are 
you  aware  that  there  have  been  many  cases  of 
corporations  applying  and  receiving  a certificate 
from  the  Board  of  Trade  under  that  section  ? — 
There  are  several  cases  of  that  kind. 

906.  But  there  have  been  no  cases  under  Sec- 
tion 6 ? — I think  not  ; I cannot  speak  positively 
with  regard  to  that. 

907.  You  are  aw'are  that  a great  many  Cham- 
bers of  Commerce  have  been  complaining  that 
the  opinion  of  the  Crown  has  been  given,  that 
they  are  not  corporations  within  the  meaning  of 
Section  13? — That  is  so. 

908.  But  is  it  your  opinion  that  they  might 
ajipear  under  Section  6 ; that  they  might  depute  _ 
one  of  their  body  to  take  up  the  case? — Assum- 
ing the  Committee  were  not  of  opinion  that  the 
Board  of  Trade  should  be  required  to  do  the 
work,  and  you  would  not  accept  that  proposal,  it 
would  certainly  be  an  improvement  upon  that 
proposal  to  give  that  power  to  the  Chambers  of 
Commerce. 

909.  But  does  not  the  power  already  exist ; 
might  they  not  depute  a member  of  their  body  to 
appear  for  them  ? — I have  not  considered  the 
question  under  Section  6 ; and  I would  rather 
not  give  an  opinion  upon  the  matter. 

Sir  Baldwyn  Leighton. 

910.  You  gave  an  answer  to  the  honourable 
Chairman  at  variance  with  one  I understood  you 
gave  before.  I understood  you  to  say  that  the 
Board  of  Trade  had  ample  power  to  deal  with 
overcharges,  and  that  any  persons  might  appear 
before  the  Board  of  Trade  ? — No  ; the  Board  of 
Trade  applies  only  under  the  Railway  and  Canal 
Traffic  Act,  1854,  and  that  Act  dealt  only  with 
one  remedy,  namely,  injunction,  and  not  the 
recovery  of  past  overcharges. 

911.  Then  it  was  only  with  regard  to  past 
overcharges  that  your  answer  was  given  ? — That 
was  so. 

Mr.  Samuelson. 

912.  {Through  the  Chairman.)  When  you  were 
giving  your  evidence  with  respect  to  the  relative 
charges  upon  hops  sent  from  abroad  and  hops  the 
produce  of  this  country,  and  sent  from  stations  in 
this  country  to  London,  the  honourable  INIember 
for  Hythe,  if  I understood  him  rightly,  com- 
mented upon  that  answer  by  the  observation  that 

there 
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Mr.  Samuelson — continued, 
there  Avas  a difference  in  the  value  of  the  articles  ; 
in  fact  that  they  were  not  the  same  articles, 
and  also  that  there  Avas  a difference  as  to  pack- 
ing, and  also  a difference  in  the  expedition  of 
sending,  affecting  the  circumstances  of  the  market. 
Noav  Avhat  I want  to  ask  you  is  this : are  you 
aAvare  that  there  are  similar  differences  of  quality 
and  of  ^lacking  in  articles  Avhich  are  either  wholly 
foreign  or  wholly  British  produce.  For  instance, 
take  the  article  of  silk,  is  it  within  your  know- 
ledge that  the  value  of  silk  varies  something  like 
400  per  cent.  ? — I have  no  doubt  that  the  article 
Avhich  is  carried  under  the  name  of  silk  Avould  vary 
enormously  in  A'alue. 

913.  And  also  in  the  condition  in  Avhich  it  is 
packed  ? — No  doubt. 

914.  Has  any  distinction  been  made  as  regards 
the  maxkniun  charges  alloAved  by  Parliament  in 
consideration  of  differences  of  value  and  condition 
in  regard  to  the  article  of  silk  ? — I think  I may 
say  that,  with  A’^ery  few  exceptions,  the  Acts  of 
Parliament  deal  Avith  the  commodity  irrespective 
of  its  condition.  There  are  some  Acts  Avhere  a 
difference  is  specilically  mentioned.  For  ex- 
ample, there  are  one  or  tAvo  Acts  Avhich  dis- 
tinguish betAveen  un]racked  manure  and  packed 
manure,  but  except  where  there  is  a special  dis- 
tinction of  that  kind,  the  Acts  of  Parliament 
uniformly  refer  to  the  substances,  and  make  no 
differences  Avith  regard  to  the  condition  of  them. 

915.  NotAvithstanding  that  there  are  enormous 
differences  both  of  bulk  and  value  Avith  regard  to 
those  articles  ? — Quite  so. 

Mr.  Bolton. 

• 916.  (^Throngh  the  Chairman.')  With  regard  to 

the  ar-rangemeut  betAveen  the  GlasgoAv  and  South 
Western  Raihvay  Com[)aDy  and  the  Caledonian 
Company,  by  which  the  GlasgoAv  and  South 
Western  Company  is  allowed  to  fix  a minimum 
rate,  from  Avhich  you  assume  that  that  Avas  a 
remunerative  rate  to  the  railway  company.  I 
think  you  said  that  the  rate  fixed  was  *8  of  a 
penny  a mile  ; are  you  aAvare  of  that  as  a fact  1 — 
1 have  seen  it  in  their  Act  of  Parliament. 

917.  Which  is  the  agreement  that  you  refer 
to  ? — I refer  to  the  Caledonian  Amalgamation 
Act  of  1865. 

918.  But  to  Avhat  traffic  does  it  refer?  — I 
understand  it  refers  to  the  traffic  generally. 

919.  Does  not  it  refer  to  the  GlasgOAv,  Barhead, 
and  Kilmarnock  joint  line,  OAvned  jointly  by  the 
Glasgow,  Barhead,  and  Kilmarnock,  and  the 
Glasgow  and  South  Western  Companies? — No; 
they  are  bound  to  take  eastward  tratfic  on  similar 
terms. 

920.  Where  did  you  get  your  information 
from? — I think  I got  it  from  the  Act  itself,  but 
I have  not  it  before  me  at  the  present  moment. 

Lord  Randolph  Churchill. 

921.  Sir  EdAvard  W atkin  asked  you  at  Ques- 
tion 560  this  : “ You  have  used  the  term  railway 
monopolies  sometimes  ; I Avould  ask  you  whether 
there  is  any  toAvn  in  England  having  more  than 
one  railway,  or  any  toAvn  upon  the  coast  Avhere 
there  is  sea  competition,  where  that  competition 
does  not  affect  the  I’ailway  rate?”  Do  you  knoAV 
any  tOAvn  in  England  supplied  by  two  or  more 
raihvays  where  the  fact  of  its  being  so  supplied 
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Lord  Randolph  Churchill — continued, 
makes  the  slightest  difference  to  the  inhabitants 
Avith  respect  to  the  rates  charged  them  for  the 
conveyance  of  goods ; I am  talking  of  Inland 
towns,  and  not  of  towns  upon  the  coast  ? — I have 
carefully  examined  the  rates  of  all  the  southern 
lines,  Avith  the  view  to  see  Avhether  I could  say 
yea  or  nay  that  competition  had  that  eft’ect ; and 
Avhile  I do  not  Avish  to  be  too  dogmatic  upon  the 
subject,  because  there  are  so  many  rates,  I could 
see  sometimes  that  that  Avas  the  apparent  effect 
in  certain  Instances.  That  depended  a good  deal 
upon  the  raihvay  that  came  in  contact,  because 
the  raihvays  do  not  charge  eciually  high  rates  ; 
but  I AA’^as  obliged  to  conclude  that,  upon  the 
Avhole,  I could  not  positively  say  that  competi- 
tion had  any  certain  effect. 

922.  You  quoted  a saying  of  the  late  Robert 
Stephenson,  that  “ Avhere  combination  Avas  pos- 
sible competition  Avas  impossible ; ” Avould  that 
effect  literally  most  of  the  great  inland  tOAvns  in 
England  ? — Certainly  it  Avould. 

923.  Do  you  knoAv  of  your  OAvn  knOAvledge 
that  it  is  the  habit  of  the  delegates  of  the  various 
raihvay  conqtanies  to  meet  so  many  times  in  the 
year  at  the  RaihAMy  Clearing  House,  and  fix 
absolutely  the  rates  for  goods? — That  is  done 
for  the  through  rates,  and  not  for  the  purpose  of 
the  rates  upon  the  separate  lines  ; but  it  appears 
from  Avhat  I hav'e  read  of  the  evidence  given 
before  the  Royal  Commission  on  Agricuitual 
Depression  that  they  meet  to  arrange  the  terms 
on  their  separate  lines ; the  northern  lines  do  so, 
at  any  rate. 

924.  So  that  arrangements  are  made  not  only 
in  regard  to  the  through  rates,  but  Avith  regard 
to  all  rates  for  good-^  ? — Yes. 

925.  And  is  it  not  the  case  that  those  rates 
having  been  made,  the  raihvay  comjAanies  Avill 
not  overtly  change  them  iu  favour  of  anybody? 
— 1 should  consider  that  they  Avould  be  bound  in 
honour  not  to  do  so. 

926.  Let  me  ask  you  this  : are  not  there  Avhat 
are  called  special  rates  ? — Yes. 

927.  Is  it  not  the  case  Avith  respect  to  a man 
establishing  a chemical  manure  manufactory,  for 
example,  in  vdeinity  to  two  raihvays,  that  he 
could  go  to  the  tAvo  companies  and  ask  for  special 
rates  ?—  He  might  do  so. 

928.  Those  S2:)ecial  rates  are  enjoyed,  are  they 
not,  by  several  districts  in  England? — I cannot 
speak  to  jiarticular  districts,  but,  of  course,  I am 
quite  aware  that  that  is  the  fact. 

929.  With  regard  to  vour  ansAver  given  to  Mr. 
Barclay  at  Question  419,  Avhere  you  Avere  asked, 
“ Have  you  found  individuals  unAvilling  to  give 
evidence  against  raihvay  companies,  before  this 
Committee,  for  example  ?”  and  you  rejjlied  that 
you  had  ; I Avould  ask  you  this : If  individuals 
enjoyed  in  commercial  industries,  and  carrying  on 
those  industries  under  special  rates  from  the 
raihvay  comi)anies,  came  and  gave  evidence  to 
this  Committee,  or  Avent  to  the  Raihvay  Com- 
missioners and  com2)lained  that  these  S2)ecial 
rates  were  in  excess  of  Avhat  the  company  could 
legally  charge,  and  did  not  get  their  case,  Avould 
it  not  be  in  the  ^^OAver  of  the  raihvay  com{)anies 
to  jjunish  those  individuals  for  having  taken  that 
stejo  ? — It  Avould  not  be  in  the  poAver  of  the  rail- 
Avay  companies  to  do  so,  I think,  practically 
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Lord  Randolph  Churchill — continued. 

without  infringing  the  principle  of  equality  ; that 
was  Avhere  the  Midland  Railway  Company  was 
checked  in  that  case  of  Howard’s. 

930.  That  was  an  exceptional  case,  but  as  a 
matter  of  fact  there  are  very  few  peoj)le  who  are 
carrying  on  industries  under  special  rates  with 
railway  companies,  however  much  they  may 
think  they  are  being  overcharged,  who  would 
care  to  go  before  the  Railway  Commissioners,  or 
to  come  before  this  Committee  ? — If  they  have 
special  advantages  or  rates  lower  than  other 
people,  it  is  their  interest  to  keep  it  quiet. 

931.  But  those  rates  might  still  be  above  what 
they  ought  to  be  char<ied? — In  that  case  it  would 
be  their  interest  to  come  before  the  Railway 
Commissioners. 

932.  But  in  any  case  you  said  the  gain  was 
doubtful,  and  the  loss  was  certain?— No  doubt 
that  is  so. 

933.  The  smaller  manufacturers  would  be 
afraid  of  going  before  the  Railway  Commis- 
sioners, because  even  if  they  got  their  case  the 
railway  companies  would  have  it  in  their  power 
to  get  it  out  of  them  in  other  ways  afterwards  ? 
— I would  rather  say  that  they  think  the  railway 
companies  have  that  power. 

934  Then  in  fact  the  Railway  Commission 
does  not  afford  that  complete  protection  to  the 
public  against  the  railway  companies  that  it  Avas 
intended  to  do  by  its  formation  ? — I think  it  has 
not  succeeded  in  inducing  the  corajianies  to  keep 
within  the  four  corners  of  the  law. 

935.  In  point  of  fact  it  has  had  some  effect  ? — 
It  has. 

936.  Is  it  any  use  to  threaten  a raihvay  com- 
pany with  the  Railway  Commissioners,  according 
to  5mur  ex})erience  ? — I know  that  railway  com- 
panies dislike  very  stronglj^  being  threatened  to 
be  taken  before  the  Railway  Commissioners. 

937.  Could  an  individual  who  thought  he  was 
being  overcharged  by  the  railway  company  go 
to  the  Board  of  Trade  and  ask  the  Board  of 
Trade  to  proceed  against  the  raihvay  company? 
— He  can  do  so  at  the  present  moment. 

938.  Is  it  generally  known  that  the  Boai’d  of 
Trade  can  come  to  the  assistance  of  individuals  in 
a matter  of  that  kind? — 1 do  not  think  it  is  known, 
and  I do  not  think  the  Board  of  Trade  have  ever 
given  encouragement  for  them  to  do  so. 

939.  Does  that  arise  from  the  idea  that  perhaps 
the  money  requisite  for  the  proceeding  would  not 
be  Amted  by  Parliament  ? — That  Avould  be  Avithin 
the  knowledge  of  the  Board  of  Trade. 

940.  Is  there  anything  in  the  Act  Avhich  says 
that  the  exjienses  for  such  proceedings  Avould  be 
voted  by  Parliament  ? — There  is  nothing  said 
about  the  exjienses. 

941.  Do  you  think  that  in  that  sense  the  Act 
requires  amendment  ? — 1 do  not  knOAV  that  it 
Avould  be  necessai’y,  because  I take  it  for  granted 
that  Parliament  Avould  grant  the  necessary 
monies.  If  the  Government  thought  that  it  Avas 
expedient  to  put  these  poAvers  in  force,  I have  no 
doubt  they  would  expect  to  be  supported  in  their 
application  to  Parliament  for  the  necessary  ex- 
penditure. 

Chairman. 

942.  I suppose  you  are  referring  to  Section  3 
of  the  Act  of  1854  ? — Yes. 


Chairman — continued. 

943.  It  has  been  pointed  out  to  you  that  the 
Board  of  Trade  are  empoAvered  to  interfere 
Avhere  there  are  not  reasonable  facilities  for  for- 
Avarding  traffic ; but  the  question  of  charge  has 
not  yet  been  authoritatively  decided  to  be  a 
question  of  reasonable  facilities,  has  it? — It  has 
been  decided  for  Scotland. 

944.  But  quite  lately  ? — Yes,  tAvo  years  ago  ; 
and  Avith  regard  to  England  the  question  is  sub 
judice.  If  the  decision  is  against  the  Railway 
Commissioners  in  England,  I consider  that  the 
laAV  ought  to  be  amended  so  as  to  give  them  that 
jurisdiction  in  England  that  they  have  been  held 
to  have  in  Scotland. 

Sir  Edward  fVatkin. 

945.  In  Avhat  case  is  it  sub  judice  in  England? 
— It  is  the  case  of  BroAvn  against  the  Great 
Western  Raihvay  Company. 

Lord  Randolph  Churchill. 

946.  I Avant  to  ask  you  with  reference  to  the 
Aberdeenshire  grazier  and  the  Leicestershire 
grazier  that  Sir  Edward  Watkin  questioned  you 
about ; do  you  think  it  possible  that  if  a raihvay 
company  is  carrying  dead  meat  from  Aberdeen 
at  an  unremunerative  rate  in  order  to  compete 
with  and  possibly  to  cut  out  the  sea  traffic,  it 
recouj)s  itself  for  that  unremunerative  rate  by 
demanding  a higher  rate  from  the  Leicestershire 
grazier?  — I should  say  that  would  be  a very 
great  injustice. 

947.  hut  do  you  think  the  practice  is  going 
on? — There  are  only  tAvo  explanations  of  very 
cheajA  long  distances.  If  first  of  all  the  rates  are 
unremunerative,  then  the  others  are  A'ery  much 
overcharged  ; if  they  are  not  remunerative  then 
the  probability  is  that  they  are  not  punishing 
their  OAvn  shareholders  but  punishing  other  people 
whom  they  are  charging  more  than  they  ought. 

948.  They  are  charging  them  too  much  for  the 
shorter  distances? — And  for  other  classes  of 
goods. 

949.  I suppose  it  is  pos.sible  for  a i-aihray  com- 
pany to  carry  goods  in  order  t6  compete  Avith  sea 
traffic,  at  unremunerative  rates,  and  to  recoup 
those  losses  upon  the  jiassenger  fares? — No 
doubt. 

950.  Are  you  at  all  aAA^are  Avhether  that  has 
been  done? — That  Avould  involve  too  much 
knoAA’ledge  of  the  subject  for  me  to  express  an 
opinion  upon. 

951.  You  are  not  in  faA'Our  of  a hard  and  fast 
mileage  rate? — I am  not. 

952.  Will  you  tell  me  Avho  AAmuld  get  the  pull 
out  of  that,  the  companies  or  the  public,  if  such 
a rule  Avere  laid  down  ? — I cannot  say  what 
Avould  be  the  effect  of  a hard  and  fast  mileage 
rate  ; it  Avould  o])erate  unjustly  to  both. 

953.  You  said  that  the  charges  for  all  goods 
ought  to  be  in  accordance  Avith  the  cost  of  con- 
veyance to  the  company  ? — By  that  I meant  rea- 
sonable profit,  having  regard  to  reasonable  profit, 
and  so  on.  ' 

951.  Could  you  define  a little  more  clearly  Avhat 
you  mean  by  “ reasonable  profit ; ” what  would 
you  call  reasonable  profit  ? — I do  not  know  any 
other  definition  than  Avhat  I might  call  the  usual 
trade  profit. 

955.  Would  it  be  five  or  six,  or  eight  or  ten 
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per  cent.  ? — I do  not  know  that  I could  lay  clown 
any  rule  as  to  profit. 

956.  Then  it  is  very  difficult  to  make  out  the  pre- 
cise value  of  that  answer,  that  the  charge  ought 
to  be  according  to  the  cost  of  conveyance  if  you 
allow  an  almost  unlimited  profit? — 1 did  not  speak 
80  much  of  the  cost  of  conveyance  in  regard  to  the 
charge  the  railway  companies  would  make ; I think 
they  would  work  out  that  problem  for  themselves  ; 
but  I apply  that  idea  Avith  regard  to  the  c|uestion 
of  preference  ; that  is  to  say,  supposiflg  the  cost 
of  conveyance  were  equal  in  two  different  cases, 
they  ought  not  to  be  allowed  to  make  a difference 
in  the  charge  in  the  one  case  from  that  in  the 
other ; it  is  more  with  regard  to  the  question  of 
preference  than  of  absolute  charge. 

957.  But  I suppose,  as  regard?  the  man  who 
is  nearer  the  market  (take  the  Leicestershire 
grazier,  for  example),  there  is  much  less  ri.sk,  and 
less  wear  and  tear,  in  conveying  his  goods  to 
town  than  if  the  same  goods  had  been  conveyed 
from  Aberdeen? — Undoubtedly. 

958.  Is  it  possible,  do  you  think,  that  the  dead 
or  live  meat  trade,  which  would  come  from  the 
Midland  Counties,  is  being  charged  too  high,  in 
order  to  enable  Scotch  towns  and  counties  to  send 
up  their  dead  meat? — There  is  a case  just  given 
in  evidence  before  the  Agricultural  Commission 
bearing  on  that  point.  From  Wolverhampton  to 
London  the  railway  companies  charge  45  s.  a ton 
for  English  meat,  and  for  American  meat  to 
London  they  charge  25  s.  from  Liverpool,  so  that 
in  that  case  I should  strongly  suspect  that  they 
are  charging  the  people  about  Wolverhampton  in 
order  to  make  up  for  the  loss  from  Liverpool. 

959.  Is  it  the  same  line  in  both  cases,  the 
London  and  North  Western  line? — Yes. 

960.  Would  the  Wolverhampton  people  hy- 
pothetically have  a right  to  go  before  the  Rail- 
way Commissioners  ? — I think  they  would,  and 
my  opinion  is  that  that  inequality  is  against  the 
law  ; that  it  is  illegal. 

961.  Does  not  that  compare  very  much  with 
the  Swansea  and  Liverpool  case  ? — I think  so. 

962.  AVith  reference  to  this  question  of  undue 
preference,  I suppose  a company  may  make  any 
charges  it  likes,  within  its  maximum  rates,  for 
the  conveyance  of  goods,  which  are  intended 
solely  for  the  benefit  of  the  company,  as  long  as 
those  benefits  are  not  derived  at  the  expense  of 
any  particular  individual  who  may  have  to  con- 
vey goods  along  that  line  ? — Substantially,  I 
think  I might  say  yes. 

96.3.  I will  take  the  case  which  the  honourable 
Chairman  put  to  you  of  a railway  being  made  to 
a port  and  the  raihvay  company  being  anxious  to 
develope  the  trade  of  that  port ; I suppose  they 
could  give  any  facilities  they  liked  for  the  de- 
velopment of  the  trade  of  the  port  as  long  as 
those  facilities  did  not  act  unjustly  upon  the 
inhabitants  of  other  towns  and  centres  ? — That  is 
so. 

964.  But  the  moment  they  do  act  unjustly  and 
give  a special  benefit  to  their  port  at  the  expense 
of  other  parties,  then  they  are  acting  outside 
their  power? — Then  the  law  steps  in,  and  not 
otherwise. 

965.  There  was  a question  put  to  you  about 
the  Liverpool  station.  I think  Sir  Edward 
Watkin  put  it  to  you  that  about  15,000,000  /. 
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had  been  expended  upon  the  Liverpool  stations  ; 
he  said,  “ assuming  this  to  be  the  fact  that  the 
London  and  North  Western  Company  in  the 
town  of  Liverpool  alone  have  laid  out  15,000,000  1. 
upon  station  accommodation,  do  you  think  it  is 
reasonable  that  they  should  have  no  power  what- 
ever to  charge  anything  for  the  use  of  that  enor- 
mous accommodation  ; ” do  not  you  suppose  that 
that  expense  was  gone  to  to  enable  the  London 
and  North  AVestern  Company  to  deal  properly 
with  the  trade  of  Liverpool  ? — Yes  ; if  the  com- 
pany have  a large  station  in  a large  tOAvn  it  costs 
them  a great  deal  of  money,  but  they  have  an 
enormous  traffic. 

_ 966.  The  traffic  repays  them,  and  does  not 
give  them  any  right  to  charge  for  the  use  of  that 
enormous  station  ? — I have  no  doubt  in  saying 
that  that  does  not  entitle  them  to  add  anything 
to  the  maximum  rate. 

967.  And  does  not  justify  them  in  making  a 
terminal  charge  ? — Not  in  the  least. 

Mr.  O'  Sullivan. 

968.  As  a general  rule,  is  it  the  case  that  a 
railway  company  is  bound  to  load  and  unload  all 
goods  to  and  from  their  trucks  and  carriages  into 
the  carts  and  floats  of  the  OAvner? — No,  they  are 
not  bound  to  put  them  into  the  carts  of  the 
owner,  but  to  take  them  out  of  their  Avaggons  and 
to  give  them  over  to  the  owner. 

969.  If  a man  sends  goods  to  a carrier,  the 
raihvay  company  are  bound  to  deliver  them  to 
the  carrier?--!  understood  your  question  to  be 
whether  the  companies  Avere  bound  to  put  the 
goods  into  the  cart. 

970.  What  are  the  companies  bound  to  do? — 
To  give  the  goods  to  the  cai'rier. 

971.  Where  the  OAvners  load  and  unload  their 
OAvn  goods,  are  they  entitled  to  any  draAvback  for 
that  ? — It  is  understood  that  a specially  low  rate 
is  charged  in  those  cases  where,  as  a matter  of 
usual  business,  the  parties  load  and  unload ; that 
is  Avhatis  called  the  mineral  and  special  class;  in 
those  cases  there  is  the  special  condition  that  the 
parties  shall  do  the  loading  and  unloading,  and  it 
assumed  that  they  get  a lower  charge  in  conse- 
quence. 

972.  That  would  include  manure  and  corn,  I 
suppose? — That  Avould  include  ordinary  manure, 
but  very  frequently  raihvay  companies  put 
manure  in  the  first  class,  and  not  in  the  special 
class. 

973.  Is  there  any  provision  to  regulate  the 
charge  which  railway  companies  may  make  for 
the  use  of  trucks  Avhich  may  not  be  unloaded 
Avithin  a certain  specified  time,  that  is  to  say,  for 
trucks  on  private  sidings  ? — Under  the  general 
law  they  are  entitled  to  a reasonable  alloAvance 
for  demurrage. 

974.  Is  it  regulated  by  the  bye-laws  ? — Some- 
times it  is  mentioned  in  the  Act  of  Parliament ; 
if  it  is  not  mentioned  in  the  Act  of  Parliament, 
they  would  be  entitled  to  reasonable  demurrage. 

975.  Is  the  charge  made  for  storage  of  goods 
regulated  by  Act  of  Parliament,  or  by  a bye- 
law of  the  company  I — AATiere  a railway  company 
own  warehouses,  they  take  the  precaution  to  in- 
sert in  their  Act  a special  poAver  to  charge  for 
the  use  of  their  Avarehouses. 

976.  I understand  you  to  suggest  that  com- 

® 4 panies 


56 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


24  March  1881.]  Professor  Hunter.  \_Continued. 


M r.  O'  Sullivan — continued. 

panics  should  have  power  to  make  special  re- 
duced rates  in  the  case  of  large  quantities  and 
long  distances  ; are  there  any  other  reasons  why 
they  should  have  power  to  make  these  special 
rates? — The  other  reason  was  special  cost  in 
Avorkiug.  I do  not  knotv  of  any  others,  but  if 
there  are  any  others  they  would  fall  under  the 
same  considerations. 

977.  But  I ask,  have  they  the  potver  for 
making  speci-.d  rates  at  a,  lotver  figure,  unless  in 
the  case  of  larger  quantities,  longer  distances, 
and  difficulty  of  working? — JS'ot  under  the  exist- 
ing laiv. 

978.  You  have  shown  several  cases  where 
railway  companies  convey  a certain  class  of 
foreign  goods  much  cheaper  than  they  convey 
the  same  class  of  English  goods  for  much  shorter 
distances  ; do  you  attribute  that  to  the  anxiety 
of  the  companies  to  encourage  foreign  trade,  or 
to  what? — I believe  the  explanation  is  that  they 
have  to  lower  their  rates  to  get  the  foreign 
traffic,  while  they  feel  quite  sure  of  the  home 
traffic  ; a man  in  Kent  must  send  his  hops  by 
them.  He  cannot  send  them  in  any  other  way, 
unless  he  sent  them  by  cart,  so  that  the  company 
can  put  a heavy  rate  upon  the  home  traffic;  but 
the  foreign  they  cannot  get  unless  they  tempt  it 
by  a low  rate. 

979.  Begarding  local  traffic,  do  you  know  as 
a fact  cases  where  undue  reductions  were  made  to 
one  station  more  than  to  a neighbouring  station? 
— Yes,  there  are  great  inequalities  in  different 
station  rates. 

980.  Do  you  think  that  that  practice  ought  to 
be  allowed  to  continue  ? — No. 

Mr.  Craig. 

981.  ( Through  the  Chaiinnan.)  There  is  an 
impression  that  your  theory  about  equal  mileage 
rates  militates  against  free  ivater  carriage  ; do 
you  not  mean  so  to  a})ply  that  principle  as  to 
permit  competition,  providing  the  railway  com- 
pany satisfy  the  Commissioners  that  it  would  not 
affect  adversely  the  inland  trader  ? — -That  is  so. 

Mr.  Pell 

982.  Do  you  kuoiv  Avhether,  when  the  maximum 
rates  have  been  established  by  the  original  Acg 
of  a railway  company,  they  have  been  superseded 
in  subsequent  Bills  in  the  direction  of  increasing 
them  ? — Yes,  there  arc  some  cases  in  which  rates 
have  been  increased  in  subsequent  Bills,  and  I 
think  also  there  are  other  cases  Avhere  the  rates 
have  been  decreased. 

983.  AVith  rcsjiect  to  those  cases  in  Avhich 
they  have  been  increased,  do  you  think  that  the 
practice  of  Parliament  Avith  regard  to  those  Bills 
gives  sufficient  security  to  the  ]>ublic  against  the 
raising  of  the  maximum  rates,  or  Avould  you 
suggest  that  the  Board  of  Trade  should  have  re- 
gard to  the  interest  of  the  public  in  that  respect? 
— The  jiresent  practice  is,  that  before  a Bill  goes 
to  the  House  of  Lords  for  increasing  the  rates, 
the  sanction  of  the  Board  of  Trade  must  be  ob- 
tained ; but  you  raise  a very  great  difficulty  bv 
your  suggestion,  and  that  is  this  : a raihvay  com- 
pany  goes  to  Parliament  Avith  a Bill ; take  such 
a case  as  the  Great  North  of  Scotland  Railway 
(Aberdeen)  Bill,  nowin  Parliament;  after  the 
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traders  had  had  their  charges  ascertained  by  law 
according  to  the  original  contract,  Avithin  two 
years  this  railway  company  comes  to  Parliament 
with  a Bill  to  uj)set  the  decision  of  the  Railway 
Commissioners,  in  effect,  and  to  increase  the  rates 
to  the  illegal  standard  Avhich  they  Avere  formerly 
charging.  Now  the  traders  are  put  in  a \'ery 
aAvkward  ])osition  ; Avho  is  to  find  the  mone}'  to 
fight  the  question  ; the  amount  of  interest  to  any 
individual  is  small,  and  unless  there  are  some 
very  public'spirited  men.  it  is  extremely  difficult 
to  get  up  funds  to  sustain  the  opposition  to  a 
Bill  of  that  kind,  consequently  if  there  is  no  such 
opposition  the  Bill  goes  through  as  unopposed, 
and  I have  thought  Avhether  the  inquiry  by  the 
Board  of  Trade  could  be  of  a sufficiently  satis- 
factory kind  as  at  present  conducted.  I might 
suggest  that  in  cases  of  that  kind  the  Board  of 
Trade  should  never  sanction  an  increase  of  rates 
Avithout  sending  down  an  inspector  to  hold  a 
meeting  and  make  an  inquiry  upon  the  spot. 

984.  What  Avould  the  opposition  to  a Bill  cost 
upon  this  question  of  maximum  rates  ? — I do  not 
think  that  any  ])ersons  could  safely  attempt  an 
opposition,  with  adequate  appliances,  Avithout 
seeing  their  Avay  to  at  least  1,000  Z. 

985.  Therefore  1,000  /.  might  be  spent  by  a 
private  person  upon  an  enterprise  Avhich  might, 
after  all,  not  be  successful,  and  Ave  can  hardly 
imagine  that  he  Avould,  if  successful,  find  com- 
pensation ill  any  return  to  him  in  the  Avay  of 
business  as  an  individual  ? — That  is  so  ; it  can 
only  be  done  by  a very  large  combination,  Avhich 
is  difficult  to  bring  about. 

98G.  Has  any  combination  been  attempted 
between  the  traders  in  this  case? — In  Aberdeen 
they  have  succeeded  in  combining  to  an  extent, 
Avhich  Avill  cause  the  Bill  to  be  opjiosed. 

987.  Are  the  traders  combining  uoav  Avith 
i-eganl  to  this  Bill  Avhich  is  in  Parliament? — ■ 
Yes,  that  is  o})posed  by  the  landoAvners,  farmers, 
and  traders. 

988.  And  they  have  found  the  funds  ? — They 
have. 

989.  Did  the  Board  of  Trade  sanction  that 
Bill  ? — ^The  sanction  of  the  Board  of  Trade  is 
required  under  the  rules  of  the  House  of  Lords, 
before  the  Bill  goes  to  the  House  of  Lords. 

Chairman. 

990.  Is  it  not  as  you  say  that  Avhen  a Bill  has 
gone  to  the  House  of  Lords,  the  Board  of  Trade 
does  not  sanction,  but  reports  that  there  is  a 
demand  for  an  increased  charge,  and  draAvs 
attention  to  the  circumslance,  but  there  is  no 
question  of  the  Board  of  Trade  sanctioning  it  or 
approving  it  ; that  is  left  to  the  Committee? — 
That  is  so. 

m.  Pell. 

991.  Can  you  point  out  Avhat  benefit  the  action 
of  the  Board  of  Trade  is  at  all  to  the  2>ublic  ? — 
I do  not  think  the  public  get  any  benefit  at  all 
from  it  at  present. 

992.  Or  the  Boai-d  of  Trade  cither  ? — Not  at 
all. 

993.  What  really  do  you  propose  in  substitu- 
tion of  this  sliam  supervision  which  it  appears  to 
be  at  present  ? — I think  the  Board  of  Trade 
ought  to  do  Avhat  is  done  in  other  cases,  namely, 

make 
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make  a local  inquiry,  and  report  upon  the  result 
of  that  inquiry  to  the  heads  of  the  de2)artment, 
and  the  heads  of  the  department  would  then 
either  say  yea  or  nay. 

994.  Would  you  have  the  Board  of  Trade 
advertise  locally  the  fact  that  a Bill  was  coming 
before  Parliament  which  affected  the  interests  of 
that  locality,  and  invite  the  attendance  of  persons 
interested  in  the  question  ? — Something  of  that 
kind  might  be  done. 


Sir  Edward  Wutkin — continued. 

997.  Are  3'ou  aware  that  the  charge,  monstrous 
as  it  maj’  be,  conies  to  onl}"  3 per  cent,  upon  the 
price  of  the  article  in  the  London  market  I — The 
charge  comes  to  a great  deal  more  than  that  to 
the  farmer  ; it  comes  in  the  summer  time  to  an 
entire  one-sixth  of  the  price  the  farmer  gets. 

998.  A sixth  of  the  cost  would  make  the  price 
of  the  milk  how  much  a quart? — 1 ^d.  would  be 
one-sixth  of  9 d.,  which  is  the  price  they  get  per 
gallon  for  the  milk  in  the  summer. 


Sir  Edward  Watkin. 

995.  You  used  the  term  “ reasonable  profit  ” 
in  the  course  of  your  examination  ; are  you  aware 
that  the  whole  profit  upon  all  the  railways  of 
the  three  kingdoms  comes  to  a very  little  over 
4 per  cent,  per  annum,  and,  if  that  be  so,  do 
you  consider  that  an  unreasonable  profit  ? — I 
could  not  say  that  the  railways  are  making 
an  unreasonable  profit  at  the  present  time. 

996.  Then  there  was  another  question  about 
a farmer  at  Three  Bridges,  who  was  about  to 
give  up,  as  the  Brighton  Company  charged  \d.  a, 
gallon  more  than  they  had  charged  before ; 
could  you  give  the  Committee  the  name  of  that 
farmer  ? — I could  not  give  his  name. 


Mr.  Callan. 


999.  Is  not  the  north  of  Scotland  the  seat  of 
a large  industry  in  the  shape  of  the  manufacture 
of  artificial  manure  ? — There  is  considerable  in- 
dustry in  Montrose  and  Aberdeen  in  that  line. 

lOOU.  Ai-e  not  those  manures  largely  exported 
to  Ireland  ? — I do  not  know. 

1001.  If  they  are  so  exported,  are  you  not 
aware  whether  there  are  any  cheap  through  rates? 
— No. 


1002.  In  fact  you  have  no  connection  with 
Ireland  ? — No. 

1003.  And  I presume,  like  all  Scotchmen 
having  no  connection  with  Ireland,  jmu  know 
nothing  about  Ireland  ? — I know  nothing  what- 
ever about  through  rates. 


Mr.  Alexander  Copland,  called  in:  and  further  Examined, 


Mr.  Barclay. 

1004.  You  bave  had  an  opportunlt}’,  since  you 
were  here  on  the  last  occasion,  of  seeing  the 
quotations  of  the  Caledonian  rate-book  for  manure 
and  grain  from  Montrose  ? — I have. 

1005.  And  you  have  quotations  from  the  station 
agents,  of  the  rates  charged  against  j'our  com- 
pany from  Montrose  for  the  carriage  of  manure 
and  grain? — I have  a table  here,  signed  by  the  dis- 
trict superintendent  of  the  Caledonian  Bailway 
Company,  containing  the  rates  that  we  are 
charged  by  that  company  from  Montrose. 

1006.  And  are  the  rates  charged  you  by  that 
company  from  Montrose  the  same  as  appear  in 
the  rate-book  ? — They  are  very  much  under  the 
rates  in  the  rate-book. 

1007.  Will  you  made  up  a statement  shewing 
that  effect? — I have  taken  a few  of  the  stations,  not 
to  weary  the  Committee  with  many  details  of  that 
sort.  The  rates  for  packed  manure  are  to  Dub- 
ton,  the  first  station,  1 s.  3 d.  per  ton  per  mile, 
whereas  we  are  charged  5 d.  The  rates  between 
Brechin  and  Montrose  are  2 s.  6 d.,  whereas  we 
are  charged  1 s.  3 d.  The  rates  between  Guthrie 
and  Montrose  are  3 5.  9 d.,  whereas  we  pay 
1 10(7.  To  Arbroath,  the  rate-book  shows 
4 s.  6 (7.  and  the  charge  to  us  is  3 5.  4 d.  To 
Laurencekirk  the  rate-book  shows  3 s.,  whereas 
the  charge  to  us  is  1 s,  6 d.  The  rate  to  Stone- 
haven is  5 s.  10  d.,  whereas  we  are  charged 
3 s.  3 d. 

1008.  Will  you  also  make  a statement  in  re- 
8])ect  to  grain? — The  grain  rates  are  very  similar. 
To  Dubton,  the  grain  rate  by  the  rate-book  is 
1 s.  3 </.,  and  we  are  charged  7 d.  To  Brechin 
the  grain  rate  is  2 s.  6 d.,  and  the  charge  to  us  is 
1 •s.  1 1 d.  To  Guthrie  the  rate  is  3 s.  9 d.,  and 
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we  are  charged  2 s.  10(7.  To  Arbroath  4 s.  6 c/,, 
and  we  are  charged  3 f.  9 <7.  To  Laurence- 
kirk 3 s.,  and  we  are  charged  2 s,  3 d.,  and  to 
Stonehaven  5 s.  10(7.,  while  Ave  are  charged 
5 s.  \ d. 

1009.  Do  you  understand  that  the  railway 
companies  are  charging  jmu  their  maximum  legal 
rate? — They  are.  I checked  the  rates  given  to 
us  by  their  Acts,  and  I find  that  the  rates  given 
to  us  are  the  maximum  rates. 

1010.  Thei’efore,  they  are  not  only  charging 
differential  rates  as  against  the  public,  but  also 
illegal  rates,  both  for  the  carriage  of  manure  and 
for  the  carriage  of  grain  ? — Yes. 

Sir  Edward  Watkin. 

1011.  Can  you  tell  the  Committee  whether  the 
higher  or  the  lotver  rates  are  actually  charged? — 
I cannot  Speak  with  reference  to  the  rates  charged 
to  others.  I can  only  speak  as  to  the  charge  to 
us.  I understand  the  rates  in  the  rate-book  are 
what  the  railway  company  charge,  and  that  the 
book  is  kept  in  accordance  with  the  Act  of  Par- 
liament, for  anyone  to  examine. 

Mr.  Craiy. 

1012.  Am  I quite  right  in  understanding  you 
that  the  rates  that  are  being  charged  to  you  are 
the  maximum  rates,  and  that  the  rates  in  their 
rate-book  are  higher  than  those  you  have  given 
and  that  those  they  are  charging  the  public  ? — 
That  is  quite  the  case. 

Chairman. 

1013.  Will  you  kindly  hand  in  your  tabic? 
(The  same  was  handed  in.) 
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Mr.  Samuel  Rowlandson,  called  In;  and  Examined. 


Mr.  Barclay. 

1014.  You  are  a fanner  residing  near  Darling- 
ton, are  you  not? — At  Newton-Morrell,  Darling- 
ton. 

1015.  You  have  been  asked  to  give  evidence 
before  this  Committee  in  I’espect  to  railway- 
charges  ? — Yes,  I have. 

1016.  What  bodies  have  asked  you  to  come 
and  f>-ive  evidence  ? — The  South  Durham  and 
North  Yorkshire  Chambers  of  Agriculture,  and 

1 was  also  asked  by  a meeting  of  farmers  held  at 
Darlington  last  Monday. 

1017.  Is  there  a strong  feeling  in  your  district 
against  the  system  of  charging  by  the  railway 
companies? — It  is  very  strong  indeed. 

1018.  What  are  the  principal  grounds  of  com- 
jilaint  against  the  railway  companies? — The  prin- 
cipal ground  upon  which  the  farmers  complain  is 
the  preference  rates  allowed  to  the  owners  of 
foreign  stock  and  produce. 

1019.  You  complain  in  the  first  place  of  the  pre- 
ferential ra  tesfor  foreign  produce  and  cattle  ? — Yes. 

1020.  And  in  the  second  place  on  account  of 
inequalities  as  between  dififerent  points  upon  the 
syslem  of  the  various  railways? — Yes. 

1021.  Will  you  give  the  Committee  some 
examples  of  the  preference  given  to  foreign  pro- 
duce, or  will  you  give  cattle  first? — I will  give 
you  the  cattle  rate  first,  the  rate  as  given  to  me  by 
some  larg-e  cattle  dealers  from  Newcastle  to  Man- 
Chester,  for  foreign  cattle  in  a small  waggon  is 
21.  As.  3 d.,  and  English  cattle  3 Z.  Is.  per  waggon. 

1022.  And  is  there  a corresponding  difference 
in  a large  waggon? — Yes,  with  a corresponding 
difference  in  a large  waggon. 

1023.  Are  the  home  and  foreign  cattle  loaded  at 
the  same  station  and  delivered  at  the  same  station? 
— Yes,  to  the  best  of  mv  knowledge  they  are. 

1024.  Is  the  difference  due  to  any  difference  in 
the  sizes  of  the  cattle,  or  do  the  railway  companies 
limit  the  number  of  cattle  that  you  can  put  into 
a wacTRon  i — Not  that  I am  aware  of,  in  tliat  size 
of  waggon. 

1025.  There  would  be  the  same  number  of 
foreign  cattle  as  of  English  cattle,  and  no  more  ? 
— Precisely,  I believe.  The  case  I quoted,  the 
number  of  imported  and  horned  cattle  were  the 
same. 

1026.  What  are  the  rates  for  sheep? — The 
sheep  rates  from  Newcastle  to  Dlanchester  in  a 
small  waggon  are,  for  foreign  sheep,  2 Z.  4 s.  “id, 
and  English  sheep,  2 Z.  14  s.  ; for  a large  waggon, 

2 1.  19s.  3d.  for  foreign  sheep,  and  for  English 
sheep,  3 Z.  5 s.  9 d. 

1027.  \Yhat  do  you  find  to  be  the  rate  for  the 
carriage  of  foreign  cattle  from  Newcastle  to 
Wakefield? — For  seven  imported  cattle  in  a 
small  waggon  from  Newcastle  to  AVakefield,  the 
charge  is  1 Z.  1 1 s.  6 d.,  and  for  seven  English 
cattle  In  a similar  waggon  21.  12  s. 

1028.  In  both  cases  the  number  of  cattle  put 
into  the  small  waggon  Is  limited ; not  to  exceed 
seven? — That  is  the  usual  number  put  into  a 
•w'aggon  of  that  class  of  cattle. 

1029.  ^^’’ould  you  give  the  Committee  some 
figures  showing  the  charges  upon  foreign  agri- 


Mr  RarcZa_y —continued. 

cultural  produce  as  compared  with  English ; 
take  the  case  of  barley  from  AVest  Hartlepool  to 
Mil-field? — The  carriage  of  barley  from  AYest 
Hartlepool  to  Mirfield,  taking  foreign  barley  in 
two  ton  loads,  is  10s.  per  ton;  for  home  grown 
barley,  it  is  18s.  Ad.;  in  four  ton  loads  the 
charge  for  foreign  barley  is  8 s.  9//.,  and  the 
charge  for  four  ton  loads  of  home  grown  barley 
is  10  s.  10  (Z. 

1030.  Is  that  loaded  at  the  same  station  and 
delivered  at  the  same  station? — Yes.  To  Elland 
from  AA^est  Hartlepool  two  tons  of  foreign  barley 
are  charged  10  s.  10  rf.  a ton,  and  two  tons  of 
home  gi'own  barley  are  charged  18  s.  Ad. 

1031.  AA'ill  you  compare  the  carriage  of  grain 
from  Tyne  Docks,  Newcastle,  as  between  home 
and  foreign  pi-oduce? — From  Tyne  Dock,  New- 
castle, two  tons  of  imported  grain  to  Darlington 
are  charged  5 s.  10  d.  per  ton  ; t .vo  tons  of  English 
grain  are  charged  6 s.  8 d.  per  ton. 

1032.  Now  will  you  give  us  the  charges  to 
York  ? — To  YYi'k,  two  tons  of  imported  grain 
are  charged  at  7 s.  6 d.,  and  two  tons  of  English 
grain  at  1 1 s.  8 (Z. 

1033.  AVhat  is  the  charge  to  Richmond? — For 
two  tons  of  imported  grain  the  charge  is  8 s.  4 d., 
and  of  English  grain,  9 s.  2 d.  jier  ton. 

1034.  Is  any  of  the  grain  carried  in  bulk,  or  is 
it  all  in  bags  ? — It  is  all  in  bags,  I believe. 

1035.  Now,  as  regards  inconsistencies  in  the 
charge  for  the  carriage  of  grain  between  different 
points  upon  the  system  of  the  North  Eastern  Rail- 
way, what  is  the  carriage  of  grain  from  Sunder- 
land and  Seaham  to  various  other  iioints  ? — AA^ith 
regard  to  the  carriage  of  grain  to  the  South  Dock, 
Sunderland,  or  to  Seaham,  the  rate  is  10  s.  per 
ton  from  Leeds,  Staddlethorpe  Fimber,  Brough, 
Riccall,  Driffield,  and  Malton. 

1036.  Then  what  is  the  carriage  from  Hull? — 
From  Hull  to  Tyne  Dock,  Newcastle,  it  is  8 s.  4^Z., 
although  a considerably  longer  distance. 

1037.  Then  they  carry  to  the  Tyne  Dock, 
Newcastle,  for  8 s.  4 d.,  although  the  distance  is 
40  miles  greater  than  some  of  the  other  dis- 
tances?— Yes,  that  is  so. 

1038.  Is  there  any  difference  in  the  carriage 
of  foreign  and  liome  oil-cake  from  Newcastle? — 
The  cariage  of  imported  oil-cake  from  Newcastle 
to  Darlington,  in  four  ton  loads,  is  5 s.  lOcZ.  per 
ton,  and  of  home  made  cake  6 s.  8 tZ.  per  ton. 

1039.  AYill  you  hand  in  that  table? — I will. 
( The  same  was  handed  in.) 

1040.  AA'^ill  you  tell  us  some  of  the  anomalies 
on  the  charges  for  home  stock  as  between 
different  points  upon  the  North  Eastern  Railway? 
— The  charge  for  a truck  of  grazing  steers  from 
Darlington  to  Tweedmouth  (Berwick-ou-Tweed) 
is  2 Z.  1 1 s.  6rZ. ; the  distance,  as  near  as  I can 
make  out  from  Read’s  Time  Tables,  is  107  miles. 

1041.  AA’^hat  is  the  carriage  from  Richmond  to 
Berwick-on-Tweed? — It  is  61s.  or  63  .v.,  and  the 
distance  is  122  miles ; from  Tebay  to  Berwick-on- 
Tweed,  or  rather  Tweedmoutli,  the  charge  is 
2 Z.  6 s.  9 <Z. 

1042.  AVhat  is  the  greatest  of  those  distances? 

— Kirkby- 
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— Kirkby-Thore  would  be  the  largest  distance, 
and  Tebay  would  be  about  a similar  distance  ; the 
distance  is  from  about  157  to  160  miles. 

1043.  And  in  the  one  case  the  company  charge 
53  5.  for  carrying  122  miles,  and  in  the  other 
they  charge  2 /.  6 s.  9 rf.  for  carrying  160  miles? 
— They  charge  2 Z.  6 s.  9 d.  for  about  160  miles  as 
against  60.9.  or  63.9.  for  about  122  miles.  [I 
have  since  ascertained  that  the  exact  charge  from 
Richmond  to  Tweedmouth  is  60  a.  6 c?.] 

1044.  What  is  the  difference  in  resj)ect  to  those 
stations  which  causes  the  difference  as  far  as  you 
can  make  out? — The  difference  as  far  as  I can 
make  out  is,  that  these  stations,  namely,  Tebay, 
Kirkby-Thore,  and  Kirkby  Stephen,  come  into 
competition  with  the  London  and  North  Western 
and  the  Midland,  therefore  they  ch'ai’ge  them  a 
less  price,  although  they  carry  the  stock  a much 
greater  distance. 

1045.  Can  you  give  me  one  particular  illustra- 
tion of  a railway  company  carrying  a much  longer 
distance  at  a cheaper  price  than  for  a shorter  dis- 
tance, and  where  an  individual  availed  himself  of 
this  peculiarity  of  the  railway  company? — lean. 
A large  cattle  dealer  in  the  autumn  of  1880 
purchased  between  200  and  300  head  of  grazing 
steers  in  Wensleydale  for  a dealer  at  Kelso  ; he 
naturally  intended  to  truck  these  cattle  at  the 
station  close  to  the  farms  off  which  they  were 
bought,  or  at  Leyburn  a few  miles  nearer  their 
destination,  but  he  found  that  by  walking  the 
cattle  12  or  13  miles  up  the  valley  in  the  opposite 
direction  and  trucking  them  at  Hawes  Junction 
he  could  save  6 s.  9 d.  per  waggon,  although  the 
cattle  when  in  the  trucks  had  to  pass  through  the 
farms  off  whicli  they  were  bought,  and  past 
Leyburn  where  he  intended  to  have  trucked  them. 
Hawes  Junction  is  where  the  Midland  and  North 
Eastern  Railwa3's  join. 

1046.  They  were  carried  17  miles  further  for 
6 5.  9 (Z.  less  per  waggon? — Yes;  the  difference 
between  Leyburn  and  Hawes. 

1047.  Can  you  tell  the  Committee  what  is  the 
charge  of  the  North  Eastern  Railway  on  artifi- 
cial manure  between  Stockton  and  Darlington? 
— The  charge  on  the  four  ton  loads  and  ujiwards 
is  3 5.  4 d.  per  ton. 

1048.  What  is  the  distance? — The  distance  is 
11^  miles,  that  is  about  3^  d.  per  ton. 

1049.  The  distance  does  not  exceed  12  miles? 
— It  does  not  exceed  12  miles. 

1050.  For  two  ton  loads  how  much  is  the 
charge? — 5s.  per  ton. 

1051.  That  is  about  5 d.  per  ton  per  mile? — Yes. 

1052.  And  for  less  than  two  tons? — 6 s.  3 rf. 
per  ton. 

1053.  Which  is  about  6;^  d.  per  ton  per  mile  ? — 
Yes. 

1054.  I suppose  a good  many  of  the  orders  of 
the  small  farmers  do  not  exceed  two  tons  of 
manure? — The  very  great  bulk  of  the  farmers  in 
our  neighboiu’hood  do  not  require  more  than  two 
tons  of  any  special  kind  of  manure. 

1055.  Have  you  any  idea  what  is  the  maxi- 
mum limit  of  charge  by  the  North  Eastern 
Company  for  maunre?  — I believe  that  it  is  1 rf. 
per  ton  over  20  miles  and  1 d.  under  20  miles. 

1056.  If  your  impression  is  correct,  then  the 
North  Eastern  Company  is  for  small  lots,  charg- 

0.54. 


Mr.  Barclay — continued, 
ing  more  than  four  times  its  maximum  rate  ? — 
Ye>^. 

1057.  Do  those  foreign  cattle  get  the  prefer- 
ence in  regard  to  expedition  of  liome  cattle  ? — 
That  is  one  ])oint  the  cattle  dealers  complain  of 
very  much  indeed,  that  the  foreign  cattle  are 
placed  in  the  through  fast  trains,  whereas  that 
acccommodation  is  refused  to  home  stock. 

Mr.  Pease. 

1058.  If  the  Newcastle  to  Manchester  cattle 
were  not  carried  at  this  lower  rate,  in  all  proba- 
bility they  Avonld  come  in  at  some  other  port  for 
Manchester  ? — Yes,  they  might  do  so. 

1059.  Therefore  it  is  a question  whether  the 
railway  company  can  get  anything  out  of  them 
or  lose  them  altogether? — The  railway  company 
are  quite  certain  of  the  home  produce,  and  no 
doubt  they  wish  to  afford  facilities  to  foreign 
produce  to  come  to  their  ports. 

1060.  You  do  not  accuse  the  railway  company 
of  wishing  to  grant  facilities  to  the  foreign  cattle 
to  the  special  detriment  of  the  home  cattle? — I 
have  not  gone  into  that  question  at  all. 

1061.  Then  with  regard  to  sheep,  does  not  the 
same  argument  apply,  that  if  they  did  not  send 
at  this  through  rate,  probably  they  would  not 
get  them  all  ? — That  I cannot  sajL 

1062.  Are  there  any  others  goods  coming  in 
the  same  steamers? — Yes,  I believe  there  are. 

1063.  Those  goods  are  probably  for  local 
consumption? — That  I am  not  aware  of. 

1064.  If  it  is  so,  is  it  not  the  railway 
company's  interest  and  the  interest  of  the  whole 
disrrict  to  get  those  ships  into  Newcastle  rather 
than  to  allow  them  to  go  to  others  ports  to 
discharge  ? — If  that  is  so,  but  a larger  quantity 
of  these  cattle  I believe  remain  at  or  about 
N ewcastle. 

1065.  With  regard  to  the  barley,  where  does 
the  foreign  barley  generally  go  to  ? — To  the 
West  Riding  of  Yorkshire,  I believe  the  great 
bulk  of  it. 

1066.  Does  not  the  large  bulk  go  to  Burton  ? 
— I cannot  say  that ; I know  as  a fact  that  a 
large  quantity  of  it  goes  to  the  West  Riding  of 
Yorkshire. 

1067.  If  it  does  go  to  Burton,  and  it  ivere  not 
brought  into  West  Hartlepool,  it  must  be 
brought  into  another  port  ? — Tliat  ivould  be  so. 

1068.  In  that  case  the  railway  company  would 
lose  it  altogether  ? — I do  not  know  that ; I 
believe  that  Hartlepool  is  as  convenient  a port 
for  that  barley  as  any  other. 

1069.  Is  not  Hull  18  miles  nearer  to  Burton 
than  Hartlepool  ? — I have  not  gone  into  the 
question  of  mileage. 

1070.  Take  it  from  me  that  it  is  nearer,  and 
therefore  it  is  a question  for  the  raihvay 
companies  whether  they  can  get  the  traffic  OA^er 
a longer  distance  or  a shorter  ? — That  may  be  the 
case. 

1071.  Do  you  think  that  a raihvay  company 
is  not  bound  to  do  the  best  it  can  for  its  share- 
holders ? — I have  not  gone  into  that  question. 

1072.  Tou  are  not  a shareholder  in  the 
railway  ? — No. 

1073.  Are  there  not  some  eminent  agricul- 
turists on  the  direction  of  the  North  Eastern 
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Railway  Company? — I can  only  give  the  facts 
as  to  how  we  are  treated. 

1074.  Is  it  not  a pity  that  the  agricultural 
interest  do  not  take  a larger  interest  in  the 
railways  ? — I am  not  aAvare  that  the  railway 
companies  have  ever  given  any  particular  facili- 
ties to  agriculturists  on  their  part  to  induce 
them  to  do  so. 

1075.  Then  we  come  to  the  question  of  these 
cattle  coming  from  the  Avest : the  character  of 
the  cattle  coming  from  Kirkby-'l  hore,  andTebay 
and  that  district,  is  the  same  as  of  those  which 
go  upon  the  main  line,  with  Avhich  you  compared 
them  from  Darlington  to  Tebay  ? — Precisely. 

1076.  It  is  not  the  fact  that  a large  number 
of  young  animals  come  in  for  fattening  from  that 
moorland  district  of  Kirkby  Stephen  ? — The 
quotations  I have  given  the  Committee  are  from 
men  who  buy  a precisely  similar  kind  of  stock  in 
both  districts. 

1077.  Those  are  going  northward  to  Berwlck- 
on-Tweed,  and  if  the  IS'orth  Eastern  Company 
did  not  take  them  at  a through  rate,  they  would 
probably  go  by  the  North  Western  line? — No 
doubt  they  would  go  by  the  North  Western  line, 
but  the  North  Eastern  Company  give  them  a 
very  much  greater  preference  over  Darlington. 

1078.  In  that  case  competition  has  not  brought 
about  combination  ? — We  think  it  is  placing  us 
in  the  Darlington  neighbourhood  at  a very  great 
disadvantage  compared  with  the  western  side  of 
the  district. 

1079.  You  Avould  not  mind  the  Kirkby-Thore 
animal  rate  raised  ?- — M^e  would  rather  see  the 
other  rate  lowered. 

1080.  Generally  speaking,  the  facilities  given 
to  jjassergers  coming  to  and  from  your  markets 
are  very  large  upon  the  North  Eastern  line  ? — I 
believe  they  are. 

1081 . Is  there  any  other  company  which  carries 
your  farmers  to  market,  there  and  back,  at  1|  d.  a 
mile  ? — That  I do  not  knoAV  anything  about. 

INIr.  Nicholson. 

1082.  I believe  Avhat  you  Avished  the  Com- 
mittee to  understand  Avas,  that  you  considered 
that  if  the  railway  company  can  carry  from 
NcAvcastle  at  a through  rate  at  a profit  for 
foreign  stock,  the}'  ought  to  give  you  the  same 
facilities  ? — Precisely. 

Sir  lialdwyn  Leiyhton. 

1083.  As  regards  those  rates,  one  of  Avhich 
Avas  upon  foreign  cattle  from  NeAvcastle  to 
IMaiichester,  have  your  Chamber  of  Agriculture, 
or  any  other  board  that  you  are  aware  of,  made 
any  reju'esentations  to  the  railway  company  upon 
this  subject  ? — 1 believe  the  dealers  have,  because 
it  allccts  them  in  the  first  instance;  those  cattle 
are  ncarlv  all  sold  by  dealers. 

1084.  lias  there  been  any  alteration  in  the 
rates  owing  to  those  representations  ? — I am  not 
aware  that  tlierc  has. 

1085.  Have  you  made  any  representation  to 
auA'  other  body,  such  as  the  Railway  Commis- 
sioners or  the  Board  of  Trade?— I have  not  done 
so  as  yet. 


Sir  Baldwyn  Leighton — continued. 

1086.  I suppose  there  has  been  a good  deal  of 
talk  about  the  matter  in  the  Chamber  of  Agri- 
culture?— Yes,  for  some  time. 

1087.  For  tAvo  or  three  years,  I supj)Ose  ? — 
Not  quite  so  long  as  tliat,  l)ut  about  a year. 

1088.  Is  it  only  during  the  last  year  or  so  that 
this  inequality  has  been  discovered,  or  that  the 
foreign  cattle  are  coming  there? — This  trade  has 
grown  A'ery  much  lately,  and  therefore  the  question 
has  come  more  to  the  front  than  it  had  previously 
done. 

1089.  I suppose  you  can  hardly  say  Avhether 
it  affects  the  })rlce? — There  is  no  doubt  that  it 
does  affect  the  ])rice,  because  the  dealers  going 
into  the  NcAvcastle  market,  and  buying  seven 
foreign  and  seven  English  cattle,  Avill  find  that 
the  difference  of  rate  affects  the  price  to  the 
extent  of  about  4 s.  each;  it  really  amounts  to  a 
dealer’s  jmofit  betAveen  one  market  and  another, 
or  nearly  so. 

1090.  I suppose  it  is  perfectly  well  knoAvn  now 
that  there  is  that  difference? — Yes,  it  is  very  Avell 
known  amongst  the  dealers. 

1091.  Do  they  tell  you  openly  that  they 
cannot  give  you  so  much  because  of  this  ? — They 
tell  us  that  this  difference  in  railway  rates  makes 
a certain  difference,  and  that  they  have  to  take 
that  into  consideration. 

1092.  Are  those  foreign  cattle  Scotch? — No, 
they  are  imported  cattle. 

1093.  Where  do  they  come  from,  Denmark  ? 
— I refer  principally  to  Canadian  cattle  as  com- 
paring AA'ith  our  home  stock  ; there  are  also 
cattle  from  Holland  and  other  places,  but  the 
dealer  Avho  gave  me  the  quotation  purchases 
principally  home  stock  or  Canadian.  I therefore 
take  the  comparison  according  to  his  quotations. 

Mr.  Craig. 

1094-  In  those  rates  for  cattle  betAveen  New- 
castle and  Manchester  there  is  a ditierence  of 
\ I.  2 s.  d d.  per  truck? — Yes. 

1095.  Is  there  any  circumstance  to  justify 
that  difference  Avhich  affects  the  cost  of  transit  ? 
— Not  that  I am  aware  of. 

1096.  All  things  are  equal,  except  that  one  is 
foreign  and  one  is  home  produce  ? — Yes.  , 

1097.  The  same  thing  iipplies  to  the  sheep,  the 

difference  in  that  case  being  9 9 d.  ? — Yes. 

1098.  And  also  from  NeAvcastle  to  AYakefield? 
— From  NeAvcastle  to  AVakfield  the  difference  is 
1 1.  0 s.  6 d. 

1099.  The  foreign  producer  is  noAV  a com- 
jietitor  Avith  the  English  producer  in  the 
English  market  ? — Yes. 

1 100.  So  that  although  it  may  be  quite  correct, 
as  the  honourable  Chairman  for  South  Durham 
said,  that  the  raihvay  companies  are  right  in  doing 
the  best  they  can  for  their  shareholders,  yet  is 
this  not  establishing  an  inequality  betAveen  these 
tAvo  classes  of  competitors  ? — There  is  no  doubt 
of  it,  it  is  putting  a tax  of  so  much  j)er  acre  upon 
our  ])roductions. 

1101.  And  that  they  are  not  right  in  establish- 
ing that  incApiality  betAveen  the  home  producers 
and  tlie  foreign  producers,  Avho  ai'e  competing 
against  each  other  in  the  same  market? — Cer- 
tainly not. 


1102.  I suppose 
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Mr.  Craig — continued. 

1102.  I suppose  we  may  assume  that  they  can 
carry  cattle  at  the  price  at  which  they  are  carry- 
ing foreign  cattle  ? — We  may  naturally  assume 
so. 

1103.  So  that  the  English  producer  is  paying 
all  this  beyond  what  he  ought  to  pay,  providing 
the  rates  Avere  reduced  to  a profitable  rate  for 
carrying  other  produce  at  ? — That  is  what  Ave 
think. 

1104.  It  does  not  affect  the  individual  com- 
petitor, but  the  Avhole  district? — It  affects  the 
Avhole  production. 

llOo.  Because  the  price  to  the  public  Is  regu- 
lated, no  doubt,  by  the  price  that  the  foreign 
produce  is  sold  at  ? — That  is  so. 

1106.  The  English  producer  is  obliged  to  come 
down  to  that  price  ? — T es,  certainly. 

Mr.  Dillwyn. 

1107.  You  spoke  of  the  rates  upon  packed 
manure ; from  Avhat  Acts  did  you  get  those 
rates? — They  were  given  to  me  by  a manure 
dealer  on  .Monday. 

1108.  Do  you  knoAV  Avhether  they  are  rates 
under  the  new  Act,  or  under  the  old  Stockton 
and  Darlington  Act  ? — They  are  rates  quoted 
by  the  raihvay  companies  to  him,  and  Avhich  he 
gave  me. 

Mr.  O'  Sullivan. 

1109.  Could  you  tell  the  Committee  Avhat  is 
the  value  of  your  local  stock  in  proportion  to  the 
value  of  foreign  stock  conveyed  at  thi’ough  rates, 
taking  them  per  head  ? — There  are  many  of  the 
foreign  cattle  AA’liich  are  conveyed  under  those 
quotations  AvhIch  I have  given  you  which  are 
equally  as  good  and  valuable  as  our  home 
stock. 

1110.  But,  as  a general  rule,  which  are  the 
more  valuable,  home  or  foreign  stock  ? — I should 
think  as  nearly  as  I can  tell  that  the  cattle  con- 
veyed under  the  rates  I have  given  you  are  as 
nearly  equal  in  value  as  possible. 

1111.  Do  you  think  from  your  knowledge  of 
the  traffic  in  your  district  that  if  the  rate  for  the 
local  traffic  Avere  reduced,  it  would  increase  the 
traffic  very  much  to  the  company  from  your 
neighbourhood  ? — I cannot  say. 

1112.  If  the  rate  Avere  reduced  to  the  rate  for 
the  foreign  stock,  for  example? — I cannot  say 
hoAv  far  that  might  be  the  case,  but  I think  the 
present  rate  reduces  the  value  of  our  stock. 

1113.  You  say  that  they  are  bought  in  the 
market  ; hoAV  do  the  railway  companies  knoAV 
Avhether  they  are  foreign  or  local  stock  when  they 
are  bought  in  the  same  same  market? — That  I 
cannot  ansAver. 

11 1-1.  Suppose  a dealer  in  the  mai’ket  buys 
three  foreign  and  four  of  your  local  stock,  and 
loads  the  seven  for  any  of  your  different  markets, 
how  is  he  charged  in  such  a case  as  that  ? — That 
I cannot  ansAver,  but  in  the  case  of  a dealer  ffolno; 
into  the  market  and  buying  seven  English  and 
seven  foreign  cattle,  the  raihvay  company  charge 
him  a difference  in  the  rates. 

Mr.  Pease. 

1115.  Is  it  not  a fact  that  if  foreign  cattle  go 
to  Newcastle,  and  are  then  trucked  to  Man- 
chester or  Wakefield,  they  are  trucked  as 
English  cattle,  and  that  the  rate  for  foreign 
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cattle  only  applies  to  cattle  trucked  immediately 
on  the  AAdiarf? — That,  I believe,  is  not  the 
case. 

Chairman. 

1116.  We  ought  to  be  clear  about  that;  can- 
not you  tell  for  certain  ? — I can  only  ansAver  the 
question  tiiis  way,  that  these  rates  are  given  me 
by  a large  dealer  in  our  neighboui'hood,  who  told 
me  that  he  can  go  Into  Newcastle  market  and 
buy  seven  imported  and  truck  them  to  precisely 
the  same  destination  from  the  same  station,  and 
yet  that  they  charge  him  these  differential  rates. 

Mr.  O'  Sullivan. 

1117.  Do  you  know  any  other  shipping  port 
Avhere  the  same  reduction  is  giA^en  as  there  is  at 
Ncav castle  to  foreign  cattle  ? — I do  not. 

Mr.  Caine. 

1118.  You  are  pretty  familiar,  I suppose,  Avith 
the  price  of  cattle  in  your  neighbourhood  ? — I am. 

1119.  Do  not  you  think  that  if  the  rate  Avere 
raised  from  NeAvcastle  to  Manchester  to  the 
same  rate  as  it  is  upon  home  cattle  it  Avould  vir- 
tually prohibit  the  trade  in  foreign  cattle  between 
NeAvcastle  and  Manchester? — Ido  not  think  it 
Avouhl 

1120.  You  think  that  the  Importer  could  make 
a living  by  importing  them,  and  paying  the  same 
rate  as  you  do  from  Newcastle  to  Manchester? — 
I think  he  could. 

1121.  Now,  Avith  regard  to  tlie  carriage  of 
barley  and  oil-cake  by  the  North  Eastern  Com- 
pany ; is  the  barley  and  oil-cake  taken  out  of  the 
Avarehouses  by  the  dealer  indiscriminately,  and 
declared  to  be  home  and  foreign  barley  respec- 
tively ? — That  I believe  to  be  the  case,  from  the 
best  of  my  information. 

1122.  Do  not  the  dealers,  then,  very  often  de- 
clare home  barley  to  be  foreign  barley,  or  huAV 
do  the  railway  company  know  which  is  Avhich  ? — 
The  raihvay  company  are  pretty  Avell  able  to 
discriminate. 

1123.  Is  it  not  the  fact  that  raihvay  companies 
only  quote  these  low  rates  for  foreign  produce 
when  delivered  ex-ship  on  to  trucks  ? — They 
Avill  take  it  ex -warehouse,  I believe. 

1124.  Out  of  any  Avarehouse,  or  only  a Avare- 
house  as  to  Avhich  there  is  distinct  evidence  that 
they  have  been  put  from  the  ship  into  that  Avare- 
house?— That  I do  not  knoAv. 

1125.  Do  you  knoAV  Avhether  those  are  only 
through  rates  from  abroad  to  Manchester? — No, 
I believe  the  railway  company  quote  station  to 
station  rates. 

1126.  Is  it  easy  to  distinguish  betAveen  the 
foreign  and  home  barley  ?— It  is  easy  for  the 
purchaser  to  distinguish. 

1127.  Suppose  the  case  of  cattle  coming  by 
steamer  from  Aberdeen  to  Newcastle ; do  not 
you  think  those  cattle  would  be  shipped  at  the  low 
rate  to  Manchester? — I think  they  Avouid  be. 

1128.  They  Avould  be  treated  as  foreign  cattle 
to  Manchester  ? — -I  cannot  tell  for  certain. 

Mr.  Lowther. 

1129.  The  farmers  think  they  have  a com- 
plaint against  the  North  Eastern  CompanA*  on 
account  of  these  Ioav  charges  ? — They  think  there 
is  a ])referencc  sliown  to  the  foreign  stock. 
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Mr.  Lowthcr — continued. 

1130.  Have  they  ever  remonstrated? — I be- 
lieve the  dealers  have. 

1131.  But  you  do  not  know  for  certain  ? — No. 

1132.  Are  the  farmers  aware  of  the  existence 
of  the  power  of  the  Board  of  Trade? — Yes. 

1 133.  Have  they  ever  applied  to  them  ? — No, 
they  have  not. 

Mr.  Samuelson. 

1134.  Tlie  honourable  Member  for  South 
Durham  asked  you  whether  you  were  not  aware 
that  there  were  several  gentlemen  upon  the 
North  Eastern  Board  who  were  eminent  agricul- 
turalists; do  you  think  tliose  eminent  agricul- 
turalists have  much  to  do  with  the  fixing  of  the 
rates,  or  do  you  think  it  lies  rather  with  their 
manager? — I think  it  lies  almost  entirely  with 
the  railway  manager. 

Mr.  Barclay. 

1135.  I wish  to  recur  to  the  question  of  the 


Mr.  Barclay — continued, 
maximum  rate  which  the  North  Eastern  Railway 
is  authorised  to  charge  for  manure  ; you  say  it 
was  1 d.  and  Hr/.,  but  you  are  not  quite  sure  ? — 
I am  not  quite  sure,  but  I think  that  is  it. 

1136.  Even  if  it  were  \ d.,  the  3jr/.,  which 
appears  from  Lord  Skelmersdale’s  Return,  would 
be  still  over  their  maximum  rates  for  small 
quantities  ? — It  would. 

Chairman. 

1137.  Then  I understand  from  you  that  the 
agriculturalists  of  the  district  have  made  no 
effort  to  combine  to  apply  to  the  ordinary  law  for 
redress  ? — They  have  not  done  so  ; the  matter 
has  not  been  taken  up  until  lately. 

1138.  The  question  of  agricultural  dejiression 
has  now  led  them  to  take  steps  ? — The  agricul- 
tural depression  has  led  them  to  look  round  every 
corner  as  sharply  as  possible. 


Mr.  William  Douglas  Johnston,  called  in  ; and  Examined. 


Mr.  Barclay. 

1139.  Are  you  the  junior  partner  of  the  firm 
of  Joseph  Johnston  and  Sons,  of  Montrose  ? — 1 
am. 

1140.  You  are  a fish  dealer  in  Montrose,  I 
believe  ? — Yes,  I am. 

1141.  You  deal  both  in  salmon  and  in  sea  fish 
generally? — Yes. 

1142.  Their  business  is  the  leading  business  in 
fish  on  the  Forfarshire  and  Kincardineshire  coast  ? 
— I think  so. 

1143.  You  pay  about  9,000/.  a year  for  the 
rent  of  salmon  fishings,  I believe? — Yes,  we  do 
for  salmon  fishings  and  for  mussel  fishings  ; about 
500  /.  of  that  would  represent  the  mussel  fisheries. 

1144.  The  salmon  fisheries  are  in  several 
counties,  are  they  not? — Yes,  in  Forfarshire, 
Kincardineshire,  Berwick,  Hadingtonshire,  Fife- 
shire,  and  Inverness-shire. 

1145.  Do  you  receive  the  fish  of  about  100 
boats’  fishing  at  sea,  herrings  and  white  fish  in- 
cluded?— We  do. 

1146.  What  do  you  do  with  your  fish ; where  do 
ymu  forward  your  fish  ? — I'he  white  fish,  that  is  to 
say,  between  the  months  of  July  and  September, 
the  beginning  and  end  of  herring  fishery,  are  sent 
to  all  the  markets  where  we  think  we  will  realise 
sufficient  for  them  after  the  local  demands  are 
served. 

1147.  Those  are  such  markets  as  Manchester, 
Liverpool,  Birmingham,  and  London  ? — Yes. 

1148.  The  salmon  are  sent  to  the  same  mar- 
kets I — Yes. 

1149.  And  where  do  the  herrings  go? — The 
herrings  go  to  those  markets  also  in  large  quan- 
tities so  long  as  the  price  that  we  realise  will 
allow  us  to  send  them,  for  the  railway  charge 
comes  to  be  such  an  enormous  item  that  we 
cannot  long  continue  sending  herrings  to  these 
English  markets. 

1150.  That  is  to  say,  the  carriage  of  the  her- 
rings is  such  a large  proportion  of  the  price 
realised  in  the  JMidland  towns,  that  the  balance 
left  to  you  for  the  ])rice  of  herrings  would 
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be  extremely  small? — It  would  be  extremely 
small. 

1151.  Is  it  in  consequence  of  that  that  the 
great  bulk  of  the  herrings  go  to  the  continental 
markets? — To  a large  extent.  A large  quantity 
of  the  herrings  which  are  now  sent  to  continental 
markets  would  be  sent  to  the  English  markets 
provided  there  were  rates  of  conveyance  to  those 
markets  any  way  in  confirmity  with  the  value 
the  fish  realise  in  those  markets. 

1152.  Have  you  made  up  a statement  showing 
what  proportion  the  cost  of  carriage  bears  to 
the  prices  realised  in  the  London  markets  ? — 
I have. 

] 153.  What  proportion  does  the  cost  of  car- 
riage bear  to  the  price  realised  ? — During  the 
last  herring  fishing  we  sent  herrings  to  London, 
Liverpool,  Manchester,  and  Birmingham,  and  the 
average  cost  of  the  railway  carriage  compared  to 
the  gross  sale  of  fish  is  44  per  cent. 

1154.  That  is  to  say,  for  every  100  /.  the  fish 
realised  in  the  consuming  market,  the  railway 
company  got  44  /.  ? — It  did ; that  refers  espe- 
cially to  herrings. 

1155.  Now,  what  was  the  proportion  of  the 
railway  rate  to  the  price  realised  by  white  fish 
sent  by  the  railway  company  ? — I took  oft'  two 
months  of  the  white  fish,  Januaiy  and  April 
1880;  that  is,  last  year,  because  those  months 
are  the  months  in  which  ive  get,  generally 
speaking,  the  largest  price  in  the  market ; for 
Lent  ends  about  April.  The  average  upon  those 
consignments  was  28  per  cent,  for  railway  cai'- 
riage.  I may  state  that  after  Lent  we  are  seldom 
able  to  send  white  fish  to  London,  as  the  price  of 
fish  would  get  very  much  lower,  and  the  ])ercent- 
age  of  the  railway  carriage  would  be  double  ivhat 
it  was  in  the  months  1 have  mentioned. 

1156.  AVill  you  tell  the  Committee  what  is  the 
charge  by  jiassenger  train  for  fish  from  Aberdeen 
or  Montrose  to  London,  at  the  company’s  risk  ? 
— By  passenger  train  from  ^lontrose  to  London, 
which  is  483  miles,  as  given  in  the  railway  books, 
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Mr.  Barclay — continued. 

the  charge  at  the  company’s  risk  is  4 5.  8 d.  per 
cwt. 

1157.  That  is  93s.  4c?.  per  ton  ? — Yes. 

1158.  Is  the  rate  the  same  from  Aberdeen? — 
The  rate  from  Aberdeen  is  the  same  according  to 
the  published  tables  of  the  company. 

1159.  What  is  the  distance  from  Aberdeen  to 
London  according  to  the  company’s  tables? — 
Aberdeen  is  43  miles  from  Montrose. 

1 160.  That  makes  526  miles  ? — ^Yes. 

1161.  What  does  that  come  to  per  ton  per 
mile? — Something  over  2d.  per  ton  per  mile. 

1162.  Is  the  rate  the  same  to  Manchester? — 
It  is  the  same  to  Manchester. 

1163.  What  is  the  distance  from  Aberdeen  to 
Manchester,  348  miles,  is  it  notj — Yes,  about 
that. 

1164.  How  does  that  work  out? — It  would  be 
over  3 d.  per  ton  per  mile. 

1165.  The  fish  from  Montrose  to  London  and 
Manchester  go  over  several  lines  of  railway,  do 
they  not? — They  do. 

1166.  Then  from  Montrose  to  Glasgow  the 
fish  go  on  the  Caledonian  Railway  Comjiany’s 
system  alone  ? — When  sent  by  the  Caledonian 
Raihvay. 

1167.  Are  you  able  to  quote  the  Caledonian 
rates? — Yes;  those  rates  are  all  from  the  Cale- 
donian Company’s  books. 

1168.  What  does  the  Caledonian  Company 
charge  from  Montrose  to  Glasgow,  117  miles  by 
passenger  train  at  company’s  risk  ? — 80  s.  per 
ton. 

1169.  What  does  that  work  out  per  ton  per 
mile  ? — Something  over  8 c?. 

1170.  As  compared  with  a little  over  2 c?., 
which  is  the  charge  to  London  ? — Yes. 

1171.  What  is  the  charge  from  Montrose  to 
Edinburgh,  which  is  148  miles? — By  passenger 
train  it  is  5 s.  a ton  less  than  to  Glasgow. 

1172.  That  is  75s.  per  ton? — Yes. 

1173.  What  does  that  work  out  per  mile  ? — 
Over  6 c?. 

1174.  What  is  the  charge  on  fish  by  goods 
train  from  Aberdeen  and  Montrose  to  London  ? — 
At  company’s  risk  it  3s.  5 c?.  per  cwt. 

1175.  That  is  68s.  4c?.  per  ton  ? — Yes. 

1176.  How  much  is  that  per  ton  per  mile  ? — 
Rather  over  1 ^ c?. 

1177.  What  is  the  rate  by  goods  train  from 
Monti'ose  to  Glasgow  all  over  the  Caledonian 
Railway  ? — At  the  company’s  risk  it  is  40  s.  per 
ton. 

1178.  How  much  is  that  per  ton  per  mile  ? — 
About  4 d. 

1179.  Then  what  is  the  carriage  from  Mon- 
trose to  Edinburgh  ? — The  carriage  by  goods 
train  from  Montrose  to  Edinburgh  at  company’s 
risk  is  30  s.  per  ton  for  148  miles. 

1180.  How  much  does  that  work  out  per  ton 
per  mile  ? — About  2 ^ d. 

1181.  Then  the  Caledonian  Railway  Company 
is  charging  well  on  to  double  the  rates  upon  its 
own  system  which  are  charged  as  through  rates 
when  the  fish  goes  over  several  systems? — Yes, 
that  is  so. 

1182.  Has  there  been  an  increase  in  the  rates 
of  the  carriage  of  fish  since  the  various  portions  of 
the  railways  in  your  neighbourhood  were  amal- 
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Mr.  Barclay — continued, 
gamated? — Yes;  there  has  with  every  amal- 
gamation, each  amalgamation  giving  more  of  a 
monopoly.  With  every  amalgamation  the  rates 
for  fish  have  been  raised  very  considerably. 

1183.  What  was  the  rate  for  salmon  to  London 
by  the  Scottish  North  Eastern  line  before  that 
line  was  amalgamated  with  the  Caledonian  ? — By 
pa-senger  train  it  was  4s.  per  cwt.,  or  80s.  per 
ton,  and  immediately  after  the  amalgamation  it 
was  raised  to  4 s.  6 c/.  I should  say  that  the  rate 
of  4s.  6(/.  per  cwt.,  or  90s.  per  ton  (for  not  less 
than  a ton  weight)  is  at  the  com])any’s  risk  ; any 
quantity  less  than  a ton,  say  19  cwt.,  is  charged 
5 s.  llrf.  per  cwt.  at  the  company’s  risk  against 

4 s.  %d.  at  the  sender’s  risk. 

1184.  I believe  they  raised  the  rate  on  “ under 
one  ton  ” loads  last  year;  the  rate  was  continued 
as  it  was  before,  namely,  4 s.  6 c/.  per  cwt.  for 
one  ton  and  over,  but  the  rate  was  I’aised  to 

5 s.  11  d.  for  less  quantities  than  one  ton  ? — Yes, 
at  the  company’s  risk  in  both  cases. 

1185.  In  addition  to  that  direct  increase  of  the 
rates,  have  the  company  increased  the  rates  still 
more  by  estimating  the  weight  differently  from 
what  they  used  to  do  ? — Yes,  they  have  ; and 
from  our  quarter  that  has  been  the  means  of 
increasing  the  money  rate  from  25  to  30  per 
cent.  For  the  last  30  years  fish  have  always 
gone  by  arrangement  with  the  company  at  an 
under  weight. 

1186.  That  is  to  say,  salmon  boxes  were  taken 
to  represent  a certain  weight,  including  the  ice 
and  the  tare  of  the  box,  although  the  actual 
weight  of  the  whole  was  considerably  more  ? — 
Yes,  that  was  so. 

1187.  And  now  the  company  has  adopted  the 
system  of  taking  the  exact  gross  weight? — They 
have. 

1188.  Has  that  had  the  effect  of  raisnig  the 
rate  from  4 s.  before  the  amalgamation  of  the 
Scottish  North  Eastern  Avlth  the  Caledonian 
Railway  to  7 s.  5 c?.  now? — To  something  like 
that. 

1189.  You  have  frequently  to  send  smaller 
quantities  of  salmon  than  ton  loads,  have  you 
not? — Yes;  we  have  not  got  many  more  than  a 
ton  altogether  this  year. 

1190.  Consequently  this  new  arrangement  for 
smaller  quantities  than  ton  loads  bears  very 
hardly,  1 may  say,  upon  all  the  consigners  of 
salmon  to  the  London  market? — It  does. 

1191.  In  short,  the  rate  has  been  raised  from 
4 s.  to  7 s.  5 c/.,  or  not  very  far  from  double  since 
1866,  Avhich  was  the  date  of  the  amalgamation 
of  the  Scottish  North  Eastern  Railway  Com- 
])any  wfith  ihe  Caledonian? — Yes;  of  course 
that  is  including  this  additional  weight. 

1192.  Has  there  been  a corresponding  increase 
upon  the  carriage  of  fish  sent  by  goods  train  ? — 
Yes,  there  has.  When  the  railway  opened  to 
Montrose  about  1849,  we  sent  fish  to  London  for 
35  s.  a ton,  and  at  that  time  everything  went  at 
the  company’s  risk  ; the  same  fish  now  are  being 
charged  by  goods  train  3 s.  5 d.  per  cwt. 

1193.  That  is  an  advance  from  Is.  9 J.  per 
cwt.  to  3 s.  5 c?.  ? — Yes,  the  railway  comjiany  keep 
their  rate-books  by  the  cwt. 

1194.  The  charge  was  raised  from  35  s.  to 
68  s.  4 d.  per  ton  ? — Yes. 

H 4 
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Mr.  Barclay — continued. 

1195.  In  both  cases  they  are  carried  at  the 
company’s  risk? — Yes. 

Mr.  Pdl. 

1196.  And  is  the  fish  carried  at  the  same  rate 
of  speed? — No;  about  1858  a goods  train  left 
Montrose  about  five  o’clock  in  the  morning,  and 
it  did  not  arrive  in  London  the  next  morning 
but  the  morninff  followinc:.  Now  we  can  send 

O O ^ 

the  fish  off  at  half-past  one  and  it  catches  the 
same  market,  so  that  we  have  gained  from  half- 
past five  in  the  morning  till  half-past  one  in  the 
afternoon. 

]\Ir.  Barclay. 

1197.  They  did  not  deliver  the  fish  the  next 
day  in  the  morning,  but  the  next  morning  but 
one  ? — Yes,  that  is  so. 

1198.  Before  the  Dundee  and  Arbroath  Rail- 
way was  absorbed  by  the  Aberdeen  Railway, 
what  was  the  rate  of  carriage  of  fish  to  Dundee 
by  passenger  train  ? — Ten  Pence  per  cwt. 

1199.  Then  when  the  Dundee  and  Arbroath 
and  Aberdeen  Railways  were  amalgamated  what 
was  the  rate? — One  shilling. 

1200.  And  when  the  still  further  amalgama- 
tion with  the  Caledonian  Company  took  place, 
how  did  it  go  ? — The  rate  was  1 s.  3 d.  per  cwt. 

1201.  And  the  rates  generally  have  been  in- 
creased in  somewhat  similar  proportion  from  time 
to  time  as  the  various  railways  were  amalga- 
mated ? — Always  as  railways  were  amalgamated 
the  rates  were  raised. 

1202.  Wliat  kind  of  service  does  the  railway 
company  give  you  for  the  fish  traffic;  do  you 
consider  it  satisfactory? — Very  partially,  for  the 
salmon  the  railway  company  give  us  a pretty 
good  service  now,  more  especially  since  the  open- 
ing of  the  4'ay  Bridge,  and  last  month,  since  the 
opening  of  the  North  British  Railway  into  Mon- 
trose. Previously  to  the  opening  of  the  Tay 
Bridge  we  could  not  get  a truck  into  Montrose 
to  load  salmon  by  passenger  train ; Ave  had  to 
send  them  in  a truck  to  Dubton;  if  there  was 
any  quantity  the  train  would  be  detained  so  long 
at  Dubton  waiting  the  transference  of  the  salmon, 
that  we  have  frequently  to  send  from  two  to 
half-a-dozen  men  of  our  own  to  reload  our  fish 
on  to  the  main  line.  Immediately  the  Tay 
Bridge  Avas  opened  Ave  got  a lot  of  these  vans, 
to  Montrose  station,  and  the  fish  Avere  taken  on 
there  Avithout  being  changed  till  they  reach  their 
destination. 

1203.  Can  you  count  uoav  on  getting  off  your 
white  fish  by  the  passenger  trains? — No. 

1204.  It  is  quite  uncertain  Avhether  you  get 
them  of!' or  not? — Yes,  it  is. 

] 205.  If  you  do  not  get  them  off,  Avhat  hap- 
pens ? — The  fish  have  either  to  be  cured,  those 
that  will  cure,  or  sold  locally. 

1206.  Is  the  fish  all  sent  by  passenger  trains 
to  the  Midland  tOAvns? — Y"es,  it  is. 

1207.  What  happens  Avlien  you  try  to  send 
the  fish  by  goods  trains? — The  train  takes  such 
a time  that  the  fish  do  not  reach  their  destina- 
ation  in  anything  like  condition. 

1208.  It  is  quite  uncertain  Avhen  the  fish  Avould 
reach  the  market  ? — Y"es,  Avhen  they  Avould  arrive. 

1209.  You  sometimes  do  send  the  fish  by  goods 
train  to  London,  do  you  not? — Yes,  London  is 


Mr.  Barclay — continued, 
the  only  market  at  Avhich  Ave  can  count  upon  a 
goods  train  arriving. 

1210.  Y'ou  send  the  fish  off  at  half-past  one  in 
the  afternoon,  and  they  get  in  the  next  morning 
but  one  ? — Y"es. 

1211.  Have  you  calculated  about  Avhat  speed 
that  goods  train  runs  at ; Avould  it  be  15  miles 
an  hour  ? — Yes,  I think  something  like  that. 

1212.  How  does  the  fish  go  up;  is  it  along 
Avith  the  dead  meat  from  Aberdeen  and  Mon- 
trose ? — Yes;  it  goes  in  Avbat  we  call  the  dead- 
meat  train  ; that  is,  the  goods  train. 

1213.  I suppose  there  is  a full  train  made  up 
betAveen  beef  and  fish  at  the  Montrose,  the 
Abei’deen,  and  the  Forfar  stations? — Yes,  the 
dead-meat  sent  yearly  from  Montrose  is  estimated 
at  about  250,000  /.  sterling  in  value. 

1214.  Have  you  remonstrated  Avith  the  raiUvay 
companies  about  the  service  they  gave  you  ? — 
Y es,  very  often. 

1215.  Have  you  ever  got  satisfaction? — None 
Avhatever. 

1216.  When  did  you  ever  get  any  improve- 
ment in  the  service? — Since  the  oj)ening  of  the 
Tay  Bridge  and  the  North  British  Raihvay  to 
Montrose. 

1217.  There  is  a branch  of  the  North  British 
Raihvay  Avhich  has  been  opened  recently  into 
Montrose? — Y'^es,  upon  the  1st  of  this  month  for 
goods  traffic. 

1218.  And  the  Caledonian  Raihvay  Company 
has  become  a good  deal  more  civil  in  conse- 
quence ? — The  Caledonian  Company  are  giving 
us  more  facilities.  For  instance,  Ave  never  could 
get  fish  delivered  in  Dundee  upon  the  same  day 
until  very  late  at  night,  but  upon  the  very  day 
that  the  North  British  line  opened  there  was  a 
fast  train  put  on  to  deliver  goods  in  Dundee  the 
same  day. 

1219.  I suppose  the  Caledonian  Railway  Com- 
pany told  you  before  that,  to  do  such  a thing  as 
that  Avould  be  impracticable  ? — Often  and  often, 
for  years 

1220.  The  benefit  to  you  of  competition  has 
not  been  to  get  any  reduction  of  the  rates,  but  to 
get  increased  facilities? — Yes,  that  is  the  only 
thing. 

1221.  Have  the  greatly  Increased  rates  Avhich 
the  raihvay  company  have  been  charging  of  recent 
years,  from  time  to  time  strangled  the  fish 
ijusiness  ? — To  a very  large  extent,  and  is  doing 
so  noAv. 

1222.  If  the  fish  Avere  taken  aAvay  from  you 
and  proper  facilities  Avere  given  for  the  carriage 
of  it  at  reasonable  rates,  aa'ouUI  the  supply  of  it 
to  Midland  towns  be  very  largely  increased  ? — 
Very  much  indeed.  I Avould  not  like  to  say  hoAv 
much  the  increase  Avould  be,but  Avith  the  improve- 
ment of  the  modes  of  catching,  and  the  size  of  the 
boats  during  the  last  10  years,  and  especially  as 
there  is  looming  inthe  distance,  andAve  are  expect- 
ing it  every  moment,  that  steam  avIU  be  introduced 
into  fishing  boats,  I say  there  is  no  limit  to  the 
fish  that  could  be  taken  out  of  the  sea,  provided 
Ave  could  get  them  taken  to  the  English  market. 

1223.  Provided  you  could  get  clear  of  the  fish 
Avith  pro])er  facilities  at  reasonable  rates,  you  do 
not  think  that  it  Avould  be  an  extravagant  state- 
ment to  make,  that  you  consider  that  the  supply 
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of  fish  from  Montrose  might  be  increased  10  times 
over  in  a few  years  ? — I should  tliink  that  the 
increase  might  be  considerably  more  than  that,  for 
I have  a certificate  from  the  harbour-master  at 
Montrose,  that  last  year  there  were  delivered 
there  21,000  crans  of  herrings,  that  is  between 
4,000  and  5,000  tons.  20  years  ago  there  was 
no  herring  fishing  in  Montrose  at  all  worth 
speaking  of.  The  value  of  those  herrings  was 
over  20,000  1. 

1224.  What  was  done  with  all  that  quantity  of 
herrings  last  year  ? — The  greater  proportion  of 
them  went  to  the  foreign  markets,  Prussia  and 
Russia,  chiefly  Prussia. 

1225.  Those  herrings  were  cured,  Avero  they 
not? — They  were  cured. 

1226.  What  is  the  cost  to  put  those  herrings 
into  the  continental  market  ? — I have  before  me 
account  sales  of  3,042  barrels  sent  b}'  steamer 
from  Montrose  at  1 sAld.  per  barrel,  and  including 
freight  and  sea  insurance ; the  rate  per  cent,  is 
five  and  a half,  that  is  what  it  cost  us  upon  the 
value  of  them. 

1227.  That  is  to  say,  the  per-centage  of  charges 
for  the  deliveiy  and  selling  of  herrings  in  the 
continental  market  did  not  cost  more  than  5i  per 
cent,  upon  the  price  realised  ? — For  delivery,  but 
not  for  selling  ; it  did  not  include  that. 

1228.  Have  you  to  destroy  a large  quantity  of 
the  fish  that  you  receive  ? — Last  year  was  a very 
peculiar  year,  the  fish  came  on  very  heavy  and 
we  and  the  other  curers  ran  out  of  “stock,”  that 
is  to  say,  of  empty  barrels  ; the  normal  price  of 
a barrel  is  3 5.  6rf.,  and  they  ran  up  to  10  s.  6 d. 
The  price  of  the  empty  barrel  having  risen  so 
high,  Ave  could  not  afford  to  cure  the  torn  belly 
herrings,  so  we  sent  about  400  tons,  chiefly  of 
this  sort,  to  the  manure  Avork.  The  torn  belly 
herrings  are  originally  of  equal  quality  Avith  the 
others,  but  Avlien  takes  are  large,  and  herrings 
often  turned  over,  the  bellies  burst,  consequently 
they  have  to  be  sold  as  a second  class  article. 

1229.  If  the  raihvay  companies  had  afforded 
facilities  and  reasonable  rates  Avould  you  have 
sent  a large  quantity  of  them  to  inland  toAvns? — 
Yes,  and  those  would  not  haA'e  been  inferior  fish, 
they  would  have  been  sent  direct  from  the  boats 
to  the  inland  towns. 

1230.  What  price  Avould  you  expect  to  realise 
for  those  ?— From  2>d.  to  6 c/.  a dozen  for  the 
fresh  herrings  Avould  be  a very  fair  price  to 
realise. 

1231.  And  all  the  difference  of  price  Avhich  is 
charged  in  the  Midland  tOAvns  ‘of  England  is 
due  to  the  curers  and  retailers’  profits  ? — Yes, 
and  the  retailers’  expenses  and  railway  carriage. 

1232.  What  is  your  opinion  Avith  regard  to  the 
reduction  of  the  raihvay  rates,  or  Avhat  is  your 
opinion  of  Avhat  Avould  be  reasonable  rates  ? — 
Looking  to  the  position  Avhich  the  railways  hold 
in  the  country,  having  the  command  of  the  only 
road,  as  far  as  the  traffic  is  concerned,  to  the  in- 
land toAvns,  the  interests  of  the  country  demand 
that  the  rate  should  be  very  much  reduced, 
especially  in  the  interest  of  the  fishing  trade.  I 
do  not  speak  simply  in  the  interest  of  the  fish 
curers,  but  of  the  fishermen  themselves.  I think 
that  a rate  of  40.9.  a ton  by  goods  train,  and  50s. 
by  passenger  train,  Avould  be  a rate  that  Avould 
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pay  a raihvay  company  for  the  quantity  they 
would  receive,  and  be  a fair  rate  for  the  in- 
terest of  everybody  concerned. 

1233.  You  Avould  be  quite  Avilling  and  satis- 
fied with  the  rate  to  the  midland  towns  and 
London  of  40.9.  a ton  by  goods  train,  and  50  s.  a 
ton  by  passenger  train  ? — Yes. 

1234.  Wei’e  those  the  rates  that  the  railway 
companies  charged  from  1850  to  1852? — The 
railway  company  about  1852  charged  for  the 
same  article  about  37  s.  a ton. 

1235.  You  are  not  asking  for  the  rate  to  be 
quite  so  Ioav  as  it  Avas  at  that  time? — No;  in 
addition  to  that  Ave  Avould  be  quite  willing  that 
the  raihvay  companies  should  charge  us  for  the 
actual  weight  as  they  are  doing  now ; but  Avhen 
the  rate  Avas  35  s.  Ave  Avere  not  charged  upon 
anything  like  the  actual  Aveight. 

1236.  And  if  the  raihvay  company  should  be 
satisfied  Avith  such  rates,  do  you  consider  an 
enormous  trade  in  fish  Avould  be  developed  not 
only  from  the  north-east  of  Scotland  to  the 
midland  towns  and  London,  but  elseAvhere  ?—  I 
think  not  only  from  the  north-east  coast  of  Scot- 
land, but  also  all  round  the  island. 

1237.  Then  the  great  obstacle  to  the  cheaper 
supply  of  fish  to  the  midland  toAvns  and  London 
is  the  excessive  raihvay  charges? — In  my  opinion 
it  is  so. 

1238.  Do  you  hapjien  to  knoAv  that  u^)  to  last 
year  it  Avas  the  fact  that  beef  Avas  sent  cheaper 
from  Aberdeen  to  London  than  it  Avas  from 
Montrose  to  London? — A butcher  told  me  that 
the  rate  from  Aberdeen  to  London  for  beef  was 
loAver  than  from  Montrose  to  London  by  either 
2 9.  6 d.  or  5 s.  a ton.  I cannot  say  Avhich,  and 
then  that  butcher  tried  to  get  clear  of  this,  and 
sent  the  beef  to  Aberdeen  and  put  it  on  board 
the  London  steamer  at  Aberdeen,  and  sent  it 
that  Avay  for  some  time. 

1239.  And  that  compelled  the  railway  company 
to  reduce  its  rates  from  iMontrose  and  to  equalise 
its  rate  to  that  from  Aberdeen  to  London? — 
Yes. 

1240.  It  used  to  be  cheaper,  did  it  not,  to  send 
live  cattle  from  Montrose  to  Aberdeen,  and  so  to 
London,  than  to  send  them  direct  from  Montrose 
to  London  ? — I have  had  that  information  from 
the  solicitor  to  the  man  Avho  sent  them. 

1241.  It  was  cheaper  to  send  them  42  miles 
backwards  than  to  send  them  from  Montrose 
direct? — That  Avas  so. 

Sir  Bdward  Watkin. 

1242.  You  have  spoken  of  the  fish  trade  of 
Montrose  increasing  tenfold  Avith  proper  facilities 
in  a very  feAv  years  ? — I Avas  speaking  about  the 
probability  of  that. 

1243.  What  is  the  reduction  that  you  actually 
Avant ; you  si)oke  of  the  charge  being  40  s.  a ton 
by  the  goods  train,  and  50  9.  by  a passenger 
train ; whac  are  you  paying  noAV  ? — W e are  pay- 
ing now  vastly  more  than  that. 

Mr.  Barclay. 

1244.  Would  that  40.9  a ton  be  at  the  OAvner’s 
risk  or  the  company’s  risk  ? — As  a matter  of  fact 
Ave  have  to  send  at  the  owner's  risk,  and  be  at 
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the  mercy  of  the  railway  company ; but  I will 
give  it  to  you  as  the  owner’s  risk.  What  I would 
propose  is,  that  we  would  be  charged  40  s.  for 
what  is  now  taken  at  55  s.,  and  50  s.  for  what  we 
are  now  paying  75  s. 

1245.  Then  the  reduction  you  propose  is  from 
55  s.  to  40  s.,  and  from  75  s.  to  50  s.? — That  is 
what  I think  would  be  a reasonable  rate. 

Mr.  iSclater-Booth. 

1246.  You  do  not  pretend  that  the  present 
prices  are  beyond  the  maximum  in  this  case  ? — 
I candidly  confess  to  you,  that  I do  not  think 
that  any  of  those  engaged  in  the  fish  trade,  either 
in  Montrose  or  in  any  other  place,  ever  thought 
of  looking  into  that  question. 

1247.  Your  contention  is  that  the  fish  rates  are 
too  high,  whether  they  exceed  the  maximum  rate 
or  not  ? — They  are. 

Sir  Edward  Watkin. 

1248.  You  contend  that  with  these  facilities 
you  could  increase  the  trade  in  a reasonable 
period  of  years,  tenfold  ? — I expect  so. 

1249.  I suppose  you  would  expect,  if  these 
reductions  were  made  for  the  benefit  of  Montrose, 
that  similar  reductions  should  be  made  to  all  the 
fishing  ports  of  England,  whatever  their  respec- 
tive distances  might  be  ? — When  I speak  about 
Montrose,  I speak  about  the  north-east  coast  of 
Scotland  and  the  district  generally.  I am  not 
at  all  acquainted  with  the  traffic  of  the  English 
ports. 

1250.  I think  you  stated  that  before  the  rail- 
ways were  opened  there  was  no  trade  of  this  kind 
at  all  ? — No,  I did  not  say  that ; there  has  always 
been  a trade  in  cured  fish  from  Montrose  ; there 
was  no  herring  fishing  in  Montrose  at  that  time. 
The  fishing  boats  from  Montrose  then  went  to 
Peterhead  and  Fraserburgh  for  the  fishing,  and 
the  fish  were  sent  to  Montrose  to  be  smoked, 
and  were  then  sent  on  to  London. 

1251.  But  before  the  railway  was  made  there 
was  no  fish  trade  between  Montrose  and  London, 
or  the  midland  towns  of  England,  was  there  ? — 
To  the  midland  towns  there  was  no  trade  to 
speak  of,  but  London  there  was.  My  father 
got  a very  good  price  for  fish  sent  in  ice  by  the 
smacks. 

1252.  You  spoke  of  the  increase  in  rates  be- 
tween 1851  and  the  present  time,  which  is  an 
interval  of  nearly  30  years.  Are  you  not  aware 
that  in  that  period  the  rate  of  working  expenses 
on  railways  has  increased  from  an  average  of  40 
per  cent,  to  an  average  of  50  per  cent  ? — I have 
no  doubt  it  has  done  so,  especially  from  the  way 
in  which  the  railways  have  been  conducted.  I 
should  have  said,  more  over,  that  as  a fish  curer  I 
would  be  quite  content  with  the  rates  I have 
named,  and  as  a railway  shareholder  in  some  of 
the  lines  the  fish  run  over,  also  to  take  my 
dividend  oft’  those  rates. 

1253.  No  doubt  you  are  very  philanthropic, 
but  do  not  you  think  that  something  might  be 
done  very  much  better  for  the  London  market, 
that  is  to  say  the  provision  of  a direct  railway 
across  to  Billingsgate  Market? — I have  no  doubt 
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that  that  might  be  a very  great  benefit,  but  not 
to  remove  Billingsgate  Market  from  where  it  is 
now  ; you  would  lose  the  sea  trade. 

1254.  I am  asking  you  whether  you  do  not 
think  that  a through  railway  to  Billingsgate 
would  be  a great  benefit  ? — No  doubt  it  would, 
but  the  passenger  train  rates  that  I have  quoted 
do  not  include  delivery  in  London  or  collection 
in  Montrose,  whereas  the  goods  trains  rates  do. 

Mr.  Lowther.  . 

1255.  Have  you  been  employed  in  the  fish 
trade  since  1866? — I have  been  in  the  fish  trade 
since  1850.  My  father  has  been  in  it  since 
1825. 

1256.  Do  you  think  that  the  traffic  has  in- 
creased very  much  in  the  fish  which  is  sent  from 
Montrose  to  London  and  other  markets  since 
that  time  ? — I have  no  doubt  that  the  traffic  has 
increased,  but  the  trade  has  varied,  and  is  chang- 
ing so  much.  What  I mean  to  say  is  that  when 
the  railway  opened  there  was  very  little  fresh  or 
partially  cured  fish  sent  to  London  ; we  smoked 
the  herrings  and  made  bloaters  of  them,  and  sent 
them  to  London.  Now  the  great  bulk  of  the 
herrings  are  sent  to  London,  slightly  salted ; by 
the  time  they  get  to  London  they  are  ready  to 
go  to  the  smokers  who  smoke  them  in  London,  so 
that  there  are  very  few  bloaters  made  in  Scot- 
land ; they  are  all  made  in  London. 

1257.  I understand  you  to  say  that  if  there 
were  more  trade,  and  more  facilities,  you  could 
get  more  fish  at  Montrose,  and  you  could  dispose 
of  it  ? — I think  we  would  haA'e,  because  we  have 
no  interest  now  in  helping  the  fishermen  beyond 
a certain  extent  with  their  boats  and  nets. 

1258.  Have  you  at  times  any  fish  remaining  on 
your  hands  that  you  could  not  send  away  by 
train? — We  have  had  a very  great  quantity  of 
fish. 

1259.  What  did  you  do  with  it  on  such  an  oc- 
casion ? — We  cured  it  and  sent  it  away  to  Ger- 
many. 

1260.  Did  you  get  a good  price  for  it? — We 
did  not. 

1261.  At  anj  rate  you  sold  it  and  got  rid  of 
it  ? — Yes,  we  did  get  rid  of  it. 

1262.  1 think  you  told  the  Committee  that  a 
butcher  told  you  something  about  the  prices  of 
the  transport  of  meat,  do  you  think  you  could 
always  rely  upon  what  a butcher  told  you  about 
his  profits,  and  so  on  ? — I did  not  ask  him  about 
his  profits  at  all;  our  convei’sation  was  about  the 
railway  rates. 

1263.  You  do  not  think  he  was,  as  you  would 
call  it,  chaffing  you? — No. 

Mr.  O'  Sullivan. 

1264.  Do  I understand  that  the  railway  com- 
jianies  have  a diftcrent  rate  for  fish  by  passenger 
as  distinguished  from  goods  train? — Yes,  there 
is  about  20  s.  a ton  difi’erence. 

1265.  And  can  you  avail  yourself  of  either 
whenever  you  have  fish  to  forward  to  market? — 
To  a limited  extent.  The  railway'  company  have 
never  refused  to  take  salmon,  but  they'  have 

often 
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Mr.  O'Sullivan — continued. 

often  and  often  refused  to  take  fresh  fish  above  a 
small  quantity  by  passenger  train. 

1266.  With  regard  to  fresh  fish,  would  it  not 
be  more  advantageous  to  you  to  have  expedition 
even  if  it  were  a little  more  expensive,  to  catch 
the  different  markets  ? — Expedition  is  necessary, 
but  expedition  at  a certain  high  rate  is  useless. 


Mr.  Barclay. 

1267.  I wish  to  ask  you  whether  the  traffic 
upon  the  Scottish  North  Eastern  and  the  Cale- 
donian Railways  from  Montrose  has  very  much 
Increased  since  1852? — It  must  have  done. 

1268.  If  the  working  expenses  have  increased 
generally,  yet,  with  regard  to  special  articles,  the 
great  Increase  of  traffic  upon  that  part  of  the  line 


Mr.  Barclay — continued. 

ought  to  have  reduced  the  per-centage  of  work- 
ing expenses  there  ? — Judging  from  an  ordinary 
business  point  of  view  it  would  be  so. 

1269.  And  yet  your  argument  is  that,  in  con- 
sequence of  the  increase  of  the  traffic  upon  the 
line,  the  railway  company  should  be  able  to  carry 
the  fish  as  cheaply  now  as  they  did  in  1852  ? — I 
think  so. 

1270.  With  regard  to  passenger  trains,  you  say 
that  the  fish  are  sent  by  passenger  trains,  but 
those  are  not  the  ordinary  passenger  trains,  are 
they  ? — They  are  the  ordinary  passenger  trains. 

1271.  Are  there  not  special  fish  trains  ? — Not 
as  a rule,  but  sometimes  in  the  herring  season  the 
company  do  put  on  a fast  fish  train,  and  they 
charge  us  passenger  rates  for  it ; but  as  a rule  the 
fish  by  that  train  never  arrives  in  time  for  the 
market. 
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MEMBERS  PRESENT  : 
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Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Caine. 

Lord  Randolph  Churchill. 

Mr.  Crai<^. 

Mr.  Dilhvyn, 

Sir  Daniel  Gooch. 

Mr.  Gregory. 

The  Honourable  EVELYN 


Mr.  Lowther. 

Mr.  Monk. 

Mr,  Samuel  Morley. 

Mr.  Mulhollaud. 

Mr.  "W.  X.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  Richard  Paget. 

Mr.  ooseph  Pease. 

Mr.  Sclater-Booth. 

ASHLEY,  IN  THE  Chair. 


Mr.  Thomas  Garnet,  called  in  ; and  Examined. 


Mr,  Caine. 

1272.  I THINK  you  are  a stuff  merchant  at 
Bradfoi'd  ? — Yes,  I am  in  the  worsted  goods 
trade. 

1273.  And  you  are  a member  of  the  Chamber 
of  Commerce  at  Bradford  ? — Yes,  I am. 

1274.  And  chairman  of  the  railway  committee 
of  that  body  ? — Yes. 

1275.  Are  you  of  opinion  that  the  great  and 
increasing  interests  of  the  worsted  and  woollen 
industries  suffer  from  the  inequalities  of  the  rates 
of  railway  cai’riage  ? — I am. 

1276.  Can  you  tell  the  Committee  what  have 
been  the  imports  of  foreign  wool  into  this  country 
in  1880? — I think  the  imports  in  1880  were 
about  1,500,000  bales,  and  the  Aveight  about 

500.000. 000  lbs. 

1277.  And  the  value,  if  you  can  estimate  it? 
— I should  think,  taking  an  estimate  of  about  1 s., 
for  you  cannot  get  at  it  accurately,  it  would  be 
about  25,000,000  /. 

1278.  What  is  the  estimated  growth  of  avooI 
in  this  country  ? — We  have  no  criterion  by  which 
to  calculate,  but  it  is  estimated  at  about 

150.000. 000  lbs.  Aveight. 

1279.  The  value  of  that  A\muld  be  about  1 s.  a 
pound  'i — That  is  about  the  sum. 

1280.  That  Avould  represent  from  6,000,000/. 
to  7,000,000  /.?— Yes. 

1281.  Is  that  home-grown  avooI  exported  to 
any  extent? — A little,  but  not  very  largely. 

1282.  The  remainder,  of  course,  is  Avorked  up 
in  this  country? — Yes, 

1283.  Will  you  tell  the  Committee  Avhat  pro- 
portion of  the  entire  consumj)tion  of  avooI  in  this 
country  is  Avorked  up  in  the  Avoollen  districts  of 
the  AVest  Riding  of  Yorkshire  ? — Speaking  gene- 
rally, you  may  say  that  the  Avhole  is  sent  there, 
but  of  course  there  is  in  tlie  AVest  of  England 
some  consumption,  aiul  in  Scotland  there  is  some 
consumj)tion,  but  at  all  events  the  great  bulk  of 
it  is  Avorked  uj)  in  our  district. 

1284.  AVould  you  say  that  9-lOths  of  that  is 


Mr.  Caine — continued. 

woi’ked  up  in  the  district  ? — I think  about  that ; 
it  would  be  a very  large  proportion. 

1285.  AVhat  is  the  entire  of  the  home  con- 
sumption?— VA"e  have  no  returns  of  the  home 
consumption,  but  it  was  estimated  by  the  chair- 
man of  our  committee  to  be  about  70,000,000/. 
sterling  a year. 

1286.  Are  you  speaking  of  the  whole  Avorsted 
and  Avoollen  trade  of  the  West  Riding  of  York- 
shire ? — Yes. 

1287.  Hoav  much  of  that  is  exported? — I have 
the  Board  of  Trade  Returns  for  the  year  1876  ; I 
am  sorry  I have  not  got  them  since  then,  and 
the  export  then  A\"as  26,750,000  /. 

1288.  That  Avould  be  about  a tenth  of  the 
entire  export  trade  of  the  country,  would  it  not  ? — 
About  an  eleventh. 

1289.  Has  the  trade  of  your  district  been  in 
a flourishing  condition  for  the  last  three  or  four 
years  ? — I am  sorry  to  say,  certainly  not. 

1290.  AYill  you  kindly  give  the  Committee 
your  opinion  as  to  the  chief  cause  of  that  depres- 
sion ? — One  thing  that  Ave  are  suffering  very 
much  from  is  foreign  competition  ; then  there  is 
the  bad  state  of  trade  as  Avell,  and  there  are 
A'arious  other  causes. 

1291.  Still  foreign  competition  is  the  main 
rea.«on  Avhy  trade  has  been  so  bad  ? — AA’^e  trace  it 
to  that. 

1292.  Then  I Avill  ask  you  Avhether  the  foreign 
trade  in  England  in  worsted  goods  is  so  severeh' 
competed  for  by  the  other  markets  of  the  world, 
that  the  cost  of  carriage  from  your  district  is  a 
serious  item,  and  may  readily  affect  the  amount 
of  your  total  exports  ? — It  is. 

1293.  I believe  your  Chamber  of  Commerce 
has  been  aliAe  to  the  im2)ortauce  of  this  question 
for  some  years,  and  has  apjiointed  a committee  of 
its  members  to  Avatch  the  railAvay  rates,  and  as 
far  as  possible  to  jirotect  the  interests  of  the  dis- 
trict?— It  has. 

1294.  Have  other  Chambers  of  Commerce 

taken 
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Mr.  Caine — continued. 

taken  joint  action  with  you  in  the  matter  ? — They 
have. 

1295.  What  Chambers  of  Commerce  are 
those?  — Speaking  from  memory,  the  Leeds 
Chamber  of  Commerce,  Huddersfield,  Halifax, 
Wakefield,  Dewsbury,  Batley,  and  I daresay 
one  or  two  others. 

1296.  The  Chambers  of  the  district  in  fiict? — 
Yes. 

1297.  Will  you  kindly  say  to  the  Committee 
what  your  complaints  against  the  railway  com- 
panies consist  of? — Ihey  consist  of  two  points 
chiefly:  the  differential  rates  of  carriage  to  Brad- 
ford and  differential  rates  of  carriage  from  Brad- 
ford. 

1298.  W'hat  action  have  you  already  taken  to 
get  those  various  complaints  redressed  ''' — We 
have  had  interviews  with  the  principal  railway 
companies,  and  we  have  also  had  lengthened  cor- 
respondence with  them,  pointing  out  to  them  the 
differential  rates,  and  asking  them  to  give  us  the 
relief  to  which  we  considered  we  were  fairly  en- 
titled. 

1299.  Have  you  got  that  relief? — We  got  a 
relief  of  half-a-crown  a ton  on  shipping  goods  in 
1878. 

1300.  But  that  was  not  the  relief  that  you 
thought  you  were  entitled  to,  or  that  you  wished 
to  have  ? — Not  at  all,  as  regards  doing  away  with 
the  differential  rates  I am  alluding  to. 

1301.  You  got  that  concession  on  the  subject 
of  differential  rates? — To  the  extent  of  2 s.  6 d. 

1302.  Let  me  ask  you  if  thsse  chambers  of 
commerce,  which  you  have  alluded  to,  have  taken 
joint  action  with  you,  and  unanimously  agreed 
with  you  in  the  course  you  have  pursued  ? — To 
a certain  point. 

1303.  What  was  that  point? — When  we  could 
not  net  the  assimilation  of  rates  that  we  desired, 
the  Chamber  of  Commerce  of  Bradford  made  a 
representation  upon  their  own  account  to  the 
railway  company  proposing  another  means  of  re- 
medy ; Ave  did  not  ask,  or  did  not  call  together 
the  Associated  Chambers  to  confirm  that ; I have 
no  doubt  they  would  have  done  so  if  they  had 
been  consulted. 

1304.  After  association  had  failed  you  took 
action  upon  your  OAvn  account? — Yes,  and  the 
consent  of  the  Associated  Chambers  was  not 
asked  for  then. 

1305.  Does  not  Manchester  compete  severely 
with  you  for  the  export  trade  in  worsteds  and 
woollens  ? — Very  severely. 

1306.  Can  you  give  the  Committee  the  rates 
of  carriage  from  Manchester  and  Bradford  re- 
spectively, to  London,  for  exportation  only  ? — 
The  rate  from  Manchester  to  London  for  export 
is  25  s.  a ton  ; the  rate  from  Bradford  to  London 
for  export  is  35  s.  a ton. 

1307.  And  do  you  know  what  is  the  mileage 
in  each  case  ? — I think  there  are  a few  miles  of 
difference  between  the  two,  but  the  difference  is 
very  slight ; but  Dewsbury  is  within  one  mile  of 
the  distance  that  Manchester  is  from  London. 
Dewsbury  is  one  of  our  chambers,  and  acts  with 
us.  The  distance  from  Manchester  to  London  is 
182  miles,  and  from  Bradford  to  London  it  is 
from  188  to  190  miles.  I have  not  the  exact 
measurement. 
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1308.  Then  for  this  small  difference  of  distance 
there  is  a difference  of  10  s.,as  between  Bradford 
and  Manchester,  for  shipping  carriage? — Yes, 
there  is  a difference  of  10  s.  on  goods  for  export 
between  .Manchester  and  Bradford. 

1309.  I should  like  to  ask  you  Avhether  the 
export  trade  of  woollen  goods  from  your  district 
is  equal  to  or  exceeds  that  of  Manchester  ? — It 
is  much  larger.  Ifradford  is  the  seat  of  the 
v;oollen  trade. 

1310.  Do  you  know  any  reason  why  tliis  great 
difference  should  exist ; has  any  reason  been 
given  to  you  by  the  railway  company  when  you 
made  a representation  to  them  ? — The  reason 
given  to  us,  at  the  time,  was  that  IManchester 
sent  much  larger  quantities  of  goods,  and  they 
Avere  enabled  to  give  them  a loAver  rate. 

1311.  But  the  explanation  Avas  not  satisfactory 
to  you  ? — It  Avas  not. 

1312.  You  could  not  see  that  the  railway  com- 
pany, in  carrying  from  Manchester  to  London, 
could  carry  for  10  s.  per  ton  cheaper  than  they 
could  from  Bradford  to  London,  in  spite  of  the 
great  advantage  Avhich  they  said  they  possessed 
in  the  larger  quantities  of  goods  from  Manchester, 
as  compared  with  those  from  Bradford? — No. 

1313.  Do  the  Manchester  goods  measure,  as  a 
rule,  less  cubic  feet  per  ton  than  the  Bradford 
goods? — I should  say  not,  but  of  course  I have 
not  the  specific  Aveight  of  the  cubic  foot  of 
Manchester  goods;  they  are  very  mixed  as  a 
rule. 

1314.  But  your  experience  as  a large  stuff 
manufacturer,  Avould  enable  you  to  sav  whether 
Bradford  goods  Avere  bulkier  than  Manchester 
goods? — I should  say  not. 

1315.  How  much  of  the  Bradford  goods  go  in 
a car  load  ? — It  depends  upon  the  car  and  the 
tonnage  of  it.  I can  give  you  the  specific 
weight.  Our  goods  average,  I should  think, 
about  25  lbs.  per  cubic  foot.  I cannot  tell  you 
hoAV  much  the  raihvay  companies  put  on  to  a 
truck,  but  that  is  about  the  Aveight  of  the  goods. 

1316.  I suppose  Manchester  competes  with 
you  in  the  home  trade  as  Avell  as  in  the  export 
trade? — Very  severely. 

1317.  I take  it  for  granted  that  London  is  the 
chief  market  for  the  home  trade? — Yes,  it  is. 

1318.  Can  you  give  the  Committee  the  rates 
on  your  goods  from  Manchester  and  Bradford  to 
London  for  the  home  trade  ? — From  Manchester 
to  London  the  rate  is  40  s.  per  ton,  and  from 
Bradford  to  London  it  is  43  s.  4 d. 

Lord  Randolph  Churchill. 

1319.  By  what  railway  is  that? — By  either 
railway,  the  London  and  North  "VYestern,  the 
Great  Northern,  or  the  Midland  BailAvays. 

Mr.  Caine. 

1320.  I take  it  for  granted  that  the  rates  are 
equal  by  all  the  great  carrying  lines? — ’Yes. 

1321.  They  compete  with  each  other,  and  the 
rates  are  taken  at  the  same  figure  ? — Y es. 

1322.  I presume  that  the  goods  are  not  deli- 
vered at  the  same  points  in  London  for  the  home 
and  the  export  trade  ? — The  goods  are  delivered 
at  the  Docks  for  export. 

1323.  By  the  London  and  North  Western 
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Mr.  Caine — continued. 

Railway  they  would  go  to  Poplar  for  export, 
and  to  the  Euston  Station  for  the  home  market? 
— I am  not  acquainted  with  the  exact  details, 
but  the  goods  are  delivered  in  both  cases  in 
London. 

1324.  Do  you  know  whether  that  rate  includes 
cartage  to  the  various  warehouses  ? — Yes,  it  in- 
cludes cartage  to  the  various  warehouses  where 
the  delivery  is  within  a certain  distance. 

1325.  And  in  the  case  of  the  export  trade  the 
goods  would  be  delivered  on  or  at  the  side  of  the 
ship  ? — Or  at  the  Docks.  I cannot  say  whether 
or  not  there  are  any  extra  charges  for  shipping. 

1326.  Could  you  give  the  Committee  any 
opinion  upon  the  total  quantity  of  goods  sent  to 
London  respectively  for  home  consumption  and 
for  export  ? — If  I did  it  would  be  mere  guess 
work. 

1327.  Do  you  think  that  London  takes  more 
goods  from  your  district  for  the  home  trade  than 
are  sent  from  your  district  for  export  ? — I should 
not  like  to  answer  the  question.  I should  think 
the  home  trade  is  much  larger  than  the  export 
trade,  but  whether  more  goes  to  London  or  not 
1 cannot  say ; we  have  no  means  of  getting  that 
information  except  from  the  railway  companies. 

1328.  Would  you  give  it  as  your  opinion  that 
the  home  trade  in  London  takes  as  much  or 
nearly  as  much  as  the  export  trade  over  those 
respective  competing  lines? — From  our  district 
[ should  think  it  probably  would,  but  I merely 
give  it  as  an  opinion. 

1329.  Then,  bearing  in  mind  the  difference  in 
rates  which  you  have  just  named  between  25  s. 
from  Manchester  and  35  s.  from  Bradford  to 
London  for  export  goods,  and  40  s.  in  the  one 
case  and  43  s.  4 d.  in  the  other  for  home  trade  ; 
in  point  of  fact  the  home  consumer  pays  60  per 
cent,  more  than  the  foreign  buyer  from  Bi'ad- 
ford  ? — If  the  home  consumer  bought  from  Brad- 
ford and  the  shipping  goods  went  from  Manches- 
ter, to  exactly  the  same  extent,  the  foreign  pur- 
chaser would  get  an  advantage  of  60  per  cent,  in 
cari'iage  over  the  home  consumer. 

1330.  Can  you  give  the  Committee  the  foreign 
export  rates  to  Liverpool,  Newcastle,  Bristol, 
and  Hull  ? — I have  not  made  myself  acquainted 
with  them. 

1331.  Do  you  know  whether  dift’erential  rates 
exist  to  those  ports  ? — VV  ith  regard  to  wool  they  do. 

1332.  But  with  respect  to  your  manufactured 
goods  ? — There  is  very  little  sent  to  Bristol  for 
shipment,  and  I could  not  say  whether  there  is 
any  difference  there  or  not. 

1333.  Or  at  Liverpool  ? — I could  not  say  as  to 
the  rates  to  Liverpool. 

1 334.  I will  ask  you  whether  the  home  growth 
of  wool  is  handicapped  by  the  specially  low 
rates  upon  the  foreign  wool  at  the  port  of  entry  ? 
—Yes. 

1335.  Can  you  give  some  instances  of  that  to 
the  Committee  ? — I can  give  you  an  instance. 
Upon  the  same  railway  (the  London  and  Worth 
Western)  the  rate  on  foreign  wool  carried  from 
London  to  Bradford  is  37  s.  6</.,  the  distance 
being  200  miles  ; I think  that  is  about  the  dis- 
tance ; I know  it  is  there  or  thereabouts,  on  the 
same  company’s  line  ; taking  Banbury  as  a very 
great  centre  of  the  wool- growing  districts,  the 
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distance  from  Banbury  to  Bradford  is  142  miles, 
and  they  charge  40  s.  for  the  carriage. 

1336.  Is  that  on  foreign  wool  only? — It  is 
foreign  wool  chiefly  that  goes  to  Bradford,  but 
that  rate  applies  to  all  kinds  whatever  they  may  be. 

1337.  Is  there  any  home  wool  that  comes  out 
of  the  London  market? — I should  think  a little, 
but  it  is  chiefly  the  imported  wool  that  comes 
from  there. 

1338.  Have  you  any  instances  of  rates  on 
other  railways? — Y>s  ; I cannot  tell  you  the 
name  of  the  railway  in  this  case,  but  Winchester 
is  the  centre  of  a large  wool  district,  and  I am 
not  acquainted  with  the  distance,  but  I should 
think  the  distance  is  about  the  same  from  Win- 
chester to  Liverpool  as  it  is  from  Winchester  to 
Bradford.  If  the  wool  is  sent  from  Winchester 
to  Bradford  the  company  charge  49s.  'Id.  a ton  ; 
if  they  sent  it  to  Liverpool  for  home  consump- 
tion they  charge  them  41s.  8 c?.  a ton  for  it ; if  it 
is  sent  to  Liverjjool  to  be  shipped  they  charge 
36  s.  8(7.  a ton  for  it. 

1339.  Is  English  wool  shipped  to  any  large 
extent  ? — America  at  times  takes  a considerable 
quantity  Ifom  us,  but  it  is  a very  spasmodic  de- 
mand. 

Mr.  Sclater  Booth. 

1340.  Would  they  send  wool  from  Winchester 
to  Liverpool  with  the  view  to  the  home  con- 
sumption of  Manchester  or  Liverpool  ?- — No,  but 
that  is  the  rate  quoted. 

Mr.  Caine. 

1341.  There  is  a difference  of  5 s.  a ton 
between  the  export  rate  and  the  home  trade  rate 
to  Liverpool  ? — Y es  ; to  Bradford  the  rate  is 
49  s.  2 d. 

Mr.  Sclater  Booth. 

1342.  But  Bradford  is  further  fromWinchester, 
is  it  not  ? — I cannot  speak ' with  any  certainty  as 
to  the  relative  distances,  bu  I do  not  think  there 
is  any  substantial  difierence. 

1343.  What  combination  of  railway  comjianies 
is  required  to  furnish  a through  rate  from  Win- 
chester to  Liverpool  ? — I should  think  it  could 
come  by  the  same  railways  exactly  that  the 
London  and  North  Western  Company  could 
deliver  it  to  Liverpool,  and  that  the  London  and 
North  Western  could  deliver  it  to  Bradford. 

1344.  But  I want  to  know  how  many  railway 
companies  combine  to  make  the  through  rate  from 
Winchester  to  Liverpool,  and  from  Winchester 
to  Bradford  respectively  ? — I should  think  it 
would  be  exactly  the  same  in  each  case. 

Mr.  Caine. 

1345.  If  itisthe  London  and  North  Western  it 
must  go  over  two  lines  ; if  it  is  the  Great  Western 
it  must  go  over  three  lines,  wliich  makes  all  the 
diflference  ? — But  the  Great  Western  Railway 
Company  has  not  a terminus  in  Bradford. 

1346.  Have  you  the  charges  from  Bradford 
and  from  Liverpool  to  Winchester  by  the  same 
railway? — The  railway  companies  charge  the 
same  rates. 

1347.  But  from  Liverpool  to  Winchester  the 
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traffic  can  go  over  two  lines,  and  from  Bradford 
to  Winchester  it  lias  to  go  over  three  ? — If  I 
were  to  apply  to  the  London  and  North  Western 
Company  for  the  rate  from  Bradford  to  Win- 
chester for  wool,  they  would  quote  me  49 5.  ‘Id., 
as  a through  rate ; if  I went  to  Liverjiool  and 
asked  for  a through  rate  to  Winchester  for  ship- 
ping they  would  quote  me  42  s.  8 d. 

1348.  You  get  the  two  rates  from  the  same 
company,  do  you  not  ? — Yes. 

1349.  Now  have  you  any  figures  to  give  the 
Committee  with  reference  to  the  rates  upon 
Welsh  wool? — Not  upon  Welsh  wool,  but  upon 
Irish,  which  is  largely  consumed  in  Bradford. 

1350.  There  again  you  are  handicapped? — Yes. 

1351.  Now  will  you  give  the  Committee  some 
details  with  regard  to  Irish  wool  ? — The  through 
rate  from  Dublin  to  Bradford  for  Irish  wool  is 
36  s.  8 d.  per  ton ; if  we  could  bring  it  to 
Liverjiool  under  a declaration  that  it  was  to  be 
exported  and  were  charged  the  rate  for  wool 
forwarded  from  Liverpool  to  Bradford  we  could 
get  it  for  3 I s.  \ d. 

1352.  Would  you  show  how  that  rate  would 
be  made  up  ; how  would  you  bring  it  to  Liver- 
pool, in  the  first  instance,  under  a declaration  for 
export? — The  Dublin  through  rate  is  36s.  8d. 
as  I have  stated. 

1353.  Will  you  give  the  Committee  the  rate 
from  Dublin  to  Liverpool  for  export,  and  let  us 
know  how  you  would  bring  it  ? — The  Dublin 
rate  is  36  s.  8d.  a ton,  whereas  if  wool  is  booked 
from  Dublin  to  Liverpool,  and  thence  for  ex- 
port, the  freight  is  10  s.  per  ton. 

1354.  Ten  shillings  per  ton  is  the  freight  from 
Dublin  to  Liverpool  by  sea  if  declared  for  ex- 
port?— Yes,  with  town  dues.  Is.  3d.,  equal  to 
ils.  3d.  Placed  upon  the  same  footing,  it 
should  be  for  Bradford  10  s.  per  ton  forwarded  to 
Liverpool  ; for  cartage  at  Liverpool  and  town 
dues,  2 s.  9d. ; and  railway  carriage  from  Brad- 
ford to  Liverpool,  18  s.  4d. ; that  brings  it  up  to 
31s.  Id.;  whereas  if  we  get  a through  rate  from 
Dublin  they  charge  them  36s.  8d. 

1355.  You  say  that  if  this  wool  were  brought 
by  steamer  from  Dublin  to  Liverpool,  delivered 
for  export,  it  can  be  carried  for  10s.  freight? — 
Yes. 

1356.  Then  you  add  certain  town  dues,  and 
cartage  and  railway  from  Liverpool  to  Bradford, 
which  is  18s.  4 d.,  which  together  make  31s.  Id.? 
— Yes. 

1357.  With  regard  to  the  rate  from  Liverpool 
to  Bradford,  is  that  only  on  foreign  avooI? — No, 
it  cannot  be  foi’eign  wool,  because  it  is  Irish 
wool  that  I am  talking  about. 

1358.  Do  you  know  what  the  freight  is  from 
Dublin  to  Liverpool  upon  wool  which  is  not  de- 
clared for  export? — No,  I do  not,  because  the 
merchants  in  Bradford  ask  for  a through  rate. 

1359.  But  why  do  you  ask  for  a through  rate 
when  you  know  you  can  get  it  for  31s.  Id.  by 
paying  the  sea  freight? — I presume  you  would 
have  to  make  a false  declaration. 

1360.  You  do  not  know  what  is  the  freight 
from  Dublin  to  Liverpool  upon  wool  which  is  not 
declared  for  export  ? — I had  not  the  particulai’s 
with  me,  but  1 forwarded  to  the  Committee  on 
my  return  the  facts.  The  rate  for  wool  from 
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Dublin  to  Liver})ool  for  export  is  10  s.  per  ton  ; 
that  is  for^  re-shipment,  but  the  Screw  Company 
and  the  railways  have  combined  and  insist  upon 
15  s.  a ton,  if  the  wool  is  to  be  forwarded  to 
Bradford. 

1361.  That  is  a jioint  v/hich  requires  to  be 
settled  before  we  can  tell  if  there  is  anything  in 
your  comparison;  do  you  know  who  owns  the 
steamers? — The  London  and  North  Western 
Company  own  the  steamers  to  Holyhead. 

1362.  Is  the  36s.  8d.  the  rate  by  Holyhead? 
— No,  to  Liverpool. 

Chait'man . 

1363.  Although  you  are  not  prepared  to  say 
what  the  charge  is  from  Dublin  to  Liverpool 
upon  goods  not  declared  for  exportation,  are  you 
prepared  to  say  that  it  is  more  than  10s.  ? — 1^111 
prepared  to  say  that  a wool  merchant  in  Brad- 
ford, if  he  could  get  any  advantage  by  ascertain- 
ing those  rates,  u ould  very  quickly  avail  himself 
of  it. 

Mr.  Caine. 

1364.  I never  heard  of  the  steamers  between 
Ireland  and  England  charging  differential  rates 
for  home  trade  and  export  trade  ; do  you  know, 
of  your  own  knowledge,  that  they  do  so? — I onl\ 
know  from  these  facts  that  I am  giving  you 
now. 

1365.  You  know  for  a fact  that  you  would  have 
to  make  a false  declaration  to  get  the  goods 
through  at  the  3 1 s.  \d.  through  rate  ? — This  is 
the  evidence  produced  by  the  avooI  trade  of  Brad- 
ford, and  that  evidence  is  that  they  have  to  pay  a 
rate  of  36  s.  8 d.  for  wool  from  Dublin  to  Brad- 
foi’d. 

Mr.  Barclay. 

1366.  Then  your  complaint  in  this  case  would 
be  against  the  steamers  from  Dublin  to  Liver- 
pool, and  not  against  the  railway  from  Liverpool 
to  Bradford  ? — That  is  so,  but  we  complain  that 
the  railway  company  giving  us  a through  rate 
should  not  place  us  at  that  disadvantage,  but 
give  us  the  benefit  of  any  sea  rate  that  there  is. 

Mr.  Caine, 

1367.  The  real  difference,  as  I understand 
your  evidence,  is  in  the  sea  freight,  and  not  in 
the  railway  rate? — So  I understand  from  the 
figures. 

1368.  The  link  that  we  want  to  complete  your 
evidence  is  to  know  whether  the  steamers  charge 
a differential  rate  between  the  export  and  the 
home  trade  ? — That  I cannot  answ'er  you. 

1369.  Is  there  anything  that  you  desire  ta 
state  generally  to  the  Committee  ? — I only  wish 
to  say  generally  that  we  do  think  it  desirable 
that  these  anomalies  in  the  rates  should  be 
thoroughly  inquired  into,  our  opinion  being  that 
it  is  something  like  heaping  up  new  rates  upon 
old  ones.  U e cannot  get  that  relief  that  we 
think  we  are  fairly  entitled  to  unless  we  can 
bring  pressure  to  bear  either  from  competition  or 
from  other  sources,  and  there  are  so  many 
anomalies  in  the  rates  of  carriage,  that  we  hope 
and  think  a thorough  inquiry  will  be  advan- 
tageous both  to  the  trade  and  also  to  the  railwav 
companies  themselves. 
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Mr.  Barclay. 

1370.  Do  you  think  that  these  differential 
rates  are  driving  trade  out  of  the  natural  chan- 
nels — I think  they  are,  as  far  as  we  are  con- 
cerned. 

1371.  Are  there  are  any  foreign-manufactured 
woollen  goods  coming  to  Bradford  ? — Yes,  very 
large  quantities. 

1372.  From  what  ])ai’t  ? — Chiefly  from 
France. 

1373.  But  where  are  they  landed  ; where  do 
they  come  forward  ? — Through  London,  and  also 
through  Hull. 

1374.  Have  you  any  idea  what  the  rates  are 
upon  those  foreign-manufactured  goods  coming 
to  London,  and  then  on  to  Bradford? — Fo  ; 1 
have  not  the  rate-books  ; they  pay  the  carriage 
generally  from  F'rance  to  Bradford,  hut  I have 
the  rates  from  London  to  Eoubaix,  and  also  the 
carriage  of  wool  from  London  to  Bradford,  but 
not  from  Eoubaix  to  Bradford. 

1375.  Do  any  of  the  manufactured  goods  come 
up  from  Southam2)ton  to  Bradford  ? — I should 
not  think  so,  or  very  little  indeed. 

1376.  You  think  that  the  goods  mostly  come 
from  London  or  Hull  to  Bradford  ? — Yes. 

1377.  But  you  have  no  idea  of  the  through 
rates  ? — 1 have  not  the  particulars  of  them. 

1378.  Could  you  find  out  what  the  rates  are 
from  the  Fh'ench  ports  to  Bradford  in  order  that 
they  might  be  compared  with  what  you  are  pay- 
ing from  London  and  Hull? — I could,  but  I 
could  not  give  it  to  the  Committee  to-day ; I 
should  have  to  refer  to  books  and  paper's. 

1379.  Is  Manchester  nearer  to  a shipping  port 
than  Bradford? — Yes,  it  would  be  nearer  to 
Liverpool,  but  not  irearer  to  London. 

Mr.  Nicholson. 

1380.  Or  Hull? — No  it  would  not  be  so  near 
to  Hull  as  Bradford  is. 

Mr.  Barclay. 

1381.  Does  that  account  in  any  rvay  for  the 
dlft'erence  in  freight  charged  to  London  as 
between  Manchester  and  Bradford? — The  rail- 
way companies  have  never  given  us  that  informa- 
tion when  we  asked  why  they  made  the  difference; 
they  have  told  us  that  larger  quantities  were  sent, 
but  they  never  told  us  that  proximity  to  a ship- 
ping port  was  the  reason. 

1382.  Is  there  a suspicion  that  if  they  did 
not  charge  these  lower  rates  from  Manchester 
to  London,  the  goods  would  go  to  Liverpool  for 
export? — Suspicion  there  is,  but  I have  no  know- 
ledge of  the  fact. 

1383.  Would  that  explain  the  difference? — It 
may  to  a certain  extent,  but  at  the  same  time  it 
leaves  us  in  a very  unfortunate  position. 

1384.  If  your  bale  goods  are  as  heavy  as  25lbs. 
per  cubic  foot,  an  ordinary  sized  waggon  must 
take  at  least  3 or  4 tons  of  them? — Yes,  I should 
think  that  a railway  waggon  Avould  carry  quite  an 
equal  weight  of  Bradford  goods  as  of  Manchester 
goods. 

Lord  Randolph  Churchill. 

1385.  Can  you  tell  me  what  is  the  amount  in 
round  numbers  of  the  import  of  foreign  wool  into 


Lord  Randolph  Churchill — continued. 
Bradford? — We  have  no  data  at  all  to  go  upon 
except  that  Bradford  and  the  district  we  may  say 
consumes  very  nearly  the  whole  of  the  wool. 

1386.  But  how  much  foreign  wool  do  you  im- 
port into  Bradford  and  the  district  annually  ? — I 
see  that  we  import  about  500,000,000  lbs.  per 
annum.  In  1876  we  exported  of  that  173,000,000 
pounds,  and  the  balance  of  that  wool,  with  the 
exceptions  I have  stated,  comes  into  our  district, 
is  collected  there,  manufactured,  and  sent  away 
for  consumption. 

1387.  So  that  the  foi'eign  imports  are  very 
large  ? — Yes. 

1388.  They  are  considerably  larger  than  the 
exports  ? — Yes. 

1389.  The  quantity  imported  being  very  much 
larger  than  that  which  is  exported,  would  that, 
in  your  opinion,  justify  the  company  in  giving  a 
lower  rate  to  the  imports  and  to  the  exports? — 
But  they  do  not  ; we  complain  of  their  giving 
facilities  for  sending  imported  wool  to  Bradford 
which  they  do  not  to  the  home-grown  wool. 

1390.  Can  you  tell  me  the  difference  between 
the  imported  wool  from  foreign  countries  and 
the  amount  produced  at  home  and  sent  to  the 
Bradford  district  to  be  made  up  ? — I should  think 
we  export  something  like  the  amount  of  avooI  that 
we  grow  here;  we  exported  173.000,000 lbs.  in 
1876,  and  the  estimate  (and  I must  tell  you  it  is 
only  an  estimate)  is,  that  150,000,000  lbs.  of  wool 
are  grown  in  this  country  in  the  year. 

1391.  And  that  principally  goes  to  Bradford 
to  be  made  up? — Almost  entirely. 

1392.  Then  the  railway  companies  have  to 
carry  to  Bradford  a very  much  larger  quantity  of 
foreisn  wool  th.an  of  home-grown  atooI  ? — Cer- 
tainly,  to  Bradford  and  that  district. 

Mr.  Caine. 

1393.  I think  the  wool  chiefly  exported  is 
foreign  wool,  which  is  brought  here  for  distribu- 
tion ? — Certainly. 

Lord  Randolph  Churchill. 

1394.  How  long  have  you  been  connected 
practically  with  the  woollen  trade? — It  is  30  years 
the  7th  of  January  last  since  1 went  into  the 
worsted  trade. 

1395.  When  you  were  first  connected  with  the 
woollen  trade  were  there  any  railways  to  Brad- 
ford at  all  ? — Yes. 

1396.  How  many  railways  were  there? — There 
were  the  Lancashire  and  Yorkshire,  and  the  Mid- 
land Eailways. 

1397.  Which  was  made  first? — The  Midland 
Eailway,  I think,  but  that  was  before  I went  to 
Bradford. 

1398.  Can  you  tell  the  Committee  what  was 
the  rate  paid  then  from  Bradford  to  London  by 
the  Midland  Eailway? — I have  not  the  remotest 
idea. 

1399.  Was  it  higher  or  lower,  do  you  think? 
— I could  not  tell  you ; I have  not  the  information 
before  me. 

1400.  How  many  railways  have  you  now  in 
Bradford;  how  many  different  companies? — We 
have  four. 

1401.  What  are  they  ? — The  Midland,  the  Lan- 
cashire and  Yorkshire,  the  Great  Northern,  and 
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the  London  and  North  Western  ; the  two  latter 
run  over  the  Lancashire  and  Yorkshire  into 
Bradford  ; we  have  two  railways  really,  but  four 
companies  represented. 

1402.  Since  when  have  you  had  these  four 
companies  ? — I really  could  not  fix  my  memory 
to  that. 

1403.  Is  it  within  the  last  10  years  ? — I think 
the  Great  Northern  Company  had  a separate 
station  there  within  the  last  10  years,  but  they 
have  found  it  more  convenient  to  run  into  the 
Lancashire  and  Yorkshire  Station. 

1404.  Do  you  recollect  at  all  when  you  had 
only  two  railway  companies  running  into  Brad- 
ford ? — Yes,  certainly. 

1405.  What  were  your  rates  then  per  ton  ? — 
That  I could  not  tell  you. 

1406.  Have  the  rates  increased  at  all  in  the 
last  10  years? — I should  say  they  have  been 
reduced. 

1407.  Is  that  reduction  owing  to  the  fact  of 
there  being  more  railways  now  going  into  Brad- 
ford than  there  were  ?— I think  it  has  been 
caused  by  the  altered  circumstances  of  railway 
travelling  altogether,  and  the  lai'ge  amount  of 
through  traffic  that  is  carried  over  the  railways, 
and  the  competition  which  exists  everywhere. 

1408.  Do  you  think  it  is  owing  to  the  competi- 
tion of  the  railway  companies? — No  doubt  that 
led  to  it  in  the  beginning. 

1409.  Do  you  think  that  the  fact  that  Bi-adford 
has  had  four  lines  of  railway  running  into  it  has 
produced  a decrease  in  the  rates  ? — I would  not 
say  that  it  had  resulted  merely  from  four  lines 
running  into  Bradford,  because  they  have  been 
coming  in  a great  many  years,  but  they  now  run 
on  to  the  same  system. 

1410.  Is  there  any  competition,  to  your  know- 
ledge, between  the  companies,  forgetting  the 
woolcarried  over  their  lines? — We  always  consider 
that  there  is  a certain  competition  between  the 
railway  companies,  but  still  they  assimilate  their 
rates  and  we  can  get  no  advantage  from  either 
one  by  telling  them  we  will  give  them  the  whole 
of  our  traffic. 

1411.  What  is  the  principal  port  which  you 
send  to;  is  it  Liverpool? — Goods  intended  for 
the  continent  and  Australia,  go  to  London 
chiefly. 

1412.  How  many  railways  have  you  from 
Bradford  to  London? — Three. 

1413.  Is  the  rate  the  same  by  all  the  rail- 
ways ? — Precisely  the  same. 

1414.  Is  the  distance  the  same  by  all  the  rail- 
ways?— That  I cannot  say,  because  I have  not 
the  mileage  ; but  the  rates  are  the  same,  irre- 
spective of  distance. 

1415.  Can  you  tell  me  how  many  lines  you 
have  going  from  Bradford  into  Liverpool  ? — We 
have  three  lines. 

1416.  Is  the  rate  the  same  by  those  lines? — 
We  look  upon  it  at  any  rate  that  the  Lancashire 
and  Yorkshire,  and  the  London  and  North 
Western  Bailway  Companies,  are  almost  identi- 
cal, but  the  Midland  now  runs  from  Liverpool 
to  Bradford. 

1417.  Have  you  the  same  rate  by  the  Midland 
as  you  have  by  the  other  two  companies? — I am 
not  acquainted  with  the  rates  well  enough  to 
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speak  with  certainty,  but  I believe  it  is  the 
case. 

1418.  Would  it  be  possible,  now,  for  any  large 
firm  of  wool  merchants  in  Bradford  to  get  a 
lower  rate  from  Bradford  to  London  on  any  of 
those  three  lines  than  you  have  quoted  ? — No. 

1419.  It  would  not  be  possible? — I believe 
not. 

1420.  Why  is  that? — Because  the  railway 
companies  have  a recognised  rate,  which  they  do 
not  break  to  the  best  of  my  belief. 

1421.  Have  they  agreed  together  to  charge  a 
certain  rate? — Yes. 

1422.  That  rate  they  have  agreed  together 
not  to  break  for  any  parties  under  any  circum- 
stances ? — I have  that  in  evidence  under  their 
letter. 

1423.  So  that  there  is  no  competition,  practi- 
cally ? — Yes,  there  is  competition  in  this  way  ; 
the  merchants  in  Bradford  are  getting  very 
large  quantities  of  wool  from  London  to  Brad- 
ford by  sea  ; they  can  get  them  within  a reason- 
able time.  They  come  from  London  via  Goole, 
and  save  something  like  10  s.  a ton,  besides  get- 
ting the  goods  insured  ; and  what  w'e  contend  is 
this,  that  if  the  railway  companies  can  afford  to 
carry  finished  goods  from  Manchester  to  London 
at  25  s.  per  ton,  it  is  sadly  too  much  to  cliarge 
for  the  raw  material  37s.  Q d.  a,  ton,  because  it 
happens  to  come  to  Bradford,  where  we  cannot 
bring  the  same  competition  to  bear  upon  them. 

1424.  Do  you  mean  that  you  can  get  your 
wool  from  London  to  Bradford  by  rail  at  37  s.  6f/. 
per  ton,  and  by  sea  for  27  s.  6 d.  ? — We  can  saAC 
between  7 s.  6 d.  and  10  s.  I believe  there  is 
2 s.  6 d.  paid  for  insurance  by  sea,  but  the  Brad- 
ford merchants  can  save  that,  and  are  doing  so 
now  by  carrying  it  by  sea.  What  I contend  is, 
that  it  seems  an  outrageous  rate  to  pay  37  s.  6 d. 
for  the  carriage  of  the  raw'  material,  when  the 
same  railway  companies  can  carry  from  Man- 
chester the  finished  article,  which  requires  much 
more  careful  carrying. 

1425.  Is  it  your  opinion  that  the  charges  of  the 
railway  companies  for  wool  from  London  are 
stimulating  the  sea  traffic,  and  ai’e  encouraging 
the  merchants  of  Bradford  to  bring  their  goods 
by  sea  ? — I am  quite  certain  of  it  ; I have  had 
letters  from  many  merchants  in  Bradford  who  are 
getting  their  ■wool  that  way  now,  on  account  of 
the  charges  of  the  railway  companies. 

1426.  There  is  one  other  thing  I want  to  ask 
you  about  now ; I think  you  told  the  Committee 
that  wool  sent  from  Winchester  to  Liverpool  for 
export,  was  carried  at  a lower  rate  than  wool 
sent  to  Bradford  for  manufacturing? — There  is  a 
very  serious  difference  ; the  wool  sent  from 
Winchester  to  Bradford  is  charged  49s.  2 r/.  a 
ton ; that  is  for  manufacturing.  The  rate  for 
■wool  from  Winchester  to  Liverpool,  which  is 
declared  for  export,  is  36  s.  8 d.,  being  a dift'erence 
of  nearly  13  s. 

1427.  I suppose  that,  you  consider,  w'orks 
hardly  upon  , the  Bradford  w'ool  trade  ? — I 
think  so. 

1428.  Do  you  think  it  works  equally  hardly 
upon  the  producers  of  the  wool? — Certainly. 

1429.  Is  it  not  an  advantage  to  the  producer 
of  the  wool  to  be  able  to  get  his  material  carried 
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Lord  Raiidolph  continued, 

at  a very  cheap  rate  to  a large  market? — That  is 
what  we  want. 

1430.  Would  not  Liverpool,  with  its  various 
steamers  going  to  all  parts  of  the  world,  be  a very 
much  larger  market  for  wool  than  Bradford  ? — 
The  grower  would  be  benefited  by  reducing  the 
rate  to  Bradford  where  the  gratest  amount  is 
consumed,  to  an  equality  with  the  rate  to  Liver- 
pool which  is  equally  distant  from  Winchester. 

1431.  Is  not  there  a very  large  export  of  home 
grown  wool? — Not  from  the  Winchester  dis- 
trict. 

1432.  But  is  there  not  a very  large  export  of 
home  grown  wool  ? — It  is  nothing  compared  to 
the  home  consumption ; America,  as  I said,  is  a 
buyer  of  English  wool  frequently,  but  it  is  a 
very  sjiasmodic  trade,  in  fact,  you  may  say  there 
is,  with  that  exception,  very  little  export  of  wool 
from  Liverpool;  there  is  a very  large  export  of 
Australian  wool  which  comes  to  the  Loudon 
market,  and  is  there  sold  by  auction,  but  that 
goes  chiefly  to  France  and  Germany. 

1433.  What  do  you  suppose  is  the  object  of 
the  railway  companies  carrying  wool  from  in- 
chester  to  Liverpool  cheaper  than  from  Win- 
chester to  Bradford? — I suppose  we  cannot, 
being  an  inland  town,  bring  the  pressure  of 
competition  to  bear  so  much  as  they  can  in 
Liverpool. 

1434.  You  do  not  think  it  is  an  advantage  to 
the  agriculturist  to  have  his  wool  carried  cheaper 
to  Liverpool  than  to  Bi’adford  ? — No;  but  it 
would  be  to  Ids  advantage  to  have  his  wool  car- 
ried as  cheaply  to  Bradford  as  to  Liverpool. 

1435.  Are  you  aware  that  the  foreign  railway 
companies  all  make  a considerable  reduction  on 
wool  carried  for  export  ? — I have  not  considered 
that  point. 

1436.  Should  you  object  if  the  railway  com- 
panies made  a difference  between  the  woollen 
goods  you  manufacture  in  Bradford  for  export 
and  the  goods  you  manufacture  for  home  con- 
sumption ; suppose  they  made  a difference  in 
favour  of  the  wool  that  was  exported,  how  would 
that  suit  you  ? — We  do  not  see  any  reason  w'hy 
there  should  be  any  difference. 

1437.  You  do  not  see  any  reason  why  there 
should  be  a bounty  given  by  the  railway  com- 
pany upon  exjiorted  goods? — Certainly  not,  the 
rates  should  be  the  same. 

1438.  But  the  railway  companies  do  give  a 
bounty  upon  home  grown  wool  from  Winchester 
to  Liverpool  for  exj)ort  as  compared  with  w’oollen 
goods  from  Bradford  to  Winchester  ? — They 
do. 

1439.  Would  you  object  if  they  did  a similar 
thing  to  the  manufactured  article  as  against  the 
raw  produce  ? — I presume  you  mean  if  they  gave 
a bounty  to  Bradford  as  against  the  exporter. 

1440.  If  the  railway  companies  gave  the  same 
advantage  to  Bradford  for  its  manufactured  ar- 
ticles as  they  do  now  do  to  Winchester  for  its  raw 
material,  should  you  object? — We  should  not 
come  here  to  ask  for  any  such  a thing ; we  ask 
for  a fair  trade,  and  no  favour  at  all. 

Mr.  Schter- Booth. 

1441.  When  you  pay  49  s.  2 r/.  for  wool  from 
Winchester  to  Bradford,  do  you  object  to  that  as 


Mr.  Sclater-Booth — continued. 

being  unfair  as  compared  with  the  Liverpool 
rate,  or  do  you  say  it  is  in  excess  of  the  maximum 
rate  they  ought  to  charge  by  their  Acts  ? — I do 
not  presume  that  the  railway  companies  cliarge 
above  their  maximum  rate,  either  to  Bradford  or 
to  Liverpool. 

1442.  That  is  no  part  of  your  complaint  ? — 
No. 

Loi’d  Randolph  Churchill. 

1443.  Have  you  ever  Investigated  the  maxi- 
mum rates  of  those  companies? — No. 

1444.  You  have  not  looked  into  the  rate- 
books ? — No. 

1445.  Y"ou  do  not  know  what  the  railway 
companies  have  the  right  to  charge  either  to 
Bradford  or  Liverpool? — No. 

1446.  You  are  the  chairman  of  the  committee 
appointed  by  the  Chamber  of  Commerce  to  give 
evidence  upon  the  subject  of  these  charges  ? — I 
am. 

1447.  And  you  have  not  looked  into  the  ques- 
tion of  the  legality  of  these  charges  as  shown  by 
the  rate  books  ? — I have  not. 

Mr.  Peai,e. 

1448.  With  regard  to  the  trade  at  Bradford, 
has  it  not  been  in  a very  bad  condition  for  the 
last  three  or  four  years  ?— It  has. 

1449.  Have  there  been  any  profits  made  at  all? 
— I cannot  speak  for  my  neighbours,  but  I am 
afraid  they  would  give  a very  bad  account. 

1450.  The  railway  companies  have  not  been 
the  predominating  source  of  the  evil  in  your 
neighbourhood  ? — Since  the  trade  became  very 
bad  in  Bradford  economy  in  every  point  has  been 
thoroughly  watched.  No  doubt  whilst  trade  was 
very  prosperous  in  Bradford,  these  questions  did 
not  force  themselves  to  the  front  so  much,  but 
this  economy  xvhich  is  noxv  being  sought  for, 
does  not  apply  only  to  railway  charges,  but 
applies  to  every  other  branch  of  the  manufacture 
from  the  beginning  to  the  end  of,  and  there  is  a 
thorough  sifting  to  see  where  we  are  trading  at  a 
disadvantage,  and  where  we  are  trading  on  an 
ec[uality. 

1451.  At  the  present  moment,  even  if  there 
Avere  a considerable  reduction  in  your  railway 
charges,  the  trade  would  not  be  in  a prosperous 
condition,  would  it? — Every  reduction  that  we 
get  tends  to  our  benefit. 

1452.  Now,  with  regard  to  the  wool  that  is 
exported,  is  there  any  quantity  of  avooI  which 
goes  from  Hampshire  to  Liverpool  for  export  ? — 
I should  not  be  able  to  say,  because  Ave  have  no 
data  to  go  upon ; the  raihvay  companies  are  the 
only  people  Avho  can  supply  that  information.  I 
should  not  think  the  quantity  Avas  large. 

1453.  Y"ou  Avould  think,  as  compared  Avith  any 
oth.er  Avool  trade  that  you  are  acquainted  with, 
that  it  Avas  infinitesimal  ? — I should  say  it  Avas. 

1454.  With  regard  to  foreign  avooI,  Avhich  is 
sold  in  London,  you  say  nearly  all  comes  to  the 
Bradford  district ; is  that  so  ? — No,  there  is  an 
export  of  173,000,000  lbs.  weight;  that  is  the 
export  from  London  direct ; the  residue  comes 
almost  entirely  into  the  manufacturing  districts. 

1455.  Y'ou  consider  that  327,000,000  lbs. 
Aveight  of  Avool  comes  from  London  to  Bradford 
to  be  manufactured  ? — Not  to  Bradford  only,  but 
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to  the  woollen  and  worsted  districts  of  the  West 
Riding,  with  the  exceptions  that  I state. 

1450.  With  regard  to  these  goods  that  go  for 
export  to  London,  do  you  know  where  they  go? 
— They  go  all  over  the  world  very  largely  to 
Australia.  I should  think  the  bulk  of  the  goods 
from  our  neighbourhood  to  Australia  go  through 
London. 

1457.  And  those  are  charged  from  Bradford 
35  s.  a ton  ? — Yes,  those  are  charged  from  Brad- 
ford 35  s.  a ton,  and  our  competitors  with  Brad- 
ford only  pay  25  s. 

1458.  Do  you  know  the  rate  from  Bradford  to 
Hull  for  Australian  export  ? — I do  not  know  it. 

1459.  Would  it  be  35  s.? — I should  think 
there  is  very  little  trade  from  Hull  with  Australia. 
I am  myself  in  the  Australian  trade,  and  never 
loaded  a case  at  Hull. 

1460.  But  vessels  could  be  loaded  there? — 

Yes. 

1461.  Would  not  another  port  nearer  to  Brad- 
ford necessarily  limit  the  trade  to  the  more  dis- 
tant port? — I should  think  it  did  not  apply  to 
those  particular  ports,  because  vessels  for  Aus- 
tralia have  to  bring  a cargo  back,  and  their  prin- 
cipal “ in  ” cai’goes  ai’e  taken  to  London. 

1462.  If  there  were  another  port  accessible 
at  25  s.,  the  railway  company  must  either  go 
without  the  trade,  or  charge  a 25  s.  rate  only  ; is 
not  that  so ; the  25  s.  port  Avill  rule  the  rate 
which  the  company  can  obtain  to  any  other  port? 
— It  does  not  necessarily  follow  unless  the  other 
is  equally  convenient. 

1463.  But  the  minimum  rate  at  which  you  can 
send  your  goods  would  be  the  one  that  you 
would  adopt ; supposing  the  railway  companies 
put  up  the  export  rate  to  40.?.,  would  they  get 
the  traffic  if  there  were  a port  which  could  be 
reached  at  35.?.? — We  do  not  ask  them  to  do 
that. 

1464.  You  complain  that  there  is  a discrepancy 
in  the  rate  as  between  the  foreigner  and  the 
exporter? — We  ask  them  to  bring  down  the 
Bradford  rate  to  an  equality  with  the  Manchester 
rate. 

1465.  You  say  there  ought  to  be  no  higher 
rate  for  the  home  trade  than  for  the  export  trade? 
—We  do. 

1466.  Supposing  the  companies  were  to  raise 
the  rate  for  the  export  market  to  the  home  rate 
of  40s.,  would  you  be  satisfied? — We  should  be 
better  satisfied  that  the  home  rate  should  be 
lowered  to  35  s. 

1467.  How  much  nearer  is  Manchester  to  the 
Australian  ports  than  Bradford  ? — I should  think 
nothing  at  all. 

1468.  Is  it  not  nearer  to  Liverpool  ? — It  is  a 
little  nearer  to  Liverpool,  but  not  nearer  to  the 
Australian  shipping  port,  which  is  London ; and 
we  are  also  nearer  to  Hull. 

1469.  Cannot  Liverpool  be  made  an  Austra- 
lian port ; supposing  that  25  s.  is  the  rate  on 
goods  from  Manchester  to  Liverpool  for  Aus- 
tralia or  any  other  place  you  like,  will  they  get 
any  London  traffic  for  foreign  export  above  that 
rate  ? — That  I do  not  know;  it  depends  upon  the 
need  for  the  shipment,  and  where  the  ship  is. 

1470.  How  many  miles  is  Bradford  from  Man- 
chester, 60  or  70  miles? — It  would  be  rather 
less ; about  40  miles,  I think. 

0.54. 
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1471.  I suppose  there  is  such  a thing  as  Aus- 
tralian tonnage  at  Liverpool? — Yes. 

1472.  What  I want  to  come  to  is  this:  what- 
ever the  rate  to  the  nearest  port  is  from  Bradford 
will  not  that  be  the  only  rate  which  the  railway 
companies  can  obtain  ? — No. 

1473.  You  think  they  can  get  a higher  rate 
than  that  which  belongs  to  the  nearest  port  ? — I 
pay  it  regularly.  I could  transport  goods  to 
Liverpool,  I believe,  at  the  rate  of  under  1 /.  a ton. 

1474.  Could  you  ship  your  goods  to  Liver- 
pool under  35  s.  ? — Yes. 

1475.  Then  the  freight  in  London  is  better 
than  Liverpool? — Yes,  it  is  more  convenient  for 
the  shippers. 

1476.  They  Avill  go  to  London  for  35  s.  rather 
than  to  Liverpool  for  less  ? — Yes,  I should  think 
19-20ths  of  our  goods  for  Australia  go  tlu’ough 
London, 

1477.  Then  with  regard  to  Irish  wool,  is  there 
much  Irish  avooI  comes  to  Bradford? — I should 
think,  Avith  the  exception  of  Avhat  is  exported, 
the  Avhole  of  it. 

1478.  Is  there  any  export  practically? — Yes, 
the  Americans  take  hash  wool. 

1479.  In  Avhat  proportion  compared  Avith  the 
Bradford  trade  ? — I should  think  a mere  infini- 
tesimal part. 

1480.  The  quantity  which  goes  from  Dublin 
to  Liverpool  for  export  is  as  nothing  compared 
Avith  that  wliich  goes  to  Bradford  ? — Certainly 
not. 

1481.  Therefore  it  Avould  pay  the  railway  com- 
panies better  to  raise  the  rate  of  their  exported 
Avool  than  it  Avould  to  lower  the  rate  on  that 
Avhich  Avas  going  to  Bradford  ? — No  doubt. 

1482.  Are  you  quite  sure  about  the  steamers 
Avhether  there  is  not  a through  rate  in  connection 
Avith  the  railway  companies  from  North  Wall  to 
Liverpool  ? — A through  rate  there  is  from  Dublin 
to  Bradford,  and  that,  as  I have  already  stated, 
is  36  5.  8 «?.  a ton. 

1483.  But  why  cannot  the  Bradford  wool 
merchant,  buying  in  Dublin,  freight  it  across, 
and  then  take  the  local  rate  from  Liverpool  to 
Bradford? — On  the  same  ground  that  I cannot 
send  goods  to  a Avholesale  London  warehouse, 
unless  I make  a false  declaration,  and  say  that 
they  are  for  shipment. 

1483. *  But  I presume  your  Irish  avooI  is 
landed  upon  the  quays  at  Liverpool,  indepen- 
dently of  any  railway  comjiany? — I send  goods 
to  the  London  markets,  some  for  shijmient,  and 
some  for  home  consumption,  identically  the 
same  goods,  and  probably  of  the  same  Aveight ; 
for  one  class  of  goods  the  railway  tariff  is  dif- 
ferent from  the  other. 

1484.  If  you  buy  your  wool  in  Dublin,  cannot 
you  ship  it  in  Dublin  perfectly  independently 
of  any  railway  company  ? — My  opinion  is  that 
there  is  probably  some  arrangement  betiveen  the 
shipping  companies. 

1485.  Is  it  not  possible  to  put  on  a boat  of 
your  own  if  the  trade  is  worth  it? — We  could 
make  a railway  of  our  oAvn  if  the  trade  were 
Avorth  it. 

1486.  But  it  is  a very  simple  thing  to  put  on 
a steamer;  the  Bradford  trade  could,  if  they 
chose,  run  a steamer  from  the  North  Wall  to 
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Liverpool  ? — If  it  were  practicable,  but  I do  not 
see  that  it  could  be  done. 

1487.  You  could  take  up  a steamer  to  freight 
from  one  port  to  another? — But  we  are  not 
shippers. 

1488.  When  you  have  got  your  Irish  wool  to 
Liverpool,  cannot  you  take  advantage  of  the 
local  rate  between  Liverpool  and  Bradford  ? — I 
merely  presume  that  with  regard  to  the  rate 
across  from  Dublin,  there  is  some  understanding 
between  the  shipping  and  railway  companies ; 
and  it  is  my  idea  that  rather  than  let  the  steamers 
fetch  the  whole  trade  from  Dublin  direct  to  its 
destination,  they  get  a liittle  share  of  the  car- 
riage by  bringing  it  across  Liverpool,  and  re- 
shipj)ing  to  its  port  of  destination  ; that  is  the 
only  thing  I can  gather  from  it. 

1489.  Then  with  regard  to  the  competition 
between  Bradford  ind  Hull  and  London,  and  the 
route  direct  from  Bradford  to  London  by  rail, 
you  say  the  mei’chants  make  a little  saving  by 
taking  the  wool  from  London  to  Bradford  via 
Goole? — Yes. 

1490.  And  that  that  pays  ? — Yes. 

1491.  Then  you  cease  to  complain,  I suppose, 
of  the  railway  rate? — No,  we  do  not;  we  con- 
tend that  the  railway  companies  are  charging  too 
high  a rate  for  the  carriage. 

1492.  You  think  that  the  railway  rate  ought 
to  be  reduced,  Avhether  the  companies  wish  it  or 
not,  to  the  sea  freight  ? — As  a matter  of  justice 
to  us  we  think  so. 

1493.  And  that  you  ought  to  have  the  choice 
of  the  two  routes  at  the  same  price  ? — We  see 
that  they  can  carry  shipping  goods  from  Man- 
chester to  London  for  255.,  whereas,  (or  bringing 
to  Bradfordfrom  London  (aboutan  equal  distance) 
merely  raw  material,  the  charge  is  37  s.  6 d. 
per  ton ; and  we  contend  that  that  is  handi- 
capping the  trade  in  an  unfair  manner. 

1494.  You  have  three  routes  from  Bradford  to 
London,  have  you  not  ? — We  have  three. 

1495.  And  one  by  sea? — Yes. 

1496.  The  sea  is  the  cheaper  route  ? — 
Yes. 

1497.  And  you  much  prefer  the  railway  ? — It 
is  prompter  and  quicker. 

1498.  And  you  would  give  more  for  the  rail- 
way carriage  on  account  of  the  promptness  than 
you  would  for  ihe  sea? — Yes,  we  would. 

Mr.  Payee. 

1499.  The  grievance  that  you  complain  of  is, 
first,  the  difference  of  the  rate  from  Bradford  to 
London  as  compared  with  the  rate  from  Man- 
chester to  London? — Yes. 

1500.  You  also  comj)lain  of  the  difference  be- 
tween the  two  rates  from  Bradford  to  London 
on  goods  for  home  consumption  and  goods  for  ex- 
port ? — Yes. 

1501.  From  Bradford  to  London,  the  goods 
for  home  consumption  are  charged  43  s.  4 d.  ? — 
Yes. 

1502.  The  goods  for  expoit  arc  charged  35  s.  ? 
—Yes. 

1503.  Those  goods  being  of  the  same  descrip- 
tion, and  forwarded  in  the  same  way,  and  upon 
the  same  lines  of  road  ? — They  can  be  sent  away 
just  the  same,  i)acked  the  same,  the  same  weight, 
and  the  same  goods,  and  everything  identical. 
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1504.  The  difference  between  them  bein<»' 

8 5.  4 rf.  a ton  ? — Yes.  ° 

1505.  Are  the  goods  insured  for  an  equal 
amount  in  either  case  at  the  expense  of  the  rail- 
way companies? — The  railway  companies  take 
the  risk  of  them  both. 

1506.  And  the  expense  to  the  railway  company 
of  conveying  those  goods  would  be  identical  in 
the  two  cases? — 'fo  the  best  of  my  knowledge 
and  belief,  with  the  exception  of  some  terminal 
charges  perhaps,  of  which  I do  not  know  the  par- 
ticulars. 

1507.  You  fall  to  see  any  reason  for  making 
a difference  of  8 5.  4 d.  a ton,  which  tells  against 
the  home  consumer,  and  in  favour  of  the  foreign 
consumer? — We  think  we  should  like  to  see  the 
difference  removed. 

1508.  'fhen  you  have  a third  grievance,  as  I 
understand,  which  is  the  difference  of  rate  from 
London  to  Bradford  on  foreign  wool,  which  you 
give  the  Committee  at  37  s.  6 d.  for  a distance  of 
about  200  miles,  whilst  you  inform  them  that  the 
rate  from  Banbury  to  Bradford,  a distance  of  142 
miles,  is  40  s.  ? — That  is  so,  and  both  upon  the 
same  company’s  line. 

1509.  Upon  the  same  company’s  line  they 
admit  what  is  as  compared  to  English,  foreign 
wool  for  37  s.  6 d.  over  200  miles,  whilst  over 
142  miles  of  their  line  they  charge  a higher  rate, 
of  40s.  upon  home  grown  wool? — Yes. 

1510.  And  you  see  no  reason  why  that  differ- 
ence should  be  maintained  ? — We  think  it  is 
handicapping  our  trade  to  do  so. 

Mr.  Nicholson. 

1511.  I think  I understand  that  the  London 
merchants  buy  more  largely  of  Bradford  goods 
than  the  London  shippers,  that  is  to  say,  the 
London  merchants  who  buy  for  the  home  trade 
buy  more  largely  than  the  others  who  buy  for 
export  ? — I imagine  that  is  the  case,  but  that  was 
merely  an  estimate. 

1512.  Do  not  some  of  the  London  merchants, 
who  buy  for  the  home  trade,  ship  very  largely  ? — 
Yes. 

1513.  The  goods  are  selected  at  the  London 
warehouses  by  the  shipper,  and  there  packed  ? — 
Yes. 

1514.  So  that  if  goods  are  ordered  to  go  to 
the  dock  side  direct,  they  cost  a less  amount  of 
carriage  by  8 s.  4 d.  than  if  they  passed  through 
the  London  warehouses? — They  do. 

1515.  Does  the  raw  material,  that  is,  the  wool 
which  comes  from  London  to  Bradford  at  37  s.  6 d. 
a ton,  go  in  less  or  in  greater  bulk  than  the 
goods  for  which  the  25s.  are  charged? — 1 should 
think  the  bulk  would  be  very  much  the  same  ; 
the  bales  are  press  packed. 

M r.  Loicther. 

1516.  Do  you  suppose  that  the  lines  between 
IManchester  and  London,  and  between  Bradford 
and  Loudon,  can  be  worked  at  the  same  expense  ; 
do  you  know  anything  about  that  ? — I could  not 
give  an  o])inion  upon  that  point. 

1517.  The  hon.  Member  for  South  Durham 
said  there  were  four  or  five  routes,  and  you  said 
you  preferred  the  railway  to  the  ivater  route, 
although  the  water  route  was  the  cheapest  ? — 
Yes,  if  the  rates  were  fiiirly  equal. 


1518.  But 
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Mr.  Lowther — continued. 

1518.  But  you  would  prefer,  as  I understand 
you,  to  get  the  wool  by  rail  at  the  rate  you  com- 
plain of,  instead  of  getting  it  more  cheaply  by 
water  ; therefore  as  you  prefer  the  railway  route, 
I take  it  there  must  be  some  disadvantage  in  the 
water  route  ? — The  goods  are  longer  upon  the 
road  no  doubt. 

1519.  Time,  I take  it,  at  Bradford  as  else- 
where, is  also  money  ? — It  is  at  times,  but  it  is 
not  worth  much  now. 

1520.  From  Bradford  to  London,  which  is  200 
miles,  you  pay  37  s.  6 d.,  and  from  Banbury  to 
Bradford,  which  is  142  miles,  you  pay  40  s.  ; do 
you  suppose  that  more  wool  is  sent  from  London 
to  Bradford  than  from  Banbury  to  Bradford  ? — 
Certainly. 

1521.  How  much;  as  much  again,  or  three 
times  or  four  times  as  much? — It  is  altogether 
out  of  proportion. 

1522.  I may  take  it  that  it  is  easier  to  send  a 
large  quantity  from  London  to  Bradford  than  it 
is  to  send  it  in  small  quantities  from  Banbury  to 
Bradford  ? — Certainly. 

1523.  And  that  might  account  for  the  railway 
companies  being  able  to  carry  it  more  cheaply  ? 
— The  railway  companies  do  not  acknowledge 
that  Avhen  we  asked  them  to  reverse  the  ques- 
tion. 

1524.  You  seemed  to  think  that  there  was 
hardly  competition  enough  among  railways;  you 
have  four  different  companies,  I think  ? — Yes. 

1525.  And  those  four  railway  companies  charge 
you  the  same  rate,  do  they  not? — Yes. 

1526.  Then  I think  I understood  you  to  say 
that  the  railway  companies  had  agreed  amongst 
themselves  about  the  rates  ? — Certainly,  all  the 
companies  give  us  an  identical  rate  for  our 
goods. 

1527.  But  the  Committee  would  have  under- 
stood from  your  answer  that  the  companies  had 
agreed  to  charge  you  one  rate,  and  neither  of 
them  would  reduce  it  ? — Certainly,  that  is  so. 

1528.  I think  you  said  you  had  evidence  of 
their  having  agreed  amongst  themselves  not  to 
reduce  the  rate  ? — I have  had  interviews  with 
the  London  and  North  Western  Company,  the 
Great  Northern  Company,  the  Midland  Com- 
pany, and,  1 think,  the  Great  Eastern  Com- 
pany, at  the  Clearing  House  at  Euston,  on  the 
very  subject,  and  they  sent  us  an  identical 
answer,  in  which  they  adhered  to  the  same  rate 
of  tariff. 

1529.  I may  take  it  for  granted  that  those 
four  railroads  are  not  all  of  them  on  equally  good 
terms  ; Avhen  there  are  four  railroads  coming 
into  a town  like  Bradford,  they  are,  probably,  not 
very  good  friends  ? — They  are  very  strong  com- 
petitors for  the  traffic. 

1530.  And  yet  not  one  of  those  four  railroads 
can  afford  to  carry  your  goods  cheaper  than  they 
carry  them  now  ? — They  will  not. 

1531.  I suppose  if  they  could  they  would? — 
Not  if  they  had  a working  agreement,  which  I 
presume  the  companies  have  for  the  traffic. 

1532.  Still  you  do  not  think  the  companies 
would  reduce  their  rates  in  order  to  get  your 
traffic  ? — I am  quite  certain  I could  not  get  a re- 
duction. I do  not  wish  to  be  misunderstood  ; I 
could  not  get  one  railway  company  to  reduce  its 
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M r.  Lowther — continued. 

rate  below  what  the  others  would  send  the  goods 
at.  They  did  give  us  a concession  of  2s.  Qd., 
but  it  was  a united  concession  of  all  the  railway 
companies  bringing  the  railway  chai’ges  iden- 
tical with  each  other  as  they  were  before. 

1533.  When  you  say  the  railway  companies 
will  not  reduce  their  rates,  I come  to  the  con- 
clusion that  they  cannot  afford  to  reduce  their 
rates,  but  you  do  not  come  to  the  same  conclu- 
sion ? — Certainly  not. 

1534.  You  say  the  railway  companies  still 
hold  together  in  charging  you  those  rates  ? — 
Yes. 

1535.  And  in  regard  to  the  steamers  between 
Dublin  and  Liverpool ; have  the  London  and 
North  Western  Company  any  steamers  on  that 
line  ? — I do  not  know. 

1536.  You  do  not  know  that  there  are  four 
companies  competing  between  Dublin  and  Liver- 
pool ? — I have  very  little  knowledge  upon  that 
point.  This,  which  I have  been  stating,  is  in- 
formation from  the  wool  trade  in  Bradford  ; they 
give  us  these  rates  and  bring  their  evidence  be- 
fore our  chamber  to  show  the  inequality  of  the 
various  rates.  In  the  same  way  as  the  tariff  be- 
tween Bradford  and  London  is  produced  by 
merchants,  so  these  fioures,  with  regard  to  the 
traffic  between  Dublin  and  Liverpool,  are  pro- 
duced by  gentlemen  engaged  in  the  trade  to  show 
the  inequality  of  the  charges. 

1537.  The  same  thing  applies  in  the  case  of 
steamers  as  applies  in  the  case  of  railroads  to  my 
mind  ; there  are  four  companies  competing  be- 
tween Dublin  and  Liverpool,  and  yet  they  do 
not  reduce  their  rates? — I cannot  go  into  that 
matter. 

Mr.  Monk. 

1538.  Is  it  not  your  contention  that  if  the 
railway  companies  can  afford  to  carry  goods  for 
export  at,  say  25  s.  per  ton,  and  do  carry  them  at 
that  rate,  they  ought  to  carry  goods  of  the  same 
class  for  home  consumption  at  the-same  rate  ? — 
That  is  our  contention,  that  if  they  can  afford  to 
carry  the  one  they  ought  to  afford  to  carry  the 
other,  and  if  they  are  carrying  the  one  at  a loss 
they  ought  not  to  do  it. 

1539.  I ask  you  that  because  it  seems  to  be 
the  practical  reply  to  the  questions  just  addressed 
to  you  by  the  honourable  Member.  Now,  is 
your  chief  complaint  against  the  railway  com- 
panies that  their  charges  are  preferential  in 
favour  of  the  export  trade  ? — That  is  not  our 
chief  camplaint,  but  it  is  a comj)laint.  Our  chief 
complaint  is  that  there  are  differential  rates  as 
between  Manchester  and  London  and  Bradford 
and  London ; that  we,  being  very  severe  com- 
petitors in  business,  selling  the  same  goods,  for 
the  railway  companies  to  carry  for  25  s.  from 
Manchester  to  London,  an  equal  distance  to  that 
from  Bradford  to  London,  while  they  charge  us 
35  s.,  is  an  injustice  to  the  Bradford  trade,  and 
we  wish  to  have  it  remedied. 

1540.  You  believe  that  the  expense  to  the 
railway  companies  is  not  greater  from  London  to 
Bradford  than  from  London  to  Manchester? — I 
have  no  reason  to  believe  that  it  is. 

1541.  Have  you  any  specific  remedy  to  re- 
commend in  the  way  of  legislation  or  otherwise  ? 
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Mr.  Monk — continued. 

— That  is  rather  travelling  beyond  our  pro- 
vince. 

1542.  Have  the  Bradford  traders  complained 
to  the  Board  of  Trade  or  to  the  Railway  Com- 
missioners respecting  those  preferential  charges  ? 
— We  have  not  brought  the  question  before  the 
Kailway  Commissioners  for  this  reason,  we  have 
no  locus  standi  before  them  as  a chamber  of  com- 
merce. 

1543.  Do  you  think  it  desirable  that  a chamber 
of  commerce  should  be  allowed  a locus  standi  be- 
fore the  Railway  Commissioners? — We  do,  in- 
deed. 

1544.  You  would  recommend  that  that  should 
be  inserted  in  the  Bill  wbich  must  be  brought  in 
next  year  ? — ^Certainly  ; we  have  no  charter  for 
our  chamber  in  Bradford,  and  consequently  we 
have  no  position,  and  the  Railway  Commissionei's 
would  not  listen  to  us. 

1545.  But  may  not  an  individual  trader  now 
complain  to  the  Railway  Commissioners  of  these 
preferential  charges? — Yes;  but  it  would  have 
to  be,  I suppose,  at  his  own  personal  risk  and 
expense. 

1546.  Have  you  any  difficulty  in  ascertaining 
how  the  charges  are  made  uj)  when  the  through 
rate  is  granted ; I mean  with  regard  to  the 
chai’ges  for  collection  and  delivery? — No;  upon 
api)lication  to  the  railway  companies  they  give 
you  their  rate  ; a through  rate  if  they  can  give  it 
you,  and  that  is  what  they  abide  by. 

1547.  The  companies  do  not  explain  to  you 
how  that  rate  is  made  up  ? — I never  had  any  ex- 
planation of  it. 

1548.  I presume  there  is  a difference  betw'een 
the  charges  from  station  to  station,  and  those  for 
collection  and  delivery  ? — Yes 

1549.  You  do  not  know  w hat  sum  is  added  per 
ton  for  cartage? — We  do  not  get  those  parti- 
culars with  regard  to  the  traffic  from  those  centres 
of  industry  ; they  do  not  give  them  to  us,  but 
they  only  give  us  their  through  rate. 

1550.  Asa  rule,  at  Bradford,  do  the  railway 
companies  cart  for  you  ? — Within  a certain  dis- 
tance of  the  railway  the  company  cart  for  us 
without  extra  charge. 

Mr.  O’  Sullivan. 

1551.  Y"ou  were  asked  by  an  honourable  Mem- 
ber whether  you  thought  the  railway  comj)any 
could  convey  goods  from  Bradford  to  London 
more  cheaply  than  they  are  doing  at  present ; 
can  you  tell  the  Committee  what  are  the  dis- 
tances by  the  different  lines  from  Bradford  to 
London? — I cannot  tell  you  that  by  the  different 
lines,  but  it  may  be  said  to  be  about  190  miles 
from  Bradford  to  London. 

1552.  Do  you  mean  to  say  that  all  the  rail- 
ways w'ould  be  the  same  distance  ? — No;  the  dis- 
tance by  the  London  and  North  Western  Railway 
w'ould  be  about  200  miles. 

1553.  What  is  the  shortest  distance? — I think 
it  is  from  about  180  to  190  miles. 

1554.  And  you  think  that  a line  of  180  miles 
can  carry  goods  somewhat  more  cheaply  than  a 
line  of  200  miles  could  ? — But  they  will  not  as  a 
matter  of  fact. 

1555.  But  as  a business  man  do  you  think  they 
ought  to  be  able  to  do  so  ?—  I should  think  so. 


Sir  Daniel  Gooch. 

1556.  You  spoke  of  the  amount  of  wmol  that 
was  exported  from  Bradford  ; was  that  exported 
as  wool? — I spoke  of  wool  exported  from  the 
United  Kingdom  ; we  have  very  little  exported 
from  Bradford  except  by  the  American  buyers, 
who  come  over  and  take  up  a little  of  the  north 
country  wool. 

1557.  You  just  mentioned  something  about 
getting  the  detail  of  the  rate ; you  say  you  do 
not  know  what  the  detail  of  the  rate  is,  how  much 
for  carriage  and  how  much  for  delivery  ; you  can 
get  that,  can  you  not,  from  the  railway  com- 
panies under  the  present  law  ?— I have  no  doubt 
we  could. 

1558.  You  have  never  chosen  to  ask  for  it? — 
I have  not  asked  for  it. 

Mr.  Samuel  Morley. 

1559.  I should  like  to  take  you  to  Winchester 
again ; you  consider  that  if  the  Bradford  manu- 
facturer and  the  foreign  buyer  were  to  meet  at 
Winchester,  the  foreign  buyer  would  have  the 
advantage  over  the  Bradford  manufacturer  in  the 
cost  of  carriage,  inasmuch  as  the  wool  sent  to 
Liverpool  would  go  there  per  mile  at  a lower 
rate  than  the  wool  of  the  manufacturer  would  so 
to  Bradford  at.? — YYs,  that  is  so. 

1560.  I.suppose  your  substantial  complaint  is 
an  ap})eal  for  fair  play  between  the  parties  in  the 
carrying  of  their  goods? — That  is  all  we  meant. 

1561.  Have  you  had  your  attention  drawn  to 
the  court  of  the  Railway  Commissioners?  — We 
have  not  because,  as  I say,  we  cannot  appear 
before  the  Railway  Commissioners  as  a Chamber 
of  Commerce,  they  would  not  hear  us. 

1562.  Y"ou  are  not  perhaps  old  enough  to 
remember  when  a very  large  proportion  of  the 
Bradford  goods  used  to  be  sent  to  London  by 
canal  ? — I canuot  say  that  I recollect  that. 

1563.  It  was  so,  and  those  highways  and  canals 
have  been  closed  very  much  to  the  public  by  the 
railways,  which  have  become  practically  a mo- 
nopoly, you  agree  to  that  do  you  not  ? — Certainly, 
they  make  a sort  of  monopoly  of  it,  because  they 
aa:ree  to  one  rate  for  carriage. 

1564.  You  have  not  thought  perhaps  of  any 
change  in  the  constitution  of  the  Railway  Com- 
mission, which  might  help  you  as  a Bradford 
manufacturer? — No  doubt  it  is  a very  difficult 
question  to  give  an  opinion  upon, 

1565.  This  Committee  is  appointed  to  consider 
the  permanence  or  continuance  of  the  Railway 
Commissioners,  and  we  should  be  glad  to  have 
the  advice  of  men  who  are  conscious  of  an  evil 
with  reference  to  any  remedy  for  it.  Might  the 
Railway  Commissionei's  be  made  more  accessible 
to  those  who  have  to  send  goods  by  railway  ? — 
Certainly,  I wish  it  were  so. 

1566.  Y"ou  would  favour  the  continuance  of 
the  Railway  Commissioners’  Court? — Certainly. 

1567.  Probably  with  extended  powers  ? — Yes. 

1568.  My  honourable  friend  the  Member  for 
South  Durham,  recommended  that  the  Bradford 
traders  should  establish  steamboats ; they  are  not 
likely  to  do  that,  it  would  be  mixing  up  two 
classes  of  trade,  probably,  without  great  advantage 
to  either  ? — I do  not  think  they  are  likely  to 
adopt  that  course. 


1539.  Still 
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Sir  Daniel  Gooch. 

1569.  Still  the  canals  are  not  closed,  are  they  ? — 
!No,  they  are  not  entirely  closed. 

Mr.  Barclay. 

1570.  Is  there  any  portion  of  the  canal  in  the 
railway  company  ? — No,  the  canal  in  our  neigh- 
bourhood is  not  in  the  hands  of  the  railway 
company,  the  Leeds  and  Liverpool  canal  was  I 
think  under  the  control  of  the  Midland  Railway 
Company  or  of  the  Lancashire  and  Yorkshire 
Railway  Company  some  years  back. 

Mr.  Pease. 

1571.  How  many  years  is  it  since  the  control 
of  the  railway  company  over  the  Leeds  and 
Liverpool  Canal  ended? — Some  years,  but  not 
very  many. 

Mr.  Miilholland. 

1572.  Can  you  suggest  any  explanation  of  the 
a’ates  being  lower  from  Manchester  than  from 
Bradford  to  London? — We  can  give  no  expla- 
nation of  it,  but  we  think  they  ought  to  be 
identical. 

1573.  You  do  not  kuow  the  principle  of  the 
difference? — The  only  reason  we  have  been  able 
to  elicit  from  the  railway  company  is,  that  the 
manufacturers  send  goods  in  large  quantities 
from  Manchester- 

1574.  Would  the  proximity  of  Liverpool  to 
Manchester,  as  a shipping  port,  not  account  for 
it?  — They  have  never  given  that  as  the  reason. 

1575.  1 suppose  your  position  is,  that  although 
there  is  competition  between  the  railways  in  some 
respects,  they  find  it  more  advantageous  to  have 
combination  in  regard  to  rates? — Yes. 

Chairman. 

1576.  Your  complaint  with  respect  to  rates 
reduces  itself  to  these  two  things  ; first,  that  you 
are  charged  more  from  Bradford  to  London,  than 
they  are  from  Manchester  to  London  for  the 
same  goods  ? — That  is  one  chief  grievance. 

1577.  And  the  other  is  the  preference  given 
to  goods  for  exportation,  over  goods  for  con- 
sumption in  the  home  market  ? — Those  are  the 
two  points. 

1578.  With  regard  to  the  first  matter,  I under- 
stand that  you  are  not  prepared  to  say,  that  there 
is  no  more  expenditure  connected  with  the  con- 
veyance of  goods  from  Bradford  to  London,  than 
there  is  in  the  conveyance  of  goods  from  Man- 
chester to  London  ? — I have  no  knowledge  that 
there  is  any  difference. 

1579.  But  you  are  not  moreover  prepared  to 
assert,  that  the  railway  companies  are  charging 
from  Bradford  to  London  more  than  the  maximum 
rates  allowed  by  Act  of  Parliament? — I do  not 
bring  forward  that  charge  at  all. 

1580.  You  are  aware,  I suppose,  that  this 
<[uestion  of  granting  special  rates  was  before  the 
Royal  Commissioners  on  Railways,  as  well  as 
before  the  «Toint  Committee  of  the  two  Houses  of 
Parliament?— I think  so. 

1581.  I would  call  your  attention  to  a para- 
graph on  page  47  of  the  Report  of  the  Royal 
Commissioners  on  Railways,  in  which  they  state. 

The  power  of  granting  special  rates  thus  permits 
the  development  of  trade  which  would  not  other- 
wise exist,  and  it  is  abundantly  evident  that  a 
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large  portion  of  the  trade  of  the  country,  at  the 
present  time,  has  been  created  by  and  continued 
upon  the  faith  of  special  rates  ” ; have  you  any 
remark  to  make  as  to  that  paragraph  ? — Then  if 
there  is  any  special  rate  granted,  Bradford  and 
that  district,  through  the  magnitude  of  its 
interests,  is  fairly  to  ask  for  that  special  rate  on 
an  equality  with  any  other  producing  district. 

1582.  I suppose  you  will  agree  that  it  is  the 
object  of  the  railway  companies,  or  of  the  com- 
bination of  railway  companies,  to  create  the 
largest  amount  of  remunerative  traffic  in  the 
district  they  serve  ? — Undoubtedly. 

1583.  Can  you  suggest  any  reason,  except 
that  object  to  create  the  largest  amount  of  remu- 
nerative traffic,  why  the  railway  companies 
should  charge  more  from  Bradford  than  they  do 
from  Manchester? — I have  no  reason  at  all  to 
give  why  they  should  charge  more  from  Bradford 
than  from  Manchester. 

1584.  I suppose  you  will  agree  that  the  reason 
they  have  fixed  upon  that  rate  is  that  it  gives 
the  company  the  largest  amount  of  remunerative 
traffic  ? — That  may  be  their  opinion. 

1585.  Supposing  they  are  charging  within 
their  maximum  legal  rate,  I ask  you  whether 
the  proper  course  for  a body  of  traders,  who 
complain  that  they  are  charging  too  much,  would 
not  be  to  appear  before  Parliament  upon  any 
occasion,  and  ask  for  a reduction  of  the  maximum 
rates  of  the  railway  com])anles  ? — 1 am  not 
thoroughly  conversant  with  the  maximum  rates, 
but  I should  doubt  very  much  whether  any  goods 
about  wliich  our  Chamber  now  complains,  or 
passengers  either,  are  charged  maximum  rates 
upon  any  line  leaving  Bradford. 

1586.  We  have  had  evidence  before  us  to  the 
contrary  up  to  this  time,  but  you  are  prepared 
to  maintain  that  all  the  maximum  rates  that  you 
know  of  as  being  authorised  are  excessive  ? — 
What  I maintain  is  that  our  interest  being  so 
large,  and  our  district  being  in  very  severe  com- 
petition with  another  manufacturing  district 
equally  distant  from  the  place  of  consumption, 
we  are  fairly  entitled  to  ask  for  the  same  privi- 
leges and  the  same  charges  for  transit  as  the 
competing  district ; that  is  our  plea,  and  that  is 
our  claim. 

1587.  Now,  with  reference  to  the  second  point 
you  complain  of,  namely,  preference  given  to 
goods  for  export;  that,  I think,  is  a very  old 
subject  of  inquiry  and  complaint? — It  is. 

1588.  1 think  you  will  find  that  the  subject 
was  inquired  into  by  the  Select  Committee  which 
sat  on  Railway  Companies  Amalgamation,  in 
1872  ; I do  not  know  whether  you  have  read 
the  Report,  but  you  will  find,  on  looking  at 
page  19,  the  following  statement : “ The  rates  of 
carriage  on  goods  for  exportation  are  constantly 
lower  than  the  rates  to  the  same  place  for  con- 
sumption now,  I ask  you,  supposing  the  rail- 
way companies  were  to  listen  to  what  you  say  to- 
day, and  were  to  raise  the  rate  on  goods  carried 
to  London  for  exportation  at  the  same  ])rice  as 
they  charge  on  goods  for  the  home  market,  in 
what  way  would  that  benefit  you? — We  do  not 
raise  our  objection  from  that  point  of  view  at  all. 

1589.  You  come  here  and  make  a complaint  of 
the  inequality  of  the  two  charges,  and  1 ask  you 
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how  you  would  be  benefited,  and  whether,  on 
the  contrary,  you  would  not  be  very  much  dam- 
nified if  the  railway  companies  were  to  raise 
their  rates  on  goods  to  London  for  exportation  to 
the  same  price  as  is  charged  for  those  goods 
taken  I'or  home  consumption  ?—  If  the  railway 
companies  find,  through  competition,  that  they 
are  under  an  obligation  to  carry  goods  for  export 
at  a somewhat  lower  rate  than  for  home  con- 
sumption, we,  I do  not  suppose,  should  I’aise  that 
as  a very  serious  question  ; but  the  question  we 
raise  is  this,  that  for  sending  goods  for  export 
both  from  Manchester  and  from  Bradford,  they 
should  give  us  equality  of  rates.  ^ 

1590.  I dealt  with  the  two  points  as  separate, 
but  I understand  now,  if  your  answer  means 
anything,  that  you  do  not  lay  much  stress  upon 
the  second  point,  but  only  upon  the  first  point  ? 
— The  second  point  is  not  so  serious  as  the  first. 

1591.  Do  you  lay  any  stress  at  all  upon  the 
second  point? — Yes,  certainly. 

1592.  Then,  answer  my  question  ; I ask  you 

how  the  people  of  Bradford  would  be  benefitted  ; 
on  the  contrary,  if  tliey  would  not  be  damnified 
very  much  if  the  railway  companies,  in  answer 
to  your  call  for  equality,  were  to  raise  the  rate 
for  goods  for  export  to  the  same  rate  as  they 
chartie  upon  the  home  article  ? — It  would  not 
necessarily  follow  if  you  have  a competitor  in 
Manchester 

1593.  Hut  do  leave  IManchester  on  one  side ; 
vou  stated  to  the  Committee  that  the  rate  from 
Bradford  to  London  was  43  s.  4 d.  for  the  home 
market,  and  35  s.  on  goods  for  exportation  ; now, 
will  you  answer  the  question  which  I have 
already  put  to  you  twice  ? — We  should  not  be 
benefitted,  certainly,  by  the  export  being  raised 
to  the  home  rate. 

1594.  Would  you  not,  on  the  contrary,  be 
damnified  ? — As  far  as  the  rates  from  Bradford 
were  concerned,  certainly  ; but  Ave  might  receive 
a benefit  in  another  direction  by  doing  aAA'ay  Avith 
the  competition  which  Avas  favoured  in  its  rates, 
and  was  competing  Avith  us  A’ery  severely  in  the 
same  goods. 

1595.  You  mean  from  other  tOAvns? — Yes. 

1596.  The  Committee  have  taken  that  point 
into  consideration,  but  I Avant  to  see  Avhat  im- 
portance can  be  attached  to  your  second  point  ? 
— As  far  as  the  Bradford  trade  goes,  Ave  should 
not  Avant  it. 

1597.  It  seems  to  be  a great  advantage  to  the 
Bradford  manufacturer  to  get  a Ioav  rate  quoted 
for  the  goods  that  he  is  going  to  send  abroad ; 
the  loAver  the  rate  for  them  the  better,  is  it  not  ? 
— Yes,  certainly. 

1598.  Tlien  as  to  the  access  by  sea  from  Lon- 
don to  Bradford,  you  say  that  the  route  by  rail 
is  quicker  than  by  sea,  via  Goole?— Yes. 

1599.  Is  it  not  lair,  in  your  opinion,  that  ex- 
])edlliou  sliould  be  j)aid  for  to  a certain  extent  ? — 
Yes,  certainly. 

16(H).  Therefore  you  get  some  equivalent  for 
the  extra  ])ayment  by  the  rail  ? — T es  ; but  Ave 
ansAver  that  by  asking  that  the  difterence  should 
be  Avithln  reason. 


Mr.  Barclay. 

1601.  If  the  ralhvay  companies  were  bound  ta 
equalise  the  rates  betAveen  Bradford  and  London 
for  export,  and  for  home  consumption,  does  it 
necessarily  folloAV  that  they  Avould  raise  the 
loAver  rate  to  the  higher  one  ? — I do  not  see  that 
it  necessarily  follows  at  all. 

1602.  I suppose  you  think  the  raihvay  com- 
panies are  exacting,  in  the  meantime,  the  most 
that  they  possibly  can  out  of  the  Bradford  trade? 
— That  is  our  opinion. 

1603.  And  that  if  they  Avere  forced  to  equalise 
the  rates  as  you  believe  thev  are  legally  bound 
to  do,  as  betAveen  London  and  Bradford,  upon 
those  goods,  they  would  arrive  at  some  medium 
charge  betAveen  the  highest  and  the  loAvest  at  the 
present  moment? — I imagine  that  would  be  the 
case. 

1604.  And  you  AA'ould  advocate  that  policy 
Avlth  the  A’ieAV  of  doing  justice  to  everybody? — I 
would. 

1605.  That  the  raihvay  companies  should 
charge  in  proportion  to  the  cost  of  conveyance, 
and  not  upon  some  arbitrary  terms  that  they 
themselves  adjust? — The  ansAver  to  that  cjuestion 
Avoiild  require  a little  qualification. 

1 606.  Do  you  think  that  the  railtvay  companies 
should  be  authorised  to  charge  differential  rates 
betAveen  Bradford  and  London  for  the  same  kind 
of  goods,  Avhen  the  cost  of  conveyance  to  them  is 
the  same  in  both  cases  ? — Asa  matter  of  right 
Ave  think  not,  unless  there  are  the  very  strongest 
reasons  for  their  doing  so. 

1607.  You  think  that  the  cost  of  conveyance 
being  the  same  in  both  those  cases,  they  ought  to 
charge  the  same  rate? — Yes. 

Mr.  Sclater  Booth. 

1608.  T understand  that  you  do  not  make  a 
charge  against  the  raihvay  companies  in  any  case 
of  their  exceeding  their  maximum  rates  as  autho- 
rized by  laAv? — That  is  so. 

Mr.  Caine. 

1609.  Do  you  do  any  trade  with  the  continent 
yourself? — Very  little. 

1610.  Can  you  tell  me  Avhether  French  manu- 
factured Avoollen  goods,  precisely  of  the  same 
nature  as  those  manufactured  in  your  district, 
come  into  Bradford  in  competition  Avith  your 
products  ? — They  do. 

1611.  Then  really  the  condition  of  your  trade 
at  present  is  a life  and  death  struggle  for 
existence  ? — That  is  so. 

1612.  Can  you  tell  me  Avhether  it  is  Avithin 
your  knowledge  that  the  raihvay  companies  of 
England  give  any  ])reference  to  goods  coming 
from  abroad  to  Bradford,  as  compared  Avith  Avhat 
they  charge  for  goods  from  Bradford  to  the  con- 
tinent ? — I cannot  ansAver  that  question. 

1613.  Those  goods,  hoAvever,  are  coming  into 
Bradford  to  a very  appreciable  extent  ? — They 
are  to  a very  large  extent. 

1614.  The  foreign  goods  are  competing  Avith 
you  in  every  market  in  the  Avorld  in  your  own 
trade  ? — Yes,  Ave  buy  them  ourseh-es. 
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Mr.  Samuelson. 

1615.  You  are  the  Mayor  of  Liverpool,  and 
were  lately  President  of  the  Incorporated 
Chamber  of  Commerce  ? — I was. 

1616.  You  are  a merchant  in  Liverpool,  I be- 
lieve ? — I am. 

1617.  What  is  the  feeling  in  Liverpool  with 
reference  to  railway  charges  ? — There  has  been 
during  the  last  25  or  even  30  years  a very 
strong  feeling  that  we  are  suffering  very  con- 
siderable injury  from  the  excessive  railway 
charges,  both  to  and  from  Liverpool. 

1618.  What  do  you  mean  by  excessive  chf  rges, 
do  you  mean  charges  in  excess  of  the  rates  which 
the  companies  are  authorised  to  charge  ? — No,  I 
mean  in  excess  of  the  rates  at  which  the  railway 
companies  are  willing  to,  and  do  carry  to  and 
from  other  parts. 

1619.  In  your  opinion  what  has  been  the 
effect  of  that  upon  the  trade  of  Liverpool  ? — 
That  a large  amount  of  trade  which  should  pro- 
perly centre  in  Liverpool  has  been  diverted  to 
other  ports  and  places. 

1620.  Can  you  give  the  Committee  an  in- 
stance of  those  trades  ? — Yes.  During  the  period 
which  I have  mentioned  the  inward  trade  from 
Calcutta  and  the  inward  trade  from  China  and 
Australia  have  almost  entirely  left  l./iverpool. 
A large  portion  of  the  outward  trade  to  Calcutta 
has  left  Liverpool,  and  more  recently  a con- 
siderable proportion  of  the  grain  trade,  and  of 
the  timber  trade,  has  l)een  diverted  from  Liver- 
pool to  Barrow,  Fleetwood,  and  Hull  ; and  the 
trade  in  dye-wood  cargoes  has  been  largely 
diverted  to  Goole. 

1621.  Have  the  railway  companies  had  any 
special  interest  in  permitting  this  diversion  of 
trade  from  Liverpool  ? — The  railway  companies 
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practically  own  the  jiort  of  Barrow,  and  they  have 
consti’ucted  the  docks  there  at  a cost,  including  their 
investment  in  steamers,  of  2,000,000/.  sterling; 
that  is  the  Furness  Railway  Company.  The 
Lancashire  and  Yorkshire  Railway  Company, 
and  the  London  and  North  AVestern  Railway 
Company,  but  pi'incipally  the  Lancashire  and 
Yorkshire  Railway  Company,  have  constructed 
docks  and  warehouses  at  Fleetwood  ; the  London 
and  North  Western  Company  have  constructed 
and  own  the  docks  at  Holyhead,  and  also  the 
steamers  trading  between  Holyhead  and  Ireland  ; 
and  the  Lancashire  and  Yorkshire  Railway  Com- 
pany have  a large  sum  of  money  invested  in 
Goole,  and  a large  interest  also,  I believe,  in 
Hull. 

1622.  Have  the  railway  companies  any  docks 
at  all  in  Liverpool  ? — They  have  not;  the  docks 
in  Liverpool  are  entirely  owned  by  what  I may 
term  a national  trust. 

1623.  Do  you  mean  that  they  are  not  conducted 
for  profit  ? — The  docks  are  not  conducted  for 
profit ; the  money  has  been  raised  by  bonds,  and 
the  docks  are  managed  by  elected  representatives 
of  the  ratepayers,  and  representatives  nominated 
by  the  Board  of  Trade. 

1624-5.  The  object  of  the  arrangement  having 
been  to  protect  the  trade  of  the  adjoining 
counties  ? — Precisely  so ; to  protect  the  trade  of 
the  county. 

1626.  AVhat  has  been  the  course  which  the 
railway  companies  have  pursued  in  order  to  divert 
trade,  as  you  say,  from  Liverjiool,  to  those  ports 
in  which  they  have  a more  direct  Interest? — 
Tlieir  practice  has  been  to  chai-ge  from  those 
ports,  in  which  they  are  directly  interested,  a 
lower  rate  of  carriage  than  they  are  in  the  habit 
of  charging  from  Liverpool. 
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1627.  Do  you  mean  a lower  rate  absolutely,  or 
a lower  rate  for  the  distance? — A lower  rate  per 
mile. 

1628.  M^hat  course  has  recently  been  taken 
by  those  Interested  in  the  trade  of  Liverpool  in 
order  to  bring  out  these  faets  ? — A joint  com- 
mittee has  been  recently  appointed,  consisting  of 
members  of  the  City  Corpoi’ation,  of  the  Mersey 
Docks  and  Harbour  Board,  and  of  all  the  trade 
associations  of  the  town,  to  investigate  the  sub- 
ject, and  take  such  steps  as  they  may  deem  de- 
sirable to  obtain  a rectification  of  the  rates  of 
carriage  from  Liverpool.  "VVe  have  published  a 
report,  copies  of  whieh  have  been  furnished  to 
the  Committee,  and  we  have  laid  our  case  before 
a meeting  of  the  directors  of  the  railway  com- 
panies Avhose  lines  converge  upon  Liverpool. 
A verbatim  copy  of  that  interview  has  also,  I be- 
lieve, been  handed  to  the  Committee. 

1629.  And  what  was  the  reply  which  you 
received  from  the  railway  companies  Avhcn  you 
applied  to  them  : can  you  give  a summary  of  it  ? 
— I think,  in  a few  rvords,  the  tcnour  of  the  reply 
of  Mr,  Moon,  the  chairman  of  the  meeting,  was, 
that  Liverpool  was  already  very  well  treated, 
and  what  was  promised  us  at  the  suggestion  of 
Sir  Edward  M'^atkin  was,  that  our  complaint 
would  be  referred  to  their  traffic  managers  for 
investigation.  But  I may  mention  that  this  was 
not  the  first  time  that  we  had  brought  our  case 
before  the  railway  companies. 

1630.  Did  they  suggest  anything  else?  — They 
did  not. 

1631.  Was  that  interview  held  at  the  instance 
of  the  authorities  of  Liverpool,  or  at  that  of  the 
railway  companies  ? — The  interview  was  asked 
for  by  the  joint  committee  of  the  Liverpool 
Corporation  and  the  Trade  Associations. 

1632.  At  the  Interview  Avas  not  it  suggested 
that  the  further  consideration  of  the  subject  had 
better  stand  over  till  you  had  an  opportunity  of 
giving  evidence  before  this  Committee  ? — It  was 
sugge.sted  that  as  this  Committee  was  sitting  that 
was  one  reason  why  Mr.  Moon  would  not  enter 
into  the  reply  as  fully  as  he  might  otherrvise 
have  been  inclined  to  do,  but  I do  not  think  it  was 
suggested  that  we  should  wait  until  this  Com- 
mittee had  reported. 

1633.  But  that  rvas  a portion  of  his  reply? — 
That  was  a portion  of  his  reply. 

1634.  That  he  preferred  not  to  make  any  de- 
finite statement  now.  Inasmuch  as  this  Committee 
was  sitting? — Yes,  as  he  would  have  to  do  it 
again,  the  whole  case  being  about  to  be  gone 
into  before  this  Committee  ; he  preferred,  there- 
fore, not  to  make  any  definite  reply. 

1635.  Do  you  hand  in  a report  of  the  pro- 
ceedings ? — 1 do  ; this  is  a verhatlm  re])oi-t  of 
wdiat  took  place  {lianding  in  the  same').  It  also 
contains  a copy  of  the  report  of  the  special 
committee. 

1636.  The  report  of  your  committee,  1 beiieve, 
contains  really  the  gravamen  of  your  complaints  ? 
— Ih'ccisely  so. 

1637.  It  contains  tables  which  show  briefly 
exam])les  of  the  unetpial  charges? — Yes. 

1638.  From  Avhat  passed  at  that  interview, 
and  from  your  general  experience,  have  you 
much  hope  of  any  reduction  being  made  in  the 
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charges  which  you  consider  e.xcesslve  ? — x\bso- 
lutely  none. 

1639-  Then  Avhat  is  it  that  you  look  to  for  re- 
lief?—We  are  hoping  that  we  may  be  able  to 
carry  our  case  before  the  Railway  Commis- 
sioners, and  that  the  Railway  Commissioners  will 
have  enlarged  powers  given  to  them  to  enable  us 
to  bring  our  ease  before  them. 

1640.  You  consider  your  case  to  be  of  that 
nature  that  they,  with  their  present  powers, 
Avould  not  be  able  to  deal  rvith  it  fully  ? — I think 
it  is  very  doubtful. 

1641.  Can  you  explain  that  a little  more  fully  ? 
The  Railway  Commissioners  have  power  to  re- 
dress inequalities  or  unfair  Treatment  as  between 
individuals,  but  it  is  doubtful  Avhether  their  power 
extends  to  the  redressing  of  inequalities  as 
betAveen  places.  Then,  again,  Ave  do  not  com- 
plain that  the  railway  companies  exceed  their 
maximum  rates  of  charges,  but  our  complaint  is 
that  their  charges  are  unreasonable  as  compared 
Avith  Avhat  they  carry  at,  to,  and  from  other 
places.  We  understand  that  the  Railway  Com- 
missioners have  no  jurisdiction  to  interfere  Avith 
the  railway  companies  Avhen  the  maximum  rates 
are  not  exceeded. 

1642.  At  least  you  are  not  clear  that  the  Rail- 
Avay  Commissioners  have  any  jurisdiction  in  the 
matter? — That  is  my  impression. 

1643.  When  you  say  that  they  have  no  jiOAver 
to  interfere  Avith  rates  from  different  districts,  do 
you  apply  that  to  the  same  railway  company  or 
to  different  raihvay  companies  ? — It  is  applicable 
to  both  alike. 

1644.  Would  it  be  sufficient  for  you  if  the 
Railway  Commissioners  had  power  to  interfere 
as  regards  the  rates  charged  by  the  same  raihv'ay 
Company  to  different  distriets? — I think  so. 

1645.  Ai  e there  any  peculiarities  in  the  posi- 
tion of  Liverpool  as  a place  of  trade  ? — Our  trade 
in  Liverpool  is  entirely  that  of  an  entrepot  ; Ave 
are  not  a manufacturing  town,  and  we  l;ave  no 
mineral  resources : Ave  entirely  depend  for  our 
trade  upon  our  geographical  position  or  proximity 
to  the  manufacturing  centres  of  Yorkshire,  Lan- 
cashire, and  Staffordshire,  affording,  as  Ave  do,  a 
cheaper  route  from  those  manufacturing  centres 
to  a port  than  to  any  other  port  in  the  kingdom. 

1646.  Then  it  folloAvs,  that  if  ports  more  dis- 
tant from  those  manufacturing  centres  have  their 
goods  carried  at  the  same  rate  as  to  Liverpool, 
your  trade  Avould  suffer  ? — Precisely  so  ; and  Ave 
are  de2)rived  of  the  advantages  of  our  natural 
geograijhieal  jiosition. 

1647.  And  it  is  a fact,  in  your  opinion,  that 
the  raihvay  companies  have  deitrived  you  of  the 
advantages  of  your  position  ? — Largely  so. 

1648.  And  they  have  done  this  by  excessive 
charges  as  compared  Avith  those  from  more  distant 
ports  ? — Precisely  so. 

1649.  Can  you  give  some  general  examples  of 
the  charges  of  AA'hich  you  comjilain? — 1 should 
first  of  all  like  to  make  a statement  Avith  regard 
to  the  magnitude  of  the  trade  of  Liverpool,  shoAv- 
ing  hoAV  largely  the  raihvay  companies  jn-ofit  by 
these  very  excessive  charges.  I find  by  a Return 
of  the  Board  of 'Prade,  Avhich  I have  in  hand,  that 
the  total  value  of  imports  and  exjiorts  in  England 
last  year  Avas  633,000,000  /.,  of  Avhieh  London 
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had  194,000,000  /.,  and  Liverpool  191,000,000  L, 
therefore,  practically,  a third  of  the  trade  of  the 
kingdom  passes  through  Liverpool.  I have  the 
figures  also  for  Bristol,  Hull,  and  Glasgow, 
whicii  amount  in  the  gross  to  another 
90,000,000  /. 

1650.  Have  you  any  other  tables  you  desire 
to  bring  before  us? — 1 have  a table  giving  the 
rates  of  carriage  on  manufactured  goods,  and 
on  grain,  timber,  cotton,  wool,  provisions,  and 
sugar,  to  and  from  Liverpool  to  the  centres  of 
consumption,  and  to  and  from  the  centres  of 
manufacture  to  Liverpool,  'flie  first  table  refers 
to  manufactured  goods,  and  I must  further  men- 
tion here,  in  explanation  of  this  table,  that  the 
first  set  of  columns  gives  the  gross  I’ate  of 
carriage. 

Mr.  Loicther. 

1651.  By  manufactured  goods,  do  you  mean 
fine  goods?— Yes;  the  second  set  of  columns 
gives  the  gross  rates  with  the  terminals  deducted, 
according  to  the  evidence  given  before  the  Royal 
Commission  in  1865,  which  reported  in  1866. 
The  third  set  of  columns  gives  those  terminals 
worked  out  upon  the  basis  of  the  cost  of  loading 
and  unloading,  and  covering  and  other  expenses, 
which  the  railway  company  may  incur.  The 
figures  which  I will  give  simply  refer  to  the 
gross  rates  of  carriage.  In  regard  to  manu- 
factured  goods  (and  I mention  this  in  a little 
detail,  as  there  is  no  other  witness  here  to  speak 
■with  reference  to  manufactured  goods)  I have 
taken  them  from  Manchester,  Leeds,  and  Brad- 
ford, to  Liverpool  ; those  are  the  three  centres  of 
the  cotton  and  woollen  manufacture  of  the  country  ; 
and  I have  taken  them  from  Manchester  to  Hull, 
from  Manchester  to  London,  Manchester  to 
Southampton,  and  Bradford  to  Hull  ; I find  the 
average  rate  to  Liverpool  is  3 '91  d.  per  mile  ; 
the  average  rate  to  other  places  is  I'QT  d.  per 
mile,  in  round  figures,  which  is  nearly  2 d.  per 
mile  more  for  the  carriage  of  those  goods  to 
Liverj)ooI  than  the  railway  companies  are  willing 
to  carry  them  to  other  ports  for. 

Mr.  Sarnuelson. 

1652.  You  pay  nearly  double  per  mile? — Our 
rate  is  rather  more  than  double  what  it  is  from 
Manchester  to  Hull ; it  is  quadruple  that  from 
Manchester  to  Southampton,  and  very  nearly 
treble  that  from  Manchester  to  London.  Now  I 
may  mention  here  that  the  rate,  including  cartage 
in  Liverpool  (I  am  obliged  to  add  cartage  for 
comparative  purposes,  as  the  railway  companies 
deliver  goods  at  all  other  ports,  but  not  at  Liver- 
pool) is  11s.  6 rf.  for  31  miles;  that  is  4’45  c/. 
per  mile,  including  the  allowance  for  cartage, 
and  I have  put  on  1 s.  6 d.  for  cartage ; I may 
say  that  in  respect  of  these  rates  we  have  ab 
solutely  derived  no  benefit  in  Liverpool  from 
the  opening  up  of  the  railway  system  in  this 
country.  The  rate  of  carriage  before  railways 
existed,  from  Liverpool  to  Manchester,  varied 
from  4 s.  to  6 s.,  and  the  maximum  in  the  Duke 
of  Bridgw'ater’s  Canal  Act,  which  is  unrepealed 
to  this  day,  is  6.?.  per  ton;  I must  be  under- 
stood as  referring  for  the  present  only  to 
manufactured  goods.  As  another  proof  of  this 
exceptional  rate  of  11  s.  6 d.,  I may  state  that  I 
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Mr.  Sarnuelson — continued. 

have  seen  an  offer  from  a large  proprietor  of  carts 
and  horses  who  has  expressed  his  willingness  to 
convey  goods  between  Liverpool  and  Man- 
chester, and  from  Manchester  to  Liverpool,  if  we 
would  guarantee  1,000  tons  each  way  per  week, 
at  8 s.  per  ton,  from  the  warehouse  in  Manchester 
to  the  ship’s  side  in  Liverpool,  or  3 s.  6 d.  a ton 
less  tliau  the  railways  charge  to  day. 

Lord  Randolph  Churchill. 

1653.  What  would  be  the  difference  of  time 
occupied  in  the  journey  ? — The  time  occupied 
would  probably  be  as  long  again  by  road  as  by 
railway,  but  in  nine  cases  out  of  ten  as  regarded 
goods,  that  would  not  be  a material  circum- 
stance. 

Mr.  Sarnuelson. 

1654.  I suppose,  practically,  the  goods  would 
be  loaded  at  night  in  Manchester,  and  be 
delivered  the  next  morning  in  Liverpool  ? — That 
is  so ; in  the  next  place  there  is  no  cheaper 
traffic  in  the  country  than  the  traffic  between 
Manchester  and  Liverpool ; it  is  a constant  flow 
both  ways  ; I should  further  mention  with  re- 
gard to  this  traffic,  that  in  the  original  Act  of  the 
Manchester  and  Liverpool  Railway,  the  railway 
company  were  bound  to  make  a reduction  in  their 
charges  when  their  dividend  exceeded  10  per 
cent.  ; their  dividend  was  10  per  cent,  in  the 
years  1841  and  1842;  it  was  9 per  cent,  in  1843, 
but  in  1844  they  effected  an  amalgamation  with 
the  Grand  Junction  Railway,  and  the  dividend 
since  then  has  never  reached  10  per  cent. ; that 
clause  is  still  nnrepealed,  and  TV’e  feel  confident 
that  if  we  could  get  the  two  traffics  separated, 
we  should  have  a very  large  reduction  in  rates 
under  that  clause  in  the  original  Act  of  Parlia- 
ment. 

1655.  Y"ou  have  no  means  of  ascertaining  what 
portion  of  the  profits  of  the  London  and  North 
^Yestern  Company  is  derived  from  the  Man- 
chester and  Liverpool  Section  t — No,  the  entire 
system  is,  I believe,  treated  in  hotch-potch  ; that 
was  the  effect  of  the  evidence  given  before  the 
Royal  Commission  on  Railways,  I believe. 

1656.  But  you  are  confident  that  if  they  were 
or  could  be  separated,  the  profit  upon  that  portion 
of  the  line  would  be  considerably  above  10  per 
cent.  ? — Very  largely  ; then  I should  like  to  add 
to  that,  that  the  total  weight  of  cotton  manu- 
factures exported  from  this  country  is  498,300 
tons,  of  which  65  per  cent,  is  shipped  from  Liver- 
pool, and  the  total  weight  of  woollen  manufacture 
shipped  from  the  United  Kingdom  was  66,700 
tons. 

1657.  You  stated  just  now  that  there  were 
parties  willing  to  contract  to  convey  the  manu- 
factured goods  by  cart  at  a much  cheaper  rate 
than  by  railway,  between  Liverpool  and  Man- 
chester ? — That  is  so. 

1658.  Has  that  ever  been  practically  carried 
out  ? — It  has  not. 

1659.  Will  you  state  why  it  has  not? — The 
idea  of  making  such  an  inquiry,  and  suggesting 
such  a proposition,  was  quite  a recent  one ; it 
never  occun-ed  to  us  even  to  venture  upon  such 
an  inquiry. 
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Sir  Edward  Wathin. 

1660,  Was  this  proposed  to  take  the  goods 
from  the  warehouse  in  Manchester  to  Liverpool 
all  the  way  in  carts,  and  put  them  alongside  the 
ship  ? — Yes. 

:^Ir.  Samuelson. 

1661.  Do  you  think  such  a trade  as  that  could 
be  carried  on  for  any  length  of  time,  or  that  it 
would  lead  to  a reduction  of  railway  rates  ? — I 
have  no  doubt  that  it  would  lead  to  a reduction 
of  railway  rates. 

166it.  So  that  it  woidd  be  a very  bad  specula- 
tion for  any  person  in  the  long  run  if  lie  pro- 
ceeded to  set  up  plant  for  that  purpose  ? — I 
think  so,  if  it  only  succeeded  in  reducing  the 
railway  companies’  rates. 

1663.  Then  with  regard  to  grain,  will  you 
give  the  Committee  the  rates  of  carriage  ? — The 
average  rate  from  Liverpool  to  the  four  great 
centres  of  consumjition  is  2*29  d.  jier  mile,  and 
the  average  rates  from  three  other  ports,  Lon- 
don, Fleetwood,  and  Avonmouth,  to  those  cen- 
tres of  consumption,  is  lAQd.,  showing  a dif- 
ference against  Liverpool  of  '80 d.  per  mile.  The 
import  of  grain  into  Liverpool  is  1,200,000  tons 
per  annum, 

1664.  Will  you  name  some  places  which  you 
regal'd  as  centres  of  consumption  ? — Leeds, 
Manchester,  Birmingham,  and  Preston,  are  the 
four  points  which  I have  taken.  I have  the 
same  ivith  regard  to  the  carriage  of  timber,  but 
Mr.  Harrison  is  here,  who  will  speak  with  re- 
gard to  the  timber  rates,  therefore  I will  only 
give  the  average  ; from  Liverpool  it  is  2-45  d., 
and  from  other  ports  l'59d. 

1665.  That  is  a dltference  of  nearly  1 d.  ? — 
Yes  ; then  I come  to  the  tables  with  regard  to 
cotton.  I have  taken  the  rate  for  cotton  from 
Liverpool  to  four  centres  in  like  manner,  and 
the  average  rate  there  is  3'90  d.  per  mile,  whereas 
from  other  ports  to  four  centres  of  consumption, 
the  average  rate  is  2*93  d. 

1666.  The  other  centres  of  consumption  being 
in  Lancashire  and  Cheshire? — They  are  all  in 
Lancashire.  The  quantity  of  cotton  forwarded 
from  the  interior  to  Liverpool  is  608,000  tons  ; 
the  distance  between  Liverpool  and  Manchester 
is  31  miles,  and  the  rate  is  9 s.,  but  the  Lanca- 
shire and  Yorkshire  Railway  Company,  in  order 
to  develop  their  docks  at  Fleetwood,  are  willing 
to  carry  cotton  from  Fleetwood  to  ISIanchester,  a 
distance  of  50  miles,  for  the  same  rate  of  9 s. 
In  the  same  way,  the  Furness  Railway  Company 
and  the  Midland  Railway  Company  owning  the 
docks  at  Barrow,  are  also  willing  to  carry  cotton 
from  Barrow  to  Manchester,  87  miles,  very 
nearly  three  times  our  distance,  for  the  sum  of 
9 s.  ])er  ton. 

1667.  Do  those  charges  from  Fleetwood  and 
Barrow  include  any  dock  charges  ? — The  dock 
charges  there  are  of  a nominal  character. 

1668.  Of  the  railway  companies  you  have 
named,  the  Lancashire  and  Yorkshire  has  termini 
both  at  Liverpool  and  at  Fleetwood? — Yes,  at 
Fleetwood  they  own  the  docks ; at  Liverpool 
they  do  not. 

1669.  The  Furness  Railway  Company  has  no 
terminus  at  Liverpool,  but  the  Midland  Company 
has? — Yes. 

1670.  The  F'urness  Railway  Company  has  a 
terminus  at  Barrow  alone  ? — At  Barrow  alone. 


Mr.  Samuelsoii — continued. 

1671.  Have  the  IMidland  Railway  Company 
running  powers  over  the  F^urness  line  ? — I am 
not  sure  which  way  it  is  ; the  Furness  Railway 
Company  carry  to  Manchester  over  the  Midland 
line,  I believe. 

1672.  Excluding  the  Furness  Railway  ; in  the 
case  of  the  Lancashire  and  Yorkshire  you  give 
the  case  of  a railway  which  is  self-contained,  and 
which  has  termini  at  both  places  ? — Yes,  precisely 
so.  The  next  table  I have  is  with  regard  to 
wool;  the  import  of  wool  into  Liverpool  is 
27,000  tons  per  annum ; there  the  average  of 
three  rates,  between  Liverpool  and  Leeds,  Roch- 
dale, and  Kidderminister,  which  are  the  centres 
ot  manufacture,  is  3'39d.  per  ton  per  mile.  The 
average  rate  from  Hull,  London,  and  Bristol  to 
those  three  centres  of  manufacture  is  2'29  d.  ; 
that  is  to  say,  that  in  Liverpool  we  pay  an  in- 
creased rate  of  LlOd.  per  mile  upon  our  wool 
trade. 

1673.  Yearly  50  per  cent.  ? — Yes. 

Mr.  Callan. 

1674.  IMay  I ask  if  that  is  Irish  wool  or  foreign 
wool  ? — It  is  foreign  wool ; in  both  cases  I have 
taken  the  same  centres  of  consumption. 

Mr.  Samuelson. 

1675.  Have  you  the  rate  from  London  to 
Leeds,  taking  the  gross  rate  and  not  the  mileage 
rate  ? — It  is  in  our  special  report,  page  50 ; from 
London  to  Leeds  the  gx'oss  rate  is  37  5.  6rf. 

1676.  What  is  the  gross  rate  from  Liverpool 
to  Leeds? — 19s.  lOd. ; that  is  equal  to  3'26c/. 
per  mile. 

Mr.  Barclay. 

1677.  Do  those  rates  include  cartage? — They 
include  cartage : I have  added  cartage  to  Liver- 
pool to  make  it  equal,  comparatively,  with  other 
places. 

1678.  Does  the  Liverpool  to  Leeds  charge  in- 
clude delivery  in  Leeds  ? — I am  not  sure  of  that; 
I think  not ; none  of  the  Liverpool  traffic,  gene- 
rally speaking,  is  either  collected  or  delivered. 

1679.  They  are  station  to  station  rates,  are 
they  not  ? — V’es. 

Mr.  Samuelson. 

1680.  Except  that  you  add  1 s.  6 d.  at  Liver- 
]jool  to  cover  cartage  and  collection  ? — That  is  so. 
I may  mention  that  from  Liverpool  to  Kidder- 
minster the  distance  is  94  miles,  and  from  Bristol 
to  Kidderminster  it  is  112  miles;  we  are  18  miles 
nearer  to  Kidderminster,  and  have  to  pay  2s.  6c?. 
more  carriage.  I'he  next  set  of  tables  I have  are 
connected  with  the  provision  trade,  which  is  a 
vex'y  lax'ge  tx*ade  between  Liverpool  and  Anxerica. 
We  receive  annxxally  aboxxt  250,000  tons  of  pro- 
visions into  Liverpool ; iix  this  table  I have  taken 
three  ceixtres  of  consumptioix,  Leeds,  Manchester, 
and  Birmingham  ; the  average  I'ate  to  these  three 
centi'es,  Leeds,  IManchestei',  and  Birxxiinghara, 
from  Livei'pool  is  3'14d.  per  mile.  I havetakeix 
it  also  fronx  London  to  Leeds,  Avonmoxxth  to 
Birxningham,  and  Avonmouth  to  IManchcstei',  the 
same  centres  of  consumption. 


1681.  Avonmouth 
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Mr.  Puget. 

1681.  Avonmouth  is  Bristol? — Yes,  prac- 

tically Avonmouth  is  Bristol.  Tlie  average  of 
those  three  rates  is  l‘75rA  You  will,  perhaps, 
notice  that  Avonmouth  and  Liverpool  are  equi- 
distant from  Birmingham  on  the  Midland  system, 
hut  here,  as  in  other  cases,  I could  point  out,  if 
it  is  not  going  too  much  into  detail,  that  we  pay 
in  Liverpool  3 s.  4 c/.  per  ton  carriage  more  than 
is  demanded  from  Avonmouth,  _ _ 

1682.  That  is  upon  the  same  system, is  it  not. 
Yes^  it  is  upon  the  same  system,  the  Mid- 
land system.  The  next  tables  I have  relate  to 

sugar.  ...  , .1  . 

.i683.  Are  those  provisions  in  each  case  tliat 

you  are  speaking  of? — Yes,  the  same  article. 
Kow  the  next  tables  relate  to  sugar,  of  which 
Liverpool  imports  about  240,000  tons  a year, 
which  is  mainly  manufactured,  I may  say.  In  the 
city  of  Liverpool;  there  I have  taken  three 
centres  of  consumption  again,  Birmingham, 
Leeds,  and  Manchester. 

Mr.  Samuelson. 

1684.  You  there  speak  of  refined  sugar,  do 
you  not? — Yes,  of  refined  sugar. 

Mr.  Gregory. 

1685.  May  I ask  what  are  included  in  the  pro- 
visions which  you  previously  referred  to . Bacon, 
pork,  and  hams. 

Lord  Randolph  Churchill. 

1686.  And  dead  meat  ? — Dead  meat  Is  a special 
rate.  I think  that  is  quite  a new  article  of  im- 
portation. 

Mr,  Gregory. 

1687.  And  cheese? — I do  not  know  whether 
cheese  is  included.  Now  dealing  with  sugar,  the 
average  rate  from  Liverpool  is  2-lOd.,  and  the 
average  rate  from  other  ports  to  the  centres  I 
have  mentioned  is  T40  d. 

Mr.  Samuelson. 

1688.  The  rate  from  Liverpool  being  very 
nearly  double  the  average  from  other  ports  ? — 
Yes,  very  nearly  double.  Now  I will  take  from 
Greenock  to  Birmingham,  which  is  300  miles ; if 
is  204  miles  more  distant  than  Liverpool  ; the 
railway  company  are  content  to  take  1 s.  % d.  a 
ton  for  carrying  sugar  204  miles. 

Lord  Randolph  Churchill. 

1689.  And  what  do  they  charge  from  Liver- 
pool ? — The  separate  rates  are  as  follows  : The 
rate  from  Liverpool  to  Birmingham  is  17  5.  6 c/. 
per  ton  for  96  miles,  and  the  rate  from  Greenock 
to  Birmingham  is  25  s.  for  300  miles. 

1690.  That  Makes  7 s.  6 A more  for  the  extra 
distance? — Yes;  the  same  thing  is  true  with 
regard  to  Leeds.  Leeds  is  127  miles  further 
distant  from  Bristol  than  from  Liverjjool,  and 
the  railway  company  are  content  to  carry  that 
127  miles  for  5 s. 
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Mr.  Bolton. 

1691.  What  are  the  totals  ? — From  Liverpool 
to  Leeds,  which  is  75  miles,  the  rate  is  17  s.  6 o?. ; 
from  Bristol  to  Leeds,  which  is  202  miles,  or  127 
miles  more  distance,  the  rate  is  22  s.  6 d.  The 
tables  I have  dealt  with  represent  the  carriage 
of  2,765,000  tons  per  annum  to  and  from  Liver- 
pool, and  I have  made  a calculation  that  if  we  had 
the  advantage  of  the  same  rates  of  carriage  as 
the  railway  companies  are  content  to  accept  from 
other  ports,  we  should  make  a saving  of  400,0007. 
per  annum  upon  our  carriage,  upon  those  articles 
alone,  or,  iii  other  words,  we  pay  an  overcharge 
of  400,000  /.  upon  the  carriage  of  the  articles 
which  I have  named. 

Mr.  Samuelson. 

1692.  Which  means  that  you  would  have  a 
vastly  increased  entry  and  export  of  goods  from 
the  j)ort  of  Liverpool? — Precisely  so. 

1693.  You  do  not  mean  that  you  would  put 
that  money  in  your  pocket,  but  it  would  be  an 
encouragement  to  that  extent  to  the  port  of 
Liverpool? — We  should  have  so  much  more 
trade. 

1694.  Have  you  anything  else  to  say  on  this 
head  ? — No,  not  upon  that  head ; I should  like 
to  say  something  upon  the  other  head  with 
regard  to  the  preference  given  to  railway  ports 
as  compared  with  Liverpool  ; I have  already 
touched  iq)on  the  case  of  Fleetwood.  What  I 
may  say  in  short  with  regard  to  Fleetwood  is, 
that  it  is  30  miles  more  distant  than  Liverpool 
from  the  centres  of  manufacture,  whereas  the 
railway  rates  are  identically  the  same  as  from 
and  to  Liverpool. 

1695.  By  the  centres  of  manufacture  you  still 
mean  Lancashire  and  Yorkshire  ? — Yes,  When 
I come  to  Holyhead,  that  of  course  is  a distinct 
traffic,  it  is  the  Irish  traffic,  and  Liverpool  again 
is  the  natural  port  for  the  Irish  ti’affic  to  concen- 
trate in, 

1696.  That  is  to  say,  to  eoncentrate  in  for  cer- 
tain districts? — Liverpool  being  nearer  to  all 
those  centres  of  consumption  than  any  other 
port,  but,  as  a matter  of  laut,  the  Irish  trade  to 
Liverpool,  during  the  past  10  years,  has  increased 
about  7 per  eent.  and  the  Irish  trade  to  Holy- 
head  has  nearly  quadrupled.  I give  these  figures 
with  regard  to  Holyhead  with  a little  diffidence, 
because  the  Collector  of  Customs  at  Holyhead 
applied  for  information  to  the  railway  companies 
for  statistical  information  for  me,  and  the  railway 
companies  absolutely  refused  to  give  him  any,  so 
I can  only  give  you  the  growth  of  trade  at  Holy- 
head  by  the  number  of  boats  despatched  daily 
from  Holyhead  to  and  from  the  various  ports. 

Sir  Edward  Watliin. 

1697.  Can  you  give  the  Committee  the  number 
of  boats  daily  to  and  from  Holyhead,  and  the 
number  of  boats  to  and  Ifom  Liverj)Ool  in  the 
Irish  trade  ? — I coidd  give  you  the  number  of 
boats  to  and  fi’om  Holyhead,  but  not  the  number 
of  boats  to  and  from  Liverpool  ; I am  not  pre- 
pared to  speak  to  that  off-hand. 

1698.  Would  it  not  be  largely  in  excess  of  ihe 
number  from  Holyhead  ? — No,  I think  not;  but  1 
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Sir  Edward  Watkin — continued, 
thought  it  better  to  take  the  dues  paid  by  the 
various  lines  of  steamers  upon  the  traffic  they 
bring  to  Liverpool,  and  that  is  the  basis  of  my 
statement  that  there  has  been  an  increase  of 
about  seven  per  cent,  during  the  past  10  years. 

Mr.  Somuelson. 

1699.  That  is  a definite  statement  with  regard 
to  Liverpool,  and  the  other  is  the  best  estimate 
that  you  have  been  able  to  make  ? — It  is  the  best 
estimate  I have  been  able  to  make.  Now  I 
should  like  to  explain  how  it  is  that  Holyhead 
has  developed  at  the  expense  of  Liverpool ; the 
distance  (taking  Dublin  as  the  centre)  from 
Dublin  to  Liverpool  is  144  miles  by  sea,  and  the 
distance  between  Liverpool  and  Manchester  for 
examjile,  is  31  miles. 

Sir  Edward  Watkin. 

1700.  By  which  route? — We  generally  reckon 
the  old  line  the  shortest  route. 

Mr.  Samuelson. 

1701.  At  any  rate  the  difference  between  the  two 
lines  Avould  not  be  above  a mile  or  two? — No,  I 
think  not.  Then  the  distance  between  Dublin 
and  Holyhead  is  64  miles  by  sea,  and  the  distance 
betAveen" Holyhead  and  Manchester  is  121  miles. 

I think  it  will  be  obvious  to  the  Committee 
that  it  must  be  much  cheaper  to  carry  cattle  144 
miles  by  sea  and  31  by  rail,  than  to  carry  them 
64  miles  by  sea  and  121  by  rail ; but  as  a matter 
of  fact  the  London  and  North  Western  Company 
monopolise  the  facilities  of  the  shipping  trade  in 
Dublin,  and  they  have  an  arrangement  with  the 
City  of  Dublin  Steam  Navigation  Company, 
Avhich  runs  both  to  Liverpool  and  also  to  Holy- 
head,  and  they  make  the  rate  precisely  the  same, 
whether  the  cattle  are  shipped  from  Dublin  via 
Liverpool,  or  from  Dublin  via  Holyhead  to  Man- 
chester, or  other  places  of  consumption. 

Mr.  Samuelson. 

1702.  Will  you  explain  iiiAvhat  Avay  the  railway 
com])an5'  control  the  shipjnng  fa6ilities  at  Dublin  ? 

. — I believe  they  have  some  special  arrangement 
with  the  railway  companies  converging  into  Dub- 
lin, although  I am  not  aware  of  the  exact  details 
of  the  facilities  they  control ; but  I may  be  allowed 
to  put  the  case  in  another  Avay  to  you.  There  is 
another  opposition  line  of  steamers  not  in  this 
agreement,  running  between  Dublin  and  Liver- 
pool ; they  bring  eattle  across  at  4 s.  per  head. 
The  regular  steamers  charge  7 s.  per  head,  yet  I 
am  told  by  the  dealers  that  such  Avere  the  extra 
facilities  they  could  obtain  in  Dublin  for  cattle 
Avhich  they  shipped  by  the  Holyhead  steamers, 
or  by  the  City  of  Dublin  Steam  Navigation, 
Avhich  is  working  in  combination  Avith  the  Lon- 
don and  North  Western  Company,  that  they 
found  it  paid  them  better  in  their  trade  to  send 
their  cattle  by  that  route  at  the  higher  charge. 

IMr.  Callan. 

1703.  What  is  the  name  of  the  company  that 
charges  the  4 s.  ?—  Tedcastle’s. 

1704.  You  referred  to  the  charge  of  7 s.  per 


Mr.  Callan — continued. 

head  by  the  regular  company  ; does  that  imply 
that  the  other  is  an  irregular  company  ? — -Per- 
haps I used  an  improper  Avord ; I ought  to  have 
said  the  company  in  combination  Avith  the  Lon- 
don and  North  Western  Comjiany,  the  City  of 
Dublin  Company.  They  have  an  arrangement 
Avith  the  London  and  North  Western  Company 
by  Avhich  they  are  guaranteed,  I believe,  a cer- 
tain amount  of  traffic  by  their  boats. 

Mr.  Barnes. 

1705.  Is  speed  one  of  the  main  items  of  the 
facilities  ? — 1 should  imagine  so  ; I should  also 
imagine  that  it  Avas  cjuicker  to  get  from  Dublin 
to  Manchester  via  Liverpool  than  it  was  via 
Holyhead.  I can  state  further  that  cattle  leaving 
Dublin  at  six  in  the  evening  arrive  in  Liverpool 
in  time  for  the  goods  train  the  next  morning  at 
seven  o’clock,  and  they  are  in  Manchester  shortly 
after  eight. 

Lord  Randolph  Churchill. 

1706.  Hoav  long  do  they  take  going  the  other 
Avay  ? — I am  not  quite  sure  hoAv  long  they  take 
the  other  Avay,  but  1 do  not  think  it  can  possibly 
be  more  expeditious. 

Mr.  Samuelson, 

1707.  When  cattle  come  by  those  independent 
steamers,  do  you  knoAv  Avhat  is  the  charge  from 
Liverpool  to  Manchester? — Is.  Q d.  a head, 
making  a total  charge  betAveen  Dublin  and  Man- 
chester of  5 s.  9 d.  a head ; the  charge  by  the 
City  of  Dublin  Company’s  steamers,  or  via.  Holy- 
head,  is  10  s.  3 d.  per  head  to  Manchester. 

1708.  Then  the  raihvay  companies  charge 
Is.  Q d.  per  head  from  Liverpool  to  Manchester 
when  the  cattle  arc  not  conveyed  by  steamers 
Avith  Avhich  they  are  in  combination? — Yes,  the 
railAvay  companies  charge  1 s.  9 d.  per  head  under 
those  circumstances. 

Lord  Randolph  Churchill. 

1709.  Then  the  rate  of  4 s.  Avhich  you  spoke  of 
is  only  from  Dublin  to  Liverpool? — Yes. 

1710.  And  the  7 s.  rate  is  from  Dublin  to 
Manchester,  is  it  not  ? — The  direct  rate  from 
Dublin  to  Manchester  is  10  s.  3 d.  ; the  7 s.  was 
from  Dublin  to  Liverpool. 

Mr.  Paget. 

1711.  Would  you  kindl}'  give  the  Committee 
the  rates  from  Dublin  to  iMauchester  upon  each 
of  the  two  routes  1 — The  rate  by  Avhat  I Avill  call 
the  Tedcastle  line  of  steamers  from  Dublin  to 
Manchester  Avill  be  5 s.  9 d.,  Avhich  I Avill  call  the 
free  trade  rate,  for  there  is  no  monopoly.  The 
rate  betAveen  Dublin  and  Manchester  via  Holy- 
head,  or  by  the  City  of  Dublin  Steam  Navigation 
Company  is  10  s.  3 d. 

1712.  As  against  5 s.  ^ d.  ? — Yes. 

IMr.  Samuelson. 

1713.  But  notAvithstanding  that  the  cattle 
dealers  arc  in  some  Avay  put  at  a disadvantage  so 
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Mr.  Samuelson — continued, 
o-reat  as  to  make  it  scarcely  worth  their  while  to 
avail  themselves  of  the  lower  rate  by  the  Ted- 
castle  line  ? — Precisely  so  ; it  is  a trade  for  which 
facilities  are  very  important.  If  cattle  miss  a 
market,  of  course  their  value  is  at  once  depre- 
ciated very  materially. 

Lord  Randolph  Churchill. 

1714.  Where  are  the  facilities  given,  in  Dub- 
lin 9 — In  Dublin,  at  the  port  of  shipment. 

1715.  Do  you  know  whether  this  Tedcastle 
Company  takes  in  the  cattle? — No,  I am  not 
familiar  with  the  Dublin  arrangements. 

Mr.  Bolton. 

1716.  What  are  the  facilities  you  refer  to? — 

I understand  that  the  London  and, North  West- 
ern Company  have  the  control  of  the  companies 
converging  in  Dublin,  and  also  of  the  shipping 
arrangements  at  North  Wall,  and  as  their  ser- 
vants know  perfectly  well  that  their  Interests  are 
via  Holyhead,  rather  than  via  Liverpool,  of 
course  you  see  how  they  can  work  it. 

Lord  Randolph  Churchill. 

1717.  Do  I understand  you  to  say  that  the 
Irish  Railway  Companies  are  Avorking  in  Avith 
this  combination  ? — Some  of  the  Irish  Raihvay 
Companies  are  AA’orking  in  Avith  this  London  and 
North  Western  Company. 

Mr.  liarnes. 

1718.  I suppose  the  North  Western  Company 
have  a train  Avaiting  for  the  cattle  Avhen  the 
steamer  arrives? — Yes,  they  have  a train Avalting 
Avhen  the  steamer  arrives  ; of  course  there  is 
every  facility  given  them  for  getting  their  cattle 
off. 

Mr.  Samuelson. 

1719.  Do  you  happen  to  know  what  are  the 
rates  and  charges  upon  English  cattle  conveyed 
from  places  near  Liverpool  to  Manchester? — I do 
not  know  that. 

1720.  What  are  the  remedies  which  you  would 
propose  for  the  disadvantages  under  which  you 
say  LiA'erpool  is  placed? — The  first  remedy  Avould 
be  an  enlargement  of  the  powers  of  the  Railway 
Commissioners  to  enable  them  to  adjudicate  in 
cases  of  unequal  charges  between  different  places, 
in  the  same  Avay  as  they  have  now  power  to  deal 
with  unequal  charges  betAVoen  individuals. 

1721.  Then  you  assume  the  Railway  Commis- 
sioners have  not  that  power  at  present? — Yes,  I 
believe  they  have  not  that  poAver  at  present.  As 
an  alternative  to  that  proposal  I Avould  suggest 
that  they  should  have  the  poAver  of  deciding 
what  is  a reasonable  charge  upon  the  traffic, 

Mr.  Bolton. 

1722.  To  fix  the  rates,  in  fact? — Yes. 

Mr.  Samuelson. 

1723.  You  AAmuld  give  them  poAver  to  fix  rates 
which  should  not  be  in  conformity  with  the 
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Mr.  Samuelson — continued. 

maximum  rates  and  tolls  in  their  Acts  ? — The 
maximum  rates  and  tolls  in  all  the  Acts  want  a 
thorough  revision.  I do  not  think  they  are  any 
guide  Avhatever  as  to  Avhat  the  rates  of  carriage 
should  be  upon  the  different  railways. 

1724.  Nor  as  to  what  they  really  are,  I sup- 
pose ? — Nor  as  to  Avhat  they  really  are  in  point  of 
fact. 

1725.  You  look  upon  those  maximum  rates  as 
being, in  a certain  sense,  obsolete? — Precisely  so. 

1726.  Then,  with  reference  to  extra  services 
rendered,  or  Avhat  are  called  terminal  charges, 
have  you  any  suggestions  to  make  to  the  Com- 
mittee?— I think  the  recommendation  of  the 
Royal  Commission  and  of  the  Joint  Committee  of 
the  Houses  of  Lords  and  Commons  upon  Raihvay 
Amalgamation  should  be  carried  out,  and  that  the 
charge  for  terminal  expenses  should  be  publicly 
stated  in  the  railway  stations. 

1727.  You  mean  that  they  should  be  stated 
without  being  asked  for  ? — Yes,  that  they  should 
be  stated  Avithout  being  asked  for. 

1728.  And  that  it  should  not  be  necessary  to 
go  before  the  Raihvay  Commissioners,  before 
a judicial  tribunal,  in  order  to  compel  the  raihvay 
companies  to  state  Avhat  their  terminal  charges 
are? — We  think  that  Ave  ought  to  have  the  rlo-ht 
to  know  Avhat  we  are  charged,  and  also  Avhy  we 
are  charged  a particular  rate  of  carriage. 

1729.  And  that  you  should  knoAv  that  at  the 
time  Avhen  you  are  charged? — That  we  should 
know  it  at  the  time  Avhen  Ave  are  charged. 

1730.  Have  you  any  reason  to  believe  that 
there  are  preferential  charges,  as  betAveen  different 
persons  from  Liverpool,  or  from  any  other  port 
Avlthln  your  knoAvledge  ? — I knoAv  that  there  are 
rebates  given  upon  the  Manchester  traffic  in 
manufactured  goods. 

1731.  And  Avhat  is  the  consideration  for  that 
rebate  ? — I do  not  know  that  there  is  any  parti- 
cular consideration,  but  rebates  are  given,  A'ary- 
ing  from  2 s.  6 d.  to  5 s.  a ton,  upon  the  traffic 
between  Manchester  and  London,  and  between 
Manchester  and  Southampton.  The  2 s.  6 d.  I 
know,  but  the  5 s.  I Avould  not  speak  to  so  posi- 
tively. 

Mr.  Bolton. 

1732.  Is  that  exceptional,  or  is  that  rebate 
given  to  everyone? — It  is  exceptional. 

Mr.  Samuelson. 

1733.  You  mean  that  one  person  pays  2 s.  Q d. 
less  than  another  ? — He  receives  a rebate  Avhere 
another  person  cannot  receive  it. 

1734.  The  rebate  is  not  shoAvn  in  the  rates  of 
the  raihvay  company  of  course  ? — It  is  not 
shown, 

1735.  Have  you  had  any  experience  of  that? 
— I have  had  experience  of  it  in  my  own  business. 
I had  to  abandon  a branch  of  my  business,  of 
forwarding  goods  from  Manchester  to  London, 
because  my  firm  could  not  obtain  the  rebate  which 
other  firms  Avere  receiving. 

Mr.  Gregory. 

1736.  Was  any  reason  given  for  your  not 
receiving  that  rebate  ? — No  ; we  apj)lied,  but  Ave 
could  not  get  it. 
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Mr.  Gregury — continued. 

1737.  You  were  met  with  a simple  negative; 
they  did  not  give  any  reason  for  their  refusal  ? — 
They  did  not  give  any  reason.  I have  no  doubt 
that  if  we  had  gone  to  the  railway  comjianies, 
and  said  that  we  were  prepared  to  guarantee  a 
certain  number  of  thousand  tons  per  annum,  that 
would  have  been  a very  powerful  argument  for 
the  rebate. 

Mr.  Samuclson. 

1738.  Your  goods  would  not  be  taken  in  train 
loads  ? — I have  no  doubt  that  they  would  take 
whatever  traffic  might  lie  offered  ; the  rebate 
would  be  the  same. 

1739.  Then,  with  regard  to  your  proposed 
alterations  in  the  powers  of  the  Railway  Com- 
missioners, have  you  any  other  suggestion  to 
make  upon  that  point? — Yes;  I think  we  can 
claim  that  the  Railway  Commission  is  the  child 
of  Liverpool ; we  agitated  for  its  establishment, 
and,  practically,  w'e  have  found  it  no  benefit  to 
us  ; we  have  never  yet  been  able,  although  the 
Commission  has  existed  some  years,  to  bring  a 
case  before  them,  or  to  approach  them  in  any 
way,  because  our  Trade  Associations  and 
Chambers  of  Commerce  have  no  locus  standi 
before  the  Commissioners;  I would  suggest  that 
a locus  standi  be  given  to  Incorjiorated  Cbambers 
of  Commerce. 

174u.  Did  it  ever  occur  to  you  that  some 
member  of  your  trade  bodies,  some  individual, 
might  have  appeared  ; would  that  liaA'e  been  pos- 
sible ? — It  is  very  difficult  to  get  an  individual  to 
fight  a case  for  tlie  whole  community. 

1741.  Even  if  his  expenses  had  been  guaran- 
teed ? — We  never  ajiproached  the  matter  from 
that  point  of  view. 

1742.  You  would  not  look  upon  that  as  a very 
convenient  proceeding? — No,  the  case  would  be 
limited  to  that  jiartieular  man’s  grievance  ; we 
have  rather  a general  grievance  than  particular 
grievances. 

1743.  l ou  would  have,  then,  to  fight  one  case 
to-day,  and  a case  generally  similar,  but  some- 
what different,  the  next  day? — We  should  be 
very  much  cri])pled  in  our  lawsuit,  I think, 
under  those  conditions, 

1744.  Is  there  any  other  point  which  you 
would  like  to  mention  to  the  Committee? — 1 do 
not  think  there  is. 

INIr.  Gregory. 

1745.  You  say  that  you  personally  made  ajipli- 
cation  for  this  rebate  ? — I did. 

174G,  And,  to  your  knowledge,  it  had  been 
made  to  other  firms? — Yes,  it  has  been  allowed 
to  other  firms  to  my  knowledge. 

1747  And  no  reason  was  given  for  the  refusal 
to  you? — No,  there  was  not. 

1748.  Wore  the  other  firms  larger  carriers 
than  your  firm?  — I think  they  were  larger 
carriers  ; on  account  of  their  having  this  rebate 
we  wore  in  a position  to  obtain,  as  we  thought, 
equal  (inantitios  of  goods  if  Ave  had  had  it,  but 
thev,  having  the  rebate,  Avere  in  a position  to 
Avork  at  a cheaper  rate. 

1749.  I think  you  gave  the  Committee  the 
rate  for  grain  ? — 1 did. 


Mr.  Gregory — continued. 

1750.  Is  there  any  differential  rate  for  im- 
ported grain  as  compared  Avith  home-grown 
grain  ? — Tliat  I am  not  jirepared  to  say. 

1751.  Or  for  imported  provisions  ? — I am  not 
prepared  to  say. 

Mr.  liolton. 

1752.  With  respect  to  rebates,  I think  you  said 
that  2 s.  6 d.  a ton,  in  some  cases,  Avas  granted  as 
a rebate  ? — Yes. 

1753.  And  in  other  cases,  more  ? — We  have 
reason  to  believe  that  more  Avas  given,  but  our 
opinion  Avas  formed  from  the  rate  at  whicli  our 
competitors  were  able  to  work  that  particular 
traffic. 

1754.  Is  that  a rebate  conceded  to  the  for- 
Avarding  agent  ? — It  is  conceded  to  the  forwarding 
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agent. 

1755.  It  is  not  a reduction  from  the  rate  of 
freight  ? — No,  it  is  a rebate  to  the  forwarding 
agent. 

1756.  Does  the  shipper  get  the  benefit  of  that? 
— lie  does  in  this  respect,  that  the  forAvarding 
agent  c.an  reduce  his  charges. 

1757.  bnpposing  2 5.  is  given  to  one  man,  and 
another  man  gets  5 s.,  is  any  charge  made  in  that 
case  for  foi’Avarding  at  all : — Take  the  case  from 
Manchester  to  Calcutta,  Avhich  includes,  beyond 
the  railway  carriage,  the  freight  to  Calcutta  ; 
naturally  the  man  Avho  receives  a rebate  of 
2 5.  6 d.,  can  afford  to  quote  a loAver  rate  than  the 
man  Avho  receives  no  rebate  Avhatever. 

1758.  Is  the  shijijier  generally  cognisant  of 
this  rebate?  —1  presume  he  is. 

1759.  Can  you  tell  the  Committee  Avith  re- 
ference to  the  jiractice  of  other  firms? — My  im- 
pression is  that  it  goes  upon  a through  rate, 
quoted  from  Manchester  to  Calcutta,  and  this 
rebate  is  taken  into  consideration  in  the  rate. 

1760.  Then  the  through  rate  is  not  the  bill  of 
lading  freight? — Formerly  the  tlu’ongh  rate  was 
not  the  bill  of  lading  freight;  the  through  rate 
Avas  the  carriage  and  the  cost  of  handling  the 
goods  in  London,  but  I believe  noAV  the  through 
rate  is  placed  upon  the  bill  of  lading. 

1761.  'I'hen  hoAv  does  the  shipper  get  the  bene- 
fit?— Obviously  in  this  Avay  ; presuming  the  man 
Avith  the  rebate  can  afford  to  carry  goods  from 
Manchester  to  Calcutta  at  40  s.  a ton,  ujion  the 
same  conditions  the  man,  without  the  rebate, 
Avould  have  to  charge  42  s.  6 d. 

1762.  Then  it  is  the  steamer  makes  the  charge 
and  not  the  railway  company  I — The  raihvay  com- 
pany makes  the  rebate. 

1763.  The  shipper  pays  the  freight,  and  the 
shipper  is  really  the  ])arty  concerned,  and  not  the 
forAvarding  agent ; therefore  I tliink  it  is  the  ship 
Avith  Avhich  you  make  the  contract,  and  not  with 
the  raihvay  company  ?— He  makes  a contract 
Avith  the  ship  at  a certain  rate  of  freight,  and  he 
make  the  contract  Avlth  the  raihvay  conqiany  at  a 
certain  rate  of  freight. 

1764.  That  Avould  not  be  a through  rate,  be- 
c.ause  if  there  is  a through  I'ate  there  can  only  be 
one  agreement? — The  forAvarding  agent  makes 
several  agreements. 

1765.  If  there  is  a through  rate,  is  there  not 
one  agreement?  — There  is  one  agreement  as 
between  the  forAvarding  agent  and  the  shipper. 

1766.  You 
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Mr.  Bolton — continued. 

1766.  You  said  his  remuneration  depended 
upon  the  amount  of  the  rebate  ; if  the  through 
rate  is  the  rate  in  the  bill  for  loading,  how  does 
that  affect  the  shipper ; does  he  pay  the  forward- 
ing commission  ? — It  is  all  included  in  the  through 
rate  ; he  does  not  pay  the  forwarding  commission 
over  and  above  the  through  I’ate  ; the  through  rate 
includes  commission. 

1767.  You  spoke  of  the  enormous  trade  to 
Livei’pool,  and  you  quoted  figures  of  tonnage  ; I 
think  you  said  there  was  608,000  tons  of  cotton, 
I will  take  that  first;  then  you  spoke  of  the  same 
railway  charge  being  made  to  Manchester  from 
Fleetwood,  and  from  Furness,  the  one  being  50 
miles,  and  the  other  87  miles,  as  against  131  miles 
from  Liverpool  ; is  there  much  cotton  actually 
landed  at  Fleetwood  and  Barrow  ? — There  is  not 
much  at  present;  there  is  a strong  endeavour 
being  made  to  encourage  that  trade. 

1768.  But  so  far  there  has  not  been  much  trade 
in  cotton? — No,  not  much. 

1769.  Practically,  Liverpool  is  getting  all  the 
cotton? — Practically,  at  present  we  are  getting  all 
the  cotton,  but  those  other  ports  are  bidding  for 
it. 

1770.  Assuming  the  cotton  were  landed  at 
Fleetwood  and  Furness,  how  would  the  Man- 
chester manufacturer  or  the  consumer  suffer  ? — 
He  suffers  by  having  to  pay  at  the  same  rate,  or 
a higher  rate  to  Liverpool  in  order  that  the  rail- 
way companies  may  foster  these  docks. 

1771.  But  he  does  not  pay  a higher  rate,  I 
think?— They  ought  to  pay  a lower  rate  from 
Liverpool  than  from  Fleetwood. 

1772.  You  stated  that  the  rate  did  not  exceed 
the  maximum  rate  ? — No,  but  it  is  beyond  what 
is  reasonable. 

1773.  You  stated  in  one  part  of  your  evidence 
that  the  maximum  rates  were  not  exceeded,  and 
in  another  answer  you  told  the  Committee  that 
you  thought  that  the  maximum  rates  had  become 
obsolete  ; what  are  the  Committee  precisely  to 
understand  ? — The  maximum  rates  have  really  no 
reference  to  the  charges  accepted  by  the  railway 
companies. 

1774.  Do  you  mean  that  they  exceed  them  ? — 
No,  I do  not  say  that. 

1775.  Then,  practically,  there  is  a reference  ? — 
No,  I say  they  do  not  charge  maximum  rates. 

1776.  Then  all  these  charges  that  you  are 
complaining  of  are  within  the  maximum  rates  ? — 
So  far  as  I am  aware  they  are  Avithin  the  maxi- 
mum rates. 

1777.  Did  you  compare  any  of  the  rates  ' — I 
looked  to  the  London  and  Manchester  Act  of 
1826,  and  to  various  Acts  referred  to  in  the 
Report  of  tbe  Royal  Commission,  and  I think 
they  are  generally  within  the  maximum  rate,  but 
they  are  unreasonably  high,  in  my  opinion. 

1778.  Then  the  whole  question  is  as  respects 
the  disadvantage  to  Liverpool  alone  ; whatever 
may  be  the  disadvantage  to  Liverpool  is  a corres- 
ponding gain  to  some  other  place;  for  example,  if 
the  608,000  tons  of  cotton,  Avhich  are  now  deli- 
vered at  Liverpool  Avere  delivered  one-third  there, 
one-third  at  Barrow,  and  one-third  at  FleetAvood, 
it  Avould  be  a disadvantage  to  Liverpool  to  that 
extent,  but  not  to  the  country  at  large. 

1779.  Not  if  the  rates  were  identical;  the 
maximum  rates,  you  admitted,  Avere  not  ex- 
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ceeded  ? — The  maximum  rates  are  not  exceeded ; 
but  I do  not  see  any  connection  betAveen  the  two 
cases. 

1780.  You  said  the  China  trade  was  leaving 
you  ? — It  has  left  us. 

1781.  And  the  Indian  trade? — The  import 
trade,  to  a large  extent. 

1782.  How  do  you  account  for  that? — We 
account  for  it  to  a large  extent,  as  I have  al- 
ready stated,  in  consequence  of  the  high  raihvay 
charges  between  Liverpool  and  the  points  of  con- 
sumption. 

1783.  Supposing  London  is  a larger  market 
for  tea  than  Liverpool,  Avhy  should  tea  be  taken 
to  Liverpool  ? — TAventy-five  years  ago  Liverpool 
Avas  a considerable  market  for  tea. 

1784.  That  was  rather  a flash  in  the  pan,  Avas 
it  not ; before  the  company’s  charter  there  Avas 
no  great  trade  in  tea  to  Liverpool  ? — My  memory 
does  not  extend  to  the  company’s  charter ; but 
25  years  ago  Ave  had  a trade  in  tea  to  Liverpool 
Avhich  has  all  gone. 

1785.  American  cotton  goes  to  Liverpool  to 
a great  extent.  Liverpool  is  a better  market 
for  American  cotton  than  London  is ; whereas 
London  is  a better  market  for  tea  than  Liverpool 
is? — Yes,  that  is  no  doubt  so. 

1786.  Do  not  you  find  in  your  experience  that 
trade  has  a tendency  to  concentrate  in  that  Avay  ; 
do  not  you  think  it  Avould  be  very  aAvlcAv  ai-d  for 
the  Continental  demand  for  tea  to  be  taken  to 
Liverpool  ? — My  experience  is  rather  the  con- 
trary ; that  the  trade  of  Liverpool  is  inclined  to 
distribute  itself  all  over  the  coast  Instead  of  con- 
centrating. 

1787.  You  stated  that  the  rates  for  sugar  from 
Greenock  to  Birmingham  Avere  25  s.,  and  from 
Liverpool  to  Birmingham  17  s.  6 rZ.  ? — Yes. 

1788.  What  is  the  comparative  amount  of 
sugar  Avorked  up  in  the  Clyde  as  compared  Avith 
Liverpool? — About  240,000  tons  of  sugar  are 
worked  up  in  Liverpool,  and  280,000  tons  upon 
the  Clyde. 

1789.  Then  the  excess  is  in  the  Clyde? — Yes. 

1790.  Is  it  not  strange  that  they  can  afford  to 
pay  25  s.  a ton  upon  the  Clyde,  Avhereas  you  com- 
plain of  17  s.  6 (Z.  at  Birmingham,  because  the 
consumer  does  not  care  hoAv  the  cost  is  made  up, 
and  the  price  is  7 s.  6 d.  less  on  the  one  case  than 
the  other  ; hoAV  do  you  account  for  that  ? — Our 
complaint  is  that  the  consumer  has  to  pay  too 
mucli  for  getting  the  sugar  from  Liverpool. 

1791.  If,  paying  7 s.  6 c?.  a ton  more,  the 
Gi'eenock  people  can  compete  Avith  Liverpool  for 
sugar  to  Birmingham,  it  cannot  surely  be  a ques- 
tion of  the  raihvay  charge  ? — We  think  that  if  Ave 
had  a fair  rate  of  carriage  Ave  should  be  able  to 
supply  Birmingham  Avith  a large  quantity  of 
sugar. 

1792.  But  you  have  already  7 s.  6 cZ.  less  car- 
riage than  the  Clyde  ? — If  the  Clyde  rate  be  a 
just  rate  to  Birmingham,  our  rate  to  Birmingham 
ought  to  be  10  s.  less  than  it  is  to-day.  We  should 
do  a very  much  larger  trade  to  Birmingham  if 
we  had  the  benefit  of  our  geographical  position 
in  the  same  proportion. 

1793.  You  get  the  benefit  of  your  geographical 
position  to  the  extent  of  7 s.  6 d.  a ton  I — But 
we  have  not  the  full  benefit  of  our  geographical 
position. 
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Mr.  O'  Sullivan. 

1794.  Is  the  railway  competition  between 
Liverpool  and  Birmingham  equal  to  that  between 
Glasgow  and  Birmingham? — Yes,  I think  I may 
say  broadly  that  there  is  the  same ; the  railway 
companies  work  together  in  both  cases. 

Mr.  Bui  ton. 

1795.  You  spoke  of  the  facilities  afforded  to 
the  cattle  trade  at  Dublin,  which  you  said,  if  I 
did  not  misunderstand  you,  enabled  the  railway 
boats,  although  carrying  at  nearly  double  the 
rate,  to  cut  out  the  Tedcastle  line ; will  you  de- 
fine those  facilities  ? — I can  only  give  you  the 
statement  that  was  made  to  me  to  that  effect. 

1796.  Your  statement  was  that  the  Tedcastle 
line  carried  the  cattle  from  Dublin  to  Liverpool 
at  half  the  price  of  the  railway  boats,  but  that 
owing  to  the  want  of  facilities  in  Dublin  the 
Tedcastle  boats  could  not  compete  with  the  com- 
panies ; now  what  are  the  facilities  you  there 
refer  to  ? — I am  not  familiar  with  the  trade  my- 
self. I gave  you  the  statement  as  being  the 
statement  of  a large  cattle  dealer. 

1797.  But  they  must  be  shipping  facilities  ? — 
Yes. 

1798.  -And  those  shipping  facilities  must  have 
cost  some  money  ? — Xo  doubt. 

1790.  Should  not  there  be  some  return  for 
that,  and  does  not  your  statement  answer  your 
own  doubt,  that  if  those  facilities  are  so  much  ap- 
preciated they  are  worth  the  money  paid  for 
them  ? — I understand  that  the  facilities  are  of 
a double  character ; in  the  first  place,  probably, 
as  you  slate,  they  are  better  facilities  in  them- 
selves, but  the  other  reason  is  the  advantages 
which  the  railway  company  give  to  the  shippers. 

1800  I will  put  it  diflerently ; do  you  suppose 
that,  if  the  Tedcastle  line  went  to  the  same  ex- 
pense in  providing  facilities,  they  could  still  con- 
tinue to  carry  at  4 s.? — I understand  that  the 
railway  companies  have  such  advantages  in  the 
monopoly  of  the  lines  converging  upon  Dublin 
that  the  other  lines  cannot  compete  with  them  in 
the  giving  of  facilities. 

Mr.  O'SuUivnn. 

1801.  Have  not  the  railway  companies  12  boats 
a week  going  from  Dublin  to  Liverpool ; how 
many  has  the  Tedcastle  line  ? — I think  there  is 
one  going  every  day. 

Mr.  Holton. 

1802.  You  propose  that  the  Railway  Commis- 
sioners should  fix  the  rates  between  various 
places  in  the  kingdon?— I suggest  that  the 
Railway  Commissioners,  wherever  there  is  a com- 
plaint as  to  the  rates,  should  hear  the  complaint, 
and  if  they  find  the  rates  are  unreasonable  should 
decide  that  question. 

180,3.  And  your  contention  is  that  the  present 
conditions  upon  which  railways  have  been  made, 
with  maximum  rates,  should  be  abolished,  and 
that  instead  of  that  the  Railway  Commissioners 
should  have  power  to  control  the  rates  upon  the 
railways  all  over  the  kingdom? — What  I should 
prefer  would  be  that  all  the  maximum  rates  should 
be  revised,  and  that  then,  if  a complaint  were 
made  before  the  Railway  Commissioners  that  a 
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rate  was  unreasonable,  they  should  have  power 
to  fix  the  rate  or  alter  it. 

Mr.  Caine. 

1804.  I think  in  your  last  statement,  in  your 
examination  in  chief,  you  expressed  the  opinion 
that  the  individual  trader  hesitates  to  move  in  this 
matter  to  which  you  referred  ? — He  does. 

1805.  Is  not  that  very  much  because,  if  he  did 
move  he  would  be  a marked  man  with  the  railway 
company? — No  doubt  it  would  be  so,  particularly 
in  the  cattle  trade. 

1806.  Does  not  that  point  to  the  desirability  of 
Chambei’s  of  Commerce  having  a hici'.s  standi 
before  the  Railway  Commissioners? — Yes. 

1807.  If  they  had  a locus  standi  they  would 
take  up  the  cause  of  private  traders,  being  a 
body  composed  of  an  aggregate  of  private  traders? 
— That  is  so. 

1808.  You  referred  to  the  Australian  trade 
having  gone  to  Loudon;  15  or  20  years  ago,  it 
will  be  in  your  recollection,  that  there  was  a 
very  large  trade  between  Liverpool  and  Australia ; 
there  were  the  White  Star  ” and  the  “ Black 
Ball  ” lines,  which  carried  the  mails  from  England 
to  Australia,  in  fast  clipper  ships ; the  trade  to 
Australia  was  almost  exclusively  the  Liverpool 
trade  ? — It  was. 

1809.  Now  I will  ask  you  whether  the  rates 
u])on  wool  from  London  to  the  great  centres  has 
had  anything  to  do  with  driving  the  Australian 
wool  trade  from  Liverpool  to  London  ? — That  is 
my  argument,  that  tlie  wool  trade  having  been 
largely  concentrated  in  London  the  ships  bi’ing 
the  cargoes  of  wool  to  London,  and  naturally 
load  out  there. 

1810.  There  is  one  more  question  wdiich  I wish 
to  ask  you.  I will  just  take  one  case;  you  re- 
ferred to  the  rates  on  cotton  to  Manchester  from 
Liverpool,  Fleetwood,  and  Barrow,  and,  broadly 
speaking,  you  stated  that  the  rates  from  Fleet- 
wood  were  twice,  and  from  Barrow  thrice,  those 
from  Liverpool ; supposing  the  change  took  place, 
that  your  evidence  points  to,  that  those  rates 
should  be  increased,  do  you  think  it  would  tell 
against  the  consumer  in  Manchester  ? — My  argu- 
ment has  been,  not  that  those  rates  are  too  low, 
but  they  jirove  that  our  rate  at  Liverpool  is  too 
high.  1 do  not  believe  that  the  railway  com- 
panies would  carry  goods  to  those  places  at  a 
loss,  and  that  only  proves  tliat  the  rates  to  Liver- 
j)Ool  are  excessive. 

1811.  It  might  proA'e  that  the  railway  com- 
panies are  carrying  the  cotton  at  present  at  a loss 
to  create  a traffic  ? — Yes,  at  the  cost  of  the  traffic 
to  Liverpool. 

1812.  But  you  do  not  think  that  any  rates 
which  would  affect  the  trade  to  Barrow'  would 
injuriously  affect  the  trade  to  Manchester? — I 
think  not. 

Sir  Edward  IVathin. 

1813.  You  were  good  enough  to  refer  to  a 
meeting  at  Euston  Station,  where  I had  the 
honour  of  meeting  you ; are  not  you  aware  that 
the  traffic  managers  of  the  various  railway  com- 
panies having  termini  in  Liverpool  are  now  en- 
gaged in  going  carefully  over  those  rates  of  which 
YOU  complain,  w'ith  the  view  to  see  whether,  a 
revision  could  be  made  ? — I think  you  said  that 
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they  would  do  so,  but  I am  not  aware  that  they 
are  actually  engaged  in  doing  so. 

1814.  Take  it  fi'om  me  that  they  are  doing  so. 
Now  I understand  that  your  contention  is  for  an 
equal  mileage  without  regard  to  distance  t — That 
is  not  my  contention  at  all. 

1815.  Let  us  take  two  cases.  Liverpool  is  31 
miles  from  Manchester,  and  Grimsby  is,  I be- 
lieve, 110  ? — Yes,  that  is  so. 

1816.  Now  presuming  you  are  charged,  we 
will  say,  upon  cotton,  10  s.  a ton  to  Manchester, 
how  -would  you  fix  the  Giimsby  rate ; what 
would  you  charge  the  merchant  at  Grimsby  as 
against  the  10  s.  charged  to  you,  one  mileage 
being  31,  and  the  other  110? — I should  not 
charge  it  by  an  equal  mileage  rate ; I should 
have  regard  to  the  distance  as  well. 

1817.  If  you  were  to  charge  10  5.  for  the  31 
miles,  it  would  practically  make  the  rate  to 
Grimsby,  in  that  proportion,  35  s.  ? — That  would 
be  by  equal  mileage  rates;  but  I think  that  you 
must  have  equal  mileage  rates  for  equal  dis- 
tances. 

1818.  Then  how  would  you  deal  with  the 
longer  distances  ? — Of  course  if  a princqile  like 
that  were  adopted,  it  would  have  to  be  adopted 
by  all  the  railway  companies  throughout  the 
country,  and  not  be  applied  to  one  railway  and 
not  to  another. 

1819.  But  we  will  keep  to  these  two  cases; 
at  present,  I think,  taking  the  statement  you  have 
made,  and  that  others  have  made,  that  an  equal 
mileage  at  Grimsby,  compared  with  that  charged 
to  Liverpool,  would  raise  the  whole  of  the  rates 
to  and  from  Grimsby,  40  per  cent.  ; is  that  what 
you  propose? — No,  I have  no  proposition  to  make 
to  the  Committee  at  all  for  equal  mileage  rates 
without  regard  to  distance. 

1820.  You  were  talking  entirely  about  price  in 
the  evidence  you  gave  ; is  not  the  most  important 
question,  the  facilities  that  are  given  as  a part  of 
the  price  ? — The  most  important  question  1 think 
is  the  rate. 

1821.  You  put  price  before  facilities  ? — Of 
course  price  assumes  reasonable  facilities. 

1822.  Assuming  a merchant  in  Manchester 
desiring  to  send  dry  goods  to  the  city,  I dare  say 
3-ou  are  aware  that  goods  are  now  delivered 
before  the  letters  are  delivered  ? — That  is  not  so. 
I have  large  experience,  and  I can  say  that  it  is  not 
so  ; goods  arrive  in  Liverpool  probably  before  the 
letters  are  delivered,  but  it  is  generally  12  or  1 
o’clock  before  3'ou  get  the  goods  out  of  the  rail- 
wa)'  stations. 

1823.  I am  speaking  about  London,  and  if 
you  go  to  Cheapside  you  will  find  that  the  goods 
which  left  Manchester  the  night  before  by  special 
goods  train  are  delivered  before  the  letters  are 
delivered.  Now  would  you  not  consider  a special 
facility  like  that  of  more  importance  than  a few 
shillings  in  the  rate? — Every  trade  must  be 
guided  by  its  own  peculiarities. 

1824.  But  surely  a gentleman  of  large  expe- 
rience like  yourself  could  put  a value  upon  trade 
facilities  ? — Broadly  speaking  there  is  not  much 
advantage  with  regard  to  goods  between  Man- 
chester and  Liverpool  in  their  being  delivered  a 
few  hours  earlier. 

1825.  Then  why  should  there  be  that  advan- 
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tage  in  London  ? — There  maybe  advantages  of 
which  I am  not  aware. 

1826.  Would  you  take  the  two  cases  I have 
given  you,  and  define  what  you  would  do  as 
respecting  the  comparative  rates  between  Grimsby 
and  Liverpool ; you  say  you  would  not  charge  the 
Grimsby  merchant  so  much  more  than  the  Liver- 
pool merchant  arithmetically,  in  proportion  to 
the  extra  distance  ; what  would  you  charge  him? 
— I am  not  prepared  to  say  what  the  rate  for 
100  miles  should  be,  if  the  rate  is  10  s,  for  30 
miles,  there  may  be  other  witnesses  prepared  to 
go  into  that  point  to  day,  but  I am  not. 

1827.  Now  could  you  tell  the  Committee  any- 
thing about  the  sea  rates  to  Liverpool ; Ave  will 
take  it  in  this  way,  Liverpool  has  access  to  every 
Scotch  poi’t  upon  the  west  coast,  it  has  access 
to  every  port  in  Ireland,  it  has  access  to  every 
port  in  England,  including  the  port  of  London, 
it  has  access  to  all  the  Continent,  and  it  Is  the 
nearest  port  to  America ; now,  Avhat  further  pro- 
tection do  you  Avant  than  the  sea,  that  exists 
already  ? — We  do  not  want  any  protection  at  all, 
but  only  to  have  the  benefit  of  the  natural  ad- 
vantages of  our  jAosition, 

1828.  You  have  talked  about  those  natural 
advantages,  but  surely  you  are  aAvare  that  com- 
petition by  Avater,  to  and  from  Liverpool,  has 
almost  put  an  endtOAvhat  Ave  used  to  call  transit; 
for  example,  Ave  used  to  bring  cotton  at  15  «.  a 
ton,  and  store  It  in  the  Avinter  in  Liverpool,  and 
then  send  it  to  Grimsby,  and  send  it  across  to 
Russia ; I dare  say  you  are  aAvare  that  that  has 
been  put  an  end  to  by  Avater  competition  ? — If 
the  15  5.  rate  Avas  an  unfair  rate,  it  Avas  right 
that  it  should  be  put  an  end  to. 

1829.  But  that  Avas  not  the  reason  ; the  reason 
Avas  that  the  long  route  by  Avater  could  undersell 
the  route  by  land  and  Avater? — Quite  so;  I think 
it  Avas  one  of  the  recommendations  of  the  last 
Committee  that  sat  upon  the  subject,  that  the 
sea  competition  should  be  kept  alive. 

1830.  Again,  are  you  aAvare  that  Ave  used  to 
take  salt  for  the  Newcastle  chemical  manufac- 
tories ; from  Cheshire,  by  rail  across  to  Grimsby 
and  Hull,  and  then  by  ship  from  those  j)Oits  to 
Newcastle,  whereas  uoav,  almost  all  of  that,  as 
you  are  aAvare,  goes  from  Liverpool  direct? — If 
the  railway  companies  cannot  carry  at  a profit, 
to  compete  with  the  sea  traffic,  it  is  better  that  it 
should  go  by  sea. 

1831.  I want  you  to  admit  or  state  to  the  Com- 
mittee that  the  sea  competition,  to  and  from 
Liverpool,  has  destroyed  a great  many  trades  that 
went,  a few  years  ago,  partly  by  land  and  partly 
by  water? — In  the  examples  I have  cited,  we 
have  carefully  excluded  the  cases  where  the 
railways  have  to  run  against  sea  competition. 

1832.  That  seems  to  me  to  be  a comjAlete 
answer  to  all  that  you  have  said,  that  Avhere  the 
cases  you  have  cited  ai’e  in  your  favour,  you 
have  left  out  the  argument  for  the  other  side 
altogether? — In  ansAver  to  that,  I should  like  to 
state  that  I have  gone  through  the  cases  Avhere 
Liverpool  may  be  considered  to  have  a lower 
mileage  rate  than  any  of  those  other  places,  and 
I find  the  cases  are  such  as  these ; from  Liver- 
pool to  Whitehaven,  and  the  ports  upon  that 
coast,  where  the  railway  companies  have  sea 
competition,  there  they  take  a very  low  rate  from 
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Sir  Edward  Wathin — continued. 
Liverpool,  but  that  low  rate  is  no  advantage  to 
Liverpool,  because  the  goods  go  there  by  sea. 
Likewise  they  take  goods  to  Swansea  and  New- 
port, where  there  is  sea  competition,  at  a low 
rate  from  and  to  Liverpool. 

1833.  But  you  would  not  let  them  do  that,  as 
I understand  you  ? — Not  if  they  are  taking  goods 
at  a losing  price. 

1834.  You  wish  to  protect  their  profits? — I 
do  not  wish  the  Liverpool  rates  to  be  handicapped 
on  purpose  that  the  railway  companies  may  make 
lower  rates  for  other  places. 

1835.  Now  you  spoke  of  sugar  from  Greenock ; 
what  is  the  rate  by  water  from  Greenock  to 
Liverj)ool  ? — I do  not  know  ; but  I imagine  it 
would  be  7 s.  or  10  5.  a ton. 

1830.  Is  that  less  than  the  railway  rate  from 
Greenock  to  Liverpool  ? — I should  imagine  so. 

1837.  Is  it  not  the  fact  that,  to  every  place 
you  can  reach  by  water  from  Liverpool,  the  rate 
is  lower  than  it  is  by  railway  ? — 1 think,  in  many 
cases,  the  railway  companies  carry  at  the  same 
rate  as  the  sea  rate. 

1838.  Can  you  give  me  an  instance  where  the 
railway  company  carry  at  the  same  rate  as  the 
sea  rate  ? — 1 have  not  those  cases  at  hand  to  cite 
to  you. 

1839.  I do  not  think  you  can  quote  an  in- 
stance where  there  is  sea  competition  where  the 
sea  rate  is  not  less  than  the  railway  rate  ? — I 
presume  it  is  so,  if  you  say  so. 

1840.  You  have  spoken  of  the  effect  of  the 
rates  that  you  complain  of  upon  trade ; do  you 
mean  to  say  that  a difference  of  15  s.  or  20  s.,  or 
whatever  it  may  be,  upon  manufactured  goods, 
would  really  have  any  sensible  effect  upon  the 
trade  ? — A difference  of  5 s.  upon  manufactured 
goods  is  sufficient  to  turn  the  trade. 

1841.  Are  you  aware  that  manufactured  goods 
are  never  worth  less  than  3 s.  or  4 s.  per  lb., 
which  makes  it  160  /.  to  200  L a ton ; do  you 
mean  to  say  that  5 s.  upon  120/.  or  200/.  a ton 
would  make  any  difference  to  a trade  ? — Yes,  we 
have  to  consider,  not  the  value  of  the  article,  but 
the  amount  of  the  freight ; I think  Sir  Edward 
himself,  if  a merchant,  would  patronise  the 
cheapest  route. 

1842.  We  take  that  as  the  cheapest  route 
which  is  really  the  cheapest  rate  ; I think  you 
will  admit  that  facilities  are  of  as  much  im- 
portance as  price,  and  that  facilities  are  an  addi- 
tion to  the  actual  cost  of  transit.  Now  you  have 
stated,  I think,  that  Liverpool  has  rather  suffered 
than  gained  by  the  construction  of  railways,  or 
that  Liverpool  had  had  no  benefit  from  their 
construction  ? — I said  that  Liverpool  had  had  no 
benefit  by  the  construction  of  railways,  refen-ing 
to  the  particular  rate  I was  then  speaking  about, 
namely,  that  between  Liverpool  and  Man- 
chester. 

1843.  Will  you  tell  the  Committee  whether  it 
is  not  the  fact,  in  the  years  during  which  the 
railway  system  developed  in  Liverpool,  that,  in 
consequence  of  that  development,  Liverpool  has 
developed  more  largely  than  any  other  English 
port  ? — Certaiidy  ; but  we  think  that,  if  Ave  had 
had  fair  and  reasonable  charges,  our  trade  would 
have  been  very  much  greater  still. 

1844.  Is  it  not  the  fact  that  the  trade  in  Liver- 
pool, in  consequence  of  the  facilities  afforded  for 


Sir  Edward  Watkin — continued, 
trade,  has  been  doubling  itself  in  every  14  years  ? 
— The  only  way  you  can  look  at  is  as  to  the  por- 
tion of  the  trade  of  the  country  concentrated  in 
Liverpool.  I have  not  the  figures  before  me  to 
say  whether  Liverpool  has  or  has  not  doubled, 
as  you  suggest,  but  I mean  to  say  that  there  is 
a smaller  jier-centage  of  trade  noAV  concentrated 
in  Liverpool  than  there  was  14  years  ago. 

1845.  We  will  come  to  that  point  presently, 
but  during  the  railway  ])eriod  there  has  been  a 
marked  development  in  the  trade  of  Liverpool  ? 
— Yes. 

1846.  y\nd  there  has  not  been  one  year  in 
which  the  trade  of  Liverpool  has  not  been  some- 
what more  than  it  was  the  year  previously  ? — I 
am  not  quite  prepared  to  say  that  exactly,  but 
practically  Liverpool  has  been  prosjierous. 

1847.  It  has  been  a progressive  prosperity? 
— It  has  been  a progressive  prosperity,  with  the 
exception  of  the  one  or  two  years  of  the  cotton 
famine. 

1848.  Now  let  us  see  ivhat  it  is  that  you  want ; 
you  say  Liverpool  does  not  carry  the  same  pro- 
portion of  the  trade  of  the  country  as  it  did 
many  years  ago  ? — Yes. 

1849.  Of  course,  you  are  aware  that  before 
the  period  of  free  trade  our  exports  and  imports 
were  something  under  200,000,000  /.,  tvhereas 
now  they  were  something  over  600,000,000  /.  ? — I 
think  that  is  about  right. 

1850.  What  interest  has  the  Manchester  con- 
sumer in  Liverpool  having  a monopoly  in  the 
same  proportion  of  the  trade  of  the  country  ? — It 
is  the  interest  of  the  consumer  to  o^et  his  soods 

o o ^ 

by  the  nearest  and  quickest  way,  and  that  is 
Liverpool. 

1851.  'I'here  rve  come  back  to  our  old  friend, 
the  equal  mileage  rate ; now,  while  you  admit 
that  there  has  been  an  enormous  increase,  yet 
you  complain  that,  as  compared  with  the  total 
trade  of  the  country,  you  have  not  maintained 
the  same  per-centage? — That  is  so. 

1852.  Now,  I think  your  proposal  xvas,  that 
the  Liverpool  rates  should  be  reduced  by  the 
amount  of  400,000  /.  ? — I think  we  are  paying 
400,000  /.  more  than  we  ought  to. 

1853.  You  really  mean  to  suggest  that  by  some 
means  the  Bailway  Commissioners,  or  some  other 
means,  the  railway  shareholder  should  get  from 
the  Liverpool  traffic  about  400,000  /.  less  than 
he  does  now  ? — That  we  should  pay  so  much 
less. 

1854.  £.400,000  is  4 ])er  cent,  upon  10  mil- 
lions of  money  ? — That  is  so  ; we  complain  that 
you  are  taking  about  400,000  /.  more  out  of  the 
pocket  of  the  country  and  of  the  Liveroool  traders 
than  you  are  entitled  to.  in  our  opinion. 

1855.  And  you  Avould  prevent  us  from  doing 
it? — You  are  taking  more  than  you  are  entitled 
to. 

1856.  Noav  you  say  there  has  been  a strong 
feeling  about  these  charges  at  Liverpool ; has  it 
ever  taken  the  form  of  opposing  any  of  the  Bills 
of  the  railway  companies  in  Parliament  ? — Yes,' I 
believe  the  Chamber  of  Commerce  opposed  the 
Midland  and  Cheshire  Lines  Bill. 

1857.  Did  they  successfully  oppose  it? — No, 
they  did  not. 

1858.  That  seems  to  show  that,  at  all  events. 
Parliament  thought  there  was  not  a very  great 
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grievance  made  out  at  that  time? — I will  just 
read  the  case  put  before  the  Committee  at  that 
time.  The  oppostion  then  was  to  a Bill  pro- 
moted by  the  Midland  Company,  the  Sheffield 
Company,  the  Great  Northern  Company,  calling 
themselves  for  this  purpose  the  Cheshire  lines, 
and  the  oj)position  from  Liverpool  was  with  the 
view  of  obtaining  reduced  charges  from  the  rail- 
way company.  There  was  a town’s  meeting  held 
upon  that  subject,  and  Mr.  Withers,  one  of  the 
Directors  of  the  Cheshire  Lines  Commitee,  at- 
tended, and  in  the  course  of  his  speech  he  said, 
“ Let  the  Slieffield  Company  have  its  Bill ; it 
would  then  come  here  to  compete  with  the  other 
companies,  and  by  that  means  benefit  the  ti’ade 
of  Liverpool ; ” that  was  the  plea  upon  which 
the  Midland  Company  obtained  their  Bill  into 
Livei’pool.  I believe  I gave  evidence  in  favour 
of  that  Bill  myself,  but  1 may  say  that  since  the 
Midland  Company  came  into  Liverpool,  so  far 
from  competing  with  the  other  railway  compa- 
nies, it  has  made  a jointpurse,  andthe  rates  are  the 
same  ; there  has  been  nor  eduction  in  the  charges. 

1859.  But  has  there  not  been  an  enormous  in- 
crease in  the  facilities? — Yes,  the  facilities  have 
grown  with  the  extension  of  our  dock  system. 

1860.  But  the  dock  system  did  not  build  the 
railways  ? — The  railways  were  built  to  meet  the 
dock  system. 

1861.  But  if  there  had  been  no  extension  of 
the  dock  system,  there  would  have  been  no  ex- 
tension of  the  railways  and  no  extension  of  the 
trade;  is  not  that  so? — Probably.  Then  Mr. 
Withers  goes  on  to  say,  “ Alt  that  we  want  is  a 
fair  field  and  no  favour,  but  do  not  overweight 
us.  Let  us  into  the  town  of  Liverpool,  and  we 
will  soon  show  our  opponents  that  they  must 
transact  their  business  in  a better  manner  than 
they  have  hitherto  been  doing.” 

1862.  I ask  you,  as  a fair  man,  whether  the 
facilities,  since  the  Cheshire  lines  came  to  Liver- 
pool, have  not  been  very  largely  developed  and 
improved? — There  have  been  more  stations  built, 
but  I do  not  believe  that  there  have  been  more 
facilities  afforded. 

Mr.  O'  Sullivan. 

1863.  Had  you  any  cause  of  complaint  before? 
— No,  we  had  no  cause  of  complaint  before ; 
there  are  more  stations,  bnt  practically,  the 
facilities  remain  the  same. 

Sir  Edward  Wat'nin. 

1864.  With  regard  to  cartage,  are  there  not  a 
greater  number  of  systems  of  collection  and  de- 
livery than  there  were  before  ? — There  are  not  a 
greater  number  in  regard  to  the  dock  system. 

1865.  Is  not  the  town,  to  use  the  forwarding 
agent’s  term,  “better  covered,”  for  the  collection 
of  goods  and  commodities  ? — I do  not  think  it  is 
with  regard  to  the  extension  of  the  dock  system. 

1866.  With  regard  to  what  you  told  the  Com- 
mittee as  to  the  disappearance  of  the  Calcutta 
and  the  China  trades  entirely  from  Liverpool,  is 
not  that  to  be  accounted  for  by  the  improved 
facilities  that  have  been  given  in  London  for  the 
trades  with  those  places? — With  the  exception 
of  the  money  facilities  in  London,  there  is  no 
facility  for  these  trades  in  London  which  you 
have  not  in  Liverpool. 

1867.  How  is  it  that  those  trades  left  Liver- 
0.54. 
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pool  ? — Because  our  only  attraction,  the  low  rate 
into  the  interior,  Avas  taken  from  us. 

1868.  Am  I right  or  wrong  in  saying  that 
you  have  in  your  favour  the  difference  for  manu- 
factured goods  from  Manchester  between  1 1 s.  6 d. 
and  25  s.,  therefore  you  have  a protective  duty 
in  your  favour  of  13  s.  6 r/.,  which  is  a tax  of 
13  s.  6 cf.  placed  upon  the  London  shipowner? — 
The  only  advantage  we  have  is  our  proximity 
to  the  manufacturing  centres;  the  shipoavner  in 
London  has  all  his  Government  freight,  which 
he  gets  a high  rate  for ; he  loads  all  the  Govern- 
ment  freight,  and  he  can  afford  to  take  a small 
quantity  of  Manchester  goods  to  fill  up  at  a low 
rate ; we  in  Liverpool  have  not  that  advantage. 

1869.  Then  in  point  of  fact,  whether  the  rate 
affects  the  thing,  or  whether  it  does  not,  there 
are  other  things  which  have  contributed  largely 
to  the  removal  of  this  particular  trade  from  Liver- 
pool to  London  ? — The  most  potent  thing  has  been 
the  railway  carriage. 

1870.  It  cannot  be  so,  because  you  have  a 
preferential  rate  of  13.9.  6 d.  over  the  London 
merchant  already;  the  rate  of  carriage  when  that 
is  13  s.  6 d.  in  your  favour  as  against  the  London 
merchant,  cannot  be  a reason  why  the  trade  de- 
serted the  low  rate  and  went  to  the  higher  ? — 
There  are  certain  advantages  in  London  which 
enable  a London  shipowner  to  take  Manchester 
goods  at  a rate  which  your  high  railway  car- 
riage to  the  Liverpool  merchant  does  not  enable 
him  to  compete  with. 

1871.  The  question  is  a question  of  the  posi- 
tion of  the  merchant  and  shipowner  in  Liverjiool 
and  London  respectively ; according  to  your  own 
very  frank  statement  to  the  Committee,  the  Lon- 
don shipowner  and  merchant  is  taxed  to  the 
extent  of  13  s.  6 c?.  a ton  in  favour  of  the  Liver- 
pool shipowner  and  merchant.  If  that  be  so, 
and  there  is  not  the  slightest  doubt  about  it,  how 
can  it  be  that  a railway  rate  which  is  13  s.  6 (/. 
against  the  London  merchant,  can  have  induced 
the  trade  to  leave  Liverpool  and  go  to  London  ? 
— The  London  merchant  has  local  advantages  in 
regard  to  Government  freight,  which  enable  him 
to  take  those  goods  at  a comparatively  low  rate 
of  sea  freight. 

1872.  You  do  not  propose  that  those  Govern- 
ment freights  should  be  sent  to  Liverpool? — -I 
do  not ; if  we  had  our  proper  rate  from  Man- 
chester to  Liverpool,  we  should  hold  our  own. 

1873.  What  is  the  rate  you  want,  it  is  1 1 s.  6rf. 
now  to  Liverpool  as  against  25  s.  into  London  ; 
what  do  you  desire? — If  the  Liverpool  rate  were 
made,  say  7 s.  6 d.,  we  should  consider  that  a 
fairer  ^iroportion. 

1874.  Your  cure  for  the  difficulty  would  be  to 
make  a preferential  rate  of  17  s.  6 d.,  instead  of 
13  s.  6 c?.;  now  you  have  spoken  about  the  Liver- 
pool Docks,  is  it  not  the  fact  that  Liverpool  is 
about  the  dearest  port  in  England,  if  not  the 
dearest? — I think  Liverpool  and  London  are 
very  much  upon  a par. 

1875.  Not  with  the  modern  facilities  of  the 
Victoria  Dock ; but  let  us  take  the  old  illustra- 
tion of  Grimsby  and  Liverpool,  is  it  not  the  fact, 
dealing  with  a ton  of  cotton  at  Liverpool,  that 
at  first  they  take  the  town  and  dock  dues,  3 s.  6 c/. ; 
cartage.  Is.  6</. ; attendance  at  ship.  Is.,  or  6 s. 
altogether,  whereas  in  Grimsby  the  charge  is  1 s., 
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and  the  same  at  Hull  and  Goole,  and  other  ports 
upon  the  East  Coast? — These  matters  do  not 
affect  the  railway  charge. 

187G.  But  they  enter  into  the  price  of  the 
commodity  which  the  consumer  has  to  receive 
and  pay  for? — The  railway  companies  have  no- 
thing to  do  with  the  cartage  of  cotton  in  Liver- 
pool, they  receive  the  cotton  from  our  carts,  and 
it  is  just  turned  into  their  trucks,  that  is  all  the 
expense. 

1877.  Is  it  not  the  case  that  if  I am  a mer- 
chant, bringing  cotton  from  New  Orleans,!  have  to 
pay  6 .s.  per  bale  upon  that  cotton,  from  the  ship 
to  the  truck,  as  against  1 s.  at  Grimsby  and 
other  jxirts  ? — I do  not  think  it  is  6 s.  at  Liver- 
pool. 

1878.  Are  not  those  the  dues  that  are  charged; 
take  a ton  of  sugar,  for  example,  which  is  charged 
2 5.  6 d.,  and  flour  2 5.  a ton,  and  other  articles  in 
proportion? — I do  not  see  the  connection  between 
dock  and  town  dues  and  railway  rates. 

1879.  You  spoke  of  the  docks  at  Liverpool  as 
a national  trust ; in  point  of  fact  they  have  been 
built  out  of  a tax  inflicted  ujion  the  commerce  of 
the  world,  have  they  not  ? — The  commerce 
frequenting  Liverpool  has  to  pay  the  dues  neces- 
sary to  secure  the  interest  u])on  the  Dock  Bonds. 

1880.  Is  it  not  the  fact  that  those  docks  have 
been  built,  and  are  being  extended  year  by  year, 
from  a tax  upon  the  traffic  of  the  Avorld  ? — No 
doubt. 

1881.  Is  not  that  a higher  tax  than  is  inflicted 
upon  commerce  in  any  other  port  in  England  ? 
— No,  I believe  the  tax  in  London  is  greater 
than  it  is  in  Liverpool,  taking  the  average. 

1882.  I think  you  are  wrong  there  ? — I notice 
that  the  railway  companies  take  12  s.  Q (L  in 
London  for  terminals,  in  Liverpool  3 s. 

1883.  I think  it  is  8 s.  Q d.,  including  the 
cartage  ; but  upon  that  point  you  propose  that 
a bale  of  goods  from  Manchester  to  Liverpool, 
including  cartage,  should  be  carried  for  6 s., 
whereas  the  town  and  dock  dues  upon  those 
goods  would  be  about  half  that  money,  or  3 s.  ? — 
That  would  not  be  paid  out  of  the  rate  that  you 
charge. 

1884.  It  is  paid  by  the  consumer  ultimately 
and  by  the  producer  in  the  first  instance  ; I only 
want  to  know  what  you  recommend  ; that  the 
railway  company  should  cart  thp  goods  in  Man- 
chester, take  them  to  Liverpool,  and  deliver  them 
in  Liverpool  for  6 s.,  while  you,  the  owners  of 
these  national  docks,  are  to  receive  3 s.,  or  half 
as  much  for  doing  nothing  except  2)aying  the 
interest  upon  the  money  ? — The  6 s.  was  the  rate 
I quoted  from  station  to  station;  the  cartage  did 
not  enter  into  that  at  alb 

1885.  You  would  propose  a station  to  station 
rate  of  6 5.? — That  was  what  I intended.  Then, 
with  regard  to  the  dock  and  town  dues  in  Liver- 
pool, I do  not  think  they  amount  to  3 .s.  ton. 

1886.  What  are  the  town  dues? — Practically, 
for  all  purposes,  the  dock  and  town  dues  may  be 
considered  the  same  ; the  word  “ town”  is  an  old 
name  which  is  kept  alive,  but  really  they  are 
dock  dues. 

Mr.  Barclay. 

1887.  Do  you  render  any  services  for  them? — 
Yes,  the  use  of  the  docks;  for  that  the  goods 
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pay  dues ; the  Manchester,  Sheffield,  and  Lin- 
colnshire Railway  Company  give  the  use  of  their 
docks  at  Grimsby,  and  of  their  docks  at  other 
places,  I think,  free. 

Sir  Edward  Wathin. 

1888.  The  company  make  a low  charge,  but 
they  are  not  free  ? — They  do  not  pay  any  divi- 
dend, but  practically,  the  user  of  the  railway  gets 
the  use  of  the  docks. 

Mr.  Gregory. 

1889.  The  town  dues  were  in  lieu  of  the  rates 
of  the  town,  were  they  not? — Yes,  pi'actically, 
they  were  in  the  same  position. 

Sir  Edward  Wathin. 

1890.  I wish  to  ask  you  whether  facilities  for 
distribution  do  not  lie  at  the  very  foundation  of 
the  success  of  the  merchant  and  shipowner; 
what  I mean  is,  whether  it  is  not  vital  to  the 
merchant  and  shipowner  that  when  he  brings 
his  goods  into  Liverpool,  or  receives  them  at 
Liverpool,  he  should  have  most  abundant  means 
of  quick  distribution? — No  doubt. 

1891.  I think  at  the  interview  that  you  alluded 
to,  Mr.  Moon  stated  that  the  London  and  North 
Western  Company  had  spent  10,000,000?.  or 
15,000,000  ?.,  I forget  which,  in  terminal  accom- 
modation at  Liverpool? — He  stated  some  figure 
of  that  character. 

1892.  I think  he  went  so  far  as  to  say  that  the 
amount  of  money  which  the  London  and  North 
Western  Company  had  spent  in  Liverpool,  they 
being  one  of  three  or  four  companies  there,  was  a 
larger  sum  than  you  had  spent  upon  these  na- 
tional docks  ? — It  was  something  to  that  effect. 

1893.  I may  just  clear  up  this  point  with 
reference  to  the  town  dues  : in  the  list  of  the 
Mersey  Dock  and  Harbour  Board,  you  will  find 
that  cotton  is  charged  3 s.  6 (?.  ? — But  we  were 
speaking  of  cotton  “ goods.’’ 

1894.  Those  would  be  more,  I take  it,  if 
cotton  was  3 s.  6 <?.  a ton  ; I take  it  that  cotton 
goods  would  not  be  less  than  the  raw  material  ? 
— No  doubt. 

1895.  Then  I was  right? — Yes. 

1896.  Now  you  were  speaking  of  the  old 
Liverpool  and  Manchester  line,  which  I saw 
opened  ; you  said  that  there  was  a power  after- 
wards given  to  force  that  line  to  reduce  its 
rates  wlien  it  paid  a dividend  of  8 or  10  per 
cent.  ? — Yes. 

1897.  But  there  was  also  an  alternative  power 
taken  by  the  Government  to  buy  the  railway, 
■was  there  not  ? — I am  not  sure  about  that. 

1898.  I refer  to  Mr.  Gladstone’s  Act  of  1845? 
— I was  sjreaking  of  the  Act  of  1826. 

1899.  We  were  also  speaking  about  wool,  of 
xvhich  we  were  told  that  there  was  an  annual  im- 
portation of  500,000,000  lbs. ; you  stated  that  the 
rate  from  Leeds  to  Liverpool  was  19  s.  6 rf.,  and 
from  London  to  Leeds  37  s ; now  that  again  gives 
the  merchant  of  Liverpool,  as  compared  wdth  the 
merchant  of  London,  a benefit  of  17  s.  6 a ton? 
— I did  not  give  the  rate  from  London  to  Leeds  ; 

I crave  it  from  London  to  Rochdale.  I believe  to 
Leeds  the  rate  is  35  s. 


1900.  There 
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1900.  There  is,  at  all  events,  a substantial 
benefit  given  to  the  merchant  of  Leeds  as  against 
the  merchant  of  London  ? — There  is  no  doubt  we 
have  a lower  rate  than  the  merchant  in  London, 
but  not  so  much  lower  than  we  are  entitled  to. 

Mr.  Gregory, 

1901.  What  is  the  rate  per  mile  ? — In  the  one 
case  it  is  3'26  d.,  in  the  other  2-43  d. 

1902.  The  Liverpool  merchant  pays  3'26  r/., 
.and  the  London  merchant  pays  2'43  d.  ? — Yes. 

Sir  Edward  Watkin. 

1903.  As  you  tell  me,  you  are  not  in  favour  of 
equal  mileage  rates  ; 1 hardly  follow  your  argu- 
ment ; I only  want  to  get  you  to  admit,  and  I am 
sure  you  will,  that  there  is  a difference  of  from 
15  5.  to  17  5.  in  favour,  as  regards  the  important 
article  of  wool,  of  the  Liveiqjool  merchant  and 
shipower,  as  against  the  London  merchant  and 
shipowner  ? — The  difference  ought  to  be  larger  ; 
that  is  my  contention, 

1904.  How  much  larger  ought  it  to  be? — The 
article  of  wool  is  not  a trade  I am  engaged  in 
myself,  and  I am  not  able  to  give  an  opinion  off- 
hand upon  it. 

1905.  Now  with  reference  to  the  traffic  with 
Ireland,  have  not  the  London  and  North  Western 
Company  complained  that  one  reason  of  their 
going  to  Holyhead,  and  increasing  their  trade 
there  was,  that  they  could  not  get  sufficient  ac- 
commodation at  Liverpool? — I was  not  aware  of 
that, 

1906  I think  you  Avere  chairman  of  the  Cham- 
ber of  Commerce  at  Liverpool  ? — I was. 

1907.  Have  you  seen  the  “ Liverpool  Daily 
Post”  of  the  28th  instant,  upon  the  proceedings 
of  a special  committee  of  the  Chamber  of  Com- 
merce on  the  charges  of  the  port  ? — No,  I have 
not. 

1908.  AYould  you  kindly  look  at  these  passages 
{handing  a iietvspaper  to  the  Witness)^  — I per- 
ceive the  general  drift  of  the  article. 

1909.  Were  they  right  or  were  they  Avrong ; 
they  complain  that  the  rents  of  the  warehouses 
of  the  dock  trust  are  arbitrary ; that  the  facili- 
ties that  are  given  Avith  regard  to  labourage  and 
other  questions  are  insufficient,  and  they  suggest 
that  there  should  be  a conference  of  the  dock 
trust,  raihvay  companies,  and  the  Chamber  of  Com- 
merce to  see  if  those  grievances,  which  are  not 
railway  grievances,  can  be  remedied  ; that  is  so,  I 
think  ? — I should  state  that  before  we  approached 
the  raihvay  companies  at  all,  we  had  taken  great 
trouble  to  put  our  own  house  in  order ; that  the 
dock  board  have  reduced  the  dues  in  the  last  six 
months  upon  goods  to  the  extent  of  1 15,000  Z. 
a year,  and  that  in  regard  to  this  extract  from 
the  proceedings  of  the  Chamber  of  Commerce  to 
which  you  have  called  my  attention,  that  refers 
to  three  blocks  of  warehouses  OAvned  by  the 
Mersey  Dock  and  Harbour  Board.  It  is  a com- 
plaint that  the  charges  of  the  Mersey  Dock  and 
Harbour  Board  are  considerably  in  excess  of  the 
charges  of  private  warehouses,  which,  of  course, 
constitute  the  chief  accommodation  in  Liverpool. 

1910.  Does  not  it  say,  as  to  your  national  trust, 
that  the  charges  are  arbitrarily  fixed  and  never 
altered ; Avhereas  in  bad  times,  Avhen  there  is  a 
small  amount  of  produce,  the  private  warehouse 
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OAvner  is  in  the  habit  of  reducing  his  charges  50 
per  cent.  ? — I have  no  doubt  that  the  administra- 
tion of  the  dock  Avarehouses  has  not  been  so 
elastic  as  Avould  have  been  desirable. 

1911.  The  diminution  of  the  proportion  of  the 
trade  of  Liverpool  is  not  therefore  entirely  a rail- 
way question  ? — I may  say  that  the  high  charge 
upon  the  dock  warehouses  at  Liverpool  had  no 
effect  upon  the  trade  of  the  port. 

1912.  Then  Avhy  do  the  merchants  complain? 
— The  merchants  complain  because  we  Avant  to 
haA’e  the  advantage  of  using  these  dock  Avare- 
houses at  a moderate  rate,  and  at  the  present 
time  they  are  half  empty. 

1913.  That  shows  that  they  must  be  half 
empty,  because  nobody  uses  them ; now  you 
have  been  good  enough  to  suggest  to  the  Com- 
mittee that  Avhereas  the  Tedcastle  line  of  steamers 
charges  4 5.  a head  for  cattle,  the  North  Western 
Company  charge  7 s. ; do  you  mean  to  tell  the 
Committee  that  you  are  comparing  in  these  two 
charges  the  same  things? — Precisely  the  same 
things. 

1914.  Do  not  you  knoAv  that  Messrs.  Ted- 
castle’s  Avharf  is  upon  the  south  side  of  the  Liffey, 
to  begin  Avith  ? — I have  said  already  that  the 
facilities  in  Dublin  are  not  the  same. 

1915.  If  the  London  and  North  Western  Com- 
pany  give  the  same  transit  upon  the  sea,  and 
very  much  increased  facilities  at  each  end  by 
raihvay,  surely  they  have  the  right  to  charge 
more  ? — They  practically  monopolise  the  traffic 
they  have  the  control  at  each  end. 

1916.  Will  you  tell  me  hoAv  they  do  monopolise 
it ; they  have  the  facilities  at  each  end  ? — They 
have  the  monopoly  of  the  facilities  at  each  end. 

1917.  Is  it  a fair  thing  to  call  a better  supply 
of  facilities,  monopoly  ? — Baihvay  companies 
are  monopolies  Avhich  have  been  regulated  by 
Parliament,  and  Ave  think  tliat  they  ought  to  be 
further  regulated  ; in  this  case  betAveen  Dublin 
and  Liverpool  the  London  and  North  Western 
have  a monopoly  in  Avhich  they  are  absolutely 
preventing  the  free  Aoav  of  the  trade  in  its  natural 
channels,  Avhich  is  contrary  to  the  spirit  of  all 
raihvay  legislation, 

1918.  Would  it  not  be  fairer  to  say  that  they 
have  got  hold,  by  an  enormous  expenditure  of 
capital,  of  a so  much  better  commodity  to  supply 
the  public  Avlth,  that  the  public  Avill  not  take  the 
cheap,  but  prefer  the  better  article  ? — I say  they 
haA'e  no  right  to  use  the  monopoly  to  prevent  the 
natural  free  floAv  of  trade. 

1919.  But  a raihvay  shareholder  is  a man  Avho 
OAvns  ondhe  average  2,000  Z.  of  raihvay  stock,  and 
these  men  have  made  the  English  ralhvays;  noAV 
the  London  and  North  Western  Company’s 
shareholders  have  laid  out  an  enormous  sum  of 
money  by  having  the  finest  boats  upon  the  sea, 
and  the  most  ample  accommodation  that  could  be 
constructed,  and  if  they  give  for  7 s.  far  superior 
facilities  to  those  for  Avhich  another  pei’son  charges 
45.,  do  you  complain  of  their  having  a monopoly  ? 
— I say  that  if  the  London  and  North  Western 
Company  had  not  used  their  giant  strength  and 
Avealth  to  buy  up  all  the  available  foreshore  of 
Dublin,  Ave  should  have  had  the  cattle  ti’ade 
at  4 5.,  instead  of  7 s. 

1920.  Do  you  not  think  that  if  the  cattle 
dealers  thought  it  Avas  not  cheaper  to  use  the 

M 4 Loudon 


96 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


31  iV/arc/j  1881!.  Mr.  FORWOOD.  IContinued. 


Sir  Edward  Watkin — continued. 

London  and  North  Western  Company’s  boats, 
they  woidd  go  by  Messrs.  Tedcastle? — They  say 
that  it  is  practically  cheaper  to  use  the  North 
Western  boats  on  account  of  the  facilities. 

Mr.  O'  Sullivan. 

1921.  Are  you  aware  that  the  three  principal 
railways  of  Ireland  have  been  concentrated  in 
the  stations  of  the  London  and  Northwestern 
Company  ? — It  is  practically  the  case. 

1922.  You  are  aware  that  cattle  dealers  in 
Ireland  sending  their  cattle  by  Messrs.  Tedcastle’s 
line,  have  to  drive  their  cattle  across  the  streets 
of  Lublin  to  get  to  those  steamers? — No  doubt 
it  must  be  so. 

Sir  Edward  Watkin. 

1923.  There  are  less  facilities  in  the  one  case 
than  in  the  other ; now  you  have  said  that  the 
Railway  Commission  was  the  child  of  Liverpool; 
do  you  think  it  has  not  been  an  obedient  child  ? 
— I would  not  say  so. 

1924.  You  say  you  would  enlarge  their  powers, 
so  as  to  enable  them  to  enforce  if  not  an  equal 
mileage  rate,  yet  a rate  less  favourable  to  the 
long  dislance  ports  and  more  favourable  to  Liver- 
pool than  the  present  one  ? — If  the  rate  to 
Liverj)Ool  is  proved  an  unreasonable  rate. 

1925.  You  would  enable  them  to  say  that 
there  should  be  a higher  rate  to  Grimsby  or  a 
lower  rate  to  Liverpool,  as  the  case  might  be,  as 
between  those  two  ports? — I should  certainly 
say  that  with  regard  to  the  rate  to  Liverpool, 
measured  by  the  rate  the  railway  companies 
Avere  charging  to  other  ports  for  the  same 
trafSc,  they  should  have  power  to  say  what  was 
unreasonable. 

1926.  You  would  not  measure  the  shorter 
distance  as  against  the  longer  ? — They  would 
have  all  the  facts  brought  before  them. 

1927.  You  would  enable  them  to  interfere  in 
the  business  of  the  merchant  in  Liverpool  and  in 
the  business  of  the  merchant  iu  Grimsby,  as  a 
question  of  the  rival  interests  ol  the  two  ports  ? 
— I would  enable  them  to  interfere  in  every  case 
Avhere  an  excessive  charge  was  made  out  to  their 

satisfaction. 

1928.  But  then  there  are  two  sides  to  that 
question.  I will  put  it  fairly  to  you  : would  you 
enable  them  to  increase  the  Grimsby  rate  ? — That 
would  be  a matter  entirely  in  the  discretion  of 
I'arliament. 

1929.  Would  you  give  them  power  to  do  so? 
—No. 

1 930.  Then  Avhat  is  the  use  of  your  suggestion  ; 
you  woidd  give  the  power  to  the  Railway  Com- 
missioners to  reduce  rates  but  not  to  increase 
them  ? — Certainly. 

Mr.  Craiij. 

1931.  With  regard  to  monopoly,  does  this  com- 
pany that  you  have  mentioned  as  having  a free 
trade  rate  for  cattle  from  Ireland,  shli),  and  unship 
the  cattle  for  this  5 5.  9 d.  per  head,  the  same  as 
the  London  and  North  Western  Company  do  for 
the  10.V.  3 f/.  ? — They  perform  the  same  services 
between  Lublin  and  Liverpool,  but  I do  not 
knoAv  Avhat  the  services  are  in  Lublin  itself. 

1932.  Then  you  cannot  compare  the  services 
in  Lublin  reuderec.  by  the  one  company,  with 
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those  rendered  by  the  other  company  ? — I am 
not  in  possession  of  that  information. 

1933.  But  do  you  think  that  the  margin  of 
service  ivould  amount  to  4 s.  6 c?. , that  is  to  say, 
the  difference  between  the  two  rates  ? — No,  I 
think  not. 

1934.  So  that  when  you  speak  of  monopoly 
you  complain  that  the  great  amount  of  wealth  in 
the  possession  of  the  London  and  North  Western 
Company  has  been  applied  to  exclude  other 
parties  from  competing  upon  fair  grounds  with 
them  in  respect  to  cattle  ? — Yes. 

1935.  Now,  with  regard  to  this  equal  mileage 
rate,  I gather  from  what  you  have  stated  that 
you  are  not  prepared  to  give  any  scale  of  rates 
for  different  distances  ? — No,  I am  not. 

1936.  But  you  are  perfectly  satisfied  that  the 
principle  of  equal  mileage  rates  ought  to  be 
applied,  having  regard  to  distance  ? — I think  so 
in  any  general  system  of  raibvay  rates. 

1937.  There  can  be  no  doubt  about  the  clear- 
ness of  that  principle  ? — I am  quite  sure  of  it. 

1938.  Taking  the  instance  that  Sir  Edward 
M^atkin  "ave  with  regard  to  the  transit  from 
Liverpool  to  Russia;  he  said  that  at  one  time 
they  carried  over  land  to  Grimsby,  and  stored  at 
15  .5.  ; but  it  Avas  afterAvards  found  that  the 
longer  sea  I’oute  cut  them  out,  and  they  were  no 
longer  able  to  do  it ; does  not  that  arise  from 
this,  that  there  is  a longer  run,  if  Ave  may  so 
tei’in  it,  upon  the  sea,  which  enables  the  carrier 
to  take  it  so  much  cheapjer  for  the  long  distance? 
—Yes. 

1939.  There  being  a greater  amount  accruing 
from  distance  in  proportion  to  the  Avork  of  load- 
ing and  unloading;  I am  speaking  of  carriage  by 
sea  ? — I do  not  quite  understand  the  question. 

1940.  You  have  a certain  amount  of  charge 
for  Avork  at  the  point  of  loading,  and  at  the  port 
of  delivery ; and  in  the  one  case  you  have  a 
greater  distance  by  sea  than  the  other,  so  that 
the  shipper  has  been  enabled  to  carry  for  so 
much  lesss  in  consequence  of  the  long  distance, 
and  has  ultimately  prevented  the  necessity  of 
storing  at  Grimsby  ? — Yes,  the  port  charges 
bear  a smaller  proportion  to  the  freight  for  the 
longer  distance. 

1941.  So  that  Sir  Edward  Watkin’s  case,  with 
regard  to  sea  carriage,  precisely  answers  the 
question  as  to  having  equal  mileage  rates  in  pro- 
portion to  distance  i* — Precisely  so ; the  longer 
the  distance  the  smaller  the  bearing  of  the  bur- 
den of  the  terminal  expenses. 

1942.  'Ihat,  in  fact,  establishes  the  principle  ? 
— It  does. 

1943.  It  Avould  only  require  a skilled  actuary 
to  draAV  out  a scale  of  rates  ajiplying  that  prin- 
ciple to  every  place  Avhere  goods  are  carried 
upon  railways  ? — Precisely. 

1944.  No\a',  Avith  regard  to  facilities,  is  it  not 
the  fact  that  there  may  be  an  undue  preference 
given  to  a trader  Avithout  any  increase  of  the 
cost ; su2i2)Ose  a certain  trader  sending  goods  ta 
the  same  pkee  as  another  trader,  and  he  gets 
those  goods  delivered  by  more  speedy  application 
of  existing  facilities,  in  that  case  he  has  a serious 
2n’eference  as  against  the  Bader,  Avhose  goods 
ai'e  kept  back  in  2ioint  of  time  ? — In  many  cases 
it  Avould  be  a preference  of  considerable  import- 
ance. 

1945.  Although 
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1 945 . Although  he  would  be  paying  the  same  rat  e 
as  the  other  trader  was  paying,  yet  the  preference, 
in  point  of  time,  might  exclude  this  rival  from 
the  market? — That  might  be  so ; I believe  there 
was  a case  lately  decided  against  the  London 
and  North  Western  Company  upon  this  very 
point  in  the  cattle  trade. 

1946.  That  is  what  you  are  referring  to  when 
you  say  that  the  facilities  are  the  same  in  one 
case  as  in  the  other,  only  they  are  differently 
applied  by  the  railway  companies? — I believe 
the  point  was  that  they  did  not  provide  a special 
train  for  the  cattle,  from  Liverpool  to  Manches- 
ter, and  the  cattle  lost  their  market.  I believe 
the  railway  company  lost  their  case. 

1947.  You  complained  that  you  were  not 
deriving  at  Liverpool  that  advantage  which  na- 
turally belongs  to  your  position,  and  you  stated 
that  that  arose  to  a great  extent  from  the  railway 
companies  having  docks  elsewhere ; Barrow  was 
one  place  that  you  mentioned  ? — Yes,  and  also 
Fleetwood. 

1948.  You  would  not  preclude  railway  com- 
panies from  establishing  docks  at  their  termini, 
but  you  would  have  those  rates  carefully  watched 
by  the  Railway  Commissioners  whenever  they 
had  such  docks  established,  so  that  they  might 
not  give  undue  preference  to  their  own  district  ? 
— I think  it  was  a mistake  of  the  Legislature 
originally  to  allow  railway  companies  to  construct 
docks,  but  now  that  the  docks  are  there,  other 
ports  should  not  be  unfaixly  handicapped  to  pro- 
mote their  property. 

1949.  From  your  experience  as  a trader,  would 
you  recommend  that  railway  companies  should 
not  be  allowed  to  establish  docks? — I think  they 
ought  to  be  limited  to  carrying,  and  not  allowed 
to  become  dock  and  steamboat  proprietors. 

1950.  But  wherever  they  exist  you  think  they 
ought  to  be  carefully  watched  by  the  Railway 
Commissioners,  so  that  no  undue  preference  in 
that  respect  should  be  given  as  to  rates  ? — Yes, 
certainly . 


1951.  Mr.  Bolton  questioned  you  a good  deal 
upon  that  point,  and  he  asked  you  whether  it 
would  not  be  a disadvantage  to  the  country  if 
those  docks  did  not  exist,  and  if  the  existing 
docks  were  altered  ; I suppose  “ advantage  to 
the  country  ” is  rather  a vague  term,  we  must 
take  it  that  the  community  is  made  up  largely  of 
traders,  and  that  any  disadvantage  to  a large 
district,  or  any  deprivation  of  a natural  advantage, 
would  be  a disadvantage  to  the  community  at 
large  ? — I think  so. 

1952.  Suppose,  for  example,  that  in  considei’a- 
tion  of  having  those  docks  they  gave  a less  rate 
and  nourished  the  trade  at  Barrow  in  preference 
to  that  at  Liverpool,  ultimately  the  community 
would  have  to  pay  so  much  more  than  they  do 
now?  — No  doubt;  the  community  would  be 
taxed  for  the  Barrow  docks. 

1953.  Depriving  the  district  of  its  natural 
advantages  ? — Precisely. 

1954.  So  that  any  inequality  established  be- 
tween one  district  and  another  would  result 
ultimately  in  a loss  to  the  community  ? — It  must 
result  ultimately  in  a loss  to  the  community. 

1955.  And  for  that  reason  I understand  you  to 
say  that  you  would  give  a locus  standi  to  the 
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districts  to  ajxply  to  the  Railway  Commissioners 
to  rectify  that  inequality  ? — Precisely  so. 

1956.  With  regard  to  the  rate  to  Manchester, 
you  said  you  had  an  offer  of  8 s.  a ton  to  be 
carried  by  carts? — Yes,  for  a distance  of  31 
miles. 

1957.  Have  you  tested  it  yourself,  as  a practical 
person,  to  ascertain  whether  it  is  really  a valid 
offer?  — Looking  to  tlie  position  of  the  man  who 
made  the  offer,  I think  1 may  accept  it  as  a valid 
offer. 

1 958.  Do  you  know  the  nature  of  the  road  be- 
tween Liverpool  and  Manchester? — It  is  a very 
level  road  directly  after  you  get  out  of  Liver- 
pool. 

1959.  I suppose  two  horses  would  draw  three 
tons? — They  would  draw  four  tons,  I think,  upon 
that  road. 

1960.  That  is  to  say,  in  a well-constructed 
waggon  ? — Yes. 

1961.  I sujipose  they  would  require  something 
like  three  days  to  go  there  and  come  back  ? — I 
should  imagine  that  they  would  work  by  stages, 
leaving  the  horses  at  fixed  stages. 

1962.  I presume  that  team  would  cost  some- 
thing like  10  s.  a day,  would  it  not  ; that  is  to 
say,  two  horses  and  a man  ? — I should  think  so ; 
from  10  s.  to  12  s.  a day. 

1963.  So  that  the  owner  of  the  horses  would 
have  48  s.  if  the  expenses  were  12  s.  a day  for 
the  distance  ? — Yes,  that  would  be  about  it,  and 
32  s.  each  way  for  the  carriage. 

1964.  That  is  48  s.  that  he  would  actually 
have  to  pay  for  expenses,  and  the  carriage  would 
be  32  s.  each  way,  so  that  he  could  do  it,  and 
have  a profit  upon  it  ? — He  could  do  it  upon  that 
showing,  and  have  a profit  upon  that. 

1965.  That  brings  you  to  the  conclusion  you 
expressed  at  the  beginning  of  your  evidence,  that 
you  were  no  better  off  at  Liverpool  now  with 
railways  than  you  were  before  you  had  them  ? — 
I stated  that  with  regard  to  the  rate  by  the 
canals  before  the  railway  times,  upon  the  Duke 
of  Bridgwater’s  canal. 

Mr.  Callan, 

1966.  You  state  that  Liverpool  is  the  natural 
port  for  Ireland ; upon  what  ground  do  you 
make  that  statement ; is  it  that  it  is  a tidal 
harbour  ? — Of  course  Ave  have  great  advantages 
in  that  respect. 

1967.  With  shifting  sands,  and  beino;  danger- 
ous  to  approach  in  a westerly  gale  ? — I never 
heard  of  a ship  being  unable  to  get  in  or  out, 
except  very  rarely. 

1968.  Upon  w'hat  grounds  do  you  say  that 
Liverpool  is  the  natural  port  for  Ireland  ? — On 
account  of  her  proximity  to  the  English  manu- 
facturing districts. 

1969.  And  also  to  Ireland? — Yes. 

1970.  What  were  the  facilities  afforded  to  the 
Irish  trade  before  the  opening  up  of  Holyhead  ? 
— Precisely  the  same  facilities,  I think,  as  exist 
to  day  ; I am  not  aware  of  any  difference. 

1971.  There  has  been  no  improvement  in  the 
facilities? — I am  not  aivare  of  any  improve- 
ments. 

1972.  Are  you  connected  with  the  Mersey 

Docks? 
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ill’.  Callan — continued. 

Docks  ^ — No;  the  gentleman  who  will  follow 
me  represents  that  board. 

1973.  Are  you  aware  of  the  complaints  being 
constant  with  r(!gard  to  the  Irish  trade  frequent- 
ing Liverpool  ? — I am  not. 

1974.  Are  you  aware  that  the  Tedcastle 
steamers  start  from  the  south  side  of  tlie  river  ? 
— Yes. 

1975.  Whereas  all  the  railway  termini  lie 
upon  the  north  side  of  the  river,  in  immediate 
proximity  to  what  is  called  the  North  Wall? — 
That  is  so,  I believe. 

1976.  Are  you  acquainted  with  Dublin? — I 
have  been  in  Dublin,  but  I am  not  technically 
acquainted  with  it. 

1977.  You  spoke  of  the  London  and  North 
Westem  Company  having  bought  up  all  the 
foreshore  of  Dublin  ? — I did. 

1978.  Are  you  aware  of  the  amount  of  foi’e- 
shore  which  they  have  in  Dublin  ? — No;  I have 
not. 

1979.  Would  you  be  surprised  to  hear  that 
they  do  not  own  any  — But  they  certainly  con- 
trol it. 

1 980.  Are  you  aware  that  there  is  a great  dis- 
inclination by  cattle  dealers  who  go  into  the 
interior,  to  go  via  Liverpool? — I have  no  infor- 
mation on  the  subject  at  all. 

1981.  Yoi;  know  nothing  about  that? — No. 

1982.  Are  j-ou  aware  whether  the  Tedcastle 
steamers  are  screws  ? — I believe  they  are,  but  I 
am  not  certain. 

1983.  Are  not  the  London  and  North  Western 
Company’s  steamers  to  Holyhead,  and  the  City 
of  Dublin  Corn])any’s  steamers  to  Liverpool,  all 
paddle-wheel  steamers  ? — Yes,  to  the  best  of  my 
knowledge. 

1984.  The  Tedcastle  steamers  are  screws? — 
Yes,  that  is  so. 

1985.  Therefore  there  is  that  great  difference 
between  them? — Yes,  there  is  that  difference. 

1986.  Do  not  you  know  that  traders  in  cattle 
a])preciate  that  difference  ? — I do  not  know'  that, 
because  there  is  another  screw  line  also  in  the 
combination. 

1987.  You  have  spoken  about  the  Australian 
trade,  and  I think  you  stated  that  it  had  l^een 
drawn  away  from  Liverpool  to  J.ondon  by  unfair 
rates  of  railway  companies  ? — Y es,  largely  so. 

1988.  Have  you  ever  heard  that  it  had  been 
drawn  away  by  the  insufficient  accommodation 
and  the  high  rates  of  the  Mersey  Dock  Board? 
— I never  heard  that  stated. 

1989.  In  point  of  fact,  3'our  evidence  as  re- 
gards the  Irish  steamers  is  all  hearsay  ? — Be- 
sides the  information  I have  received. 

1990.  Have  you  not  tested  any  of  the  in- 
formation 3'ourself  ? — No. 

199).  You  know'  nothing  about  it? — I know 
nothing  about  it  from  practical  experience. 

Mr.  Barnes. 

1992.  Y'ou  have  stated  that  Liverpool  is  over- 
charged to  the  extent  of  about  400,000  /.  more 
than  it  ought  to  be? — Roughly  speaking. 

1993.  Beyond  wdrat  its  own  geogra])hical  posi- 
tion w'ould  entitle  it  to  be  charged  ? — Y'es. 

1994.  How'  has  tliis  difference  arisen  over  all 
the  main  ports  of  the  kingdom  ; take  London 


Mr.  continued. 

and  Bristol,  for  example ; how'  has  it  arisen  that 
Liverpool  has  got  into  this  position  ? — I imagine 
it  has  got  into  this  position  for  the  reason  that 
reductions  have  been  made  from  time  to  time  to 
those  other  ports,  while  the  Liverpool  rates 
have  been  left  unaltered. 

1995.  But  how'  is  it  that  Liverpool  has  been 
left  out  in  the  cold  in  all  the  instances  that  you 
mentioned  ? — Practically  Liverpool  is  the  milch 
cow  of  the  railway  companies  ; they  get  a large 
profit  out  of  their  Liverpool  traffic  which  they 
ex])end  in  developing  otlier  ports. 

1996.  You  w'ould  rather  consider  that  it  has 
become  the  monopoly  of  the  big  companies  who 
have  squeezed  it  ? — They  squeeze  us  ; they  have 
control  of  our  highways,  and  they  squeeze  our 
traffic. 

1997.  Would  that  not  ap])lv  to  some  of  the 
other  ports  in  the  same  way;  Bristol, for  instance? 
— I am  not  aware  of  the  condition  of  Bristol ; 
I have  given  you  some  instances  wdth  regard  to 
Avonmouth,  where  the  Great  Western  Company 
have  access. 

1998.  It  seems  singular  that  in  every  instance 
the  disadvantage  should  be  against  Liverpool  ? — 
It  is  so. 

1999.  And  has  been  for  a long  series  of  3'ears? 
— ■Yes,  for  a long  series  of  years. 

2000.  When  the  Cheshire  Lines  Cotmnittee 
came  for  their  Bill,  as  you  have  stated  in  your 
evidence,  with  the  promise  to  give  furtlier  faci- 
lities and  lower  rates,  that  was  not  fulfilled  ; they 
fell  into  the  ring,  I suppose  ? — YYs,  I gave  evi- 
dence in  favour  of  that  line  upon  that  assurance. 

2001 . When  railways  come  into  competition, 
I suppose,  with  any  seaports  to  w'hich  you  trade 
from  Liverpool,  the  rates  are  more  favourable  ? — 
They  are  more  favourable. 

2002.  When  you  go  directly  inland  where  you 
can  only  get  by  railway,  v'ou  are  handicapped  ? — 
AVe  are. 

2003.  Now,  with  regard  to  rebates,  does  that 
apply  to  all  the  companies  in  Liverpool? — I'o 
one  company  ; I am  only  speaking  of  one  or  two 
of  the  companies  canying  fi-om  Manchester. 

2004.  Does  the  London  and  North  Western 
Company  give  rebates  ? — I think  they  do  not ; in 
fact,  ]Mr.  Moon  stated  the  other  day  that  the 
London  and  North  Western  Company  did  not. 

2005.  That  would  a})ply  simply  to  one  or  tAvo 
of  the  other  railway  companies  ? — Y"es. 

2006.  YYu  do  not  know  which  they  are,  do 
you  ? — Y"es,  I can  name  the  companies  that  give 
rebates;  there  is  the  Great  Northern,  and  the 
Midland,  upon  which  rebates  are  given. 

2007.  And  the  Lancashire  and  Yorkshire  ? — I 
do  not  knoAV  about  the  Lancashire  and  Yorkshire 
Railway  Company ; I think  not. 

Sir  Edward  IVathin. 

2008.  YYu  state  that  rebates  are  actually 
given  by  the  Great  Northern  and  ^Midland  Rail- 
way' Companies  ; do  you  know  that  of  your  own 
knowledge  ? — I am  s})eaking  from  mj-  knowledge 
of  years  ago  ; I cannot  say  that  it  is  so  from 
recent  experience. 

2009.  Do  you  say  of  your  own  knowledge 
that  now,  at  this  moment,  .March  1881,  the  Great 
Northern  and  IMidland  Railway  Companies  are 

giving 
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Sir  Edward  Wutkhi — continued. 
giviu!j  rebates  ? — I will  not  say  it  from  inj 
present  experience. 

Mr.  Barnes. 

2010.  Now,  with  regard  to  the  rate  for  cattle 
from  Dublin  to  Manchester,  which  is  10  s.  3 d.  by 
one  railway,  and  5 6'.  9 d.  by  the  other  route  from 
North  \Yall,  I suj^pose  the  monopoly  which  the 
railway  companies  have  purchased  at  that  end  of 
the  traffic,  and  the  facilities  they  can  give  by 
affording  fast  trains,  is  worth  that  difference  in 
the  rate? — Yes,  I should  think  facilities  in  regard 
to  close  connections  are  a very  important  point  in 
the  cattle  trade. 

2011.  The  Tedcastle  Steamship  Company  has 
nothing  to  do  with  the  railway  ? — They  have 
nothing  to  do  with  the  railway  companies  ; they 
are  merely  ocean  carriers. 

Mr.  Lowther. 

2012.  I understood  you  to  state,  in  the  begin- 
ning of  your  evidence,  that  the  London  and 
North  Western  Company  had  docks  at  Holyhead 
and  Fleetwood ; did  you  say  so  ? — They  are 
interested  in  docks  at  Fleetwood. 

2013.  They  have  no  docks  of  their  own  ? — The 
docks  were  originally  built  by  the  London  and 
North  Western  Kailway  Company  and  the  Lan- 
cashire and  Yorkshire  Company  ; but,  I believe, 
recently,  the  Lancashire  and  Yorkshire  Company 
have  become  more  largely  interested  in  them  than 
the  London  and  North  Western  Railway  Com- 
pany. 

2014.  At  Holyhead  it  is  the  London  and  North 
Western  Company  only  ? — Yes. 

2015.  You  say  that  the  London  and  North 
Western  Company  monopolise  the  traffic  to 
Dublin ; there  is  nothing  to  prevent  any  other 
company  going  to  Dublin  and  spending  their 
money  there  as  the  London  and  North  Western 
Company  have  done,  is  there  ? — I should  imagine 
not. 

2016.  Therefore,  when  you  say  that  the  rail- 
way company  monopolises  the  traffic,  the  traffic 
does  go  to  the  London  and  North  Western  Com- 
pany ? — They  have  the  control  of  all  the  present 
facilities  for  traffic. 

2017.  Because  they  have  made  their  piers 
there,  and  their  sheds  ? — And  their  connections 
with  the  Irish  railways. 

2018.  They  have  made  their  arrangements  at 
Dubhn  ? — Yes. 

2019.  They  have  spent  their  money  there  ? — 
Yes. 

2020.  Now,  with  regard  to  rebates,  it  is  a very 
usual  thing  in  trade,  is  it  not,  to  give  rebates  to 
certain  houses  and  certain  firms  ? — I think  it  is  a 
very  wrong  practice  ; I do  not  say  it  is  not  usual. 

2021.  I do  not  say  whether  it  is  right  or  wrong, 
but  is  it  not  the  practice  with  large  commercial 
houses  that  they  give  some  persons  a rebate  ? — 
I think  the  tendency  is  to  put  all  traders  upon 
equal  terms,  and  the  traders  have  associations 
now  for  the  purpose  of  putting  all  upon  equal 
terms. 

2022.  The  expression  was  used  by  an  honour- 
able Member  that  in  Liverpool  the  Tedcastle 
Company,  1 think  you  called  it,  and  the  London 
and  North  Western  Company,  performed  the 
same  services  in  the  transport  of  cattle  ; do  they 
actually  perform  the  same  services? — I stated,  1 
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think,  that  Messrs.  Tedcastle  simply  perform  the 
ocean  service. 

2023.  But  does  not  the  London  and  North 
Western  Company  ])ut  the  cattle  on  board  with 
greater  facilities  at  Dublin  itself  than  the  Messrs. 
Tedcastle  ? — They  have  greater  facilities,  but 
what  the  nature  of  those  facilities  is  I am  not 
able  to  give  evidence  upon. 

2024.  Are  you  aware  that  the  cattle  which 
leave  Dublin  at  8 o’clock  in  the  evening  can  be 
delivered  at  INIanchester  at  8 o’clock  the  next 
morning,  via  Holyhead  ?• — That  may  be  so,  but  1 
was  not  aware  of  it. 

2025.  If  they  come  to  Liverpool,  leaving 
Dublin  at  8 p.m.,  when  are  they  delivered  at. 
Manchester  ? — Leaving  Dublin  at  8 p.m.,  they 
would  be  delivered  in  Manchester,  I suppose,  at 
8 or  9 o’clock  the  following  morning. 

2026.  And  they  would  never  miss  getting  into 
Liverpool? — No,  they  would  never  miss  Liver- 
pool. 

2027.  And  they  would  never  miss  the  market 
at  IManchester  ? — I should  think  not. 

2028.  And  you  think  they  would  take  as  short 
a time  to  go  from  Dublin  via  Liverpool  to  Man- 
chester, as  they  would  take  to  go  from  Dublin 
uht  Holyhead  to  Manchester? — I should  think 
the  time  would  be  about  equal  in  the  practical 
working  of  the  traffic. 

202y.  I understand  you  to  say  that  you  would 
prevent  railway  com])anies  from  constructing 
docks? — I say  that,  in  my  own  judgment,  I 
would  confine  them  to  the  business  of  carrying. 

2030.  Do  not  you  think  that  the  public  reaj! 
the  benefit  when  railway  companies  constiud 
docks  near  to  their  stations  ? — I tliink  that  the 
docks  should  be  constructed  by  other  people,  and 
not  by  the  railway  companies. 

2031.  Do  you  think  that  the  public  would 
derive  greater  facilities  from  the  docks  and  the 
railroads  if  they  were  under  two  separate 
arrangements? — I think  that  we  should  then 
better  understand  what  the  railway  companies 
were  charging,  and  what  we  were  paying  the 
railway  companies,  if  they  had  nothing  to  do 
with  either  docks  or  steamers. 

2032.  Supposing  one  company  had  the  docks, 
and  another  company  had  the  railroads,  you  think  it 
would  be  to  the  advantage  of  the  public  that 
there  should  be  a division  between  the  two, 
rather  than  that  the  rate  should  be  in  the  hands 
of  one  company? — I think  so;  I think  the  rail- 
way companies  ought  to  be  kept  entirely  a.= 
carriers. 

2033.  And  nothing  else ? — Yes. 

2034.  Do  you  know  what  the  distance  is  Ifom 
Birkenhead  to  Manchester  by  rail? — No,  I am 
not  able  to  say. 

2035.  Would  you  say  that  it  was  45  miles? — I 
should  say  it  was  from  40  to  45. 

2036.  And  what  is  the  distance  from  Liver- 
pool to  Manchester  by  rail  ? — Thirty -one  miles. 

2037.  How  are  the  rates  from  Manchester  to 
Birkenhead  as  between  Manchester  and  Liver- 
pool?— For  manufactured  goods  it  is  the 
same. 

2038.  Would  you  propose  to  alter  them, 
though  the  one  is  45  miles,  and  the  other  is  31  ? 
— I think  the  Liverpool  rate,  as  I have  already 
said,  is  too  high. 
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Mr.  Nicholson. 

2039.  Of  course  you  know  all  about  the 
Liverpool  Docks.  I want  to  ask  you  where 
does  the  revenue  of  the  Li^'erpool  Docks  go  to ; 
is  there  any  public  bodies  Avho  receive  any  ad- 
vantage from  this  tax  or  revenue  ? — No  public 
body  receives  any  benefit  or  advantage  from 
it. 

2040.  Where  does  the  profit  go  to  ? — The 
docks  are  paid  for  by  the  money  raised  by 
money  bearing  interest  at  about  4 per  cent.; 
the  revenue  is  entirely  aj^iplied  to  the  pay- 
ment of  the  interest  of  those  bonds,  with  a 
sinking  fund  of  about  100,000  1.  a year. 

2041.  I think  I undertand  you  to  say  that  the 
dock  and  town  dues  amounted  to  about  6s.  a 
ton?  — In  the  p.articular  instance  which  Sir 
EdAvard  Watkin  mentioned  to  me  it  Avas  3 s.  6 d. 

2042.  Are  you  aware  to  Avhora  the  Grimsby 
Docks  belong  ? — I believe  the  Grimsby  Docks 
belong  to  the  Manchester,  Shetfield,  and  Lin- 
conshire  Company. 

2043.  Supposing  the  3 s.  6 d.  is  a fair  sum  for 
the  charges  incidental  to  the  Liverpool  Docks, 
do  you  think  that  1 s.  a ton  will  cover  the  money 
expended  by  the  Manchester,  Sheffield,  and  Lin- 
colnshire Company  upon  the  Grimsby  Docks  ? 
— Certainly  not. 

2044.  Therefore  that  goes  into  the  general 
revenue  of  the  railway  company,  and  goes  to 
support  your  view  that  the  docks  and  raihvays 
ought  to  be  kei)t  distinct  ? — That  is  so. 

Mr.  Loicther. 

2045.  You  said  that  the  raihvay  companies 
ought  to  be  confined  to  carrying  ? — I think  so. 

2046.  You  would  also  disapprove  of  their 
having  hotels  ? — I think  it  Avould  be  better  that 
they  should  be  confined  to  the  duties  of  carriers, 
and  that  Ave  could  deal  Avith  them  as  such. 

Mr.  Dilhcyn. 

2047.  I think  you  said  that  there  Avas  ample 
accommodation  in  the  docks  at  Liverpool  ? — 
Yes. 

2048.  Has  there  been  always  ample  accommo- 
dation in  Liverpool  ? — Six  years  ago  there  was 
a little  outcry  Avith  regard  to  the  want  of  ac- 
commodation, but  since  that  time  Ave  have  sjient 
about  4,000,000  I.  in  supplying  more  quay  and 
Avater  space. 

2049.  Are  you  going  to  give  any  more? — We 
have  ample  space  for  years  to  come. 

2050.  You  stated  that  the  rates  in  the  Liver- 
pool Docks  Avere  not  much  higher  than  those  in 
London? — I said  that  the  expense  of  handling 
produce  in  Liverpool  Avas  not  so  high  as  hand- 
ling produce  in  London. 

2051.  Upon  the  Avhole  there  is  not  any  great 
difference  between  the  two  ? — No. 

2052.  Is  not  the  rate  in  Liverpool  very  much 
higher  than  the  other  port  rates? — It  is  very 
much  higher  than  the  Hull  rate,  and  higher  than 
Grimsby,  FleetAvood,  or  BarroAv. 

2053.  Do  not  you  think  it  reasonable  that  the 
raihvay  companies  Avhen  they  found  that  they 
Avere  handicapped  against  other  ports  by  the 
high  charges  you  make  at  Liverpool,  should 
take  ste])s  to  facilitate  docks  being  made  else- 
Avhere  ? — 1 think  not;  I do  not  think  that  en- 
tered into  their  calculation  for  a moment. 


Mr,  Dillwijn — continued. 

2054.  At  all  events,  you  think,  upon  the 
Avhole,  that  400,000  1.  a year  goes  to  Fleetwood, 
BarroAv,  and  other  ports  to  the  disadvantage  of 
Liverj)Ool  ? — It  is  400,000 1.  a year  taken  out  of 
the  jiockets  of  the  consumer. 

2055.  If  the  rates  were  to  be  equalised  in  some 
Avay  in  jiroportion  to  the  mileage,  you  Avould  get 
that  back  again  ? — We  should  ffet  an  increased 
trade. 

2056.  That  would  be  to  the  detriment  of  these 
other  ports  of  course  ? — It  might  or  it  might 
not. 

2057-8.  One  of  the  remedies  you  propose 
would  be  to  allow  the  Bailway  Commissioners  to 
revieAv  the  railway  charges  altogether? — Yes,  to 
have  power  to  do  so, 

2059.  Do  you  know  whether  the  railway 
charges,  as  a whole,  are  over  their  authorised 
rates? — I have  said  that  they  are  not. 

2060.  But  you  consider  the  authorised  rates 
obsolete  ? — In  the  great  majority  of  cases. 

2061.  But  still  they  Avere  a bargain  betAveen 
Parliament  and  the  railway  companies  when  the 
railways  Avere  constructed,  and  upon  the  faith  of 
those  figures  the  raihvays  were  constructed  ? — I 
do  not  think  the  maximum  rates  were  ever  fairly 
considered  by  Parliament  ; they  were  taken  as  a 
rough-and-ready  way  of  settling  the  matter. 

2062.  You  have  stated  that  the  Kail  way  Com- 
mission is  the  child  of  Liverpool  ? — I use  that 
expression  in  a figurative  sense  ; Ave  were  largely 
interested  in  the  proceedings  Avhich  led  to  its 
formation. 

2063.  You  think  that  in  the  reconsideration  of 
the  rates,  the  offspring  of  Liverpool  should  make 
a favourable  reduction  to  Liverpool  ? — Not  unless 
Ave  put  a very  strong  case  before  them,  and  I think 
Ave  should  put  a A’ery  strong  case  before  them. 

Mr.  Barclay. 

2064.  I understand  that  the  people  in  Liver- 
pool do  not  object  to  the  existence  of  railways, 
but  they  believe  that  the  trade  of  Liverpool 
Avould  have  prospered  very  much  more  if  the 
railways  had  been  fairly  managed  Avlth  regard  to 
Liverjiool  ? — That  is  so. 

2065.  Has  there  been  a feeling  in  LiA'eiqiool 
for  many  years  about  their  treatment  by  the 
raihvay  companies  ? — Yes. 

2066.  That  feeling  has  not  been  evoked  by 
the  appointment  of  this  Committee,  but  as  far  as 
you  are  aAvare,  it  stimulated  the  appointment  of 
this  Committee  ? — I am  not  aAvare  Avhat  effect 
the  appointment  of  this  Committee  has  had 
upon  it. 

2067.  You  state  that  the  raihvay  companies 
have  deprived  Liverpool  of  its  natural  advantages 
by  giving  preferential  rates  to  other  ports? — 
Precisely  so. 

2068.  Taking  the  case  of  cotton,  I think  cotton 
is  charged  9 s.  from  Liverpool  to  Manchestei’,  a 
distance  of  31  miles;  and  from  FleetAvood  to 
Manchester,a  distance  of  50  miles,  the  same  price; 
and  from  BarroAv  to  Manchester,  a distance  of  87 
miles,  the  same  price  ? — Yes. 

2069.  Is  it  your  opinion  that  if  9 s.  is  a fair 
rate  for  the  company  to  charge  for  the  87  miles, 
betAveen  jManchester  and  BarroAv,  9 .s-.  is  too  high 
for  the  31  miles  betAveen  Manchester  and  Livei- 
pool  ? — That  is  entirely  my  argument;  that  if 
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they  can  carry  over  87  miles  at  9.?.,  they  can 
carry  over  31  miles  at  very  much  less. 

2070.  Are  you  of  opinion  that  the  railway 
rates  should  be  based  upon  that  principle  of  the 
cost  of  conveyance  to  the  railway  companies? — 
They  must  have  a reference  to  its  cost  to  the 
railway  companies. 

2071.  Do  you  think  that  the  raihvay  rate 
should  be  based  upon  what  it  costs  tlie  railway 
company  to  do  the  service,  or  upon  some  other 
principle? — As  I have  stated  already,  I think 
that  if  we  had  general  legislation  on  the  subject 
it  should  lead  to  equal  mileage  rates  for  equal 
distances ; and  that  the  cost  of  conveyance  would 
be  a consideration  that  would  enter  into  the  fixing 
of  those  rates. 

2072.  Let  us  assume  that  6 5.  would  be  a fair 
rate  from  Liverpool  to  Manchester  as  compared 
with  9^.  from  Barrow  to  Manchester;  the  3s.  of 
difference  which  the  railways  charge  in  the 
meantime  is  in  the  nature  of  a tax  upon  the  trade 
of  Liverpool  ? — Precisely  so. 

2073.  If  Liverpool  had  the  benefit  of  its 
natural  advantages  given  to  it  by  the  raihvay 
companies,  they  ought  to  carry  for  6 s.  a ton  as 
against  9 s.  from  Barrow  ? — Precisely  so. 

2074.  Is  it  your  contention  that  this  3 s.  is  a 
tax  upon  the  trade  of  Liverpool  for  the  benefit 
and  advantage  of  those  other  ports  of  Fleetwood 
and  Barrow  ? — Largel}'  so,  for  general  railway 
purposes,  I ought  to  say. 

2075.  Assuming  that  9 s.  would  be  a proper, 
fair,  and  reasonable  rate  as  between  Barrow  and 
Manchester,  then  the  3 s.  which  is  charged  to 
Liverpool  over  the  Barrow  rate  is  a tax  upon  the 
public  ? — It  is,  upon  the  consumer. 

2076.  If  Liverpool  had  its  fair  rate  of  6 s.,  who 
would  get  the  benefit  of  the  3 s.  reduction  ? — The 
consumer  ; and  that  would  lead  to  an  increase  of 
trade  in  Liverpool. 

2077.  Instead  of  this  equalization  of  rates  being 
of  advantage  to  the  consumer,  the  consumer  is 
actually  taxed  in  this  case  to  the  extent  of  3 s. 
per  ton  of  cotton  for  the  benefit  of  the  raihvay 
company  ? — Precisely  so. 

2078.  If  we  assume  that  the  9 s.  from  Liverpool 
to  Manchester  is  a fair  rate,  then  on  the  other 
hand  the  port  of  Barrow  is  getting  a bounty  to 
a certain  extent,  more  or  less? — Yes. 

2079.  Is  that  bounty  at  the  expense  of  the 
railway  shareholders,  or  at  the  expense  of  the 
public  ? — It  is  at  the  expense  of  the  public, 
paying  a higher  rate  to  Liverpool  than  they 
should  do. 

2080.  I suj^pose  the  stock  of  all  these  railway 
companies  is  at  a considerable  premium  ? — It  is 
at  a large  premium. 

2081.  Therefore  the  shareholders  are  not 
sacrificing  anything  by  giving  those  Ioav  rates  to 
Barrow? — I presume  they  Avould  not  take  them 
if  they  were  unremunerative. 

2082.  You  have  made  complaints  also  with 
respect  to  the  charges  at  the  docks  at  Fleetwood 
and  BaiTOw  ? — It  was  an  element  in  the  charge 
for  carriage  to  those  places. 

2083.  Are  you  charging  proper  rates  for  dock 
dues  at  Liveiqwol  ? — We  are  only  charging  the 
bare  rates  necessary  to  give  the  shareholders 
4 per  cent.,  and  provide  a sinking  fund  of 
100,000  1.  a year. 

2084.  Do  you  think  the  charge  at  the  docks 
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at  Fleetwood  and  Barrow  is  sufficient  to  pay 
4 per  cent,  upon  their  expenditure  ? — No,  I can- 
not find  that  the]-e  is  any  interest  paid  u])on  that 
expenditure. 

2085.  Who  pays  the  interest  upon  the  money 
spent  upon  the  Barrow  docks  ? — The  railway 
company  ; it  is  paid  out  of  the  railway  carriage. 

2086.  That  is  to  say,  it  is  the  public  Avho  really 
pay  for  the  expense  of  these  Barrow  docks  ? — It 
is  charged  in  the  raihvay  carriage. 

Mr.  Bolton. 

2087.  You  state  that  the  rate  from  Barrow  to 
Manchester  is  9 s. ; is  that  correct? — Yes,  I have 
it  at  9 s.,  upon  the  authority  of  the  President  of 
the  Cotton  Brokers’  Association. 

i\Ir.  Barclay. 

2088.  Do  the  railway  companies  change  their 
rates  frequently  ? — No,  they  do  not  Avltli  regard 
to  Liverpool. 

2089.  It  has  been  endeavoured  to  be  brought 
out  here  partly  in  evidence  and  ])artly  in  argu- 
ment, that  the  construction  of  the  Furness  Docks 
was  an  advantage  to  the  public.  If  the  public  is 
charged  3 s.  a ton  additional  upon  cotton  for  the 
construction  of  the  Furness  Docks,  does  it  appear 
to  you  that  their  construction  is  of  advantage  to 
the  public  ! — It  is  distinctly  a disadvantage  to  the 
public ; it  is  an  attempt  to  make  trade  go  up- 
hill. 

2090.  And  that  cannot  be  done  without  a con- 
siderable expenditure  ? — Somebody  must  pay  for  it. 

2091.  Does  this  resolve  itself  into  the  old 
question  of  protection  versus  free  trade  ? — It  is 
pi’otection  to  those  ports. 

2092.  By  Imposing  a tax  upon  Liverpool  ? 
— Yes,  by  imposing  an  extra  tax  upon  Liver- 
pool. 

2093.  Or,  on  the  other  hand,  it  may  be  giving 
a bounty  to  those  places  at  the  expense  of  the 
public  generally  ? — Yes,  giving  a bounty  to  those 
places  at  the  expense  of  the  public.  It  must  be 
one  Avay  or  the  other. 

2094.  Do  you  think  it  ought  to  be  within  the 
scope  of  the  j^owers  of  railway  companies  to  make 
or  unmake  ^fiaces  ; to  develope  one  place,  and  put 
a burden  uiiou  another  place  ? — They  have  no 
right  to  burden  the  consumers  of  goods  generally 
to  develope  one  place  in  particular. 

2095.  Can  they  develope  one  place  without  its 
being  at  the  expense  of  the  general  public  ? — I 
think  not. 

2096.  They  have  not  yet  been  accustomed  to 
develope  the  trade  at  the  expense  of  the  share- 
holders ? — No;  not  to  my  knowledge. 

2097.  You  are  not  aware  that  they  have  sacri- 
ficed dividend  for  the  benefit  of  a locality  ? — Not 
as  far  as  I am  aAvare. 

2098.  Are  you  of  opinion  that  the  I’ailway 
companies  ought  not  to  be  allowed  to  deprive  a 
locality  of  its  natural  advantages  ? — That  is  the 
burden  of  my  evidence. 

2099.  You  gave  evidence,  I think,  before  the 
Joint  Committee  of  1872  ? — I did. 

2100.  Can  you  tell  me  whether  there  is  any 
difference  betAveen  the  analysis  of  the  rates  to-day 
and  the  analysis  of  the  rates  then  ? — I think  that 
the  only  concession  made  since  then  is  a slight 
reduction  of  the  rate  for  grain  ; but  I am  not 
quite  sure  about  that  point. 

N 3 


2101.  You 


102 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


31  March  1881.] 


Mr.  Forwood. 


[ Coniinued. 


Mr.  Barclay — continued. 

2101 . You  cannot  say  that  the  rates  are  higher 
nov  than  they  were  in  1872? — No;  you  may 
take  them  as  practically  the  same. 

2102.  Has  not  there  been  a great  reduction 
in  the  cost  of  working  railways  in  the  last  three 
years,  as  compared  with  1872? — Yes,  there  must 
have  been  a large  i eduction  in  the  cost  of  fuel 
and  labour,  as  compared  with  1872. 

2103.  You  were  asked  whether  you  could 
explain  why  it  was  that  Liverpool  seemed  to  be 
put  in  the  cold  by  all  the  railways  ; may  we  put 
upon  this  ground  that  Liver])ool  is  nearer  to 
the  centres  of  consumption,  and  that  in  order  to 
develope  the  trade  of  the  other  ports  it  was  sup- 
posed that  Liverpool  could  bear  a higher  charge 
than  ports  at  a greater  distance  ? — 1 think,  pro- 
bably, that  is  the  reason ; they  know  that  they 
have  a strong  head  of  trade  in  Liverpool,  and 
therefore  they  put  an  extra  charge  upon  our 
traffic. 

2104.  All  those  pons  that  you  have  compared 
Liverpool  with  are  a greater  distance  from  the 
centre  than  Liverpool,  are  they  not  ? — Whether 
we  take  Liverpool  as  being  the  nearest  port  to 
the  point  of  consumption,  or  whether,  as  in  some 
cases  1 have  cited,  Liverpool  is  equi-distant  from 
the  points  of  consumption,  or  whether  Liverpool 
be  more  distant  from  the  point  of  consuinjj- 
tion  than  another  j)ort,  in  everv  case  their  charges 
are  higher ; in  fact  we  are  hit  all  round,  and  we 
get  no  advantage  whatever  from  the  statement 
which  the  raihvay  companies  make,  that  they  can 
cany  a longer  distance  at  lower  charges. 

2105.  You  are  in  each  case  comparing  the 
trade  between  Liveiqiool  and  inland  places  where 
the  traffic  has  to  be  carried  by  railway,  and  not 
coastwise  ? — I have  carefully  avoided  places  be- 
tween which  there  is  sea  competition. 

2106.  Taking  the  case  as  between  Liverpool 
and  Glasgow,  is  it  any  material  difference  to 
Liverpool  whether  the  cotton  goes  by  sea  or  by 
rail  wav  ? — Not  at  all;  the  railway  companies 
lower  the  rate  in  those  cases  sim])ly  for  their  own 
advantage. 

2107.  It  was  endeavoured  to  be  put  before 
you  that  it  w’as  an  advantage  to  the  consumer 
that  sugar  should  be  carried  as  cheaply  from 
Greenock  to  Birmingham  as  from  Liver])Ool 
to  Birmingham,  and  you  put  it  off-hand  that 
Liverpool  was  charged,  I think,  10 5.  too  much? 
— I think  7 s.  6 d.  was  the  figure  I put  the 
difference  at  as  between  Greenock  and  Bir- 
mingham and  Liverjjool  and  Birmingham ; from 
Greenock  to  Birmingham  the  charge  is  25  s.  a 
ton  for  300  miles,  and  from  Liverpool  to  Bir- 
mingham it  is  17 s.  6d.  for  96  miles. 

2108.  Then  if  they  are  able  to  carry  that 
longer  distance  at  so  much  less  per  mile,  they 
really  must  be  charging  a good  deal  too  much  from 
Liver])ool  ? — That  is  the  argument  1 wish  to  j)Ut 
befcre  the  Committee. 

2109.  And  that  the  additional  rate  charged  to 
Liverpool  is  so  much  the  worse  for  the  con- 
sumers ? — Precisely. 

2110.  If  the  railway  company  were  charging 
their  ])ro})er  rate  from  Liverpool  as  compared 
with  the  Greenock  rate,  and  assuming,  for  the 
purpose  of  argument,  that  that  was  7 s.  Gd.  less 
than  it  is  at  present,  who  would  get  the  benefit  of 
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the  reduced  rate  ? — The  consumer ; not  Liver- 
pool, but  the  consumer. 

2111.  Then  the  consumer  would  be  benefited 
by  this  real  equality  of  rates  that  you  recom- 
mend ? — Quite  so. 

2112.  With  regard  to  the  shipment  of  goods 
from  I.ondon,  I suppose  you  find  that  London  has 
certain  advantages  as  compared  with  Liverpool; 
and,  on  the  other  hand,  Liverpool  has  certain 
advantages  as  compared  with  London?  — Pre- 
cisely so ; London  has  distinct  advantages  of  its 
own. 

2113.  And  if  the  natural  advantages,  taking 
distance  into  account,  had  fair  action  without 
being  artificially  disturbed  by  the  railway  com- 
panies, you  think  a very  considerably  larger  pro- 
portion of  the  trade  would  come  to  Liverpool  than 
is  at  present  the  case  — 1 think  so  ; we  should 
get  a larger  proportion  of  the  Manchester 
trade. 

2114.  And  when  it  was  said  that  in  I’aihvay 
carriage  you  had  a jirotection  of  so  many  shillings 
a ton,  that  was  not  really  protection,  but  part  of 
your  natural  advantages  ? — Precisely.  Take 
the  case  of  Southampton ; there  the  companies 
have  large  Government  subsidies  ; that  is  one 
advantage  that  Southampton  has,  and  that  en- 
ables the  owners  of  the  steamship  companies  to 
take  manufactured  goods  from  Manchester  at  a 
low  rate. 

2115.  The  disadvantage  that  Southampton  has 
as  against  that,  is  the  distance  from  the  central 
market  ? — Quite  so ; which  the  i-ailway  company 
get  over  by  a diminution  oi  the  rate. 

2116.  The  railway  companies  endeavour  to 
minimise  that  disadvantage  by  giving  railway 
carriage  to  Southampton  at  so  much  less  propor- 
tionately to  the  distance  ? — That  was  my 
argument. 

2117.  You  have  not  found  that  competition 
has  been  of  very  much  service  to  you  in  Liver- 
pool?— No,  it  has  been  of  no  service  to  us  in 
the  matter  of  rates. 

2118.  Is  a few  hours  of  much  consequence  in 
the  delivery  of  goods,  as  a general  rule  ? — In 
nine  cases  out  of  ten,  I should  say  not. 

2119.  In  the  case  of  fan(!y  and  soft  goods,  it 
may  be  of  advantage  for  the  shipper  to  get  his 
goods  ([uickly;  but  as  a general  rule  is  it  of  ad- 
vantage ? — Just  as  a steamer  is  closing  and  going 
to  sea  it  may  be  an  advantage  to  get  the  goods  in 
a few  hours ; but  in  nine  cases  out  of  ten  it  is  no 
advantage. 

2120.  Is  this  dispatch  to  which  Sir  Edward 
Watkin  referred,  (luite  as  much  for  the  advan- 
tage of  the  railway  companies  as  for  the  advan- 
tage of  the  consumers? — Quite  so. 

2121.  The  goods  trains  run  by  night  and  the 
goods  are  delivered  in  the  morning? — That 
is  so. 

2122.  And  if  the  railway  com})anles  did  not 
adopt  that  ])lan,what  could  be  the  result? — They 
could  not  get  through  the  work. 

2123.  1 suppose  you  find  that  there  is  a great 
deal  of  canvassing  amongst  the  railway  com])anies 
in  Liverpool  ? — I do  not  think  thei’c  is  much  can- 
vassing ; not  in  my  expei'ience. 

2124.  You  were  asked  about  the  rebate;  1 
suppose  you  are  aware  that  it  is  unlawful  for  a 
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raihvay  company  to  grant  a rebate,  (ir  special 
advantages  to  certain  traders  ? — That  is  so. 

2125.  Are  you  aware  whether  it  is  the  law 
that  they  ought  to  insert  in  their  rate-books  the 
true  rates,  and  any  special  rates  which  they  may 
o-rant  ?— That  is  the  law  under  the  last  Act,  the 
Traffic  Act. 

2126.  According  to  the  law,  the  railway  com- 
panies are  bound  to  have  rate-books  showing 
their  charges  to  any  station,  whether  upon  their 
own  line  or  lines  throughout  the  kingdom  to 
which  they  book  goods  ?— To  which  they  carry 
goods. 

Mr.  Pell. 

2127.  Do  you  say  that  is  the  law  ? — Yes,  that 
is  the  law. 

Mr.  Gregory. 

2128.  You  mean  where  they  have  a through 
rate  ? — Where  they  have  a through  rate. 

Mr.  Barclay. 

2129.  You  had  once  a considerable  business  to 
London  from  Manchester? — I had, 

2130.  And  you  found  you  could  not  carry  that 
on,  being  practically  certain  that  some  of  your 
competitors  get  special  advantages  from  the  rail- 
way com2)anies  ? — That  was  the  case. 

2131.  This  was  before  the  Railway  Commis- 
sioners’ time,  I suppose,  was  it  not? — Yes,  it 
was.  I gave  evidence  to  that  effect  before  the 
Joint  Committee  in  1872. 

2132.  Amongst  your  recommendations  you 
sussested  that  the  terminals  should  be  entered 
in  the  rate-books,  distinct  from  the  mileage 
charge  ? — Quite  so. 

2133.  I suppose  you  mean  by  terminals,  those 
services  which  the  railway  company  are  entitled 
to  charge  for  specially  under  their  Acts  ? — Yes. 

2134.  And  also  the  carting  and  delivery? — 
Where  they  perform  those  services. 

2135.  Do  you  think  a customer  ought  to  have 
the  choice  of  performing  these  services  for  himself, 
or  employing  a railway  company  ? — I dare  say 
it  may  be  a great  advantage  in  certain  places 
to  have  the  railway  companies  delivering 
goods,  but  in  Liverpool  1 do  not  think  it  is  any 
advantage. 

2136.  In  Liverpool  you  think  a customer 
ought  to  have  the  choice ; whether  he  will  em- 
ploy the  railway  company  upon  their  terms,  or 
do  the  \\  ork  himself,  or  employ  somebody  else  to 
do  it? — Practically  the  railway  companies  ■will 
now  cart  in  Liverpool,  in  addition  to  the  carriage, 
if  the  cartage  is  paid. 

2137.  In  any  case  -you  would  desire  to  have 
these  terminal  charges  separated  from  the  mile- 
age rate? — Yes,  separated  from  it. 

2138.  The  Liverpool  Chamber  of  Commerce 
recommend  the  principle  of  equal  mileage  rates, 
do  they  not  ? — I am  not  quite  sure  whether  it  is 
a recommendation  of  the  Liverpool  Chamber  of 
Commerce  or  not. 

2139.  But  you  approve  of  the  principle  of 
equal  mileage  rates,  do  you  not? — For  equal 
distances. 

2140.  Taking  the  case  which  was  offered  you, 
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between  Manchester  and  Liverpool,  and  between 
Manchester  and  Grimsby,  would  you  propose 
that  there  should  be  the  same  mileage  rate 
between  Manchester  and  Grimsby  as  between 
Manchester  and  Liverpool? — I would  not;  I 
propose  that  the  mileage  rate  should  have  rela- 
tion to  the  distance. 

2141.  But  if  the  railway  company  choose  to 
carry  goods  at  so  low  a rate  from  Manchester  to 
Grimsby,  do  you  think  they  should  carry  for 
lesser  distances  in  proportion  to  those  low  rates? 
— I think  so. 

2142.  If  the  railway  company  chose  to  lower 
its  through  rates  very  much  to  Grimsby,  the 
people  along  the  line  ought  to  get  some  iDepefit 
from  these  very  low  rates? — Certainly. 

2143.  The  consequence  of  these  equal  mileage 
rates  would  be  that  the  public  would  be  secured 
a certain  uniformity  of  rates  along  the  line  of 
railway? — Yes,  but  I am  now  speaking  of  equal 
mileage  rates  for  equal  distances.  I think  there 
is  a broad  distinction  between  equal  mileage  and 
equal  mileage  for  equal  distances. 

2144.  The  two  principles  seem  to  me  to  be 
very  much  the  same  ; it  depends  upon  how  they 
are  applied,  but  as  I suggested  a little  time  ago, 
would  the  basis  of  their  application  be  the  differ- 
ence of  the  cost  to  the  railway  company  of  per- 
forming the  service? — Precisely  so. 

2145.  That  ought  to  be  adopted  as  a funda- 
mental principle  in  adjusting  the  rates? — That 
I imagine  would  be  the  principle  adopted. 

2146.  And  that  would  confine  the  railway 
company  to  their  regular  and  proper  business  of 
caiTiers  of  goods,  and  not  as  some  superior  power 
to  develope  or  crush  a trade  at  their  option  ? — It 
would  compel  them  to  keep  their  carriage  ac- 
count separate  from  their  dock  services,  I think. 

2147.  Referring  to  the  maximum  rates,  do  you 
think  they  were  specified  in  the  jirivate  Acts 
very  vaguely  at  first? — Very  vaguely. 

2148.  In  fact  neither  Parliament  nor  the  rail- 
way companies  had  any  experience  to  go  upon, 
and  certain  sums  were  put  down  without  any 
particular  experience  to  guide  them  as  to  what 
these  rates  should  be  fixed  at  ? — Quite  so. 

2149.  You  recommend  now  that  Parliament, 
or  some  power,  should  exercise  authority  over 
the  railway  companies  to  enforce  reasonable  rat^s 
even  ivithin  the  maximum  rates  ? — Within  the 
maximum  rates. 

2150.  Are  you  aware  whether  Parliament 
contemplated  that  ? — I am  not  quite  clear  whether 
the  1864  Act,  the  Railway  and  Canal  Traffic 
Act,  contemplated  that  or  not ; it  turns  upon  the 
word  “ reasonable.” 

2151.  Would  you  allow  me  to  read  Section  86 
of  the  Railways  Clauses  Consolidation  Act, 
1845:  “ It  shall  be  lawful  for  the  company  to 
use  and  employ  locomotive  engines  or  other 
moving  power,  and  carriages  and  waggons,  to  be 
drawn  or  propelled  thereby,  and  to  carry  and 
convey  upon  the  railway  all  such  passengei’s  and 
goods  as  shall  be  offered  to  them  for  that  pur- 
pose, and  to  make  such  reasonable  charges  in 
respect  thereof  as  they  may  from  time  to  time  de- 
termine upon,  not  exceeding  the  tolls  by  the 
special  Act  authorised  to  be  taken  by  them.” 
Hearing  that  section  read,  does  it  occur  to  you 
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that  Parliament  contemplated  in  that  Act  of 
1845  that  the  railway  company  should  only  make 
reasonable  charges,  even  although  they  might  be 
within  their  maximum  ? — That  would  rather  seem 
to  indicate  that  Parliament  anticipated  the  rates 
being  reasonable,  within  the  maximum  rates. 

2152.  Do  you  think  that  that  section  of  the 
Act  supports  your  view,  that  only  a reasonable 
rate  should  be  charged,  although  there  may  be  a 
maximum  rate  in  the  j)rivate  Act  ? — I think  so. 

2153.  Are  you  aware  that  there  is  considerable 
complaint  just  now  that  dead  meat  is  carried  from 
Liverpool  at  a veiy  much  lower  rate  than  it  is 
carried  for  from  places  between  Liver})ool  and 
London  ? — I am  not  aware  of  that,  but  I believe 
it  is  carried  at  a low  rate  from  Birkenhead  to 
Loudon. 

2154.  If  this  principle  were  adopted,  I suppose 
in  such  a case  it  Avould  have  the  effect  of  divert- 
ing the  dead  meat  trade  from  Liverpool  to  Lon- 
don ? — I think  not, 

2155.  In  the  meantime  do  you  suppose  that 
the  railway  comj^anles  are  carrying  for  less 
than  they  can  get  ? — The  dead  meat  trade  only 
forms  a very  small  portion  of  the  cargoes  brought 
by  the  steamers  to  Liverpool. 

2156.  Why  is  it  that  the  railway  companies 
carry  dead  meat  very  much  cheaper  from  Bir- 
kenhead than  they  do  from  Wolverham]jton  ? — 
I am  not  aware  of  their  reason  for  so  doing. 

2157.  If  they  rvere  charging  a corresponding 
rate  to  what  they  do  for  local  traffic,  would  not 
that  have  the  effect  of  diverting  the  trade  from 
Liverpool  to  London  ? — I think  not,  because  dead 
meat  only  comprises  some  portion  of  tlie  cargoes 
which  vessels  bring  from  America  to  England, 

2158.  Suppose  they  raised  the  rate  20  s.  a ton, 
who  would  have  to  pay  it  ? — It  might  possibly 
affect  the  traffic. 

2159.  "Would  it  have  the  effect  of  sending  the 
traffic  from  New  York  to  Loudon  by  steamer? 
— Not  necessarily  I think,  because  the  fast 
steamers  come  to  Liverpool  for  other  cargo, 
and  dead  meat  requires  quick  conveyance. 

2160.  But  there  are  steamers  which  come  to 
London  direct  ? — But  they  are  slow,  and  carry 
other  things  besides  dead  meat. 

2161.  If  the  rate  w^ere  raised  20  s.  a ton  Avould 
not  a larger  proportion  of  the  trade  come  to  London 
direct  ? — A larger  proportion  no  doubt  would,  but 
nothing  like  all  the  trade  would  come  to  Lou- 
don. 

2162.  It  would  affect  the  trade,  Avould  it  not  ? 
— Our  steamers  -would  lose  some  of  the  dead 
meat  freight. 

2163.  1 suppose  you  Avould  be  ])repared  to 
accept  that,  and  stand  by  the  proposals  you  haA  e 
made  ? — Yes,  I would  ju'efer  that. 

2164.  Are  you  in  favour  of  the  Board  of  Trade 
intervening  to  enforce  the  larv  as  it  stands  ? — I 
think  that  when  a grievance  is  brought  before 
the  Board  of  Trade,  the  Board  of  Trade  might 
have  authority  to  interfere  and  bring  the  case 
before  the  Kailway  Commissioners, 

2165.  Upon  Avhat  ground  do  you  advocate  that 
interference  by  the  Board  of  Trade  ? — I think  that 
Avas  the  tenour  of  the  evidence  given  upon  a 
previous  occasion,  that  the  Board  of  Trade  might 
have  the  poAver  in  the  case  of  finding  the  com- 
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plaint  to  be  a hona  fide  comjdaiut  of  bringing 
that  complaint  before  the  Commissioners  for 
adjudication. 

2166.  You  AA'Ould  make  this  suggestion,  not 
Avith  respect  to  the  interest  of  indniduals,  but 
Avith  respect  to  the  interest  of  tlie  public  at  large  ? 
— Yes,  Avith  respect  to  the  interest  of  the  public 
at  large. 

Chairman. 

2167.  Would  you  have  the  Board  of  Trade 
distinguish  betAveen  a piuA'ate  case  and  a lAublic 
case ; hoAv  Avould  they  distinguish  betAveen  a 
merely  individual  grievance  and  a grievance  af- 
fecting a large  class  ? — I think  if  it  were  made 
out  to  the  satisfaction  of  the  Board  of  Trade 
tliat  a hardship  Avas  being  sustained,  Avhether  by 
a community  or  by  an  individual,  by  some  rail- 
Avay  action,  the  Board  of  Trade  ought  equally  to 
interfere. 

ISlr.  Barclay. 

2168.  A public  case  you  consider  to  be  an 
overcharge  by  the  raihvay  companies,  for  ex- 
ample ? — Precisely, 

2169.  That  Avouldbe  an  OA'ercharge  not  simply 
to  that  individual,  but  to  the  public  at  large, 
sending  the  same  kind  of  traffic  ? — Quite  so  ; the 
individual  Avould  be  simply  representative  of  the 
trade, 

2170.  Is  it  practieable  for  an  individual  under 
present  circumstances  to  call  a raihvay  company 
to  account  for  overcharge  ? — It  is  not 

2171.  Would  it  result  in  a certain  loss  to  him 
to  do  so?  — The  cost  of  a laAvsuit,  Avith  the  usual 
appeals,  Avhich  of  course  the  raihvay  companies 
AA'ould  take  advantage  of,  Avould  be  simply  pro- 
hibitory of  legal  i^roceedings. 

2172.  You  Avould  not  recommend  that  the 
Board  of  Trade  should  interfere  between  rail- 
Avay  companies  and  the  public  Avith  reference  to 
damage  to  goods? — No;  I am  speaking  of 
questions  which  affect  the  public  interest. 

2173.  You  said  you  did  not  think  that  any  of 
the  raihvay  companies  Avere  charging  beyond 
their  maximum  rate  ? — Not  Avithin  my  oavu  kuoA\-- 
ledge. 

2174.  Have  you  looked  into  the  cj^uestion  ? — 
I have  not  looked  into  it. 

2175.  You  stated  in  the  course  of  your  evi- 
dence that  the  rate  for  wool  AA'as  19  5,  10  r?.  from 
Liverpool  to  Leeds  ? — Yes. 

2176.  You  had  included  in  that  rate  Is  6c?. 
for  cartage  ? — Yes. 

2177.  That  meant  that  the  rate  Avas  18  s.  4 c?.  ? 
— YYs. 

2178.  And  the  distance  is  73  miles? — Y^es, 

2179.  If  the  rate  is  3 d.  per  ton  a mile,  that 
AAmuld  Avork  out  to  18s.  3(7.  ? — Yes;  but  then 
there  is  a saving  clause,  under  Avhich  the  railway 
companies  sail  out  of  all  these  difficulties, 
namely,  the  terminals.  Whenever  Ave  get  a case 
of  that  kind,  the  raihvay  companies  generally 
find  that  terminals  come  to  their  rescue. 

Mr.  Paget. 

2180.  Y'ou  desire  then  that  the  Kaihvay  Com- 
missioners should  have  the  jiOAver  to  revise  the 
rates  of  railways  ? — Y’es,  Avhere  they  are  proved 
to  be  excessive. 
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2181.  Do  you  think  it  a reasonable  thing 
that  if  railway  companies  apply  to  Parliament 
for  additional  powers,  opportunity  should  be 
taken  to  re-open  the  original  bargain  and  make 
a re-arrangement  of  the  rates  ? — Precisely  so  ; 
that  was  the  recommendation  of  the  Royal  Com- 
mission, and  I think  it  is  a very  valuable  recom- 
mendation. 

2182.  With  regard  to  the  docks  at  Liverpool, 
I think  you  told  the  Committee  that  you  were 
paying  4 per  cent  intei’est  and  putting  by 
100,000  1.  a year  as  a sinking  fund? — Yes. 

2183.  Is  there  any  kind  of  guarantee  against 
unnecessary  expenditure  upon  these  docks  ? — 
There  is  this  guarantee,  that  they  are  managed 
by  representatives  of  the  ratepayers  in  the 
docks. 

2184.  Is  your  4 per  cent,  a fixed  sum? — They 
bori’ow  the  money  at  the  lowest  possible  rate, 
I have  given  you  the  average  ; but  I think  they 
are  paying  now  about  31  per  cent. 

2185.  You  think  you  give  at  Liverpool  full 
facilities  for  the  hio-h  charges  which  it  is  stated 
you  make  ? — We  do. 

2186.  Comparing  Liverpool  with  Goole, 
Grimsby,  and  Hull,  are  there  special  facilities 
that  you  offer  in  Liverpool  in  respect  of  those 
charges,  which  are  not  offered  at  Grimsby,  at 
Goole,  or  Hull,  and  other  ports  with  which 
Liverpool  has  been  compared? — The  facilities 
are  the  same,  but  only  nominal  charges  are  made 
at  Grimsby  and  Goole  in  consequence  of  the 
docks  there  being  in  the  hands  of  the  railway 
companies. 

2187.  As  regards  loading  and  unloading,  is 
there  a greater  depth  of  Avater  and  greater  ad- 
vantages of  accommodation  ? — I think  the  ad- 
vantages are  precisely  the  same. 

2188.  The  difference  is  that  in  one  case  you 
say  your  rate  is  necessary  to  pay  your  interest  of 
4 per  cent.,  whereas,  in  the  other  case,  the  rates 
are  fixed  at  a lower  sum,  and  there  is  no  necessity 
to  pay  any  interest  on  the  docks? — Quite  so, 
the  docks  being  the  property  of  the  railway  com- 
pany. 

Lord  Randolph  Churchill. 

2189.  But,  practically,  any  comparison  be- 
tAveen  the  accommodation  afforded  by  the  docks 
at  Liverpool  and  those  at  Grimsby  Avould  be  an 
absurd  one,  Avould  it  not  ? — We  were  only  talk- 
ing about  the  dispatch  and  the  charges  for  loading 
and  unloading. 

o 

Mr.  Paget. 

2190.  You  mentioned  that  a rebate  was  given 
against  you  to  other  traders ; Avas  that  fact  gene- 
rally known  in  the  trade  ? — It  was  generally  un- 
derstood. 

2191.  Were  other  complaints  made  besides 
yours? — I have  no  doubt  there  were;  I have  no 
doubt  other  people  suffered  from  the  same 
cause. 

2192.  Do  you  knoAV  any  case  in  Avhich  a rebate 
was  given  where  it  Avas  or  might  have  been  given 
in  respect  to  a special  guarantee  for  a laro-e 
traffic  ? — I do  not  know  that. 

2193.  If  there  Avere  a special  guarantee  for  a 
large  traffic,  would  that,  in  your  opinion,  justify 

?— No,  certainly  not ; 
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I think  all  rebates  have  a tendency  to  create 
fraud. 

2194.  You  do  not  consider  that  any  amount 
of  guaranteed  traffic,  however  large,  ought  to 
justify  a railway  company  in  making  a rebate  ? — 
Certainly  not ; the  system  of  rebates  is,  I think, 
a very  bad  pi-inciple  indeed. 

2195.  With  regard  to  the  Tedcastle  line, 
have  any  complaints  been  made  by  the  people 
engaged  in  that  particular  trade  as  far  as  you 
know  ? — I am  not  aware  of  it ; I am  not  ac- 
quainted with  the  owners  of  the  steamers  at  all. 

2196.  But  I understand  you  to  argue  that 
that  company  can  carry  trade  at  a profit,  at  a 
rate  which  is  much  below  that  Avhich  is  at  pre- 
sent charged  by  the  competitive  lines,  from 
Dublin  via  Holyhead  ? — Precisely  so. 

2197.  And  you  say  that  if  that  free  trade  line, 
as  you  called  it,  can  afford  to  carry  at  that  rate, 
the  others  ought  to  be  able  to  carry  at  that  rate 
too  ? — Precisely  ; that  was  my  contention. 

2198.  Then  you  mentioned  the  case  of 
Greenock  competing  with  Liverpool  for  the 
supply  of  Birmingham  with  sugar  ; is  it  the  fact 
that  there  is  any  Greenock  sugar  which  is  con- 
veyed to  Birmingham,  and  sold  there  to  compete 
with  you  ? — I believe  a very  considerable  trade 
is  done  in  it. 

2199.  That  trade  takes  place  in  spite  of  the 
advantages  you  already  have  of  a certain  dif- 
ference in  the  rate  ? — Yes,  that  is  my  impression, 
and  that  is  the  information  I have  furnished 
to  me. 

2200.  [ understand  you  to  be  clearly  of  opinion, 
Avith  regard  to  this  question  of  differential  charge, 
that  looking  at  it  in  the  Interest  of  the  consumer, 
the  interests  of  the  consumer  are  best  secured 
by  giving  full  effect  to  any  natural  advantajres 
in  situation  ? — Certainly. 

2201.  And  that  any  action  of  the  railway 
companies  Avhich  tends  to  disturb  those  natural 
advantages,  you  assume  to  be  against  the  con- 
sumer ? — Quite  so. 

2202.  Of  course  you  Avould  be  prepared  to 
substantiate  that  opinion  by  any  instances  or 
proof  ? — No,  not  beyond  the  figures  Avhich  I have 
already  mentioned. 

Sir  Edward  Wathin. 

2203.  { Through  the  Chairman.)  AreyouaAvare 
that  there  isjusit  completed  at  Grimsby  60  acres 
of  dock  space,  Avith  18  feet  of  Avater,  at  a cost  of 
about  4,000  /.  an  acre  of  dock  space  ?—  I am  veiy 
sorry  to  hear  it. 

Mr.  Morley. 

2204.  With  regard  to  the  control  of  tolls  in 
Raihvay  Bills,  are  you  of  opinion  that  Avhen 
Raihvay  Bills  are  before  a Committee  of  this 
House,  something  more  effectual  might  be  done 
in  the  interest  of  the  public  in  dealing  Avith  the 
tolls  Avhich  are  authorised  ? — I think  that  the  rates 
and  tolls  should  be  revised  in  all  cases  of  raihvay 
companies  coming  up  for  additional  poAvers. 

2205.  But  in  the  passing  of  a Bill,  Avould  it 
be  expedient  that  some  officer,  in  the  nature  of  a 
public  prosecutor,  should  be  appointed  in  the 
interest  of  the  public,  to  Avatch  the  extent  and 
poAver  of  the  proposed  tolls? — Yes,  I think  it 
Avould  be  very  desirable. 

2206.  Because  we  are  frequently  reminded 
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that  railway  companies  are  keeping  within  their 
powers?  — I think  their  existing  powers  are  ex- 
cessive. 

2207.  If  railway  companies  are  to  be  allowed 
to  construct  docks,  would  it  not  be  expedient 
that  they  should  show  by  their  accounts  what 
portion  of  their  expenditure  was  to  meet  the 
railway,  and  what  the  dock  expenditure  ? — 
Certainly. 

Mr.  O'  Sullivan. 

2208.  Are  there  any  harbour  or  local  charges 
made  on  cattle  leaving  Dublin  when  they  arrive 
at  Liverpool  by  Tedcastle’s  route? — I am  not 
prepared  to  answer  that  question;  but  Mr. 
Williamson  who  is  coming  for  the  dock  board 
will  be  able  to  give  you  that  information. 

Mr.  Bolton. 

2209.  (^Through  the  Chairman.)  Do  you  ad- 
here to  the  statement  you  have  made,  that  Liver- 
pool was  always  left  out  in  the  cold  ? — Yes, 
excepting  that  when  the  railway  companies  have 
their  own  interest  to  serve. 

2210.  What  is  the  rate  for  sugar  from  Liver- 
pool to  Greenock  ? — There  there  is  sea  competi- 
tion. 

2211.  The  rate  from  Liverpool  to  Glasgow  for 
cotton  is  16  s.,  is  it  not  ? — I say  that  where  there 
is  sea  competition  the  rates  are  low  ; it  is  only 
where  there  is  railway  competition  that  a prefer- 
ence is  given  against  us. 

2212.  Do  you  know  the  distance  from  Glasgow 
to  Liverpool  ? — I should  say  it  is  230  miles. 

2213.  It  is  220,  and  in  that  case  Liverpool  is 
not  at  a disadvantage  ? — There  the  railway  com- 
panies, for  their  own  interest,  make  a low  rate. 

2214.  In  that  case  Liverpool  is  not  out  in  the 
■ cold  ? — I think  I made  the  proviso  that  where 

there  was  sea  competition,  the  railway  companies 
make  a low  rate  for  their  own  interest. 

2215.  And  your  answer  would  be  the  same,  as 
respects  Greenock,  for  sugar? — Yes,  wherever 
there  is  a sea  competition. 


Mr.  Barclay. 

2216.  Your  answers  to  me  related  to  inland 
towns,  did  they  not? — Yes. 

Chairman. 

2217.  Are  you  aware  that  the  people  in  the 
neighbourhood  of  those  towns,  where  you  say  sea 
competition  brings  about  low  rates  to  Liverpool, 
complain  just  as  bitterly  of  those  rates  as  you  do 
of  the  preferential  rates ; now,  in  the  case  of 
Swansea,  complaint  is  made  by  Hereford  and 
those  towns  that  Swansea  gets  cheaper  access  to 
Liverpool  than  they  do  from  Hereford,  and  so  on. 
If  you  go  into  that  you  are  opening  up  a very 
large  number  of  complaints  all  over  the  United 
Kingdom  ? — It  is  a very  wide  question. 

2218.  Have  you  any  principle  that  you  would 
suggest  which  the  Railway  Commissioners  should 
go  upon  in  fixing  these  reasonable  rates? — I 
think  the  Instances  I have  adduced  upon  the  rail- 
way figures  themselves  are  a sufficient  data  to 
enable  the  Railway  Commissioners  to  fix  what,  in 
their  discretion,  would  be  a reasonable  charge. 

2219.  You  would  leave  it  entirely  to  their 
discretion  to  fix  what  would  be  a reasonable 
charge  ; you  would  lay  down  no  principle  ? — ^I 
have  always  said  that  it  would  be  very  desirable 
that  the  general  principle  should  be  adopted  of 
equal  mileage  rates  for  equal  distances ; but  if 
that  is  not  adopted  then  the  Railway  Commis- 
sioners should  say  what  is  reasonable. 

Mr.  Craig. 

2220.  Would  you  take  it  for  granted  when  the 
railway  companies  fix  a rate  in  competition  with 
water  carriage,  that  that  is  a profitable  one,  and 
that  they  should  fix  the  same  rate  throughout  ? 
— If  the  railway  companies  can  compete  at  a 
profitable  rate,  as  against  water  carriage,  they 
have  a perfect  right  to  compete  with  it. 

2221.  You  would  object  to  their  depriving  the 
water  carrier  of  his  natural  advantages  by  fixing 
a low  rate  in  order  to  drive  him  off,  recouping 
themselves  by  giving  a higher  rate  to  the  inland 
towns  ? — Certainly  I would. 


SELECT  COMMITTEE  ON  RAILWAYS. 


107 


Monday,  \th  April  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley. 

Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Bolton. 

Mr.  Caine. 

Mr.  Callan. 

Lord  Randolph  Churchill. 
Mr.  Craig. 

Mr.  Cross. 

Mr.  Dillwyn, 


Mr.  Gregory, 

Mr.  Lowther. 

Mr.  Monk. 

Mr.  Samuel  Morley. 
Mr.  Mulholland. 

Mr.  W.  N.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  Joseph  Pease. 

Mr.  Samuelson. 

Sir  Edward  Watkin. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  John  Williamson,  called  in  ; and  Examined. 


Mr.  Samuelson. 

2222.  You  are  Chairman  of  the  Executive 
Committee  appointed  by  the  Joint  Committee  of 
the  City  Council,  Dock  Board,  and  the  various 
mercantile  associations  of  Liverpool,  for  the  pur- 
pose of  giving  evidence  before  this  Committee  ? — 
I was  so  ap2)ointed. 

2223.  I believe  that  Mr.  Hornby,  the  chairman 
of  the  Dock  Board,  would  have  attended  if  he 
had  not  been  unavoidably  prevented? — Yes;  I 
am  here  to  represent  the  Dock  Board  in  the 
absence  of  Mr.  Hornby,  who  is  deputy  chairman 
of  the  Joint  Committee ; he  has  so  many  engage- 
ments, and  they  are  so  pressing,  that  he  could 
not  possibly  come  here  to-day. 

2224.  Do  you  agree  generally  with  the  evi- 
dence given  by  the  mayor  at  our  last  meeting  ? 
— Generally. 

2225.  How  did  the  Dock  Board  come  to  take 
a part  in  the  conference  which  has  taken  place  at 
Liverpool  ^ — There  has  for  some  years  past  been 
a strong  feeling  in  Liverpool  that  we  were  losing 
our  trade  to  a great  extent,  and  it  was  thought 
desirable  by  the  Dock  Board  to  appoint  a com- 
mittee to  inquire  into  the  allegations  that  were 
made  ; they  appointed  a committee  in  August 
1879,  to  consider  the  question,  and  the  terms  of 
the  resolution  upon  which  that  committee  was 
appointed  were  these  : “ That,  in  the  interests  of 
the  Mersey  Dock  Trust,  it  is  essential  that  full 
information  shall  be  obtained  as  to  the  tariffs 
of  the  different  railway  companies  and  other 
inland  carriers,  for  the  carriage  of  produce  and 
merchandise  between  this  port  and  the  interior ; 
and  also,  as  to  whether  any  preferential  or  dis- 
criminating rates  or  arrangements  are  in  force 
by  such  companies,  tending  to  favour  the  trade  of 
other  ports  to  the  disadvantage  of  the  port  of 
Liverpool.”  The  special  committee  dealt  with 
the  subject,  and  took  evidence  ; and  this  simple 
abbreviated  report  {handing  in  same)  was  the 
result  of  that  inquiry.  It  ended  by  stating : 
“From  the  information  thus  obtained,  elaborate 
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statements  have  been  compiled,  showing  the 
rates  per  ton  per  mile  for  the  carriage  of 
cotton,  sugar,  timber,  rice,  provisions,  grain,  fine 
goods,  and  iron,  between  the  following  ports 
and  various  inland  towns,  viz.,  Liverpool,  Gars- 
ton,  Holyhead,  Goole,  Fleetwood,  Barrow, 
Gloucester,  Bristol,  Sharpness,  Avonmouth, 
Swansea,  Cardiff,  Newport,  and  London.  These 
statements  show  that  the  rates  charged  by  the 
respective  companies  for  the  carriage  of  goods 
between  Liverpool  and  certain  inland  towns 
compare  unfavourably  with  those  charged  to  the 
same  towns  from  other  ports,  the  Liveiqmol  rates 
per  mile  being  generally  higher  that  those  charged 
from  other  ports.”  Then  the  committee  wind  up 
by  suggesting  that  these  facts,  having  been  brought 
out,  should  be  handed  over  to  a broader  com- 
mittee instead  of  confining  it  to  the  Dock  Board ; 
it  was  then  arranged  that  this  committee  should 
consist  of  the  city  council  and  the  various 
mercantile  associations  of  the  city,  and  also  of 
the  chamber  of  commerce,  with  a representa- 
tion from  the  Dock  Board.  That  was  done, 
and  the  larger  committee  then  appointed  consisted 
of  a very  large  representative  body,  with  the 
mayor  as  its  chairman,  and  Mr.  Hornby,  the 
chairman  of  the  Dock  Board,  as  its  deputy 
chairman.  Their  report  was  last  week  handed 
in  by  the  mayor. 

2226.  The  upshot  of  this  simply  is,  that  the 
rates  are  unfavourable  to  Liverpool,  considered 
as  mileage  rates;  is  that  so? — It  is  so.  Then,  in 
continuation  of  the  question  you  put  to  me,  which 
I have  scarcely  answered  yet,  you  asked  the 
reasons  why  the  Dock  Board  came  to  take  up 
this  question.  I cannot  do  better  than  give  you 
these  facts.  From  1869  to  1872,  and  that  was 
long  after  the  period  when,  as  the  mayor  who 
was  before  you  on  the  last  occasion  stated,  we 
suffered  the  loss  of  very  important  trades,  like 
the  China  trade,  the  East  India  trade,  and  the 
Australian  trades. 
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Mr.  Samuelson — continued. 

2227.  You  make  the  comparison  from  a later 
date  than  the  mayor  did  on  Thursday  ; — Yes. 
From  1869  to  1872,  there  was  a great  in- 
crease in  the  trade  of  this  country,  and  we  kept 
our  own  in  proportion  to  that  great  increase 
of  trade.  By  the  returns  I have  here,  which  are 
the  returns  of  tons  of  cargo  (because  value  does 
not  represent  really  what  is  necessary  for  rail- 
ways to  carry  in  order  to  make  profit)  from  1869 
to  1872,  the  total  export  and  import  of  all  cargoes 
to  and  from  the  United  Kingdom  increased  by 
24  per  cent.  Liverpool  during  that  time  increased 
her  dues  on  goods  by  30  per  cent. ; of  course  I 
may  mention  that  in  Liverpool  we  can  only  base 
our  figures  upon  the  dock  and  town  dues  collected, 
which  are  the  best  criterion  you  can  possibly 
have.  In  the  next  period,  from  1872  to  1878, 
which  Avas  a period  of  considerable  depression, 
the  imports  and  exports  of  the  United  Kingdom 
increased  24|^  per  cent.,  whereas  the  dues  in 
Liverpool  increased  only  9^  per  cent,  during 
that  jAeriod. 

2228.  Will  you  give  the  tonnage  figures  ? — In 
1869  the  total  exports  and  imports  to  and  from  the 
United  Kingdom  were  28,667,103  tons,  and  the 
dueson  goods  in  Liverpool Avei’e 383,849/.  In  1872 
the  exports  and  imports  Avere  35,558,786  tons,  or 
an  increase  of  about  24  per  cent. ; the  dues  in 
Liverpool  on  goods  amounted  in  that  year  to 
500,974/.,  shoAving  an  increase  of 30|-  percent. 
Now,  taking  the  next  period,  from  1872  to  1878, 
Ave  had  in  1878,  44,283,213  tons  outwards  and 
inwards  for  the  whole  kingdom,  shoAving  an  in- 
crease of  24^  per  cent.  In  that  same  year, 
1878,  the  dues  in  Liverpool  were  548,945/.,  or 
an  increase  of  9^  per  cent,  over  1872.  In 
1879  the  exports  and  imports  of  the  United  King- 
dom increased  4 per  cent.,  Avhilc  the  Liverpool 
dues  shoAved  an  actual  decrease  as  against  the 
previous  year.  From  1879  to  1880  the  total  ex- 
ports and  imports  of  the  United  Kingdom  shoAV 
an  increase  of  16  per  cent.,  and  the  Liverpool 
dues  amounted  in  1880  to  just  upon  600,000/.,  or 
an  increase  of  9f  per  cent,  over  the  previous  year. 
Perhaps  you  will  allow  me  to  give  you  a sum- 
mary of  it  in  this  way.  From  1869  to  1880  the 
total  exports  and  imports  of  the  United  Kingdom 
shoAved  an  increase  of  87  per  cent.,  Avhile  the 
Liverpool  dues  on  goods  during  the  same 
period  only  shoAved  an  increase  of  56  per  cent. 
I have  ali'eady  shown  the  Committee  that  during 
the  earlier  jieriod  we  Avere  in  excess  of  the  pro- 
portion, and  it  is  upon  that  that  the  general  im- 
pression rested  in  Liverpool  that  Ave  Avere  losing 
Avay ; and  it  so  happens  that  during  that  period 
the  BarroAV,  FleetAvood,  and  Garston  Doekscame 
into  competition  with  Liverpool,  besides  other 
“railway  docks,”  as  I may  call  them. 

2229.  And  that  competition  you  consider  to 
have  been  an  unfair  competition  ? — I consider  it 
to  have  been  an  unfair  competition,  and  it  is  in 
consequence  of  the  general  impression  that  this 
inquiry  took  place  in  Liverpool,  and  that  is 
the  Dock  Board’s  case  in  connection  Avith  the 
inquiry. 

Mr.  Barclay. 

2230.  Is  it  the  general  complaint  in  Liverpool 
that  the  raihvay  companies  give  unfair  rates  from 
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other  ports  to  Inland  towns  as  against  Liverpool  ? 
—That  is  so. 

2231.  And  that  by  so  doing  they  are  depriving 
Liverpool  of  its  natural  advantages  for  trade? — 
—Yes. 

2232.  Are  all  the  inland  rates  adverse  to  Liver- 
pool ? — I should  say  that,  Avith  very  fexv  excep- 
tions, they  are. 

2233.  Can  you  tell  me,  for  instance,  what  is 
the  mileage  rate  as  betAveen  Liverpool  and  Car- 
lisle and  BarroAV  and  Carlisle  ? — That  I could 
not,  because  we  do  not  contend  that  Ave  should 
supply  Carlisle  as  against  BarroAV,  Carlisle  being 
so  much  nearer. 

2234.  But  it  might  be  interesting  to  knoAV 
whether  the  raihvay  companies  give  you  the 
benefit  Avhen  you  are  the  longer  distance,  the 
same  as  they  do  to  BarroAV,  when  it  is  the  longer 
distance  from  the  consuming  place? — That  might 
be  a proper  subject  for  inquiry,  but  Ave  did  not 
go  into  it. 

2235.  Then  are  you  aAvare  that  the  railway 
companies  give  cheap  rates  out  of  Liverpool  to 
])laces  Avith  Avhich  there  is  sea  competition ; to 
Glasgow,  for  instance? — Yes,  they  do  ; they  are 
forced  to  do  so  by  the  sea  competition. 

2236.  Does  that  ofier  any  advantage  to  the 
trade  of  Liverpool? — No,  I should  say  it  does 
not. 

2237.  Does  it  offer  any  disadvantage  to  the 
jx»rt  of  Liverpool? — I should  think  not. 

2238.  Does  it  take  aAvay  the  trade  from  the 
port  of  Liverpool  that  Avould  go  coastAvise,  on  the 
natural  advantage  principle  ? — If  you  refer  to 
foreign  imports,  I should  think  it  does  not  affect 
the  trade  of  Liverpool,  because  the  goods  must  be 
brought  there  before  they  are  cither  transhipped 
by  steamer  or  rail. 

2239.  But  Avhen  goods  have  to  go  to  GlasgOAv, 
is  it  any  advantage  to  the  port  of  Liverpool  that 
the  raihvay  company  carries  at  cheap  rates  in 
competition  with  the  steamei’s  ? — None. 

2240.  Does  it  divert  trade  or  dues  from  the 
port  of  Liverpool,  Avhich,  under  natural  circum 
stances,  would  go  to  that  port  ? — No,  I can- 
not see  that  that  would  affect  LiA'erpool  at  all. 
Our  contention  is  that  at  the  back  of  Liverpool  you 
have  an  immense  consuming  and  industrial  popu- 
lation Avhich  Liverpool  ought  to  supply,  in  iSouth 
Lancashire  and  South  West  Yorkshire,  and 
that  the  trade  Ave  have  there  is  being  tapped  by 
the  raihvay  ports. 

2241.  Are  you  aAvare  Avhether  the  freights 
from  abroad  are  cheaper  to  BarroAV  or  FleetAvocd 
than  to  Liverpool? — Not  to  FleetAvood,  and  I am 
not  sure  that  they  are  so  to  BarroAv  ; to  Fleet- 
Avood there  is  no  difference  of  f reight.  As  far  as 
the  shipowner  goes,  he  would  sooner  come  to 
Liverpool  than  to  FleetAvood. 

2242.  Do  you  knoAV  any  case  in  Avhich  the 
policy  of  the  raihvay  companies  in  carrying  so 
much  cheaper  per  mile  from  Barrow'  and  Fleet- 
Avood, or  other  ports  than  from  Liverpool,  has  the 
effect  of  reducing  the  price  to  the  consumer  ? — I 
cannot  see  it  does  so  ; for  instance,  take  the  matter 
of  grain,  they  Avill  carry  it  at  the  same  rate  from 
FleetAvood  to  Manchester  and  Stockport  as  from 
Liverpool,  therefore  it  does  not  cheapen  the 
article  to  the  consumer  at  all. 

2243.  I understand 
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Mr.  Barclay — continued. 

2243.  I understand  you  have  already  told  us 
that  foreign  freight  is  not  cheaper  to  Barrow  or 
Fleetwood  than  to  Liverpool  ? — Certainly  not  to 
Fleetwood  in  the  matter  of  Avheat.  The  wheat 
that  comes  to  Fleetwood  from  abroad  comes  in 
bottoms  which  call  at  Queenstown  or  Falmouth 
for  orders;  all  those  ships  call  for  orders  for  the 
United  Kingdom,  and  there  is  no  difference  in 
the  freight  at  ail  ; it  is  a question  for  the  owner 
of  the  cargo.  If  he  is  a Manchester  man  he  can 
land  that  cargo  at  Fleetwood,  and  put  it  down 
in  Manchester  cheaper  than  he  can  if  it  is  landed 
at  Liverpool,  as  he  saves  dues,  &c.,  at  Fleet- 
wood. 

2244.  Can  vessels  be  chartered  at  New  York 
cheaper  for  the  Barrow  trade  than  for  Liverpool  ? 
— I should  think  not,  but  I am  speaking  of 
vessels  calling  for  orders. 

224o.  I wish  to  know  whether  chartering  from 
New  York  direct  to  Barrow  or  Fleetwood,  vessels 
could  be  chartered  more  cheaply  than  to  Liver- 
pool ? — I am  not  aware  that  there  is  any  charter- 
ing direct  to  those  places ; the  chartering  is 
generally  for  orders. 

2246.  Are  the  docks  at  Liverpool  and  Birken- 
head sufficient  to  accommodate  a much  larger 
trade  than  frequents  them  ? — There  has  been  a 
considerable  pressure  lately  for  accommodation 
for  the  larger  class  of  steamships,  and  to  meet 
that  want  we  are  spending  a very  much  larger 
sum  of  money  at  the  north  end  of  Liverpool ; 
and  when  those  docks  are  completed  there  will 
be  ample  accommodation  for  a long  time  to 
come. 

2247.  Supposing  that  trade,  which,  during 
the  last  few  years  has  gone  to  Barrow  and  Fleet- 
wood  (a  trade  which  you  contend  ought  to  have 
come  to  Livei-pool  direct),  had  come  to  Liver- 
pool direct,  could  you  have  given  it  accommoda- 
tion ? — Certainly. 

2248.  From  that  I infer  that  as  far  as  that 
trade  is  concerned  the  construction  of  the  Barrow 
and  Fleetwood  Docks  was  absolutely  unneces- 
sary ? — I should  not  like  to  say  that. 

2249.  As  far  as  that  trade  is  concerned,  which 
would  under  your  contention  come  to  Liverpool 
under  its  natural  conditions,  has  the  construction 
of  the  Barrow  and  Fleetwood  Docks  been  at  all 
necessary  in  your  opinion  ? — So  far  as  South 
Lancashire  and  South  West  Yorkshire  are 
concerned  they  were  unnecessary. 

2250.  If  the  dues  charged  at  Fleetwood  and 
Barrow  v/ere  sufficient  to  pay  the  interest  on  the 
cost  of  construction  and  maintenance  of  the 
docks  there,  do  you  think  the  dues  at  Barrow  or 
Fleetwood  would  be  cheaper  than  they  are  at 
Liverpool  ? — If  to  pay  a dividend  also  upon  the 
money  spent  were  an  element,  I should  think 
not. 

2251.  You  do  not  pay  any  dividend  in  Liver- 
pool?— None  at  all;  it  is  a public  trust  adminis- 
tered for  the  public  benefit. 

2252.  You  only  pay  interest  upon  the  money 
borrowed  from  the  public  for  the  purpose  of  con- 
structing the  docks  ? — Yes,  and  the  bonded  money 
does  not  exhibit  the  whole  amount  of  money 
expended  upon  those  docks. 
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2253.  Then  I ask  you  whether  upon  similar 
terms,  that  is  to  say,  paying  interest  on  the 
cost  of  construction,  the  Barrow  and  Fleet- 
wood  Docks  could  be  maintained  cheaper  than 
the  Liverpool  Docks ; that  is  to  say,  whether  at 
those  ports  they  could  afford  to  take  lower  dock 
dues  than  they  do  at  Liverpool  ? — I could  not 
say,  because  to  answer  the  question  one  would 
require  to  know  what  the  relative  cost  of  con- 
struction was,  as  compared  with  Liverpool,  and  I 
cannot  speak  to  that. 

2254.  According  to  your  impression,  do  you 
believe  that  the  dues  charged  at  Bari’ow  and 
Fleetwood  are  sufficient  to  pay  the  cost  of  con- 
struction of  the  docks  ? — There  are  no  dues 
charged  on  goods  at  Fleetwood,  that  charge  is 
borne  out  of  the  railway  rate ; the  railway  rate 
goes  to  pay  dues  which  ought  to  be  incurred 
by  the  goods  which  use  the  docks. 

2255.  And  I suppose  it  is  one  of  the  complaints 
of  Liverpool,  that  the  interest  on  the  cost  of  the 
construction  of  the  docks  is  charged  against  the 
public  in  some  other  shape,  instead  of  being  levied 
in  the  shape  of  dues  as  at  Liverpool? — There 
is  no  question  about  if,  it  must  come  out  of 
the  best  paying  part  of  the  traffic. 

2256.  Can  you  tell  the  Committee  under  whose 
control  the  docks  at  Fleetwood  and  Barrow  are? 
— Those  at  Fleetwood  are  under  the  control  of, 
and  are  mainly  owned  by,  the  Lancashire  and 
Yorkshire  Railway  Company. 

2257.  And  at  Barrow  ? — I cannot  say,  the 
Furness  Railway  and  Docks  seem  to  be  pretty 
much  one ; at  the  same  time  I could  not  say 
whether  they  are  separated  or  not,  at  all  events 
they  play  into  each  others  hands. 

2258.  So  far  as  the  South  Yorkshire  and 
Lancashire  trades  is  concerned,  do  you  admit 
that  there  are  any  greater  natural  advantage  at 
the  ports  of  Fleetwood  and  Barrow  than  at  Liver- 
pool ? — I say  that  the  port  of  Liverpool  is  a vastly 
superior  jiort  to  any  of  those,  so  far  as  the  port  is 
concerned ; but  if  you  speak  as  an  owner  of  cargo, 
there  is  no  doubt  that  the  owner  of  the  cargo  has 
to  pay  the  cartage  of  the  cargo  at  Liverpool, 
from  the  docks  to  the  rail ; whereas  at  the  other 
port,  at  Fleetwood,  the  railway  comes  down  to 
the  ship’s  side,  and  there  is  no  cartage. 

2259.  That  is  one  advantage  that  both  Fleet- 
wood  and  Barrow'  have,  as  compared  with  Liver- 
pool, in  this  respect,  that  the  railway  waggons  in 
the  first-named  places  come  alongside  the  vessels? 
— That  is  true. 

2260.  And  the  cartage  is  saved  ? — Yes,  the 
cartage  is  saved. 

2261.  Is  there  any  other  advantage  which 
these  ports  have  as  compared  with  Liverpool  ? — 
I am  aware  of  none,  except  that  the  railway 
companies  give  greater  facilities  to  the  owners  of 
pi'oduce ; they  will  store  cargoes  of  produce  at 
the  warehouses  at  Fleetwood  for  a very  long  time 
without  any  charge. 

2262.  You  eould  hardly  call  that  a natural 
advantage,  I suppose  ; that  is  rather  a pre- 
ferential or  artificial  advantage  at  the  general 
cost  to  the  public  ? — It  is  so  ; or  at  the  general 
cost  of  the  best  paying  part  of  the  traffic,  which 
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Mr.  Barclay — continued, 
we  maintain  is  between  Liverpool  and  Man- 
chester, Stockport,  and  such  like  places. 

2263.  Your  contention  is  that  the  traffic 
between  Liverpool,  Manchester,  and  Stockport, 
and  those  places,  has  to  pay,  to  a certain  extent, 
too  much  in  order  to  pay  the  expenses  of  the 
Fleetwood  and  the  Barrow  Docks  ? — That  is  our 
contention. 

Mr.  Dillwyn. 

2264.  I would  ask  whether  the  dock  dues  you 
charge  at  Liverpool  include  all  other  charges, 
such  as  pilotage? — No,  the  dues  are  a specific 
thing ; pilotage  is  another  ; the  pilotage  charges 
do  not  go  to  the  Dock  Board  at  all ; they  belong 
to  the  pilots  and  the  boat  owners,  but  they  are 
under  the  regulation  of  the  Dock  Board. 

2266.  Are  they  heavy  ? — No,  the  pilotage 
charges  at  Liverpool  are  very  light  indeed. 

2266.  As  compared  with  Fleetwood  and 
Barrow  ? — At  Fleetwood  and  Barrow  you  have 
a longer  distance,  but  they  are  very  light,  I 
believe. 

Mr.  Pease. 

2267.  Liverpool  has  compulsory  pilotage,  has 
it  not,  to  which  shipowners  object,  I believe? — 
No,  that  is  not  the  case  ; the  steamship  owners, 
as  an  association,  would  as  soon  be  without  com- 
pulsory pilotage,  but  the  sailing-ship  owners 
would  prefer  to  retain  it. 

2268.  There  is  no  compulsory  pilotage  at  Fleet- 
wood  and  Barrow,  1 believe  ? — No,  it  has  not 
come  into  play  there. 

2269.  Have  you  compared  the  increase  or  the 
decrease  of  the  trade  to  other  ports,  which  were 
mentioned  the  other  day,  as  you  have  done  for 
the  Liverpool  trade  ? — Bristol  has  fallen  oflf,  I 
believe  ; but  take  the  other  ports  more  comeat- 
able,  Sharpness,  Cardiff,  and  Avonmouth,  those, 
I believe,  have  very  much  increased. 

2270.  To  the  detriment  of  the  old  port  of 
Bristol? — I believe  so. 

2271.  Therefore,  the  old  port  of  Bristol  has 
not  been  the  one  that  has  got  any  advantage  out 
of  Liverpool  ? — To  some  extent  I believe  it  has, 
in  the  shipment  of  iron  from  the  Midland  district. 

2272.  1 do  not  mean  the  Bristol  Channel  ports, 
but  Bristol  proper? — We  have  principally  dealt 
with  the  newer  ports,  which  you  may  call  railway 
ports,  like  Avonmouth,  Sharpness,  and  Cardiff. 

2273.  Then  presuming  that  the  rate  to  what 
were  termed  by  the  Mayor  of  Liverpool  the 
four  centres  of  consumption,  ure  the  same  from 
Fleetwood  and  Barrow,  and  from  Liverpool  ; 
that  is  to  say,  the  same  in  gross;  that  is  w'hat 
you  complain  of,  is  it  not? — Our  complaint  is 
this,  that  Fleetwood,  Barrow,  and  Garston  have 
special  advantages  from  being  railway  ports,  and 
that  the  gross  rate  charged  is,  as  a mileage  rate, 
considerably  under  that  charged  from  Liverpool 
to  the  same  places. 

2274.  Supposing  the  railways  were  all  in  one 
hand,  the  company  would  be  carrying  a longer 
distance  for  the  same  money  ?— They  do  so  in 
the  case  of  Fleetwood,  &c.,  now. 

2275.  Does  not  the  rate  of  the  lowest  possible 
distance  regulate  the  rates  from  all  other  ports 
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practically  ? — It  does  not  seem  to  do  so  ; because 
when  you  take  even  a shorter  distance,  such  as 
that  from  Fleetwood  to  Preston,  the  rate  from 
Liverpool  to  Preston  is  higher  than  it  is  for  the 
shorter  distance  from  Fleetwood  to  Preston. 

2276.  What  is  the  distance  Irom  Fleetwood  to 
Preston  ? — Twenty  miles. 

2277.  What  is  the  distance  from  Liverpool  to 
Preston  ? — Twenty-eight  miles. 

2278.  What  are  the  gross  dues? — On  timber 
it  is  3 s.  4 d,  from  Fleetwood  to  Preston,  and 
6 s.  3d.  from  Liverpool  to  Preston  ; that  is  a 
difference  of  34  per  cent,  as  against  Liverpool 
upon  the  mileage. 

2279.  Taking  cotton  from  Liverpool  to  Stock- 
port,  have  you  the  rate  for  that  ? — From  Liver- 
pool.to  Stockport,  a distance  of  36  miles,  the  rate 
is  9 s.  a ton,  or  3 d.  per  ton  per  mile. 

2280.  What  is  the  distance  from  Fleetwood  to 
Stockport? — Sixty  miles;  and  the  rate  is  9s.  per 
ton,  or  1|  d.  per  ton  per  mile,  a difference  of  60 
per  cent,  upon  the  mileage  rate,  in  favour  of  Fleet- 
wood. 

2281.  Therefore  the  rate  charged  for  the 
shorter  distance  practically  settles  the  charge  for 
the  longer  distance? — It  does  not  do  so  in  mileage, 
in  the  gross  it  seemingly  does ; but  even  dis- 
tance does  not  settle  it  ; the  railway  com.panies 
arbitrarily  decide  for  themselves. 

2282.  The  railway  companies  are  charging  the 
same  rate  for  the  longer  distance  as  for  the  shorter 
distance  ? — They  are,  as  a rule. 

2283.  Could  there  possibly  be  any  ship  going 
into  Fleetwood  with  cotton  if  its  cargo  were  to  be 
charged  a higher  rate  to  Stockport  than  the 
Liver])ool  rate? — No,  it  would  not  pay  to  go  there. 

2284.  It  would  not  go  there  ? — No,  it  would 
not. 

2285.  Therefore  the  public  have  the  advantage 
of  the  choice  of  ports  at  the  same  rate  ? — The 
jiublic  have  no  advantage  from  it,  because  Liver- 
pool could  supply  the  whole. 

2286.  Presuming  the  ship  had  other  cargo  to 
be  sent  on  to  Newcastle  or  Carlisle,  to  the  freighter 
it  makes  no  matter  which  port  he  goes  into  with 
the  cotton  ? — It  is  a question  of  little  moment 
for  the  owner  of  the  cotton,  or  wheat  or  other 
article,  what  port  he  goes  into,  so  long  as  he 
gets  the  article  put  down  at  the  same  rate. 

2287.  Do  you  come  to  the  conclusion  that  it  is 
not  an  advantage  to  the  public  to  have  the  choice 
of  ports  at  the  same  rate  ? — I should  not  like  to 
answer  the  question  in  the  negative,  but  it  is 
certainly  not  to  the  advantage  of  Liverpool. 

2288.  I understand  the  Mersey  Dock  Board 
arose  from  the  purchase  of  a number  of  private 
undertakings  amalgamated? — No,  at  one  time 
the  dock  property  belonged  to  the  Town  Council, 
and  was  managed  by  a committee  called  the  Dock 
Committee  of  the  Town  Council;  Birkenhead 
was  not  a private  dock. 

2289.  Upon  the  other  side  of  the  river  there 

were  other  docks  than  those  belonging  to  the 

corporation? — 'I'here  are  the  Duke’s  Docks, 

which  belong  to  the  Bridgewater  Canal  Naviga- 
• • 1 1 ^ ® 

tion  still. 

2290.  Did  the  trust  only  become  accountable 
for  the  actual  money  expended  upon  those  docks 
which  it  took  over,  or  were  there  any  premiums 

paid 
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paid  to  tlie  Liverpool  Corporation  and  private 
parties  ? — There  was  not  a premium  given  to  the 
corporation  for  the  docks. 

2291.  But  for  certain  I’ights  over  them  ? — For 
the  right  to  levy  town  dues  there  was  a payment 
made. 

2292.  These  town  dues  have  practically  become 
a charge  upon  the  Mersey  Dock  and  Harbour 
Board,  have  they  not  ? — Yes,  they  have. 

2293.  Therefore,  where  there  are  no  such 
charges  as  at  Fleetwood  and  Barrow,  those  people 
can  do  the  work  more  cheaply  than  you  can? — I 
do  not  say  that. 

2294.  But  neither  Fleetwood  nor  Barrow  are 
handicapped  as  Liverpool  is  by  that  amount  of 
capital  which  was  paid  over  to  the  Liverpool  Cor- 
poration ? — I should  say  not, 

Mr.  Lowther. 

2295.  You  said  there  were  special  advantages 
afforded  at  Fleetwood  and  Barrow  ; what  are  the 
special  advantages  to  the  owners  of  produce  ? — 
Take  a cargo  of  wheat  which  has  been  ordered  by 
a Manchester  miller  on  to  Manchester,  instead  of 
ordering  it  to  Liverpool  he  will  order  it  to  Fleet- 
wood,  because  he  saves  the  dues  which  he  would 
incur  if  he  sent  that  same  cargo  to  Liverpool. 

2296.  Do  you  mean  the  harbour  dues  ? — The 
dock  and  town  dues;  again,  if  the  vessel  dis- 
charged in  any  open  dock,  he  would  have  cartage 
to  pay  to  the  railways.  When  wheat  is  dis- 
charged in  a closed  dock  in  Liverpool,  that  is 
into  the  grain  warehouses,  there  is  no  cartage  to 
be  paid  upon  such,  because  the  railway  companies 
take  the  wheat  from  the  grain  warehouses. 

2297.  Then  you  have  cartage  in  Liverpool? — 
Yes,  Ave  have  cartage, 

2298.  Could  the  railways  not  have  been  con- 
structed so  as  to  avoid  that  cartage? — They  take 
away  a large  quantity  of  produce  now  over  the 
railway,  which  is  all  round  the  docks  ; but  the 
railway  companies  have  no  right  to  pass  over 
the  estate.  I should  mention  that  in  Birkenhead 
the  railway  companies  have  perfect  liberty  to 
pass  over  all  the  lines  of  rail  there. 

2299.  You  said  that  all  inland  rates  were 
adverse  to  l.iverpool  ? — Almost  entirely. 

2300.  Now,  there  are  a great  quantity  of 
oranges  sent  to  Liverpool,  are  there  not  ? — Yes. 

2301.  Do  you  know  the  rate  between  Liver- 
pool and  Barrow  for  oranges  ? — I do  not  know  it. 

2302 . I am  told  it  is  84  miles,  and  that  the 
rates  are  16  s.  6 d.,  and  between  Liverpool  and 
Glasgow,  which  is  220  miles,  the  rates  are 
21s.  6 cZ.  Now,  I am  told  that  between  Bristol 
and  Birmingham,  which  is  90  miles,  the  rate  is 
17  s.  6 d.? — That  is  so. 

2303.  And  the  rate  between  Bristol  and  Leeds, 
which  is  202  miles,  is  how  much? — 37  s.  6 d. 

2304.  Are  you  quite  sure  the  rate  is  37 s.  6d.? 
— Yes;  those  are  the  figures  which  we  obtained 
from  the  trade. 

2305.  Then  I think  I understood  you  to  say 
that  the  trade  to  Liverpool  had  fallen  off,  more 
particularly  when  Barrow  and  Fleetwood  came 
into  existence? — Yes;  when  the  competition  of 
these  outside  ports  took  place  there  is  no  doubt 
the  trade  of  Liverpool  did  fall  ofi  in  a greater 
degree  than  it  ought  to  have  done.  I do  not 
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mean  to  say  that  you  should  literally  adhere  to 
these  per-centages  of  figures,  for  this  reason,  that 
at  one  time  we  supplied  all  the  north-east  of 
England  with  provisions;  but  when  Messrs. 
Wilson,  of  Hull,  opened  their  line  direct  between 
New  York  and  Hull,  of  course  we  could  not  ex- 
pect to  supply  the  district  immediately  round 
Hull ; and  then  also  there  is  a large  trade  now 
direct  between  New  York  and  the  north-east  of 
England  which  did  not  exist  formerlv.  These 
causes  all  go  to  tap  the  trade,  to  a certain  extent. 

2306.  That  would  account  for  it  more  than  the 
high  rates  you  pay  upon  the  railways ; that  is  to 
say,  the  falling  off  of  trade  at  Liverpool  is  not  so 
much,  as  we  are  given  to  understand,  a falling 
off  due  to  the  high  rates  charged  by  the  railways 
as  to  the  sea  competition? — We  contend  that 
much  of  our  trade  goes  through  certain  other 
ports  which  ought  to  go  through  Liverpool,  in 
consequence  of  the  high  mileage  charge  to  and 
from  Liverpool  as  compared  with  those  other 
places. 

Mr.  Nicholson. 

2307.  You  stated  that  the  dock  and  harbour 
charges  at  Liverpool  on  cotton  were  3 s.  Qd.  a 
ton  ? — I think  it  must  have  been  the  mayor  who 
said  so,  but  they  would  be  about  that, 

2308.  Then  that  added  to  the  9 s.  would  make 
12  s.  6 cZ.  a ton,  charged  from  the  ship’s  side,  from 
Liverpool  to  Stockport  ?—  It  would  be  so. 

2309.  Are  you  aware  whether  anything  more 
than  the  9 s.  would  be  paid  on  cotton  coming 
from  Fleetwood  ? — There  must  be  something  in- 
curred in  handling  the  cotton. 

2310.  That  is  the  point  which  I wish  to  get  at? 
— That  does  not  appear,  of  course,  in  the  railway 
charge. 

Ml.  Callan. 

2311.  I think  you  stated  that  you  endorsed 
Mr.  Forwood,  the  mayor’s,  evidence? — Yes, 
generally,  I do. 

2312.  Do  you  accept  his  evidence  as  regards 
Ireland  altogether  ? — That  was  a subject  never 
taken  up  by  our  committee. 

2313.  Then  I may  take  it  that  you  do  not 
endorse  his  evidence  altogether  as  regards  Ire- 
land  ? — I cannot  do  that. 

2314.  Do  you,  or  do  you  not? — I cannot  do 
either,  not  having  gone  into  the  subject. 

2315.  What  are  the  Liverpool  tonnage  rates  for 
the  Irish  steamers? — The  coasting  trade  runs 
from  about  3 cZ.  to  6 cZ,  a ton  dock  dues. 

2316.  What  are  the  tonnage  rates  for  coasting 
steamers  on  the  eastern  coast  of  Ireland ?— From 
the  east  coast  of  Ireland  they  are  4^  d.  a ton. 

2317.  What  are  your  harbour  rates? — There 
are  no  harbour  rates  charged  at  all ; they  are 
infinitesimal, 

2318.  There  are  harbour  rates,  what  are  they? 
— They  run  from  § d. 

2319.  What  are  the  harbour  rates  on  steamers 
coasting  from  Liverpool  to  the  east  coast  of  Ire- 
land ? — Five-eighths  of  a penny. 

2360.  What  are  your  wharf  rates  upon  the 
same  class  of  vessels? — We  have  no  wharf  rates 
in  Liverpool we  have  appropriated  berths  to  the 
various  lines  of  steamers. 
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Mr.  Callan — continued. 

2321.  Will  you  refer  to  page  19  of  the 
pamphlet  produced  by  the  mayor? — It  is  so;  you 
are  quite  right. 

2322.  Is  it  not  rather  strange  that  a stranger 
like  myself  should,  in  a matter  affecting  you,  be 
better  acquainted  with  it  than  yourself? — You 
get  the  information  from  the  same  source  as  I do. 

2323.  What  are  the  total  rates  ; I am  speaking 
of  steamers  trading  from  the  east  coast  of  Ireland 
to  Liverpool  ? — They  are  about  d.  The  facts 
are,  that  a steamer  entering  the  dock  and  paying 
dock  tonnage  dues,  pays  no  harbour  nor  wharfage 
rates  ; but  if  she  does  not  go  into  dock,  but  in- 
stead, goes  alongside  the  stage,  she  pays  wharf- 
age dues  and  harbour  rates  only. 

2324.  When  you  were  considering  the  ques- 
tion as  to  the  decrease  of  the  trade  of  the  port  of 
Liverpool,  and  as  to  the  railways  depriving 
Liverpool  of  its  natural  trade,  have  you  ever  con- 
sidered the  question  of  your  own  charges? — Yes, 
we  have  and  are  always  doing  so. 

2325.  Have  you  ever  had  any  complaints  from 
Irish  steamship  companies  ? — I could  not  say 
whether  we  have,  or  not. 

2326.  You  come  here  to  give  evidence  before 
this  Committee  as  a member  of  the  Mersey  Dock 
Board,  and  you  cannot  tell  us  whether  you  ever- 
had  any  complaints  from  the  Irish  steamship 
trade  ? — I am  not  a member  of  the  docks  and 
quays  committee,  who  have  to  do  with  such 
questions. 

2327.  Then  as  a member  of  the  Mersey  Dock 
Board,  you  know  nothing  whatever  about  the 
Irish  trade  ? — I know  nothing  whatever  about 
the  Irish  trade. 

2328.  And  you  know-  nothing  whatever  as  to 
whether  it  is  your  own  laches  which  has  caused 
the  diminution  of  the  trade  with  Ireland  ? — I can- 
not say  Avhat  it  is. 

2329.  Then  is  your  mind  a perfect  blank  upon 
the  subject? — I can  only  say  that  neai'ly  all  the 
cattle  from  Ireland  are  landed  at  the  landing 
stage,  and  you  cannot  have  better  facilities  for- 
landing  them  than  you  have  there. 

2330.  And  where  are  they  driven  then  ? — To 
the  railway  station. 

2331.  How  far  would  that  be? — It  would 
depend  upon  the  stations  they  were  sent  to  ; the 
great  cattle  station  is  Edgehill. 

2332.  How  far-  would  that  be  ? — That  would  be 
2\  miles,  I think. 

2333.  Is  it  not  nearer  four  miles  ? — I think 
not. 

2334.  The  cattle  are  driven  right  across  Liver- 
pool, are  they  not? — Yes. 

2335.  If  cattle  were  landed  at  Holyhead,  how 
far-  would  they  be  driven?— I cannot  say. 

2336.  You  said  that  no  greater  facilities  were 
afforded  anywhere  than  were  afforded  at  Liver- 
pool?— I said,  as  regarded  the  landing. 

2337.  You  further  state  that  the  railway  com- 
panies give  great  facilities  for  the  storage  of 
goods  at  Fleetw'ood  ? — Yes. 

2338.  With  the  facility  they  also,  I believe, 
give  civility  ? — I should  be  very  sorry  if  any  of 
the  officials  of  the  Dock  Board  did  rrot  give 
civility. 

2339.  I was  asking  about  Fleetwood? — I 
should  be  disposed  to  believe  they  do. 
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2340.  Do  the  Dock  Board  give  similar  facilities  ? 
— They  cannot  offer  the  same  facilities  as  they 
can  at  Fleetwood,  because  the  railway  companies 
come  alongside  the  docks  there. 

2341.  Are  they  allowed  to  use  locomotives 
along  the  line  of  docks  at  Liverpool  ? — Not  along 
the  line  of  docks,  because  there  is  so  much  cart 
traffic ; it  could  not  be  done. 

2342.  You  would  not  give  the  r.ailway  com- 
pany permission  at  any  time  to  do  so  ? — It  could 
not  be  done. 

2343.  I am  not  asking  about  whether  it  could 
not  be  done:  I ask,  as  a matter  of  fact,  are  the 
i-ailway  companies  allowed  to  use  locomotives 
along  the  line  of  docks  ? — Not  in  Liverpool,  but 
in  Birkenhead  they  are,  where  it  does  not  inter- 
fere with  the  cart  traffic. 

Mr.  Barnes. 

2344.  I think  you  stated  that  the  docks  in 
Liverpool,  being  a trust  belonging  to  the  town, 
only  pay  an  interest  on  the  bonds  ? — That  is 
all. 

2345.  Do  not  they  pay  beyond  that,  a sum  for 
redemption?- — There  is  100,000/.  a year  set 
aside  for  a reserve  fund,  as  a sort  of  security,  to 
the  bondholders. 

2346.  That  is  over  and  above  ? — Out  of 
revenue  ; out  of  revenue  there  is  100,000  /.  set 
aside  every  year. 

2347.  Vessels  chartered  from  New  York  to  call 
for  orders  you  say  go  at  the  same  freight  to 
Fleetwood  and  Barrow? — Yes. 

2348.  But  Fleetwood  can  give  no  cargo  out, 
can  it,  or  do  they  go  to  another  port  from  that  ? 
— You  can  ship  coal  fi-oin  Fleetwood,  and  you 
can  ship  iron  as  well  as  coal  from  Barrow. 

2349.  It  is  notio  their  advantage  to  go  to  this 
port  ? — No,  not  at  all ; I believe  that  as  far  as 
the  shipowners  are  concerned  they  prefer  to  go 
to  Ijiverpool  ; but  it  is  not  the  shipowner  who  has 
the  control  of  the  sending  of  his  ship,  it  is  the 
OAvner  of  the  cargo  who  controls  the  destination 
of  the  ship,  Avhen  she  calls  for  orders. 

2350.  You  think  that  Fleetwood  and  Barrow, 
having  each  of  them  a docks  and  a railway  in  one 
hand,  the  dock  and  the  town  dues  are  sunk  in  the 
rate  inward? — They  are  sunk  in  the  carriage. 

2351.  And  does  that  militate  against  Liver- 
pool, Liverpool  having  to  make  the  toAvn  dues 
and  the  railway  rate  in  addition  ? — It  simply 
means  this,  that  the  actual  railway  carriage 
charged  is  so  much  less  from  Fleetwood  to  Man- 
chester than  from  Liverpool;  to  that  extent  we 
are  handicapped. 

2352.  Have  you  any  instances  in  Avhich  the 
railway  companies  charge  the  same  rate  where 
goods  go  to  a more  distant  town  than  Barrow  or 
Fleetwood ; you  say  that  cotton  is  sent  from 
Fleetwood  and  also  from  Liverpool  at  9 s.  to 
Stockport,  can  you  take  another  case  ? — You  will 
observe  that  Liverpool  is  a shorter  distance  to  all 
these  centres  of  industry ; the  only  exception  is 
as  between  Fleetwood  and  Preston.  Though 
the  distance  is  greater  from  Liverpool,  the  mile- 
age charge  is  disproportionately  in  favour  of 
Fleetwood. 

2353.  I think 
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2353.  I think  you  were  the  chairman  of  a com- 
mittee who  issued  tlie  report  which  I have  here, 
marked  private  and  confidential  ; it  is  the  report 
of  the  executive  committee  to  the  general  com- 
mittee on  railway  rates  and  railway  administra- 
tion alfecting  the  port  of  Liverpool  ? — I was. 

2354.  Then,  in  point  of  fact,  you  have  studied 
the  question  very  carefully? — I have  only 
studied  it  with  reference  to  the  point  as  to  how 
the  trade  from  outlying  ports  affects  the  trade  of 
our  port. 

2355.  Butyou  state  that  the  Indian,  Australian, 
and  China  trades  have  been  altogether  lost  to 
Liverpool  bv  the  differential  rates  by  railway  ? — 
The  mayor  of  Liverpool  stated  so,  but  I did  not. 

2356.  Would  you  state  to  the  Committee  what 
is  the  cause  of  the  removal,  if  there  be  such  a 
thing,  of  the  India,  China,  and  Australian  trades 
from  Liverpool  ? — There  ai’e  many  causes  which 
have  led  to  it,  but  I think  the  great  reason  why, 
for  instance,  the  China  trade  inwards  has  entirely 
centred  in  London,  is  the  facilities  given  for 
working  the  large  and  increasing  trade  from 
China. 

2357.  What  facilities  do  you  refer  to? — 
Banking  facilities;  naturally  a trade  carried  on 
in  that  way  comes  more  directly  under  the  eyes 
of  the  banking  interest,  and,  to  a certain  extent 
that  would  apply  to  the  Calcutta  and  Australian 
import  trades. 

2358.  Although,  no  doubt,  everybody  would 
admit  that  if  you  had  lower  rates  at  Liverpool, 
it  would  be  an  advantage  to  somebody  ; you  would 
not  yourself  confirm  the  mayor  in  roundly  stating 
that  Liverpool  had  lost  the  India,  China,  and 
Australian  trades  entirely  because  of  the  railway 
rates  for  carriage  ? — I should  not  say  so  ; but 
allow  me  to  add  this,  that  the  mayor  in  his 
remarks  upon  that  point  referred  to  the  inward 
trades  from  those  different  jffaces  which  Liver- 
pool has  entirely  lost;  a very  small  portion 
only  of  the  Calcutta  trade  still  comes  into  Liver- 
pool. As  regards  the  export  trade,  we  have 
almost  lost  that  a.s  well,  excepting  in  a very  small 
degree  ; and  I may  mention  that  the  owner  of  the 
only  line  of  steamers  we  have  from  Liverpool  to 
China  told  me  that  he  is  obliged  to  load  half  his 
steamers  now  in  London,  instead  of  loading  them 
all  in  Liverpool ; tliat  is  in  consequence,  not  so 
much  of  the  advantages  of  loading  in  London,  as 
that  it  does  not  pay  him  to  come  round  to  Liver- 
pool to  load  his  cargo  after  discharging  inward 
cargo. 

2359.  But  he  did  not  contend  that  the  sole 
cause  of  the  loss  of  the  tea  trade  was  the  railway 
rates? — No,  certainly  not. 

2360.  I want  to  know  whether  it  is  not  the 
fact  that  there  is  a thing  called  the  Steamboat 
Conference,  which  regulates  the  Indian  and 
China  trade,  both  from  London  and  Liverpool, 
and  that  the  receipts  of  that  conference  are  thrown 
into  a common  pot  and  divided  ; that  is  to  say, 
tho'e  trades  have  a combination  which  rigidly 
divide  the  freight,  and  divide  the  profits? — I be- 
lieve there  are  combinations  in  London  of  the 
kind  you  name,  but  whether  the  lines  to  India  or 
the  one  line  out  of  Liverpool  to  China  are  in  that 
combination,  I could  not  say. 

2361.  But  you  would  not  contradict  me,  when 
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I suggest  that  there  is  that  combination  ? — I 
would  not  contradict  you. 

2362.  With  regard  to  the  evidence  of  the 
mayor,  the  honourable  Member  for  Banbury  put 
a question  to  him,  and  one  part  of  the  answer  of 
the  mayor  was  as  follows  : “ The  maximum  in  the 
Duke  of  Bridgewater’s  Canal  Act,  which  is  un- 
repealed to  this  day,  is  6 5.  a ton;  I must  be 
understood  as  referring,  for  the  present,  only  to 
manufactured  goods  ” ; would  yon  confirm  that 
statement? — I believe  it  is  in  the  evidence  that  we 
had  put  before  us,  but  I have  not  myself  inquired 
into  the  Kailway  and  Canal  Acts,  and  I should 
not  like  to  express  an  opinion  upon  the  point. 

2363.  Would  you  contradict  me  when  I say 
that  that  Act  authorised  a rate  of  6 s.  to  be 
charged  upon  the  canal  which  terminated  at  Run- 
corn ?— I am  aware  that  the  canal  terminates  at 
Runcorn. 

2364.  In  fact,  they  have  no  other  terminus? — 
They  have  no  other  terminus ; but  still  they 
delivered  goods,  and  they  do  still,  by  canal  into 
Liverpool. 

2365.  But  do  you  m.ean  to  tell  me  that  the 
whole  charge  from  Manchester  to  Liverpool,  au- 
thorised by  the  Duke  of  Bridgewater’s  Act,  was 
only  Gs.  for  merchantable  goods? — I believe 
that  is  the  reading  of  it ; I can  recollect  the  time 
when  goods  were  being  brought  from  Liverpool 
to  jVl  anchester  by  canal  at  4 s.  6 d.  to  5 s.  6 d.  a 
ton. 

2366.  That  was  in  the  time  of  competition? — 
Yes,  probably. 

2367.  If  I am  right  in  assuming  that  the  6 s. 
which  the  mayor  gave  to  the  Committee  as  the 
maximum  charge  between  Manchester  and  Liver- 
pool,  was  the  maximum  charge  to  Runcorn  only, 
then  the  service  performed  at  present  and  in  past 
times  included,  in  addition  to  the  distance  to 
Runcorn  (the  conveyance  over  the  canal),  20  miles 
of  sea  carriage  from  Runcorn  to  Liverpool? — I 
could  not  answer  the  question. 

2368.  But  if  it  is  a fact  that  that  which  the 
Mayor  of  Liverpool  deliberately  stated  to  the 
Committee  as  the  rate  from  Manchester  to  Liver- 
pool was  the  rate  from  Manchester  to  Runcorn, 
the  mayor  would  be  wrong? — Yes,  I think  the 
mayor  meant  that  from  Manchester  to  Liverpool 
was  a 6 5.  rate. 

2369.  He  said  so? — So  I understood. 

2370.  Do  you  concur  with  his  worship  in  say- 
ing that  Liverpool  has  had  no  advantages  from 
railways? — I should  bo  very  sorry  to  make  that 
admission. 

2371.  I will  take  the  question  as  far  as  rates 
go  ; I will  not  assume  that  the  mayor  ventured 
upon  the  proposition  that  Liverpool  was  not 
benefited  in  any  way  by  the  construction  of  rail- 
ways, but  that  it  was  not  benefited  upon  the  ques- 
tion of  rates.  Now,  am  I wrong  in  asking  this, 
whether  through  the  opening  of  the  railway 
between  Liverpool  and  Manchester  the  cotton 
rate  was  not  reduced  33  per  cent.,  the  grain  rate 
30  per  cent.,  and  the  timber  rate  20  ])er  cent., 
and  whether  since  then  further  reductions  have 
not  been  made? — I would  not  express  an  opinion 
upon  those  points;  the  question,  1 presume,  that 
leads  out  from  your  figures  is,  whether  Liverpool 
has  been  benefited  by  the  railway  interest  or  not. 

r 2372.  I want 
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2372.  I want  the  answer,  Yes  or  No  ; whether 
you  know  it,  or  do  not? — I do  not  know. 

2373.  Can  you  tell  me  what  the  rate  for  bale 
goods  was  in  decennial  periods  fi'om  1811  to 
1881  ? — I cannot. 

2374.  Or  for  cotton,  or  for  grain  ? — No. 

2375.  Or  for  sugar?-  No. 

2376.  Or  for  timber  ? — No. 

2377.  Do  you  mean  to  tell  the  Committee  that 
whether  you  take  1811,  1821,  1831,  1841,  1851, 
and  so  on  up  to  1881,  the  rates  have  not  been 
largely  reduced  since  the  opening  of  railways  ? — 
I do  not  know  whether  they  have  or  have  not. 

2378.  If  they  have,  you  will  concede  to  me  in 
assuming  that  Liverpool  has  been  benefited  in 
the  matter  of  rates? — 1 should  not  like  to  say 
anything  with  regard  to  the  mayor’s  evidence 
upon  that  point.  When  I said  that  I approved 
of  the  evidence  given  by  the  mayor,  and  con- 
curred in  it,  I referred  mainly  to  the  evidence  he 
gave  ujion  the  different  rates,  and  the  actual 
figures  that  he  quoted. 

2379.  Referring  to  the  evidence  given  before 
this  Committee  upon  the  31st  of  March  1881,  in 
answer  to  a question  by  the  honourable  INIeinber 
for  Banbury,  No.  1652,  the  mayor  said  this  : “ I 
may  say  that  we  have  absolutely  derived  no 
benefit  in  Liverpool  from  the  opening  up  of  the 
railway  system  in  this  country  ; ” having  read  to 
you  that  answer,  may  I ask  you,  do  you  agree 
with  the  mayor? — 1 could  not  say.  I do  not 
see  that  I could  make  that  statement  myself  from 
my  own  knowledge. 

2380.  Now,  I do  not  wish  to  weary  you  or 
the  Committee  either.  If  you  are  unable  to 
verify  the  statement  th.at  I ask  you  to  verify, 
namely,  that  since  the  opening  of  railways  any 
very  large  percentage  of  reduction  has  been 
made  in  the  carriage  of  imported  traffic,  let  me 
ask  you  whether  it  is  not  also  the  fact  that  since 
the  date  I mentioned,  about  1830  I think  it  was, 
there  has  been  a very  large  increase  in  all  work- 
ing expenses,  in  the  value  of  property,  for  sta- 
tions and  sidings,  in  rates  and  taxes,  and  wages, 
and  everything  of  that  kind? — There  has  been ; 
but  at  the  same  time  there  has  been  a very  large 
corresponding  reduction  probably  in  the  cost  of 
working  traffic  otherwise,  apart  from  labour. 

2381.  But  as  regards  working  traffic,  in  the 
same  w'ay  and  by  the  same  means,  between  1830 
and  the  year  of  our  Lord  1881,  there  has  been 
an  enormous  increase  in  the  cost  of  performing 
every  operation,  has  there  not  ? — Yes  ; but  there 
has  been  very  great  economy  in  the  appliances 
for  saving  manual  labour,  which  there  were  not 
at  the  previous  date.  The  question  is  one 
which  I should  require  to  consider  before  answer- 
ing with  any  precision. 

2382.  Perhaps  you  would  allow  me  to  ask  you, 
whether  20  years  ago  the  working  expenses 
averaged  20  per  cent.,  and  now  they  average 
50  per  cent. ; I may  take  that  as  an  illustration  ? 
— I could  not  say. 

2383.  Now  I will  refer  to  another  point : take 
it  that  the  cost  of  an  operation  is  not  simply  the 
price  paid  for  perfoiming  one  part  of  the  opera- 
tion, but  the  real  value  consists,  not  only  of  the 
cost  of  conveyance  or  lifting,  or  anything  of  that 
kind,  but  of  the  facilities  given  to  trade  and  to 
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industry  involved  in  the  operation  ? — There  is  no 
doubt  that  they  all  are  questions  in  the  cost  of 
handling  produce. 

2384.  That  is  to  say,  if  I can  take  a quantity  of 
perishable  machinery  by  railway  in  one-sixth  of 
the  time  in  which  I could  have  conveyed  it  by 
cart  or  by  road,  that  -would  of  course  be  a justifi- 
cation for  a higher  price  being  charged  ? — There 
is  no  doubt  that  it  is  a very  important  considera- 
tion. 

2385.  Now,  as  a member  of  the  Dock  Board, 
you  are  aware  that  previously  to  the  construction 
of  the  Canada  Dock,  the  timber  trade  of  Liver- 
pool was  all  carried  to  the  Brunswick  and  the 
Toxteth  Docks,  near  the  carriers’  premises  ? — 
Yes. 

2386.  Upon  its  removal  to  the  Canada  Dock, 
I believe  the  carriers  were  compelled  to  follow, 
and  take  premises  adjacent  to  that  dock  ? — Yes. 

2387.  Then  is  it  not  the  fact  that  the  com- 
paratively high  rents  charged  for  such  accommo- 
dation entailed,  in  the  case  of  the  water  carriers, 
an  additional  cost  of  not  less  than  Qd.  a ton? 
— I could  not  say  how  much. 

2388.  But  it  was  something  like  that  ? — 
Probably. 

2389.  When  your  Bridgewater  property  was 
purchased  and  made  into  a joint  stock  company, 
was  not  there  a representation  made  to  the  Dock 
Board  that  the  rent  charged  to  the  Bridgewater 
Company  was  excessive,  and  a reduction  was 
asked  for  ? — That  was  before  I entered  the  Dock 
Board  as  a member ; I could  not  give  you  any 
information  with  regard  to  that. 

2390.  I will  not  press  you  any  further  upon 
that  point.  Now,  I presume  you  will  agree  per- 
fectly with  me,  that  the  cost  of  land  for  all  pur- 
poses in  Liverpool  has  enormously  increased  ? — 
It  has. 

2391.  I think  I am  not  wrong  in  saying  that 
very  recently  the  Dock  Trust  have  sold  to  the 
Midland  Company  land  at  about  6 /.  a yard,  or 
30,000?.  an  acre? — Yes;  but  it  is  to  be  hoped 
that  the  Midland  Railway  Company  will  make 
money  out  of  it,  or  else  they  would  not  come 
there. 

2392.  Now  you  stated  that  there  were  no  dock 
dues  at  Fleetwood;  you  are  quite  certain  of 
that? — On  cargo,  I believe  that  is  so,  from  in- 
formation I have  obtained.  On  shipping  there 
are  dues  of  course. 

2393.  Are  you  quite  certain  that  there  are  no 
dock  dues  charged,  generally  speaking ; there  may 
be  exceptions,  but  if  there  are  would  you  kindly 
give  them  me.  I am  told  there  are  dock  dues 
charged  ? — I know  one  case,  with  which  I had 
something  to  do;  a vessel  brought  a cargo  of 
wheat,  and  there  were  no  dues  upon  that. 

2394.  That  was  wheat ; do  you  know  any 
cargo,  or  any  other  article,  of  which  that  could 
be  said  ? — On  coal  outwards  there  were  none. 

2395.  I am  informed  that  there  are  dock  dues 
and  charges  made  ? — In  this  case  there  were 
none. 

2396.  Is  it  not  the  fact  that  the  dock  dues  and 
charges  are  the  same  at  Birkenhead  as  they  are 
at  Fleetivood  ? — I am  not  aware  whether  any 
chai’ge  for  warehousing  or  rent  is  made  at  Fleet- 
wood  ; there  is  at  Birkenhead ; at  Fleetwood 

there 
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there  is  a charge  called  craneage,  but  that  Is  for 
discharging  ship. 

2397.  I am  speaking  entirely  of  storage  ; Is  it 
not  the  fact  that  storage,  using  the  term  in  the 
widest  sense,  is  charged  at  Fleetwood  on  the  same 
terms  as  at  Birkenhead  ? — By  stoi’age  you  mean 
the  putting  in,  I presume ; if  you  mean  the 
handling  of  the  stuff  in  the  warehouse,  or  after  it 
is  in  the  warehouse,  that  is  a different  thing. 

2398.  I presume  it  would  mean  putting  it  in 
there,  keeping  it  in  there,  and  taking  it  out  ? — In 
Liverpool  we  have  a charge  for  putting  it  in  after 
it  is  landed  on  the  quay  from  the  ship ; that  is 
called  the  master  porterage  charge.  At  Fleet- 
wood  there  is  a charge  made  for  storage,  which 
is  about  10  c?.  a ton  ; but  after  that  I believe 
there  is  no  charge  made,  and  it  is  stored  for  a 
month,  if  necessary,  without  charge. 

2399.  I am  asking  about  storage,  whether  it  is 
not  the  same  at  Fleetwood  and  Birkenhead? — 
There  cannot  be  much  difference  in  that  respect 
between  one  and  the  other. 

2400.  Is  not  that  an  arrangement  between  the 
officials  who  control  the  Fleetwood  Docks  and 
the  officials  who  control  the  working  of  Birken- 
head ? — I could  not  say  that. 

2401.  You  have  told  the  Committee  that  your 
complaint  about  Liverpool  is  not  that  there  has 
not  been  an  enormous  increase  of  trade,  but  that 
you  have  not  maintained  the  per-centage  of  trade 
that  you  had  30  years  ago  ? — I have  only  gone 
back  about  11  years  ago. 

2402.  Can  you  tell  me  whether  or  not  it  is 
the  fact  that  with  two  or  three  exceptions  every 
port  in  England  can  say  the  same  thing  ? — No, 
that  cannot  be  said. 

2403.  That  cannot? — No,  not  to  the  same  ex- 
tent at  all. 

2404.  Then  you  think  it  is  to  the  interest  of 
the  consumer  to  have  as  few  new  docks  as  possi- 
ble ? — I do  not  say  so. 

2405.  Then  you  think  that  there  ought  to  be 
competition  between  docks  ? — I think  general 
competition  is  healthy,  but  it  must  be  fair  com- 
petition. 

2406.  Can  you  tell  me  any  one  rate  for  31 
miles  from  a port  to  a market,  which  is  less  than 
the  rate  charged  between  Liverpool  and  Man- 
chester ? — Our  complaint  is  that  Liverpool  is 
handicapped  in  the  way  that  I have  already 
given  evidence  upon. 

2407.  But  still,  take  any  market  you  like.  If 
you  can  show  me  a case  where  a port  31  miles 
from  a market  is  charged  a less  rate  than  Liver- 
pool, I should  agree  with  you  that  it  is  an  injus- 
tice ; but  can  you  show  any  case  of  long  distance 
ports  in  competition  with  Liverpool,  where 
Liverpool  has  not  a decided  bounty  in  the  rate. 
I am^  not  speaking  at  the  rate  per  mile,  because 
that  is  immaterial,  but  in  the  actual  amount  of 
rate? — Take  the  case  of  iron  from  Wednesbuiy 
or  Wolverhampton. 

2408.  I say  from  a port  to  a market,  or  from  a 
market  to  a port,  can  you  give  me  any  cases  in 
which  any  port  31  miles  of  a market  (31  miles 
being  the  shortest  distance  between  Liverpool 
and  Manchester)  is  charged  a less  rate  than  the 
rate  between  Liverpool  and  Manchester,  for  any 
article  ? — I cannot  answer  the  question. 
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2409.  Now  take  a longer  distance  ; can  you 
give  me  a case  Avhere  there  is  any  longer  dis- 
tance, say  double  the  distance  if  you  please, 
where  Liverpool  has  not  a large  bounty  over 
rival  ports.  Take  London ; is  it,  or  is  it  not 
the  fact  that  as  regards  rates  from  London  to 
Manchester,  and  from  Liverpool  to  Manchester, 
London  pays  a good  deal  more,  and  Liverpool 
pays  a great  deal  less? — In  the  gross  certainly; 
but  then  you  have  five  or  six  times  the  distance. 

2410.  In  the  gross  you  will  admit  that  as 
respects  the  port  of  London,  Liverpool  has  the 
advantage? — Yes,  on  the  gross  rate  it  has;  but 
allow  me  to  tell  you  this  in  explanation,  of  which 
perhaps  you  may  not  be  aware,  vessels  coming  to 
London  from  abroad  always  come  at  a much 
higher  rate  than  they  do  to  Liverpool ; perhaps 
it  is  5 5.  a ton  from  Calcutta,  so  that  that  comes 
in  to  equalise  the  matter  again. 

2411.  Still  whether  thei’e  is  anything  to 
equalise  the  matter  or  not,  it  is  the  fact  that 
whether  the  differential  rate  is  too  little  or  not, 
Liverpool  has  the  advantage  which  its  proximity 
to  the  sea  gives  it,  of  a very  large  bounty,  as 
against  London,  Bristol,  and  all  other  long  dis- 
tance ports  ? — Upon  the  distance  between  Lon- 
don and  Manchester,  as  compared  with  the  dis- 
tance between  Liverpool  and  Manchester,  there 
is  no  doubt  that  the  gross  rate  is  higher  from 
London  to  Manchester. 

2412.  Take  shipping  bales  for  example,  the 
cost  to  London  is  25  s.  ? — Yes ; but  the  railway 
paid  dues  out  of  that. 

2413.  And  to  Liverpool  13  s.  6 (?.  ? — Yes; 
11  s.  6d 

2414.  Is  it  not  the  fact,  that  there  you  have  a 
bounty  against  the  London  shipowners  of  1 1 s.  6 d. 
a ton? — Yes,  that  is  so. 

2415.  Then  if  that  applies  everywhere,  what 
is  the  grievance  of  Liverpool  ? — We  think  that  if 
it  pays  the  railway  company  to  carry  this  very 
long  distance  at  a certain  rate,  it  ought  to  pay 
the  railway  company  to  carry  for  the  shorter 
distance  at  a loAver  rate  than  for  the  longer 
distance. 

2416.  You  think  so,  but  is  it  not  the  fact  that 
every  man  in  business  sells  at  different  prices  and 
at  different  rates  of  pi’ofit  to  different  customers 
taking  different  quantities.  Is  there  any  trades- 
man in  the  world  who  sells  at  the  same  rate  of 
profit  to  all  his  customers  alike  ? — I am  not  a 
tradesman,  so  I could  not  speak  to  that. 

2417.  Or  any  shipowner  ? — I should  endeavour 
to  get  the  best  freights  for  my  ship. 

2418.  You  think  that  principle  ajiplics  to  all 
conditions  of  life  ? — Yes,  I presume  so. 

2419.  And  you  think  that  if  any  restriction 
were  applied  it  would  be  unfair.? — But  we  have 
not  fair  competition  in  Liverpool. 

2420.  Pardon  me,  I did  not  ask  you  whether 
you  had  proper  competition  in  Liverpool ; will 
you  let  us  keep  to  the  question  ; do  you  think  it 
is  sound  political  economy  to  buy  in  the  cheapest 
market  and  sell  in  the  dearest? — No  doubt. 

2421.  Why  should  that  not  apply  to  Liver- 
pool ? — All  railway  companies  having  termini  In 
Liverpool  agree  to  charge  certain  rates ; we 
are  powerless  to  reduce  those  rates  ; and  we 
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Sir  Edward  JVathin — continued, 
have  certain  jiorts  competing  ’.vith  us,  to  and 
from  which  they  charge  lower  rates,  handi- 
capping our  trade  and  abstracting  our  legitimate 
trade. 

2422.  What  is  the  legitimate  trade  of  Liver- 
pool?^— Before  Fleetwood  and  Barrow  and  all 
these  places  were  developed,  the  inland  districts 
w'ere  our  legitimate  trade,  to  supply  these 
districts, 

2423.  Before  Liverpool  came  into  play  London 
did  that? — No,  before  London  did  it  Bristol  did 
it. 

2424.  If  we  could  wake  up  in  about  150  years 
time,  should  we  not  be  rather  surprised  at  the 
views  you  now  hold  as  regards  those  completing 
jiorts  ? — That  might  be  so. 

2425.  Now,  you  have  been  good  enough  to 
admit  to  me  that  facilities  of  business,  rapidity 
of  transit,  safety,  and  a thousand  other  things, 
which  you  as  a man  of  business  understand,  are 
jiractically  elements  in  the  thing  which  we  usually 
as  a matter  of  political  economy  call  j)rice  or 
cost.  Now,  Avhat  is  tlie  reason  why  all  these  new 
ports  and  an  old  port,  which  I will  come  to  in  a 
moment,  enable  you  to  land  and  discharge  pas- 
sengers, and  to  a large  extent  goods,  alongside 
the  quay,  wdiereas  you  gentlemen  in  Liverpool  are 
obliged  to  use  tugs  and  lighters  to  land  them  at 
your  piort? — The  reason  is  not  far  to  seek  ; as  I 
said  before,  in  the  instance  of  a man  who  owns  a 
cargo  of  wheat,  he  brings  it  by  Fleetw'ood,  and 
delivers  it  in  Manchester,  because  the  railway 
companies  charge  him  nothing  for  the  docks  he 
has  provided  for  him  there,  and  he  has  it  carried 
for  a longer  distance  at  the  same  rate  as  he  has 
from  Liverpool. 

2426.  Then  why  do  you  not  reduce  the  dock 
rates  in  Liverpool? — We  can  only  reduce  the 
dock  rates  in  Liverpool  when  we  have  a surplus. 
We  are  bound  to  make  certain  charges  for  the 
facilities  that  we  grant  to  vessels  coming  there, 
but  we  make  no  pirofit  out  of  them.  M e made 
a considerable  reduction  recently. 

2427.  You  make  no  profit  out  of  it  because 
you  have  the  town  dues  on  your  shoulders,  and 
probably  spient  a great  deal  too  much  upon  it ; 
that  is  to  say,  your  trade  to  some  extent  is  suffer- 
ing from  mortgage  ? — No,  not  at  all.  Take 
London  ; the  charges  in  London  are  higher  than 
ours,  because  they  have  to  do  not  only  what  we 
have  to  do,  but  to  p)ay  a dividend  to  the  share- 
holders besides. 

2428.  If  I come  by  the  Cunard  or  other 
steamer  to  Liverp)ool,  I shall  have  first  of  all 
very  often  to  wait  off  the  bar  outside ; secondly, 
I can  only  get  into  the  river  at  a certain  state  of 
the  tide;  and,  thirdly,  I have  to  w'ait  there  until 
the  tug  comes  alongside,  and  I am  taken  with 
my  baggage  in  that  tug  to  the  quay  ; that  is  so, 
I think  ? — To  the  landing  stage. 

2429.  And  the  same  with  all  other  steamers  ? 
• — The  p)assenger  boats. 

2430.  And  the  goods  boats  too? — If  they  are 
very  large  boats,  and  deep-keeled,  they  cannot 
dock  when  it  is  low  tides,  otherwise  they  dock 
sometimes  right  away.  But  I should  mention 
that  in  the  new  docks  we  are  building,  these  large 
steamers  will  be  able  to  dock  generally  by  the 
same  tide,  and  as  is  now  done  at  Alfred  Dock. 


Sir  Edward  Watkin — continued. 

2431.  Do  you  think  that  facilities  do  not  form 
a part  rd  the  cost?  — For  passengei’s  there  is 
no  charge ; 30  years  ago  ships  of  that  size  were 
not  required,  and  we  are  keeping  pace  with 
the  facilities  required  to  develop  trade,  whether 
in  goods  or  p)asseugers. 

2432.  Is  it  not  the  fact,  that  so  far  from  ships 
of  that  size  not  being  required  30  years  ago,  they 
could  not  get  into  the  piort  of  Liverpool  ? — 
Certainly  not. 

2433.  How  was  it  that  they  began  to  goto  the 
p)ort  of  London  before  they  went  to  Liverpjool  ? — 
That  is  an  historical  question  which  I cannot 
answer;  hut  it  so  happens  that  w^e  have  much  larger 
vessels  coming  to  Liverpool  than  go  to  London. 

2434.  Nothing  larger  than  the  “ Great 
Eastern  ” ? — She  has  been  to  Liverpool  too. 

2435.  In  the  port  of  London  if  I land  from  one 
of  the  American  steamers  I land  alongside  ? — 
With  cargo  boats,  that  is  the  boats  which  go  from 
New  York  to  London,  you  may  do  so;  but  you 
cannot  compare  those  boats  with  the  passenger 
boats  to  which  you  referred  before,  from  which 
piassengers  are  landed  at  the  landing  stage  at 
Liverpool. 

2436.  Take  a passenger  boat  from  the  Brazils, 
is  it  not  the  same  thing  ? — A passenger  boat  from 
the  Brazils  only  comes  to  Southampton,  I think. 

2437.  How  (io  they  land  there;  by  lighter  ? — I 
think  these  are  scarcely  questions  bearing  upon 
the  point,  and  I think  it  is  altogether  irregular. 
A vessel  coming  up  to  London  has  to  stop  at 
Gravesend ; it  is  vei’y  seldom  that  she  can  come 
up  all  the  way  at  once.  In  the  same  way  in 
Liverpool  a vessel  can  occasionally  come  right  up 
to  the  stage  on  the  same  tide. 

2438.  You  spoke  of  Fleetwood  and  Barrow, 
and  other  coraf)eting  ports  ; now  the  idea  in 
building  these  doclcs  has  been  to  bring  the  rail- 
way train  with  its  freight  alongside  the  ships,  is  it 
not? — 1 have  no  doubt  that  the  railway  docks 
can  arrange  it  so. 

2439.  In  fact,  to  destroy  the  loss  of  time,  the 
danger,  and  the  risk  and  cost  of  lighterage  ? — No, 
I think  the  only  thing  you  can  say  they  save  is 
the  cartage. 

2440.  But  do  you  mean  to  say  that  if  you 
can  bi’ing  a ship  full  of  goods  alongside  the  rail- 
v/ay  with  their  hydraulic  appliances,  that  is  not  an 
enormous  labour  saving  ? — Yes,  no  doubt  it  is. 

2441.  And  that  if  Liverpool  and  Grimsby  were 
the  same  distance  from  Manchester,  if  Liverpool 
did  not  do  that  and  Grimsby  did,  Grimsby  would 
not  get  the  whole  trade  in  these  days  of  competi- 
tion ? — No  doubt  there  is  something  in  that,  but 
I think  the  main  difference  is  the  question  of 
cartage.  Taking  fine  goods,  the  railway  com- 
panies take  them  down  to  the  ships  in  Liverpool. 

2442.  But  I think  that  an  honourable  Member 
asked  you  whether  there  was  any  provision  for 
locomotives  or  compressed  air  engines,  or  any- 
thing of  that  sort,  going  round  the  docks  in 
Liverpool? — No,  there  is  not. 

2443.  How  long  have  you  known  the  docks  ? 
— I may  say  25  years. 

2444.  F'or  25  to  30  years  after  the  opening  of 
the  docks  there  have  been  no  tramways  or 
engines  working  round  the  docks? — No  engines 
round  the  Liverpool  Docks. 

2445.  Supposing 
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Sir  Edward  Watkin — continued. 

2445.  Supposing  it  is  31  miles  from  Liverpool 
to  Manchester,  and  110  miles  from  Manchester  to 
Grimsby,  would  you  charge  the  arithmetical  dif- 
ference to  Grimsby  as  between  the  31  and  the 
110  ? — I would  not,  because  there  is  a consider- 
able ditferenee  in  the  mileage ; but  the  mileage 
rate,  notwithstanding,  ought  to  be  the  basis  for 
fixing  the  rate.  I should  say  that  from  Fleet- 
wood  to  Manchester,  as  against  from  Liver- 
pool to  Manchester,  an  equal  mileage  rate  would 
be  reasonable. 

2446.  That  is  to  say,  if  it  were  60  miles  from 
Fleetwood  and  31  miles  from  Liverpool,  you 
would  charge  double  for  eotton  and  grain  to  the 
Fleetwood  merchant  what  you  would  to  the 
Liverpool  merchant  ? — It  is  50  miles. 

2447.  One  would  be  50  pence,  let  us  say,  and 
the  other  31  pence,  according  to  your  view? — 
Yes,  and  the  Manchester  importer  would  be  able 
then  to  Import  from  Fleetwood  at  about  the 
same  price  as  he  could  from  Liverpool. 

2448.  Now  what  is  the  distance  between 
Birkenhead  and  Manchester? — I could  not  say  ex- 
actly, but  I should  think  it  must  be  about  40  miles. 

2449.  At  all  events,  it  is  very  largely  in  excess 
of  the  distance  to  Liverpool  ? — Yes. 

2450.  Are  you  in  favour  of  applying  the  Fleet- 
wood  and  Liverpool  principle  to  the  Birkenhead 
traffic  ? — There  is  no  competition  there  ; you  are 
sending  to  the  same  plaee. 

2451.  But  it  is  different  distance,  different 
merchants,  and  different  ships  ? — But  it  is  not  a 
competing  port  with  Liverpool. 

2452.  As  a port,  no;  but  as  respects  merchants 
surely,  yes.  Now  just  think  for  a moment,  and 
tell  me  this  : assuming  that  it  is  45  miles  from 
Manchester  to  Birkenhead,  and  that  it  is  31 
miles  from  Manchester  to  Liverpool,  would  you 
then  charge  45  pence  to  Birkenhead  and  31  pence 
to  Liverpool,  assuming  again  the  penny  rate  ? — 
I would  say  this : if  a line  of  steamers  were 
started  from  Fleetwood  to  Calcutta,  in  competi- 
tion with  a line  of  steamers  loading  at  Birken- 
head for  Calcutta,  then  1 should  say  that  they 
should  be  both  placed  at  an  equal  mileage  rate. 

2453.  Why  should  you  say  that  ? — Because 
they  would  be  competing  ports,  and  within  the 
same  area. 

2454.  Then  in  point  of  fact,  where  there  is 
competition,  you  would  advise  the  Committee 
that  it  is  just  and  right  to  charge  a rate  which  is 
to  some  extent  largely  Irrespective  of  distanee  ? 
— No,  I would  not  say  irrespective  of  distance. 
I think  a very  long  distance  has  something  to  do 
with  the  charge,  as  against  a considerably  shorter 
distance.  From  Birmingham  to  Avonmouth,  and 
from  Birmingham  to  Liverpool,  there  is  not  mucli 
difference  in  mileage,  and  they  should  be  eharged 
equal  mileage  rates. 

2455.  Now  we  will  follow  this  Calcutta  ship  : 
you  have  said  that  if  there  were  a Calcutta  ship 
going  from  Birkenhead,  and  another  Calcutta 
ship  going  from  Fleetwood,  you  would  make  the 
same  rate  between  Manchester  and  Birkenhead 
as  you  would  between  Manchester  and  Fleet- 
wood  ? — Yes,  mileage  rate. 

2456.  Where  is  your  principle,  then,  about 
equal  mileage  charge? — That  is  the  principle  of 
equal  mileage  charge. 
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2457.  But  in  the  one  case  it  is  50,  and  in  the 
other  45  miles? — I should  have  an  equ.al  mileage 
rate.  I look  upon  equal  mileage  rates  as  the  basis 
for  adjusting  the  inequalities  complained  of. 

2458.  Now  the  mayor  said,  in  his  evidence, 
that  he  thought  the  railway  companies  were 
charging  Liverpool  400,000  1.  a year  more  than 
they  ought  to  charge  ? — The  mayor  made  that 
statement  upon  his  own  authority. 

2459.  Do  you  agree  with  him? — I could  not, 
because  I have  no  means  of  arriving  at  any  such 
calculation. 

2460.  Do  you  wish  to  take  400,000 1.  away 
from  the  shareholders,  who  built  these  magni- 
ficent railways  and  stations  in  Liverpool  ? — I do 
not  wish  anything  of  the  sort.  Ifyou  find  the 
rate  from  Fleetwood  to  Manchester  pays  you, 
then  I say  the  rate  from  Liverpool  to  Manchester 
should  be  brought  down  to  the  same  mileage  rate. 

2461.  That  is  to  say,  if  I am  a shopkeeper  and 
sell  one  article  at  per  cent,  profit,  I should  be 
bound  to  sell  every  other  article  at  the  same  rate? 
— No,  I do  not  say  that. 

2462.  Then  what  do  you  say  ? — If  you  have 
spent  so  much  money  in  the  stations  at  Liverpool, 
it  must  not  be  forgotten  that  in  projiortion  to 
that  expenditure  you  have  a great  deal  more 
traffic. 

2463.  But  do  you  want  to  make  this  traffic 
profitless  ? — I do  not  wish  the  shareholders  to  get 
a sixpence  less  dividend  than  they  are  entitled  to. 

2464.  You  do  not  wish  to  see  the  shareholders 
ruined  ? — I do  not  wish  to  see  the  shareholders 
ruined  in  any  way ; but,  on  the  other  hand,  I do 
not  wish  to  see  Liverpool  injured.  I should  like 
to  make  one  observation  on  a point  mentioned  on 
the  last  occasion  by  Sir  Edward  Watkin,  when 
he  referred  to  the  injury  done  to  the  railway 
interest  by  the  shipping  interest  in  now  doing  all 
the  salt  carrying  trade  from  Cheshire  to  the 
Tyne  ; the  facts  are,  there  are  about  250,000  tons 
sent  from  Cheshire  to  the  Tyne  in  connection  with 
the  chemical  works  every  year.  Before  the  rail- 
ways were  opened  Liverpool  shipping  carried  all 
the  salt  round  there  ; now  taking  last  year’s  ship- 
ments, there  were  only  14,000  tons  of  salt  sent 
from  Liverpool  to  the  Tyne  ; there  were  about 
80,000  tons  which  went  from  Weston  Point,  that 
is  the  mouth  of  the  canal ; and  over  150,000  tons 
went  by  rail  to  Newcastle. 

Mr.  Cross. 

2465.  I think  you  stated  at  the  beginning  of 
your  examination  that  you  did  not  intend  to  give 
detailed  evidence,  and  that  you  could  not  supple- 
ment the  statement  of  the  Mayor  of  Liverpool 
respecting  the  details  which  you  were  asked  to 
give  ? — I only  support  him  in  the  figures  which 
he  gave  ; he  quoted  from  the  figures  which  are 
before  the  Committee. 

2466.  Many  of  the  questions  which  have  been 
asked  you  by  Sir  Edward  Watkin  you  are  not 
quite  prepared  to  give  definite  answers  upon  ? — 
No. 

2467.  And  you  are  not  prepared  to  give  an 
answer  upon  them  ? — I am  not  prepared  to  give 
the  same  answers  as  the  Mayor  did, because  I have 
not  studied  many  of  the  questions. 

p 3 2468.  Your 


118 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


4 April  18«1.]  Mr.  WiLLiAMSON,  [^Continued. 


Mr.  Cross — continued. 

2468.  Your  complaint  is  that  whereas  the 
general  increase  of  trade  has  been  87  per  cent, 
from  1869  to  1880,  Liverpool  has  only  increased 
by  56  per  cent.  ? — Yes,  or  a stronger  point  is 
taking  it  from  1872  to  1880,  which  is  a period  of 
depression  and  railway  and  dock  competition ; 
the  difl'erence  is  very  marked ; while  the  total 
trade  of  the  country  increased  51  per  cent., 
Liverpool  only  increased  19^  per  cent. 

2469.  Have  you  any  particulars  with  regard  to 
the  increase  of  trade  at  Fleetwood  and  Barrow  ? 
— I have  not  the  returns,  though  I have  tried  to 
get  them  ; Barrow  does  a very  large  trade  and 
Fleetwood  a very  increasing  trade.  I think  the 
Chairman  of  the  Lancashire  and  Yorkshire  Rail- 
way Company  stated  at  the  last  annual  meeting 
that  Fleetwood  had  imported  about  50,000  tons  of 
wheat  alone  in  1880  more  than  in  1879,  and  that 
they  were  going  to  increase  their  warehouse 
accommodation  to  meet  this  increasing  trade. 

Mr.  Bolton. 

2470.  I think  the  general  purport  of  your  evi- 
dence was  that  the  trade  of  Liverpool  had  been 
injured  by  the  action  of  the  railways  ? — By  the 
action  of  the  railways,  through  the  railway  ports 
so  called. 

2471.  But  by  the  railways  having  given  greater 
facilities  to  the  other  ports  than  to  Liverpool, 
therefore  Liverpool  had  suffered? — That  is  an- 
other way  of  stating  it ; it  is  so. 

2472.  JDo  you  also  allege  that  the  public 
have  suffered  in  consequence  of  that  ? — I am  not 
prepared  to  say  that  they  have. 

2473.  Then  if  you  are  not  prepared  to  say  that 
the  public  also  have  suffered,  your  opinion  is 
simply  that  Liverpool  by  itself  has  suffered  ? — 
That  is  so. 

2474.  You  say  that  Llverjiool  has  been  un- 
fairly treated  by  the  railway  companies  ? — Yes. 

2475.  Not  that  the  jiublic  have  been  thereby 
injured  ? — No. 

2476.  You  have  given  the  Committee  some 
figures  which  I was  unable  to  take  down,  but  the 
general  sense  of  them  is  that  the  trade  of  Liver- 
pool has  not  progressed  to  the  same  extent  as  the 
general  trade  of  the  country  ? — That  is  so. 

2477.  Do  you  allege  that  that  is  all  due  to  the 
uufair  treatment  of  Liverpool  by  the  railway  com- 
panies ? — I do  not  say  altogether. 

2478.  To  what  extent  do  you  go? — That  to  a 
large  extent  our  trade  is  tapped,  as  is  shown  by 
our  report. 

2479.  Have  you  made  inquiries  with  reference 
to  that,  or  is  it  just  a conclusion  at  which  you 
have  arrived  without  inquiry  ? — The  inquiry  is 
very  complete.  We  have  had  before  us  repre- 
sentatives of  every  trade  in  Liverpool,  who  have 
given  us  evidence,  and  they  all  conclusively  jioint 
to  that. 

2480.  Have  they  given  you  facts  ? — They 
have. 

2481.  Have  you  summarised  any  of  those  facts? 
— There  is  a bidef  summary  in  that  report,  which 
was  handed  in  by  the  mayor  at  the  last  meeting 
of  the  Committee. 

2482.  I think  your  evidence  all  points  to  the 
fact  that  it  is  through  the  advantages  given  by 
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the  railway  companies  to  Fleetwood  and  Barrow 
that  Liverpool  has  been  so  injured? — And  to 
Garston  also,  and  the  Bristol  Channel  ports. 

2483.  Those  Bristol  Channel  ports  and  Garston 
and  other  places,  have  they  not  withdrawn  what 
you  termed  in  one  case  legitimate  traffic  from 
Liverpool? — No;  because  if  you  take  the  iron 
industries  in  Staffordshire,  which  lie  nearer  to  us 
than  to  those  ports  of  the  Bristol  Channel,  yet  iron 
is  carried  outwards,  and  the  provisions,  and  grain, 
and  other  articles  of  produce  inwards,  at  a lower 
milage  rate  than  from  Liverpool. 

2484.  Supposing  that  the  railway  rates  were 
mileage  rates,  is  it  not  possible  that  they  would 
supply  some  districts  more  favourably  than 
Liverpool '? — I could  not  tell. 

2485.  Are  they  so  away  from  tlie  centres  of 
all  trade  that  they  cannot  possibly  have  with- 
drawn fi'om  Liverpool  some  traffic  which  ought 
legitimately  to  belong  to  it,  using  your  own 
term  legitimately  with  respect  to  the  traffic  of 
Liverpool  ? — I cannot  see^that.  If  you  deal  with 
Birmingham  and  the  distinct  round  there. 

24:86.  1 am  not  dealing  with  Birmingham  and  the 
district  round  there ; but  you  say  that  you  bave 
satisfied  yourself  with  reference  to  various  mat- 
ters from  inquiry,  and  not  from  mere  statements 
or  opinions,  and  I ask  you,  do  none  of  these  ports 
supply  districts  which  you  ought  legitimately  to 
supply,  according  to  your  view  of  the  legitimate 
location  of  trade  ? — Take  any  one  port ; take 
Fleetwood,  for  example ; you  might  say  that 
Fleetwood  is  not  entitled  legitimately  to  supply 
any  place  except  Preston. 

2487.  Fleetwood,  you  say,  might  legitimately 
supply  Preston ; then,  before  the  establishment  of 
Fleetwood,  how  was  Preston  supplied  ? — By 
Liverpool. 

2488.  Then  that  is  a legitimate  deduction  from 
the  trade  of  Liverpool? — Quite  so;  it  is  the 
only  jilace  nearer  to  Fleetwood  than  to  any  other 
port. 

2489.  What  is  the  distance  from  Fleetwood  to 
Manchester? — Fifty  miles. 

2490.  And  from  Birkenhead  to  Manchester? — 
Forty-five  miles. 

2491.  So  that  Birkenhead  is  even  a little 
nearer  than  F'leetwood  is  to  Manchester? — Yes, 
it  is  nearer  considerably. 

2492.  What  reason  do  you  assign  for  the  rail- 
way companies  dealing  in  this  fashion  with  Liver- 
pool, because  1 think  they  must  have  some  interest 
in  supporting  Liverpool  as  well  as  in  supporting 
Fleetwood,  or  Barrow,  or  Gi-imsby  ? — I have 
no  doubt  the  Lancashire  and  Yorkshire  Com- 
pany have  a direct  interest  in  maintaining  Fleet- 
wood. 

9493.  But  we  find  the  London  and  North 
Western  Railway  Company  and  the  Midland 
Company  in  the  same  boat  with  the  Lancashire 
and  Yorkshire  Railway  Company  ? — Yes,  I 
believe  they  have  running  powers,  but  it  is  the 
Lancashire  and  Yorkshire  Company  which  owns 
that  port. 

2494.  Can  you  give  the  Committee  any  reason 
why  the  comjiany  should  jirefer  to  ruin  Liver- 
pool and  build  up  F’leetwood? — I think  it  is  a 
long  way  from  ruining  Liverpool,  but  they  are 
certainly  doing  injury  to  our  ti'ade  by  carrying 
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goods  cheaper  from  there  than  they  do  from 
Liverpool. 

2495.  What  advantage  have  they  in  that? — If 
it  i.s  their  own  line,  that  is  the  advantage,  I sup- 
pose. 

2496.  Not  if  they  carry  for  50  miles  for  the 
price  they  charge  for  31  miles? — Then  it  only 
comes  round  to  the  old  point,  that  if  it  pays  them 
to  carry  from  Fleetwood  to  Manchester  or  Stock- 
port,  it  ought  to  pay  them  to  carry  from  Liver- 
pool to  Manchester  or  Stockport  at  the  same 
mileage  rates. 

2497.  What  advantage  can  it  be  to  the  com- 
pany to  cai’ry  from  Fleetwood  to  Manchester  in 
place  of  carrying  from  Liverpool  to  Manchester  ? 
— If  I were  a railway  director  I mi»ht  know,  but 
I only  speak  from  my  standpoint  of  Liverpool, 
and  it  is  for  this  Committee,  finding  the  evil,  to 
provide  remedies. 

2498.  The  rate  from  Fleetwood,  and  from 
Liverpool  to  Manchester,  is  about  the  same  in 
gross? — Yes,  in  the  gross. 

2499.  It  is  9 5.  a ton? — Yes,  on  wheat  and 
timber ; generally  you  might  say  it  is  the  same 
on  the  gro«s. 

2500.  Then  what  possible  advantage  can  it  be 
to  a railway  company  to  carry  double  the  dis- 
tance for  the  same  money  ? — That  is  a question 
which  I cannot  answer. 

2501.  Then  they  must  have  some  reason  for 
doing  it  ? — They  must  tap  a better  paying 
part  of  the  traffic  to  make  u{)  the  loss  on  the 
other. 

2502.  You  do  not  allege  that  the  9 s.  rate  from 
Liverpool  to  Manchester,  or  whatever  rate  it  is, 
is  above  the  maximum  rate  ? — I do  not  say  it  is  ; 
I do  not  say  that  the  companies  are  charging 
above  the  maximum  rates. 

2503.  Do  you  allege  that  any  other  ports  ex- 
cept those  two,  Barrow  and  Fleetwood,  have  pro- 
fited by  the  injustice  done  to  Liverpool  ? — If  I 
recollect  rightly,  Mr.  Moon,  to  a deputation  that 
he  received  the  other  day,  stated  that  Garston 
has  not  paid  them  ; either  he  or  some  one  stated 
that,  and  I do  not  believe  that  it  has  paid  them. 
It  may  be  the  same  with  the  other  two  ports. 

2504.  Who  are  the  owners  of  these  docks  at 
Barrow  ? — I do  not  know  at  all  ; the  railway  and 
docks  are  distinct,  yet  they  are  pretty  much  one. 
The  intei’ests  are  identical,  I believe,  from  all  I 
can  hear. 

2505.  Are  they  owned  by  the  railway  com- 
panies?— I could  not  say  that  the  docks  are 
owned  by  the  railway  companies,  but  the  share- 
holders in  one  are  shareholders  in  both,  I be- 
lieve, to  a large  extent. 

2506.  The  mayor  in  giving  his  evidence,  at 
Question  1730,  was  asked,  I think,  by  Mr. 
Samuelson : ‘‘  Have  you  any  reason  to  believe 
that  there  ai’e  preferential  charges  as  between 
different  persons  from  Liverpool,  or  from  any 
other  port  within  your  knowledge  ?”  To  which 
the  mayor  replied,  “ I know  that  there  are  re- 
bates given  upon  the  Manchester  traffic  in  manu- 
factured goods.”  Are  you  aivare  of  any  similar 
preferences  given  to  individuals  ? — I believe  those 
matters  are  kept  so  very  quiet  that  no  one  shows 
his  hand,  but  the  fact  is  pretty  Avell  known  in 
London  that  such  rebates  have  been  given  ; 
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whether  they  are  continued  or  not  I could  not 
say. 

2507.  But  you  do  not  know  anything  yourself 
about  the  matter? — Except  from  the  genei-al  talk 
in  the  city  by  those  who  ought  to  knOAv. 

2508.  You  do  not  speak  from  your  knoAvlcdge 
upon  the  point? — No;  I do  not  think  those  Avho 
receive  rebates  are  likely  to  divulge  the  fact. 

2509.  You  said  that  vessels  coming  from  the 
channel  for  orders  would  go  to  any  port  in  the 
United  Kingdom  Avithout  an  Increase  of  freight? 
— Yes,  generally. 

2510.  But  that  for  vessels  loading  with  Avheat 
direct  for  London  there  Avas  a difference  of  5 5.  a 
ton  ? — It  is  not  so  much  as  that ; but  that  if  it 
Avere  to  a direct  port  as  much  as  2 5.  6 d.  a ton 
Avas  knocked  off.  What  I said  about  the  5 s.  rate 
Avas,  that  a vessel  coming  from  Calcutta  to  Lon- 
don Avould  generally  get  about  55.  or  6 s.  a ton 
more  all  round  than  she  would  if  she  came  to 
Liverpool. 

2511.  Is  that  within  your  OAvn  knoAvledge  ? — 
Yes,  it  is. 

2512.  Amongst  the  trades  Avhich  have  left 
Liverpool,  has  not  the  jute  trade  to  a consider- 
able extent  gone  ? — Yes  ; it  is  almost  entirely 
gone. 

2513.  Why  is  that? — Because  of  late  years 
the  trade  in  jute.  Instead  of  coming  to  Liverpool 
or  London,  goes  direct  to  Dundee. 

2514.  Do  not  you  think  that  you  should  make 
a deduction  for  that  in  your  estimate  of  the  traffic 
coming  to  Liverpool  now  as  compared  Avlth  Avhat 
came  there  in  former  years? — No,  because  the 
quantity  that  Ave  had  AA^as  very  small  com- 
paratively. London  Avas  the  great  jute  port  be- 
fore, and  not  Liverpool. 

2515.  Still  a good  deal  of  the  trade  did  go  to 
Liverpool? — Yes,  but  that  Avas  a period  before 
that  I have  named  to  you  as  the  time  at  which 
we  began  to  lose  trade. 

2516.  IIoAV  do  you  account  for  the  outAvard 
trade  from  Liverpool  to  India  and  China  still 
continuing? — There  is  a very  small  trade  noAV 
outward  to  India  from  Liverpool  as  compared 
Avith  what  there  used  to  be  ; to  China  there  is 
only  one  line  of  steamers  noAv,  the  Ocean  Line, 
and  half  their  boats  noAV  load  in  London  instead 
of  loading  in  Liverpool. 

2517.  When  you  say  there  is  only  one  line  of 
steamers,  do  you  mean  only  one  line  of  steamers 
leaving  Liverpool  for  China? — Only  that  one 
line. 

2518.  I thought  there  Avere  a number  of 
foreign  steamers  on  the  line  ? — No,  only  that  one 
line. 

2519.  You  spoke  of  free  Avarehouslng  at 
Fleetwood.  I am  not  sure  that  I caught  your 
meaning  Avith  respect  to  that ; do  you  mean  that 
the  Avarehouses  are  granted  free  for  the  storage 
of  goods? — I have  heard  that  Avheat  is  alloAved 
to  lie  a month  there  Avithout  any  chai’ge  for 
rent. 

2520.  Is  there  not  anything  of  that  sort  in 
London,  that  the  first  charge  covers  a certain 
time  free  of  rent? — Yes,  there  is  that,  I under- 
stand. 

2521.  Is  that  not  the  case  in  FleetAvood  ?— 
No. 
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Mr.  Bolton — continued. 

2522.  Then  with  respect  to  the  arrangement 
■which  you  believe  to  exist  between  the  railway 
companies  and  the  docks,  the  railways,  as  well  as 
carrying  at  half  the  mileage  rate  that  they  do 
from  Liverpool,  have  also  to  grant  free  storage  ? 
— They  grant  such  facilities  to  the  owners  of  the 
cargo  as  to  induce  them  to  use  the  docks. 

2523.  Does  not  it  strike  you  as  peculiar  that  a 
railway  company  should  spend  its  money  in  this 
reckless  manner,  which  cannot  possibly  bring  it 
any  profit ; first,  they  have  to  haul  the  goods 
double  the  distance ; secondly,  to  provide  docks 
at  great  expenditure,  which  they  get  no  dues  for  ; 
and  thirdly,  to  provide  storage  free,  and  they 
have  only  to  carry  their  goods  to  the  same  point 


Mr.  Bolton — continued. 

after? — Yes,  but  the  storage  has  to  be  arranged 
within  certain  limits,  but  certainly  they  do  not 
charge  any  dock  dues-  on  these  goods,  and  the 
chara:e  for  handlinff  is  light. 

o o o 

Mr.  Morley. 

2524.  Sir  Edward  AYatkin  conveyed,  in  a 
question  to  you,  the  idea  that  the  traders  Avere  in 
tlie  habit  of  making  different  charges  upon  dif- 
ferent articles,  have  you  the  least  conception  that 
the  Avholesale  dealers  of  Liverpool  have  difterent 
charges  for  their  goods  ? — I could  not  say ; I 
presume  the  wholesale  merchant  takes  the  best 
market  prices  he  can  for  his  articles. 
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The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Henry  Harrison,  called  in  ; and  Examined. 


Mr.  Cross. 

2525.  You  live  at  Blackburn,  in  Lancashire, 
do  you  not? — Yes. 

2526.  And  you  are  the  mayor  of  that  borough  ? 
— I am. 

2527.  Will  you  state  to  the  Committee  what 
the  population  of  Blackburn  is? — It  is  about 
105,000. 

2528.  WEat  is  your  business  ? — I am  a cotton 
spinner  and  manufacturer. 

2529.  And  you  pay  a very  considerable  sum 
per  annum  to  the  railway  companies  for  the 
carriage  of  cotton,  and  cotton  goods  ? — I do. 

2530.  I believe  you  are  also  a member  of  the 
North  and  North-east  Lancashire  Master  Cotton 
Spinners’  Association? — I am. 

2531.  And  a member  of  a committee  of  that 
association  ? — Yes. 

2532.  You  give  evidence  on  behalf  of  that 
association,  and  also  on  behalf  of  the  cotton  trade 
of  Blackburn  and  the  district  ? — I do. 

2533.  Blackburn,  I believe,  is  a very  great 
centre  of  the  weaving  of  cotton  cloth  ? — It  is  the 
great  centre  of  cotton  manufacture  and  weaving. 

2534.  Will  you  state  to  the  Committee  what 
quantity  of  cotton  cloth  was  manufactured,  not 
in  Blackburn  alone,  but  in  the  districts  of  North 
and  North-east  Lancashire,  in  the  year  1880? — 
About  220,000  tons  of  cloth  were  manufactured 
in  the  year. 

2535.  Will  you  state  what  proportion  that 
bears  to  the  entire  quantity  of  cloth  manufactured 
in  the  country  ? — I think  it  is  very  nearly  one- 
half  the  quantity  of  cloth  manufactured  in  this 
country ; if  not  quite  that,  it  is  two-  fifths,  I should 
think,  of  the  entire  manufacture  of  the  country. 

2536.  Can  you  give  the  weights  of  cotton  and 
cotton  products  carried  by  railway,  to  and  from 
the  district  which  you  represent  ? — The  amount 
of  cotton  that  we  receive  in  North  and  North- 
east Lancashire,  so  far  as  the  association  is  con- 
cerned, is  about  145,000  tons  from  Liverpool  in 
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the  year,  and  from  Manchester  we  receive  from 
about  77,000  to  80,000  tons  of  yarn  in  the  y^ear; 
we  have  very  little  cotton  from  Manchester. 

2537.  You  receive,  I think,  very  little  cotton 
either  from  Fleetwood  or  from  Barrow? — Veiy 
little  indeed. 

2538.  What  is  the  number  of  spindles  and 
looms  in  Blackburn  with  their  consuming  power 
and  manufacturing  power,  and  the  weights  of 
cotton  carried  by  railway  to  and  from  Blackburn 
alone  ? — In  the  municipal  borough  of  Blackburn 
there  are  about  1,600,000  spindles  and  58,000 
looms.  The  consuming  power  is  equal  to  about 
70,000  tons  of  yarn  per  annum,  and  the  producing 
power  is  about  equal  to  75,000  tons  of  cloth  per 
annum. 

2539.  That  is  in  Blackburn  alone? — Yes,  that 
is  in  Blackburn  alone  ; we  receive  in  Blackburn 
also  about  36,000  tons  of  cotton  from  Liverpool, 
and  about  a similar  amount,  say  36,000  tons  of 
yarn  from  Manchester.  The  other  figures  I gave 
were  for  North  and  North-east  Lancashire  ; these 
relate  to  Blackburn  alone. 

2540.  Has  the  question  of  the  railway  tariffs 
on  cotton  and  cotton  goods  only  been  recently' 
considered  by  you,  or  is  it  an  old-standing 
grievance  ? — It  is  an  old-standing  grievance 
which  has  been  complained  of  for  a very  long 
time. 

2541.  I believe  that  resolutions  have  been 
passed  by  the  town  councils  of  various  neigh- 
bourino-  towns  with  resrard  lo  it  ? — Yes  ; in  1878 
the  Cotton  Manufacturers’  Association  in  Black- 
burn mooted  this  question,  and  it  was  taken  up 
by  the  corporations  of  Blackburn,  Preston, 
Clitheroe,  Accrington,  Darwen,  and  Burnley, 
and  we  asked  the  railway  companies  to  receive  a 
deputation  upon  the  subject. 

2542.  Each  of  these  corporations  thinking  they 
had  a grievance  in  the  rates  which  were  charged 
by  the  railway  companies? — Yes. 
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Mr.  Cross — continued. 

2543.  They  passed  resolutions,  and  I think 
you  have  a memorial  to  put  in  upon  that  subject? 
— Yes,  I will  put  in  a memorial  which  was  sent 
to  the  Lancashire  and  Yorkshire  Railway  Com- 
pany. ( The  same  mas  handed  m.) 

2544.  Is  the  carriage  of  materials  a very  im- 
portant element  in  the  cost  of  cotton  manu- 
facture ? — Yes,  it  is  very  important. 

Lord  Randolph  Churchill. 

2545.  Was  this  meeting  to  which  you  have  re- 
ferred held  in  consequence  of  overcharges  by 
the  companies? — In  consequence  of  the  high 
charges. 

Mr.  Cl  ’OSS. 

2546.  Were  the  charges  above  the  statutory 
rates  ? — Xot  that  I am  aware,  but  they  were  high 
charges  compared  with  the  charges  on  other 
classes  of  traffic  or  goods. 

2547.  Will  you  state  to  the  Committee  the 
proportion  which  the  cost  of  carriage  bears  to  the 
wages  paid  to  the  -workpeople  in  the  production 
of  cotton  cloth  ? — The  cost  of  carriage,  taking  a 
ton  of  cotton,  is  about  50  s.  ; there  are  various 
transits  between  leaving  Liverpool  and  coming 
back  to  Liverpool,  if  the  article  is  for  export,  or 
coming  to  London,  if  it  is  for  export. 

2548.  Will  you  explain  -what  you  mean  by 
those  “ various  transits  ” ? — In  the  first  instance 
the  cotton  leaves  Liverpool  for  the  great  spin- 
ning centre,  Oldham  and  the  neighbourhood ; that 
is  the  first  transit.  Then,  after  it  is  spun  into  cotton 
yarn,  it  goes  to  Manchester  for  distribution  and 
sale  ; it  then  goes  from  Manchester  to  the  centres 
of  manufacture,  say  to  Blackburn  or  any  of  the 
towns  in  Xorth-east  Lancashire;  and  then  when 
manufactured,  back  from  Blackburn  to  Man- 
chester, and  afterwards  from  Manchester  to 
Liverpool  or  London,  if  it  is  I'or  export  in  the 
grey,  to  India,  China,  or  elsewhere  ; that  makes 
five  transits. 

2549.  Will  you  give  the  details  of  those  trans- 
its ? — The  rate  of  carriage  from  Liverpool  to 
Oldham  is  1 1 5. 

Sir  Edward  Waikin. 

2550.  Is  that  carted  ? — All  cotton  is  delivei'ed 
into  the  goods  station  at  Liverpool  at  the  expense 
of  the  spinner. 

Mr.  Cross. 

2551.  And  it  is  delivered  to  the  manufacturer 
at  Oldham  at  the  expense  of  the  railway  com- 
pany?— Exactly.  From  Oldham  to  Manchester 
the  carriage  is  6 5.  8 d. ; from  Manchester  to  the 
manufacturing  centre,  say  Blackburn,  for  in- 
stance, the  charge  is  10  s.  10  d. ; that  is,  the  yarn 
is  collected  at  the  railway  companies’  expense, 
and  delivered  at  the  railway  companies’  ex- 
pense. 

Mr.  Barclay. 

2552.  Those  are  all“  collected  and  delivered” 
rates? — Yes,  and  then,  after  manufacture,  the 
cotton  cloth  is  taken  back  from  Blackburn  to 
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Manchester,  that  is  10  s.  lOd.  again  ; in  this  case 
of  the  cloth  we  load  and  unload  it. 

Mr.  Cross. 

2553.  Will  you  tell  the  Committee  what  that 
comes  to  altogether  — I am  taking  the  instance 
of  the  charge  to  Liveiqiool  only. 

Mr.  Barclay. 

2554.  This  is  not  “ delivered  ” then  ? — It  is 
not  a loaded  rate,  but  it  is  a delivered  rate. 
Then  I take  it  that  these  goods  in  question,  India 
goods,  go  to  Liverpool,  and  that  makes  the 
charge  48  s.  4 d. ; from  Manchester  to  Liverpool 
I have  taken  the  charge  at  9 s.,  and  you  vvill  see 
that  I have  not  included  in  that  estimate  that 
some  portion  of  those  goods  may  have  been 
bleached  or  printed. 

Mr.  Cross. 

2555.  Can  you  state  the  rate  per  ton  per  mile 
which  those  different  items  amount  to  which  you 
have  detailed  to  us  ? — I have  not  got  that  calcu- 
lation ; I have  only  got  the  mileage  at  which  it 
works  out  from  Liverpool  to  Blackburn,  and  from 
Manchester  to  BlackbuiTi. 

2556.  Which  railway  are  you  referring  to  ? — 
The  Lancashire  and  Yorkshii’e. 

2557.  Will  you  give  the  Committee  the  rate 
per  ton  per  mile  on  some  of  the  transits,  as  far  as 
you  can  ? — Taking  the  distance  from  Liverpool 
to  Blackburn,  which  is  35  miles,  the  cost  of  car- 
riage, less  the  cai’tage  at  Blackburn,  that  is  to 
say  11  5.  per  ton,  works  out  at  3'77  d.  from 
station  to  station  per  ton  per  mile  ; and  taking 
Manchester  to  Blackburn  (the  collection  at  Man- 
chester and  the  cartage  at  Blackburn  being 
deducted  from  the  rate,  that  is  1 s.  8 d.  per  ton, 
10  r?.  for  collecting  and  10  rf.  for  distributing), 
we  pay  449,  or  4^  d.  per  ton  per  mile.  In  the 
case  of  the  China  goods,  the  amount  goes  up  to 
64  s.  4 d.  per  ton  ; from  Liverpool  to  Oldham  it 
is  11  s.  per  ton  ; from  Oldham  to  Manchester, 
65.  8 d. ; from  Manchester  to  Blackburn,  say 
10  5.  10  d.  ; Blackburn  to  Manchester  (back 
again),  10  s.  10  d.,  and  Manchester  to  Loudon, 
25  s.  ; that  makes  a total  of  64  s.  4 d.  for  goods 
that  go  to  China  by  way  of  London. 

2558.  You  have  taken  out,  have  you  not,  the 
per  ceutages  which  those  charges  come  to  upon 
the  raw  cotton  ? — I have.  The  carriage  on  the 
various  transits  I have  specified,  is  in  the  propor- 
tion of  from  3f  to  5|  per  cent,  upon  the  value  of 
the  cotton  itself. 

2559.  Have  any  changes  taken  place  in  the 
tariffs  of  the  railway  company  in  the  last  few 
years  ? — In  1872  the  railway  company  advanced 
our  rates. 

2560.  To  what  extent,  and  what  was  the  eflfect 
of  the  increase  of  the  rates  ? — They  advanced 
our  rates  about  10  per  cent. ; they  advanced  the 
rate  for  the  carriage  of  cotton  from  Liverpool  to 
Blackburn  1 s.  a ton,  and  the  rate  from  IMan- 
chester  to  Blackburn  10  fL  a ton. 

2561.  What  was  the  ostensible  reason  for  the 
inci'ease  of  rate  in  1872  ? — The  then  high  price 
of  coal  and  the  advance  in  wages  : I think  those 
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were  the  reasons  given  for  the  increase  of  the 

rate.  . . „ 

2562.  Can  you  give  the  Committee  any  infor- 
mation as  to  what  the  price  of  coal  was  in  1872  ? 
— In  1872  the  price  of  coal  at  the  pit’s  mouth 

was  16  s.  per  ton.  _ 

2563.  Andean  you  tell  the  Committee  wiiat 
the  price  is  to-day  ? — To-day  it  is  8 s. ; but  prior 
to  the  riots  in  the  collieij  districts  the  price  of 
coal  was  6 s.  6 6?.  at  the  pit’s  mouth. 

2564.  Have  you  any  idea  what  the  railway 
companies  are  paying  for  coal  at  the  present 
time  : they  probably  have  a contract  ? — I believe 
it  is  the  fact  that  the  Lancashire  and  Yorkshire 
Railway  Company  are  supplied  at  the  present 
time  at  5 s.  6 d.  per  ton. 

2565.  Will  you  explain  how  the  two  railway 
companies  which  supply  your  district  woik  ? 

The  Lancashire  and  Yorkshire  Railway  Com- 
pany supplies  us  in  a great  measure  with  the 
Liverpool  produce,  cotton,  and  so  do  the  Lon- 
don and  North  Western  Company;  the  com- 
panies join,  in  fact,  in  a certain  proportion ; I do 
not  know  how  far. 

2566.  They  have  a joint  arrangement  as  to  the 
traffic  in  your  neighbourhood?— I think  so. 

Ijord  Randolph  Churchill. 

2567.  What  is  the  cost  of  the  carriage  per  ton 
as  compared  with  the  labour  per  ton?  I have 
gone  into  that.  I find  the  value  of  the 
fabour  in  the  shape  of  all  the  wages  paid  for 
spinning,  and  the  manufacturing  process,  is  from 
20  /.  to  21 1.  per  ton. 

2568.  That  does  not  include  anything  tor 
plant  ? — No. 

Mr.  Cross. 

2569.  The  wages  you  have  stated  are,  as  I un- 
derstand, the  wages  paid  to  the  operatives  from 
the  time  the  cotton  enters  the  mill  to  the  time  it 
is  sent  to  Liverpool  for  export  ? — Quite  so. 

Mr.  Barclay. 

2570.  That  includes  nothing  for  capital? — No. 

Lord  Randolph  Churchill. 

2571.  How  much  a jiound  would  that  be"' — 
d. 

Mr.  Cross. 

2572.  That  is  upon  the  average  of  the  ordinary 
shirtings  Avhich  are  made  in  your  neighbour- 
hood?— Upon  the  average  of  the  ordinary  manu- 
factures. 

Mr.  Bolton. 

Sol 3.  Y"ou  have  not  given  the  Committee  the 
cost  of  a ton  of  cotton  ? — The  cost  of  a ton  of 
cotton  to-day  is  about  60  1. 

Sir  Edward  Watkin. 

2574.  What  does  it  average  from  year  to  year? 
— Taking  the  last  three  years  it  averages  a little 
over  6|  d.  per  lb.  for  American  cotton. 
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2575.  With  regard  to  this  question  of  the 
increase  of  cost,  I think  you  said  that  the  cost  of 
carriage  was  increased  in  1872  by  the  railway 
companies  in  your  neighbourhood,  which  are  the 
Lancashire  and  Y'orkshire,  and  the  London  and 
N orth  W estern  ? — Y es. 

2576.  And  that  though  coal  is  now  less  than 
half  the  price  it  was  in  1872  the  railway  com- 
panies have  not  made  any  rednetion ; is  that  so  ? — 
They  have  not  made  any  reduction  in  the  rate 
of  carriage  whatever. 

2577.  Have  you  had  any  communication  with 
the  railway  companies  with  respect  to  any  reduc- 
tion of  the  rates  since  the  fall  in  the  price  of  coal? 
— In  1878  the  Master  Cotton  Spinners’ Association 
mooted  this  question,  and  it  was  afterwards  taken 
up  by  the  various  neighbouring  corporations  ol 
Blackburn,  Preston,  Burnley,  Accrington,  Clithe- 
roe,  and  Darwen;  a memorial  was  presented,  and 
a deputation  from  each  of  those  corporations,  and 
from  the  association  of  the  master  cotton  spinners, 
attended  before  the  railway  directors  and  laid  their 
case  before  them.  The  directors  promised  to 
give  the  matter  their  most  careful  consideration, 
and  to  give  their  reply  shortly  on  the  matter. 

2578.  Did  you  receive  any  favourable  reply 
from  those  railway  companies  ? — lYe  received  a 
reply  on  the  9th  of  January  1879,  in  which  they 
stated  that  they  declined  to  grant  any  reduc- 
tion. 

2579.  Did  they  state  any  reasons  for  not  grant- 
ing a reduction?  — I will  read  the  letter  ; it  is 
addressed  to  the  then  Mayor  of  Blackburn  : 
“ Referring  to  the  various  memorials  i)re8euted 
to  the  directors  of  this  company  at  the  interview 
between  them  and  de])utations  introduced  by 
you  on  the  17th  December  ult.,  and  to  the 
representations  then  made,  I am  instructed 
by  the  directors  to  state  that  they  have  care- 
fully considered  the  application  for  a refluction 
in  the  rates  for  the  conveyance  of  goods, 
and  they  desire  me  to  remark,  in  the  first 
place,  that  in  the  statements  made  by  the 
members  of  the  deputations  as  to  the  reduc- 
tion in  the  cost  of  coal  and  labour  since 
1872,  the  memorialists  have  taken  but  a limited 
view  of  the  cost  of  railway  workings,  the  fact 
being  that  whereas  no  doubt  there  has  been  a 
very  considerable  decrease  in  the  cost  of  coal,  the 
expense  to  the  company  for  labour  has  been 
largely  increased,  there  having  been  advances 
in  the  wages  of  the  servants  of  almost  every 
department,  in  some  cases  to  the  extent  of  10  per 
cent.,  while  reductions  in  the  hours  of  labour 
have  been  conceded  equivalent  to  an  additional 
10  per  cent. ; and  at  the  same  time,  I must  add, 
that  other  items  of  exjiense  have  also  been  con- 
siderably increased.  The  total  working  expenses 
of  this  company  for  the  half-year  ending  June 
1872,  were  46‘87  per  cent,  on  the  traffic  receipts, 
while  for  the  half-year  ending  June  1878,  they 
were  56'59  per  cent.  During  the  latter  part  of 
the  last  half-year  no  doubt  a reduction  in  the 
working  expenses  has  been  effected;  the  accounts 
of  the  half-year  have  not,  however,  yet  been 
made  up,  and  it  is,  therefore,  imjiossible  to  sav 
what  the  reduction  amounts  to  ; but  there  is  no 
reason  to  expect  that  the  per-centage  of  cost  will 
be  nearly  so  low  as  in  1872.  In  addition  to  other 
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items  of  expenditure  since  1872,  the  company 
have,  with  a view  to  increased  safety  of  working, 
adopted  the  block  system  on  their  lines,  the 
expense  of  which  down  to  the  present  time  has 
been  not  less  than  half  a million  sterling,  but  no 
increased  charge  has  been  made  upon  the  public 
in  consequence  of  this  expenditure,  though  the 
additional  cost  of  maintenance  and  working, 
together  with  the  interest  on  the  outlay,  is  equal 
to  a permanent  charge  of  about  50,000/.  per 
annum,  a sum  largely  in  excess  of  the  increase 
of  rates  of  which  you  complain.  Taking  all  the 
circumstances  of  the  case  into  consideration, 
the  directors  feel  that  they  would  not  be  justified 
in  reducing  the  rates  of  carriage.  I am  Instructed 
to  address  this  letter  to  you  as  the  gentleman 
who,  in  your  capacity  of  Mayor  of  Blackburn, 
introduced  the  deputations  ; perhaps  you  will  be 
good  enough  to  instruct  your  town  clerk  to  com- 
municate the  contents  to  the  various  bodies  re- 
presented at  the  interview. — Yours  faithfully, 
J.  H.  Stafford,  Secretary.” 

2580.  I think  you  stated  that  the  two  com- 
panies worked  in  conjunction?  — That  is  my 
opinion. 

2581.  Those  rates  refer  to  cotton  and  cotton 
goods  ? — Yes. 

2582.  Are  those  goods  easy  of  carriage? — Yes, 
they  are  particularly  easy ; cotton  is  particularly 
easy  to  load  and  unload.  Skips  of  yarn  weigh 
about  300  lbs.,  and  are  easy  to  move,  and  cloth  is 
easily  loaded  and  unloaded. 

2583.  What  do  cotton  bales  weigh  ? — About 
440  lbs. 

2584.  Are  many  claims  made  by  consignors 
for  damage  ? — In  the  carriage  of  cotton  there  are 
practically  no  claims,  and  the  same  applies  to 
yarn  in  skips.  I have  not  known  one,  nor  can  I 
learn  of  a claim  for  damage  having  been  made  in 
transit.  In  the  case  of  cloth,  claims  have  been 
made,  but  they  are  infinitesimally  small. 

2585.  Can  you  give  your  ow  n expei'ience  ? — In 
our  own  case,  over  three  years,  the  average  claim 
is  3 1.  per  annum. 

2586.  On  about  what  amount  in  value  of 

cloth  ? — I should  say  on  a value  of  about  1 90,000 1. 
a year  in  cloth.  ' 

2587.  In  the  average  of  190,000/.  worth  of 
cloth,  your  claims  have  not  averaged  more  than 
3 /.  in  the  last  three  years  ? — That  is  so. 

2588.  I think  you  stated  that  yarn  was  equally 
easy  of  carriage  with  cotton  ? — Yes. 

2589.  Can  you  produce  any  table  showing  the 
rates  of  cotton  from  Liverpool  and  Manchester  to 
towns  in  North-east  Lancashire  ? — I produce  a 
Table  of  rates  in  our  district  of  North-east  Lan- 
cashire {the  same  was  handed  in). 

2590.  Can  you  give  the  Committee  any  com- 
paratives rates  for  the  carriage  of  cotton  and  the 
carriage  of  other  articles? — Yes,  I will  take  a 
case  in  point,  because  the  distances  are  very 
much  alike  ; that  is,  the  carriage  of  coal.  From 
Skelmersdale  to  Blackburn  the  distance  is  about 
26^  miles,  and  the  haulage  of  coals  is  2 s.  per 
ton.  To  this,  of  course,  must  be  added  a rate, 
we  will  say,  of  10^/.  for  collecting  the  coal,  for 
Ave  must  make  the  com])arison  fair  between  the 
coal  and  the  cotton  or  yarn,  Ave  Avill  say  \0d.  for 
collectins:  the  coal,  6 d.  for  the  hire  of  Avaggons, 
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and  10</.  for  delivery  of  the  coal,  and  Qd.  for 
anything  else  Avhich  I do  not  at  present  call  to 
mind,  to  make  up  the  full  comparative  rate  of 
carriage  as  against  Manchester,  which  is  24^ 
miles.  In  the  one  instance,  namely  cotton,  you 
pay  10  s.  10  d.,  and  in  the  case  of  coal  you  pay 
4 5.  8 </. 

2591.  Do  you  know  the  price  of  the  carriage 
of  Avheat  or  flour  ? — In  the  case  (T corn  from  Liver- 
pool the  cost  is  8 s.  4 d.  per  ton,  for  four-ton  lots, 
and  for  flour  Is.  6 </.  per  ton. 

2592.  As  against  what  prices  for  cotton? — As 
against  11  5.  10  d.  for  cotton. 

2593.  And  you  would  say  that  cotton  was  as 
easy  of  carriage  as  corn? — I should  say  much 
more  so  ; there  are  fewer  claims  upon  cotton. 

Mr.  Gregory. 

2594.  Is  flour  in  barrels  carried  at  the  same 
rate  as  flour  in  bags? — I cannot  ansAver  the  ques- 
tion ; the  flour  is  in  sacks,  invariably,  in  our 
case. 

Mr.  Cross. 

2595.  NotAvithstanding  that  you  have  made 
many  applications  to  the  railAvay  companies,  you 
have  not  been  able  to  get  any  reduction  in  the 
rates? — We  have  not.  In  November,  prior  to 
the  appointment  of  this  Committee,  we  placed 
ourselves  in  communication  with  the  Lancashire 
and  Yorkshire  Railway  Company,  asking  them  to 
entertain  our  application  for  a reduction  of  rates ; 
the  matter  was  taken  up  not  only  by  neighbour- 
ing corporations,  but  by  the  corporations  of  Old- 
ham, Ashton,  and  Staleybridge.  We  asked  them 
to  receive  us,  and  grant  the  prayer  of  our  memo- 
rial if  they  could,  but  they  declined  to  receive  us, 
and  wrote  us  a letter  Avhich  I Avill  beg  leave  to 
read ; the  letter  is  directed  to  our  toAvn  clerk, 
and  it  is  dated  the  7th  of  March : “ Dear 
Sir, — I have  submitted  to  my  directors  your  letter 
of  the  26th  ultimo,  asking  the  directors  to  receive 
a joint  deputation  from  the  corporations  of 
Blackburn,  Burnley,  Bury,  Accrington,  Darwen, 
Clitheroe,  Ashton,  and  Oldham,  on  the  subject 
of  the  rates  for  carriage  of  cotton  and  cotton 
goods,  and  I am  instructed  to  say  that  my 
directors  are  of  opinion  that  no  practical  good 
Avould  result  from  their  receiving  representatives 
collectively  from  so  many  different  places  vari- 
ously affected,  and  they  would  prefer,  if  the 
respective  corporations  consider  it  their  duty  to 
make  any  representations  to  the  directors,  to 
communicate  Avith  each  separately  upon  any  point 
Avhich  may  affect  the  community  represented  by 
them;  but  itAvill  be  preferable,  in  the  first  instance, 
to  have  in  writing  in  each  case  particulars  of 
what  the  deputation  jjurpose  to  call  attention 
to. — Yours  truly,  J.  H.  Stafford,  Secretary.” 
We  found  that  they  Avould  not  comjily  in  any 
way  Avith  our  request,  and  Ave  looked  upon  it  as  a 
refusal. 

2596.  What  reduction  of  tariff  do  you  think 
the  cotton  trade  is  entitled  to? — I think  it  is 
cleaidy  entitled  to  a reduction  of  3 s.  a ton ; and 
if  Ave  had  been  as  much  on  the  alert  as  the  colliery 
proprietors  and  the  corn  millers  Avere,  during  the 
passage  of  the  various  Acts  through  Parliament  ; 
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I have  no  doubt  that  our  rates  would  have  been 
very  little  moi’e  than  half  what  they  really  are. 
The  case  of  Skelmersdale  is  a case  in  point. 

2597.  When  you  mention  3 5.  a ton,  do  you 
mean  3 s.  upon  the  10  s.  10  rf.  rate  or  upon  the 
lower  rate? — Upon  each  rate,  but  of  course  that 
is  only  my  opinion,  I am  referring  more  especially 
to  the  ]\Ianchester  and  Liverpool  rates. 

2598.  That  would  be  a reduction  of  about  from 
30  to  33  per  cent.  ? — A reduction  of  about  30  per 
cent. 

Mr.  MulhoUand. 

2599.  L)o  I understand  from  you  that  you 
consider  3 Z.  4 s.  4 d.  per  ton  for  carriage  is  an  un- 
reasonable charge  as  compared  with  21 Z.  for 
wages  ; you  said,  as  I understood,  that  it  was  un- 
reasonably high  as  compared  with  the  other 
charges  on  the  cotton  ; how  do  you  make  the 
comparison  ? — I do  not  make  any  such  compari- 
son, but  I consider  that  it  is  a very  heavy  charge 
upon  a large  and  important  industry. 

2600.  In  proportion  to  the  advantages  which 
you  receive  from  the  company  ? — I Avill  put  it  in 
that  way. 

2601.  You  do  not  contend  that  it  is  above  the 
maximum  rates  that  the  company  are  authorised 
to  charge  ? — I do  not  think  it  is. 

2602.  You  think  that  steps  should  be  taken  to 
reduce  the  jiresent  maximum  rates? — Yes,  I 
think  so. 

2603.  Is  that  upon  the  grounds  that  they 
yield  an  unreasonable  profit  to  the  railway  com- 
panies ? — I have  not  considered  that  point.  I 
have  only  considered  the  comparison  of  cotton 
with  corn  and  coal. 

2604.  Is  it  usual  to  carry  corn  and  coal  in 
ships  at  the  same  rate  per  ton  as  cotton  or  manu- 
factured goods  ? — I have  not  given  any  attention 
to  any  matter  of  that  sort. 

2605.  You  do  not  know  what  the  rates  of 
freight  are  ? — I do  not  know  the  rates  of  freight 
in  ships. 

2606.  Or  on  the  American  railways  ? — I have 
no  idea ; we  have  directed  our  attention  purely 
to  the  local  position  of  our  railways  and  the 
character  of  their  traffic. 

2607.  And  you  contend,  in  fact,  that  all 
goods,  whether  coal,  flour,  or  cloth,  should  be 
canned  at  a uniform  rate  per  ton  ; is  that  so  ? — 
No,  I do  not  say  that;  I ask  for  relief;  and  I 
give,  as  an  instance,  the  Skelmersdale  rate  on 
coal,  which  is  4 s.  8 d.,  whereas  the  carriage  of 
cotton  is  10  5.  10  d.  for  about  the  same  distance. 
Therefore,  I think  we  ought  to  have  some  reduc- 
tion. 

2608.  But  upon  what  grounds  do  you  leave 
out  of  sight  the  difference  of  bulk  in  proportion 
to  weight  and  the  difference  of  value  in  propor- 
tion to  weight ; are  not  those  elements  gener- 
ally considered  in  fixing  the  charges  ? — I suppose 
they  are. 

2609.  Do  you  know  what  dividend  the  Lanca- 
shire and  Yorkshire  Hallway  Company  pay  ; is 
it  excessive  ? — I really  cannot  express  an  opinion 
upon  that. 

2610.  But  there  can  be  no  doubt  that  the 
effect  of  a general  reduction  of  rateS;  such  as  you 
propose,  would  be  to  reduce  their  dividend  ? — I 
have  not  considered  that  question. 

0.54. 


INIr.  Gregory. 

2611.  Do  I understand  you  to  claim  the  same 
reduction  upon  the  manufactured  article  as  upon 
the  raw  material? — Yes,  I do. 

2612.  You  do  not  think  it  is  fair  to  put  a 
higher  rate  upon  the  article  worked  up  for  the 
market,  than  upon  the  raw  material  out  of  which 
it  is  made  ? — No,  I do  not. 

2613.  Tou  say  the  answer  of  the  railway  com- 
pany to  your  memorial  was,  that  although  the 
price  of  coal  was  lowered,  the  rate  of  wages  was 
higher  ? — The  railway  company  said  that  their 
expenses  generally  were  higher. 

2614.  Did  you  take  any  pains  to  ascertain  how 
that  excessive  expense  was  arrived  at? — No,  we 
made  no  further  inquiry  into  the  matter. 

2615.  You  took  the  representation  of  the 
railway  company  ? — Yes,  we  took  their  answer 
as  final ; of  couise  it  is  a final  answer,  I think. 

2616.  You  did  not  think  it  necessary  to  go 
into  that  question  further  ? — The  committee  did 
not  at  the  time. 

2617.  I am  not  quite  sure  that  I caught  your 
rates  accurately  ; as  I understand  you  the  cost  of 
the  carriage  of  cotton  from  its  point  of  importa- 
tion to  its  point  of  exportation,  if  I may  say  so,  as 
a manufactured  article,  was  60s.  a ton? — It  was 
on  an  average  over  50  s.,  but  it  varied  from 
48  s.  4 d.  to  64  s.  4 d. 

2618.  You  stated  to  the  Committee  that  the 
rate  from  Liverpool  to  Oldham  was  11s.  ?—  Yes. 

2619.  And  from  Oldham  to  Blackburn,  when 
goods  go  direct,  what  is  the  rate  ? — When  our 
goods  go  direct  from  Oldham  to  Blackburn,  it 
is  the  same  rate  as  from  Manchester  to  Black- 
burn, namely,  10  s.  10  <-7. 

2620.  Does  that  include  loading  and  unload- 
ing, or  not? — It  includes  both. 

2621.  Then  in  the  case  of  the  manufactured 
article  going  to  Liverpool  ? — It  goes  back  to 
Manchester  again  from  Blackburn,  and  it  then 
goes  from  Manchester  to  Liverpool. 

2622.  Say  the  cotton  is  landed  from  America 
at  Liverpool,  where  does  it  go  to  then? — To 
Oldham. 

2623.  That  is  charged  11  s.  a ton  ? — Yes. 

2624.  Then  from  Oldham  where  does  it  go  ? — 
It  goes  to  Manchester  to  be  sold  and  distributed. 

2625.  In  what  state  is  it  sent  there  ? — It  is 
made  into  cop-yarn. 

2626.  Then  it  goes  as  yarn  from  Oldham  to 
Manchester  ?—  Yes, 

2627.  The  charge  for  that  is  65.  8 tZ.  ? — 
Yes. 

2628.  And  then  from  Manchester  ? — It  is  sent 
from  Manchester  to  the  various  towns  in 
North  and  North-east  Lancashire  to  be  woven. 

2629.  It  is  not  woven  at  Manchester  then,  is 
it  ?— No. 

2630.  Manchester  is  a sort  of  depot,  or  point 
of  distribution? — Yes,  precisely. 

2631.  It  goes  from  Manchester  to  those 
various  towns  to  be  worked  into  cloth? — Yes. 

2632.  Then,  of  course,  it  has  to  incur  anotlier 
carriacre  from  JManchester  to  those  towns? — 
Yes. 

2633.  Is  that  IO5.  10  rZ.  ? — Yes,  to  Black- 
burn. 

2634.  Then,  being  worked  up,  does  it  come 
back  to  Manchester  again  ? — It  comes  back  to 
Manchester  again  to  be  sold  as  cloth. 

O 3 
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Mr.  Gregory — continued. 

2635.  Then  the  point  of  export  is  Liverpool  ? 
— It  may  be  Liverpool  or  London. 

2636.  The  point  of  export  would  be  London 
for  the  China  trade  ? — It  would  be  London  prin- 
cipally. 

26.37.  And  that  makes  up  the  figures  which 
you  have  given? — Forty-eight  shillings  and  four- 
pence. 

2638.  That  is  to  Liverpool  ? — Yes. 

2639.  And  how  much,  is  it  to  Loudon  ? — To 
London  it  is  64  s.  4 d.  for  goods  for  the  China 
trade. 

2640.  You  give  the  carriage  of  coal  at  4 s.  8 d. 
for  26]  miles? — Yes. 

2641.  I think,  according  to  my  recollections, 
the  coal-owners  have  been  pretty  wide  awake  to 
their  interests,  have  they  not  ? — It  seems  so,  as 
they  have  got  so  much  better  terms  than  we 
have. 

2642.  You,  I think,  have  not  taken  advantage 
of  any  Parliamentary  inquiries  to  go  into  these 
charges,  have  you  ? — We  have  not. 

Mr.  Pell. 

2643.  Is  not  there  one  operation  which  you 
have  omitted  in  the  manufacture  of  cloth,  and 
that  is  the  bleaching : has  it  not  to  go  and  be 
bleached  ? — It  has  very  often  to  go  to  Bolton,  or 
the  neighbourhood  of  Bolton,  which  increases 
the  rate  by  14  s.,  because  the  carriage  from 
Manchester  to  Bolton  is  7 *•.,  and  it  has  to  go 
back  to  Manchester  to  be  packed  and  forw^arded, 
so  that  goods  for  Bolton  requiring  to  be  bleached 
and  forwarded,  must  have  14  s.  added  to  the 
figures  I have  given. 

2644.  Then  how  does  the  cotton  get  to  Man- 
chester ? — By  railway. 

2645.  Do  you  not  know  that  one  firm  of 
bleachers  find  it  more  economical  to  cart  all  their 
bleaching  goods  ? — It  is  so. 

2646.  Do  you  know  tlie  name  of  the  firm? — 
Xo;  but  a good  many  of  the  bleachers  do  it  in 
the  neighbourhood  of  Bolton. 

2647.  Has  that  been  because  they  find  that 
the  rates  run  heavily  against  them,  or  because 
they  found  that  there  was  great  convenience  in 
packing  and  unpacking  bleached  goods  direct 
from  the  horse  vans  ? — I have  made  no  inquiry 
upon  the  question  of  the  bleaching ; but  the 
charge  of  7 s.  from  Manchester  to  Bolton  seems 
to  me  a high  rate. 

2648.  You  stated  that  the  railway  rates  were 
raised  in  1872  : 1 do  not  know'  whether  you 
stated  that  the  rates  so  raised  were  in  excess  of 
the  maximum  rates  allowed  by  law  ? — I think 
they  w’ere  not. 

2649.  Then  upon  what  do  you  ground  your 
complaint  against  the  railway  companies  ? — That 
w'e  pay  very  much  higher  rates  than  other  classes 
of  goods  ; for  instance,  flour,  wheat,  and  coal. 

2650.  Is  it  your  contention  that  the  companies 
carry  flour  at  a much  lower  rate  than  the  maxi- 
mum rate,  and  that  they  carry  cotton  goods  at 
the  fullest  rate  tliey  can  charge  ? — I think  that 
is  so. 

Lord  Randolph  Churchill. 

2651.  Do  not  you  know  practically  what  is 
the  maximum  rate  ? — I do  not. 


Lord  Randolph  Churchill — continued. 

2652.  You  are  not  yourself  acquainted  with 
what  the  companies  have  power  to  charge,  and 
have  not  inquired;  is  that  so ? —I  believe  they 
are  within  their  powers ; that  is  my  impres- 
sion. 

Mr.  Pell. 

2653.  Then,  presuming  the  company  to  be 
W'ithin  their  powers,  those  excessive  rates  may 
be  said  to  be  due  to  the  w'ant  of  care  on  the  part 
of  the  manufacturers  at  the  time  the  rates  were 
fixed  by  law  ; is  not  that  so? — It  seems  to  me  so. 

2654.  Do  you  ask  the  Committee  to  have 
those  rates  revised  again  ? — Yes  ; what  we  would 
like  would  be  to  see  the  Railway  Commissioners 
re-appointed  with  more  extending  power,  so  that 
they  would  deal  with  these  inequalities  of  rates. 

2655.  Do  you  consider  that  those  inequalities 
have  in  any  way  driven  the  trade  away  from  the 
districts  where  the  inequalities  are  in  force  ? — 
I do  not  know  that  there  are  any  inequalities  as 
between  places  for  the  same  article,  but  the  in- 
equalities are  in  coal  v,  cotton,  which  are  both 
together  in  the  same  district. 

2656.  It  has  not  dislodged  the  cotton  manufac- 
ture in  any  way  from  the  district  in  which  at 
present  it  is  being  canned  on,  to  one  where 
the  railway  companies  might  treat  it  on  more 
favourable  terms  ? — I have  not  looked  at  the 
question  from  that  point  of  view,  but  I know  of 
no  such  case. 

Mr.  Gregory. 

2657.  You  gave  the  Committee  the  rate  of 
wages  at  21  Z.  a ton  ? — Yes. 

Mr.  Monk. 

2658.  Have  you  at  present  any  case  which  you 
could  bring  before  the  Railway  Commissioners? — I 
should  think  the  rate  on  cotton  yarn  was  a ques- 
tion which  ouMit  to  be  brought  before  them. 

2659.  Have  you  any  locus  standi  before  the 
Railway  Commissioners  ? — The  corporation  would 
have  a locus  standi ; I should  tbink  they  are 
interested  to  a certain  extent. 

2660.  Have  you  a chamber  of  commere  ? — W e 
have  not. 

2661.  Have  you  any  proposal  to  make  with 
regard  to  the  extension  of  the  powers  of  the  Rail- 
way Commissioners  ? — Not  further  than  this,  that 
we  should  be  in  favour  of  the  Railway  Commis- 
sioners having  power  to  deal  with  the  inequalities 
of  rates. 

2662.  Do  you  know  whether  any  case  has  been 
brought  before  them  from  your  neighbourhood  ? 
— No  case  that  I have  heard  of,  or  that  I 
remember. 

2663.  Are  you  aware  that  it  is  in  the  power  of 
any  person  to  ask  for  leave  to  appear  and  make  a 
complaint  before  the  Railway  Commissioners  ? — 

I am  not  aware  of  that. 

2664.  Are  you  aware  whether  the  Railway 
Commissioners’ court  is  an  expensive  one  ? — Me 
have  never  tried  it,  but  we  have  had  the  idea  that  it 
was  an  expensive  one  and  a difficult  one  to  get  into. 

2665.  But  you  have  no  actual  knowledge  of 
that  ? — No,  I have  not. 

Mr.  Bolton. 

2666.  You  stated  that  you  thought  the  charges 
on  cotton  nere  very  high  compared  with  the 

charges 
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charges  on  other  articles,  and  you  instanced  coal, 
amongst  others  ?— -Yes. 

2667.  And  you  also  said  that  the  claims  in  respect 
to  damaged  cotton  had  been  almost  nii  ? — Yes. 

2668.  How  do  you  account  for  the  two  things  ? 
— First  of  all  cotton  can  be  exposed  to  the 
weather  for  a long  time  without  doing  it  any 
considerable  damage. 

2669.  The  absence  of  claim  is  not  in  conse- 
quence of  any  extra  expenditure  on  the  part  of 
the  railway  companies. — No. 

2670.  Do  you  think  that  the  cotton  can  be  car- 
ried exposed  as  coals  are  carried? — No,  it  is 
requisite  and  necessary  that  cloth,  especially  in 
transit,  should  be  well  covered. 

2671.  The  two  things  are  not  always  carried 
in  the  same  class  of  waggon,  are  they  ? — No,  a 
less  expensive  waggon  is  used. 

2672.  For  which? — In  the  case  of  cloth  the 
carriage  is  in  flats  ; the  flats  are  loaded  by  our 
own  workpeople,  and  they  are  put  on  to  the 
railway  trucks,  which  are  almost  flat. 

2673.  Then,  as  a whole,  you  consider  that  the 
cost  to  the  railway  companies  of  the  carriage  of 
cotton  goods,  both  completely  manufactured,  in 
the  raw,  and  of  cotton  in  the  raw,  and  of  cotton 
partly  manufactured,  including  the  protection 
which  the  railway  company  may  be  obliged  to 
give  those  articles  is  less  on  the  whole,  than  the 
cost  of  the  carriage  of  coals,  bearing  in  mind  the 
claims  to  which  the  railway  companies  are  liable 
in  respect  of  cloth  ? — I should  think  it  is  less  ; I 
should  think  that  cotton,  and  cloth,  and  skips  of 
yarn,  are  more  easy  of  carriage  to  the  railway 
companies  than  coal. 

2674.  I think  you  stated  that  in  your  experi- 
ence of  the  carriage  of  a traffic  the  value  of  which 
was  about  200,000 1.  a year,  your  claims  agalnstthe 
railway  companies  only  averaged  about  3 1. — Yes, 
a claim  averaging  3 Z.  a year  on  190,000  Z. 

2675.  You  do  not  admit  that  that  is  in  conse- 
quence of  the  greater  care  taken  by  the  railway 
companies,  but  owing  to  the  fact  that  cotton 
goods  are  less  liable  to  damage  ? — They  are  not 
liable  to  much  damage,  to  very  slight  damage  only. 

2676.  You  also  gave  the  Committee  the  details 
of  the  cost  of  transit,  and  you  spoke  as  if,  and  I 
presume  it  is  correct,  cotton  goods  and  cotton 
went  from  all  those  places  ? — Yes. 

2677.  For  instance  cotton  from  Liverpool  goes 
to  Oldham  to  be  spun? — Yes. 

2678.  And  then  from  Oldham  to  be  sold  in 
M anchester  ? — Yes. 

2679.  Then  to  other  places  ? — Yes. 

2680.  Is  it  from  your  experience  the  fact  that 
cotton  is  always  taken  from  Oldham  to  Man- 
chester, and  thence  to  those  places ; and  never 
taken  from  Oldham  direct  to  the  places  where  it 
IS  used? — It  is  very  often  taken  direct  from  Old- 
ham to  those  places  where  it  is  used. 

2681.  Then  the  10s.  10  <Z.  should  be  altered? 
— If  the  yarn  goes  direct  from  Oldham  to  the 
manufacturing  districts,  you  have  to  deduct 
6 s,  8 d. 

2682.  And  you  have  not  made  that  deduction  ? 
— I have  not  made  it. 

2683.  Then,  again,  are  goods  invariably 
brought  from  Blackburn  to  Manchester,  for 
sale? — I think  so, 
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2684.  The  whole  goods  are  sent,  and  not 
merely  samples  ? — That  is  so. 

2685.  The  goods  are  not  sent  in  samples  ? — 
Very  rarely. 

2686.  But  whenever  that  does  happen,  a 
further  reduction  should  take  place  ? — fhat  is  so. 

2687.  That  is  to  say  a reduction  of  10  s.  10  d.  ? 
— Yes. 

2688.  In  some  cases  that  does  happen  ? — 
Yes. 

2689.  In  the  case  where  a manufacturer 
shipped  his  own  goods,  he  would  not  think  of 
sending  them  to  Manchester  ? — He  almost 
invariably  does  so. 

2690.  Why  is  that? — Because  the  packing 
facilities  are  greater  in  Manchester  than  else- 
where. 

2691.  But  he  would  pack  his  own  goods  if  he 
were  a large  manufacturer,  would  he  not  ? — In 
Blackburn,  there  is  no  case  of  a manufacturer 
packing  his  own  goods. 

2692.  But  in  none  of  the  other  places ; do  you 
state  of  your  own  knowledge,  that  goods  are  not 
packed  in  Preston,  and  sent  to  London  and 
Liverpool  ? — I cannot  express  any  opinion  upon 
that,  but  I can  state  that  in  Blackburn  there  is 
no  manufacturer  who  packs  his  own  goods. 

2693.  'I'hen  you  gave  the  Committee  the  total 
cost  of  transit  if  shipped  in  Liverpool,  as  48  5.  4cZ., 
and  if  shipped  in  London,  as  64  s.  4 d? — Yes. 

2694.  I think  amongst  the  remedies  you 
require  is  a reduction  of  rates  equivalent  to  about 
33  per  cent.  ? — About  3 5.  a ton. 

2695.  Would  you  apply  that  reduction  to 
goods  going  via  London,  as  well  as  via  Liver- 
pool?— It  would  be  a very  great  advantage,  no 
doubt. 

2696.  No  doubt  it  would  be  a very  great  ad- 
vantage, but  to  whom  ? — I'o  the  cotton  manufac- 
turing interest  in  this  country. 

2697.  But  how  about  the  railway ; I think  the 
rate  from  Manchester  to  Liverpool  is  9 s.  ? — Yes. 

2698.  And  from  Manchester  to  London,  25  s.  ? 
—Yes. 

2699.  But  the  through  rate  from  Manchester 
to  Calcutta,  whether  via  Liverpool  or  via  Lon- 
don, is  the  same? — Yes,  I think  it  is. 

2700.  Then  the  excess  over  the  9 s.,  or  the 
difference  between  that  and  the  25  s.  to  London, 
must  be  in  reduction  of  the  rates  by  the  steamer? 
— I take  the  figures  you  have  given. 

2701.  I take  it  for  granted  that  a merchant 
will  not  ship  liis  goods  via  London,  unless  he  can 
ship  them  at  the  same  rate  as  he  can  ship  them 
at  Liverpool? — No  doubt. 

2702.  Therefore  the  difference  between  the 
25  s.  and  the  9 s.  must  be  paid  by  the  ship  ? — I 
suppose  so. 

2703.  Yet  I understand  you  to  say  you  require 
a reduction  of  33  per  cent,  over  all  ? — That  is 
what  we  are  entitled  to. 

2704.  Then  what  would  be  left  of  the  64  s.  4 cZ.  ? 
— If  you  deduct  a thii'd  there  would  be  about 
42  s.  9 d.  left. 

Lord  Randolph  Churchill. 

2705.  I thought  you  only  wanted  to  deduct 
about  3 s.  a ton  ? — About  one-third,  but  I was 
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Lord  Randolph  Churchill — continued. 

speaking,  of  course,  entirely  of  the  carriage  in 
our  own  neighbourhood. 

Mr.  Bolton. 

2706.  I beg  your  pardon,  you  have  been  speak- 
ing of  the  carriage  via  London? — Yes,  I would 
take  in  London. 

2707.  Before  we  leave  this  question  of  packing, 
are  you  perfectly  sure  that  there  are  no  jiackers 
in  Blackburn  ? — Yes,  there  are  packers  ; but 
there  are  no  instances  in  which  a cotton  spinner 
or  manufacturer,  as  I stated  before,  packs  his  own 
goods  in  Blackburn. 

2708.  Of  that  you  are  quite  certain  ? — Yes,  I 
am  quite  certain  of  that. 

2709.  You  spoke  of  working  expenses,  do  you 
deny  the  statement  contained  in  the  letter  which 
you  read  to  us,  that  the  hours  of  labour  are 
reduced  ? — I have  no  opinion  either  as  to  con- 
firming the  accuracy  of  that  letter,  or  impugning 
it. 

2710.  Is  it  within  your  own  knowledge  that 
wages  have  advanced  ? — Very  slightly.  I think 
the  advance  in  wages  to-day,  as  compared  with 
1872,  would  be  nil. 

2711.  The  railway  companies  usually,  in  each 
of  their  half-yearly  accounts,  publish  their  working 
expenses  ; you  are  not  a railway  shareholder, 
perhaps  ? — I am  not. 

2712.  You  have  never  happened  to  look  at 
these  things  ? — I have  not. 

2713.  And  you  have  no  opinion  upon  the 
matter  ? — I have  not. 

2714.  You  say  that  the  coalowners  have  looked 
after  their  own  intei’est  better  than  the  cotton 
merchants  ? — That  is  what  I say. 

2715.  Have  they  got  the  rates  in  the  existing 
acts  reduced? — I only  take  the  actual  facts. 

2716.  That  is  an  actual  fact? — I do  not  know 
how  it  has  come  about,  but  I know  that  the  rate 
from  Skelraersdale  to  Blackburn  is  2*-.  a ton. 

2717.  But  you  do  not  know  whether  they 
have  got  the  rates  in  any  of  the  former  Acts 
reduced  ? — I have  no  knowledge  of  that. 

2718.  You  propose  the  re-appointment,  as  you 
describe  it,  of  the  Kadway  Commissioners  with 
power  to  deal  with  rates  ? — With  inequalities  of 
rates. 

2719.  What  power  would  you  give  them? — 
In  a case  of  this  sort,  I would  leave  it  to  the 
Commissioners  to  settle  the  difference,  between 
the  rate  from  Skehnersdale  to  Blackburn  on  coal 
of  4 s.  8 d.,  and  10  .<?.  10  c?.  for  cotton,  for  the  same 
distance,  on  the  same  conditions. 

2720.  You  would  not  give  the  Commissioners 
power  to  raise  the  rate  from  4s.  8d.  to  10s,  10(?.? 
— Not  considering  that  it  is  a perfectly  satisfactory 
rate  to  the  railway  interest,  at  present,  I believe. 

2721.  But  supposing  that  the  railway  com- 
panies were  able  to  show  that  it  Avas  not  a satis- 
factory rate,  Avould  you  give  the  Bailway  Com- 
missioners power  to  reduce  the  rates  only,  or  to 
fix  the  rates  generally? — I think  the  power 
ought  to  be  in  the  direction  of  reduction  ; the 
])resent  coal  rates  are  not  low,  they  are  simply 
fair  and  eciuitablc. 

2722.  You  Avould  give  the  Commissioners 
j)0wer  to  override  the  Acts  of  Parliament  under 
which  the  lines  were  made,  Avould  you  ? — If  there 
were  grave  injustice. 


M r.  Bolton  — continued. 

2723.  I ask  you  Avhether  you  ivould  give  the 
Bailway  Commissioners  power  to  override  ex- 
isting Acts  of  Parliament? — In  a case  of  injus- 
tice, I Avould. 

Mr.  Barnes. 

2724.  Do  I understand  that  you  would  carry  all 
goods,  minerals,  and  everything,  at  one  rate  per 
ton? — No;  I have  not  said  so;  I have  quoted 
the  case  of  Skelraersdale,  as  being  a case  where 
the  rate  is  4 s.  8 d.  a ton,  Avhile  Ave  are  paying 
10  s.  lOr?.,  and,  I think,  if  Ave  got  3 s.  off  our 
rate,  Avhich  AA’ould  be  7 s.  10  ^7.,  we  should  be 
satisfied,  Avhich  shoAvs  that  we  are  quite  satisfied 
to  see  the  difference  betAveen  4 s.  8 d.  and 
7 s.  10  d.,  as  between  the  carriage  of  coal  and 
cotton. 

2725.  The  A'alue  of  coals  being,  according  to 
yonr  OAvn  statement,  about  6 s.  6 c?.  a ton,  you 
would  carry  them  at  the  same  price  as  you  would 
carry  goods  Avorth  about  100  1.  a ton  ; in  other 
Avords,  you  would  carry  black  diamonds  at  the 
same  price  as  Avhite  diamonds  ? — I have  no  ex- 
perience of  that  branch  of  the  subject  ; I only 
knoAv  that  Ave  furnish  a large  amount  of  traffic, 
Avhich  is  not  dangerous,  as  Ave  knoAv  from  sta- 
tistics ; it  is  also  regular,  and  it  is  easily  moved. 

2726.  But  you  kuoAv  that  the  rate  is  usually 
somewhat  in  proportion  to  the  A'alue  of  the  goods? 
— Yes,  in  this  case  my  contention  is,  that  the 
7 s.  lO  d.  rate,  if  we  had  the  3 s.  allowance,  Avould 
still  be  3 s.  more  than  the  rate  for  the  coal. 

2727.  But  you  think  the  rates  at  present  are 
not  excessive? — Upon  that  point  I speak  with  re- 
serve. 

2728.  Do  you  think  that  you  were  correct  in 
saying  that  in  1872,  coals  Avere  16  5.  a ton  ? — I 
have  a Bill  Avhlch  I can  put  in,  showing  that  the 
price  of  coal  was  16  s.  at  the  pit’s  mouth. 

2729.  Are  you  aware  that  the  price  of  coals 
reached  that  year  25  s.  a ton  ? — Not  at  the  pit’s 
mouth ; I never  heard  that ; not  for  yard  coal,  as 
it  is  called. 

2730.  I think  you  Avill  find  that  that  was  the 
fact  in  1871,  extending  over  into  1872  ? — This 
list  was  handed  to  me  by  a coal  proprietor,  and 
I understand  that  those  are  not  contract,  but 
actual  prices,  and  they  were  16  s,  at  the  pit’s 
month. 

2731.  Do  you  say  the  Avages  are  now  gone 
back  to  Avhat  they  Avere? — The  wages  in  1872 
were  very  nearly  the  same  as  they  are  to-day: 

I am  sjjeaking  of  the  railway  servants  and  the 
loAver  class  of  servants ; the  labourers  on  the 
railways. 

2732.  Would  that  extend  to  all  their  serx'ants  ? 
— I do  not  know  Avhat  the  Avages  of  the  staft'  of 
the  railAvay  companies  Avere  advanced  to. 

2733.  But  you  have  stated  that  in  consequence 
of  that  letter  it  is  within  your  knowledge  that  the 
companies  have  had  increased  charges  pnt  upon 
them  by  the  Board  of  Trade  for  the  doing  of 
their  Avork  ? — Y"es,  I have  understood  so. 

2734.  Do  you  know  the  cost  incurred  by  the 
carrying  out  of  the  block  system  ? — Xo. 


Sir  Edward  IVatkin. 


2735.  Are  you  a cotton  spinner  or  a manufac 
turer  ? — Both. 


2736.  How 
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2736.  How  many  spindles  have  you  ? — We 
have  about  32,000  spindles. 

2737.  Then  yours  is  a large  firm? — A medium 
sized  firm. 

2738.  You  stated  that  you  thought  you  were 
entitled  to  a reduction  of  3 s.  a ton  : I suppose 
you  mean  upon  all  the  rates  you  have  quoted  ? — I 
had  in  view  more  especially  the  rates  between 
Manchester  and  Blackburn,  and  Liverpool  and 
Blackburn. 

2739.  And  from  Liverpool  to  Oldham  ? — Yes, 
I would  include  that. 

2740.  The  rate  from  Oldham  to  Manchester, 
which  is  6 s.  Sd.,  you  would  reduce  to  3 s.  8 d.  ? — ■ 
Yes. 

2741.  And  the  rate  from  Manchester  to  Black- 
bui’n  you  would  reduce  from  10  s.  lOrf.  to7s.  10 d.? 
—Yes. 

2742.  You  would  have  3 s.  off  them  all? — Yes. 

2743.  Then,  roughly  speaking,  without  throw- 
ing in  London,  that  would  make  a difference  of 
15  s.  a ton  ; 3s.  off  each  of  five  rates  would  make 
15  s.  ? — Yes. 

2744.  You  told  the  Committee  that,  taking 
North-east  Lancashire,  there  were  145,000  tons 
of  cotton,  and  77,000  tons  of  yarn  coming  into  the 
district.  Then  of  course  that  would  have  to  be 
multiplied  ; because^  as  you  have  explained,  the 
traffic  goes  backwards  and  forwards  between  the 
warehouses,  the  markets,  and  the  manufactory  7 
—Yes. 

2745.  But  taking  the  reduction  at  only  15  s., 
how  much  per  annum  would  that  come  to  upon 
the  tonnage  you  have  given  of  yarn  and  cotton 
alone  ? — I should  think  60,000  1. 

2746.  Fifteen  shillings  off  222,000  tons,  if  my 
calculation  is  right,  is  166,500  /.  per  annum;  is 
that  the  sum  of  the  deduction  that  you  recom- 
mend, or  do  you  recommend  something  else? — I 
recommend  a deduction  of  3 s.  a ton  in  the  districts 
of  which  the  cotton  trade  is  the  business,  and  the 
only  business. 

2747.  The  cotton  first  comes  to  Liverpool;  itgoes 
to  Oldham  to  be  spun  ; then  it  goes  to  Manchester 
when  it  is  spun;  it  is  then  conveyed  from  Man- 
chester to  Blackburn,  or  other  districts,  and  it  is 
then  conveyed  back  to  Liverpool,  Manchester,  or 
London,  or  other  places  ; you  will  take  3 s.  a ton 
off  each  of  those  operations  of  transit ; is  that 
what  I understand  ? — I have  qualified  my  evidence 
when  it  comes  to  the  shorter  distances.  I would 
not  take  3 s.  off  a 3 s.  rate,  but  the  Manchester, 
the  Liverpool,  and  the  London  rates  could  well 
submit  to  a reduction  of  3 s. 

2748.  But  practically,  taking  your  deductions, 
it  would  make  a total  reduction  of  15s.? — That 
would  be  going  further  than  I would  go. 

2749.  How  far  would  you  go  ; take  the  48  s.  4 d. 
first,  and  take  the  64  s.  afterwards  ? — It  comes 
somewhere  to  about  14  s. 

2750.  That  is  Is.  less  than  I said;  taking  it  at 
14  s., is  it  not  the  fact  that  14  s.  will  make  a reduc- 
tion of  something  like  150,000  /.  a year  to  the  rail- 
way companies  ? — I have  not  looked  at  the  con- 
sequences to  the  railway  companies. 

2751.  I should  like  to  have  it  exactly,  because 
I want  to  see  what  is  the  sort  of  reduction  that 
you  expect  the  railway  shareholders  to  submit  to 
for  the  benefit  of  North-east  Lancashire  ? — Your 

0.54. 


Sir  Edward  Wntkin — continued, 
fiorures  would  not  be  far  wrong;.  I am  taking  3 s. 
upon  the  442,000  tons  of  cotton,  yarn,  and  cloth, 
which  comes  to  and  leaves  the  district. 

2752.  Roughly  speaking,  if  what  you  pro- 
pose w'ere  carried  out,  it  would  reduce  the  net 
profits  of  the  two  railway  companies  which 
supply  the  district,  to  an  extent  of  not  less  than 
150,000/.  a year  sterling? — I have  not  got  out 
those  figures,  but  I will  presume  those  figures  to 
be  correct. 

2753.  The  reduction  would  be  very  large,  at 
all  events? — Yes. 

2754.  Do  you  know  what  the  average  interest 
earned  upon  the  whole  of  the  capital  of  the 
Lancashire  and  Yorkshire  Railway  Company,  in- 
cluding bonds  and  everything  else,  comes  to  per 
annum  ? — I do  not  know  exactly. 

2755.  What  would  you  think  ? — I would  sup- 
pose 5 per  cent ; the  Lancashire  and  Yorkshire 
Company  pay  6^  per  cent,  on  their  general  stock. 

2756.  Railway  companies  are  not  only  carriers, 
but  traders  ; and  you  are  aware,  no  doubt,  that 
during  the  Blackburn  turnout,  the  railway  com- 
panies suffered  considerable  losses,  as  did  the 
manufacturers  ? — Yes,  no  doubt. 

2757.  During  the  cotton  famine  the  railway 
companies  suffered  very  much,  did  they  not  ? — 
Not  quite  so  much,  I think,  as  the  manufacturing 
interest. 

2758.  At  all  events,  they  are  liable  to  these 
ups  and  downs,  and  .difficulties  and  risks,  just  as 
a manufactux'er  or  trader  is? — Yes,  no  doubt 
they  are. 

2759.  What  would  you  think  was  the  average 
profit  on  spinning  and  manufacturing,  taking 
good  and  bad  years,  in  Blackburn  ? — I cannot 
give  you  any  idea ; but,  looking  at  the  Oldham 
trade,  it  has  not  been  very  satisfactory  this  last 
three  years. 

2760.  Those  have  been  three  bad  years,  just  as 
you  have  sometimes  had  three  good  years.  Is  it 
not  the  fact  that  the  bulk  of  the  mills  during  the 
last  thirty  years  have  been  added  to  and  extended 
entirely  from  the  profits  of  trade? — I am  not 
aware  of  that. 

2761.  Would  you  embark  in  cotton  spinning 
for  5 per  cent.  ? — I think  anyone  would  be  glad 
to  do  it. 

2762.  Is  that  including  interest  for  money,  or 
excluding  it? — Including  interest  of  money. 

2763.  You  really  think  they  would? — I think 
they  would  be  glad  to  do  it. 

2764.  You  have  shown  the  Committee  how  the 
traffic  goes  backwards  and  forwards  ; would  you 
undertake  to  say  that  the  bulk  of  yarn  consumed 
in  the  neighbourhood  does  not  go  from  Oldham  to 
Blackburn  direct? — I think  it  does  in  a great 
mensure.  I told  the  Committee  that  yarn  was 
frequently  sent  direct. 

2765.  You  stated  that  the  charge  U])on  cotton 
was  48s.  4<i.,  beginning  and  ending  at  Liverpool; 
knowing  that  the  bulk  of  the  yarn  goes  from 
Oldham  to  Blackburn  direct,  why  did  you  not 
exclude  that? — I have  still  understated  the  case, 
because  I have  taken  no  account  of  goods  that 
are  sent  to  Bolton  to  be  bleached,  or  to  other 
places  to  be  printed. 
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Mr.  Cross. 

2766.  Does  not  a large  quantity  of  yarn  come 
from  Oldham  to  Manchester  by  cart,  on  account 
of  the  excessive  railway  charges  that  are  put  upon 
it? — Yes,  a good  deal  of  the  yarn  coming  from 
Oldham  is  seat  by  cart,  simply  because  the  rail- 
way charge  is  so  excessive. 

Mr.  Barclay. 

2767.  What  is  the  distance  ? — It  is  about 
seven  miles. 

Sir  Edward  JVatkin. 

2768.  Is  it  not  within  your  knowledge,  as  it 
certainly  is  within  mine,  having  known  something 
of  the  trade,  that  it  is  very  often  much  cheaper 
to  cart  the  goods  than  to  send  them  by  railway, 
simply  because  you  can  load  at  the  mill  and  send 
to  any  w'arehouse  you  please  wnthout  anybody 
knowing  Avho  your  customers  are ; and  in  addition 
to  that,  you  can  always  take  something  back  to 
the  mill  ? — I am  sure  that,  if  the  rates  between 
Manchester  and  Blackburn  were  to  be  kept  up, 
private  enterprise  on  the  roads  with  ordinary 
waggons  and  carts  would  take  the  whole  of  the 
traffic. 

2769.  Why  do  they  not  do  it,  if  that  is  so? — 
Because  we  should  know  that  the  moment  we  had 
established  a large  staff,  with  waggons  and  carts, 
the  railway  companies  w'ould  reduce  their  rates 
temporarily,  to  drive  off  the  carting. 

2770.  But  suppose  the  railway  companies  Avere 
to  say  to  you,  as  I have  no  doubt  they  w'ould  say 
to  you,  that  for  five  years  they  would  not 
reduce  the  rates,  do  you  think  seriously  that  the 
manufacturers  would  start  cai'ting  on  their  own 
account.  I am  not  putting  the  question  as  a 
joke  ? — It  would  look  like  a joke  to  start  carting 
for  five  years. 

2771.  Say  for  a longer  period? — For  a longer 
period  I have  no  doubt  that  carting  would  be 
tried. 

2772.  Then  I will  take  your  answer.  Now 
you  have  spoken  about  the  manufactured  cloth 
being,  to  a small  extent,  jjacked  in  Blackburn, 
and  going  thence  direct  for  export.  I am  in- 
formed that  there  is  something  like  800  tons  a 
month  of  cloth  packed  at  Blackburn  and  sent 
direct  to  Liverj)Ool  or  London  ; would  you  deny 
that? — I would  not  deny  that,  but  it  is  a much 
larger  amount  than  I think  a packing  company 
could  do. 

2773.  But  you  will  not  deny  that? — I Avill 
not  deny  that. 

2774.  You  have  spoken  of  the  railway  rates 
being  a heavy  tax  upon  tlie  cotton  manufacture ; 
take  your  OAvn  rate,  48  s.  4 d.,  or  your  64  s.  4 d., 
how  much  would  that  be,  as  a matter  of  per 
centage,  upon  the  value  of  the  goods  conA  cyed 
from  the  different  points  to  London  for  ship- 
ment?—I have  not  taken  that  comparison.  I 
have  taken  it  uj)on  the  basis  of  the  cotton ; it 
amounts  from  about  3f  per  cent,  to  about  5|, 
Avhen  tliey  are  bleached  and  going  to  China. 

2775.  AVhen  they  are  bleached  and  going  to 
China,  how  much  per  lb.  Avould  you  put  them 
at,  1 s.  or  1 s.  6 d.  ? — I take  the  value  of  the 
cotton. 

2776.  You  are  taking  one  element  of  the  total 
and  final  ])ricc,  and  you  are  applying  to  that  one 
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element,  and  that  the  smallest  element  com- 
jiaratively,  of  the  Avhole  cost  of  the  thing  Avhen 
completed  ? — I have  stated  from  the  beginning 
that  I could  not  take  anything  else ; it  is  not 
possible  to  take  anything  else.  I have  in  all 
cases  taken  a ton  of  cotton  and  folloAved  that  ton 
of  cotton  from  toAvn  to  tOAvn  in  its  various 
transits. 

2777.  The  rate  is  so  much  upon  the  cotton, 
but  it  comes  to  so  much  less  upon  the  manufac- 
tured goods,  does  it  not? — Yes,  no  doubt,  but  I 
have  taken  the  same  basis  in  the  case  of  wages 
as  I have  in  this  case. 

2778.  You  gave  the  Committee  the  Avages 
per  ton  of  cotton?  — They  amount  to  21  Z.  per 
ton  of  cotton. 

2779.  That  Avould  be  2^  d.  per  lb.  ujion  the 
spun  and  Avoven  commodity  ? — Yes. 

2780.  That  Avould  not  include  bleaching? — It 
Avould  not.  I take  spinning  and  weaving. 

2781.  Your  recommendation  to  the  Committee, 
Avould  be  that  the  rates  in  tne  cotton  district, 
both  upon  the  raAv  material,  upon  the  yarn,  and 
upon  the  cloth,  should  be  assimilated  to  the  rate 
for  coal  ? — Yes,  in  a measure.  I have  said  that 
4 s.  8 6?.  Avas  the  relative  cost  to  the  10  s.  10  J. 
Of  course,  if  3 s.  is  taken  off  10  s.  10  d.,  it  still 
leaves  4 s.  8 tZ.  for  the  coal  and  7 s.  10  ^Z.  for  the 
cotton. 

2782.  But  Avhy  should  Ave  not  carry  your 
conclusion  to  its  logical  result,  and  reduce  all 
charges  to  the  rates  for  coal  ? — If  the  railway 
companies  find  it  pays  them,  I do  not  see  why 
they  should  not  be  compelled  to  do  so. 

2783.  But  sometimes  the  raihvay  companies 
carry  at  these  rates,  because  they  are  compelled 
to  do  so  ? — They  are  alloAved  to  charge  1 d.  a. 
mile  ; but  they  do  not  always  chai'ge  1 d.  a mile, 
sometimes  they  charge  less,  so  Ave  may  presume 
that  they  are  satisfied. 

2784.  We  may  take  it  that  if  the  railway  com- 
panies find  they  can  get  a A^ery  small  profit  upon 
any  article  which  they  carry,  they  should  not  be 
alloAved  to  exceed  that  profit  upon  any  other 
article,  is  that  your  contention  ? — I did  not  quite 
give  that  as  my  evidence. 

2785.  You  stated  that  a ton  of  cotton  could  be 
carried  quite  as  conveniently  as  a ton  of  coal. 
Cotton  is  Avorth  from  56  Z.  to  60  Z.  a ton  ; and 
coal  is  Avorth  at  the  pits,  say  from  5 s.  to  8 s.  per 
ton,  and  you  would  carry  that  cotton  at  the  same 
price  per  ton  as  you  Avould  that  coal  ? — I do  not 
say  so.  I saA , comparing  the  cost  of  the  carriage 
of  cotton  and  coal  over  a similar  distance,  as 
between  Blackburn  and  Manchester,  and  allow- 
ing 6 d.  for  the  hire  of  the  waggons,  and  10  cZ. 
upon  each  side  for  porterage,  and  6 d.  beyond 
that  on  account  of  the  heavier  nature  of  the 
cotton,  it  Avould  be  4 s.  8 d.,  Avhereas  Ave  pay 
10.9.  10  rZ. 

2786.  I think  the  late  member  for  Blackburn, 
Air.  James  Pilkington,  Avas  a cotton  spinner  ? — 
Yes. 

2787.  Is  his  firm  a very  large  one? — Yes, 
it  is. 

2788.  Has  he  ever  made  any  complaint  of  the 
rates  charged  by  the  raihvay  company  ? — I should 
say  certainly  not. 


2789.  Can 
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2789.  Can  you  tell  me  ho\r  many  spindles 
would  there  have  been  working  in  Blackburn 
25  years  ago,  and  how  many  there  are  now  ? 
— I cannot  tell  you  that. 

2790.  Still  I am  right  in  suggesting  that  there 
has  been  a very  large  and  marked  increase  in  the 
growth  of  Blackburn  and  its  manufacture  ? — 
Yes,  there  has  been  a considerable  increase. 

2791.  Do  you  think  the  I’ailways  have  contri- 
buted at  all  to  that? — I think  the  rates  are  very 
little  different  now  by  rail  from  what  they  were 
before  by  cart. 

2792.  Therefore  you  think  the  railways  have 
not  done  any  good  ? — I should  not  deny  that 
they  have  done  some  good  ; they  must  have  done 
some  good. 

2793.  You  have  recently  had  a desperate  strike 
in  the  coal  trade,  in  your  neighbourhood  ? — Yes. 

2794.  And  in  the  neighbourhood  of  Manches- 
ter ? — Yes. 

2795.  And  you  can  tell  the  Committee  that. 
If  it  had  not  been  for  the  railway  companies 
bringing  coal  from  South  Yorkshire  and  Derby- 
shire, you  would  have  been  put  to  very  great 
inconvenience,  would  you  not? — Yes,  there  is  no 
doubt  of  it. 

2796.  So  that  the  railways  have  been  of  some 
use  then  ? — I will  not  deny  that. 

2797.  With  regard  to  Blackburn,  is  it  the  fact 
that  the  Lancashire  and  Yorkshire  Company  has 
spent  a very  large  sum  of  money  in  constructing 
stations  there  for  the  stowage  and  accommodation 
of  cotton  ?— No. 

2798.  Not  a very  large  sum? — No,  nor  a 
large  sum. 

2799.  Then  with  regard  to  the  letter  which 
you  read  from  the  Lancashire  and  Yorkshire 
Company,  is  there  any  part  of  it  which  is  either 
a mis-statement  or  an  exaggeration? — I could  not 
confirm  the  statement,  and  I do  not  impugn  it ; 
it  is  a mere  statement,  which  is  made  by  them. 

2800.  In  what  year  did  the  Lancashire  and 
Yorkshire  Company  advance  the  rate  on  cotton 
1 s.  ? — One  thousand  eight  hundred  and  seventy- 
two. 

2801.  With  regard  to  cotton  and  yarn,  with- 
out going  into  the  cost  of  manufacture,  taking 
cotton  at  8 d.  per  lb.,  and  the  yarn  at  1 s.,  that 
would  come  to  about  20,000,000  /.,  would  it  not  ? 
— Your  figures  are  too  high  ; taking  it  for  years 
past,  the  price  has  not  averaged  anything  above 
6 d.  or  6 J d. 

2802.  Taking  the  average  price,  communibus 
annis,  of  the  cotton  at  8 d.,  and  taking  the  average 
price,  communibus  annis,  of  yarn  at  Is.,  and  if 
you  then  add  on  something  for  its  arrival  at  the 
stage  of  cloth,  I suppose  you  might  say  that  the 
manufacture  would  be  worth  from  25,000,000  1. 
to  30,000,000  1.  sterling  ? — I could  not  give  those 
figures. 

2803.  I wished  to  get  at  a rough  idea  of  what 
might  be  from  one  year  to  another,  the  total 
value  of  the  trade  ; but  you  would  apply  to  that 
total  value,  whatever  it  is,  this  proposed  re- 
duction of  rates,  of  about  150,000  1.  a year? — I 
have  already  guarded  myself  by  saying  that  we 
look  for  a reduction  to  the  centres  of  the  district 
of  about  30  per  cent.,  but  I do  not  want  to  go 
further  into  all  its  ramifications. 
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2804.  If  there  were  a reduction  of  30  per  cent, 
for  North-east  Lancashire,  of  course  there  must 
be  a reduction  everywhere  of  30  per  cent.  ; you 
Could  not  favour  one  district  without  favouring 
another? — If  they  are  as  well  entitled  to  the  re- 
duction, I think  they  ought  to  have  it ; if  their 
case  is  as  good  as  ours,  they  are  entitled  to  it. 

2805.  But  their  case  is  the  same  as  yours? — I 
do  not  say  It  is. 

2806.  The  railway  companies  carry  woollen 
goods  at  about  the  same  rate  as  cotton  goods ; 
the  ai'tlcles  are  manufactured  from  a different 
raw  material,  but  they  are  manufactured  all  the 
same.  Now,  suppose  there  were  a reduction  of 
30  2)er  cent,  upon  the  whole  of  the  railway  rates 
for  manufactured  goods,  and  the  raw  materials 
for  manufacture,  should  I be  far  wrong  in  saying 
that  it  would,  perhaps,  make  a reduction  of  2 per 
cent,  upon  the  dividend  of  all  the  railway  com- 
panies in  Lancashire  ? — I think  that  that  is  a 
very  exaggerated  statement,  and  one  I could  not 
agree  with. 

2807.  Take  it  at  1 per  cent.,  because  I think 
that  the  150,000  1.  which  you  have  given  me,  at 
25  years’  purchase,  would  amount  to  about 
4,000,000  1.  ? — That  is  a jjoint  I have  not  gone 
into. 

Mr.  O'  Sullivan. 

2808.  Do  you  think  that  if  35,  a ton  were 
taken  off  the  charge  on  those  goods,  it  would 
Increase  the  traffic  on  the  railway  ? — I think  it 
would  ; it  would  increase  the  general  prosperity 
of  the  district. 

2809.  Therefore,  you  do  not  think  there 
would  be  that  loss  of  150,000/.  ? — I think  it  is 
a very  exaggerated  estimate. 

Mr.  Caine. 

2810  I think  the  honourable  Baronet  asked 
you  whether  Mr.  Pilkington,  who  was  a director 
of  the  Lancashire  and  Yorkaliire  Railway  Com- 
pany, was  not  also  a large  cotton  spinner;  is  it 
not  the  case  that  the  Mr.  Pilkington  who  is  a 
director,  retired  from  business  many  years  ago  ? 
—He  did. 

2811.  Therefore,  he  is  not  likely  to  complain 
of  the  rates  that  he  does  not  himself  pay? — That 
is  so. 

Mr.  Nicholson. 

2812.  Is  the  increase  of  business  in  Blackburn 
and  your  neighbourhood  at  all  checked  by 
foreign  competition ; have  you  any  competitors 
in  France,  Germany,  or  elsewhere? — We  have 
a number  of  hostile  tariffs  to  deal  with  all  over 
Europe. 

2813.  Your  principal  trade  Is  for  exportation 
to  China,  India,  and  elsewhere ; is  that  at  all 
affected  by  foreign  competition  ? — We  are  liable 
to  have  foreign  competition,  but  it  is  a point  that 
I have  not  gone  into. 

2814.  The  purpose  of  my  question  is  to  ascer- 
tain whether  the  rates  you  are  complaining  of  on 
the  railw'ay  are  really  damaging  your  business, 
as  compared  with  the  foreign  comj^etition  ? — My 
complaint  is  not  from  that  point  of  view  ; but  I 
suggest  it  as  a matter  of  justice. 

2815.  I have  gone  through  your  figures  of 
wages  and  estimated  charges,  and  the  average 
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Mr.  Nicholson — continued, 
cost  of  the  2)roduct  of  your  district,  I calculate 
at  100  1.  a ton,  the  price  of  the  cloth  at  10c?.  a lb, 
would  approximate  to  that  very  nearly,  so  that 
the  railway  charges  upon  your  cotton  cloth  are 
2 1 per  cent.? — They  would  be  a little  more  than 
that. 

2816.  Then  the  reduction  you  claim  would 
reduce  your  railway  charges  about  three-fourths 
per  cent;  that  is  one-third? — Yes,  a third  is 
what  Ave  look  for. 

Mr.  Callan. 

2817.  What  distance  is  Skelmersdale  from 
Blackburn  ? — Twenty-seven  miles. 

2818.  What  is  the  jn-ice  of  coal  at  the  pit’s 
mouth  there? — I do  not  know  what  is  the  price 
of  coal  at  the  jht’s  mouth  there;  I think  it  is 
about  8 s. 

2819.  And  what  is  the  carriage  to  Blackburn? 
— Two  shillings. 

2820.  That  is  a foui’th  of  the  value?— Y^es. 

2821.  What  place  did  you  compare  Avith  Skel- 
mersdale and  Blackburn  ? — I comjiared  Avith  that 
the  rate  I pay  for  cloth,  Avhich  is  10  s.  10  c?.  for 
24^  miles  between  Blackburn  and  Manchester. 

2822.  What  is  the  value  of  a ton  of  goods 
going  from  Blackburn  to  Manchester?  — The 
value  Avould  be  about  100  /. 

2823.  Wbat  per  cent,  on  that  is  the  carriage  ? 
— It  is  very  nearly  one-half  per  cent. 

2824.  Then  I take  it  that  the  raihvay  company 
charges  for  coal  25  jier  cent,  on  the  value  for 
carriage,  and.  over  the  same  distance  they  carry 
manufactured  goods  at  one  half  per  cent.  ? — Y"es, 
that  is  coi'rect. 

2825.  Do  you  Avant  the  rate  to  be  increased  on 
coal  ? — No  ; there  is  no  complaint  by  the  railway 
interest,  and  I think  it  is  a just  rate. 

2826.  Supposing  that-  the  comjianies  approxi- 
mated the  rates,  and  raised  the  rate  on  coal,  say 
one-half  more,  and  reduced  the  rate  on  cotton  to 
the  peojile  who  do  comjilain,  do  you  think  that 
would  be  beneficial  to  the  consumer  ? — It  AAmuld 
be  very  unsatisfactory. 

2827.  Especially  to  tbe  poor  and  industrial 
classes? — Yes,  most  unsatisfactory,  there  is  no 
comjilaint  on  tbe  part  of  the  railway  interest  as  to 
the  carriage  of  coal. 

2828.  You  have  brought  forAvard  a complaint, 
you  have  complained  that  the  railAvay  company 
carry  coal  from  Skelmersdale  to  Blackburn  for 
2 s.  a ton,  and  that  they  charge  10  s.  lOr?.  on 
cotton  from  Blackburn  to  Manchester,  a similar 
distance  ? — We  complain  of  that. 

2829.  Do  not  you  think  that  the  industrial 
classes  consuming  coal  in  Blackburn  might  com- 
plain that  Avhereas  the  railway  companies  charge 
25  ])cr  cent,  upon  the  value  of  the  coal  for  car- 
riage, they  only  charge  a half  per  cent,  on  manu- 
factured goods  ? — I do  not  think  per  centage  is  a 
just  criterion. 

2830.  I am  not  asking  as  to  the  justice  of  the 
case,  I am  asking  as  to  the  fact.  Supposing  the 
raihvay  companies  somewhat  more  equalised  the 
rates,  and  increased  the  price  charged  upon  coal, 
and  loAvcred  it  uj)on  manufactured  goods,  so  as  to 
kcf'])  their  ])rofits  about  tbe  same,  do  not  you 
think  that  Avould  very  injuriously  aftect  the  in- 
dustrial classes? — 1 cannot  express  any  opinion 


Mr.  Callan — continued. 

upon  that ; I belieA'e  it  Avould  be  A'ery  unjust 
and  unsatisfactory. 

2831.  Would  it  not  injuriously  affect  tlie  in- 
dustrial classes,  not  the  large  manufacturers  ? — 
Yes  ; to  interfere  Avith  the  price  of  coal  Avould 
be,  certainly,  injurious  to  the  working  classes. 

2832.  Do  not  you  think  the  general  public 
Avould  be  much  better  satisfied  to  let  the  rates 
remain  as  they  are,  than  to  increase  the  rates  on 
coal,  and  lower  them  on  manufactured  goods? — 
The  general  public  would  feel  very  grieA'ously 
hurt  by  any  Increase  of  the  charge  on  coal. 

2833.  Therefore  it  Avould  give  much  more 
general  public  satisfaction  to  let  the  rates  remain 
as  they  are  than  to  loAver  one  and  raise  the  other, 
as  I suggested  ? — I cannot  ansAver  the  tAvo  ques- 
tions together  ; I can  only  say  that  if  you  raised 
the  rate  of  coal  the  general  public  Avould  be 
very  much  aggrieved,  and  if  you  Avere  to  raise  the 
rate  of  coal  in  order  to  loAver  the  rate  on  cotton 
goods,  it  would  be  a very  grievous  injustice. 

2834.  In  fact,  I may  take  it  that  an  increase 
in  the  rate  on  coal  would  cause  dissatisfaction  to 
a large  number,  Avhereas  a reduction  in  the  rate 
on  cotton  Avould  give  satisfaction  to  a small  num- 
ber ? — It  Avould  give  satisfaction  to  an  important 
class  in  this  country. 

2835.  If  the  rate  were  lowered  on  cotton, 
Avould  it  affect  the  Avorking  classes  ?—Y^es,  it 
would  affect  them  beneficially. 

2836.  How  Avould  it  affect  them  beneficially? 
— It  Avould  increase  the  cheapness  of  the  produc- 
tion, and  extend  our  power  of  supply. 

2837.  But  Avould  it,  in  any  but  a most  infinite- 
simal degree,  affect  the  AVorking  classes? — I 
think  it  Avould  be  a fund  of  Avhich  the  Avages 
paid  to  the  Avorkpeojile  Avould  be  the  first  to  feel 
the  advantage. 

2838.  I believe  the  operatives  of  Lancashire 
are  much  more  dissatisfied  Avith  the  Avages  paid 
them  than  Avith  the  charges  on  coal  ? — I do  not 
know  that. 

2839.  Do  you  knoAv  anything  of  Liverpool? — 
No,  excepting  that  I have  transactions  Avith 
Liverpool  people. 

2840.  You  know  nothing  of  the  Mersey  Dock 
and  Harbour  Board  ? — No. 

Mr.  Barclay. 

2841.  Do  you  contend  that  coals  and  cotton 
goods  should  be  carried  at  the  same  rate  per  ton 
per  mile? — No,  I distinctly  Avish  it  to  be  under- 
stood that  it  is  not  so. 

2842.  Am  I right  in  supposing  that  you  con- 
tend that  there  should  not  be  so  great  a difference 
betAveen  tbe  rates  charged  for  coal  and  cotton  as 
there  is  ? — YYs,  that  is  my  contention. 

2843.  Do  you  think  the  proper  basis  for 
charging  for  conveyance  is  the  A-alue  of  the  goods, 
or  should  it  depend  rather  upon  the  cost  to  the 
raihvay  companies  of  performing  the  work? — I 
think  the  cost  of  the  goods  ought  never  to  enter  as 
an  clement  into  the  charge  per  ton.  If  you  find  a 
large  traffic,  regular  and  easy  to  the  rolling  stock, 
I think  that  ought  to  be  taken  into  consideration. 

2844.  I presume  that  any  advance  in  the  rate 
for  coals  Avould  hit  tbe  manufacturer  quite  as 
much  as  the  general  public  ? — Y'es,  they  are  all 
large  users. 

2845.  Y'ou 
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Mr.  Barclay — continued. 

2845.  You  think  there  is  not  much  difference 
between  the  cost  of  conveyance  of  cotton  and 
of  coals  to  the  railway  companies  ? — I think  there 
is  a difference,  but  not  equal  to  the  difference  in 
the  rates  which  exists  at  present. 

2846.  Is  the  rate  you  quoted  for  coal  masters’ 
waggons? — For  hired  waggons.  The  2 5.  rate  is 
haulage  only ; then  you  have  to  pay  6 d,  for  the 
use  of  the  waggon,  and  in  my  estimate  I have 
allowed  6rZ.  more  for  any  contingency. 

2847.  Then  I suppose  the  railway  company 
has  to  haul  the  empty  waggons  back  f ree  ? — Yes, 
I think  that  is  included. 

2848.  Then,  in  point  of  fact,  the  railway  com- 
pany haul  the  waggons  double  the  distance  for 
a much  lower  rate  per  mile  than  in  the  case  of 
cotton  ? — Yes,  that  is  so. 

2849.  Is  it  any  object  for  you  to  send  your 
goods  via  London  to  Calcutta? — No,  i do  not 
see  why  they  should  go  that  way. 

2850.  I assume  that  the  through  rate  from 
Blackburn  to  Calcutta  is  the  same  via  Liverpool 
and  via  London? — I believe  it  is. 

2851.  If  the  London  rate  were  reduced  so  far 
as  the  railway  companies  are  concerned,  that  is 
to  say,  the  rate  between  Blackburn  and  London, 
would  it  be  likely  to  affect  the  througli  rate 
between  Blackburn  and  Calcutta  ? — I should 
think  it  Avould;  they  would  reduce,  I have  no 
doubt,  both  on  the  Liverpool  and  the  London 
rate;  at  present  the  Calcutta  business  is  done 
through  London,  and  the  Bombay  business  in  a 
great  measure  through  Liverpool;  and  I think 
if  a reduction  were  made,  it  would  apply  to 
both. 

2852.  The  point  I wished  to  put  was  this:  if 
there  were  a reduction  of  85.  Ad.,  which  I think 
was  the  sum  you  indicated  upon  the  rate  from 
Blackburn  to  London,  would  you  expect  to  get 
a reduction  of  85.  4 c?.  in  the  through  rate  from 
Blackburn  to  Calcutta? — I am  hardly  prepared 
to  answer  the  question.  I have  no  doubt  we 
should  have  an  advantage,  but  not  to  the  full 
extent  of  the  85.  4 c?. 

^ 2853.  Do  you  think  if  the  company  reduced 
the  rate  3 5.  between  Blackburn  and  Liverpool, 
you  would  get  any  benefit  on  the  Calcutta  rate? 
— I think  we  should  get  the  benefit  of  the  3s.  in 
that  case. 

2854.  You  think  you  would  get  the  benefit  of 
the  35.  by  the  Liverpool  route,  but  you  are  not 
so  sanguine  that  you  would  get  it  if  the  goods 
were  sent  via  London? — That  is  so. 

2855.  Therefore,  it  is  of  more  importance  to 
you  to  have  a reduction  upon  the  Liverpool  rate 
than  upon  the  London  rate  ? — It  appeals  more 
nearly  to  the  district  I come  to  represent,  to  have 
the  reductions  on  the  transit  of  their  goods  from 
Manchester  and  all  this  district,  to  Liverpool. 

2856.  Is  that  because  Liverpool  is  the  natural 
shipping  port  for  your  district? — It  is. 

2857.  Have  the  railway  companies  one  rate 
for  goods  brought  to  London  for  consumption  in 
London,  and  another  for  goods  for  shipment? — 
The  railway  companies  generally  give  the  rate, 
inclusive  of  the  carriage  from  Manchester  to  the 
ship’s  side  in  London,  and  of  course  they  give 
you  a rate  of  255.  when  you  pay  the  carriage  to 
London,  irrespective  of  the  freight  to  Calcutta. 
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2858.  What  is  the  rate  for  goods  delivered 
alongside  of  the  ship? — Twenty-five  shillings. 

2859.  Both  ways  the  same? — Yes,  25s.  is  the 
rate  given. 

2860.  Do  you  think  that  the  country  has 
benefited  by  railways  as  it  should  have  done,  if 
the  railway  I’ates  are  now  as  high  as  those  at 
which  the  goods  can  now  be  conveyed  by  horse 
and  cart  ? — I do  not  think  it  has. 

2861.  Do  you  tliink  that  a reduction  of  the 
rates  would  tend  to  stimulate  trade  and  to 
develope  traffic? — I think  it  would  develope 
traffic,  and  give  almost  as  profitable  a business 
in  the  future,  at  the  lower  rates,  as  it  does  now 
at  the  existing  rates. 

2862.  It  is  your  opinion,  as  I gather,  that  the 
Railway  Commissioners  should  exercise  some 
jurisdiction  over  the  existing  rates  ? — Yes. 

2863.  How  far  would  you  go? — I would  go 
as  far  as  to  give  them  power  to  deal  with  high 
and  unequal  rates. 

2864.  With  high  and  preferential  rates? — Ex- 
actly. 

2865.  Are  you  aware  that  a clause  in  the  Act 
of  Parliament  of  1845  contemplated  a revision  , 
of  the  rates  by  Parliament? — I had  no  idea  of 
that. 

2866.  Or  at  least  that  Parliament  has  reserved 
the  right  under  certain  conditions  to  deal  with  the 
rates  at  some  future  time  ? — I had  no  idea  of  that. 

2867.  Would  it  be  your  idea  of  the  power  of 
the  Railway  Commissioners,  that  railway  com- 
panies might  raise  the  rates  or  adjust  them  as  they 
thought  expedient  and  just,  and  that  if  the 
traders  thought  themselves  aggrieved  by  such 
advance  in  the  rates  they  should  have  power  to 
go  to  the  Railway  Commissioners  for  a decision 
as  to  whether  the  rates  charged  by  the  railway 
companies  were  reasonable  or  not  ? — It  is  such  a 
power  that  I would  give  them. 

2868.  Y^ou  stated  that  your  corporation  had 
not  looked  to  see  whether  the  railway  companies 
had  kept  within  their  maximum  rates  ? — I can- 
not speak  to  that. 

2869.  I think  you  stated  that  the  railway 
charge  for  manufactured  goods,  between  Man- 
chester and  Blackburn,  was  10  5.  10  d.  a ton  ? — 
Y"es. 

2870.  Does  that  10  5.  10  c?.  a ton  Include  col- 
lection and  delivery? — Yes,  10  5.  10  c?.,  including 
collection  and  deliverj’^. 

2871.  What  do  you  consider  the  fair  charge 
for  collection  and  delivery? — • I think  10  c?.  is  a 
fair  charge  for  deliver}'. 

2872.  And  the  same  for  collection  ? — I think  so. 

2873.  Could  .you  do  it  at  that  rate  for  your- 
selves ? — We  can ; and  it  is  done  by  some  of  the 
manufacturers  in  Blackburn. 

2874.  Does  that  Include  loading  and  unload- 
ing?— I think  they  are  assisted  to  unload  the 
railway  waggons. 

2875.  I have  the  Railway  Clauses  Act  before 
me,  under  which  the  railway  companies  are 
authorised  to  chai’ge  certain  maximum  rates  for 
the  conveyance  of  goods  and  everything  inci- 
dental thereto,  with  the  exception  of  a reason- 
able sum  for  loading,  covering,  and  unloading  of 
goods,  and  the  same  for  collection  and  delivery. 
Now,  you  told  me  that  you  consider  1 5.  8 d.  a 
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Mr.  BarcAay — continued. 

fair  sum  for  collection  and  delivery,  and  I want 
to  ask  you  what  you  consider  a fair  sum  for  load- 
ing, unloading,  and  covering  ? — In  the  case  of 
cloth,  we  do  load,  and  we  assist  to  .unload,  and 
we  do  the  covering,  so  there  ought  to  be  no 
charge  for  the  cloth,  because,  as  I say,  we  load 
it  and  cover  it  up,  and  we  unload  it  at  Manches- 
ter. 

2876.  Then  from  this  10  s.  10  d.  rate  you  are 
not  prepared  to  allow  a deduction  of  anything 
more  than  Is.  8 <7.  for  the  charges  which  the 
railway  companies  are  authorised  to  make, 
under  their  Act  of  Parliament  ? — That  is  quite 
enough. 

2877.  You  do  not  allow  for  loading  and  un- 
loading in  respect  that  you  do  these  services  for 
yourselves? — Yes,  we  assist  in  all  cases  in  cover- 
ing up  cloth  in  our  own  mills,  and  it  is  loaded  in 
the  railway  waggon  by  our  servants. 

2878.  Suppose  we  allow  2 d.  a,  ton  additional 
for  that,  to  bring  it  out  to  even  money,  that  is  to 
say,  to  allow  1 s.  \0  d.  for  collection  and  delivery, 
loading  and  unloading,  so  far  as  it  was  done  by 
the  company,  that  would  reduce  the  net  mileage 
rate  to  9 s,  ? — Yes. 

2879.  Now  I have  the  Lancashire  and  York- 
shire Company’s  Act  before  me  in  which  it  gives 
as  the  maximum  rate  “ for  the  conveyance  of  cot- 
ton and  other  wools,  and  manufactured  goods,  a 
sum  of  2>^d.  a ton  a mile,  if  conveyed  a less 
distance  than  50  miles,  and  3 e?.  a ton  a mile  if 
conveyed  50  miles  and  upwards.”  The  distance 
between  Blackburn  and  Manchester  is  245  miles  ? 
— Yes,  that  is  correct. 

2880.  Let  us  assume  it  to  be  25  miles,  at  3^  d. 
a ton  a mile,  the  charge  would  come  to  7 s.  6 d.  ? — 
Yes. 

2881.  So  that  after  adding  the  proper  amount 
for  the  terminals,  1 s.  10  d.,  the  charge  which  the 
Lancashire  and  Yorkshire  Company  is  entitled 
to  make  for  the  carriage  of  manufactured  goods 
between  Blackburn  and  Manchester,  is  9 s.  Ad. 
a ton? — Yes,  for  which  they  charge  us  now 
10  s.  10  cZ. 

2882.  Do  you  agree  with  those  figures  ? — Yes, 
I do. 

2883.  So  that  if  those  figures  of  yours  are 
coiTect,  that  is  to  say,  allowing  Is.  10c?.  for 
collection  and  delivery  and  the  covering  of  the 
goods  (excluding  the  loading  and  unloading  which 
you  say  you  perform  yourselves),  the  railway 
company  is  over-charging  you  for  every  ton  of 
goods  between  Blackburn  and  Manchester  1 s.  6 c?. 
a ton? — Yes,  exactly;  it  has  recently  occurred 
to  us  to  look  into  the  Act  of  Parliament  with 
regard  to  this  matter,  and  at  present  the  various 
Acts  are  under  the  consideration  of  the  town 
clerk  ; it  is  only  one  of  those  pieces  of  advice 
that  we  have  acted  upon  just  recently. 

2884.  It  was  only  recently  that  it  occurred  to 
you  to  examine  the  Acts  of  Parliament  to  see  if 
the  railway  companies  were  exceeding  their 
authorised  charges? — Yes. 

2885.  You  have  a rate  also  of  10  s.  a ton, 
have  you  not,  between  Manchester  and  Darwen, 
a distance  of  20  miles  ? — Yes,  that  is  so. 

2886.  Can  you  say  ivhether  the  manufacturers 
there  load  and  unload  the  goods  ? — Yes,  they  do, 
it  is  the  custom,  so  far  as  regards  cloth. 


Mr.  Barclay — continued. 

2887.  It  is  the  custom  to  load  and  unload  the 
goods,  and  in  the  case  of  Darwen,  you  only  make 
the  same  addition  to  the  mileage  rate  as  you  do 
in  the  case  of  Manchester  and  Blackburn  ? — 
Yes. 

2888.  Between  Darwen  and  Manchester,  I un- 
derstand the  distance  is  20  miles,  and  20  miles  at 
3f  d.  a ton  per  mile,  comes  to  6 s.  ? — Yes,  that  is 
without  the  terminals. 

2889.  If  you  add  the  terminals  to  the  6 s.,how 
much  do  you  bring  it  up  to  ? — To  Is.  10  rf. 

2890.  What  is  the  railway  company  charging  ? 
— Ten  shillings;  that  makes  it  just  2s.  2d.  a 
ton  more  than  they  are  authorised  to  charge,  ac- 
cording to  your  reading  of  the  Act. 

2891.  It  is  not  my  reading  of  the  Act,  but  I should 
say  that  the  railway  companies  have  submitted  a 
statement  to  the  House  of  Lords,  in  which  they 
themselves  described  the  maximum  rate  to  be, 
as  I have  said  it  was,  from  the  Act  of  Parlia- 
ment, 3f</.  for  cotton  manufactured  per  ton  a 
mile,  if  conveyed  a less  distance  than  50  miles  ; 
and  3 G?.  a ton  a mile  when  the  distance  is  in  ex- 
cess of  50  miles.  If  that  be  so,  the  only  question 
which  can  arise  is,  whether  jmu  have  allowed  a 
proper  sum  for  the  terminals  ? — The  railway 
companies  give,  or  will  allow,  10  c?.,  and  10  rf. 
they  charge ; it  is  done  occasionally  by  some 
manufacturers,  and  they  believe  it  to  be  a just 
charge,  as  I have  just  stated. 

2892.  And  you  could  perform  the  whole  of 
these  services  of  loading,  unloading,  collec- 
tion, delivery,  and  covering  the  waggons,  for 
a sum  of  Is.  10c?.  a ton?  — For  a sum  of 
1 s.  8 d.,  and  the  2 d.  which  you  suggested  that  I 
should  add. 

Mr.  Lowther. 

2893.  I think  you  mentioned  just  now  that 
there  could  be  a revision  of  the  rates  charged  by 
railway  companies  at  any  time,  by  the  powers  of 
the  Act  of  Parliament  of  1845  ; was  that  so  ? — 
I understand  that  by  the  Act  of  1845,  Parlia- 
ment reserved  to  Itself  power  to  revise  the  rates 
of  railway  companies  in  the  future. 

2894.  Are  you  aware  that  the  Act  of  Parlia- 
ment provides  that  before  a revision  of  rates  can 
take  jdace,  a railway  must  pay  10  per  cent,  for 
three  years  ? — I am  not  aware  that  that 
would  be  one  of  the  conditions. 

, 2895.  What  is  the  actual  process  of  packing 

and  transporting  cloth  and  cotton  ; is  it  brought 
in  bales  to  the  railway  station  ? — It  is  brought  in 
bales ; it  is  loaded  on  to  the  flats  or  open  trucks 
of  the  railway  companies,  which  can  be  lifted 
off  by  overhead  cranes  ; it  is  loaded  by  our  ser- 
vants. 

2896.  Is  it  exposed  to  the  weather  ?— -No,  it  is 
covered  with  tarpaulins  ; they  always  send  with 
each  lorry  man  a tarpaulin,  and  our  men  assist  in 
covering  up  the  cloth. 

2897.  According  to  a calculation  of  the  hon- 
ourable Baronet,  the  Member  for  Hythe,  sup- 
posing your  suggestion  were  adopted,  of  reducing 
the  rates  by  one  third,  there  would  be  a large 
loss  to  the  railway  companies? — Yes,  that  was 
the  statement  of  Sir  Edward  Watkin;  it  was 
not  my  evidence.  I guarded  myself  against 
that. 


2898.  But 
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Mr.  Lowther — continued. 

2898.  But  you  admit  tliat  if  all  the  rates  were 
reduced  a third,  there  would  be  a large  loss  to 
the  railway  eompanies  ? — They  would  have  less 
profit. 

2899.  That,  I take  it,  amounts  to  a loss.  Sir 
Edward  Watkin  put  it  at  150,000/.? — I could 
not  endorse  the  figure  in  any  degree. 

2900.  You  are  not  a shareholder  of  the  rail- 
way ? — I am  not. 

2901.  May  I ask  whether  you  are  a denbeture 
holder? — I am  not. 

2901*.  Are  you  aware  that  the  debentures  are 
secured  upon  the  maximum  rates  fixed  by  Parli- 
ment  ? — I am  not  aware  of  that. 

2902.  Now,  taking  the  railways  in  the  neigh- 
bourhood of  Burnley,  can  you  tell  me  whether 
the  railway  companies  have  spent  large  sums 
upon  signals,  and  other  requirements  of  the 
Borad  of  Trade  ? — I think  they  have,  according 
to  the  evidence  which  I have  read  upon  the  block 
system. 

2903.  But  you  are  not  aware  from  personal 
knowledge  ? — I have  seen  the  various  stations  ; 
but  in  my  opinion  they  do  not  represent  anything 
like  the  expenditure  set  forth. 

2904.  If  you  were  told,  that  the  London  and 
North  Western  Company  have  spent  500,000/. 
in  the  neighbourhood  of  Burnley,  with  respect 
to  signals  and  other  matters,  you  would  not 
believe  it;  take  all  the  railways  there? — I take 
it  that  you  are  referring  to  the  Lancashire  and 
Yorkshire  Railway,  as  the  London  and  North 
Western  Company  ai’e  not  interested  there,  I 
should  be  very  much  surprised  to  hear  that  it 
was  as  you  suggest. 

2905.  They  have  complied  with  the  require- 
ments of  the  Board  of  Trade,  I take  it? — I am 
not  aware  as  to  that. 

2906.  Are  you  not  aware  that  more  men  are 
employed  in  working  these  signals,  than  used  to 
be  employed  formerly  ? — I suppose  so  ; but  I 
presume  that  the  block  system  applies  generally 
to  the  safety  of  passengers. 

2907.  But  it  has  to  be  paid  for,  I take  it, 
involving  moreover,  as  it  does,  an  increase  of 
manual  labour? — No  doubt. 

2908.  Do  you  agree  with  the  theory,  that  I'all- 
way  companies  earry  some  articles  at  a loss  ? — I 
do  not  know  anything  at  all  about  that. 

2909.  You  would  give  the  Railway  Commis- 
sioners power  to  lower  the  rates ; but  you  would 
not  give  them  any  power  to  raise  the  rates,  is 
that  so  ? — I would  give  them  power  in  a case  of 
injustice  to  reduce  the  rate. 

2910.  That  was  your  expression,  “ where  there 
is  injustice  ”? — Yes. 

2911.  Who  is  to  be  the  judge  of  the  injustice  ? 
The  Railway  Commissioners. 

2912.  You  think  that  they  are  sufficiently 
acquainted  with  railway  business,  to  be  able  to 
judge  of  the  justice  or  injustice  of  the  charges  on 
various  articles  carried  upon  railways? — Yes,  I 
should  presume  so. 

^ 2913.  And  you  think  that  there  are  no  more 
difficulties  in  transporting  cloth  and  cotton  goods, 
than  there  are  in  transporting  coal? — A little 
more  ; I have  stated  repeatedly  in  my  evidence 
that  there  is  a difference  between  coal  and  the 
article  we  do  with. 

0.54. 


Mr.  Dillwyn, 

2914.  I understand  you  to  say  that  you  think 
an  equal  rate  should  be  charged  upon  manufac- 
tured and  unmanufactured  goods? — Yes,  the 
same  rate.  . 

2915.  The  manufactured  article  is  surely  the 
much  more  valuable  of  the  two,  is  it  not  ? — It  is 
more  valuable. 

2916.  And  in  the  case  of  loss  or  damafje,  do 
you  not  come  upon  the  railway  company  to  make 
that  up  ? — Yes,  when  it  occurs. 

2917.  Do  not  you  think  that  in  order  to  insure 
against  that,  they  are  obliged  to  charge  more  ? — 
I mentioned  also  that  the  amount  of  clain>  against 
railway  companies  for  damage  to  articles  in 
transit  was  infinitesimally  small. 

2918.  Do  not  you  think  that  that  is  due  to 
their  being  obliged  to  take  more  care  of  the 
manufiictured  article  ? — The  care  consists  in 
putting  a tarpaulin  on. 

2919.  Do  not  you  think  that  for  any  extra 
care,  they  ought  to  be  allowed  to  charge  extra  .? 
— But  the  Committee  will  agree,  I think,  that 
they  ought  not  to  make  an  extra  charge  for 
putting  on  the  tarpaulin,  especially  when  that 
tarpaulin  is  put  on  by  our  own  servants. 

Mr.  Lowther. 

2920.  You  said  you  considered  as  final  the 
answer  given  to  you  by  the  Lancashire  and  York- 
shire Railway  Company  to  the  application  you 
made  to  them  ? — Yes  ; the  latter  letter. 

2921.  You  did  not  consider  the  first  one  as 
final  ? — No  ; we  thought  after  two  years,  with 
the  alteration  in  the  price  of  coal  and  labour,  we 
might  approach  them  asaln,  and  we  went  to  them 
in  1872,  and  again  in  1878. 

2922.  But  on  the  whole,  you  are  disposed  to 
agree  with  what  they  said,  or  you  do  not  disagree 
with  what  they  said,  although  you  would  like  a 
lower  rate  ; you  thought  there  was  reason  in  the 
letter? — I thought  there  was  not  much  reason 
in  it ; I thought  it  was  simply  a refusal  con- 
veyed with  as  much  excuse  as  they  could  well 
frame. 

2923.  But  if  you  thought  the  excuse  was  not 
a very  good  one,  you  would  have  applied  again, 
would  you  not? — We  can  do  very  little  good 
with  the  railway  companies  except  we  bi'ing 
pressure  to  bear  upon  them. 

Sir  Baldwyn  Leighton. 

2924.  With  regard  to  the  rates  you  quoted 
at  first,  I think  you  stated  that  you  were  not 
aware  that  they  were  above  the  maximum  ? — 
Yes,  I spoke  with  great  reserve  upon  that 
point. 

2925.  That  was  not  your  special  complaint,  and 
you  were  not  able  to  say,  whether  they  were  or 
were  not  in  excess  ; but  is  there  any  differential 
rate  in  the  district  which  you  have  quoted? — No, 
not  that  I am  aware  of.  I do  not  know  any  other 
rate  for  any  other  class  of  goods  than  cotton  goods. 

2926.  And  not  upon  the  same  class  of  goods  ? 
— No,  I do  not  know  what  they  charge  for  the 
same  class  of  goods. 

2927.  Then  your  complaint  is,  not  of  the  dif- 
ferential rate,  but  of  the  high  charge? — Yes;  our 
complaint  is  of  the  high  charge. 

R 4 
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Sir  Baldwyn  Leighton  — continued. 

2928.  Then  yon  stated  that  in  1872,  1 think, 
tlie  rates  were  advanced,  owing  to  the  price  of 
coal  and  the  rate  of  wages? — Yes,  that  is  so. 

2929.  The  price  of  coal  afterwards  came  down? 
— It  came  down  to  a third  of  the  price  of  1872. 

2930.  Has  there  been  any  reduction  in  the  rate 
following  upon  that  reduction  in  the  price  of  coal 
and  wages? — No,  there  has  never  been  any  re- 
duction in  the  rate  since  the  year  1872. 

2931.  The  rate  went  up  and  never  came  down? 
— Yes,  the  rate  went  up,  but  did  not  come 
down. 

2932.  Wliat  was  the  rise?  — About  10  per 
cent.  It  was  1 s.  between  Liverpool  and  Black- 
burn on  the  rate  of  10s.  lOrf.,  and  10  </.  between 
Blackburn  and  Manchester,  on  the  rate  of  10  s. 

2933.  You  stated  that  you  thought  that  if  the 
manufacturers  had  been  more  upon  the  alert 
they  might  have  got  the  rates,  or  a considerable 
portion,  off;  and  I think  you  afterwards  said, 
that  perhaps  3 s.  from  each  of  those  quotations 
would  satisfy  you? — I rather  put  it  in  this  way  ; 
I said  that  if  we  had  been  more  on  the  alert 
at  the  time  of  the  passing  of  the  Bills,  we  should 
not  have  paid  so  much  as  we  are  doing  now. 

2934.  I think  you  have  been  asked  the  ques- 
tion how  you  arrive  at  that,  but  I am  not  sure  ; is 
it  by  a comparison  with  the  charge  made  for 
coals  and  corn? — Yes. 

2935.  You  say  that  your  district  has  made  no 
application  to  the  Railway  Commissioners  under 
tliese  circumstances? — We  have  not. 

2936.  Has  the  matter  not  been  considered  ? — 
No,  it  has  always  been  looked  upon,  so  far  as  I 
know,  as  a very  great  undertaking,  and  I think 
inquiry  has  not  been  sufficiently  made,  or  we 
should  have  done  it. 

2937.  I suppose  the  matter  has  been  under 
consideration  for  several  years  ? — Our  grievance 
is  several  years  old,  of  course ; it  dates  since 
1872. 

2938.  You  stated  that  if  the  existing  rates 
continue  to  be  charged,  the  carriage  could  be 
effected  for  about  the  same  or  even  at  a cheaper 
rate  by  cartage? — Yes,  we  could  deliver  goods 
from  Blackburn  to  Manchester  at  a good  profit 
upon  those  rates. 

2939.  Has  it  really  ever  been  practically  pro- 
posed to  cart  the  goods? — No. 

2940.  Is  that  owing  to  the  reason  you  gave? — 
Yes,  I have  stated  the  reason  why  it  had  not  been 
undertaken. 

jNIr.  Morley. 

2941.  You  have  had  questions  asked  you  the 
object  of  which  clearly  was  to  show  that  your 
demand  would  lead  to  an  immediate  reduction  in 
the  dividend  paid  to  the  shareholdei's? — That  is 
so. 

2942.  Your  connection  with  trade  has  led  you 
to  this  impression,  that  lowering  the  rates  reason- 
ably has  sometimes  led  to  larger  profits  ? — Yes, 
quite  so. 

2943.  And  that  there  might  be  a great  increase 
of  conveyance  consequent  upon  lowering  the 
rates  both  on  coals  and  goods? — On  goods  espe- 
cially. 

2944.  You  have  given,  I understand,  an 
opinion  favourable  to  the  continuance  of  the 


Mr.  Morley — continued. 

Railway  Commissioners  ? — I have,  Avlth  power  to 
deal  with  the  rates. 

2945.  I suppose  under  reasonable  limits,  not 
interfering  Avith  the  proper  management  of  their 
OAvn  concerns  by  raihvay  directors ; but  you 
think  the  ])OAver  of  the  Railway  Commissioners 
should  be  increased  ? — That  is  my  suggestion. 

2946.  We  have  had  in  the  course  of  this  in- 
quiry frequent  reference  to  these  phrases,  “ sta- 
tutory poAvers,”  “ maximum  tolls,”  “ rates  fixed 
by  Parliament;”  has  your  attention  been  called 
to  the  question  of  the  revision  of  the  rates  which 
the  railway  companies  are  authorised  to  charge  ? 
— No;  I have  been  very  much  surprised  to  find 
one  member  of  the  Committee  pointing  out  a 
matter  I Avas  not  before  acquainted  Avith. 

2947.  You  are  aAvare  that  there  has  been 
lately  appointed  a public  prosecutor,  not  for  this 
matter,  but  for  dealing  Avith  crime.  I Avould  ask 
you  Avhether  your  opinion  Avould  favour  the 
appointment  of  an  official  in  the  nature  of  a 
public  prosecutor,  Avhose  duty  it  should  be  in  all 
Railway  Bills  brought  before  the  House  of  Com- 
mons to  Avatch  the  schedules  and  those  statutory 
poAvers  relating  to  the  imposition  of  charges? — 
I think  it  Avould  be  a very  great  public  advan- 
tage. 

2948.  Otherwise,  if  the  Raihvay  Commis- 
sioners Avere  to  be  extinguished,  Avhich,  no 
doubt,  some  honourable  Members  would  desire, 
Ave  should  have  no  security  at  all,  should  Ave,  as 
to  the  protection  given  to  the  public  in  those 
respects? — We  should  have  none. 

Chairman. 

2949.  But  you  do  not  seem  even  to  have  en- 
quired in  your  case  into  this  question  of  Avhether 
the  maximum  rates  Avere  exceeded  or  not  on  the 
Lancashire  and  Yorkshire  Railway  ? — It  seems 
to  me  that  Ave  ought  to  have  looked  into  this 
matter  before,  but  Ave  have  been  under  the  im- 
])ression  that  the  railway  companies  Avere  char- 
ging Avhat  they  had  a legal  right  to  do ; and  of 
course  you  approach  a railway  company  as  you 
approach  an  individual ; you  ask  him  to  reduce 
the  rate  and  he  says,  “ No,  I cannot  afford  to 
do  it.” 

2950.  Do  not  you  think  that  the  trades  ought 
to  have  attended  to  their  interests  rather  more, 
and  to  have  made  themselves  acquainted  Avith  the 
statutory  limitation  and  the  relation  it  bore  to  the 
amount  charged,  before  bringing  their  grievance 
before  the  Committee  ? — No  doubt  it  would  have 
been  desirable. 

2951.  According  to  your  proposal,  you  Avould 
go  before  the  Raihvay  Commissioners,  armed 
Avith  this  iieAV  power,  and  you  Avould  ask  the 
Railway  Commissioners  to  reduce  your  rates  on 
these  cotton  goods ; Avhat  reason  AAmuld  you 
assign,  first  of  all,  for  that  reduction? — I should 
assign  the  reason  that  we  ])rovided  for  the  rail- 
Avay  companies  a large  and  regular  and  a good 
class  of  traffic,  easily  moved  about,  easily  trans- 
ported, and  good  to  the  rolling  stock ; that  the 
companies  Avere  giving  rates  3 s.  and  over,  less  to 
the  corn  and  coal  peo2)le,  and  Avhy  should  not  Ave 
have  the  same ; that  Avould  be  the  only  appeal 
Ave  could  make  to  them. 


2952.  You 
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C'/miVma7j— continued, 

2952.  You  would  urge  that  corn  and  coal, 
being  carried  at  a lower  rate,  you  ought  to  have 
.some  reduction ? — Yes;  to  have,  not  the  same, 
but  an  approximate  rate  granted  to  us. 

2953.  Supposing  the  railway  companies  an- 
swered, “ Well,  we  carry  coal  at  a much  lower 
rate  than  we  do  cotton,  because  coal,  by  its 
presence  in  the  centres  of  manulacture,  enables 
a great  many  articles  to  be  created  which  pays 
us  by  their  carriage  from  the  place  of  manufac- 
ture elsewhere  ; and  therefore  we  can  aftord  to 
carry  them  cheaper  than  we  can  carry  cotton, 
which  creates  nothing  else  ? — I should  say  the 
same  thing,  that  by  our  power  of  cheaper  manu- 
facture and  the  extension  of  our  business  conse- 
quent upon  the  increased  use  of  cotton,  Ave 
should  increase  the  traffic  through  the  district  in 
which  the  lessened  rates  existed. 

2954.  But  that  is  not  the  ])oint ; coal  is  broug-ht 
into  the  iron  and  pottery  districts  as  a necessity 
to  create  iron  and  pottery  traffic  ; Avhich  when 
created  is  carried  right  and  left,  but  your  cotton 
is  i rought  simply  to  be  manufactured,  it  does 
not  create  anytliing  else? — But  we  have  our 
traffic  going  from  place  to  place ; it  is  sent  to  be 
spun,  it  is  «ent  to  Manchester,  it  is  sent  back 
again  from  Manchester,  it  is  sent  to  be  bleached, 
it  is  sent  to  be  finished,  and  it  makes  no  end  of 
journeys. 

2955.  But  still  the  cotton  does  not  by  its 
presence  create  another  article  of  consumption, 
it  is  only  the  same  article  (hat  is  being  carried  to 
and  fro  by  the  railway.  Supjiosiug  that  answer 
Avere  given  by  the  raihvay  company,  and  the 
Railway  Commissioners  tliought  it  a just  ansAver, 
Avould  you  still  dissent  ? — I should  still  dissent, 
because  there  is  no  complaint  by  the  raihvay 
interest  that  they  have  carried  corn  or  coal  at  a 
loss. 

2956.  Would  you  consent  to  alloAV  issues,  so 
complicated,  and  overriding,  as  has  been  pointed 
out.  Acts  of  Parliament,  to  be  left  in  the  hands 
of  three  or  four  gentlemen  sitting  as  the  Rail- 
way Commissioners  do? — We  have  no  other 
means  of  obtaining  protection  unless  Ave  have 
somebody  in  the  capacity  of  a public  prosecutor 
to  look  after  our  interests,  or  after  the  contents 
of  Bills  Avhen  they  are  brought  in. 

2957.  But  these  complaints  relate  to  inequali- 
ties of  tariff,  not  betAveen  different  individuals, 
but  betAveen  different  articles  ; Avould  you  not 
think  that  the  better  Avay  Avould  be  to  apply  to 
Parliament  to  modify  the  maximum  rates  upon 
those  different  articles  ? — No ; I think  the  appli- 
cation to  Parliament  is  so  costly  that  you  could 
never  get  any  corporation,  or  any  association  of 
men,  to  undertake  an  application  to  Parliament 
for  a Bill,  Avith  an  interest,  like  the  raihvay 
interest,  hostile  to  it. 

2958.  You  rather  contradicted  yourself  I think, 
because  I may  point  out  to  you  that  you  just 
now  stated,  that  if  the  cotton  interests  had  been 
as  Avatchful  as  the  coal  interests  have  been,  you 
Avould  have  got  a reduction  of  the  rate  as  those 
other  interests  got  a reduction  of  the  rate, 
apparently  from  their  watching  and  taking  a part 
when  the  Bills  Avere  in  Parliament? — No  doubt, 
we  should  have  done  the  same. 

2959.  This  cheapness  of  coal  carriage  is  a gi’eat 
0.54. 
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benefit  to  the  community,  is  it  not? — No  doubt 
it  is. 

2960.  Jf  you  foresaw  that  your  agitation  was 
going  to  have  the  effect  of  raising  the  price  of 
coal  carriage,  would  you  persist  in  it  ? — 1 do  not 
see  Avhy  Ave  should  not. 

2961.  AYould  you  persevere  if  you  foresaAV 
that  the  result  of  your  agitation  Avas  to  raise  the 
carriage  of  coal  to  you  instead  of  loAvering  the 
cotton  rate  ? — I have  no  authority  for  giving  this 
ansAver  Avhich  I am  about  to  give;  but  individually, 
I think,  I Avould  pei’severe  ; I think  individually 
that  the  claims  of  the  largest  business  in  the 
country  should  be  alloAved  the  fullest  Aveight. 

2962.  Do  not  you  think  that  rather  points  to 
an  increase  in  the  rate  of  carriage  on  coal  than  to 
a diminution  in  the  carriage  of  cotton  ? — It  might 
])uint  to  that,  but  I do  not  think  that  necessarily 
it  does  so.  I think  raihvay  companies  can,  out  of 
their  profits,  afford  to  give  us  a reduction  of  the 
rate. 

2963.  You  stated  that  in  many  cases  the  rail- 
Avay  rates  Avere  as  high  as  the  carriage  Avould  be 
by  road? — Ihat  is  so. 

2964.  Would  that  be  a general  rule,  or  is  that 
confined  to  very  short  distances  ? — It  can  be  done 
betAveen  Blackburn  and  Manchester ; Ave  can 
cart  the  cotton  by  road  at  a profit  for  that  dis- 
tance. 

2965.  What  is  the  distance? — Twenty-foul 
and  a-half  miles. 

2966.  Would  you  extend  that  I’emark  of  yours 
to  longer  distances,  or  Avould  you  confine  it  to 
such  a short  distance  ? — I think  that  in  longer 
distances  it  Avould  fail. 

Mr.  Morleif. 

2967.  ( TlLTough.  the  Chairman.')  I Avish  to  ask 
you  this  : Avhether  in  the  event  of  an  alteration 
by  Avhich  the  rate  on  coal  Avere  raised  somewhat, 
if  the  trade  of  Blackburn  Avere  improved  by  the 
loAvering  of  the  rate  on  cotton  goods,  the  Avorking 
classes  Avould  not  be  much  more  lai’gely  benefited 
than  they  Avould  be  damnified  by  a slight  increase 
of  the  rate  on  coals  ? — I think  that  they  Avould 
be  more  than  compensated. 

Mr.  Barclay. 

2968.  I understand  that  your  j)osltion  is  that 
the  raihvay  companies  charge  a fair  rate  for  the 
carriage  of  coals  to  Blackburn? — They  do. 

2969.  And  you  assume  that  it  is  a remunera- 
tive rate  to  the  railway  company  ? — It  is  so,  in  our 
opinion. 

2970.  And  upon  that  supposition  you  think 
that  there  ought  not  to  be  such  a large  difl'erence 
betAveen  the  cai’riage  of  coal  and  cotton  goods  as 
that  Avhich  the  railway  companies  make  ? — That 
is  so. 

2971.  Your  contention  Avould  be,  that  if  the 
raihvay  con)panles  reduced  their  rates  by  about 
30  per  cent,  in  the  Lancashire  district,  it  Avould 
tend  to  develope  the  trade  greatly,  and  possibly 
in  the  end  put  as  much  money  into  their  pockets 
as  it  does  at  present? — I think  it  Avould  tend 
greatly  in  that  AV'ay. 

2972.  Your  argument  then  is  to  a considerable 
extent  this,  that  if  they  were  to  make  such  a reduc- 
tion, there  Avould  be  no  necessity  for  the  increase 
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of  the  rate  upon  coals,  which  seems  to  be  as- 
sumed ? — I do  not  think  there  would. 

2973.  And  that  a reduction  in  the  chai’ge  on 
cotton  does  not  at  all  necessitate  an  increase  in 
the  charge  on  coals? — That  is  so. 

Mr.  Billwyn. 

2974.  But  you  think  that  even  if  it  did  in- 
volve that  increase  in  the  price  charged  for  the 
carriage  of  coal,  it  should  be  made?  — Yes,  it 
should  be  made. 

Mr.  Bolton. 

2975.  You  have  stated  that  the  reduction,  if 


Mr.  Bolton — continued. 

made,  would  amount  to  one-half  per  cent,  on  the 
value  of  the  finished  article,  is  that  so? — I could 
not  say  that. 

2976.  You  stated  just  now,  in  answer  to  a 
question,  that  if  that  I'eduction  were  made,  it 
would  probably  greatly  increase  the  trade  of  the 
district;  now,  unless  you  know  what  is  the 
amount  of  the  reduction,  or  the  per-centage  you 
are  going  to  receive  upon  your  manufacture,  how 
do  you  know  the  increase  in  the  trade  would  be 
so  material  ? — I know  that  the  question  of  getting 
3 s.  a ton  reduction  on  the  goods  that  we  carry 
between  Liverpool  and  Manchester  would  be  a 
great  benefit. 


IMr.  Joshua  Bawlinson,  called  in;  and  Examined. 


Mr.  Cross. 

2977.  You  are  from  the  same  district  as  the 
Mayor  of  Blackburn? — Yes,  I come  from  Burn- 

2978.  I want  to  ask  you  a question  arising  out 
of  a question  put  by  the  honourable  Member  for 
Foi'farshire,  to  the  Mayor  of  Blackburn,  in  regard 
to  the  collection  and  delivery  of  goods  by  others 
than  the  railway  companies  in  your  neighbour- 
hood ; do  any  other  parties  than  the  railway  com- 
panies collect  and  deliver  goods? — Yes,  carting 
agents  do  so. 

O 

2979.  What  charge  do  they  make  for  that  ? — 
They  charge  10  J.  a ton  for  the  collection. 

2980.  And  10  d.  for  the  delivery  ? — Yes. 

2981.  This  work  is  })erformed  by  a company, 
quite  inde])endent  of  the  railway  companies  ? — 
Yes,  by  ju'ivate  ])ersons. 

2982.  They  load  and  unload  the  goods,  do  they 
not? — The  custom  is  in  cotton  goods,  that  the 
carter  takes  his  horse  and  lorry  to  the  mill ; the 
employes  of  the  mill  put  on  the  cotton  cloth,  they 
assist  the  carter  to  sheet  it  up,  and  put  on  a tar- 
paulin; it  is  then  taken  to  the  railway  station,  and 
as  it  is  loaded  on  a lorry  with  a false  bottom,  the 
false  bottom  is  taken  off  by  means  of  a crane,  and 
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put  upon  the  railway  truck.  On  arriving  at  Man- 
chester it  is  taken  off,  put  upon  another  lorry, 
taken  away  to  the  warehouse,  and  unloaded 
there. 

Mr.  Motley. 

2983.  The  load  is  taken  off  bodily,  is  it  not? — 
Y^es,  it  is  taken  off  bodily. 

INIr.  Barclay. 

2984.  Who  does  the  crane  work? — The  rail- 
way company  at  the  station. 

2985.  That  is  the  loading  and  unloadimj  re- 
ferred  to  in  the  Act  of  Parliament  ? — That  is  not 
included  in  the  cost  of  collection. 

Mr.  Cross. 

2986.  How  much  do  the  railway  companies 
charge  for  that? — I should  think  1 d.  a ton  would 
be  abundant. 

Mr.  Barclay. 

2987.  Then  the  2 d.  I allowed  in  addition  to 
the  Is.  8 J.,  would  be  sufficient  to  cover  the 
covering  and  the  loading  and  unloading  in  the 
waggons? — Abundantly  so. 


Mr.  Edmund  Knowles  Muspratt,  called  in  ; and  Examined. 


Mr.  Caine. 

2988.  Y^ou  are  a large  Chemical  Manufacturer 
in  Flint,  Liverpool,  and  Widnes,  are  you  not? — 
I am. 

2989.  YYu  are  also  Chairman  of  the  YVidnes 
Traders’  Association  ? — I am. 

2990.  I have  been  told  that  you  are  probably 
the  largest  alkali  manufacturer  in  the  kingdom ; 
is  that  correct? — I am,  at  all  events,  one  of  the 
largest. 

2991.  And  yon  are  a member  of  the  Chamber 
of  Commerce  in  Liverpool  ? — I am  an  ex-presi- 
dent of  the  Chamber,  I am  Chairman  of  the  Rail- 
ways Committee  of  the  Chamber  of  Commerce  ; 
and  I have  been  de])uted  by  the  Chamber  to 
give  evidence  before  this  Committee. 

2992.  Y^on  have  prepared,  I believe,  a state- 
ment of  j'onr  evidence  which  yon  wisli  to  lay 
before  this  Committee  ? — I have  ; the  Chamber 
of  Commerce  of  Liverpool  has  for  the  jiast  30 


Mr.  Caine — continued. 

years  taken  a deep  interest  in  the  subject  of 
railway  rates,  which  have  for  so  lonu:  injuriously 
affected  the  commerce  of  Liverpool,  tending  to 
divert  it  to  other  ports,  more  particularly  to  those 
where  the  docks  are  owned  by  the  railway  com- 
panies. Representatives  of  the  Chamber  gave 
evidence  before  the  Royal  Commission  of  1869, 
and  the  Joint  Committee  on  Amalgamation,  1873  ; 
many  of  the  recommendations  of  the  representa- 
tives of  the  Chamber  have  been  adopted,  but 
others,  which  they  think  necessary  to  the 
prosperity  of  the  port  and  trade,  are  still  without 
the  sanction  of  Parliament ; the  Chamber  hailed 
with  satisfaction  the  formation  of  the  Railway 
Commission,  and  the  passing  of  the  Railway  and 
Canal  Traffic  Act  of  1873.  As  regards  one  of 
the  main  contentions  of  the  Chamber,  viz., 
equality  of  treatment,  and  the  undue  preference 
in  favour  of  one  trader  over  another,  the  Act, 
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together  with  the  action  of  the  Railway  Com- 
mission, has  done  great  good  ; but  the  undue 
preference  of  one  locality  over  another  has  un- 
fortunately not  been  touched,  and  there  still 
remain  grievances  for  which  there  is  no  easy 
or  sufficient  remedy  ; since  the  experience  gained 
of  the  working  of  the  Act  of  1873,  the  chamber 
has  had  the  subject  frequently  before  it,  and  has 
memorialised  the  Board  of  Trade  for  an  amend- 
ment of  the  law  relating  to  raihvay  rates  of  car- 
riage, and  for  the  extension  of  the  powers  of  the 
Railway  Commission. 

Lord  Randolph  Churchill. 

2993.  Is  that  memorial  put  in? — Several  me- 
morials have  been  addressed  to  the  Board  of 
trade,  and  I am  about  to  hand  in  a memorial  to- 
day ; the  latest  memorial  was  sent  to  the  Board 
of  Trade  this  year,  and  I hand  in  a copy  of  the 
swcne  {handing  in  the  saine^\  I think  it  will  be 
convenient  if,  in  my  evidence,  I follow  the  lines 
of  the  memorial  and  support  its  demands  by  such 
evidence  of  their  justice,  as  I may  be  able  to 
adduce.  As  other  witnesses  have  given  special 
evidence  respecting  the  Liverpool  case,  of 
undue  preference  to  other  ports,  it  will  be 
unnecessary  for  me  to  say  anything  on  the 
subject  except  Incidentally ; the  first  point 
we  make  in  our  memorial  is  : “ That  one  of 
the  recommendations  of  the  Commissioners, 
upon  which  no  legishition  has  taken  place,  is  the 
followino: : ‘ Considering  how  much  of  the 

whole  traffic  of  the  country  must  now  go  by  rail- 
way, we  recommend  that  railway  companies 
should  be  bound  by  law  to  provide  means  of  con- 
veyance for,  and  to  convey,  all  articles  tendered 
to  them.’  ” It  was  a recommendation  of  the 
Royal  Commission  on  Railways  that  the  rail- 
way companies  should  be  compelled  to  carry 
all  goods  offered  to  them.  “AVith  regard  to 
this  recommendation  of  the  Railway  Com- 
missioners, your  memorialists,  in  communica- 
tions to  the  Board  of  Trade,  dated  the  2nd  and 
14th  of  September  1880,  drew  the  attention  of 
the  Board  to  a copy  of  a notice,  issued  by  the 
London  and  North  Western  Railway  Company, 
and  the  Great  Western  Railway  Company, 
dated  the  1st  of  July  1880.”  That  notice  was  as 
follows  ; “ ‘ On  or  after  the  1st  day  of  September 
next,  they  will  not  act  as,  or  undertake  the  duties 
of,  carriers  of  the  undermentioned  description  of 
goods,  or  any  of  them,  from  any  station  on  the 
Birkenhead  Railway  to  any  other  station  on 
that  railway,  or  any  intermediate  siding  or 
place.’  Then  the  names  of  16  stations  are 
given  at  the  foot  of  the  notice,  as  there  referred 
to,  and  the  goods  declined  to  be  carried  are 
described  as  ‘ cannel,  coke,  coal,  coke,  or  culm.’  ” 
Now  the  way  this  came  before  the  Liverpool 
Chamber  of  Commerce  was  through  the  Neston 
Colliery  Company.  The  Neston  Colliery  Com- 
pany addressed  the  Liverpool  Chamber  of  Com- 
merce, asking  it  to  take  notice  of  this,  which,  I 
must  say,  as  a shareholder  in  the  Neston  Col- 
liery Company,  was  a very  despotic  act  on  the 
part  of  the  railway  companies.  The  fact  is, 
that  the  power  which  the  railway  companies 
have  of  annoying  traders  in  various  ways, 
going,  as  I have  shown,  to  the  extent  of  refusing 
0.54. 


Lord  Randolph  Churchill — continued, 
to  carry  their  goods,  is  one  reason  why  traders 
dare  not,  even  when  they  know  they  are  right, 
enter  into  litigation  with  powerful  com{)anies. 
I think  that  is  the  most  important  point  to  be 
brought  out  before  this  Committee  ; that  traders, 
even  when  they  know  that  railway  companies  are 
overcharging  and  exceeding  their  maximum  rates 
under  the  Act  of  Parliament,  dare  not  proceed 
against  the  railway  companies,  on  account  of  the 
power  they  have  of  annoying  the  traders.  Now, 
this  question  of  the  Neston  Company  is  one 
which  I think  it  is  desirable  I should  cursorily 
allude  to. 

2994.  AVas  this  notice  which  you  ai’e  alluding 
to  of  the  London  and  North  AVestern  Company, 
directed  against  the  Neston  Colliery  Comjiany 
alone? — The  London  and  North  AA^estern  Com- 
pany refused  to  carry  the  Neston  Colliery  Com- 
pany’s coal,  because  the  Neston  Colliery  Com- 
pany refused  to  pay  what  they  considered  a 
gross  overcharge  on  the  part  of  the  railway 
company. 

Mr.  Monh. 

2995.  AVas  that  question  brought  before  the 
Railway  Commissioners  ? — It  was  not  brought 
before  the  Railway  Commissioners ; and  I am 
going  to  explain  why  the  case  was  not  brought 
before  them.  It  was  not  brought  before  the  Rail- 
way Commissioners  for  the  very  sufficient  reason 
that  the  Neston  Colliery  Company  had  expended 
a vex'y  large  sum  of  money  upon  their  colliery,  on 
account  of  its  geographical  position  and  nearness 
to  Birkenhead,  and  had  no  money  left  to  spend 
in  costly  litigation. 

Mr.  Barclay. 

2996.  AVas  that  notice  confined  to  that  colliery, 
or  was.  it  given  to  the  collieries  generally  along 
the  line? — I have  read  the  exact  words  of  the 
notice.  No  doubt  the  railway  companies  gave 
the  notice  in  general. 

Mr.  Caine. 

2997.  Is  there  any  other  colliery  company  upon 
the  line  ? — There  are  many  ; and  I have  not  the 
slightest  doubt  if  you  asked  me  my  opinion  that 
we  would  have  a good  case  befoi'e  the  Railway 
Commissionei’s  on  account  of  undue  prefei’ence 
which  we  could  make  out,  but  that  is  not  the 
jxoint.  What  I want  to  point  out  is  that  when 
the  Neston  Colliery  Company  refused  to  pay  the 
overcharge  on  the  part  of  the  railway  company, 
the  railway  companies  turned  round  and  refused  to 
carry  the  goods.  AVhether  their  refusal  was 
general  or  not  does  not  matter.  That  is  the 
jxractical  way  in  which  the  company  sought  to 
enforce  the  overcharge  dn  the  Neston  Colliery 
Company. 

Mr.  Barnes. 

2998.  Were  those  overcharges  for  that 
particular  traffic  which  they  stopped  ? — The 
overcharges  were  on  coals  from  the  Neston 
Colliery. 

Chairman. 

2999.  AA^hen  you  talk  of  overcharges,  do  you 
mean  illegal  charges? — You  may  call  them 
illegal  charges  if  you  like.  I will  give  you  the 
particulars  of  them.  I use  this  case  of  the 
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Neston  Colliery  Company  as  an  illustration  of 
the  demand  we  have  made  of  the  Board  of  Ti'ade 
that  Parliament  should  provide  in  accordance 
with  the  recommendation  of  the  Royal  Commis- 
sion, that  the  railway  companies  should  be 
bound  to  carry  all  goods. 

jMr.  Caine. 

.3000.  Will  you  continue  your  statement  ? — I 
say  that  one  of  the  reasons  why  vve  ask  for  that 
provision  is  that  if  it  is  not  granted  the  railway 
companies  can  overcharge  the  traders  as  they 
have  done  the  Neston  Colliery  Company  in  this 
case  ; and  that  even  although  there  is  a maximum 
clause  in  their  special  Acts  they  practically 
force  the  colliery  company  as  traders  to  make 
a separate  and  special  agreement  for  other  than 
the  maximum  rate.  And  it  is  done  with  that 
very  object;  it  is  not  done  only  by  those  com- 
panies 1 have  referred  to,  but  others  do  it.  I 
was  waiting  in  the  ])assenger  station  at  Bootle 
u})on  the  Lancashire  and  Yorkshire  Railway,  and 
I found  there  the  following  notice.  It  is  a notice 
referring  to  the  carriage  of  dangerous  goods,  and 
then  it  says  at  the  bottom,  “ The  company  further 
give  notice  hereby  that  they  are  not  common 
carriers  of  the  following  articles  or  articles  of  a 
like  nature,  and  that  they  will  only  carry  them 
at  owner’s  risk  by  special  agreement,  and  under 
special  conditions.”  The  articles  enumerated  are 
coal,  coke,  sand,  statuary,  and  round  timber. 
What  is  the  object  of  these  notices  with  reference 
to  refusing  to  carry  ? It  is  because  the  com])any 
find  that  it  is  inconvenient  to  them  to  carry  at 
the  rates  appointed  by  Parliament,  and  they  want 
to  make  each  trader  come  into  a special  agree- 
ment. It  is  used  for  the  purpose  of  evading  the 
law  of  the  maximum  rates  of  Parliament. 

Chairman. 

3001.  Are  you  aivare  that  that  has  been 
already  settled  by  the  Raihvay  Commis- 
sioners, and  on  appeal  by  the  Court  of 
Session  in  Scotland,  as  illegal  and  not  to  be 
allowed,  therefore  you  have  your  remedy?— I 
desire  to  show  that  the  overcharges  are  still  con- 
tinuing ; you  will  find  that  I have  taken  this  out 
carefully,  and  this  all  leads  up  to  the  furtiier  pro- 
vision of  remedies  which  the  Chamber  of  Com- 
merce seeks.  Now  the  Neston  case  is  really  a 
case  of  illegal  overcharge.  I have  a list  of  the  tolls 
charged  to  the  coal  stations  on  the  Birkenhead 
railway,  from  wiiich  it  appears  that  on  an  average 
there  is  an  overcharge  of  (Sd.  a ton.  Now  I will 
just  assume  that  avc  raise  2,000  tons  of  coal  a 
week ; that  would  come  to  an  overcharge  by  the 
railway  company  of  2,500  1.  a year  on  the  Ncs- 
ton  Colliery  Company  alone.  I say  that  I as  a 
trader  alone  invest  my  money  in  a colliery  on 
account  of  its  geographical  position  ; the  railway 
company  turns  round  and  uses  those  extreme 
powers  which  they  ])0ssess  of  refusing  to  carry 
my  coal,  simply  because  I refuse  to  pay  an  over- 
charge. Then  they  force  the  Neston  Colliery 
Company  j)ractically  to  continue  paying  under  a 
special  agreement  certain  figures  which  I hand 
in  hava  {handing  in  a 'Table).  Cue  column  gives 
the  distance  of  the  various  stations  from  Park- 
gate,  the  next  shows  the  maximum  rates,  less  3 d. 
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Chairman — continued, 
per  ton  for  waggon  hire  ; the  next  column  gives 
the  rates  demanded  and  paid  after  the  1st  Sep- 
tember 1880,  and  the  last  column  contains  the 
tolls  offered  by  the  London  and  North  Western 
and  the  Great  Western  Railway  Com[)anies’ 
Joint  Committee  in  January  1881.  The  next 
point  I desire  to  make  is  upon  the  question  of 
classification.  You  will  find  in  that  memorial 
which  I have  handed  in  extracts  showdng  that 
both  the  Royal  Commission  and  the  Joint  Com- 
mittee on  Railways  have  recommended  an 
amended  classification  of  goods  on  the  basis  of 
the  Clearing-house  classification.  It  is,  I think, 
clear  that  this  classification  cannot  be  considered 
the  best,  and  It  ought  to  be  revised  ; but  it  is 
certainly  much  more  perfect  than  the  various 
classifications  at  present  in  existence,  and  uni- 
formity is  desirable.  As  an  instance  of  the  pre- 
sent classification  of  the  London  and  North 
Western  Railway  Company,  I may  point  to  their 
Act  of  1846,  under  which  chemicals  of  all  kinds 
are  subject  to  the  highest  rates,  or  classed  with 
furs,  feathers,  &c.  To  this  the  chemical  manu- 
facturers object  strongly,  as  it  leaves  it  in  the 
power  of  the  company  if  they  think  fit  to 
charge  legally  rates  which  Avould  be  prohibitory 
if  enforced.  At  the  time  the  schedule  was 
made  the  chemical  trade  tvas  in  its  infancy,  so 
its  articles  were  not  specified,  and  its  importance 
underrated  ; but  when  we  consider  that  these 
heavy  chemicals  are  for  all  practical  purjioses 
raw  materials  necessary  for  nearly  every  great 
industry  of  the  country,  the  importance  of  a low 
rate  of  carriage  upon  them  to  the  general 
industry  of  the  country  will  be  apparent.  We 
contend  that  they  should  be  classed  along 
with  iion  damageable  and  undamageable,  and 
carried  at  the  same  I'ate.  The  easiest 
way  out  of  the  difficulty  would  be  to 
give  the  Railway  Commission  power  to 
revise  the  clas.sifi cation,  and  to  dcitermine  in  which 
class  the  unclassified  goods  should  be  put.  This 
brings  us  to  the  general  publication  and  know- 
ledge of  the  rates.  It  is  clear  an  amended  classi- 
fication would  very  much  facilitate  this.  The 
rate  book  usually  is  very  confusing,  aud  not 
properly  posted  even  where  kept;  but  for  want  of 
a uniform  classification  it  is  almost  impossible  for 
an  individual  trader  to  know'  whether  the  chai’ge 
made  by  a railway  comijany  is  an  ovei’charge,  or 
net.  It  is  difficult  to  decide  under  which  schedule 
the  rates  are  levied,  and  unless  a uniform  and 
general  system  is  adopted,  our  recommendation  in 
the  memorial  (No.  11)  that  a schedule  of  tolls  and 
charges  should  be  a]>[)ended  to  each  Railway  Bill 
introduced  into  Parliament  in  the  future,  should 
be  enforced.  It  is  rather  a curious  thing  in  con- 
nection with  this  ])oint,  that  railway  companies 
sometimes  bring  in  Bills  without  exactly  knowdug 
what  is  to  be  the  schedole  of  tolls,  maximum 
rates  and  charges,  that  those  Bills  are  to  carry 
with  them.  We  ask  that  a schedule  of  maximum 
rates,  charges,  and  tolls,  should  be  attached  to 
every  Railway  Bill;  but  I would  like  to  bring 
bel'ore  the  Committee  an  instance  of  the  great 
difficulty  trailers  have  iu  finding  out  exactly  what 
are  the  ma.ximum  rates  to  which  they  in  any  par- 
ticular case  are  to  be  subjected.  I have  a case 
in  the  i)aper  before  me  of  the  Hendrc  Limestone 
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Company,  near  Mold.  That  company  carried 
limestone  from  Rhydymwyn  to  Widnes.  We 
discovered  that  the  rates  were  extremely  high, 
and  we  thought  we  were  unfairly  dealt  with  as 
compared  with  the  other  limestone  quarries 
situated  in  Derbyshire.  In  order  to  find  out 
whether  the  rate  was  an  overcharge  or  not,  we 
had  to  look  into  five  Acts  of  Parliament  for  this 
one  chai'ge.  The  maximum  rates  between 
Khydymwyn  and  Widnes,  an  actual  distance  of 
under  34  miles,  the  whole  of  which  is  practically 
in  the  hands  of  the  London  and  Nortli  Western 
Company,  will  be  contained  in  no  less  than  five 
Acts  of  Parliament.  W e brought  the  case  before 
the  London  and  North  Western  Railway  Com- 
pany, and  we  got  some  reduction  of  the  rate  ; 
but  we  did  not  get  so  much  reduction  as  we 
think  we  are  entitled  to.  But,  notwithstanding 
the  difficulty  of  knowing  exactly  what  amounts 
the  railway  companies  were  entitled  to  charge 
in  any  particular  case,  first  because  of  the 
imperfect  classification,  and  the  impossibility 
of  ascertaining  the  maximum  rates,  owing 
to  the  insufficiency  of  the  ])ublicatlon  of  the 
schedules,  and  the  complication  of  terminal 
charges,  and  the  additional  charges  allowed  by 
special  clauses  in  later  Acts,  it  is  my  opinion 
that  many  of  the  short  distance  cliarges  in  par- 
ticular are  over  charges.  These  have  been  con- 
tinued for  years,  and  amount  to  a very  large 
sum  due  by  the  railway  companies  to  the  traders. 
The  Widnes  traders  have  of  late  years  repeatedly 
called  the  attention  of  the  London  and  North 
Western  Railway  Company  to  some  of  these 
(as  they  considered)  overcharges,  and  some  years 
ago  recommended  all  the  traders  only  to  pay  the 
railway  accounts  under  protest.  Since  attention 
has  been  called  to  these  charges  in  special  cases, 
and  particularly  since  Mr.  Roberts  and  Mr. 
Clare  have  recovered  in  the  county  court  over- 
charges on  certain  articles,  some  of  them  have 
been  refunded.  But,  although  some  of  them 
have  been  refunded  by  the  railway  companies 
after  a decision  in  the  county  court,  still  the 
fact  remains,  that  the  railway  companies  do  not 
pay  back  these  overcharges,- except  they  are  con- 
tinually pi-essed,  and  it  is  with  the  veiy  greatest 
difficulty  that,  even  after  a decision  has  been 
given  in  a court  of  law,  they  will  admit  a case  of 
overcharge.  I should  be  glad  to  call  your  atten- 
tion here  to  a case  in  point.  Mr.  Clare’s  case 
was  the  case  of  scrap  iron  from  Widnes  to  St. 
Helens.  It  was  brought  before  the  St,  Helens 
county  court  on  Wednesday  the  12th  December 
1877,  and  a decision  was  given  in  favour  of  the 
traders.  What  had  been  charged  hitherto  at 
about  3 s.  4 d.  was  ultimately  settled  at  10  d. 
a ton,  and  when  the  railway  companies  were 
asked  how  they  made  up  the  charges,  as 
it  was  well  known  that  on  the  Widnes  Railway 
there  were  no  terminals,  they  thought  they 
would  put  in  a terminal  charge  out  of  their  own 
imagination  ; and  they  put  in  what  they  called 
clerkage.  However  the  county  court  judge  did 
not  allow  clerkage,  and  gave  the  decision  in 
favour  of  Mr.  Clare  the  trader.  But  now  I just 
want  to  draw  your  attention  to  this,  that  in  spite 
of  that  decision,  considerable  correspondence  took 
place  in  1880,  by  some  Widnes  traders  ; that  was 
0.54. 
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three  years  after  that  decision  was  given  in  the 
county  court.  Messrs.  Gaskell,  Deacon,  & 
Company,  traders  in  Widnes,  refused  to  pay  any- 
thing more  than  lOd.  a ton,  where  the  railway 
company  charged  15.4  d.  Mr.  Houghton,  on  behalf 
of  the  London  and  North  Western  Company 
writes,  asking  why  they  had  not  paid  the  1 s.  ^d., 
Messrs.  Gaskell,  Deacon,  & Co.,  ask  how  the  com- 
pany make  up  the  charge,  and  there  is  a reply  from 
Mr.  Houghton  to  say  thatthey  make  up  the  charge 
as  follows  : tolls  for  eight  miles  along  the  line  at 
l:^d.,  lOd. ; clerkage,  &c.,  6d.,  making  a total  of 
Is.  4d.  Messrs.  Gaskell,  Deacon,  & Co.  write 
and  dispute  the  clerkage,  they  ask  under  what 
Act  of  Pai’liament  the  company  are  entitled  to 
charge  clerkage.  I will  not  trouble  the  Com- 
mittee with  the  correspondence,  but  it  continues 
for  some  time,  all  about  this  question  of  clerkage, 
Avhlch  had  been  decided  three  years  before  in  the 
county  court. 

Mr.  Caine, 

3002.  What  was  the  final  result  ? — The  final 
result  was  that  Messrs.  Gaskell,.Deacon  and  Co. 
have  not  paid  the  1 s.  4 d.,  but  have  only  paid 
the  10  d.  a ton,  and  they  will  only  pay  the  10  d. 
a ton. 

3003.  And  no  action  has  been  taken  against 
them? — No  action  has  been  taken  against  them 
whatever.  I would  now  draw  attention  to  the 
fact  that  on  the  V\  idnes  Railway,  the  railway 
company  is  a common  carrier,  and  is  bound  to 
carry  goods,  and  cannot  turn  round  upon  us  the 
same  way  as  the  company  did  at  Newton. 

3004.  Do  you  recommend  that  every  railway 
company  should  be  a common  carrier  ? — Yes  ; I 
support  the  recommendation  of  the  Railway 
Commission,  that  they  should  be  bound  to  carry 
all  goods  offered  to  them. 

3005.  Do  you  base  your  recommendation  upon 
the  fact  that  the  Birkenhead  Railway  Company 
are  at  present,  or  have  been  refusing  to  carry  the 
coals  of  the  Newton  Colliery  Company,  and  that 
therefore  the  Birkenhead  Company  are  not  com- 
mon carriers  ? — Yes.  Perhaps  I may  now  re- 
turn to  my  original  statement.  The  difficulty  of 
first  ascertaining  whether  it  is  an  overcharge  or 
not,  and  the  natural  indisposition  to  litigate,  pre- 
vents traders  often  from  obtaining  redress.  As 
an  example  of  what  takes  jdace  in  the  case  of 
two  rates  quoted,  I could  obtain  no  satisfaction 
till  I mentioned  publicly  at  the  council  of  the 
Chamber  of  Commerce  that  these  overcharges 
had  been  made,  not  until  then  did  1 obtain  a re- 
duction of  the  rate.  As  the  amount  was  trifling, 
no  further  steps  towards  recovery  have  been 
taken.  I will  very  shortly  tell  the  Committee 
the  facts  of  the  case.  Ihere  were  two  rates 
which  I knew  or  guessed  were  overcharged  ; one 
was  the  charge  of  4 s.  2 d.  a ton  upon  sulphur 
from  AVidnes  to  Lea  Green,  a distance  of  G or  7 
miles  ; and  the  other  was  a charge  of  3 s.  4(/.  a 
ton,  that  the  company  quoted  for  a waste 
manganese  jiroduct  to  AVarrington.  When  those 
charges  were  quoted,  I wrote,  as  I generally  do, 
to  the  railway  comj)any,  to  ask  them  to  separate 
the  terminals,  and  I need  hardly  say,  that  like 
anybody  else  ivho  applies  for  a separation  of  the 
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terminals,  in  his  pi'ivate  capacity,  I got  no  satis- 
faction whatever.  The  railway  company  did  not 
rejily  practically  to  the  point;  they  simply 
wanted  to  know  ivhat  rate  I would  like  to  pay  ; 
they  evidently  knew  it  was  an  overcharge,  and 
desired  to  draw  from  me  an  offer  of  what  I Avould 
like  to  pay.  I however  refused  to  go  into  any  hig- 
gling of  that  kind,  and  I got  no  satisfaction  until 
I stated  publicly  in  the  Chamber  of  Commerce 
that,  in  my  opinion,  all  the  short  distance  charges 
were  overcharges.  Then  that  brought  a tele- 
gram endeavouring  to  get  me  to  settle  the  case. 
I have  settled  those  rates  ; the  one  at  4 5.  2 c/.  I 
have  settled  at  2 s.  G (/.,  and  the  one  at  3 5.  4 d.  I 
have  settled  at  1 G d.  These  considerations 
lead  me  to  the  opinion  that  some  means  should  be 
adopted  to  prevent  these  overcharges,  other  than 
the  action  of  individual  traders.  The  Kailway 
Commissioners  suggest  that  greater  pow'ers 
should  be  given  them.  That  you  wdll  find  in 
paragraph  14  of  our  memorial.  There  ought  to 
be  a jniblic  office  to  wdiich  a trader  could  send  a 
complaint,  Avhich  should  be  investigated  by  the 
department,  who  would  have  easy  access  to  the 
various  Acts  under  which  the  companies  levy 
their  rates  ; and  if  it  is  found  that  the  company 
have  violated  the  law,  the  case  should  be  brought 
before  the  Kail  way  Commissioners  for  decision, 
and  they  should  have  ])Ower  of  enforcing  the  de- 
mands by  ])enalties.  You  will  see  that  the  Rail- 
way Commissioners  themselves  have  asked  for  an 
extension  of  their  power,  and  in  tlieir  Fifth  Report, 
paragraph  31,  they  say  : “ At  present,  if  a railway 
company  act  in  a manner  unauthorised  by  their 
special  Acts, we  cannot  aive  an  injunction  to  restrain 
them,  unless  it  can  also  be  shown  that  in  so  acting 
they  are  infringing  some  provisions  of  the  Act  of 
1873.”  What  we  ask  is  this  : that  if  a railway 
company  overcharges  (and  I think  you  have  had 
ample  evidence  that  they  do  overcharge),  there 
should  be  some  easy  method  of  bringing  them  to 
book  ; that  any  infringement  or  violation  of  their 
special  Acts  should  have  penalties  attached.  Now, 
1 am  not  a lawyer,  but  as  far  as  I understand  the 
powers  asked  for  by  the  Railway  Commissioners, 
they  would  enable  the  Railway  Commissioners,  if 
they  decided,  in  the  case  of  an  overcharge,  to  say 
to  the  railway  companies.  You  shall  not  continue 
that  overcharge,  or,  if  you  do  continue  it,  you 
shall  be  subject  to  a penalty  of  200  /.  a day,  or 
something  of  that  kind. 

300G.  AVith  regard  to  these  overcharges  of 
Avhieh  you  complain,  are  they  absolute  over- 
charges of  station  to  station  rates,  or  are  they 
made  up  by  terminals? — They  are  in  many 
cases  overcharges  of  station  to  station  rates, 
and  in  some  cases  they  are  made  up  by  terminals. 
It  is  very  difficult  to  separate  them.  Now,  Mr. 
Hunter  says  in  his  evidence,  that  the  simplest 
way  to  carry  out  the  third  section  of  the  Act  of 
1854  would  be  to  appoint  a barrister-at-law,  who 
should  receive  all  complaints  that  were  made 
against  railway  companies,  and  should  communi- 
cate with  the  railway  companies  upon  them. 
This  suggestion  coincides  very  nearly  wltli  my 
view,  and  it  will  be  for  the  Committee  to  decide 
how  best  to  carry  out  the  idea  ; but  that  it  should 
be  left  to  private  traders  to  enforce  the  law  against 
railway  comjianies  is  evidently  unfair,  and  so  long 
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as  this  remains  the  case,  the  public  will  not  be 
sufficiently  protected.  Another  point  on  rvhich 
traders  have  a grievance  is  that  railway  companies 
frequently  give  a preference  in  carriage  for  articles 
for  export  over  those  for  home  consumption.  For 
instance,  I may  mention  the  case  of  the  coal  rates 
on  a railway  in  our  neighbourhood  ibr  shipment. 
Coal  can  be  shipped  at  Widnes  at  1 s.  2 d.  from 
whatever  colliery  it  comes  in  the  Lancashire 
district.  We  traders  complain  that  we  might 
very  often  have  to  pay  half-a-crown  a ton  for  the 
same  coal,  which,  if  it  w'ent  for  shipment,  would 
go  past  our  works,  and  would  go  to  supply  our 
rivals  in  trade  at  a lower  rats  of  carriage  ; that 
would  practically  be  a bounty  upon  exportation. 
We  contend  that  is  unjust,  and  that  there  should  be 
some  remedy,  namely,  that  the  rates  for  export 
should  not  be  less  than  ihe  rates  for  home  con- 
sumption. These,  1 think,  are  the  main  points 
to  which  I wish  to  draw  the  attention  of  the 
Committee.  You  will  see,  I think,  that  if  these 
recommendations  are  carried  out,  a very  great 
])rotection  will  be  given  to  the  traders.  If  we 
had  a simpler  or  a detailed  classification  with 
maximum  rates  attached,  we  should  then  be  able 
to  ascertain  with  very  little  trouble  whether  we 
were  overcharged  or  not.  Then  if  the  action 
were  left  in  the  hands  of  a public  prosecutor  or 
some  public  officer,  justice  would  be  done  much 
more  readily  to  the  tradei’s  than  it  is  at  present ; 
and  altogether  I fancy  that  if  these  recommenda- 
tions were  carried  out  the  case  of  Liverpool  would 
be  pi'actically  met.  What  Liverpool  complains  of 
is,  that  the  ivates  of  carriage  are  to  and  from  other 
ports  more  favourable  than  to  herself,  and  that  she 
is  practically  deprived  of  the  advantages  of  lier 
geographical  position.  Now,  I have  noticed  that 
in  many  cases  the  Liverpool  uitnesses  have  been 
questioned  whether  they  mean  by  that  that  there 
should  be  mileage  rates,  the  answer  has  been 
“mileage  rates,”  but  “mileage  rates  ” is  a very 
vague  term.  Nobody  contends  that  the  railway 
companies  should  be  bound  to  carry  at  an  equal 
rate  per  mile  over  the  whole  line,  long  distances 
and  short  distances  toi^ether.  What  we  really 
contend  for  is,  that  there  should  be  equal  treat- 
ment of  one  port  with  another  and  of  one  class  of 
goods  with  another,  and  that,  under  the  same  cir- 
cumstances, where  tlie  same  services  are  rendered, 
the  railway  rate  of  carriage  should  be  the  same. 
I think  if  that  were  fully  carried  out  the  railway 
companies  themselves  would  liave,  as  the  basis  of 
their  rates,  to  adopt  practically  the  mileage  sys- 
tem. Long  distances,  no  doubt,  -would  be  charged 
at  a less  rate  than  shorter  distances  ; but  I think 
that  the  main  point  that  we  ought  to  contend  for 
is  this,  that  they  should  adopt  some  system. 
Railway  com])anies  at  j)resent,  in  fixing  their 
rates,  it  is  evident  (and  if  I had  time  I should  be 
able  to  enter  much  moi-e  fully  into  detail,  but  I 
have  given  you  representative  cases)  have  no  sys- 
tem whatsoever,  except  this.  When  they  think 
that  they  can  levy  the  maximum  rate  u])ou  any 
particular  article,  they  will  take  very  good  care 
that  they  do  it.  That  is  the  case,  as  you  have 
seen  in  the  evidence  which  has  been  given  before 
the  Committee  to-day.  There  they  knew  that 
they  had  got  practically  the  carriage  of  cotton  in 
their  own  hands.  Cotton,  they  say,  is  an  article 
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of  considerable  value,  and  therefore  they  put  it  up 
to  a considerable  rate.  The  contention  of  the 
witness  from  lllackburn  v/as  that  bales  of  cotton 
could  be  carried  as  cheaply  as  other  goods  prac- 
tically. We,  wdth  our  chemicals,  contend  that 
they  can  be  carried  equally  as  cheaply  as  ii’on, 
and  are  as  undamageable  ; and  I do  not  think  the 
railway  companies  would  be  able  to  answer  that. 
There  is  no  doubt  that  it  does  not  take  more 
horse-power  or  more  trouble  to  move  a ton  of 
chemicals  than  it  does  to  move  a ton  of  iron. 
The  fact  is  that  a ton  by  any  other  name  or  of 
any  other  material  will  weigh  a ton;  and  all  that 
you  ought  to  take  into  consideration  is  the  bulk 
which  the  goods  occupy,  the  quantity  that  can  be 
put  fairly  into  a waggon,  and  the  distance  over 
which  the  goods  are  carried.  Then  there  comes 
the  question  of  insurance ; that,  I think,  is  met 
by  their  having  two  rates.  In  our  own  case,  even 
in  chemicals,  ive  have  brought  it  at  last  to  this, 
that  we  "et  certain  rates  at  owners’  risk  and 
certain  rates  at  company’s  risk.  It  is  quite 
fair  that  the  companies  should  be  entitled,  if 
they  take  the  risk  of  carriage,  to  a'  rather 
higher  rate  on  goods  of  exceptional  value 
and  easily  damageable.  Those  differences,  it 
is  quite  clear,  ought  to  be  allowed  for  ; but 
all  that  I contend  for  is  this,  that  whatever 
the  charge,  it  ought  to  be  charged  on  some  fixed 
svstem.  If  you  do  not  charge  on  some  fixed 
system  you  may  depend  upon  it  that  you  can- 
not help  but  have  these  complaints  of  inequality 
of  chai’ge  and  overcharge.  I cannot  believe  that 
the  railway  companies  deliberately  evade  their 
Acts  of  Parliament ; I believe  in  many  cases  they 
do  not  know  until  they  are  brought  to  book  that 
they  are  overcharging-;  but  they  want  to  try  and 
arrange  the  rates;  they  want  to  be  as  free  as 
traders.  Now,  railway  companies  are  not  only 
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Mr.  Caine — continued. 

traders,  they  have  been  given  the  monopoly  of 
the  carriage  of  this  country,  and  it  is  the  interest 
of  tlie  whole  of  England  that  the  rates  of  carriage 
should  be  as  low  as  possible  ; and  it  is  a remark- 
able thing  that  the  other  companies 

3007.  I think  you  are  now  rather  expressing 
opinions  than  giving  evidence.  I should  just  like 
to  complete  your  evidence  in  chief  with  a ques- 
tion or  two,  and  then  it  will  be  ready  for  cross- 
examination,  You  made  a statement  in  the 
earlier  part  of  your  evidence  that  you  had  to 
look  through  five  or  six  Acts  of  Parliament 
before  you  could  decide  whether  the  rate  in 
question  was  legal  or  not  ? — That  is  so. 

3008.  Upon  that  let  me  ask  you  whether  you 
think  that  railway  companies,  in  applying  to 
Parliament  for  additional  powers,  should  be  com- 
pelled to  consolidate  their  Acts? — I am  glad 
that  you  have  called  my  attention  to  that  point, 
as  I had  omitted  it  in  my  evidence.  I think 
that  would  be  very  desirable,  as  the  railway 
companies  are  continually  coming  to  Parliament 
for  additional  powers.  This  year  the  London 
and  North  AYestern  Company  have  a Bill,  and 
other  railway  companies  have  also  got  Bills,  ask- 
ing for  additional  powers ; very  often  they  are 
asking  for  the  power  of  charging  for  certain 
things  other  than  the  mere  collection  and  de- 
livery. Now,  I think  that  the  Board  of  Trade 
and  Parliament  ought  to  see  before  they  grant 
any  further  facilities  or  powers  to  the  railway 
companies,  that  the  companies  should  be  asked  to 
consolidate  their  Acts. 

3009.  I have  only  one  other  question  to  ask 
you ; do  you  think  that  Chambers  of  Commerce 
should  be  permitted  a lociis  standi  before  the 
Bailway  Commissioners  ?— Yes  ; it  is  quite  clear 
that  that  would  be  a very  great  advantage. 
That  is  another  point  raised  in  our  memorial. 


144 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


Monday,  2nd  May  1881 . 


MEMBERS  PRESENT  : 


Mr.  Ashley. 
l\Ir.  Barclay. 

Mr.  Barnes. 
jVIr.  Bolton. 

Mr.  Caine. 

Mr.  Callan. 

Lord  Randolph  Churchill. 
Mr.  Craig. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 

Mr.  Gregory. 

Sir  Baldwyn  Leighton. 


]Mr.  Lowther. 

Mr.  Monk. 

Mr.  Samuel  Morley. 
Mr.  Mulhollaud 
Mr.  N.  Nicholson. 
Mr.  Phipps. 

J\Ir.  O’Sullivan. 
jMr.  Richard  Paget. 
Mr.  Pell. 

Mr.  Samuelson. 
iMr.  Sclater-Booth. 
Sir  Edward  Watkin. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  G.  H.  SiMMONDS,  called  in ; and  Examined. 


Cliairman. 

3010.  You  are  Principal  Assistant  Clerk  of 
the  Statistical  Department  of  the  Board  of 
Trade? — I am. 

3011.  And  you  have  been  examining,  during 
the  past  weeks,  the  rate-books  from  the  stations 
of  Newark,  Huntingdon,  and  York  ? — I have 

3012.  And  you  have  prepared  some  tables  for 
the  information  of  the  Committee  ? — I have. 

3013.  Will  you  have  the  kindness  to  hand 
them  in  to  the  Committee? — I Avill.  {The  same 
were  handed  in.) 

3014.  First  of  all,  there  is  a statement  showing 
the  class  I’ates  charged  by  the  Great  Northern 
Railway  for  the  carriage  of  goods  between  York 
and  the  undermentioned  stations  in  the  list? — 
A'es,  and  there  is  the  same  for  Newark  and 
Huntingdon. 

3015.  The  next  table  you  have  jirepared  is  a 
table  showing  the  maximum  rates  authorised  to 


Chairman — continued . 

be  charged  by  the  Great  Northei’n  Railway 
Company  in  their  Acts  generally  ? — Yes. 

3016.  Put  under  their  respective  headings? — 
Yes,  with  the  class  to  which  they  belong,  ac- 
cording to  the  Clearing  House  classification. 

3017.  The  next  table  is  a table  showing  the 
coal  rates,  which  I understand  are  not  in  the 
rate-book,  but  which  have  been  supplied  to  you 
by  the  railway  companies  independently  ? — 
AYs,  but  only  from  a few  collieries  to  Newark 
and  Huntingdon. 

3018.  Lastly,  you  have  taken  out  a certain 
number  of  articles,  such  as  cinders,  dung, 
manure,  iron,  grain,  corn,  coal,  cotton,  and  wool ; 
and  you  have  jmt  in  the  first  column  what  are 
the  charges  authorised  by  their  Acts,  in  tiie 
second  column  the  rates  charged  under  the  com- 
jiany’s  rate-books,  and  in  the  third  column  the 
difference  ? — AYs. 


Air.  Edmund  K.  AIuspratt,  called  in  ; and  further  Examined. 


Sir  Daniel  Gooch. 

3019.  In  your  evidence  on  the  last  occasion 
you  referred  to  the  Neston  Colliery  dispute  with 
the  Great  Northern  and  the  London  and  North 
Western  Railway  Companies?— I did. 

3020.  Did  5'ou  personally  go  into  that  matter, 
and  are  you  aware  of  all  the  facts  and  details  of 
the  case  ? — I am  aware,  I should  say,  of  nearly 
all  the  im])ortant  facts. 

3021.  How  did  you  arrive  at  them?  — I 
arrived  at  them  very  simply  by  my  connection 
■with  the  Neston  Colliery  Company.  I have 
inquired  into  the  facts,  and  have  obtained  them 
from  the  directors,  and  from  the  secretary  of  the 
company. 

3022.  AYu  arc  a shareholder  in  the  company, 
arc  you  not  ? — I am  a shareholder  in  the  com- 
pany. 


Sir  Daniel  Gooch — continued, 

3023.  The  Neston  Colliery  is  not  on  the  Bir- 
kenhead line  proper,  is  it  ? — No,  it  is  not. 

3024.  It  is  at  the  end  of  a short  branch,  is  it 
not  ? — A’es. 

3025.  That  is  a ])rivate  branch,  is  it  not ; that 
is  to  say,  it  does  not  belong  to  the  railway  com- 
pany ? — That  is  so. 

3026.  Is  the  traffic  on  that  branch  worked  by 
the  railway  company  ? — I believe  it  is,  but  I un- 
derstand tlnit  the  Neston  Colliery  Company  are 
quite  Avilling  to  work  it. 

3027.  I ask  you,  is  the  branch  worked  by  the 
railway  C()m])any  ? — I think  it  is. 

3028.  Under  an  arrangement  for  woi'king ; do 
you  know  of  the  arrangement? — I do  not  know 
of  any  special  arrangement. 

3029.  T’hcu  you  are  not  aware  whether  there 

is 
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Sir  Daniel  Gooch — continued, 
is  a special  arrangement  or  not? — I may  say 
that  I am  informed  by  the  directors  that  this 
question  of  that  agreement,  if  there  is  an  agree' 
ment,  as  to  the  working  of  that  branch  has 
nothing  at  all  to  do  with  the  statement  of  facts 
which  I made. 

3030.  Is  there  any  obligation  upon  the  rail- 
way company  to  work  that  branch  ? — I do  not 
know. 

3031.  You  come  here  to  state  all  the  facts? — 
I am  perfectly  willing  to  state  all  the  facts.  I 
have  stated  to  you  that  so  far  as  the  facts  which 
I have  put  before  the  Committee  are  concerned, 
this  question  between  the  Neston  Colliery  Com- 
pany and  the  railway  company,  as  to  the  working 
of  that  branch,  has  nothing  at  all  to  do  with  the 
matter.  The  chai’ges  I am  s})eaking  of  are  from 
where  the  branch  joins  the  railway. 

3032.  Still  the  railway  company  do  a service 
in  the  working  of  that  branch?  — Those  facts 
that  I stated  to  the  Committee  concerned  the 
tolls  and  the  charges  from  the  junction  with  that 
branch. 

3033.  That  is  not  my  question;  I ask  whether 
the  railway  company  are  working  the  traffic  over 
that  branch  for  the  Neston  Colliery  Company? 
— I cannot  say  positively  whether  they  do  so  or 
not  from  my  own  knowledge. 

3034.  You  mentioned  the  question  of  tolls  ; 
do  you  know  what  the  tolls  are  under  the  Bir- 
kenhead Railway  Act  of  1852  ? — One  penny  a 
ton  a mile.  I have  a copy  of  the  toll  clause. 
It  says,  “ That  it  shall  be  lawful  for  the  company 
hereby  incorporated  to  demand  any  tolls  for  the 
use  of  their  railway  not  exceeding  the  following 
(that  is  to  say),  for  all  coals,  bricks,  iron,  or  other 
articles  of  merchandise  per  ton  per  mile  not  ex- 
ceeding one  penny  ; and  if  conveyed  in  carriages 
belonging  to  the  company,  an  additional  sum  per 
ton  per  mile  not  exceeding  one  halfpenny.” 

3035.  And  are  there  other  tolls  authorised 
by  the  Bill  ? — You  asked  for  the  tolls : “ And 
with  respect  to  the  conveyance  of  horses, 
cattle,  carriages,  and  goods,  the  maximum  rates 
of  charge,  including  the  tolls  for  the  use  of 
the  railway  and  waggons,  or  trucks,  and  locomo- 
tive power,  and  every  expense  incidental  to  such 
conveyance,  except  the  loading  and  unloading 
of  goods,  shall  not  exceed  the  sums  following  : 
For  all  coals,  bricks,  iron,  or  other  articles  of 
merchandise,  1 d.  per  ton  per  mile.” 

3036.  You  have  not  given  the  Committee  the 
tolls? — I have  given  the  maximum  rates  of 
charge. 

3037.  There  is  a toll  for  the  use  of  the  roads, 
a toll  for  the  use  of  waggons,  and  a toll  for  the 
use  of  locomotive  power? — But  the  clause  says, 
“ The  maximum  rates  ol‘  charge,  including  the 
tolls  for  the  use  of  the  railway  and  waggons,  or 
trucks  and  locomotive  power.” 

3038.  'If  you  read  the  Act,  you  will  find  those 
three  separate  things  set  out  in  detail? — I read 
this  clause : “ Including  the  tolls  for  the  use  of 
the  railway,  and  waggons  or  trueks,  and  locomo- 
tive power,  and  every  expense  incidental  to  such 
conveyance,  except  the  loading  and  unloading  of 
goods,  shall  not  exceed  the  sums  following  : for 
all  coal,  bricks,  iron,  or  other  articles  of  mer- 
chandise, 1 d.  per  ton  per  mile.” 

3039.  What  is  the  rate  for  the  road,  the  rate 
0.54. 


Sir  Daniel  Gooch — continued, 
for  the  waggons,  and  the  rate  for  the  locomotive 
power  by  that  Act? — I only  say  that  the  com- 
pany’s maximum  rates  of  charge  include  all  that ; 
I have  not  the  slightest  doubt  that  you,  as  a 
director  of  the  company,  may  know  the  x\ct  of 
Parliament  off  by  heart,  but  I do  not ; I only 
know  that  the  maximum  rates  of  charge,  includ- 
ino;  all  those  tolls  for  waggons  and  locomotive 
power,  are  1 d.  per  ton  per  mile. 

3040.  Would  you  be  surprised  to  hear  that 
the  toil  for  the  use  of  the  waggons  is  I-  d. ; that 
the  use  of  the  road  is  Id.,  and  locomotive  power, 

I d.  ?— I should  not  be  surprised  to  hear  it,  if  you 
say  so. 

3041.  Will  you  tell  the  Committee  what  it 
was  that  the  railway  companies  charged  ? — I 
handed  that  in  the  other  day  ; I have  no  doubt  I 
can  find  another  copy  of  the  figures ; I would 
like  the  Committee  to  have  these  figures,  be- 
cause I have  not  the  slightest  doubt  that  the 
honourable  Member  will  ask  questions  respecting 
certain  charges  ; but  there  are  other  charges  to 
other  stations  which,  of  course,  might  tell  much 
more  strongly  in  favour  of  my  contention. 

3042.  Take  from  Neston  to  Ledsham,  what 
is  the  distance? — Six  miles. 

3043.  What  is  the  charge  that  is  made  b\^  the 
railway  company  ? — If  your  question  refers  to 
the  charge  demanded  by  the  railway  companies, 
which  the  Neston  Collieiy  Company  refused  to 
pay,  that  was  dd . per  ton  per  mile. 

3044.  Wiiat  was  the  charge  which  the  Neston 
Company  wished  to  deduct  for  waggons  ? — 
Threepence. 

3045.  What  is  the  contention  of  the  Neston 
Colliery  Company? — The  contention  of  the  Nes- 
ton Colliery  Company  is,  that  the  maximum  rate 
of  charge,  including  waggons,  is  1 d.  per  ton  per 
mile,  or  6 d.  for  six  miles,  and  that  3 d.  per  ton 
a mile  is  a fair  charge  to  be  deducted  for  waggons, 
in  accordance  with  the  decision  of  the  Railway 
Commissioners,  in  the  case  of  Watkinson  r.  the 
Wrexham,  Mold,  and  Connah’s  Quay  Railway 
Comjtany,  when  it  was  decided  that  3 d.  per  ton 
was  a fair  deduction  to  be  made  from  the  toll, 
when  the  railway  companies  failed  to  provide 
waggons,  and  where  the  distance  was  short. 

3046.  Deducting  the  3d.,  that  would  leave 
how  much  for  carrying  the  coal  ? — Threepence. 

3047.  For  carrying  the  coal  how  far? — Six 
miles. 

3048.  Who  pays  for  the  mileage  for  taking 
back  the  empty  waggons  ? — I presume  you  deliver 
the  empty  waggons  back. 

3049.  That  would  be  travelling  12  miles  for 
3 d.  ? — Tes. 

3050.  Do  you  consider  that  a remunerative 
rate  ? — I do  not  consider  it  a remunerative  rate, 
but  I did  not  put  in  the  table  because  I thought 
the  rates  were  remunerative  or  otherwise  ; 1 put 
it  in  for  this  purpose,  to  show  that,  although  the 
railway  companies  charged  more  than  they  were 
legally  entitled  to,  they  sought  to  force  us  to  pay 
what  I consider,  as  a trader,  an  illegal  charge, 
by  a notice  which  was  given.  That  is  the  ] air- 
port of  my  evidence  before  the  Committee. 

3051.  Where  has  the  illegality  of  that  charge 
which  you  contest  been  established? — The  ille- 
gality is  very  clear.  I have  read  the  Act  of 
Parliament,  which  says,  that  the  rate  shall  be  Id. 

T a ton 


146 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


2 May  1881.]  Mr.  Muspratt.  T Continued. 


Sir  Daniel  Gooch — continued. 

a ton  a mile.  I have  deducted  3 d.  a ton  for  the 
use  of  the  waggons,  according  to  the  decision  of 
tlie  Railway  Commissioners,  and  that  leaves  3 d. 
a ton,  which,  according  to  the  law,  would  be  the 
maximum  rate  which  you  could  charge. 

3052.  If  you  find  locomotive  power  as  well, 
you  would,  under  the  Act,  be  able  to  deduct  1 d. 
for  that,  would  you  not? — I say  that  the  maxi- 
mum rate  includes  locomotive  power  and  waggons. 
If  it  were  practicable  that  we  could  go  back  to 
the  old  tolls,  and  that  we  should  use  locomotives, 
no  doubt  we  should  be  generally,  as  traders,  in  a 
very  much  better  way  than  we  are  at  jiresent;  that 
is  to  say.  if  we  could  provide  the  locomotive 
power  and  come  under  the  toll  clauses. 

3053.  But  the  railway  comjiany  offered  you 
every  facility  for  supplying  locomotive  power, 
and  arranged  times  for  the  trains,  did  they  not  ? 
— I am  not  aware  of  that. 

3054.  Are  you  not  aware  that  the  railway 
company  offered  to  provide  the  locomotives,  and 
to  fix  the  times  at  which  the  trains  should  run? 
— I think  this  is  not  the  proper  time  and  place 
to  go  into  the  details  of  the  dispute  between  the 
Neston  Colliery  Company  and  the  railway  com- 
pany, and  I will  put  it  to  the  Committee  whether 
they  desire  me  to  go  into  great  detail  upon  this 
subject. 

3055.  You  charge  the  railw'ay  company  with 
despotic  conduct  in  one  part  of  your  evidence, 
and  you  charge  them  with  gross  misconduct  in 
another ; surely  you  ought  to  be  able  to  sub- 
stantiate those  charges  ? — I do  substantiate  them. 
I say  that  where  there  is  a known  and  primd 
facie  case  of  overcharge  the  railway  company 
turns  round  upon  the  trader  and  refuses  to  carry 
goods. 

0 ^ , 

5056.  But  the  trader  refuses  to  pay  anything, 
does  he  not  ? — The  trader  did  not  refuse  to  pay 
anything. 

3057.  Would  you  supply  chemicals  to  any- 
body who  refused  to  pay  for  them  ? — The  Neston 
Colliery  Company  did  not  refuse  the  legal 
charge. 

3058.  According  to  your  own  view  of  the 
legal  charge  there  was  no  decision  upon  the 
point,  was  there  ? — The  Neston  Colliery  Com- 
pany suggested  that  that  matter  should  be  re- 
ferred to  arbitration. 

3059.  Was  not  there  a proposal  of  the  railway 
company  which  was  refused  ? — I am  not  certain  ; 
at  any  rate  if  that  was  the  case  there  is  the  more 
reason  to  show  that  the  Neston  Colliery  Com- 
pany believed  that  their  contention  was  within 
the  law. 

3060.  You  wrote  to  the  Board  of  Trade,  did 
you  not,  upon  this  matter  Yes.  '1  he  Neston 
Colliery  Company  wrote  to  the  Board  ot  Trade. 

1 have  the  letter  if  the  Committee  ivish  it  to  be 
put  in. 

3061.  I have  no  objection  to  the  whole  corre- 
spondence going  in,  but  not  one  letter  only  ; you 
have  copies  of  the  whole  correspondence  I have 
no  doubt? — Yes,  the  corres2)ondence  could  be 
produced  if  it  were  necessary. 

Mr.  Mot  ley. 

3062.  Have  you  given  an  opinion  with  re- 
ference to  the  Railway  Commissioners? — Yes,  I 


Mr.  Morley — continued. 

have  given  an  opinion  upon  that  point.  I de- 
sired that  the  power  of  the  Railway  Com- 
missioners should  be  extended  so  that  thev 
might  be  able  to  enforce  obedience  to  the  special 
Acts,  wdiich  they  are  not  at  present. 

3063.  You  have  no  Avish  to  interfere  with  the 
inde})endent  action  of  the  railway  directors  any 
further  than  where  they  may  be  departing  from 
the  positive  directions  of  the  Acts  under  which 
they  exist? — At  present  clearly,  I think,  that 
the  railway  companies  are  entitled  to  charge 
certain  suras  under  their  existing  Acts,  and  I 
desire  that  the  Railway  Commissioners’  powers 
should  be  so  extended  that  they  may  be  able  to 
enforce  adhesion  to  the  special  Acts  by  the  rail- 
way companies.  At  the  same  time,  so  far  as  the 
classification  of  goods  is  concerned  and  the 
equality  of  treatment  of  localities,  as  Avell  as 
pei’sons,  is  concerned,  I desire  an  amendment  of 
the  general  law  as  regards  railway  companies. 

31)64.  It  is  advocated  that  the  Raihvay  Com- 
mission should  cease : what  you  have  said  is 
that  you  desire  that  the  Railway  Commissioners 
should  be  continued  and  strengthened ; if  it 
were  to  be  removed  altogether,  would  the  public 
have  any  refuge  in  the  event  of  complaint,  except 
by  expensive  legal  proceedings  ? — Certainly  not. 
I think  that  the  institution  of  the  Railway  Com- 
mission has  been  of  very  great  service  to  the 
trading  community.  Since  the  Railway  Com- 
mission has  been  instituted,  from  my  otvn  expe- 
rience as  a trader,  we  have  found  it  very  much 
easier  to  get  fair  treatment,  or  comparatively 
fair  treatment,  from  the  railway  companies  than 
formerly  ; and  I desire,  therefore,  that  the  power 
of  the  Railway  Commissioners  should  be  so  ex- 
tended as  to  enable  them  to  enforce  the  com- 
panies’ special  Acts.  If  that  tvere  carried  out, 
then  such  a special  case  as  I brought  forward  in 
my  leading  evidence,  of  a decision  in  a court  of 
law  having  been  given  in  1877,  and  the  London 
and  IS'orth  Western  Company  persisting  in  an 
overcharge,  persisting  in  asking  for  clerkage 
sixpence  a ton  three  years  after  that,  such  a case 
as  that,  I say,  would  be  impossible.  Therefore, 
I say  if  there  were  some  easy  remedy  by  which 
the  railway  companies  could  be  forced  by  a 
system  of  penalties  to  carry  out  their  special 
Acts  of  Parliament,  the  traders  Avould  have  a 
very  great  gain,  and  those  overcharges  would 
not  be  of  common  occurrence,  Avhich  they  are  at 
present.  I refer  to  those  charges  beyond  the 
lesal  maximum. 

O 

3065.  With  respect  to  their  legal  maximum, 
are  you  aAvare  of  any  particular  oversight  in  the 
interest  of  the  public  in  the  construction  of  the 
Acts  under  Avhich  the  raihvay  companies  act  in 
reference  to  their  poAver  of  toll  ; I mean  is  there 
anyone  appointed  or  existing  Avho  may  be  said  to 
watch  in  the  interest  of  the  ])ublic  those  powers 
of  charge  by  the  raihvay  company  ? —I  am  not 
quite  familiar  Avith  all  the  details  of  the  connection 
betAveen  the  raihvay  companies  and  the  Board  of 
Trade,  but  I understand  that  in  the  Board  of 
Trade  the  Raihvay  Department  have  poAver,  and 
do  })rofe&s  to  a certain  extent  to  protect  the 
public  upon  those  points. 

3066.  You  are  not  aware  hoAV  far  they  do 
their  duty  ? — I can  only  say.  as  far  as  I know, 
that  the  general  impression  is  that  the  Hoard  of 
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Trade,  if  they  have  any  powers  of  that  kind,  do 
not  exercise  them. 

Mr.  Holton, 

3067.  You  stated  that  the  Neston  Colliery 
Company  was  now  getting  its  traffic  carried  by 
the  Tiiilway  company? — It  is. 

3068.  At  what  rate? — Those  rates  are  put  in 
that  memorandum  which  I have  handed  in  to 
the  Committee. 

3069.  Are  they  the  rates  which  you  de- 
manded?— No.  I will  read  some  of  them. 

3070.  I do  not  know  that  it  is  necessary  for 
you  to  do  so ; you  stated  in  your  evidence  the 
other  day  that  the  London  and  North  Western 
Company  refused  to  carry  the  Neston  Colliery 
Company’s  coal,  and  made  what  you  considered 
a gross  overcharge  ; what  is  the  foundation,  or 
what  is  your  ground,  for  making  that  statement  ? 
— You  have  it  all  upon  this  papei'.  I will  read 
a few  items  from  it. 

3071.  May  I ask  you  whether  that  is  merely 
your  own  opinion,  or  is  it  the  result  of  any  legal 
decision  ? — It  is  not  my  own  opinion,  but  it  is 
the  opinion  of  the  Neston  Colliery  Company, 
and  the  grounds  of  that  opinion  have  been  laid 
before  the  Committee. 

3072.  There  has  been  no  legal  decision  war- 
ranting that  statement,  I believe  ? — Clearly 
not. 

3073.  And  that  notice  to  which  you  have 
referred,  which  the  railway  companies  issued  on 
the  1st  day  of  September,  I think,  was  appli- 
cable, as  I understand,  to  all  traders  upon  the 
line,  and  not  exclusively  applicable  to  the 
Neston  Colliery  Company? — I will  refer  to  the 
notice. 

3074.  I will  put  it  in  this  way:  the  Neston 
Colliery  Company  was  not  the  only  colliery 
company  that  could  be  brought  under  the 
notice  ; there  were  other  collieries  upon  the 
line,  and  other  traders  upon  the  line? — It  only 
referred  to  one  class  of  goods. 

3075.  That  was  the  reason  I asked  whether 
the  notice  was  applicable  solely  to  the  Neston 
Colliery  Company,  or  was  applicable  to  other 
traders  upon  the  line  ? — My  answer  would  be 
another  question.  Was  it  applied  to  other 
traders  ? 

3076.  I asked  you  whether  there  were  other 
traders  upon  the  line  to  whom  this  notice  would 
be  applicable  ? — Certainly. 

3077.  Then,  does  it  not  occur  to  you  what 
possible  cause  the  railway  companies  could  have 
to  refuse  to  take  the  traffic  along  a line  which 
they  may  possibly  have  made,  or  undoubtedly 
have  made,  for  the  express  purpose  of  carrying 
that  traffic? — From  my  point  of  view  the  cause 
was  that  they  wished  to  enforce  an  illegal  over- 
charge from  the  Neston  Colliery  Company. 

3078.  But  how  could  they  enforce  an  illegal 
over-charge  ? — It  was  quite  open  to  the  railway 
company  to  bring  an  action  against  the  Neston 
Colliery  Company  for  any  amount  of  money  that 
was  owing  to  them. 

3079.  That  you  do  not  know? — To  say  that  it 
was  not  open  to  the  railway  company  to  bring  an 
action  against  the  Neston  Colliery  Company 
would  be  a most  extraordinary  statement. 

0.54. 


Mr.  Bolton — continued. 

3080.  You  mentioned  in  another  portion  of 
your  evidence  the  case  of  coal  rates ; you  said, 
“ I may  mention  the  case  of  the  coal  rates  on  a 
railway  in  our  neighbourhood  for  shipment  to 
Widnes  ; coal  can  be  shipped  at  Widnes,  at 
l5.  '2d.,  from  whatever  colliery  it  comes  in  the 
Lancashire  district  ” ? — On  the  Lancashire  Union 
Kail  way  ; that  is  the  Lancashire  rate. 

3081.  Do  you  know  the  distances  between 
those  various  collieries  ? — They  vary  very 
largely.  I do  not  know  the  distances  accu- 
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rately.  I should  say  that  the  distances  are  from 
six  miles  to  30  miles. 

3082.  That  is  to  say,  the  30-mile  rate  would 
be  Is.  2d.,  and  the  six-mile  rate  would  be 
Is.  2d. 'I — Yes.  I am  speaking  without  book 
with  reference  to  the  distances,  but  the  differences 
are  considerable. 

3083.  Are  you  prepared  to  say  that  there  is  so 
short  a distance  as  six  miles  ? — I would  not  like 
to  say  that  positively  ; I do  not  know  what  the 
collieries  are  exactly  ; it  is  a long  time  since  the 
Act  was  passed,  and  I cannot  answer  the  question 
clearly. 

3084.  Are  you  prepared  to  say  that,  taking 
the  shortest  distance,  this  is  an  overcharge  ? — I 
never  said  it  was  an  overcharge ; all  that  I did 
was  to  make  a complaint,  that  coal  for  export 
was  charged  at  a lower  rate  than  coal  for  home 
consumption  ; that  coal  was  carried  past  our 
works  at  Widnes  for  export,  at  a lower  rate  than 
coal  would  be  carried  into  our  works  for  use  in 
our  works,  and  I say  that  that  is  a bounty  upon 
the  export  of  coal. 

3085.  How  does  that  injure  you  ? — It  seems 
to  me  very  easy  and  simple  to  see  how  it  injures 
us  as  consumers  of  coal ; a bounty  is  given  to 
our  rivals  in  France  and  in  Dublin,  and  in  otlier 
places,  where  they  receive  the  coal  at  this  reduced 
export  duty.  If  our  rivals  are  not  benefited  by 
having  that  bounty,  then  I will  admit  that  we  are 
not  injured. 

3086.  But  is  it  not  rather  that  the  railway 
companies  find  that  they  get  a fair  average 
rate  from  those  collieries  ? — ^As  to  what  the  rail- 
way companies  find  or  think  they  find,  it  does 
not  signify  to  me  at  all,  as  a trader.  I say  that 
such  rates  as  exist,  the  export  rates  being  lower 
than  the  rates  for  home  consumption,  are  injurious 
to  the  trade  of  this  country,  and  unjust. 

3087.  In  other  words,  you  think  that  the  ad- 
ditional rate  from  Widnes  to  the  place  of  con- 
sumption of  the  coal  is  not  a sufficient  subsidy, 
if  I may  use  the  xvord.  for  the  Lancashire  manu- 
facturers ? — I say  it  is  no  more  to  the  interest  of 
this  country  that  the  railway  companies  should 
be  allowed  to  give  bounties  upon  the  export  of 
goods  than  it  would  be  to  the  interest  of  this 
country  that  the  Government  should  do  it. 

3088.  Are  you  aware  whether  any  guarantee 
was  given  or  inducement  was  held  out  to  the 
railway  companies  to  induce  them  to  come  into 
this  arrangement  ? — I know  the  arrangement  was 
come  to,  because  the  collieries  opposed  the  Act, 
except  for  those  clauses. 

3089.  There  was  no  guarantee  given  to  the 
railway  companies  by  the  collieries  that  traffic  of 
that  kind  should  amount  to  a certain  quantity 
per  annum  ? — I daresay  there  may  have  been. 

3090.  You  do  not  know  that  there  was? — I 
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think  it  may  have  been  very  i)robable  that  there 
was,  but  it  does  not  interfere  with  my  argu- 
ment. 

3091.  You  have  suggested  that  some  tribunal 
should  be  established  for  the  purjiose  of  enabling 
a trader  to  get  prompt  redress  in  the  event  of 
railway  companies  making  an  overcharge  ? — I 
have. 

3092.  You  are  not  satisfied  with  the  present 
tribunal  in  that  respect.  The  traders,  I may  re- 
mind you,  in  the  North  of  Scotland,  recently  got 
redress  against  the  Great  North  of  Scotland 
Railway  Company  for  an  overcharge  ? — Before 
what  tribunal? 

3093.  Before  the  Court  of  Session,  for  600  1.  ? 
— I gave  an  instance  where  we  did  recover  an 
overcharge  in  the  county  court. 

3094.  Why  are  you  not  satisfied  with  that 
tribunal  ’—Because  the  railway  companies  con- 
tinue these  overcharges,  and  there  is  no  power  to 
enforce  obedience  to  the  law. 

3095.  I think  this  decision  has  proved  the 
contrary  I — Not  at  all,  because,  although  one 
trader  may  recover  an  overcharge  on  one  ])artl- 
cular  article,  the  railway  companies  will  continue 
the  charge  upon  another.  Here  is  a case  in 
point ; a trader  obtained  a recovery  in  the  county 
court,  but  the  railway  company  continued  the 
overcharge  all  the  same. 

3096.  The  company  defied  the  law,  in  fact  ? — 
Yes,  they  did. 

3097.  Are  they  continuing  the  overcharge 
now? — Yes,  decidedly,  that  is  so.  The  London 
and  North  Western  Company,  altliough  it  has 
been  decided  in  the  court  that  they  are  not  to 
charge  clerkage,  do  continue,  in  short  distances, 
to  make  illeoral  charges. 

3098.  You  say  that  some  of  your  troubles 
have  been  easily  settled  by  a ])ieeting  of  the 
Chamber  of  Commerce  at  Liverpool?  — They 
have  been  settled,  but  not  to  my  satisfaction. 
A mere  overcharge  of  a small  kind  is  not  of  itself 
excessive  to  the  ti'ader,  and  the  consequence  is 
that  the  trader  does  not  care  to  be  constantly 
bringing  the  railway  companies  to  book  in  the 
county  court  for  these  small  overcharges,  and  he 
allows  them  to  go  by.  At  the  present  moment 
the  railway  companies  are  charging  me  what 
I know  to  be  overcharges,  but  I do  not  bring  an 
action,  because  it  is  not  worth  the  while  of  an 
individual  trader  to  do  so  ; but  I say  it  is  to  the 
interest  of  the  country  that  the  railway  com- 
panies should  be  bound  to  keep  within  their 
Acts,  and  that  some  impartial  ti'ibunal  should 
have  the  power  of  enforcing  obedience  to  those 
r\cts. 

3099.  You  are  not  satisfied  with  the  present 
tribunals  ? — Certainly  not. 

3100.  You  stated  in  reference  to  two  rates 
which  w'ere  quoted,  “I  could  obtain  no  satis- 
faction till  I mentioned  publicly  at  the  Council 
of  the  Chamber  of  Commerce  that  these  over- 
(•harges  had  been  made ; not  until  then  did  I 
obtain  a reduction  of  the  rate”  ? — Yes,  that  is 
true. 

3101.  If  you  could  obtain  a reduction  of  the 
rate,  simjdy  by  mentioning  the  matter  at  the 
Chamber  of  Commerce,  surely  you  do  not  require 
an  amendment  of  the  tribunal? — Certainly  w^e 
do.  I do  not  want  to  be  continually  writing 
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letters  to  the  railway  companies  asking  to  specify 
what  are  the  terminals,  and  w'hat  is  the  rate  of 
carriage  every  time  that  they  overcharge  me. 
I think  you  have  no  right  to  put  that  trouble 
upon  traders. 

Sir  Edicard  Watkin. 

3102.  I think  you  stated  in  your  previous 
evidence  that  you  were  in  favour  of  equal  mile- 
age rates? — I stated  in  my  evidence  that  I thought 
there  ought  to  be  equal  treatment  of  places  as 
there  is  at  present  equal  treatment  of  persons, 
or  rather  that  that  should  be  the  law  ; and  that 
if  that  were  adopted,  together  with  a revised 
classification  of  rates,  I thought  the  railway 
companies  would,  in  order  to  keep  within  the 
lawq  as  amended,  be  obliged  to  base  their  charges 
on  something  that  may  be  tersely  and  bi'iefly 
called  equal  mileage  rates. 

3103.  Do  you  or  do  you  not  wdsh  the  Com- 
mittee to  understand  that  you  are  in  favour  of 
an  equal  mileage  charge  for  all  traffic? — No. 

3104.  Then  what  are  you  in  favour  of? — I am 
in  favour  of  equal  treatment  for  places  at  equal 
distances  under  like  conditions  and  for  similar 
services. 

3105.  Would  you  state  what  you  wish,  and 
give  an  illustration  to  the  Committee.  For 
example,  it  is  31  miles  between  Liverpool  and 
Manchester  by  the  London  and  North  Western 
Railway ; it  is  38  miles  between  Liverpool  and 
Manchester  by  the  Lancashire  and  Yorkshire 
Railway ; it  is  37  miles  by  the  old  Garston 
route,  and  it  is  33  miles  by  the  Cheshire  lines ; 
how  would  you  deal  with  those  differing  dis- 
tances with  regard  to  fixing  the  rates  betw'een 
Liverpool  and  Manchester  ? — You  would  have 
to  take  the  sliortest  distance. 

3106.  Why? — On  account  of  the  competition. 

3107.  Then  what  you  propose  is,  that  there 
shall  be  an  equal  mileage  rate  calculated  upon 
the  shortest  route? — Yes. 

3108.  Say  the  shortest  route  is  100  miles,  and 
beyond  that  there  is  another  route  of  200  miles, 
and  another  of  300  miles ; would  you  charge 
twice  as  much  for  the  200  miles  as  for  the  100 
miles? — Certainly  not. 

3109.  d'hen  upon  what  principle  do  you  think 
that  the  rate  should  be  fixed  ? — I think  that  the 
rate  should  be  fixed  in  this  way : I tliink  that  in 
the  first  place  you  ought  to  have  a reasonable 
chai-ge  for  Avhat  are  called  terminals,  and  a certain 
sum  per  ton  per  mile  for,  say,  the  first  50  miles ; 
that  you  should  have  a certain  rate  (something 
less)  per  ton  per  mile  for  a further  distance 
beyond  that,  say  for  the  next  50  miles,  and  that 
you  should  charge  something  less  again  i)er  ton 
per  mile  for  the  third  50,  according  as  it  may  be 
decided  by  experts  that  thei-e  is  a less  expense 
in  carrying  the  traffic  a longer  distance. 

3110.  Your  modification  would  be  rather  upon 
the  principle  of  zones  than  of  distance? — Yes. 

3111.  You  stated  that  you  objected  to  giving 
a less  rate  for  export  traffic  than  for  home  con- 
sumption?— Yes,  I do. 

3112.  Are  you  not  aAvare  that  a large  part  of 
the  chemical  trade  of  this  country  is  carried  on 
by  the  mere  fact  of  the  rates  for  exjiort  being 
lower  than  the  rates  for  home  consumjition  ? — I 
am  not  aware  of  that ; 1 know,  nevertheless,  that 
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Ave  do  obtain  favourable  rates  for  export  by  Hull. 
NotAvithstanding  that,  I consider  it  is  inimical  to 
the  benefit  of  the  country  at  large  that  those 
rates  should  exist. 

.3113.  i"ou  Avant  those  rates  to  be  AvithdraAvn? 
— I think  it  is  undesirable  in  principle  ; I gave 
my  evidence  upon  the  principle  and  not  upon  my 
particular  article  of  manufacture. 

3114.  Is  it  not  the  fact  that  those  rates  have 
been  fixed  upon  the  solicitation  of  the  chemical 
trades  of  the  country  to  the  raihvay  companies  ? 
— I do  not  think  that  the  solicitation  of  the 
manufacturers  Avould  have  had  much  eflfect  if  the 
raihvay  companies  thought  that  it  Avas  not  to 
their  interest  to  grant  their  reqnest. 

3115.  Will  you  kindly  ansAver  the  question, 
yes  or  no  ? — I knoAv  that  Ave  have  asked  for 
loAver  rates  of  carriage,  but  I never  remember  a 
case  in  Avhich  the  traders,  as  an  association,  have 
asked  for  loAver  rates  for  export  as  against  those 
for  home  consumption. 

3116.  I Avill  take  the  Widnes  manufacturers; 
is  it  not  the  fact  that  they  have  asked  for  special 
rates,  to  enable  them  to  compete  Avith  the  chemi- 
cal manufacturers  in  NeAvcastle,  GlasgoAv,  and 
other  places  ? — Certainly. 

3117.  Then  you  Avould  put  an  end  to  that? — 
Certainly  not. 

3118.  But  you  say  you  object  to  loAver  rates 
being  given  to  export  traffic,  and  you  object,  as 
[ understand  noAv,  to  loAver  rates  being  given  to 
enable  you  to  compete  Avith  other  manufacturing 
districts? — Not  at  all;  I think  under  another 
system  Ave  should  have  loAver  rates  all  round. 

3119.  Are  you  in  favour  of  putting  an  end 
to  the  system  of  rates  specially  made  at  the 
solicitation  of  the  Widnes  and  other  chemical 
manufacturers  in  that  district,  in  order  to  enable 
you  to  compete  better  Avith  other  chemical  manu- 
facturers in  England  and  Scotland  ? — I deny  that 
they  are  given  for  that  purpose.  The  rates  are 
given  because  the  railway  companies  think  that 
thereby  they  Avill  get  the  traffic  to  go  through 
Hull  and  not  through  Liverpool ; I do  not 
myself,  as  a chemical  manufacturer,  desire  the 
rates  to  be  raised. 

3120.  You  have  said  that  you  consider  there 
ought  to  be  a tribunal,  I forget  Avhether  you  said 
the  Board  of  Trade  or  the  Hallway  Commis- 
sioners. to  fix  the  rates  for  traffic? — I hardly 
said  that.  What  I said  Avas  this : that  there 
should  be  a neAv,  or  a revised  classification  of 
of  goods,  Avith  maximum  rates  attached;  that 
then  the  raihvay  company  should  be  bound  to 
keep  Avithin  their  Act,  that  is  to  say,  not  to 
charge  beyond  their  legal  charge;  that  is  all  1 said, 
1 Avould  not  leave  it  to  the  Railway  Commissioners. 

3121.  Inasmuch  as  Ave  are  accustomed  in  this 
country  to  prefer  to  do  our  own  Avork  ourselves, 
I Avish  to  knoAV  how  far  you  Avould  arm  the 
Raihvay  Commissioners  Avith  poAver  to  interfere 
between  the  public  and  the  carriers  ? — I AA'ould 
go  a great  Avay  in  the  interest  of  the  public  ; I 
do  not  look  upon  raihvay  companies  as  mere  traders. 

3122.  In  Avhat  light  do  yon  look  upon  them? — 
1 look  upon  them  as  having  been  given  the 
monopoly  of  the  carriage  of  this  country,  and 
therefore  they  must  act  under  certain  restrictions 
to  be  jirovided  by  Parliament. 
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3123.  We  quite  understand  that,  and  so  Ave 
assume  that  they  are;  I Avant  to  kncAv  how  far 
you  Avould  arm  the  Raihvay  Commissioners  with 
the  poAver  of  fixing  the  price  of  the  carriage 
between  the  customer  and  the  carrier  of  the 
traffic  ? — I Avould  have  a rev'ised  classification, 
and  I Avould  have  amended  maximum  rates  of 
charges  ajAplied  to  the  new  classification,  and  that 
should  be  decided  upon,  after  hearing  both  sides, 
by  an  impartial  tribunal,  say  by  Parliament,  and 
that  then  the  raihvay  companies  should  be  bound 
to  keep  Avithin  the  amended  rates  of  charge. 

3124.  Am  I correct  in  assuming  that  what  you 
recommend  is,  that  the  classification  for  goods  and 
merchandise  (and  minerals  too,  I suppose)  should 
be  entirely  revised  and  settled  upon  better  prin- 
ciples, and  that  the  maximum  rates  should  be 
fixed  and  adapted  to  the  classification? — Cer- 
tainly ; I think  the  present  classification  is 
perfectly  ridiculous,  and  I gave  various  instances 
shoAving  how  it  Avas  so. 

3125.  I quite  agree  with  you  Avlth  reference  to 
the  classification,  though  I do  not  agree  Avith  you 
as  to  Avho  should  fix  it.  Now  you  spoke  about 
the  Midland,  and  the  Sheffield  and  Lincolnshire 
Companies ; Avould  you  give  the  Committee  any 
instances  of  charges  by  either  of  those  com2)anies 
which  are  outside  their  maximum  rates  ? — I did 
not  say  that  those  companies  made  any  illegal 
overcharge. 

3126.  Have  you  any  evidence  of  either  of  those 
tAvo  companies  in  dealing  Avith  you  as  Mr.  Mus- 
pratt, making  an  illegal  charge  ? — My  statement 
AA^as,  that  as  far  as  chemicals  Avere  concerned,  it  Avas 
the  short  distance  charges  that  Avere  overcharged. 
We  send  very  small  quantities  of  chemicals  by  the 
Manchester,  Sheffield,  and  Lincolnshire  Rail- 
Avay ; therefore  Ave  have  very  little  to  complain  of. 

3127.  The  Sheffield  Company  made  the  branch 
connecting  your  Avorks  Avith  their  line,  did  they 
not  ? — Yes. 

3128.  Are  you  aAvare  Avhat  the  amount  of 
traffic  Avhich  you  have  sent  over  these  expensive 
lines  of  the  Manchester,  Sheffield,  and  Lincoln- 
shire Company  in  the  last  three  months  has  been? 
— I could  not  say  Avhether  it  Avent  by  the  Man- 
chester, Sheffield,  and  Lincolnshire  Raihvay,  or 
the  London  and  North  Western. 

3129.  But  those  tAvo  companies  Avent  to  special 
expense  to  connect  your  Avorks  Avith  their  rail- 
Avays  ? — Yes,  the  ^Midland  and  Manchester  and 
Sheffield  Company  did. 

3130.  Therefore,  of  course,  any  use  of  your 
Avorks  to  them  Avould  be  to  send  traffic  by  that 
raihvay.  I Avant  to  knoAV  if  you  can  tell  the 
Committee  how  much  traffic  Avas  sent  over  these 
expensive  raihvays  in  the  last  three  months? — I 
could  not  say  that  ; Ave  send  our  traffic  first  one 
side,  and  then  the  other. 

3131.  Noav,  do  not  you  think  that  that  is  a 
case  in  Avhich  the  raihvay  company  ought  to  have 
some  redress  against  the  traders? — Certainly  not. 

3132.  Supposing  there  has  been  a considei’able 
expense  incurred  by  the  raihvay  companies,  and 
you  send  no  traffic  over  those  expensive  Avorks, 
do  not  you  think  in  that  case  the  raihvay  com- 
pany should  have  redress  against  the  tradex’s  ? — 
Certainly  not. 

3133.  Should  you  be  surprised  to  hear  that  in 
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Sir  Edward  Watkin — continued, 
the  six  months  ending  March  1881,  the  total  re- 
ceipts of  traffic  from  your  works  have  been 
11/.  2 s.  lid.  for  traffic  not  carted,  and 
1 /.  10  s.  10  d.  for  carted  traffic;  and  for  minerals 
14  /.  11s.  11  d.  ? — I am  not  prepared  to  give  the 
figures ; but  you  must  be  quite  wrong  as  to  the 
total  figures,  because  we  do  not  pay  the  cai’riage 
on  a great  part  of  the  goods  that  come  by  the 
Sheffield  and  Midland  Railway. 

.3133*.  Are  you  also  aware  that  of  traffic  re- 
ceived, the  totals  are,  not  carted,  27  /.  Is.  3d.; 
carted,  5 1.  5 s.  11  d.;  and  of  minerals,  limestone, 
coal,  and  slack,  856  /.  8 s.  ? — I cannot  say  what 
the  figures  are. 

3134.  I ask  you  again,  will  you  state  that 
there  is  any  single  rate  charged  by  ihe  Midland 
Railway  Company  or  the  Manchester,  Sheffield, 
and  Lincolnshire  Company  into  your  works, 
or  out  of  your  works,  which  is  beyond  the  maxi- 
mum rate  ? — I should  not  think  that  any  rate  is, 
because  their  rates  were  generally  long  distance 
rates. 

3135.  You  complained  of  the  classification  for 
chemicals,  and  you  recommended  that  the  Rail- 
way Commissioners  should  have  power  to  alter 
that  classification  so  that  chemicals  should  be 
classed  with  damageable  and  undamageable  iron? 
—I  did. 

3136.  Is  it  not  the  fact  that  Widnes  chemicals 
are  classed  in  the  railway  station  books  with  iron 
damageable  and  undamageable? — That  is  what 
we  asked  for  ; we  want  it  to  be  the  law. 

3137.  Is  it  not  the  fact  that  for  neaily  all 
traffic  passing  from  Widnes  the  rates  are  in 
many  cases  less  than  the  classification  ? — I think 
it  is  so  very  often. 

3138.  Then  would  you  kindly  tell  the  Com- 
mittee uhat  your  complaint  is  ? — I have  already 
stated  the  difficulty  of  getting  redress  when 
there  is  an  overcharge;  I have  already  said  that 
the  railway  companies  can,  if  they  wish,  class  us 
with  fur  and  feathers  by  law,  and  I do  not  like  that, 

3139.  Rut  you  say  you  have  no  complaint  of 
its  being  done? — It  may  be  done  at  any  time. 

3140.  But  it  has  not  been  done? — Xo,  it  has 
not  been  done. 

Mr.  O' Sullivaii. 

3141.  I think  I understood  you  to  say  in  your 
evidence  that  you  knew  some  parties  who  had 
complaints  against  the  railway  companies  who 
were  afraid  to  prosecute  those  complaints  for 
fear  that  the  railway  companies  would  retaliate 
upon  them  ? — I saicl  it  was  on  account  of  that 
fear  that  many  actions  were  not  brought ; 
traders  do  not  like  bringing  actions. 

3142.  Do  you  know  any  cases  in  which  per- 
sons could  have  brought  actions,  who  did  not 
bring  them? — Yes,  in  our  own  case,  for  example, 
il  we  had  wished,  we  could  have  brought  an  action. 

3143.  You  stated  that  railway  companies  have 
continued  to  make  overcharges  notwithstanding 
the  decision  of  the  county  courts  to  the  con- 
trary ? — 'I'hat  is  so;  J have  given  such  a case. 

3144.  Woidd  you  object  to  railway  com])anics 
having  ])owcr  to  make  reductions  when  goods 
are  sent  in  large  quantities? — No;  I think  that 
where  it  can  be  shoAvn  that  the  cost  of  con- 
veyance would  be  less  to  a railway  company,  the 
raihvay  company  has  a right  to  reduce  its 
charges ; I think,  therefore,  that  for  large  quan- 


Mr,  O'  Sullivan — continued, 
titles,  such  as  Avaggon  loads  or  train  loads,  there 
ought  to  be  a smaller  charge  made  by  the  rail- 
way companies,  I think  that  fair  ; but  I would 
have  the  conditions  defined  upon  Avhich  they 
would  carry  the  larger  quantities. 

3145.  You  Avould  not  leave  it  in  the  hands  of 
the  company  to  settle  ? — Not  in  each  individual 
case  ; I Avould  take  out  of  the  hands  of  the  com- 
pany the  poAver  to  make  arrangements  with  each 
individual  trader ; I think  that  leads  to  gross 
inequality. 

Mr.  Craig. 

3146.  I understand  you  to  say  that  the  Neston 
Colliery  Company  have  sustained  a loss  of  some- 
thing like  2,000  /,  a-year  by  those  overcharges 
to  AAffiich  you  referred? — I stated  that  the 
average  overcharge  was  6 d.  a ton,  and  cal- 
culating that  upon  the  output  of  the  colliery,  it 
Avould  come  to  something  like  2,000  /.  a year. 

3147.  Where  does  that  coal  go  to  as  a rule  ? — 
Mainly  to  Birkenhead,  and  the  surrounding 
stations. 

3148.  This  is  the  avei’age  overchai’ge  of  the 
Avhole  colliei’y? — Yes,  of  the  Avhole  collieiy. 

3149.  Does  the  coal  go  to  Birkenhead  for 
shipment  at  all  ? — Yes ; to  Birkenhead  the  dif- 
ference is  not  so  great ; to  Birkenhead  the  dif- 
ference is  only  2|  d.  and  not  6 d. ; it  is  only  a 
rough  estimate ; I only  pointed  out  that  the 
averasre  overcharjre  Avas  6 d, 

3150.  Is  your  output  of  coal  about  2,000  tons 
a Aveek  ? — About  that. 

3151.  And  have  you  a less  rate  to  Birkenhead 
for  shipment  than  you  have  for  home  con- 
sumption?— No,  I think  not;  there  is  only  one 
rate  doAvn  here  on  my  list. 

3152.  As  a colliery  owner,  I suppose  you  are 
aAA’are  that  it  is  a very  desirable  thing  to  have  as 
large  an  output  as  you  can  get? — Yes,  certainly. 

3153.  And  that  it  should  be  uniformly  main- 
tained ? — Certainly. 

3154.  If  you  make  the  rates  for  export  the 
same  as  the  rates  for  inland  consumption,  Avould 
that  not  have  a tendency  to  check  the  output? — 
I think  not ; I admit  the  argument ; I think, 
however,  taking  it  all  round,  that  it  would  be 
better  for  all  collieries  that  Ave  should  have 
equal  rates  and  Ioav  rates  for  home  consumption, 
as  well  as  for  export. 

3155.  Have  you  considered  the  question  with 
regard  to  foreign  coalfields  ; if  so,  have  you  not 
come  to  the  conclusion  that  it  would  encourage 
development  in  other  countries,  and  check  the 
development  of  home  resources? — I think  any 
undue  develo})mcr,t  of  any  industry,  Avhether  by 
protection  given  by  the  Government  or  bounty 
given  by  the  GoAernment,  or  by  railway  com- 
panies, is  injurious  to  the  country.  I do  not  care 
Avhat  form  it  takes.  If  it  takes  the  form  of  jai'O- 
tection  or  bounty,  it  is  injurious  to  the  trade  of 
the  country. 

3156.  But  Avliere  the  export  rate  is  lower  and 
does  not  interfere  Avith  the  home  trade,  Avould  you 
prohibit  a company  from  carrying  at  a less  price  ? 
— IMy  complaint  is,  that  the  companies  carry  at  a 
less  price  for  shipment  to  our  rivals  in  trade. 

3157.  That  may  be  so  in  some  cases,  but  there 
are  about  20,000,000  tons  of  coal  Avhi.ch  are  ex- 
ported per  year  ; Avould  not  that  cxi)ortation  be 
materially  chocked  if  yoti  insisted  u])on  the  rate 
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for  export  being  the  same  as  the  internal  rates  ? 
— No  ; 1 think  the  railway  companies  would  find 
it  to  their  interest  if  they  treated  every  place 
equally  upon  some  system  such  as  1 have  recom- 
mended. I believe  that  the  rates  would  be  lower 
generally,  and  the  colliery  projirietors’  interest 
would  be  better  cared  for.  There  is  no  doubt  that 
if  you  increase  the  home  consumption  (and  you 
do  increase  the  consumption  of  the  countr}' 
by  low  railway  charges),  the  country  would 
benefit. 

3158.  You  would  apply  the  principle  to  the 
raw  material,  would  you  not  ? — 1 do  so. 

3159.  You  differ  from  Mr.  Hunter  in  the 
respect  that  he  would  not  prohibit  low  rates 
for  export  so  long  as  they  did  not  interfere  with 
the  home  trader  ? — That  is  a very  great  qualifi- 
cation. If  you  put  it  with  that  qualification,  I 
might  accept  it. 

3160.  You  are  aware  that  an  immense  amount 
of  corn  comes  from  America  to  England,  and 
that  that  is  chiefly  on  account  of  the  low  rate  of 
carriage  at  the  present  time.  If  that  rate  were 
higher  v/ould  it  lessen  tlie  quantity  of  corn  com- 
ing from  America  to  England  ? — Certainly. 

3161.  Would  it  not  have  the  same  effect  upon 
coal  and  manufactured  goods  going  out  of  Eng- 
land to  America  and  other  conntries  ? — There  is 
no  doubt  that  if  you  take  away  this  bounty  from 
the  export  of  coal  and  other  goods,  it  will  be 
injurious  to  that  particular  export  trade. 

3162.  Suppose  the  railway  company  do  not 
charge  any  inland  trade  above  the  maximum 
rate,  but  that  they  charge  for  export  considerably 
less,  still  leaving  a profit  to  themselves,  would 
you  object  to  them  doing  that  ? — I only  want  to 
put  the  inland  trader  and  the  exporter  upon 
equal  terms  ; provided  the  services  are  equal  and 
provided  the  quantities  are  equal. 

3163.  But  applying  the  same  principle  to  your 
colliery,  from  which  you  say  you  are  getting 
2,000  tons  a week,  are  you  not  compelled,  in 
getting  a sale  for  that  coal,  to  take  a less  profit 
for  some  part  of  that  coal  than  you  receive  for 
the  other  part  ? — Yes, 

3164.  And  would  you  not  be  a loser  if  it  were 
insisted  that  you  should  take  the  same  profit  upon 
every  ton  that  you  sell  ? — A colliery  owner  is 
different  from  a railway  company ; a railway 
company  is  not  only  a trader. 

3165.  I asked  you  whether  it  would  affect  you 
adversely  if  you  were  required  to  take  the  same 
profit  upon  every  ton  of  coal  that  you  send  away 
by  causing  you  to  reduce  your  output  ? — Cer- 
tainly it  would. 

3166.  Then  would  the  same  thing  not  apply  to 
the  railways  ; I am  quite  aware  that  a railway 
is  not  a colliery,  but  quantity  affects  them  in  the 
same  wav  as  it  affects  a colliery ; do  you  agree 
with  that? — Clearly. 

3167.  Then  just  answer  my  next  question  ; if 
that  be  so,  and  you  insisted  upon  the  same  rate 
for  export  as  for  home  consumption  ; if  that  les- 
sened their  quantity,  would  it  not  be  an  evil  to 
them  as  a railway  company  , and  also  to  the  whole 
country,  in  checking  production? — Y ou  have  only 
put  one  side  of  the  question. 

3168.  Please  answer  my  question;  I say  it 
lessened  the  quantity? — If  it  lessened  the  quan- 
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tity,  yes ; but  it  does  not  follow  that  it  does  lessen 
the  whole  quantity. 

3169.  Supposing  that  it  induced  the  develop- 
ment of  the  American  coalfields,  and  the  Prussian 
coalfields,  and  other  coalfields,  would  it  not  require 
less  to  be  sent  out  of  our  country  in  consequence 
of  the  increased  development  of  those  districts  ? — 
But  put  it  the  other  side  ; the  home  trade  would 
benefit,  and  would  increase  the  home  consump- 
tion of  coal. 

3170.  Then  the  conclusion  you  arrive  at  is  this, 
that  you  object  altogether  to  exports ; is  that  so  ? 
— No,  unless  there  is  a bounty  put  upon  them  ; 
I do  not  think  it  is  advisable  that  a bounty  should 
be  put  on  the  export  of  any  article. 

3171.  The  term  “ bounty  ” is  a very  indefinite 
term  ; supposing  you  are  raising  2,000  tons  a 
week,  and  that  by  taking  a less  profit  upon 
another  500  tons  a week  you  could  reduce  the 
whole  cost  of  your  production,  would  it  not  be  a 
wise  and  tradesmanlike  operation  to  do  it? — Cer- 
tainly. 

3172.  Take  a railway  company  carrying  to 
Birkenhead  and  that  district  for  home  consump- 
tion, if  they  choose  to  carry  at  half  the  profit  for 
export,  why  should  you  object  to  their  doing  that, 
if  you  do  it  yourself  as  a trader  ? — Because  I am 
not  only  a colliery  proprietor,  but  I am  a chemi- 
cal works  owner,  and  by  this  system  of  bounties 
upon  the  export  of  coal,  I say  that  coal  is  carried 
to  my  rivals  at  a cheaper  rate  than  it  would 
otherwise  be. 

3173.  But  that  is  not  an  answer  to  the  ques- 
tion ; you  say  that  it  would  injure  the  home 
consumption  to  send  for  a less  price  for  export ; 
let  us  see  whether  that  is  so  or  not.  Suppose 
that  that  exjiort  was  cut  off,  would  it  not 
necessitate  the  railway  companies  increasing  all 
the  I’ates  to  the  home  consumer? — No. 

3174.  Why  not? — Because  I think  the  true 
interest  of  these  railway  companies  would  be 
to  lessen  the  rates  all  round. 

3175.  But  supposing  they  are  upon  the  average 
getting  five  per  cent.,  if  you  cut  off  that  export 
traffic,  and  increase  their  cost  of  transit,  would 
it  not  necessitate,  in  order  to  maintain  that  five 
per  cent.,  an  increase  of  all  the  home  rates  ? — 
No,  that  is  just  where  we  differ;  my  opinion 
is  that  the  result  would  not  be  so. 

3176.  You  differ  from  Mr.  Hunter,  because 
although  he  advocated  uniform  mileage  I'ates, 
he  would  alter  them  according  to  quantity, 
distance,  and  gradients ; now  you  say  that 
quantity  does  not  affect  the  cost  of  transit? — I 
say  that  quantity  does  affect  it ; I admit  that  it 
is  cheaper  to  take  a train-load  of  goods  than  a 
wagoon-load  of  goods. 

3177.  If  you  cut  down  all  the  exports,  would 
it  not  necessitate,  in  order  to  maintain  the  same 
dividends  as  are  now  paid,  an  increase  of  all  the 
home  1‘ates  ? — That  is  to  say,  if  by  I’emoving 
this  bounty  upon  the  export  ol’  coal,  no  coal 
would  be  exported ; that  is  what  you  are  point- 
ing to. 

3178.  It  would  be  lessened?  — The  effect  in 
that  case  most  likely  w'ould  be  that  the  price 
of  coal  would  be  lowered  to  the  consumers  in 
this  country,  and  the  consumers  would  be  better 
off';  they  would  produce  articles  at  a cheaper 
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rate,  and  so  the  railway  companies  would  be  re- 
couped. 

3179.  That  is  not  my  opinion  as  a colliery 
proprietor  ; if  you  lessen  the  output  you  increase 
the  cost  of  production  ; if  you  increase  the  cost, 
you  must,  to  get  the  same  profit,  charge  a higher 
price  ; therefore  the  home  consumer  would  have 
to  pay  ’ more  ; but  I will  not  pursue  that  any 
further.  I understood  you  to  state  that  you  re- 
commended the  appointment  of  a public  prosecu- 
tor, in  order  to  rectify  any  evils  that  arise  be- 
tween the  railway  companies  and  the  producers? 
—Yes,  I did. 

3180.  You  found  it  bore  very  heavily  upon 
certain  districts  by  preferential  rates  being  siven? 
—Yes. 

Mr.  Lowtlier. 

3181.  Did  I understand  you  to  say,  or  give  it 
as  your  opinion,  that  a ton  of  anything  should  be 
carried  at  the  same  rate  ? — I said  that  a ton  of 
anything  would  still  weigh  a ton  ; that  all  that 
the  railway  companies  had  a right  to  consider 
was  the  bulk  which  the  goods  occupied,  and, 
therefore,  I said  that  it  -was  perfectly  legitimate 
to  charge  for  waggons  of  four  tons  and  upwards, 
a lower  rate  than  for  waggons  of  two  tons  and 
upwards. 

3182.  I see  amongst  the  things  which  one  rail- 
way company  objected  to  carry  were,  sand, 
statuary,  and  round  timber ; how  is  sand  gene- 
rally carried  ? — I do  not  know. 

3183.  You  think  that  statuarv  ought  to  be 
carried  at  the  same  price  as  stone  ? — 1 would  ask 
for  a revised  classification. 

3184.  But  I am  asking  for  your  opinion ; do 
you  consider  that  statuary  ought  to  be  carried  at 
the  same  rate  as  blocks  of  marble  ? — Ko,  cer- 
tainly not;  I think  that  only  shows  what  a 
ridiculous  classification  there  is  in  some  Acts  of 
Parliament. 

3185.  You  alluded  to  the  case  of  the  Hendre 
Limestone  Com2)any,  near  Mold,  wdio  are  send- 
ing limestone  from  Khydymwyn  to  Widnes  ; you 
have  stated  that  you  had  to  look  through  five 
Acts  of  Parliament  to  find  out  what  the  com- 
2)any  were  entitled  to  charge? — Yes. 

3186.  Was  that  because  the  London  and 
North  M estern  Com])any  had  jmrchased  or 
leased  lines  with  special  Acts  of  Parliament, 
which  did  not  form  j)art  of  the  original  scheme  ? 
— 'I'hat  is  so. 

3187.  The  limestone  would  ]iass  over  the 
Mold  and  Denbigh,  and  Chester  and  Holyhead, 
Chester  to  Buncorn,  and  the  8t.  Helens  Bail- 
ways  ? — Yes. 

3188.  AVhat  is  the  distance  between  the 
points,  including  the  extra  distance  alloived  for 
the  Buncorn  bridge  ? — The  distance,  as  a quota- 
tion in  the  rate-book,  is  40  miles  ; the  actual 
distance  is  33  ; therefore,  there  is  seven  miles  for 
the  bridge  added  ; the  actual  distance  is  33,  but 
the  calculated  distance,  including  the  bridge,  is 
40  miles. 

3189.  Why  is  that? — Because  there  is  a 
clause  in  the  Act  for  making  the  Buncorn 
bridge,  by  which  the  company  are  entitled  to 
charge  for  the  Buncorn  bridge  as  so  many  miles. 

3190.  Do  you  know  what  the  tolls  amount  to 
per  ton  from  Bhydymwyn  to  B idnes  ? — The 
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actual  rate  now  is  3 s.  7 d.  on  lime,  and  3 5.  1 rf. 
on  limestone. 

3191.  And  Avhat  are  th ey  allowed  to  charge ; is 
that  tlie  maximum  ? — That  is  the  maximum ; 
they  are  allowed  to  charge  i d.  a ton  for  lime 
and  limestone,  as  far  as  we  can  make  out ; the 
maximum  rate  upon  the  Mold  and  Denbigh  line 
is  lie?.;  under  the  IMold  Bailway  Act  it  is  1 d. 
a ton,  and  I presume  it  is  1 d.  a ton  on  the 
London  and  North  Western  Bailway. 

3192.  Is  the  toll  which  they  may  charge 
4 s.  8i  0?.  ? — No ; I think  the  maximum  rate  from 
Bhydymwyn  to  Widnes  is  \d.  per  ton,  or|e?. ; 
but  the  difference  is  so  trifling,  now'  that  we  have 
got  it  reduced,  that  I do  not  comjffain  of  the  dif- 
ference. 

3193.  The  railway  comjiany  never  did  charge 
you  4 s.  8i  d.,  did  they,  from  Hendre  to 
Widnes? — No. 

3194.  So  that  as  far  as  the  Hendre  traffic  is 
concerned,  that  has  always  been  charged  less 
than  the  com2)any  had  pow'er  to  charge  you  ? — 
Yes,  we  did  not  com^ffain  that  we  were  over- 
charged, but  simiily  that  our  competitors  w'ere 
getting  lower  rates  for  greater  distances. 

3195.  You  alluded  to  some  cases  of  over- 
charoe  ujion  some  suljihur  from  Widnes  to  Lea 
Green,  and  some  manganese  from  Widnes  to 
Warrington ; was  it  exjilained  to  you  that  the 
charges  in  the  first  place  were  made  as  though 
the  traffic  had  been  handled  by  the  company  ? — 
No  ; the  railway  comjianies  made  no  exjilanation 
wdiatever  ; I wrote  to  the  railway  co'.n2)any,  as  I 
usually  do  when  I find  what  I consider  an  over- 
charge, and  asked  them  how  they  made  up  the 
rate  ; we  wanted  that  information,  but,  as  I stated 
to  the  Committee,  as  a rule,  we  do  not  get  that 
information. 

3196.  As  you  stated  to  the  Committee  you 
were  not  satisfied,  and  you  mentioned  the  matter 
to  the  Liveiqmol  Chamber  of  Commerce? — Yes, 
I did. 

3197.  What  happened  iqionthat? — The  rail- 
way com^iany  came  to  me  and  said  they  were 
prejiared  to  discuss  a rate. 

3198.  But  the  Liveiqiool  Chamber  of  Com- 
mei'ce  did  nothing  ? — No. 

3199.  No  communications  passed  between  the 
Liverpool  Chamber  of  Commerce  and  the  rail- 
w'ay  company  U2)0n  the  subject? — None  what- 
ever. 

3200.  Then  the  reductions  were  made  though 
the  Chamber  of  Commerce  did  not  have  any 
communication  with  the  raihvay  comjianies  I — 
The  reductions  have  been  made,  but  they  are 
not  dow'n  even  now'  to  Avhat  I consider  the  legal 
charge. 

3201.  I said  the  reductions  were  made  by  the 
railway  companies  without  any  pressure  from  the 
Chamber  of  Commerce  ? — They  were. 

3202.  Have  you  ever  had  any  difficulty  in 
settling  matters  in  disjmte  with  the  railway  com- 
panies beyond  the  matter  of  terminals,  as  to 
w'hich  there  appears  to  have  been  some  difficulty 
with  them  ? — Personally,  I may  state  that  we 
have  not  found  any  very  great  difficulty  in  .settling 
when  we  came  to  the  question. 

3203.  Have  you  found  any  difficulty  at  all  in 
settling? — 1 have  foimd  this  difficulty,  that  in 
all  short  distances  we  are  overcharged,  and  I 

cannot 
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cannot  get  the  railway  companies  to  adhere  to 
what  I believe  to  be  the  short-distance  charge 
legally  without  going  to  law. 

3204.  In  your  answer  to  Lord  Randolph 
Churchill,  in  your  previous  examination,  you 
stated  that  coal  is  carried  from  the  Lancashire 
district  to  VVidnes  and  shipped  at  the  rate  of 
Is.  2rf.  a ton,  and  that  you  might,  for  the  same 
coal,  have  often  to  pay  a higher  rate  to  your 
own  works  at  Widnes  ; is  it  the  fact  that  the  fuel 
for  your  works  is  mainly  obtained  from  one  of 
the  collieries  for  which  the  railway  rate  tc  your 
works  is  Qd.  ? — Yes,  that  is  so. 

3205.  Under  the  existing  arrangements  with 
the  company,  has  the  Neston  Colliery  Company 
paid  the  amount  due  for  carriage? — No,  they 
have  not.  I presume  you  mean  the  amount  that 
was  in  dispute  ; they  have  not  paid  that. 

Mr.  Dillwyn. 

3206.  I understand  you  to  say  that  you  con- 
tend that  the  coal  ought  to  be  sent  from  the 
Neston  Colliery  to  Birkenhead  at  Qd.  a ton 
altogether? — To  Birkenhead  we  say  that  the 
coal  ought  to  be  carried  at  8 d.  and  9 d. 

3207.  How  many  miles  is  that? — To  Grange- 
lane  it  is  11  miles  ; to  the  Birkenhead  Docks  it 
is  12  miles. 

3208.  Bringing  the  empties  back  would  reduce 
it  half  to  the  railway  company  ; as  I understand, 
it  w'ould  leave  no  profit  to  the  railway  company 
at  all  to  carry  at  that  rate  ? — I do  not  know  any- 
thing about  the  profit  of  the  railway  company. 

3209.  Do  you  think  it  would  pay  ? — I am  not 
a railway  manager  and  therefore  I cannot  sav, 
but  I have  not  the  slightest  doubt  personally 
that  it  would  pay. 

Mr.  Barclay. 

3210.  Did  you  tell  the  Committee  whether 
you  had  made  any  contract  with  the  Manchester, 
Sheffield,  and  Lincolnshire  Company  when  it 
took  that  siding  into  your  works  at  very  con- 
siderable expense  ? — None  whatever.  We 
sold  them  some  land,  and  they  put  the  siding 
upon  it. 

3211.  Did  you  ask  them  to  make  the  siding? 
— We  asked  them  to  make  the  siding,  no  doubt. 

3212.  Did  you  undertake  to  send  any  par- 
ticular quantity  of  goods  over  it  ? — Not  at  all. 

3213.  1 would  ask  whether  Ave  may  take  this 
as  an  example  of  the  reckless  expenditure  of 
railway  companies  when  they  make  sidings  Avith- 
out  receiving  any  guarantee  of  traffic  ? — It  might 
be  so  regarded. 

3214.  Do  you  affirm  that  some  railways  syste- 
matically put  the  law  at  defiance  by  charging- 
over  their  maximum  rates,  particularly  for  short 
distances  ? — I do. 

3215.  And  that,  notAvlthstandlng  that  the  laAv 
courts  had  clearly  decided  that  those  charges 
Avere  overcharges  ? — I do. 

3216.  Do  you  think  that,  under  those  circum- 
stances, it  is  necessary  that  there  should  be  some 
poAver  equal  to  the  railway  companies  to  see  that 
they  conform  to  the  law  ? — I do  ; I think  that  is 
one  of  the  most  important  things  that  could  be 
done  in  the  interests  of  the  traders. 

3217.  Would  you  be  in  favour  of  the  Board  of 
0.54. 
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Trade  examining  into  complaints  made  by  traders 
and  others  against  raihvay  companies,  and  if  they 
find  them  avcII  founded,  taking  measures  to  see 
that  the  railway  companies  shall  conform  to  the 
law? — I should. 

3218..  You  Avere  asked  a great  many  questions 
in  reference  to  tolls  and  maximum  rates  ; has  there 
come  under  your  notice  the  decision  of  the  Rail- 
way Commissioners  in  the  case  of  the  Aberdeen 
Railway  Company  against  the  Great  North  of 
Scotland  Raihvay  CompaiiA’  ? — 1 have  seen  it. 

3219.  Are  you  aAvare  that  in  that  case  the 
railway  company  attempted  to  charge  upon  their 
tolls  clauses,  and  not  upon  their  maximum  rate 
clauses  ? — 1 understand  so. 

3220.  And  in  that  case  the  Raihvay  Commis- 
sioners said  they  Avere  not  entitled  to  charge  upon 
the  tolls  clauses,  but  must  limit  themselves  to  the 
maximum  rate  clauses  ? — I understand  that  was 
the  decision. 

3221.  You  Avere  asked  some  questions  with 
regard  to  equal  mileage  rates;  does  that  go  to  the 
extent  of  supposing  that  every  raihvay  company 
throughout  the  United  Kingdom  should  charge 
equal  mileage  rates  under  the  same  circumstances? 
No  ; I think  that  a railway  company,  in  order  to 
avoid  inequality  of  treatment  to  places  and  to 
persons,  must  base  their  charges  upon  some 
system,  and  the  simplest  basis  is  that  of  mile- 
age. 

3222.  Do  you  think  that  each  raihvay  com- 
pany should  settle  its  basis  of  rates  for  itself,  and 
make  all  the  rates  upon  the  line  have  some  re- 
lation to  each  other,  measured  by  the  cost  of  con- 
A'eyance  ? — Measured  by  the  cost  of  convevance, 
I do. 

3223.  Do  you  think  it  is  material  that  the  ex- 
port of  chemicals  from  this  country  should  be 
from  Hull,  or  NeAvcastle,  or  Liverpool  ? — I think 
as  regax’ds  the  interests  of  the  country,  it  is  per- 
fectly immaterial  Avhether  the  export  goes  from 
one  port  or  another.  As  far  as  Ave  are  concerned, 
any  rate  that  faA'ours  us,  Ave  are  very  glad  to 
accept. 

3224.  In  any  case,  if  the  course  you  recommend 
should  haA'e  the  effect  of  raising  the  rates  on 
chemicals  carried  from  the  Lancashire  district  to 
Hull,  you  are  prepared  to  submit  to  it? — Cer- 
tainly. 

3225.  I understand  that  your  contention  Avith 
regard  to  the  Ioav  rate  charged  for  the  export  of 
coal  is  this,  that  the  rate  for  home  consumption 
might  be  someAvhat  lowered,  and  the  rate  for 
export  somewhat  raised ; that  the  ])rinclple  of  free 
trade  should  be  carried  out  upon  the  tAvo,  and 
that  the  rates  of  both  should  be  made  someAvhat 
approximating  to  the  cost  of  the  conveyance,  the 
result  of  AA'hlch  Avould  be  generally  for  the  benefit 
of  the  country  ? — That  is  my  opinion, 

3226.  And  that  if  the  effect  of  raising  the 
export  rate  should  be  to  loAver  the  quantity  of 
coals  exported  in  one  particular  case,  the  loAver 
rates  for  the  home  consumption  Avould  generally 
benefit  the  trade  of  the  country,  and  that  so  the 
raihvay  companies  would  l)e  recouped  ? — That  is 
my  contention. 

3227.  I suppose  you  find  in  discussing  the 
question  of  free  trade  versus  jirotectlon,  that,  in 
individual  cases,  a very  strong  case  can  be  made 
out  for  protection  ? — Certainly  ; I could  make 
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Mr.  Barclay — continued, 
out  a very  strong  case  for  a bounty  upon  our 
own  manufacture. 

3228.  But,  taking  general  principles,  you 
stand  upon  the  principle  of  free  trade  ? — I do. 

3229.  And  you  hold  that,  upon  the  jirinciple 
of  free  trade,  each  i)arty,  whether  the  goods  are 
going  to  be  exported,  or  to  be  consumed  at 
home,  should  pay  in  proportion  to  the  cost  of 
the  service  rendered  to  them  ? — That  is  my 
opinion. 

3230.  There  is  the  question  which  has  been 
raised  also  as  to  the  dift'erent  charges  for  different 
kinds  of  goods ; do  you  propose  that  all  kinds  of 
goods  should  be  charged  at  the  same  rate,  when 
you  have  this  equal  mileage  rate  that  you  speak 
of? — No;  I think  there  must  be  a classification, 
and  I take  as  the  basis  the  Clearing  Hemse 
classification,  which  has  five  classes.  I think  it 
quite  right  that  certain  goods  should  be  sub- 
jected to  a lower  maximum  rate  than  others- 

3231.  Would  you  agree  with  me  in  saying 
that  the  necessities  of  a certain  article  require 
that  it  should  be  caiT'ied  at  a lower  rate,  if  it  is 
carried  at  all  ? — I do  not  know  what  you  mean 
by  ‘‘  the  necessities  of  the  article.” 

3232.  M hat  I mean  by  the  necessities  of  the 
article  would  be,  that  such  an  article  as  coal  or 
ironstone  must  be  carried,  in  consequence  of 
various  reasons,  at  a very  low  rate,  if  it  is  to  be 
carried  at  all,  and  you  would  propose,  would  you 
not,  to  classify  goods  upon  some  general  basis  of 
the  necessities  of  the  articles  to  be  carried  at 
particular  rates  ? — I would. 

3233.  Then  the  point  is,  do  you  think  that 
certain  districts  of  country  should  have  special 
rates  in  consequence  of  their  necessities  ; that  is, 
their  distance  from  the  market  ?— Certainly  not, 
if  you  mean  that  because  they  are  naturally 
under  a disadvantage  the  railway  companies 
should  come  in  and  give  them  an  advantage 
which  they  do  not  naturally  possess- 

3234.  You  do  not  think  that  the  railway  com- 
panies ought  to  be  authorised,  or  to  have  the 
power,  to  deprive  any  district  of  its  natural  ad- 
vantages ? — Certainly  not. 

3235.  When  goods  are  carried  for  a long 
distance  at  much  lower  rates  in  proportion  to  the 
cost  of  conveyance  than  for  a short  distance,  that 
is  a power  which  the  companies  ought  not,  in 
your  opinion,  to  have  ? — Clearly  not. 

Mr.  Sarnuehon. 

3236.  You  spoke  of  a dispute  between  the 
Neston  Colliery  Company  and  one  of  the  rail- 
way companies,  and  I think  you  said  that  in 
consequence  of  the  action  of  the  Neston  Colliery 
Company  in  regard  to  that,  the  railway  cora- 
pany  gave  notice  that  they  Avould  cease  to  be 
carriers  of  certain  goods  ? — I did. 

3237.  And  you  were  asked  whether  that 
applied  only  to  the  Neston  Comjtany  or  to  all 
the  collieries  on  the  line? — I was. 

3238.  The  other  collieries  were  subjected  to 
inconvenience  by  that  notice,  were  they  not  ? — 

I personally  do  not  know  that.  1 do  not  know 
whether  that  notice  w'as  carried  out  as  regards 
those  other  collieries. 

3239.  But  if  it  had  been  carried  out,  it  would 
have  ])ut  the  other  collieries  to  inconvenience, 
would  it  not? — Yes,  certainly. 


Mr.  Saynuelson — continued. 

3240.  In  that  case  those  collieries  would  have 
been  put  to  inconvenience,  because  a railway 
company  had  a dispute  with  the  Neston  Colliery 
Company  in  which  the  other  collieries  were  not 
concerned?^ — That  is  so. 

3241.  When  the  railway  company  took  the 
course  which  they  did,  was  it  because  no  other 
remedy  was  open  to  them  if  they  had  been  right? 
— Certainly  not.  They  had  a very  simple 
remedy ; they  could  have  sued  the  Neston  Col- 
liery for  the  amount  owing. 

3242.  Then  with  regard  to  the  export  rate  on 
coal  from  Widnes ; that  rate  you  stated  was 
lower  than  the  rate  for  a similar  distance  to  your 
works  ? — I stated  that  the  shipping  rate,  which 
is  the  Lancasshire  Union  rate,  of  1 s.  2 d.  a,  ton,  is 
uniform  for  the  collieries  at  various  distances 
from  Widnes  or  Garston,  irrespective  of  distance, 
whereas  we  consumers,  if  we  receive  coal  from 
those  same  collieries,  have  to  pay  a rate  accord- 
ing to  the  distance,  and  generally  that  rate 
would  be  higher. 

3243.  Therefore,  relatively  you  are  at  a disad- 
vantage ? — Yes,  clearly. 

3244.  In  the  chemical  trade  you  possess  cer- 
tain natural  advantages? — We  do. 

3245.  And  in  exporting  you  are  at  certain 
natural  disadvantages,  such  as  having  to  carry 
your  freight  across  the  sea  before  you  reach  the 
place  of  consumption? — Yes. 

; 246.  Then  if  you  are  deprived  by  the  rail- 
way company  of  the  natural  advantages  of  your 
position,  you  have  no  compensation  given  to  you 
in  reference  to  the  disadvantages  under  which 
you  are  placed  ? — No. 

3247.  You  are  deprived  of  your  natural  advan- 
tage, but  your  natural  disadvantage  continues  ? 
— Clearly  in  that  respect. 

3248.  The  result  of  that  would  be  that  your 
trade  would  be  lessened? — Certainly,  so  far  as 
that  element  acts. 

3249.  The  more  cheaply  you  can  get  coal,  the 
more  cheaply  you  can  produce  your  chemicals  ? 
— Certainly. 

3250.  And  the  more  cheaply  you  can  produce 
your  chemicals,  the  greater  your  export  trade 
will  be  ? — N 0 doubt. 

3251.  If  anything  is  done  to  place  you  at  a 
disadvantage  in  that  way,  the  tendency  will  be 
to  diminish  your  trade  ? — Clearly  so. 

3252.  You  stated  that  you  were  subjected  to 
charges  by  the  raihvay  company  which  you  con- 
sidered to  be  overcharges ; that  you  made  repre 
sentations  to  them,  and  that  those  representations 
were  not  listened  to? — I did. 

3253.  And  then  you  made  a complaint  to  the 
Liverjiool  Chamber  of  Commerce,  whereupon 
you  got  ])artial  redress  ? — I simply  mentioned  the 
fact  publicly. 

3254.  d'hat  was  the  fact  ? — I hat  was  the 
fact. 

3255.  Upon  that  you  were  asked  -whether  the 
Chamber  of  Commerce  had  taken  any  action  in 
the  matter  ? — I was  asked  that. 

3256.  And  you  stated  that  the  Chamber  of 
Commerce  had  taken  no  action  ? — They  have 
taken  no  action. 

3257.  But  the  proceedings  of  the  Chamber  of 
Commerce,  I suppose,  were  published  in  the 
newspapers  ? — Yes. 


3258.  And 
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3258.  And  in  that  way  publicity  was  given  to 
your  complaint? — Yes. 

3259.  When  publicity  was  given  to  your  com- 
plaint, you  obtained  partial  redress,  which  your 
private  application  bef'oi’e  had  not  enabled  you  to 
obtain  ? — Yes. 

ISIr.  Lowther. 

3260.  May  I ask  whether  the  proceedings  of 
the  Chamber  of  Commerce  were  published  in  the 
newspapers  ? — Yes,  they  were  actually  pub- 
lished. 

Mr.  JPaget. 

3261.  You  stated  in  reply  just  now  to  a ques- 
tion put  by  Mr.  Barclay,  that  in  your  opinion 
the  principle  of  a railway  rate  should  be  based 
upon  the  cost  of  the  service  rendered  by  the 
company? — Upon  the  cost  of  conveyance. 

3262.  You  subsequently  stated  that  the  basis 
of  charge  in  the  case  of  particular  articles  should 
be  in  proportion  to  the  necessities  of  the  article, 
which  was  explained  by  the  honourable  Mem- 
ber?— That  was  upon  the  question  of  classifica- 
tion ; in  reply.  I asked  for  an  explanation  of 
what  the  honourable  Member  meant  by  “ neces- 
sities I must  say  that  I do  not  clearly  under- 
stand what  he  means  by  the  “ necessities  of  the 
article.” 

3263.  Is  the  principle  that  you  would  lay 
down  of  the  necessities  of  the  article  as  the  basis 
of  the  charge  to  be  an  exception  to  your  general 
principle,  that  the  rate  of  charge  should  be  in 
proportion  to  the  cost  to  the  company  ? — My 
opinion  is  this,  that  in  the  classification  of  the 
goods  you  should  place  certain  raw  materials, 
which  must  of  necessity  be  carried  at  a low  price, 
in  the  lowest  classification  ; that  afterwards  you 
should  place  other  goods  in  other  classifications 
for  certain  reasons,  but  that  when  you  came  to 
apply  the  rate  of  conveyance  of  each  article  in 
any  special  class,  that  rate  of  conveyance  should 
be  fixed  upon  the  basis  of  the  cost  of  convey- 
ance. 

3264.  There  is  no  exception  to  that  principle 
that  you  would  lay  down  ? — No. 

Sir  Baldwyn  Leighton. 

3265.  Might  I first  ask,  to  be  quite  clear,  what 
you  understand  by  the  “ necessities  of  the 
article is  it,  for  instance,  the  carriage  of  coal 
for  the  purpose  of  manufacture  ? — I take  it  that 
the  honourable  Member  meant  by  the  “necessi- 
ties of  the  article,”  that  a high  rate  of  carriage 
upon  an  article  like  coal  would  practically  pro- 
hibit the  use  of  coal  to  a great  extent ; it  would 
be  a great  Infliction  upon  the  consumer. 

3266.  Or  rather  upon  the  producer? — Upon 
either  the  consumer  or  the  producer ; but  take 
the  rate  of  charge  upon  silver-plate,  for  instance, 
which  is  an  article  of  luxury ; it  does  not  matter 
much  whether  that  rate  of  charge  is  high  or  low. 
1 give  you  those  two  extremes  to  signify  what  I 
understand  by  the  necessity  of  the  article. 

3267.  Would  you  include  wheat,  or  cattle,  or 
meat,  under  that  classification  ? — I would  include 
wheat  and  cattle -as  requiring  to  have  a low  rate 
of  charge. 

3268.  Now,  with  regard  to  w'hat  you  stated 
about  geographical  position ; as  regards  being 
placed  at  a disadvantage  you  say  that  evervone 
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ought  to  have  the  advantage  of  his  geographical 
position,  whether  it  is  as  between  two  j)roducer8 
in  this  country,  or  as  between  a producer  in  this 
country  and  a foreign  producer ; that  was  your 
contention  ? — That  was  my  contention. 

3269.  Now  with  regard  to  the  disadvantage 
under  which  you  or  others  within  your  cogni- 
zance are  placed,  is  it  the  charge  above  the 
maximum  rate,  or  is  it  the  differential  rate  that 
you  complain  of  ?-T  complain  of  both;  as  regards 
Liverpool,  the  Liverpool  case  is  clearly  a case 
of  both.  We  complain  on  two  grounds  ; we  say 
that  the  rates  are  too  high ; we  also  say  that  we 
are  unfairly  handicapped  as  against  other  places 
by  the  way  in  which  the  rates  are  arranged  as 
against  Liverpool. 

3270.  The  question  of  maximum  is  to  some 
extent  defined  ; the  question  of  differential  rate 
would  be  capable  of  some  arrangement ; as 
for  examjile,  whether  100  tons  might  not  be 
taken  at  a lower  rate  than  10  tons  ? — I 
admit  that  you  can  carry  100  tons  more  cheajdy 
than  10  tons,  therefore  I admit  that  u])on 
principle  a differential  rate  may  be  justified, 
and  I say  the  rate  ought  to  be  lower  so  far  as  it 
can  be  shown  that  the  cost  of  conveyance  is  lower, 
so  far  as  the  cost  of  the  conveyance  of  100  tons 
is  lower  than  the  rate  for  the  conveyance  of  10 
tons,  that  would  be  an  element  for  consideration. 

3271.  You  think  that  the  railway  companies 
ought  in  their  tariff  to  state  that  above  a certain 
quantity  they  would  charge  a lower  rate ; that 
is  your  contention  ? — That  is  my  contention. 

3272.  And  you  think  that  would  make  it 
comparatively  fair  ? — 1 do  ; in  fact,  I would 
define  in  those  rates  what  is  equal  treatment. 

3273.  But  it  should  be  applied  to  all  alike? — 
To  all  alike. 

3274.  And  whoever  the  person  sending  the 
traffic  is,  the  rate  should  be  applied  to  all  alike  ? 
— That  is  all  that  I ask  for. 

3275.  I think  you  stated,  in  answer  to  a ques- 
tion, that  as  regards  what  a colliery  proprietoi' 
might  choose  to  do  with  his  coal,  and  as  regards 
what  a railway  company  might  choose  to  do  with 
its  traffic,  they  were  not  upon  all  fours,  the  rail- 
way company  being  a public  company  subject 
to  Act  of  Parliament,  the  colliery  proprietor 
being  a private  person  trading  as  he  likes  ? — That 
is  my  contention. 

3276.  The  I'ailway  company  being  a monopolist, 
to  a certain  extent,  subject  to  Acts  and  tariffs 
and  rates? — Clearly. 

3277.  Have  you  ever  had  litigation  upon  these 
points.  I do  not  mean  personally,  but  have  you 
ever  been  concerned  either  as  representing  the 
Chamber  of  Commerce  or  in  any  other  way  in 
litigating  the  subject  of  rates? — I have  been 
concerned  in  opposing  Railway  Bills  in  Parlia- 
ment. 

3278.  I rather  mean  in  going  to  the  railway 
companies  complaining  of  the  rates,  as  regards 
not  getting  the  rates  lower  ? — Frequently. 

3279.  Have  you  gone  to  law  about  that  point? 
— Personally  we  have  not  gone  to  latv. 

3280.  Have  you  been  as  far  as  the  Railway 
Commissioners  ? — As  interested  with  other  people, 
I have. 

3281.  You  liave  had  experience  of  makingap- 
plicatiou  to  the  Railway  Commissioners  ? — There 
is  a case  pending  in  which  I believe  the  Raihvay 
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Sir  Buldwyn  Le'ujhton — continued. 
Commissioners  are  going  to  give  an  appeal  to  the 
House  of  Lords  in  which  I am  interested. 

3282.  Have  you  found  the  cost  very  consider- 
able of  proceeding  before  the  Railway  Commis- 
sioners?— Yes,  it  is  considerable,  certainly. 

3283.  That  is  to  say,  it  w'ould  not  answer, 
unless  a large  question  were  involved,  for  a 
pi'ivate  trader  to  go  before  them  ? — Ko,  that  is  a 
case  in  point.  I do  not  think  a private  trader, 
and  particularly  for  small  amounts,  has  redress. 
A large  company,  or  peo2:)le  uniting  together  can 
get  redress. 

3284.  Have  you  ever  attempted  to  make  ap- 
plication to  the  Board  of  Trade  upon  this  subject  ? 
— The  Neston  Colliery  Company  had  a long 
correspondence  with  the  Board  of  Trade  upon 
this  question. 

3285.  They  did  not  succeed  in  obtaining  any 
satisfactory  settlement,  did  they  ? — I am  afraid 
not,  as  the  railway  companies  still  continued 
what  we  considered  overcharo:es. 

3286.  I suppose  there  was  no  great  expense 
involved  in  applying  to  the  Board  of  Trade  ? — 
Only  the  expense  of  the  letter. 

3287.  AVhat  sort  of  expense  have  you  been  in- 
volved in  collectively  in  taking  this  case  to  which 
you  have  referred  before  the  Railway  Commis- 
sioners ? — ^ye  subscribed  a considerable  sum  of 
money ; I know  we  took  pretty  good  care  to  get 
the  money  in  hand  before  we  tackled  the  rail- 
way company. 

!Mr.  Gregory. 

3288.  I understand  that  the  gist  of  your  com- 
plaint, or  rather  your  principal  complaint  is, 
that  the  railway  companies  carry  past  your  door 
coals  for  export  at  a lower  rate  than  they  deliver 
them  to  you  at? — Y^es,  that  is  2>art  of  my  com- 
plaint upon  that  point. 

3289.  And  that  you  consider,  I do  not  say 
wrongly,  a bounty  upon  the  foreign  con- 
sumers ? — Yes. 

3290.  I presume  the  converse  would  hold  good, 
that  if  they  carried  the  goods  of  a foreign  pro- 
ducer past  the  door  of  an  intermediate  producer, 
between  him  and  the  market  they  would  also  be 
giving  a bounty  to  the  foreign  producer? — If  as 
1 understand  the  companies  carry  foreign  corn 
cheaper  than  they  carry  English  corn,  I think  it 
is  wrong ; quite  as  wrong  as  the  cariuage  of 
coal. 

3291.  Is  it  your  ojnnlon  that  public  advantage 
is  the  inducement  to  a railway  company  to  fix 
those  rates? — No;  I understand  that  the  rail- 
Avay  companies  fix  those  I’ates  that  you  are  speak- 
ing of,  the  coal  rates,  with  the  colliery  owners 
iqion  this  Lancashire  Union  line. 

3292.  I am  speaking  of  it  as  a general  jn-in- 
ciple  whether  in  carrying  the  corn  or  the  coal,  it 
was  the  interest  of  the  public  which  induced  the 
railway  companies  to  fix  those  rates  ? — Certainly 
not ; I do  not  think  that  entered  into  their  cal- 
culation at  all. 

3293.  YTnx  have  spoken  of  the  power  of  the 
Board  of  Trade  with  respect  to  railway  rates  ; 
have  they  any  ])ower  with  respect  to  them  ? — I 
do  not  know  that  they  have  ; I understand  that 
Mr.  Hunter  gave  some  evidence  upon  that 
point. 

3294.  Their  power,  I believe,  is  a jtower  of 


Mr.  Gregory — continued, 
recommending  to  a Committee  of  the  House  ; 
they  may  recommend  certain  rates,  or  they  may 
call  attention  to  certain  rates,  but  they  have  no 
power  whatever  of  limiting  the  rates  themselves? 
— If  that  is  so,  it  is  a further  reason  for  the 
amendment  of  the  law'. 

3295.  Have  you  ever  yourself  appeared  before 
a Committee  for  the  purj)ose  of  procuj'ing  an 
alteration  in  the  rates  ? — Personally  not,  but  the 
lYidnes  Traders’  Association  have  attended. 

3296.  Have  you  appeared  or  have  you  had 
objection  taken  to  your  locos  stancli‘1 — Nearly 
always  an  objection  is  taken  to  our  locus  standi. 

Mr.  Callan. 

3297.  You  have  given  your  evidence  before 
this  Committee,  I believe,  as  a chemical  manu- 
facturer and  as  a colliery  projirietor  ? — And  as 
representing  the  Chamber  of  Commerce  at 
Liverpool. 

3298.  But  personally  as  a colliery  proprietor 
and  as  a chemical  manufacturer? — Yes. 

3299.  At  Flint,  Liverpool,  and  "VVidnes? — 
YYs. 

3300.  Have  you  any  manufactory  at  Liver- 
pool ? — YYs. 

3301.  AndatWidnes? — Yes. 

3302.  And  at  Flint? — Yes. 

3303.  In  the  course  of  your  evidence,  when  I 
came  into  the  room,  I heard  you  say  that  a 
bounty  is  given  to  your  rivals ; now,  where  is 
the  principal  seat  of  the  chemical  manufacture  in 
this  country  ; Newcastle  is  one,  is  it  not  ? — New- 
castle and  Glasgow,  and  the  districts  around 
Liverpool. 

3304.  And  you  made  reference  to  Dublin  ? — 
I referred  to  the  Dublin  people  being  favoured 
by  this  bounty  on  coals. 

3305.  You  stated  that  a bounty  was  given  to 
your  rivals  in  this  country  and  to  foreign  rivals 
in  France  and  Dublin  ; what  did  you  mean  by 
your  rivals  “in  this  country;”  did  you  include 
Dublin  in  “this  country”? — I did  not. 

3306.  Then  I suppose  you  looked  upon  us  as 
aliens  ? — No,  I looked  upon  it  that  there  w'as  this 
streak  of  sea  between  us  and  thei’efore  it  was  the 
shipping  rate  that  was  charged. 

3307.  There  are  chemical  manufactories  in 
Dublin,  are  there  not  ? — There  are. 

3308.  And  you  object  to  coal  being  sent  to 
Dublin  at  a cheaper  rate  than  you  can  get  it  at 
your  manufactory  ? — I object  to  a bounty  being 
given  upon  the  export  of  coal. 

3309.  That  is  to  say,  what  you  call  a bounty  ? 
— YYs. 

3310.  Then  if  the  railway  company  makes  an 
arrangement  with  a steam  collier  company  for 
the  carriage  of  coals,  and  they  carry  to  Dublin  at 
a cheajier  rate  than  they  do  to  lYidnes,  you  call 
that  a bounty.  What  other  people  would  call  a 
facility  to  the  less  favoured  locality,  you  call  a 
bounty  ? — I call  it  a bounty,  but  I have  not  the 
slightest  desire  to  insist  upon  the  name. 

3311.  And  the  carriage  of  goods  at  a cheaper 
rate  for  export  than  for  home  consumption,  you 
state  is,  in  your  ojiinion,  injurious  to  this  country  ? 
— Yes. 

3312.  And  you,  therefore,  consider  that  the 
carriage  of  goods  at  a cheaper  rate  to  Dublin, 
which  is  a foreign  port,  than  for  home  consump- 
tion, 
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Mr.  Callan — continued. 

lion,  is  injurious  to  the  interest  of  this  country  ? 
— I do  not  regard  Dublin  as  a foreign  port. 

3313.  Now,  take  your  favoured  I’ates  by  Hull ; 
having  admitted  to  Sir  Edward  Watkin  that  you 
have  favoured  rates  by  Hull,  you  stated  that  any 
form  of  bounty,  whether  by  Government  or  by 
railway  rates,  is  injurious  to  this  country  ? — 
Certainly. 

3314.  You  would  favour  equal  mileage  rates 
for  all  articles,  would  you? — Not  for  all  articles, 
but  equal  mileage  rates  for  all  articles  under  a 
new  classification. 

3315.  If  you  got  low  rates  for  your  chemicals 
to  Hull,  Avould  you  still  object  to  a low  rate  for 
coals  to  Dublin  ? — I do  not  object  to  a low  rate 
for  coals  to  Dublin  at  all. 

3316.  What  do  you  mean? — What  I object  to 
is  the  differential  rate,  not  to  a low  rate.  I put 
Dublin  upon  the  same  footing  as  any  place  in 
England  or  anv where  else.  I consider  that  a 
differential  rate  is  wrong. 

3317.  Is  not  your  objection  to  this  low  rate  for 
the  carriage  of  coal,  in  a large  degree,  conse- 
quent upon  the  fact  that  a high  rate  for  the  raw 
material,  and  a low  rate  for  the  manufactured 
article  would  be  in  your  own  personal  interest? 
— Certainly  not. 

3318.  Would  not  a high  rate  upon  the  raw 
material,  coal,  and  a low  rate  ution  the  manufac- 
tured article  tend  to  your  benefit  as  manufac- 
turers ? — Certainly  not. 

3319.  You  stated  that  you  are  favourably 
situated  in  the  business  as  a chemical  manufac- 
turer ? — I have  already  stated  that  I am. 

3320.  And  you  object  to  railways  endeavour- 
ing to  place  others  less  favourably  situated  in  a 
jjosition  to  compete  with  you  in  your  manu- 
facture?— I do  object  to  that. 

3321.  Though  it  would  be  for  the  general 
good  ? — No,  not  though  it  would  be  for  the 
general  good ; it  would  not  be  for  the  general 
good. 

3322.  Except  for  yourself;  you  object  to  a 
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chemical  manufacturer  in  Dublin  having  his 
coals  conveyed  at  a lower  rate  than  your  own  ; 
supposing  you  were  charged  2 5.  6 d.  a ton  for 
your  coal,  do  you  object  to  coal  being  conveyed 
to  Dublin  by  a through  rate  for  3 5.  ? — That  is 
to  say  that  the  sea  carriage  should  be  only  6 d.  a 
ton. 

3323.  It  is  quite  immaterial  what  the  sea 
carriage  is ; if  the  railway  company  contracts  to 
deliver  to  you  at  2 5.  6 d.,  you  object  to  the  rail- 
way company  contracting  to  deliver  to  your 
rival  in  Dublin  at  an  increased  charge  of  6 d.  ? — 

1 do  not  object  if  the  cost  of  conveyance  by  sea 
is  6 d.  a ton. 

3324.  Apart  from  the  expense  of  carriage  by 
sea,  apart  from  any  contract  price,  or  any  arrange- 
ment for  through  rates  entered  into  between  a 
railway  company  and  a steamboat  company  ; do 
you  object  to  coal  being  delivered  to  you  at 

2 5.  6 d.,  and  delivered  in  Dublin  at  3 s.  ? — Cer- 
tainly not,  if  the  carriage  is  fixed  upon  a proper 
basis. 

3325.  And  what  is  the  proper  basis? — I have 
explained  what  I consider  the  proper  basis. 

3326.  What  is  it  ? — A mileage  rate. 

3327.  By  sea? — No,  not  by  sea. 

Chair  matt. 

3328.  Taking  your  view  of  the  geographical 
advantages  of  every  place  being  preserved  for  it, 
if  that  principle  were  carried  out  in  other  matters, 
how  should  we  ever  have  had  the  penny  postage  ? 
— I'here  is  no  doubt  that  upon  the  first  blush,  it 
would  seem  that  that  would  be  an  answer  to  my 
proposition  ; l)ut  you  must  remember  that  you 
cannot  compare  the  postage  of  lettei’s  with  the 
carriage  of  goods ; the  difference  between  the 
cost  of  the  carriage  of  letters  a long  and  a short 
distance  is  so  small  that  it  is  desirable  to  have 
a uniform  penny  postage.  Sir  Rowland  Hill 
showed  that  himself  ; that  was  the  ground  upon 
which  the  penny  post  was  introduced. 


Hr.  John  Taylor,  called  in  ; and  Examined. 


Lord  Randolph  Churchill. 

3329.  You  are  a Grocer  in  the  town  of  Swan- 
sea, I believe  ? — I am.  * 

3330.  Both  wholesale  and  retail? — No  ; only 
retail. 

3331.  Have  you  a large  business ; is  it  as  large 
as  any  in  that  part  of  South  Wales  ? — It  is  larger 
than  any  other  similar  business,  I thinK. 

3332.  How  many  shops  have  you? — Five. 

3333.  Have  you  any  near  Swansea? — Four; 
one  is  at  Ilfracombe. 

3334.  How  long  have  you  lived  at  Swansea  ? 
— Sixteen  years  this  month. 

3335.  How  many  railways  supplied  Swansea 
from  London  when  you  first  began  business  ? — 
One. 

3336.  How  many  are  there  now  ? — Three. 

3337.  Which  was  the  one  that  was  there 
originally? — The  Great  Western  Railway. 

3338.  Which  are  the  three?  — The  Great 
Western,  the  London  and  North  Western,  and 
the  Midland. 
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3339.  How  many  railways  communicated  be- 
tween Swansea  and  Liverpool  when  you  first 
knew  Swansea  ? — One. 

3340.  How  many  communicate  now  ? — Three. 

3341.  The  same  three  which  you  have  men- 
tioned before  ? — Yes;  the  same  three. 

3342.  With  regard  to  the  rates  for  goods,  have 
they  increased  or  decreased  ? — I think  on  the 
whole  they  have  increased. 

3343.  Would  that  apply  to  large  quantities  ag 
well  as  to  small  quantities  ? — No. 

3344.  More  as  regards  the  small  quantities 
than  tlie  large  quantities  ; the  rates  on  the  small 
quantities  have  increased,  you  say  ? — Decidedly  ; 
very  considerably. 

3345.  What  facilities  do  you  enjoy  now  from 
having  three  railways  coming  from  London  to 
Swansea  which  you  did  not  enjoy  before  when 
you  only  had  one  ? — The  goods  come  quicker. 

3346.  Are  there  any  other  facilities  afforded  ? 

u 3 — No; 
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— No;  we  have  a two  ton  rate  which  we  did  not 
have  at  that  time. 

3347.  What  is  that  ? — That  is  that  if  you  oi’der 
a two  ton  load  of  goods,  all  of  the  same  sort, 
which  happen  to  be  at  a particular  wharf  or 
warehouse,  you  get  them  at  a less  rate. 

3348.  Is  it  necessary  in  order  to  enjoy  the 
advantages  of  this  two  ton  rate,  that  your  goods 
should  all  be  purchased  at  the  same  place,  and 
be  packed  together  in  the  same  cases  ? — They 
must  not  only  be  purchased  at  the  same  place, 
but  they  must  be  lying  at  the  same  wharves- 

3349.  Must  the  goods  be  of  the  same  quality? 
— That  question  never  arose  with  me. 

3350.  So  that  if  you  bought  goods  to  the 
amount  of  two  tons  which  were  what  I may  call, 
collected  goods,  from  ditt'erent  parts,  you  would 
not  enjoy  the  two  ton  rate? — No. 

3351.  Therefore  T suppose  the  two  ton  rate 
does  not  give  you  the  advantage  which  it  ought 
to  give  you,  because  many  of  your  goods  would 
be  bought  at  dilferent  places? — That  is  so;  for 
instance,  if  w^e  bought  two  tons  of  currants,  or 
two  tons  of  tea  the  same  day  at  the  same  house, 
it  would  be  ten  to  one  that  they  did  not  lie  at  the 
same  wharf,  and  then  "we  should  not  get  the 
benefit  of  tbe  two  ton  rate. 

3352.  Are  your  rates  the  same  upon  all  three 
routes  ? — Yes,  they  are  all  the  same. 

3353.  You  cannot  get  your  goods  cheaper  by 
one  railway  than  by  another  ? — No,  they  are  all 
exactly  the  same. 

3354.  Can  you  tell  me  the  distance  from 
London  to  Swansea? — By  the  Great  Western 
Railway  it  is  216  miles. 

3355.  And  by  the  Midland  Railway? — I do 
not  know,  but  it  is  very  much  further. 

3356.  What  is  the  distance  by  the  London  and 
North  Western  Railway? — That  is  further  too  ; 
I shoidd  think  50  or  60  miles ; but  it  is  merely 
guess-work. 

3357.  Then  if  you  send  your  goods  by  the 
London  and  North  Western  Railway,  you  pay 
exactly  the  same  as  you  would  pay  if  you  send 
them  by  the  Great  Western  Railway,  though 
they  have  to  go  50  or  60  miles  further? — Yes. 

3358.  Does  the  same  observation  ajiply  to 
Liverpool  ? — Yes. 

3359.  What  is  the  distance  from  Swansea  to 
Liverpool  ? — It  is  about  200  miles. 

3360.  Which  is  the  shortest  route  ? — The 
London  and  North  Western  Railway. 

3361.  Is  that  shorter  than  the  other  routes? — 
I think  there  is  a considerable  saving,  but  I do 
not  know  what  it  is. 

3362.  Are  the  rates  the  same  bv  each  line  ? — 

Yes. 

3363.  Are  you  awai’e  whether  the  rates  wdiich 
you  pay  are  within  the  maximum  rates  which  the 
companies  are  authorised  to  levy? — I do  not  know 
that. 

3364.  Have  you  ever  endeavoured  to  as- 
certain the  facts  ? — I once  asked  to  see  the  rate- 
book. 

3365.  What  took  jdace  upon  that;  was  it  shown 
to  you? — No,  the  company  said  they  did  not 
show  it. 

3366.  That  the  rate-book  was  not  shown  to  the 
]mblic  ? — That  it  wuis  not  shown  at  all. 


Lord  Randolph  Churchill — continued. 

3367.  Which  company  was  that  ? — I do  not 
want  to  say. 

3368.  Why  would  you  rather  not  say  ? — Be- 
cause one  does  not  want  to  bring  one  company 
up  more  than  another. 

Chairman.^  It  is  important  to  know 
this. 

3369.  Lord  Randolph  Churchill Which  com- 
pany w'as  it  ? — It  Avas  the  Midland  Company. 

3370.  The  Midland  Company  refused  to  show 
you  their  rate  book  on  the  ground  that  they  did 
not  show  it  to  the  public? — But  the  same  thing 
would  apply  to  the  other  companies.  When  I 
first  went  to  SAvansea  I Avrote  to  the  Great 
Western  Railway  Company,  and  asked  them  to 
give  me  the  rates,  but  they  never  replied  to  my 
letter.  Some  three  months  after  I saw  the  mana- 
ger, and  asked  him  Avhy  he  had  not  replied  to  my 
letter,  and  he  said  that  they  did  not  give  any 
general  rates,  but  that  any  particular  rate  that 
I Avanted  they  Avould  give  me. 

3371.  When  did  that  affair  with  the  Great 
Western  Raihvay  take  place  ? — About  three 
months  after  I Avent  to  Swansea. 

3372.  But  Avhen  did  your  application  to  the 
Midland  Company  take  place  ^ — About  two  or 
three  years  ago. 

3373.  Is  it  not  more  than  three  years  ago? — 
No,  it  Avas  almost  when  they  first  began  to  cater 
for  the  London  traffic. 

3374.  What  rate  do  you  pay  for  tea  from 
London  ? — F or  tea  Ave  pay  45  s.  a ton ; unless 
there  is  a ton  in  one  consignment,  and  then  we 
pay  35  s. 

3375.  The  rate  is  45  s.  for  any  quantity  under 
a ton  ? — Over  500  lbs.  and  under  a ton  it  is. 

3376.  And  it  is  35  s.,  if  you  take  more  than  a 
ton  ? — Yes. 

3377.  Is  there  any  reduction  if  you  take  three 
or  four  tons  '< — i\c. 

3378.  Do  you  know  Avhat  rate  is  charged  for 
tea  from  London  to  Exeter?  — Thirty-three 
shillings  and  four  pence,  I believe. 

3379.  What  is  the  distance  betAveen  London 
and  Exeter  ?— I think  it  is  about  the  same  as  be- 
tAveen  London  and  SAvansea;  I have  alAA-ays 
understood  the  distance  to  be  about  the  same. 

3380.  What  rates  are  charged  from  London  to 
Plymouth?  — TAventy-four  shillings  and  tAvo 
pence. 

3381.  What  is  the  distance  betAveen  London 
and  Plymouth? — I suppose  it  40  or  50  miles 
further  than  it  is  to  SAvansea. 

3382.  Those  rates  that  you  have  just  been 
giving  ajiph’’  to  the  Great  Western  Railwa\'  ? — 
Yes. 

3383.  What  are  the  markets  at  Avhich  the 
goods  that  you  buy  in  your  business  are  chiefly 
imported  ? — I'he  best  market  is  unquestionably 
London  for  almost  everything. 

3384.  You  buA'  A-our  goods  there,  do  vou  not? 
— Yes,  as  many  as  Ave  can. 

3385.  Do  you  buy  all  your  goods  there  ? — No, 
not  all. 

3386.  ^Vhat  goods  do  you  not  buy  in  London? 
— Sugar,  of  course,  Ave  buy  in  Bristol,  and  soap 
Ave  buv  a great  deal  of  in  Bristol ; that  is  a. 

manufactured 
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Lord  Randolph  Churchill — continued, 
manufactured  thing ; and  fruit  we  very  often 
buy  in  Bristol.  Those  are  the  principal  things. 

3387.  Do  you  buy  those  goods  in  Bristol,  be- 
cause you  can  get  them  better  in  Bristol? — No. 

3388.  Why  do  you  buy  them  in  Bristol?-- 
Because  the  market  happens  to  suit  us  for  the 
time  beinw  owino-  to  the  excessive  London  car- 

O?  O 

riage  rate. 

3389.  Do  you  mean  to  say  that  the  excessive 
London  carriage  rate  upon  the  goods  that  you 
have  mentioned,  practically  prevents  you  from 
getting  them  in  London  ? — It  practically  ex- 
cludes us  from  the  London  market. 

3390.  And  you  are  obliged  to  go  to  Bristol  for 
those  articles? — Yes. 

3391.  Is  Bristol,  therefoi’e,  theonly  marketyou 
have  to  go  to  for  those  goods  to  supply  Swansea  ? 
— It  is  the  principal  one, 

3392.  What  is  the  effect,  do  you  suppose,  upon 
the  Swansea  consumers  of  being  confined  to  one 
market  for  those  goods  ? — The  effect  is  that  they 
frequently  have  to  pay  more  for  their  goods  than 
they  otherwise  need  do. 

3393.  How  is  that  ? — For  instance,  if  a cargo 
of  lump  sugar  is  imported  into  Bristol,  and  one 
into  London,  we  have  no  chance  of  getting  the 
London  quotation,  because  the  excess  of  carriage 
is  35  s.  a ton,  and,  of  course,  the  London  mer- 
chant cannot  sell  35  &.  a ton  under  the  Bristol 
merchant. 

3394.  What  is  the  rate  per  ton  on  sugar  from 
Bristol  to  Swansea  ? — Ten  shillings. 

3395.  What  is  the  rate  per  ton  on  sugar  from 
London  to  Swansea  ? — Thirty-two  shillings  and 
sixpence. 

3396.  What  is  the  distance  from  Bristol  to 
Swansea? — I am  given  to  understand  that  the 
distance  by  which  the  goods  would  be  sent 
would  be  something  like  140  miles. 

3397.  And  from  London  to  Swansea  ? — Two 
hundred  and  sixteen  miles. 

3398.  So  that  for  an  extra  distance  of  76  miles 
there  is  an  increased  charge  of  nearly  25  s.  ? — Of 
22  s.  6 d. ; but  in  the  case  of  lump  sugar  the  in- 
creased charge  is  35  s.  for  the  76  miles,  because 
the  rate  on  lump  sugar  is  45  s.  a ton  from 
London  to  Swansea. 

3399.  It  is  only  raw  sugar  that  is  charged 
32  s.  6 d.,  is  it  ? — Yes,  32  s.  6 d. 

3400.  So  that  the  76  miles  upon  lump  sugar 
makes  a difference  of  35  s.  a ton  ? — Yes. 

3401.  I suppose  that  practically  cuts  out  the 
London  sugar  market? — It  closes  it;  if  the 
Bristol  market  were  very  bare  of  Demerara 
sugar,  we  should  be  obliged  to  come  to  London, 
but  in  die  ordinary  way  if  the  rates  were  any  way 
proportionate,  much  of  our  sugar  might  come  from 
London  ; at  any  rate,  we  should  have  the  option 
of  the  market  at  the  time  when  it  suited  us 

3402.  Then  it  comes  to  this,,  that  for  the 
distance  between  London  and  Swansea,  which  is 
greater  by  50  per  cent,  than  the  distance  between 
Bristol  and  Swansea,  the  charge  for  the  goods 
carried  by  railway  is  350  per  cent,  higher ; they 
make  a difference  of  350  per  cent,  higher  charge 
for  the  extra  distance  of  50  per  cent.  ? — The  dif- 
ference is  10  s.  against  45  s. 

0.54, 


Mr,  Mulholland. 

3403.  What  are  the  charges  on  raw  and  h.inp 
sugar  ? — -The  charges  on  raw  and  lump  sugar  are 
just  the  same  from  Bristol  to  Swansea. 

Lord  Randolph  Churchill. 

3404.  Then  assuming,  as  we  may  assume,  that 
the  rate  from  Bristol  to  Swansea  is  a remunera- 
tive rate  to  the  Company,  we  will  take  10  5,  a 
ton  on  raw  sugar,  do  you  consider  the  rate  from 
London  to  Swansea  out  of  all  proportion? — 
Decidedly. 

3405.  The  result  of  that  disproportionate  rate 
is  that  you  have  only  one  market  to  buy  in  ? — 
Yes,  it  practically  closes  the  London  market  to 
us. 

3406-  The  market  you  are  forced  to  go  to  is  a 
very  limited  market,  is  it  not  ? — It  is  very  limited 
compared  with  London. 

3407.  And  the  London  market,  which  you  are 
unable  to  go  to,  is  unlimited  ? — No  doubt. 

3408.  Does  it  ever  happen  that  when  you  re- 
quire a certain  article  in  Bristol,  you  cannot  get 
it  ? — When  vessels  have  been  unable  to  get 
in  I have  known  the  market  practically  bare 
of  lump  sugar  in  first  hands. 

3409.  How  many  lines  of  railway  are  there 
between  Bristol  and  Swansea  ? — There  is  only 
one  by  which  we  can  get  goods. 

3410.  Which  is  that? — The  Great  Western. 

3411.  Is  there  any  other  line? — The  Mid- 
land Company  have  a line,  but  I believe  there 
is  an  understanding  that  no  goods  shall  go  be- 
tween Bristol  and  Swansea  by  the  Midland 
Railway  ; I remember  ordering  cheese  from  Shep- 
ton  Mallet  which  came  by  the  Great  Western 
Railway,  and  I had  oi’dered  them  by  the  Midland 
Railway,  and  when  I asked  why  they  had  not 
come  by  the  Midland  as  I had  ordered  the  goods 
to  come  by  them,  the  officials  said  that  the  Great 
Western  Company  would  have  the  money  for 
the  goods  if  the  Midland  Company  brought 
them. 

3412.  At  all  events  all  your  goods  come  by 
the  Great  Western  Railway,  and  never  by  the 
Midland  Railway  ? — Yes,  they  always  come  by 
the  Great  W^esteru  Railway. 

3413.  Although  the  Midland  Railway  have  a 
connection  ? — I believe  they  have  a connection. 

3414.  Is  there  any  sea  competition  between 
Bristol  and  Swansea  which  will  compete  with 
the  railway  ? — Yes. 

3415.  What  is  the  difference  between  the 
steamer  and  the  railway,  with  regard  to  the  rate 
of  carriage  ? — The  sea  carriage  is  about  2 s.  a ton 
less  than  the  railway  carriage. 

3416.  Does  that  steamer  go  every  day  ? — No ; 
about  two  days  a week. 

3417.  Is  that  certain? — I have  known  the 
goods  not  to  come  to  a day,  but  practically  it  is 
certain. 

3418.  Why  do  you  not  bring  all  your  goods 
by  sea  ? — Because  the  steamer  does  not  sail  every 
day,  for  one  reason. 

3419.  Do  you  get  them  as  quick  by  sea  as  by 
rail? — Thei’e  is  no  difference,  I think,  in  the 
time. 

3420.  There  is  the  uncertainty,  is  that  the 
reason?  — We  like  to  keep  the  two  accounts 
open. 

U 4 
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Lord  Randolph  Churchill — continued. 

3421.  What  accounts  do  you  mean? — An  ac- 
count with  the  steamer  and  an  account  witli  the 
railway. 

3422.  Now  there  are  certain  classes  of  goods, 
are  there  not,  which  you  only  buy  in  London? — 
Yes,  there  are  some  goods. 

3423.  What  are  those  goods ; will  you  give 
the  Committee  a few  of  the  leading  articles  ? — 
Tea,  coffee,  seeds,  arrowroot,  oranges,  jams, 
maccaroni,  sago,  and  things  of  that  sort,  which 
you  only  buy  in  first  hands  in  London. 

3424.  Will  you  take  those  things  and  give  the 
Committee  the  rates  per  ton  all  round  ? — Our 
goods,  as  far  as  we  are  concerned,  are  in  five 
classifications : first,  second,  third,  fourth,  and 
fifth. 

3425.  Is  that  the  Clearing  House  classifica- 
tion?— I suppose  so.  The  first  class  is  32.«.  %d, 

3426.  what  would  come  under  that  class  ? — 
Ale  and  porter,  bath  bricks,  coffee,  colza  oil,  dog 
biscuits,  saltpetre,  linseed  meal,  syrup,  &c.  The 
second  class,  of  which  the  price  is  36  s.  8 c?.,  in- 
cludes biscuits,  mineral  waters,  oranges,  chicory, 
chocolate,  and  cocoa,  bacon,  nuts,  sardines,  and 
things  of  that  sort. 

3427.  Now,  take  the  third  class,  what  is  the 
rate  by  that  ? — Forty-five  shillings. 

3428.  What  does  that  include  ? — Aerated 
waters,  arrowroot,  baking  powder,  carbonate  of 
soda,  canary  seed,  semolina,  tea,  and  lump  sugar. 

3429.  Did  you  say  that  saltpetre  was  in  the 
first  class  ? — Yes. 

3430.  But  they  put  carbonate  of  soda  in  the 
third  class? — Yes. 

3431.  Now,  will  you  give  the  Committee  the 
fourth  class  ? — The  rate  in  the  fourth  class  is 
52s.  6c?.,  that  includes  Joi’dan  almonds,  French 
plums,  macaroni,  nutmegs,  and  tobacco  ; and  that 
sort  of  thing. 

3432.  Now,  take  the  fifth  class,  what  will  be 
the  rate  there  ? — The  fifth  class  is  85  s. 

3433.  What  articles  come  in  that  class? — 
Butter,  in  crocks,  that  is  to  say,  in  earthenware 
pans,  cigars,  cinnamon,  perfumery,  and  those  sort 
of  things. 

3434.  Would  mixed  goods  come  iu  that  class  ? 
— No,  mixed  goods  come  in  the  third  class,  I 
think. 

3435.  Do  boxes  which  you  may  have  sent 
down  come  in  that  class  ? — The  principal  thing 
in  which  that  class  affects  us  is  perfumery, 
cigars,  and  butter ; sometimes  it  affects  us  in 
that  class. 

3436.  Is  it  not  the  case  in  your  trade  that  a 
box  is  frequently  sent  ? — If  a box  is  sent  with- 
out any  description,  it  is  charged  in  the  fifth 
class. 

3437.  If  a box  contains  various  articles,  so 
that  you  could  not  describe  it  as  of  one  class, 
what  class  would  it  come  in  then  ? — It  ivould 
come  as  ])acked  grocery. 

3438.  And  under  what  class  ? — The  third 
class. 

3439.  Can  you  tell  the  Committee  what  per- 
centage those  rates  are  upon  the  net  ci^st  of  the 
article;  take  a few  of  them? — The  per-centage 
upon  rice  is  from  10  to  15  per  cent.;  on  sago  it 
is  12i  j)er  cent. 

3440.  Those  are  the  per  centages  which  the 
railway  rates  add  to  the  net  cost? — Tes. 


Lord  Randolph  Churchill — continued. 

3441.  Macaroni,  10  per  cent.,  and  oatmeal 
from  13  to  15  per  cent.? — Yes;  jams  8j  per 
cent.;  hemp  seed,  171  per  cent.;  and  oranges 
from  10  to  20  per  cent.,  according  to  the 
season. 

3442.  How  do  you  explain  that  variation? — 
Because  when  oranges  come  in  at  first  they  are 
cheaper,  but  towards  the  end  of  the  season  they 
are  dearer,  and  according  to  the  cost  of  the 
article  the  per-centage  rises  or  falls. 

3443.  What  net  value  do  you  take  ? — The  per- 
centage on  the  net  cost  of  the  goods  before  car- 
riage. 

3444.  Do  you  consider  that  an  excessive  per- 
centage ? — Yes. 

3445.  Do  you  consider  that  the  exce.ssive  per- 
centage arises  from  a defective  classification  ? — 
Yes. 

3446.  Do  you  find  anything  in  that  classifica- 
tion which  is  anomalous  ? — I find  the  carriage  of 
canaiy  seed  a very  excessive  affair. 

3447.  Is  that  an  article  that  you  sell  a good 
deal  of? — Yes. 

3448.  How  does  the  carriage  affect  you  in 
respect  of  that  article  as  compared  with  others  ? 
— The  addition  to  the  net  cost  of  canary  seed 
is  22J  per  cent.  On  dog  biscuits,  an  article 
of  large  consumption,  it  is  11;^  per  cent.;  on 
lump  sugar  from  London  it  would  be  8 per  cent., 
but  from  Bristol  it  is  only  Igrds,  the  difference 
being  6|i’d  per  cent. 

3449.  Did  you  not  state  that  in  that  classi- 
fication coffee  was  put  in  the  first  or  cheapest 
class  ? — Yes. 

3450.  And  that  chicory  was  put  in  the  second 
class  ? — Yes. 

3451.  Which  is  the  most  valuable  article  as 
comparing  coffee  and  chicory  ? — Coffee,  by  many 
times. 

3452.  Y’ou  are  perfectly  certain  that  you  are 
right  in  putting  coffee  into  the  first  class? — I am 
perfectly  certain  that  I am  right  in  doing  so. 

3453.  On  that  you  are  only  charged  in  the 
first  class  ? — I am  only  charged  in  the  first  class 
for  it.  1 believe  I have  some  bills  with  me,  yes, 
in  one  of  the  bills  I find  it  charged  at  32  s.  6 d. 

3454.  Have  you  a bill  for  the  chicory  ? — 1 
have  not  a bill  for  the  chicory,  because  the 
makers  always  send  that  carriage  ])aid. 

3455.  Is  there  any  more  difficulty  to  the  rail- 
way company  in  carrying  chicory  than  in  carry- 
ing coffee  ? — It  is  just  tlie  same. 

3456.  And  yet  they  charge  you  36.<i.  8c?.  for 
carrying  chicory,  and  only  32  y.  6 c?.  a ton  for 
coffee  ? — That  is  so. 

3457.  Do  you  consider  that  a rational  differ- 
ence ? — I do  not  see  why  there  should  be  any 
difference. 

3458.  If  there  were  any  difference  the  chicoiy 
ought  to  be  carried  more  cheaply  than  the  coffee? 
— Yes,  on  the  face  of  the  matter. 

3459.  YMu  stated  that  you  had  saltpetre  in 
the  first  class,  and  carbonate  of  soda  in  the  third 
class  ? — YYs. 

3460.  AVhat  is  the  diflerence  in  value  between 
the  saltpetre  and  carbonate  of  soda  ? — The  salt- 
petre is  about  double  the  value  of  the  carbonate 
of  soda. 

3461.  Is  there  more  difficulty  in  carrying  the 
one  than  the  other  ? — Anybody  not  knowing  the 

trade 
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Lord  Randolph  Churchill — continued, 
trade  would  not  know  the  difference  between 
the  one  and  the  other. 

3462.  And  yet  you  have  to  pay  45.?.  on  the 
carbonate  of  soda  and  32  s.  6rf.  upon  saltpetre  ? 
—Yes. 

3463.  Does  that  appear  to  be  a reasonable 
distinction  ? — No. 

3464.  Do  you  sell  large  quantities  cf  black- 
ing ? — Yes. 

3465.  Where  do  you  get  the  blacking  from  ? 
— From  London. 

3466.  What  class  would  that  come  under? — 
The  second  class,  and  the  charge  is  36  s.  Bd. 

3467.  What  per-centage  would  that  be  upon 
the  net  cost  of  the  blacking  ? — I have  not 
worked  it  out ; we  buy  it  in  casks,  and  not  by 
the  ton. 

3468.  But  you  would  send  that  by  the  ton  on 
the  railway  ?—  I should  think  the  casks  would 
average  about  from  6 to  7 cwt. 

3469.  Then  three  casks  would  make  up  a ton  ? 
—Yes. 

3470.  Do  you  get  your  blacking  .down  from 
London?— Yes,  but  not  by  railway. 

3471.  How  do  you  get  it? — We  get  it  to 
Liverpool  first. 

3472.  By  steamer? — Yes. 

3473.  And  then  how  ? — First  by  steamer  to 
Liverpool,  and  then  by  steamer  from  Liverpool 
to  Swansea. 

3474.  You  get  your  blacking  from  London  to 
Liverpool  by  steamer,  and  then  by  steamer  from 
Liverpool  to  Swansea  again,  because  the  railway 
company’s  charge  for  carriage  by  railway  is  so 
high  ? — Yes,  it  goes  all  that  round. 

3475.  You  Avould  get  your  blacking  largely,  I 
suppose,  from.  Messrs.  Day  and  Martin? — Yes, 
they  are  the  great  people. 

3476.  Those  rates  which  you  have  just  given 
are  for  quantities  of  over  500  lbs.  ? — Yes. 

3477.  But  you  come  to  very  different  rates,  do 
you  not,  when  you  come  to  quantities  under 
500  lbs.  I — Y'es,  very  different. 

3478.  I suppose  you  often  buy  quantities 
under  500  lbs.  ? — Yes;  in  many  things  it  would 
not  do  to  buy  500  lbs.,  because  the  goods  would 
be  too  perishable. 

3479.  Would  they  call  quantities  under  500 
lbs.  parcels,  and  carry  them  at  the  parcels’  rate  ? 
— I do  not  know  what  they  call  it,  but  it  would 
be  rather  a large  parcel  if  it  weighed  400  lbs. 

3480.  Will  you  give  some  examples  to  the 
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Committee  of  quantities  under  500  lbs.  ? — They 
charge  from  12^  up  to  75  per  cent,  additional 
over  the  ordinary  rates  upon  all  intermediate 
quantities. 

3481.  The  moment  a parcel  is  under  500  lbs., 
you  are  liable  to  an  additional  charge  of  from 
12^  to  75  per  cent.;  is  that  so  ? — Yes. 

3482.  Have  you  got  any  facts  to  show  that? 
— I have  the  bills  here  ; I will  take  the  first 
article:  two  cases  of  paste,  2 cwt.  1 qr.  14  lbs., 
at  the  36  s.  8 d.  rate,  and  the  eompany  make  it 
come  to  4 s.  10  c?.,  whereas  it  really  only  comes 
to  4 s.  4 c?.  ; that  is  an  increase  of  12^  per  cent. 

3483.  They  earry  it  at  the  second  class  rate, 
and  they  add  on  12^  per  cent,  because  it  is  under 
500  lbs.  ? — Yes.  The  next  thing  I have  on  this 
bill  is  a box  of  grocery,  weighing  1 qr.  21  lbs., 
which  was  sent  at  the  45  s.  rate ; they  charged 
that  1 .V.  9 d.,  whereas  it  should  really  be  Is.; 
that  is  a difference  of  75  per  cent.  Then  I have 
two  cases  of  nutmegs,  2 cwt.  1 qr.  18  lbs.  ; the 
rate  for  them  is  52  s.  6d.;  the  company  make 
that  come  to  5 s.  2 d.,  whereas  it  really  should 
come  to  4 s.  4 d. ; that  is  an  overcharge  of  20 
per  cent. 

3484.  Are  those  bills  for  goods  that  you  have 
received  recently  ? — They  are  all  within  the 
last  day  or  two,  I believe ; I asked  my  clerk  to 
put  them  together  just  as  they  came.  Then  the 
next  is  two  cases  of  coffee,  1 cwt.  2 qrs.  14  lbs., 
the  rate  is  32  s.  6 d.,  and  they  charge  3 s.  2 d.; 
that  comes  strictly  to  2 s.  8 d.,  showing  an  over- 
charge of  175  per  cent.  The  next  I have  is  one 
case  of  scented  soap,  weighing  1 cwt.  2 qrs.  21  lbs.; 
the  rate  is  45  s.,  and  the  company  charged 
4 s.  7 6?.  ; it  ought  to  come  to  3 s.  9 d.,  showing 
an  overcharge  of  22|  per  cent. 

3485.  YYu  have  worked  out  yourself  what  you 
think  are  the  proper  charges  according  to  the 
rates  ? — Y^es. 

3486.  Have  you  made  any  complaints  to  the 
railway  companies  ? — There  is  no  use  making 
any  complaint  when  they  give  you  a printed 
form,  saying  this  is  our  specification. 

3487.  Have  the  companies  issued  any  sheet 
showing  what  their  charges  are  ? — Yes,  I have 
one  here. 

3488.  Do  those  charges  agree  with  that  sheet  ? 
— Yes,  they  do, 

3489.  Is  that  the  same  on  all  the  lines? — Yes, 
just  the  same. 
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The  honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Alderman  Bennett,  called  in  ; and  Examined. 


Chairman.  * 

3490.  I believe  you  attend  here  from  Man- 
chester with  other  gentlemen  as  a deputation 
desiring  to  communicate  a resolution  passed  by 
the  Association  of  Trade  Protection  Societies  of 
the  United  Kingdom  ? — I do.  The  Association 
of  Trade  Protection  Societies  of  the  United 
Kingdom  held  their  annual  meeting  yesterday  at 
the  Westminster  Palace  Hotel.  The  Association 
numbers  39  societies,  comprising  over  25,000 
members,  who  are  bankers,  merchants,  manu- 
facturers, and  traders  carrying  on  business  in  all 
parts  of  the  United  Kingdom,  and  they  came  to 
this  unanimous  resolution,  “ That  the  present 
rates  charged  by  railway  companies  for  the  car- 


Chairman — continued. 

riage  of  goods  are  very  unequal  and  ill-adjusted, 
and  that  the  committee  be  requested  to  take  such 
measures  as  they  may  find  practicable  to  secure 
a fair  adjustment  of  such  rates.”  Secondly, 
“ That  it  be  a recommendation  to  endeavour  to 
obtain  the  appointment  of  a stalF  of  permanent 
Railway  Commissioners.”  And  thirdly,  “ That  a 
deputation  wait  upon  the  Select  Committee  of 
the  House  of  Commons  on  Railway  Rates  to  ask 
that  a clause  should  be  inserted  in- the  Report  of 
the  Select  Committee  recommending  that  trade 
protection  societies  should  be  allowed  to  appear 
and  have  a locus  standi  before  the  Railway  Com- 
missioners, which  at  present  they  have  not.” 


Mr.  John  Taylor,  called  in  ; and  further  Examined. 


Lord  Randolph  Churchill. 

3491.  The  last  evidence  you  were  giving  was 
with  regard  to  the  charges  on  quantities  of  goods 
under  500  lbs.  ; did  you  quite  finish  all  the  evi- 
dence on  that  point  which  you  wish  to  give  to  the 
Committee  ? — Yes,  I think  I finished  that 
point. 

3492.  I suppose  these  increased  per-centages 
on  these  charges  do  not  fall  upon  you  directly  ? 
— They  fall  upon  the  public. 

3493.  Because  of  course  you  have  to  calculate 
them  in  fixing  your  price? — The  way  we  manage 
is  this,  we  get  a quantity  of  goods  in  of  any  par- 
ticular nature,  and  then  we  see  what  the  rail- 
way charges  are,  because  we  keep  a book  on 
purpose,  which  shows  the  per-centage  on  every 
article,  and  then  before  adding  on  our  profit  we 
add  the  per-centage  for  the  railway  charges,  so 
that  if  the  railway  charges  are  more  or  less  we 
regulate  our  prices  accordingly. 

3494.  Then  the  parties  who  are  injured  by 
excessive  rates  are  solely  the  consumers  ? — Prin- 
cipally at  any  rate. 

3495.  Do  you  think  that  the  tr.affic  of  goods  on 
the  railway  lines  which  you  use  in  your  business 
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would  be  largely  increased  if  the  London  rates 
were  lowered? — I have  no  doubt  that  the  London 
traffic  would  be  increased  many  times. 

3496.  Have  you  ever  endeavoured  to  ascertain 
that  practically  ? — A great  many  of  the  better 
London  houses  in  some  classes  of  goods  are  not 
represented  over  our  ground ; the  business  has 
to  be  done  all  by  correspondence,  because  the 
prohibitive  rates  prevent  the  small  buyers  from 
coming  to  the  London  market  at  all. 

3497.  Have  you  ever  had  any  conversation 
with  any  of  the  local  railway  managers  at  Swan- 
sea upon  the  subject? — I have  spoken  upon  the 
subject  to  all  the  successive  managers  as  they 
came,  I think,  and  they  agree  with  me  that  the 
London  traffic  would,  no  doubt,  considerably  in- 
crease if  the  charges  were  lowered. 

3498.  You  do  not  complain  of  the  Bristol 
rates  being  excessive,  do  you? — No. 

3499.  I think  on  raw  sugar  the  Bristol  rate 
is  about  three  farthings  a mile  per  ton  ? — I think 
that  is  about  it ; it  amounts  to  10s.  a ton. 

3500.  And  from  London  to  Swansea  I think 
it  is  about  2 rf.  a mile  per  ton  ? — It  is  32  s.  6 d. 
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a ton,  which  works  out  almost  exactly  at  2 d., 
the  distance  being  216  miles. 

3501.  What  rate  should  you  think  a reason- 
able one  if  the  London  rate  were  proportionate 
to  the  Bristol  rate  ? — About  d. 

3502.  As  ao-ainst  three  farthings  from  Bristol? 

O D 

—Yes, 

3503.  The  rates  you  pay  are  collected  and 
delivered  rates  ? — Yes. 

3504.  Would  you  prefer  to  have  to  pay  station 
to  station  rates  only,  the  collecting  and  delivering 
being  left  in  your  own  hands  or  in  the  hands  of 
your  agents  ? — Decidedly. 

3505.  Would  it  be  cheaper  to  you  ? — Yes. 

3506.  And  therefore  to  the  public  ? — Yes. 

3507.  Do  the  companies  give  you  any  facilities 
for  that  purpose  ? — No,  I think  not ; if  they  do, 
the  facilities  are  so  remote  that  it  is  not  worth 
while  our  using  them. 

3508.  Do  they  charge  you  just  the  same 
whether  you  collect  or  deliver  the  goods,  or 
whether  you  do  not? — Yes. 

3509.  If  you  do  send  your  goods  to  the  station 
you  do  not  get  any  reduction  in  the  rate  ? — No, 
we  do  not  get  anything  back. 

3510.  In  what  way  would  it  be  an  advantage  to 
you  to  perform  your  own  collection  and  delivery 
of“  smalls”? — We  should  not  have  such  a large 
quantity  of  smalls  to  pay  upon.  We  may  buy  two 
or  three  tons  of  goods,  which  may  be  lying  at  two 
or  three  different  wharves.  If  we  had  our  own 
carrier  to  collect  them  we  could  send  them  all 
down  at  one  rate,  whereas  the  railway  companies 
collecting  them  themselves,  of  course,  make  so 
many  consignments  of  them,  so  that  we  have  to 
pay  what  is  called  the  scale  rate. 

3511.  With  regard  to  fetching  goods  from  the 
station  in  Swansea  and  delivering  them  in  the 
town,  have  you  horses  and  carts  in  your  business 
which  could  undertake  those  duties  for  your- 
selves?—Yes,  they  could  do  so. 

3512.  Without  any  Inconvenience? — Yes  ; but 
even  if  we  had  to  keep  a horse  and  cart  expressly 
it  would  answer  our  purpose. 

3513.  I suppose  the  companies  have  the  prac- 
tical monopoly  of  the  delivering  and  carrying 
trade  in  Swansea  ? — Yes, 

3514.  Do  you  consider  your  business  has  not 
been  furthered  as  it  should  be  owing  to  the  ex- 
cessive rates  ? — I think,  wherever  high  expenses 
occur  between  the  merchant  and  the  consumer, 
of  course  that,  to  some  extent,  restricts  trade. 

3515.  You  have  given  some  remarkable  evi- 
dence before  this  Committee  with  reference  to 
excessive  rates  ; have  you  ever  thought,  during 
the  years  in  which  the  Railway  Commission  has 
been  established,  of  going  before  that  Commis- 
sion on  the  ground  of  excessive  charges? — No, 
I have  not. 

3516.  Nor  on  the  ground  of  undue  preferences 
being  shown  to  Bristol,  Exeter,  and  Plymouth  ? 
— It  would  not  answer  my  purpose  to  undertake 
such  expenses. 

3517.  It  is  a very  expensive  tribunal  for  per- 
sons in  your  position,  is  it  not? — Too  much  so 
for  me. 

3518.  Do  you  think  that  the  Board  of  Trade 
should  be  authorised  to  take  action  on  the  part 
of  the  public  generally,  when  reasonable  ground 
is  shown  them? — Yes. 
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3519.  That  it  should  be  authorised  to  take 
action  on  behalf  of  individuals  ? — On  the  part  of 
the  public. 

3520.  For  the  reason  that  the  Railway  Com- 
mission, at  the  present  moment,  is  too  expensive 
a tribunal  for  many  persons  to  resort  to? — Yes. 

Mr.  Monk. 

3521.  You  stated  that  the  present  tribunal  of 
the  Railway  Commissioners  is  too  expensive  for 
the  public ; can  you  explain  in  what  way  it  is 
too  expensive  ; is  it  the  employment  of  counsel 
which  you  consider  renders  it  too  expensive,  or 
the  bringing  up  of  witnesses  ? — It  is  an  expensive 
and  tiresome  process  altogether  ; it  would  take  a 
great  deal  of  time  as  well  as  expense. 

3522.  You  are  aware  possibly  that  the  Rail- 
way Commissioners  do  not  require  counsel  to 
appear  before  them ; that  they  will  hear  a soli- 
citor ? — Even  that  would  make  it  too  expensive 
for  a single  individual  to  undertake. 

3523.  Is  it  generally  known  that  the  Railway 
Commissioners  do  not  require  persons  to  appear 
before  them  by  counsel  ? — I cannot  answer  that 
question. 

Mr.  O'  Sullivan. 

3524.  I think  you  stated  that  the  rates  for 
sugar  are  much  cheaper  in  proportion  from  Bristol 
than  from  London? — Yes. 

3525.  Do  you  think  that  was  so  arranged  with 
the  intention  of  giving  an  undue  preference  to 
Bristol  over  London  ? — I cannot  say  the  reason  ; 
it  might  have  been  owing  to  competition. 

3526.  If  you  had  the  same  charges  from 
London  in  proportion  as  from  Bristol,  do  you 
think  you  would  do  more  business  with  London 
than  you  do  at  present  ? — There  is  no  doubt 
about  it. 

3527.  Do  you  complain  of  the  classification  of 
sugar  and  tea  from  London  ? — I do  not  complain 
of  the  classification  of  sugar,  because  that  is  in 
the  first  class,  whereas  tea  is  in  the  third  class. 

3528.  Do  you  think  they  ought  to  be  both 
brought  in  the  same  class  ? — I think  that  tea, 
being  a heavy  traffic,  might  very  well  come  at  a 
lower  rate. 


Mr.  Phipps. 

3529.  I think  one  of  your  principal  objections 
according  to  your  evidence,  is  the  unfair  classifi- 
cation of  goods  ? — That  is  one  of  the  principal 
points. 


3530.  The  prices  charged  for  the  different 
scales  include  terminal  charges,  do  they  not  ? — 
Yes. 

3531.  Then  I think  the  next  point  which  you 
referred  to  as  being  very  injurious,  is  the  scale 
that  has  been  put  forth  by  the  companies  for 
small  charges  ? — Yes. 

3532.  You  consider  the  price  charged  for 
small  quantities  under  500  lbs.  weight,  is  out  of 
all  proportion  to  that  charged  for  larger  quantities? 
—Yes. 

3533.  The  prices  charged,  I believe,  include 
terminals  ? — Yes,  they  include  everything,  only 
that  in  paying  a large  amount  of  money  away,  if 
you  have  to  pay  a per-centage  of  10,  20,  and 
30  per  cent,  higher  than  you  need  do,  it  tells 
very  much  against  the  public. 

X 2 
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Mr.  Phipps — continued. 

3534.  Say  a parcel  was  1 cwt.  0 qrs.  15  lbs.,  it 
would  be  charged  as  1 cwt.  0 qrs.  28  lbs.,  would 
it  not? — Yes. 

3535.  If  it  is  only  a few  lbs.  over  it  is  charged 
the  next  amount?  — Yes,  the  rate  goes  by 
14  lbs. 

3536.  Do  you  have  to  do  Avith  articles  which 
come  in  large  quantities  as  well  as  small? — 
Yes. 

3537.  Have  you  ever  made  application  to  be 
allowed  station  to  station  rates  on  all  quantities, 
and  to  fetch  them  yourself? — Several  times. 

3538.  In  that  case  you  ivould  be  allowed  for 
taking  goods  down  to  the  station  and  bringing 
them  back  ? — In  that  case  it  is  a station  to  station 
rate  ; whatever  other  charges  you  incur  you  do 
it  freely.  Then,  again,  in  buying  original 
packages  of  things  we  pay  much  more  earriage 
than  Ave  do  in  buying  small  parcels ; if  you  buy  a 
case  of  nutmegs,  for  examjile,  it  comes  at  52  s.  6d.; 
but  if  you  buy  ^CAvt.,  and  it  is  packed  in  a 
hamper  it  comes  down  as  a hamper  of  grocery  at 
45  s. ; so  that  for  a thing  Avhich  is  less  liable  to 
damage,  we  are  paying  the  higher  rate. 

3539.  In  the  one  case  tl>e  company  know  Avhat 
it  is,  and  charge  you  according  to  the  scale,  and 
the  other  they  do  not,  it  being  a mixed  parcel  ? 
— But  the  nutmegs  are  very  Avell  packed  ; they 
are  packed  in  strong  boxes. 

3540.  It  is  not  the  fault  of  the  railway  com- 
pany that  you  are  not  charged  the  full  price  for 
the  nutmegs  in  the  hamper,  but  because  they  do 
not  knoAv  that  it  contains  nutmegs? — Yes,  that 
is  so. 

3541.  You  advocate  being  alloAved  to  take 
your  OAvn  small  parcels  to  the  station,  and  bring 
them  back  ? — Yes,  I do. 

3542.  Has  it  occurred  to  you  that  it  Avould  be 
almost  impracticable  at  the  railway  stations  if 
every  trader  was  to  collect  his  OAvn  small  par- 
cels ? — They  might  have  the  option  of  doing  so. 

3543.  They  might  have  the  option,  but  Avould 
it  not  interfere  very  much  Avlth  the  delivery  of 
parcels  to  the  public  at  large  ? — Not  at  all,  as  far 
as  I can  see. 

3544.  JV'ly  impression  Avas,  that  if  you  had  a 
railway  station  yard  full  of  carts  to  fetch  these 
trifling  matters  aAvay  it  Avould  not  ansAver  as  a 
matter  of  convenience  ? — But  it  might  be  allowed 
on  special  application  ; it  Avould  not  pay  unless 
one  had  a large  number  of  them. 

3545.  You  think  that  only  those  who  had  a 
large  quantity  of  “ smalls  ” would  be  likely  to 
avail  themselves  of  it  ? — That  is  all. 

3546.  And  they  would  be  few  in  any  one 
toAvn? — Yes,  only  a few. 

Mr.  Bolton. 

3547.  I think  there  are  three  lines  of  railAvay 
between  Swansea  and  London,  are  there  not  ? — 
Yes. 

3548.  The  Midland,  the  Great  Western,  and 
the  London  and  Northwestern? — Yes. 

3549.  Between  Swansea  and  Bristol  there  is 
only  one  line  of  railw  ay  ? — There  are  tAvo,  but 
only  one  Avith  running  poAvers ; that  is  the  Great 
Western. 

3550.  Can  you  afford  the  Committee  any  sug- 
gestion at  all  to  account  for  the  fact,  that  that 
company,  the  Great  Western  Company,  competes 
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W'lth  Itself  in  a very  unfaA'Ourable  way  in  taking 
sugar  from  Bristol  to  Swansea  at  10  s.,  Avhile 
they  adhere  to  the  rate  of  32  s.  6 d.  and  45  s.  for 
sugar  from  London  ? — I do  not  think  the  com- 
pany have  given  the  matter  sufficient  considera- 
tion as  to  the  amount  of  traffic  Avhich  might  be 
induced  from  London. 

3551.  Sugar  brought  from  Bristol  to  Sivansea 
gives  the  company  10  s.,  whereas,  if  it  were 
bought  in  London  it  Avould  afford  them  32  s.  6 d. 
for  the  same  quantity ; can  you  explain  that 
anomaly  as  to  their  pratically  refusing  the  lai’ger 
sum,  and  not  giving  themselves  the  preference  ? 
— I do  not  think  the  directors  have  given  the 
matter  sufficient  consideration. 

3552.  But  the  managers  must  be  aware  of  the 
fact? — At  one  time  the  Great  Western  traffic 
betAveen  SAvansea  and  Bristol  w'as  a mere  nothing  ; 
then,  to  comi^ete  Avith  the  steamers  running  be- 
tween Swansea  and  Bristol,  they  said  aa'c  will 
give  a low  rate,  and  they  did  so,  of  10  s. ; then 
they  got  a large  traffic  from  SAvansea-  to  Bristol, 
but  they  do  not  seem  to  have  given  the  same 
consideration,  nor  think  that  the  traffic  Avould 
increase  proportionately  if  they  did  the  same  be- 
tAveen  London  and  Swansea. 

3553.  Is  there  any  steam  communication 
betAveen  London  and  Swansea? — There  has  been, 
but  there  is  not  noAv. 

3554.  Was  the  steamer  rate  much  loAver  than 
the  railway  rate? — Yes,  less  than  half;  I think 
I can  give  the  difference.  I find  a pai’cel  of 
goods  came  by  steamer,  including  delivery  and 
dock  dues,  and  collecting  in  London,  inclusive, 
charges  for  1 8 .9.  9 d. 

3555.  For  Avhat  articles? — For  different  arti- 
cles ; the  raihvay  charge  Avould  have  been 
IZ.  18s.  Ad.  for  the  same  things;  the  Aveight 
Avould  be  about  13  CAvt.,  I think,  in  this  case  ; I 
am  taking  these  figures  from  some  of  my  OAvn 
bills. 

3556.  Can  you  account  for  the  fact  of  the 
steamers  ceasing  to  run  ? — I belicA  C the  steamers 
at  that  time  could  get  full  cargoes  of  tin  plates 
back  again,  and  as  soon  as  they  were  not  able  to 
get  cargoes  back,  it  did  not  pay  them  to  run 
empty  one  Avay. 

3557.  What  was  the  time  taken  up  in  the 
passage  ? — The  steamer  did  not  go  direct ; it  had 
to  call  at  other  places. 

3558.  It  took  a long  Avhile  to  go? — It  took 
some  days,  and  that  Avas  the  reason  Ave  did  not 
get  the  goods  by  them. 

3559.  You  did  not  support  the  steamer  then  ? 
— W'^e  did  Avhat  Ave  could. 

3560.  “ What  you  could,”  would  be  a com- 
paratively small  amount,  I presume? — It  w’as 
comparatively  small. 

3561.  Would  there  be  a larger  traffic  if  there 
Avere  more  facilities  ? — I think  there  Avould. 

3562.  If  it  were  a direct  passage  what  Avould 
be  the  time  taken  ? — If  the  steamer  came  direct 
I believe  it  AA'Ould  be  about  three  days. 

3563.  Is  not  18  5.  Q d.  for  13  CAvt.  a very  high 
freight  by  steamer  ? — It  is,  no  doubt. 

3564.  i^ou  are  aAvare  that  steamers  carry  goods 
from  Liverpool  to  Calcutta  at  30  s.  a ton  ? — I 
have  heard  that  tea  costs  less  coming  from  China 
to  London  than  it  does  from  London  to  Swmnsea, 
but  it  Avill  be  recollected  that  this  charge  includes 

collection 
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collection  in  London,  and  there  are  the  harbour 
dues  in  Swansea  and  the  delivery  in  this  18  s.  9 c?.; 
the  freight  itself  only  comes  to  13  s.  4 d. 

3565.  That  is  1 s.  a cwt.  ? — Yes. 

3566.  That  would  be  1 /.  a ton  ; even  1 Z.  a ton 
for  a three  days’  passage,  allowing  for  the  return 
empty,  three  days,  would  that  not  be  a very  high 
rate  for  a steamer  ? — There  was  only  one  steamer 
running,  and  that  was  the  rate  the  owner  chose 
to  charge. 

3567.  That  does  not  seem  to  have  been  suffi- 
cient to  keep  the  steamer  upon  the  line? — That 
was  because  she  could  not  get  a back  cargo. 

3568.  If  the  steamer  went  back  empty  she 
would  make  one  voyage  a week ; you  tell  us  that 
you  could  have  had  your  traffic  at  13  s.  4 cZ.  for  13 
cwt.,  or  I will  call  it  20  s.  a ton ; that  would  be  1 Z. 
a week  freight  for  a steamer ; now  1 do  not  know 
any  trade  in  the  world  where  the  freights  are  so 
high  as  that  ?—  Only  that  the  stearnei’s  would 
never  answer  the  purpose  of  small  buyers  like 
the  railway  does.  For  instance,  if  it  sails  one 
day  a week  perhaps  the  goods  are  delivered  at  the 
wharf  one  day  late,  and  consequently  there  is  a 
week’s  delay. 

3569.  Then  for  these  extra  facilities  you  do 
not  think  it  fair  to  have  to  pay  a higher  rate  ? — 
Not  so  much  higher. 

3670.  Y^ou  spoke  of  the  advantage  that  it 
would  be  to  you  if  the  collection  and  delivery 
were  left  in  the  hands  of  the  traders  ? — Yes. 

3571.  Is  there  anything  to  prevent  you  ; are 
you  prevented  from  receiving  and  delivei’ing  ? — 
There  are  no  facilities  given  sufficiently  to  In- 
duce us  to  do  it. 

3572.  Such  as  what? — If  we  fetch  things  from 
the  station  ourselves,  which  we  sometimes  do  if 
they  are  wanted  directly,  we  never  get  any  re- 
bate ; of  course  we  do  not  ask  for  it. 

3573.  What  facilities  do  you  ask  for  which 
you  do  not  possess  at  present;  you  have  the  op- 
tion now  of  fetching  the  goods  ? — If  you  apply 
to  the  railway  company  for  a rate,  they  will  give 
you  a rate  at  so  much  a ton  delivered;  they  do 
not  give  you  an  optional  rate  the  other  way;  we 
have  never  had  it  except  in  the  case  of  two  tons 
of  goods. 

3574.  You  have  never  demanded  it,  and  been 
refused,  have  you  ? — No. 

3575.  Y'ou  say  you  are  charged  a high  rate 
upon  the  “ smalls,”  whereas  if  the  “ smalls”  were 
put  in  one  parcel  they  would  come  at  the  low 
rate  ? — They  would  not  come  at  the  low  rate,  but 
at  the  ton  rate. 

3576.  That  is  a lower  I’ate  ? — YTes ; a lower 
rate. 

3-577.  Is  there  anything  to  prevent  you  col- 
lecting those  parcels  yourself,  and  packing  them 
irito  one  parcel,  and  sending  them  at  the  ton 
rate? — We  should  not  require  to  pack  them  in 
one  parcel,  but  then  they  would  be  lying  at  differ- 
ent wharves. 

3578.  Is  there  anything  to  prevent  you  pack- 
ing those  goods  ? — But  they  would  be  lying  at 
different  wharves,  and  they  might  not  be  col- 
lected the  same  day. 

3579.  Could  you  not  get  some  one  to  collect 
them  in  London  ? — Yes,  w'e  might. 

3580.  Is  not  that  what  you  can  do  ? — I do  not 
think  so. 

3581.  Y'ou  want  the  railway  companies  to 
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undertake  the  extra  trouble  of  collecting  those 
parcels,  and  you  want  them  to  keep  them  till 
they  have  enough  to  send  them  at  the  ton  rate  ; 
is  that  so  ? — No  ; but  if  I have  a lot  of  tea  lying 
at  two  wharves,  I should  like  the  railway  com- 
pany to  be  able  to  collect  it  for  me,  and  send  it 
on  at  the  ton  rate,  but  they  would  not  do  that. 

3582.  W ould  it  not  be  more  expensive  to  the 
railway  company  to  have  to  collect  the  goods  in 
that  way  ? — I think  that  they  are  collecting  at 
most  wharves  every  day. 

3583.  If  you  took  a store  here  and  collected 
parcels  to  send  them  off  at  the  ton  rate,  it  would 
be  a considerable  additional  expense  to  you, 
would  it  not  ? — No  doubt. 

3584.  But  you  want  the  railway  companies  to 
do  that  without  any  additional  charge  ? — Not  at 
all. 

3585.  You  spoke  of  blacking,  and  it  being  sent 
by  a peculiar  route  from  London  to  Swansea ; 
you  say  it  is  sent  from  London  to  Liverpool  by 
sea,  and  from  Liverpool  to  Swansea  also  by  sea ; 
the  rate  on  blacking  I think  is  32  s.  6 cZ.  ? — 
Thirty-six  shillings  and  eightpence ; it  goes  at 
the  second-class  rate. 

3586.  What  is  the  rate  from  Liverpool  to 
London  by  sea  ? — I do  not  know. 

3587.  What  is  the  rate  from  Swansea  by  sea? 
— I think  it  is  10  s. 

3588.  If  you  are  ignorant  of  the  rate  of  freight 
from  London  to  Liverpool,  how  do  you  get  your 
blacking? — The  senders  pay  the  carriage. 

3589.  Why  should  they  send  the  blacking  to 
Liverpool ; why  not  send  it  from  London  to 
Bristol  by  steamer? — It  answers  their  purpose 
better  to  send  it  from  London  to  Liverpool ; it  is 
their  arrangement. 

3590.  At  all  events  you  are  not  InjYired  by  it; 
you  get  the  blacking  soon  enough  ? — Yes,  I get  it 
scon  enough. 

3591.  How  are  you  injured  by  that,  or  do  you 
mention  it  as  an  injury  to  the  public  ? — I men- 
tion it  as  showing  one  of  the  anomalies  of  the 
classification. 

3592.  You  advocate  the  appointment  of  some 
sort  of  standing  prosecutor,  do  you  not? — No,  I 
do  not. 

3593.  What  do  you  advocate? — I think  that 
when  a town  like  Swansea  has  to  pay  double  the 
rate  that  Plymouth  has,  a matter  of  that  sort 
should  be  brought  before  the  Board  of  Trade  or 
some  other  board. 

3594.  But  there  is  nothing  to  prevent  the 
ti’aders  binding  together  to  prosecute  the  railway 
companies? — But  all  these  things  involve  a deal 
of  trouble,  which  we  do  not  want. 

3595.  Do  you  want  a sort  of  standing  prose- 
cutor ? — No. 

3596.  What  do  you  desire? — If  cases  of  that 
kind  were  explained  to  the  Board  of  Trade,  and 
they  were  asked  to  look  into  them,  I think  that 
would  meet  the  difficulty. 

3597.  You  would  make  the  Board  of  Trade  the 
standing  prosecutor  ? — Not  the  standing  prose- 
cutor of  necessity,  but  I would  bring  the  case 
before  them. 

3598.  AVhy  should  the  traders,  especially,  be 
relieved  from  the  necessity  of  maintaining  their 
own  position  at  their  own  expense  ? — It  is  a 
matter  that  affects  the  public  generally. 

X 3 3599.  But 
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3599.  But  the  public  are  not  relieved  from  the 
necessity  of  prosecuting  their  own  cases? — For 
that  reason  a great  many  prosecutions  fall 
through. 

3600.  Is  not  that  very  much  to  the  advantage 
of  the  public  generally? — That  I do  not  know. 

Sir  Edward  Watkin. 

3601.  I think  you  stated  that  you  have  several 
shops  in  Swansea? — Yes. 

3602.  You  do  a very  large  retail  trade,  do  you 
not  ? — A pretty  good  sized  one. 

3603.  The  trade  has  not  diminished  then  in 
any  year  1- — I do  not  know  that  it  has. 

3604.  It  is  a progressive  trade  ? — My  trade 
has  altered  altogether,  because  some  years  ago  I 
did  a large  wholesale  trade  ; my  retail  trade  is 
now  larger  than  ever  it  was  ; my  wholesale  trade 
is  given  up. 

3605.  Now  with  regard  to  this  question  of  the 
rates  by  water,  I suppose  there  is  plenty  of  sea 
competition  between  Bristol  and  London  ? — I do 
not  know  that. 

3606.  Then,  again,  as  I understand,  the  traders 
of  Sw'ansea  did  not  support  the  steamer  from 
Swansea  to  London,  which  charged,  as  you  say, 
half  the  price  of  the  railway,  and  therefore  the 
steamer  ceased  to  carry  ? — Because  London  is 
not  really  the  market  now  that  it  should  be  for 
us. 

3607.  Still  you  had  a steamer  for  some  time, 
as  you  stated  to  the  Committee,  which  charged 
half  the  price  which  the  railway  companies, 
according  to  you,  are  charging  ? — It  ceased 
running. 

3608.  That  is  to  say,  there  was  no  traffic  for 
it? — No,  that  does  not  of  necessity  follow  ; every- 
thing takes  time  to  form  a connection ; the  small 
buyers  of  Swansea  do  not  look  upon  London  as 
the  market  for  them  ; they  buy  very  few  things 
in  London,  but  the  very  small  traders  help  to  fill 
up  a cargo  whether  by  train  or  by  any  other 
mode  of  conveyance. 

3609.  Is  it  not  the  fair  answer  that  Bristol  is 
the  market  for  Swansea  more  than  London  ever 
could  he  ? — I do  not  think  so,  decidedly. 

5610.  You  mean  to  tell  the  Committee  that 
the  trade  between  London  and  Swansea  has 
seriously  diminished  in  amount,  in  consequence 
of  the  high  rates  charged  by  railway  fx'om  London? 
— That  is  my  opinion. 

3611.  With  regard  to  the  rates  charged  to 
Liverpool,  do  you  agree  with  me  that  with  the 
exception  of  London  there  is  coasting  communi- 
cation between  Swansea  and  your  principal 
markets  ? — There  is  between  Swansea  and  Livei- 
pool,  and  Swansea  and  Bristol. 

3612.  Bristol  being  the  point  of  exchange, 
that  is  to  say,  steamers  bring  commodities  to 
Bristol,  and  take  from  Bristol  those  which  are 
brought  to  Bristol  from  other  places? — There 
are  two  steamers  running  between  Bristol  and 
Swansea  constantly  ; two  or  more. 

3613.  You  spoke  of  the  railway  rates;  I think 
you  gave  the  Loudon  rates  upon  a number  of 
articles,  rice,  sugar,  oatmeal,  hemp  seeds,  jams, 
canary  seed,  dog  biscuit,  and  lump  sugar;  I 
think  you  told  the  Committee  that  the  railway 
rates  come  upon  those  articles  from  10  per  cent, 
to  nearly  30  per  cent. ; I think  you  said  that  the 
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rate  on  rice  was  from  10  to  15  per  cent.,  and  that 
on  canary  seed  it  was  22 1 per  cent.  ? — Yes,  I 
think  that  was  so. 

3614.  Now,  what  would  be  the  percentage 
upon  the  retail  prices  which  you  get  from  the 
public  ? — But  it  is  the  percentage  upon  the  ori- 
ginal cost  that  we  calculate. 

3615.  But  we  must  really  have  this  a little 
more  in  detail ; you  have  told  us  that  the  per- 
centage upon  the  original  cost  of  the  article 
before  adding  carriage  or  anything,  comes  to  so 
much,  which  seems  very  excessive ; I want  to 
know  what  the  percentage  of  the  railway  charge 
would  be  upon  the  retail  piice  of  the  article  ? — I 
should  have  to  make  the  calculation,  and  I have 
not  done  so. 

3616.  You  do  not  sell  all  those  articles  at  the 
same  percentage  of  profit,  do  you  ? — Practically 
we  do. 

3617.  Do  you  sell  sugar  at  the  same  profit  as 
tea?-  There  is  not  so  much  difference  now. 

3618.  Now,  passing  from  that  point,  you  com- 
plain about  the  scale  of  charge  adopted  in  the 
case  of  packages  not  exceeding  500  lbs.  weight? 
— Yes. 

3619.  You  are  aware  that  every  railway 
company,  I believe,  has  the  power  of  charging 
any  reasonable  sum  they  please  upon  weights 
under  a quarter  of  a ton  ? — I am  not  aware  that 
they  have  the  power,  but  I know  they  do  it. 

3620.  It  is  about  three  years  since  that  the 
500  lbs.  scale  was  adopted,  was  it  not? — Yes. 

3621.  Was  not  it  the  fact  that  when  that  scale 
was  adopted,  the  charges  of  parcels  under  1 cwt. 
were  reduced  ? — No  doubt  they  were,  but  the 
bulk  of  the  traffic  comes  over  1 cwt.  and  under 
5 cwt. 

3622.  I am  right  in  saying  that  when  the 
500  lbs.  scale  was  adopted  about  three  years  ago, 
the  rates  for  weights  of  1 cwt.  and  under  were 
reduced  ? — That  was  so. 

3623.  You  spoke  about  being  able  to  collect 
your  own  goods,  and  so  being  able  to  make  one 
consignment  and  have  them  at  the  ton  rate  ; you 
are  aware  that  there  are  companies,  such  as  the 
Globe  and  others,  which  collect  parcels  for  trades- 
men ? — That  is  “ smalls.” 

3624.  If  there  is  a grievance  about  those 
“ smalls  ” being  charged  separately  ; you  are 
aware  that  there  are  companies  which  now 
collect  those  parcels  for  traders,  and -send  them 
on  at  the  ton  rate  ? — Not  such  as  Suttons’;  they 
would  not  compete  for  the  traffic  that  I name.  I 
am  speaking  of  parcels  of  four  or  five  cwt.  which 
they  might  collect  and  send  at  the  ton  rate.  I 
think  that  by  a proper  organization  of  that  kind, 
by  which  all  tea  used  at  Swansea  was  collected 
and  sent  down  at  that  rate,  great  charges  might 
be  saved. 

3625.  Then  you  were  asked  whether  you  were 
aware  that  the  Railway  Commissioners  do  not 
insist  upon  the  employment  of  counsel ; perhaps 
that  does  not  affect  you  ? — I have  no  thoughts  of 
going  into  litigation  of  that  sort. 

Mr.  Barnes. 

3626.  I understood  you  to  say  that  the  com- 
panies refused  to  allow  you  to  collect  your  own 
goods  ? — I said  that  the  companies  did  not  give 
any  facilities  for  collecting. 

3627.  Do 
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3627.  Do  you  mean  to  say  that  if  you  had 
oarts  of  your  own,  and  took  those  goods  to  the 
station,  the  companies  would  refuse  to  receive 
them  ? — They  would  not  give  any  reduction. 

Mr.  Dillwyn. 

3628.  I understand  you  to  say  that  an  equal 
rate  ought  to  be  charged  from  Swansea  and  from 
Bristol  to  London  ? — About  the  same  propor- 
tion. 

3629.  You  stated  also  that  thei-e  was  a great 
monopoly  of  the  traffic  to  Swansea  in  the  hands 
of  the  railway  companies? — Practically  they 
monopolise  the  carting  and  the  delivery. 

3630.  Do  you  mean  by  the  railway  companies 
the  Midland,  the  Great  Western,  and  the  Lon- 
don and  North  Western? — They  are  all  the 
same,  and  we  cannot  take  advantage  of  the  ton 
rates,  and  the  two  ton  rates  in  the  proportion 
that  we  should  do,  because  they  do  their  own 
collecting. 

3631.  Are  there  not  many  things  that  you 
get  from  London  that  you  might  get  equally 
from  Bristol  ?— No  ; I do  not  think  so. 

3632.  What  is  the  difference  in  distance  be- 
ween  Bristol  and  Swansea  ? — I have  understood 
that  the  railway  have  to  bring  the  goods  about 
150  miles. 

3633.  It  is  216  miles  between  Swansea  and 
London,  and  150  by  the  Midland  to  Swansea 
via  Gloucester,  and  partly  over  the  Great  Wes- 
tern?— 1 believe  so. 

3634.  The  sea  would  take  all  the  traffic  there 
may  be  between  Swansea  and  Bristol,  unless  the 
Gi’eat  Western  Company  keep -down  their  I’ates? 
— Yes,  they  did  previously. 

3635.  The  company  cut  them  down  to  a very 
low  rate  indeed,  did  they  not? — Yes. 

3636.  In  order  to  secure  some  part  of  the  trade 
between  London  and  Swansea,  you  think  that  the 
same  proportionate  rates  ought  to  be  charged  as 
between  Bristol  and  Swansea  ? — I think  that  the 
London  traffic  would  become  a very  important 
traffic  in  that  event. 

Mr.  iScla ter- Booth. 

3637.  I wish  to  ask  you  some  questions  in  ex- 
planation of  an  answer  which  you  gave  when  you 
were  first  examined  ; will  you  refer  to  Question 
3352;  you  make  it  a ground  of  complaint  in  your 
answer  that  the  rates  are  the  same  to  you  whether 
you  make  use  of  cither  one  of  the  three  great 
companies  ? — I do  not  make  it  a ground  of  com- 
plaint ; I only  state  it  as  a matter  of  fact. 

3638.  As  a matter  of  fact  then,  do  you  mean 
to  imply  from  that  that  you  have  not  had  the  ad- 
vantage of  a fair  competition  for  the  traffic 
between  those  three  companies;  that  the  rate,  for 
instance,  which  you  have  to  pay  is  regulated  by 
the  longest  distance,  and  not  by  the  shortest? — I 
cannot  say  how  that  may  be ; the  rate  is  the  same 
either  way. 

3639.  The  result  is  that  you  say  that  it  is  the 
same  rate ; what  reason  have  you  for  saying  that 
the  rate  has  not  been  arrived  at  by  the  natural 
competition  of  the  shortest  route.  Do  you  argue 
that  the  railway  which  takes  the  goods  by  the 
shortest  route  has  raised  its  charges  to  the  level 
of  the  railway  which  takes  its  goods  by  the 
longest  route  ? — Not  at  all.  When  I first  went 
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to  Swansea  there  was  only  the  Great  Western 
Railway,  and  the  rates  are  the  same  with  the  ex- 
ception of  “ smalls.” 

3640.  Have  you  had  the  advantage  of  com- 
petition in  breaking  down  the  rates  which  you 
now  have  to  pay  ? — No,  they  are  the  same. 

3641.  Do  you  say,  or  do  you  not  say,  that  the 
existence  of  three  railways  has  done  you  no 
good  ? — No  good  at  all  in  the  matter  of  charges. 

3642.  You  mean  to  say  that  the  railway 
which  takes  the  goods  by  the  shortest  route  has  a 
bonus  of  the  difference  of  mileage  in  the  distance 
it  takes  the  goods,  as  compared  with  the  distance 
which  the  railway  having  the  longest  route  takes 
them  ? — Yes,  that  is  so. 

Mr.  Barclay. 

3643.  You  said,  I think,  that  you  had  not 
examined  whether  the  railway  companies  were 
charging  you  over  the  maximum  rates  or  not  ? — 
I have  not  examined  into  that. 

3644.  Are  you  aware  that  the  Great  Western 
Railway  Company  has  about  84  Acts  fixing  its 
rates  ? — I do  not  know  anything  at  all  about 
that. 

3645.  You  said  that  for  certain  goods  you  had 
to  pay  85  s.  a ton  from  London  to  Swansea,  in- 
cluding collecting  and  delivery  ; is  that  on  quan- 
tities of  over  500  lbs.  ? — That  is  so. 

3646.  You  told  the  Committee,  I think,  that 
the  distance  between  London  and  Swansea  was 
216  miles? — Yes. 

3647.  i find  by  the  returns  of  the  Great 
Western  Railway  Company  as  to  their  power  of 
charging,  that  they  are  entitled  to  charge  upon 
their  main  line  at  the  rate  of  3 rf.  a ton  a mile  as 
their  maximum  rate.  Taking  114  miles,  the 
distance  to  Gloucester,  would  you  just  see  what 
that  comes  to  ? — It  comes  to  28  s.  6 d. 

3648.  And  then  for  the  balance  of  the  journey 
from  Gloucester  to  Swansea,  102  miles,  the 
maximum  rate  is  4 d.  ? — That  works  to  34  s. 

3649.  Those  two  added  together  give  the 
maximum  rate  that  might  be  charged  from  London 
to  Swansea ; would  you  tell  the  Committee  what 
that  comes  to  ? — It  comes  to  62  s.  6 d. 

3650.  Whereas  the  company  charge  you  85  s.  ? 
— Yes. 

3651.  Charging  the  maximum  rate  that  the 
company  can  possibly  do  as  between  London  and 
Swansea,  assuming  that  the  figures  I have  put  to 
you  are  correct,  the  maximum  mileage  rate  which 
they  are  entitled  to  charge  you  from  London  to 
Swansea  is  62  s.  6 d.,  therefore  ? — Yes. 

3652.  Which  would  leave  a sum  of  22  s.  6 d. 
for  collection  and  delivery? — Yes. 

3653.  Does  the  competition  of  the  railways 
between  Bristol  and  Swansea  have  the  effect  of 
reducing  the  steamer’s  rates? — I should  think 
so. 

3654.  You  have  more  than  one  line  of  steamers 
between  Bristol  and  Swansea,  have  you  not  ? — ■ 
We  have  two. 

3655.  Do  those  steamers  compete  with  each 
other  in  ordinary  times  ? — Yes. 

3656.  And  do  you  think  that  the  railway  com- 
petition from  Bristol  to  Swansea  still  further 
reduces  the  rate  that  would  be  charged  by  the 
steamers  ? — Yes,  I think  it  does ; I think  we 
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Mr.  Barclay — continued. 

were  paying  10  s.  before  the  Great  Western 
Company  made  their  concession  to  10  s.,  and  then 
the  rate  by  the  steamer  came  to  8 s,,  I think. 

Sir  Edicard  Wutkin, 

3657.  For  what  article? — For  any  article, 
almost,  the  freight  is  8 s.  a ton. 

iSIr.  Barclay. 

3658.  Could  you  tell  me  the  route  by  which 
goods  are  carried  between  Swansea  and  Bristol  ? 
—It  is  via  Gloucester,  I understand. 

3659.  If  the  Great  Western  carries  it  the 
whole  route,  can  you  tell  me  how  it  goes? — Via, 
Gloucester  and  through  Cardiff  and  Newport. 

3660.  Do  you  know  the  distance  that  way  ? — 
It  is  150  miles,  I understand. 

3661.  It  would  be  considerably  shorter  if  they 
went  part  of  the  way  b_v  the  Midland,  would  it 
not  ? — I understand  it  does  go  part  of  the  way  by 
the  Midland  now. 

3662.  Then  you  cannot  tell  me  for  certain 
whether  the  goods  go  all  the  way  on  the  Great 
Western  Railway,  or  whether  they  go  part  of 
the  way  on  the  Midland  and  part  of  the  way  on 
the  Great  Western? — They  uo  partly  over  the 
Midland,  I believe,  but  I do  not  know  that  of 
my  own  knowledge. 

3663.  Do  you  think  it  reasonable  to  ask  as 
low  a rate  between  London  and  Swansea  as  they 
charge  between  Bristol  and  Swansea? — As  low 
a rate  proportionately. 

3664  You  mean  as  low  a rate  per  ton  per 
mile  ? — Y es,  as  low  a rate  per  ton  per  mile. 

3665.  Upon  what  grounds  do  you  ask  for 
that  reduction  ? — That  if  it  pays  the  company  to 
carry  from  Bristol  to  Swansea  at  a certain  rate, 
it  would  pay  them  to  carry  from  London  to 
Swansea  at  the  same  proportionate  rate ; it  is 
only  a question  of  mileage : the  terminals  are 
about  the  same.  The  Lf)ndon  and  North  Western 
Company  and  the  Midland  Company  bring  traffic 
at  about  the  same  rate. 

3666.  You  think  the  companies  ought  to 
adopt  the  same  principle  as  you  do  in  selling 
your  goods,  that  is,  adding  about  the  same  per- 
centage of  profit  all  over  ? — I should  think  so. 

3667.  Is  that  understood  to  be  the  modern 
princi2)le  of  carrying  on  business  ? — I think 
it  is. 

3668.  It  used  to  be  considerably  different  20 
or  25  years  ago,  I think  ? — Yes,  it  was. 

3669.  Was  it  the  custom  then  to  put  on  as 
much  as  you  could  get? — We  used  to  have  to 
make  a larger  margin  for  bad  debts  than  we  do 
now ; we  have  not  so  much  to  allow  for  now. 

3670.  You  used  to  put  on  a greater  margin  of 
profit  on  some  articles  than  upon  others,  20  or 
25  years  ago? — Yes,  that  was  the  practice. 

3671.  The  modern  system  introduced  into 
business  is  to  put  a more  or  less  equal  per- 
centage of  profit  upon  all  articles  ? — That  is  the 
modern  system. 

3672.  Have  you  asked  the  railway  company 
for  rates  at  any  time  ? — Yes,  I have  asked  for 
rates  at  different  times. 

3673.  Have  ymu  ever  asked  for  station  to 
station  rates? — No,  except  in  quantities  of  two 
tons ; they  always  quote  station  to  station  rates 
for  that  quantity. 


Mr.  Barclay — continued. 

3674.  For  high-class  goods  ? — No. 

3675.  For  what  class  of  goods? — For  such 
things  as  soap,  sugar,  and  rice,  and  things  of 
that  sort. 

3676.  When  you  asked  them  they  quoted  a 
station  to  station  rate  for  such  articles  ? — Y^es. 

3677.  Do  you  know  what  difference  that 
makes  ? — I think  the  rate  is  20  s.  upon  a two  ton 
lot  from  London  to  Swansea,  but  I am  not  sure 
whether  it  is  20  s.  or  25  s.  at  station  to  station 
rates. 

3678.  YVhat  class  article  Is  sugar? — Sugar  is 
first  class. 

3679.  Do  you  think  it  desirable  that  the  rail- 
ways should  be  required  to  quote  in  their  rate 
books,  which  are  open  to  the  public,  station  to 
station  rates,  as  well  as  collection  and  delivery- 
rates  ? — I think  so,  and  then  we  should  knoAV 
what  we  were  paying  for  carriage,  and  what  for 
cartage. 

3680.  And  if  you  thought  you  -were  over- 
charged for  collection,  you  would  be  prepared  to 
make  arrangements  to  collect  your  own  goods  ? — 
Y"es. 

3681.  And  at  the  same  time  to  take  the  de- 
livery into  your  own  hands  ? — Y"es. 

3682.  Do  you  know  what  the  rates  are  from 
London  to  Bristol  ? — No,  I do  not. 

3683.  YY)u  have  not  had  an  opportunity  of 
knowing  ? — No. 

3684.  Or  the  rate  from  London  to  Gloucester? 
— I do  not  know  that. 

3685.  Do  you  think  that  the  railway  companies 
should  charge  a somewhat  similar  percentage  of 
profit  over  all  kinds  of  traffic  ? — I think  the 
classification  should  be  looked  into ; I think  the 
classification  is  very  unfair  at  present. 

3686.  Hut  that  is  not  precisely  the  point  I 
asked  you  ; I ask  whether  you  think  the  railway- 
companies  should  add  an  ajiproximately  uniform 
percentage  of  profit  upon  all  the  traffic,  and  not 
carry  some  at  a very  small  margin  of  a profit  and 
others  at  an  excessive  profit  ? — Certainly  ; I do 
not  think  that  they  ought  to  take  tea  to  Ply- 
mouth at  24  s.  2d.  a ton,  and  charge  45  s.  to 
Swansea,  which  is  50  miles  less  distance. 

3687.  Do  the  Plymouth  traders  compete  with 
you  ? — No. 

3688.  But  you  think  that  if  the  railway  com- 
pany charged  a reasonable  rate  to  Plymouth, 
they  would  be  able  to  charge  you  a lower  rate, 
and  what  you  would  consider  a more  reasonable 
rate  ? — Certainly. 

3689.  Are  you  persuaded  that  a sensible  re- 
duction in  the  rates  would  develop  a very  large 
amount  of  traffic  between  London  and  Swansea? 
— I am  sure  of  it. 

3690.  Did  you  refer  to  that  case  of  blacking 
coming  to  Swansea  by  way  of  Liverpool,  as  an 
illustration  of  how  the  traffic  might  be  developed 
if  you  had  reasonable  rates  ? — I referred  to  that 
as  a matter  of  fact. 

3691.  Y^ou  referred  to  that  as  one  article  at 
any  rate  that  would  come  by  rail,  if  the  charge 
for  it  were  what  you  considered  reasonable  ? — 
Yes. 

3692.  Did  you  say  that  the  Midland  Company 
had  a short  route  from  Bristol  to  Swansea  ? — I 
did  not  say  a short  route ; I said  they  had  a 
route,  but  that  it  was  not  used. 
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3693.  Are  the  traders  in  your  neighbourhood 
permitted  to  take  copies  or  extracts  from  the 
rate  books  for  use  at  home  ? — I never  but  once 
asked  to  see  the  rate  book,  and  I was  refused. 

3694.  You  cannot  speak  as  to  whether  it  is  a 
general  subject  of  complaint  in  your  neighbour- 
hood that  the  rate  books  are  inaccessible  or  not  ? 
— I do  not  know  that  it  is. 

3695.  Have  you  in  your  own  experience,  and 
as  your  own  case  or  that  of  your  neighbours,  had 
difficulty  previously  in  ascertaining  what  you 
would  have  to  pay  for  any  trade  transaction  ? — 
IVe  frequently  buy  a thing  before  we  know  what 
the  railway  carriage  is. 

3696.  Is  that  because  you  have  some  difficulty 
in  ascertaining  it,  or  because  you  rather  postpone 
it;  is  it  your  own  desire  not  to  look  into  it,  or 
because  you  find  practical  difficulties  in  the  way  ? 
— 1 can  hardly  answer  that  question. 

3697.  It  is  an  important  matter  to  know 
whether  it  is  your  own  fault  or  the  fault  of  the 
railway  companies? — I daresay  it  is  our  own 
fault,  practically. 

3698.  You  cannot  tell  us  any  case  in  which 
you  have  desired  information  and  failed  to  get  it? 
— I told  the  Committee  that  when  I first  went  to 
Swansea  I wrote  to  the  Great  Western  Railway 
Company  and  asked  them  to  give  me  the  rates  on 
goods  to  Swansea.  Two  or  three  months  after- 
wards I saw  the  manager,  and  I said  I had  had 
no  reply  to  the  letter,  and  he  said,  “ W e do  not 
give  any  general  rates  of  that  kind,  but  if  you 
will  put  down  on  paper  a list  of  the  articles  you 
require  the  rates  for,  we  will  give  them  to  you.” 

Sir  Daniel  Gooch. 

3699.  That  was  thirteen  years  ago,  was  it  not? 
—Yes. 

Chairman. 

3700.  What  I want  to  get  at  is,  whether  you, 
as  a trader,  come  here  and  say  that  practically 
since  then  you  have  had  any  difficulty  in  ascer- 
taining beforehand,  before  the  transaction  of  your 
business,  what  rates  you  have  to  pay? — No, 
because  if  we  want  to  know  the  rate  upon  a 
particular  thing,  we  send  to  the  station  and  ask, 
and  the  information  is  given. 

3701.  Have  you  ever  desired  to  see  the 
Clearing  House  classification  ? — Yes. 

3702.  Has  it  been  shown  to  you  ? — Yes. 

3703.  What  would  you  suiigest  as  to  the 
authority  which  should  draw  up  a new  classifica- 
tion if  it  were  thought  desirable  to  have  one  ; that 
is  to  say,  to  whom  would  you  leave  the  power  of 
drawing  up  a new  classification  to  be  obligatory 
upon  the  companies  ? — I have  not  thought  of 
that. 

3704.  Would  you  be  content  to  leave  it  to  the 
railway  companies  themselves  ? — It  would  depend 
upon  how  they  did  their  work  ; if  it  was  a better 
classification,  I would  not  mind  who  did  it. 

3705.  You  would  not  mind  leaving  it  to  the 
Railway  Commissioners  to  do  it,  would  you  ? — I 
have  not  thought  the  subject  over. 

3706.  Now  with  reference  to  what  you  want 
the  Board  of  Trade  to  do  ; you  say  you  do  not 
like  the  trouble  of  combining  together  to  defend 
yourselves  ; you  want  to  leave  it  to  the  Board  of 
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Trade,  but  I suppose  you  are  aware  that  con- 
siderable trouble  would  have  to  be  taken  by  any 
body  of  traders  who  wanted  to  set  in  motion  a 
public  department — you  would  have  to  get  up 
the  case  and  the  evidence,  and  then  to  lay  it 
before  the  department  before  they  could  be  set 
in  motion  or  make  up  their  minds  whether  they 
thought  it  sufficiently  important  to  take  it  up  ? — 
Yes,  that  would  be  so,  no  doubt. 

3707.  Still,  you  think  it  important  that  an 
individual  trader  who  had  a grievance  should  be 
able  to  go  before  the  Board  of 'I'rade,  and  I sup- 
pose to  urge  that  it  was  a 2Miblic  grievance  as 
well  as  his  own  ? — If  I had  a case  of  that  kind, 
and  the  organization  was  complete,  I think  it 
Avould  be  better  to  £jo  before  the  Chamber  of 
Commerce,  and  ask  the  Chamber  of  Commerce  to 
go  before  the  Board  of  Trade. 

3708.  In  that  case  it  would  be  simpler  to  give 
the  Chamber  of  Commerce  a locus  standi  at  once 
before  the  Railway  Commissioners,  instead  of 
going  yourself  to  the  Chamber  of  Commerce  and 
getting  them  to  go  to  the  Board  of  Trade.  It  is, 
however,  suggested  to  me  that  the  Chambers  of 
Commerce  have  no  funds ; are  you  aw'are  of  that  ? 
— I am  not  aware  of  that. 

3709.  I am  obliged  to  ask  you  these  questions, 
because  of  course  until  the  knowledge  of  a wit- 
ness ujion  this  matter  is  tested  your  opinion  might 
be  held  to  have  the  same  weight  as  Professor 
Hunter’s.  Noav  you  say  you  want  the  Railway 
Commissioners  to  have  more  power  in  this  matter  ; 
would  you  Avish  the  Railway  Commissioners  to 
have  jAOwer  over  the  charges  of  the  railway  com- 
panies, putting  aside  the  legal  restrictions.  Sup- 
posing, for  examjjle,  the  chai’ges  from  London 
were  excessive,  would  you  Avish  the  Railway  Com- 
missioners to  be  given  poAver  to  reduce  those 
charges? — I think  so,  if  they  Avere  proved  to  be 
excessive. 

3710.  To  the  satisfaction  of  the  RallAA'ay  Com- 
missioners?— Yes,  I think  so. 

Sir  Edward  Watkin. 

3711.  (Through  the  Chairman.)  We  have  it 
on  the  notes  that  the  rate  by  direct  steamer  from 
Bristol  to  SAA'ansea  is  8 s.  a ton  for  general  mer- 
chandise, but  Ave  have  not  heard  Avhat  the  rate 
from  London  is  by  the  direct  steamer ; could  you 
tell  the  Committee  what  the  rate  for  tea  is  by  the 
direct  steamer  from  London  to  Bristol  ? — I do  not 
knoAv  what  it  is. 

Mr.  Caine. 

3712.  Is  there  a steamer  from  SAvansea  to 
London  ? — Not  now. 

3713.  How  is  it,  Avhen  you  have  such  very 
great  grievances  against  the  Railway  Comiianies 
for  excessive  rates,  that  you  do  not  combine  to 
have  a steamer  from  SAvansea  to  London  ?- — I have 
already  explained  that. 

Sir  Daniel  Gooch. 

3714.  I think  you  have  explained  that  the  time 
when  you  Avere  unable  to  get  this  rate  fVom  the 
Great  Western  Company  was  13  years  ago? — 
That  is  so. 

3715.  You  have  stated  that  you  have  not  the 
same  complaint  noAV  ? — Not  the  slightest. 

Y 3716.  You 
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3716.  You  stated,  also,  that  the  distance  from 
London  to  Swansea  was  216  miles? — Yes. 

3717.  You  compared  the  Sw.ansea  rates  with 
the  rates  to  Exeter,  which-  you  said  was  about 
the  same  distance,  but  do  you  know  that  that  is 
not  so  ? — I understood  it  was  about  the  same  dis- 
tance. 

3718.  Let  me  tell  you  that  the  distance  is  194 
miles  against  216  ; do  you  also  know  that  there 
are  two  routes  to  Exetei’,  as  well  as  three  routes 
from  Swansea  to  London  ? — There  are  three 
routes  from  Swansea  to  London,  and  two  routes 
to  Exeter. 

3719.  Do  you  know  the  distance  by  the  South 
Western  Kail  way  to  Exeter? — No. 

3720.  Would  it  not  be  fairer  to  compare  the 
shorte.«t  distance  between  London  and  Exeter 
with  the  distance  between  London  and  Swansea; 
you  gave  the  Committee  Exeter  ; are  you  aware 
what  the  distance  is  there  by  the  shortest  route  ? 
— But  the  South  Western  Company  carry  at  a 
cheaper  rate  than  the  Great  Western  Company 
to  Exeter;  they  give  a four  ton  rate  at  25  x., 
which  I am  informed  the  Great  Western  Com- 
pany do  not. 

3721.  "Idle  distaiKie  by  the  South  Western  line 
is  172  miles;  therefore  the  distance  from  Exeter 
as  compared  with  Swansea  would  be  172  as 
against  216? — The  difference  would  be  44  miles. 

3722.  Is  there  not  steamboat  competition  be- 
tween London  and  Plymouth  ? — I presume  there 
is,  but  I do  not  know  it  of  my  own  knowledge. 

3723.  You  spoke  of  the  rate  of  carriage  on 
canary  seed  as  being  very  excessive ; how  many 
tons  of  canary  seed  do  you  get  down  at  a time  ? 
— Not  any  tons,  because  it  would  go  mitey. 

3724.  What  quantity  of  canary  seed  do  you 
get  as  a rule  ? — One  quarter  or  two  quarters. 

3725.  Hoiv  much  does  that  weigh  ? — One 
quarter  weighs  4 cwt.  14  lbs. 

3726.  You  say  it  is  the  custom  of  your  busi- 
ness to  charge  everything  with  the  same  per- 
centage of  profit ; is  that  so  ; I am  told  by  grocers 
that  they  get  a very  small  profit  upon  sugar,  and 
that  in  some  cases  they  get  no  profit  upon  sugar 
at  all? — It  depends  upon  the  class  of  trade. 


Sir  Daniel  Gooch — continued. 

3727.  Do  grocers  make  any  profit  upon  sugar? 
— 1 think  we  do  ; J think  we  make  10  per  cent. 

3728.  How  much  would  you  get  upon  carra- 
way  seed  ? — It  would  be  practically  the  same 
thing;  we  get  10  per  cent,  upon  all  this  sort  of 
thing. 

3729.  Therefore,  practically,  you  do  charge 
every  article  about  the  same  profit? — I think  we 
do. 

3730.  Is  that  so  generally  ? — I think  it  is  so 
generally  under  the  jiresent  system  of  cash 
trading. 

3731.  If  the  railway  companies  did  the  same 
thing,  u'ould  you  like  them  to  raise  the  rate  from 
Sxvansea  to  Bristol  to  the  same  propoi-tion  as 
from  Swansea  to  London  ? — If  they  did  we 
should  go  back  to  the  steamer. 

3732.  Then  why  do  you  pay  10  s.  by  railway 
instead  of  8 s.  by  steamer  ? — Because  the  railway 
runs  every  day. 

3733.  You  do  not  wish  the  rate  to  be  raised  I 
presume? — -No,  not  at  all ; we  do  not  wish  it  to 
be  raised,  but  I should  be  glad  if  the  rate  to 
London  were  charged  in  the  same  proportion. 

Mr.  Bolton. 

3734.  I think  you  complained  of  the  rate  from 
London  to  Swansea  as  being  unfair,  because 
goods  were  carried  (I  think  you  said)  to  Ply- 
mouth at  a lower  rate ; the  reason  for  that  of 
course  is  the  sea  competition? — Yes. 

3735.  And  you  also  replied  to  Mr.  Barclay 
that  if  they  raised  the  rate  to  Plymouth  some- 
what, they  might  be  able  to  reduce  the  rate 
somewhat  to  you,  did  you  not? — I did  not  say 
that ; I said  that  if  the  goods  were  being  carried 
at  a loss,  to  Plymouth,  it  was  no  reason  why  we 
should  pay  any  part  of  the  Plymouth  loss. 

3736.  And  if  the  goods  are  not  being  carried 
at  a loss,  what  then  ? — "fhen  they  can  carry  to 
Swansea  at  the  same  rate. 

3737.  A"ou  spoke  of  the  profit  on  sugar  being 
10  per  cent  ; do  you  know  any  of  the  railways  in 
your  neighbourhood  which  pay  10  per  cent.  ^ — 
T"es,  a good  deal  more,  seeing  that  I have  not 
deducted  our  working  expenses. 


Mr.  James  Brown,  called  in ; and  Examined. 


Lord  Randol'ph  Churchill. 

3738.  Where  do  you  live  ? — At  Newport. 

3739.  Are  you  in  business? — No. 

3740.  Have  you  been  in  business? — I have 
been  very  largely  in  business  in  iron,  coal,  and 
tinplates  in  Monmouthshire  and  Glamorganshire. 

3741.  Have  you  directed  your  attention  to  the 
railway  charges? — Very  much  so. 

37^2.  On  what  lines  principally  ? — I was  -the 
first  to  send  coals  to  Liverpool  from  Monmouth- 
shire, from  the  Ebbw  collieries,  and  to  London 
from  Aberdare. 

3743.  Over  what  railways  principally? — The 
Great  Western  Railway;  it  would  be  first 
brought  down  the  Vale  of  Neath  to  Neath,  and 
then  proceed  by  the  Great  Western  Railway. 

3744.  Have  you  had  reason  to  complain  of 
overcharges  by  the  raihvay  companies  ? — Yes,  we 
have  certainly  ; but  I may  say  this,  that  the  rail- 


Lord  Randolph  Churchill — continued, 
way  rates  I think  upon  coals  now  are  very  fair 
and  satisfactory  to  Liverpool  and  London. 

3745.  Have  you  ever  bad  any  action  with  the 
railway  companies  about  overcharges? — A man 
must  be  very  chai’y  in  bringing  an  action  against 
a railway  company ; they  are  very  formidable 
opponents  and  very  powerful. 

3746.  Have  you  any  s^iecial  case  to  bring 
before  the  Committee  ? — T"es,  I have  many  cases 
with  regard  to  the  trade  of  Newport  itself.  Evi- 
dence with  reference  to  Swansea  has  been  given 
by  itself,  and  evidence  with  regard  to  Merthyr 
Tydfil  will  be  given  by  itself,  so  therefore  I con- 
fine myself  to  Newport  and  that  locality,  Mon- 
mouihshire. 

3747.  Is  your  evidence  as  to  excessive  rates, 
that  they  operate  unfavourably  upon  the  trade 
of  New})ort  ? — Yes. 


3748.  Is 
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Lord  Randolph  Churchill — continued. 

3748.  Is  Newport  a town  on  the  sea? — It  is 
within  four  miles  of  the  sea ; we  have  a very  fine 
navigable  river  and  splendid  docks. 

3749.  Is  it  a large  port  for  coal  and  iron? — 
Yes,  our  docks  alone  do  about  2,000,000  tons  a 
year,  besides  a large  river  trade. 

3750.  How  many  railways  are  there  that  run 
into  Newport? — We  are  substantially  now  in  the 
hands  of  the  Great  Western  Railway  Company  ; 
the  Great  West'ern  Company  have  taken  up  the 
Monmouthshire  Railway,  and  they  work  jointly 
in  some  cases  with  the  London  and  North  West- 
ern Company  in  going  to  Liverpool,  and  so  on. 

3751.  Does  the  South  Wales  Railway  run  into 
Newport? — Yes,  from  Gloucester  to  Milford. 

3752.  Can  you  give  me  the  rates  charged  by 
the  company  from  London  to  Newport,  Including 
collection  and  delivery,  on  drapery  goods  ? — Yes, 
I can. 

3753.  What  is  the  rate  charged  by  the  com- 
pany?— There  are  two  or  three  different  rates  ; 
for  instance,  I give  you  mixed  drapery,  haber- 
dashery, and  woollen  goods;  those  are  45s.  each 
per  ton. 

3754.  What  is  the  maximum  rate  which  the 
company  is  entitled  to  charge  for  those  goods  ? — 
Thirty-three  shillings  and  eightpence  ; therefore 
that  leaves  an  excess  of  11s.  Ad.,  or  25  per 
cent. 

3755.  That  is  to  say,  they  charge  25  per  cent, 
over  the  maximum  rates  ? — Yes. 

3756.  That  includes,  of  course,  collection  and 
delivery? — Yes,  it  includes  collection  and  de- 
livery. 

3757.  What  do  you  suppose  ought  to  be  a fair 
charge  for  collection  and  delivery  upon  goods  of 
that  kind  ? — I believe  the  fair  charges  at  both 
ends,  Newport  and  London,  would  be  4 s.  a ton. 

3758.  Whereas  the  excess  of  charge  is  11s.  Ad. 
a ton  ? — Y^es. 

3759.  What  are  the  rates  from  London  to 
Newport  upon  heavy  goods  and  hardware  ? — The 
rate  for  heavy  goods,  hardware,  floor  cloth,  and 
carpets,  is  35  s.  a ton  ; the  maximum  rate  is 
26  s.  9 d.  for  heavy  goods  and  hardware,  and  for 
floor  cloths  and  carpets,  33  s.  8 d. 

3760.  What  is  the  excess  in  that  case? — On 
the  heavy  goods  and  hardware  it  is  8 s.  3 d.,  or 
23^  per  cent,,  while  on  the  other  goods  it  is  a 
mere  trifle. 

3761.  What  would  be  a fair  charge  for  collec- 
tion and  delivery  upon  those  goods? — I have 
given  the  4 s.  upon  all  classes  of  goods. 

3762.  You  think  that  4 s.  ought  to  cover  all 
classes  ? — Yes. 

3763.  What  do  the  Company  charge  you  on 
goods  between  London  and  Newport,  such  as 
furnishing  furniture,  or  straw  goods,  or  fur 
goods,  or  laces  and  silk  ? — Taking  those  five,  they 
are  charged  at  70s.  per  ton  each. 

3764.  What  is  the  maximum  rate?  — The 
maximum  rate  is  38  s.  8 d.  per  ton. 

3765.  How  much  excess  is  that  ? — Thirty-one 
shillings  and  four-pence,  or  44f  per  cent. 

3766.  You  put  the  charge  for  collection  and 
delivery  upon  all  those  goods  at  4 s.  a ton,  and 
you  say  that  covers  everything,  in  your  opinion  ? 
— Yes. 

3767;  The  actual  excess  upon  this  last  class  of 
0.54. 


Lord  Randolph  Churchill — continued, 
goods,  including  the  4s.,  is  31s.  Ad.,  making 
an  actual  illegal  excess  of  about  27  s.  ? — Yes. 

3768.  Have  you  got  those  maximum  rates  out 
of  the  Acts  ? — Yes,  I have  taken  the  maximum 
rates  out  of  the'  Acts. 

3769.  And  how  do  you  get  the  charges  of  the 
companies;  from  the  books? — From  the  books  ; 
the  books  are  always  open  at  the  goods  station, 
so  that  any  man  can  go  in  and  see  them. 

3770.  Do  the  people  who  get  those  goods  pay 
any  extra  charge  when  they  insure  them  ? — Y'^es  ; 
in  the  case  of  valuable  goods,  such  as  silk  and 
lace,  as  to  which  there  is  considerable  risk  of  • 
damage,  or  anything  of  that  sort,  if  the  shop- 
keeper, or  the  haberdasher,  desires  to  insure  his 
goods  he  writes  to  the  company,  and  they  charge 
him  20  per  cent,  extra  upon  the  rate  I have 
given. 

3771.  So  that  supposing  you  were  having  lace 
sent  to  you  from  London  to  Newport,  and  you 
wished  the  company  to  Insure  it,  what  would 
you  pay  } — I should  pay  14  s.  a ton  extra. 

3772.  You  would,  first  of  all,  have  to  pay  an 
excess  charge  over  the  maximum  rate  of  31  s.  Ad., 
and  14  s.  a ton  in  addition  ? — Yes. 

3773.  Which  would  be  about  45  s.  in  excess 
over, the  maximum  rate  ? — That  would  be  it. 

3774.  Are  you  acquainted  with  the  maximum 
rates  charged  from  Manchester  to  Newport?  — 
Yes. 

3775.  Including  collection  and  delivery? — 
Yes,  quite  so. 

3776.  What  are  the  rates  on  drapery,  haber- 
dashery, and  woollen  goods?  — Mixed  drapery, 
haberdashery,  and  woollen  goods  all  come  at  65  s. 
a ton. 

3777.  What  should  the  maximum  rate  be? — 
Forty  shillings. 

3778.  There  must  be  a good  many  railways 
from  Manchester  to  Newport ; are  there  not  two 
or  thi'ee  ? — It  is  extremely  difficult  to  say  where 
a railway  begins  and  where  it  ends.  For  instance, 
from  Manchester  to  Newport,  the  London  and 
North  Western  Company  are  mixed  up,  and 
perhaps  the  Midland  are  also  ; but  those  are  the 
maximum  rates  taken  out  from  the  Acts. 

3779.  From  the  Acts  of  the  London  and  North 
Western  Company  ? — The  Acts  of  the  lines 
coming  from  Manchester  to  Newport ; they  come 
by  way  of  Shrewsbui'y,  by  Shrewsbury  and  Here- 
ford, and  from  Hereford  to  Abergavenny. 

3780.  You  say  that  the  maximum  rate  upon 
those  three  classes  of  goods  is  40  s.? — Yes. 

3781.  And  what  excess  does  the  Company’s 
charge  make  over  that;  is  it  15s.  ? — It  is  15  s.,  or 
27  per  cent. 

3782.  Upon  heavy  goods  and  hardware  what 
do  the  companies  charge  ? — Upon  heavy  goods, 
hardware,  carpets,  and  floor-cloths,  taking  them 
together,  the  rate  is  43  s.  Ad.,  and  the  maximum 
rate  upon  the  first  two  items  is  37  s.  6 d.,  showing 
an  excess  of  5 s.  10  d.,  or  13  per  cent. 

Mr.  Barclay. 

3783.  Do  I understand  when  you  speak  of  the 
maximum  rates  that  the  Company  is  entitled  to 
charge,  you  have  added  to  the  mileage  rate  4 s. 
a ton  for  collection  and  delivery  ? — Four  shillings 
would  be  2 s.  at  each  end. 

Y 2 
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Mr.  Barclay — continued. 

3784.  Do  I understand  that  after  calculating 
out  the  mileage  rates  you  add  4 s.  a ton  for  col- 
lection and  delivery  ? — I give  you  the  charge  of 
the  railway  com])anies,  the  railway  companies 
remunei’ating  themselves  for  'collection  and 
delivery  also. 

3785.  Have  you  added  that  to  what  you  call  the 
maximum  rate  Avhich  the  Company  is  entitled  to 
charge? — I will  give  you  a short  Illustration. 
Tomkins  writes  to  his  house  in  Manchester,  and 
says,  “Send  me  so  many  tons  of  goods;”  he 
receives  those  goods ; the  railway  company  go 
and  fetch  those  goods  ; the  railway  company 
deliver  them  into  Tomkins’ shop  at  Newport,  and 
they  ask  Tomkins  to  pay  them  55  s.  and  upwards 
for  those  services. 

Lord  Randolph  Churchill. 

3786.  And  the  maximum  rate  authoi’ised  by 
the  Act  would  be  40  s.  ? — Yes. 

^ Mr.  Bolton. 

3787.  That  would  be  from  station  to  station?  — 
Yes. 

Lord  Randolph  Churchill. 

3788.  So  that  there  is  an  excess  of  15  5.  over 
and  above  the  maximum  rate? — Yes. 

3789.  You  say  that  out  of  that  15  s.,  4 s.  would 
cover  the  cost  of  collection  and  delivery  amply  ? 
— Yes. 

3790.  So  that  there  is  an  excess  of  1 1 s.,  which, 
in  your  opinion,  is  an  illegal  charge  ? — Yes. 

3791.  Let  us  now  go  to  the  fourth  classof  goods, 
namely,  straw  goods,  fur  trimmings,  furnishing 
furniture  ; what  is  the  actual  charge  made  by  the 
Company  per  ton  for  them? — Sixty-five  shillings. 

3792.  What  do  you  state  is  the  maximum 
rate? — Forty-two  shillings  and  sixpence. 

3793.  What  is  the  excess? — Twenty-two 
shillings  and  sixpence,  or  34 1 per  cent. 

3794.  I suppose  to  get  at  the  fair  excess  you 
ought  to  deduct  4 5.  a ton  from  the  22  s.  6 d.  ? — 
Yes,  that  would  ])ut  it  in  the  most  favourable 
light  for  the  railway  company. 

3795.  Making  an  excess  charge  of  18  5.  6 d.  ? 
— Yes  ; then  I ought  also  to  mention  that  for  these, 
goods  there  is  a charge  of  20  per  cent,  extra  from 
Manchester  in  case  you  insure. 

3796.  Is  it  the  case  or  not  that  when  the  com- 
panies are  charging  their  full  maximum  rate  they 
are  by  law  bound  to  carry  at  their  own  risk  ? — 
The  charge  for  insurance  is  wholly  illegal ; the 
companies  have  no  right  to  charge  it. 

3797.  Does  the  maximum  rate  which  the  com- 
pany is  authorised  to  charge  include  by  law  the 
insurance  of  the  goods  ? — Yes,  so  I say. 

3798.  So  that  the  company  charge  over  their 
maximum  rate,  and,  in  addition  to  that,  they  de- 
mand 20  per  cent,  for  insurance  ? — Yes. 

3799.  What  do  you  pay  if  you  get  furniture 
from  London  to  Newport? — Furniture  comes 
under  a different  category  : the  upholsterer  in 
London  delivers  it  to  the  station;  it  is  more  con- 
venient for  him  to  deliver  articles  such  as  furni- 
ture at  the  station,  therefore  the  rate  I am  now 
going  to  give  the  Committee  is  the  station  to  sta- 
tion rate. 

3800.  What  do  the  Company  charge  ? — Seventy 
shillings  per  ton. 


Lord  Randolph  Clmr chill — continued. 

3801.  AVdiat  is  the  maximum  rate  authorised 
by  the  Act? — The  maximum  rate  should  be 
385.  8f/. 

3802.  What  is  the  excess  there  ? — The  excess 
there  is  315.  Ad.,  which  is  equal  to  44|  per  cent. 

3803.  And  there  is  no  deduction  to  be  made  there 
for  collection  and  delivery? — No,  the  upholsterer 
in  London  delivers,  and  the  furniture  broker  at 
the  other  end  sends  his  own  vans  to  fetch  it. 

3804.  Does  this  rate  include  insurance? — No, 
of  course  you  pay  14  s.  more  if  you  insure  ; you 
pay  20  per  cent,  more  for  insurance  if  you  do  in- 
sure. 

Chairman. 

3805.  When  you  talk  of  Insurance,  I suppose 
you  mean  an  insurance  whereby  the  railway 
company  guarantees  the  payment  of  the  value  or 
a portion  of  the  value  if  a loss  arises  to  the  con- 
signor from  whatever  cause  ? — Yes. 

3806.  But  you  know  that  a common  carrier  by 
law  is  merely  responsible  for  his  own  so-called 
negligence  ? — That  is  so. 

3807.  If  it  is  an  insurance  which  insures  the 
goods  against  all  risks  it  would  not  be  an  illegal 
charge,  because  the  common  carrier  is  only  liable 
for  his  own  negligence ; is  that  so  ? — I cannot 
draw  any  distinction  between  a common  cai'rier 
being  liable  in  carrying  goods,  smd  a railway- 
company  carrying  me  as  a passenger  ; they  are 
liable  for  any  neglect  on  their  part ; the  carriage 
may  not  be  well  covered  over,  and  the  goods  may 
suffer  by  rain,  for  example. 

3808.  But  the  railway  company  is  a common 
carrier  and  they  are  liable  for  their  neglect,  but, 
as  1 understand,  the  insurance  to  which  you  are 
alludin"  insures  the  e'oods  from  loss  from  what- 

O O 

ever  cause  ? — I cannot  follow  the  distinction. 

Lord  Randolph  Churchill. 

3809.  You  do  not  know,  in  fact,  whether  the  in- 
surance for  which  you  pay  20  per  cent,  extra  is 
meant  to  insure  against  all  loss,  or  whether  it  is 
meant  to  insure  only  against  neglect  by  the  com- 
pany ? — Quite  so ; suppose  a haberdasher  sends 
some  lace  and  silks,  and  they  have  not  been  pro- 
perly covered  up,  and  in  the  course  of  transit 
they  are  damaged  by  rain  and  water,  then  the 
company  would  be  liable  Avithout  being  paid  for 
insurance. 

3810.  What  are  the  rates  from  Birmingham  to 
Newport  on  copper? — Birmingham  is  heavy 
business  altogether ; springs,  copper  sheathing, 
and  hardware,  are  charged  from  station  to  sta- 
tion. 

3811.  What  is  the  rate? — Twenty-five  shillings 
is  the  station  to  station  rate. 

3812.  What  is  the  maximum  rate? — Twenty 
shillings. 

3813.  That  is  an  excess  of  25  per  cent,  is  it 
not? — Yes  ; then  presses  Avould  be  charged  35  s., 
and  tools  50  s. 

3814.  What  are  presses? — Heavy  presses  for 
bending  iron,  and  so  on. 

3815.  Those  are  station  to  station  rates? — 
Yes. 

3816.  What  is  the  maximum  rate  for  presses? 
— It  should  be  28  s.  1 d. 

3817.  Whereas  the  company  charge  35  s.? — 
Yes. 


3818.  What 
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Lord  Randolph  Churchill — continued. 

3818.  What  Is  the  maximum  rate  for  tools? — 
That  should  be  the  same,  namely,  28  s.  1 d. 

3819.  What  do  the  companies  actually  charge? 
— They  charge  50  s.,  station  to  station. 

3820.  Will  you  hand  in  that  table? — I will 
deliver  the  table.  ( The  same  was  handed  in.) 

3821.  I think  you  have  the  station  to  station 
rates,  have  you  not,  on  the  Monmouthshire  Rail- 
way ? — Yes. 

3822.  In  this  table  do  the  company  divide  the 
goods  into  six  classes  ? — They  do. 

3823.  I see  os.,  Is.Qd.,  JOs.  lOd.,  11s.  8 <7., 
13s.  4t?.,  and  16s.  %d.  ? — Yes. 

3824.  Is  that  the  classification  from  Newport 
to  Ebbw  Vale  ? — Yes. 

3825.  Is  that  a distance  of  23  miles? — Yes. 

3826.  Then  the  lowest  classification  is  5 s.  a 
ton  ? — Y^es. 

3827.  Do  you  make  out  that  the  maximum  rate 
authorised  by  the  i^ct  is  5 s.  6 c?.  ? — Yes. 

3828.  Whereas  the  highest  charge  for  goods 
from  Newport  to  Ebbw  Vale  is  16s.  8c/.? — That 
is  the  railway  charge. 

3829.  Take  one  more  station  a little  farther 
distant;  how  much  is  the  distance  from  Newport 
to  Ponty])ool  ; is  it  11  miles  ? — Yes. 

3830.  From  Newport  to  Pontypool  what  is  the 
charge  by  the  company  upon  the  lowest  classifi- 
cation ? — Three  shillings  and  fourpence. 

3831.  What  is  the  maximum  rate  ? — The  maxi- 
mum rate  is  2 s.  9 d. 

3832.  So  that  the  lowest  classification  is  in 
excess  of  the  maximum  rate? — Yes. 

3833.  What  in  the  highest  classification  is  the 
charge  made  by  the  company  ?• — Two  shillings  and 
nlnepence  is  the  maximum  rate  of  charge  ; but 
155.  is  what  the  company  charge  on  the  highest  class. 

3834.  That  shows  an  excess  of  12  s.  3 d.  ? — The 
dlfierence  between  2 5.  9 c?.  and  15  s.  is  12  s.  Zd.-, 
those  are  station  to  station  rates  also. 

3835.  Will  you  give  the  Committee  some 
instances  upon  the  South  Wales  line  ; take  New- 
port, to  any  station  upon  the  South  Wales  line  ? — 
YYu  may  take  Newport  to  Gloueester,  which 
is  45  miles. 

3836.  What  is  the  charge  made  by  the  com- 
pany upon  the  lowest  classification  ? — There 
they  charge  6 5.  8 rf. 

3837.  What  is  the  maximum  rate? — Fifteen 
shillings. 

3838.  What  is  the  charge  made  by  them  upon 
the  highest  classification? — Forty  shillings. 

3839.  Is  that  a station  to  station  rate? — Yes. 

3840.  Will  you  give  us  an  instance  from  New- 
port to  some  station  upon  the  Sirhowy  Railway  ? 
— It  is  23  miles  from  Newport  to  SirhoAvy. 

3841.  What  charge  do  the  company  make  upon 
their  lowest  classification  ? — Six  shillings  and 
eightpence. 

3842.  What  is  the  maximum  rate  authorised 
by  the  Act? — Five  shillings  and  ninepence. 

3843.  So  that  their  charge  upon  the  lowest 
classification  is  in  excess  of  the  maximum  rate  ? — 
It  is. 

3844.  What  charge  do  they  make  upon  their 
highest  classification  ? — Eighteen  shillings  and 
fourpence. 

3845.  Will  you  hand  in  that  table? — I will. 
( The  same  was  handed  in.) 

0.54. 
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3846.  Is  there  any  other  point  which  you  wish 
to  call  attention  to  ? — I wish  to  call  attention  to 
the  charges  on  Avines  and  spirits  and  stable 
manure  ; those  Avill  be  found  in  the  next  table. 
Then  again  there  is  a very  large  business  done  in 
South  Wales,  in  the  Carmarthenshire  district, 
in  the  way  of  cattle;  cattle  are  carried  by 
the  truck  load,  so  much  a truck  ; you  take  a truck 
and  put  as  many  cattle  or  sheejA  in  as  you  like  ; 
they  run  along  the  South  Wales  Raihvay  from 
Carmarthen  to  NcAvport,  Avhich  is  88  miles,  and 
then  to  TIerelbrd,  their  destination,  40  miles  in 
addition.  For  the  128  miles  they  they  charge  you 
2 /.  6 s.  per  truck,  but  if  you  take  a truck  load 
ifom  Carmarthen,  and  stop  at  Newport,  and  dis- 
charge it  there,  they  charge  you  3 Z.  2 s.  3 d.  ; 
but  not  content  Avith  that,  a man  must  go  in 
charge,  and  the  man’s  fare  is  chariied,  if  he  goes 
to  Hereford,  128  miles,  at  Is.  6 rZ.,  but  if  he 
stops  at  NeAvport,  at  the  end  of  the  88  miles,  he 
is  charged  85.  1 1 (Z. ; in  addition  to  that,  during 
the  rinderpest  that  Ave  had  some  time  ago,  the 
company  put  on  an  extra  charge,  Avhich  has  never 
been  taken  off  since,  of  1 5.,  for  Avhat  they  called 
cleaning  the  trucks. 

3847.  Will  you  hand  in  a Table  shoAving  the 
charges  you  have  now  been  referring  to  ? — I Avill. 
{The  Table  was  handed  in.) 

3848.  Are  there  any  general  observations  you 
would  Avish  lo  make? — I Avish  to  trouble  the 
Committee  very  shortly  Avith  my  views  of  Avhat 
the  public  require  ; Ave  require  an  equality  of 
charges  for  an  equality  of  services  as  a sound 
principle  to  go  upon,  restraining  railway  com- 
panies I’rom  grossly'  violating  every  principle  of 
equity  and  fairness.  I have  shoAvn  that  the 
railway  companies  have  long  acted  most  v'exa- 
tlously  and  capriciously,  relying  for  their  over- 
charges on  the  ignorance,  as  Avell  as  the  helpless- 
ness of  the  public.  A general  equalisation  of 
charges  for  both  merchandise  and  jAassenger  at 
reasonable  rates  is  quite  practicable,  and  this 
done  there  Avould  be  a safeguard  against  excessive 
charges.  With  the  multitude  of  RaiEva}'  Acts 
they  all  bristle  Avith  pains  and  penalties,  even  to 
imprisonment  as  against  the  public,  but  noAvhere 
do  you  find  a penalty  imposed  upon  companies 
for  the  many  Avrongs  daily  committed  against  the 
public  interests.  Penalties  should  be  imposed 
upon  raihvay  eompanies  acting  Avrongfully  In  the 
Avay  in  Avhich  penalties  are  imposed  upon  clerks 
of  the  peace,  clerks  to  magistrates,  &c.,  to  be 
recovered  by  summary  process,  and  if  need  be 
payable  to  the  county  treasurer.  With  reference 
to  the  Raihvay  Commissioners,  they  form  a 
tribunal  highly  esteemed.  Their  judgments  are 
given  in  full  accord  Avith  good  plain  common 
sense  and  law,  and  at  a cost  that  enables  men, 
like  myself,  of  limited  means,  to  obtain  redress  of 
grievances  which  could  not  be  hoped  for  prior  to 
its  establishment.  Their  poAvers  are,  however, 
too  prescribed  ; they  require  extension,  and  for 
the  protection  of  the  poor  suitor  but  one  appeal 
should  be  allotted.  My  OAvn  experience  in  litiga- 
tion Avith  railway  companies  is  that  they  have  no 
regard  for  the  right  or  Avrong  of  a case.  Their 
first  resort  is  to  avail  themselves  to  the  utmost  of 
the  laAv’s  delay,  set  out  every  possible  postpone- 
ment, wholly  regardless  of  costs  to  themselves, 
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Lord  liandolph  Churchill — continued, 
and  so  weary  out  their  assailants,  and  this  system 
is  now  so  well  understood  that  large  numbers  put 
up  with  gross  injustice  rather  than  enter  a court 
of  law,  beset  by  so  many  terrors ; hence  I am 
strongly  in  favour  of  a continuance  of  the  Bail- 
way  Commissioners  with  greatly  enlarged  powers, 
and  thus  attain  protection  against  the  present,  in 
too  many  cases,  tyrannical  conduct  of  railway 
companies. 

Sir  Daniel  Gooch. 

3849.  By  uhlch  Act  of  Parliament  do  you 
calculate  the  rates  as  between  Newport  and 
London  ; how  many  Acts  of  Parliament  are  there 
existing  upon  that  route? — There  are  multitu- 
dinous Acts  of  Parliament.  Lord  Skelmers- 
dale’s  Eeturn  is  my  guide  for  the  maximum 
rates. 

Mr.  Phipps. 

•3850.  What  is  the  distance  from  London  to 
Newport? — One  hundred  and  fifty-eight  miles. 

3851.  And  what  is  the  distance  from  Man- 
cnester  to  Newport? — I think  145  miles. 

3852.  And  what  from  Birmingham  to  New- 
port?— Birmingham  I should  think  would  be 
about  106  or  107  miles. 

3853.  Do  you  think  that  4 s.  a ton  is  enough 
for  miscellaneous  goods  being  collected  in  Lon- 
don, and  delivered  in  Newport? — Yes,  I do  ; I 
believe  the  trade  consider  it  so  too. 

3854.  You  said  that  the  railway  companies 
also  charged  20  per  cent,  more  than  they  were 
entitled  to  do  for  insurance,  because  the  insurance 
was  included  in  the  maximum  rates  ? — That  is 
what  I think. 

3855.  Are  you  quite  clear  that  that  is  so? — I 
put  it  forward  as  I believe  it  to  be. 

3856.  But  of  course  a railway  company  would 
always  be  liable  for  its  own  laches  if  goods  were 
lost  by  the  negligence  of  the  company,  or  by  the 
insecurity  of  the  covering,  or  anything  of  that 
kind ; but  supposing  they  were  stolen,  do  you 
mean  that  they  should  be  responsible  then  ? — 
Yes,  if  the  goods  are  delivered  to  you  for  safe 
custody,  you  must  deliver  them. 

3857.  But  if  there  were  no  negligence  proved 
on  the  part  of  the  railway  company? — You  put 
the  case,  if  I understand  you  rightly,  thus : sup- 
posing vans  were  robbed  on  the  way,  in  that  case 
I take  it  the  company  would  be  clearly  liable. 
Supposing  there  was  a small  bale  which  happened 
to  be  a very  valuable  one,  of  lace,  and  that  were 
carried  away,  certainly  the  company  would  be 
liable  for  that. 

3858.  But  is  it  not  the  case  that  a railway  com- 
pany would  only  be  responsible  if  the  goods  were 
not  insured  up  to  a certain  amount  ? — 1 believe 
that  is  so,  but  I cannot  speak  myself  as  to  that. 
I believe  there  is  a limit  to  the  liability  of  rail- 
way companies ; for  instance,  you  may  send  a 
packet  of  lace  that  is  worth  200  1.  or  300  1.  I do 
not  think  it  would  be  quite  right  that  you  should 
sue  the  railway  company  for  so  large  an  amount 
as  that. 

3859.  One  other  priucqial  cause  of  complaint 
against  this  railway  company  was  that  cattle  were 
charged  more  from  Carmarthenshire  if  left  at 
Newport,  which  would  be  40  miles  short,  than  if 
they  were  taken  on  to  Hereford? — Yes. 


Mr.  Phipps — continued. 

3860.  That  is  so,  is  it? — Yes,  and  the  reason 
is  this : that  there  is  a small  line  of  railway,  I 
think  it  is  called  the  Mid-Wales,  which  goes  off 
to  Craven  Arms,  that  is  north  of  Hereford,  and 
then  they  come  right  down  south  into  Hereford, 
and  that  line  of  railway  is  not  in  the  hands  or 
within  the  power  of  the  Great  Western  Railway 
Company  ; the  other  is  the  Great  Western  Com- 
pany’s line  proper. 

3861.  Then  the  line  froral  Newport  to  Here- 
ford is  in  the  hands  of  what  company  ? — I be- 
lieve it  is  jointly  between  the  London  and  North 
Western  and  the  Great  Western. 

Mr.  Bolton. 

3862.  You  I tliink  expressed  a favourable 
opinion,  with  which  I think  most  of  us  would  be 
inclined  to  agree,  of  the  Railway  Commissioners  ? 
— Yes,  I think  very  highly  of  them. 

3863.  And  you  added  that  redress  and  justice 
could  be  obtained  in  their  court  at  a very  mode- 
rate rate  ? — Yes,  that  was  why  the  Commission 
was  constituted,  to  protect  the  poor  trader. 

3864.  Redress  can,  in  your  opinion,  be  obtained 
there  at  a moderate  cost  ? — Their  jurisdiction  is 
not  quite  so  wide  and  extended  as  I should  wish 
to  see  it ; I wish  to  see  their  powers  extended. 

3865.  You  have  given  the  Committee  a very 
long  list  of  enormous  overcharges  according  to 
your  view  ; can  you  tell  the  Committee  why  an 
application  has  not  been  made  to  the  Railway 
Commissioners  for  redress  to  these  wrongs  ? — It 
would  be  for  the  individual ; for  the  tradesman 
and  the  shopkeeper  to  do  it  ; those  are  not  a 
class  of  men  who  can  take  up  and  fight  a battle 
of  that  sort. 

Mr.  Lowther. 

3866.  Is  it  your  opinion  that  the  British  pub- 
lic are  helpless  and  ignorant,  as  a rule  ? — No,  not 
in  the  way  that  you  are  putting  it. 

3867.  It  is  the  way  that  you  put  it? — In  this 
way,  that  they  are  ignorant  of  the  responsibilities 
of  the  railway  companies  to  themselves ; that  is 
to  say,  they  do  not  understand  the  whole  bearings 
of  the  case. 

3868.  And  you  think  that  the  Railway  Com- 
missioners are  therefore  the  protection  of  the  poor 
trader? — I think  you  will  find  that  in  the  recom- 
mendations upon  which  the  legislation  followed. 

3869.  And  did  you  as  a poor  trader,  ot  did 
anybody  in  Newport  as  a poor  trader,  apply  to 
the  Railway  Commissioners  when  they  found  that 
those  charges  were  made  ? — I do  not  know  of  any 
case  ; I do  not  think  there  has  been  such  a case. 

3870.  Why  not? — For  the  very  reason  that  I 
have  stated ; law,  even  from  our  cheapest  courts, 
is  costly  enough,  and  it  does  not  suit  a tradesman 
to  get  into  hostilities  with  a railway  comjiany. 
The  railway  company  can  annoy  him  in  his  trade 
and  his  business  in  many  various  ways,  and  there- 
Ibre  he  had  better  put  up  with  the  evils  that  he 
endures. 

3871.  You  stated  that  there  was  an  extra 
charge  made  by  the  railway  companies  for  clean- 
ing trucks  for  cattle  ; is  that  charge  made  by  the 
railway  company  ? — If  I want  a truck  to  carry 
my  cattle  I am  charged  I s.  for  the  cleansing  of 
the  truck. 


3872.  But 
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Mr.  Lowther — continued. 

3872.  But  do  you  know  that  that  charge  is 
made  by  the  railway  companies,  or  is  it  made 
by  the  Board  of  Trade  ? — I do  not  know  that  at 
all ; I know  I have  to  pay  it. 

3873.  And  you  therefore  conclude  that  it  is 
charged  by  the  railway  company  ; it  is  not 
charged  by  Act  of  Parliament,  is  it? — It  is  a 
charge  upon  me. 

3874.  But  you  do  not  know  why  the  railway 
company  charge  it  ? — It  is  for  the  purpose  of 
cleansing  the  truck. 

3875.  But  you  do  not  know  that  they  are 
obliged  to  clean  the  truck  by  Act  of  Parliament, 
do  you  ? — I think  so ; I think  I have  read  of 
cases  in  which  railway  companies  have  been 
punished  for  not  doing  it,  for  neglecting  to  do 
it. 

3876.  I am  sure  you  would  wish  to  correct  a 
statement  you  have  made  ; you  said  you  take  a 
truck  and  put  as  many  cattle  in  it  as  you  like  ; 
that  is  not  so,  is  it? — It  is  so. 

3877.  And  your  opinion  is  that  the  charge  for 
insurance  is  wholly  illegal?  — It  is  wholly  illegal. 

Sir  Edward  Watkin. 

3878.  With  regard  to  insurance,  you  are  aw'are 
that  there  was  a Committee  of  this  House  rvhich 
sat  upon  the  question  of  railway  insurance  two  or 
three  years  ago  ? — Yes. 

3879.  And  it  was  quite  admitted  that  it  W’as 
legal  to  charge  insurance  within  certain  limits ; 
are  you  aware  of  that? — I cannot  speak  to  that. 

3880.  In  dealing  with  what  you  call  the  maxi- 
mum rate  of  the  companies,  you  have  taken  4 s., 
I see,  as  between  London  and  Newport,  for 
cartage  ? — Yes. 

3881.  Hoav  much  is  that  for  London  and  how 
much  for  Newport? — Two  shillings  for  each. 

3882.  Do  you  consider  2 s.  a fair  charge  for 
cartage  in  London  ?— Yes,  I believe  it  is  con- 
sidered  so. 

3883.  Have  you  included  in  your  calculations 
anything  for  the  use  of  warehouses  belonging  to 
the  companies  ?— No,  we  do  not  want  a ware- 
house. 

3884.  Have  you  included  anything  for  sidings  ? 
— No,  we  do  not  want  the  use  of  sidings  ; we 
deliver  our  goods  into  your  stations,  and  put  them 
into  your  trucks. 

3885.  The  waggons  have  to  be  shunted,  have 
they  not? — The  waggons  have  to  be  shunted  for 
the  purpose  of  making  up  the  trains. 

3886.  Sometimes  for  miles ; the  same  waggon 


Mr.  Edward  Watkin — continued, 
for  a mile  or  two  ? — I do  not  know  about 
“ miles;  ” I do  not  know  about  a mile  even. 

3887.  Have  you  allowed  anything  for  the 
waggons  coming  back  ? — Iron  and  coal  waggons 
pay  upon  that  w'hich  they  take  laden,  and  they 
are  returned  empty. 

3888.  But  you  rightly  or  wrongly  have  allowed 
nothing  for  empty  waggons ; you  are  aware  that 
if  a waggon  goes  to  Newport  empty  and  comes 
back  full, it  goes  two  miles  for  one? — That  is  so. 

3889.  Have  you  taken  anything  for  that  ? — I 
say  the  waggons  are  included  in  the  maximum 
rate  to  be  paid  for  the  conveyance  of  goods. 

3890.  You  have  taken  nothing  for  that? — No, 
I have  taken  nothing  either  for  locomotive  power 
or  for  waggons  ; they  are  all  included. 

3891.  You  have  given  the  rates  between 
Manchester  and  Newport ; I think  there  are 
four  lines  which  make  up  the  route  between 
Manchester  and  Newport? — Yes. 

3892.  Have  you  looked  at  all  their  Acts  of 
Parliament  to  get  the  figures  which  you  have 
given  to  the  Committee  ? — As  far  as  I could 
search. 

3893.  You  will  not  pledge  yourself  that  the 
figures  which  you -have  given  are  accurate? — No, 
but  I will  pledge  myself  to  this  extent,  that  I 
have  endeavoured  to  get  at  the  truth  in  all  the 
figures  I have  given. 

3894.  Then  you  said  something  about  furni- 
ture ; when  you  speak  of  the  insurance  of 
furniture,  is  it  not  because  it  is  not  packed  in 
cases,  so  as  to  be  less  liable  to  damage,  that  the 
insurance  is  required? — I do  not  know  about  that. 

3895.  Will  you  take  it  from  me  that  the 
furniture  that  is  insured  is  that  which  is  not 
packed,  but  is  sent  loose  for  the  convenience  of 
the  sender? — No  doubt. 

Lord  Randolph  Churchill. 

3896.  I suppose  your  calculation  of  4 s.  a ton 
for  the  'expenses  of  collecting  and  delivery,  is  not 
a calculation  wdiich  Avas  meant  to  apply  accurately 
to  one  particular  class  of  goods  more  than  an- 
other, but  is  an  average  calculation  applying  all 
round  ? — I have  so  stated  it. 

Sir  Edward  Watkin. 

3897.  Are  you  aware  that  the  allowance  be- 
tween company  and  company,  for  the  carted 
London  terminal,  is  8 s.  G d.  ? — 1 do  not  know 
what  your  Clearing-house  arrangements  are ; I 
do  not  know  anything  about  them. 


Mr.  Charles  King,  called  in ; and  Examined. 


Mr.  Barclay. 

3898.  You  are  a corn  factor,  cari-ying  on 
business  in  Mark-lane  ? — I am. 

3899.  And  you  go  to  the  country,  principally 
to  the  county  of  Surrey,  to  buy  grain  for  the 
London  market  ? — I do,  and  to  sell  it  also. 

3900.  You  are  here  to  complain  of  the  in- 
equalities of  rate  charged  by  the  railway  com- 
panies in  Surrey,  for  the  conveyance  of  grain, 
are  you  not? — I am. 

3901.  Will  you  give  the  Committee  some  illus- 
trations of  the  inequalities  of  the  rates  of  which 

0.54. 


Mr.  Barclay — continued. 

you  complain? — Yes;  I will  take  the  London, 
Brighton,  and  South  Coast  Railway  first. 

3902.  The  rates  you  are  going  to  quote  are 
station  to  station  rates? — Yes. 

3903.  And  for  the  canlage  of  grain?  — Yes. 
The  South  Coast  Railway  go  to  Guildford, 
which  is  56  miles,  and  they  charge  4 s.  The 
same  to  Bramley,  53  miles,  simply  because  they 
compete  with  Shalford  on  the  South  Eastern 
Railway  ; they  charge  5 s.  5 c?.  to  Cranleigh, 
which  is  48  miles,  and  they  charge  4 s.  1 1 c?.  to 
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Mr.  Barclay — continued. 

Riulgwick,  which  is  44  miles ; they  charge  4 5 d. 

to  Horsham,  which  is  37  miles,  and  they  charge 
3 s.  9 d.  to  Ked  Hill,  Avhich  is  20  miles,  all  upon 
the  same  route,  or  only  3 d.  a ton  less  for 
carrying  less  than  half  the  distance  to  Guild- 
ford. 

3904.  Do  they  make  any  difference  in  the 
charges  upon  grain  from  the  country  up  to 
London,  and  from  London  down  to  the  country  ? 
—No. 

3905.  Will  you  now  give  the  Committee  some 
other  examples  of  which  you  complain  ? — Taking 
the  South  Eastern,  their  rates  are  more  than  the 
Brighton  Company’s  ; the  rate  to  Guildford  is 
the  sa,me  as  by  the  other  company,  but  they 
charge  from  Merstham  3,'t.  Ad.,  going  only  19 
miles,  and  they  charge  from  Croydon  to  Merst- 
ham, which  is  only  10  miles,  3 s.  9 d.,  over  the 
same  route. 

3906.  How  much  is  that  a mile? — It  is  about 
A\d.  I am  not  comparing  this  as  against  the 
Act  of  Parliament  rates,  but  as  against  the  pro- 
ducer and  the  dealei-.  Then  to  lied  Hill,  a 
distance  of  12  miles  from  Croydon,  the  company 
charge  3 s.  4 d. 

3907.  How  much  is  that  a ton  a mile  } — Three- 
pence farthing,  and  to  Shalford  and  Chilworlh 
they  charge  6 s.  S d.,  a distance  of  31  miles  and 
21  miles  respectively  from  Croydon. 

3908.  Do  you  know  any  of  the  rates  upon  the 
London  and  South  Western  Railway  of  a similar 
character? — Thinking  they  would  fall  back  upon 
the  ground  of  com})etition  with  the  South  Eastern, 
I took  one  rate,  that  is  the  AVoking  rate  ; Wok- 
ing is  23  miles  from  London  ; all  three  railways 
go  to  Guildford,  and  the  rate  of  each  is  the 
same. 

3909.  Is  the  A¥oking  an  intermediate  station 
between  London  and  Guildford? — Tes. 

3910.  AVhat  do  you  make  out  that  the  South 
AVestern  Company  charge  to  AVoking? — Four 
shillings  and  five  pence. 

3911.  That  is  5 rZ.  more  for  the  less  distance 
than  for  the  longer  distance? — Yes  {the  Table 
was  handed  in). 

3912.  How  does  this  affect  you  in  your  busi- 
ness ?— Simply  that  it  often  stops  the  removal  of 
grain. 

3913.  Just  such  a little  difference  as  that 
affects  the  route  or  the  destination  of  the  goods 
— It  must  stop  the  moving  of  it,  because  you  will 
see  that  where  a 4 s,  rate  is  charged  from  London 
to  a great  centre,  and  for  somewhere  in  between 
6 s.  8 d.,  that  must  be  against  the  producer,  and 
also  against  the  man  who  attempts  to  move  the 
grain. 

3914.  We  may  see  it  in  an  abstract  way,  but 
I ask  you  whether  these  differential  rates  do 
affect  the  conduct  of  your  business  ? — Un- 
doubtedly ; they  stop  it  at  times. 

3915.  A'ou  find  that  these  irregular  and  dif- 
ferential rates  do  interfere  with  the  course  of 
your  business? — They  do. 

3916.  Do  you  desire  to  have  some  uniformity 
in  the  rates? — Yes,  it  is  only  fair  to  the  traders 
and  to  the  producers  that  it  should  be  so. 

3917.  That  would  give  you  facilities  in  the 
conduct  of  your  business? — A"es,  and  to  all 
others. 

3918.  Is  there  a general  complaint  in  the  trade 
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about  these  irregularities  ? — A."es,  except  where 
they  have  preferential  rates. 

3919.  The  man  who  has  preferential  rates 
does  not  complain? — No;  that  is  how  this  ques- 
tion has  been  so  badly  represented  to  you ; it 
ought  to  have  been  represented  very  much  more 
strongly  than  it  has. 

3920.  Certain  parties  get  advantageous  rates, 
and  they  do  not  therefore  desire  to  say  anything 
against  the  railway  companies,  lest  they  should 
be  deprived  of  those  advantageous  terms  ? — That 
is  so, 

3921.  Do  you  say  so  of  your  own  knowledge? 
— Yes,  I do. 

3922.  Do  you  know  of  any  ])arties  that  get 
more  favourable  terms  than  you  ? — Perhaps  if  I 
had  applied  for  them  I should  have  got  them,  but 
I know  some  parties  get  more  favourable  rates 
than  I do,  but  the  companies  in  those  cases  da 
put  this  ])roviso  in,  that  they  carry  at  the  owners’ 
risk  ; 1 have  never  been  able  to  find  out  what 
the  owners’  risk  was.  I know  a case  in  which 
100  sacks  Avere  carried,  and  the  company  de- 
livered only  99 ; the  matter  was  taken  before  the 
county  court  judge,  and  he  ruled  in  faA'our  of 
the  company,  and  the  consignors  did  not  get  an 
allowance  for  the  sack, 

3923.  A"ou  think  it  an  improper  thing  for  a rail- 
way company  to  acknowledge  the  receipt  of  a cer- 
tain quantity, and  then  protect  themselves  from  de- 
livering short  by  any  clause  in  their  contract? — 
I think  it  is  an  unfair  thing. 

3924.  A"ou  complain  of  preferential  rales  being 
gi'anted  to  certain  individuals  as  Avell  as  differ- 
ential and  irregular  rates  charged  over  different 
portions  of  the  line  ? — I do. 

3925.  Did  I understand  you  aright  as  saying, 
that  you  knew  of  cases  where  certain  trader's  got 
advantages  over  others  under  the  same  circum- 
stances?— I do  not  know  about  “under  the  same 
circumstances,”  but  I know  several  traders  who 
have  preferential  rates.  I believe  most  of  them 
(I  did  not  put  the  question  to  them  all)  were  at 
owners’  risk,  but  inasmuch  as  I have  proof  from 
one  of  the  general  managers  here,  I believe  it  is 
so,  that  the  goods  are  carried  at  owners’  risk. 

3926.  Are  you  aware  whether  your  OAvn  goods 
are  carried  at  oivners’  risk  ? — I know  they  are 
not. 

3927.  A^ou  insist  upon  their  being  carried  at 
the  risk  of  the  company  ? — A"es,  certainly. 

3928.  A"ou  haA'e  not  inquired  Avhether  the 
railway  company  is  exceeding  its  maximum  i-ate 
in  the  charges  they  make  against  you  ? — I know 
they  are,  in  some  instances ; but,  m a great 
many,  I believe  they  are  really  less  than  the 
rates  in  the  Act  of  Parliament, 

3929.  AYhy  do  you  believe  that? — The  cal- 
culation tells  me ; for  instance,  1 know  that  the 
South  Coast  Company  have  reduced  their  rates 
some  months  since,  which  has  drawn  the  sting, 
as  against  them,  I admit  in  a great  measure. 

3930.  Do  you  contend  that  the  Brighton 
Company  are  noAV  within  their  maximum  rates? 
— Very  nearly  they  are,  except  as  regards  those 
intermediate  stations. 

3931.  I ask  yon  upon  what  ground  you  say 
that  the  London  and  Brighton  Company  has  now 
come  Avithin  its  maximum  rates  ? — Taking  one 
with  the  other,  I believe  it  is  so. 


3932.  Have 
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3932.  Have  you  examined  tlie  Acts  of  Par- 
liament to  ascertain  the  facts  ? — I have. 

Chairman. 

3933.  It  is  veiy  little  consolation  to  a trader 
■who  is  paying  over  the  maximum  rales  allowed 
to  know  that  somebody  else,  who  is  at  another 
part  of  the  line,  is  paying  a little  less,  and  that, 
taking  the  average,  makes  it  come  out  right  ?— 
Perhaps  so ; but  with  regard  to  the  dealers  it 
makes  very  little  difference. 

Mr.  Fa  yet. 

3934.  You  complain  that  those  rates  interfere 
with  your  business ; what  would  be  the  effect 
upon  your  business  if  the  rates  xvere  arranged  in 
a reasonable  and  fair  manner  ? — That  we  should 
be  able  to  move  more. 

3935.  Would  that  have  the  effect  of  reducing 
the  price  of  the  goods  that  you  are  able  to  sell  ? 
— I think  that  it  would  have  the  effect  of  giving 
the  producers  more  money. 

3936.  M^ithout  increasing  the  to  the 

consumer? — Without  increasing  the  price  to  the 
consumer. 

3937.  Do  you  mean  to  say  that  there  are  pro- 
ducers who  are  pi-evented  from  sending  their 
goods  to  those  particular  places  by  those  unequal 
rates  of  which  you  now  complain  ? — Yes. 

Mr.  Dillwyn. 

3938.  Do  not  you  think  it  essential  that  there 
should  be  some  reduction  made  when  the  owner 
takes  the  risk? — The  argument  I use  against  it 
is  this,  that,  if  you  are  a large  trader,  and  you 
have,  say  20,  40,  or  100  consignments  and  more, 
you  can  afford  to  be  your  own  insurer,  but  if  you 
do  not  consign  so  frequently  you  cannot. 

3939.  If  you  were  a railway  manager,  do  not 
you  think  that  you  would  be  willing  to  make  a 
reduction  to  people  who  were  willing  to  take  the 
risk  ? — That  may  be  a fair  argument,  but  I take 
my  objection  to  it  on  public  grounds. 

Mr.  Craiy. 

3940.  Do  you  understand  the  oxvner’s  wish  to 
extend  as  far  as  loss  of  quantity  ? — P do  not  ; 
I should  like  to  see  the  matter  settled. 

3941.  You  would  not  extend  the  risk  to  ab- 
straction?— The  companies  call  upon  you  to 
prove  the  neglect ; that  is  the  difficulty. 

3942.  You  could  not  by  any  possibility  cal- 
culate an  insurance  amount  to  cover  that  ? — I 
think  not. 

3943.  But  you  might,  I suppose,  make  a cal- 
culation to  cover  damage  upon  a large  trade  ? — 
A large  trade  I might,  but  1 do  not  think  a small 
trade  I could. 

3944.  So  that  this  increase,  if  it  is  in  con- 
sideration of  the  risk  at  all,  ought  not  to  extend 
beyond  damage  to  the  property  itself? — Cer- 
tainly not. 

Sir  Edward  Watkin. 

3945.  You  "ave  the  Committee  the  rate  of 

O 

the  London  and  Brighton  Company  to  Guild- 
ford, a distanee  of  56  miles,  at  4 s.  I under- 
stand that  your  complaint  is,  not  that  the  railway 
companies  that  you  mentioned  are  carrying  above 
their  maximum  power,  but  tliat  they  are  charging 
irregularly  ? — Yes. 

0.54. 
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3946.  Is  it  your  recommendation  to  the  Com- 
mittee that  they  should  charge  by  an  equal 
mileage  divisional  rate? — Yes. 

3947.  Irrespeetive  of  distance  ? — Yes. 

3948.  So  that  if  one  market  is  100  miles  from 
London,  and  another,  10  miles,  you  think  the 
company  should  charge  10  times  as  much  from 
one  as  from  the  other? — Yes,  but  with  any  re- 
duction you  like  for  long  distances,  provided  it 
does  not  make  the  rate  less  than  for  those  stations 
you  pass  through. 

3949.  You  think  that  xvould  develop  trade  ? — 
Yes  ; I will  not  take  the  large  towns,  but  take 
the  intermediate  places, 

3950.  But  that  is  what  you  would  contend 
for,  viz.,  equal  mileatje  rates  irrespective  of 
distance? — Yes,  with  the  proviso  above. 

3951.  You  said  there  was  no  difference  in  the 
charge  for  grain,  up  and  down  ? — That  is  so. 

3952.  If  it  was  4 s.  up,  it  would  be  4 s.  down 
between  the  same  jdaces  ? — That  is  so. 

3953.  You  have  no  complaint  upon  that 
ground  ? — No. 

3954.  You  say  these  rates  being  irregular, 
interfere  with  the  conduct  of  your  business? — 
They  interfere  with  all  traders’  business. 

3955.  Do  you  think  that  for  a railway  com- 
pany to  send  waggons  to  Guildford  for  grain, 
and  to  bring  the  grain  back  again,  and  to  do  the 
terminal  services  at  each  end,  there  is  any  profit 
at  all  out  of  the  4 s.  ? — No,  I do  not  think  there 
is  ; that  is  not  the  ground  1 take,  but  I do  not 
think  they  should  rob  the  intermediate  places  for 
the  sake  of  the  two  ends.  Take  Shalford  which 
is  31  miles  from  Croydon,  and  Croydon  to  Chil- 
worth,  which  is  21  miles,  they  charge  6 s.  S d.  in 
each  case,  whereas  they  only  eharge  4 s.  for 
carrying  42  miles  to  Guildford,  and  go  through 
both  places. 

3956.  You  say  the  railways  were  made  for  the 
public  good? — Yes. 

3957.  1 suppose  there  are  such  people  as 
shareholders  in  railways,  are  there  not? — Yes. 

3958.  Do  you  think  they  ought  to  have  a 
dividend  ? — Yes,  certainly. 

3959.  And  you  do  not  want  the  railway  com- 
panies to  carry  at  a loss  ? — Certainly  not. 

3960.  You  said  there  was  a general  eomplalnt 
about  the  rates  over  those  distances  except 
where  pi’eferential  rates  were  given  ? — Y’^es. 

3961.  Y^ou  stated  that  you  knew  of  cases  in 
which  prefei’ential  rates  were  given? — I do. 

3962.  Will  you  name  one? — I am  not  at 
liberty  to  uive  any  names,  although  I know 
several,  but  I ean  produce  a letter  which  will 
prove  my  statement  {the  same  teas  handed  to  the 
Chairman'). 

3963.  \Yas  that  a letter  in  which  a statement 
of  the  quantity  was  intended  to  affect  the  rate  ? 
— I think  the  quantity  is  named  there. 

3964.  Do  you  call  it  a preferential  rate,  if  a 
dealer  like  yourself  goes  to  a railway  company 
and  says,  I can  send  so  much  larger  a quantity 
if  I get  so  mueh  less  a rate,  and  that  in  order  to 
enable  him  to  get  the  order,  the  company  quote 
a certain  rate,  do  you  call  that  a preferential 
rate? — Y^es,  I do. 

3965.  The  circumstances  differ  you  will  ad- 
mit?— It  is  a question  of  quantity  whether  you 
have  one  truck  or  40. 

Z 
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Sir  Edward  Watkin — continued. 

3966.  And  that  you  can  do  a lai’ger  business 
at  a less  profit  than  a small  one? — Yes,  that  I 
admit,  of  course. 

3967.  Now  I want  to  know  whether  this  rate 
is  a rate  to  enable  business  to  be  done,  which 
would  not  be  done  otherwise,  or  whether  it  is  an 
attemj)t  to  purposely  place  one  customer  upon  a 
better  footing  than  another? — It  actually  does 
the  latter ; I do  not  know  Avhether  the  intention 
is  to  do  it  or  not. 

3968.  M'ould  you  object  to  railway  companies 
being  allowed  to  quote  rates  for  a large  quantity, 
or  to  obtain  the  sale  of  a particular  lot  of  wheat? 
— Yes,  I think  you  have  the  maximum  rate  and 
the  minimum  rate,  and  you  ought  to  stick  to 
that. 

3969.  You  think  that  business  would  be  pro- 
moted by  their  refusing  to  give  these  concessions 
to  customers  for  special  purposes  ? — I do  not  say 
that  business  would  be  promoted. 

3970.  What  effect  would  it  have? — In  some 
cases  it  would  give  the  producer  more  money,  as  I 
have  just  stated. 

3971.  How  would  it  give  the  producer  more 
money  ? — It  Avould  enable  him  to  move  more 
grain. 

3972.  How  would  it  enable  him  to  move  more 
grain  if  the  company  did  not  reduce  the  rate? — 
At  the  intermediate  stations  it  would  give  the 
producer  the  chance  of  moving  goods,  which  he 
cannot  do  now. 

3973.  IMay  I ask  whether  you  do  a large 
business  with  the  three  railway  companies  of 
which  you  have  spoken  ? — I will  not  call  it  a 
large  business,  but  I do  a fair  one. 

Mr.  Gregory. 

3974.  Do  you  use  the  lines  in  the  north  of 
London? — No;  I do  very  little  business  there. 

3975.  And  you  do  not  do  in  foreign  corn,  do 
you  ? — It  is  principally  in  foreign  coim  that  I do. 
I send  more  down  than  I get  up. 

3976.  I think  you  said  that  the  charge  from 
Croydon  to  Merstham  was  at  the  rate  of  4i  c?.  a 
mile  ? — It  is  3 s.  9 d.  a ton. 

3977.  Is  that  within  the  maximum  rates? — 
No,  it  is  beyond  the  maximum  rates,  I think. 

3978.  Are  there  any  other  of  those  charges 
which  are  beyond  the  maximum  rates  ? — I do 
not  know  that  there  are  many. 

3979.  Shalford  and  Chil worth,  for  example  ? — 
They  are  in  excess. 

3980.  Three  shillings  and  fourpence  is  the  rate 
which  you  have  given  the  Committee  from  Red 
Hill  to  Croydon  by  the  London  and  Brighton 
Railway? — Yes. 

3981.  The  rate  by  the  London  and  South 
W estern  I think  you  gave  as  4 s.  5 d.,  to 
Woking  ? — Yes. 

3982.  And  all  stations  intermediate  ? — No  ; 
only  W oking. 

3983.  Could  you  give  the  Committee  the  rates 
for  any  of  the  intermediate  stations? — No,  I did 
not  take  the  trouble  to  go  into  them,  because  the 
other  two  companies  would  say  they  competed 
with  the  South  Western  Railway. 

3984.  Do  you  consider  that  the  rate  to  Woking 
is  beyond  the  maximum? — Yes. 

3985.  With  regard  to  the  preferential  rates 
which  are  given  to  other  parties,  have  you  ever 
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been  advised  as  to  the  illegality  of  them  ? — I 
have  been  advised  that  they  are  illegal. 

Chuirman. 

3986.  I have  examined  your  letter,  and  it 
appears  to  me  to  be  rather  a special  rate  than  a 
preferential  rate ; there  is  no  evidence  that  the 
same  rate  would  have  been  refused  to  other 
parties  than  the  applicants  under  tlie  same  cir- 
cumstances ? — No,  I do  not  profess  that  there  is, 
in  that  sense ; but  having  to  move  goods  there  is 
not  time  to  write  for  special  rates. 

Mr.  Barclay. 

3987.  Your  evidence  would  go  to  this,  that 
they  should  place  rates  in  the  rate-book  which 
should  be  the  same  to  all  jiarties  ? — Yes,  pre- 
cisely. 

Chairman. 

3988.  You  would  deprive  railway  companies 
of  the  power  of  giving  a special  rate  to  any  per- 
son ? — Yes,  certainly. 

3989.  Do  you  think  that  would  be  to  the  ad- 
vantage of  anybody  ? — Yes,  certainly,  to  the  ad- 
vantage of  those  who  do  not  have  them. 

Mr.  Gregory. 

3990.  The  goods  must  be  delivered  within  a 
certain  date,  must  they  not? — Yes,  within  a 
week  in  London,  or  buyers  have  the  option  of 
refusino;  them. 

Chairman. 

3991.  You  are  aware,  are  you  not,  that  the 
Railway  Commissioners  have  a complete  autho- 
rity now  to  deal  with  what  they  call  preference  ? 
— Yes;  but  you  know  what  a deal  of  trouble  it 
is  to  apj)ly  to  a body  like  that. 

3992.  Let  me  put  it  in  this  way : you,  having 
ascertained  that  this  dealer  has  been  given  this 
rate,  what  difficulty  would  there  be  for  eight,  or 
10,  or  12  other  dealers  in  the  district  to  go  befoi’e 
the  Railway  Commissioners,  giving  evidence, 
which  they  could,  from  these  documents  of  that 
rate  having  been  granted  to  this  man  A.,  and 
claiming  it  for  themselves,  which  the  Railway 
Commissioners  could  order  at  once  ? — There  is  a 
proviso  that  goods  are  carried  at  the  owner’s 
risk  ; if  your  goods  are  carried  without  any  spe- 
cification as  to  owner’s  risk,  they  are  carried  at 
the  railway  company’s  risk. 

3993.  Has  that  distinction  between  the  owner’s 
risk  and  the  company’s  risk  ever  been  raised 
before  the  Railway  Commissioners? — Not  to  my 
knowledge. 

3994.  There  is  one  case  I can  quote  to  you, 
viz.,  the  case  of  the  Festiniog  Railway,  in  which 
case  the  railwa}'  company  had  made  an  arrange- 
ment with  one  body  of  traders  to  charge  a 
smaller  siun  than  the  usual  rate  on  condition 
that  the  Avhole  of  the  slate  was  to  be  seiit  down 
by  their  line,  whereupon  the  whole  of  the  other 
traders  in  the  district  went  before  the  Railway 
Commissioners,  and  the  Railway  Commissioners 
oi'dered  the  railway  company  to  carry  at  fhe 
same  price  from  all  the  other  slate  owners? — 
But  you  know  that  what  is  everybody’s  business 
is  nobody’s  business. 

3995.  Assuming 
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Sir  Edward  Wathin. 

3995.  Assuming,  iu  a barley  district,  that 
there  has  been  a bad  season,  and  the  barley  has 
been  considerably  damaged,  and  a dealer  in  the 
district  says,  I cannot  send  my  goods  to  market 
unless  you  make  me  a concession  in  the  rate ; 
say  that  the  railway  company  most  rigidly 
adhere  to  the  full  rate,  though  the  trade  could 
not  be  done  without  some  reduction  to  meet 
special  circumstances,  which  is  constantly  hap- 
pening in  bad  seasons  ; what  wmuld  you  say  to 
that? — It  should  he  posted  at  the  station  that 
the  rate  for  removing  barley  should  be  such  and 
such. 

3996.  Still  some  men’s  barley  might  be  in 
good  condition  and  some  in  bad  ? — The  question 
would  be,  who  is  to  be  judge — one  of  the  rail- 
way company’s  servants  ? — You  would  hardly 
trust  the  dealers  to  say  whether  it  Avas  good 
barley  or  bad,  and  the  dealer  certainly  would 
not  trust  you. 

3997.  Would  you  send  down  the  Railway 
Commissioners  to  inspect  the  barley  ?— Consi- 
derable difficulty  would  be  certain  to  arise  out 
of  it. 

Mr.  Bolldn. 

3998.  You  advocate  a hard-and-fast  line  of  a 
maximum  rate  and  a minimum  rate,  and  would 
give  nothing  between,  that  is  two  hard-and-fast 
lines? — I did  not  mean  to  put  it  in  that  way. 

Chairman. 

3999.  What  you  said  pointed  to  a hard-and- 
fast  line  applicable  to  each  station  ; in  ansAver  to 
Sir  EdAvard  Watkin  you  said  you  Avould  not 
object  to  a reduction  on  account  of  damaged 
barley,  but  that  you  would  have  it  put  up  in  the 
station,  so  that  you  Avould  give  liberty  to  the 
ralhvay  companies  to  loAver  the  rate,  that  Avould 
not  be  adhering  to  a hard-and-fast  line  ? — Pro- 
vided they  make  it  fair  to  all  parties  I Avould  not 
object. 


Mr.  Bolton. 

4000.  What  did  you  mean  by  a minimum  rate ; 
is  there  a minimum  rate  in  any  Act  of  Parlia- 
ment ? — No,  notin  any  Act  of  Parliament;  but  1 
am  speaking  of  the  practice  of  the  raihvay  com- 
panies. 

Mr.  Barclay. 

4001.  Do  railway  companies  in  your  experi- 
ence often  make  reduction  in  rates  for  the 
carriage  of  damaged  grain  ? — No,  not  in  my  ex- 
perience, simply  because  mine  is  not  a damaged 
trade,  therefore  I am  perhaps  hardly  an  authority 
upon  that  point. 

4002.  Are  you  aAvare  of  any  reduction  of  the 
rate  by  the  railway  companies  in  recent  years, 
in  consequence  of  bad  harvests  and  the  grain 
being  damaged? — I am  not. 

4003.  Do  you  think  that  if  such  a proposal  as 
was  suggested  to  you,  that  a lower  rate  for 
damaged  grain  Avere  to  be  introduced,  it  could 
be  practically  carried  out  ? — 1 do  not  see  hoAv  it 
could  be. 

4004.  In  fact,  the  degrees  of  good  and  bad  in 
barley,  and  all  kinds  of  damaged  grain  are  so 
close  together,  that  it  Avould  be  impossible  to 
lay  doAvn  a hard-and-fast  line  as  to  Avhat  Avas 
damaged  grain  and  what  Avas  not  ? — No,  the 
degrees  are  Avldely  different ; you  may  have 
double  the  value  in  two  samples. 

4005.  The  degrees  of  quality  shade  in  from 
one  to  the  other,  and  it  Avould  be  difficult  to  tell 
what  is  damaged  and  Avhat  is  not  in  some  cases  ? 
— That  is  the  very  reason  you  would  not  know 
Avhom  to  trust ; you  could  not  trust  the  railway 
company  and  the  raihvay  company  Avould  not 
trust  you. 

4006.  Your  business,  I presume,  occupies  all 
your  time,  and  you  Avould  not  have  time  to  run 
after  the  railway  companies  to  haggle  about  the 
rate  betAveen  this  station  and  that  station  ? — I 
have  no  time  whatever  for  the  purpose. 

4007.  And  still  less  Avould  you  have  any'  time 
to  go  before  the  Raihvay  Commissioners? — No 
time  Avhatever. 


Mr.  J . C.  Marsh,  called  in  ; and  Examined. 


Chairman. 

4008.  Will  you  tell  the  Committee  Avhat  is 
your  business,  and  wffiei’e  you  reside  ? — I am  the 
representative  of  the  Dalehall  Brick  and  Tile 
Company  in  Burslem,  North  Staffordshire. 

4009.  First  of  all,  you  have,  I believe,  some- 
thing to  state  as  to  the  effect  of  the  charges  and 
exorbitant  railway  rates  upon  the  commerce  of 
the  country? — I have  several  very  distinct  points 
that  I wish  to  state  to  the  Committee.  I have 
a letter  here  from  a firm  in  Croydon,  Messrs.  Hall 
and  Company',  Avho  Avrote  me  upon  the  16th  of 
March  last,  that  they  wanted  some  firebricks  to 
be  sent  to  the  station  of  the  High  Level  Crystal 
Palace  Raihvay,  and  the  rate  that  Avas  noted  to 
them  by  the  railway  company  was  20  s.  per  ton 
from  Deepfields,  Staffordshire. 

4010.  What  line  Avould  those  goods  be  carried 
over  ? — That  Avould  be  with  the  London  and 
North  Western  and  the  London,  Chatham,  and 

0.54. 


Chairman-  —continued. 

Dover  Raihvays.  Immediately  upon  receiving 
this  letter,  I took  train  and  called  upon  Mr. 
Chapman,  the  goods  manager  at  Victoria  Sta- 
tion. I handed  him  this  letter,  and  I Avas  told 
that  they  would  see  Avhat  they  could  do  during 
the  day  to  get  a loAver  rate  for  me.  During 
the  day  I received  a telegram  from  Mr.  Chap- 
man, saying  that  they  had  arranged  a rate,  and 
lo AVer ed  it  from  20  a-.  per  ton  to  11  a.  8 and 
confirmed  the  telegram  by  letter  the  next  morn- 
ing ; but  I Avish  it  to  be  understood  that  bricks 
coming  from  the  same  district  to  London  are 
charged  at  6 a.  8 <7.  a ton ; that  is  from  Tipton, 
Greatbridge,  Swan  Village,  AVest  BroniAvich,  and 
Spon-lane. 

4011.  AVhat  is  the  distance? — I think  it  is 
123  miles.  Bricks  and  tiles  are  charged  at  6 a.  8 a. 
a ton  to  London,  and  all  stations  north  of  the 
Thames. 

z 2 
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Mr.  Bolton. 

4012.  But  not  to  the  Ci’ystal  Palace? — No  ; 
whereas,  for  bricks  coining  from  Deepfields  to 
the  Crystal  Palace,  they  asked  20  5.  a ton. 

Chairman. 

4013.  Then  what  you  argue  is,  that  you  want 
a uniform  tariff  without  regard  to  any  particular 
conditions  ; is  that  so  ? — I contend  that  the  rate 
for  bricks  from  the  same  district  as  Tijiton,  Great- 
bridge,  Swan  Village,  West  Bromwich,  and 
Spon-lane,  is  in  excess  of  what  they  ought  to 
charge,  because  the  charge  upon  bricks  from  that 
district  to  London  is  6 5.  8 d.  a ton,  wdiereas  the 
charge  from  Deepfields,  which  is  alongside  of  Tip- 
ton,  is  11  5.  8 d.,  and  that  is  the  minimum  and 
reduced  rate. 

4014.  Do  I make  out  from  what  you  say  that 
there  is  a distinction  between  fire-bricks  and 
ordinary  bricks  ? — Yes. 

4015.  Because  what  the  parties  came  to  you 
about  was  fire-bricks  ? — Yes  ; but  then  we  are 
to  take  a minimum  truck  of  four  tons,  and  not  at 
the  company’s  risk,  but  at  owner’s  risk  ; conse- 
quently if  I put  in  four  tons  of  fire  bricks,  or 
four  tons  of  stable  bricks,  it  is  nothing  to  the 
company. 

Chairman. 

4016.  I see  in  the  Clearing  House  classifica- 
tion books  that  common  bricks  and  fire-bricks  are 
put  in  the  same  class  ? — That  is  so. 

4017.  But  according  to  you  there  is  a very 
great  difference  betw'cen  the  one  and  the  other  ? 
— That  is  wTat  I object  to. 

Mr.  Craig. 

4018.  Do  I understand  that  the  6 s.  % d.  ap- 
plies only  to  London,  and  the  11s.  8 r/.  to  the 
Crystal  Palace? — The  London  and  North 
YVestern  Company  agree  to  deliver  bricks  from 
the  district  I have  named,  namely,  from  'i'ipton. 
Great  Bridge,  Swan  Village,  West  Bromwich, 
and  Spon-lane  to  all  stations  north  of  the  Thames 
at  6 s.  8 d.  a ton.  From  Dee})fields,  where  these 
fire-bricks  come  from,  which  is  aloiigsideof  Tipton, 
they  charge  20  s.  a ton. 

Mr.  Cross. 

4019.  But  that  is  to  the  Crystal  Palace,  is  it 
not? — It  does  not  matter  where  they  go,  or  where 
they  come  from. 

Vlr.  Craig. 

4020.  I understand  that  the  20  s.  w'as  asked, 
but  was  not  charged  ? — The  company  conceded 
the  difference  between  that  and  11s.  8 d. 

4021.  So  that  in  })oint  of  fact  we  are  dealing 
wdth  1 1 s.  8d.,  as  against  6 s.  8 (/.  : one  is  for 
stations  north  of  the  Thames,  and  the  other  the 
Crystal  Palace? — That  is  so.  Then  again,  a few 
weeks  ago  I went  toYVindsor;  I called  u])onone 
merchant  and  he  gave  me  a good  order,  and  the 
freight  which  he  ])aid  was  2W.  3 s.  4fZ. ; he  asked 
me  what  the  rate  was  from  our  district,  say  from 
Burslem,  and  I told  him  12  s.  6 d. ; but  when  his 
goods  were  delivered  the  company  charged  him 
16  s.  8 d. ; the  Great  YVestern  Company  only 
charge  12  s.  6 rf.  Tl>e  next  time  I called  upon 
the  firm  they  said  we  will  not  have  anything  more 
to  do  with  you,  because  you  imposed  upon  us  by 


Mr.  Craig — continued. 

telling  us  that  the  rate  was  12  s.  6cZ.,  whereas  avc 
have  been  charged  16  s.  Sd. 

4022.  YVho  charged  them  the  16  s.  8rf.? — The 
South  Western  Company.  I have  had  a great 
deal  of  correspondence  wuth  them;  but  as  one  of 
the  witnesses  has  already  remarked,  my  time  is 
too  valuable  to  run  after  the  railway  companies 
to  get  these  cori’ections  made. 

Mr.  Paget. 

4023.  YVhat  reason  had  you  for  announcing  the 
rate  as  12  s.  6 '/.  in  the  first  instance  ? — Because 
the  Great  YVestern  Bailway  were  charging  it. 

4024.  And  you  assumed  that  the  South 
Western  Company  would  charge  the  same  ? — 
Yes. 

Chairman. 

4025.  I understand  that  you  have  something 
to  say  with  reference  to  classification  of  the 
Staffordshire  goods  ? — If  you  will  refer  to 
the  rate-books  of  any  of  the  railway  companies 
in  London,  you  will  find  that  they  have  two 
classifications  from  the  Pottery  districts;  they  say 
“ common  bricks,  and  tiles,”  so  much  per 
ton  to  London  ; in  the  next  classification  they 
say  “ ridge,  roofing,  and  paving  tiles  ” so  much 
per  ton  ; here  is  an  invoice  from  a railway  which 
claims  for  tiles  21  /.  3 s.  4^/.,  which  was  paid.  1 
contend  that  a tile  is  a tile,  and  a brick  is  a 
brick. 

4026.  Do  you  mean  that  they  ought  all  to  be 
charged  as  one  class  ? — I contend  they  should  be 
charged  according  to  the  classification ; they  say 
“ common  bricks  and  tiles.”  Now,  of  course,  there 
are  roofing  tiles,  paving  tiles,  tiles  for  lining 
walls,  and  a variety  of  tiles;  here  are  25  tons, 
8 cwt.,  and  the  company  have  charged  16  5.  8 c?. 
for  carrying  the  tiles. 

Mr.  Barclay. 

4027.  And  what  should  the  company  have 
charged  ? — Twelve  shillings  and  sixpence. 

4028.  Are  you  speaking  of  YY^indsor  still  ? — I 
am. 

Ylr.  Craig. 

4029.  When  you  quoted  12  s.  6 d.  as  the  rate, 
had  you  made  inc^uiry  of  that  railway  company 
of  what  the  rate  was  ? — Yes. 

4030.  Of  the  company  who  charged  16  s.  8 c?.? 
— Y es. 

Mr.  Barclay. 

4031.  Then,  if  I follow  you,  they  charged 
according  to  a different  classification  from  what 
you  understood  the  goods  would  come  by  ? — Y^es. 

4032.  They  have  one  classification  of  tiles  at 
12  s.  6 d.  ? — Yes. 

4033.  And  you  expected  that  the  tiles  which 
you  sent  to  YVindsor  would  come  under  this  clas- 
sification ? — Y es. 

4034.  YVere  they  tiles  of  a different  descrip- 
tion, so  as  to  be  charged  under  a different  classi- 
fication ? — No,  they  were  ordinary  tiles  ; roofing 
tiles ; I have  asked  them  time  and  again  to  ex- 
plain to  me  what  they  mean  by  their  classification, 
and  not  one  of  them  has  been  able  to  explain  it 
to  me. 


4035.  YVhat 
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Chairman. 

4035.  What  is  the  next  point  that  you  come 
to^ — With  regard  to  the  rates,  they  ai’e  now 
being  revised.  I have  a case  now  in  Gipsy  Hill, 
and  a case  in  the  Camberwell  New-road.  I Avas 
only  told  of  it  yesterday  ; a large  firm  there, 
George  Featherby  and  Company,  were  charged 
15  s.  a ton  on  stable  bricks  from  Spon-lane  to 
Camberwell  New-road ; that  is  on  the  London 
Chatham  and  Dover  Hailway. 

Mr.  Barclay. 

4036.  What  do  that  firm  think  they  should 
have  been  charged  ? — A maximum  rate  of  not 
more  than  10  s.  ; the  rate  to  London  is  but 
6 .9.  8 d.  The  result  is,  that  I have  a letter  from 
that  firm,  threatening  to  sever  their  connection 
Avith  me  unless  they  get  the  same  rate  as  another 
large  firm  have  agreed  to  deliver  at  the  Camber- 
well New-road. 

4037.  Upon  Avhat  ground  do  you  say  they 
should  to  be  charged  IO5.  ? — Simply  because  the 
London  and  North  Western  Railway  Company 
charge  to  King’s  Cross  65.  8 d.  for  those  bricks, 
and  to  the  Camberwell  New  Road  It  should  not 
be  more  than  10  s, 

Mr.  Caine. 

4038.  Do  you  pay  the  carriage  yourself? — 
No. 

4039.  Is  it  part  of  your  business  as  a manu- 
facturer, to  find  out  Avhat  are  the  rates  your 
customers  pay? — It  is  not,  but  I have  too  much 
to  do  in  that  direction. 

Mr.  Barclay. 

4040.  Do  you  contend  that  these  people  in  the 
Camberwell  New-road  should  only  have  been 
charged  10. 9,  for  their  goods,  because  the  rate  to 
London  is  6 s.  8 c?.,  and  that  3 s.  4 d.  Avould  have 
been  a sufficient  charge  for  the  additional  dis- 
tance ? — Yes;  Avould  you  alloAv  me  to  explain 
the  matter  more  fully.  There  is  a large  firm 
near  West  Bromwich  now,  making  a speciality 
of  stable  bricks ; they  have  been  offering  to 
deliver  to  that  firm  I have  referred  to,  stable- 
bricks  at  10  s.  a ton,  at  the  Camberwell  New- 
road. 

4041.  How  is  this  other  firm  able  to  offer  at  a 
loAver  rate  than  you;  do  you  suppose  that  they 
have  gone  and  made  a bargain  with  the  railway 
company? — I do  not  know  anything  about  tliat  ; 
I only  kn(nv  that  George  Featherby  and  Company 
had  paid  15  s.  a ton  for  bricks  upon  Avhich  they 
only  ought  to  have  paid  10  s.  Mr.  Featherby 
wrote  me,  upon  the  19th  of  last  month,  declaring 
that  they  Avould  take  from  me  the  business,  unless 
I could  do  it  at  the  game  rate. 

Mr.  Craig. 

4042.  The  15  s.  was  for  bricks  from  Spon- 
lane  ? — Yes. 

4043.  Have  you  ascertained  that  the  maximum 
rate  was  only  10  s.,  by  reference  to  the  rate- 
book?— Yes. 

4044.  Your  works  are  in  Burslem,  a consider- 
able distance  from  Spon-lane  ? — I represent  firms 
in  Newcastle  and  in  South  Staffordshire,  and  in 
North  Staffordshire. 

0.54. 


Mr.  Crazy— -continued. 

4045.  Your  complaint  is  that  the  15  s.  ought 
to  have  been  10  s.  ?— Yes,  it  ought  to  have  been 

10  s.;  I Avas  recently  informed  that  they  were 
bringing  bricks  from  Rotterdam  at  less  than  they 
charge  for  sending  from  Hanley  to  London. 

Mr.  Paget. 

4046.  You  say  that  this  rate  to  the  Crystal 
Palace  Avas  first  given  you  as  20  s.,  Avhich  was 
afterwards  reduced  to  11s.  8 rf.  ? — Yes. 

4047.  Was  any  explanation  afforded  to  you? 
— No,  I simply  got  a telegram,  confirmed  by  letter, 
that  the  company  had  arranged  the  rate  at 

1 1 s.  8 d.,  for  Avhich  they  had  first  asked  me  20  s. 

Mr.  Lowther. 

4048.  Do  you  suppose  that  the  company  had 
ever  been  asked  for  that  rate  before  ? — Yes,  and 
I can  mention  firms  that  have  paid  that  rate  of 
20  s.  per  ton  from  the  same  district. 

Sir  Edward  Watkin. 

4049.  To  the  High  Level  Station  at  the 
Crystal  Palace  ? — Yes. 

Mr.  Dillwyn. 

4050.  In  this  case  there  were  two  companies 
were  there  not  ? — YYs,  the  Great  Northern  Com- 
pany from  North  Staffordshire  and  the  Chatham 
and  Dover. 

4051.  Probably  after  your  letter  the  one  com- 
pany had  made  some  arrangement  Avith  the  other 
company  ? — I do  not  think  there  Avas  time  to  do 
that, 

Mr.  Lowther. 

4052.  You  have  compared  bricks  from  Deep- 
fields  to  London  with  bricks  from  Deepfields  to 
Croydon  ; what  would  the  bricks  from  Deepfields 
to  London  cost  ? — The  rate  from  that  district  is 
but  6 s.  8 d.  a ton. 

4053.  What  did  the  bricks  from  Deepfields  to 
Croydon  cost? — Thirteen  shillings  and  four- 
pence. 

4054.  Would  they  have  to  go  across  London? 
— No,  they  would  first  go  to  King’s  Cross,  and 
then  by  the  London,  Brighton,  and  South  Coast 
Railway. 

4055.  I thought  you  said  they  came  by  the 
London  and  North  Western  Railway? — To  cer- 
tain points. 

4056.  Is  Deepfields  upon  the  London  and 
North  Western  Railway? — YYs. 

4057.  Then  Avhere  would  they  come  to? — To 
the  London  and  North  Western  Station. 

4058.  We  Avill  call  that  Euston  ? — But  at 
Euston,  you  must  remember,  they  have  no 
siding. 

4059.  I Avant  to  know  how  they  get  across 
London  ? — That  is  no  business  of  mine. 

4060.  You  do  not  know  over  how  many  rail- 
Avays  the  bricks  would  go  betAveen  Deepfields 
and  Croydon  ? — Yes,  I do  ; tAvo. 

4061.  Which  two? — They  Avould  go  by  the 
London  and  North  Western,  and  then  be  trans- 
ferred to  the  London,  Lrighton,  and  South  Coast 
Raihvay. 

4062.  Where  Avould  they  be  transferred  ? — 
That  I do  not  knoAv, 

z 3 4063.  I think 
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Sir  Edward  Wathin. 

4063.  I tliink  you  stated  that  the  rate  from 
Tipton  and  other  plaees  of  whieh  you  gave  the 
names  was  6.'!.  8 d,  ? — It  is  6 s.  8 d.  on  bricks 
from  Tipton  to  London. 

4064.  The  distance  is  about  123  miles  ? — 
Yes. 

4065.  Do  you  know  what  the  London  and 
North  \Vestern  Company  have  power  to  charge 
upon  that  traffic  ? — I do  not  know  what  their 
power  is. 

4066.  Is  it  not  a good  deal  more  than  double 
the  ainoiint  that  they  are  actually  charging ; is 
not  their  maximum  power  without  terminals 


Sir  Edward  Wathin — continued. 

13  s.  10  d.,  and  they  are  onl}^  charging  6 s.  8 c?.? 
— That  may  be  so. 

4067.  Are  you  in  favour  of  fixing  rates  by 
equal  mileage  according  to  distance? — That  is 
what  I have  advocated  all  along. 

4068.  You  think  that  if  one  of  the  brickfields 
is  100  miles  from  London,  and  the  other  200 
miles,  the  brickfield  twice  as  far  should  pay 
twice  as  much  ? — Yes,  I do. 

4069.  Then  you  would  get  the  benefit  of  your 
natural  position  by  being  nearer  London  than 
your  competitor  ? — That  is  my  contention. 


Professor  William  Alexander  Hunter,  called  in  ; and  further  Examined. 


Mr.  Barclay. 

4070.  Y’ou  have  caused  the  rate  hooks  to  be 
examined  upon  the  Great  Eastern  Raihvay  at  a 
certain  number  of  their  stations,  and  made  up 
Tables  as  to  the  rates  they  are  charging,  and  the 
maximum  rates  they  are  authorised  to  charge  ? — 
I have. 

4071.  Will  you  tell  the  Committee  the  stations 
which  you  have  taken  ? — Chelmsford,  Thetford, 
and  Norwich. 

4072.  Will  you  tell  the  Committee,  in  the  first 
place,  what  terminals  you  consider  the  Great 
Eastern  Company  are  authorised  to  charge  ? — 
They  are  entitled  to  charge  for  loading  and  un- 
loading. covering,  warehousing,  wharfage,  collec- 
tion, and  delivery. 

4073.  Are  you  going  to  deal  with  station  to 
station  rates,  or  with  collection  and  delivery 
rates? — The  rates  are  partly  station  to  station 
rates,  and  they  are  partly  collection  and  delivery 
rates,  and  1 have  prepared  these  Tables  upon  this 
princii)le.  At  some  of  the  stations  they  have  no 
means  of  carting,  and,  of  course,  at  those  stations, 
therefore,  they  cannot  charge  for  carting.  Then, 
as  regards  the  price  to  he  allowed  for  carting,  that 
is  fixed  by  the  Great  Easteim  Company  them- 
selves : they  allow'  a rebate  of  Is.  6 c?.  a ton  on 
classes  4 and  5 when  the  carting  is  not  done  by 
the  company. 

4074.  Is  that  for  carting  at  both  ends  or  only 
at  one  end? — At  one  end,  and  they  allow  1 s.  a 
ton  for  carting  on  classes  1,  2,  and  3 ; they  follow 
the  Railway  Clearing  Elouse  classification.  Then 
for  loading  and  unloading,  the  only  case  that  I 
know'  of  is  one  that  w'as  decided  by  the  Railway 
Commissioners,  w'here  they  allowed  4^  d.  a ton 
for  loading  and  unloading  timber,  and  deals,  and 
staves  for  making  barrels  ; that  w'ould  be  9 (7.  a 
ton  for  loading  and  unloading,  and  3 (7.  a ton  I'or 
covering  ; that  would  be  altogether  1 s.  a ton  for 
loading  and  unloading  and  covering.  Upon  the 
Chelmsford  Rate-hook,  making  all  these  allow- 
ances, I may  state,  broadly,  the  result.  I have 
taken  all  the  articles  Avhich  are  enumerated  in 
their  special  Act ; there  is  a very  exhaustive 
enumeration  comjtared  Avlth  most  railways,  in  the 
case  of  the  Great  Eastern  Raihvay.  Taking  the 
groujjs  in  their  order,  as  reiiards  artificial  manure, 
unground  bones  in  bulk,  salt  for  agricultural  pur- 
jmses  and  curing  fish,  whieh  all  go  in  the  gi’oup 
of  under  two  ton  loads,  they  overcharge  to  every 
station  ; the  least  overcharge  is  4 s.  2 d.,  and  the 
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greatest  overcharge  in  that  group  is  10  s.  6 <7.  a 
ton. 

4075.  Y^ou  have  not,  I believe,  w'orked  out  the 
percentage  of  excess  or  overcharge  ? — No  ; I 
have  given  the  maximum  and  the  minimum  in 
each  group. 

4076.  Y^ou  state  that  in  artificial  manures,  and 
that  grou^i  of  under  two  tons,  the  Illegal  charge 
in  that  view  of  the  case  varies  from  4s.  2d.  to 
10s.  6r7.  atou? — That  is  so,  from  the  Chelms- 
ford rate-book. 

4077.  These  are  station  to  station  rates? — 
They  are  station  to  station  rates  in  this  w'ay, 
that  they  are  in  what  are  called  the  Sjiecial 
Class.  In  quantities  of  two  ton  loads  they  are 
station  to  station  rates,  but  in  under  two  ton 
loads  they  are  carried  at  the  first-class  rales. 

4078.  Have  you,  in  estimating  the  rates  at 
W'hich  they  are  authorised  to  charge  upon  this 
class  of  goods,  included  1 s.  as  being  what  they 
are  allowed  for  loading  and  unloading,  and  cover- 
ing ? — YYs. 

4079.  Could  you  tell  the  Committee  the  ex- 
treme distances  you  have  taken  from  Chelmsford 
Station  ? — I have  not  got  the  mileage  worked 
out,  but  about  100  miles  is  the  highest,  varying 
from  six  miles  up  to  100. 

4080.  Up  to  100  miles  the  overcharges  con- 
tinue ? — YYs.  Now,  in  the  same  way,  I have 
taken  the  Thetford  rate-book,  taking  stations 
going  as  far  as  Ijiswich  on  the  one  side,  and 
Hertford  on  the  other.  In  the  Thetford  case  on 
the  first  group  of  articles  in  less  than  tw'o  ton 
loads,  I may  say  that  upon  every  article  they 
overcharge  to  all  the  stations. 

4081.  That  is  to  say,  upon  quantities  under 
two  ton  loads,  the  raihvay  company  overcharges 
to  every  station  out  of  Thetford  ? — Yes,  to  every 
station,  that  is  to  say,  out  of  about  29  stations 
that  I had  sent  up  to  me. 

4082.  Were  those  29  stations  specially  selected 
as  the  w'orst? — No,  they  were  taken  as  being  at 
different  stations ; some  near,  and  some  about 
100  miles  aw'ay. 

4083.  For  the  purpose  of  estimating  the  charges 
at  different  distances,  and  not  picked  out  as  pro- 
bably the  worst? — No,  those  were  all  the  stations 
that  w'ere  supplied,  and  they  were  taken  at 
random . 

4084.  What  do  the  overcharges  from  Thetford 
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Mr.  Barclay — continued, 
amount  to  ? — The  overcharges  from  Thetford 
vary  from  7 d.  up  to  13  s.  9 d.  a ton,  according  to 
the  class  of  goods. 

Mr.  Craig. 

4085.  I understand  that  you  are  quoting  now 
the  rates  actually  charged,  and  the  maximum 
rates  ? — No  ; in  addition  to  their  maximum  rates 
I have  allowed  the  company  terminals. 

Mr.  Barclay. 

4086.  In  addition  to  the  maximum  mileage 
rates,  you  allow  them  for  loading,  unloading,  and 
covering  1 s.  a ton,  and  for  collection  and  delivery 
at  each  end,  in  the  higher  class,  Is.  6d.,  and  in 
the  lower  class,  1 s.  a ton,  which  are  the  sums  the 
company  allow  in  rebate  to  traders  if  they  do 
these  services  themselves  ? — Yes,  there  is  no 
question  about  the  cost  of  carting  in  the  case  of 
the  Great  Eastern  Railway,  because  that  is  their 
own  rebate.  Then  as  to  the  Norwich  rates,  I 
may  take  one  case  alone  ; I take  as  one  illustra- 
tion the  class  of  goods  including  bacon,  hops,  flax, 
leather,  hides,  hardware  in  packages  or  cases, 
cotton  wool,  and  linen  cloth  packed,  and  wine  and 
spirit  in  casks. 

4087.  Are  those  articles  specified  in  the  com- 
pany’s private  Act  ? — Every  article  that  is  given 
here  is  specified  in  the  company’s  private  Act, 
and  classified.  Now,  on  that  class,  the  least 
overcharge  that  I see  is  5 s.  5 d.  a ton,  and  the 
greatest  overcharge  I see  is  lls.  7d.  a ton.  The 
overcharge  e.xtends  from  six  miles  up  to  104 
miles. 

4088.  How  many  stations  have  been  taken  in 
the  case  of  Norwich? — In  the  case  of  Norwich 
29  stations  have  been  taken.  Now  I have  also 
the  Harwich  rates.  In  this  case  I have  18 
stations,  varying  from  six  miles  up  to  109  miles 
upon  tlie  collected  and  delivered  rates,  that  is, 
the  five  classes ; there  are  only  three  stations  to 
which  there  is  not  an  overcharge.  Take,  for 
example,  the  same  cla.ss  of  goods  as  I took  last 
time  ; they  overcharge  on  the  same  goods,  bacon, 
leather,  and  so  on.  The  least  overcharge,  I see, 
is  5 s.  7 c?.  a ton,  and  the  greatest  is  12  s.  lid. 

4089.  Could  you  conveniently  tell  the  Com- 
mittee the  overcharge  on  artificial  manures? — On 
artificial  manures  under  two  tons,  the  overcharge 
(I  have  networked  out  the  per-centage  of  excess) 
varies  from  about  3 s.  or  4 s.  to  about  7 s.  a 
ton. 

4090.  Have  you  an  abstract  of  the  result  of 
the  first  three  stations  ? — Yes,  I will  put  the  ab- 
stracts in. 

4091.  How  many  groups  of  rates  are  there  in 
the  first  three  stations? — In  the  first  three  stations 
there  are  1,040  groups  of  rates,  and  out  of  those 
1,040  there  are  only  19  that  are  within  the  maxi- 
mum where  the  quantities  sent  are  under  two 
tons. 

4092.  Does  the  Railway  Companies  Act  make 
any  difference  as  between  two  tons  and  larger 
quantities? — None  whatever, 

4093.  The  only  quantities  referred  to  in  the 
.Act  are  the  parcels  rate  and  quantities  above 

500  lbs.  ? — That  is  so. 

4094.  'I  he  two  classes  of  quantities  referred 
to  in  the  Private  Act  are  500  lbs.  and  under,  and 
500  lbs.  and  above?  — Yes,  anything  above 
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500  lbs.  they  must  carry  at  the  tonnage  rate. 
( The  Tables  were  handed  in. ) 

4095.  You  have  had  an  opportunity  of  making 
yourself  acquainted  with  the  powers,  the  work- 
ing, and  the  duties  of  what  are  called  the  Rail- 
road Commissioners  of  Illinois,  in  the  United 
States  of  America? — Yes,  I have  here  the  last 
report  of  the  Illinois  Railroad  Commission. 

4096.  They  exist,  and  have  their  power,  I 
think,  under  two  Acts? — Yes,  but  I should  be 
glad  to  state  the  j^urport  of  the  Act  under  which 
they  act ; I have  here  the  Act  governing  the 
rates.  I am  quoting  from  the  Report  of  1880  of 
the  Railroad  Commissioners  of  Illinois  in  the 
United  States;  they  act  under  an  Act  which 
came  in  force  upon  1st  July  1873,  and  it  relates  to 
offences  committed  by  railways.  The  first 
section  defines  what  they  call  extortion;  it  there 
says ; if  a railway  company  shall  charge  more 
than  a fair  and  reasonable  rate. 

4097.  Will  you  tell  the  Committee  in  the  first 
place  whether  the  railway  company  in  Illinois, 
at  that  time,  had  any  maximum  rates  fixed  under 
their  private  Acts  ? — No,  they  have  no  maximum 
rates  at  all ; then  the  first  section  provided  that 
to  take  more  than  a reasonable  amount  would  be 
extortion.  Section  8 provides,  “ Tlie  Railroad 
and  Warehouse  Commissioners  are  hereby  di- 
rected to  make  for  each  of  the  railroad  corpo- 
rations doing  business  in  this  state  as  soon  as 
practicable,  a schedule  of  reasonable  maximum 
rates  of  charges  for  the  transportation  of  pas- 
sengers and  freight,  and  cars  on  each  of  the  said 
railroads ; and  said  schedule  shall  in  all  suits 
brought  against  any  such  railroad  corporations 
wherein  is  in  any  way  involved  the  charges  of 
any  such  railroad  corporation  for  the  transporta- 
tion of  any  passenger  or  freight,  or  cars  or  unjust 
discrimination  in  relation  thereto  be  deemed  and 
taken  in  all  courts  of  this  State  as  yrimd  facie 
evidence  that  the  rates  therein  fixed  are  reason- 
able maximum  rates  of  charges.”  Then  if  a 
company  disagrees  with  the  commission  as  to  a 
“ reason.ible  rate,”  they  have  the  right  to  go  be- 
fore a jury,  but  if  it  is  found  that  the  company 
have  asked  an  unreasonable  rate,  they  must  be 
fined  a minimum  of  1,000  dollars  or  a maximum 
of  5,000  dollars  for  the  first  offence,  and  for  a 
second  offence  an  increased  sum. 

4098.  Then  do  I understand  that  if  the  rail- 
way company  disputes  the  decision  of  the  railway 
commissioners,  they  appeal  to  a jury,  and  if  the 
jury  find  the  railway  company  wrong,  they  are 
fined  1,000  dollar's  for  the  offence? — Yes,  and 
after  a third  conviction  it  is  5,000  dollars  each 
time  ; I may  add  that  other  States  have  also 
adopted  similar  legislation. 

4099.  Will  you  tell  us  what  the  Commis- 
sioners say  as  to  their  seven  years’  exjierience  of 
the  working  of  the  laws? — They  say  as  to  the 
reduction  of  the  rates,  that  passenger  rates  have 
been  reduced  from  3^  and  5 cents  per  mile  nj)on 
all  the  leading  railroads  in  that  State;  and  that 
there  has  been  a large  increase  of  passenger 
traffic  consequent  upon  the  lower  rate,  and  that 
the  increased  earnings  upon  this  account  will 
more  than  compensate  for  the  decreased  rate. 
They  also  give  a table  showing  that  the  average 
rate  for  the  carriage  of  goods  per  ton  has  been 
steadily  decreased  during  the  last  five  years.  In 

z 4 1876 


184 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


5 May  1881.] 


Professor  Hunter. 


[^Continued. 


Mr.  Barclay—  continued. 

1876  the  average  was  1”81  cents  per  mile ; in 

1877  it  was  1‘53,  and  the  same  in  1878  ; in  1879, 
1*40;  and  in  1880,  1‘23. 

Mr.  Boll,  on, 

4100.  Do  the  Commissioners  give  their  own 
salaries  in  that  report  ? — No,  but  they  are  very 
small.  Then  they  say  that  “ Since  our  report  for 
1879  all  the  railroads  in  the  first  group  have  ac- 
cepted the  Commissioners  schedules  for  passenger 
rates,  and  are  now  charging  but  three  cents 
per  mile.  Many  of  the  roads  have  also  readjusted 
their  freight  rates,  so  as  to  conform  to  said  sche- 
dules, and  the  Commissioners  have  reason  to  be- 
lieve that  with  the  issuance  of  the  new  schedules 
all  the  roads  in  the  State  looking  to  an  amicable 
adjustment  of  differences  between  them  and  the 
people,  and  the  advantages  of  a uniform  classifi- 
cation will  cheerfully  adopt  them.” 

Mr.  Barclay. 

4101.  Can  you  tell  the  Committee,  for  the 
report  I think  mentions  it,  whether  the  divi- 
dends upon  those  railways  in  Illinois  had  in- 
creased in  1873,  under  the  operation,  or  at  least 
while  this  railroad  commission  was  in  operation  ? 
— There  is  a table  showing  it. 

4102.  Will  you  also  put  in  the  table  of  the 


Mr.  Barclay — continued, 
mileage  of  the  railway  in  Illinois,  and  also  the 
quantity  of  tons  carried? — Yes, 

Chairman. 

4103.  I think,  in  consequence  of  questions 
that  were  put  to  you  when  you  were  being 
examined  before  as  to  your  legal  opinions  with 
reference  to  Clause  6 of  the  Canal  Traffic  Act  of 
1873,  you  have  examined  into  that  subse- 
quently ? — Yes. 

4104.  Are  you  prepared  to  give  an  opinion 
now  as  to  what  the  power  of  the  Board  of  Trade 
might  be  under  that  section? — Yes,  under  this 
section  provision  is  made  for  two  classes  of  per- 
sons, first,  the  person  aggrieved,  and,  secondly,  a 
person  appointed  by  the  Board  of  Trade  on  that 
behalf.  I consider  that  that  means  a person 
acting  for  the  Board  of  Trade,  and  that,  there- 
fore, it  would  not  apply  to  a Chamber  of  Com- 
merce ; that  it  means  the  representative  of  the 
Board  of  Trade. 

4105.  Then,  in  fact,  the  practice  and  the  law 
are  in  harmony,  and  nobody  has  been  appointed  ? 
— That  is  so. 

4106.  You  understand  the  section  as  autho- 
rising the  Board  of  Trade  to  appoint  some  one  to 
represent  them  in  the  public  interest  in  any  case 
where  they  consider  there  is  a public  necessity  ? 
— It  is  an  amendment  of  the  original  Act. 
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TnE  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  T.  H.  P.  Dennis,  called  in  ; and  Examined. 


Chairman. 

4107.  I BELIEVE  you  are  President  of  the 
Ironmongers’  Association? — I am. 

4108.  Where  is  the  head  quarters  of  that 
association? — In  Mansion  House  Buildings, 
Queen  Victoria-street. 

4109.  You  wish  to  lay  before  the  Committee 
your  views  with  regard  principally,  I think  first 
of  all,  to  the  classification  of  goods  now  in  use 
amongst  railway  companies  ? — That  is  my  main 
subject,  and  also  with  reference  to  the  rates. 

4110.  Will  you  mention  the  classification,  and 
say  what  are  the  grievances  which  you  as  traders 
have  to  complain  of,  and  then  afterwards  what 
remedy  you  would  propose  ? — In  the  first  place, 
we  have  a very  great  difficulty  in  knowing  what 
our  money  is  going  for.  We  have,  I think,  as 
the  paying  public  a perfect  right  when  we  pur- 
chase anything  to  ask  what  is  the  price  of  it ; it  is 
perfectly  true  that  we  have  the  power  of  asking 
the  railway  companies  wdiat  is  the  price  of  the 
carriage,  but  we  have  no  power  whatever  of 
checking  that  price.  The  classification  book 
adopted  by  the  companies  is  a sealed  book  to  the 
general  public  as  is  well  known,  and  I may  call 
it,  I think,  an  arbitrary  action  for  any  public 
company  taking  the  money  of  one  portion  of  the 
public  to  conceal  from  them  what  I think  is  their 
just  due  ; they  should  have  an  opportunity  of 
knowing  whether  the  rates  are  properly  charged 
or  not.  We  frequently  from  the  sending  station 
have  to  accept  either  the  judgment  or  impres- 
sion of  the  official  at  the  local  station,  which  is 
frequently  incorrect ; I have  frequently  found  it 
to  be  incorrect.  I have  instances  in  which  there 
are  three  classes  under  which  the  same  goods 
may  be  classed,  and  I think  that  we  should  also 
have  an  opportunity  of  forming  our  judgment 
upon  the  matter  as  well  as  themselves.  For  that 
reason  I think  it  is  most  desirable  and  just  that 
we  should  have  published  in  some  form,  so  that 
we  can  purchase  it,  a classification  of  general 
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goods.  I have  thought  the  matter  over  most 
carefully,  and  I have  penned  a little  brief  system, 
which  with  the  permission  of  the  Committee  I 
will  bring  before  them,  which  shows  the  amend- 
ment I would  suggest  in  the  classification. 

4111.  Would  you  mention,  as  a practical  man, 
the  difficulty  you  experience  in  ascertaining 
under  what  class  your  goods  are  going  to  be 
charged  before  you  send  them  off? — As  a rule, 
we  do  not  get  the  information  at  all ; if  we  apply 
for  the  rate  at  the  station,  we  get  it  without 
reference  to  the  class  the  goods  ai-e  going  under, 
unless  we  apply  specially  for  that. 

4112.  You  have  no  difficulty  in  seeing  the  rate- 
book, I presume  ? — No,  that  we  can  all  see. 

4113.  But  that  does  not  give  you  the  informa- 
tion you  require? — No,  it  does  not  give  the 
classification. 

Mr.  Caine. 

41 14.  Have  you  ever  asked  to  see  the  classifica- 
tion?— Many  a time  I have  tried  to  get  one. 

4115.  But  you  have  been  able  to  see  it? — I 
have  looked  into  its  pages,  I do  not  deny  that  ; 
but  so  far  as  we  are  concerned,  for  practical  pur- 
poses, it  is  a sealed  book; 

4116.  But  we  should  be  glad  to  have  upon  the 
notes  what  the  rate-book  tells  you ; the  rate-book 
tells  you,  first  of  all,  the  distance  from  one  station 
to  the  other,  then  it  puts  the  charge  per  ton 
under  each  class  or  denomination,  but  there  is 
nothing  in  the  rate-book  to  indicate  to  you  under 
what  class  your  goods  ought  to  be  put ; is  not  that 
so  ? — That  is  exactly  the  point ; there  is  not.  In 
answer  to  the  honourable  Member’s  previous 
question,  I stated  that  I could  not  deny  that  I 
had  seen  the  classification  book. 

4117.  Have  you  gone  to  any  railway  company’s 
office,  asking  to  see  the  book,  and  found  you 
could  not  see  it? — I have  been  to  the  railway 
company’s  office  to  see  the  book,  but  it  has  been 
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told  me  that  it  was  denied  to  the  public;  what 
I have  seen  has  been  the  classification  of  certain 
goods  which  has  been  pointed  out  to  me.  1 have 
teen  the  book  in  another  2)ersou’s  hand. 

Chairman. 

4118.  Is  there,  as  a matter  of  fact,  a copy  of 
the  classification  book  kept  at  each  station  for  the 
information  of  anybody  who  wishes  to  see  it? — I 
can  only  say  that  it  has  been  denied  to  me. 

INIr.  Barclay. 

4119.  Have  you  been  allowed  to  see  the  rate- 
book with  the  figures,  and  not  the  classification 
book  ? — Yes. 

4120.  They  have  shown  you,  as  a matter  of 
right,  the  rate-book  with  the  figures  in  it  charged 
according  to  the  several  heads  of  classification, 
but  they  have  refused  to  show  you  the  classifica- 
tion book,  shoAving  in  which  classes  goods  are 
arranged? — I do  not  think  that  1 can  honestly 
say  that  if  I asked  for  a classification  they  would 
refuse  to  give  it  me,  but  they  certainly  would  not 
give  the  book  into  my  own  hands. 

4121.  Practically,  if  the  railway  companies  will 
not  give  the  classification  book  into  your  OAvn 
hands  to  examine  it,  it  is  not  open  to  the  jjublic 
or  to  you? — No. 

Mr.  Caine. 

4122.  Have  you  ever  tried  to  copy  the  book  or 
make  extracts  from  it  ? — I have  never  tried ; I 
should  expect  a refusal  directly  if  I xvere  to  make 
such  an  application. 

Chairman. 

4123.  Will  you  ju’oceed  from  where  you  were 
interrupted  ; you  were  going  to  make  a sugges- 
tion as  to  Avhat  you  thought  ought  to  be  the 
future  arrangement  as  to  classification? — For 
your  consideration  of  the  question  which  you 
have  had  very  largely  put  before  you,  I Avill  beg 
to  say  this,  that  1 think  the  difficulty  of  the  re- 
quirement of  the  public  can  be  met  in  a very 
simple  and  unobjectionable  manner  by  the  raihvay 
companies ; I do  not  see  that  they  can  in  any 
way  object  to  any  customer  of  theirs  knoAving  at 
Avhat  rate  the  goods  are  to  be  sent,  or  Avliat  he  is 
to  i)ay  for  the  service  done  for  him,  and  I propose 
to  meet  it  in  this  AA'ay.  I hat  raihvay  companies 
be  required  to  submit  a classification  of  all  goods 
to  the  liaihvay  Commissiouers,and  Avhen  approved 
by  them  to  be  published  ; opportunity  to  be 
given  to  the  public  to  appeal  to  the  Raihvay 
Commissioners  against  unfair  classification.  The 
next  jioiiit  is  the  rates  : “ To  publish  in  the  same 
book  rates  from  every  goods  station  to  every 
other  goods  station  in  that  system  of  railway,  and 
append  a list  of  through-rates  Avherever  the  same 
have  been  fixed.  The  book  to  be  sold  to  the 
jAublic  at  a nominal  price,  say  1 to  2 .v.  6 d. 
The  rates  should  be  from  station  to  station,  and 
in  eiich  case  the  extra  charge  for  collection,  deli- 
very, or  terminals,  &c.,  should  be  clearly  and 
separately  given.  It  should  also  give  the  charges 
for  emjAties.  The  book  to  contain  a copy  of  so 
much  of  the  Acts  of  Parliament  authorising  the 
construction  of  the  raihvays,  as  refers  to  rates  of 
carriage.”  That,  I think,  Avould  meet  the  want 
that  is  felt  by  the  Britisli  paying  public. 


Chairman — continued. 

4124.  So  that  for  the  expenditure  of  1 5.  6d. 
or  2 s.  the  public  should  be  able  to  knoAv  clearly 
what  each  raihvay  company  is  charging  them,  and 
could  also  form  their  own  judgment  as  to  the 
proper  rate  being  charged  according  to  the  classi- 
fication of  the  goods  so  sent  ? — Precisely  so. 

4125.  IVith  respect  to  Avhat  you  mentioned 
about  empties,  you  Avere  talking  about  the 
carriage  of  emjAty  crates  ? — I suggest  that  Ave 
should  know  likeAvdse  what  Ave  should  have  to  pay 
for  them. 

4126.  I think  you  also  have  a complaint  to 
make  about  this  discretionary  charge  on  parcels 
under  500  pounds  Aveight ; Avould  you  shortly 
say  Avhat  your  grievance  is  about  that  ? — 1 have 
something  to  say  about  it,  but  it  is  perhaps  rather 
a larger  question  than  you  expected  me  to  give 
evidence  upon.  Why  I Avish  to  refer  to  thi.s  par- 
ticularly is,  that  this  small  rate  affects  a very 
great  bulk  of  the  population  ; tlie  great  manu- 
facturer does  not  feel  it,  but  the  small  manufac- 
turers, Avho  number  thousands  against  hundreds, 
feel  it  very  acutely  ; it  is  a A'ery  big  charge  made 
for  small  purposes.  To  put  it  forcibly,  I may 
take  it  in  this  way : if  I Avere  to  charge  you  10  1. 
for  a ton  of  nails,  and  you  required  only  a hun- 
dredweight of  those  nails,  if  I Avere  to  multiply 
that  by  6 (which  is  AAdiat  the  raihvay  comnanies 
are  doing  for  those  small  packages),  you  Avould 
think  it  a very  extraordinary  charge.  For  that 
reason  I think  that  some  of  the  charges  Avant 
revising.  Such  companies  as  Sutton’s  and  Fos- 
ter’s, Avho  carry  things  50  per  cent,  at  least  beloAv 
the  charges  of  the  raihvay  companies,  manage  to 
exist  and  get  a very  good  profit  out  of  their 
business ; but  if  I were  manamuff  the  affairs  of 
the  railway  companies  1 Avould  not  alloAv  them  to 
exist.  It  Avould  pay  me,  on  behalf  of  the  com- 
pany, better  to  carry  them  separately  at  a loAver 
rate  of  charoe  than  it  would  pay  Messrs.  Foster’s, 
or  any  one  like  them,  to  carry  them  in  bulk. 

4127.  You  propose  that  ihere  should  be  some 
limitation  in  respect  of  that  right  of  charging 
upon  parcels  beloAV  500  lbs.  ? — I Avould  prefer  not 
to  go  into  detail  ; but  I think  the  princijile  should 
be  dealt  Avith. 

Mr.  Barclay. 

4128.  Do  I understand  you  to  aatsIi  that  empties 
should  be  carried  at  a cheaper  rate  than  they  are 
noAv  carried  at  per  ton  ? — I think  the  trade  would 
be  quite  satisfied  if  the  Raihvay  Commissioners 
settled  the  price ; the  price  has  been  increased 
some  50  per  cent.,  I think,  on  many  railways 
Avithin  the  last  few  years. 

4129.  Can  you  tell  the  Committee  AA'hat  is  the 
]u-actice  of  the  railway  companies  Avith  regard  to 
empties  ? — It  is  a charge  per  CAvt.  for  conA-eyance 
throughout.  I think  in  my  case,  I am  speaking 
locally  noAA',  it  is  1 5.  per  CAvt.  or  per  packet.  I 
think  if  the  other  arrangement  is  made  it  would 
be  as  Avell  to  deal  Avith  that  also,  although  it  is 
only  a minor  thing. 

4130.  Your  complaint,  as  I understand,  is,  that 
the  public  do  not  know  Avhether  they  are  paying 
a proper  charge  or  not  by  any  information  they 
can  get  from  any  of  the  raihvay  companies? — 
Yes.  Of  course  the  complaint  has  already  been 
put  before  you  in  great  volume  that  Ave  are  over- 
charged considerably ; that  is  the  first  complaint. 

4131.  Is 
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Mr.  Barclay — continued. 

4131.  Is  that  only  a suspicion,  or  have  you 
anything  more  to  go  by?— It  is  far  beyond  a 
suspicion, 

4132.  But  they  are  overcharging  you  beyond 
the  rates  they  legally  can  charge  — I think  it  is 
a great  deal  more  than  suspicion. 

4133.  Canyon  adduce  any  evidence  in  support 
of  that  statement? — I will  give  you  a case 
directly  : from  Congreves  to  London  is  120 
miles. 

Mr.  Bolton. 

4134.  What  line  is  that  on  ? — It  is  just  beyond 
Birmingham.  I am  not  certain  as  to  the  line, 
but  I think  it  is  the  .Midland  ; the  authorised 
charge  for  bar  iron  to  London  is  1 rf.  a ton  a 
mile  ; but  Chelmsford,  Avhich  is  30  miles  further 
than  London,  the  rate  they  charge  us  for  iron 
from  Congreves  is  17  s.  6 d. 


Mr.  Barclay. 

4135.  You  have  satisfied  yourself  that  the 
maximum  rate  which  the  company  can  charge  for 
bar  iron  from  Congreves  to  London  is  1 <7,  a ton 
a mile,  and  the  distance  is  120  miles,  and  which 
would  give  you  a maximum  rate  of  10 5.  a ton? 


—Yes. 

4136.  What  is  the  charge  made  to  London  ? — 


I cannot  tell  you  ; I am  taking  the  through  rate 
to  Chelmsford. 

4137.  And  the  charge  for  the  150  miles,  which 
is  the  distance  from  Congreves  to  Chelmsford,  is 
17  5.  6 (7.  a ton  ? — That  is  the  railway  charge. 

4138.  Then  you  say  that  the  maximum  rate  is 
how  much  ? — One  penny  a ton  from  Congreves 
to  London,  and  2d.  a ton  from  London  to 
Chelmsford. 

4139.  How  much  does  that  make? — Fifteen 
shillings  ; so  that  the  excess  is  2 s.  6 (7. 


Lord  Randolph  Churchill. 


4140.  Is  that  a station  to  station  rate  ? — Yes. 

4141.  Is  the  railway  company  authorised  to 

charge  for  loading  and  unloading  ? — I believe  in 
all  those  cases.  ' 


Mr.  Bolton. 

4142.  Does  the  17  s.  Qd.  include  the  loading 
and  unloading? — No,  it  is  a station  to  station 
rate. 

Mr.  Barclay. 

4143.  According  to  the  station  to  station  rate 
do  you  load  and  unload  the  goods? — Yes,  or  if 
we  do  not  we  pay  for  having  those  services  per- 
formed. 

4144.  Then  your  contention  is  with  regard  to 
this  through  rate  for  150  miles  from  Congreves 
to  Chelmsford,  by  way  of  London,  that  the  rail- 
way companies  concerned  are  overcharging  you 
2 s.  6 (7.  a ton  on  bar  iron? — Yes,  I do  contend 
that. 

4145.  Have  you  any  other  case  to  mention  to 
the  Committee  ? — No,  I have  not  ; I purposely 
desired  to  avoid  statistics,  as  I wished  to  confine 
myself  to  the  principle  of  the  matter. 

4146.  Do  you  think  it  would  be  a better  policy 
of  the  railway  companies  to  make  lower  rates  for 
small  parcels  than  they  do  at  present? — If  I were 
managing  the  business  for  my  own  self,  I should 
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Mr.  Barclay — continued, 
most  unquestionably  make  it  my  first  aim  to  keep 
out  all  competition. 

4147.  And  you  think  that  Messrs.  Sutton 
& Company,  and  these  other  carriers  of  small 
parcels,  are  coming  between  the  public  anti  the 
railway  companies,  and  deriving  very  consider- 
able profit  which  might  be  very  properly  divided 
between  the  public  and  the  railway  companies? 
— That  is  my  view  of  the  matter. 

4148.  Can  you  give  the  Committee  any  general 
idea  as  to  what  would  be  the  average  weight  of 
those  parcels  to  which  you  refer;  would  the 
great  bulk  of  them  be  from  10  lbs.  to  100  lbs.  in 
weight  ? — It  would  be  very  various. 

4149.  Yon  could  not  give  the  Committee  an 
idea  of  what  the  average  weight  would  be  of  the 
small  parcels  ? — The  weights  would  vary  from 
2 lbs.  up  to  anything,  say  500 lbs. ; I could  not 
give  you  an  idea  as  to  that. 

4150.  Have  you  looked  into  the  Railway  Com- 
panies’ Act  to  see  the  maximum  rate  at  which 
they  are  allowed  to  treat  the  small  parcels  ? — 

I have. 

4151.  In  contrasting  the  policy  which  the 
railway  companies  adopt  and  that  which  you  re- 
commend, docs  it  seem  similar  to  the  policy 
which  the  Post  Office  adopted  before  the  intro- 
duction of  the  penny  postage  stamp,  and  the 
policy  introduced  by  the  adoption  of  the  penny 
postage  stamp  ? — No,  I do  not  think  it  is  a 
parallel  case  ; in  the  first  place,  I do  not  think 
it  could  be  expected  that  the  railway  companies 
should  carry  at  one  uniform  rate. 

4152.  You  would  not  be  prepared  to  say  that 
they  should  carry  all  small  j marcels  under  500  lbs. 
at  one  uniform  rate,  but  I understand  you  to  re- 
commend a very  large  reduction  in  the  rates  that 
are  at  present  charged? — I think  it  would  be  to 
their  policy,  as  well  as  to  our  interest,  that  tliey 
should  do  so. 

Mr.  Barnes. 

4153.  I suppose  you  have  many  competitors  in 
your  trade  in  your  own  town  ? — Yes,  we  have. 

4154.  Do  you  know  what  rates  they  are  paying 
alongside  of  you? — No,  I do  not. 

4155.  And  your  coutenlion  is  from  the  other 
evidence  which  you  have  given  that  you  should 
be  all  treated  alike,  that  you  should  all  have 
access  to  one  book  of  classification  and  rates? — I 
have  tried  to  look  at  this  matter  from  an  outside 
point  of  view,  and  not  from  a personal  point  of 
view  ; I am  not  prepared  to  deal  with  the  last 
ciuestion  at  present,  but  it  is  so  important  that  I 
am  glad  to  have  been  questioned  upon  it,  as  I 
think  it  affects  every  class  of  the  rate-jiaying 
public. 

4156.  Your  desire  is  to  know  that  your  com- 
petitors also  pay  those  rates,  and  that  you  are 
all  treated  alike,  doine;  the  same  trade?  — 
That  is  all  we  ask ; we  should  be  quite  satisfied 

' with  the  Railway  Commissioners  deciding  what 
the  rates  should  be,  but  I think  we  have  the  right 
to  know  what  it  is  charged  upon. 

Mr.  Dillwyn. 

4157.  I understand  you  to  say  that  you 
think  a book  should  be  published,  and  sold 
by  the  railway  companies  at  I.5.,  or  some- 
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Mr.  Dillwyn — continued, 
thing  of  that  sort? — Yes,  I named  the  sum  of 
from  D.  to  2s.  6d.,  tliat  it  may  not  be  a pro- 
hibitory price,  but  that  everyone  may  possess  it, 
a small  trader  as  well  as  a large  one. 

4158.  What  would  that  book  show  the  rates 
where? — My  proposal  is  that  that  book  should 
be  published  by  every  railway  company,  showing 
the  rate  from  every  station  to  every  other  station 
upon  their  system. 

4159.  Those  would  require  to  be  separate 
books? — Yes,  sejiarate  books. 

4160.  Have  you  any  idea  what  they  would 
cost  ? — There  is  no  doubt  that  it  would  be  a very 
voluminous  affair,  but  when  once  prepared  1 
believe  the  cost  would  not  be  great  afterwards. 

4161.  You  would  then  have  a maximum  rate, 
and  unalterable  rate,  would  you? — I am  not  pre- 
prepared to  de.al  with  that  point. 

4162.  Would  not  the  publication  of  such  a 
book  as  that  involve  the  understanding  that  it 
was  to  be  a permanent  rate? — No,  not  more  than 
the  present  one ; we  have  already  the  information 
in  part  before  us,  but  it  is  not  in  so  clear  a form 
as  we  have  the  right  to  expect.  I am  perfectly 
willing  in  my  business  with  the  public  to  give  the 
price  of  my  article,  and  I contend  that  the  rail- 
way companies  ought  to  give  to  the  public  the 
rate  I'or  their  articles. 

4163.  To  every  little  station,  to  which  there  is 
hardly  a package  in  a year,  you  think  that  the 
rates  should  be  published  ? — Of  the  goods  rates, 
the  great  public  benefit  would  be  indescribable. 

4164.  You  do  not  think  it  matters  what  the 
publication  of  the  book  costs  to  the  railway  com- 
jianles  ? — I would  leave  the  jtrice  to  the  Railway 
Commissioners. 

4165.  Do  not  you  think  that  it  would  have  a 
tendency  to  prevent  changes  of  rates  if  this  book 
were  published  ? — I do  not  think  it  would  ; we 
have  the  tolls  and  rates  already  fixed  as  the  maxi- 
mum rate,  and  the  companies  would  have  just 
the  same  right  to  reduce  them  if  they  thought 
fit,  as  they  have  now. 

4166.  But  that  would  involve  the  publication 
of  a new  set  of  books  at  an  enormous  expense, 
would  it  not? — No  doubt. 

Chairman. 

‘1167.  Would  it  not  be  possible  for  the  railway 
companies  to  have  these  books  in  groups ; to 
divide  their  system  into  groups,  and  not  to  have 
a separate  book  for  every  station  ? — That  might 
be  possible. 

4168.  Might  not  that  prevent  the  necessity  for 
the  republicatiou  of  a number  of  the  books  ? — 1 do 
not  presume  to  say  how  it  should  be  done;  I only 
throw  out  the  principle. 

4169.  Are  you  aware  that  at  this  moment  the 
through  rates  to  Scotland  are  adjusted  by  groups 
of  rates,  and  not  individually? — 1 was  not  aware 
of  that. 

hlr.  Lowther. 

4170.  I Avant  just  to  clear  up  this  matter  about 
the  rate-books  which  you  Avould  have  ])ublished ; 
some  time  a big  railway  company  ac([uires  a small 
line,  then  that  may  alter  all  the  rates  along  the 
railway,  you  still  would  have  them  continually 
altering  the  books,  would  you  ? — It  does  not  seem 
to  me  that  it  Avould  operate  in  that  way. 


Mr.  Lowther — continued. 

4171.  Are  you  aware  that  the  railway  com- 
panies are  continually  altering  the  rates  noAV  ? — 
I take  my  stand  upon  this,  that  the  Raihvay' 
Comissioner.s  Avould  settle  for  a definite  period 
the  rates  Avhich  the  raihvay  company  should  be 
alloAved  to  charge  the  public. 

4172.  And  that  they  should  not  alter  those 
rates? — No,  until  they  have  the  sanction  of  the 
Raihvay  Commissioners  to  do  so. 

4173.  Supposing  a company  Avished  to  reduce 
the  rates  at  a station,  they  Avould  not  be  able  to 
do  so  until  they  got  the  sanction  of  the  Railway 
Commissioners  ? — No,  that  is  not  at  all  so.  My 
point  is  that  the  maximum  rate  should  be  fixed 
by  the  Raihvay  Commissioners,  but  if  the  raihvay 
companies  find  that  it  Avas  not  paying  them,  they 
should  be  alloAved  on  appeal  to  have  it  altered, 
but  they'  might  at  any  time  charge  under  the 
published  rate. 

4174.  If  the  railway  comjAany  Avanted  to  alter 
the  rates,  they  might  not  do  so  until  sanctioned 
by  the  Raihvay'  Commissioners,  and  then  have 
them  published  in  a book  ? — No,  not  at  all ; but 
that  the  maximum  rate  being  fixed,  the  raihvay 
companies  Avould  have  the  o])tlon  of  reducing  the 
charge  beloAV  that  rate. 

4175.  But  if  they  reduced  the  rate,  the  public 
Avould  like  to  have  it  knoAvn  that  it  Avas  reduced? 
— I do  not  think  it  is  possible  to  meet  that. 

4176.  Do  not  you  think  that  it  is  possible  to 
meet  it  if  ymu  Avere  to  say  that  the  rates  shall  be 
published  in  a book,  and  that  that  book  is  not  tp 
be  altered  Avithin  six  months  ?— Not  Avithout  the 
consent  of  the  Raihvay  Commissioners. 

4177.  And  you  think  that  Avould  be  for  the 
benefit  of  the  public? — Undoubtedly;  the  sys- 
tem is  in  existence  noAv  to  a certain  extent;  the 
companies  haA  C no  right  to  charge  beyond  the 
rate  AA'hlch  the  Raihvay  Commissioners  alloAV 
them. 

4178.  But  I am  afraid  you  are  always  looking 
at  the  higher  rate  ; I am  talking  of  Avhat  is  very 
uften  done,  viz.,  reducing  the  rates  ; iioav  a re- 
duction of  a rate  Avould  not  be  made  knoAvn  for 
six  months,  and  could  not  be  brought  into 
jjractice  Avithout  the  consent  of  the  Raihvay 
Commissioners  according  to  your  plan  ? — I think 
you  misunderstand  me ; I simply  want  to  prevent 
raihvay  companies  from  charging  these  exorbitant 
prices. 

4179.  But  do  you  Avant  to  prevent  raihvay 
comj)anies  from  charging  loAvcr  prices  ? — No. 

4180.  According  to  your  plan,  I think  you 
Avould  do  so  ? — I do  not  think  so. 

4181.  because  you  say' the  Raihvay' Commis- 
sioners are  to  sanction  certain  books,  and  tho.se 
books  are  not  to  be  altered  Avith  regard  to  either 
raising  or  loAvering  Avithin  a certain  time? — That 
I do  not  mean  ; 1 Avill  repeat  my  vieAV  ; my'  vieAV 
is,  that  railway'  com])anies  shall  be  alloAved  to 
charge  certain  rates,  those  rates  being  maximum 
rates  the  same  as  uoav  ; that  is  Avhat  I believe  they 
are  permitted  to  do  iioav. 

4182.  Do  you  think  that  small  parcels  shall  be 
carried  at  the  same  rate  as  larger  parcels  ? — I do 
not  go  so  far  as  that. 

4183.  But  in  propoi'tion  ? — In  a more  equit- 
able ])ro})ortion  than  at  iiresent. 

4184.  Is  there  not  a fixed  charge  for  empties? 

— I am 
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Mr.  LowiJier — continued. 

— I am  not  aware  of  any  authorized  charge  ; it 
is  a fixed  charge  made  by  the  companies  them- 
selves. 

4185.  But  the  rate  is  not  published  ? — I think 
not 

4186.  Are  you  talking  of  any  particular  rail- 
way with  regard  to  empties  ? — It  is  complained 
generally  that  empties  are  charged  too  highly. 

4187.  I do  not  ask  as  to  their  being  charged  too 
highly ; I say,  are  there  not  regulations  with 
regard  to  empties  ? — I really  could  not  answer 
you  upon  that  point. 

4188.  Are  you  not  charged  upon  empties  sent 
by  passenger  trains,  and  also  by  goods  trains  ? — 
Yes,  but  it  is  comparatively  an  unimportant  part 
of  the  public  question  ; I simply  name  it  in  order 
that  the  whole  system,  if  it  is  improved  at  all, 
should  be  made  complete.  I do  not  attach  any 
importance  to  the  charge  for  empties,  but  I desire 
that  it  should  not  be  left  out. 

4189.  Are  you  prepared  to  say  that  there  are 
no  fixed  charges  for  empties  sent  by  railways  ? — 
I do  not  know  that. 

Mr.  Caine. 

4190.  You  were  complaining  a good  deal  of  the 
extra  charge  which  the  trades  you  represent 
suffer  with  regard  to  small  packages  ; I think  you 
took  nails  as  an  illustration ; I will  take  the 
same  ; you  stated  that  small  packages,  that  is  to 
say,  jiarcels  under  500  lbs.  weight,  were  charged 
about  six  times  as  much  proportionately  as  larger 
quantities? — Yes,  but  I did  not  instance  nails  as 
an  example. 

4191.  Supposing,  for  instance,  you  get  a two 
ton  rate  for  your  nails  at  10s.;  four  cwt,  Avould 
at  10s.  be  2s. ; but  if  they  are  charged  six  times 
as  much  in  proportion,  it  would  be  12  s.  ? — I must 
go  a great  deal  lower  than  that  to  bring  in  my 
extreme  rate. 

4192.  One  cwt.  would  be  charged  Qd.  if 
a ton  was  charged  10s.  ; do  you  think  that  the 
charge  for  one  cwt.  would  be  too  much  if  it 
were  charged  3 s.  ? — Undoubtedly  I do. 

4193.  You  know  the  ironmongery  trade  pretty 
well ; an  ironmonger  would  be  very  well  content 
with  10  s.  a ton  profit  upon  a ton  of  nails,  would 
he  not? — I should  think  he  would. 

4194.  But  he  would  not  like  to  sell  one  cwt.  of 
nails  under  much  less  than  2 s.  or  2 s.  Qd.  profit  ? 
— I think  he  would. 

4195.  Do  you  think  it  would  pay  an  Ironmonger 
to  carry  on  a retail  trade  for  under  25  or  30  per 
cent,  profit  ? — Undoubtedly  it  would. 

4196.  Do  you  think  that  it  would  bo  a desir- 
able thing  in  the  interest  of  the  trade  at  large 
that  a joiner  should  be  able  to  buy  one  cwt.  of 
nails  at  an  exceedingly  low  rate  from  a manufuc- 
turer,  and  have  them  delivered  into  his  place  at 
a very  low  rate  ? — I do  not ; in  the  first  place  a 
manufacturer  would  not  supply  the  quantity. 

4197.  I am  not  sure  about  that? — A man  of 
any  repute  would  not  supply  him  ; it  would  not 
answer  his  purpose. 

4198.  I wish  to  ask  you  what  proportion  you 
think  one  cwt.  should  bear  to  the  two-ton  rate  ? 
— Perhaps  if  I say  a “remunerative  proportion  ” 
it  will  be  the  best  way  of  answering  the  question  ; 
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it  is  hardly  for  me  to  say  what  rate  should  be 
fixed  by  the  companies. 

4199.  But  you  think  the  rate  miiiht  be  fixed 
at  very  much  less  than  at  present  ? — Yes,  I think 
it  might  be  fixed  at  very  much  less  than  it  is  at 
present.  M^e  will  say  that  a ton  now  costs 
6 5.  8 (?,  ; if  you  divide  that  ton  into  seven  pound 
parcels,  you  will  find  the  extra  charge  enormous, 
but  if  you  put  the  seven  pound  parcels  into  the 
hands  of  carriers  who  send  their  goods  in  bulk 
by  railway  then  the  thing  comes  back  again  to- 
wards the  ton  rate. 

4200.  Cannot  an  ironmonger  in  London  buy 
two  tons  of  nails  and  bring  them  to  the  station, 
and  then  the  railway  company  will  carry  them  at 
the  two-ton  rate  and  distribute  them  in  hundred- 
weight bags  in  London  to  the  small  buyers? — I 
do  not  know  that. 

4201.  Would  it  not  very  much  meet  the  diffi- 
culty if  the  railway  companies  would  adoi)t  the 
plan  of  carrying  up  to  a certain  rate,  and  deliver- 
ing in  London  in  boxes  or  bags  ? — I do  not  see 
how  it  is  to  be  arranged. 

4202.  You  must  see  that  every  small  parcel 
requires  just  as  many  entries  in  the  railway  com- 
panies’ books,  and  is  just  as  much  trouble  as  a 
large  ])arcel ; it  is  merely  a question  of  the  cost 
of  carriage.  The  expenses  of  the  railway  com- 
panies are  very  largely  made  up  by  a large  staff 
of  servants,  everyone  of  whom  is  employed  in 
making  the  entries,  and  in  handling  the  stuff? — 
It  really  seems  to  me  hardly  a parallel  case ; it 
seems  to  be  departing  from  the  general  principle 
I have  suggested  and  laid  down  to  you : I cannot 
see  that  it  bears  upon  the  principle  at  all. 

4203.  Now,  passing  from  that,  I wish  to  clear 
up  a matter  about  the  rate  from  Congreves  to 
(dielmsford ; do  you  know  that  iron  comes 
through  London  when  going  from  Congreves  to 
Chelmsford? — It  goes  in  through  trucks. 

4204.  Whatever  railway  there  is  which  takes  it 
to  London,  there  is  no  actual  connection  between 
Chelmsford  and  Congreves,  or  any  of  the  rail- 
ways upon  which  Congreves  is  situated  ? — Yes, 
there  is  by  transfer. 

4205.  How  does  the  iion  go  from  the  Great 
Western  to  the  Great  Eastern  terminus  in 
London? — I cannot  say  at  present. 

4206.  Are  you  quite  sure  that  the  iron  does 
not  go  through  Peterborough  instead  of  through 
London  ? — I cannot  say. 

4207.  You  give  the  mileage  rate  for  a certain 
distance  from  Congreves  to  London,  and  a certain 
distance  from  London  to  Clemsford,  from  which 
we  may  naturally  infer  that  the  goods  go  through 
London  to  Chelmsford? — Ido  not  think  that  is 
so  ; but  it  is  the  interest  of  the  railway  companies 
to  get  the  goods  over  their  own  line  as  far  as 
possible,  except  that  they  might  wish  to  ease  the 
block  of  traffic  at  any  jiarticular  terminus. 

Mr.  O’  Sullivan. 

4208.  You  stated  that  the  charge  for  empties 
was  rather  high ; do  you  recollect  the  time 
when  the  railway  companies  carided  empties  for 
nothing  ? — I do. 

4209.  They  carry  them  at  a very  excessive 
rate  now,  do  they  not? — During  the  last  three 
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years  the  companies  have  put  on  50  per  cent 
upon  empties. 

4210.  Do  you  know  cases  in  which  empties 
have  not  been  of  the  value  of  the  carriage? — 
I think  it  is  very  often  so. 

4211.  Have  you  heard  of  cases  in  which 
empties  liave  been  left  unredeemed  at  railway 
stations  as  beino;  not  worth  the  carrias:e  ? — 
I have  no  doubt  that  often  happens. 

4212.  If  there  were  a uniform  parcels  rate  up 
to  7 lbs.  weight,  would  the  Post  Office,  do  you 
think,  get  as  much  of  the  trade  in  parcels  as 
they  get  at  present  ? — I am  afraid  that  it  is  out- 
side my  province  to  give  an  opinion  upon  that 
point. 

4213.  As  a business  man,  which  would  you 
rather  send  a parcel  by  ; by  a railway,  with  the 
security  it  affords,  or  by  the  Post  Office,  if  they 
were  taken  at  a unform  rate? — We  are  very 
much  restricted  in  sending  by  the  post,  and  we 
have  no  security,  so  that  beyond  a little  article 
of  that  kind  we  do  not  think  of  sending  by 
post. 

4214.  If  the  railway  companies  would  charge 
at  a,  uniform  rate,  would  you  not  prefer  send- 
ing  by  railway? — I do  not  think  the  Post  Office 
could  come  in  competition  with  the  railways  at 
all.  I do  not  think  the  one  wmuld  affect  the 
other 

4215.  But  do  you  think  that  if  the  railway 
companies  wdthin  100  miles  from  Loudon,  had  a 
uniform  rate  for  parcels,  they  would  not  get  a 
large  amount  of  the  present  Post  Office  pared 
traffic?— I think  not,  because  the  Post  Office 
has  a much  more  rapid  dis[)atch  than  the  rail- 
way companies,  and  as  regards  the  security, 
we  do  not  often  send  parcels  of  value,  except  we 
register  them. 

Sir  Edward  Watkin. 

4216.  Are  you  an  ironmonger  in  a large  way 
of  business  ? — Yes. 

4217.  And  you  are  a member  of  the  Council 
of  the  Ironmonger's  Association,  are  you  not  ? — 
I am  President  of  the  Association. 

4218.  And. you  speak  their  general  opinion? 
— I think  so. 

4219.  What  is  your  general  complaint  as  re- 
presenting the  Ironmonger’s  Association,  with 
regard  to  the  rate  you  are  charged  for  your 
goods ; leaving  the  500  lbs.  question  out  of  view 
for  the  present  ? — That  they  are  charged  above 
the  rates  authorised  to  be  charged  by  Act  of 
Parliament. 

4220.  Will  you  give  the  Committee  some  in- 
stances in  which  that  occurs? — I stated  at  the 
outset  that  I was  not  pre])ared  with  statistics. 
I come  unarmed  with  statistics  entirely. 

4221.  A general  complaint  that  the  charges 
are  too  high  is  worthless  ; the  question  is  upon 
v/hat  particular  article  and  between  what  parti- 
cular places  do  you  complain  of  overcharge  ? — 
I really  must  say  that  I am  unpre})ared  to  give 
you  statistics. 

4222.  You  gave  the  Committee  from  Con- 
greves to  Chelmsford  ; you  do  not  know  whether 
that  traffic  comes  by  the  route  of  the  Great 
^Vestern  and  is  carted  from  the  Great  Western 
goods  station  to  the  Great  Eastern  Com'jiany’s 
goods  station,  or  how  it  is  sent? — I do  not  know 


Sir  Edward  Watliiu — continued, 
that,  but  there  is  no  doubt  that  it  comes  in  a 
through  truck. 

4223.  Where  is  the  junction  in  London  be- 
tween the  Great  Eastern  and  the  Great  Western 
Bailways  ? — I do  not  know  that. 

4224.  Supposing  it  came  round  by  Peter- 
borough, the  distance  would  be  much  longer  than 
the  distance  you  have  given,  would  it  not? — It 
W'ould. 

4225.  If  it  came  by  that  route  the  rate  you 
have  mentioned  would  be  less  than  the  maximum, 
would  it  not? — I believe  the  railway  companies 
have  no  power  to  charge  you  more  than  the  ac- 
tual distance  from  the  sending  place  to  the 
conveying  ])lace. 

4226.  That  is  to  say,  if  you  send  traffic  be- 
tween point  A and  point  B,  a distance  of  200 
miles,  and  if  there  is  a shorter  line  of  150  miles, 
you  can  only  charge  as  for  150;  is  tliat  your  con- 
tention; that  the  company  are  to  charge  not  for 
the  actual  distance  travelled,  but  by  the  shortest 
distance  which  may  exist ; or,  as  the  Americans 
call  it,  by  the  “ bee  line  ”? — I do  not  know  how 
it  cuts  by  the  minimum  ; I know  how  it  cuts  by 
the  maximum,  but  I think  the  calculation  would 
be  made  upon  the  minimum  number  of  miles  be- 
tween the  two  places. 

4227.  Supposing  I have  a railway  150  miles 
long,  and  somebody  else  has  a railway  100  miles 
long  betw'een  the  same  places,  you  say  that  I can 
only  charge  as  for  100  miles  ? — That  is  my 
opinion. 

4228.  You  stated  that  a classification  should  be 
made  out  of  all  rates  between  all  stations,  and 
submitted  to  the  Hallway  Commissioners  for  ap- 
proval ? — Yes,  I did, 

4229.  And  that  it  should  remain  in  force  with- 
out the  power  of  alteration,  except  for  the  purpose 
of  reduction,  for  a period  of  years  ? — Subject  to 
the  control  of  the  Bailway  Commissioners. 

4230.  That  is  to  say,  you  would  let  the  railway 
companies  charge  what  the  Bailway  Commis- 
sioners allowed,  and  not  charge  any  more  ? — 
Precisely,  as  they  have  now. 

4231.  Do  you  know  that  to  Liverpool  alone, 
within  the  last  five  years,  upon  the  London  and 
North  Western  Line,  theie  have  been  at  least 
10,000  alterations  of  rates? — I was  not  aware  of 
that.  With  respect  to  that,  I do  not  think  that 
would  affect  the  question  any  more  than  it  is 
affected  at  present.  There  is  a maximum  rate 
fixed  now  by  Parliament  that  the  railway  com- 
panies should  not  exceed,  and  I ask  no  moi’e. 

4232.  It  was  upon  that  question  that  you  sug- 
gested that  the  classification  of  all  these  articles 
should  be  settled,  revised,  and  approved  by  the 
Bailwa}^  Commissioners  ; that  the  maximum  rate 
should  be  fixed  to  each  article,  and  that  this 
maximum  rate  and  of  this  classification  should 
subsist  for  a period  of  years,  and  then  I was 
desiring  to  get  from  you  whether  you  wei’e  aware 
of  the  enormous  amount  of  detail  that  would  in- 
volve ? — I think  you  must  have  misunderstood 
me  ; I do  not  propose  to  tax  the  railway  com- 
panies by  anything  that  they  have  not  at  present. 
As  I understand,  the  Bailway  Commissioners  have 
permitted  them  to  charge  a certain  maximum  rate, 
and  they  must  not  go  beyond  that. 

4233.  Now,  with  regard  to  the  charge  upon 
less  than  5001b,  parcels,  you  stated,  without 
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giving  any  detailed  instances  of  complaint  that 
the  railway  companies  charged  more  than  the 
proper  legal  maximum  rate  ; are  you  aware  that 
with  regard  to  parcels  of  under  500  lbs.  that  they 
are  allowed  to  charge  what  they  please  ? — I know 
that  they  have  almost  unlimited  power  in  that 
respect. 

4234.  And  that  they  do  not  exercise  their 
power  to  the  full  ? — No  doubt  they  do  not  to  the 
full. 

4235.  Are  you  aware,  that  five  years  ago,  the 
scale  for  parcels  under  500  lbs.  was  revised  with 
a view  to  the  reduction  of  the  charge  on  such 
parcels? — The  charge  was  reduced. 

4236.  That  was  a step  in  the  right  direction? 
—Yes. 

4237.  Now,  upon  the  question  of  parcels  under 
500  lbs.  in  weight,  let  us  assume  that  a person 
sent  a parcel  of  nails  weighing  500  lbs.  from 
Congreves  to  Chelmsford,  I suppose  if  a small  or 
a large  blacksmith  at  Chelmsford  writes  to  Con- 
greves to  order  500  lbs.  of  nails,  the  railway  com- 
pany are  bound  to  send  them  when  they  are 
delivered  to  them  ? — Yes,  no  doubt. 

4238.  And  if  at  the  same  time  they  had  no 
other  consignment  to  Chelmsford,  they  would  be 
obliged  to  send  that  5C0  Ibs.In  a waggon,  which 
might,  if  there  were  other  lots,  carry  eight  tons? 
— Yes,  no  doubt. 

4239.  Do  you  suppose  it  is  fair  that  for  a 
waggon  carrying  500  lbs.  going  that  distance,  the 
railway  comj)any  should  charge  no  more  than  yro 
rata  of  two  tons  ? — I do  not  ask  for  that ; I only 
ask  for  a fair  rate,  and  1 desire  to  show  that  the 
railway  companies  could  benefit  themselves  as 
well  as  the  public  by  further  equalising  the 
rate. 

4240.  You  do  not  complain  of  the  railway 
companies  charging  more  in  proportion  for  the 
small  })arcels  than  for  the  large  ones? — No;  the 
one  is  the  wholesale  and  the  -other  the  retail 
trade  ; let  them  by  all  means  have  a fair  propor- 
tion of  the  profit. 

4241.  You  do  not  object  at  all  to  the  fact  that 
for  a small  consignment  there  should  be  a larger 
rate  than  for  a larger  consignment? — That  is 

o O 

quite  just. 

4242.  Then  with  regard  to  middle  men  acting 
as  carriers  ; you  would  abolish  them,  as  I under- 
stand ? — I would  make  the  competition  so  severe 
that  they  could  not  live. 

4243.  You  would  run  them  off  the  road,  in 
fact? — Yes,  I would  run  them  off  the  road. 

4244.  Would  you  kindly  take  that  book  in 
your  hand  {liunding  a book  to  the  Witness)  and 
read  the  title  of  it  ? — “ Railway  Clearing  House. 
General  Classification  of  Goods  by  Merchandise 
Trains  on  Railways.” 

4245.  Are  you  prepared  to  tell  the  Committee 
that  that  book  is  not  to  be  found  in  every  station 
in  England,  and  is  as  much  open  to  the  inspection 
as  is  the  rate  book  of  any  customer  who  applies 
to  see  it? — I can  only  give  you  one  instance 
from  my  own  experience,  and  that  was  an  appli- 
cation to  the  Great  Eastern  Company  some  time 
ago. 

4246.  Plow  long  ago  was  that?  — Certainly 
four  years,  or  it  might  be  five  years.  I applied  to 
the  traffic  manager  at  Chelmsford  and  he  told  me 
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in  plain  language  that  the  classification  book  Avas 
not  to  be  had  by  the  public. 

4247.  But  are  you  atvare  that  since  Parlia- 
ment decided  that  railway  companies  should 
produce  their  rate  books  to  the  carrying  public, 
that  classification  book  has  been  in  every  station 
in  England,  producible  and  capable  of  being  seen 
by  anybody  ?■ — I do  not  think  it  is  understood  to 
be  so  ; it  is  generally  accepted  by  the  public  that 
it  Is  not  to  be  seen. 

4248.  You  do  not  know  that  It  is  to  be  seen  ? 
— I take  it  from  you  now  that  it  is  to  be  seen ; I 
had  taken  it  for  granted  that  it  was  not  to  be 
seen. 

Mr.  Monk. 

4249.  I understood  you  to  say  that  you  Avould 
recommend  that  the  rate  books  at  each  station 
should  be  printed,  in  order  to  be  sold  to  the 
public,  is  that  so  ? — I put  it  rather  differently; 
that  the  rate  books  should  comprise  the  rates  from 
one  station  to  any  other  station  upon  the  same 
system  of  railways,  so  that  rve  may,  upon  pur- 
chasing this  book,  have  an  opportunity  of  seeing 
what  the  rates  are,  just  as  we  can  the  fare  for 
travelling. 

4250.  Do  you  think  that  the  books  should 
contain  not  only  the  legal  rates  chargeable  by 
the  railway  companies,  but  the  actual  rates  that 
they  charge,  so  that  the  public  might  know  Avhat 
are  the  charges  by  railway  ? — I do  not  propose  to 
burden  them  by  doing  more  than  printing  the 
actual  maximum  rates  which  they  are  allowed  to 
charge  by  Parliament. 

4251.  Do  you  not  think  it  would  be  desirable  in 
the  interest  of  the  public  that  the  actual  charges 
from  one  station  to  all  the  other  stations  on  the 
line  should  also  be  published  ? — If  it  could  be 
done,  but  Sir  Edward  Watkin  has  given  some 
figures  which  seem  to  show  that  it  would  be  im- 
possible  to  do  it. 

4252.  You  have  made  a suggestion  that  the 
rates  should  be  sanctioned  by  the  Railway  Com- 
missioners ? — I did. 

4253.  That  Would  require  further  legislation  I 
think  ; the  Railway  Commissioners  have  not,  at 
present  that  power,  have  they  ? — I understand 
that  the  Railway  Commissioners  have,  at  present, 
sanctioned  a maximum  rate  which  the  railways 
should  not  exceed. 

4254.  Are  you  not  aware  that  the  maximum 
rate  which  the  railway  companies  cannot  legally 
exceed  is  contained  in  the  different  Acts  of  the 
railway  companies  themselves  ? — I am  aware  that 
it  is. 

4255.  So  that  it  really  does  not  rest  at  all  with 
the  Railway  Commissioners  to  sanction  the  maxi- 
mum rates,  they  being  contained  in  the  various 
Acts  of  Parliament  ? — My  great  point  is  not  so 
much  about  the  rates  (which  might  possibly  be 
accepted,  even  as  they  are  now),  but  as  to  the 
classification  of  the  rates,  and  the  publication  of 
the  classification  of  the  rates. 

4256.  Would  you  desire  that  greater  facilities 
should  be  given  to  the  public  to  come  before  the 
Railway  Commissioners  so  as  to  arrange  the  rates 
AAdiich  should  receive  their  sanction  ? — Only  in 
cases  of  unfair  classification.  I do  not  think  it 
would  be  necessary  beyond  that. 
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4257.  Have  you  liad  any  experience  of  bring- 
ing a case  before  the  Kailway  Commissioners  ? — 
I have  not. 

4258.  Do  you  know  whether  it  is  considered 
to  be  an  expensive  tribunal  or  not? — I believe  it 
is  considered  as  an  expensive  and  a very  trouble- 
some mode  of  procedure. 

4259.  Can  you  tell  me  in  what  way  it  is  an 
expensive  tril)unal?  — I cannot. 

4260.  Are  you  aware  that  the  Raihvay  Com- 
missioners do  not  require  counsel  to  appear  before 
them;  that  any  advocate  may  appear  there? — I 
was  not  aware  of  that,  and  I do  not  think  the 
general  public  are. 

4261.  Do  not  you  think  it  desirable  that  the 
public  should  be  aware  of  it  if  that  is  the  fact  ? — 
I think  it  is  very  desirable  that  they  should  know 
it ; I do  not  think  they  know  it. 

Mr.  Bolton . 

4262.  To  clear  up  this  matter,  if  we  possibly 
can  ; I do  not  think  it  is  a change  in  the  rates 
you  desire  as  much  as  a more  complete  classifica- 
tion and  a more  equitable  classification  of  the 
goods? — You  are  quite  right,  in  common  w'ith 
my  fellow  traders  "we  do  not  complain  of  the  rates 
that  are  allowed  by  Parliament.  I think  the 
rates  that  are  allowed  are,  in  most  cases,  fair,  and 
we  do  not  object  to  them,  but  when  those  rates  be- 
gin to  be  unfair,  then  we  begin  to  object  to  them. 

Chairman. 

4263.  Are  you  alluding  to  all  classes  of  goods? 
Yes,  to  all  classes  of  goods. 

Mr.  Bolton. 

4264.  Then  the  power  which  ycu  would  giv® 
to  the  Hallway  Commissioners  is,  as  I understandj 
the  power  to  supersede  the  existing  Acts  of  Par- 
liament under  which  the  railways  have  been  con- 
structed ? — I think  not. 

4265.  Are  you  aware  that  every  Railway  Act 
contains  a schedule  of  rates  which  the  railway  com- 
panies are  entitled  to  charge  ? — I understand  so. 

4266.  Would  you  give  the  Railway  Commis- 
sioners power  to  alter  those  rates  ? — I did  not 
propose  touching  upon  that  point. 

4267.  Is  not  that  Avhat  you  propose  ? — That  is 
not  my  point. 

4268.  Then  yon  spoke  of  the  Railway  Com- 
missioners having  ])ower  to  fix  a rate  for  a certain 
term  ? — R o,  1 should  not  go  so  far  as  that.  I 
should  propose  that  the  Railway  Commissioners 
simply  receive  from  the  railway  companies  the 
rates  that  they  Avould  charge,  and  when  they 
approve  them  tlien  they  should  be  published,  and 
not  before. 

4269.  It  is  not  the  maximum  rates  that  you 
are  speaking  about  iit  all  now  ; it  is  the  rates 
that  the  railway  comj)anies  were  determined  to 
charge  ; those  rates  being  within  their  maximum? 
—Yes. 

4270.  Then  suj)posing  they  fixed  their  maxi- 
mum rates ; in  other  words,  supposing  that 
Avhicli  they  submit  to  the  Railway  Commissioners, 
is  simply  an  extract  I'roni  their  Acts  of  Parlia- 
ment?— That  is  precisely  Avhat  I contend. 

4271.  Why  should  they  be  compelled  to  sub- 
mit to  the  Railway  Commissioners  extracts  from 
their  Acts  of  Parliament? — But  my  point  is  that 
the  public  should  have  better  access,  and  freer 


Mr.  Bolton. 

access,  than  they  have  at  present  to  the  rates, 
and  that  they  should  have  access  to  the  classifi- 
cation. 

4272.  But  the  public  have  that  already, 
as  you  have  shown  to  the  Committee  ? — 
But  the  general  public  have  not  access 
to  the  terminal  charges,  and  we  have  no  means 
whatever,  as  I have  understood,  of  checking 
them.  What  I want  to  have  shown  is  whether 
we  cannot  have  put  before  us  the  station  to 
station  rates  in  all  cases,  and  whether  we  cannot 
have  the  charges  for  collection  and  delivery, 
cartage,  and  terminals  in  each  case  separately. 

4273.  Have  you  been  able  to  shoAv  the  Com- 
mittee any  cases  from  your  own  knowledge  in 
Avhich  the  railway  companies  were  making  an 
overcharge?  — I have  stated  one,  but  I have 
come,  as  1 have  stated,  not  prepared  with  details; 
I simply  come  to  state  the  principle. 

4274.  Your  evidence  goes  to  the  length  of 
generally  charging  the  raihvay  companies  ivith 
making  overcharges,  but  you  have  not  been  de- 
sirous of  naming  particular  instances  ? — I referred 
to  one. 

4275.  You  referred  to  the  case  from  Con- 
greves to  Chelmsfoi'd  ? — Y"es. 

4276.  Y^ou  were  unable  to  tell  the  Committee 
what  was  the  railway  that  carried  the  article  from 
Congreves  to  Chelmsford  ? — I am  not  prepared 
with  statistics  of  any  kind. 

4277.  YYu  take  the  route  as  being  through 
London  ? — 1 think  that  was  tvrong ; I did  not  say- 
so  ; it  was  suggested  to  me. 

4278.  YYu  stated  that  the  distance  from  Con- 
greves to  London  tvas  120  miles,  and  that  from 
London  to  Chelmsford  it  was  30  miles  further, 
and  that  upon  the  distance  from  London  to  Con- 
greves the  company  tvere  entitled  to  charge  1 d. 
a ton  a mile,  which  made  the  rate  up  to  10  s., 
and  from  Loudon  to  Chelmsford  2 d.  a ton  per 
mile  ? — Y^es,  I did. 

4279.  Consequently  you  did  take  it  as  being 
from  Congreves  to  London,  and  fi-om  Loudon  to 
Chelmsford? — No  doubt. 

4280.  How  is  that  traflSc  carried  from  London 
to  Chelmsford  ? — I believe  it  comes  by  Peter- 
borough entirely,  and  not  through  London. 

4281.  But  you  must  recollect  that  you  are 
making,  what  I consider  to  be,  a grave  accusa- 
tion of  overcharge  ? — I think  that  I may  be 
allowed  to  say  that  I did  not  make  such  an  ac- 
cusation. The  honourable  Chairman  asked  me 
to  give  the  Committee  an  instance. 

Chairman. 

4282.  I did  not  ask  for  an  instance  ; I asked 
you  this,  “Have  you  come  here  to  go  into  the 
question  of  overcharges,  or  have  you  come  here 
simply  to  go  into  the  question  of  the  publica- 
tion of  the  classification  of  rates.”  The  question 
to  which  you  refer  Avas  asked  you  in  cross- 
examination  by  the  hon.  Member  for  Forfar. 

1 did  not  ask  yon  any  questions  Avith  reference 
to  overcharges? — May  I be  alloAved  to  submit 
to  the  Committee  my  impression.  Before  coming 
here,  1 felt  that  yon  had  had  such  an  enormous 
number  of  these  charges  before  you  already, 
that  I should  be  simply  trespassing  upon  your 
time  if  1 brought  forward  any  more ; I only 
received  my  summons  yesterday  morning  to 

appear 
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appear  before  the  Committee,  so  that  I had  no 
time,  even  if  I had  any  desire  to  bring  forward 
details. 

Mr.  Bolton. 

4283.  How  did  you  get  your  knowledge  of 
the  charge  from  Congreves  to  Chelmsford  ? — By 
actually  paying  it. 

4284.  You  have  made  some  remai’ks  with 
reference  to  the  greatly  increased  charge  for 
one  cwt.  of  nails  as  compared  with  a ton  of  nails  ; 
and  you  have  admitted  that  for  carrying  a small 
package  the  railway  company  is  entitled  to  a 
somewhat  higher  percentage  of  chai'ge  ; what 
would  you  consider  to  be  a fair  addition;  taking 
a ton  of  nails  at  10  s.,  Avhat  would  you  consider 
to  be  a fair  rate  for  a cwt:  ? — I think  it  would  be 
presumption  of  me  to  give  an  opinion  ; it  is  their 
business  and  not  mine.  If  it  were  my  own 
business  I could  give  it  you  straight  off. 

4285.  You  do  not  consider  it  presumptuous  to 
say  that  the  charge  at  present  is  far  too  high  ? — 
I stated  that,  but  I do  not  think  I ought  to  be 
asked  to  fix  the  remunerative  profits  of  another 
business  man. 

4286.  Do  you  consider  that  if  the  rate  were 
10s.  a ton,  1 s.  per  cwt.  would  be  too  high? — 
Yes;  it  would  be  far  too  high. 

4287.  How  much  would  you  consider  would 
be  right ; is  11  <7.  too  much? — Yes,  undoubtedly, 
it  would  be  too  much  for  a thing  of  that  kind  ; it 
is  a great  deal  too  much.  I am  treating  it  as  an 
ordinary  matter  of  business  ; I put  it  as  between 
the  retail  way  of  doing  business  and  the  whole- 
sale way. 

4288.  Supposing  you  were  buying  an  article 
at  10  s.,  what  would  you  consider  a fair  price  to 
sell  it  at? — Possibly  at  the  rate  of  from  11s.  to 
11s.  6 c?. 

4289.  Even  for  two  cwt.  what  would  you  make 
it? — I do  not  know  that  we  should  make  any 
great  difference. 

4290.  I suppose  you  would  admit  that  while 
you,  in  your  place  of  business,  would  not  be  put 
to  any  expense  in  selling  a cwt.  as  against  a ton  ; 
a railway  company,  on  the  other  hand,  is  put  to 
greater  expense,  inasmuch  as  they  have  to  send 
a man  with  a lorry  or  a cart,  possibly  for  the  cwt., 
for'  which  the  whole  receipt  of  the  company 
would  be  6 c?.  I suppose  you  would  admit  that 
for  his  service  the  railway  company  would  be  en- 
titled to  something  more  than  that? — I do  not 
admit  that. 

4291.  But  still  you  admit  that  your  own  charge 
would  be  11  s.  6 d.,  which  would  be  nearly  20 
per  cent.  ? — It  would  be  less  20  per  cent, 
profit. 


Mr.  Alfred  Hickman, 
Mr.  Craig. 

4302.  You  are  an  Ironmaster  in  South  Staf- 
fordshire ? — -I  am. 

4303.  Will  you  state  to  the  Committee  where 
your  blast  furnaces  are,  and  in  what  particular 
branch  of  the  iron  trade  you  are  engaged? — I am 
a manufacturer  of  pig  iron. 

4304.  Where  is  your  manufactory  of  pig-iron 
0.54. 
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4292.  Are  you  aware  that  the  charge  for  two 
cwt.  upon  that  very  article,  at  10  s.  per  ton,  would 
be  1 s.  3 d.  ? — I did  not  wish  to  specify  the 
article  ; I only  wished  the  principle  upon  which 
the  small  parcels  are  charged  to  be  brought 
out. 

Mr.  Gregory. 

4293.  You  use  all  the  railways  nut  of  London 
as  I understand,  for  the  purpose  of  your  busi- 
ness ? — My  goods  come  from  many  parts, 

4294.  Are  you  aware  whether  there  has  been 
any  revision  of  the  rates  of  those  railways  out  of 
London,  or  any  of  them? — I am  not  made  ac- 
quainted with  it,  unless  I find  it  out. 

4295.  I mean  any  revision  of  those  rates  by 
either  railway  company  ? — We  are  not  acquainted 
with  it ; the  information  is  not  sent  to  us. 

4296.  You  do  not  know  whether  there  has  been 
any  in  recent  years? — I am  aware  that  there 
have  been  many  alterations  and  very  many 
changes,  but  as  to  what  those  alterations  and 
changes  have  been,  I am  not  thoroughly  posted 

"P- 

4297.  Do  you  think  it  desirable  that  there 
should  be  a periodical  revision  by  Parliament  of 
the  rates  of  railways  ? — I do  not  think  that  we 
require  so  much  as  that  ; of  course  with  the  times 
we  are  now  living  in,  alterations  from  time  to 
time  may  seem  desirable.  No  doubt  when  this 
original  rate  and  toll  was  sanctioned  by  Parlia- 
ment, it  was  all  sufficient.  At  the  time  it  existed 
there  were  canals,  and  all  means  of  transit  of 
which  the  public  could  avail  themselves  to  com- 
pete with  the  railway  companies  ; but  since  that 
time  the  railway  companies  have  bought  up  all 
those  channels  of  conveyance,  and  we  have  no 
other  means  of  transit. 

4298.  You  think,  from  those  circumstances, 
that  the  tolls  should  be  revised  when  the  oppor- 
tunity offered  itself? — That  they  should  be 
considered. 

4299.  Then  you  are  aware,  I dare  say,  that 
the  railway  companies  are  continually  coming 
before  Parliament  for  an  extension  of  .their 
powers  ? — Yes. 

4300.  Do  you  think  that  advantage  should  be 
taken  of  those  applications  for  revision  of  the 
tolls  ? — That  is  really  outside  my  province  ; I do 
not  go  so  far  as  to  ask  for  any  burden  to  be  placed 
upon  the  railway  companies  ; I only  ask  that  we, 
as  the  paying  public,  should  be  made  thoroughly 
acquainted  with  the  rates  and  the  authorised 
charges  that  the  company  can  make  upon  us. 

4301.  You  are  content,  are  you,  with  the 
present  maximum  tolls  as  they  stand? — I think 
they  are  not  much  to  be  complained  of  as  they 
stand. 


called  in  ; and  Examined. 

Mr.  continued. 

situated  ? — My  furnaces  are  situated  near  to  the 
Deepfields  Station  of  the  London  and  North 
Western  Railway. 

4305.  That  is  near  Bilston,  is  it  not? — Yes. 

4306.  How  long  have  you  been  there? — I 
have  been  there  15  years. 

4307.  You  have  had  acquaintance  with  the 
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iron  trade  of  South  Staffordshire  for  a longer 
period  than  that,  have  yow  not  ? — Yes,  I have 
for  the  last  30  years. 

4308.  So  that  during  30  years  you  know  its 
past  and  its  present  condition  ? — Yes. 

4309.  Is  the  pig-iron  trade  of  South  Stafford- 
shire in  a declining  stage  ? — The  pig-iron  trade 
is  very  rapidly  becoming  defunct. 

4310.  To  what  do  you  attribute  that? — 1 
attribute  it  to  the  excessive  railway  rates  on  the 
material. 

4311.  Do  you  mean  on  the  raw  material  ? — 
Yes. 

4312.  Do  you  mean  entirely  on  the  raw 
material,  or  is  there  also  an  excessive  railway 
rate  on  the  pig-iron  ? — Some  of  the  railway  rates 
on  j)ig-iron  are  excessive,  but  they  are  of  small 
importance  compared  with  the  excess  on  the  raw 
material, 

4313.  Can  you  give  the  Committee  some  de- 
scription of  the  trade  during  the  past  and  the  pre- 
sent time,  as  you  know  it  yourself  from  your  own 
knowledge?  — The  number  of  blast  furnaces  in 
blast  in  1862  was  110  ; in  1872  there  were  102, 
and  now  there  are  only  41. 

4313*.  And  of  the  same  capacity? — Of  similar 
capacity  ; some  of  them  may  have  increased  of 
late.  The  tendency  in  blast  furnaces  has  been 
to  increase  in  size. 

4314.  So  the  number  has  dwindled  down  from 
110  to  41  ?— Yes. 

4315.  Is  the  trade  as  at  present  carried  on 
very  pi'ofi table  ? — I have  good  reason  for  saying 
that  most  of  the  blast  furnaces  are  carried  on 
either  with  no  profit  or  with  some  loss. 

4316.  Are  your  blast  furnaces  in  South  Staf- 
fordshire well  situated  with  regard  to  the  iron- 
stone fields? — I consider  they  are  very  well 
situated. 

4317.  They  lie  between  the  Northamptonshire 
ironfields  and  the  North  Staffordshire  ? — Yes. 

4318.  What  proportion  is  brought  from  North- 
amptonshire and  what  from  Nurth  Staffordshire 
compared  with  what  is  raised  in  South  Stafford- 
shire'?— I consider  the  quantity  of  ironstone 
brought  into  South  Staffordshire  exceeds  that 
produced  there  by  the  proportion  of  10  to  1. 

4319.  That  is  to  say,  you  have  10  tons  of 
foreign  ore  to  every  ton  that  is  raised  in  the 
district  ? — Yes. 

Sir  Edward  Wathin. 

4320.  Does  that  include  hematite  ? — It  in- 
cludes hematite. 

Mr.  Craig. 

4321.  I suppose  you  use  your  own  fuel 
chiefly  ?—  Yes. 

4322.  What  proportion  of  foreign  fuel  would 
come  in  ? — 1 should  say  a sixth  or  a seventh. 

4323.  That  is  to  say,  about  a ton  of  foreign  fuel 
for  every  six  tons  of  home  fuel  ? — Yes. 

4324.  That  would  be  coke,  would  it  not  ? — 
Yes. 

4325.  The  principal  fuel  In  your  district  is  the 
thick  coal,  is  it  not? — Yes;  will  you  allow  me  to 
explain  that  I am  referring  to  the  pig-iron  trade 
alone. 

4326.  That  thick  coal  in  South  Staffordshire  is 
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a very  fine  coal  for  iron  making,  is  it  not  ? — It  is 
a very  superior  coal. 

4327.  What  is  the  situation  of  your  furnaces 
in  relation  to  the  thick  coal  district  in  South 
Staffordshire  ? — The  furnaces  were  originally 
built  in  the  thick  coal  basin,  but  the  thick  coal 
surrounding  the  furnaces  is  now  for  the  most 
part  Avorked  out,  and  subsequent  discoveries 
upon  the  other  side,  that  is  the  western  side  of 
Dudley,  show  that  the  district  there  contains  a 
large  quantity  of  thick  coal  of  very  superior 
quality  ; but  on  that  side  the  furnaces  are  few  in 
number. 

4328.  What  may  be  the  average  distance  be- 
tween the  coal  field  and  the  furnaces  ? — About 
six  miles. 

Lord  Randolph  Churchill. 

4329.  Is  it  not,  as  it  were,  on  two  sides  of  a 
hill,  the  furnaces  upon  one  side,  and  the  coal 
upon  the  other? — Yes. 

Mr.  Craig. 

4330.  The  ])ig  iron  is  made  of  a mixture  of 
the  North  Staffordshire,  the  South  Staffordshire, 
and  the  Northamptonshire  ore,  is  it  not? — Yes  ; 
exactly. 

4331.  Wliere  is  your  produce  of  pig  iron  sent 
to  generally  ? — It  is  used  in  the  district  almost 
entirely  ; the  proportion  that  is  sent  out  is  very 
small. 

4332.  Does  it  supply  the  home  consumption  ? 
— Not  nearly. 

4333.  Where  does  the  other  come  from  ? — 
From  Shropshire,  Lancashire,  Derbyshire,  and 
the  Cleveland  district;  in  fact,  all  the  iron  pro- 
ducing districts  send  iron  into  South  Stafford- 
shire. 

4334.  If  you  had  lower  rates  upon  the  raw 
material,  Avould  the  pig  iron  trade  increase  in 
South  Staffordshire  ? — Undoubtedly. 

4335.  And  the  trade  would  be  carried  on  pro- 
fitably ? — It  Avould,  no  doubt.  I believe  pig 
iron  can  be  made  as  cheaply  in  South  Stafford- 
shire as  anywhere  in  the  world,  if  Ave  had  fair 
raihvay  rates  upon  the  material. 

4336.  Will  you  state  what  the  rate  upon  the 
coal  is  from  the  thick  coal  basin  to  the  furnaces  ? 
— The  present  through  rate  from  Round  Oak  to 
Deepfields,  the  distance  being  6 miles  51  chains 
(the  coal  has  to  travel,  I should  tell  you,  upon 
both  the  Great  Western  and  London  and  North 
Western  Companies’  lines),  is  Is.  10(7.  a ton  for 
the  6 miles  51  chains, 

4337.  Does  that  include  wagon  hire? — No  ; it 
does  not  include  Avagon  hire ; it  is  exclusive  of 
Avagons. 

4338.  Have  you  ex'cr  made  an  application  to 
the  raihvay  company  for  a reduction  of  their 
rates  ? — I have. 

4339.  Have  you  succeeded  in  obtaining  one  ? 
— On  apjAlying  to  the  raihvay  companies  Avho 
Avere  interested,  I Avas  told  (hat  there  was  a pri- 
vate arrangement  between  the  London  and 
North  AVestern  and  the  Great  AYestern  Com- 
panies, Avhereby  the  discharging  company  should 
take  1 s.  a ton,  Avhatever  distance  the  company 
might  cany  the  material,  that  is  to  say,  that  the 
discharging  company',  if  it  only  carried  the  ma- 
terial 100  yards,  Avould  have  1 s.  a ton  for  it ; and 

that 
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that  being  so,  we  could  not  get  the  rate  reduced 
because  the  discharging  company  taking  1 s., 
the  Great  Western  Company  were  not  willing  to 
take  less  than  10  rf. 

4340.  Do  you  actually  pay  that  1 s.  10  d.  ? — • 
No  ; I found  that  the  London  and  North  Wes- 
tern Railway  have  a local  rate  of  9 d.  from 
Dudley,  which  is  the  point  of  junction,  and  so 
by  consigning  the  coal  to  Dudley,  and  re-con- 
signing it  from  Dudley  to  Deepfields,  we  got  the 
Great  Western  Company’s  rate  of  10  c/.,  and 
the  London  and  North  Western  Company’s 
rate  of  9 d.,  making  Is.  Id.  instead  of  1 s.  10  c?. 

4341.  So  that  you  pay  really  two  rates,  which 
together  amount  to  1 s.  7 d.,  instead  of  the  quoted 
through  rate  of  1 s.  10  cf.  ? — 1 hat  is  so. 

4342.  blave  you  ascertained  from  the  Act  of 
Parliament  tvhat  is  the  maximum  rate  ? — The 
maximum  rate  upon  the  Stour  Valley  Railway, 
which  is  the  part  of  the  London  and  North 
Western  Company’s  Railway  that  the  traffic  runs 
over,  is  1 d.  a ton  a mile. 

Lord  Randolph  Churchill. 

4343.  Is  that  in  large  quantities  ? — In  truck- 
loads. 

Mr.  Craig. 

4344.  What  distance  does  that  apply  to  ? — 
That  applies  to  four  miles  two  chains. 

4345.  Is  there  a six-mile  clause  in  that  Act? 
— I believe  not. 

4346.  You  have  the  Act  of  Parliament,  I sup- 
pose ? — I have  not  the  Stour  Valley  Act  of 
Parliament,  but  I have  the  London  and  North 
Western  Company’s  Act;  the  London  and  North 
Western  Company’s  minimum  rate  is  1|  d. 

Mr.  Edioard  Watkm. 

4347.  What  is  the  date  of  that  Act  ? — The 
London  and  North  Western  Company’s  Act  1 am 
referring  to,  is  dated  the  16th  of  July  1846. 

4348.  That  is  what  we  call  the  Amalgamation 
Act  ? — It  is. 

Mr.  Craig. 

4349.  Does  that  Act  state  that  the  charge 
should  be  1^  d.  a ton  a mile,  including  wagons  ? 
— It  does  include  wagons. 

4350.  That  would  be  7j  d.  in  your  district? — 
Yes. 

4351.  What  is  the  charge  when  the  railway 
company  find  the  wagons? — They  always  refused 
to  find  wagons.  Twenty-three  years  ago  when 
the  W est  Midland  Company  was  first  started 
they  found  wagons,  and  the  charge  was  1 s.,  in- 
cluding wagons,  being  6 d.  for  carriage  and  6 d. 
for  wagons. 

4352.  Would  you  be  kind  enough  to  tell  the 
Committee  how  many  tons  of  coal  it  takes  to 
make  a ton  of  iron  ? — Of  course  it  varies  a little, 
but  you  may  take  it  that  on  the  average  it  takes 
about  2^  tons  of  coal  and  slack  altogether. 

Sir  Edward  Wathin. 

4353.  You  say  you  add  on  to  the  1 s.  7 d.,  6 d. 
for  wagons,  which  makes  2 s.  1 rf.  ; is  that  for  the 
six  miles  ? — Y es. 

Mr.  Craig. 

4354.  Then  the  overcharge  above  the  maxi- 
mum, assuming  that  to  be  the  maximum  throughout, 
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would  be  3 5.  6 d.  per  ton  upon  a ton  of  pig-iron. 
Would  it  not  ? — It  would. 

4355.  Two-and-a-half  tons  is  the  amount  re- 
quired for  heating  and  calcining? — Yes,  the 
amount  required,  including  heating  and  calcining. 

4356.  So  that- that  overcharge  of  rates  would 
amount  to  about  10  per  cent.  ? — Yes,  upon  the 
price  of  the  pig. 

4357.  Now,  with  regard  to  ironstone,  would 
you  tell  us  where  you  get  the  ironstone  from  in 
North  Staffordshire? — One  of  the  central  posi- 
tions is  Chatterley  ; you  may  take  that  as  being 
the  central  place.  Then  there  is  another  place 
where  we  get  it  from  in  North  Staffordshire,  and 
that  is  Froghall. 

4358.  That  is  the  hydrous  ore? — Yes. 

4359.  What  is  the  rate  from  Chatterley  to 
Deepfields  ? — Three  and  tenpence,  without 
wagons. 

4360.  And  wdiat  would  be  the  charge  Including 
wagons? — Four  shillings  and  sixpence. 

4361.  What  is  the  distance?  — Thirty-nine 
miles  fifty-two  chains. 

4362.  What  is  the  rate  from  Froghall  to  Deep- 
fields ? — Five  shillings. 

4363.  Exclusive  of  wagons  ? — Exclusive  of 
wagons,  and  with  wagons  5 s.  8 d. 

4364.  What  is  the  distance? — Forty-seven 
miles. 

4365.  Now  taking  Thrapstone,  in  Leicester- 
shire, you  get  a good  deal  of  ironstone  fron  there 
I think  ? — Yes. 

4366.  What  is  the  rate  from  that  ironstone 
field? — The  rate  from  Thrapstone  is  3s.  3c?.; 
that  is  without  wagons ; that  is  the  rate  by  the 
London  and  North  Western  Railway. 

4367.  What  would  be  the  charge  with  wagons? 
— They  never  supply  wagons  in  that  district. 

4368.  Will  you  just  state  whether  you  find 
wagons  or  not? — For  the  Northamptonshire 
traffic,  always. 

Lord  Randolph  Churchill. 

4369.  Who  does  find  the  wagons? — The  owner; 
the  railway  company  never  find  the  wagons  for 
that  traffic,  but  it  is  very  common  in  the  North 
Staffordshire  district  for  the  railway  company  to 
find  wagons. 

Mr.  Craig. 

4370.  Would  you,  for  the  purpose  of  com- 
parison, state  what  the  3 s.  3 c?.  would  be  with 
wagon  hire,  it  being  3 s.  3 d.  without  ? — If  you 
add  the  same  as  the  North  Staffordshire  rate  for 
wagons  it  would  be  3 s.  11c?. 

4371.  What  Is  the  distance? — Eighty-five 
miles  62  chains. 

4372.  What  does  that  come  to  per  ton  per 
mile? — Without  wagon  hire  it  comes  to  •45c?., 
that  is  to  say,  ’5  less  than  a halfpenny. 

4373.  Now  referring  to  the  North  Stafford- 
shire district  again,  I suppose  that  traffic  would 
come  upon  the  London  and  North  Western  and 
the  North  Staffordshire  Railways  ? — Yes. 

4374.  What  is  the  distance  upon  each  com- 
pany’s line  ? — It  is  about  equal,  supposing  the 
traffic  were  exchanged  at  Stafford. 

4375.  Now  if  you  apply  the  London  and  North 
W estern  Company’s  maximum  rate  to  the  whole 
district,  that  is  for  North  Staffordshire  as  well  as 
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for  the  London  and  Xorth  Western  line,  what 
would  that  amount  to? — The  maximum  legal 
charge  would  be  3s.  8,j  d. 

4376.  Including  wagons  ? — Yes. 

4377.  And  the  rate  actually  charged  Is  4 s.  6d.  ? 
-Yes. 

4378.  So  that  that  would  make  a difference  of 
how  much  ? — Of  9|  d.  upon  a ton  of  ironstone. 

4379.  It  is  calcined  I believe? — It  Is  cal- 
cined. 

4380.  What  quantity  of  calcined  North  Staf- 
fordshire ore  would  it  require  to  make  a ton  of 
pig-iron  ? — You  may  take  it  at  two  tons. 

4381.  So  you  may  take  the  I’ate  as  Is.  7d. 
upon  a ton  of  j)ig-iron  ? — Yes. 

4382.  Now  from  Froghali,  what  woidd  be  tlie 
rate,  taking  the  maximum  rates  by  the  London 
and  North  Western  Hallway  ? — It  would  be  in 
excess  of  the  maximum  rate  by  Is.  3(7. 

4383.  How  many  tons  does  it  take  of  that  to 
make  a ton  of  pig-iron  ? — It  takes  2^  tons  of 
that ; we  are  now  speaking  of  the  ironstone  not 
of  the  limestone. 

4384.  That  would  amount  to  3 s.  l^d.  ? — Yes. 

4385.  We  have  compared  the  rates  actually 
charged  upon  the  stone  Irom  North  Staffordsliire 
with  the  maximum  rates  as  given  in  the  London 
and  North  Western  Company’s  Local  Act.  Will 
you  compare  it  with  the  Northamptonshire  rate, 
which  you  actually  pay  from  Thrapstone  to 
South  Staffordshire;  what  is  the  rate? — Sup- 
posing the  same  rate  per  ton  per  mile  were 
charged  from  Cliatterley  as  from  Thrapstone  it 
would  be  about  2 s.  2 d.  less  than  it  is ; that  is  to 
say,  the  3 s.  10  <7.  rate  is  in  excess  of  the  Thrap- 
stone rate  by  2 s.  2 d. 

4386.  That  is  to  say,  if  you  paid  the  same  rate 
upon  North  Staffordshire  ore  as  you  are  paying 
upon  Thrapstone  ore,  you  would  have  a reduction 
in  the  rate  of  2 s.  2 d.  ? — That  is  so. 

4387.  'fhen  that  would  amount  to  4 s.  4 d.  upon 
a ton  of  Cliatterley  pig  ? — It  would. 

4388.  What  is  the  price  of  a ton  of  Cliatterley 
pig  ? — About  21.2  s.  6 d. 

4389.  What  would  the  price  per  ton  be  for 
Froghali  hydrate  pig? — About  3 7.  2 s.  6 d. 

4390.  When  you  work  that  out  upon  the  ton 
of  pig-iron  it  amounts  to  about  10  percent.? — 
In  the  case  of  Chatterley  pig  It  comes  to  about 
10  per  cent.,  but  in  the  case  of  the  Froghali  pig, 
it  comes  to  rather  more  than  that,  but  you  have 
not  yet  carried  out  the  Froghali  calculation. 

4391.  The  Froghali  calculation  shows  a differ- 
ence of  how  much  ? — The  excess  that  is  charged 
for  Froghali  above  the  Thrapstone  rate  comes  to 
3 s.  3 d.  a ton ; that  woidd  amount  to  8 s.  1 d.  per 
ton  of  iron. 

4392.  That  is  to  say,  upon  a ton  of  hydrate 
pig? — Yes,  about  12^  per  cent. 

4393.  Then  it  comes  to  this : it  would  apjiear 
that  you  are  paying  10  per  cent,  upon  the  price 
of  the  pig-iron  owing  to  the  excessive  rates 
charged  upon  coal,  and  over  10  per  cent,  for  ex- 
cessive rates  charged  ujion  your  ironstone?  — 
'That  is  so. 

Sir  Edward  IVatkiii. 

4394.  Making  20  per  cent,  altogether;  10  per 
cent,  on  the  fuel  and  10  percent,  upon  the  stone  ? 
—Yes. 


Mr.  Craig. 

4395.  The  10  per  cent,  upon  the  coal  is  In 
excess  of  maximum  rates,  and  the  10  per  cent, 
upon  the  stone  is  the  excess  above  the  North- 
amptonshire rates? — Yes. 

4396.  Have  you  ever  had  that  material  carried 
for  less  in  that  district,  in  your  rocollection  ? — 
Twenty-three  years  ago  the  Great  Western  Com- 
pany carried  coal  for  me  from  Hound  Oak  to 
Bilston,  about  the  same  distance,  for  6 d.  a ton. 

4397.  So  that  that  would  be  l^d.  a ton  less 
than  what  we  find  the  maximum  rate  to  be  ? — It 
is  l^d.  a ton  less  than  the  maximum  rate. 

4398.  Then  this  disadvantage  at  which  you  are 
placed,  amounting  to  20  per  cent.,  is  crushing 
that  industry  out  of  existence,  is  it  not  ? — En- 
tirely. 

4399.  What  do  you  propose  as  a remedy  for 
that  state  of  things  ? — It  appears  to  me  that  we 
want  in  the  first  place  a new  classification  of 
goods ; that  we  want  the  materials  for  iron- 
making, that  is  to  say,  the  coal,  coke,  limestone, 
iron  ore,  and  ironstone,  put  in  a class  by  them- 
selves ; they  are  all  dealt  ivith  by  the  railway 
companies  in  very  large  quantities,  and  there- 
fore can  be  carried  cheaply.  For  the  most  part 
they  are  taken  from  siding  to  siding  without  any 
tei’minal  expenses  upon  them ; they  are  taken 
for  the  most  part  in  train  loads,  or  something 
like  it,  and  can  be  dealt  with  at  very  cheap 
rates. 

4400.  Would  you  recommend  any  revision  of 
the  maximum  rates? — I think  at  present  the 
rates  on  materials  are  absurdly  too  high ; they 
are  the  same  in  many  Acts  of  Parliament,  as  on 
manufactured  iron,  and  there  are  no  cases,  taking 
the  country  at  large,  that  I am  aware  of,  except 
just  these  few  in  South  StaflTordshire,  where  any- 
thing like  that  rate  Is  being  paid. 

4401.  You  are  aware,  are  you  not,  that  rail- 
Avay  companies  do  sometimes  carry  raw  matei’ial 
at  a less  rate  than  the  maximum  rate  ? — They  do 
everywhere. 

44u2.  In  view  of  tiiat,  do  you  i-ecoramend  a 
reduction  and  revision  of  the  maximum  rates  ? — 
I think  the  maximum  rates  should  be  brought 
down  to  something  like  what,  in  practice,  it  is 
found  the  railway  companies  can  afford  to  carry 
the  article  at. 

4403.  Why  do  you  think  that  compulsory  re- 
vision is  necessary  ? — Because  when  we  find  we 
are  charged  more  than  the  maximum  legal  rate, 
and  we  go  to  the  railway  companies  for  redress, 
they,  say.  Oh ! it  is  true  we  are  charging  you 
above  the  legal  rate  upon  this  article,  but  there 
are  other  articles  upon  which  we  are  charging 
you  less,  and  if  you  2n’ess  this  upon  us,  we  shall 
raise  all  our  rates  to  the  legal  rate. 

4404.  So  that  they  use  their  jiower  as  a sort 
of  scourge  to  prevent  you  from  getting  a remedy 
for  overcharges  ? — Yes. 

4405.  And  you  Avould  deprive  them  of  that 
power  by  a reduction  of  rates  ? — By  bringing 
them  down  to  a reasonable  limit,  a limit  above 
what  they  could  aftbrd  to  carry  at,  but  giving 
some  reasonable  reduction. 

4406.  What  would  you  recommend  as  a 
remedy? — It  appears  to  me  that  the  subject 
naturally  divides  itself  into  two  parts. 

4407.  Would  you  recommend  a uniform  mile- 
age rate  ? — I would  recommend  a uniform 

maximum 


SELECT  COMMITTEE  ON  RAILWAYS. 


197 


9 May  1881.] 


Mr.  Hickman. 


[ Continued. 


Mr.  Craig — continued. 

maximum  mileage  rate  certainly.  The  rate  next, 
naturally,  divides  itself  into  three  parts  ; there  is 
the  expense  of  dispatching,  hauling,  and  dis- 
charging. The  expense  of  dispatching  ^ and 
discharging,  I think,  should  be  fixed  quantities. 
It  is  easy  to  ascertain  what  the  expense  is  of 
dispatching  and  discharging,  and  those  shoubl  be 
fixed  quantities  over  all  distances ; and  I think 
also  it  is  very  easy  to  ascertain  what  the  expense 
of  hauling  is ; the  expense  of  hauling  does  not 
vary  with  the  distance.  Of  course,  if  you  come 
to  a question  of  per  ton  per  mile,  the  expense 
of  dispatching  varies  according  to  the  rate  per 
ton  per  mile ; but  if  you  have  a fixed  rate  for 
dispatching  and  discharging,  and  a fixed  rate  per 
mile  for  hauling,  you  get  at  a fair  rate  which 
%yould  be  applicable  to  all  distances. 

4408.  Have  you  any  knowledge  of  what  the 
cost  of  dispatching  and  discharging  would  lie  in 
your  district  for  your  class  of  goods  ? — I have  the 
authority  of  the  local  manager  of  the  London 
and  North  Westei'n  Railway  Company  for  the 
statement  that  their  expenses  at  their  principal 
discharging  station  in  our  district,  that  is  Bloom- 
field Basin,  amounted  to  something  less  than  2 d. 
a ton. 

Lord  Randolph  Churchill. 

4409.  And  would  the  dispatching  charges  be 
about  the  same  ? — They  would  not  be  more,  at 
any  rate. 

’ Mr.  Craig. 

4410.  You  would  double  that,  I suppose  ? — 
To  be  well  within  the  mark,  I would  say  double 
that,  and  put  down  ^d. 

4411.  Will  you  give  the  Committee  your  idea 
with  regard  to  the  cost  of  haulage  ? — In  the  case 
of  from  Thrapstone  to  Deepfields  they  carry 
there  at  a fraction  less  than  | rf.  a ton. 

Lord  Randolph  Churchill. 

4412.  You  are  referring  to  coal,  are  you  not? 
— No,  I am  referring  to  ironstone.  Now,  from 
Durham  to  London  the  charge  is,  or  was  lately, 
9 s.  3 </.  in  train  loads,  for  everything  ; they  do 
not  find  waggons. 

4413.  And  what  is  the  distance? — Two  hun- 
dred and  sixty  miles. 

4414.  What  does  that  work  out? — 0'4  d. 

4415.  That  is  less  than  \ d.  a.  ton  ? — Yes. 

Mr.  Craig. 

4416.  What  do  you  conclude  from  that  with 
regal’d  to  the  haulage? — I conclude  that  a fair 
maximum  rate  for  haulage  would  be  ^ c?.  a ton  a 
mile. 

4417.  So  that  you  have  three  factors;  you 
have  the  two  tivopences,  that  is  4 d.,  that  is  for  the 
extra  work  at  each  end,  including  starting  and 
stoppino;,  and  then  you  have  ^ d.  a ton  for  haul- 
age, and  putting  them  together,  how  would  you 
illustrate  what  you  mean? — bay  for  12  miles,  we 
should  have  12  miles  at  3 c?.  a ton,  which  would 
make  6 d, ; discharging  and  dispatching  which  is 
4 d.,  would  make  a rate  of  10  d.  for  12  miles. 

4418.  What  would  that  be  per  ton  per  mile? 
— It  would  be  ’83  d.  Then  you  would  have  for 
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the  24  miles,  at  the  same  rate.  Is.  4 <?.  ; that 
would  be  -66,  so  that  the  longer  the  distance  the 
less  the  station  to  station  rate  would  be  , because 
the  terminal  costs  would  be  divided  in  the  longer 
distance. 

4419.  That  illustrates  the  principle  upon  which 
you  would  arrange  the  uniform  maximum  mileage 
rate?^ — Yes. 

4420.  And  it  would  differ,  according  to  dis- 
tance, as  a station  to  station  rate? — Precisely. 

4421.  When  you  speak  of  the  terminal  charges, 
you  do  not  mean  what  is  usually  stated  in  the 
Act  of  Parliament  as  terminal  charges,  but  the 
extra  shunting  both  at  the  beginning  and  at  the 
end  of  the  journey  ? — It  is  not  very  clear  what  is 
meant  by  the  terminal  charges. 

Lord  Randolph  Churchill. 

4422.  Do  you  mean  loading  and  unloading  ? — 
No,  there  is  no  loading  or  unloading  done  by  the 
railway  companies  in  our  business. 

Mr.  Craig. 

4423.  It  is,  in  fact,  your  analysis  of  the  station 
to  station  rate  into  three  distinct  parts  ? — 
Exactly. 

Lord  Randolph  Churchill. 

4424.  Then,  of  what  does  the  dispatching  and 
discharging  consist,  that  you  take  at  2 d.  a ton  ? 
— It  may  b^e  described  as  marshalling  the  waggons 
and  starting. 

4425.  And  what  is  the  discharging? — The 
discharging  is  the  shunting  of  them  at  the  end. 

4426.  Not  anything  more  than  that? — Not 
anything  iijore  than  that. 

Mr.  Barnes. 

4427.  To  whom  do  you  presume  the  sidings 
belong  in  that  case  ? — To  the  discharging  com- 
pany ; but  in  the  case  of  dispatching  the  sidings 
belong  to  the  coal  owner,  as  the  collieries  always 
have  their  own  sidings. 

4428.  The  marshalling  would  belong,  part  to 
the  consignor  and  part  to  the  railway  company  ? 
— Yes,  and  I consider  that  if  the  sidings  at  the 
discharging  end  belong  to  the  consignee  no  charge 
should  be  made  for  the  sidings. 

Mr.  Craig. 

4429.  Have  you  suggested  that  to  the  com- 
panies ? — I have  put  it  to  them  that  people  who 
have  sidings  ought  to  have  an  alloAvance  and  not 
to  be  charged  at  the  same  rate  as  if  the  goods 
were  delivered  at  the  station,  and  the  answer 
given  is,  that  by  law  they  are  not  allowed  to  make 
any  dlfierence  ; that  it  would  be  a preference  to 
one  trader  over  another.  I have  in  vain  argued 
that  a man  who  has  gone  to  the  outlay  of  making 
a siding,  which  saves  expense  to  the  railway  com- 
pany, and  who  has  gone  to  the  expense  of  loco- 
motive power  to  shunt  and  marshal  the  trains, 
should  be  benefited  by  that  outlay,  which  the 
railway  company  saves.  Of  course  it  is  obvious 
that  svhen  a t’’ain  goes  into  a large  station  and 
has  to  be  led  out  to  discharge  the  waggons  into 
boats,  if  the  waggon  is  not  in  the  place  where  the 
boat  is,  the  waggon  must  be  moved,  and  if  the 
boat  is  not  there  they  must  keep  moving  the 
waggons  about  in  all  sorts  of  ways  until  the 
boat  arrives,  which  is  all  a matter  of  expense 
to  the  company. 
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Mr.  Craig — continued. 

44.30.  With  regard  to  sidings,  your  contention 
is  that  the  railway  company  ought  to  give  a 
reduction  where  private  owners  find  their  own 
sidings  ? — Yes,  exactly. 

4431.  And  if  they  do  not,  they  place  them  at 
a disadvantage  ? — Yes,  the  private  owner  loses 
all  the  fienefit  of  his  outlay  and  his  cost  in  loco- 
motive power  to  shunt  the  trucks. 

Lord  Randolph  Churchill. 

4432.  As  a rule  in  all  those  blast  furnaces  and 
collieries,  are  the  sidings  made  by  the  comjianies 
or  by  the  owner  ? — Always  by  the  owner ; the 
companies  never  make  the  sidings. 

4433.  And  who  provides  locomotive  power? — 
The  owners  do  all  that ; all  the  company  does  is 
to  push  the  Avaggons  into  the  sidings  and  leave 
them  ; they  never  shunt  or  move  anything  at  all. 

Mr.  Samuelson. 

4434.  Is  there  not  any  siding  upon  the  rail- 
Avay  ? — No,  they  confine  themselves  to  their 
points;  all  the  company  does  is,  they  put  in 
a pair  of  points,  and  you  must  connect  with  them. 

Mr.  Barnes. 

4435.  Are  you  referring  to  the  London  and 
North  Western  Company  ? — Yes,  there  is  no 
other  company  in  our  district  of  South  Stafford- 
shire at  all,  except  London  and  North  Western 
and  Great  Western. 

]\Ir.  Craig. 

4436.  Would  you  allow  the  I’ailway  company 
to  make  any  alteration  of  those  maximum  rates 
to  suit  varying  circumstances? — Yes';  i would 
not  interfere  Avith  their  discretion  in  the  conduct 
of  their  business,  as  regards  carrying  below  the 
maximum  rates,  piovided  they  did  not  put  one 
trader  at  a distinct  disadvantage  as  compared 
Avith  another. 

4437.  You  would  see  that  that  was  guarded 
against,  or  recommend  that  it  should  be  guarded 
against  ? — Yes. 

4438.  What  Avould  you  propose  to  remedy  that 
in  case  of  its  being  alleged  ? — I think  that  there 
might  with  great  advantage  be  an  officer  ap- 
pointed by  the  Board  of  Trade  Avho  should  be 
appealed  to  in  difficulties  of  that  sort.  When  a 
private  individual  goes  to  a great  railAvay  com- 
pany for  redress  of  any  grievances,  if  he  says  you 
are  charging  me  more  than  the  maximum  rate 
for  this  or  that,  the  raihvay  com2)any  simply 
laughs  him  to  scorn,  as  they  kiiOAV  they  have  the 
])OA\’er  of  oppressing  him  in  all  sorts  of  Avays. 

Lord  Randolph  Churchill. 

4439.  Is  that  your  oavu  experience? — Yes. 

4440.  I believe  you  are  one  of  the  largest  pig- 
iron  masters  in  South  Staffordshire? — 1 am  the 
largest  j>ig-iron  maker. 

4441.  So  that  Avhat  Avould  apply  to  you,  AA'Ould 
apply  Avith  greater  force  to  the  smaller  manu- 
facturers?— Yes,  no  doubt. 

Mr.  Craig. 

4442.  Do  you  find  that  the  raihvay  companies 
make  jirivate  arrangements  amongst  themselves 
for  the  regulation  of  rates? — Yes. 

4443.  Do  you  find  any  inconvenience  aidslng 
from  that  ? — Yes,  the  greatest  inconvenience;  if 
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Ave  have  only  one  company  to  deal  with,  and  if 
we  can  show  that  a revision  of  the  rate  is  advi- 
sable, Ave  may  get  it,  but  now  we  are  met  with 
this  combination,  and  we  are  told  “ Ave  Avould  be 
glad  to  do  it,  but  Ave  have  to  do  Avlth  the  Great 
Western”  or  the  “ Midland  ” or  whatever  corn- 
pan}’  it  may  be,  and  “ Ave  cannot  do  it.” 

4444.  So  that  it  amounts  very  much  to  Avhat  an 
authorised  amalgamation  between  the  companies 
would  amount  to  ? — I think  it  is  Avorse. 

Lord  Randolph  Churchill. 

4445.  Is  it  what  in  America  they  Avould  call 
a “ ring  ” ? — Precisely. 

Mr.  Craig. 

4446.  In  making  this  private  arrangement 
amongst  themselves,  have  you  reason  to  believe 
that  the  companies  pay  regard  to  the  public  in- 
terest ? — I think  not ; there  is  a very  strong  in- 
stance of  the  force  of  this  virtual  amalgamation  in 
the  case  of  the  Midland  RailAvay  Avho  lately  have 
made  a connection  Avith  Wolverhampton  upon 
their  main  line.  Mr.  Allport,  Avho  was  examined 
before  a Committee  of  this  House  was  asked  this 
question.  “ I see  the  Committee  in  tlie  other 
House  put  this  question  to  you.  ‘ The  pi-omoters 
and  ironmasters  Avho  gave  evidence  for  them  say 
(and  it  is  no  good  mincing  matters),  that  if  you  get 
to  Walsall,  they  will  have  a reduction  of  rates. 
What  is  your  opinion  about  that?  Shall  I read 
you  Avhat  you  said?’  (A)  ‘Yes.’  ‘Your 
ansAver  is  this  : I have  ahvays  been  of  opinion 
that  the  rates  from  the  South  Staffordshire  dis- 
trict are  too  high,  but  Ave  have  had  no  control 
over  them.  ’ ” 

Sir  Edward  Watkin. 

4447.  That  meant  the  Midland  Railway  ? — 
Yes;  the  continuation  of  Mr.  Allport’s  ansAver  is, 
“ The  London  and  North  Western  Company  are 
the  people  who  have  fixed  the  rates,  but  they  are 
too  high.  I have  no  hesitation  in  saying  that, 
looking  at  other  iron  districts  in  the  country  the 
South  Staffordshire  rates  are  too  high”;  and 
then  the  learned  counsel  asked,  “ Do  you 
maintain  that  opinion?”  {A.)  “1  do.”  Then 
again  he  was  asked,  “ It  will  be  a permanent  re- 
duction of  rates,”  and  his  ansAver  was,  “ I should 
think  so.”  (Q.)  “Is  that  your  conviction?” 
(A.)  “ It  is  a very  rare  thing  that  rates  are 
advanced  ; sometimes  they  are.  I have  no  doubt 
they  Avill  be  reduced.  Staffordshire  is  labouring 
under  very  great  difficulties,  and  has  been  for 
some  years,  in  consequence  of  very  cheap  water 
communication  from  Cleveland  and  Middles- 
borough,  and  Staffordshire  being  an  inland  com- 
munication to  all  parts  has  laboured  under 
great  disadvantages.  The  great  thing  is  that 
they  have  a capital  expended  upon  the  Avorks, 
and  that  capital  must  be  utilised  in  the  best  way 
it  can.”  Tlien  Mr.  Allport  is  asked  if  he  will 
give  a pledge  that  there  shall  be  a reduction  of 
rates  if  the  line  is  granted,  and  he  says,  “ If  the 
South  Staffordshire  rates  remain  as  they  are  now, 
as  compared  Avlth  the  rates  from  other  iron  dis- 
tricts to  Avhich  the  hi  id  land  Company  carries,  I 
have  no  hesitation  in  saying  that  there  Avill  be  a 
rednetion  in  the  South  Staffordshire  rates.” 
Upon  this  evidence,  as  soon  as  the  connection 
Avas  completed,  we  went  to  Mr.  Allport,  and  re- 
minded 
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Sir  Edward  Watkin — continued. 

minded  him  of  what  he  had  said  ; he  said,  “ Oh, 
I should  be  very  glad,  indeed,  to  make  you  any 
reduction,  but  we  cannot  act  without  the  other 
companies.” 

Ml’.  Craig. 

4448.  So  that  Mr.  Allport,  knowing  the  cir- 
cumstances, was  of  opinion  that  a change  should 
be  made,  but  he  did  not  feel  himself  at  liberty  to 
make  it  in  consequence  of  private  arrangements 
with  other  companies  '? — Yes,  that  I presume  was 
the  case. 

Lord  Randolph  Churt'hill. 

4449.  1 suppose  that  evidence  was  given  when 
the  railway  company  was  before  the  House  of 
Commons  asking  for  the  Bill,  and  it  was  upon 
that  evidence  that  the  Committee  was  influenced? 
— No  doubt. 

IMr.  Paget, 

4450.  When  was  the  Midland  connexion  made 
to  Wolverhampton  ? — It  is  about  two  years  ago. 

Mr.  Craig. 

4451.  Directing  your  attention  now  to  the 
carriage  of  pig-iron,  will  you  state  to  the  Com- 
mittee what  occhrs  to  you  with  regard  to  that? — 
The  carriage  of  pig-iron  is  of  very  much  less  im- 
portance than  of  materials  ; the  materials  are  a 
question  of  vital  importance,  but  I would  just 
illustrate  the  way  in  which  railway  companies 
treat  us  by  giving  you  a few  instances ; from 
Deepfields  to  Birmingham,  Monument  Lane 
Station,  the  distance  is  nine  miles  two  chains,  and 
the  rate  is  2 s.  6 d.  a ton  for  pig-iron  ; the  maxi- 
mum legal  charge  would  be  1 s.  3|  d.,  so  that  we 
pay  1 s.  d.  above  the  legal  rate. 

4452.  Do  you  send  much  to  Birmingham? — 
Y^es,  a good  deal  of  iron  goes  to  Bii’iningham ; 
Then  from  Deepfields  to  Brettell-lane,  which  is 
on  the  West  Midland  system,  a distance  of  seven 
miles  72  chains,  the  charge  is  2 5.  lid.,  that  is 
1 5.  9 d.  in  excess  of  the  legal  rate,  the  legal  being 
1 5.  2 d. 

Mr.  Caine. 

4453.  That  is  carried  over  two  lines  of  railway, 
is  it  not  ? — Yes. 

Mr.  Bolton. 

4454.  The  one  being  the  London  and  North 
Westei’n  line,  and  the  other  the  Midland  ? — The 
London  and  North  Western  and  the  Great 
Western;  then  to  Dudley,  which  is  all  North 
W estern,  a distance  of  four  miles  two  chains,  the 
Aite  is  2 5.  6 d.,  whereas  it  should  be  7 d.,  the 
excess  being  1 5.  1 1 d. 

Mr.  Craig. 

4455.  Those  are  stations  to  which  you  send  a 
very  large  quantity  are  they  not. — Yes  ; then  to 
illustrate  the  apparent  perversity  of  railway  com- 
panies, I will  just  mention  the  rate  for  pig-iron 
into  the  district  ; now,  from  Dowlais  in  South 
Wales,  the  London  and  North  Western  Com- 
pany carry  pig-iron,  and  their  first  station  in  the 
South  Staffordshire  district  is  Wolverhampton, 
the  rate  to  which  is  9 5.  2 d.  a ton. 

Mr.  Paget. 

4456.  How  far  is  that  ? — I do  not  know  the 
distance.  For  the  purpose  of  this  argument  it 
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will  not  be  necessary  to  state  the  distance.  The 
next  station  they  go  to  is  Bloomfield.  From 
Dowlais  to  Bloomfield  tlie  rate  is  8 5.  4 d.  They 
come  to  Wolverhampton  for  9 s.  2 d.  ; but  they 
go  through  Wolverhampton  to  Bloomfield,  and 
there  they  charge  8 s.  4 d.,  reducing  the  rate, 
although  they  carry  the  goods  to  a station  beyond. 
When  they  get  to  Bloomfield  their  line  sto])S ; they 
do  not  go  any  further  than  Bloomfield,  but  they 
deliver  at  Stourbridge,  to  gefto  which  place  they 
tranship  the  iron  and  boat  it,  and  they  charge  to 
Stourbridge  7 5.  6 d. 

4457.  After  having  transhipped  it  and  boated 
it  ? — Yes.. 

Sir  Edward  Watkin. 

4458.  That  is  including  the  boatage  ? — Yes. 

Mr.  Craig. 

4459.  So  that  the  rate,  althouah  the  distance 
is  greater,  is  less  than  it  is  to  Wolverhampton? — 
Yes  ; they  boat  it  and  take  it  on  from  Bloomfield 
to  Stourbridge,  and  they  charge  less  than  they  do 
to  W olverhampton. 

4460.  To  what  do  you  attribute  that? — To 
competition ; they  have  the  Great  Western  Rail- 
way Company  to  deal  with.  The  Great  Western 
Company  comes  in  the  other  way.  The  first  station 
upon  the  Great  Western  line  is  Stourbridge,  the 
next  Bloomfield,  and  the  last  Wolverhampton. 

4461.  Taking  the  charges  upon  coal,  ironstone, 
and  pig-iron  as  you  have  stated  them,  have  you 
worked  it  out  to  show  what  the  proportion  is 
upon  the  price  of  the  pig-iron? — Yes,  the  extra 
cost  on  coals  above  the  legal  maximum  is  3 5.  8 d. 
per  ton  of  pig-iron. 

4462.  This  coal  is  entirely  in  the  district ; 
within  six  miles? — Y^es.  Then  on  ironstone, 
taking  half  from  Chatterley  and  half  from  Frog- 
hall,  the  excess  above  the  legal  maximum  charge 
is  2 5.  4 d.  on  a ton  of  pig-iron  ; then  I take  the 
delivery  of  the  pig-iron  at  1 s.  9 d.  If  you  take 
the  figures  together,  you  will  find  that  the  total 
overcharge  on  a ton  of  pig-iron  amounts  to 
7 5.  9 d.  a ton  above  the  legal  rate. 

4463.  That  is  in  comparison  with  the  maxi- 
mum rates ; now  wdl  you  compare  the  actual 
rates  paid  with  the  reasonable  rate  ? — Then  the 
overcharge  comes  to  1 1 5.  7 d. 

Sir  Edward  Watkin. 

4464.  That  is  to  say  if  you  stick  to  what  it  is 
above  what  you  say  the  maximum  rate  is,  you 
say  it  is  7 5.  9 d.  over  that ; but  if  you  stick  to 
your  view  of  what  a reasonable  rate  would  be,  it 
would  be  11  5.  7 d.  over  that? — Yes. 

Mr.  Craig. 

4465.  Would  you  say  what  the  excess  of  the 
rate  is  upon  the  ironstone  alone  in  that  point  of 
view? — Six  shillings  and  twopence. 

4466.  And  then  the  3.?.  8 d.  and  the  1 5.  9d. 
as  before? — Yes. 

4467.  What  does  that  amount  to  upon  the 
present  price  of  pig-iron? — Pig-iron  is  sold  in 
South  Staffordshire  at  35  s.  a ton. 

Mr.  Caine. 

4468.  That  is  cinder  pig? — Yes,  but  it  would 
be  unfair  to  take  it  upon  cinder  pig,  so  I take  it 
as  25  per  cent. 

B B 4 
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Mr.  Craig. 

4469.  Upon  a fair  average  quality  of  pig  in 
South  Staffordtshire  you  are  paying  25  per  cent, 
excessive  rates? — Yes. 

4470.  You  spoke  of  the  classification,  and  said 
that  in  your  opinion  it  was  necessary  to  revise 
that,  and  you  said  something  about  manufactured 
iron  ; can  you  tell  the  Committee  the  price  per 
ton  for  carrying  manufactured  iron,  compared 
with  raw  material  ? — The  price  varies  very  much 
in  the  different  Acts,  but  the  difference  is  very 
slight  indeed,  about  one-eighth  of  a penny  per 
ton. 

4471.  That  is  to  say,  for  ironstone  they  chai’ge 
•within  one-eighth  of  a penny  per  ton  of  what 
they  -^vould  charge  for  manufactured  iron? — Yes, 
in  some  disti'icts  it  is  the  same. 

4472.  How  would  you  account  for  that? — I 
think  it  is  to  be  accounted  for  in  this  way. 
When  these  Acts  were  passed,  South  Staflbrd- 
shire  was  a self-supplied  and  self-producing  dis- 
trict; it  was  of  less  importance  to  South  Stafford- 
shire then  that  materials  should  be  carried 
cheaply  because  the  materials  were  always  car- 
ried by  canal  inside  the  district,  whereas  now  Ave 
are  dependent  upon  materials  from  distant  dis- 
tricts, and  of  course  the  question  of  the  carriage 
of  them  becomes  of  vital  importance. 

Mr.  Sanmelson. 

4473.  You  did  not  Avatch  it  at  the  time  the 
Acts  Avere  got? — No,  Ave  never  expected  to  be 
obliged  to  depend  upon  foreign  supplies. 

Mr.  Craig. 

4474.  In  fact  the  ironmasters  at  that  time 
Avould  keep  a sharp  eye  upon  Avhat  Avas  carried 
out  of  the  district;  and  noAV  that  the  circum- 
stances have  changed  it  is  equally  necessary 
that  there  should  be  a revision  of  the  rates  upon 
the  articles  used  in  the  district  ? — It  is  even  more 
necessary. 

4475.  W ill  you  hand  in  the  Table  Avhich  you 
have  prepared? — I Avill.  (^The  same  teas  handed 
in,  see  Apj)endix.) 

Mr.  Morley. 

4476.  Have  you  ever  had  occasion  to  appeal 
to  the  Railway  Comissioners  ? — I have  often  had 
occasion  to  do  so,  but  I have  never  done  so,  as  I 
have  been  afraid. 

4477.  Why  have  you  been  afraid? — Because 
the  railway  company  could  hamper  my  trade  if  I 
came  to  open  rupture  Avith  tli»em. 

4478.  So  the  result  has  been  that  you  haA'e  not 
resisted  any  unjust  demand  ; you  have  preferred 
to  suffer  ? — Yes. 

4479.  Have  you  any  opinion  to  give  to  the 
Committee  Avith  reference  to  the  continuance  of 
the  llailAvay  Cominis-sioners  ? — I think  it  is  most 
desirable  that  they  should  continue  to  exist,  and 
that  their  poAvers  should  be  extended.  I further 
think  it  very  desirable  also  to  have  an  official  of 
the  Board  of  Trade,  Avho  should  take  up  the  case 
of  a Aveak  man  Avho  is  not  able  to  go  before  the 
Railway  Commissioners.  There  is  no  single  man 
Avho  can  deal  Avith  a raihvay  company ; they  can 
refuse  him  facilities  Avhich  are  absolutely  neces- 
sary for  him,  and  still  keep  Avithin  the  law. 
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4480.  But  that  course  of  action  would  be  vin- 
dictive, would  It  not  ? — It  Avould. 

4481.  Do  you  think  they  would  do  that? — 
I have  no  doubt  of  it ; I have  knoAvn  a case  in 
Avhich  they  did  do  it,  namely,  the  case  of  the 
Chatterley  Iron  Corripany.  The  Chatterley 
Iron  Company  took  the  North  Stafford  Rail- 
Avay  Company  before  the  Raihvay  Commis- 
sioners and  obtained  a decision  in  their  favour. 
Upon  Avhich  the  railway  company  refused  to  carry 
for  them  at  all.  Then  the  Chatterley  Company 
Avent  to  the  Raihvay  Commissioners  upon  that, 
and  the  Commissioners  said  the  railway  company 
should  pay  50  1.  a day,  I think  it  Avas,  Avhile  they 
refused.  Being  obliged  to  carry  the  stuff  they 
then  sent  the  trains  at  inconvenient  times,  or 
allowed  the  trucks  to  accumulate ; and  then  the 
Chatterley  Company  had  to  cross  the  line  Avith  a 
bx’idge;  but  the  North  Stafford  Company  gave  the 
company  notice  to  take  it  doAvn.  In  fact  the  Chat- 
terley C(xnipany  Avere  so  hampered  Avith  these  vexa- 
tious proceedings  that  they  Avere  obliged  to  com- 
promise the  matter.  I Avould  have  somebody  to 
Avhom  Ave  could  appeal,  if  Ave  could  show  a really 
hard  case,  Avho  should  take  up  the  case  as  a sort 
of  public  ])rosecutor. 

4482.  You  are  not  saying  this  with  any  idea 
of  interfering  Avith  the  independence  of  the  com- 
panies, but  in  the  interest  of  the  public,  to  have 
a centre  Avhere  there  could  be  either  an  arbitra- 
tion, or  some  clear  decision,  in  cases  of  dispute? 
— Decidedly. 

4483.  You  feel  strongly  upon  that  point,  do 
you  not  ? — Very  strongly. 

Mr.  Monk. 

4484.  Can  you  give  any  instances  in  Avblch  the 
railway  companies  have  admitted  that  they  have 
charged  more  than  their  maximum  rate  ?• — -Yes. 

4485.  Have  you  done  so  to-day? — Yes,  I 
have. 

Mr.  Bolton. 

4486.  Do  I understand  you  to  say  you  can 
give  instances  in  Avhich  the  railway  companies 
have  admitted  that  they  Avere  charging  above 
their  maximum  rates?  — Of  course  the  railway 
officials  argue  that  they  have  rights  as  to  ter- 
minals, and  all  sorts  of  things. 

4487.  But  I think  you  stated  just  now,  in  an- 
SAver  to  an  honourable  Member,  that  you  could 
give  many  Instances  ? — I am  not  quite  clear  about 
the  admissions  ; the  railway  companies  are  very 
chary  about  making  admissions. 

4488.  But  you  stated  to  the  honourable 
Member  that  you  could  give  many  instances  in 
Avhich  the  railAvay  companies  had  avowed,  or 
admitted  that  they  had  charged  in  excess  of  the 
maximum  rates  ? — It  depends  upon  how  a'Ou  put 
it ; it  is  quite  clear  that  in  many  cases  the 
charges  are  in  excess,  and  the  answer  Avhen  Ave 
talk  about  the  Railway  Commission  is  that  Ave 
had  better  be  quiet.  I Avill  gRe  the  Committee 
an  instance  : A dejnitation  of  the  Ironmaster’s 
Association  went  to  Mr.  Moon,  the  Cli  airman  of  the 
London  and  North  Western  Railway  Company, 
and  ]tointed  out  that  the  rates  Avere  in  excess  of 
the  legal  charges.  I do  not  say  that  Mr.  IMoon 
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Mr.  Bolton — continued. 

admitted  anything,  but  he  said,  Supposing  y on  in- 
sist upon  these  things  being  reduced  to  the  legal 
maximum,  we  shall  raise  other  things  which  are  be- 
low the  legal  maximum  to  what  you  say  is  the  legal 
maximum,  and  you  will  be  worse  off.”  If  you  call 
that  an  admission,  that  was  his  admission. 

4489.  Is  that  the  only  case  you  can  recollect? 
— That  is  a notable  case,  as  taking  place  with 
the  chairman. 

4490.  How  long  ago  w'as  that  ? — It  would  be 
about  two  years  ago. 

4491.  Is  that  the  only  case  you  can  call  to 
mind  ? — It  is  the  most  notable  case,  but  we  have 
had  a great  many  informal  conversations  which 
I do  not  care  to  specify  with  great  minuteness. 
I have  had  these  discussions  with  the  officials 
often. 

4492.  Have  you  had  clear  admissions  from 
them  that  they  have  been  charging  over  the 
maximum  rates  ? — I do  not  say  that  they  have 
said  “we  have  charged  illegally^,”  but  they  say, 
“if  we  have,  what  of  it.” 

449.3.  You  based  a part  of  your  recommenda- 
tion of  a reduction  in  the  rate  of  carriage  upon 
iron  materials,  upon  the  ground  that  the  railway 
company  do  charge  you  considerably  less  in  the 
case  of  Northamptonshire  ore  ? — Yes,  that  is  so. 

4494.  Is  there  any  particular  reason  why  the 
company  charge  you  a low  rate  for  the  Northamp- 
tonshire ore  ? — It  is  a low  quality^. 

4495.  And  if  it  were  a high  charge  you  could 
not  do  with  it  ? — No. 

4496.  If  you  did  not  get  the  Northamptonshire 
ore,  I suppose  it  would  materially  cripple  your 
operations  ? — It  would. 

4497.  It  would  put  an  end  to  your  trade,  in 
fact  ? — Yes,  it  would  to  some  extent. 

4498.  And  that  may  be  some  reason  why  the 
company  cany  that  stuff  practically  at  a loss,  in 
order  that  thev  may  have  in  other  respects  a 
larger  trade  from  you  ? — Possibly. 

4499.  I think  that  your  other  suggestions  have 
been  applicable  to  iron-making  materials  ? — 
Exclusively. 

4500.  You  stated  that  the  rates  on  materials 
were  absurdly  high,  as  compared  with  the  rates 
on  the  manufactured  article  ? — Yes. 

4501.  Are  the  Committee  to  understand  that 
in  your  opinion  it  is  desirable  that  the  value  of 
an  article  should  have  some  influence  upon  the 
rate  of  carriage  ? — No  doubt. 

4502.  You  think  that  it  should? — Unquestion- 
ably ; there  is  an  important  reason  why  the 
mateiials  ought  to  be  carried  cheaper  than  the 
manufactured  iron,  and  that  is  because  they  are 
carried  in  much  larger  bulk.  Materials  are 
largely  carried  in  train  loads,  and  it  is  obvious 
that  they  can  be  carried  much  cheaper  than  where 
you  have  a waggon  to  deliver  in  one  town  and 
one  in  another  ; they  have  to  shunt  and  marshal 
them  more  than  if  you  had  20  waggons,  to  which 
you  put  a locomotive,  and  send  it  oft’  to  one 
siding? 

4.503-4.  You  advocate  a uniform  rate,  do  you 
not? — I advocate  a uniform  maximum  rate  for 
materials  for  iron  making. 

4505.  And  I think  you  arrive  at  it  by  allowing 
a certain  sum  per  ton  for  what  you  call  discharg- 
ing, and  a certain  sum  per  ton  for  what  you  call 
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dispatching,  and  then  a certain  sum  per  ton  for 
haulage  ? — Yes,  precisely  so. 

4506.  And  you  argue  that  that  should  be 
the  same  everywhere  as  respects  iron-making 
materials  ? — I would  not  say  that  should  be  so  in 
London. 

4507.  They  do  not  make  iron  in  London,  you 
know  ? — But  they  use  coal  and  coke,  and  I in- 
cluded in  my  .suggestions  coal  and  coke  as  being 
iron-makino;  materials. 

4508.  I understood  your  evidence  to  be  with- 
out exception  ; do  you  wish  to  except  London  ? 
— I think  it  would  be  reasonable  to  charge  higher 
terminals  in  London. 

4509.  And  the  same  in  districts  where  the  cost 
of  making  the  line  is  considerably  greater  than  in 
others  ? — I should  not  think  it  would  be  so  to 
such  an  extent  as  to  make  that  necessary. 

4510.  Do  not  you  know  that  there  are  many 
cases  in  which  towns  now  exist  that  were  begun 
and  started  from  the  establishment  of  an  iron 
manufactory,  where  there  was  actually  no  town 
in  existence  before  the  iron  manufactory  was 
started  ? — That  may  be  so  in  some  places. 

4511.  Do  you  know  anything  about  Scotland; 
take  Coatbridge,  for  examjile? — No,  I do  not 
know  Scotland. 

4512.  My  experience  is  that  the  iron  furnaces 
there  were  the  beginning  of  the  town ; if  that 
were  the  case,  do  not  you  think  that  any  exten- 
sion of  the  railway  or  additional  works  for  the 
purpose  of  this  iron  making,  would  involve 
greater  expense  than  the  original  cost  of  the 
line  ? — I do  not  apprehend  that  the  company 
would  make  alterations  unless  it  suited  their 
purpose. 

4513.  If  you  limited  them  to  what  you  call  a 
fair  profit,  a fair  profit  at  one  town  might  be  a 
loss  at  another? — I do  not  think  a halfpenny  a 
ton  a mile  would  be  a loss  anywhere. 

4514.  Do  not  you  think  that  it  might  be  a 
fair  price  to-day,  but  it  might  be  a loss  a year 
hence  ? — I think  the  price  should  be  large  enough 
to  give  a reasonable  margin. 

4515.  Do  you  bind  yourself  then  to  the  half- 
penny a ton  ? — I think  it  would  be  ample  in  all 
cases. 

4516.  If  the  company  can  now  charge  a high 
rate  according  to  your  view,  and  if  they  do  not 
now  reduce  sufficiently  to  meet  your  view,  why 
do  you  suppose  that  when  tliey  were  tied  down 
to  a very  low  rate  they  would  reduce  the  rate  still 
further  to  suit  the  views  of  others  ? — I do  not 
see  how  the  fixing  of  the  maximum  would  be  an 
evil  in  that  case. 

4517.  The  non-reduction  in  the  maximum 
would  be  a disadvantage  to  the  competing  iron- 
masters, and  would  it  not  be  also  disadvan- 
tageous to  the  public  ? — Of  course  it  is  a dis- 
advantage to  the  public  if  the  rate  is  not  as  low 
as  possible. 

4518.  You  spoke  of  an  appeal  to  the  Railway 
Commissioners  being  a desirable  thing  ; have  you 
not  an  appeal  just  now  in  cases  such  as  you  have 
instanced,  where  the  Midland  Railway  Company 
have  replied  to  your  demand,  that  the  London 
and  North  Western  Company  stands  in  your 
way  ? — Yes. 

4519.  And  have  not  the  Midland  Railway 
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(.'ompany  an  appeal  to  the  Railway  Commis- 
sioners; cannot  they  fix  the  rate  and  allow  the 
London  and  North  Western  Railway  Company 
to  take  the  Midland  Railway  Company  before 
the  Railway  Commissioners? — 1 know  why  I 
have  not  done  so. 

4520.  It  is  the  railway  company  who  have  the 
power,  and  not  yourself?—!  suppose  they  fell 
into  the  combinations  very  ivillingly. 

4521.  Then  1 think  the  tenor  of  your  evi- 
dence goes  to  prove  that  you  are  opposed  to 
competition  on  railways ; on  the  other  hand,  in 
one  case  I think  you  said  that  competition  had 
been  of  some  use  ? — I do  not  think  it  has  been 
of  any  use.  I think  it  is  a gross  case  where  com- 
petition has  acted,  but  has  acted  unfairly.  I do 
not  give  that  case  as  being  of  any  use. 

4522.  You  do  not  think  competition  between 
railways  leads  to  a reduced  state  ? — Unless  you 
can  prevent  combination  ; then  competition  would 
be  valuable,  but,  as  things  are  at  present,  I do 
not  think  competition  is  of  any  use. 

4523.  Do  not  you  think  that  the  ranltiplica- 
tion  of  railways  between  various  points  is  more 
due  to  the  action  of  the  traders,  who  have  pro- 
moted these  additional  railways  in  the  expecta- 
tion of  getting  reduced  rates,  than  to  any  other 
cause.  I think  what  you  quoted  from  Mr. 
Allport’s  evidence  goes  to  show  that  ? — I do  not 
know  that  any  of  our  railways  have  been  pro- 
moted by  traders. 

4524.  I think,  generally  speaking,  traders  are 
always  in  favour  of  additional  railways  ? — I think 
so,  as  a rule. 

4525.  And  you  conceive  that  that  is  a disad- 
vantage to  the  public  generally? — No,  I do  not 
think  that  additional  railways  are  a disadvan- 
tage. 

4526.  Suppose  you  take  any  large  district 
supplied  by  two  or  three  railways,  do  not  you 
think  that  if  there  were  only  one  railway  in  that 
district,  the  one  railway  would  be  able,  if  so  dis- 
posed, or  if  tied  down  by  Parliamentary  obliga- 
tions, to  work  the  traffic  at  a lower  rate,  having 
the  whole  of  the  traffic  to  carry,  than  it  is  now 
able  to  work  at,  seeing  that  the  traffic  is  divided 
between  the  two  or  three? — No  doubt  it  would 
be  so  where  the  traffic  was  limited,  but  in  our 
district  the  railway  companies  have  ample  traffic 
for  their  original  lines,  and  are  contemplating 
doubling  their  lines.  The  London  and  NoxTh 
Western  Company,  down  to  Crewe,  have  already 
])ut  down  a double  line. 

4527.  Is  there  much  competition  in  Noi'th 
Staffordshire? — I know  vei-y  little  of  North  Staf- 
fordshire ; my  district  is  South  Staffordshire. 

. 4528.  Is  thei’e  much  competition  in  South 
Staffordshire? — The  competition  is  set  aside  by 
combination ; they  have  all  agreed  to  be  bound 
by  certain  fixed  regulations  which  they  all  cai-ry 
out,  and  never  dejxai’t  fi'om. 

4529.  Practically,  that  disapjioints  the  trader  ? 
— Entii-ely. 

4530.  One  railway  would  have  served  you 
better  in  fact ; you  gave  evidence  that  you  could 
deal  better  with  one  i-ailway  than  with  sevei’al  ? 
— Yes,  no  doubt  in  some  cases  we  can  deal  with 
one. 

4531.  I want  to  know  whether  you  think  that 
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the  multiplication  of  I’ailways  has  been  a benefit 
in  yonr  ])articular  case,  or  not  ? — That  is  an  ab- 
stract ({uestion  to  which  it  is  difficult  to  give  a 
direct  answer.  I think  if  all  the  railways  were 
in  the  hands  of  one  management;  if  for  instance 
they  were  in  the  hands  of  the  Government,  we 
should  be  far  better  off. 

4532.  You  think  the  railway  would  be  more 
cheajdy  managed  ? — Yes. 

4533.  MTiere  there  are  thi’ee  managements 
there  must  be  three  sets  of  expenses  ? — Yes. 

4534.  So  that  the  public  have  not  been  bene- 
fited by  the  competition  between  the  railways  to 
the  extent  they  should  have  been? — I do  not 
think  that  the  comjxetition  has  been  much  in  the 
interest  of  the  public. 

4535.  In  giving  the  charge  which  in  your 
o])inion  should  be  made  by  the  I’ailway  companies, 
you  saiil  '2d.  a ton  for  dischai'ging,  '2d.  for 
dispatching,  a ton  for  haulage  ; what  do  you 
mean  the  haulage  to  include  ? — The  locomotive 

^ o 

dragging  the  traffic  from  point  to  point. 

4536.  And  what  about  the  cost  of  the  railway 
itself? — The  cost  of  haulage  would  include  that. 

4537.  The  haulage  is  intended  to  include  the 
tolls  for  the  I’ailway  ? — Yes. 

4538.  It  is  intended  to  include  the  whole  cost 
of  the  railway? — Yes. 

4539.  And  whether  the  cost  be  high  or  low  it 
would  be  ^d.  as  an  inflexible  rule? — Yes,  I think 
that  would  be  sufficient. 

4540.  M'^hat  have  you  to  say  about  the  i-eturn 
of  the  empties;  would  that  be  included  in  the 
one  charge? — Yes. 

4541.  So  that  taking  a consignment  over  10 
miles  the  engine  would  run  20  miles,  and  di'ag 
the  waggons  that  distance,  but  only  be  paid  for 
10  miles  ? — Yes. 

4542.  You  spoke  of  South  Staffoi’dshire,  and 
you  stated  that  the  ironmasters,  when  some 
changes  were  making,  or  I’ather  when  the  railways 
were  made,  did  not  anticipate  the  exhaustion  of 
the  materials,  or  that  they  would  have  to  go 
abroad  for  their  materials  ?— Yes,  that  was  so. 

4543.  In  other  words,  you  mean  the  iron- 
mastei’s  did  not  look  far  enough  ahead? — I 
assumed  that  w;is  so. 

4544.  Do  not  you  think  it  may  be  just  pos- 
sible that  in  endeavouring  to  force  upon  the  rail- 
way companies  a rate  which  you  choose  to  tei’m 
fair,  the  ironmasters  may  also  now  not  be  looking 
far  enough  ahead,  but  may  be  ruining  and  ci'ush- 
ing  railway  entei’pi'ise  ? — It  is  quite  clear  that 
unless  something  is  adopted  of  that  sort,  the  rail- 
way rates  will  crush  the  ii’on  trade  of  South 
Staffordshire 

4545.  Do  you  think  that  is  true  ? — I think  the 
railway  companies  are  acting  conti’ary  to  their 
intex’ests. 

4546.  But  you  have  not  been  able  to  show 
them  that  fact? — I have  tiled  to  do  that,  but 
have  not  been  able. 

4547.  M^hat  does  the  North  Stafford  Company 
pay? — Tlii-ee  per  cent.,  I think. 

4548.  That  does  not  seem  to  show  great  con- 
dition of  prosperity  ? — But  the  London  and  North 
Western  Company  are  a more  flouilshing  insti- 
tution. 
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Mr.  Phipps. 

4.549.  Is  the  limestone  used  in  South  Stafford- 
shire found  in  the  locality  or  not  ? — It  is  brought 
from  different  districts:  North  Wales,  North 
Staffordshire,  and  elsewhere. 

4550.  Is  that  carried  cheaply  ? — I thought  it 
better  not  to  complicate  my  evidence  by  going 
too  much  into  details,  but  have  confined  myself 
to  illustrating  the  pressure  of  the  rates  upon 
materials  generally,  and  keeping  more  particu- 
larly to  the  coal  and  ironstone.  I thought  it 
would  be  better  not  to  deal  with  the  question  of 
limestone ; but  everything  I have  said  as  to  coal 
and  iron-stone  applies  to  limestone  equally. 

4551.  You  say  that  your  remarks  with  regard 
to  the  coals  and  the  ironstone  as  raw  materials 
for  making  pig-iron  would  also  apply  to  lime- 
stone ' — Yes. 

4552.  And  therefore  to  that  extent  make  an 
addition  to  the  complaints  you  have  urged  against 
the  railway  companies? — Yes. 

4553.  I think  that  you  say  where  traders  have 
their  own  sidings  the  despatching  charges  ought 
to  cease? — Yes. 

4554.  And  of  course  wherever  they  have 
sidings,  and  receive  the  waggons  into  their  own 
sidings,  the  charge  for  discharging  ought  to 
cease? — I think  some  small  charge  ought  to  be 
made  in  such  a case,  but  it  should  be  a very 
small  charge. 

4555.  Not  equal  to  2 d.  a ton? — Not  equal  to 
2 d.  ton. 

4556.  Passing  from  that  point,  have  you  ever 
known  companies  combine  together  to  prevent  a 
trader  going  before  the  Pailway  Commissioners  ? 

— No,  I have  not. 

4557.  Have  you  ever  gone  into  the  matter  of 
the  comparison  of  railway  charges  in  other  coun- 
tries upon  raw’  materials,  say  in  Belgium  ?— -No, 
I have  not. 

4558.  You  knoAv  nothing  about  that? — No,  I 
do  not. 

Sir  JEdward  Wathin. 

4559.  I think  you  stated  you  were  the  largest 
manufacturer  of  pig-iron  in  South  Staffordshire? 
—Yes. 

4560.  Is  your  trade  a falling  off  trade  ? — I am 
about  stationary. 

4561.  You  are  not  progressing  ? — No. 

4562.  But  your  trade  is  not  falling  off? — No; 

I cannot  say  that  it  is. 

4563.  You  stated  that  if  the  rates  were  fixed 
at  Avhat  you  considered  a fair  amount.  South 
Staffordshire  could  produced  j)ig-iron  as  cheaply  as 
any  part  of  the  world  ? — Yes,  I think  so. 

4564.  What  is  the  total  reduction  you  want  in 
order  to  bring  about  that  state  of  thinsis? — This 

I I s.  7 d.,  which  I have  worked  out  before  you. 

4565.  You  think  that  if  the  total  of  the  rates 
were  reduced  by  an  amount  equal  to  11  5.  7 d, 
upon  a ton  of  pig-iron.  South  Staffordshire  could 
produce  pig-iron  as  cheaply  as  any  part  of  the 
world  ? — I do. 

4566.  You  told  the  Committee  that  of  this 
stone  and  ore  10  lbs.  out  of  every  1 1 lbs.  came 
from  foreign  districts  ?— Yes,  about  that  propor- 
tion. 

4567.  What  reason  have  you  for  saying  that  ? 

— My  reason  is  that  the  stone  of  the  district  has 
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been  worked  out  to  a very  great  exte?it ; and, 
moreover,  the  operation  of  the  Mines  Regulation 
Act,  the  limitations  as  regards  young  persons, 
and  the  hours  of  working,  has  been  to  increase 
the  cost  of  getting  the  ironstone  of  the  district 
(which  is  a very  thin  measure)  in  which  boy’s 
labour  could  be  used  very  advantageously.  All 
those  things  combined  have  operated  ; in  fact  the 
best  of  the  stone  has  been  worked  out,  and  the 
worst,  which  remains,  is  not  Avorkable  at  a profit. 

4568.  That  is  to  say,  the  district  is  gettiug 
rapidly  worked  out  as  regards  its  local  resources  ? 
— It  is  getting  rapidly  worked  out  as  regards 
materials. 

4569.  But  there  is  plenty  of  coal  ? — Yes,  plenty 
of  coal. 

4570.  Now  is  it  not  the  fact  that  the  London 
and  North  Western  Company,  many  years  ago, 
made  these  excessively  low  rates  to  Northampton- 
shire entirely,  or  almost  entirely,  to  preserve  the 
South  Staffordshire  iron-making  district? — I 
think  very  likely  it  was  so. 

4571.  There  may  be  something,  therefore,  in 
what  you  say  Mr.  Moon  stated,  namely,  that  if 
he  was  overcharging  you  in  minor  details,  though 
he  did  not  admit  that  he  was,  he  was  charging 
you  a price  for  the  ore  from  Northamptonshire 
(without  which  you  could  not  live  at  all)  very 
much  less  than  the  maximum  Parliament  allowed 
him  to  charge? — The  Northamptonshire  rate  i.< 
below  the  maximum  undoubtedly. 

4572.  It  is  about  half  the  maximum,  is  it  not  ? 
— It  is  about  half  the  maximum. 

4573.  Then  at  all  events  the  London  and 
North  Western  Company,  as  regards  that  par- 
ticular thing,  are  doing  the  best  they  can  to  assist 
you  ? — I think  they  are  acting  very  fairly. 

4574.  Then  do  you  not  think  it  very  hard,  if 
the  London  and  North  Western  Company  are 
doing  their  very  best  with  regard  to  this  raw 
material,  to  endeavour  to  screw  them  with  regard 
to  other  matters  ? — I do  not  admit  that  it  is  an 
excessively  low  rate ; it  is  not  an  excessively  low 
rate  as  compared  with  what  the  Midland  or  Great 
Northern  Company  are  doing  in  other  districts. 

4575.  Do  you  know  any  case  in  which  these 
companies  are  carrying  ironstone  at  1 d.  per  ton 
a mile  ? — But  I am  speaking  of  coal ; they  can 
carry  ironstone  as  cheaply  as  they  can  coal. 

4576.  Your  proposal  is  this,  that  wherever  a 
company  like  the  London  and  North  Western 
Company  have  an  excessively  low  rate '! — I do 
not  admit  that  it  is  an  excessively  low  rate. 

4577.  Or  a low  rate  ? — I do  not  admit  that  it 
is  a low  rate. 

4578.  'I'hen  I will  say  a fair  rate  i* — I will  admit 
that. 

4579.  That  wherever  they  make  a fair  rate 
from  one  district,  they  ought  to  apply  that  very 
fair  rate  to  every  other  district  ? — I do  not  say 
that.  I prove,  by  a comparison  of  various  rates, 
that  h d.  a ton  a mile  is  a fair  rate,  and  that  that 
fair  rate  is  applicable  to  other  conditions  with  a 
reasonable  allowance  for  sto{)ping  and  starting. 

4580.  But  you  have  not  favoured  the  Com- 
mittee with  your  views  Avhy  the  d.  a ton  a mile 
is  a fair  rate  ; why,  for  instance,  if  you  carry  a 
ton  for  six  miles,  '6d.  would  be  a fair  rate  ? — I put 
it  that  the  cost  of  haulage  and  the  cost  of  toll 
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upon  a line  is  a fixed  quantity  per  ton  per  mile  ; 
that  it  will  cost  the  same,  practically,  per  mile 
in  engine  power  to  draw  a train  100  miles  as  to 
draw  it  20  miles. 

4581.  If  the  engine  has  only  to  draw  a truck 
load  six  miles  distance,  you  will  get  as  much  work 
out  of  it  as  if  it  went  on  for  100  miles  right  oft’? 
— It  u ould  go  backwards  and  forwards ; but  if 
this  suggestion  of  mine  were  carried  out,  there 
■would  be  much  more  than  one  engine  could  do. 

4582.  You  told  the  Committee  that  in  1862 
there  were  110  furnaces  in  blast,  102  in  1872, 
while  in  1880  there  were  only  41 ; I interrupted 
you  to  ask  whether  the  capacity  of  those  furnaces 
was  the  same? — They  have  increased;  the 
capacity  is  not  the  same. 

4583.  What  would  have  been  the  production 
of  iron  by  the  110  furnaces  in  1862,  and  what 
would  be  the  production  by  the  41  furnaces  in 
1880? — I am  not  able  to  answer  the  question 
accurately,  but  I think  probably  the  increase  of 
capacity  would  amount  to  nearly  50  per  cent. 

4584.  Then,  in  point  of  fact,  the  41  furnaces 
would  do  about  as  much  work  as  60  previously 
would  have  done  ? — Yes. 

4585.  So  you  would  say  that  the  production  of 
the  iron  had  decreased  about  one-half? — Yes. 

4586.  So  that  if  the  furnaces  of  1862  repre- 
sented 110,000  tons,  the  present  41  furnaces 
represent  60,000  tons? — Yes;  but  I ought  to 
have  said,  that  while  South  Staflbrdshire  has  been 
going  down,  other  districts  have  been  going  up 
to  an  enormous  extent;  in  1862  the  South  Staf- 
fordshire made  a sixth  of  the  whole  pig-iron  of 
the  kingdom,  where  it  does  not  make  a sixteenth 
now  ; during  the  time  it  has  been  increasing  in 
other  parts  of  the  country,  it  has  been  decreasing 
in  Staftbrdshire. 

4587.  Is  it  not  the  fact  that  your  great  com- 
petitor is  the  Cleveland  iron  manufacture? — 
Yes. 

4588.  The  discovery  of  that  great  Cleveland 
field  has  been  one  of  the  causes  which  has  led  to 
your  diminished  trade  ? — It  is  one  of  the  causes. 

4589.  And  you  would  contend,  that  because 
that  district  has  been  developed,  and  has  become 
a great  competitor  with  you,  your  rates  should 
be  lowered  ? — I would  say  that  we  ought  to  be 
charged  fairly  under  the  same  circumstances  ; we 
are  not  charged  the  same  rate  that  the  Cleveland 
district  have  to  pay  under  the  same  circum- 
stances ; we  are  charged  higher  rates  in  fact  than 
such  materials  are  charged  throughout  the 
country  generally. 

4590.  Could  you  give  a statement  generally 
of  the  amount  for  railway  carriage  upon  the 
articles  which  are- the  constituted  elements  of  a 
ton  of  iron  made  In  Middlesboro’,  and  the  rates 
made  with  regard  to  your  iron  upon  the  same 
articles  ? — I could  not  give  it  now  ; I should  be 
glad  to  furnish  it  upon  a future  occasion. 

Mr.  Caine. 

4591.  Can  you  give  me  approximately  infor- 
mation as  to  what  is  the  price  at  the  mine  of  stone 
at  Froghall,  Chatterley,  and  Thrapstone? — At 
Froghall  it  is  about  10  s. 

4592.  And  Chatterley  ? — Chatterley  is  about 
6 s.  6d. 


Mr.  Caine — continued. 

4593.  And  Thrapstone  ? — Thrapstone  is  about 
3 s.  3 d.  to  3 s.  6 d. 

4594.  Is  there  a lai-ger  per-centage  of  metallic 
iron  in  the  Froghall  stone  than  there  is  in  the 
Thrapstone  ? — No  ; but  it  is  a very  superior 
quality. 

4595.  Then  the  Thrapstone  is  the  worst  quality 
of  the  three  ? — The  Thrapstone  contains  less  iron 
than  the  Chatterley. 

4596.  It  is  the  worst  quality  of  the  three? — It 
is  not  worse  than  Chatterley  in  quality  of  ii’on, 
but  it  contains  mucli  less  iron  in  quantity. 

4597.  If  you  did  not  get  the  3 s.  3d.  rate,  you 
would  not  buy  it? — No,  of  course  not. 

4598.  Supposing  the  rates  were  raised  from 
Thrapstone  to  Deepfields,  it  would  simply  shut 
out  the  Thrapstone  stone  from  your  works,  would 
it  not? — Yes,  no  doubt. 

4599.  Have  you  water  conveyance  for  the 
Thrapstone  stone  to  your  works? — Yes,  but  the 
canals  are  in  the  hands  of  the  railway,  so  that 
there  is  no  competition. 

4600.  You  could  get  a similar  ore  by  the 
canal  ? — Yes. 

4601.  As  a matter  of  fact,  are  the  canals 
coming  into  your  works  in  the  hands  of  the  rail- 
way company  ? — Yes,  entirely. 

Lord  Randolph  Churchill. 

4602.  When  you  say  there  is  no  corapetitioiij 
do  you  mean  it  is  not  cheaper  to  go  by  water 
than  by  rail? — Theraihvay  company  keep  up  the 
tolls  on  the  canal,  so  as  to  make  the  one  balance 
the  other. 

Mr.  Caine. 

4603.  You  may  take  it  for  granted  that  if  the 
company  buys  a competing  canal  they  buy  it 
with  the  view  of  charging  tlie  same  rates  over  it  ? 
— Yes,  I should  presume  so. 

4604.  I think  you  expressed  your  oiiinion  that 
traffic  should  be  hauled  at  equal  maximum  mileage 
rates,  whatever  the  distance  might  be  ? — Yes, 
equal  maximum  mileage  rates,  the  company 
being  at  liberty  to  reduce  below  the  maximum 
for  long  distances,  if  they  pleased. 

4605.  They  might  reduce  them? — Ad  libitum. 

4606.  You  state  that  if  the  rates  were  reduced 
to  a maximum  of  ^ a ton  a mile,  you  could  pro- 
duce iron  in  South  Staftbrdshire  as  cheaply  as 
any  part  of  the  world? — I do. 

4607.  Do  you  think  you  could  produce  it  as 
cheaply  as  Cleveland? — Yes,  cheaper. 

4608.  Would  not  the  effect  of  the  maximum 
rate  being  reduced  to  ^ d.,  and  that  an  equal 
mileage  rate,  be  to  shut  out  the  Cleveland  iron- 
stone from  the  district  altogether  ? — No  doubt. 

4609.  And  would  it  not  enable  you  to  make 
more  money  ? — No  doubt. 

4610.  By  means  of  the  lower  railway  rates, 
would  not  the  South  Staffordshire  ironmasters  be 
getting  a larger  profit  by  shutting  out  the  Cleve- 
land competition,  and  being  able  to  raise  the  price 
of  iron  to  the  consumer  in  Staffordshire  ? — No ; 
being  enabled  to  make  their  iron  clieaper  they 
would  reduce  the  price.  The  Cleveland  compe- 
tition would  always  exist ; but  by  reducing  our 
cost  we  should  be  able  to  shut  them  out  and  un- 
dersell them,  reducing  the  cost  to  the  consumer. 

4611.  What 
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Mr.  Cattle — continued. 

4611.  What  do  you  charj^e  for  good  foundry 
pigs  ? — Common  foundry  pigs  are  worth  from 

37  s.  6 6?,  to  2 Z.  a ton. 

4612.  Would  you  consider  that  pig-iron  equal 
to  the  Middlesboro’ ? — No,  not  quite. 

4613.  Do  you  produce  a pig-iron  that  you  con- 
sider equal  to  the  Middlesboro’  iron  ? — I produce 
a pig-iron  that  is  worse,  and  one  that  is  better. 

4614.  But  still  there  is  a large  amount  of 
foundry  pig  used  in  South  Staffordshire? — Yes. 

4615.  As  an  exanc.ple,  what  is  the  price  of 
Middlesboro’  pig  iron  at  the  works? — About 

38  5.,  I think. 

4616.  And  the  rate  of  carriage? — About  12  s., 
I tliink. 

4617.  In  spite  of  your  being  able  to  produce  a 
foundry  jiig  at  37  s.  6 d.,  Middlesboro’  manages 
to  send  a pig  into  the  district  ? — There  used  to 
be  a good  many  come  into  the  district,  but  not 
so  much  of  late. 

4618.  You  were  asked  by  Mr.  Bolton  whether 
you  knew  of  any  admitted  cases  of  overcharge 
above  the  maximum  rate  ? — Yes. 

4619.  In  your  evidence  you  gave  several  cases 
of  charge  over  the  maximum  rate,  as,  for  instance, 
coal  from  Durham  to  Deepfields  ? — Yes. 

4620.  Is  not  the  act  itself  an  admission  ? — I 
should  say  so. 

4621.  You  recommended,  to  put  it  plainly,  the 
appointment  of  a public  prosecutor  ? — Precisely. 

4622.  Do  not  you  think  it  would  answer  the 
purpose  sufficiently  well  if  the  Chamber  of  Com- 
merce had  a locus  standi  before  the  Raihvay 
Commissioners? — I think  it  would  be  a great 
advantage. 

4623.  Do  not  you  think  that  would  be  suffi- 
cient ? — I do  not  think  it  would. 

4624.  If  Chambers  of  Commerce  had  a locus 
standi  before  the  Commissioners,  do  not  you  think 
they  could  combine? — No,  and  I will  tell  you 
why  I do  not  think  they  could.  In  my  case  it 
would  answer  my  purpose  very  well  to  go  to  the 
London  and  North  Western  Company,  and  com- 
pel them  to  come  down  to  their  legal  maximum, 
defying  them  to  raise  all  their  rates  to  the  legal 
maximum  if  they  liked;  because  they  are  so  much 
above  their  legal  maximum  on  the  articles  that 
affect  me,  that  raising  all  the  others  up  to  the 
maximum  would  not  hurt  me,  if  they  reduce  those 
which  are  in  excess ; but  it  would  hurt  the 
district  generally.  There  are  other  things  which 
I do  not  make  which  they  might  raise  up  to  the 
legal  maximum  rate,  and  it  might  affect  the 
general  body  of  traders  ; in  fact,  our  Ironmasters’ 
Association  went  to  Mr.  Moon,  and  we  found  that 
on  the  whole  we  should  not  be  much  better  off 
by  getting  everything  put  to  the  legal  standard ; 

1 individually  should  be  very  much  better  off  by 
putting  everything  to  the  legal  standard,  while 
many  other  persons  in  my  district  would  not  be 
so  well  off. 

4625.  On  the  whole,  you  think  it  would  pay 
you  to  pa}^  the  maximum  rates  for  everything 
you  take? — Yes. 

Air.  O'  Sullivan. 

4626.  I understand  you  to  say  that  you  think 
^ d.  a mile  would  pay  the  company  ? — Yes. 


Air.  O'  Sullivan — continued. 

4627.  Did  you  go  into  the  question  and  see 
what  the  expense  would  be  ? — No. 

4628.  How  did  you  satisfy  yourself  that  g fl. 
a mile  would  pay  them  ? — Because  I apprehend 
they  would  not  fix  such  rates  in  other  parts  unless 
J d.  would  pay  them. 

4629.  Do  you  include  the  expense  of  discharg- 
ing and  dispatch  ? — No,  that  would  be  in  addi- 
tion. 

4630.  But  are  you  quite  satisfied  that  haul- 
age at  g rZ.  would  be  a fair  price,  and  leave  a 
profit  ? — Yes. 

Mr.  Barnes. 

4631.  Tou  stated  that  the  distance  was  six 
miles  from  Round  Oak  to  Deepfields  ? — Yes,  the 
Great  Western  Company’s  part  is  2 miles  49 
chains,  and  the  London  and  North  Western  Com- 
pany, four  miles  two  chains. 

4632.  If  you  had  been  in  the  hands  of  one  of 
those  companies,  what  would  have  been  your  po- 
sition then? — We  should  have  been  charged  about 
10  d.,  1 think. 

Lord  Randolph  Churchill. 

4633.  AVhat  are  you  paying  now? — One  shil“ 
ling  and  sevenpence. 

Air.  Barnes. 

4634.  Do  not  you  think  that  is  a case  in  which 
the  Board  of  Trade  should  interfere  ? — Yes,  pre- 
cisely. 

4635.  Is  it  not  a case  in  which  you  would  wish 
the  Board  of  Trade  to  interfere  ? — T^es,  pre- 
cisely. 

4636.  You  stated  that  they  charged  1 s.  for  ter- 
minals?— The  through  rate  was  1 5.  lO.iZ. ; this 
is  made  up  of  two  rates,  10  d.  and  1 s.  ; this  1 s. 
is  not  a terminal ; it  is  tlie  rate  received  by  the 
discharging  company. 

4637.  Did  you  ever  ask  them  under  what  Act 
they  charged  you  ? — It  is  not  an  Act ; it  is  an 
agreement  between  themselves. 

4638.  Is  that  for  train  loads? — No,  It  is  not 
for  train  loads,  but  for  large  quantities. 

4639.  What  do  you  call  large  quantities? — 
One  hundred  tons  or  200  tons  In  a load. 

4640.  Do  you  know  what  a train  load  is  ? — I 
do  not  know,  but  I apprehend  it  would  be  more 
than  100  tons. 

4641.  Do  you  know  that  a train  load  is  35 
tons  ] — I do  not  know  that. 

4642.  Would  they  charge  any  less  ifitwerein 
train  loads? — No,  it  Is  in  train  loads  practically. 

4643.  With  regard  to  the  h d.  a ton,  you  spoke 
of  the  marshalling  and  shunting? — ATes. 

4644.  Would  you  not  call  2 d.  a very  high  rate 
for  marshalling  and  shunting? — I think  it  would 
be  a high  rate. 

4645.  AYhat  do  they  do  for  that? — They 
simply  hang-to  and  go  offj  but  still  I think  there 
should  be  something  for  short  distances,  and  the 
signalmen,  and  things  of  that  sort ; I think  we 
could  stand  a rate  of  2 d. 

4646.  Nov.q  with  regard  to  the  Board  of  Trade, 
you  are  aware,  of  course,  that  private  persons,  it 
is  said,  cannot  get  redress? — Yes. 

4647.  Because  they  dare  not? — Exactly. 

C C 3 4648.  Then 
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Mr.  Barnes — continued. 

4048.  Then  if  they  get  redress  in  one  case 
legally,  they  would  be  starved  to  death  in  a score 
of  other  cases? — I quite  think  so. 

4649.  What  you  are  asking  for,  as  far  as  the 
Board  of  Trade  is  concerned,  is  that  they  should 
be  bound  not  only  to  hear  the  complaints,  but 
should  be  bound  to  prosecute  those  complaints 
afterwards,  in  the  public  interest  ? — Exactly. 

4650.  You  stated  that  some  of  the  rates  were 
above,  and  some  were  below,  the  legal  maximum; 
have  you  known  that  to  he  so  in  other  cases 
bc.Mdes  your  own  ; that  if  they  gave  you  the 
benefit  in  one  case  they  would  raise  your  rate  in 
another? — That  is  what  Mr.  Moon  stated  to  the 
dejmtation  that  went  to  him  from  the  Iron- 
masters’ Association. 

4651.  Have  you  not  found  a very  great  diffi- 
culty in  finding  out  what  the  rates  are  ; I mean 
when  you  come  to  run  long  distances  over  lines 
under  various  Acts  of  Parliament? — It  is  very 
complicated  indeed,  and  vei’y  difficult  to  ascer- 
tain. 

4652.  Are  you  aware  how  many  Acts  the 
London  and  North  Western  Company  have? — I 
do  not  know  that. 

4653.  Are  you  aware  that  they  have  between 
60  and  70  ?—  I do  not  know  that. 

4654.  I suppose  you  have  found  out  that  in 
the  long  run,  although  two  railroads  may  eome  to 
your  district,  practically  there  is  no  competition? 
— No. 

4655.  That  practically  the  companies  form  a 
ring  ? — Yes. 

4656.  As  far  as  the  South  Staffordshire  dis- 
trict was  concerned,  were  not  you  better  off  with- 
out railways  altogether  ; that  is  to  say,  you  had 
the  market  with  canals  altogether  to  yourselves  ? 
— Yes,  in  some  respects  profits  were  larger. 

4657.  Have  you  the  same  benefits  that  other 
districts  have? — No. 

4658.  The  railroads  have  come  to  you  ; whereas 
in  the  other  case  the  ironworks  have  gone  to  the 
railways  ? — Exactly. 

4659.  Therefore  you  are  not  in  the  same  posi- 
tion as  new  districts  are,  like  Cleveland  ? — No. 

4660.  That  is  a very  important  difierence,  I 
think,  in  the  making  of  iron  ? — A very  important 
difference. 

4661.  You  have  always  found,  I daresay,  that 
in  all  matters  in  which  you  have  had  to  do  with 
them,  the  railways  are  very  well  able  to  take 
care  of  themselves  ? — Undoubtedly. 

4662.  And  they  are  not  at  all  likely  to  be 
crushed? — Not  at  all. 


Mr.  Barnes — continued. 

4663.  Now  with  regard  to  the  Cleveland  dis- 
trict, you  stated  the  various  quantities  required 
to  make, a ton  of  iron;  what  is  your  distance 
on  the  average,  roughly  speaking,  of  the  coal 
from  the  furnaces? — About  six  miles. 

4664.  And  what  is  it  in  the  Cleveland  dis- 
trict?— I do  not  know. 

4665.  You  do  not  know  whether  it  is  25  there 
or  30  ? — I do  not  know  ; but  it  takes  more  than 
‘1\  tons  of  Cleveland  stone  to  make  a ton  of 
iron. 

4666.  Are  you  aware  that  Cleveland  stone  is 
on  the  average  from  10  to  15  miles  from  the 
furnaces  ? — I think  it  is. 

4667.  Which  is  the  cheapest,  to  bring  the  coal 
to  the  furnaces  or  the  stone  to  the  furnaces?— I 
do  not  know ; there  is  very  little  difference,  I 
think,  in  that  respect. 

4668.  If  you  take  the  Durham  furnaces,  how 
are  they  fixed? — I know  very  little  about  the 
trade  in  Durham. 

4669.  Take  the  South  Wales  furnaces? — I 
knoAv  very  little  about  South  Wales. 

4670.  I am  asking  these  questions  with  the 
view  to  compare  your  districts,  which  have  fallen 
off,  as  you  say,  so  enormously,  with  the  new  dis- 
tricts ? — I cannot  answer  that  question. 

4671.  With  regard  to  these  waggons  ; do  they 
work  your  waggons  properly? — Fairly  well,  I 
think. 

4672.  The  railway  company  do  not  shunt  and 
leave  them? — They  do  sometimes. 

4673.  \\  ould  they  work  better  if  they  found 
you  the  tvaggons  ? — They  would  look  after  the 
waggons  better,  no  doubt,  if  they  found  them 
themselves. 

4674.  Do  you  think,  in  the  interest  of  the 
public,  that  they  should  find  the  waggons  them- 
selves?— I do  not  think  they  can  do  it  so  cheaply 
as  we  can  do  it. 

4675.  You  say  you  reminded  Mr.  Allport  of 
the  evidence  he  gave,  and  that  he  only  replied  by 
a sbrug  of  the  shoulders  ? — He  said  that  it  was 
the  fault  of  the  other  companies. 

4676.  So  that  you  are  no  better  off  by  the  con- 
struction of  the  line  ? — Not  a bit. 

4677.  In  that  case,  as  in  many  others,  you  con- 
sider the  private  amalgamation  of  the  railway 
companies  is  a very  great  evil? — Yes,  a great 
evil. 

4678.  And  that  the  public  get  no  benefit  what- 
ever from  its  construction  ? — No. 
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Mr.  Alexander  Copland,  re-called  ; and  further  Examined, 


Mr.  Barclay. 

4679.  When  you  were  here  on  a previous 
occasion  you  gave  evidence  about  a case  which 
you  had  against  the  Great  North  of  Scotland 
Railway  Company,  which  you  carried  before  the 
Railway  Commissioners,  obtaining  a decision  in 
your  favour? — I did;  the  case  was  also  carried, 
on  appeal  to  the  Court  of  Session,  and  the  Inner 
Division  gave  a decision  unanimously  in  our 
favour  confirming  the  decision  of  the  Railway 
Commissioners. 

4680.  You  informed  the  Committee  that  you 
believed  the  Great  North  of  Scotland  Railway 
Company  were  now  conforming  to  the  decision 
which  the  Railway  Commissioners  had  given, 
and  had  ceased  to  make  the  charges  which  the 
Railway  Commissioners  had  declared  to  be 
illegal  ? — I did. 

4681.  Have  you  had  reason  to  alter  your 
belief  since  you  were  here  before? — Yes. 

4682.  When  you  gave  the  Committee  your 
previous  evidence  you  had  in  your  mind  your 
own  experience  at  the  main  station  of  the  line  at 
Aberdeen  ? — I had  examined  the  rate-books  at 
Aberdeen  before  coming  here,  and  found  the 
rates  correct  as  regarded  our  traffic. 

4683.  Have  you  since  had  occasion  to  investi- 
gate what  the  rate-books  are  at  country  stations 
of  the  Great  North  of  Scotland  Railway? — Yes. 
In  consequence  of  having  got  an  account  over- 
charged, and  the  explanations  regarding  it  not 
being  satisfactory,  I requested  one  of  our  agents 
to  copy  the  rate-books  at  the  various  stations. 

4684.  At  how  many  stations  did  your  clerk 
examine  the  rate-books  ? — At  seven  stations. 

4685.  What  was  the  result  of  this  examination  ? 
— The  result  was  that  upon  119  rates  out  of  150, 
there  were  overcharges  varying  from  5 d.  to 
3 s.  2d.  per  ton. 

4686.  Upon  the  charges  for  manui*e  ? — Ye.s, 

4687.  In  short  the  railway  companies  at  their 
country  stations  seem  to  have  entirely  disre- 
garded the  decision  of  the  Railway  Commis- 
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sioners,  and  to  be  making  the  same  illegal 
charges  as  they  did  previously  to  that  decision  ? 
— That  is  so  ; they  apparently  have  never 
altered  the  rate-books  at  those  country  stations 
since  the  decision  was  given. 

4688.  You  have  made  up  a table  of  those  ex- 
cessive rates,  have  you  not,  and  the  illegal 
charges  ? — I have  ; I will  put  in  the  tables 
{handing  in  the  same).  From  Arnage  to  Insch,  a 
distance  of  38  miles,  the  overcharge  is  2s.  lie?. 

4689.  Was  this  examination  of  the  rate-book 
made  recently  ? — That  rate-book  was  examined 
upon  the  5th  of  May  ; some  others  were  exa- 
mined upon  that  day,  and  some  of  them  were 
examined  upon  the  30th  of  Api’il  last. 

4690.  Was  your  clerk  refused  access  to  the 
rate-book  at  any  of  the  stations? — Yes,  he  was  re- 
fused access  to  the  rate-book  at  Inverurie,  and  I 
may  read  a letter  he  wrote  me  regarding  it,  show- 
ing how  the  public  are  treated  occasionally  when 
they  apply  for  information.  This  letter  is  dated 
the  30th  of  April,  and  it  is  as  tollows : “ Dear 
Sir,  1 enclose  herewith  copies  of  the  railway  com- 
pany’s rates  for  manures,  copied  by  me  to-day 
from  their  rate-books.  I also  enclose  rates  from 
Inverurie  station,  as  supplied  by  the  goods  clerk 
here,  he  having  refused  to  allow  me  to  see  the 
rate-book,  but  offered  to  give  me  any  information 
I required.  As  1 understand,  we  are  entitled  to 
examine  the  rate-book  ourselves.  1 told  him  so, 
and  insisted  upon  seeing  it ; he,  however,  refused, 
and  said  he  had  instructions  not  to  show  it ; I 
then  said  I should  return  with  witnesses  to  hear 
him  refuse  to  let  me  have  it,  which  in  a few 
minutes  1 did ; when  I again,  in  their  pre- 
sence, asked  if  he  still  refused  to  allow  me  to 
examine  his  rate-book.  He  again  repeated  that 
he  would  not  allow  me.  Their  rates  from  Old 
Melclrum  and  Kintore  all  appear  to  be  illegal 
with  the  exception  of  one  or  two.  From  In- 
verurie to  stations  on  the  main  line  they  appear 
correct,  but  on  the  Buchan  line  it  is  evident  they 
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Mr.  Barclay — continued, 
are  overcharging.”  The  clerk’s  name  is  James 
Diack,  and  the  witnesses  were  Alexander  Duncan, 
warehouseman,  John  Clark,  carter,  George  Law, 
and  James  Still,  raihvay  porters  at  Inverurie. 

Mr.  Bolton. 

4691.  Is  there  much  manure  carried  from 
Arnage  to  Insch  ? — There  is  not  much  carried  by 
us,  but  I cannot  say  what  others  may  do,  because 
there  are  local  agents. 

4692.  Have  you  carried  any  at  ail? — I could 
not  state  where  we  have  carried  it  to,  because  we 
have  so  many  thousands  of  parcels  of  manure 
carried  to  the  stations. 

4693.  Is  there  a manufactory  at  Arnage  ? — 
No,  but  there  is  in  the  immediate  neighbour- 
hood. 

4694.  Arnage  is  the  station  for  the  manufac- 
tory ? — Arnage  was  the  station  whieh  I gave  you, 
but  Arnage  is  not  the  station  where  the  manure 
is  manufactured ; it  is  manufactured  at  Ellon, 
which  is  within  a few  miles  of  that  station. 

4695.  They  do  not  send  from  that  station  ? — 
They  send  from  Ellon  to  Insch. 

4696.  Is  it  the  fact  that  manure  is  sent  from 
Arnage  to  other  stations  in  any  quantity  at  all 
where  it  is  an  article  of  regular  traffic  ? — It  was 
from  the  carriage  of  three  tons  of  manure  from 
Arnage  to  Auchnagatt,  3|  miles,  that  this  matter 
was  discovered  ; we  were  charged  1 s.  3 d.  over- 
charge for  the  distance,  and  that  led  me  to  write 
the  manager  of  the  railway  to  explain  the  charge, 
and  I got  a letter  from  the  goods  manager,  saying 
that  the  charge  for  the  three  tons  was  3 s.,  and 
the  difference  would  be  refunded ; that  was  all 
the  answer  I got. 

4697.  Therefore,  so  far  as  your  experience  has 
gone  they  are  not  overcharging  from  the  Arnage  ? 
— They  Avere  in  this  instance. 

4698.  But  they  refunded  the  money  ? — They 
refunded  it,  no  doubt,  but  1 asked  them  to  ex- 
plain it,  because  it  appeared  to  me  that  they  were 
exceeding  their  maximum  rates  in  the  Company’s 
Act;  there  Avas  no  doubt  of  it,  and  I got  the 
money  back,  but  had  I not  got  it  back  I should 
have  fbi’ced  it. 

4699.  But  you  did  get  it  back,  immediately  on 
application? — A few  days  aftei'Avards. 

Mr.  Barclay. 

4700.  The  rate-book,  I belieA'e,  shoAved  that 
the  clerk  Avas  charging  Avhat  he  Avas  instructed  to 
charge  from  the  rate- book  ? — There  is  no  doubt 
that  the  clerk  at  Arnage  was  charging  according 
to  his  rate-book. 

Mr.  Bolton. 

4701.  That  is  the  only  eonsignment  of  manure 


Mr.  Bolton  — continued. 

you  had  sent  from  Arnage? — Within  a short  time  ; 
could  not  say  for  other  seasons,  or  for  any 
lengthened  period. 

4702.  But  during  the  last  season  that  is  the 
only  one  ? — I cannot  remember  every  transaction 
of  that  description. 

4703.  You  cannot  remember  any  other  trans- 
action, can  you  ? — I cannot  remember  any  other 
transaetion  at  the  moment. 

4704.  The  clerk  at  Inverurie  refused  your 
agent  permission  to  inspect  the  rate-book  ? — He 
did. 

4705.  Did  you  apply  to  the  superior  officials, 
and  make  a complaint  ? — I did  not  in  this  case  ; 
the  raihvay  clerk  Avent  to  the  station  agent  for 
instructions,  and  he  refused  after  oetting;  his  in- 
structions  from  the  agent. 

4706.  The  superior  official  did  not  refuse  the 
information,  but  simply  the  clerk,  and  you  have 
not  taken  any  further  steps  in  the  matter? — I did 
not  think  it  necessary  to  take  any  further  steps 
in  the  matter.  ■ 

Lord  Randolph  Churchill. 

4707.  Was  there  any  other  official  at  the 
station  that  your  clerk  could  haA'e  applied  to? — 
He  could  liaA’c  applied  to  the  station  agent. 

4708.  He  did  not  apply  to  him? — No,  but  I 
Avish  again  to  state  that  at  Huntly  the  same  thing 
occurred,  Avhere  the  same  agent  applied  to  the 
station  agent  there  for  the  rate-book,  and  he 
refused  to  give  it  him,  but  some  time  afterAvards 
he  came  to  him  and  told  him  he  AA'ould  now  let 
him  see  it. 

Mr.  Barclay. 

4709.  I want  to  bring  it  out  clearly  that  the 
agent  at  Inverurie  was  applied  to  for  the  rate- 
book and  he  refused  to  shoAV  it  ? — The  clerk  A\'ho 
Avas  applied  to  there  did  so. 

Sir  Edward  Wathin. 

4710.  You  have  no  personal  knowledge  of  the 
circumstances,  I believe  ? — I gave  my  agent  in- 
structions to  do  this. 

4711.  Why  did  you  do  so? — Because  I had 
been  overcharged  ; I knew  there  Avas  something 
Avrong  from  circumstances  coiineeted  Avith  it,  and 
I was  determined  to  see  Avhat  the  practice  Avas  at 
other  stations. 

Lord  Randolph  Churchill. 

4712.  Did  you  disco A'er  tiltimately  that  there 
had  been  an  overeharge? — Tes,  I got  the  money 
back. 

4713.  The  agent  Avas  acting  under  your  orders? 
— Yes,  he  was. 


Mr.  Isaac  Banks,  called  in  ; .and  Examined, 


Mr,  O'Sullivan. 

4714.  I BELIEVE  you  are  manager  for  the  Clyde 
Shipping  Company  in  Cork  ? — Yes,  I am. 

4715.  That  company  have  steamers  running 
from  Cork  to  Waterford,  Dublin,  Belfast,  Glas- 
goAv,  and  Greenock  ? — Yes. 

4716.  Have  you  also  a line  of  steamers  running 


Mr.  O'Sullivan — eontinued.  ^ 

from  Cork  to  the  Avest  coast  of  Ireland,  Kerry  ? — 
Yes,  to  the  south-Avest  coast  of  Cork  and  Kerry. 

4717.  You  Avere  recently  employed  at  Cork  as 
local  agent  for  the  Great  Western  Comi)any  of 
England,  Avere  you  not? — Yes,  I Avas  Avhen  that 
company  started  a service  of  steamers  betAveen 
Milford  and  Cork. 


4718.  Before 
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Mr.  O'Sullivan — continued. 

4718.  Before  you  acted  for  the  Great  Western 
Company,  how  were  you  engaged? — I was  21 
years  connected  with  the  traffic  department  of 
the  Watei’ford  and  Limerick  Railway. 

4719.  Then  you  understand  all  railway  ques- 
tions, we  may  assume  ? — I commenced  as  a boy, 
and  I was  traffic  manager  of  the  line  when  I left 
them. 

4720.  Did  you  on  several  oceasions  try  to 
examine  some  of  the  books  of  the  different  com- 
panies going  into  Cork,  and  have  you  experienced 
any  difliculty  in  getting  access  to  the  railway 
rate-books  at  those  stations  ? — I have ; in  one 
case  I applied  at  the  Cork  and  Bandon  goods 
depot  to  allow  me  to  inspect  their  goods  rate- 
book ; the  goods  agent,  Mr.  Rafferty,  told  me 
that  he  had  instructions  from  the  traffic  manager 
not  to  allow  the  books  to  be  Inspected,  and  that 
he  could  not  give  me  any  information  on  the 
subject  that  I was  inquiring  for. 

Lord  Randolph  Churchill. 

4721.  That  was  at  the  Cork  station? — Yes,  the 
Cork  station  of  the  Cork  and  Bandon  Railway. 

Mr.  O'  Sullivan. 

4722.  Did  you  tipply  at  any  other  stations? — 
I then  wrote  to  the  traffic  manager,  Mr.  Gordon, 
complaining  of  this,  and  was  informed  that  any 
rate  I would  ajiply  for  by  letter  1 could  obtain,  but 
that  I would  not  be  allow^ed  to  see  the  rate-books. 

4723.  When  was  that  ? — That  was  in  Januaiy 
1880  ; in  December  1880  I also  tried  to  get  the 
rate-books  for  inspection  at  the  Cork  station 
of  the  Bandon  Railway,  and  the  same  result 
followed.  On  1st  April  last  I again  applied  at 
the  goods  depot,  and  was  referred  to  Mr. 
Gordon,  whom  1 informed  that  1 required  the 
rates  for  this  Committee  ; he  then  gave  me  all  the 
required  information.  I asked  why  he  had  not 
the  Company’s  list  of  tolls  posted  at  the  stations, 
and  he  said  he  did  not  think  it  was  necessary, 
but  handed  me  a spare  copy  which  he  had  in  his 
office. 

Lord  Randolph  Churchill. 

4724.  I suppose  you  Avent  to  the  same  line  ? — 
Yes. 

Mr.  O'  Sullivan. 

4725.  Did  you  try  upon  the  Great  Southern 
and  Western  Railway  to  examine  the  rate-books  ? 
—I  did. 

4726.  With  what  result? — On  the  3rd  Januaiy 
last  I applied  at  the  Cork  goods  office  for  some 
rates,  and  permission  to  see  the  rate-book,  and 
the  manager  in  charge  of  the  depot  informed  me 
that  it  was  contrary  to  the  railway  company’s 
regulations  to  allow  me  to  inspect  them. 

Lord  Randolph  Churchill. 

4727.  Was  that  the  head  manager? — Yes,  that 
was  the  head  manager  at  the  goods  department. 

Mr.  O'  Sullivan. 

4728.  How  were  you  able  to  get  the  rates? — 
I then  sent  an  assistant  from  my  office  with  a 
copy  of  the  Railw'ay  and  Canal  Traffic  Act,  so 
that  the  manager  might  see  that  he  was  acting 
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Illegally  in  withholding  the  information ; even 
after  that  I could  not  get  the  rate-books  for  in- 
spection. 

Lord  Randolph  Churchill. 

4729.  He  declines  still? — Yes,  my  Lord. 

Mr.  O'  Sullivan. 

4730.  Notwithstanding  that  you  referred  the 

manager  to  the  Act  ? — Notwithstanding  that  I 
produced  the  Act  of  Parliament  for  his  inspec- 
tion. • 

4731.  Did  you  try  to  examine  any  of  the  rate- 
books upon  the  Waterford  and  Limerick  Rail- 
Avay  ? — No.  I have  a copy  of  the  rates  of  the 
Waterford  and  Limerick  Railway  since  I was 
their  traffic  manager,  so  that  it  was  unnecessary 
in  any  case.  I do  not  wish  to  give  evidence  about 
that  line. 

Lord  Randolph  Churchill. 

4732.  What  year  was  it  that  you  left  them  ? — 
In  the  year  1873. 

4733.  The  rates  may  have  been  altered  since 
then? — There  have  been  slight  alterations,  but 
no  general  alterations. 

Mr.  O'  Sullivan. 

4734.  Do  the  railways  running  into  Cork  en- 
courage or  develope  the  trade  of  that  port? — It  is 
quite  the  contrary. 

4735.  WTll  you  give  the  Committee  any  proof 
of  that,  if  you  are  able  to  do  so  ? — For  the  last 
20  years  I know  that  the  train  arrangements, 
fares,  and  rates,  are  all  fixed  with  the  view  of 
diverting  the  traffic  to  and  from  the  south  of  Ire- 
land to  the  port  of  Dublin.  Last  week  a petition 
to  that  effect  was  unanimously  adopted  by  the 
mayor  and  corporation  of  Cork,  and  another  by 
the  Cork  Harbour  Commissioners  (of  which 
board  I am  a member  at  present),  for  presentation 
to  the  Committee  now  dealing  with  the  Macroom 
and  Kenmare  Railway  Bill.  In  the  case  of 
butter,  Cork  is  the  largest  market  in  the  south  of 
Ireland.  The  number  of  casks  passing  through  it 
for  the  last  six  years  was  as  follows  : The  year 
ends  upon  the  16th  April,  and  in  1876  there  were 
431,796  firkins  passed  ; in  1877,  390,500  firkins; 
in  1878,  434,239;  and  in  1879  the  number  was 
410,560.  In  that  year  the  I’ariners  commenced 
packing  small  kegs  of  butter,  and  the  kegs  would 
be  included  Avlth  the  firkins  that  season.  In  1880 
there  Avere  369,842 ; and  in  the  year  ending  the 
16th  April  last,  352,155  firkins,  including  kegs, 
passed.  The  Great  Southern  and  Western  Com- 
pany’s rates  for  butter  coming  to  Cork  are,  per 
firkin,  from  the  local  stations  and  to  cross  channel 
stations,  via  Dublin,  per  ton  of  27  firkins.  The 
rate  from  Tralee  to  Cork,  83  miles  upon  their  OAvn 
line,  is  10  d.  per  firkin,  or  22  s.  6 d.  per  ton ; that 
is  for  butter  coming  to  the  Cork  market,  Avhile  the 
rate  from  Tralee  to  Liverpool,  via  Dublin,  a dis- 
tance of  345  miles,  is  30  s.  lOi?.  per  ton.  Both 
rates,  I should  say,  include  delivery  at  the  ter- 
minal station. 

Mr.  Jioltori. 

4736.  How  much  of  the  carriage  from  Tralee 
to  Liverpool  is  railway  carriage? — During  my 
time  the  cross  channel  rates  Avere  diA'ided  by 
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Mr.  Holton — continued. 

mileage  and  terminals,  and  I believe  they  are 
still  divided  in  the  same  way.  For  Irish  stations 
4 s.  per  ton  is  allowed  on  carted  traffic,  and  2 s. 
on  non-carted  traffic.  The  Great  Southern  and 
Western  Railway  get  1 s.  6 d.  a ton  as  a terminal 
at  Dublin  on  all  traffic.  The  cartage  agent  for 
bringing  it  from  the  railway  station  to  the 
steamer  gets  2 s.  Q d. 

Lord  Randolph  Churchill. 

4737.  Is  that  the  company’s  agent;  is  he  one 
of  the  company’s  servants  ? — It  is  o])en  to  any 
steam  company  to  carry  the  traffic.  The  steam 
companies  at  Dublin  get  3 s.  per  ton  for  loading 
and  terminal  allowance.  The  Liverpool  dues  and 
cartage  are  2 s.  S d.  a ton,  and  the  residue  is 
divided  by  the  actual  mileage.  The  distance 
from  Tralee  to  Dublin  is  207  miles;  that  is  upon 
the  Great  Southern  and  Western;  and  from 
Dublin  to  Liverpool,  by  sea,  138  miles  ; so  that 
after  deducting  terminals,  13  s.  3 d.  per  ton,  there 
remains  a sum  of  16  s.  9 rf.  to  be  divided,  which 
would  give  the  Great  Southern  and  Western 
Company  as  their  proportion  about  10  s.  per  ton  ; 
from  Tralee  to  Dublin,  a distance  of  207  miles 
as  aualnst  22  s.  6 d.  from  Tralee  to  Cork,  a dis- 

O , 

tance  of  83  miles. 

4738.  Do  you  know  what  terminals  come  off 
the  22s.  6 d.  from  Tralee  to  Cork? — About  one 
penny  farthing  per  firkin  comes  off  for  delivery 
and  tolls  to  the  Cork  Corporation,  but  nothing  at 
Tralee;  from  Limerick  to  Cork,  a distance  of  62 
miles,  the  rate  is  17  s.  9 d.  per  ton,  or  8 d.  per 
firkin  ; from  Limerick  to  Liverpool,  via  Chaide- 
ville  and  Dublin,  a distance  of  292  miles,  the 
rate  is  only  29  s.  2 d.  per  ton. 

4739.  How  mucli  does  that  come  to  per  firkin  ? 
— The  local  rate  is  8 d.,  and  the  through  rate  to 
Liver])Ool  is  about  Is.  1 d.  per  firkin.  The 
Great  Southern  and  Western  Company’s  propor- 
tion for  154  miles  to  Dublin  would  be  about 
8 s.  per  ton,  against  their  rate  of  17  s.  9 d.  for  62 
miles  to  Cork.  I have  taken  a station  on  each 
branch  off  the  main  line  running  into  Cork,  as 
an  examjile.  From  Fermoy,  on  the  Lismore 
branch,  to  Cork,  a distance  of  38  miles,  they 
charge  15  s.  6 c?.  a ton,  or  7 d.  per  firkin. 

Mr.  Caine. 

4740.  How  are  they  generally  charged  ? — For 
the  Cork  market  the  butter  is  charged  by  the 
firkin,  and  the  rates  work  out  at  so  much  a ton. 

Mr.  Nicholson. 

4741.  You  stated  that  the  butter  manufacturers 
are  now  ])utting  up  butter  in  kegs  as  well  as 
firkins  ; do  you  think  the  company  charge  them 
as  firkins? — I am  not  aware  that  the  company 
have  made  any  rate  for  the  kegs  as  yet ; from 
Fermoy  to  Liverpool,  a distance  of  299  miles, 
via  Dublin,  the  rate  is  33  s.  4 d.  per  ton. 

, Mr.  Bolton. 

4742.  Of  that  the  railway  is  hoAV  mucli? 

The  railway  distance  is  161  miles,  for  which 

tbe  company  get  about  10  5.  6 d.  per  ton  for  the 
carriage  of  the  butter,  as  against  15  s.  6 c?.  for 


Mr.  Bolton — continued. 

the  38  miles  from  Fermoy  to  Cork;  from  Kil- 
mallock  to  Cork,  a distance  of  41  miles,  the  rate 
is  15  s,  6 (?.  a ton,  or  7 d.  a firkin  ; from  Kil- 
mallock  to  Liverpool,  a distance  of  262  miles,  the 
rate  is  30  s.  per  ton  ; the  railway  company  get 
about  7 s.  11  d.  for  124  miles,  as  against  15  s.  6 d. 
to  Cork,  a distance  of  41  miles. 

Mr.  O'Sullivan. 

4743.  Do  I understand  that  upon  the  English 
traffic  for  124  miles  they  get  only  7s.  11  d.,  while 
they  get  15  s.  6d.  upon  the  41  miles  to  Cork? — 
Yes,  that  is  so. 

4744.  Is  this  butter  the  principal  article  that 
is  manufactured  there  by  the  farmers  ? — It  is. 
The  counties  of  Limerick  and  Tipperary,  and  a 
great  portion  of  the  county  of  Cork,  are  almost 
entirely  dependent  upon  the  production  of 
butter. 

4745.  That  must  injuriously  affect  the  local 
interests  ? — I attribute  the  falling  off  in  the 
quantity  of  butter  sent  to  the  Cork  mai’ket  to 
tlie  rates  charged  by  the  Great  Southern  and 
W estern  Railway  Company. 

Chairman. 

4746.  You  have  given  the  Committee  no  ex- 
port rates  from  Cork ; is  butter  not  exported 
from  Cork? — llutter  is  exported  by  the  cross 
channel  boats  from  Cork  to  Liverpool,  and  to 
other  places  direct.  I cannot  give  the  rates,  but 
I know  tliat  the  local  rates  from  Cork,  combined 
with  the  Great  Southern  and  Western  rates  to 
Cork,  w’ould  be  much  in  excess  of  the  rates  by 
Dublin,  because  the  Great  Southern  and  Western 
Company  are  charging  so  much  for  the  carriage 
of  the  butter  to  the  port  of  Cork. 

Lord  Randolph  Churchill. 

4747.  AVhat  are  the  rates  from  Cork  to  Liver- 
pool by  sea  ? — Seven-pence  a firkin  by  sea. 

4748-  How  much  is  that  by  the  ton  ? — About 
15  s.  dd. 

4749.  Then  it  follows  from  that,  that  you  can 
send  butter  from  Cork  cheaper  by  sea  to  Liver- 
pool than  you  can  from  Dublin  to  Liverpool?  — 
But  you  have  to  add  on  the  tolls  and  cartage  in 
Cork,  and  the  dues  and  cartage  in  Liverpool. 

4750.  AVhat  do  they,  come  to? — The  tolls  and 
cartage  in  Cork  would  be  about  3s.  Qd.,  and  the 
same  charge  would  be  made  at  Liverpool  as  if  it 
went  by  Dublin,  making  altogether,  say,  5 s.  9 <7. 

4751.  That  w'ould  make  altogether  21,s.  6(?.  ? — 
Yes,  adding  those  two  together,  21  s.  6 (/. 

4752.  You  have  said  that  the  charge  from 
Fermoy  to  Liverpool  was  33s.  4c?.  a ton? — 
Y’es. 

4753.  And  that  out  of  that  the  company  re- 
ceived for  the  railway  10  s.  6 c?.? — YYs,  after 
after  deducting  terminals. 

4754.  Taking  10s.  6c?.  from  33s.  4c?.,  that 
leaves  how  much? — 22s.  10c?. 

4755.  Then  I take  that  22  s.  10  c?.  as  being  the 
cost  of  butter  from  Kingsbridge  to  Liverpool? — 
That  is  so,  less  the  Fermoy  tei’ininal  and  the 
Great  Southern  and  Western  Companies’  pro- 
portion. 

4756.  Then 
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Lord  Randolph  Churchill — continued. 

4756.  Then  what  I want  to  know  Is  this : if  it 
costs  22  s.  10  d.  to  go  from  Kingsbridge  to  Liver- 
pool, how  much  does  it  cost  to  take  butter  from 
Cork  station  by  sea  to  Liverpool  ? — About  22  s. 

4757.  Then  it  comes  to  this,  that  you  can  send 
butter  cheaper  by  sea  from  Cork  to  Liverpool 
than  you  can  from  Dublin  to  Liverpool? — But  I 
am  speaking  of  butter  coming  from  the  interior 
towns  of  Ireland  to  Coi'k,  and  of  butter  booked 
through  from  the  same  stations,  via  Dublin. 

4758.  But  the  honourable  Chairman’s  question 
was  intended  to  show  that  the  rates  from  the 
harbour  of  Cork  v/ere  more  prohibitive  rates 
than  from  Dublin  harbour  ? — I did  not  draw  that 
inference  from  it ; I am  speaking  of  through 
rates ; I know  that  the  local  rates  from  Dublin 
are  less  than  from  Cork. 

4759.  Would  it  be  a distinct  advantage  to  the 
ti’ade  to  send  their  butter  from  Cork  to  Liver- 
pool instead  of  by  Dublin  to  Liverpool? — If  the 
charges  were  lower  ; they  cannot  do  it  under  the 
existing  circumstances,  because  there  ai'e  no 
through  rates  from  Inland  towns. 

Mr.  Sullivan. 

4760.  Have  they  a through  rate  from  most  of 
the  stations  upon  the  Great  Southern  and  West- 
ern Kailway  via  Dublin,  and  have  they  any  via 
Cork  ? — They  have  no  through  rates  upon  the 
Great  Southern  and  Western  Railway  via  Cork 
to  any  of  the  stations  in  England. 

4761.  Are  they  not,  as  a matter  of  fact,  giving 
a preferential  rate  via  Dublin,  as  compared  with 
Cork ; that  is  to  say,  giving  a through  rate  vid 
Dublin,  and  refusing  it  vid  Cork  ? — 'I  hat  is  so. 

Chairman. 

4762.  Is  it  your  idea  that  the  reason  of  that  is, 
because  the  Great  Southern  and  Western  Rail- 
way have  what  you  may  call  a longer  lead  to 
Dublin  than  they  have  to  Cork,  that  is  to  say, 
that  their  apportionment  of  the  rate  is  larger  in 
running  to  Dublin  than  it  would  be  to  Cork  ? — 
The  company  get  less  out  of  the  through  rate 
for  carrying  the  traffic  the  longer  clistince  to 
Dublin  than  they  get  for  carrying  it  the  shorter 
distance  to  Cork  without  a through  rate. 

4763.  It  would  be  quite  competent  to  them  to 
make  a thi’ough  rate  upon  the  same  or  a lower 
basis  through  Cork,  as  they  now  do  through 
Dublin,  but  in  that  case  would  they  receive  so 
large  an  apportionment  of  the  rate  as  they  get 
by  Dublin  ? — They  have  been  urged  by  the  Great 
Western  Railway  Company  of  England  and 
other  companies  to  make  through  rates  with 
them  vid  Cork,  as  the  Great  Western  Railway 
Company  are  very  anxious  to  develope  the  trade 
of  the  South  of  Ireland,  but  the  Great  Southern 
and  Western  Company  could  never  be  got 
to  make  reasonable  arrangements  with  them 
for  through  booking.  I believe  the  reason  is 
because  they  are  anxious  to  encourage  the  Port 
of  Dublin  in  connection  with  the  London  and 
North  Western  Railway  Company  as  against  the 
Port  of  Cork,  and,  in  fact,  against  all  ports  in  the 
south  of  Ireland. 
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Chairman — continued. 

4764.  You  think  the  reason  is  a preference  to 
the  Port  of  Dublin  over  the  Port  of  Cork  ? — 
Yes. 

Mr,  O’  Sullivan. 

4765.  Is  It  not  the  general  opinion  in  Ireland 
that  there  is  a desire  to  give  encouragement  to 
Dublin  as  compared  with  other  ports  ? — It  is, 
and  it  works  very  detrimental  to  the  ports  in 
the  south  of  Ireland  with  which  the  Great 
Western  and  other  companies  are  trying  to 
develope  a trade, 

4766.  Do  those  arrangements  of  the  Great 
Southern  and  lYestern  tend  in  any  way  to 
encourage  the  Irish  manufacturers  as  compared 
with  those  of  England? — It  Is  quite  the  con- 
trary. 

4767.  WTiat  are  the  particular  manufactures 
you  have  in  your  mind  ? — They  carry  ale  and 
porter  from  Burton  vid  Dublin  to  Cork,  a distance 
of  490  miles,  for  2.5  5.  10  d.  a ton, 

4768.  And  what  do  the  company  get  out  of 
that? — The  Great  Southern  and  Western  Com- 
pany’s proportion  out  of  that,  after  deducting 
terminals,  that  is,  from  Dublin  to  Cork,  is  about 
6 5.  6 rf.  a ton  on  165  miles,  while  the  charge  on 
the  same  article  manufactured  by  the  Dublin 
brewers,  from  Dublin  to  Kilinallock,  124  miles, 
and  from  Dublin  to  Cork,  165  miles,  is  15  5.  j^er 
ton. 

4769.  I hey  only  get  65.  6 d.  out  of  the  Burton 
beer  for  164  miles,  while  they  charge  15  5.  for 
124  miles  upon  the  Dublin  manufactured  beer  ? 
— Yes,  about  that. 

Lord  Randolph  Churchill. 

4770.  Is  that  Guinness’s  beer?  — Guinness^ 
Manders,  and  others ; and  for  the  same  article 
manufactured  in  Cork,  the  rate  to  Faranfore,  the 
next  station  to  Killarney,  a distance  of  72  miles, 
is  10  5.  10  d,,  and  from  Cork  to  Patrickswell, 
a distance  of  55  miles,  is  11  5.  S d.,  so  that 
they  carry  a ton  of  English  ale  or  porter  165 
miles  for  65.  6d.,  while  they  charge  11  5.  Sd. 
for  a ton  of  the  same  article  manufactured  in 
Cork,  over  a distance  of  55  miles. 

Mr.  Bolton. 

4771.  Are  those  rates  for  large  or  small  quan- 
tities ? — I'he  local  rate  is  for  any  quantity,  and 
so  is  the  Burton  rate. 

4772.  Is  that  the  rate  for  a single  barrel? — 
No  ; I think  a single  barrel  would  come  under 
what  is  called  the  minimum  rate  ; my  quotations 
would  apply  to  anything  over  5 cwt. 

Lord  Randolph  Churchill. 

4773.  Have  you  any  idea  what  difference  fhere 
is  in  quantity  between  the  English  beer  which 
goes  to  Cork  and  the  Dublin  beer? — I should 
think  there  is  a great  deal  more  of  the  Dublin 
beer  ; 10  times  as  much  as  of  the  English  beer. 

4774.  So  that  the  cc  mpany  have  not  the  excuse 
of  having  a larger  quantity  upon  which  they 
would  make  a lower  charge? — Nothing  of  the 
sort. 
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Lord  Randolph  Churchill — continued. 

\_The  Witness  handed  in  the  following  Paper  : — ] 

Rates  charged  by  the  Great  Southern  and 
Western  Company  for  Irish  Culm  and  Coal, 
and  English  and  Welsh. 


Irish  Culm  and  Coal. 


Stations. 

Distance. 

Rate 
per  Ton. 

s. 

d. 

Kanturk  to  Mallow 

- 

. 

12  miles 

2 

6 

Kanturk  to  Fermoy 

- 

- 

28  „ 

3 

- 

Munster  to  Tipperary 

- 

- 

24  „ 

5 

6 

Munster  to  Kilmallock 

- 

- 

37  „ 

3 

9 

Munster  to  Charleville 

• 

“ 

42  „ 

4 

- 

English  and  Welsh  Culm  and  Coal. 


Stations. 

Distance. 

Rate 
per  Ton. 

Cork  to  Mallow  . - - - 

22  miles 

s.  d. 

2 6 

Cork  to  Youghal 

27  „ 

2 6 

Cork  to  Limerick  Junction  - 

57  „ 

5 - 

Cork  to  Lombardstown 

28  „ 

2 6 

Cork  to  Charleville  ... 

37  „ 

3 3 

Cork  to  Bruree  - - - - 

42 

3 9 

The  above  figures  will  show  that  this  company, 
instead  of  encouraging  Irish  mining  enterprise, 
charge  higher  rates  in  the  culm  and  coal  that  in 
the  imported  article. 

Mr.  O'  Sullivan. 

4775.  Will  you  give  the  Committee  some  idea 
as  to  the  charges  on  other  articles  ? — Here  I 
would  observe  that  the  system  of  classifying 
goods  is  also  prejudicial  to  the  interest  of  the 
Irish  manufacturers,  as  many  articles  manufac- 
tured in  Ireland  are  entered  in  a much  lower 
class  in  the  English  classification  than  in  the 
Irish,  and  as  the  through  rates  are  govex'ned  by 
the  English  classification,  English  manufacturers 
get  the  benefit  of  the  reduced  rates.  For  in- 
stance, leather  undressed  in  the  Irish  classifica- 
tion is  fourth  class,  and  in  the  English  elassifica- 
tion  it  is  second  class. 

Mr.  Bolton. 

4776.  And  the  through  rates  from  Ireland  are 
governed  by  the  Irish  classification  ; is  that  so  ? — 
No,  but  the  local  rates  in  Ireland  are  governed  by 
the  Irish  classification. 

Lord  Randolph  Churchill. 

4777.  All  the  through  rates  are  governed  by 
the  English  classification,  are  they  not? — That 
is  so. 

Mr.  O'  Sullivan. 

4778.  Are  there  any  other  articles  manufac- 
tured in  Cork?— We  have  large  foundries  in 
Cork  for  casting  pots,  ovens,  and  pans,  and  the 
rate  in  the  Irish  classification  is  fifth  class  for 
hollow  castings,  whereas  the  rate  in  the  English 
and  Scotch  classification  is  second  class. 

4779.  Uo  you  know  what  is  the  difference 
generally  between  the  second  and  the  fifth  class  ? 


Mr.  O'Sullivan — continued. 

There  would  be  a very  large  difference  between 
the  two  classes. 

4780.  What  would  it  be  upon  the  average  ? — 
I should  say  that  the  one  would  be  three  times  as 
much  as  the  other. 

Lord  Randolph  Churchill. 

4781.  How  many  classes  have  they? — They 
have  six  classes  upon  the  Great  Southern  and 
Western  Railway,  and  they  have  since  the  1st  of 
January  added  a seventh. 

4782.  Do  you  mean  to  say  that  the  company 
charge  castings  in  the  fifth  class? — Hollow  cast- 
ings they  do ; ale  and  porter  in  easks  are  in  the 
third  class  in  the  Irish  classification,  and  first 
class  in  the  English. 

Mr.  O'  Sullivan. 

4783.  Ale  and  porter  are  manufactured  very 
largely  in  Dublin  and  Cork,  are  they  not? — Very 
largely  ; hides  and  skins  are  fourth  class  in  the 
Irish  classification,  and  first  in  the  English  : we 
have  large  tanneries  in  Ireland,  and,  of  course, 
they  are  affected  in  the  working  of  their  trade  in 
consequence  of  that  difference. 

Lord  Randolph  Churchill. 

4784.  Do  those  classifications  apply  to  all  the 
Irish  lines,  or  only  to  the  Great  Southern  and 
Western? — I may  say  that  all  the  Irish  railways, 
with  the  exception  of  one  or  two,  are  governed 
by  the  Irish  classification. 

Mr.  O'  Sullivan. 

4785.  What  would  be  those  exceptions  ? — The 
Cork  and  Macroom  Railway  is  not  governed  by 
it,  but  all  the  large  railways  are  members  of  the 
Clearing  House  in  Ireland,  and  are  governed  by 
that  classification.  Now,  cured  herrings  and  dried 
fish  are  third  class  in  the  Irish  classification  and 
first  in  the  English,  and  the  fisheries  on  our 
coast  are  interfered  with  in  consequence  of  that 
arrangement,  people  having  to  jiay  higher  rates 
than  they  would  have  to  pay  in  districts  in 
England  for  the  conveyance  of  the  fish  ; flax  seed 
is  fourth  in  the  Irish  classification,  and  it  is  the 
special  or  very  lowest  class  in  England. 

4786.  Are  you  aware  that  there  is  a large  take 
of  fish  in  Kinsale  just  now  ? — Yes. 

4787.  If  fish  were  conveyed  to  Cork  at  the 
special  class,  do  you  think  it  would  come  in  larger 
quantities  than  it  does  ? — I believe  they  have  a 
special  rate  for  it,  mackerel,  because  it  comes  in 
very  large  quantities. 

Lord  Randolph  Churchill. 

4788.  What  is  the  rate  for  salmon  ? — That  is 
in  the  fifth  class  ; also  salmon  kippered. 

4789.  What  is  the  rate  for  it  in  England? — 
It  is  fourth  in  boxes,  and  kippered  third  class. 
Then  oil-cake,  which  is  used  largely  for  feeding 
purposes  in  Ireland,  is  second  class ; in  England 
it  is  special  or  lowest  class,  and  is  carried  at  the 
cheapest  rate. 

Mr.  O'Sullivan. 

4790.  Will  you  name  some  of  the  castings  you 
speak  of  as  being  second  class ; in  the  English 
classification  ? — Ovens,  pots,  and  pans. 

4791.  I see 
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Mr.  Bolton. 

4791.  I see  pots  in  the  English  classification 
are  special  ? — That  is  lower  still. 

Chairman. 

4792.  Is  your  evidence  to  this  effect,  that  you 
would  like  to  see  the  Irish  classification  assimilated 
to  the  English? — Yes. 

4793.  You  think  the  English  classification  a 
better  classification  than  the  Irish?  j.es,  tery 
much  so. 

Lord  Randolph  Churchill. 

4794.  Do  you  mean  to  say  that  positively  ? — 

I do ; I think  our  classification  is  absolutely 
injurious. 

Chairman. 

4795.  You  would  prefer  the  English  classifica- 
tion, but  you  would  not  be  prepared  to  pay  that 
the  English  classification  was  as  good  as  it  might 
be  ?— Certainly  not.  Before  I go  from  the  subject 
Qp  manufacture,  I wish  to  read  a statement  that 
has  been  sent  to  me  from  Messrs.  Mahoney 
Brothers,  of  Blarney,  who  are  large  _ manu- 
facturers of  woollen  goods  j the  subject  is  rates 
for  coal  between  Cork  and  Blarney  stations  upon 
the  Great  Southern  and  Western  Railway. 

Mr.  O'Sullivan. 

4796.  Blarney  is  on  the  Great  Southern  and 

Western  Railw^ay,  is  it  not ; is  there  not  complaint 
of  want  of  sidings  for  goods  at  that  station  ? 
Yes;  the  statement  is  as  folloivs  : “ A correspond- 
ence extending  from  15th  May  1880  to  1st  July 
1880,  took  place  between  this  firm  and  the  Great 
Southern  and  Western  Railway  Company  relative 
to  the  granting  of  a siding  at  Blarney  Station  for 
coals,  &c.  ; we  guaranteed  1,500  tons  as  a 
minimum  yearly,  and  stated  that  others  in  the 
neighbourhood  (Sir  George  Colthurst  and  Mr. 
Barker)  would  contribute  to  the  traffic,  as  they 
had  promised  us.  \Ye  had,  previous  to  this 
correspondence,  offered  la.  6c?.  per  ton  for 
carriage  of  coals  from  Cork  to  Blarney  (6  miles), 
we  to'load  and  unload,  demurrage  on  waggons 
to  be  subject  to  usual  rules.  On  26th  May  1880, 
the  railway  company  refused  to  afford  the  desired 
accommodation  at  the  rate  above  stated  (1  s.  6 d. 
per  ton),  and  declined  to  make  the  siding.  The 
following  is  the  extract  from  the  company’s 
schedule  of  tolls  (exposed  in  Blarney  Station) 
bearing  on.  the  rate  for  coals  : ‘For  all  coals, 
coke,  culm,  charcoal,  and  cinders  . • . per 

ton  per  mile,  not  exceeding  one  penny  halfpenny, 
and  if  conveyed  in  carriages  belonging  to  the 
company,  an  additional  sum  per  ton  per  mile,  not 
exceeding  one  halfpenny.  And  it  is  also  enacted 
that  the  tolls  which  the  company  may  demand 
for  the  use  of  engines  or  other  power  for  propell- 
ing carriages  on  the  railway,  shall  not  exceed 
one  penny  per  mile  . . . for  each  ton  of 

goods  in  addition  to  the  several  other  tolls  by 
this  Act  authorised  to  be  taken.’  ” It  is  contended 
that  that  last  clause  only  applies  to  the  hauling 
of  other  companies’  trucks. 

Chairman. 

4797.  You  would  know  enough  about  railway 
business  to  answer  this.  In  a return  that  we 
have  before  us  here,  given  to  the  House  of  Lords, 
the  maximum  allowed  for  coal  to  the  Great 
Southern  and  Western  Railway  is  IJ  c?. ; but  do 
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Chairman — continued. 

you  imagine  that  that  is  a toll  clause,  or  a maxi- 
mum rate  clause  ? — I consider  that  it  is  a toll 
clause. 

4798.  Then  that  extra  charge  for  locomotion 
and  waggons  is,  to  a certain  extent,  permissible? 
— I think  that  would  apply  to  waggons  hauled 
belonging  to  other  parties,  and  not  to  their  own 
waggons. 

4799.  But  you  see  there  that  the  companies 
make  a charge  for  their  own  waggons  besides  ? — 
They  do  ; but  that  is  included  in  the  rate  of  1 ^ J. 

Lord  Randolph  Churchill. 

4800.  What  do  you  make  the  three  figures 
come  to  ? — One  penny  halfpenny  a ton,  ^ d. 
for  the  waggons  and  1 d.  for  the  locomotive 
power  ; there  is  another  clause  in  the  Act,  allow- 
ing a charge  of  1 s.  per  ton  for  the  use  of  engine 
power;  but  it  is  thought  that  it  has  reference, 
not  to  the  company’s  waggons,  but  to  those 
belonging;  to  others. 

O O 

Mr.  Bolton. 

4801.  In  fact,  they  offered  the  maximum  rate? 
— Yes.  Then  the  statement  of  Messrs.  Mahoney 
continues  : “ As  shoxvn  in  schedule  of  tolls,  2 d. 
is  all  the  company  can  charge  per  ton  per  mile  for 
coals  in  their  own  trucks^  or  1 s.  per  ton  for  the 
six  miles,  Cork  to  Blarney.  Unless,  indeed,  they 
are  allowed  to  charge  1 d.  per  ton  jier  mile  for 
hauling  their  oxvn  trucks  (which  we  do  not  con- 
sider they  can  do),  and  even  in  this  case  3 d.  per 
ton  per  mile,  or  1 s.  6 d.  per  ton  from  Cork  to 
Blarney,  is  all  they  can  charge,  and  this  in  our 
correspondence  we  offered  them.”  They  offer 
them  the  full  rates  according  to  the  tolls.  Is.  Q d. 
a ton  for  the  conveyance  of  the  coals. 

Mr.  O'  Sullivan. 

4802.  Are  you  axvare  that  Sir  George  Colt- 
hurst offered  the  company  land  for  sidings  for 
nothing? — I have  heard  Sir  George  Colthurst 
state  that  himself,  and  I believe  he  is  prepared  to 
come  here  and  give  that  in  evidence. 

Lord  Randolph  Churchill. 

4803.  Do  you  knoxv  what  they  charge  for  coal 
on  that  line ; for  instance,  xvhere  does  Limerick 
get  its  coals  from  ? — It  imports  them  direct  ; the 
charge  is  about  1 d.  a ton  a mile,  if  the  distance 
exceeds  40  miles. 

Sir  Edward  Watkin. 

4804.  May  I ask  what  reason  was  given  for 
this  refusal  to  put  in  a siding  and  work  an 
apparently  profitable  traffic  ? — I am  not  certain, 
but  I think  the  Great  Southern  and  Western 
Company  urged  the  expense  of  working  the  coal 
from  the  Cork  station  up  the  steep  gradient  to 
Blarney.  There  is  a steep  gradient  there,  and  it 
would  be  inconvenient  for  them  to  put  a siding 
down  at  the  end  of  the  tunnel,  but  I have  also  heard 
that  the  company  offered  to  lay  it  down  if  they 
got  2 a.  a ton.  There  are  some  copies  of  letters 
which  passed  between  the  firm  and  the  Great 
Southern  and  Western  Company  on  the  subject, 
which  I could  read  if  the  Committee  desire  it. 

Chairman. 

4805.  Is  there  anything  further  that  you  wish 
to  state  than  what  you  have  alre  ady  done  ? — 
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Chairman — continued. 

There  is  one  matter  about  wool,  which  I think 
the  Committee  would  like  to  hear.  This  is  a copy 
of  a letter  addressed  to  the  Directors  of  the 
Great  Southern  and  Western  Railway  Company, 
at  Kingsbridge,  by  Mahony  and  Brothers,  of  Blai'- 
ney  ; die  sum  charged  for  wool  from  Middleton 
to  Cork  is  6 s.  6 t/.  a ton. 

Mr.  O'Sullivan. 

4806.  What  is  the  distance? — I think  that 
would  be  al)out  13  miles,  but  I am  not  suie  about 
the  actual  distance. 

4807.  Does  the  6 s.  6 J.  include  all  charges  ? — 
Yes,  all  charges ; six  bags  fill  a truck,  and,  say 
there  are  5 cwt.  in  each  bag,  that  would  be 
9 s.  9 d.  a truck.  They  show  here  a comparison 
between  the  wool  I'ate  and  the  coal  rate  that  they 
proposed  to  pay  the  Great  Southern  and  Western 
Railway  Company.  These  letters  have  been  only 
just  handed  to  me  as  I came  into  the  room,  and 
I have  not  had  an  o})portunity  of  reading  them. 

4808.  Are  you  aware  that  any  of  the  com- 
jianies  going  into  the  south  of  Ireland  charge 
more  for  short  than  they  do  for  long  distances? — 
Yes,  I am. 

4809.  Can  you  give  the  Committee  aiiy 
instances  of  that?— The  Cork  and  Bandon  Rail- 
way Company  charge  for  sugars,  ale  and  porter, 
and  hoop  iron,  from  Cork  to  Drinioleague,  a 
distance  of  45  miles,  12  .s.  Q d.  per  ton,  and  from 
Cork  to  Skibbereen,  53|  miles,  only  10.<f.  lOr/. 
per  ton ; for  butter  from  Drimoleague  they 
charge  9 d.  per  firkin,  and  the  same  rate  from 
Skibbereen  ; the  same  arrangement  applies  to 
flour,  meal,  and  grain. 

Sir  Edicard  Watkin. 

4810.  That  is  to  say,  they  charge  the  same 
rate  for  531  miles  to  Skibbereen,  as  they  charge 
for  45  miles  to  Drimoleague  ? — Yes  ; then,  again, 
for  flour,  meal,  and  corn  troni  Cork  to  Dunnian- 
way,  a distance  of  37|  miles,  they  charge  the 
same  rate  as  to  Skibbereen,  a distance  of  53| 
miles;  the  Great  Southern  and  Western  Com- 
pany charge  from  Dublin  to  Kilniallock,  a distance 
of  124  miles,  for  sugar  20  s.  10(7.  per  ton,  and 
from  Dublin  to  Cork.  165  miles,  41  miles  further, 
they  charge  15  s.  a ton,  or  5 s.  10  d.  less  for  41 
miles  I'urther  ; for  cordials  in  wood  from  Dublin 
to  Cork,  a distance  of  165  miles,  the  charge  is 
22  s.  6 d.  a ton ; from  Dublin  to  Kilmallock,  a 
distance  of  124  miles,  they  charge  30  5.  a ton, 
Avhich  is  7 s.  6 d.  less  for  41  miles  more  distance; 
for  oil  cake  from  Dublin  to  Cork,  the  same 
distance,  165  miles,  they  charge  12  s.  6 d.,  and  to 
Kilmallock,  124  miles,  they  charge  14  s.  2 d. 

Mr.  O'  Sullivan. 

4811.  Those  are  all  stations  upon  the  main 
line  ?— All  upon  the  main  line  ; now,  for  groceries 
from' Dublin 'to  Cork,  a distance  of  165  miles, 
they  charge  20  s.,  and  from  Dublin  to  Kilmallock, 
124  miles,  they  charge  30  .s.  ; for  seeds  from 
Dublin  to  Cork  they  charge  15  s. 

Sir  Edward  Wathin. 

4812.  Are  those  agricultural  seeds  or  seeds  for 
crushing  ? — Agricultural  seeds.  From  Dublin  to 
Kilmallock  the  company  have  two  rates,  20  s.  10  d. 
for  heavy  seeds,  and  30  s.  for  light  seeds. 


Sir  Edioard  Watkin — continued. 

4813.  And  what  is  the  general  rate  for  all 
seeds  to  Cork? — Fifteen  shillings,  as  I have 
stated.  For  mineral  waters  the  company  charge 
14  s.  6 d.  and  14  s.  2 d.  respectively  ; for  wines  and 
spirits  they  did  charge  22  s.  6 d.  for  the  longer 
journey,  and  30  s.  for  the  shorter  journey  ; but  I 
understand  that  within  the  past  month  they  have 
altered  the  I’ate  to  Kilmallock  to  20  s. 

Mr.  Cross. 

4814.  What  is  the  rate  from  Cork  to  Kilmal- 
lock for  any  of  the  goods  you  have  named  ; take 
seeds  for  example  ? — I have  not  got  that ; but  I 
should  say  the  rate  would  be  about  13  s.  a ton  for 
seeds  from  Cork  to  Kilmallock. 

Mr.  O'  Sullivan. 

4815.  That  is  only  41  miles? — Yes.  This 
company  also  charges  for  goods  from  Cork  to 
Killarney,  a distance  of  61  miles,  a second-class 
rate  of  8 s.  9 d. ; a third-class,  11s.  6 d.  ; fourth, 
17  s.  3 d.,  and  the  fifth  28  s.  4 d.  From  Cork  to 
Caherciveen  tJzd  Killai’ney,  which  is  103  miles, 
they  charge  21  s.  8 d.,  23  s.  4 d.,  27  s.  6 d.,  and 
36  s.  8 d.  respectively. 

4816.  There  is  no  ralhvay  to  Caherciveen? — 
No;  out  of  the  Caherciveen  rates  the  company 
pay  the  carriers  15  s.  per  ton  for  taking  the 
goods  from  Killarney  to  Caherciveen,  leaving 
their  proportion  6 s.  8 d.,  8 s.  4 d.,  12  s.  6 d.,  and 
21  s.  8 d.,  respectively,  against  what  the  Killar- 
ney people  pay,  and  this  is  not  doing  justice  to 
the  traders  of  that  town. 

4817.  Now,  wdth  regard  to  the  raising  of  turf  in 
the  south  of  Ireland  ; does  not  that  afford  a large 
amount  of  employment  to  the  people  ? — It  does. 

4818.  Can  you  give  the  Committee  any  in- 
formation about  the  rates  charged  for  this  article 
in  the  soutli  of  Ireland? — Yes;  the  present  sys- 
tem of  charging  for  this  traffic  is,  for  distances 
under  50  miles,  7 d.  a truck  a mile. 

Sir  Edward  Watkin. 

4819.  What  would  a truck  hold? — From  two 
to  four  tons ; it  varies  in  weight  according  to  the 
density  of  the  peat.  From  50  to  100  miles  they 
charge  6 d.  a truck  a mile. 

j\Ir.  O'Sullivan. 

4820.  Do  the  Great  Southern  and  Western 
Company  charge  as  much  for  bringing  four  tons 
of  turf  as  they  do  for  bringing  six  tons  of  coal  ? 

'I'hey  do  charge  more ; for  instance,  the  Rath- 

more  Station  on  the  Killarney  J unction  Branch 
is  situated  in  the  midst  of  a turf  producing 
country.  The  distance  from  there  to  Mallow  is 
27  miles  ; the  rate  per  truck  from  Bathmore  to 
Mallow  is  15  s.  9 d. ; taking  the  maximum  load 
of  a truck  as  containing  tour  tons  of  turf  (31  would 
be  a fair  average),  it  would  be  3 s.  11  d.  a ton, 
while  the  rate  for  coals  from  Cork  to  IMallow,  a 
distance  of  22  mdes,  is  oiily  2 s.  6 d.  a ton. 

Chairman. 

4821.  Of  course,  turf  is  much  more  bulky  than 
coal  ? — Of  course  it  is. 

Mr.  O'Sullivan. 

4822.  What  is  the  size  of  the  waggon  ?— Upon 
the  Irish  lines  the  waggons  carry  from  five  to  eight 

tons ; 
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Mr.  O'Sullivan — continued, 
tons  ; they  are  now  making  them  to  carry  not  less 
than  six  tons. 

Mr.  Bolton. 

4823.  That  would  be  1.5  s.  for  six  tons  of  coal 
as  ao-ainst  15.?.  d d.  for  four  tons  of  turf? — 
Yes. 

Sir  Edward  Watldn. 

4824.  But  the  selling  price  of  the  article  of 
peat  would  be  about  half  that  of  the  coal? — Yes, 
but  the  article  gives  such  an  amount  of  employ- 
ment in  the  country  that  its  production  should  be 
encouraged  by  every  means. 

4825.  Have  you  heard  that  large  quantities  of 
it  could  be  sold  if  it  were  conveyed  as  cheaply 
as  coal? — Yes,  I have  frequently  heard  that 
dealers  in  turf  were  obliged  to  give  up  business  in 
consequence  of  the  high  rates  that  were  charged 
for  the  conveyance  of  it  over  the  railways. 

Mr.  O'Sullivan. 

4826.  Upon  what  do  you  base  the  figures  in 
reference  to  the  overcharge  generally  ? — Upon 
the  Great  Southern  and  Western  Company’s  Act, 
8 & 9 Viet.  c.  124. 

Lord  Randolph  Churchill. 

4827.  Does  that  Act  supersede  their  first  Act, 
which  was  the  7 & 8 Viet.  ? — I think  it  would 
supersede  that  Act,  but  it  is  not  stated  in  the 
Act,  I believe,  whether  it  does  or  not.  The  first 
Act,  I think,  was  for  a line  to  Carlow,  and  the 
other  for  a line  to  Cork.  The  Great  Southern 
and  Western  Company’s  Act  gives,  for  Yo.  1 
class,  l^rf.  a ton  a mile  as  the  toll  charge,  and 
the  2nd  class  gives  2 d. 

4828.  Is  turf  mentioned  in  the  Schedule? — 
It  is  not;  there  are  a great  many  articles  that 
are  used  in  Ireland  that  are  not  mentioned  in  the 
Act,  and  that  is  a very  unfortunate  circumstance, 
for  it  leaves  the  railway  company  open  to  charge 
what  they  like  for  them. 

Sir  Edward  Watkin. 

4829.  It  is  what  is  called  a non-enumei’ated 
article,  I suppose? — That  is  so.  Now,  No.  3 
class  shows  3 a ton  a mile,  and  the  4th  class 
4 d.  Then  the  Cork  and  Bandon  Railway  Act, 

8 & 9 Viet.  c.  122,  shows  1 J (/.,  2d.,  2|  d.,  and 
3^  d.  respectively  for  the  various  classes. 

4830.  It  is  \d.  less  in  the  last  two  classes 
than  the  rates  charged  under  the  other  Act  ? — 
Yes, less. 

4831.  Are  there  only  four  classes? — Yes. 
then  the  Cork  and  Macroom  special  Act  of  the 
same  year  shows  2 d.,2  d.,2>  d.,  and  4 d. 

4832.  That  is  to  say,  more  than  in  the  first  two 
cases  ? — Yes. 

Mr.  O'  Sullivan. 

4833.  Have  the  Great  Southern  and  Western 
Company  made  any  alteration  in  their  goods  rates 
or  the  special  rates  lately  ? — Yes,  the  Great 
Southern  and  Western  made  some  alteration  upon 
the  1st  of  January  last. 

Lord  Randolph  Churchill. 

48.34.  In  which  direction  ? — Over  their  railway 
generally. 

0.54. 


Lord  Randolph  Churchill — continued. 

4835.  How  did  that  effect  trade  generally  ? — 
The  company  professed  to  grant  a concession  to 
the  public,  but  the  large  grain  merchants  of  Cork 
inform  me  that  the  old  system  was  better  in  some 
cases,  as  they  are  now  compelled  to  send  two  men 
Avith  each  load  to  the  station  to  put  the  grain  in 
the  trucks,  and  consignees  have  to  unload  it  the 
same  way  at  the  receiving  station.  Last  year 
the  loadinof  and  unloading^  was  done  by  the  com- 
pany ; in  point  of  fact  they  nave  made  a special 
class  to  assimilate  their  rates  to  the  English  clas- 
sification. 

4836.  What  was  the  charge  last  year  Avlth  the 
loading  and  unloading? — In  some  cases  I believe 
it  was  equal  to  what  it  is  now ; in  some,  more. 

4837.  So  that  the  concession  the  company  has 
made  has  been  a very  valueless  one.? — In  some 
cases  it  has,  in  others  it  has  been  a benefit. 
Taking  it  all  through  the  extra  labour  Avould 
more  than  counterbalance  the  reduction  of  the 
rate. 

Sir  Edward  Watkin. 

4838.  JMay  I ask  if  this  change  that  the  rail- 
way company  has  made,  was  in  this  sense,  that 
whereas  before  they  did  the  labourage,  now  they 
comjiel  the  merchant  or  the  sender  to  do  the 
labourage;  do  they  give  him  the  option  of  doing 
it  if  he  likes? — For  all  special  and  first-class 
goods  they  expect  the  owner  to  do  the  loading 
and  unloading,  and  they  have  other  classes  in 
which  they  charge  goods  a much  higher  rate,  and 
they  do  the  loading  themselves. 

Lord  Randolph  Churchill. 

4839.  In  the  case  of  grain  they  will  not  do  the 
loading  and  unloading  ? — They  will  not  if  it  is 
carried  under  the  special  rates. 

4840.  When  did  they  make  the  change? — On 
the  1st  of  January  1881,  and  it  is  generally  be- 
lieved that  that  change,  and  others  Avere  made  in 
anticipation  of  this  inquiry  coming  on. 

4841.  Was  it  in  ansAver  to  any  apjdication 
from  the  grain  merchants  ? — I am  not  aAvare  that 
it  Avas. 

Mr.  O'  Sullivan. 

4842.  Have  not  the  grain  merchants  of  Cork 
been  complaining  for  many  years  about  the  ac- 
commodation as  Avell  as  the  rates? — It  has  been 
a matter  of  frequent  complaint  on  the  part  of 
the  Cork  grain  merchants  that  there  is  no  ade- 
quate Avaggon  accommodation  or  siding  accommo- 
dation. 

4843.  You  have  heard  them  complain  of  it? — 
Frequently ; there  is  scarcely  a half-yearly 
meeting  of  the  Great  Southern  and  Western 
Raihvay  Company  at  Avhich  some  of  the  Cork 
merchants  are  not  complaining  of  the  Avant  of  ac- 
commodation. 

Lord  Randolph  Churchill. 

4844.  The  Great  Southern  and  Western  have 
not  sufficient  rolling  stock,  have  they  ? — I am  not 
certain  about  that : if  worked  to  advantage  I 
think  they  have  sufficient. 

Mr.  O'  Sullivan. 

4845.  Did  you  ever  hear  it  complained  that  tlie 
Great  Southern  and  Western  had  at  one  time 
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Mr.  O' Sullivan — contijjuecl. 

nine  or  ten  porters  employed  in  keeping  traffic  out 
of  the  station  ? — It  was  commonly  reported  before 
I went  to  live  at  Cork  that  they  had  men  at 
‘the  station  gates  preventing  the  carts  going  in 
with  the  traffic. 

Chairman. 

4846. -  Ireland  is  a great  place  for  common 
reports  you  know  ? — I know  that,  but  I am  firmly 
convinced  that  this  is  a true  one,  as  several  Cork 
merchants  have  told  me  so. 

Mr.  O'  Sullivan. 

4847.  Are  you  aware  that  in  the  last  few  years 
they  have  had  to  procure  a large  number  of 
waggons  which  they  were  short  of  previously  to 
that  time? — They  had.  Before  the  Railway 
Commissioners  Court  was  established  there  was 
very  little  accommodation  to  be  had  from  the  rail- 
railway companies  in  Ireland  ; immediately  that 
Commission  was  established  the  railway  com- 
panies all  commenced  adding  to  the  rolling  stock 
and  engine  power  to  obviate  or  prevent  com- 
plaints ; I believe  the  circumstance  that  you 
referred  to  just  now  occurred  before  the 
establishment  of  the  Railway  Commissioners. 

Chairman. 

4848.  "Was  not  there  a case  between  two  Irish 
railway  companies  last  Session  before  the  Rail- 
way Commissioners? — Yes,  that  case  was  about 
the  Limerick  Junction. 

4849.  And  one  of  the  companies  said  they  had 
not  waggons  enough  to  carry  on  the  traffic? — That 
was  the  Great  Southern  and  Western  Company. 

4850.  And  they  wanted  to  make  the  consignors 
run  their  own  waggons,  and  for  the  other  com- 
jiany  to  make  an  allowance  ? — I know  they 
wanted  to  shut  out  the  Waterford  and  Limerick 
Company  altogether. 

Mr.  O'Sullivan. 

4851.  Can  you  give  the  Committee  any  in- 
formation about  the  goods  rates  in  the  south  of 
Ireland  being  in  excess  of  the  charges  allowed 
in  the  companies  difierent  Acts? — Yes,  I have 
prepared  a list  showing  cases  in  which  the  com- 
pany have  been  charging  over  the  Parliamentary 
powers  according  to  the  list  of  tolls,  they  are 
called  tolls;  there  is  only  one  of  the  Acts  that 
I have  come  across ; that  is  the  Cork  and  Macroom, 
in  which  “ maximum  rates  ” are  mentioned. 

Lord  Randolph  Churchill. 

4852.  The  Great  Southern  and  Western  Rail- 
way Company’s  Act  of  the  8th  and  9th  Victoria 
does  not  contain  any  clauses  relating  to  tolls  at 
all,  does  it? — Yes,  I think  it  does  ; the  clause  is 
Wo.  37,  limiting  the  charge  on  conveyance  of 
goods  and  cattle. 

Chairman. 

4853.  There  is  a distinction  between  tolls  and 
rates,  as  you  arc  aware? — Yes,  but  if  you  will 
kindly  refer  to  the  Cork  and  Macroom  Railway 
Act,  of  which  this  is  a copy  {handiny  the  same 
to  the  Committee),  the  tolls  and  rates  are  referred 
to  in  it.  I am  speaking  as  to  what  they  charge 
for  the  traffic,  and  what  they  put  upon  their  toll 
boards,  whether  they  are  called  “ tolls  ” or 


Chairman — continued. 

rates.”  The  goods  rates  from  Cork  to  Bandon, 
a distance  of  20  miles,  are  according  to  the  Irish 
classification  as  follows  : fiirst,  3 s.  8 d.  ; second, 
5s. ; third,  6 s. ; fourth,  8 s.  9 d. ; fifth,  14  s.  9 d.  ; 
and  sixth,  25  s.  For  manure,  for  instance,  they 
charge  that  under  the  second-class  rate,  5 s.  for 
a distance  of  20  miles. 

Mr.  Bolton. 

4854.  What  is  the  authorised  charge  ? — The 
actual  charge  is  5 s.  and  the  authorised  charge 
is  2 s.  6 d.,  the  excess  charge  being  50  per  cent. 

4855.  Does  that  include  delivery  ? — It  does 
not  include  delivery  ; it  is  a station  to  station 
rate.  Tiles  for  roofs  and  drains  are  charged  5 s., 
whereas  the  maximum  rate  is  4 s.  2 d.,  showing 
an  over-charge  of  10  d. ; hoop-iron  is  charged 
6 s.,  and  on  all  fifth  and  sixth-class  goods  which 
embrace  fresh  fish,  agricultural  implements, 
boots  and  shoes,  chinaware,  confectionery,  flax, 
loose  fleshings,  furniture,  haberdashery,  thresh- 
ing machines,  and  various  other  articles ; the 
rate  is  for  fifth-class  14  s.  2 d.  for  the  20  miles, 
or  8 s.  4 d.  in  excess  of  the  maximum  rates,  and 
for  the  sixth-class  rates  it  is  25  s.,  or  19  s.  2 d.  in 
excess. 

Mr.  O'  Sullivan. 

4856.  What  would  be  the  maximum  rate? — 
The  maxmum  rate  would  be  3.1  d.  a ton  per  mile  ; 
that  shows  an  overcharge  of  8 s.  4 d.  per  ton 
upon  all  fifth-class,  and  19s.  2d.  ujion  all  sixth- 
class  goods. 

' Mr.  Cross. 

4857.  Have  you  deducted  anything  for  termi- 
nals in  this  case  ? — I have  not ; but  as  a matter 
of  fact,  the  traffic  from  Cork  is  generally  put  in 
the  Irucks  direct,  as  the  carts  are  backed  up  to 
the  trucks,  and  the  goods  shot  in  directly. 

4858.  How  are  the  goods  delivered  ? — They 
are  delivered  either  to  the  carts  direct  from  the 
trucks,  or  from  the  goods  warehouse ; it  would 
be  only  the  loading  or  unloading  that  would  be 
taken  into  account.  ( The  Table  urns  handed  in.) 

Mr.  O'  Sullivan. 

4859.  Could  you  give  the  Committee  the 
charges  upon  other  railways  in  the  south  of 
Ireland  ; take  the  South  Southern  and  Western  ? 
— The  Great  Southern  and  Western  charge  for 
manure  in  bags,  22  miles,  4 5.  2d.  a ton;  the 
maximum  rate  would  be  2 s.  9 d.,  showing  an 
overcharge  of  1 s.  5 d.  on  manure.  For  butter 
from  Fermoy  to  Cork,  38  miles,  they  charge 
15.5.  6 d.  Their  maximum  rates  would  be 
12  5.  8 d.,  showing  an  overcharge  of  2 5.  10  d. 

4860.  Now,  with  regard  to  the  traffic  in  cattle 
in  the  south  of  Ireland,  will  you  give  the  Com- 
mittee some  instances  of  the  rates  for  cattle  upon 
the  different  southern  railways  going  into  Cork? 
— I have  known  cattle  to  be  sent  by  road  from 
stations  frequently  from  want  of  Avaggons.  Cattle 
intended  for  Cork,  the  dealers  have  informed  me 
from  time  to  time,  arc  often  unreasonably  delayed 
at  stations  on  fair  days  until  the  stock  for  the 
Dublin  end  of  the  line  are  first  provided  for ; 
that  is  to  say,  the  Cork  cattle  are  detained  at  the 
local  station  until  the  Dublin  cattle  are  all  sent 
away.  I have  the  lists  of  rates  of  three  of  the 
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Mr.  O'  Sullivan — continued, 
railways  for  cattle,  namely,  the  Great  Southern 
and  Western,  the  Midland,  Great  Western  of 
Ireland,  and  the  Waterford  and  Limerick. 

4861.  Will  you  give  the  Committee  a few  sam- 
ples of  those  rates  ?— Taking  a distance  of  from 
64  to  66  miles,  the  Great  Southern  and  Western 
Company’s  rate  for  horned  cattle  and  sheep  is 
36  s.  6 c?.  per  wagon,  and  18  s.  6</.  per  half  wagon. 
Then  the  Waterford  and  Limerick  Company’s 
rate  for  from  64  to  66  miles,  is  45  s.  per  wagon, 
and  30  s.  per  half  wagon.  The  Midland  Great 
Western  Company’s  rate  is  36  s.  6 d.,  and  18  s.  6 d., 
the  same  as  the  Great  Southern  and  Western 
Company’s  rate. 

4862.  Are  you  aware  that  the  cattle  have  fre- 
quently to  be  walked  along  fiom  the  want  of 
wagons  at  the  local  stations? — Very  frequently 
they  have  to  be  walked  from  want  of  wagons. 

4863.  From  what  stations? — From  most  of  the 
country  stations. 

Sir  Edward  Watkin. 

4864.  That  would  not  apply  to  a station  like 
Cork  itself,  I presume? — No,  the  cattle  from  Cork 
are  sent  by  water  across  the  Channel ; very  few 
of  them  are  sent  by  rail. 

Mr.  O'  Sullivan. 

4865.  Have  you  heard  any  complaint  from  com- 
mercial travellers  with  regard  to  the  charge  made 
for  the  conveyance  of  their  luggage  ? — I have. 

4866.  Will  you  state  what  their  complaint  is  ?' 

— Commercial  travellers  are  allowed  by  the  Great 
Southern  and  Western  Railway  Company  2 cwt. 
of  luggage  as  1st  class  passengers,  and  charged 
half  ordinary  rate  for  any  excess,  but  for  this 
concession  the  company  require  them  to  sign  the 
following  contract,  “ In  consideration  of  the 
Great  Southern  and  Western  Railway  Company 
allowing  me  2 cwt.  of  luggage  and  samples  when 
travelling  as  a 1st  class  passenger,  and  1 cwt. 
when  travelling  as  a 2nd  class  passenger  on  the 
said  railway  free  of  charge,  and  charging  any 
excess  of  that  weight  beyond  those  one-half  the 
ordinary  excess  luggage  rates,  I hereby  agree  to 
release  the  said  Great  Southern  and  Western 
Railway  Company  from  all  liability  for  loss,  de- 
tention, or  damage  to  the  whole  or  any  part  of 
my  luggage  or  samples  from  any  cause  whatso- 
ever.” 

4867.  Is  the  rate  for  goods  for  20  miles  the 
same  as  they  charge  travellers  for  their  samples  ? 

— 1 have  only  worked  out  the  charges  by  pas- 
senger trains  both  for  excess  luggage  and  other 
articles. 

4868.  Now,  with  regard  to  Manchester  goods 
to  the  inland  towns  of  Ireland,  could  you  give 
the  Committee  any  idea  of  the  charges  for  them  ? 
— I have  not  the  figures,  but  the  same  system  of 
charges  prevails  as  in  the  case  of  the  Burton  ales. 
The  local  manufacturer  is  handicapped  in  conse- 
quence of  the  local  rates  being  so  much  higher, 
according  to  distance,  than  the  proportion  that 
the  company  would  get  out  of  the  through  rates 
would  be  for  the  longer  distance. 

4869.  What  would  you  suggest  as  a protection 
for  the  public  with  regard  to  the  publication  of 
the  rates  ? — I think  that  printed  copies  of  the 
rates  in  force  at  each  station  should  be  available 
for  the  public  to  purchase  at  a nominal  charge  of, 

0.54. 


Mr.  O'  Sullivan — continued. 

say  1 5.  6 d.,  or  something  in  that  way  for  each 
place. 

4870.  At  each  station? — Yes,  at  each  station. 

4871.  That  is  to  say,  the  rates  from  that  sta- 
tion alone? — Yes,  the  rates  from  that  station 
alone,  and  if  the  tolls  were  printed  in  each  of  the 
railway  company’s  time  tables,  I think  it  would 
tend  to  keep  the  railway  rates  in  check,  and  afford 
the  public  all  the  information  they  could  reason- 
ably require. 

Sir  Edward  IVathin. 

4872.  You  are  now  referring  to  the  tolls  ? — 
Yes,  as  they  jiublish  their  time  tables,  and  their 
byelaws  at  present,  there  is  no  reason  why  they 
should  not  publish  their  tolls  as  well. 

4873.  And  the  parcel  rates? — Yes,  and  I would 
also  suggest  that  the  through  rates  should  in 
all  cases  show  the  terminals  and  system  of  divi- 
sion, and  where  terminals  are  included  in  the 
rate  for  local  traffic  like  information  should  be 
given. 

Mr.  O'  Sullivan. 

4874.  Is  there  any  other  suggestion  which  you 
would  wish  to  make  upon  that  head  ? — I do  not 
know  of  anything  else. 

4875.  Could  you  give  the  Committee  any  in- 
formation as  to  the  extent  of  the  Irish  railways, 
and  how  they  are  manuged  ? — The  total  of  the 
Irish  system  of  railways  is  about  2,500  miles  in 
extent. 

Sir  Edward  Watkin. 

4876.  Part  single  and  part  double,  I suppose  ? 
— Yes. 

4877.  Then  you  take  the  double  lines  as 
though  they  were  single  ? — Yes. 

Mr.  O'Sullivan. 

4878.  Do  you  know  how  the  Irish  system  of 
railways  is  managed,  as  compared  for  example 
with  the  Great  Western  of  England  ? — The 
Irish  railways  are  managed  by  270  directors,  37 
secretaries,  20  managers,  36  solicitors,  40  auditors, 
and  30  engineers. 

Sir  Edward  Watkin. 

4879.  But  are  those  separate  persons,  or  is  the 
same  person  whether  director,  or  lawyei',  or 
engineer,  engineer  or  director  or  lawyer  for  two 
or  three  different  branches  or  sections,  and  counted 
two  or  three  times  over? — No,  they  are  different 
persons. 

Mr.  O'  Sullivan. 

4880.  Now  will  you  give  the  Committee  the 
comparison  with  regard  to  the  Great  Western 
Company  of  England  ? — The  Great  Western 
Railway  of  England,  with  a mileage  of  2,147 
miles,  is  managed  by  one  board  of  16  directors, 
a general  manager,  secretary,  and  other  officers. 

I do  not  know  the  number  of  their  officers. 

4881.  Can  you  tell  the  Committee  what  the 
capital  of  all  the  Irish  lines  is? — The  entire 
capital  of  the  Irish  lines  is  under  36,000,000/. 

4882.  What  is  the  capit.al  of  the  Gi’eat 
Western  of  England  ? — The  caj)ital  of  the 
Great  Western  Railway  of  England  exceeds 
68,000,000  1. 
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4883.  Will  you  give  the  Committee  the  length 
of  the  Cork  and  Passage  Railway '! — The  Cork 
and  Passage  Railway  is  seven  miles  in  length. 

4884.  Is  that  managed  by  a special  hoard  of 
directors  ? — Yes ; it  is  managed  by  10  or  12  direc- 
tors, a secretary,  and  an  engineer,  who  is  also  the 
manager. 

4885.  And  superintendent? — He  is  both  loco- 
motive engineer  and  manager. 

jMr.  Barclay. 

'488o.  Do  you  know  if  the  directors  get  any 
fees  ? — I believe  they  do,  small  sums. 

Mr.  O'Sullivan. 

4887.  Seeing  the  very  expensive  mode  of 
management  vve  have  in  Ireland,  what  would  you 
suggest  for  their  improvement  generally  ? — It  is 
my  opinion,  that  the  Irish  lines  will  never  be 
worked  for  the  benefit  of  Ireland,  until  they  are 
taken  up  by  the  Government.  I believe  the 
.same  good  results  would  follow  as  in  the  case  of 
the  Postal  Telegraphs,  and  the  penny  postage,  if 
the  Government  held  the  reins. 

4888.  The  Committee  have  had  evidence  before 
them  from  some  Liverpool  gentlemen,  that  the 
London  and  North  Western  Company  are 
charging  for  cattle  from  Dublin  to  Liverpool 
and  Manchester  about  10  s.  9 rf.  a head,  and  that 
there  is  another  firm  called  Tedcastle,  bringing 
them  from  Dublin  to  Liverpool  at  5 s.  3 rf. ; will 
you  give  me  the  reason  why  they  go  at  10  s.  d d., 
when  another  firm  is  willing  to  take  them  at 
os.  3d.l — Beciiuse  tlie  London  and  North 
Western  Company  are  members  of  a conference 
which  is  made  up  of  several  companies  trading 
to  and  from  Ireland,  and  under  that  conference 
arrangement,  the  companies  are  bound  to  certain 
fixed  charges ; I believe  the  Tedcastle  company 
are  not  members  of  that  conference,  and  conse- 
■ quently  they  are  ajt  liberty  to  charge  any  rate 
which  they  consider  would  be  a paying  one  to 
them. 

4889.  But  what  J want  to  know  is,  why  is  it 
that  dealers  coming  from  Tipperary,  Limerick, 
and  Meath  with  cattle,  do  not  give  the  jire- 
ference  to  the  cheap  rate  to  Liverpool  direct, 
when  they  come  to  Dublin  ? — I do  not  know  what 
the  cause  can  be,  unless  it  be  the  preference  that 
the  railways  give  to  the  London  and  North 
AVestern  Railway  Company.  They  run  the  trucks 
out  alongside  to  the  North  AYall  direct,  while  in 
the  other  case  the  cattle  are  discharged  at  the 
main  station,  and  have  to  be  walked  across 
Dublin  to  the  other  boats. 

4890.  The  cattle  are  brought  as  quickly  by 
the  other  boats  to  Liverpool  as  they  would  be  if 
they  went  by  the  London  and  North  AYestern 
Railway,  are  they  not  ? — I do  not  know  about 
that;  I think  the  London  and  North  AY estern  Com- 
pany’s boats  are  a better  class  than  the  others. 

4891.  Had  the  North  Western  Company  a 
special  rate  for  sugar  from  Glasgow  to  Cork  via 
Dublin,  which  they  abolished  sometime  since  ? — 
The  Great  Southern  and  Western  had  a rate  of 
15  5.  a ton  from  Glasgow  to  Cork. 

Mr.  Bolton. 

4892.  Was  that  via  Liverpool? — No;  via 
Dublin. 


Mr.  Bolton — continued. 

4893.  That  is  by  steamer,  is  it  not? — Y'es; 
by  steamer  to  Dublin  from  Glasgow. 

Air.  O'  Sullivan. 

4894.  AVhat  did  they  charge  the  sugar  manu- 
facturex’s  in  Dublin  for  the  rate  direct  from 
Dublin  to  Cork? — Twenty  shillings. 

4895.  That  was  5 s.  more  upon  their  own  line 
from  Dublin  to  Cork,  164  miles,  than  they 
charged  from  Glasgow  to  Cork? — Yes. 

4896.  Are  you  awai’e  that  we  had  a sugar 
manufactury  in  Dublin? — We  had. 

4897.  Had  that  manufactoiy  been  closed 
since  ? — It  has. 

4898.  Did  it  get  any  encouragement  to  serve 
the  local  district? — The  general  opinion  was 
that  the  railway  company  did  not  give  proper 
facilities  for  enabling  them  to  send  the  sugar  out. 

4899.  AYith  regard  to  glass  bottles,  do  you 
know  whether  they  have  a special  rate  from 
Glasgow  to  the  inland  towns  in  Ii-elaiid  ? — I am 
not  awai'e  of  the  actual  rate  for  glass  bottles ; 
I do  not  recollect  it. 

Mr.  Monk. 

4900.  Can  you  state  how  many  visits  the 
Railway  Commissionei’s  have  paid  to  Ireland  to 
hear  cases  under  the  Regulation  of  Railways 
Act,  1878? — I think  only  once  have  they  come 
to  Ireland. 

4901.  Ai’e  you  quite  certain  of  that? — I am 
not  quite  certain,  but  I believe  so;  we  have  had 
several  cases  from  Ireland  over  here  for  the 
Railway  Commissioners  to  deal  with. 

4902.  Did  that  visit  give  satisfaction  to  the 
public  generally? — Very  great  satisfaction,  I 
believe  ; and  if  we  had  them  in  Ireland  more  fre- 
quently, the  public  would  be  still  better  pleased. 

4903.  Have  you  any  suggestion  to  make  with 
regard  to  the  extension  of  the  powers  w'hich  they 
have  under  the  jxresent  Act ; do  you  think  they 
have  sufficient  power  to  deal  with  the  questions 
that  come  before  them?— I believe  they  have  suflh- 
cient  power  to  deal  with  the  questions  brought 
before  them  ; but  the  public  consider  that  the 
proceedings  before  the  Railway  Commissioner 
are  too  expensive. 

4904.  But  are  you  aware  that  those  proceed- 
ings are  not  necessai'ily  expensive  ; that  it  is  quite 
unnecessary  to  employ  the  large  array  of  counsel 
who  usually  appear  befoie  that  court? — The 
genei’al  opinion  amongst  the  public  in  Ireland  is 
that  the  expenses  are  very  heavy,  and  that  unless 
there  was  a veiy  serious  case  to  bring  befoi'e 
them,  it  would  not  be  worth  while  to  bi’ing  up 
comparatively  trivial  cases. 

4905.  Y^ou  would  agi’ee,  if  it  is  not  the  case, 
that  it  is  ail  an  expensive  tribunal,  that  it  is  very 
desirable  that  it  should  be  made  clear  to  the 
public  that  they  may  bring  their  case  in  an  in- 
expensive manner  before  the  Railway  Commis- 
sioners?— Undoubtedly,  it  would  be  a great  ad- 
vantage. 

Sir  Daniel  Gooch. 

4906.  Do  those  quantities  of  butter,  you  have 
given,  include  the  whole  quantities  of  butter 
brought  into  Cork  Alarket  ? — That  is  so. 

4907.  There  is  a good  deal  of  butter  not  pass- 
ing: through  the  Cork  mark? — Y’es. 
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4908.  That  does  not  include  the  very  large 
quantity  of  butter  which  goes  into  Milford  and 
Bristol,  which  does  not  pass  through  Cork  mar- 
ket?—There  is  a very  large  quantity  which  does 
not  touch  the  Cork  market  at  all. 

Mr.  O' Sullivan. 

4909.  Is  that  from  Tralee  and  other  markets  ? 
— Yes,  from  Tralee  and  from  Bandon  and  Mac- 
room. 

Sir  Daniel  Gooch. 

4910.  You  spoke  of  the  Great  Southern  and 
Western  Railway  refusing  to  put  in  sidings,  ex- 
cept upon  terms  which  you  thought  too  high,  for 
the  sum  you  mentioned ; do  you  know  what  the 
cost  of  the  putting  in  of  sidings  under  the  Board  of 
Trade  regulations  is? — They  have  got  the  station 
signals  and  everything  else  that  is  necessary  for 
the  protection  of  the  siding  fixed  at  present  in 
the  case  of  Blarney. 

Mr.  O'  Sullivan. 

4911.  It  is  the  main  line,  of  course? — It  is  a 
siding  out  of  the  main  line,  and  it  only  requires 
a few  additional  lines  of  rails  to  be  added  on  to 
the  present  siding  to  give  the  accommodation. 

4912.  But  have  they  not  a siding  there  for 
shunting  trucks  and  that  sort  of  thing? — Yes, 
and  it  is  upon  one  of  those  sidings  that  accommo- 
dation could  be  given,  by  laying  down  a few- 
additional  lines  of  rails. 

Mr.  Bolton. 

4913.  I think  you  stated  that  the  Great 
Southern  and  Western  Railway  of  Ireland  re- 
fused even  to  allow  you  to  get  the  rate  books? — 
'I'hey  did. 

4914.  Am  I to  understand  that  by  refusing  to 
allow  you  to  get  the  book,  they  refused  to  allow 
you  to  examine  it? — Certainly,  in  their  own  pos- 
session. Upon  the  day  I left  Ireland  I tele- 
gra])hed  to  Fermoy,  to  the  station  master  there, 
for  the  rate  for  butter  and  eggs  from  Fermoy  to 
Liverpool,  and  this  is  the  reply  sent  to  me,  pre- 
paid : — “ C.  Duggan  to  Isaac  Banks.  You  had 
better  look  to  Mr.  Colhoun,  our  goods  manager, 
Kingsbridge,  for  tliis  information.”  He  had  the 
rate  book  in  his  o-ffice  at  the  time,  and  could  have 
simply  telegraphed  the  figure  to  me. 

4915.  You  spoke  of  the  ureat  difference  in  the 
rate  for  beer  from  Burton  via  Dublin  to  Cork, 
as  compared  with  from  Dublin  to  Cork  ; the  one 
you  made  25  s.  10  d.,  the  long  distance,  which 
afforded  to  the  Irish  railways  6 s.  6 r?.  a ton, 
wliile  for  carrying  a similar  article  from  Dublin 
itself  to  Cork  the  charge  was  15  s.  ? — Quite  so. 

4916.  Another  contract  you  gave  us  was 
between  Dublin  and  Kilmallock,  Cork  and 
Patrickswell ; is  there  a hu’ge  quantity  sent  from 
Cork  to  Patrickswell  ? — There  is  not  much,  but 
I could  give  you  other  stations  where  there  is  a 
larger  quantity  sent,  I oidy  took  that  station  out 
as  an  instance, 

1917.  Is  that  a small  station? — It  is  a small 
station.  The  Waterford  and  Limerick  system 
joins  the  Great  Southern  and  \\  estern  at 
Patrickswell. 

4918.  The  I'ate  from  Dublin  to  Kilmallock  is 
15s.  ? — Yes. 
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4919.  There  is  a very  large  quantity  of  porter 
consumed  at  Macroom  also  ? — Yes. 

7920.  But  taking  Kilmallock  ; is  Kilmallock  a 
station  where  there  is  a large  quantity  of  beer 
consumed  ? — There  is  a very  large  quantity  con- 
sumed there. 

4921.  There  were  some  changes  you  referred 
to  as  having  been  made  in  the  railway  manage- 
ment by  the  Great  Southern  and  W^estern  of  Ire- 
land in  anticipation  of  this  inquiry.  It  seemed 
to  me  that  the  railway  company,  I presume  at 
the  instance  of  the  traders,  afforded  the  traders 
the  option  of  loading  and  unloading  their  goods 
at  some  reduction  ? — In  some  cases  at  a reduc- 
tion, in  other  cases  at  the  same  rates. 

4922.  But  it  professed  to  be  a reduction,  I 
think? — Quite  so. 

4923.  You  found  it  otherwise,  that  it  appeared 
to  be  the  reverse  of  a reduction  ? — I had  that 
from  the  grain  merchants  of  Cork  themselves. 

4924.  Are  we  to  understand  that  the  railway 
company  could  perform  that  operation  at  a 
cheaper  rate  than  the  traders? — I believe  they 
could,  much  cheaper. 

4925.  So  that  in  your  opinion  it  is  desirable 
that  the  raihvay  company  should  perform  that 
operation  as  a rule  and  not  the  traders? — As  iav 
as  the  traders  are  concerned,  I think  it  would  be 
desirable,  that  is  in  cases  where  they  have  not 
reduced  the  rates. 

4926.  You  gave  the  Committee  the  sugar  rate 
from  Glasgow  to  Cork  via  Dublin  as  15  s.,  is 
that  for  a ton  of  20  cwt.  ? — It  is. 

4927.  And  from  Dublin  to  Cork  20  s.,  is  that 
also  a ton  of  20  cwt.  ? — It  is. 

4928.  Can  you  account  for  that  anomaly? — I 
believe  it  was  because  the  railway  company  were 
trying  to  damage  the  steamer  going  direct  frcun 
Glasgow  to  Cork. 

4929.  What  is  the  rate  by  the  direct  steamer 
from  Glasgow  ? — It  is  15  s. 

4930.  So  that  they  take  it  by  the  railway  and 
the  steamer  at  the  same  rate?- — Yes. 

4931.  Does  that  rate  still  continue? — No;  it 
is  not  in  operation  just  now. 

4932.  It  was  just  a rate  put  on  for  the  jiurpose 
of  carrying  in  competition  with  the  steamers? — 
It  was. 

4933.  And  then  the  matter  ended? — It  did. 

4934.  The  competition  was  not  successful? — 
It  was  not,  as  regards  the  railway  company. 

Sir  Edward  IVatkin. 

4935.  Is  your  complaint  of  the  amount  of  rates 
that  are  generally  charged  by  the  railway  com- 
panies in  Ireland,  or  of  the  inequality  between 
place  and  place  ? — It  is  of  the  inequality  princi- 
pally. 

4936.  You  have  no  complaint  of  any  one  par- 
ticular rate  being  excessive,  but  you  do  not  con- 
sider there  is  equality  as  between  district  and 
district? — That  is  my  principal  complaint;  but  I 
say,  moreover,  that  the  5th  and  6 th  class  rates 
are  excessive  as  well  as  others. 

4937.  Then  in  point  of  fact,  you  think  there 
should  be  a modernizing  and  simplification  of  the 
classification? — I think  so. 

4938.  With  regard  to  the  English  classification 
and  the  Irish  classification  about  which  you  were 
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examined,  you  told  the  Committee  that  the  Irish 
classification  practically  jicrmits  a higher  scale  of 
charge  than  the  English  classification  ? — In  many 
cases  it  does. 

4939.  That  is  to  say,  that  many  things  which 
in  the  English  classification  are  charged  at  the 
cheap  rate,  are  put  into  the  dear  classes  in  Ire- 
land?— I'hat  is  so. 

4940.  Would  you  recommend  that  that  diver- 
sity of  classification  should  be  reformed  ? — I 
would. 

4941.  Now,  with  regard  to  a question  that  has 
been  put  to  you  about  the  subject  of  peat,  what 
is  your  own  suggestion  as  to  dealing  in  any 
amended  classification  with  an  omitted  article 
such  as  peat;  you  told  the  Committee  that  peat 
was  one  of  the  articles  that  was  in  no  class  ? — 
I would  say  that  it  should  be  charged  under  the 
first  or  lowest  class,  in  order  to  enable  the  traffic 
to  be  developed  properly,  as  it  is  such  a very 
cheap  article. 

4942.  You  think  that  it  should  go  along  with 
manure,  fuel,  and  the  lowest  classed  articles? — Yes. 

4943.  You  stated  to  an  honourable  Member, 
that  the  peat  being  a more  bulky  article,  cannot 
be  carried  quite  as  cheaply  as  coal ; that  is  to 
say,  you  do  not  in  peat,  get  the  same  weight 
though  you  may  get  the  same  cubical  contents 
as  you  do  of  the  coal  ? — That  is  so  ; you  carry 
six  tons  of  coal  to  four  tons  of  turf. 

4944.  First  of  all,  you  Avould  contend  that  turf 
should  be  classed  with  fuels ; secondly,  that  it 
should  be  dealt  with  in  fixingr  the  rate  in  regard 
to  two  things ; its  greater  bulk  in  proportion  to 
its  weight ; and  secondly,  its  lesser  value  ? — That 
is  so. 

4945.  Does  not  that  point  to  the  advisability 
in  any  future  reform  of  railway  classification,  that 
power  should  be  given  to  charge  certain  articles 
by  measurement  as  is  done  in  ships  as  well  as  by 
weight  ? — I do  not  think  it  would  be  practicable 
to  have  the  charge  by  measurement  as  well  as  by 
Aveight. 

4946.  Why  not? — Because  there  is  not  the  same 
time  to  spare  in  dealing  Avith  traffic  at  raihvay 
stations  and  loading  it,  as  in  the  case  of  shipping. 

4947.  But  ai’e  you  quite  sure  that  it  is  just  as 
easy  to  Aveigh  a thing  as  to  measure  it  ? — It 
would  make  a difference  in  the  invoicing,  as  the 
clerks  have  noAv  to  deal  Avith  Aveight. 

4948.  But  you  have  told  the  Committee  that, 
practically  27  firkins  are  taken  to  mean  a ton ; 
Avhat  difficulty  Avould  there  be  in  saying  that  so 
many  feet  of  Avaggon  space  should  be  taken  to 
mean  a ton  ? — If  you  said  so  much  Avaggon  space 
should  mean  a ton,  there  Avould  be  no  difficulty ; 
but  if  you  put  tbe  measurement  into  the  hands 
of  the  ordinary  porters  or  receiving  clerks  at  the 
stations,  I do  not  think  the  measurement  Avould 
be  carried  out  accurately. 

4949.  I suppose  you  Avould  concur  Avith  me 
that  this  fuel  is  one  of  those  articles  where  an 
effort  should  be  made  by  the  raihvay  companies 
to  develop  and  cultivate  the  traffic  ? — That  is 
my  opinion. 

4950.  Even  though  it  did  not  pay  so  high  a 
profit  as  some  other  articles  ? — That  is  my  idea. 

4951.  Noav,  Avith  I’egard  to  butter  and  some 
of  those  articles  of  production,  you  spoke  of  ex- 
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portation  abroad,  how  Avould  you  propose  to  deal 
Avith  the  conflicting  interests  of  ports  like  Lime- 
rick, Dublin,  Belfast,  and  Cork  ; of  course,  there 
is  the  back  country  of  Ireland  behind  all  those 
ports ; to  a certain  extent  they  have  competing 
interests  with  each  other ; each  Avants  to  be 
faii’ly  developed;  noAv  Avhat  is  the  means  you 
would  suggest  of  bringing  about  such  a system 
of  rates  as  Avould  give  each  of  the  ports  a fair 
chance  ? — I do  not  think  that  the  company  should 
be  allowed  to  charge  more  for  carrying  butter,  or 
any  other  commodities,  a shorter  distance  than 
they  charge  for  carrying  it  a longer  distance  to 
another  port ; and  that  they  should  not  be  allowed 
to  ruin  one  port  for  the  purpose  of  serving  another. 

4952.  You  have  shown  very  fairly,  with  re- 
gard to  the  Great  Southern  and  Western  Com- 
pany and  its  allies  in  England,  that  the  interests 
of  the  port  of  Cork  and  some  other  ports  no 
doubt  are  damaged  by  the  excessively  low 
charges  which  are  made  by  the  route  of  Dublin  ? 
— Waterford  is  damaged  also. 

4953.  What  is  the  practical  remedy  Avhich  you 
would  suggest  for  that  state  of  things ; may  I 
ask  if  you  Avould  recommend  that  there  should 
be  an  equal  mileage  rate  from  each  port  and  to 
each  port,  or  that  the  rate  should  be  charged 
upon  some  system  of  zones  ? — I think  either  Avay 
you  Avould  arrive  at  a fair  conclusion.  In  deal- 
ing Avith  the  traffic  from  the  south  of  Ireland  via 
Cork,  as  against  traffic  sent  vici  Dublin  I think 
the  mileage  scale  Avould  probably  be  the  best 
combined  Avith  the  zone  system. 

4954.  If  you  had  an  equal  mileage  rate  Avould 
you  charge  for  a distance  of  100  miles  10  times 
as  much  as  for  10  miles? — I should  say  that  the 
mileage  for  the  longer  distance  should  be  less  per 
ton  per  mile  than  for  shorter  distances. 

4955.  Do  you  think  that  a very  large  trade 
could  be  done  in  peat  if  it  Avere  properly  at- 
tended to  ? — I think  there  could  be  a very  ex- 
tensive trade  done  in  peat  and  that  the  amount  of 
business  that  could  be  done  in  it  is  almost  incon- 
ceivable ; it  comes  in  at  a time  when  the  poorer 
labourers  are  most  in  Avant  of  employment. 

4956.  Of  course,  everybody  knows  that  peat  in 
the  Avet  season  contains  90  per  cent,  of  Avater  and 
10  per  cent,  of  substance,  and  that  you  can  get  rid 
of  the  Avater,  either  by  evaporation  in  the  sun  or 
the  air,  or  by  compression  ; has  there  been  any 
proposal  at  the  stations  on  the  Irish  raihvays  to 
jnit  up  compressing  machines,  Avhereby  the  peat, 
Avhich  is  partially  dried,  should  be  compressed 
in  its  bulk? — Not  on  the  part  of  the  raihvay 
companies,  but  1 kuoAV  a case  in  Avhich  [Mr.  \\  il- 
liam  Malcolmson,  of  Portlaw,  erected  extensive 
machinery  at  Castle  Connell  for  the  purpose  of 
compressing  peat  and  Avorking  it,  but  the  firm 
got  into  trouble  and  the  Avork  has  not  been  con- 
tinued since  then. 

4957.  The  railway  stations  in  many  parts  of 
Ireland  near  to  these  great  bogs  are  a centre, 
and  the  peat  being  brought  nearly  dry  by  the 
peasants  might  be  compressed  by  the  raihvay 
company  at  a small  charge  at  the  stations,  might 
it  not? — So  it  might. 

4958.  Would  not  the  same  thing  hold  good 
Avith  regard  to  straAv  and  hay,  Avhich  are  charged 
a high  ])rlce  and  Avhich  are  so  bulky  that  the 
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waggon  will  not  hold  its  fair  quantity  ? — Cer- 
tainly, there  are  thousands  of  tons  of  hay  and 
straw  in  the  county  of  Limerick  which  you 
cannot  get  an  outlet  for,  on  account  of  the  bulk 
of  the  article  and  the  railway  charge. 

4959.  Do  not  you  think  if  there  were  a spirit 
of  co-operation  amongst  the  railway  directors  of 
Ireland  and  their  customers,  that  in  regard  to 
this  question  of  reducing  the  bulk  of  various 
articles  so  as  to  enable  them  to  be  tx’ansmitted  at 
a less  price,  and  to  reach  markets  that  they  are 
shut  out  of  at  present,  a great  deal  of  good  might 
be  done  ? — A great  deal  of  good  might  be  done. 

4960.  I suppose  the  general  tendency  of  your 
evidence  is  not  to  reduce  the  profits  of  the  Irish 
raihvays,  but  rather  to  put  them  upon  a better 
system? — Yes;  my  evidence  goes  to  show  that 
more  trade  might  be  brought  upon  the  railways 
by  having  greater  facilities  and  more  equal  rates; 
I do  not  appear  here  to  advocate  the  lowering  of 
the  rates,  but  for  equalizing  them,  and  avoiding 
preference. 

4961.  I think  everybody  will  agree  that  no 
injustice  should  be  done  to  any  port  or  to  any 
person.  What  is  your  view  in  dealing  with  the 
great  ports  of  Ireland,  of  securing  that  there 
shall  be  something  like  an  equality  of  competi- 
tion qua  the  railway  and  its  rates  ? — What  I sug- 
gested a short  time  ago,  viz.,  a mileage  system, 
or  zones,  the  mileage  system  to  be  regulated  ac- 
cording to  distance ; I think  that  would  meet 
the  difficulty,  and  prevent  undue  competition 
and  unfair  sending  away  of  goods  to  the  detri- 
ment of  particular  ports. 

4962.  As  regards  small  samples  of  merchandise 
and  small  articles,  do  not  you  think  it  would  be 
verv  desirable  if,  in  any  future  arrangements 
which  are  made,  a similar  practice  should  be  en- 
couraged, to  that  which  exists  between  the  Con- 
tinent and  England  ; for  instance,  you  can  buy  a 
pair  of  shoes  in  Paris,  and  have  them  paid  for  by 
the  company  in  Paris,  and  sent  to  England,  and 
paid  for  on  their  arrival  in  England  ? — I say  the 
maximum  rates  all  over  Ireland  are  very  much 
in  excess  of  what  they  ought  to  be  ; that  is  to 
say,  the  rates  for  “ smalls  ” they  work  out  to  an 
enormous  price  per  ton  ; and  as  the  majority  of 
the  shopkeepers  in  the  small  towns  in  Ireland 
get  the  great  bulk  of  their  packages  in  that  ivay, 
the  rates  amount  to  an  unfair  per-centage  upon 
the  price  of  the  article. 

4963.  Then,  ivith  regard  to  the  question  of 
grain  upon  the  Great  Southern  and  Western 
Baihvay,  I suppose  the  Great  Southern  and 
Western  Railway  intended  to  make  a reduction 
in  their  charges,  did  they  not  ? — I think  they  in- 
tended to  get  rid  of  some  of  the  porters  at  their 
stations,  that  was  their  object  more  than  anything 
else,  wliereas  really  they  had  not  sufficient  of  them, 
because  when  you  are  travelling  over  the  line  it 
is  almost  impossible  to  get  any  one  to  attend  upon 
you. 

4964.  I gather  that  your  recommendations  to 
the  Committee  as  the  adoption  of  some  means 
by  which  greater  regularity  and  uniformity  of 
railway  rates  affecting  ihe  competition  of  the 
ports  should  be  established,  and  by  which  the 
agricultural  resources  of  Ireland  should  be  in 
many  respects  developed,  without  desiring  to 
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reduce  the  profits  of  railway  companies,  and 
thereby  to  discourage  the  extension  of  the  rail- 
way system  in  Ireland  ? — That  is  so. 

4965.  You  think  the  two  things  are  reconclle- 
able  ? — I do. 

Mr.  Lowther. 

4966.  Are  there  any  cotton  manufacturers  in 
the  south  of  Ireland  ? — No  ; we  had  a cotton 
factory  in  Cork  some  time  ago,  but  it  has  ceased 
working. 

4967.  Are  there  any  flax  factories  ? — There 
are  a good  many  woollen  factories  spread  over  the 
country  here  and  there,  but  the  largest  manu- 
factories are  the  two  flax  factories  in  Cork.  They 
used  to  employ  some  3,000  hands  at  Portlaw 
factory,  in  the  county  of  Waterford,  belonging 
to  Messrs.  Malcolmson;  it  is  not  in  full  work 
now. 

4968.  You  mentioned  light  and  heavy  seeds; 
will  you  explain  the  difference  between  them  ? — 
The  light  would  be  grass  and  hay  seeds,  and  the 
heavy  would  be  clover,  turnips,  itc. 

4969.  You  mentioned  a conference,  what  is  the 
conference? — It  is  called  “the  English  and  Irish 
Traffic  Conference.”  I believe  that  is  the  name 
of  it;  there  is  also  another  conference  for  dealing 
with  South  of  England  traffic. 

4970.  Where  does  it  sit? — It  sits  in  London, 
and  Dublin,  and  different  places,  according  as 
they  fix  the  meetings. 

4971.  I understand  that  it  was  at  that  confer- 
ence .that  they  settled  the  rules  ? — They  settle 
all  the  cross  channel  rates  at  that  conference. 

4972.  And  you  think  that  those  rates  are  high, 
do  you  not,  between  Dublin  and  other  places  ? — 
I do  not  consider  them  high,  but  I consider  that 
the  local  rates  are  very  high  compared  with  the 
jiroportion  that  the  Irish  companies  get  out  of 
the  through  rates,  and  that  the  former  do  not  give 
the  local  manufacturer  an  opportunity  of  develop- 
ing his  trade  in  Ireland. 

4973.  With  regard  to  the  transport  of  cattle, 
you  said  that  the  farmers  bring  more  by  the 
London  and  North  Western  Railway  Company 
to  Holyhead,  than  they  do  to  Liverpool,  was 
that  so? — No;  what  I said  wa.s,  that  there  was 
greater  accommodation  afforded  in  Dublin  by 
running  the  trucks  alongside  the  boats  at  the 
north  wall,  by  the  London  and  North  Western 
Comiiany,  than  there  is  by  other  boats  that  are 
in  opposition  to  them. 

4974.  I'he  benefit  there  is,  the  saving  of  time 
and  labour  ? — I’hat  is  so. 

4975.  Do  not  you  think  that  it  would  be  a very 
good  thing  to  have  Railway  Commissioners  for 
Ireland  alone,  to  attend  to  the  Irish  railways? — 
It  would  be  an  instalment  of  home  rule,  but  I 
really  think  that  if  the  jireseut  Railway  Commis- 
sioners had  full  power  and  visited  us  more  fre- 
quently, and  allowed  the  people  in  Ireland  to  be 
fully  aware  of  the  cheap  nature  of  their  trials, 
that  they  would  be  quite  competent  to  do  the 
work  without  the  appointment  of  another  Com- 
mission. 

4976.  It  would  be  rather  Inconvenient  for  the 
English  Railway  Commissioners  to  go  over  to 
Ireland,  would  it  not? — I think  it  would  be  con- 
venient, in  the  summer  time  especially. 
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4977.  AVould  you  tell  the  Committee  a little 
more  about  this  English  and  Irish  Traffic  Con- 
ference ; do  all  the  Irish  railways  belong  to  it  ? 
— Not  all.  All  the  railways  running  into  Dublin 
belong  to  it. 

Sir  Edward  H'atkin. 

4978.  Both  from  north  and  south? — Yes,  both 
from  north  and  south. 

Mr.  Paget. 

4979.  You  say  that  by  it  the  railway  com- 
j)  .nies  are  enabled  to  afford  special  facilities  for 
tlie  delivery  and  transport  of  goods  ? — I say  that 
they  fix  the  rates  at  that  conference. 

4980.  I understood  you,  in  answer  to  a question 
put  by  an  honourable  Member,  to  be  comparing 
that  sysiem  with  that  of  another  railway  company 
who  were  not  members  of  that  conference  ? — 
That  question  was  with  regard  to  cattle  through 
the  City  of’  Dublin ; and  I stated  that  the  London 
and  North  Western  Company  has  the  advantage 
of  having  the  trucks  run  alongside  their  boats, 
while  the  other  company  require  to  have  the 
cattle  conveyed  across  the  city. 

4981.  That  would  be  the  result  of  the  position 
of  the  station,  would  it  not? — Y"es. 

4982.  So  that  there  would  be  no  opportunity 
of  aftbrding  similar  facilities  by  the  other  com- 
pany ? — I do  not  believe  there  would,  unless  they 
got  a berth  adjoining  the  London  and  North 
Western  wharf. 

4983.  If  tbe  other  company  had  spent  their 
money  to  get  such  a station,  they  could  have 
placed  themselves  in  an  equally  favourable 
position,  could  they  not? — I do  not  think  it 
would  be  possible  for  any  Irish  company  to  go  to 
the  expense  which  the  London  and  North  West- 
ern Company  went  to. 

4984.  Y"ou  stated  that  in  the  fifth  class  cf  goods 
were  taken  fresh  fish  and  agricultural  imjjle- 
ments  ? — Y"es 

4985.  Do  you  know  any  instance  of  agri- 
cultural implements  being  charged  at  the  same 
rate  as  fish  ? — I know  it  is  the  case,  that  the  Irish 
railways  invariably  do  charge  them  at  the  fifth 
rate. 

4986.  In  your  opinion,  is  that  an  extravagant 
rate  ? — I do  consider  it  an  extravagant  rate  ; it 
is  one  of  the  thinus  that  the  Irish  companies 
ought  to  encourage,  and  enable  the  farmers  to 
get  their  machines  at  as  low  a rate  as  possible. 

4987.  Is  there  any  reason  whatever  why  agri- 
cultural machinery  should  be  classed  with  fish  ? 
— I do  not  know,  unless  it  is  with  the  view  of 
getting  the  last  pound  of  flesh  out  of  the  poor 
farmer,  in  getting  the  implements  he  reciuiresfor 
the  carrying  on  of  his  business.  Of  course,  it 
might  be  said  that  the  implements  take  up  a good 
deal  of  room. 

Lord  Randolph  Churchill. 

4988.  How  long  have  you  been  manager  of 
the  Clyde  Shipping  Conij)any  at  Cork? — Over 
six  years. 

1989.  Has  the  traffic  of  that  coni])any  increased 
since  you  became  manager? — Very  consider- 
ably. 

4990.  Have  you  put  on  more  boats? — We  have; 
we  have  jmt  on  one  new  line  altogetlier  for  the 
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Irish  trade  since  1 became  manager;  we  started 
with  a small  boat  for  a trial  cai-rying  160  tons  ; 
we  have  now  two  boats,  one  carrying'  200  tons, 
and  the  other  300  tons,  for  that  line,  and  we 
are  building  another  in  Belfast  to  carry  400 
tons. 

4990*.  So  that  the  action  of  the  railway  com- 
panies has  not  interfered  with  the  prosperity  of 
your  shipping  company  ? — No,  chat  is  with  refer- 
ence to  the  western  trade  ; I am  now  speaking  of 
the  trade  from  Cork  to  the  west  coast  of  Ireland. 

4991.  Do  not  the  steamers  run  from  the  Clyde 
to  Cork? — There  are  boats  running  from  the 
Clyde  to  Cork. 

4992.  Has  that  trade  increased? — Y^es,  it  has 
increased. 

4993.  So  that  actually  the  Great  Southern 
and  Western  Railway  has  not  interfered  with 
your  Steam  Shipping  Company  ? — I stated  that 
the  low  through  rates  via  Dublin  had  been  dis- 
continued as  it  was  found  that  they  did  not  pay. 

4994.  So  that  the  trade  has  now  come  back  to 
your  hands  between  Cork  and  the  Clyde  ? — It 
is  now  in  our  hands. 

4995.  Is  there  not  a strong  opinion  in  Cork 
that  the  trade  of  the  town  would  have  been 
largely  developed  if  it  had  not  been  for  the 
action  of  the  Great  Southern  and  Western  Rail- 
way Company  ? — That  is  the  general  opinion 
amongst  tlie  entire  mercantile  community  of 
Cork. 

4996.  Are  you  aware  that  in  1862,  I think  it 
was,  it  was  brought  out  before  a Royal  Com- 
mission, known  as  the  Duke  of  Devonshire’s 
Commission,  that  the  Loudon  and  North  Western 
Company  had  offered  to  the  Great  Southern  and 
W estern  Railway  Company  very  large  advantages 
if  they  would,  as  far  as  they  could,  shut  up  the 
trade  of  Cork  and  develop  the  trade  of  Dublin  ? 
— I have  heard  tliat,  but  the  offer  I think  was 
made  to  the  Waterford  and  Limerick  or  the 
Great  Vf  estern  Company  of  England ; but,  in 
])oint  of  fact,  as  far  as  the  Great  Southern  and 
Western  of  Ireland  are  concerned,  they  are 
doing  that  as  much  as  they  can. 

4997.  Are  you  aware  that  that  offer  was  made 
by  the  London  and  North  Western  Railway 
Company  to  the  Great  Southern  and  Western 
Company  ? — I know  the  offer  was  made. 

4998.  Is  it  not  the  fact  that  the  Great  Southern 
and  Western  Company  have  recently  made  a 
very  large  outlay  to  make  communication  from 
Kingsbridge  under  Phoenix  Park  to  the  North 
Wall? — I believe  they  have  m connection  with 
the  London  and  North  Western  Railway  Com- 
pany. The  London  and  North  Westei’ii  Com- 
pany have,  I believe,  subscribed  about  half  the 
capital  for  the  purpose  of  making  that  connection. 

4999.  is  not  by  far  the  greater  part  of  the 
trade  that  goes  to  Cork,  to  be  shipped  away  to 
England,  conveyed  by  the  Cork  and  Macroom 
and  the  Cork  and  Bandon  Railway  ? — The 
greater  part  of  it  is  ; there  is  also  a consider- 
able part  of  it  conveyed  by  the  Great  Southern 
and  Western  line. 

5000.  But  if  you  had  not  the  Cork  and  Ban- 
don and  the  Cork  and  Macroom,  which  I under- 
stand are  independent  companies,  do  not  you 
suppose  that  the  trade  of  Cork  would  liave  very 
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largely  suffered  ; supposing,  for  instance,  they 
had  been  in  the  hands  of  the  Great  Southern  and 
Western  Bailway  Company  ? — No,  the  Cork 
and  Biindon  and  Cork  and  Macroom  Bailways 
do  not  interfere  with  the  Great  Southern  and 
Western  system  ; they  are  working  the  west  of 
the  county  of  Cork. 

5001.  Is  not  there  a Bill  before  Parliament  to 
continue  the  Cork  and  Macroom  Bailway  to 
Kenmare  ? — Yes. 

5002.  Is  it  not  the  fact  that  the  Great  Southern 
and  M'estem  Company  are  opposing  that  Bill? — 
Yes;  this  proposed  line  will  be  tapping  the  Great 
Southern  and  Western  Company’s  district;  and 
it  would  be  a great  advantage  that  the  line 
should  be  completed,  as  it  would  enable  the  port 
of  Cork  to  get  the  trade  from  the  Kenmare  dis- 
trict, whereas,  if  the  Great  Southern  and  West- 
ern Company’s  projected  line  from  Kenmare  to 
Headfort  is  carried  out.  the  traffic  will  be  all 
carried  away  through  Dublin,  and  Cork  will  not 
get  any  benefit  from  it  at  all. 

Mr.  O'  Sullivan. 

5003.  Which  is  the  natural  outlet  for  goods 
from  the  district? — Cork,  undoubtedly. 

Lord  /iandolpti  Churchill. 

5004.  Cork  .would  be  the  natural  outlet  for  the 
southern  part  of  Ireland? — Cork  and  Waterford; 
Cork  for  the  western  side  more  especially. 

5005.  The  trade  to  the  port  of  Dublin  has  in- 
creased very  greatly  in  the  last  few  years,  has  it 
not  ?—  Yes. 

5006.  And  you  consider  that  a great  part  of 
that  increase  has  been  at  the  expense  of  Cork 
and  Waterford  ? — It  has  been  at  the  expense  of 
Cork  and  Waterford. 

5007.  Do  you  know  anything  about  the  canal 
that  goes  from  Dublin  to  Limerick  ?—  I do. 

5008.  In  whose  hands  is  that  canal  ? — It  is  in 
the  hands  of  the  Grand  Canal  Company. 

5009.  I thought  it  had  been  purchased  by  the 
railway  company  ? — No,  but  they  have  a traffic 
arrangement ; there  is  a canal  which  has  been 
j)urchased  by  the  Midland  and  Great  Western 
Railway  of  Ireland,  but  that  is  not  the  one  run- 
ning to  Limerick. 

5010.  Is  there  a canal  running  to  Limerick  ? 
— There  is. 

5011.  Is  that  canal  much  used  by  traffic?  — 
It  is. 

5012.  Are  the  charges  much  lower  than  by 
railway  ? — Yes,  I think  they  are  either  1^  or  12^ 
per  cent,  lower  than  the  railway. 

5013.  And  that  canal  is  in  a flourishing  condi- 
tion, is  it  not?  — I believe  they  pay  a fair 
dividend. 

5014.  That  canal  has  not  come  into  the  hands 
of  the  railway  company  ? — It  has  not. 

Mr.  Nicholson. 

5015.  Has  any  action  been  taken  by  persons 
aggrieved  in  Ireland  before  the  Railway  Com- 
missioners ? — I believe  that  there  have  been  two 
or  three  cases.  There  was  one  which  arose  out 
of  a complaint  made  by  Messrs.  Fishborne 
& Co.,  the  Dublin  Government  carriers.  The 
Great  Southern  and  Western  made  a new  parcels 
arrangement,  which  included  collection  and 
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delivery  in  Dublin.  Messrs.  Fishborne’s  people 
were  bringing  jiarcels  to  and  from  the  railway 
stations  to  a very  large  extent,  and  while  they 
had  to  pay  full  rates,  which  included  collection 
and  delivery  in  the  one  case,  in  the  other  case 
they  had  to  charge  the  public  an  additional  sum 
for  collection  and  delivery,  and  they  succeeded 
before  the  Railway  Commissioners  in  compelling 
the  railway  company  to  pay  them  the  same  amount 
for  the  collection  and  deliveiy  of  the  parcels,  as 
they  had  been  paying  them  their  own  agent ; 
in  fact,  now  every  person  who  brings  a parcel  to 
the  Great  Southern  and  Western  Company  is  on 
the  same  footing. 

5016.  So  that  in  point  of  fact  the  appeal  to 
the  Railway  Commissioners  was  successful  ? — 
Yes. 

5017.  Have  you  any  charabei’S  of  commerce  in 
Ireland,  or  trade  protection  societies? — We  have 
chambers  of  commerce  ; there  is  one  in  Water- 
ford, one  in  Tralee,  and  one  in  Limerick  ; the 
one  in  Cork  is  not  working  well.  We  have 
what  is  called  a commercial  room,  which  I think 
performs  the  function  of  a chamber  of  commerce 
more  especially. 

5018.  Have  any  of  those  societies  interfered 
in  any  complaint,  or  taken  any  action? — 1 am  not 
aware  of  any  up  to  the  present  time. 

5019.  Such  societies  have  really  no  locus 
standi  before  the  Railway  Commissioners,  l)ut 
wmuld  you  suggest  that  they  should  have  ; would 
it  be  any  advantage  if  they  had  ? — I think  it 
would  be  desirable  that  the  greatest  facilities 
should  be  given,  to  enable  chambers  of  com- 
merce or  any  other  public  body  which  has  to  do 
with  the  trade  of  Ireland  to  come  before  that 
Commission. 

5020.  And  not  only  that  chambers  of  com- 
merce, or  trade  protection  societies,  but  also  that 
town  councils  should  have  power  to  come  before 
the  Railway  Commissioners  ? — I think  it  would 
be  a. great  jiublic  advantage. 

5021.  Do  you  not  think  that  the  effect  of 
chambers  of  commerce  and  others  having  a 
locus  standi  before  the  Railway  Commissioners 
would  be  this,  that  the  complaint  would  be  first 
investigated  before  the  chamber  of  commerce, 
and  then  if  they  found  it  was  substantiated,  they 
would  take  action  before  the  Commissioners  ? — 
I think  that  would  be  the  result,  and  it  would 
work  very  well. 

5022.  Do  you  think  that  a permanent  official 
should  be  appointed  by  the  Board  of  Trade  to 
investigate  such  complaints  ? — I think  if  there 
were  such  an  officer  attending  periodically  in  the 
large  centres  of  commerce  in  Ireland  to  hear 
complaints,  it  would  have  a very  good  effect. 

5023.  You  are  opinion  from  what  you  said 
just  recently,  that  there  would  be  no  need  to 
have  a special  Railway  Commission  for  Ireland, 
but  that  the  Railway  Commission  at  present 
existing  would  be  sufficient  ? — I think  it  would 
be  quite  sufficient. 

Mr.  Cross. 

5024.  I think  you  complained  of  the  rate 
charged  upon  butter  from  stations  outside  Cork 
—Yes. 

5025.  Have  you  any  information  to  give  to 
the  Committee  with  regard  to  the  competitive 
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rates  charged  in  Ireland  for  butter,  and  those 
charged  upon  the  Continent? — I cannot  sj)eak 
from  personal  knowledge,  but  I have  heard  i’re- 
quently  that  the  rates  upon  the  Continent  are 
much  lower  than  they  are  in  Ireland. 

INlr.  Barclay. 

5026.  Do  you  think  that  lower  rates  upon  the 
Irish  raihvays  generally  would  cause  a great  de- 
velopment of  trade  in  Ireland? — 1 believe  they 
would. 

5027.  Did  you  refer  to  certain  articles,  such 
as  hay,  straAv,  and  the  like,  upon  which  there 
might  be  a very  large  business  done  if  the  rail- 
way rates  were  lowered  ? — That  is  the  class  of 
goods  I referred  to  specially,  articles  produced 
in  Ireland,  such  as  turnips,  hay,  mangolds, 
straw  ; all  those  articles  should  l)e  carried  at  low 
rates. 

5028.  That  the  cheaper  kinds  of  agricultural 
produce  should  be  carried  at  the  low*  rates  which 
the  articles  could  afford  to  ])ay  ? — Quite  so. 

5029.  Are  the  Irish  railways  overborne  by 
excessive  traffic  at  the  present  moment? — Indeed 
I am  sorry  to  say  they  are  not. 

5030.  The  railways  have  capacity'  enough  for 
carrying  a very  much  larger  amount  of  traffic 
than  they  have  at  the  present  moment  ? — In  many' 
cases  they  have,  but  in  most  cases  they'  have 
quite  enough  to  do  for  the  rolling  stock  that  they' 
have  at  present. 

5031.  But  of  course  an  addition  of  rolling 
stock  would  enable  them  to  do  much  more 
business  than  they  do  at  present? — Yes,  un- 
doubtedly. 

5032.  Where  do  you  suppose  the  demand  for 
peat  would  be  ? — Generally  all  over  the  country. 

5033.  Is  there  a large  demand  for  peat  in  such 
towns  as  Dublin  and  Cork  as  against  coal  ? — I 
do  not  think  there  would,  because  of  the  facilities 
for  getting  coals  to  those  places  from  Wales  and 
other  districts,  and  the  fireplaces  in  dwelling- 
houses  are  constructed  for  consuming  coal,  so  that 
there  would  not  be  a large  demand  for  peat  there. 

5034.  Then  you  think  the  large  demand  would 
be  in  the  country  towns  where  they  have  been 
accustomed  to  burn  peat  ? — Quite  so. 

5035.  Will  you  tell  me  whether  it  is  not  the 
case  that  it  is  becoming  more  and  more  the  prac- 
tice for  steam  shipping  companies  to  charge  by 
weight  instead  of  by  bulk  ? — It  is  becoming  the 
practice  more  and  more  every  day'. 

5036.  In  former  times  there  used  to  be  a very' 
much  larger  proportion  of  the  cargo  charged  by 
measurement  than  there  is  now  ? — That  is  so. 

5037.  The  steam  shipj)ing  companies  endea- 
vour as  much  as  they  possibly  can  to  ([uote  rates 
by  weight? — Yes,  they  do. 

5038.  'Taking  into  account  the  bulk  of  the 
goods  ? — Yes. 

5039.  Do  y'ou  think  that  there  would  bo  any 
advantage  to  go  back  towards  the  old  policy  of 
charging  by  measurement? — Decidedly  not ; but 
I think  that  in  the  case  of  the  })eat  a rate  by 
measurement  or  anything  that  would  make  it 
lower  than  the  present  system  of  charge  tvould 
be  an  advantage  to  the  country. 

5040.  Do  you  know-  how'  many  tons  of  well- 
dried,  peat  an  ordinary  truck  can  carry  ? — Peat 
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varies  in  weight ; I should  say  that  three  tons 
would  be  a fair  average  quantity  to  put  in  a 
truck : you  would  put  four  tons  of  very  heavy 
peat  and  two  tons  of  very  light. 

5041.  Assuming  the  peat  -vvere  thoroughly*  well 
dried,  you  think  that  a railway'  truck  would  carry 
at  least  two  tons  ? — At  the  very  least  I would 
say  that  a fair  proportion  w'ould  be  three  tons, 
taking  the  heavy  and  light  peat. 

5042.  And  what  quantity  of  coals  can  you 
carry  in  a truck  ? — Five  tons  in  some  cases  and 
six  in  others,  according  to  the  build  of  the  truck. 

5043.  I understand  you  to  be  of  opinion  that 
you  would  meet  the  present  objectionable  system, 
as  you  call  it,  of  differential  rates,  by'  some  system 
based  upon  the  principle  of  equal  mileage  rates? 
— Yes,  equal  mileage  rates  altered  according  to 
distance. 

5044.  Upon  the  general  principle  I suppose 
that  the  charge  for  conveyance  should  bear  some 
approximate  proportion  to  the  cost  of  performing 
the  service  by  the  railway  company*? — Yes,  of 
course. 

5045.  And  of  course  per  mile  it  is  cheajier, 
you  assume,  for  the  railway*  company  to  carry* 
goods  100  miles  than  to  carry  them  10  miles? — I 
should  say  so. 

5046.  You  have  some  experience  of  railway* 
management,  have  you  not  ? — \ es,  a good  deal. 

5047.  Do  you  think  it  would  meet  the  diffi- 
culty to  a considerable  extent  to  charge  certain 
fixed  terminals  upon  various  goods  to  begin  with, 
and  then  charge  equal  mileage  rates  all  over  ? — 
That  is  my*  idea,  that  terminals  should  be  fixed, 
the  same  at  all  stations,  and  mileage  rates  accord- 
ing to  distance  all  over  the  country. 

5048.  You  would  not  have  the  same  terminal 
charge  for  all  sorts  of  goods,  I presume? — No, 
that  should  be  regvdated  according  to  the  ex- 
pense of  handling  them  at  the  stations. 

5049.  Therefore,  under  that  arrangement  the 
terminal  charges  would  bear  some  proportion  to 
the  cost  of  the  service  performed  to  the  goods, 
and  also  some  proportion  (as  a point  to  betaken 
into  consideration')  to  what  charge  the  goods  can 
afford  to  pay  ? — I w-ould  regulate  the  terminals 
according  to  the  class  ; I would  charge  more  for 
handling  a ton  of  furniture  than  I would  for 
handling  a ton  of  grain ; it  could  be  regulated 
according  to  the  ])resent  classification ; so  much 
a ton  acconling  to  the  class  of  goods. 

5050.  Parliament  has  recognised  already  dif- 
ferent rates  for  different  sorts  of  goods,  although 
there  is  no  difference  to  the  railway  companies  in 
the  cost  of  conveyance  ? — It  has. 

5051.  That  is  to  say,  you  have  goods  in  dif- 
ferent classes  which  it  costs  the  railway  companies 
the  same  sum  to  convey  ? — The  cost  of  haulage 
will  be  the  same,  but  the  railway  company*  would 
get  more  out  of  a truck  of  coals  than  they*  would 
out  of  a truck  of  furniture,  if  the  same  rate  per 
ton  were  charged  for  both. 

5052.  But  there  are  certain  kinds  of  goods 
which  it  does  not  cost  more  to  convey  ; it  does 
not  cost  more  to  convey  grain  than  it  does  to 
convey  coal,  and  yet  they  are  in  different  classes  ? 
— That  is  so,  although  the  labour  would  be  the 
same. 

5053.  You  think  that  chambers  of  commerce 
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should  have  a locus  standi  to  appear  before  the 
Railway  Commissioners?—!  do. 

5054.  Plave  the  chambers  of  commerce  that 
you  are  acquainted  with  any  funds  at  their  dis- 
posal for  use  in  such  cases? — The  chambers  are 
composed  of  the  principal  merchants  in  the  large 
centres  of  industry  in  Ireland,  and  funds,  I 
believe,  would  be  always  available  for  any  genuine 
case  that  they  required  to  bring  before  the  Rail- 
way Commissioners. 

5055.  Assuming  it  were  made  imperative  upon 
the  Board  of  Trade  for  some  department  of  that 
body  to  examine  complaints  against  the  railway 
companies  made  by  individuals,  so  far  as  the 
general  public  interest  was  concerned,  and  if,  on 
finding  the  complaints  well  founded,  and  that  the 
railway  company  would  give  no  redress,  that  they 
should  have  power  and  be  required  to  bring  the 
railway  company  before  the  Railway  Commis- 
sioners ; do  you  think  that  that  would  answer 
the  whole  purposes  that  you  have  in  view  ? — I 
am  afraid  that  you  would  require  to  have  some 
more  simple  means  of  getting  to  the  Commission 
than  going  to  the  Board  of  Trade  if  it  is  to  be  a 
success.  I suggested,  a short  time  ago,  the  plan 
of  having  an  officer  sent  to  Ireland  occasionally 
to  hear  and  investigate  complaints  ; I think  that 
would  answer  the  purpose  better  than  to  be 
compelling  people  to  go  to  the  Board  of  Trade 
first,  and  afterwards  to  the  Railway  Commis- 
sioners. 

5056.  The  system  in  America  is  this,  that  any 
member  of  the  public  may  send  a written  com- 
plaint to  the  Railway  Commissioners  which,  in 
this  case,  would  be  a sub-department  of  the  Board 
of  'I'rade,  and  upon  receiving  such  complaint  the 
Railway  Commissioners  make,  inquiries  and  send 
to  the  railway  companies  and  ask  for  an  explana- 
tion. If  there  is  no  explanation,  or  if  the  expla- 
nation is  insufficient,  they  have  power  to  deal 
with  the  railway  company ; could  anything  be 
simpler  than  that  arrangement? — That  appears 
to  be  very  simple  ; but  1 will  give  an  instance  of 
our  experience  in  reference  to  the  Railway  Com- 
missioners. My  company  had  cause  of  complaint 
against  the  Great  Southern  and  Western  Com- 
pany ; we  had  to  furnish  the  facts  of  our  case  to  an 
eminent  counsel  in  this  city,  and  get  his  opinion, 
which  in  Itself  was  expensive  ; we  had  to  visit 
London  to  give  evidence  before  him  ; in  fact  we 
found  the  whole  thing  Avas  so  troublesome  and 
expensive  that  we  gave  up  the  idea  of  caiTylng 
the  case  further.  If  Ave  had  a more  .simple  means 
of  bringing  an  inspector  to  Ireland  and  getting 
his  opinion  as  to  Avhether  it  Avas  a sufficient  case 
to  bring  before  the  Railway  Commissioners  or 
not  it  Avould  be  much  better  ; but  the  American 
system  you  have  spoken  of  seems  to  be  a very 
good  arrangement. 

5057.  Assuming  that  there  was  this  arrange- 
ment ; that  you  had  to  send  a statement  of  your 
case  to  the  Board  of  Trade,  instead  of  to  counsel, 
and  the  Board  of  Trade  were  required  to  deter- 
mine or  find  out  AA'hether  in  their  opinion  you 
had  a good  case  against  the  raihvay  company  ; 
and  if  you  had  a good  case,  and  the  raihvay 
company  refu.sed  redress,  that  they  should  bring 
the  case  before  the  Railway  Commissioners  by 
one  of  their  officers,  do  you  think  that  would 
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ansAver?  — I think  that  would  ansAver  equally 
well  Avith  the  other  proposal. 

Sir  Edicard  Watkin. 

5058.  You  spoke  of  the  London  and  North 
Western  Company  being  in  the  “ English  and 
Irish  Traffic  Conference is  not  your  oavu  com- 
pany in  that  conference? — Not  for  the  south  of 
Ireland  traffic ; I am  not  aAvare  whether  Ave  are 
in  it  for  the  Belfast  traffic  or  not.  We  have  a 
line  of  steamers  running  from  Belfast  to  the 
south  of  England,  but  for  our  Waterford  and 
Cork  traffic,  Ave  are  not  in  the  conference. 

5059.  But  you  think  you  are  for  the  north  of 
Ireland  ? — I think  Ave  are. 

Mr.  Samuelsnn. 

5060.  I think  you  suggested  that  a separate 
alloAvance  should  be  made  for  terminals  in  fixing 
the  rates  to  be  paid  on  rallAvays,  and  you  stated 
several  conditions  Avhich  avouIcI  afiect  the  amount 
of  those  terminals? — Yes. 

5061.  I suppose  one  of  those  conditions  Avhlch 
you  did  not  state,  AA^oidd  be  the  cost  of  stations, 
and  the  amount  of  traffic  conveyed  at  those  sta- 
tions ? — I do  not  think  it  Avould  be  reasonable  or 
right  to  charge  the  cost  of  stations  as  against  the 
goods  traffic;  if  it  were,  they  ought  to  charge  a 
terminal  upon  passengers  in  the  same  way,  be- 
cause both  the  charges  for  passengers  and  goods 
are  regulated  by  Act  of  Parliament ; and  if  the 
station  accommodation  is  charged  in  one  case,  it 
ought  to  be  charged  in  the  other  also. 

5062.  But  you  Avould  take  into  account,  I 
suppose,  the  outlay  in  stations,  Avould  you  not? 
— I would  not ; I Avould  take  into  account  the 
Avork  performed  in  loading  and  unloading,  and 
nothing  more ; the  rates  charged  should  cover 
all  other  expenses. 

5063.  You  stated  that  the  amount  of  agricul- 
tural produce  conveyed  upon  the  Irish  raihvays 
Avould  be  very  much  greater  if  the  charges  Avere 
loAver  ? — I did. 

5064.  And  that  an  entirely  new  traffic  Avould 
be  developed  in  consequence? — That  is  my 
belief. 

5065.  You  stated  that  some  of  the  Irish  rail- 
Avays  are  rather  short  of  traffic  ? — They  are. 

5066.  Can  you  suggest  any  reason  why  the 
raihvay  companies  have  not  attended  to  the  de- 
velopment of  this  cheaper  traffic  ? — I think  it  is 
principally  on  account  of  the  short  supply  of  the 
rolling  stock  that  they  do  not  care  for  it. 

5067.  Does  that  apply  to  great  companies 
like  the  Great  Southern  and  Western? — I think 
equally  to  them. 

5068.  Are  they  so  short  of  capital  that  they 
cannot  afford  to  jirovide  additional  rolling  stock  ? 
— Probably  they  do  not  consider  the  traffic 
would  pay  them  so  Avell  as  Avhat  they  are  Avork- 
ing  at  present. 

5069.  In  point  of  fact,  you  think  their  policy 
is  not  the  best  for  their  own  interest  ? — I do  not 
think  their  present  policy  is  for  their  own 
interest. 

5070.  I understand  you  to  tell  the  Committee, 
that  Avhilst  keeping  Avithin  the  maximum  rates, 
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Mr.  Samuelson — continued. 

the  railway  company  are  able,  by  regulating 
their  charges  according  to  their  own  views,  to 
favour  or  to  injure  one  port  as  compared  with 
another  ? — Undoubtedly. 

5071.  And  that  you  consider  that  operates 
very  unfairly  to  some  of  the  ports? — Very  much 
so. 

5072.  I would  ask  you  more  especially  with 
regard  to  the  port  of  Cork,  is  it  your  opinion  that 
the  port  of  Cork  would  have  been  much,  or  at 
all  worse  off,  if  the  Great  Southern  and  Western 
Railway  had  not  existed  ? — I believe  that  the 
Great  Southern  and  Western  has,  to  a great 
extent,  contributed  to  the  increase  of  the  exports 
and  imports  to  the  port  of  Cork  ;•  but  if  it 
treated  the  port  in  the  same  way  as  it  is  treating 
Dublin,  the  increase  would  be  much  larger  than 
it  is. 

5073.  Do  you  think  that  the  Great  Southern 
and  Western’s  receipts  would  have  received  any 
detriment  if  they  had  given  that  encouragement 
to  the  port  of  Cork  which  you  think  is  naturally 
due  to  it  ? — Certainly  not,  for  every  ton  of  goods 
they  are  bringing  into  Cork,  I would  not  ask 
them  to  charge  at  a lower  rate  per  ton  per  mile 
than  they  are  now  carrying  them  for  into  Dublin  ; 
it  would  be  a shorter  distance,  and  would  not  be 
so  ex])ensive. 

5074.  Would  you  suggest  any  reason  why  the 
Great  Southern  and  Western  should  pursue  a 
policy  which  you  say  is  injurious  to  Cork,  and 
confei's  at  the  same  time  no  benefit  upon  them- 
selves ? — The  only  reason  1 can  suggest  is  be- 
cause they  are  allies  of  the  London  and  North 
Western  Railway  Company,  and  are  endeavouring 
to  divert  the  trade  through  Dublin. 

5075.  In  what  way  does  that  aifect  them  bene- 
ficially ? — They  are  mixed  up  with  the  London  and 
North  Western  Company,  I should  say,  under 
some  agreement  that  I am  not  aware  of. 

5076.  Which  agreement,  you  think,  cannot  be 
beneficial  to  them,  and  must  be  injurious  to  the 
port  of  Cork? — I do  not  know  whether  it  is 
beneficial  to  them,  but  it  is  certainly  injurious  to 
the  port  of  Cork. 

Chairman. 

5077.  You  stated  that  the  Great  Western 
Company  had  applied  to  the  Great  Southern  and 
Western  to  have  through  rates  made  to  Cork, 
and  they  failed  to  obtain  those  through  rates  ? — 
That  is  so. 

5078.  Do  you  happen  to  know  whether  the 
Great  W estern  Railway  Company  made  any  ap- 
plication to  the  Railway  Commissioners  asking 
them  to  enforce  those  through  rates  upon  the 
Irish  railways  ? — I do  not  know  that,  but  I know 
that  theGrreat  Southern  and  Western  Company 
offered  through  rates  to  the  Great  Western 
Company  via  the  port  of  Cork,  but  on  such  very 
unfair  terms  that  the  Great  Western  Company 
could  not  accept  them,  and  preferred  working 
upon  the  old  system  rather  than  accept  the  terms 
offered  by  the  Great  Southern  and  Western 
Railway  Company. 

5079.  But  the  Great  Western  Railway  Com- 
pany might  have  gone  before  the  Railway 
Commissioners,  and  said,  these  are  the  terms  we 
ask  you  to  enforce,  and  the  Railway  Commis- 
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sioners  would  have  had  power  to  enforce  them  or 
to  refuse  the  application ; do  you  happen  to  know 
whether  the  Great  Western  Company  of  Eng- 
land has  ever  made  such  an  application  ? — I do 
not  know  that. 

5080.  And  you  can  assign  no  reason  why  they 
did  not  ? — I cannot. 

5081.  You  were  asked  by  Sir  Edward  Watkln 
what  suggestion  you  could  make  in  order  to  ob- 
viate this  practice  of  such  rates  being  made  as  to 
give  a preference  to  export  by  Dublin  instead  of 
by  Cork,  and  the  only  suggestion  you  made  was 
that  of  equal  mileage  rates.  Now,  I ask,  would 
not  that  end  be  equally  attained  if  power  were 
given  to  the  traders,  or  to  any  individual  mer- 
chant in  a town  like  Cork,  to  apply  to  the  Rail- 
way Commissioners,  and  ask  them  to  order  this 
Irish  Company  to  make  a through  rate  arrange  - 
ment with  the  Great  Western  Company.  They 
have  no  power  to  do  so  now?— They  have  not. 

5082.  Would  not  that  meet  the  difilculty 
equally  well  with  the  system  of  equal  mileage 
rate  ? — It  would,  undoubtedly. 

5083.  If  power  were  given  to  a private  trader, 
or  body  of  traders,  to  apply  to  the  Railway 
Commissioners,  and  the  Railway  Commissioners 
act  upon  the  principle  that  they  act  on  now, 
they  would  make  a thorough  rate,  say,  from 
Bristol  to  Mallow  ; then  the  Great  Southern 
and  Western  of  Ireland  would  only  be  allowed 
to  charge  for  that  portion  of  the  railway  from 
Cork  to  Mallow,  a corresjtonding  mileage  rate  to 
that  which  they  now  charge  from  Mallow  to 
Dublin ; would  that  not,  therefore,  lessen  very 
much  the  expense  of  sending  butter,  say,  from 
Mallow  to  Bristol? — It  would,  undoubtedly. 

5084.  And  do  you  think  that  would  be  fair  ? — I 
think  anything  that  would  compel  the  companies 
to  cany  traffic  over  a similar  distance,  at  a simi- 
lar rate,  would  be  fair. 

5085.  You  say  you  do  not  complain  of  the 
actual  charges  upon  the  Irish  railways  as  a rule  ? 
— I wish  them  to  be  more  equal.  1 complain  of 
the  charges  on  butter  to  Cork  as  being  excessive, 
and  also  of  the  elassification. 

5086.  I wish  to  draw  attention  to  one  instance  ; 
do  you  know  anything  about  the  Waterford  and 
Limerick  Company’s  charges  ? — I do  ; but  from 
memory  I could  not  say  much  about  them. 

5087.  You  know,  I daresay,  that  the  distance 
from  Limerick  Junction  to  Tipperaiy  is  three 
miles? — I know  that. 

5088.  I have  before  me  a letter  from  the 
Waterford  and  Limerick  Traffic  Depai'tment  at 
the  Limerick  terminus  in  which,  replying  to  a 
trader  who  wanted  to  send  a quantity  of  arti- 
ficial manure  over  three  miles,  he  is  told  that  the 
rate  is  45.  per  ton;  this  letter  is  signed  “ John 
Roberts,’’  the  manager  there.  Now  the  maxi- 
mum rate  I find  in  this  return  before  us  is 
1 5. 2 J.  a mile  for  manures,  but  there  is  the  pro- 
viso that  they  are  allowed  to  charge  as  for  six 
miles  ; six  times  1 d.  is  9 d.  Then,  also,  they 
are  authorised  in  the  same  Act  to  make  a charge 
for  short  distances.  “ The  company  may  demand, 
in  addition,  a reasonable  sum  for  the  expense  of 
stopping,  loading,  and  unloading  ; ” from  your 
experience  as  traffic  manager,  what  would  you 
consider  a fair  and  reasonable  extra  charge  under 
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the  head  of  stopping  at  the  junction,  and  loading 
and  unloading,  for  the  distance  from  Limerick 
Junction  to  Tipperary,  three  miles? — At  Lime- 
rick .junction  it  is  the  Great  Southern  and 
Western  Company  who  perform  the  loading  and 
unloading  under  the  agreement ; it  is,  I believe, 
200  /.  a year  which  covers  everything ; for  that 
class  of  goods  I would  say  that  9 (/.  a ton  would 
be  the  very  largest  sum  that  could  fairly  be 
charged  for  loading  and  unloading. 

5089.  That  would  make  1 s.  6 ? — Yes. 

5090.  Then  I5.  %d.  would  be  a reasonable 
charge  for  that  which  I have  the  manager,  under 
his  own  hand,  demanding  4 5.  for? — Yes. 

5091.  Do  you  consider  that  demand  excessive  ? 
— I would  rather  not  say  anything  about  that 
company,  as  I Avas  so  long  with  them. 

5092.  Does  your  memory  go  back  to  the  year 
1867,  as  to  the  raihvay  charges ; do  you  happen 
to  know  whether  the  charges  are  now  in  any 
way  less  than  they  were  in  1867? — They  are 
considerably  in  excess,  because  the  charges 
were  increased  about  1872,  when  the  price  of 
coal  and  iron  increased,  and  they  have  not  been 
reduced  since  to  any  extent. 

5093.  I see  that  in  the  evidence  given  before 
the  Royal  Commission  there  was  a universal 
chorus  of  complaint  about  the  high  rate  of  the 
charges,  and  you  do  not  think  they  have  been 
decreased  ? — On  the  contrary,  they  have  been 
increased. 

5094.  Do  > ou  think  that  your  railway  friends 
are  good  judges  of  what  develops  traffic  in  a dis- 
trict ? — They  ought  to  be. 

5095.  The  managers  have  more  to  do  with 
that  than  the  directors,  I presume  ? — On  many 
of  the  Irish  lines,  unfortunately,  the  managers 
have  very  little  to  say  to  it ; it  is  the  directors 
who  principally  manage  the  traffic  arrangements. 

5096.  Now,  one  word  as  to  the  peat;  is  it  not 
the  fact  that  the  turf  is  getting  very  much  ex- 
hausted in  some  parts  of  Ireland  ? — In  some  parts 
it  is,  but  there  is  an  enormous  quantity  of  it 
there  still. 

5097.  Then  that  would  be  rather  the  more 
reason  for  the  thing  being  cheaply  carried,  as  it 
could  be  carried  from  those  parts  where  it  is 
plentiful  to  others  where  it  is  exhausted  ? — 
That  is  so. 

5098.  I suppose  you  are  aware  that  AAuth  such 
nice  points  as  must  necessarily  arise  before  a 
new  tribunal  such  as  the  Railway  Commission, 
until  the  law  on  the  question  is  settled  you  can- 
not avoid  expense  in  preparing  a case  for  the 
Railway  Commissioners  ? — It  is  so  at  present 
under  existino;  arranp^ements. 

5099.  You  complained  that  you  had  to  go  to 
great  expense  to  get  counsel’s  opinion  ? — Yes. 

5100.  Do  you  suppose  that  this  inspector  who 
you  propose  should  come  over  to  Ireland,  unless 
he  is  a very  eminent  laAvyer,  would  be  able  to 
you  an  authoritative  opinion  as  to  whether  you 
had  a good  case,  or  not  ? — I think  he  would  be 
able  to  submit  his  information  to  the  Railway 
Commissioners,  and  they  would  be  able  to  decide 
whether  it  was  reasonable,  or  not  ; and  if  they 
considered  the  complaint  reasonable,  they  would 
write  to  the  railway  company  for  an  explana- 
tion, and  if  they  did  not  consider  the  ex- 
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planatlon  satisfactory  they  could  compel  the 
company  to  do  what  was  right,  without  compel- 
ling the  trader  in  Ireland  to  go  to  that  expensive 
procedure. 

5101.  In  fact  the  Railway  Commissioners  ought 
to  seek  out  causes  of  grievance,  and  not  stand 
waiting  until  people  come  and  lay  their  case  be- 
fore them  ? — It  should  be  in  that  direction. 

Mr.  Nicholson. 

5102.  I wish  to  ask  you  another  question  with 
regard  to  the  carriage  of  peat  ? — I suppose  you 
know  our  coke  trucks,  with  high  latticed  sides  ? 
— Our  cattle  trucks  would  be  more  like  them  ; we 
carry  very  little  coke  in  Ireland. 

5103.  You  are  aware  that  the  gravity  of  coke 
is  very  similar  to  that  of  peat  ? — It  Avould  be 
much  about  the  same  thing,  I should  say. 

5104.  Could  not  one  of  your  Irish  cattle  trucks 
carry  something  like  five  tons  of  peat  ? — I do  not 
think  that  any  Irish  cattle  truck  would  carry 
more  than  four  tons  of  peat;  they  are  not  as 
large  as  the  English  trucks. 

Lord  Randolph  Churchill. 

5105.  You  were  connected  Avith  the  Waterford 
and  Limerick  Raihvay  for  some  years,  Avere  you 
not? — Yes,  I Avas. 

5106.  Was  not  there  an  agreement  betAveen 
the  Waterford  and  Limerick,  the  Great  Southern 
and  Western,  and  the  London  and  North  West- 
ern Raihvay  Companies,  that  no  through  rates 
should  be  granted  from  any  stations  upon  the 
Waterford  and  Limerick  Line  to  England,  except 
via  Dublin  and  Holyhead  ? — No  ; the  agreement 
allowed  the  traffic  to  floAv  either  through  the  port 
of  Liverpool,  or  through  Holyhead. 

5107.  I ask  is  it  not  the  case  that  from  stations 
upon  the  Waterford  and  Limerick  Line,  if  you 
wanted  to  send  your  articles  to  England,  you 
could  not  get  a through  rate,  except  via  Holy- 
head  ? — There  are  through  rates  via  Waterford 
from  most  stations,  and  from  Tipperary  and 
Limerick  only  via  Dublin  and  Holyhead  and 
Liverpool. 

5108.  It  is  stated  in  evidence,  before  the  Duke 
of  Devonshire’s  Commission,  that  that  Avas  the 
case  ; are  you  aware  of  it  ? — I know  it  was  at  one 
time  the  case  that  the  ^through  rates  from  the 
Waterford  and  Limerick  system  to  English  sta- 
tions enabled  parties  to  send  through  Waterford 
via  Liverpool,  but  the  greater  facilities  for 
sending  the  traffic  out  of  the  port  of  Dublin, 
with  six  or  eight  steamers  a day,  enabled  the 
London  and  North  Western  Company,  and  the 
Great  Southern  and  Western  Company,  to  take 
the  greater  proportion  of  the  traffic  through  that 
route. 

5109.  Has  the  effect  of  the  management  of 
the  Great  Southern  and  Western  and  the  Lime- 
rick and  Waterford  been  similar  upon  the  port 
of  Waterford  to  that  of  the  Great  Southern  and 
Western  upon  the  port  of  Cork? — The  policy  of 
the  Great  Southern  and  Western  Company  has 
been  precisely  the  same  against  each  port ; it  has 
always  been  their  anxiety  to  damage  both  of 
them. 
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Lord  Randolph  Churchill — continued. 

5110.  Would  you  be  in  favour  of  a compulsory 
amalgamation  of  the  Irish  railways  under  one 
management? — I think  it  would  be  a great  bless- 
ing to  the  country,  either  under  the  control  of 
commissioners,  or  in  some  other  way  under  Go- 
vernment control. 

5111.  You  would  not  be  against  the  purchase 
of  the  Irish  rallwa3's  by  the  State  ? — I am  veiy 
much  in  favour  of  it.  I think  it  would  be  the 
best  thing  that  ever  happened  to  the  country. 

5112.  Do  you  think  that  would  be  the  opinion 
of  the  mercantile  community  generally? — The 
mercantile  community  would  be  all  in  favour 
of  it. 

Sir  Edward  Watkin. 

5113.  As  you  have  stated  that  the  mercantile 
community  are  almost  all  in  favour  either  of  the 
compulsory  amalgamation  of  the  Irish  railways 
or  tlieir  purchase  or  acquirement  by  the  State,  1 
would  ask  in  what  way  the  Irish  commercial  com- 
munity propose  to  manage  this  36,000,000  Z.  of 
capital  and  this  2,500  miles  of  railway ; what 
would  be  their  scheme  of  executive  management? 
— I have  not  heard  of  their  scheme  yet. 

5114.  Do  you  think  that  the  system  of  rail- 
ways could  possibly  be  worse  managed  than  it  is 
now  ? — I consider  it  could  be  very  much  better 
managed  than  it  is  noM\ 

Mr.  Bolton. 

5115.  Has  the  Great  Southern  and  Western 
Kailway  Company  any  agreed  through  rate  with 
your  company  to  England? — We  have  from 
Glasgow  to  several  stations  in  the  south  of  Ire- 
land, and  we  have  to  pay  them  very  nearly  their 
local  rates  as  their  proportion  out  of  the  through, 
in  order  to  get  the  facilities  of  through  booking 
arrangements.  The  through  rate  is  very  nearly 
equal  to  the  local  rate  ; within  a small  per-cen- 
tage,  I should  say. 

5116.  And  your  company  has  no  through  rates 
to  England? — Not  from  Cork. 

5117.  Your  company  has  agreed  through  rates 
with  the  north  of  Ireland? — I think  so;  but  I 
do  not  know  positively  about  that ; each  agency 
has  to  manage  its  own  business. 

Mr.  O'  Sullivan. 

5118.  Mr.  Bolton  has'asked  you  about  the  dif- 
ferent rates  of  goods  from  Dublin  to  Cork,  and 
also  the  rates  for  the  same  goods  to  Kilmallock 
and  Limerick  junction  ; is  not  Kilmallock  upon 
the  same  line  as  that  upon  which  goods  must  pass 
for  Cork  ? — Yes. 

5119.  Yet  they  bring  them  further  on  for  from 
5s.  to  10s.  less  rate? — Yes,  and  the  class  rates 
are  the  same  from  Kilmallock  as  to  Cork. 

5120.  Your  complaint  is  that  they  charge  too 
much  for  turf  per  waggon,  and  not  too  much  per 
ton? — They  charge  too  much  in  both  ways. 

:Mr.  Pell. 

5121.  I thought  I understood  you  to  say  that 
you  had  no  through  rates  from  Cork  into  Eng- 
land ? — Our  company  have  not,  but  the  City  of 
Cork  Steam  Packet  Company  have  boats  trading 
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from  there,  and  the  Great  Western  Railway  who 
have  a good  service  from  there  have  through 
rates. 

5122.  Goods  from  the  Cork  market  are  shipped 
direct,  are  they  not,  without  the  intervention  of 
any  railway  ?—  Yes  ; but  there  are  a great  quan- 
tity sent  via  Dublin  in  consequence  of  the  low 
rates  which  the  Great  Southern  and  Western 
Company  give. 

5123.  You  said  that  you  thought  the  trade  of 
Cork  had  suffered  by  this  railway  ai’rangement ; 
the  staple  trade  of  Cork  is  butter,  is  it  not? — It 
is  the  principle  article  we  have  ; butter  out,  and 
grain  in. 

5124.  Do  you  contend  that  the  traffic  in  butter 
through  Cork  is  less  than  it  was  ? — I do ; I have 
given  figures  to  show  that. 

5125.  Is  that  due  to  American  import,  do  you 
imagine? — There  is  very  little  American  butter 
coming  into  Cork. 

5126.  To  what  do  you  think  this  decrease  is 
attributable? — 1 attribute  it  to  two  causes:  one 
is  that  the  make  has  been  less,  and  the  other  is 
that  there  has  been  a great  quantity  diverted 
from  Cork  to  Dublin  in  consequence  of  the  low 
rates  by  that  route. 

5127.  You  think  that  tends  to  reduce  the 
quantity  of  butter  ? — It  tends  to  reduce  the 
quantity  sent  to  Cork  for  sale. 

5128.  You  said  that  cattle  were  frequently 
unable  to  be  moved  upon  the  railway  for  want  of 
trucks? — 1 hey  are. 

5129.  Is  that  after  due  notice  lias  been  given? 
— No,  it  is  on  fair  days  ; the  railway  companies 
know  the  fair  days,  and  they  could  provide  suffi- 
cient accommodation  if  they  wished  to  do  so. 

Mr.  O'  Sullivan. 

5130.  You  told  the  Committee  that  at  the  time 
of  the  large  increase  in  the  price  of  iron  and  coal 
a considerable  increase  in  the  rates  of  carriage 
was  made  by  the  Gi’eat  Southern  and  Western 
Railway  Company  ? — A general  revision  of  rates 
took  place  all  over  Ireland  at  that  time. 

5131.  Are  you  aware  that  when  the  reduction 
in  the  price  of  iron  and  coals  took  place  there  was 
any  ^reduction  in  the  rates  ?— There  were  some 
exceptional  reductions  made,  but  no  general 
reductions. 

Mr.  Bolton. 

5132.  Are  the  Committee  to  understand  your 
statement  to  be  that  the  trade  of  Cork  has 
actually  decreased  in  butter ; that  there  is  less 
butter  passing  through  Cork  now  than  at  a former 
period  ? — 'I'hat  is  so. 

5133.  Do  you  mean  through  Cork  itself? — I 
have  not  the  figures  to  say  that ; but  I think  there 
is  less. 

5134.  But  there  is  a good  deal  of  butter  passing 
through  Cork  now  which  does  not  pass  through 
the  Cork  market,  is  there  not  ? — There  is. 

Mr.  Pell. 

5135.  How  does  the  butter  get  the  Cork  brand 
on  it  ? — It  does  not  get  the  brand  unless  it  passes 
through  the  market. 


5136.  There 
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Sir  Daniel  Gooch. 

5136.  There  has  been  a new  brand  in  the 
county.  The  Coi-k  and  Macroom  line  has  a brand, 
has  it  not? — Yes. 

Mr.  Bolton. 

5137.  The  export  of  butter  from  the  port  of 
Cork  has  not  decreased,  has  it? — I think  it  has. 

5138.  But  the  figures  you  have  given  do  not 
include  all  the  butter  that  passes  out  of  the  port 
of  Cork  ? — Not  in  any  year. 

Mr.  Pell. 

5139.  You  say  that  there  are  other  markets 
established,  via  the  Cork  line,  besides  the  old 
market ; is  there  any  market  officer  there  who 
inspects  the  butter? — No,  the  farmers  bring  their 
butter  into  the  town,  and  it  is  sold  to  the  mer- 
chants at  a price  per  firkin,  just  as  a pig  or  a 
sheep  would  be  sold  in  the  market,  and  I am  told 
that  the  cheap  rates  charged  by  the  Great 
Southern  and  Western  Company  through  Dublin 
have  tended  to  increase  these  country  dealings 
to  the  detriment  of  the  Cork  market. 

Mr.  Mulholland. 

5140.  Do  I understand  you  to  have  complained 
that  the  rates  of  the  Great  Southern  and  Western 
Bailway  are  in  excess  of  their  maximum  rates? — 
I have. 

5141.  I thought  the  evidence  you  gave  was 
only  Avith  regard  to  the  Cork  and  Bantlon  Rail- 
way?— I gave  evidence  Avith  regard  to  the  Great 
Southern  and  Western  Railway,  that  the  rates 
of  the  fifth  and  sixth  class  are  in  excess  of  the 
maximum  rates. 

5142.  Were  those  I’ates  you  gave  by  the  Cork 
and  Bandon  Raihvay  by  goods  or  passenger 
trains  ? — By  goods  trains.  I should  say  that  they 
also  work  a portion  of  their  goods  traffic  by 
passenger  trains  i they  run  trucks  by  every  train, 
but  they  are  practically  goods  train  rates. 

5143.  Do  you  complain  that  the  Great  South- 
ern and  Western  Railway  Company  are  noAV 
short  of  Avaggons  ? — At  several  of  the  fairs  in 
the  country  they  have  been  short  of  them  from 
time  to  time. 

5144.  Do  you  believe,  generally  speaking,  that 
their  stock  of  Avaggons  is  not  sufficient  for  the 
traffic  ? — Generally  speaking  I believe  that  is  so, 
for  at  the  last  half-yearly  meeting  the  coal  mer- 
chants made  serious  complaints  about  the  Avant 
of  trucks  at  the  Cork  station. 


Mr.  MtdhoUand — continued. 

5145.  You  gave  an  explanation  of  that,  that 
the  trade  they  might  get  with  an  increased  rolling 
stock  would  not  be  so  productive  as  the  trade  they 
already  have;  but  it  would  be  a trade  in  addition 
to  what  they  have? — Yes,  no  doubt  of  it.  _ 

5146.  Are  you  aAA  are  that  they  could  raise  any 
money  they  liked  at  4 per  cent.  ? — \ es,  I believe 
they  could. 

5147.  Then  if  the  traffic  they  got  Avould  pay 
them  anything  over  4 per  cent.,  can  yon  account 
for  their  action?— I cannot  account  for  their 
action  in  not  developing  tlic  traffic. 

5148.  Hoav  were  they  so  anxious  to  get  the 
suaar  trade  from  Glasgow  that  came  by  Dublin, 
so  that  they  took  it  almost  at  a nominal  rate  from 
Dublin  to  Cork,  if  they  have  not  the  Avaggons 
sufficient  for  the  present  traffic  ?— The  only  Avay 
I can  account  for  it  is  their  continual  anxiety  to 
damage  the  port  of  Cork  by  carrying  through 
traffic  at  a low  rate  ; I cannot  see  what  other 
object  they  can  have  had. 

5149.  Is  not  Cork  the  second  tOAvn  upon  their 
system  ? — Yes. 

5150.  It  does  not  appear  very  wise  that  they 
should  endeavour  to  injure  the  ti’ade  ? — Not- 
Avithstanding  that,  it  is  the  fact. 

5151.  Have  you  ever  read  the  Report  of  the 
Commission  on  Irish  Railways  that  the  Chairman 
alluded  to? — -I  believe  that  I ha\"e  read  it,  but 
I do  not  remember  it  noAv. 

5152.  Are  yon  aAvare  that  the  Commission  on 
Irish  Railways  went  fully  into  the  question  of 
the  amalgamation  of  the  Irish  lines  and  the 
various  difficulties  attendant  upon  that? — I 
am  aware  of  that ; but  since  then  many  of  the 
small  lines  have  been  absorbed  by  the  larger 
ones. 

Mr.  O'  Sullivan. 

5153.  With  regard  to  Avaggons,  is  it  not  the 
fact  that  there  are  more  Avaggons  generally  to 
spare  at  the  Dublin  end  of  the  line  than  there 
are  at  the  Cork  end  ? — That  is  so. 

5154.  It  is  at  the  Cork  end  that  you  have  the 
complaints  arising  ? — It  is  at  the  Cork  end  that 
most  complaints  are  made. 

Mr.  Bolton. 

5155.  That  is  an  additional  disadvantage  Avhich 
Cork  suffers  in  consequence  of  the  company  sup- 
porting Dublin  in  lieu  of  Cork  ? — That  is  so. 


Mr.  George  O’Malley,  q.c.,  called  In;  and  Examined. 


Mr.  O'  Sullivan. 

•'5156.  You  are  a Queen’s  Counsel,  I believe  ? 
— I am. 

5157.  And  your  practice  is  at  the  Irish  bar? — 
Yes. 

5158.  Are  you  aware  of  the  system  of  managing 
goods  traffic  upon  any  of  the  Irish  railways  ? — 
Yes  ; I have  had  some  experience  of  the  goods 
traffic  upon  the  Midland  Great  Western,  and 

0.54. 


Mr.  O’ continued, 
particularly  upon  that  portion  which  extends 
from  Athlone  to  Foxford  and  Castlebar. 

5159.  What  evidence  can  you  give  the  Com- 
mittee with  regard  to  the  management  of  the  Mid- 
land Great  Western  Railway  Company  ? — For 
about  12  to  15  years  I ha\’e  been  in  the  habit  of 
getting  goods  to  the  Avest  of  Ireland,  consisting  of 
manure,  furniture,  and  other  articles  in  connec- 
F F 3 tion 
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Mr.  O'  Sullivan — continued. 

tlon  with  the  cultivation  of  some  land  which  I 
have  in  the  west  of  Ireland  in  my  own  hands,  and 
also  building  materials. 

5160.  Are  you  aware  that  the  company  are 
charging  more  than  their  maximum  rates  in  any 
of  those  cases  ? — I cannot  say  that  they  are 
charging  more  than  their  maximum  rates,  but 
their  maximum  rates  are  very  high,  as  acertained 
by  the  Acts  of  Parliament  which  I have  before 
me,  but  I am  aware  of  this,  that  the  charges  made 
by  them  where  goods  are  taken  at  the  owner’s 
risk  appear  to  be  very  exorbitant,  even  more  so 
than  if  they  charged  the  maximum  rate  pre- 
scribed under  their  Act  of  Parliament.  I have 
a very  recent  instance  of  that  in  connection 
with  some  furniture  which  I was  iietting  up 
from  the  country  to  Dublin.  This  was  in 
the  shape  of  returned  furniture  which  had 
gone  down  before  by  the  Midland  line  it- 
self. I was  getting  up  a horse  also  which 
had  also  gone  down  before,  and  the  company  re- 
quired a special  agreement  to  be  signed  by  me, 
setting  forth  the  terms  in  which  they  propose  to 
carry  this  furniture  and  horse.  The  furniture 
was  about  two  tons  in  weight ; it  occupied  in  space 
somewhat  less  than  one  waggon,  and  when  I pro- 
posed to  have  this  furniture  and  horse  brought 
to  Dublin  it  was  sussested  that  I should  sign  an 
agreement,  and  also  that  I should  attach  an  adhe- 
sive stamp  to  the  agreement  for  the  purpose  of 
covering  its  terms.  I found  out  afterwards  that 
a 6 </.  stamp  would  have  covered  it.  The  words 
of  the  agreement  were  : “ In  consideration  of  the 
Midland  Company  receiving  and  carrying  my 
furniture  and  horse  between  Foxford  and  Dublin 
at  the  reduced  rates  of  7 /.  0 s.  8 r/.  instead  of  the 
ordinary  rate  of  , I agree  that  said 

fuimiture  and  horse  shall  be  so  received  and 
carried  at  my  sole  risk,  and  I hereby  release  the 
company  from  all  liability  for  loss  or  injury  the 
said  furniture  and  horse  may  receive  while  in  the 
company’s  possession,  whether  arising  from  bad 
packing  in  the  company’s  carriages,  from  delay  in 
transit,  or  from  injury  received  in  the  loading  or 
unloading  of  such  goods.  I also  agree  to  load 
and  unload  such  waggons  at  my  own  risk  and  ex- 
pense, and  pay  .3  s.  per  waggon  per  day  for 
demurrage  if  the  waggons  are  detained  longer 
than  48  hours  after  their  arrival  at  destination. 
This  agreement  to  commence  on 
187  ; to  terminate  . Signature. 

.Address,  &c.  .” 

Lord  Randolph  Churchill. 

5161.  Was  that  a legalised  agreement  ? — Yes, 
upon  a 6 d.  stamp  being  affixed. 

Mr.  O'  Sullivan. 

5162.  Are  you  aware  that  the  Midland  Com- 
pany  give  the  option  of  loading  and  unloading  to 
the  owners? — Yes;  I may  say  it  is  compulsory 
almost  in  most  cases  where  it  is  anything  like  a 
large  consignment  for  the  owner  to  load ; that  is, 
when  the  consignor  is  sending  from  a country 
district  to  Dublin,  the  loading  by  the  owner  in 
the  country  is  the  rule.  The  loading  by  the 
company  is  the  exceiition.  As  regards  unloading 
at  the  terminus  in  Dublin  the  reverse  is  the 
fact. 


Mr.  O’  Sullivan — continued. 

5163.  Do  the  company  make  any  reduction  to 
parties  who  load  and  unload  themselves  ? — No  ; 
the  general  rule  is  for  loading,  that  the  owner,  as 
I said  before,  should  load  at  his  own  expense,  the 
company  charging  the  rate  specified  in  their  Act 
of  Parliament;  the  rates  for  collection  are  in 
every  Bill  issued  by  the  company  ; that  is  the 
rates  for  collection  in  Dublin,  but  the  conditions 
are  put  as  if  they  were  hypothetical : “ When 
goods  are  collected  by  the  company’s  agent,  the 
following  are  the  charges — viz.,  for  each  article 
or  lot  of  goods  up  to  112  pounds  weight,  3 d. 

5164.  Have  you  made  any  comparison  between 
the  charges  made  upon  some  of  the  Irish  lines 
with  the  charges  made  upon  the  English  lines  for 
the  same  class  of  goods  ? — I have  made  inquiries 
in  reference  to  the  charges  made  by  the  English 
railway  companies,  and  I have  been  informed, 
and  believe,  that  the  charges  in  England  upon 
the  great  lines  are  3 d.  and  3^  d.  per  ton  per  mile 
for  furniture  ; whereas  ’ 5 c?.  per  ton  per  mile  is 
the  charge  upon  the  Midland  Great  Western; 
and  Other  similar  cases  are  before  me. 

5165.  What  effect  have  these  high  charges 
upon  the  agricultural  interests  of  the  district 
through  which  the  line  travels  ? — They  have  the 
most  injurious  effect  upon  the  local  interests. 
There  is  no  doubt  that,  as  regards  manures,  taking 
them  in  the  first  instance,  they  have  the  most  op- 
pressive effect  upon  agriculture  in  those  districts ; 
with  regard  to  furniture,  it  deprives  a number  of 
people  of  the  opportunity  of  having  social  and 
domestic  comforts  which  they  would  have  if  they 
could  obtain  the  appliances  on  cheaper  terms. 

5166.  Is  there  anything  special  as  regards  the 
through  traffic  between  England  and  Ireland, 
which  you  wish  to  state  to  the  Committee  ? — It 
appears  that  the  railway  companies,  when  they 
work  upon  the  combined  principle  of  sea  packet 
and  railway,  increase  the  sea  passage  over  what 
they  Avould  chai'ge  if  they  were  exclusively  steam 
packet  companies  in  order  to  make  the  profits 
upon  the  entire  run  suitable  to  their  own  pur- 
poses ; that,  therefore,  requires  a modification 
which  would  be  of  course  a matter  for  the  Board 
of  Trade. 

5167.  Is  there  any  charge  for  goods  between 
Mayo  and  Dublin  which  tends  to  produce  an  in- 
equality of  chai'ge  ujion  the  general  public  ? — 
Not  that  I am  aware  of  as  regards  the  charges 
upon  goods  themselves ; but  I think  that  in- 
equality is  produced  indirectly  by  the  system 
which  is  very  prevalent  upon  some  of  the  lines, 
I think  the  Midland  for  one,  of  giving  free 
passes  to  individuals  connected  with  the  trade, 
which  enables  them  to  travel  at  all  periods  of  the 
year.  The  owners  of  goods  are  specially  pre- 
ferred by  getting  passes  for  themselves  indivi- 
dually, and  that  to  a very  large  extent. 

5168.  But  they  must  have  a certain  amount  of 
consignments  during  the  year,  to  show  that  they 
are  entitled  to  it,  must  they  not  ? — I think  there 
is  no  check  upon  that  whatever  ; I do  not  think 
there  is  any  rule  of  the  kind  you  mention,  and, 
therefore,  the  poorer  trader  is  handicapped  by 
the  system,  unless  it  is  revised. 

5169.  What  proposal  would  you  submit  to  the 
Committee  to  remedy  these  things  that  you  com- 
plain of? — I have  only  had  a very  short  time  in 

which 
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Mr.  O'Sullivan — continued. 

which  to  consider  the  course  that  ought  to  be 
adopted  for  the  purpose  of  remedying  the  existing 
evils,  but  I am  strongly  of  opinion  that  the 
powers  conferred  upon  the  Railway  Commis- 
sioners under  the  Act  of  1873  are  very  insuffi- 
cient. In  the  first  place  their  powers  are  princi- 
pally confined  to  the  regulation  of  the  system  as 
between  rival  companies,  and  the  Railway  Com- 
missioners have  also  the  power  over  terminal 
charges,  but  in  other  respects  I think  their  powers 
are  too  limited.  I should  say  that  they  ought 
also  to  have  the  power  of  establishing  a system 
of  supervision  which  would  enable  them  to  ascer- 
tain where  evils  exist,  and  for  that  i)urpose  I 
think  it  would  be  advisable  that  they  should  have 
the  power  of  sending  .an  inspector  upon  the  spot, 
to  ascertain  by  a monthly  inquiry,  what  the 
nature  of  the  evils  is,  when  complaints  are  once 
made  of  their  existence.  That  would  be  some- 
what analogous  to  the  inspector  now  sent  down 
by  the  Local  Government  Board,  and  the 
example  there  set,  I think,  ig  deserving  of  imita- 
tion. After  the  Railway  Commissioners  had  ascer- 
tained the  prima  facie  cause  of  complaint,  they 
could  investigate  it  themselves,  with  the 
assistance,  if  necessary,  of  the  report  of  the  in- 
spector they  had  sent  down,  and  would  have  the 
power  of  coming  to  a conclusion  upon  the  subject, 
which  I think  in  many  instances  would  be  calcu- 
lated to  give  satisfaction  to  those  interested.  If 
not,  I should  say  there  ought  to  be  an  appeal 
upon  questions  of  a particular  character,  which 
could  be  classified  in  any  Act  of  Parliament 
which  might  be  passed  ; that  is  to  say,  that  when- 
ever the  gravity  of  the  question  was  sufficient  to 
justify  an  appeal,  there  should  be  an  appeal  to 
either  the  Court  of  Appeal  in  Ireland,  or  to  the 
House  of  Lords. 

5170.  Is  there  not  a canal  in  the  hands  of  the 
Midland  Railway  Company  ? — The  Royal  Canal 
is  now  amalgamated  with  the  Midland  Great 
Western,  and  they  work  that  canal  themselves 
upon  their  own  system  ; the  traffic  appears  to 
have  decreased  very  considerably  latterly ; indeed 
there  appears  to  have  been  scarcely  anything 
doing  on  the  canal. 

5171.  Have  you  had  many  complaints  of  the 
way  in  which  the  company  have  managed  the 
canal  since  they  have  had  it  in  their  hands  ? — I 
have  heard  many  complaints,  and  there  is  con- 
siderable dissatisfaction  as  to  the  benefits  of 
water  travelling  upon  the  canal  not  being  made 
available  to  the  extent  they  ought  to  be. 

5172.  So  the  canal  is  scarcely  used  at  all? — It 
is  not  worked  at  all  to  the  extent  that  it  ought 
to  be  ; it  was  an  extremely  costly  work,  and  at 
the  time  it  was  made  it  was  supposed  to  be  a great 
national  undertaking,  whereas  it  is  now  com- 
paratively unused. 

Mr.  Paget. 

5173.  Do  you  consider  as  a matter  of  law  that 
a railway  company  has  the  right  to  contract  them- 
selves out  of  their  liability  with  respect  to  goods  ? 
— Certainly  not  if  the  liability  attaches  upon 
them  under  the  express  terms  of  their  Act. 

5174.  Have  you  examined  the  Act  of  this 
particular  railway  company  to  see  what  liability 
it  entails  upon  them  ? — The  question  is  so  general 


Mr.  Paget — continued. 

that  it  does  not  admit  of  a specific  answer.  In 
this  particular  instance  which  I have  mentioned 
to  the  Committee,  I do  not  think  they  have  ex- 
ceeded their  power;  that  is,  that  they  have 
entered  into  a contract  of  an  Illegal  character, 
although  it  throws  upon  the  owner  of  the  goods 
an  onus  which  is  very  inconvenient,  inasmuch  as 
he  must  stamp  the  agreement  himself,  and  must 
go  through  other  preliminaries  which  I do  not 
think  should  be  imposed  upon  him ; still  I do  not 
see  anything  contained  in  that  agreement  which 
is  in  any  way  contrary  to  the  express  terms  of 
the  Act  of  Parliament. 

5175.  Do  I understand  that  the  agreement  was 
actually  forced  upon  you  ? — I cannot  say  that  it 
was  actually  forced  upon  me,  but  it  was  given  me 
as  the  only  alternative  upon  which  I would  be  at 
liberty  to  send  my  furniture  and  goods. 

Chairman. 

5176.  At  that  price  ? — At  that  price  ; the  only 
alternative  from  the  maximum  rate. 

Mr.  Bolton. 

5177.  Do  you  consider  it  an  advantage  to  the 
public  generally  that  the  railway  companies  should 
be  allowed  to  carry  goods  at  a lower  rate  than  the 
maximum  rate  at  the  risk  of  the  consignor.  Take 
this  case  in  point;  I understand  you  had  the  option 
of  paying  a high  rate  for  those  goods,  but  not 
beyond  the  maximum  rate,  and  you  had  the 
alternative  of  paying  a lower  rate,  taking  the 
risk  upon  yourself ; do  you  think  it  desirable  that 
that  power  of  reduction  should  be  retained  ? — 
Certainly,  if  judiciously  exercised. 

5178.  I find  the  reduction  was  about  20  per 
cent.  ? — About  that. 

Sir  Edward  fVatkin. 

5179.  Do  you  complain  of  the  company  you 
are  speaking  of  charging  more  than  their  legal 
power  authorises  them  to  do? — No,  I do  not. 

5180.  Then  what  do  you  complain  of? — In  the 
first  place  I complain  of  the  maximum  rate  being 
too  high ; I think  the  maximum  rate  under  the 
Act  ought  to  be  altered.  The  maximum  rate 
under  the  Act  of  Parliament  in  each  of  the  five 
classes  is  too  high,  especially  that  which  prevents 
the  utilizing  for  the  benefit  of- the  nation  of  the 
vast  quantities  of  peat  which  exist  in  the  country. 
If  there  were  facilities  of  transmission  from  the 
distant  portions  of  Ireland,  where  the  peat  most 
abounds,  the  result  would  be  the  encouragement 
of  an  industiy  which  would  be  highly  beneficial 
to  the  people. 

5181.  Your  complaint  is  not  that  these  rail- 
ways in  Ireland  are  doing  illegal  things,  but  you 
think  the  time  has  come  when  the  railway  classi- 
fication in  Ireland  should  be  modified  and 
modernized  with  the  view  to  the  development  of 
the  resources  of  the  country? — Certainly. 

5182.  But  you  would  not  wish  to  do  that  with 
a view  to  the  reduction  of  the  dividend  to  the 
Irish  shareholders? — I could  scarcely  entertain 
that  proposition,  because  I think  the  result  of  the 
alteration  of  the  rates  would  be  an  increase  of 
traffic. 

F E 4 
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Sir  Edward  Watkin — continued. 

5183.  Supposing  Avliat  you  have  proposed  to 
be  carried  out,  which  I have  no  doubt  would  be  a 
very  good  thing  for  Ireland,  would  you  propose  to 
saddle  that  entirely  upon  the  shoulders  of  the 
shareholders  ? — No,  supposing  that  that  implied 
any  disadvantage  to  them;  but  I do  not  admit 
the  probability  of  that. 

Chairman. 

5184.  You  said  that  upon  the  Midland  Rail- 
way the  charges  for  those  things  you  have  been 
referring  to  were  higher  than  upon  the  Great 
Southern  and  Western  : do  you  happen  to  know 
if  that  is  so? — Yes  ; the  Act  of  Parliament  under 
Avhich  the  Midland  Great  Western  Company  .was 
first  incorporated,  was  the  Act  of  1845,  and  then 


Chairman — continued. 

by  a subsequent  Act  of  1857,  the  rates  which 
were  sanctioned  by  the  Act  of  1845  were  im- 
ported into  the  Act  which  enabled  the  company 
to  make  the  Great  Northern  and  Western  Rail- 
way of  Ireland,  which  now  is  incorporated  with 
the  Midland,  and  goes  on  to  Foxford  ; the  rates 
in  both  Acts  are  the  same. 

5185.  But  it  sti’ikes  me,  looking  casually  over 
this  return,  that  the  Midland  Great  Western 
of  Ireland,  has  decidedly  higher  chai'ges  for  those 
articles  than  most  of  the  other  railways  in  Ire- 
land ? — Certainly. 

5186.  I see  that  they  are  entitled  to  charge 
for  dung,  manure,  and  limestone,  2 d.  ; whereas, 
in  most  of  the  other  Acts  it  is  l.i  d.,  and  3 d.  for 
articles  which  are  2 d.  upon  other  lines  ? — That 
is  so. 
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Mr.  Nicholson. 

5187.  In  your  evidence  of  the  9th  of  May  you 
gave  it  as  your  opinion  that  it  would  be  an  ad- 
vantage that  there  should  be  an  oflficer  of  the 

O , 

Board  of  Trade  to  consult  with  in  regard  to  rail- 
way difficulties,  and  also  that  the  chambers  of 
commerce  should  have  a locus  standi  before  the 
Railway  Commissioners  ; do  you  not  think  that 
that  would  have  this  effect, — that  the  chamber  of 
commerce  would  first  investigate  a case  that  Avas 
brought  before  them  by  a private  individual  ? — 
No  doubt. 

5188.  So  that  their  case  being  investigated  by 
most  likely  the  clerk  or  secretary  to  the  chamber 
of  commerce,  would  be  considered  a fair  primd 
facie  case  before  being  submitted  to  the  Board  of 
Trade? — No  doubt. 

5189.  That  would  facilitate  the  action  of  the 
Board  of  Trade  ? — It  would. 

5190.  Would  you  recommend  that  the  official 
you  indicate  should  be  a permanent  official  of 
the  Board  of  Trade? — Yes,  I think  so;  1 would 
not  confine  my  suggestion  to  the  chambers  of 
commerce,  but  would  Include  trade  associations 
generally. 

Lord  Randolph  Churchill. 

5191.  You  stated  in  your  evidence  that  the 
Staffordshire  iron  trade  had  fallen  off,  and  you 
Avere  asked,  I think  by  Sir  Edward  Watkin,  if 
although  the  furnaces  Avere  feAver,  they  had  not 
Increased  in  productive  capacity  ; have  you  any 
figures  upon  that  point  which  you  Avere  not  able 
at  the  time  to  produce  ? — I find  that  in  the  year 
1855  the  production  of  pig-iron  in  the  United 
Kingdom  Avas,  in  round  figures,  3,200,000  tons, 
and  that  of  that  total  South  Staffordshire  pro- 
duced 754,000  tons,  that  is  to  say,  the  South 
Staffordshire  proportion  was  one-fourth  of  the 
whole  production  of  the  United  Kingdom.  In 
1880  the  production  of  the  United  Kingdom  Avas 
7,700,000  tons,  while  the  South  Staffordshh-e  jjro- 
portion  Avas  only  334,000  tons. 
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5192.  What  proj)ortion  does  that  bear  to  the 
total  production  ? — It  is  about  l-23rd  as  against 
l-4th.  But  besides  that  in  1880  there  were 
51  furnaces  in  blast,  AA'hereas  in  1881  there  are 
only  41. 

5193.  That  is  to  say,  a reduction  of  10  fur- 
naces in  one  year? — Ves,  there  are  only  41 
noAV. 

5194.  So  that  that  Avould  represent  a still 
further  falling  off  for  this  year? — Yes. 

5195.  About  how  much  should  you  say  in 
tons? — About  66,000  tons  further  falling  off, 
Avhich  would  make  the  Staffordshire  production 
about  l-28th. 

5196.  Could  you  give  the  Committee  an  idea 
of  the  actual  diminution  of  the  iron  mining  in 
Staffordshire  ? — The  amount  of  iron-stone  pro- 
duced in  1 855  in  South  Staffordshire  Avas  2,500,000 
tons ; the  last  year  that  the  returns  are  made  up 
for  is  1879,  and  it  had  then  fallen  off  to  105,000 
tons  from  2,500,000.  Since  then  there  has  been 
a still  further  large  reduction,  but  the  returns 
are  not  made  up.  Speaking  of  the  pig-iron  trade 
I might  say  that  already  in  1881,  four  firms  have 
failed  out  of  the  small  number  existing,  and  there 
are  se-veral  blastfurnace  plants  being  pulled  doAvn 
and  sold  off  for  old  materials. 

5197.  I suppose  that  is  OAvlng  to  the  general 
depression  in  the  iron  trade? — It  is  OAving  to  the 
particular  depression  of  the  district. 

5198.  VicAving  the  decline  of  the  Staffordshire 
iron  trade,  and  the  practical  extinction  of  the 
local  resources  in  the  way  of  ironstone,  and  the 
almost  entire  dependence  of  South  Staffordshire 
upon  foreign  materials,  I suppose  that  a liberal 
reduction  in  the  rates  is  vital  to  a continuance  of 
the  trade  ? — Certainly,  it  is  obviously  vital. 

5199.  You  have  no  doubt  upon  that  point? — 
Not  the  slightest. 

5200.  I suppose  a reduction,  such  as  you  have 
alluded  to,  would  be  equally  to  the  advantage  of 
the  companies  ? — I have  no  doubt  of  it. 

G G 5201.  I suppose 


234 


MINUTES  OP  EVIDENCE  TAKEN  BEFORE  THE 


16  May  1881.] 


Mr.  Hickman. 


[ Continued. 


Lord  Randolph  Churchill — continued. 

5201.  I suppose  the  companies  have  gone  to  a 
large  expense  to  make  these  lines  in  South  Staf- 
fordshire?— 'I  hat  is  so. 

5202.  And,  of  course,  if  the  trade  became  ex- 
tinct, they  would  not  get  the  same  interest  upon 
their  money  ? — Of  course. 

5203.  All  they  would  get  would  be  the  traffic 
passing  through,  and  the  local  traffic? — That 
would  be  so. 

5204.  Have  you  ever  made  any  calculation  as 
to  the  cost  to  railway  companies  of  running  a 
train  load? — Yes  ; I was  asked  this  question  on 
the  last  occasion,  and  I could  not  then  give  an 
answer  to  it.  I thought  the  best  way  was  to  refer 
to  the  railway  companies’  own  returns.  I have 
here  the  Great  Western  and  the  London  and 
North  Western  Companies’  last  reports ; and  I 
find  that  the  cost  per  train  mile  run,  including 
maintenance  of  railway  and  every  expense,  is 
2 s.  3 (1.  per  train  mile  upon  the  London  and 
North  Western  Railway. 

5205.  W’^hat  is  it  upon  the  Great  Western 
Railway  ? — Upon  the  Great  Western  Railway 
it  is  2 s.  2d.  I ought  to  say  that  the  only  item 
I have  omitted  out  of  the  whole  charge  is  the 
renewal  of  carriag-es  and  wagons,  and  as  the 
wagons  are  supplied  for  this  particular  traffic,  1 
thought  it  unnecessary  to  Include  that,  but  with 
that  exception,  evei’ything  is  Included.  The 
gross  receipts  per  train  luile  upon  the  London 
and  North  Western  Railway  for  goods,  are 
6 .^.  6 d.,  and  for  passengers,  4 s.  Id.,  giving  an 
average  of  gross  receipts  per  train  mile,  of 
5 s.  6 1 tZ. 

5206.  What  is  it  on  the  Great  Western  Rail- 
way ? — On  the  Great  Western  Railway  the  goods 
produced  5 s.  6 d.,  and  the  passengers  5 s , making 
an  avei’age  of  5 s.  3 rf.  Now  comp.aring  these 
figures  with  the  rate  that  I have  advocated,  and 
taking  the  shortest  distance  (which  would  tell 
most  against  the  railway  company),  we  should 
have  from  Round  Oak  to  Deepfields,  say  a train 
load  of  240  tons. 

5207.  Is  that  an  ordinary  train  load? — It  Is 

about  an  average  train  load.  I am  told  that  a 
train  load  consists  of  35  wagons,  at  8 tons  each, 
that  would  be  280  tons;  at. 7 tons  each,  235,  so 
you  may  take  240  as  being  a fair  average.  You 
would  have  240  tons  at  ^ d.  per  ton  per  mile,  for 
six  miles,  and  that  would  give  you  3 /.,  despatch- 
ing and  discharging  240  tons  at  4 d.  (that  is  2 d. 
for  despatching  and  2 d.  for  discharging)  would 
be  4 ; making  a total  of  7 1.,  and  that  upon  the 

six  miles,  would  be  23s.  4 d.  per  train  mile.  That 
would  allow  for  going  back  the  whole  distance 
empty,  and  would  still  leave  more  than  double 
the  average  receipts  of  either  of  the  companies. 

5208.  After  deducting  for  the  return  of  the 
empties  ? — It  would  give  you  the  same  rate  for 
returning  empties  as  well ; it  would  give  you 
11s.  S d.  per  ti’ain  mile  both  ways  all  through, 
and  that  is  more  than  double  the  receipt  of  either 
of  the  companies,  including  the  “ Flying  Dutch- 
man,” the  Irish  and  Scotch  expresses,  and  all  the 
expensive  trains.  But  besides  this,  if  they  fixed 
moderate  rates  for  the  carriage  of  pig-iron,  they 
would  get  a large  amount  of  back  loading  which 
would  also  increase  their  receipts,  and  of  course 
running  a mineral  train  from  one  siding  to  another 


Lord  Randolph  Churchill — continued, 
every  day,  all  the  year  round,  it  could  be  run 
very  much  cheaper ; it  would  be  a constant  thing 
every  day  through  the  year. 

5209.  You  say  that  if  they  took  the  rate  you 
advocate,  of  ^ d.  per  ton  per  mile,  they  would 
on  a train  of  240  tons  from  Round  Oak  to  Deep- 
fields,  get  7 Z.,  or  23  s.  4 d,  per  mile  run? — Yes. 

5210.  Can  you  tell  me  what  would  be  the 
actual  charge,  under  the  present  rate,  of  a train 
load  of  240  tons,  from  Round  Oak  to  Deejffields? 
— It  would  be  19  Z. 

5211.  How  do  you  make  that  out? — 240  tons 
at  1 s.  7 d.  would  give  it  exactly. 

5212.  Such  a rate  as  that  is  practically  pro- 
hibitive, is  it  not? — Certainly. 

5213.  Supposing  the  rates  were  lowered  as 
you  suggest  to  that  halfpenny  rate,  what  traffic 
would  you  yourself,  as  a large  iron  smelter, 
supply  the  companies  with,  on  that  bit  of  line  ? — 
I should  be  able  to  take  a train  load  myself  every 
day  with  my  present  consumption,  but  if  those 
rates  were  altered  I should  be  able  to  double  my 
consumption  in  a very  short  time, 

5214.  How  often  do  you  suppose  you  take  a 
train  load  now  from  Round  Oak  to  Deepfields? — 
I never  take  a train  load  at  all,  we  might  perhaps 
have  240  tons  once  in  a month  or  six  weeks. 

5215.  So  that  it  comes  to  this,  that  for  your- 
self alone.  If  the  rates  were  reduced,  the  com- 
panies would  take  from  you  7 Z.  a day,  or  42  Z.  a 
week,  whereas  at  the  present  time  they  do  not 
take  from  you  19  Z.  a month  ; that  is  the  result  of 
the  policy  which  they  are  now  pursuing? — Pre- 
cisely so. 

5216.  And  I suppose  that  argument  and  cal- 
culation would  apply  to  several  other  large  iron 
smelters  besides  yourself? — It  would  apply  to  a 
large  extent,  it  would  cause  furnaces  to  be  built, 
and  it  would  cause  trade  to  spring  up. 

5217.  Have  you  any  information  to  give  the 
Committee  v/ith  reference  to  the  rates  charged 
In  other  districts,  because  there  were  questions 
on  that  subject  jiut  to  you  on  the  last  occasion, 
which  you  were  unable  to  answer,  do  you  know 
anything  about  the  rates  charged  in  the  Cleve- 
land district  ? — I find  that  in  the  Cleveland 
district  on  the  average,  the  furnaces  appear  to  be 
about  20  miles  from  the  ironstone  deposit,  and 
the  coal  and  coke  have  to  be  carried  about  14 
miles.  The  hematite  of  which  a good  deal  also 
is  used,  has  to  be  carried  about  120  miles. 

5218.  So  that  Cleveland  has  not  naturally  such 
a very  great  advantage  over  South  Staffordshire 
as  far  as  those  things  are  concerned  ? — I do  not 
think  it  has.  Now  taking  the  rates  for  coke 
first,  from  Shildon  Lodge  Colliery  to  Middles- 
boro’,  a distance  of  20  miles,  the  rate  is  1 s.  7 tZ. ; 
for  ironstone  from  North  Skelton  to  Middlesboro’, 
a distance  of  14  miles,  the  I’ate  is  1 s.  2 d.  On 
hematite  from  Eskett  to  Middlesboro’  a distance 
of  124  miles,  the  rate  is  8 s.  If  you  take  off  the 
4 d.  for  terminals  (that  is  the  original  4 d.\  those 
rates  work  out  a little  over  | (Z.  a ton  a mile. 

5219  That  is  the  rate  they  have  in  the  Cleve- 
land district? — Yes. 

5220.  As  against  that,  what  is  your  rate  in 
South  Staffordshire  ? — Three  pence  from  Round 
Oak  to  Deepfields,  and  1’36(Z.  from  North  to 
South  Staffordshire. 


5221.  What 
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Lord  Randolph  Churchill — continued. 

5221.  What  is  the  rate,  from  Northampton- 
shire to  South  Staffordshire  ? — About  ^ d. 

5222.  Do  you  know  anything  about  the  rates 
in  the  Lincolnshire  district? — From  Waleswood 
Colliery  to  Frodingham  a distance  of  59  miles, 
the  rate  is  2 s.  ‘id.,  that  is  less  than  ^ d.  a mile, 
including  the  4 d. 

5223.  Is  that  for  coke? — That  is  for  coke. 
Now,  the  next  is  for  iron-stone ; the  distance  from 
Lincoln  to  Frodingham  is  39  miles,  and  the  rate 
is  2 s.  2 <1. ; that  is  a fraction  over  h d.,  deducting 
the  4 d. 

5224.  Then  the  Lincolnshire  district  compares 
very  favourably  with  South  Staffordshire  so  far 
as  rates  are  concerned? — Yes.  Then,  taking 
Warwickshire  coal  from  Haunchwood  Colliery, 
near  Nuneaton,  to  Portsmouth,  a distance  of 
197  miles,  the  rate  is  7 s.  10  c?.;  to  Lincoln, 
from  the  same  collieries,  a distance  of  80  miles, 
the  rate  is  4 s.  3 c?.;  to  Bristol,  a distance  of  106 
miles,  the  rate  is  5 s.;  to  Nottingham,  47  miles, 
the  rate  is  3 s.  4 </. ; and  to  Rugby,  34  miles,  the 
rate  is  2 s.  ; the  Portsmouth  rate  is  less  than 
\d.,  including  the  terminals,  while  the  others, 
deducting  the  4 d.,  are  only  a fraction  over ; but 
the  rate  to  Wolverhampton  from  the  same  col- 
liery, a distance  of  30  miles,  is  4 s.  3 rf. ; while, 
as  I have  said,  to  Rugby  it  is  34  miles  for  2 s. 

5225.  Is  that  the  Midland  rate  you  are  quoting 
now  ? — Yes. 

5226.  How  do  you  account  for  the  extra- 
ordinary discrepancy? — I can  only  suppose  that 
when  the  Midland  Company  came  into  Wolver- 
hampton they  came  into  the  combination,  or  what 
you  were  pleased  to  call  the  “ Ring.’’ 

5227.  Did  not,  in  fact,  Mr.  Allport,  the 
manager  of  the  Midland  Company  state,  on  oath, 
before  a Committee  of  the  House,  that  if  the 
Midland  Railway  Company  were  allowed  to  come 
into  this  district  and  to  make  this  line,  they  were 
then  proposing,  it  would  result  in  a very  large 
reduction  of  the  rate  ? — It  was  his  opinion  that 
it  would. 

Chairman. 

5228.  Did  you  read  that  evidence  from  a 
printed  document  that  was  taken  from  a report’ 
of  the  Committee  ? — I did.  I do  not  think  that 
Mr.  Allport  swore  that  it  would  be  so,  but  that, 
in  his  opinion,  it  would  be  so. 

Lord  Randolph  Churchill. 

5229.  Is  this  the  evidence  to  which  you  refer: 
“The  London  and  North  Western  Company  ai’e 
the  people  who  have  fixed  the  rates,  but  they  are 
too  high.  I have  no  hesitation  in  saying  that, 
looking  at  other  iron  districts  in  the  country,  the 
South  Staffordshire  rates  are  too  high  ; ” and 
then  the  learned  counsel  asked,  “ Do  you  main- 
tain that  opinion  ? ” A.  “ I do.  ” Then,  again, 
he  was  asked,  “ It  will  be  a permanent  reduction 
of  rates,”  and  his  answer  was,  “ I should  think 
so.”  Q.  “ Is  that  your  conviction  ? ” A.  “ It  is 
a very  rare  thing  that  rates  are  advanced;  some- 
times they  are.  I have  no  doubt  they  will  be 
reduced.”  Is  that  the  evidence  that  Mr.  All- 
port gave  ? — Precisely. 

5230.  And  the  result  of  it  has  been  that  the 
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rates  of  the  Midland  Company,  instead  of  their 
being  reduced  to  the  rates  they  wouhl  be  able 
to  run  at,  on  their  own  line,  have  been  raised  to 
the  level  of  the  rates  of  the  London  and  North 
Western  Company  ? — Practically  they  have 
been. 

5231.  The  Midland  Railway  Company  carry 
to  Rugby  at  the  London  and  North  Western 
Comjoany’s  own  rate,  but  the  moment  they  come 
into  this  district  they  raise  the  rate  to  4 s.  3 c?.  ? 
— That  is  si). 

5232.  Were  the  ironmasters  in  this  district  in 
favour  of  the  Midland  Company  coming  in  ? — 
No  doubt;  we  thought  it  would  be  a great  re- 
lief to  us. 

5233.  As  a matter  of  fact,  as  far  as  goods  are 
concerned,  you  have  not  derived  the  slightest  ad- 
vantage ? — Not  the  slightest. 

5234.  Therefore,  that  being  so,  I presume  you 
would  not  advise  Committees  of  this  House  to 
be  much  influenced  by  promises  of  reduced  rates 
when  made  by  managers  of  railway  companies  on 
asking  for  new  lines  ? — It  would  be  desirable,  I 
think,  to  have  them  in  a binding  form  ; but  I 
do  not  wish  to  say  anything  offensive  about 
railway  managers ; I think  they  are  not  w'orse 
than  other  people. 

5235.  Have  you  anything  to  say  about  foreign 
rates? — Yes;  the  lowest  rates  at  which  iron-ore 
and  iron-stone  are  carried  in  Belgium  are  *486?. 
per  ton  per  mile. 

Sir  Edward  Watliin. 

5236.  A little  less  than  | d.  ? — Yes,  a little 
less  than  ^ d. 

Mr.  Barclay. 

5237.  Does  that  include  the  waggon  ? — I am 
informed  that  it  does. 

Sir  Edward  Wathin. 

5238.  Is  that  upon  the  Government  Belgian 
Railways  or  upon  the  open  lines ; as  you  know, 
there  are  Government  Belgian  Railways,  and 
also  some  under  com])anles? — I cannot  say  which 
it  would  be  upon ; I am  taking  my  evidence 
from  the  “ Iron  and  Steel  Trades  ” Report,  which 
has  just  been  issued. 

Lord  Randolph  Churchill. 

5239.  What  is  the  average  rate  ? — The  aver- 
age rate  is  *56.  In  France  the  lowest  is  *54,  and 
the  average  '66  ; in  Germany  the  lowest  is  *45, 
and  the  average  is  *51 ; in  Luxembourg  the 
lowest  is  *42,  and  the  average  *46  ; in  the  United 
States  the  lowest  is  *36,  and  the  average  *56.  I 
ought  to  add  that  in  the  Belgian  and  German 
rates  the  Government  duty  is  included. 

5240.  So  that  it  is,  practically  a much  lower 
railway  rate  than  you  have  quoted  ? — It  is  lower 
no  doubt,  but  I do  not  know  what  their  Govern- 
ment duty  is.  Now,  deducting  the  id.,  which  I 
have  suggested,  from  the  above,  it  will  bring  the 
average  to  a little  below  \d.  a ton  a mile,  the 
rate  w*hich  I have  ventured  to  advocate  upon  the 
same  class  of  goods. 
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5241.  You  have  a half-penny  rate  from  North- 
amptonshire, have  you  not? — Yes. 

5242.  Sir  Edward  Watkin  asked  you  if  that 
was  a fair  rate,  and  you  stated  that  you  thought 
it  was  ; but  I suppose  the  company  might  raise 
that  rate  if  they  chose  ? — Undoubtedly,  that  is 
why  I ask  that  the  maximum  should  be  fixed  at 
about  that  rate,  as  we  are  liable  to  have  the  rate 
raised. 

5243.  Have  any  of  the  rates  been  raised  lately? 
— Yes,  we  had  a rise  lately  upon  the  North 
Staffordshire  Railway  into  South  Staffordshire, 
amounting  to  7^  per  cent.  I. should  say  that  the 
way  the  advance  came  about  was  this  : it  has 
always  been  the  custom  of  the  companies  carry- 
ing into  South  Staffordshire,  for  minerals,  to 
carry  at  what  is  called  long  weight,  that  is  to  say, 
120  lbs.  for  a cwt.,  and  lately  they  have  adopted 
the  statutory  weight  of  112  lbs.  to  the  cwt.,  and 
still  charge  the  same  rate  per  cwt.,  so  that 
practically  it  amounts  to  an  advance  of  i)er 
cent.  [Since  this  evidence  was  given  1 have 
received  notice  from  the  North  Staffordshire 
Company  of  a corresponding  reduction.] 

Sir  Edward  Watkin. 

5244.  It  is  the  same  rate,  only  they  carry 
20  cwt.  to  the  ton  instead  of  21  cwt.  ? — Yes: 
precisely. 

5245.  Is  that  the  case  all  over  the  system? — I 
cannot  say  that. 

Lord  Randolph  Churchill. 

5246.  It  is  rather  an  ingenious  v/ay  of  putting 
a rise  upon  the  public  without  appearing  to  raise 
the  rate  I — You  may  put  it  so. 

5247.  It  is  your  decided  opinion  that  unless 
the  companies  reduce  the  rates  complained  of  to 
about  the  level  of  the  Northamptonshire  rate,  the 
extinctiou  of  the  Staffordshire  iron  trade  is  but  a 
question  of  time  ? — ^It  is. 

5248.  There  is  no  doubt  of  it  whatever? — 
There  is  no  doubt  of  it  whatever 

5249.  You  are  in  favour  of  a six  mile  clause,  are 
you  not ; will  you  just  explain  to  the  Committee 
Avhat  you  mean  by  a six  mile  clause  ? — I think  it  is 
only  reasonable  that  if  the  half-penny  rate  per  mile 
Avere  adopted,  the  companies  should  not  be  ex- 
pected to  carry  for  less  than  six  miles,  that  is  to 
say,  they  should  be  paid  as  for  six  miles,  for  any 
less  distance,  but  I think  that  the  six  mile  rate 
should  apply  to  the  Avhole  journey,  that  is  to  say, 
if  materials  Avere  carried  over  two  lines,  tAvo 
miles  over  one  railway  and  14  over  another,  that 
Ave  should  uot  pay  as  for  six  miles  upon  the  tAvo 
miles  and  then  pay  the  14  miles  as  Avell,  hut  I 
think  the  tAvo  miles  should  be  part  of  the  through 
rate  for  the  Avhole  journey. 

Mr.  Nicholson. 

5250.  You  mean  that  the  railway  companies 
should  arrange  it  amongst  themselves? — Yes, 
quite  so;  that  it  should  be  reckoned  as  one 
journey. 

Lord  Randolph  Churchill. 

5251.  AVould  you  apply  that  rate  to  all 
quantities  ? — No,  I do  not  think  it  Avould  be 
reasonable  to  expect  a raihvay  company  to  take 
two  or  three  trucks  at  so  low  a rate,  but  that 
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it  should  be  in  lots  of  not  less  than  100  or  150  tons. 
I do  not  think  it  reasonable  to  expect  the  railway 
company  to  collect  tAvo  or  three  trucks  at  one 
station  and  one  or  tAvo  at  another. 

5252.  Would  you  state,  as  the  net  result  of 
your  evidence,  the  rates  you  complain  of  and  the 
remedies  you  Avould  suggest  ?— -In  the  first  place 
I have  shoAvn  that  Staffordshire  AA'ants  relief; 
that  the  Staffordshire  rates  are  much  higher  than 
those  charged  in  other  districts  or  on  the  Con- 
tinent; that  the  maximum  rate  for  raAV  materials 
in  large  parcels  should  be  loAvered  to  ^ d.  per 
ton  per  mile,  with  alloAvance  for  despatching  and 
discharging ; that  such  a rate  Avmuld  pay  the 
companies  better  than  the  average  of  their  pre- 
sent business,  and  five  times  the  cost,  according 
to  their  OAAm  statement;  that  individual  traders 
are  poAverless  against  raihvay  companies  Avho 
charge  excessive  and  illegal  rates,  and  that  there 
should  be  an  official  of  the  Board  of  Trade  to 
compel  railAvay  companies  to  obey  the  laAV.  A 
little  exception  has  been  taken  to  my  account  of 
the  iutervicAv  Avhich  took  place  betAveen  Mr. 
Moon  and  the  deputation  from  the  “ Iron  Trade 
Association  ” as  given  by  me  in  ansAver  to  Ques- 
tion No.  4488.  In  the  first  place  I should  say 
that  this  intervicAV  took  place  six  years  ago.  I 
Avas  not  able  to  say,  Avhen  I Avas  last  examined 
before  this  Committee,  when  it  took  place,  but  I 
find  it  took  place  six  years  ago.  It  is  objected 
that  I stated  that  Mr.  Moon  said,  “ Supposing 
you  insist  upon  these  things  being  reduced  to  the 
legal  maximum  Ave  shall  raise  other  things  which 
are  beloAv  the  legal  maximum,  to  the  legal 
maximum,  and  you  Avill  be  Avorse  off.”  Now, 
Mr.  Moon,  I understand,  says  that  he  never 
admitted  that  they  Avere  charging  above  the  legal 
maximum.  I do  not  expressly  say  that  he  did 
admit  it.  I do  not  put  it  exactly  in  that  light, 
I Avish  to  put  my  ansAver  in  a slightly  different 
form.  He  said  virtually,  “ Supposing  you  insist 
upon  these  things  being  reduced  to  Avhat  you  say 
is  the  legal  maximum  rate.”  I seem  to  have 
stated  that  M r.  Moon,  in  express  terms,  admitted 
that  it  AA’as  above  the  legal  maximum. 

Mr.  Barclay. 

5253.  Your  contention  is,  that  if  the  policy 
you  propose  Avere  ado])ted  by  the  raihvay  com- 
panies there  would  be  an  enormous  trade  de- 
veloped ill  South  Staffordshire,  and  a profitable 
trade  to  the  raihvay  companies  ? — I do. 

5254.  You  had  some  considerable  hopes  from 
the  competition  of  the  raihvay  companies,  I be- 
lieve ? — Yes. 

5255.  And  those  hopes  have  been  entirely  dis- 
appointed, have  they  not? — Entirely. 

5256.  And  consequently  you  believe  that  the 
public  must  fall  back  upon  some  attempt  to  re- 
gulate raihvay  rates  ? — Precisely. 

5257.  As  far  as  coal  and  iron-stone  are  con- 
cerned, you  contend  that  a halfpenny  a ton  a mile 
ought  to  be  the  maximum  rate  with  the  six  mile 
short  distance  ? — For  large  quantities. 

5258.  Quantities  of  100  tons  and  upw  ards  ? — 
Yes. 

5259.  Would  you  add  to  the  short  distance, 
the  4 <f.  a ton  you  indicate  as  for  dispatching  and 
discharging  ? — I would. 


5260.  That 
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5260.  That  would  bring  it  out  that  the  smallest 
sum  a railway  company  could  receive  would  he 
7 d.  a ton  ? — 7 d,  a ton. 

5261.  Supposing  that  this  policy  were  adopted, 
how  woidd  it  affect  you  on  the  rate  from  North- 
ampton?— 1 do  not  apprehend  that  it  would  affect 
the  rate  from  Northampton  at  all. 

5262.  What  is  the  distance  ? — That  rate  which 
I quoted  is  not  from  Northampton,  hut  from 
Thrapstone ; that  is  in  the  Northampton  dis- 
trict ; the  distance  is  85  miles,  and  the  rate  is 
3 s.  3 d. 

5263.  That  85  miles  at  Id.  would  come  to 
3s.  6id.  ?-Yes. 

5264.  And  the  terminals  4 d.  would  make  it 

3 s.  lOifI  ?— Yes. 

5265.  Which  would  increase  your  rates  hy 
7Jd.  ? - I do  not  advocate  that  there  should  he  a 
minimum  of  ^d.  a mile,  but  that  that  should  he 
the  maximum  rate.  The  railway  company  would 
still  be  at  liberty  to  chaige  less  than  that  if  they 
thought  it  advantageous  to  do  so. 

5266.  Supposing  this  policy  you  advocate  of 
\d.  a ton  a mile  were  adopted  it  would  result  in 
this,  that  the  railway  company  would  raise  your 
rate  from  Northampton  to  3 s.  10.^ f/.  as  against 
3s.  3d.;  are  you  prepared  to  accept  that? — - 
Most  unquestionably. 

5267.  And  after  all  you  would  profit  very 
largely  ? — Undoubtedly. 

5268.  You  gave  the  Committee  a statement  of 
the  rates  that  the  companies  charge  you  for  coals 
over  those  short  bits  of  line  ; what  do  you  say  is 
the  maximum  rate  which  they  are  entitled  to 
charo-e  for  that  short  distance  ? — The  Great 
Western  rate  is  Ihd.  a ton  a mile. 

5269.  They  have  a short  distance  clause,  have 
they  not? — I am  not  aware  ; I think  not. 

5270.  How  many  miles  have  they  got? — Two 
miles,  49  chains. 

5S71.  And  the  other  railway? — ’Upon  the 
Stour  Valley  Railway  the  maximum  rate  is  Id. 
a ton  a mile  ; that  is  the  Stour  Valley  portion  of 
the  London  and  North  Western  Railway. 

5272.  What  is  the  maximum  rate  upon  that  ? 
— One  penny  a ton  a mile,  and  their  distance  is 

4 miles.  2 chains. 

5273.  And  have  they  a short- distance  rate  ? — 
They  have  no  short-distance  rate. 

5274.  According  to  the  figures  you  have  given, 
the  maximum  rate  they  would  be  entitled  to 
charge  would  be  from  9 d.  to  9|  d.  ? — It  would  be 
about  that. 

5275.  And  you  have  been  paying  upon  this 
line  1 s.  7 d.  for  all  these  years  instead  of  that 
sum? — We  have  not  been  paying  it  because  we 
have  not  been  doing  the  business ; it  has  pre- 
vented the  liusiness  being  done.  Upon  what  has 
been  carried  we  have  been  paying  that  1 s.  7 d. 

5276.  Have  you  carried  any  considerable 
quantity  ? — No. 

5277.  The  railway  companies,  by  charging 
this  rate,  have  apparently  deprived  themselves 
of  a very  large  amount  of  traffic  ? — A very  large 
amount  of  traffic. 

5278.  Have  you  ever  pointed  out  to  the  com- 
panies when  they  were  asking  this  charge  of 
1 s.  7 d.,  that  they  were  exceeding  their  maximum 
rate?— 'Yes. 

0.54. 
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5279.  Did  the  companies  offer  any  reasonable 
explanation  why  they  were  making  such  a charge, 
or  upon  what  ground  they'  did  it?  — They  have 
all  sorts  of  ex{)lanations  to  give,  such  as  their 
right  to  charge  terminals,  and  so  on. 

5280.  Did  they  explain  what  kind  of  terminals 
they  were  entitled  to  charge? — No. 

5281.  Are  there  any  stations  at  the  two  points 
which  they  have  to  maintain  ? — From  Dudley  to 
Deepfields  they  deliver  into  my  siding,  and  not 
into  any  station  at  all. 

5282.  Where  do  they  get  the  coal  from  to 
begin  with? — From  Lord  Dudley’s  sidings  to 
begin  with. 

5283.  Then  they  take  it  from  one  private 
siding  to  another  private  siding,  through  the 
Dudley  Station  ; is  that  so? — Yes. 

5284.  And  at  Dudley  Station,  I suppose,  there 
is  an  arrangement  for  the  interchange  of  traffic? 
— There  is. 

5285.  There  does  not  appear  to  be,  therefore, 
any  ground  for  charging  terminals  at  the  re- 
spective stations  ? — I can  see  none  whatever. 

5286.  I see  that  you  told  the  Committee  that 
you  were  one  of  the  largest  makers  of  pig-iron 
in  South  Staffordshire  ? — I am. 

5287.  Could  you  give  us  some  idea  of  the 
quantity  of  pig-iron  you  make? — I make  about 
1,200  tons  a week. 

5288.  Did  it  not  occur  to  you  to  take  the  rail- 
way company  before  the  Railway  Commission,  and 
to  insist  upon  their  chai'ging  a fair  and  proper 
rate  ?—Yes. 

5289.  And  what  deterred  you  from  so  doing  ? 
— 'I'he  history  of  the  case  in  which  the  Chatterley 
Company  took  the  North  Staffordshire  Company 
before  the  Railway  Commissionei’s. 

5290.  Will  you  explain  a little  more  par- 
ticularly what  you  mean  by  that  answer  ? — The 
history  of  the  transaction  is  shortly  this  : the 
Chatterley  Company  found  that  they  were  being 
charged  what  they  considered  were  illegal  rates, 
and  took  the  North  Staffordshire  Company  before 
the  Railway  Commissioners.  The  North  Stafford- 
shire Company  had  a decision  given  against  them, 
and  the  Railway  Commissioners  ordered  the 
North  Staffordshire  Company  to  charge  the  rates, 
which  appeared  to  be  their  legal  maximum  rates, 
according  to  their  Act  of  Parliament;  thex’eupon 
the  North  Staflordshire  Railway  refused  to  carry 
for  the  Chatterley  Company  at  all,  and  stopped 
their  traffic  absolutely  ; then  the  Chatterley  Com- 
pany again  appealed  to  the  Railway  Commis- 
sioners, and  the  Railway  Commissioners  ordered 
that  the  North  Staffordshire  Company  should 
pay  50 1.  a day  until  they  resumed  the  traffic ; 
they  then  resumed  it  under  as  awkward  and  in- 
convenient circumstances  for  the  Chatterley 
Company  as  the  XMilway  Company  could  possibly 
arrange. 

5291.  In  short  I underetand  that  the  Chatterly 
Iron  Company  gained  their  case  in  evei'y  point 
before  the  Railway  Commissionex’s  ? — Yes,  they 
did. 

5292.  And  what  happened  subsequently  ? — 
They  wex-e  obliged  to  compromise  the  matter. 

5293.  Why  was  that? — Because  they  found 
that  they  w'ere  so  hampered,  though  they  had 
won  everything,  that  they  could  not  compel  the 
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railway  company  to  afford  them  ordinary  facilities 
such  as  were  necessary  to  enable  them  to  carry- 
on  their  business,  so  they  were  obliged  to  com- 
promise the  matter, 

5294.  I understand  you  to  stay  that  the  rail- 
way company  made  themselves  so  disagreeable 
or  so  inconvenient  to  the  Chatterly  Iron  Com- 
pany', that  the  Chatterly  Iron  Company  found  it 
expedient  or  necessary,  notwithstanding  that 
they'  had  the  law  on  their  side,  to  come  to  some 
understanding  or  compromise  with  the  railway 
companies  ? — Precisely. 

5295.  Do  you  know  the  nature  of  that  com- 
promise ? — -I  know  the  rates  were  reduced  and 
that  a sum  of  money  was  paid  by^  the  company  in 
respect  of  the  large  pi’evipus  over-charges. 

5296.  Do  you  think  that  the  railway  company 
are  compelling  the  Chatterley  Iron  Company 
now  to  pay  them  more  tlian  they  are  legally  en- 
titled to  ? — I believe  they'  are. 

5297.  In  consequence  of  the  experience  of  the 
Chatterley  Iron  Company,  in  trying  to  keej)  the 
railway  company  within  the  law,  you  have  been 
deterred  from  taking  the  railway  company  of 
which  you  complain  before  the  Railway  commis- 
sioners ? — I have. 

5298.  If  this  is  tlie  feeling  of  such  a large 
manufacturer  as  you  are,  and  paying  so  large  an 
amount  for  traffic  to  the  railway  companies,  do 
you  expect  that  people  sending  goods  occasionally 
by'  railway  would  have  the  courage,  or  be  at  the 
expense  and  trouble  of  bringing  railway  com- 
panies before  the  Railway  Commissioners  ? — 
That  is  obviously  out  of  the  question. 

5299.  You  referred  to  Chambers  of  Commerce, 
and  said  they  ought  to  have  a locus  standi  before 
the  Railway  Commissioners? — Yes;  no  doubt. 

5300.  Have  Chambers  of  Commerce  any 
funds  to  fight  with  ? — None  that  I know  any- 
thing about. 

5301.  Then  how  would  you  expect  that  they 
would  have  any  influence  over  railway  com- 
panies?— It  could  only  be  by  the  members  sub- 
scribing to  provide  funds  for  the  purpose. 

6302.  They  would  have  to  subscribe  in  every 
case  ? — Yes,  specially. 

5303.  So  we  come  to  this,  that  it  is  your  opinion 
that  only  a department  of  the  State  is  sufficiently 
strong  and  powerful  to  keep  the  railway  com- 
panies in  control  ? — Exactly. 

5304.  Do  you  think  further,  that  when  a rail- 
way company  wilfully  overcharges  there  ought 
to  be  some  penalty  attached  to  the  act,  to  deter 
them  from  such  practices  as  that  ? — I think 
there  might  be  very  fairly. 

5305.  If  you  attempted  (excuse  the  supposi- 
tion ) to  travel  without  a railway  ticket,  or  with  a 
second-class  ticket  in  a first-class  carriage,  I 
suppose  you  would  be  subjected  to  a legal 
penalty  ? — No  doubt. 

5306.  And  does  it  not  seem  fair  that  the  rail- 
way companies  when  they  wilfully  overcharge, 
should  in  a similar  wa}',  be  subject  to  a penalty  ? 
— U n (piestionably. 

5307.  Carrying  on  your  business  in  South  Staf- 
fordshire under  present  circumstances,  do  you  feel 
yourself  in  the  hands  of  the  I'ailway  companies? 
I do,  entirely. 
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5308.  It  is  quite  possible  for  the  railway  com- 
panies to  ruin  your  business  entirely  ? — It  is. 

5309.  And  in  most  cases  you  do  not  feel  that 
there  is  any  opportunity  of  getting  legal  redress? 
— Practically  there  is  a great  difficulty  in  getting 
legal  redress. 

5310.  Do  you  know  whether  the  North  Stafford- 
shire Company  obtained  power  last  year  with  regard 
to  raising  their  rates? — I believe  they  obtained 
power  last  year  to  raise  their  maximum  rates. 

5311.  Did  you  oppose  the  Bill? — I did  not 
know  of  the  Bill  until  after  it  had  passed. 

5312.  I suppose  you  saw  the  usual  statutory 
notice?- — No  doubt  it  was  published,  but  I did 
not  see  it.  d'he  local  Stafford  newspapers  do  not 
circulate  in  the  south. 

5313.  Do  you  think  it  would  be  a serious 
matter  for  the  Board  of  Trade  when  reporting 
upon  any  Bill,  as  they  are  bound  to  do  to  this 
House,  that  they  should  report  upon  any  ju-oposal 
to  raise  the  rates  and  express  their  opinion 
thereon  ? — Any  such  provision  would  unquestion- 
ably be  most  desirable.  Proceedings  before  a 
Parliamentary  Committee  against  a railway  com- 
pany are  very  expensive,  even  for  a large  trader; 
it  is  quite  beyond  the  competence  of  an  ordinai'y 
trader  to  undertake  them. 

5314.  You  think  that  the  Board  of  Trade 
should  have  the  power  to  prevent  the  raising  of 
the  rates  by  the  slipping  of  an  unopposed  Bill 
through  the  House  ? — I think  it  most  desirable. 

5315.  Are  you  aware  of  any  instance  in  which 
a railway  company  has  got  a Bill  through  this 
House  which  has  enabled  them  to  raise  the  rates, 
whereas  the  Bill  upon  the  face  of  it,  or  the  major 
portion  of  the  Bill  referred  to  some  other  things 
altogether?  — ! am  not  aware  of  any  such  case. 

Mr,  Samuelson. 

5316.  An  honourable  Member  asked  you  just 
now  whether  you  had  opposed  the  North  Staf- 
fordshire Act  of  last  Session,  by  which  they'  were 
empowered  to  raise  their  rates ; would  y'ou  have 
had  any  locus  standi  enabling  you  to  oppose  ? — 
As  a person  who  j)aid  freight  I should  imagine 
so,  but  I cannot  answer  the  question  with  any 
certainty,  not  having  any  acquaintance  with  the 
subject. 

5317.  Has  the  North  Staffordshire  Railway 
Company  a tei’minus  in  connection  with  your 
works? — No. 

5318.  You  modified  somewhat  your  statement 
of  the  eonversation  which  you  had  with  Mr. 
^loon,  the  Chairman  of  the  London  and  North 
Western  Railway  Company,  six  years  ago,  but 
y'Ou  do  not,  I understand,  modify  that  part  of  it 
in  which  he  is  stated  to  have  said,  that  if  some 
rates  were  reduced  others  w'ould  be  raised  ? — 
— That  is  so. 

5319.  It  would  have  been  in  the  pow'er  of  the 
London  and  North  \\Ystern  Company  to  have 
raised  its  rates  on  other  articles,  and  inflicted 
damage  upon  other  trades? — It  would, 

5320.  The  rates  actually  charged  are  those,  I 
suppose,  which  the  company  consider  w'ould  pay 
them  best? — I suppose  so. 

5321.  Therefore  if  the  rates  wei'e  raised  it 
could  not  be  in  order  to  give  additional  profit  to 
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the  railway  companies  ? — That  Is  a matter  of  in- 
ference as  to  what  is  going  on  in  their  minds, 
which  I should  be  scarcely  able  to  follow,  I think. 

5322.  But  the  result  would  not  be  a larger 
traffic? — It  would  not,  certainly. 

5323.  Therefore  if,  under  the  circumstances, 
the  company  raised  the  rates,  it  could  only  be 
for  the  purpose  of  annoyance  '! — That  seems  a 
fair  infei’ence. 

5324.  And  it  is  the  case.  Is  it  not,  that  by 
manipulating  the  rates  the  railway  companies 
have  it  in  their  power  to  annoy  traders? — No 
doubt. 

5325.  In  fact  I think  you  stated  that  they 
might  altogether  destroy  the  trade  of  those  whom 
they  wished  injuriously  to  affect  ? — Practically 
that  is  the  case,  there  is  no  doubt  about  it. 

5326.  You  stated  that  the  ju'oduction  of  pig- 
iron  had  diminished  very  much  in  South  Staf- 
fordshire. And  you  also  stated  in  answer  to  a 
question  from  an  honourable  Member  that  the 
capacity  of  the  South  Staffordshire  furnaces  had 
been  very  much  increased  duilng  that  time,  but 
not  in  anything  like  the  ratio  of  the  reduction  of 
the  number  of  furnaces  ?-- Certainly  not. 

5327.  You  are  aware  I suppose  that  blast 
furnaces  of  very  great  capacity,  and  blast  fur- 
nace plant  of  very  great  cost  have  been  erected 
in  other  districts? — They  have. 

5328.  That  has  not  been  the  case  to  the  same 
extent  in  South  Staffordshire  ? — It  has  not  been 
general  in  South  Staffordshire  to  the  same  extent. 

5329.  Suppose  the  North  Staffordshire  Com- 
pany were  to  reduce  the  rates  iu  the  way  you 
suggest,  and  that  upon  the  faith  of  that  a large 
capital  were  laid  out  in  the  South  Staffordshire 
district,  would  it  not  then  be  possible  for  the 
railway  company  by  adopting  a different  policy, 
to  render  that  plant  entirely  valueless  ? — IS'  o 
doubt  it  would  be. 

5330.  Therefore  it  is  quite  reasonable  that  the 
South  Staffordshire  iron  masters  should  hesitate 
very  considerably  before  they  lay  out  their 
capital  ? — Obviously. 

5331.  Therefore  it  would  not  be  sufficient  for 
your  purpose  that  the  railway  companies  should 
diminish  their  rates  on  minerals,  but  that  there 
should  be  also  some  power  which  should  after- 
wards prevent  them  from  raising  them  again  to 
what  they  had  been  before? — Yes,  from  raising 
them  unduly. 

5332.  Could  you  state  whether  the  suggestion 
which  you  have  made  before  this  Committee  as 
to  a uniform  5 d.  rate,  has  been  considered  by  the 
railway  companies  in  your  district  ? — I do  not 
know  that  it  has. 

5333.  Have  you  ever  submitted  the  plan  to 
them  ? — No. 

5334.  Have  you  ever  made  any  suggestions  to 
them  bearing  upon  such  a plan  ? — Only  in  loose 
conversation. 

5335.  With  whom  have  those  conversations 
taken  place  ? — I would  rather  not  refer  to  con- 
versations with  sub-managers  and  people  of  that 
sort,  as  it  might  create  difficulties  with  them. 

5336.  Your  conversations  at  all  events  have 
been  with  sub-managers? — Yes. 

5337.  Have  you  had  any  difficulty  in  approach- 
ing the  higher  authorities  of  the  railway  com- 
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panies? — No,  I cannot  say  that  ; we  are  always 
received  with  great  courtesy  by  Mr.  Moon  and 
all  his  officials. 

5338.  You  have  received  great  courtesy  from 
Mr.  Moon,  but  notwithstanding  that  you  have 
received  replies  of  the  character  of  that  which 
you  say  you  received  six  years  ago? — Practically 
that  has  been  the  result. 

Chairman. 

5339.  You  have  said  a good  deal  about  being 
deterred  from  coming  before  the  Railway  Com- 
missioners owing  to  annoyances  which  you  anti- 
cipate you  might  receive  from  the  company. 
Upon  that  I would  ask  you  in  what  respect 
would  application  to  the  Board  of  trade  be  free 
from  the  objections  incident  to  application  to  the 
Railway  Commissioners,  that  you  should  not 
anticipate  the  annoyance  in  the  one  case  to  which 
you  would  be  subject  in  the  other? — I apprehend 
that  the  action  of  the  Board  of  Trade  would  not 
be  looked  upon  as  the  individual  action  of  a 
particular  trader  rvould.  If  I went  to  the 
Board  of  Trade  and  they  took  my  case  to  the 
Railway  Commissioners  it  would  not  be  my  case 
alone,  it  would  be  the  case  of  the  district. 

5340.  Railway  companies  would  know  that 
you  Avere  coming  forwai’d  to  present  a case 
through  the  Board  of  Trade  before  the  Railway 
Commissioners,  it  would  be  perfectly  public,  why 
then  should  you  be  free  from  the  annoyance  to 
which  you  would  be  now  subject? — I think  the 
action  by  the  Board  of  Trade  would  be  very 
different  for  an  individual  trader  takino-  that 
action  himself,  it  would  not  be  concentrated 
upon  one  unfortunate  head  as  it  Avould  be  now. 

5341.  Does  not  it  strike  you  if  that  is  your 
answer,  that  no  legislative  or  judicial  mechanism 
can  prevent  such  annoyances  as  you  speak  of 
taking  place,  unless  the  traders  combined  together 
to  protect  themselves  ? — I think  we  should  in  the 
first  place  be  greatly  assisted  by  the  maximum 
legal  rate  being  reduced.  I am  now  taking  the 
point  which  Mr.  Moon’s  answer  suggests  to  me. 
In  the  first  place  if  the  maximum  legal  rate  were 
reduced  Ave  could  not  be  threatened  Avitli  the 
others  being  raised.  Then  if  we  had  a permanent 
official  as  I suggested,  he  would  assist  us,  he 
would  see  if  Ave  had  a fair  primd  facie  case  ; if  we 
had  he  would  take  it  up,  and  it  would  be  his 
action,  and  not  the  action  of  the  individual 
trader. 

5342.  Do  not  you  think  that  the  traders  of 
your  district,  from  what  you  have  stated,  as  I 
gather,  have  been  very  neglectful  in  protecting 
their  own  interest  by  combination? — No;  I can- 
not say  that  it  is  a question  which  Ave  have  often 
debated  and  considered,  and  we  found  that  united 
action  could  not  take  place  for  the  reason  I have 
described  ; individually  I should  be  benefited  by 
all  the  rates  being  raised  to  the  legal  maximum 
rates,  but  South  Staffordshire  would  be  gene- 
rally injured  by  all  the  rates  being  raised  to  their 
legal  maximum ; therefore  any  combination  in 
South  Staffordshire  is  impossible,  it  being  pre- 
vented by  the  expectation  of  the  rates  being 
raised,  which  are  at  present  below  the  legal 
maximum. 
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5343.  But  then,  supposing  the  proceeding  that 
you  advocate  to  be  adopted,  viz.,  that  you  should 
come  forward  and  get  the  Board  of  Trade  to  in- 
terfere to  reduce  your  rates,  to  see  that  the  max- 
imum legal  rate  was  not  exceeded ; then  I 
understand  from  you  that  the  great  body  of  other 
traders  would  be  dissatisfied  if,  in  consequence  of 
that  action,  the  railway  companies  raise  the  rates 
upon  the  other  articles  of  trade  ? — I do  not  sup- 
pose that  the  railway  companies  would  in  that 
case  raise  the  rates,  because  they  would  not 
punish  the  manufactured  iron  makers  for  the 
action  of  the  pig-iron  makers. 

5344.  Why  should  they  do  it  now  if  they 
would  not  do  it  then  ? — Because  the  action  now 
woidd  he  upon  the  part  of  the  whole  body  of 
traders  and  manufacturers  of  pig  and  manufac- 
tured iron ; it  is  the  latter  who  are  afraid  of 
having  their  rates  raised,  because  their  rates  are 
below  ours. 

5345.  Does  not  it  strike  you  (putting  aside  the 
lowering  of  the  rates)  with  regard  to  the  fact  of 
these  illegal  charges  having  been  made,  that  be- 
fore coming  to  a Government  department  to  have 
that  remedied,  vou  ought  to  have  taken  some 
action  at  law  on  your  own  behalf  to  see  whether 
the  law  was  not  strong  enough  to  protect  you  as 
it  is  ? — 1 bat  has  been  tried  by  the  Chatterley 
Iron  Com]>any. 

5346.  And  successfully  ? — Successfully  as  far 
as  a reduclion  of  the  rates  is  concerned,  but  un- 
successfully for  any  general  benefit. 

5347.  They  got  their  remedy,  you  say,  with 
reference  to  the  illegal  charges? — They  got  a 
decision,  but  they  did  not  get  a remedy. 

5348.  Did  they  get  a reduction  ? — No,  they 
did  not. 

5349.  Did  they  not  get  a reduction  to  the 
proper  legal  amount  ? — No,  they  did  not. 

5350.  Did  not  the  Hail  way  Commissioners 
order  it  ? — 'I’he  Commissioners  ordered  it,  but  the 
railway  company  refused  it  afterwards. 

5351.  Then  it  comes  to  this,  that  there  must  be 
something  wrong  in  the  power  of  the  Railway 
Commissioners  ? — No,  the  powei's  of  the  Com- 
missioners are  all  right,  but  the  railway  com])any 
so  hampered  the  Chatterley  Company  that  they 
were  obliged  to  pay  more  than  the  Railway  Com- 
missioners said  they  ought  to  pay. 

5352.  You  have  failed  to  show  me  why,  under 
the  Board  of  Trade  action,  all  these  indirect  con- 
sequences should  not  equally  follow? — I think  it 
is  perfectly  clear  that  the  action  of  the  Board  of 
Trade  would  be  followed  by  very  different  re- 
sults from  those  which  would  follow  upon  the 
action  of  an  individual  trader.  Supposing  half- 
a-dozen  little  men  went  to  the  Railway  Commis- 
sioners, and  laid  their  case  before  them  and  said, 
“ 4'his  company  is  charging  us  illegal  rates  ; here 
is  the  Act then  this  official  takes  the  case  up 
for  these  half-dozen  people,  and  gets  a decision 
upon  it. 

5353.  Does  not  a good  deal  of  your  evidence 
go  to  show  that,  in  your  ojiinion,  the  railway 
companies  do  not  know  their  own  interests  ? — I 
do  think  that  most  decidedly. 

5354.  That  they  do  not  know  how  to  make 
the  largest  sum  out  of  their  business? — I do 
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think  that  most  decidedly  ; I am  sure  that  is  the 
case  in  South  Staffordshire. 

5355.  1 suppose  you  would  say  that  the  Com- 
pany Avould  carry  a larger  amount  for  you  if 
they  lowered  their  rate? — I am  sure  they  would. 

5356.  And  that  the  total  result  would  be 
a larger  profit  to  the  Company? — I am  sure  it 
would. 

5357.  Would  not  another  argument  of  yours 
be  this,  that  the  railway  company  should  be 
compelled  to  make  an  equal  profit  upon  all 
branches  of  their  business  ; that  they  should  not 
be  allowed  to  make  a larger  profit  on  one,  and  a 
smaller  profit  on  the  other  branch  of  their 
business? — I could  not  say  ; I could  not  go  into 
such  details  as  that. 

5358.  You  have  stated  that  this  Northampton- 
shire ore  is  carried  at  a very  low  rate  for  your 
benefit  ? — I do  not  agree  to  its  being  a very  low 
rate. 

5359.  But  a fair  rate  ? — It  is  a fair  rate  ; it  is 
under  a halfpenny  ; but  it  is  not  lower  than  the 
Belgian  and  the  United  States,  and  the  raihvays 
in  other  distiicts  charge;  and  it  is  clearly  not 
low,  as  compared  with  vyhat  they  "can  carry  at,  as 
shown  from  their  own  published  reports  of  what 
the  costs  are. 

5360.  You  base  upon  that  rate,  of  course,  an 
argument  for  the  reduction  of  your  own  rate? — 
Yes,  I do. 

5361.  Although,  as  I suppose,  the  fact  is,  if 
the  company  did  not  charge  that  low  rate  for  the 
Northamptonshire  ore,  it  would  not  come  at  all? 
— It  would  not. 

5362.  And  you  have  already  told  the  Com- 
mittee that  that  would  be  a serious  loss  to  you  ? 
— It  would. 

5363.  Do  you  think  that  railway  companies 
ever  take  less  than  their  maximum  I'ate  on  mere 
abstract  ideas,  or  do  they,  as  a rule,  take  the 
highest  they  can  get,  and,  if  they  do  take  a rate 
much  below  their  maximum,  that  it  is  because  if 
they  did  not  take  it,  they  would  not  get  the  traffic 
at  all  ? — I assume  that  to  be  so. 

5364.  Now,  one  question  with  reference  to  the 
extinction  of  trade  in  South  Staffordshire  ; you 
say  the  trade  wants  relief,  but  it  appears  to  me 
that  you  put  down  the  depreciation  of  trade  en- 
tirely to  the  railway  charges  ? — I do. 

5365.  Do  not  you  take  into  account  other  cir- 
cumstances ; as,  for  example,  other  centres 
springing  up  ? — No  doubt,  if  no  other  iron  had 
been  made  in  other  districts,  we  should  be  able 
to  raise  our  price  and  still  make  iron  in  spite  of 
the  railway  companies  ; but,  taking  things  as  they 
are,  we  should  be  able  to  hold  our  own  if  we  had 
reasonable  rates,  the  same  as  other  districts  have 
got ; as  it  is,  not  having  fair  railway  rates,  we 
are  simply  being  quietly  pressed  out  of  ex- 
istence. 

5366.  I only  want  to  put  vou  into  this  di- 
lemma, that  you  are  being  quietly  pressed  out  of 
existence,  and  yet  you  consider  it  is  not  worth 
while  to  come  forward  and  incur  the  ill  feeling 
and  ill  will  of  railway  companies  to  get  your  rates 
lowered? — “ Sufferance  is  the  badge  of  all  our 
tribe,”  no  doubt. 

5367.  It  seems  to  me  that  if  I had  the  remedy 
in  my  own  hands,  I should  certainly  endeavour 
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to  see  what  redress  I could  procure  by  applying 
it  ? — The  inducement  would  be  very  considerable 
no  doubt. 

5368.  If  you  are  being  pressed  out  of  ex- 
istence by  these  railway  companies,  it  seems  to 
me  that  the  common  sense  view  would  be  to  incur 
any  disagreeableness  or  annoyance  to  save  your- 
selves from  utter  extincti<,)n,  before  you  came  to 
a Government  department  to  induce^  them  to 
protect  you? — We  have  been  suffering  it  quietly 
so  far  ; we  have  not  been  sufficiently  spirited  to 
take  action,  I suppose. 

Mr.  Caine. 

5369.  Do  you  know  anybody  Avho  has  been 
pressed  out  of  existence  in  consequence  of  action 
taken  against  railway  companies? — No. 

5370.  Or  in  consequence  of  the  enormous 
rates  charged? — Certainly  ; I could  give  many 
instances. 

5371.  If  you  had  the  time  you  could  mention 
a case  where  some  iron  master  has  failed  in  your 
district  in  consequence  entirely  of  the  high 
charges  made  by  the  railway  companies? — We 
had  four  firms  fail  this  year,  and  I think  if  Ave 
had  reasonable  rates  those  firms  would  have  been 
able  to  go  on. 

Mr.  Lowther. 

5372.  When  you  were  examined  on  the  last 
occasion  you  handed  to  the  Committee  a Table 
shewing  the  rate.s  you  complained  of.  In  estima- 
ting the  company’s  charges  have  you  allowed 
anything  for  the  use  of  the  company’s  sidings  or 
for  any  services  they  have  rendered  ? — Yes. 

5373.  You  gave  the  Committee  the  sum  of  the 
tAvo  local  rates  on  coal  from  Round  Oak  to  Deep- 
fields  as  1 s.  7 d.,  and  the  estimated  excess  of 
charge  as  f s.  5.^  d.  a-ton? — Yes. 

5374.  But  you  consider  that  the  tAVO  companies 
are  entitled  to  claim  from  you  1 ^ fi?.  a-ton  for  tlie 
Avhole  distance  of  6 miles  51  chains? — I put  it 
at  1^  d. 

5375.  The  charge  made  for  Avaggon  hire  is  a 
charge  made  by  the  colliery  OAvners,  is  it  not,  or 
is  it  made  by  the  raihvay  company?  —Practically 
the  railway  company  refuse  to  find  waggons  for 
coal  traffic,  but  Avhen  they  did  find  the  Avaggons 
they  charged  6 d.  a-ton. 

5376.  But  it  is  actually  charged  by  the  colliery 
OAvner? — The  colliery  uAvner  as  a rule  finds  the 
Avago'ons. 

5377.  The  companies  do  not  find  the  Avaggons 
for  the  carriage  of  the  coal,  do  they  ? — They  do 
not,  but  the  charge  for  Avaggons  Avould  be  in- 
cluded in  their  legal  maximum  rate,  according  to 
the  Act  of  Parliament  in  the  \^d,,  the  charge  for 
Avaggons  is  included. 

5378.  Your  excess  of  rate  for  ironstone  from 
Chatterley  to  Deepfields,  is  hoAV  much? — It  is 
charged  at  4 s.  6 d , and  the  excess  is  9|  d.  above 
the  legal  maximum  rate. 

5379.  Eight-pence  a-ton- is  charged  for  waggon 
hire  ? — ^Yes. 

5380.  I should  like  clearly  to  understand  from 
you  Avhether  the  amount  of  3 s.  8i  d.  is  your 
view  of  the  total  maximum  legal  charge  ? — It 
is. 
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5381.  And  you  complain  of  the  rate  for  iron- 
stone from  Froghall  to  Deepfields? — Y^es. 

5382.  The  rate  being  5 s.  a-ton  ? — Y"es. 

5383.  That  also  in  the  OAvners’  Avaggons? — 
exactly. 

5384.  The  distance  you  have  given  is  47  miles, 
is  not  that  the  distance  via  Uttoxeter  and 
Stafford  ?■ — That  is  the  distance  supplied  me  by 
the  London  and  North  Western  Company’s 
Manager  at  Wolverhampton, 

5385.  You  are  aAvare  that  if  the  traffic  came 
that  Avay  the  tolls  alone  Avould  amount  to  7 s.  2 d. 
a-ton  ? — 1 do  not  know  what  the  tolls  Avould  be, 
nor  Avhlch  way  it  Avould  come,  but  this  is  the 
Table  supplied  me  by  the  London  and  North 
Western  Manager  at  Wolverhampton. 

5386.  Y"ou  give  the  rate  for  pig  iron  from 
Deepfields  to  Brettell  Lane  as  2 s.  11  <7.  a-ton  ? — 
YYs. 

5387.  And  from  Deepfields  to  Dudley  as  2s.  6(7. 
a-ton  ? — Yes. 

5388.  Are  you  quite  sure  that  the  rate  to 
Brettell  Lane  is  2 s. -Hi/.  ? — Yes,  that  is  Avhat 
the  rates  are  q noted  at. 

5389.  And  to  Dudley  2 s.  6(7.? — Yes,  I can 
give  you  the  raihvay  company’s  OAvn  quotation, 

I think. 

5390.  With  regard  to  the  deputation  of  iron- 
masters Avhich  Avaited  upon  Mr.  Moon,  Avere  you 
present  at  that  interview  ? — I Avas  not. 

5391.  The  meeting  took  place  in  1875,1  think? 
— Y"es;  I believe  so. 

5392.  Were  the  Chairmen  of  the  Midland  and 
Great  Western  Companies  present? — Yes,  I 
think  they  Avere. 

5393.  And  you  have  to-day  corrected  some- 
Avhat  Avhat  you  stated  as  to  that  meeting  ?— Yes, 

1 have. 

5394.  Y'ou  stated,  moreover,  that  if  the  rates 
Avere  raised  it  could  only  be  for  the  nuriiose  of 
annoyance  ; do  not  you  think  that  it  is  in  the 
interest  of  the  raihvays  that  you  should  live  as 
well  as  that  they  should  live? — YYs,  no  doubt. 

5395.  They  live  by  you  ? — YYs,  undoubtedly. 

5396.  But  still  you  are  of  opinion  that  if  you 
Aven'c  against  them  the  rates  Avould  be  raised 
against  you  for  the  purpose  of  annoyance  ? — That 
question  Avas  asked  Avith  regard  to  another  mat- 
ter, namely,  raising  one  rate  and  lowering  the 
others  to  the  legal  maximum  rate. 

5397.  You  Avere  asked  the  question  Avhether,  if 
the  rates  Avere  raised,  it  Avould  be  for  the  purpose 
of  annoyance  ? — The  inference  Avas  put  to  me  in 
a question  in  this  Avay : that  if  the  rates  Avere 
raised  it  could  not  be  for  the  purpose  of  profit, 
and  therefore  must  be  for  the  purpose  of  annoy- 
ance, a jn’oposition  to  which  I assented  generally, 
Avithout  any  very  lively  faith  in  it. 

5398.  Noav  Avith  regard  to  the  sidings,  are  they 
made  at  the  expense  of  the  railway  companies? — 
They  are  made  at  the  expense  of  private  people, 
as  far  as  my  experience  goes,  entirely. 

5399.  Have  they  to  come  to  Parliament  for 
power  to  make  sidings  ? — No,  not  at  all. 

Mr.  Bolton. 

5400.  YYu  have  given  the  Committee  some 
rather  interesting  figures  as  to  the  production  of 
iron  in  1855,  and  the  production  of  iron  in  1880, 
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Mr.  Bolton — continued. 

showing  a great  falling  off  in  the  production  of 
iron  in  South  Staffordshire  ? — No  doubt. 

5401.  Do  you  know  the  present  price  of  iron  ? 
—Yes. 

5402.  Is  it  very  low  ?— It  is. 

540.3.  Abnormally  low? — Very  low  Indeed. 

5404.  During  that  interval  it  has  been  enor- 
mously high,  has  it  not? — Yes. 

5405.  Abnormally  high? — Yes,  abnormally  high. 

5406.  When  it  was  so  abnormally  high,  did 
the  ironmasters  adopt  the  principles  you  recom- 
mend for  the  railways  ; did  they  take  less  than 
they  could  get  for  their  iron  ? — No. 

5407.  Then  the  principle  you  would  recom- 
mend the  railway  companies  to  adopt,  is  not  one 
that  you  would  consider  favourable  to  your  own 
business? — I think  the  position  of  railway  com- 
panies and  private  traders  is  very  different. 

5408.  I ask  the  question  again  ; you  do  not 
think  that  the  principle  you  recommend  the  rail- 
way companies  to  adopt,  of  taking  less  than  they 
could  get,  would  be  a favourable  principle  for 
yourself? — I think  we  should  have  been  better  off  if 
we  had  not  run  up  the  price  so  high,  but  the  buyers 
insisted  upon  buying  more  than  we  had  to  sell, 
so  w e w'ere  obliged  to  put  up  the  price. 

5409.  Therefore  the  principle  that  you  suggest 
for  the  railway  company’s  adoption,  is  not  a 
princijde  that  you  would  consider  it  desirable  to 
adopt  in  you  own  business? — You  may  put  it  so. 

5410.  is  it  the  fact  that  the  production  of  iron 
is  in  excess  of  the  consumption  ? — I do  not 
think  that  the  stocks  are  increasing  in  Stafford- 
shire. 

5411.  Are  they  increasing  in  the  kingdom 
generally  ? — They  are. 

5412.  So  that  the  production  of  iron  is  in  ex- 
cess of  the  consumption  ? — It  is. 

5413.  That  is  not  an  indication  that  the  rates 
for  iron  are  too  high  ? — I am  not  complaining  of 
the  rates  throughout  the  kingdom,  but  of  the 
rates  in  South  Staffordshire. 

5414.  You  have  given  it  as  your  opinion  that 
\d.  ton  a mile  would  be  the  proper  rate  to 
charge  upon  the  raw  material  for  iron-making  ? 
— Exactly. 

5415.  I think  in  support  of  that  proposal,  you 
have  given  the  Committee  the  average  rates  in 
Belgium,  in  France,  in  Germany,  in  Luxem- 
bourg, and  in  the  United  States  ? — Yes. 

5416.  Have  you  made  any  calculation,  or  can 
’ you  give  the  Committee  any  information  as  to  the 

comparative  cost  of  the  railways  in  those  different 
countries  ? — 1 cannot. 

5417.  Then  upon  what  ground  do  you  base 
this  statement,  that  because  the  rates  are  so  low 
in  those  countries  they  should  also  be  equally 
low  in  this  country  ? — Of  course  it  is  not  a con- 
clusive argument,  but  it  is  an  argument  as  far  as 
it  goes. 

5418.  It  is  rather  an  argument  as  far  as  this, 
that  if  the  rates  were  lower  it  would  be  better  for 
you  ? — That  is  the  sum  of  it. 

5419.  You  have  given  figures  with  reference 
to  the  working  expenses  of  the  London  and  North 
Western  and"  the  Great  Western  Kailway  Com- 
panies?— Yes,  I have. 

5420.  I think  it  is  the  North  Staffordshire 
Railway  Company  that  you  are  principally  op- 
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pressed  by,  is  it  not? — No  doubt  the  North  Staf- 
fordshire Company  is  the  worst. 

5421.  What  are  the  gross  receipts  upon 
the  North  Staffordshire  Railway  per 
train  mile  ? — I do  not  know ; we  come 
in  contact  only  with  the  London  and  North 
Western  and  the  Great  Western  Companies ; we 
only  get  to  the  North  Staffordshire  over  the 
North  Western  line. 

5422.  You  told  the  Committee  that  you  were 
practically  excluded  in  South  Staffordshire  from 
the  trade  ; that  you  were  being  gradually 
elbowed  out  of  the  trade  in  consequence  of  the 
hio-h  rates  charged  to  South  Staffordshire  com- 
paratively with  other  places? — Yes. 

5423.  And  you  instanced  the  Cleveland  dis- 
trict, as  one  district ; is  it  not  the  fact  that  the 
minerals  in  South  Staffordshire  are  getting  ex- 
hausted ? — The  ironstone,  not  the  coal. 

5424.  Whereas  in  the  Cleveland  district  the 
minerals  are  not  exhausted,  nor  anything  like  it? 
— That  is  so. 

5425.  Is  it  not  possible  that  the  decrease  in 
the  production  of  South  Staffordshire  is  owing  to 
other  circumstances  than  that  of  the  high  rates  by 
railway  ? — I think  not. 

5426.  You  think  that  with  the  equal  mileage 
rate  which  you  have  alluded  to,  or  which  you 
have  recommended,  you  could  still  live  in  South 
Staffordshire  ? — I do. 

Sir  Edicard  Wathin. 

5427.  You  gave  the  average  of  the  working  of 
the  London  and  North  Western  Railway,  do  you 
assume  for  the  purpose  of  your  calculation  of  the 
working  expenses  that  the  average  weight  of  the 
train  is  240  tons  ? — No,  I do  not  assume  anything 
of  the  kind ; 1 simply  take  the  mileage. 

5428.  Pardon  me,  you  have  done  so;  you  have 
assumed  that  a train  of  240  tons  is  to  be  worked 
for  2 s.  ?>d.,  the  price  of  the  London  and  North 
Western,  or  2 s.  2 d.,  the  price  of  the  Great 
Western  ? — I have  taken  the  total  cost  for  1880, 
and  added  the  items  all  together,  and  then  I have 
divided  that  by  the  number  of  miles  run. 

5429.  Do  not  you  know  that  the  number  of 
miles  run,  as  stated  upon  the  account,  are  miles 
with  light  trains,  Avith  empty  trains,  with  mixed 
trains,  and  with  every  kind  of  difference  of 
Aveight  ? — Undoubtedly. 

5430.  It  includes  empties  too  ; you  understand 
that? — Yes,  undoubtedly. 

5431.  Therefore,  your  calculation  to  be  au- 
thentically sound,  it  assumes  that  the  average 
Aveight  of  a train  is  240  tons  ? — No,  not  at  all, 
for  the  calculation  of  the  Aveight  of  the  trains,  I 
assume  that  the  dispatched  train  should  be  240 
tons,  always  full,  and  that  the  return  train  should 
be  entirely  empty. 

5432.  But  for  the  information  of  the  Com- 
mittee you  have  added  an  imaginary  I'ate  to  the 
supposititious  load  you  gave  us  of  240  tons? — Not 
at  all. 

5433.  What  is  it  ?---The  total  expenses  of  the 
London  and  North  Western  Company  for  1880, 
amount  to  2,154,000?.,  and  the  amount  of  miles 
run,  19,000,000  odd;  that  gives  you  2 s.  3 d.  a 
mile  ; there  is  no  240  tons  assumed  in  that. 

5434.  You  stated  to  the  Committee,  did  you 

not 
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not,  that  upon  that  number  of  millions  of  miles, 
the  trains  were  of  an  average  weight  of  240  tons? 
— I did  not  at  all.  In  explanation,  I would  say 
that  the  cost  per  train  mile  given  is  what  the 
trains  actually  cost  according  to  the  best  returns 
of  the  two  companies.  The  load  of  240  tons  is 
only  assumed  in  order  to  show  what  a train  load 
would  produce  at  the  rate  advocated  as  maximum. 

5435.  Do  you  think  that  they  are  half  of  that 
average?  — I do  not  think  they  are. 

5436.  Then  with  regard  to  the  North  Stafford- 
shire Company’s  Bill  of  last  year,  do  you  know 
that  the  ironmasters  and  others  interested  in  the 
iron  trade  of  Staffordshire,  met  together,  and  by 
agreement  amongst  themselves  and  with  the 
company,  assisted  the  passing  of  the  Act  which 
has  been  spoken  of,  that  is  to  say,  that  whatever 
was  in  the  Bill  of  last  year,  was  the  outcome  of 
an  agreement  and  arrangement  between  the 
North  Staffordshire  ironmasters  and  the  railway 
companies  ? — I believe  not. 

5437.  Then  with  regard  to  foreign  rates,  I will 
ask  you  whether  each  of  the  Governments  in 
which  States  the  railways  you  have  quoted  are, 
have  not  largely  contributed  in  subsidy  or  other- 
wise to  the  making  of  the  railways  ? — I cannot 
give  any  definite  evidence  on  that  point.  [Since 
this  evidence  was  given  I am  advised  that  the 
rate  for  pig-iron  from  Duffield  to  Dudley  was 
lowered  in  1877  to  1 s.  6 d.  i was  charged 
2 s.  9ei.  in  1876,  and  had  not  been  advised  of 
any  alteration,  and  owing  to  the  excessive  I'ate, 
had  not  sent  any  iron  by  rail  to  Dudley,] 

Mr.  Dillwyn. 

5438.  {Through  the  Committee).  You  stated 
that  you  thought  a penalty  ought  to  be  imposed 
upon  railway  companies  in  case  of  overchai'ging ; 
may  I be  imformed  what  tribunal  that  penalty 
should  be  imposed? — The  point  was  suggested 
to  me  by  a question  in  which  I was  asked  whether 
I concurred  in  such  a proposition ; 1 gave  a 
general  concurrence  in  reply,  but  it  was  no 
susffestlon  of  mine  at  all, 

DO 

Mr.  Paget. 

5439.  {Through  the  Committee).  With  regard 

Mr.  Benjamin  Hingley, 

Lord  Randolph  Churchill. 

5445.  You  are  Chairman  of  the  Ironmasters’ 
Association  of  South  Staffordshire,  I believe  ? — 

I am. 

5446.  Are  you  the  owner  of  any  works  in 
South  Staffordshire? — Yes;  I am  the  owner  of 
ironworks  and  collieries,  of  coal  mines  and  of 
ironstone  mines. 

5447.  Whereabouts  are  they  situated? — At 
Dudley. 

5448.  How  many  years  have  you  be,en  en- 
gaged in  the  iron  trade? — For  nearly  40  years, 
and  my  father  before  me. 

5449.  What  kind  of  trade  is  yours ; is  it 
manufactured  iron  ? — Manufactured  iron,  heavy 
bar  iron,  and  also  manufactured  goods,  such  as 
cables  and  anchors, 

5450.  What  you  call  heavy  manufactures  ? — 
Yes,  heavy  manufactures. 

0.54. 


to  your  evidence  given  upon  the  last  occasion,  I 
understood  you  to  complain  that  the  South  Staf- 
fordshire trade  was  injuriously  affected  by  the 
excessive  rates ; I think  you  led  the  Committee 
to  understand  that  the  original  formation  of  the 
railway  was  through  a self-supjilying  country, 
and  therefore  it  was  no  particular  object  to  the 
ironmasters  to  take  care  of  the  introduction  of  a 
low  rate  into  the  Bill  of  the  day  ? — Exactly. 

5440.  Have  you  compared  the  rates  of  which 
you  complain  with  the  rates  of  any  other  district, 
so  as  to  establish  the  fact  that  South  Stafford- 
shire is  exceptionally  treated? — Yes,  I think  I 
have  done  so  abundantly  to-day. 

5441.  You  gave  many  Instances  of  the  rates 
being  in  your  opinion  in  excess  of  the  legal  maxi- 
mum rate ; if  the  rates  were  reduced  to  the  legal 
maximum  rate  stated  in  the  Act  would  that  be 
sufficifent  to  satisfy  you,  or  would  you  desire  to 
contend  for  a still  further  reduction  ? — I contend 
that  the  legal  maximum  rates  are  themselves 
excessive,  because  the  legal  maximum  rates  are 
the  same  for  coal  and  ironstone  as  they  are  for  the 
manufactured  iron. 

5442.  You  also  complained  when  you  were 
examined  iqvon  the  first  occasion  that  there  was 
a difference  of  only  ^ d.  a ton  between  the  rate 
for  the  raw  material  and  for  the  manufactured 
iron,  are  you  aware  of  instances  in  which  those 
rates  actually  exist,  establishing  your  contention 
of  the  difference  between  the  two  rates  of  \ d.? 
— The  Acts  of  Parliament  show  that  they  exist ; 
when  comparing  the  two  rates  that  you  referred 
to,  I was  referi’ing  to  the  Act  of  Parliament.  ' 
According  lo  the  London  and  North  Western 
Company’s  Act  they  are  entitled  to  charge 
Ijrf,  for  minerals  and  1|  d.  for  iron,  so  that  the 
difference  of  rate  as  between  iron  and  minerals 
is  only  ^ d.  K ton  a mile. 

5443.  Would  that  difference  represent  the  dif- 
ference between  the  ravv  material  and  the  manu- 
factured article  ? — Not  at  all. 

5444.  You  contend  that  the  manufactured 
article  should  be  charged  a higher  rate  propor- 
tionately than  it  now  is  ? — Exactly ; a very  much 
higher  rate  proportionately. 

called  in  ; and  Examined. 

Lord  Randolph  Churchill — continued. 

5451.  When  you  began  your  business  what 
was  the  railway  station  nearest  to  your  works 
and  collieries  ? — The  nearest  station  was  at  Wed- 
nesfield  Heath,  near  Wolverhampton. 

5452.  Is  that  upon  the  London  and  North 
Western  Railway? — Upon  the  Grand  Junction, 
as  it  was  then. 

5453.  Is  that  now  North  Western?  -Yes,  it  is 
now  North  Western  ; it  has  been  amalgamated. 

5454.  How  far  was  it  from  you  ? — That  was 
seven  miles  from  Dudley. 

5455.  What  was  the  station  to  station  rate  in 
those  days  from  Wednesfield  Heath  to  Liver- 
pool for  undamageable  iron? — It  was  7.9.  6c?., 
and  at  one  time  Qs.  6 d. 

Mr.  Bolton. 

5456.  In  what  year  was  that  ? — I could  not 
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give  the  exact  date,  but  it  Avas  30  or  40  years 
ago;  there  was  sliarp  competition  in  those  days. 

Lord  Randolph  Churchill. 

5457.  What  is  the  rate  noAv  ? — It  is  11 5.  from 
Dudley  and  10s.  Qd.  from  Wolverhamplon. 

5458.  What  was  7s.  Q d.  is  noAV  11s.? — It 
Avas  7 s.  6 d.  from  station  to  station,  but  the  11s. 
noAV  is  alongside  ship  in  quantities  of  over  10  tons. 

5459.  Had  you  any  facilities  for  sending  your 
traffic  by  canal? — Yes. 

5460.  Could  you  send  it  cheaply  and  rapidly  ? 
— WY  could  send  it  cheaply  and  rapidly  Avhen 
required  ; at  least,  comparatively  so. 

5461.  What  canals  had  you  that  Avere  con- 
venient for  you  ? — The  principal  carriers  by 
canal  A\'ere  the  Shropshire  Union  and  the  Bridge- 
Avater  Trustees. 

5462.  'Where  did  the  Shi’opshire  Union  carry 
it? — They  carried  it  by  Avater  to  Ellesmere  Port 
upon  the  Mersey. 

5463.  And  the  other  canal?  — The  Bridge- 
Avater  'I'rustees  carried  it  to  Preston  Brook  ; that 
Avent  also  to  the  Mersey. 

5464.  'I'hen  was  the  iron  taken  on  board  sliip 
from  the  mouth  of  the  canal  ? — It  Avas  taken 
alongside  ship  by  barge. 

5465.  lYhat  Avei’e  the  canal  rates  ? — The  canal 
rates  Avere  about  the  same  as  by  the  raihvay. 

5466.  Had  you  any  advantage  in  the  canal 
rates? — The  advantage  Avas  that  the  canal  Avas  at 
home ; it  Avas  in  the  district. 

5467.  If  you  sent  large  quantities,  had  you 
some  advantage  in  a “ delivery  alongside  ” rate  ? 
— Yes. 

5468.  What  Avas  that? — At  the  s.ame  rate  ; 
sometimes  it  AA^as  7 s.  6 d,  : sometimes  6 s.  6 rf. 

5469.  For  Avhat  quantities? — For  quantities 
over  10  tons. 

5470.  You  got  your  canal  rate  for  Is.  Q d., 
alongside  the  ship? — Yes. 

5471.  That  is,  if  you  had  sent  the  iron  by  rail- 
Avay  in  those  days  you  had  to  pay  an  extra  rate 
for  moving  it  from  the  raihvay  to  the  ship  ? — 
Yes, 

5472.  vVhat  Avas  the  extra  charge  you  Avould 
have  to  pay  from  the  railway  to  the  ship? — lYe 
had  to  pay  1 s.  6 </.  a ton  from  the  station  to  the 
ship, 

5473.  Did  you  prefer  Avater  communication  to 
railway  communication  ? — For  a heaA'v  load. 

5474.  And  for  quick  delivery  you  Avordd  prefer 
the  raihvay,  I sup})ose  ? — Yes  ; the  iron  going  by 
the  canal  Avould  take  a Aveek  or  tAvo  sometimes. 

5475.  But  they  had  some  fast  boats,  had  they 
not? — Yes;  thev  could  go  in  three  or  four  days 
from  Dudley  to  the  Mei’sey. 

5476.  Upon  those  canals  Avas  it  the  canal  com- 
panies Avho  found  the  boats  ? — The  canal  com- 
panies and  private  carriers. 

5477.  I he  private  carriers  also  found  boats? 
— Yes,  private  carriers  also  found  boats. 

5478.  Did  they  pay  a toll  to  the  canal  com- 
pany ? — Y^es,  they  paid  a toll  to  the  canal  com- 
pany. 

5479.  AYere  there  many  of  those  private 
carriers  ? — There  Avere  many  in  those  days, 

5430.  I suppose  there  Avas  2)retty  sharp  com- 
petition betAveen  them  ? — Y'^es. 


Lord  Randolph  Churchdl — continued. 

5481.  Which  was  very  much  I suppose  to  the 
advantage  of  the  manufacturers? — YYs,  for  a 
large  quantities  we  had  tenders  for  delivery. 

5482.  And  1 suppose  they  competed  very 
considerably  Avith  the  canal  company  ? — Both 
Avith  the  canal  company  and  with  the  raihvay. 

5483.  They  brought  doAvn  the  rate,  did  they 
not,  sometimes  ? — They  brought  it  down  to  6s.  Qd. 
at  one  time. 

5484.  Noav  most  of  the  lines  in  your  district 
have  been  amalgamated,  have  they  not,  by  tAvo 
companies  ? — Yes. 

5485.  Do  you  knoAv  the  process  of  amalgamation 
Avhich  has  been  going  on? — Yes;  the  London 
and  North  YYestern  Company  commenced  it. 

5486.  YYhat  did  they  do  ? — They  amalgamated 
the  London  and  Birmingham;  they  took  in  the 
Grand  Junction  and  the  Liverpool  and  Man- 
chester. 

5487.  Did  the  raihvay  company  buy  up  the 
canals? — They  have  bought  up,  or  in  some  Avay 
arranged  to  control,  most  of  the  canals ; all  the 
important  ones. 

5488.  So  that  the  canal  service,  Avhich  Avas  of 
use  to  you  30  or  40  years  ago,  is  not  of  the  same 
advantage  now? — It  is,  practically,  under  the 
control  of  the  raihvay  companies. 

5489.  The  raihvay  rate  has  increased,  has  it 
not,  since  the  absorbtion  of  the  canals? — The 
raihvay  and  canal  rate  have  both  increased. 

5490.  The  raihvay  raised  the  canal  rate  to  their 
OAvn  rate  ? — The  rates  have  been  all  raised  by 
the  action  of  the  raihvay  company, 

5491.  lYhat  became  of  the  priA'ate  cai'rlers? 
— They  Avere  either  bought  up,  or  else  they  dis- 
appeared ; most  of  them  Avere  bought  up. 

5492.  The  canals  used  to  give  a little  alloAv- 
ance,  did  they  not,  to  private  carriers  to  encourage 
them  ? — I understood  so. 

5493.  The  raihvay  companies  charged  a heavy 
tax  upon  them,  did  they  not  ? — They  are  noAV' 
charged  the  full  toll ; they  formerly  had  ad- 
vantages. 

5494.  One  way  and  another,  they  haA'e  all  dis- 
appeared ? — They  have  almost  entirely  disap- 
peared, especially  those  going  to  Liverpool. 

5495.  I suppose  those  amalgamations  Avere 
carried  out  under  Parliamentary  poAver? — Y^'es, 
they  Avere. 

5496.  And  upon  Avhat  ground  did  the  raihvay 
companies  obtain  those  poAvers  from  Parliament, 
enabling  them  to  absorb  the  canals?  — The 
grounds  publicly  st.ated  were,  that  it  Avould  pro- 
mote economy  and  enable  them  to  carry  at  re- 
duced rates. 

5497.  Hoav  did  they  support  that ; did  they  say 
they  AA'ould  be  able  to  work  the  undertaking  more 
cheaply  ? — That  they  Avould  be  able  to  reduce 
the  charges,  and  promote  economy,  and  Avork 
more  cheaply. 

5498.  AYould  you  say  that  that  prophecy  has 
been  falsified  in  the  result  ? — It  has  been  alto- 
gether falsified  as  far  as  Staffoi'dshire  is  con- 
cerned. . 

5499.  Since  the  competition  has  disappeared, 
OAving  to  this  amalgamation,  have  you  been 
charged  hisher  rates  to  and  from  the  IMidland 
district? — Yes,  the  rates  have  been  gradually 
advanced. 

5500.  In 
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Lord  Randolph  Churchill — continued. 

5500.  In  your  opinion  arc  the  rates  very  high 
now? — I think  they  are  extremely  high. 

5501.  Have  you  any  instances  to  give  of 
excessive  rate  ? — It  is  a question  of  competitive 
rates  more  than  of  excess,  because  many  of  the 
rates  are  not  up  to  the  maximum,  but  the  maxi- 
mum is  too  high.  What  we  complain  most  of  is, 
that  Ave  are  charged  higher  rates  in  the  Midland 
district  because  we  have  no  competition  to  bring 
them  down. 

5502.  You  have  compared  your  rates,  I sup- 
pose. Avith  A’arious  places  Avhere  there  is  sea 
competition  ? — From  South  Wales  to  London, 
taking  an  average  distance  of  170  miles,  the 
charge  for  bar  iron  is  12  s,  6 rf.  a ton. 

Mr.  Caine. 

5503.  Are  you  speaking  of  NeAvport  or  SAvan- 

sea? — I am  taking  Cardiff  as  a fair  average  ; 
that  Avorks  out  to  •88.  From  Dudley  to  London, 
a distance  of  126  miles,  the  rate  is  15  s.;  that 
works  out  to  1'43.  * 

5504.  Do  those  rates  include  delivery  ? — They 
both  include  delivery  ; the  same  serA’ice  is  done  in 
each  case. 

Lord  Randolph  Churchill. 

5505.  So  that  although  the  iron  has  to  be 
carried  from  Dudley  to  London,  a 50  miles 
shorter  distance,  the  company  charge  you  2 s.  6 d. 
a ton  more? — It  is  2 s.  6 rf.  more  for  about  50 
miles  less  distance. 

5506.  Of  course  the  Cardiff  rate  is  fixed  at 
the  point  it  is,  because  there  is  considerable 
competition,  I suppose  ? — There  is  competition 
by  sea  from  Cardiff. 

5507.  What  are  the  rates  from  Middlesboro’ 
to  Hull  ? — The  distance  is  about  85  miles  by 
railway,  and  the  charge  is  5 s.  6 d.  a ton,  or  •70. 

5508.  What  is  the  rate  from  Dudley  to  Hull  ? 
— From  Dudley  to  Hull,  a distance  of  140  miles, 
the  company  charge  us  15  s.  as  against  5 s.  6 d., 
or  1'3  d. 

5509.  So  that  for  somewhat  less  than  double 
the  distance,  they  charge  you  nearly  three  times 
the  amount? — Not  quite  three  times. 

5510.  They  charge  considerably  more  than 
double  the  amount  for  less  than  double  the 
distance  ? — Yes. 

5511.  Can  you  give  the  Committee  any  other 
cases? — From  Middlesboro’  to  Liverpool,  I 
have  not  the  exact  mileage  ; the  rate  is  9 s.  6 d., 
and  from  Wolverhampton  to  Liverpool,  Avhich  is 
about  half  the  distance  by  railway,  the  charge  is 
10  s.  6 rf.  ; so  that  they  charge  1 s.  more  for  half 
the  distance ; there  is  competition  in  the  first  case. 

5512.  Is  there  competition  betAA^een  Middles- 
boro’and  Liverpool  ?— Yes,  they  can  take  the 
traffic  from  Middlesboro’  to  Liverpool  by  sea. 

5513.  It  Avould  be  a long  way  round,  Avould  it 
not? — Yes;  but  the  steamers  Avould  go  for  less 
than  9 s.  6 a ton. 

Mr.  Caine. 

5514.  They  can  take  iron  from  Middlesboro’ 
to  Liverpool  for  7 s.  a ton? — I understand  it 
would  be  about  that. 

0.54. 


Lord  Randolph  Churchill. 

5515.  What  is  your  deduction  from  those 
inequalities  Avhich  you  have  quoted  ; is  it  that 
the  comj)anies  could  afford  to  carry  your  traffic 
at  a lower  rate  if  they  liked  ? — That  is  a very 
fair  deduction. 

5516.  Then  do  you  think  that  the  company 
are  carrying  at  unremuneratlve  rates  in  some 
places  Avhere  there  is  sea  competition,  and  re- 
coujiing  themselves  from  other  places  Avhere 
there  is  no  competition  ? — -I  think  it  is  quite  clear 
that  they  are  making  us  pay  the  difference  ; if 
they  can  carry  85  miles  for  5 s.  Qd.  they  should 
carry  140  miles  for  9 s. 

5517.  What  is  the  effect  of  the  unequal 
charges  you  have  been  quoting  upon  your  posi- 
tion ? — Practically  the  effect  is  that  Ave  cannot 
compete  against  South  Wales  and  Middles- 
boro’. 

5518.  If  large  orders  come  into  the  country. 
South  Wales  and  Middlesboro’,  OAvinj;  to  the 
favouring  charges,  can  undersell  you  ? — They 
have  a ffreat  advantase. 

5519.  And  that  advantage  arises  from  the  fact 
that  to  those  places  there  is  sea  competition  ? — 
Entirely  so,  I believe. 

5520.  But  if  you  had  now  the  same  competi- 
tion as  you  had  40  years  ago  by  Avay  of  canals, 
do  you  think  you  Avould  be  on  equal  terms  with 
Middlesboro’  and  South  Wales? — If  the  railway 
companies  had  no  connection  with  the  canal 
companies  Ave  should  be  on  equal  terms  Avlth 
those  places  ; Ave  should  have  open  compe- 
tition. 

5521.  You  believe  that  the  effect  of  Parlia- 
ment having  alloAved  the  railway  companies  to 
absorb  the  canals  has  been  disastrous  to  the  trade 
of  your  district? — It  has  indeed. 

5522.  Do  you  consider  that  the  existence  of 
your  finished  iron  trade  is  at  all  endangered  ? — 
I think  it  is  imjierilled. 

5523.  You  think  it  is  Imperilled,  and  may  be 
likely  to  come  to  u stop  if  some  alteration  is  not 
made  ? — I think  so  indeed. 

5524.  Of  course  that  result  Avould  be  very 
disadvantageous  to  the  raihvay  company  ? — I 
think  it  is  a very  short-sighted  policy  on  their 
part;  that  is  my  opinion. 

5525.  You  cannot  give  me  any  reason  for  it? 
— The  reason  is  that  the  companies  comjiete  at 
loAv  rates  to  places  Avhere  there  is  competition, 
and  make  us  pay  the  difference  as  long  as  they 
can. 

5526.  Is  it  not  the  fact  that  they  bring  manu- 
factured iron  into  South  Staffordshire  much 
cheaper  than  you  can  send  it  out  from  South 
Staffordshire? — I knoAv  they  bring  iron  from 
Belgium,  and  Avire  from  Germany  at  loAver  rates 
than  they  will  send  it  out ; that  is  including  the 
sea  freight,  or  making  a fair  deduction  for  sea 
freight. 

Mr.  Gregory. 

5527.  Do  you  take  the  outward  rates  to  the 
same  points  ? — The  outward  rates  from  Belgium 
and  Germany  are,  as  a rule,  about  the  same  as 
the  rate  to  Hartlepool  or  to  Hull,  or  to  Har- 
Avich. 
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Lord  Randolph  Churchill. 

5528.  Is  Dudley  your  station  ? — Yes,  Dudley 
is  our  station. 

5529.  What  do  you  pay  upon  manufactured 
iron  undamageable  from  Dudley  to  London  ? — 
Fifteen  shillings. 

5530.  Is  it  the  fact  that  iron  wire,  which  I 
suppose  is  undamageable  iron,  can  be  brought 
from  the  Continent  to  Dudley  at  a rate  lower 
than  15  «.  ? — It  is  undamageable  in  the  rough  ; I 
do  not  think  that  it  can  be  brought  at  a lower 
rate  than  15  s. 

5531.  Now,  with  regard  to  the  charges  for 
raw  materials  brought  into  the  district,  are  they 
high  ? — The  charges  for  raw  materials  are  very 
high  from  some  parts,  especially  North  Stafford- 
shire. 

5532.  Did  you  hear  Mr.  Hickman’s  evidence 
upon  that  point?  — I did. 

5533.  Do  you  agree  with  his  evidence  ? — En- 
tirely. 

5534.  The  iron  ore  which  you  get  from  North- 
amptonshire you  do  not  consider  is  brought  at  a 
high  rate  ? — No,  that  is  brought  at  a low  rate. 

5535.  If  the  railway  companies  took  it  into 
their  heads  to  raise  that  rate,  what  would  hap- 
pen ? — They  would  have  no  iron  ore  to  carry. 

5536.  The  rates  that  you  pay  to  the  company 
are,  of  course,  station  to  station  rates,  and  the 
terminals  are  included,  are  they  not?  — Yes, 
they  include  terminals. 

5537.  Do  the  companies  make  you  any  allow- 
ance if  you  provide  sidings  of  your  own? — None 
whatever;  they  charge  terminals  just  the  same; 
in  one  case  they  charged  more. 

5538.  Are  the  terminals  high  ? — I do  not  know 
what  they  are  exactly  ; they  are  included  in  the 
rates  ; we  have  never  been  able  to  ascertain  the 
exact  division. 

5539.  Did  you  know  that  you  had  legal  power 
to  make  the  companies  distinguish  between  rates 
and  terminals? — 1 suppose  we  have. 

5540.  But  you  have  never  exercised  the 
power? — We  have  never  done  so. 

5541.  Have  you  a siding  to  your  works? — 
Yes. 

5542.  What  did  you  spend  ujmn  that  ? — More 
than  5,000  1. 

5543.  If  they  deliver  goods  at  that  siding,  do 
they  make  you  an  allowance? — They  make  no 
allowance  upon  any  kind  of  goods. 

5544.  Do  they  charge  you  anything  ? — Upon 
the  North  Staffordshire  stone  the  charge  is  2 ^7. 
more. 

5545.  Do  they  charge  you  that  for  running 
into  your  own  siding? — Yes. 

5546.  They  charge  you  2 d.  more  than  if  they 
took  the  stone  into  their  own  station? — Yes. 

5547.  Supposing  you  had  not  made  that 
siding,  would  they  have  been  able  to  accommo- 
date in  their  station  all  the  materials  that  you 
bring  ? — They  would  not  have  been  able  to  ac- 
commodate half  the  traffic  of  the  district ; that  is 
to  say,  taking  my  siding  and  others,  the  company 
would  not  have  been  able  to  accommodate  half 
the  traffic  of  the  district. 

5548.  Although  you  have  made  this  siding  at 
an  expense  of  5,000/.  to  accommodate  traffic 
whicli  the  companies  could  not  accommodate, 
they  charge  you  2 d.  more  if  they  run  that  stone 
into  your  siding,  than  if  they  run  it  into  their 
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own  station  ? — That  is  upon  North  Staffordshire 
stone  only. 

5549.  Do  the  company  give  any  reason  for 
that  ? — The  reason  that  has  been  given  is,  that 
we  should  have  incurred  more  expense  in 
boating  it  from  the  station. 

5550.  That  is  a reason  for  making  the  more 
allowance  to  you  ? — They  allow  2 d.  to  the 
people  who  boat  it,  but  to  us,  who  do  not  boat  it, 
they  make  no  allowance. 

5551.  Would  you  have  had  to  boat  it  to  your 
siding?— From  our  station  we  should  have  to 
boat  it. 

5552.  Would  that  cost  you  '2  d.  & ton  ? —It 
would  cost  rather  more  than  2 d. 

Mr.  Samuelson. 

5553.  Then  they  do  not  charge  you  2 d.  more 
actually  ? — Practically,  it  amounts  to  that. 

5554.  They  do  not  deduct  the  2 d.  ?— No,  they 
do  not;  they  make  the  rate  2d.  more  in  one 
case  tha^  the  other. 

lord  Randolph  Churchill. 

5555.  Did  you  ever  complain  of  that  to  the 
companies’  officials  ? — It  should  be  understood 
that  nothing  comes  into  our  district  by  the  North 
Staffordshire  direct ; it  must  pass  by  the  London 
and  North  Western  or  Great  Western  Kailways  ; 
the  North  Staffordshire  Railway  is  only  a section 
of  the  line  ; it  must  come  over  the  London  and 
North  Western  of  necessity,  and  over  the  Great 
Western  Line  to  many  places,  if  not  to  all. 

5556.  So  that  they  are  all  in  the  swim  together? 
— They  must  all  act  together;  the  North  Staf- 
fordshire line  ends  at  Stafford. 

5557.  Have  you  ever  complained  of  it  to  the 
companies? — We  have  complained  of  it  indi- 
vidually and  collectively. 

5558.  What  do  you  mean  by  collectively  ? — 
The  associations  have  complained  of  it. 

5559.  Have  they  got  any  redress? — No. 

5560.  Has  the  company  assigned  any  reason 
for  not  meeting  your  complaints  ? — The  only 
reason  that  has  been  given  has  been,  that  they 
cannot  afford  to  carry  for  less.  I do  not  know 
whether  that  is  so  or  not,  so  far  as  the  North 
Staffordshire  line  is  concerned. 

5561.  Did  you  ever  think  (;f  taking  this  ques- 
tion, of  your  siding  that  you  made,  before  the 
Railway  Commissioners? — No;  the  matter  has 
only  come  up  recently,  within  the  last  12 
months. 

5‘562.  Should  you  be  likely  to  take  the  matter 
before  the  Railway  Commissioners? — No. 

5563.  Do  you  not  like  going  before  the  Rail- 
way Commissioners  ? — It  is  rather  a formidable 
undertaking  for  any  individual. 

5564.  Whv? — We  think  so  from  the  experi- 
ence of  the*  Chatterley  Company,  which  Mr. 
Hickman  has  already  mentioned. 

5565.  Then  the  Chatterley  case  has  given  no 
great  reason  for  satisfaction  in  South  Stafford- 
shire ? — It  has  not. 

5566.  That  case  has  deterred  people  from 
o-oin"  before  the  Railway  Commissiuners,  has  it 
not  ? — Yes. 

5567.  You  think  that  if  you  went  before  the 
Railway  Commissioners,  even  if  you  got  your 
case,  the  same  fortune  which  befell  the  Chat- 
terley 
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Lord  Randolph  Churchill — continued, 
terley  Company  might  befall  you? — We  think 
that  we  are  very  much  at  their  mercy. 

5568.  And  that  even  if  you  beat  them  upon 
one  point,  they  could  beat  you  upon  others? — 
We  think  so. 

5569.  Do  you  think  it  would  be  a good  thing 
if  an  association,  like  your  ‘ Ironmasters’  Associa- 
tion,” had  a locus  standi  to  go  before  the  Railway 
Commissioners  ? — I think  so. 

5570.  It  would  be  a protection  to  you  ? — It 
would  be  a protection  to  the  individual. 

5571.  You  think  that  by  collective  action  of 
that  kind,  a railway  company  would  not  be  able 
to  punish  individuals  for  having  taken  them 
before  the  Railway  Commissioners? — I think 
they  w'ould  not  be  so  likely  to  do  so. 

5572.  You  heard  Mr.  Hickman’s  evidence, 
did  you  not,  about  the  rise  of  the  rate  upon  the 
North  Staffordshire  Railway  in  the  way  of  long 
weight  ? — Yes. 

5573.  Has  that  system  come  into  operation 
since  the  passing  of  the  new  Weights  and 
Measures  Act?~Yes;  previously  to  that  all 
charges  in  Staffordshire  were  calculated  upon  the 
long  weisrht,  2,400  lbs.  a ton  ; all  wages,  charges 
for  carriage,  and  everything  else,  in  regard  to 
ironstone. 

5574.  What  is  the  weight  you  go  upon  now  ? 
—2,240  lbs. 

5575.  So  they  carry  now  2,240  lbs.  at  the  same 
rate  as  they  used  to  carry  2,400  lbs.  for  ? — Yes  ; 
upon  that  Act  coming  into  force,  all  charges 
were  reduced,  including  wages,  and  everything 
else,  except  the  railway  charge. 

5576.  But,  of  course,  the  workmen  did  not 
lose  by  it  ? — No,  not  at  all ; it  was  a reduction 
in  their  price,  represented  by  the  reduction  in 
weight. 

5577.  The  only  parties  who  gained  were  the 
railway  companies? — Yes,  they  were  the  only 
parties  who  gained,  because  they  made  a reduc- 
tion in  the  weight  without  making  a reduction  in 
the  carriage  rate. 

5578.  What  difference  did  that  make  to  the 
company  ? — It  made  a difference  of  about  7 per 
cent,  to  them. 

Mr.  Nicholson. 

5579.  The  new  Act  made  the  old  weight 
illegal,  did  it  not  ? — Yes,  we  had  to  melt  the 
weights  up ; we  could  not  any  longer  use  them. 

Lord  Randolph  Churchill. 

5580.  When  was  that  Act  passed? — It  was 
passed  in  1878,  and  came  into  force  on  the  1st  of 
January  1879. 

5581.  How  do  you  ascertain  your  rates  from 
the  railway  company  ? — We  ascertain  the  rates 
by  inquiry ; we  apply  to  them,  and  then  they 
send  us  the  rate. 

5582.  Have  you  a copy  of  their  reply,  fur- 
nishing a quotation,  with  you  ? — I have. 

5583.  Will  you  hand  it  in  ? — I will.  ( The 
same  was  handed  in.') 

5584.  From  this  it  would  appear  that  although 
a railway  company  may  quote  you  a rate  to-day, 
to-morrow,  or  the  next  day,  they  may  alter  that 
rate  without  giving  you  the  slightest  warning  or 
advice  of  their  intention  to  do  so  ? — It  is  so. 

5585.  I suppose  that  works  very  awkwardly  in 
0.54. 


Lord  Randolph  Churchill — continued, 
carrying  on  your  trade ; it  introduces  a great 
deal  of  uncertainty  ? — Yes,  it  does. 

5586.  In  carrying  out  a contract  which  may 
last  12  months,  which  you  may  have  taken  at 
such  and  such  a price  upon  a quoted  rate,  before 
you  come  to  the  end  of  your  contract  you  may 
find  that  the  rate  has  been  raised  ? — It  has 
been  so. 

5587.  I suppose  it  would  be  a great  advantage 
if  the  rates  were  fixed  for  a certain  length  of 
time,  and  were  easily  ascertainable  ? — We  ought 
to  have  six  months’  notice  of  any  advance,  other- 
wise we  are  always  in  danger. 

5588.  Do  you  consider  it  to  be  the  fact  that 
the  companies  have  entered  into  private  arrange- 
ments between  themselves  to  convey  the  goods 
at  agreed  rates  upon  their  lines?  — It  is  an  ascer- 
tained fact  beyond  all  doubt ; we  have  been  con- 
stantly told  by  the  railway  companies  that  they 
are  prohibited  from  making  a reduction  by  the 
agreement. 

5589.  It  is  notorious  in  the  trade,  is  it  not  ? — 
Yes,  the  managers  often  have  conferences  and 
agree  upon  certain  rates. 

5590.  And  having  once  agreed  upon  rates, 
the  companies  unite  to  adhere  to  them  ? — They 
unite  to  adhere  to  them. 

5591.  Do  they  ever  agree  to  lower  a rate  for 
a private  person  without  the  other  companies 
knowing  of  it ; have  you  ever  known  them  trying 
to  break  the  agreement  under  the  rose? — I have 
known  certain  advantages  given,  hut  very  sel- 
dom. 

Mr.  Caine. 

5592.  Do  you  mean  in  the  way  of  rebates  ? — 
In  the  way  of  collection,  I think. 

Lord  Randolph  Churchill. 

5593.  But,  practically,  it  is  very  rarely  that 
that  is  done  ? — It  is  very  rarely  that  there  is  any 
deviation  from  the  agreed  rates  ; there  is  com- 
bination but  not  deviation. 

5594.  Can  you  tell  me  whether  the  rates  were 
considerably  raised  in  1872  and  1873  ? — The 
rates  were  generally  raised. 

5595.  Was  it  a lai’ge  rise? — Yes,  it  was  a 
very  considerable  rise  at  the  time. 

5596.  Was  that  on  account  of  the  high  prices 
for  fuel  and  mateilals  which  the  companies  had 
to  pay  ? — Yes,  they  had  to  pay  a very  high  rate 
for  coal  and  iron,  and  for  everything  they  re- 
quired ; the  whole  of  their  charges  increased 
very  much. 

5597.  But  now  I suppose  the  prices  of  coal 
and  iron  are  down  very  much  ? — They  have 
been  reduced  very  much. 

5598.  But  have  the  rates  been  reduced  ? — 
They  have  not : they  are  higher,  generally,  in 
consequence  of  the  difference  in  the  charging 
weight. 

Sir  Daniel  Gooch. 

5599.  Is  there  a quarterly  meeting  of  the 
ironmasters  in  Staffordshire  to  fix  the  iron  rates 
between  themselves  and  the  companies  and  the 
public  ? — No. 

5600.  What  do  they  do? — The  practice  of  fix- 
ing rates  for  iron  has  been  discontinued. 

5601.  How  long  ago  was  that  alteration  made? 
— Three  or  four  years. 

H H 4 
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Sir  Daniel  Gooch — continued. 

5602.  Are  there  no  quarterly  meetings  of  the 
ironmasters  ? — Yes,  for  the  purj)ose  of  making 
sales,  and  so  on. 

5603.  What  is  the  price  fixed  that  we  see  in 
the  newspapers? — It  is  a nominal  price  fixed  by 
the  ironmasters,  which  is  constantly  deviated 
from. 

5604.  But  is  that  in  any  way  different  from 
whai  the  railway  companies  do? — The  railway 
companies  adhere  to  their  fixture ; we  do  not. 

5605.  Then  they  are  more  conscientious  than 
you  are  ? — It  has  been  agreed  among  the  iron- 
masters that  the  rate  is  to  be  considered  only 
nominal. 

Mr.  Gregory. 

5606.  Do  I understand  that  there  is  a differen- 
tial rate  in  favour  of  the  foreign  exporter  of  iron? 
— The  rate  from  Germany  and  Belgium  is  so  low 
that  foreign  iron  is  imported  into  Birmingham 
cheaper  than  we  can  send  it  to  Hull. 

5607.  The  result  of  that  is  a benefit  to  the 
foreigners? — It  is,  no  doubt. 

5608.  Does  that  include  the  sea  freight? — The 
sea  freight  is  included  in  the  charge,  so  that  it  is 
difficult  to  say  svhat  the  rate  is  ; we  can  cai-ry 
from  Botterdam  to  Birmingham  for  17  s.  6 d., 
and  we  must  pay  the  same  rate  from  Birmingham 
to  Southamptciu.  If  we  bring  it  right  through 
from  Rotterdam  we  pay  no  more  than  for  sending 
to  Soutliampton. 

5609.  What  is  your  port  for  Rotterdam  ? — 
Harwich,  Southampton,  or  London. 

5610.  Would  you  pay  the  same  rate  from 
Dudley  to  Rotterdam  as  you  would  from  Rotter- 
dam to  Dudley  ? — I think  you  would. 

5611.  The  export  rate  would  be  the  same  as 
the  import  rate  ? — I think  it  would. 

Mr.  Bohon. 

5612.  Do  you  complain  that  the  maximum 
rates  are  exceeded  in  many  cases? — No,  I do 
not. 

5613.  Has  the  trade  of  Dudley  increased  or 
decreased  of  late  years  ? — The  iron  trade  has 
decreased,  especially  the  smelting  department. 

5614.  Is  it  a marked  falling  off? — Yes,  it  is  a 
very  marked  falling  off. 

56  15.  And  with  regard  to  your  own  trade,  has 
that  increased  or  decreased? — The  trade  of  my 
own  fii'in  has  rather  increased  ; it  has  considei'- 
ably  increased,  because  we  have  valuable  coal 
mines  of  our  own. 

5616.  But  with  regard  to  your  manufactured 
iron  ; I think  you  are  an  Iron  manufacturer  as 
well  as  a coal  miner ; has  that  portion  of  your 
trade  decreased? — No,  that  portion  of  our  trade 
has  increased. 

5617.  Arc  you  an  exception  to  the  general  rule 
then?  — Our  coal  mines  are  enabling  us  to  carry 
on  the  trade. 

5618.  Do  you  do  the  manufacturing  portion  of 
the  work  at  a loss  ? — We  are  practically  wasting 
our  coal  mines ; but  the  fact  is  this,  that  people 
who  have  to  buy  their  own  minerals  cannot  con- 
tinue their  business. 

5619.  So  that  you  would  make  more  if  you 
simply  sold  your  raw  produce,  and  did  not  manu- 
facture at  all  ? — If  we  had  a market  for  it. 


Mr.  Bolton  — continued. 

5620.  But  you  have  no  market  for  it  unless 
you  use  it  yourself? — I think  not. 

5621.  You  stated  that  the  rates  by  the  railway 
companies  were  the  only  things  which  had  not 
been  lowered  in  consequence  of  the  change  in 
weight;  are  you  quite  sure  about  that  ?— I am, 
so  far  as  iron  is  concerned. 

5622.  That  there  has  not  been  a reduction  in 
the  railway  rate  to  correspond  with  the  reduction 
in  the  weight? — No,  there  has  not. 

5623.  Are  you  positive  of  that  ? — 1 am. 

5624.  Because  I am  informed  that  that  is  not 
so  ? — There  has  been  no  reduction  upon  anything 
that  I know  of  which  we  send  away  ; not  in  bar 
iron. 

5625.  You  advocate  something  similar  to  what 
has  been  advocated  before,  viz.,  that  a standing 
prosecutor  should  exist  somewhere  or  other  to 
whom  the  trader  should  apply  ? — I have  not 
said  so. 

5626.  You  stated  that  an  individual  could 
not  take  a railway  company  before  the  Railway 
Commissioners  ? — It  would  be  very  awkward  to 
do  so. 

5627.  Is  there  anything  to  prevent  the  asso- 
ciation of  which  you  are  chairman,  the  “ Iron- 
masters’ Association,”  taking  a l ailway  company 
before  the  Railway  Commissioners? — I suppose 
there  would  be  nothing  to  prevent  the  associa- 
tion backing  up  a trader. 

5628.  And  ^^aying  all  the  expenses'^ — I dare 
say  there  is  no  reason  why  it  might  not  be  done 
in  that  way,  but  I think  it  would  be  very  much 
better  that  it  should  be  done  directly. 

5629.  How  would  you  propose  to  doit? — I 
would  propose  to  do  it  directly  by  giving  to  the 
association  a locus  standi  before  the  Railway 
Commissioners. 

5630.  I think  you  objected  to  the  railway 
companies  at  their  own  option  making  alteration 
in  the  rates  they  quote  ? — I do. 

5631.  Do  you  object  to  that? — I do;  because 
it  makes  it  almost  impossible  to  take  any  con- 
tract Avith  safety. 

5632.  When  you,  as  a trader,  quote  a price, 
do  you  limit  yourself  indefinitely  to  the  time 
during  Avhich  you  Avill  accept  that  price? — We 
do  not  limit  ourselves  indefinitely  at  all. 

5633.  Do  you  limit  yourself  at  all? — As  a fact, 
we  give  our  customers  fair  notice  of  an  ad- 
vance. 

5634.  I presume  the  reply  you  received  from 
the  railway  company,  quoting  a rate,  Avas  on  a 
ju-inted  form  ? — Yes. 

5635.  In  place  of  Avriting  each  time  anything 
else,  they  simply  give  you  this  so  as  to  keep  them- 
selves free  to  advance  the  rates  if  they  think 
proper  ? — It  is  quite  a modern  practice. 

5636.  Otherwise  they  Avould  have  to  Avrite  to 
evciy  individual  trader  stating  that  they  intended 
to  AvithdraAv  the  rate  ? — I think  they  might  give 
fair  ])ubllc  notice  of  any  such  intention. 

5637.  Supposing  a trader  urged  that  he  had 
not  seen  it,  Avhat  then  ? — I think  that  Avould  be 
his  look-out  if  the  rail\Aay  company  gave  fair 
notice.  I do  not  think  that  the  rates  should  be 
fixed  indefinitely  ; I simply  say  that  Ave  ought  to 
have  fair  notice,  say  six  months’  notice  of  any 
advance. 

5638.  There  is  a public  establishment  called 
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Mr.  Bolton — continued. 

the  Bank  of  England,  which  fixes  the  njiniinum 
rate  of  interest  occasionally? — They  fix  the 
minimum  rate  occasionally  ; but  that  is  like  our 
maximum  price  of  iron  ; they  change  it  when 
they  find  it  requisite. 

o639.  They  fix  a minimum  rate,  and  change  it 
Avhenever  it  suits  them.  Now,  the  rate  of  wage 
changes,  does  it  not? — It  changes  with  the  price 
of  iron. 

5640.  Or  with  the  demand  and  supply  ? — That 
is  practically  the  same  thing 

5641.  In  what  way  would  you  make  the  rail- 
way companies  bind  themselves  in  a way  you 
would  not  require  that  private  traders  should  be 
bound  ? — Because  the  railway  companies  have 
been  granted  exceptional  advantages  by  Parlia- 
ment; they  are  public  carriers,  and  should  not 
be  dealt  Avith  by  the  same  rules  as  private 
traders. 

5642.  But  you  think  they  should  be  bound  to 
a rate  lower  than  that  Avhich  they  have  been 
authorised  to  charge  ? — Where  the  rates  are  too 
high  they  should  be  modified. 

5643.  You  know,  Avhen  you  enter  into  a con- 
tract, that  the  companies  cannot  charge  you 
more  than  their  maximum  rates ; if  it  is  the 
maximum  rate  you  are  asked,  you  know  they 
cannot  raise  that,  so  that  it  is  a rate  below  the 
maximum  rate  which  you  are  complaining  of? — 
The  difficulty  is,  that  we  have  to  enter  into  con- 
tracts for  large  quantities  of  material — of  ship- 
building iron,  and  railway  iron,  and  all  kinds  of 
material,  six  months  and  12  months  ahead. 

5644.  You  get  a quotation  from  the  railway 
company,  do  you  not? — From  day  to  day  only. 

5645.  If  that  rate  is  not  below  the  maxinmin 
rate,  they  cannot  raise  it,  therefore  Avhere  is  the 
grievance,  if  the  maximum  rate  is  quoted  ? — 1 he 
inconvenience  is  to  the  trade  of  the  country  in 
having  the  rate  raised  upon  it  suddenly,  and  I 
say  that  no  railway  I’ate  should  be  advanced 
AA'ithout  six  months’  notice. 

5646.  You  Avill  admit,  I think,  that  raihvay 
companies  are  entitled  to  charge  certain  rates, 
Avhich  are  called  maximum  rates  ? — They  are. 

5647.  The  grievance  you  ai’e  noAV  complaining 
of  is,  that  the  railway  company  quote  to  you 
rates  less  than  the  maximum  rates,  and  do  not 
bifid  themselves  to  those  loAver  rates  indefinitely  ? 
— That  is  quite  correct. 

5648.  Has  there  been  any  change  in  the  rates 
on  iron  recently? — Not  recently. 

5649.  You  stated  that  there  Avas  a differential 
rate  in  favour  of  the  foreign  trade  ; do  the  raihvay 
companies  charge  you  more  outwards  than  they  do 
inwards  with  respect  to  foreign  trade? — AVhat  I 
stated,  in  reply  to  the  honourable  Baronet  was, 
that  railway  companies  charge  us  as  much  to  our 
English  ports  as  to  or  from  a foreign  jjort. 

5650.  But  they  charge  you  the  same  to  a 
foreign  port,  do  they  not  ? — I fancy  that  the 
charge  to  the  foreign  port  is  the  same,  inwards- 
and  outwards. 

5651.  Then,  when  you  are  speaking  of  the 
comparison  Avith  the  foreigner,  what  is  the  mean- 
ing of  differential  rate  if  you  can  send  from 
Dudley  to  Rotterdam  at  the  same  price  as  from 
Rotterdam  to  Dudley? — AVe  might  send  it  back 
at  the  same  price  if  we  liked,  no  doubt. 

5652.  You  spoke  of  the  loss  to  you  owing  to 
0.54. 
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the  acquisition  of  the  canal  property  by  the  rail- 
Avay  companies  as  having  placed  you  at  a great 
disadvantage;  I think  you  stated,  in  answer  to 
Lord  Randolph  Churchill,  that  if  you  still  had 
the  canal  separate  from  the  railway  company, 
you  Avould  have  the  same  competition  as  those 
places  enjoy  where  sea  carriage  is  obtainable? — 
As  a fact,  we  had  competitive  rates  before, 
and  we  have  none  now. 

5653.  Do  you  mean  the  Committee  to  under- 
stand that,  in  your  opinion,  it  is  as  cheap  to 
carry  by  canal  as  by  sea? — No. 

5654.  So  that  you  would  not  be  in  an  equally 
favourable  position  Avith  those  places  which  are 
upon  the  sea-coast  ? — AA"e  might  not  be  in  an 
equally  favourable  position  with,  regard  to  carry- 
ing large  quantities,  but  still  we  had  a great 
benefit  when  we  had  th'e  private  traders  on  the 
canal. 

5655.  So  that  you  would  be  still  at  a disad- 
vantage with  respect  to  places  at  seaports? — Not 
in  all  cases. 

5656.  But  you  admit  that  there  would  be  a 
disadvantage  in  canal  as  compared  Avith  sea  car- 
riage ?— Of  course  a ship  could  take  1,000  tons, 
whereas  a canal  boat  could  only  take  about 
30. 

5657.  The  canals  Avould  take  about  a Aveek  to 
do  the  distance,  Avhereas  the  raihvay  would  do  it 
in  a fcAV  hours  ? — The  raihvay  might  take  a 
couple  of  days. 

5658.  Generally  speaking,  if  you  ask  for  your 
goods  to  be  carried  quickly,  they  Avould  be  car- 
ried quickly,  Avould  they  not? — AYe  cannot  de- 
pend upon  it  under  tAvo  days. 

Mr.  Caine. 

5659.  I think  if  I understand  your  evidence 
rightly,  you  ascribe  the  increase  in  the  rates  from 
7 s.  6 d.  to  11  .s.  to  Liverpool,  very  much  to  the 
fact  that  the  raihvay  companies  have  bought  up 
the  canals? — Yes. 

5660.  In  those  happy  days  when  you  had  that 
rate  of  7 s.  6 d.  to  Liverpool,  did  the  camd  com- 
panies and  the  raihvay  companies  never  combine  ? 
— Not  in  those  days. 

5661.  Not  to  your  knowledge? — Not  to  my 
knoAvledge. 

5662.  How  many  raihvay  companies  had  you 
before  they  acquired  the  canal  conijianies  ? — AYe 
had  only  the  Grand  Junction  Raihvay  Com- 
pany. 

5663.  You  had  one  I’aihvay  and  three  canals, 
and  noAv  you  have  three  raihvays? — AYe  have 
three  raihvays  Avho  control  the  canals. 

5664.  What  evidence  have  you  that  if  you 
had  the  canals  they  might  not  combine  Avith  the 
raihvay  companies,  and  also  join  the  conference  ? 
— They  might  do  so,  but  at  that  time  they  did 
not. 

5665.  You  told  the  Committee  that  the  rate 
from  Middlesboro’  to  Hull,  a distance  of  85  miles, 
Avas  5 5.  6 d.,  and  that  the  rate  Avas  15  s.  from 
Dudley  to  Hull,  a distance  of  140  miles ; I dare- 
say you  know  that  from  Middlesboro’  to  Hull 
the  traffic  goes  over  one  line  of  rails,  whereas, 
from  Dudley  to  Hull,  it  goes  over  three  lines  ? — 
That  is  so,  no  doubt. 

5666.  AYould  not  that  make  a difference? — If 
we  pay  three  terminals,  as  I have  no  doubt  wc 
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do  now,  that  would  make  a difference,  but  I 
think  we  ought  not  to  have  to  do  so, 

5667.  Do  not  you  think  that  the  result  would 
be,  if  some  fairness  were  arrived  at  as  between 
Middlesboro’  and  Hull,  and  Dudley  and  Hull, 
that  it  would  considerably  I’aise  the  Middlesboro’ 
rate  ? —I  think  they  lose  by  the  Middlesboro’ 
rate,  and  make  us  pay  the  difference. 

5668.  An  equalisation  of  the  rate,  would 
probably  result  in  the  rate  being  8 s.  or  9 s.  from 
Middlesboro’ to  Hull,  and  about  11  5.  or  12  s. 
from  Dudley  to  Hull? — That  would  be  about 
fair. 

5669.  You  know  the  iron  trade  well  enough 
to  know  that  that  would  simply  turn  the  whole 
of  the  carrying  traffic  back  to  the  sea,  and  away 
from  the  railway  companies,  would  it  not  ? — 1 
think  so  ; it  would  be  carried  by  sea  in  preference 
to  the  rail. 

5670.  You  can  see  that  obviously  the  Inevitable 
result  'of  an  equalisation  of  the  rates  would  be  to 
shut  out  the  carriage  from  Middlesboro’  to  Hull 
from  the  rail  and  compel  it  to  go  by  sea  to  Hull  ? 

■ — If  the  North  Eastern  Company  can  carry  for 
5 s,  6 d.  to  Hull,  and  get  a little  profit  out  of  it, 
or  avoid  loss,  pi'o  tanto  they  can  carry  from 
Dudley  to  Hull  for  less  than  15s.;  that  is  my 
contention. 

5671.  I should  just  like  to  ask  you  about  the 
Belgian  rates  ; do  you  know  that  Belgian  iron 
can  be  carried  from  the  port  of  disembarkation 
from  Belgium  to  Dudley  for  less  money  than  you 
can  send  from  Dudley  to  that  port? — That  is  so. 

5672.  Does  any  quantity  of  Belgian  iron  come 
here  ? — Large  quantities. 

5673.  Chiefly  girder  iron  ?■ — Girder  Don,  to  a 
large  extent. 

5674.  Is  there  any  girder  iron  made  in  South 
Staffordshire? — Very  little. 

5675.  You  cannot  compete  w'itli  them? — We 
have  tried  but  we  cannot  do  it, 

Mr.  Barnes. 

5676.  The  honourable  Member  for  Stirling- 
shire put  it  that  it  would  be  no  harm  to  you  if 
the  railway  comjiany  quoted  you  no  more  than 
the  maximum  rates,  that  if  they  quoted  you  the 
maximum  rates,  you  in  making  a contract  would 
know  that  you  could  not  be  subjected  to  any 
advance  u))on  them ; are  you  quite  satisfied  that 
if  they  could  get  maximum  rates  they  would  ? — 
They  do  not  in  some  cases  charge  maxmium  rates  ; 
I have  no  right  therefore  to  say  that  they  would 
if  they  could. 

5677.  Do  you  think  that  if  the  market  would 
give  the  maximum  rates  they  would  take  them  ? 
— I suppose  they  would. 

5678.  I suppose  you  do  not  see  any  analogy 
between  the  Bank  of  England  rate  and  the  rail- 
way rates  ; one  is  a public  commodity,  and  the 
other  is  settled  by  Act  of  Parliament  ? — I think 
so. 

Mr.  Lou'ther. 

5679.  You  stated  that  at  one  time  there  were 
some  canal  boots  which  Avere  faster  than  the 
others ; did  you  have  to  pay  extra  in  sending  by 
them  ? — No,  the  same  ])rices  ; the  fast  boats  were 
onlj"  used  for  e.xceptional  traffic. 


Mr,  Lowther — continued. 

5680.  One  honourable  Member  has  alluded  tc 
iron  girders  coming  from  Belgium  ; do  you  main- 
tain that  the  iron  girders  made  in  Belgium  can 
be,  and  are  made  in  England  ? — They  can  be, 
and  they  are  made  in  England. 

5681.  Are  those  any  sized  girders? — Very 
large  girders  can  be  made  in  England. 

5682.  Are  they  made  in  England  ? — The 
Butterley  Company  make  large  girders. 

5683.  Are  they  made  principally,  hoAvever,  in 
Belgium  ? — The  building  g-irders  are  of  which 
very  large  quantities  are  required  ; they  are  made 
of  common  iron. 

5684.  You  stated  that  an  alteration  had  been 
made  from  long  weight  to  short  weight;  the  long 
weight,  I think,  was  2,400  lbs.  to  the  ton,  and  the 
short  weight  2,240  ; do  you  wush  the  Committee 
to  understand  that  the  railroads  made  no  dif- 
ference between  the  2,400  and  2,240  ? — Not  upon 
bar-iron. 

5685.  You  wish  to  state  as  a fact  that  you  pay 
the  same  for  2,240  lbs.  as  you  did  ibr  2,400  ?— 
That  is  so. 

5686.  Can  you  give  me  any  points  between 
which  this  Avas  carried?  — From  London  to 
Liverpool,  to  and  from,  the  rates  are  the  same. 

5687.  V/here  are  they  carried  from? — From 
Dudley  to  London,  Liverpool,  Hull,  and  Glas- 
gow. 

Mr.  Barclay. 

5688.  Are  they  carried  at  the  same  rate? — 
They  are  carried  at  the  same  rate  as  they  were  ; 
the  rates  have  remained  unaltered  for  some 
years. 

Mr.  Lowther. 

5689.  Are  you  aware  that  they  altered  the 
Aveight  on  acconnt  of  the  Act  of  Parliament? — 
The  Aveights  were  altered  by  Act  of  Parliament ; 
at  least  the  long  weight  Avas  practically  declared 
illegal. 

5690.  And  then  the  company  continued  to 
charge  the  same  ? — That  is  so. 

5691.  There  has  not  been  a reduction  corre- 
sponding to  the  reduction  of  the  Aveight  ? — There 
has  been  no  alteration  Avhatever  in  the  railway 
rates, 

Mr.  Nicholson. 

• 

5692.  Have  you  inquired  into  the  maximum 
rates  at  all  ? — No,  I have  not,  except  the  rate  of 
1;^  c?.  a ton  upon  bar-iron. 

5693.  You  have  not  carefully  examined  it  to 
see  whether  those  rates  Avei’e  exceeded  ? — As  a 
rule  the  maximum  rates  are  not  exceeded  upon 
bar-iron  and  manufactured  goods. 

5694.  You  are  the  chairman,  I think,  of  the 
ironmasters’  association  ? — Yes. 

5695.  Has  the  ironmasters’  association  any 
funds  to  Avhich  you  contribute? — Yes,  Ave  contri- 
bute to  the  general  expense. 

5696.  If  you  had  to  bring  a raiLvay  company 
hefoi'e  the  the  Baihvay  Commissioners,  Avould 
you  have  any  difficulty  in  procuring  the  funds? 
— None  Avhatever  ; we  make  a call  for  Avhatever 
funds  are  required. 

5697.  Then  if  the  ironmasters’  association  had 
a locus  standi  before  the  Baihvay  Commissioners, 
matters  of  discrepancy  in  charge,  or  overcharge 
Avould  be  more  frequently  brought  before  the 
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Mr.  Nicholson' — continued. 
Commissioners  than  they  are  at  the  present  time  ? 
— That  is  so,  no  doubt. 

5698.  Have  you  a secretary  ? — Yes,  we  have. 

5699.  If  any  ironmaster  made  a complaint  of 
overcharge  what  would  be  the  course  pursued  ; 
would  it  be  the  duty  of  the  secretary  to  investi- 
gate a complaint  before  submitting  it? — It  would 
probably  be  submitted  to  a meeting  of  the  trade. 

5700.  That  w'ould  facilitate  an  equalisation  of 
the  rates  ? — It  would  give  us  more  control. 

5701.  It  would  give  you  more  control  without 
involving  you  personally  ? — Yes. 

5702.  If  you  took  a conti-act  say  for  500,000 
tons  of  rails  to  be  delivered  at  the  port  of  Hull  or 
Liverpool,  should  you  go  to  the  railway  companies 
for  an  estimate  of  the  carriage  before  giving  your 
tender? — We  should  reckon  upon  the  present 
rate. 

5703.  Without  making  a special  application 
for  it  ? — Y es. 

5704.  And  seven  days  after  that  the  rate 
might  be  increased? — Or  seven  hours. 

5705.  Suppossinff  the  present  rate  happened 
to  be  below  the  maximum  rate,  the  rate  might 
be  increased  within  seven  days? — They  have  the 
power  of  increasing  it. 

5706.  The  Butterley  Company  are  the  princi- 
pal competitors  in  England  for  girders,  but  the 
rates  from  Belgium  are  so  low  that  they  shut 
the  Butterley  Company  out  of  the  market  almost, 
do  they  not  ? — I am  bound  to  say  the  quality 
and  the  rates  are  lower. 

Mr.  Lowther. 

5707.  Are  coal  and  iron-stone  both  cari'ied  at 
long  or  short  weights? — There  has  been  a 
dispute  with  the  North  Staffordshire  Company, 
as  to  whether  they  are  carried  long  or  short 
weight,  and  the  rates  have  been  paid  under 
protest.  The  company  have  endeavoured  to 
exact  the  full  rate  for  the  short  weight,  but  I 
have  been  informed  in  the  last  few  days,  that 
they  have  given  up  that  point.  Coal  is  carried, 
as  a rule,  short  weight ; that  is  to  say,  at  the  legal 
v/eight,  20  cwts.  of  2,240  lbs.  to  the  ton  ; 21  cwt.  is 
sometimes  allowed ; but  they  generally  make 
certain  special  arrangments  with  the  coal  owners. 
I am  not  much  acquainted  with  coal.  I believe 
iron-stone  will  ui  future  be  carried  at  the  long 
weight,  the  railway  comjianies  having  given  uji 
that  point. 

Mr.  Barclay. 

5708.  Do  you  think  that  there  is  any  analogy 
between  the  manner  in  which  a private  trader 
carries  on  his  business,  and  the  manner  in  which 
a railway  company  carries  on  its  business  ? — 
None  whatever,  I think. 

5709.  The  railway  companies  either  singly  or 
conjointly,  have  a monopoly  of  the  traffic  ? — 
They  have  acquired  the  monopoly  of  it. 

5710.  Had  y‘m  ever  any  hope  that  competition 
amongst  the  railway  companies  would  keep  down 
rates? — Yes,  we  did  think  so. 

5711.  Those  hopes  have  been  altogether  dis- 
appointed, have  they  not  ? — They  have  been  frus- 
trated by  the  combination  of  the  railway 
companies. 

5712.  I suppose  a private  trader’s  prices  are 
regulated  by  the  comnetition  he  encounters  with 
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Mr.  Barclay — continued.  . 
his  fellows  in  trade  ? — Precisely  ; if  I and  two 
or  three  more  could  combine,  we  could  raise  the 
price. 

5713.  If  you  could  get  your  special  business 
restricted  to  two  or  three  people,  you  might  form 
a ring  and  dictate  prices  to  the  country  ? — Yes, 
no  doubt. 

5714.  Is  that  very  much  the  way  in  which  rail- 
way companies  act  in  regard  to  the  traffic  of 
a district  ? — I think  so. 

5715.  You  have  no  hope  that  competition  will 
keep  down  the  rate  ? — I do  not  see  any  now. 

5716.  You  are  in  favour  of  the  railway  charges 
being  determined  by  public  I’eg illations  ? — I 
think  the  railway  eharges  should  be  under  some 
control. 

5717.  Did  I understand  you  to  give  evidence 
in  favour  of  equal  mileage  rate? — For  equal 
distances. 

5718.  But  I suppose  you  would  have  different 
mileage  rates  for  different  kinds  of  goods  ? — Yes. 

5719.  You  approve  of  the  classification,  or  at 
least  of  the  principle  of  the  classification,  which 
has  been  adopted  by  recent  Acts  of  Parliament  ? 
— There  must  be  a classification. 

5720.  Certain  goods  if  they  were  not  carried 
by  railway  at  a low  rate,  could  not  be  carried  at 
all? — Minerals  must  be  carried  at  a loiv  rate; 
bar-iron  might  be  charged  a little  more. 

5721.  To  put  it  in  another  way,  do  you  think 
that  the  rates  for  carriage  should  bear  some  pro- 
portion to  the  cost  to  the  company  of  doing  the 
service  ? — I think  it  should. 

5722.  Do  you  find  your  margin  of  profits  on 
your  business  determined  by  a proportion  to  the 
services  required  of  you  ? — I think  so ; we 
endeavour  to  make  it  so. 

5723.  Competition  brings  down  that  margin  to 
the  lowest  rate  at  which  you  find  you  can  make 
the  article? — It  does. 

5724.  But  there  is  no  such  influence  brought 
to  bear  upon  the  railway  companies? — There  is 
no  such  influence.  I think  that  competition 
might  tend  to  promote  economy  amongst  the 
railway  companies. 

5725.  What  railways  carry  your  iron  from 
Dudley  to  Liverpool  ? — We  have  three  lines : the 
Great  M'estern,  the  London  and  North  Western, 
and  the  Midland. 

5726.  How  many  miles  is  it  ? — About  90 
miles. 

5727.  Is  that  upon  the  main  line  of  the  London 
and  North  Western  Railway? — Yes;  the  main 
line  of  the  London  and  North  Western  Railway 
is  at  Tipton,  and  from  Birmingham  to  Wolver- 
hampton the  main  line  is  within  two  miles  of 
Dudley. 

5728.  Do  you  call  your  production  damage- 
able or  undamageable  ? — Undamageable. 

5729.  Are  you  aware  that  the  maximum  rate 
of  the  London  and  North  Western  Railway 
Company  for  undamageable  iron  carried  over  50 
miles,  is  1 d.  a ton  a mile  ? — I thought  the  rate 
was  1 d.  over  50  miles,  and  \\d.  under. 

5730.  If  so,  are  not  the  company  overcharging 
in  asking  1 1 s.  ? — But  that  includes  collection  and 
delivery  in  10-ton  loads  and  terminals. 

5731.  The  charge  of  11.?.  would  be  divided 
into  7 s.  6 c?.  for  mileage,  and  3 s.  6 c?.  for  collec- 
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Mr,  Barclay — continued. 

tion  and  delivery? — For  collection  and  delivery 
and  for  terminals. 

5732.  "W^hat  terminals  are  they  entitled  to 
charge  ? — I do  not  know  what  they  are  entitled 
to  charge  for  terminals. 

5733.  Would  3 s.  6 d.  be  a fair  sum  for  collec- 
tion and  delivery? — It  is  too  much, 

5734.  What  would  be  a fair  sum  for  collection 
and  delivery  upon  10-ton  loads? — One  shilling 
and  sixpence. 

5735.  If  they  were  not  entitled  to  charge  any 
terminals  it  would  appear  as  though  they  were 
overcharging  you  2 s.  a ton  ? — I think  so  ; but 
the  com])any  do  not  .deliver  if  it  is  under  10  tons, 
while  they  charge  the  same  rate. 

5736.  What  do  they  charge  for  a five-ton  load? 
— Eleven  shillings. 

5737.  Do  the  company  collect  and  deliver  ? — 
They  collect,  but  do  not  deliver. 

5738.  What  should  you  say  was  a fair  rate  for 
the  collection  rate  ? — One  shilling.  The  company 
allow  1 s.  if  the  iron  is  delivered  at  the  station. 
In  fact,  I should  say  that  the  company  only 
allow  us  6 d.  on  bar-iron  if  delivered  at  the 
station  ; therefore  say  6 d.  for  delivery  ; if  we 
deliver  it  instead  of  collecting  they  allow  us  6 d. 

5739.  Then  for  mileage  and  collection  the 
company  are  only  allowed  to  charge  8 s.,  accord- 
ing to  that? — It  would  appear  that  for  loads 
under  10  tons  thev  are  chargina  more  than  their 
maximum  rate. 

5740.  At  any  rate  there  is  3 s.  of  a surplus 
beyond  the  mileage  and  the  cost  of  collec- 
tion for  what  they  call  terminals ; is  that  so  ? 
— There  is  3 s.  charged  for  terminals  and 
delivery. 

5741.  I am  speaking  of  under  10-ton  loads  ? — 
Under  10-ton  loads  they  appear  to  be  over- 
charging. 

5742.  If  they  are  not  entitled  to  charge  for 
terminals  it  would  apjiear  that  they  are  over- 
charging you  3 s.  a ton  ? — Yes. 

5743.  Have  you  ever  taken  an  opinion  upon 
that  question  ? — No;  we  deal  mostly  in  large 
quantities;  few  of  our  loads  are  under  10  tons. 

5744.  But  even  taking  the  over  10-ton  loads, 
it  apjiears  that  they  are  charging  you  2 s.  for 
terminals  ? — I do  not  think  so. 

5745.  Ninety  miles  at  1 d.  is  7 s.  6 d.,  and  you 
say  Is.  6 rf.  is  a fair  charge  for  collection  and 
delivery;  that  makes  it  9 s.,  Avhile  they  are  charg- 
ing  you  1 1 s.  ? — That  is  so. 

5746.  So  that  there  is  a difference  of  2 s.,  which 
they  are  not  entitled  to  charge  you,  unless  they 
are  entitled  to  charge  for  terminals  ? — -But  it  all 
turns  upon  Avhether  I am  correct  in  quoting 
1 s.  6 d.  for  collection  and  delivery. 

5747.  The  company  only  allow  you  6d.  if  you 
deliver  ? — They  only  allow  us  6 d.  for  the 
delivery  if  we  deliver  at  the  station. 

5748.  So  that  if  you  allow  them  9 d.,  you 
allow  them  more  than  they  allow  you  when  you 
perform  the  same  services  ? — They  allow  6 d.  if 
we  deliver  at  the  station,  and  ifit  is  carted  under 
10  tons  there  is  a charge  of  1 .<?.  6 d. 

5749.  And  what  is  it  for  over  10  tons? — Over 
10  tons  it  is  free. 

5750.  Do  1 understand  then  that  the  rate  for 
carrying,  carting,  and  delivering  under  10  tons 
is  12  s.  6 d,  ? — It  is  so. 


Mr.  Barclay — continued. 

5751.  That  would  make  the  overcharge  still 
greater? — Yes;  we  have  to  pay  Is.  6 d.  extra 
under  10  tons  if  it  is  delivered  alongside  ship. 

5752.  Have  you  ever  taken  any  opinion 
wdiether  it  is  legal  to  charge  terminals  ? — We 
have  not  taken  any  legal  opinion  upon  the  point. 

5753.  Is  it  not  a very  important  matter  to 
ascertain  whether  they  are  entitled  to  charge 
these  matters  ? — It  is  so. 

5754.  And  your  association  have  not  endea- 
voured to  deal  with  it? — Our  association  has 
dealt  with  the  matter  in  the  way  of  applying  to 
the  conqianies  to  reduce  the  rates,  but  without 
success;  rve  have  been  met  with  the  intimation 
that  if  we  had  our  rate  reduced  others  would  be 
advanced. 

5755.  Have  you  any  idea  why  they  charge 
some  goods  under  the  maximum  and  others  over 
tlie  maximum  rates  ? — I do  not  know  why  they 
should  go  to  their  maximum  rates  at  all. 

5756.  Do  you  think,  in  point  of  fact,  the  rail- 
way companies  are  charging  in  any  of  those  cases 
where  they  are  under  the  maximum  rates,  less 
than  they  think  they  can  get? — I do  not  think 
they  are. 

5757.  If  they  are  charging  under  the  maximum 
rates,  is  it,  do  you  infer,  because  if  they  charged 
the  maximum  rates  they  would  not  get  the  traffic  ? 
— Because  the  maximum  rates  are  excessive,  and 
it  would  not  be  to  their  interest  to  be  too  exor- 
bitant. 

5758.  I suppose  in  those  cases  where  they  are 
overcharging,  the  railway  companies  have  no 
malice  against  the  traders? — I do  not  suppose 
that  there  is  any  case  of  malice  ; it  is  a question 
of  self-interest. 

5759.  If  there  is  no  malice,  is  there  any  reason 
why  they  undercharge  in  some  cases  and  over- 
charge in  others ; except  this,  that  unless  they 
under-charged  they  would  not  get  any  trafiic  at 
all  ? — That  must  be  the  reason. 

5760.  Is  the  threat  therefore  to  charge  all 
rates  up  to  their  maximum  of  very  great  weight 
in  those  cases  ? — It  has  been  sufficient  to  deter 
traders  from  taking  action  against  the  com- 
panies. 

5761.  Do  you  think  it  would  be  a proper  thing 
for  the  Board  of  Trade  to  examine  into  complaints 
made  to  them,  and  if  they  think  there  is  ground 
for  those  complaints,  to  see  that  the  public  get 
redress  ? — I think  so ; I think  that  there  ought  to 
be  a Board  of  Control. 

5762.  You  do  not  think  that  private  traders 
can  co2ie  wdth  the  railway  companies? — I do  not 
think  so ; it  would  be  difficult  for  our  association 
to  do  so,  I know  that. 

5763.  Do  you  think  that,  as  a matter  of  fact, 
fishtino-  and  determininir  one  case  would  be 
sufficient  to  cause  the  railway  comjianies  to  keep 
Avithin  the  laAV  ? — It  Avould  be  very  doubtful,  I 
tbink.  The  case  named  b}’-  the  previous  witness, 
]\Ir.  Hickman,  was  a case  in  ])oint. 

5764.  Traders  in  general,  I believe,  have  con- 
siderable dread  of  taking  a railway  company 
before  the  Bailway  Commissioners? — It  is  a very 
formidable  thing  for  a man  to  do. 

5765.  Does  that  disinclination  arise  simidy 
iqion  the  ground  of  cxj>ense,  or  because  you 
think  the  raihvay  conqnmies  would  ])ut  you  to 
inconvenience  otherwise  ?—  There  would  be  the 
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Mr.  Barclay — continued, 
question  of  expense  and  loss  of  time,  besides  the 
odium  that  you  would  incur. 

5766.  Do  you  find  that  you  can  easily  deter- 
mine what  the  law  of  railway  rates  is  upon  this 
matter  ? — It  is  a very  difficult  matter  indeed  to 
get  at  it. 

5767.  Do  you  find  that  there  are  many  lawyers 
in  the  country  upon  whose  opinion  you  would  be 
disposed  to  ])lace  much  reliance  ? — There  are 
very  few  in  the  country,  but  there  might  be  some 
in  town. 

5768.  Passing  to  another  point,  what  sum  do 
you  think  would  turn  the  scale  with  regard  to 
Belgian  girders,  whether  they  were  made  in  this 
country  or  abroad  ? — I do  not  tliink  as  regards 
those  Belgian  girders  that  we  have  much  chance  ; 
they  are  used  for  building  purposes,  and  are  of  a 
very  low  quality. 

5769.  The  workmanship  looks  quite  as  good 
as  ours,  does  it  not  ? — I think  it  is. 

Mr.  Caine. 

5770.  The  quality  is  inferior  to  anything 
produced  in  South  Staffordshire,  is  it  not? — The 
quality  of  the  iron  is  inferior  ; I do  not  think 
that  a reduction  of  the  railway  rate  would 
enable  us  to  make  girders  to  compete  with  the 
Belgian  manufacturer. 

Mr.  Barclay. 

5771.  Cannot  you  make  as  poor  a class  of 
iron  as  they  do  in  Belgian  ? — We  do  not  do  so. 

5772.  You  say  the  railway  companies  changed 
their  mode  of  charge  because  it  was  illegal  to 
charge  for  the  2,400  lbs.  instead  of  2,240  ? — The 
2,240  is  the  legal  weight. 

5773.  Is  there  anything  to  prevent  the  railway 
companies  charging  at  so  much  per  2,400  lbs.  ? — 
They  might  do  so,  but  they  must  not  call  it  a 
ton. 

5774.  But  there  would  be  nothing  to  prevent 
charging  by  the  2,400  lbs.  without  calling  it  a 
ton? — bio,  I presume  not. 

Mr.  Paget. 

5775.  With  regard  to  these  Belgian  girders, 
would  it  be  impossible  to  manufacture  iu  England, 
girders  the  same  size  as  these  imported  from 
Belgium  ? — Not  at  all. 

5776.  'I'hen  what  is  the  I’eason  they  are  not 
made  ? — Because  they  are  made  of  very  low 
quality,  and  they  are  brought  over  at  a very  low 
rate  of  carriage  ; I admit  that  there  are  those  two 
reasons,  the  low  quality  and  the  low  rate  of 
carriage. 

5777.  Has  there  been  any  attempt  made,  as  far 
as  you  know,  in  England,  to  put  into  the  market, 
a girder  of  low  quality  to  compete  with  the 
Belgian  girder  ? — Girders  have  been  made  in 
England,  and  attempts  have  been  made  to  com- 
pete, but  we  cannot  compete  successfully  with 
the  Belgian. 

5778.  What  is  the  reason  they  have  not 
succeeded  ? — The  reason  is,  that  the  Belgian 
girders  are  so  much  cheaper. 

5779.  Then  I would  ask  you  one  question 
about  the  canals  ; you  say  since  they  have  been 
amalgamated  with  the  railways  there  is  no 
private  enterprise  upon  those  canals  ? — None  ; or 
next  to  none. 
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5780.  Do  the  Acts  under  which  the  canals 
were  originally  formed  still  exist  ? — Yes. 

5781.  Therefore  would  there  not  still  be  a 
right  in  private  people  to  engage  in  trade  upon 
those  canals  if  they  chose  to  do  so? — They 
would  have  the  right,  but  there  is  the  extreme 
toll  which  comes  in  their  way. 

5782.  Have  you  ever  thought  it  right  to 
establish  for  your  own  purposes,  any  private  enter- 
prise upon  a canal,  even  supposing  you  were  charged 
the  highest  toll  that  the  Act  would  authorise  ? — 
Yes,  we  have  done  so  ; we  have  sent  our  own 
boats  to  Ellesmere  port,  but  when  the  boats 
arrive  there  they  must  be  taken  charge  of  by 
the  company  ; if  we  send  goods  by  our  own  boat, 
we  must  j)ay  the  through  rate  to  Liverpool. 

5783.  Then  you  find  that  even  if  you  send 
goods  yourself  by  canal  you  derive  no  advantage 
from  it  ? — None  whatever ; we  are  simply  allowed 
the  difference  to  Ellesmere  port. 

5784.  You  think  that  if  the  canals  were  freed 
from  connection  with  the  railway,  and  were  free 
to  combine,  it  would  be  much  to  your  advantage  ? 
— It  would  be  much  better  if  they  never  had 
been  combined  with  the  railways. 

5785.  You  have  made  a point  of  the  fact  that 
the  charge  from  Middlesboro’  to  Hull  is  at  the 
rate  of  5 5.  6 d.  ; have  you  ever  examined  the 
question  with  the  view  of  ascertaining  whether 
the  i-allvvay  can  afford  to  take  these  goods  at 
that  rate? — They  charge  5 s.  6 cf.  to  Hull,  and 
12  s.  6 d.  from  South  Wales  to  London  ; I say,  if 
they  lose  by  the  one  rate  they  make  us  jiay  the 
difference ; that  is  our  grievance,  we  pay  the 
higher  rates. 

5786.  Have  you  ever  made  any  personal 
investigation  to  ascertain  whether  the  company 
lose  at  those  rates  ? — I do  not  see  why  they 
should  lose  ; s.  Q d.  for  running  85  miles  is  a 
fair  rate. 

5787.  How  much  will  that  be  per  mile? — 
Seven-eights  of  a penny. 

Lord  Randolph  Churchill. 

5788.  YOcf.,  I think? — Yes,  *70  rZ, 

Mr.  Paget. 

5789.  At  all  events,  you  have  no  reason  to 
believe  that  the  5 s.  Q d.  for  85  miles  is  a charge 
which  entails  anything  like  loss  upon  the 
company  ? — I do  not  think  that  they  lose  any- 
thing by  it ; I think  it  is  a fair  rate, 

5790.  With  regard  to  maximum  rates  ; do 
you  know  how  it  came  to  be  originally  that  a 
maximum  rate  was  inserted  in  a Railway  Act  ? 
— 1 do  not  know  why  it  was. 

5791.  You  have  not  been  personally  connected 
with  the  introduction  of  Railway  Bills  ? — I have 
not. 

5792.  As  a matter  of  fact,  are  you  aware  that 
it  is  not  the  usual  practice  for  a railway  company 
to  use  the  rate  which  they  have  the  authority  to 
use,  as  the  maximum  rate  ? — Maximum  rates 
have  never  been  regarded  as  being  actual  rates, 
but  simply  as  an  extreme  point. 

Chairman. 

5793.  Do  I understand  you  to  say  that  in 
those  rates  that  you  quoted  as  being  favourable 
to  the  foreigner  for  imports  ; you  get  the  benefit 
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in  the  trade  of  the  same  rate  for  exports? — As  a 
rule  I understand  that  it  is  so. 

5794.  Is  that  a great  advantage  to  the  British 
manufacturer  that  he  should  be  brought  so 
cheaply  into  the  foreign  market,  as  that  repre- 
sents ? — 1 do  not  think  there  is  much  grievance 
upon  that  score,  except  that  the  company  charge 
the  same  rate  to  an  English  port  as  they  carry 
across  the  sea,  for  I gather  from  that,  that  they 
can  afford  to  carry  to  our  seaport  towns  at  a lower 
rate. 

5795.  I want  to  confine  myself  to  this  appar- 
ently very  natural  question  about  the  rate  for 
imports.  I have  a letter  here  about  the  matter 
from  a manufacturer  of  wire  ; he  says,  German 
wire  is  brought  from  Antwerp  to  Birmingham  at 
IGs.  8 J.,  and  the  charge  from  Birmingham  to 
London  is  22  s.  6 (7. ; but,  in  return,  the  English 
wire  manufacturer  would  be  able  to  put  his 
wire  into  the  foreign  mai’ket  for  IGs.  8<7. ; is 
not  that  an  advantage  to  him  to  be  able  to  com- 
pete in  that  way  ? — It  would  seem  so. 

Lord  Randolph  Churchill. 

5796.  Would  not  the  English  manufacturer 
have  to  pay  a high  duty  going  into  Belgium  ? — 
He  would  to  any  part  of  the  Continent. 


Chairman. 

5797.  But  in  the  railway  rates  the  manufac- 
turer does  get  the  benefit  of  being  able  to  send 
back  again  ? — He  would,  if  he  could  send  the 
goods  at  all,  but  he  cannot  send  the  goods  at  all, 
there  being  no  demand. 

5798.  Is  that  owing  to  the  protection  policy  of 
foreign  countries  ? — Yes. 

5799.  I may  take  it  from  your  personal  know- 
ledge that  these  figures  I have  read  are  correct? 
— I believe  them  to  be  correct. 

Mr.  Bolton. 

5800.  Is  there  any  import  duty  in  Belgium 
upon  British  wire? — I am  not  acquainted  with 
Belgium,  I was  referring  to  German  wire  ; as  a 
matter  of  fact,  Antwerp  is  a free  city. 

Mr.  Barclay. 

5801.  In  point  of  fact,  does  any  ironmongery 
or  iron  goods  go  to  the  Continent  from  Birming- 
ham and  that  district? — Ironmongery  goes,  but 
not  iron  wire. 

5802.  Does  bar-iron  go  ? — Bar-iron  goes  to  a 
very  limited  extent. 

5803.  Then  this  through  rate  is,  practically, 
a dead  letter  ? — It  is,  practically. 


Mr.  C.  F.  Clark,  called  in  ; and  Examined. 


Mr.  Monk. 

5804.  Are  you  President  of  the  Wolverhamp- 
ton Chamber  of  Commerce  ? — I am. 

5805.  Do  you  hold  any  other  office  ? — I am 
honorary  secretary  to  the  Hollow  Ware  and 
Ironfounders’  Association. 

5806.  Does  Wolverhampton  complain  that 
it  has  to  pay  excessive  rates  as  compared  with 
other  districts? — It  does,  very  grievously. 

5807.  Can  you  give  the  Committee  some 
instances  of  that  ? — The  worst  case  is  that  of  iron 
from  Wolverhampton  to  Liverpool,  a distance  of 
84  miles;  the  charge  is  10  s.,  that  is  1’43  d.  ; 
whereas,  from  M iddlesboro’  to  Liverpool,  which  is 
nearly  double  the  distance,  155  miles,  the  I'ate  is 
only  8 s.  9 d.,  or  '68. 

5808.  Is  that  difference  of  charge  on  manu- 
factured iron  charged  to  the  consumer,  or  does 
the  manufacturer  bear  the  cost  ? — The  manufac- 
turer bears  the  cost. 

5809.  Has  it  not  had  some  effect  upon  the 
scale  of  wages  as  compared  with  the  Yorkshire 
scale? — I cei’tainly  think  so,  inasmuch  as  a 
puddler  in  our  district  is  paid  1 s.,  or  five  per  cent, 
upon  the  selling  price  of  the  iron,  and  if  we  pay 
1 s.  3 d.,  then  it  is  deducted  from  the  scale  ; as 
it  is,  all  the  carriage  being  deducted  from  the 
scale  before  the  puddlers  are  paid,  the  jiuddlers 
in  our  district  are  handicapped  one  per  cent,  below 
those  of  the  Middlesboro’  district,  and  the  mill 
men,  I believe,  are  handicapped  double  the  jier 
centage. 

5810.  Can  you  state  whether  there  is  a differ- 
ence in  the  rates  for  the  conveyance  of  galvanized 
and  sheet  iron? — Two  years  ago  it  was  25  per 
cent,  on  sheet  ii’on,  and  the  result  was  that  firms 
were  started  in  galvanizing  in  Liverpool,  London, 
Bristol,  and  Middlesboro’,  and  also  there  was  a 
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firm  in  Glasgow ; the  half-crown  saved  on  the 
manufacture  of  galvanized  iron  being,  no  doubt, 
the  inducement.  At  the  present  time,  I believe, 
from  Wolverhampton,  there  are  from  500  to  600 
tons  a week  of  galvanized  iron  sent,  and  it  is 
generally  supposed  if  the  railway  companies  had 
met  the  manufacturers,  that  instead  of  that,  it 
would  have  been  three  times  as  much  at  the 
present  time. 

5811.  And  what  has  been  the  effect  on  the 
galvanized  iron  trade  in  South  Staffordshire  ? — 
The  effect  now  that  the  rate  is  reduced  is  that 
they  simply  have  lost  their  customers,  and  have 
got  to  yet  them  back  again,  and  those  who  have  gone 
to  the  coast  have  been  deceived,  because  the  rail- 
ways have  dropped  their  rate  from  12  s.  6 d to  10  s. 

5812.  Do  you  know  any  other  trade  which 
has  left  South  Staffordshire  in  consequence  of 
the  high  rate? — Yes,  the  cast-iron  water-pipe 
trade,  a large  manufacturer  in  Dudley  was  obliged 
to  open  a foundry  and  blast  furnaces  in  Middles- 
boro’ on  purpose  to  compete  with  the  Glasgow 
makers  who  were  able  to  deliver  their  pipes  very 
much  cheaper  than  the  Dudley  manufacturers. 

5813.  The  last  witness  stated  that  the  canals 
were  in  the  hands  of  the  railway  companies;  will 
you  state  what  the  canals  are? — I cannot  quite 
mention  them. 

5814.  He  mentioned  the  Shropshire  Union 
and  the  Bridgwater  Navigation,  are  there  any 
other  canals  which  are  in  the  hands  of  the  railway 
companies? — I really  do  not  know  their  names,  I 
simply  know  that  they  are  all  in  the  hands  of  the 
railway  companies. 

5815.  Can  you  state  what  aiTangement  the 
railway  companies  have  made  with  the  canal 
companies  in  your  district?— I can  state  one 

arrangement. 
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arrangement,  and  that  is,  that  they  have  under- 
taken to  guarantee  them  four  per  cent,  upon  their 
capital ; last  year  one  of  the  shareholders  told  me 
that  they  gave  them  a cheque  for  40,000  L in 
order  that  the  four  per  cent,  should  be  paid  ; that 
keeps  them  very  quiet. 

5816.  I think,  as  you  have  given  that  evidence, 
1 ought  to  ask  what  canal  company  that  arrange- 
ment was  made  witli  ? — I received  the  informa- 
tion from  a shareholder,  and  therefore  I cannot 
answer  the  question  ; but  I may  say  that  the 
canal  is  under  the  London  and  North  Western 
Railway  Company,  and  the  London  and  North 
Western  gave  the  money. 

Mr.  Pell. 

5817.  It  is  the  Birmingham  Navigation  Canal, 
is  it  not  ? — I believe  it  is. 

Mr.  Monk. 

5818.  Are  you  in  favour  of  a mileage  rate  pure 
and  simple  ? — No,  1 am  not. 

Lord  Randolph  Churchill. 

5819.  Are  you  speaking  about  other  manu- 
factured goods  than  your  own  ? — I am  speaking 
about  all  goods,  not  only  manufactured  iron 
moving  from  our  district,  but  pig-iron  coming  to 
the  district,  otherwise  we  should  be  entirely 
dependent  upon  the  district  for  our  pig-iron,  and 
I,  as  an  ironfounder,  do  not  think  tliat  it  would 
be  quite  equal  to  the  emergency. 

Mr.  Monk. 

5820.  Do  the  railways  in  your  districts  allow 
the  owners  risk  rate  upon  all  classes  of  goods  ? — 
Twelve  months  ago  the  companies  refused  to 
allow  any  owner’s  risk  rates,  on  hollow-ware  or 
other  packed  goods.  Then  I wrote  to  them  and 
explained  to  them  that  upon  goods  which  went 
abroad  they  were  receiving  a premium  for  a 
risk  which  they  were  not  running  at  all,  inas- 
much as  the  shippers  gave  them  a receipt  for  the 
cask  and  did  not  examine  the  goods,  and  then 
they  agreed  to  allow  1 s.  8 off  the  Liverpool 
rate  and  2 5.  6 d.  off  the  London  rate,  but  that 
did  not  extend  to  the  home  trade.  I have 
since,  for  my  trade,  been  trying  for  six  or  eight 
months  to  get  the  same,  or  a similar  allowance 
for  the  home  trade,  which  the  companies  refused 
up  to  last  week,  when  they  sent  me  notice  to  say 
that  upon  the  1st  June  it  would  be  allowed  upon 
the  home  trade. 

5821.  Have  you  any  idea  upon  what  principle 
they  grant  an  owner’s  risk  rate  ? — I do  not  under- 
stand upon  what  principle  they  have  not  granted 
it  and  I cannot  tell  you  upon  what  principle  they 
do  grant  it. 

5822.  Have  you  any  idea  yourself  how  they 
classify  the  goods  in  the  rate  book? — No,  I do 
not  think  they  know  themselves  ; I think  it  is  a 
mere  chapter  of  accidents  as  to  what  classification 
they  put  the  goods  under. 

5823.  I suppose  you  think  that  the  rate  book 
should  be  made  public  property  ? — 1 think  the 
rate  book  should  be  made  public  and  should  be 
published,  and  that  everybody  who  wishes  to  buy 
the  book  should  buy  it  at  the  cost  price  of  the 
printing. 

5824.  Can  you  state  of  your  own  knowledge 
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whether  any  difficulty  is  experienced  in  obtain- 
ing the  classification  book  from  the  railway  com- 
panies’offices?— I believe  that  it  is  as  much  as 
the  place  of  the  man  is  worth  even  to  show  it 
you  ; I have  seen  it,  but  in  order  that  I should  be 
quite  certain  about  it,  I wrote  for  one  on 
Saturday. 

5825.  To  whom  did  you  write  ? — To  the 
London  and  North  Western  Company,  and  they 
said  they  could  not  possibly  let  me  have  it. 

5826.  Did  you  write  to  Euston? — No,  to 
Wolverhampton,  to  the  London  and  North 
Western  Company’s  station  ; but  they  added  that 
they  would  assist  me,  in  any  way  which  1 might 
desire,  to  understand  their  classification. 

5827.  Will  you  read  your  communication  to 
them  ? — We  say,  “ We  do  not  understand  the 
way  in  which  you  classify  goods  ; please  hand  us 
a copy  of  your  classification  book  to  enable  us  to 
decide  the  points  in  the  classification  for  the 
transit  of  our  goods and  this  is  their  answer  ; 

“ In  re2:)ly  to  your  favour  of  ...  I regret 
that  I am  not  in  a position  to  hand  you  copy  of 
our  classification  book,  which  is  supplied  only  for 
the  guidance  of  the  company’s  staff;  1 shall,  how- 
ever, be  pleased  to  furnish  you  with  any  informa- 
tion that  may  be  necessaiy,  to  assist  you  in 
understanding  the  application  of  our  rates.” 

5828.  Do  you  know  Avhether  the  rate  book  is 
kept  for  sale  at  any  of  the  stations  ? — Certainly 
not ; you  can  see  the  I’ate  book  at  any  time,  and 
make  any  copies  you  like  from  it. 

5829.  But  you  cannot  purchase  the  book  ? — 
You  cannot  purchase  the  book. 

2830.  Have  you  ever  compared  the  average 
charge  for  carriage  u})on  iinglish  lines  with  the 
charge  on  Continental  lines  ? — I have  done  so  on 
timber,  and  I find  that  from  Gloucester  to 
Wolvei’hampton,  a distance  of  66  miles,  the  rate  is 
6 s.  4 d.,  that  is  equal  to  I"  15  d.  per  ton  per  mile  ; 
from  Liverpool  to  Wolverhampton;  a distance  of 
84  miles,  the  charge  is  1 1 5.  8 j.  which  is  equal  to 
1’66  d.  Then  we  come  to  water,  from  Gloucester 
to  Wolverhampton  they  charge  5 s.  6 c?.,  that  is 
\ d.  a,  mile,  but  taking  it  from  Strasburg  to  Paris, 
a distance  of  315  miles,  the  charge  is  8 s.  5 d.,  or 
•32  d.,  and  from  Strasburg  to  Alareuil,  a distance 
of225  miles,  the  charge  is  2 s.  10  d.,that  is  '6  d.,  so 
that  from  Gloucester  to  Wolverhampton  the 
rate  is  three  times  as  much  as  from  Strasbursr  to 
Pans. 

5831.  What  system  have  they  in  Germany 
with  regard  to  the  rates  ? — According  to  an 
article  in  the  “ Ironmonger,”  communicated  from 
Germany,  they  have  a system  of  charging  partly 
on  space  occupied  and  partly  on  classification,  and 
they  have  one  golden  rule,  that  they  never  charge 
the  exporter  more  than  the  importer. 

5832.  Do  you  know  how  many  classes  they 
have  ? — I do  not. 

5833.  Do  you  think  the  system  in  Germany 
might  be  made  to  work  well  in  this  country  ? — 
I certainly  do  think  so. 

5834.  You  stated  just  now  that  you  objected 
to  the  equal  mileage  rate  ; what  scale  do  you 
think  would  act  fairly  with  reference  to  your  own 
trade? — I have  taken  the  London  and  North 
Western  Company’s  scale  as  a fair  scale  to  besin 
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with,  or  rather,  as  a proof  that  they  bow  to  a 
scale,  that  is  2J  per  mile  for  the  first  50  miles. 

5835.  In  which  class  would  that  be  ? — I expect 
it  would  be  No.  3 class;  over  50  miles  it  is  2 d. 
per  mile,  and  then  the  London  and  North 
Western  Company  go  on  at  2 d.,  but  I sliould 
reduce  the  charge  for  the  next  50  miles  to  1 J d., 
and  the  next  to  1 d.  and  beyond  that  to  i d.,  and 
that  would  be  a very  fair  rate  to  apply  to  hollow 
ware,  hardware,  and  japanned- ware  ; the  rate 
for  metals  is  now  just  half  that  of  hardware, 
and  if  this  is  a fair  scale  for  hardware,  half  of  it 
would  be  a fair  scale  for  metals. 

5836.  Do  you  know  if  the  rates  are  altered  in 
the  same  class  of  goods  if  they  are  differently 
packed?  ^Yes,  for  japanned  ware,  which  is  a 
large  trade  in  our  district,  if  packed  in  casks, 
instead  of  crates,  the  charge  is  less,  but  if  you  go 
to  the  potteries  it  is  just  the  reverse  ; if  pottery 
ware  is  packed  in  cases  instead  of  crates  it  is  more. 

5837.  I think  you  are  a maker  of  enamelled 
cast-iron  baths? — Yes,  that  is  my  principal  trade  ; 
we  pay  a very  heavy  rate  upon  enamelled  cast- 
iron  baths  ; it  has  been  raised  a matter  of  60  per 
cent,  within  the  last  few  years. 

5838.  Is  it  fair  to  ask  what  effect  that  has  had 
upon  your  firm  ? — It  has  limited  the  sale  of  the 
baths.  My  firm  was  the  first  to  bring  out  this 
bath,  and  owing  to  this  tax  upon  our  produce, 
we  do  not  make  one-tenth  part  of  the  enamelled 
baths  that  are  now  made. 

5839.  You  say  the  I’ailway  companies  have 
raised  the  charge  in  some  cases  by  as  much  as  60 
per  cent.? — Yes,  they  have;  they  have  raised 
the  rates  even  more  than  that ; they  have  raised 
the  rates  80  per  cent,  on  some  articles,  but 
upon  the  average  of  jjacked  hollow- w'are  it  comes 
to  30  per  cent. 

5840.  Have  they  reduced  the  charges  in  any 
cases  ? — They  are  vei'y  magnanimously  going  to 
reduced  them  20  per  cent,  upon  our  taking  the 
risk. 

5841.  How  does  the  raibvay  rate  on  small 
parcels  under  500  lbs.  affect  the  trade  of  Wolver- 
hampton. I think  they  are  called  “smalls”? — 
It  affects  it  very  much  ; I have  had  a memorial 
sent  to  me,  to  present  to  the  Committee,  from 
four  different  trades  in  Wolverham])ton,  viz., 
the  Druggists,  Stationers,  Grocers,  and  Drapers, 
and  if  I may  be  allowed,  I will  read  a portion 
of  it  : “ Although  there  are  three  separate 
routes  to  London,  the  charges  of  late  years  have 
been  much  increased,  and  especially  do  we  wish 
attention  to  be  drawn  to  the  extra  charge  spe- 
cially put  upon  packages  under  500  lbs.,  nearly 
all  our  packages  being  under  that  w'eight.  The 
freight  for  return  packages  is  also  increased. 
These  high  charges  are  kept  up  owiug  to  there 
being  no  competition  between  the  respective 
companies  ; on  the  contrary,  an  arrangement 
of  some  kind  exists  between  them  which  places 
us  entirely  at  their  mercy.  They  have  the  power 
of  making  any  sudden  increase  in  price  wdthout 
their  customers  having  any  notice  of  it  till 
they  are  called  upon  to  pay.” 

5842.  Are  you  of  opinion  that  all  the  railways 
in  the  United  Kingdom  should  work  upon  the 
same  system  as  to  small  packages? — Certainly  I 
do  ; it  is  exceedingly  awkward  as  it  works  at 
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present.  The  Scotch  lines  go  upon  the  old  sys- 
tem, and  the  English  lines  upon  the  new  system, 
and  the  consequence  is,  that  there  is  a great  dis- 
parity in  the  charges ; for  instance,  if  we  sent 
anything  to  Glasgow  or  Newcastle,  which  places 
are  even  with  regard  to  the  rate,  we  pay  for 
28  lbs.  to  Glasgow',  3 «.  3 d.,  but  if  we  send  it  to 
Newcastle  it  is  1 s.,  that  is  225  per  cent,  more  in 
the  one  case  than  the  other ; 56  lbs.  are  charged  3 s. 
9 d.  to  Glasgow,  and  to  New'castle  1 s.  6 d.,  that  is 
1 50  per  cent,  more  ; 84  lbs.  is  3 s.  9 d.  to  Glasgow 
and  2 s.  to  Newcastle,  that  is  112  per  cent.  more. 

5843.  Do  you  think  those  things  would  be 
better  managed  if  the  railways  w'ere  the  property 
of  the  Government  ? — I certainly  do  think  so. 
I think  that  a great  deal  of  money  which  is  now 
spent  in  Parliamentary  fights  w'ould  cease  to  be 
so  expended  ; we  have  to  pay  interest  upon  that 
money,  and  we  should  avoid  what,  I believe,  is 
the  case  now,  that  is,  the  double  terminal  charges 
at  junctions. 

5844.  Do  you  think  that  is  the  general  opinion 
of  the  traders  at  Wolverhampton? — Yes,  I think 
so. 

5845.  Those  opinions  have  been  expressed  in 
your  Chamber  of  Commerce  more  or  less? — Yes, 
they  have. 

5846.  I w'ant  to  ask  you  a question  or  two 
with  regard  to  the  Railway  Commissioners  ; what 
are  your  views  with  regard  to  the  present  power.s 
of  the  Railway  Commissioners  ? — I think  they 
ought  to  be  increased. 

5847.  In  w'hich  direction  ? — So  that  Chambers 
of  Commerce,  or  tw'o  or  more  of  one  trade,  could 
bring  questions  before  them  to  decide  as  to  the 
rates  between  stations,  or  station  to  station  rates, 
and  I think  the  Railway  Commissioners’  decision 
should  be  final.  It  is  the  fear  that  after  their 
decision  has  been  given,  the  case  might  be  taken 
to  the  House  of  Lords,  which  prevents  most 
private  individuals  ever  bringing  a case  before  the 
Railway  Commissioners. 

5848.  Have  you  had  any  experience  yourself 
relative  to  any  proceeding  before  them,  especially 
with  regard  to  costs  ? — I have  not. 

5849.  Have  you  any  knowledge  with  reference 
to  cases  which  have  been  heard  before  the 
Railway  Commissioners,  having  been  of  a costly 
nature? — Yes,  I have  heard  that  they  are. 

5850.  Do  you  think  that  the  rates  fixed  from 
time  to  time  for  any  particular  place,  in  reference 
to  particular  articles,  should  be  submitted  to  the 
Raihvay  Commissioners  at  the  request  of  a 
Chamber  of  Commerce,  or  of  two  or  more  tradei's? 
— Certainly  I do,  I think  it  would  be  a great 
assistance  to  commei’ce. 

5851.  Is  there  not  in  Wolverhampton  some 
complaint  about  the  carriage  of  meat,  as  compared 
with  the  charge  from  Liverpool  to  London  ? — 
The  butchers  are  naturally  very  sore  upon  the 
j)oint  that  foreign  meat  can  be  carried  from 
Liver j)Ool  to  London  for  25  s.,  whereas  a man,  if 
he  wants  to  send  his  meat  for  the  same  distance, 
say  to  Carlisle  (and  I know  a butcher  who  has 
sent  20  tons  of  hams  this  last  winter),  pays  40  5. 
for  that  same  distance ; in  both  eases  upon  the 
London  and  North  Western  Railway. 

5852.  Do  you  know  the  mileage  rates  upon 
rivei’s,  and  canals  abroad? — I have  got  the  mile- 
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age  rate  upon  tlie  river,  from  Saarbriick  to  Stras- 
burg,  a distance  of  100  miles,  I find  that  coal  is 
carried  at  ‘29  d.,  and  I find  that  iron  ore  is  carried 
from  Nancy  to  Berbach,  a distance  of  87  miles,  for 
‘33  ; and  then  I come  to  limestone,  from  Saucy  to 
Saarbriick,  a distance  of  196  miles,  the  charge  is 
*18  J.  I do  not  think  we  have  any  rates  like  those 
in  England. 

5853.  Are  those  charges  much  less  than  they 
are  upon  the  canals  in  this  country  ? — They  are 
much  less. 

5854.  I wish  to  ask  you  a question  with  regard 
to  prepaying  the  carriage,  do  the  railways  in  all 
cases  allow  you  to  prepay? — We  always  pay 
the  carriage  in  our  trade. 

5855.  Do  the  companies  allow  you  any  re- 
duction in  consequence  of  prepaying  the  carriage  ? 
— No  ; wc  have  asked  them,  for  this  reason;  we 
have  said  we  have  to  pay  a commission  to  the 
merchant,  and  we  have  to  allow  so  much  off  for 
cash,  and  we  are  not  allowed  to  put  on  more  than 
just  the  extra  can’iage  that  is  charged  ; but  I was 
met  by  this,  that  the  rate  by  law  must  be 
at  each,  eud  the  same,  but  I think  it  would  be  a 
great  advantage  to  commerce  if  it  were  allowed, 
and  also  an  advantage  to  the  companies,  inasmuch 
as  it  must  save  them  a great  deal  of  trouble  to 
receive  their  carriage  from  the  consignor  rather 
than  Avait  to  follow  the  goods. 

5856.  Can  the  railway  companies  demand  car- 
riage from  the  consignor  upon  the  receipt  of  the 
goods  ? — Certainly  not,  until  they  have  moved 
the  goods  one  station. 

5857.  Do  you  think  it  ought  to  be  alloAved? — 
I think  if  the  law  is  altered,  and  we  have  some 
fairness  shown  to  us,  it  would  be  only  fair  to  the 
railway  companies  that  that  restriction  should  be 
taken  out  of  the  Act  of  Parliament. 

5858.  Have  you  any  complaints  to  make  with 
regard  to  the  carriage  of  stock  on  railways? — I 
think  it  very  hard  upon  certain  districts  ; our 
district  is  a great  sheep-breeding  district,  and 
they  breed  a great  number  of  rams  around  us. 
If  I like  to  take  a dog  upon  the  railroad  for  80 
miles,  I can  take  him  for  2 5.;  if  a third-class 
passenger  rvants  to  go  the  same  distance,  he  pays 
65.  8 (/.  ; but  if  I Avant  to  send  a ram  the  same 
distance,  I am  charged  13  5.  4 t/. ; that  is  a great 
tax  upon  the  farmers  of  the  district.  I do  not 
see  Avhy  farmers  should  be  charged  excessive 
rates  for  the  conveyance  of  their  stock. 

5859.  I suppose  the  railAvays  are  authorised  to 
make  their  charge  by  the  Act  ? — They  are. 

Mr.  Bolton. 

5860.  What  do  you  meau  by  prepaying  the 
carriage  ; do  you  mean  paying  before  you  send 
off  the  goods  ? — If  it  Avere  convenient  to  the  rall- 
Avay  company  Ave  should  do  it. 

5861.  But  do  you  do  it;  does  the  prepaying 
that  you  Avere  talking  about  as  being  convenient 
to  the  railway,  mean  paying  in  advance  ? — It 
means  undertaking  to  pay  it. 

5862.  You  would  have  a monthly  or  a quar- 
terly account,  and  you  would  not,  in  fact,  pay  it 
in  advance  ? — It  Avould  he  a monthly  account. 

5863.  It  would  be,  in  fact,  a payment  by  the 
consignor  instead  of  by  the  consignee? — Yes. 

5864.  You  say  that  prepaylno;  the  carriage 
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Avould  very  much  benefit  the  railway  companies  ? 
— Yes,  I think  so. 

5865.  Hoav  Avould  it  benefit  them? — Inasmuch 
as  they  have  to  folloAV  their  goods  to  the  iron- 
mongers, Avhere  they  have  to  stay  with  the  team 
very  often  until  the  ironmonger  has  opened  the 
packages,  to  see  that  he  has  received  them  all 
right,  and  there  is  a waggon  and  tAVO  horses  pro- 
bably Availing  Avhile  the  the  goods  are  being  ex- 
amined. 

5866.  Hoav  would  that  affect  the  company  in 
the  Avay  of  a saving ; the  money  would  be  re- 
turned through  the  Clearing  House  either  from 
one  end  or  the  other;  hoAV  Avould  it  benefit  the 
company  ? — It  would  save  their  men's  time. 

5867.  But  there  would  be  the  consignee 
having  a monthly  account  at  the  one  end,  and 
the  consignor  at  the  other? — I do  not  think 
consignees  generally  have  monthly  accounts. 

5868.  You  stated  that  Wolverhampton  was 
very  much  injured  by  the  establishment  of  gal- 
vanized iron  works  in  Liverpool  and  GlasgOAv 
and  other  places  on  the  coast? — I should  like  to 
be  allowed  to  read  a letter  upon  the  subject ; a 
fi'iend  of  mine  writes  as  follows: — “Under- 
standing that  you  Avill  be  examined  as  a Avitness 
before  the  Bail  way  Commission  noAV  sitting,  we 
Avould  Avish  to  draAV  your  special  attention  to  the 
immense  importance  of  reduced  raihvay  rates 
from  this  district  to  our  shipping  ports.  Taking 
our  oAvn  case,  Ave  find  on  referring  to  our  metal 
book,  that  we  last  year  exported  10,000  tons  of 
manufactured  iron,  and  that  nearly  two-thirds  of 
this  quantity  was  bought  outside  our  OAvn  dis- 
trict; that  is  to  say,  in  Wales,  the  Cleveland 
district,  or  Scotland ; noAV  only  a few  years  ago 
we  Avill  venture  to  say  that  the  whole  quantity 
Avould  have  been  manufactured  in  this  district. 
AYe  need  hardly  point  out  to  you  that  the  reason 
of  this  is  Avholly  on  account  of  our  unfortunate 
inland  position,  for  Ave  believe  that  iron  can  be 
manufactured  in  this  district  as  cheaply  as  any 
other,  and  of  better  quality.  In  proof  of  this  we 
find  that  Ave  are  at  present  buying  Staffordshire 
bars  at  5 Z.  7 5.  6 d.  per  ton  at  the  Avorks ; AVelsh 
bars  5 1.  5 s.  per  ton  at  the  Avorks  ; and  North 
Country  bars  5 1.  7 s.  6 d.  per  ton  at  the  Avorks. 
AVe  consider  that  if  this  district  is  to  exist  at  all 
as  an  iron  manufacturing  district  it  must  be 
treated  in  a liberal  and  fair  spirit  by  the  different 
raihvay  companies  that  carry  our  produce  to  the 
coast.” — Signed,  T.  W.  and  J.  Walker.''  There- 
fore my  ansAver  is,  yes,  as  exemplified  by  that 
letter. 

5869.  The  galvanised  iron  to  AA'hich  you  refer 
is  in  sheets  ? — It  is  in  sheets. 

5870.  What  iron  is  thatmadefrom? — Sheet  iron. 

5871.  AVhat  is  the  galvanised  sheet  iron  made 
from  ? — It  is  genei'ally  made  from  the  Stafford- 
shire district  iron. 

5872.  Exclusively  the  Staffordshire  district  ? — ■ 
Nearly  all  of  it. 

5873.  Is  thei'e  much  of  it  made  from  Cleve- 
land iron? — No,  I should  think  not,  except  from 
the  Cleveland  pig. 

5874.  Is  there  much  made  of  Scotch  iron  ? — • 
From  the  pig  there  is  undoubtedly. 

5875.  Scotland  and  the  neiglibourhood  of 
Cleveland  manufacture  a large  quantity  of  pig 
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iron  ? — Yes,  but  Scotland  does  not  send  it  to  our 
district. 

5876.  The  galvanisers  in  Scotland,  I presume, 
use  their  own  iron? — No,  the  Glasgow  producers 
are  almost  as  dependent  upon  Middlesborough 
as  we  are. 

5877.  How  do  they  get  their  iron? — By  the 
rail,  I believe. 

5878.  Are  there  not  steamers  from  Middles- 
borough to  Grangemouth  ? — Y es. 

5879.  And  from  Grangemouth  to  Glasgow  is 
there  not  a canal  ? — Yes  ; but  still  they  send  a 
good  deal  by  rail,  1 believe. 

5880.  If  they  do  send  a good  deal  by  rail,  what 
is  the  rate  from  Middlesborough  to  Glasgow  as 
compared  with  the  rate  from  Middlesborough  to 
Wolverhampton? — From  Glasgow  to  Middles- 
borough or  from  Middlesborough  to  Glasgow  the 
rate  would  be  9s.,  and  from  Middlesborough  to 
Wolverhampton  it  is  12  s.  6 d. 

5881.  Are  you  quite  sure  of  that ; take  sheets 
for  example  ? — Ido  not  know  what  sheets  are; 
we  are  not  likely  to  have  any  ; it  would  be  like 
sending  coals  to  Newcastle. 

5882.  The  difference  is  3 s.  6 <7.  a ton  on  the 
iron  they  bring  from  Middlesborough  in  favour 
of  Glasgow,  9 s.,  as  against  12  s.  Qd.,  is  it  not  ? — 
1 believe  it  is  so. 

5883.  But  you  do  not  know  ? — The  figures 
show  it  to  be  so;  the  difference  between  12  s.  %d. 
and  9 s. 

5884.  Then  that  is  the  whole  advantage  which 
Glasgow  has  over  Wolverhampton,  assuming 
your  figures  to  be  correct  ? — Certainly  not : the 
great  advantage  which  Glasgow  has  over  Wol- 
verhampton is  that  the  Glasgow  people  have 
taken  good  care  of  their  waterways. 

5885.  What  do  you  mean  by  that? — I mean 
the  canal  and  the  river. 

5886.  Is  there  any  canal  in  Scotland  which  is 
not  owned  by  a railway  company  ? — I believe 
so. 

5887.  Which  is  that? — I do  not  know  ex- 
actly. 

5888.  What  is  the  name  of  that  canal  between 
Grangemouth  and  Glasgow  ? — I do  not  know. 

5889.  I think  you  may  take  it  from  me  that  it 
does  belong  to  a railway  company  ? — But  the 
river  does  not  belong  to  a railway  company. 

5890.  But  we  are  now  upon  the  rates  — You 
asked  rhe  Avhat  advantage  they  had  over  the 
Wolverhampton  people. 

5891.  Is  there  any  pig  iron  taken  by  sea  from 
Middlesborough  to  Glasgow,  I mean  without  the 
intervention  of  the  railways  ? — I really  do  not 
know. 

5892.  Then  you  complain  of  there  being  an 
absence  of  competition  between  railways  ? — Cer- 
tainly ; in  our  town  we  have  three  railroads,  and 
we  might  just  as  well  have  one  railroad  ; in  fact 
when  we  had  one  and  the  canals  "we  were  getting 
on  very  much  better  than  we  are  now. 

5893.  What  remedy  would  you  propose  for 
that? — I should  propose  that  any  dispute  with 
reference  to  rates  should  be  brought  before  the 
Bailway  Commissioners,  and  then  we  should 
avoid  the  overcharges  now  being  made. 

5894.  How  would  you  propose  to  compensate 
railway  companies  for  the  loss  of  the  privileges 
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which  their  Acts  give  them,  and  under  which 
they  undertook  to  make  the  railways  ? — I should 
give  them  more  trade,  whereas  now  they  hamper 
the  trade  of  the  district. 

5895.  Tliey  would  require  a guarantee  of  that; 
how  would  you  propose  to  give  it  ? — I could  not 
personally  give  it. 

5896.  You  spoke  of  the  expense  of  Parlia- 
mentary fights ; is  it  not  the  traders  who  cause 
those  fights?  — I do  not  think  so. 

5897.  Is  not  it  the  traders  who  require  the 
companies  to  extend  the  lines  into  their  districts  ? 
— Partly. 

5898.  Have  you  been  a witness  before  any 
Committee  of  Parliament  ? — No. 

5899.  Or  assisted  in  bringing  any  of  those 
lines  into  Wolverhampton? — I assisted  the  Wal- 
sall Bailway  Company,  which  is  now  in  the  hands 
of  the  Midland  Bailway  Company. 

5900.  That  is  to  say,  you  assisted  the  Midland 
Bailway  Company  to  compete  with  the  North 
Western  Bailway  Company? — Yes,  but  they  do 
not  do  so. 

5901.  You  caused  them  to  spend  the  money 
without  deriving  any  advantage? — No,  the  rail- 
way was  made  privately  ; it  was  made  by  private 
subscription,  and  it  had  nothing  to  do  at  first  with 
the  Midland  Company,  and  nothing  to  do  with  the 
London  and  North  Western  Company. 

5902.  You  gave  the  Committee  some  of  the 
Continental  rates  ; on  what  authority  do  you 
give  the  Committee  those  rates? — Upon  the  au- 
thority of  an  engineer  in  Berlin.  I should  be 
very  glad  to  show  the  Committee  his  letter  if 
they  require  it. 

5903.  Then  you  have  no  knowledge  of  the 
the  rates  yourself? — No,  I have  not. 

5904.  You  also  stated  that  the  Germans  ad- 
hered to  one  golden  rule  ; that  is  to  sav,  that  the 
import  rates  should  be  not  lower  than  the  export 
rates? — Yes. 

5905.  You  mean  they  adhere  to  the  principle 
of  protecting  the  manufacturer  ? — I do  not  call  it 
protection.  I think  our  present  system  is  carry- 
ing free  trade  to  a farce.  I do  not  see  why  the 
American  should  be  able  to  bring  goods,  as  he 
can  at  the  present  time,  from  New  York  to  the 
London  market  at  a less  price  than  I can  bring 
them  for  from  Wolverhampton  to  London. 

5906.  1 think  you  misapprehend  the  question; 
my  question  is,  whether  the  fact  that  the  German 
Government  charges,  or  causes  the  railways  to 
charge  the  exporter  much  lower  rates  than  they 
charge  the  imjiorter  for  the  same  goods,  was  not, 
practically,  a protection  to  the  native  manu- 
facturer ? — I said  the  golden  rule  was,  that  the 
imported  goods  were  not  charged  lower  than  the 
exported ; I did  not  say  that  the  export  charge 
was  lower  than  the  import. 

5907.  But  is  it  not  the  fact  ? — I do  not  know 
that  it  is ; I know  the  reverse  is  the  fact  in 
England. 

5908.  You  allege  that  from  Wolverhampton 
to  a port  in  England  the  charge  is  higher  than 
from  that  jiort  to  Wolverhampton? — I cannot 
say  that,  because  it  is  like  comparing  coals  going 
to  New'castle  ; the  coals  do  not  come  to  Wolver- 
hampton. 

5909.  Then  what  are  you  complaining  of? — 

Nails 


SELECT  COMMITTEE  ON  RAILWAYS. 


259 


16  May  1881.] 


Mr.  Clark. 


[ Continued . 


Mr.  Bolton — continued. 

Nalls  are  brouglit  over  from  Germany  for  16  s.  4 rf., 
from  Antwerp  via  Harwich,  and  if  we  want  to 
send  the  same  things  to  Harwich  I think  the 
charge  is  21  s.  4 d. 

5910.  But  that  is  not  the  point ; what  would  bo 
the  charge  if  you  sent  them  to  Antwerp  ? — It 
ought  to  be  the  same. 

5911.  Do  you  know  whether  the  charge  from 
Wolverhampton  to  Antwerp  would  be  different 
from  that  from  Antwerp  to  Wolverhampton  ? — I 
know  if  they  can  come  to  Wolverhampton  with 
these  nails,  it  is  absurd  to  imagine  that  any  manu- 
facturer would  ever  ask  for  a rate  to  Antwerp. 

IMr.  Monk. 

5912.  Do^you  know  that  as  a fact  ? — I really 
do  not  know  it. 

Mr.  Caine. 

5913.  What  is  the  rate  on  galvanised  sheet 
iron  from  Wolverhampton  to  Liverpool  ? — It  is 
now  the  same  as  iron. 

5914.  But  for  a long  time  it  was  different?  — 
It  was  12  s.  6 (1. ; 25  per  cent.  more. 

5915.  Is  there  anything  in  the  nature  of  gal- 
vanised and  sheet  iron  to  justify  a higher  rate 
being  charged  in  one  case  than  the  other  ? — I 
think  it  is  the  reverse. 

5916.  Do  you  think  that  the  '2  s.  %d.  a ton 
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difference  really  stimulated  the  manufacture  of 
galvanised  iron  sheets  in  Ijiverpool  ? — Yes. 

5917.  But  do  you  not  see  that  the  manu- 
facturers of  galvanised  iron  sheets  in  Liverpool 
have  to  bring  this  sheet  iron  to  their  works,  and 
galvanise  it,  and  then  bring  it  to  the  ship’s  side, 
while  you  have  only  to  send  the  galvanised  iron 
to  the  ship’s  side.  I only  wish  to  show  that  there 
must  be  apparently  some  other  cause  for  it 
besides  the  mere  difference  of  carriage  ? — There 
is  the  saving  upon  the  carriage  of  the  spelter  that 
the  raihvay  companies  have  thrown  themselves 
out  of. 

5918.  But  still  the  galvanised  sheet  iron  had 
got  the  spelter  on  it  if  you  come  to  the  ton  rate  ? 
— Yes,  no  doubt. 

5919.  You  have  considerable  knowledge  of  the 
Ironmongery  trade  at  Wolverhampton;  is  it  not 
the  fact  that  the  Belgian  nails  have  pretty  much 
demolished  the  hand-made  nail  trade  of  your 
district  ? — Yes,  of  our  district. 

5920.  Are  there  any  hand-made  nails  made  in 
your  district? — Yes,  a great  number,  but  nothing 
like  what  there  were  before  the  Belgian  nails 
were  imported. 

5921.  Do  you  ascribe  that  to  the  fact  that  the 
railway  companies  favour  by  low  rates  the  im- 
portation of  foreign  nails  ? — What  I contend  is 
that  it  is  the  manuf  acture  of  machine-made  nails  in 
our  district  that  it  cuts  up. 
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The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Arthur  Haliburton,  called  in  ; and  Examined. 


Chairman. 

5922.  You  are  Director  of  the  Transpoi’t  Ser- 
vice in  the  War  Office,  are  yon  not? — I am. 

5923.  And  you  wish  to  state  to  the  Committee 
what  your  department  has  to  say  in  the  way  of 
complaint  about  the  terms  under  which  your 
material  of  transport  are  carried  by  the  railway 
companies  ; -would  you,  as  shortly  as  possible, 
state  what  is  your  complaint? — There  is  an  Act 
of  1844,  the  7th  & 8th  Viet.,  which  governs 
the  carriage  of  baggage  for  the  Government ; 
that  gives  us  a rate  of  2 (/,  a ton  a mile  for  the 
carriage  of  stores,  and  it  has  been  assumed,  al- 
though it  is  not  expressly  stated  in  the  Act,  that 
that  ajiplied  only  to  stores  connected  with  the 
movement  of  regiments  or  troops ; and  the  con- 
sequence is  that  when  we  have  to  convey  bag- 
gage not  accompanied  by  troops,  although  it  is 
identically  the  same  baggage,  the  companies 
charge  varying  rates,  and  we  never  quite  know 
what  we  are  charged  ; the  goods  are  put  under 
classification,  but  the  accounts  never  show  the 
rates,  so  that  we  never  know  whether  we  are 
rightly  or  wrongly  charged.  We  think  that  the 
rate  laid  down  in  the  Act  ought  to  apply  to  all 
baggage  and  stores,  whether  accompanying  troops 
or  not. 

5924.  I suppose  it  is  rather  for  the  conve- 
nience of  the  railway  companies  that  the  War 
Office  do  not  always  send  those  goods  along  with 
the  troops? — Yes;  the  idea  was  originally,  I 
believe,  that  they  wouhl  always  go  Avith  the 
troops,  but  they  practically  go  separately  in 
goods  trains. 

5925.  Then  there  is  a charge  for  loading  and 
unloading? — The  Act  says,  “ fhe  assistance  of 
the  military  being  given  in  loading  and  unload- 
ing,” so  the  consequence  is  that  Ave  have  never 
paid  any  terminal  charges  ; the  rate  of  2 a ton 
a mile  covers  all  charges. 

5926.  If  you  employ  the  military  you  are  not 
charged  terminals? — We  are  not. 

5927.  On  the  other  hand,  if  the  military  do 
not  assist  in  loading  and  unloading,  is  there  any 


Chairman — continued. 

extra  charge  besides  this  2 rf.  a ton  a mile  ? — If 
the  military  do  not  assist,  the  raihvay  company 
then  say,  you  ha\"e  not  complied  with  the  Act, 
and  then  they  charge  us  anything  they  please ; 
they  do  not  merely  add  on  a terminal,  but  they 
charge  different  rates  altogether. 

5928.  In  fact,  you  do  not  knoAv  what  is  termi- 
nal and  what  is  rate?  — No;  and  I have  an 
instance  of  that  Avhich  I can  state.  A fe  w days 
ago  there  were  some  troops  landed  at  Liverpool 
rather  late  in  the  evening,  and  the  authorities 
Avere  in  a hurry  to  send  them  to  their  destination, 
as  they  could  not  get  the  baggage  out  of  the 
doeks ; it  Avas  left  to  come  next  day.  The 
charge  Avould  have  come  to  9 I,  if  the  baggage 
had  gone  Avich  the  troops,  but  the  company 
charged  1 6 1.  because  it  did  not  come  with  the 
troops,  and  the  troops  did  not  assist  in  loading 
and  unloading. 

5929.  What  you  Avould  ask  is  that  you  should 
be  charged  2 d.  a ton  a mile  for  all  stores  ? — Yes. 

5930.  And  that  Avhen  the  troops  do  not  assist 
in  loading  and  unloading,  then  there  should  be 
some  fixed  addition  in  the  way  of  terminals ; is 
that  AA’hat  you  Avould  propose  ? — Yes,  Ave  under- 
stand that  there  is  a fixed  charge  of  1 s.  6 a ton 
for  terminals. 

5931.  For  other  people,  you  mean  ? — Yes;  for 
the  jmblic, 

5932.  And  AA’hatever  that  charge  Avas  you  Avould 
pay  it? — Yes,  we  Avould  pay  it  where  the  military 
assistance  Avas  not  given  in  grain  loading. 

5933.  What  do  you  find  is  the  case  for  long 
distances? — For  very  long  distances  we  find  that 
there  is  a reduction  in  the  rate  to  the  public,  and 
we  contend  that  Avhatever  that  reduction  is  Ave 
should  get  the  advantage  of  it  for  long  dis- 
tances. 

5934.  Do  you  desire  to  say  anything  about  the 
charges  for  short  distances  ? — When  troops  are 
carried  the  raihvay  companies  always  charge  as 
for  the  shoi'test  route. 

5935.  But  AA'lien  stores  are  carried,^  Avhat 

happens  ? 
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Ch  airman — continued. 

happens  ? — I suppose  they  would  follow  the  same 
rule. 

5936.  Would  it  be  possible  for  the  War  Office 
to  send  stores  as  members  of  the  public,  instead 
of  under  agreement  with  the  railway  company 
under  Act  of  Parliament ; and  so  to  claim  the 
allowance  which  is  made  to  the  public? — We 
could  do  that,  but  as  a matter  of  convenience  it 
would  be  much  better  for  us  to  have  one  rate, 
because  we  have  paymasters  scattered  all  over 
the  country,  and  they  cannot  know  all  these  vary- 
ing rates,  and  when  they  pay  the  account  they 
never  know  whether  it  is  right  or  wrong,  so  that 
for  convenience  sake  (it  is  more  that  than  a ques- 
tion of  gain)  we  want  to  have  one  uniform 
system. 

5937.  Have  you  anything  to  say  about  the 
charge  for  “ smalls  ”?— We  think  that  our  rate 
for  smalls  should  be  based  upon  a general  rate, 
according  to  the  Clearing  House  scale ; that  is  to 
say,  2 rf.  a ton  a mile  should  be  our  classification, 
and  that  the  companies  should  base  their  charge 
for  our  “smalls”  upon  that  rate  just  as  they  do 
for  the  public  at  large  ; we  consider  the  maxi- 
mum for  “ smalls  ” rather  high,  but  we  are  quite 
willing  to  follow  the  rest  ol  the  public  in  that 
matter  ; we  think  500  lbs.  rather  a large  limit 
for  “ smalls.” 


Mr.  Bolton. 

5938.  As  I understand  you  desire  to  have  a 
uniform  rate  of  2 c/.  a ton  a mile  for  baggage  ? — 
Yes,  the  existing  rate  of  2 <7.  a ton. 

5939.  Is  not  that  the  present  rate? — Yes,  but 
the  railway  companies  do  not  apply  that  except 
in  cases  where  troops  are  moving  in  connection 
with  the  baggage  ; we  wish  to  have  it  applied 
always. 

5940.  With  reference  to  “ smalls,”  you  wish 
the  usual  rule  to  be  applied  to  your  case  as  well? 
— Yes,  based  upon  that  rate  of  2 d.  a.  ton. 

5941.  You  wish  “ smalls”  canned  at  2d.  a ton, 
whether  they  amount  to  a ton  or  not ; is  that  so  ? 
— That  the  charge  for  “ smalls  ” should  be  based 
upon  that  rate. 

Sir  Edward  Watlan. 


5942.  I think  you  are  acquainted  with  that 
document  {handiny  a coyy  of  the  Railway  Clearing 
House  classification  to  the  Witness')  ? — I am. 

5943.  This  is  the  general  classification,  and  it 
says,  “ Baggage,  4th  class  ; ditto,  military,  when 
tendered  with  a printed  military  route  order,  and 
provided  the  assistance  of  the  military  be  ren- 
dered in  loading  and  unloading,  2 d.  a ton  a mile, 
station  to  station  ” ; that  is  the  present  condition 
of  things  ; now,  what  is  your  grievance? — The 
exact  grievance  is  this,  that  when  the  assistance 
of  the  military  is  not  given,  the  railway  company 
can  depart  from  that  rate  and  classify  our  goods 
under  various  rates,  and  charge  us  sums  that  we 
have  no  means  of  checking. 

5944.  Is  there  any  case  in  which  you  send 
baggage  of  any  importance  without  any  military 
attendance? — Yes,  we  do  so  constantly,  from  the 
arsenals  and  depots. 

5945.  Do  you  want  to  absolve  the  military 
from  any  attendance,  or  do  you  think  that  when 
you  send  baggage  without  the  military  the  rail- 
way companies  should  not  charge  you  anything 
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beyond  that  2 d.  ? — That  they  should  charge  a 
terminal  charge  in  addition  to  the  2 d.  \ at  present 
they  charge  us  no  specified  terminal. 

5946.  Then  I see,  with  regard  to  soldiers’ 
blankets,  and  so  on,  not  with  troops,  that  that  is 
in  the  third  class? — Yes. 

5947.  Then  with  regard  to  “ smalls,”  I will 
take  it  shortly  : from  Dover  to  Shornclifie,  which 
is  six  miles,  we  will  assume  there  is  a package 
of  508  lbs.  weight;  would  you  have  that  carried 
at  the  rate  of  2d.  a ton  a mile,  being  3 d.  for 
that  service? — May  I ask,  is  not  the  classification 
for  “ smalls  ” always  based  upon  the  rate  per  ton 
per  mile  ? 

5948.  But  the  railway  company  have  the 
power  of  fixing  any  rate  they  consider  reasonable 
for  packages  under  500  lbs.  weight ; would  you 
consider  it  fair  to  call  upon  them  to  carry  that 
package  for  3 d.  ? — We  would  not  object  to  a 
minimum  charge  for  short  distances. 

5949.  When  you  refer  to  stores  you  would 
not  include  heavy  guns  or  things  of  that  sort, 
would  you? — Only  general  stores. 

Mr.  Barnes. 

5950.  You  would  not  wdsh  the  railway  com- 
panies to  load  and  unload  your  baggage  for 
nothing ; as  I understand  it  noAv,  the  troops 
themselves  load  and  unload,  supposing  they  go  in 
the  same  train? — The  baggage  does  not  ever  go 
in  the  same  train  ; for  the  convenience,  of  the 
railways  they  send  the  regimental  baggage  by 
itself. 

5951.  But  still  the  military  load  and  unload  it  ? 
—Yes. 

5952.  And  if  they  do  not  do  that,  the  com- 
panies make  a terminal  charge.  But  Avhat  I am 
saying  is,  that  I do  not  think  that  the  rate  per 
mile  should  be  altered  because  the  troops  do  not 
assist  in  loading  or  unloading,  or  accompany  the 
baggage.  There  should  be  merely  an  additional 
charge  for  loading  and  unloading  in  such  cases. 

Mr.  Lowther. 

5953.  You  mentioned  a case  in  wdilch  some 
troops  arrived  late  at  night  in  Liverpool ; at 
what  hour  did  they  arrive  ? — At  eight  or  nine 
o’clock  at  night,  and  the  authorities  wished  to 
send  them’ through  to  Shprncliffe,  so  they  sent 
them  through  that  night,  but  the  baggage  was 
kept  till  the  next  day. 

5954.  And  it  was  for  the  removal  of  the 
baggage  the  next  day,  and  not  for  the  removal 
of  the  troops  that  night,  that  the  charge  arose  ? — 
Yes. 

5955.  What  did  the  charge  come  to  ? — It 
came  to  16  /.  instead  of  9 1.  10  s.,  I think. 

Sir  Edward  Wathin. 

5956.  What  was  the  date  of  that  arrival  of 
troops? — It  was  about  10  months  ago. 

Mr.  Nicholson. 

5957.  With  regard  to  ordinary  baggage  stores, 
what  weight  goes  In  an  ordinary  truck  ?— I do 
not  know  what  the  railway  trucks  cari’y,  so  I 
cannot  say.  I presume  the  capacity  of  railway 
trucks  varies. 
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Mr.  Barclay. 

5958.  Do  I understacd  you  to  say  tliat  the 
War  Department  is  not  treated  so  well  when 
the  stores  are  carried  long  distances  as  the 
public  are  ? — I do  not  quite  know  how  the 
public  are  treated,  but  1 understand  that  there  is 
a reduction  on  many  railways  for  long  distances. 

5959.  That  is  your  imjn-ession  ? — That  is  my 
impression,  and  I know  it  as  a bxct  from  the 
railway  companies. 

5960.  The  Act  of  1844  provides  that  the 
assistance  of  the  military  or  other  forces  shall  be 
given  in  loading  and  unloading  such  goods  ? — 
Yes. 

5961.  And  the  M^ar  Department  desires  to 
have  a fixed  rate  of  2 d.  a ton  a mile,  with  a 
fixed  charge  by  the  railway  companies  for  loading 
and  unloading  ? — If  we  did  not  assist  them,  there 
would  be,  1 suppose,  what  is  called  a terminal 
charge. 

Mr.  Gregory. 

5962.  You  only  desire  to  have  the  same  rate 
for  loading  and  unloading  as  is  charged  to  the 
public  ? — Yes,  when  we  do  not  assist. 

Mr.  Barclay. 

5963.  Do  I understand  you  to  say  that  the 
railway  companies  charge  more  than  2 d.  a mile 
when  you  do  not  assist  in  loading,  or  that  they 
charge  a vague  indefinite  sum  for  loading  and 
unloading  ? — They  give  us  the  account  in  a' 
lump  sum ; we  cannot  tell  how  it  is  composed, 
but  it  comes  to  very  much  more  than  2 d.  a mile. 

5964.  Have  you  asked  the  company  to  divide 
their  charge?— I do  not  know  that  we  have  ; I 
know  we  have  very  often  tried  to  induce  them  to 
reduce  the  charge,  but  we  have  never  succeeded. 

5965.  Do  you  know  that  you  have  the  power 
to  take  a railway  company  before  the  Railway 
Commissioners  to  compel  them  to  divide  their 
charge  ? — No  doubt  we  may  have  the  power,  but 
we  are  constantly  having  dealings  with  them  all 
over  the  country. 

5966.  Are  yon  aware  that  you  have  the  power 
to  take  the  railway  companies  before  the  Rail- 
way Commissioners,  and  have  it  declared  what  is 
the  fair  charge  for  terminals,  which,  when  settled 
in  one  case,  might  be  settled  for  all  ? — I do  not 
know  that  we  could  have  it  determined  for  all 
railways,  but  we  could  in  a particular  case  take 
the  railway  company  before  the  Railway  Com- 
missioners. 

5967.  Is  there  any  great  diffei’euce  between 
loading  and  unloading  in  one  case  and  another  ? 
— Not  much,  I think,  in  our  case. 

5968.  If  you  have  one  case  decided  before  the 
Railway  Commissioners  that  would  be  sufficient 
to  govern  the  others,  would  it  not? — The  rail- 
way companies  do  not  take  that  point  as  to  the 
mere  addition  of  the  terminal ; they  say  you  have 
not  complied  with  the  Act,  therefore  we  carry 
your  goods  entirely  apart  from  that  ])rovision. 

5969.  Is  there  not  a laAv  officer  attached  to 
your  dei)artinent? — There  is  the  law  officer  of 
the  Treasury. 

5970.  Moidd  it  not  be  worth  while  asking  his 
opinion  as  to  whether  the  Railway  Commissioners 
could  not  settle  this  point  for  you  ? — I do  not 
know  that  the  Commissioners  could  settle  that 
the  companies  could  not  charge  us  more  than  2 d. 


Mr.  Barclay — continued, 
if  we  did  not  comply  with  the.  Act ; they  cai'ry 
all  our  goods,  whatever  they  may  be,  which  go 
with  the  regiment,  at  2 (i.  a ton  ; but  when  the 
troops  do  not  give  their  assistance,  then  they 
classify  our  goods  and  charge  a different  rate. 

5971.  In  point  of  fact,  you  have  never  in- 
quired into  this  point  or  taken  a legal  opinion 
upon  it? — We  have  never  disputed  it  with  them 
in  the  sense  of  taking  them  before  the  Railway 
Commissioners. 

5972.  The  only  question  you  desire  to  settle 
is,  whether  the  railway  companies  are  charging 
you  fair  terminals  or  not  ?— That  is  not  the  only 
jioint  we  take ; the  object  we  have  in  view  is  to 
get  a convenient  rate  which  all  our  paymasters 
all  over  the  kingdom  could  understand. 

5973.  You  have  a convenient  rate  at  the  pre- 
sent moment  of  2 <1.  a ton,  and  you  complain  that 
the  railway  companies  do  not  adhere  to  that  rate  ? 
— They  do  not  adhere  to  that  rate  when  the 
assistance  of  the  military  is  not  given  for  the 
loading  and  unloading,  or  for  stores  not  carried  in 
conjunction  with  troops. 

Mr.  Bolton. 

5974.  But  then  a charge  is  made  for  terminals, 
is  it  not? — They  charge  us  a different  rate  ; I do 
not  know  what  the  charge  is  for  terminals. 

Sir  Edward  WatJnu, 

5975.  I understand  you  to  say  that  where  the 
assistance  of  the  military  is  given,  they  charge 
you  a uniform  rate  of  2 d.,  wliether  it  is  glass  or 
baggage,  or  whatever  kind  of  stores  it  may  be  ? 
— That  is  so. 

5976.  Then  further,  I understand  you  to  say, 
that  where  you  have  no  military  assistance  they 
charge  you  something  more  for  the  conveyance 
and  services  ? — That  is  the  case. 

Mr.  Bolton. 

5977.  You  do  not,  as  I undei-stand,  object  to 
the  charge,  but  you  wish  it  to  be  a uniform 
charge  all  over  the  country? — Yes,  we  wish  for 
a uniform  rate  for  all  stores,  whether  moved  with 
or  without  troops. 

Chairman. 

5978.  But  they  charge  so  much  more  in  the 
latter  case  just  put  to  you,  that  you  do  not  con- 
sider the  difference  could  be  represented  merely 
by  terminals  ; but  must  be  an  extra  mileage  sura, 
and  you  desire  to  have  it  sjiecified  what  the 
chai’o  e shall  be  ? — We  do. 

O 

Mr.  Barclay. 

5979.  The  Act  says  that  the  railway  company 
shall  not  charge  you  more  than  2 d.  a ton  a mile, 
the  assistance  of  the  military  being  given  in 
loading  and  unloading  such  goods.  The  only 
question,  then,  which  arises  is,  what  shall  be 
charged  by  the  railway  company  when  they  load 
and  unload  ? — I do  not  think  that  the  railway 
companies  quite  take  that  line  ; I think  they  say. 
You  have  not  complied  ivitli  the  Act,  and  there- 
fore do  not  come  under  that  clause  at  all. 

5980.  You  never  thought  it  worth  while  to 
take  a legal  opinion  as  to  whether  the  railway 
companies  were  right  in  their  action  or  not? — 
We  have  never  referred  the  matter  to  the  Railway 
Commissioners. 


5981.  You 
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Mr.  Paget. 

5981.  You  are,  I believe,  a member  of  the 
firm  of  Messrs.  Swan  and  Sons,  of  Edinburgh  ? 
—Yes. 

5982.  And  your  business  is  that  of  a salesman 

of  stock? — Yes.  ^ 

5983.  How  many  years  have  your  firm  been 
established? — Since  1843. 

5984.  Your  business  is  in  store  stock  and  fat 
stock,  is  it  not? — In  both  kinds. 

5985.  You  deal  in  all  kinds  of  stock?— In 
all  kinds. 

5986.  Is  your  dealing  with  home  stock? — 
Both  home  and  foreign. 

5987.  I believe  a very  large  per-centage  of  the 
foreign  stock  imported  into  Scotland  goes  through 
your  hands  ? — I should  think  we  sell  95  per 
cent,  of  all  the  foreign  stock  that  comes  to  Scot- 
land. 

5988.  What  was  the  amount  of  American 
stock  that  passed  through  your  hands  last  year? 
— 23,000  cattle. 

5989.  And  all  stock  altogether,  including 
horned  stock  ? — M^e  sold  last  year  42,341  cattle, 
and  194,212  sheep. 

Sir  Edward  Watkin. 

5990.  Were  the  last  two  figures  home  cattle 
and  sheep  only? — No,  both  home  and  foreign 
combined. 

Mr.  Paget. 

5991.  The  American  stock  are  sent  to 
Glasgow  ? — Yes. 

5992.  And  are  slaughtered  at  the  ports? — The 
States  cattle  are. 

5993.  What  amount  are  you  Importing  from 
the  States  at  present ; how  many  a week  ? — W e 
are  getting  just  now  from  250  to  400  a week. 

5994.  Are  those  all  from  the  United  States? — 
Yes. 

5995.  Have  you  any  Canadian  stock  as  well  ? 
— AVe  have  had  300  this  week,  and  we  have  550 
due  to-morrow. 

5996.  Will  you  explain  to  the  Committee  what 
you  do  with  those  stock ; they  are,  I believe, 
consigned  to  you  at  Glasgow  ? — Entirely. 

5997.  And  you  distribute  them  from  Glasgow  ? 
— Quite  so,  if  Canadian. 

5998.  AA'here  do  you  generally  disti'ibute  them 
to  ? — The  cattle  w hich  come  to  Yorkhill  have  to 
be  slaughtered  there.  AA"e  sell  as  many  as  we 
can  alive,  and  if  the  trade  gets  bad  w'e  have  them 
slaughtered  and  sent  to  London.  The  Canadian 
cattle  go  alive ; we  take  out  of  the  lot  those 
destined  for  the  English  markets,  and  send  them 
where  we  think  the  best  market  is,  and  where  the 
most  money  can  be  got  for  them, 

5999.  Having  to  send  stock  over  England  and 
Scotland,  you  are  pretty  well  acquainted,  I pre- 
sume, with  the  railway  rates  ? — I am. 

6000.  AYill  you  give  the  Committee  some  in- 
formation as  to  the  rates  from  the  North  of  Scot- 
land ; do  you  know,  for  instance,  the  rate  from 
Thurso  to  London? — Yes,  the  rate  from  Thurso 
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to  London  would  come  to  about  1 Z.  11s,  in  the 
case  of  a bullock  being  sent  alive. 

6001.  How'  far  is  that? — I could  not  give  the 
distance  at  the  moment.  I should  think  it  would 
be  about  650  miles.  I did  not  acquaint  myself 
from  the  hurried  notice  given  me  on  this  point. 

6002.  How  do  you  arrive  at  that;  what  do 
you  pay  per  truck? — £.  12  9s. 

6003.  AVhat  size  truck  is  that,  medium  or 
large  ? — Medium. 

6004.  Is  that  the  charge  for  cattle  conveyed  at 
owner’s  ri-k  ? - Y"es. 

6005.  And  how  many  fat  stock  does  a truck 
hold  ? — Eight. 

6006.  AVhat  is  the  rate  for  dead  meat? — The 
rate  for  dead  meat  from  Thurso  is  90s.  per  ton. 

6007.  About  how  much  would  that  come  to 
per  carcase  ? — That  w’ould  come  to  about  27  s. 
per  carcase. 

6008.  AA’^hat  is  the  rate  from  Inverness  to 
London  ? — Live  stock  from  Inverness  would  cost 
about  28  s.  6 d.  per  head. 

6009.  And  that  also  is  at  the  owner’s  risk? — 
I have  taken  all  the  charges  as  at  owner’s  risk. 

6010.  And  in  medium  waggons? — Yes,  In 
medium  waafirons. 

6011.  AVhat  is  the  charge  for  meat? — It  is 
77  s.  Q d.  per  ton,  which  is  equal  to  about  24  s.  a 
carcase. 

6012.  How  Avould  that  meat  be  sent? — In 
sheets,  or  probably  vans. 

6013.  Is  it  sent  in  special  vans? — I do  not 
know  what  they  have  upon  the  Highland  line, 
but  I know'  that  upon  some  of  the  lines  in  Scot- 
land they  have  special  meat  vans  for  the  pur- 
pose. 

6014-15.  AA  hat  is  the  distance  from  Inverness 
to  London  ? — I should  think  about  550  miles, 
but  I am  not  particularly  sure  about  that. 

6016.  Could  you  give  the  Committee  the 
maximum  rate  from  Aberdeen  to  London  ? — The 
rate  from  Aberdeen  to  London,  for  cattle,  is  25*-, 
a head  by  rail. 

6017.  Is  there  any  other  way  of  sending  from 
Aberdeen  ; is  there  any  steamboat  competition? 
— Yes,  there  is  steamboat  communication  be- 
tween xVberdeeu  and  London. 

6018.  Can  you  tell  me  w'hat  is  the  steamboat 
rate? — The  steamboat  rate  is  16  s.  a head. 

6019.  Hoav  long  does  the  steamboat  take  ? — I 
think  it  is  36  hours,  but  I am  not  quite  sure  about 
the  time  a steamer  Avould  take. 

6020.  How  long  w'ould  the  railway  take  ? — 
About  24  hours,  I should  think. 

6021.  Then  the  rate  is  25  s.  by  rail  and  16  s'. 
by  steamer? — YYs. 

6022.  Do  you  know',  as  a matter  of  fact, 
whether  stock  are  mostly  sent  by  rail  or  boat? — 
I think  the  boat  is  taken  great  advantage  of  in 
fine  weather. 

6023.  AA'^hat  are  the  rates  for  meat,  by  rail, 
from  Aberdeen  to  London? — Sixty -seven  shillings 
and  sixpence  per  ton. 

6024.  Do  you  know  how  much  that  works  out 
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per  carcase  ? — I make  that  to  be  about  23  s.  7 d. 
per  carcase. 

6025.  Wbat  is  the  charge  for  meat  by  steam- 
boat ? — Forty-seven  shillings  and  sixpence. 

6026.  What  do  you  count  the  average  weight 
of  a bullock? — I have  taken  them  at  about  i cwt. 
a bullock. 

Mr.  Samuelson. 

6027.  One  of  these  calculations  appears  to  be 
wrong,  working  them  out  at  per  cwt.  i — I took 
the  Inverness  cattle  as  not  being  so  heavy  as  those 
from  Aberdeen ; I put  the  Inverness  cattle  at 
6;^  cwt.,  and  I put  the  Aberdeen  cattle  at  7 
cwt. 

Mr.  Paget. 

6028.  What  would  the  47  s.  6 d.,  the  charge 
by  steamboat,  be  per  bullock? — Sixteen  shillings 
and  seven  pence,  I think. 

6029.  What  is  the  rate  from  Perth  to  London? 
— The  rate  from  Perth  to  London  is  about  25  s. 
per  head. 

6030.  IVhat  is  the  rate  from  Perth  to  Aber- 
deen ? — I have  not  got  that. 

6031.  With  regard  to  the  charge  from  Perth 
to  London,  how  do  you  arrive  at  the  result  of 
25  s.  per  head?— By  dividing  the  cost  price  per 
truck  by  the  number  I calculate  it  contains. 

6032.  What  is  the  charge  by  the  small  wag- 
gons from  Perth  to  London  ? — £.  8 15  5.  3 d. 

6033.  MTiat  is  it  by  a medium  sized  waggon  ? 
—£.  9 11  5.  9f/. 

6034.  And  a large  waggon? — £.  115  .v. 

6035.  And  what  is  the  price  of  the  conveyance 
of  meat  from  Perth  to  London  ? — Seventy  shil- 
lings a ton,  including  delivery. 

6036.  I think  you  stated  that  the  charge  for 
meat  from  Aberdeen  was  67  s.  6 d.  ? — It  is. 

ISIr.  Samuelson. 

6037.  Does  that  include  delivery? — I think 
so. 

Mr.  Paget. 

6038.  Aberdeen  would  be  about  90  miles  fur- 
ther from  London  to  Perth  ? — I cannot  state  the 
distances  with  any  accuracy. 

6039.  But  taking  it  from  me  that  there  is  a 
difference  of  about  90  miles  ; for  the  longer  dis- 
tance the  charge  is  67  s.  6 c/.,  and  for  the  shorter 
distance  it  is  70s.? — That  is  the  case. 

6040.  Do  you  know  what  is  the  Dundee  rate  ? 
— The  Dundee  rate  is  charged  upon  the  same 
principle  as  to  Aberdeen,  viz.,  per  head,  it  is 
24  s. 

6041.  And  what  is  the  charge  for  meat  from 
Dundee  ? — The  charge  for  meat  from  Dundee  is 
70  s.  net. 

6042.  "Would  that  include  delivery  ? — I think 
so. 

6043.  Are  there  steamboats  running  from 
Dundee  ? — There  are. 

6044.  What  are  the  steamboat  rates? — The 
steamboat  rate  for  cattle  alive  is  15  s.,  and  for 
meat  45  s.  a ton. 

6045.  Are  those  steamboats  much  used  for 
the  conveyance  of  cattle  and  meat  ? — There  is 
not  much  live  traffic  from  Dundee  to  London, 
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but  I think  they  are  pretty  fairly  used  in  the 
season. 

6046.  You  told  the  Committee  that  there  was 
a great  importation  of  foreign  stock  into  Glas- 
gow. Can  you  give  us  the  rates  by  railway  ; is 
there  any  difference  in  the  rate  charged  from 
Glasgow  to  Loudon  for  foreign,  as  compared  with 
home  stock? — Yes;  we  have  a special  foreign 
rate  from  Glasgow  to  London. 

6047.  Would  you  give,  first,  the  rate  for  home 
cattle  from  Glasgow  to  London  ? — The  home 
cattle  from  Glasgow  to  London  cost  8 Z.  15  s.  3 d. 
per  small  waggon ; the  charge  for  a medium 
watTp-on  is  9 /.  11s.  9 d.,  and  for  a lar^e  waug-on 
11  Z.  5 s. 

6048.  And  those  waggons  would  hold,  respec- 
tively, how  many  cattle  ? — ■!  calculate  them  to 
hold,  respectively,  seven,  eight,  and  nine  beasts. 

6049.  Can  you  give  the  Committee  the  rates 
for  the  conveyance  of  foreign  stock  in  the  same 
description  of  waggon  ? — For  a small  waggon  the 
charge  is  7 Z.  6 s. ; for  a medium  waggon  8 Z.  2 s., 
and  for  a large  waggon  9 1.  5 s.  6 d. 

6050.  So  that,  on  a large  waggon,  there  is  a 
dlffei’ence  of  21.  as  against  home  stock? — Of 
1 Z.  19s  6 cZ. 

6051.  There  is,  I believe,  more  than  one  rail- 
way route  available  from  Glasgow  to  London? — 
Yes. 

6052.  Would  the  charges  be  the  same  by  all 
the  railways  ? — Yes,  I expect  so. 

6053.  Would  the  cattle  be  conveyed  in  the 
same  description  of  trucks  ? — Quite. 

6054.  In  the  same  w'ay  ? — Yes. 

6055.  And  at  the  same  speed? — Quite;  in 
every  respect  similar. 

6056.  But  if  the  stock  are  imported  the  charge 
would  be  1 Z.  19  s.  6 <Z.  on  a truck  load  in  excess 
of  the  charge  for  home  stock? — Quite  so. 

6057.  Is  there  any  similar  difference  in  the 
case  of  the  charges  for  dead  meat? — Yes,  home 
meat  is  charged  at  the  rate  of  3 Z.  10  s.  per  ton. 

Mr.  Samuelson. 

6058.  But  do  the  railway  companies  require 
you  to  send  a whole  van  load  at  that  rate  ? — I do 
not  think  so  ; the  charge  is  uniform,  because  they 
slaughter  great  quantities  of  sheep  in  Glasgow, 
and  they  can  send  one  hamper  or  twenty. 

Mr.  Paget. 

6059.  You  say  great  quantities  of  sheep  are 
slaughtered  in  Glasgow;  can  you  give  the  Com- 
mittee any  idea  of  the  per-ceutage  of  the  sheep 
slaughtered  in  Glasgoiv,  which  find  their  way  to 
the  London  market  ? — I should  think  that  20 
per  cent,  of  the  sheep  slaughtered  in  the  Glasgow 
and  Edinburgh  markets  ai’e  sent  to  Loudon ; 
they  are  bought  by  men  there,  who  send  them  to 
the  meat  market  here. 

6060.  Would  that  20  per  cent,  be  either  home- 
grown sheep,  or  the  imported  foreign  sheeii? — 
That  refers  to  principally  to  home-groAvu  sheep. 

6061.  But  would  a large  proportion  of  foregin 
imported  sheep  find  their  -way  to  the  London 
market? — All  the  States’  sheep  are  generally 
sent  to  London  from  Yorkhill;  that  is  the 
slaughtering  wharf  for  Glasgow. 

6062.  You  have  given  the  Committee  the  i*atc 
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for  home  meat  at  3 1.  10  s.  ; is  that  at  the  ownex’s’ 
risk  ? — That  is  at  the  owners’  idsk,  I expect. 

6063.  What  is  the  rate  for  foreign  meat? — 
£.  2.  5 s. 

6064.  So  that  there  is  a ditference  of  1 /.  5 s. 
per  ton  on  foreign  meat  as  compared  with  home 
grown  ? — Quite  so. 

6065.  And  those  are  sent  under  precisely 
similar  circumstances  over  the  same  Hues  of  i-ail- 
way  ? — Yes. 

6066.  Is  there  any  very  large  amount  of 
foreign  meat  sent  which  would  justify  a pre- 
ferential charge,  on  account  of  the  guai’antee  of 
an  enormous  quantity  ? — No,  I do  not  think 
so. 

6067.  You  think  that  the  trade  in  home-grown 
meat  is  as  large  from  Glasgow  to  London  as  in 
foreign  imported  meat  ? — There  is  very  much 
more  home  meat  sent  than  foreign  ; I am  not  re- 
ferring to  meat  killed  in  America,  which  forms 
a very  large  item  of  the  trade  from  Glasgow 
to  London  ; but  I say  that  the  foreign  live  stock 
which  comes  from  Glasgow  to  London  is  not  at 
all  in  proportion  to  the  quantity  of  home  stock 
which  is  killed  there  and  sent  here  as  meat. 

6068.  If  a sheep  is  sent  from  Amei’ica  to 
Glasgow  and  is  killed  at  the  port,  it  is  then  sent 
as  imported  meat? — Yes,  from  York  Hill. 

6069.  That  meat  would  be  subject  to  that  rate 
of  2 /.  5 s.  a ton,  whereas  the  Scotch  meat  sent 
from  the  same  place  would  be  chai-ged  3 /.  10s.? 
— Exactly. 

6070.  Have  you  any  reason  to  complain  of  the 
rates  that  are  charged  for  the  sending  of  foreign 
stock  ? — I have  not. 

6071.  Do  you  admit  that  they  are  reasonable? 
—Yes. 

6072.  You  wish  the  Committee  to  understand 
that  the  complaint  you  would  make  is  rather 
against  the  cliarges  on  home  produce  ? — I com- 
plain of  the  chai’ges  on  home  produce. 

6073.  Which  are  in  excess  of  the  charges  on 
foreign  pi-oduce  ? — They  are. 

6074.  Where  do  you  send  your  meat  to  ; do 
you  send  it  to  all  parts  of  England,  I am  speaking 
of  live  fat  stock  ? — We  sell  a very  lai’ge  quantity 
of  cattle  to  go  to  Leeds,  Wakefield,  and  Preston 
every  week. 

6075.  AVhat  kind  of  quantity  would  that  be? 
— I should  think  there  would  be  400  cattle  leave 
Edinburgh  this  week  for  those  markets. 

6076.  Those  would  be  home-grown,  would  they 
not? — They  would  be,  part  of  them,  Canadians, 
which  are  bi’ought  from  Glasgow  ; but  I may  ex- 
plain to  you  that  directly  the  Canadian  cattle 
are  shown  in  a market  at  the  port,  they  lose 
their  nationality  and  are  charged  home  rates. 

6077.  So  that  if  Canadian  cattle  are  exhibited 
in  any  market  and  not  sold  there,  they  are 
charged  home-i'ates  afterwai’ds  ? — That  is  so. 

6078.  So  that,  if  by  accident,  you  come  to  a 
market,  and  find  it  full,  and  want  to  send  your 
stock  to  another  market,  you  are  charged  home- 
rates  ? — That  is  so. 

6079.  Do  you  find  that  the  railway  companies 
are  ready  to  accommodate  you  with  a special 
train  ? — Yes. 

6080.  Under  what  conditions  could  you  get  a 
special  train  for  meat  ? — I could  get  a special 
train  with  any  line  upon  which  we  have  business, 
for  10  waggons. 
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6081.  Would  that  be  at  the  rate  you  have 
already  given  the  Committee  ? — Yes  ; but  of 
course  we  sometimes  send  up  to  25  waggons. 

6082.  You  can  always  get  those  special  trains 
at  the  rate  you  have  given  to  the  Committee,  can 
you  ? — Yes. 

6083.  And  whether  you  ask  for  a special  rate 
for  home  grown  or  foreign  grown  meat,  you  -would 
in  each  case  get  that  train  at  the  rate  you  have 
quoted? — Quite  so. 

Mr.  Gregory. 

6084.  Do  you  have  to  make  a declaration 
whether  your  meat  is  foreign  or  home  grown 
when  you  bespeak  a train  ? — When  the  cattle 
shipped  in  the  States  are  taken  from  York  Hill 
(where  they  are  bound  to  be  slaughtered)  by  the 
railway  company,  they  know  from  that  that  they 
are  foreign  cattle. 

Mr.  Paget. 

6085.  I think  you  told  the  Committee  that  the 
rate  from  Inverness  would  be  3/.  17.9.  6 <7. ; I 
am  speaking  now  of  dead  meat  ? — Seventy-seven 
shillings  and  sixpence. 

6086.  From  Abei-deen  the  rate  is  67  s.  %d.,  and 
fr’om  Edinburgh  70 5.,  I believe? — Yes. 

6087.  The  three  distances  being  i-espectively 
something  like  600,  520,  and  400  ? — That 
is  so. 

6088.  Will  you  tell  the  Committee  if  there  are 
any  steamers  from  Leith  to  London? — Yes,  there 
are. 

6089.  What  is  the  rate  from  Leith? — Speaking 
from  recollection,  it  is  45  s.  a ton. 

6090.  That  is  45  s.  a ton  for  dead  meat? — Yes, 
in  hampers. 

6091.  Do  you  know  the  rates  from  Liverpool 
to  London  ? — I do. 

6092.  What  is  the  rate  now  on  dead  meat  from 
Liverpool  to  London?  — It  is  50 .9.  for  home  meat, 
and  25  s.  for  American. 

Mr.  Bolton. 

6093.  Is  that  the  rate  for  all  foreign  meat,  or 
only  American  ?^ — For  American  cattle  slaugh- 
tered at  Birkenhead,  and  American  beef,  imported 
as  beef,  in  refrigerating  ships. 

Sir  Edward  Watkiii. 

6094.  But  suppose  thei’e  were  any  imported 
fi*om  any  other  countries,  at  what  rate  woidd  that 
go  ? — I suppose  they  would  go  at  exactly  the 
same  rate. 

6095.  Including  Irish  cattle? — No,  not  Ii'ish. 

Mr.  Paget. 

6096.  You  say  that  American  meat,  whether 
it  is  slaughtered  at  Liverpool,  or  whether  it  is 
imported  in  refrigerating  ships,  is  charged,  from 
Liverpool  to  London,  25  s.  a ton ; whilst  home- 
grown meat  would  be  charged  50  s.  a ton,  ex- 
actly double  the  amount  ? — Exactly  so. 

6097.  How  would  it  be  conveyed  from  Liver- 
pool to  London? — It  is  conveyed  in  vans  for  the 
purpose,  I suppose,  and  of  coui-se  the  American 
slaughtei’ed  meat  is  conveyed  in  sheets  if  not  in 
vans. 

6098.  Over  what  line  of  railway  is  it  con  ■ 
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veyed  ? — The  railway  companies  compete  for  the 
traffic,  I suppose. 

6099.  Would  you  get  the  same  rate  by  all  the 
railway  companies  from  Liverpool  to  London  ? — 
Yes,  the  same  rate. 

6100.  I think  you  have  had  complaints  from 
the  Scotch  farmers  of  the  high  rates  over  the 
railways  taking  their  stock  to  the  small  local 
markets  ? — Yes,  we  hear  a good  deal  of  that. 

6101.  Can  you  give  the  Committee  any  infor- 
mation upon  that  point  ? — The  farmers  think  in 
many  cases  that  the  short  distance  charges  are 
not  in  proportion  to  the  through  rates,  and  I 
have  known  many  instances  in  which  farmers, 
sooner  than  truck  their  stock,  would  travel 
them  ; I have  known  in  Hoxburghshire,  where 
we  have  large  quantities  of  lambs  every  year, 
many  of  our  farmer  friends  who  used  to  truck 
them,  prefer  driving  them,  on  account  of  the 
rates. 

Mr.  Gregory. 

6102.  What  distances  would  those  lambs  be 
driven  ? — Within  a radius  of  12  or  15  miles. 

Mr.  Paget. 

6103.  Within  a radius  of  12  or  15  miles  the 
farmers  would  prefer  to  take  them  by  road 
rather  than  by  railway  ? — They  would. 

6104.  But  are  the  complaints  of  the  railway 
charges  confined  to  distances  of  from  12  to  15 
miles? — No,  the  men  from  Sheffield  and  those 
places  complain  of  the  rates ; the  railway  car- 
riage costs  about  14  s.  a head,  1 believe,  from 
Edinburgh  to  Leeds,  Wakefield,  or  Preston. 

6105.  Is  that  an  excessive  rate? — I think  it 
is  an  excessive  rate  compared  with  the  through 
rates  from  Thurso,  Inverness,  and  Aberdeen, 
and  those  other  places  per  mile. 

6106.  What  would  be  the  general  effect  if 
those  rates,  of  which  complaint  is  made,  were  re- 
duced ? — I think  it  would  increase  our  demand 
very  considerably,  and  largely  increase  the 
railway  traffic  if  they  were  reducing  those  rates 
to  the  principal  Midland  country  markets. 

6107.  You  think  a reduction  of  the  rate 
Avould  increase  your  business  as  a salesman  ? — 
Yes,  I think  so. 

6108.  And,  of  course,  what  increased  your 
business  would  facilitate  the  supply  to  the  con- 
sumer?— Yes,  certainly. 

6109.  Would  that  be  of  advantage  to  the  con- 
sumer ? — I have  no  doubt  of  it. 

6110.  And  vvhat  would  be  the  effect  upon  the 
producer? — The  producer  would  be  also  benefited 
by  it,  because  lie  wouhl  have  more  competition, 
more  customers  would  be  induced  to  come  to 
those  particular  markets  to  buy  their  stock  ; any 
Midland  man  would  be  satisfied  to  buy  stock  in 
our  markets  at  a profit  of  5 s.  a head. 

6111.  Therefore  a small  reduction  on  the  rail- 
way rates  would,  in  your  opinion,  give  rise  to  a 
largely  increased  traffic  ? — I have  no  doubt  of  it, 
because  he  could  come  to  the  Edinburgh  market 
now  on  a Tuesday,  and  sell  the  cattle  in  Leeds 
or  Wakefield  on  the  Wednesday,  and  leav^  there 
and  be  back  in  Glasgow  to-day. 

6112.  What  is  the  present  condition  of  the 
farmers  in  Scotland  ? — 1 am  sorry  to  say  it  is 
excessively  bad. 

6113.  And  there  is  a strong  demand  made  on 


Mr,  Paget — continued. 

their  part  for  an  alteration  of  the  railway  rates? 
— I think  that  an  alteration  of  raihvay  rates 
would  be  very  acceptable  to  them. 

61 14.  Do  they  ask  to  be  placed  upon  a footing 
of  equal  terms  wdth  the  foreigner? — There  are  a 
good  many  of  them  complain  that  the  railway 
companies  do  not  carry  their  stock  at  the  same 
rate  as  they  carry  foreign  stock. 

6115.  If  you  can  get  a special  train  of  10 
trucks  to  convey  either  foreiun  or  home  meat, 
would  you  argue  that  a railway  company  can 
afford  to  give  you  that  special  train  and  make  a 
profit  by  cairying  either  one  or  the  other  at  the 
lower  rate  ? — My  experience  is  that  no  railway 
company  will  run  any  traffic  at  a loss,  and  there 
is  plenty  of  competition  for  foreign  traffic  at  those 
reduced  rates. 

6116.  Your  opinion  is  that  the  railway  com- 
pany would  not  give  you  a special  train  of  10 
trucks  to  take  foreign  meat  if  they  could  not  find 
a profit  in  it  ? — I should  say  not. 

6117.  And  you  have  always  found  them 
ready  to  give  you  trains  at  those  rates  ? — They 
always  meet  us  in  the  best  possible  way ; the 
railway  companies  give  us  every  facility. 

6118.  W’^hether  you  send  your  goods  by  the 
East  Coast  line  or  the  West  Coast,  or  any  line, 
you  find  yourselves  treated  by  them  all  upon 
the  same  terms  ? — Yes,  entirely. 

Mr.  Sclater- Booth. 

6119.  I understand  that  you  are  a dealer  in 
cattle,  and  whether  of  home  or  whether  of  foreign 
origin,  is  a matter  immaterial  to  you  ? — We  are 
salesmen  ; we  are  entirely  commission  agents. 

6120.  You  have  given  the  Committee  very 
clear  evidence  with  reference  to  a differential 
rate  of  carriage  in  respect  of  foreign  cattle  as 
compared  Avith  home  cattle ; do  I understand 
you  to  complain  of  that  system  on  your  own 
account  ? — No,  I may  tell  you  this,  that  the 
fact  of  the  railway  company  giving  us  this  special 
foreign  rate,  was  the  means  of  clearing  our 
markets  to  a great  extent  last  year ; and  was  a 
benefit  not  only  to  the  foreigner  but  to  the  home 
farmer. 

6121.  AVith  regard  to  yourself,  was  it  a benefit 
to  you  to  have  a special  rate  for  foreign  animals? 
— is’ot  at  all. 

6122.  But  I understand  you  to  say  that  you 
complain  of  this  differential  rate  as  against  the 
home  producer  ? — I do  not  complain  personally, 
but  I hear  complaints  from  the  farmers  about 
it. 

6123.  Have  those  complaints  been  made  to 
railway  companies  ? — There  have  been  plenty  of 
complaints  made  about  the  local  charges. 

6124.  What  do  the  raihvay  companies  say  ; 
how  do  they  justify  this  differential  rate? — I pre- 
sume they  give  the  preference  for  the  purpose  of 
developing  the  foreign  traffic. 

6125.  Is  it  your  opinion  as  a commission  agent 
that  a differential  rate  oi  this  kind  is  required,  in 
order  to  develop  the  foreign  trade  ? — It  does  so 
as  a matter  of  fact. 

6126.  Is  it  necessary  that  it  should  exist  in 
order  that  the  foreign  trade  should  be  deA'eloped? 
— It  is  so,  no  doubt. 

6127.  Then,  Avhere  is  it  to  stojA ; you  would  ad- 
vocate, very  naturally,  on  the  part  of  the  English 
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and  Scotch  producers,  that  the  rate  upon  their 
produce  should  be  lowered  to  that  which  is  the 
paying  rate  on  the  foreign  grown  stock  ? — 
Entirely. 

6128.  When  that  is  done,  would  it  be  necessary 
that  there  should  be  a lower  rate  still  on  foreign 
cattle  in  order  that  the  foreign  trade  should  be 
developed  ? — No  ; I think  the  rate  could  not  be 
expected  to  be  any  lower  upon  foreign  produce. 

6129.  When  did  you  get  this  special  rate  ?— 
On  the  14th  September  last  year  ; we  got  it 
from  Glasgow. 

6130.  Was  there  no  foreign  trade  before  last 
year  that  it  required  this  special  encouragement 
to  develop  it? — Not  from  Glasgow  ; the  foreign 
trade  has  been  going  on  for  some  years. 

6131.  I want  to  know,  from  your  point  of  view 
as  an  intermediary,  what  is  the  justification  for  this 
difiei-ential  rate? — Because,  with  the  full  ex- 
penses added,  the  American  produce  could  not  be 
sent  to  this  country  ; that  is  to  say,  at  the  regular 
rate. 

6132.  Was  that  an  actual  fact? — Perfectly. 

6133.  And  since  these  rates  were  granted, has 
the  traffic  developed  ? — To  a great  extent. 

6134.  Then  your  argument  is,  that  although 
it  might  have  been  justifiable  to  have  encouraged 
this  foreign  traffic,  experience  now  shows  that  the 
traffic  is  sufficient  to  produce  a profit  to  the  rail- 
way companies ; upon  that,  apparently,  you  would 
argue  that  they  are  bound  to  lower  the  rates  to  the 
same  level  for  home  produce  as  they  carry  the 
foreign  at  ? — That  is  so. 

Mr.  Paget. 

6135.  You  maintain  that  having  this  rate  for 
foreign  traffic  has  disclosed  the  fact  thaPthe  com- 
panies can  carry  at  a profit  at  that  rate  ? — Y es. 

6136.  And  that  that  being  disclosed,  the  com- 
panies ought  to  carry  the  home  traffic  at  the  same 
rate  as  the  foreign? — Exactly. 

Mr.  Sclater-Booth. 

6137.  You  have  not,  perhaps,  gone  into  any 
question  of  whether  the  rates  are  in  excess  of 
the  maximum  rates  ? — I have  not. 

Mr.  Samuelsoji. 

6138.  Supposing  the  rates  on  English  cattle 
and  English  dead  meat  were  reduced  to  the 
foreign  rate,  do  you  consider  there  would  be  any 
considerable  diminution  of  the  foreign  trade  ? — I 
do  not. 

Mr.  Barclay. 

6139.  Can  you  furnish,  from  your  practical 
experience,  any  reason  why  the  railway  rate  is 
so  much  higher  from  Edinburgh  to  London,  in 
proportion,  than  it  is  from  Aberdeen  to  London, 
considering , that  there  is  steam  competition  in 
both  cases? — No,  I cannot.  There  are  no  live 
cattle  whatever  sent  by  steamer  from  Leith,  and 
I have  very  often  heard  complaints  from  the 
butchers  who  send  their  mutton  by  the  boat  that 
it  does  not  arrive  in  time  for  the  market. 

6140.  You  have  told  us  already  that,  as  far  as 
you  are  aware,  there  is  no  condition  as  to  quantity- 
attached  to  the  railway  rate  for  foreign  cattle 
from  Glasgow  to  London  ? — No,  you  can  get  one 
truck,  or  as  many  as  you  like,  at  those  rates. 

0.54. 
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6141.  Then  I understand  that  you  tell  the 
Committee  decidedly  that  you  can  send  one 
ton,  or  two  tons,  ot  meat  from  Glasgow  to 
London  at  this  special  rate  for  foreign  cattle  ? 
— I can  slaughter  one  bullock  at  York  Hill, 
and  send  it  to  London  at  the  foreign  rate. 

6142.  Suj)posing  a railway  manager  gave 
evidence  to  the  contrary  eftect,  would  you 
maintain  your  statement? — I am  speaking  from 
my  own  impression,  and  that  is  certainly  my 
impression. 

6143.  Do  you  occasionally  send  dead  meat  to 
London  ? — About  three  weeks  ago  weslaughtered 
60  cattle. 

6144.  What  is  the  smallest  number  you  have 
slaughtered  and  sent  up  ? —Twenty  ; but  I am 
convinced  that  I can  send  one  bullock  up  at  that 
rate  per  ton. 

6145.  Do  the  railway  companies  give  the  same 
advantages  to  Irish  cattle,  in  the  w-ay  of  putting 
them  upon  the  same  footing  as  the  foreign  cattle  ? 
—No. 

6146.  Supposing  Irish  cattle  w'ere  taken  up  to 
the  Y^ork  Hill  slaughterhouse,  I suppose  they 
would  be  sent  on  at  the  same  rate  ? — I sup- 
pose they,  could  ; that  experiment  has  never  been 
tried. 

6147.  Do  they  allow  Ii’ish  fat  cattle  to  be  taken 
to  the  foreign  slaughterhouse? — I never  heard  of 

O O 

its  being  done. 

6148.  Where  are  the  home  cattle  slaughtered 
in  Glasgow  ? — There  are  three  slaughterhouses 
in  Glasgow ; the  jn’incipal  one  is  in  Moor-street, 
in  connection  with  the  meat  mai’ket  there  , the 
cattle  slaughtered  there  and  sent  to  Loudon 
would  be  either  put  on  at  College-street  or  at 
Bellgrove. 

6149.  How^  much  further  would  they  have  to 
cart  this  home  meat  to  load  at  Y^ork  Hill  station  ? 
— They  bring  the  York  Hill  meat  up  to  one 
of  these  stations  which  I have  mentioned  to  ymu. 
The  Y"ork  Hill  meat  is  loaded  at  Colle^e-stteet ; 
they  would  have  to  carry  the  York  Hill  meat 
about  two  miles. 

6150.  Supposing  any  butcher  were  to  rei)resent 
to  the  companies  that  it  was  from  York  Hill,  in- 
stead of  from  Moor-street,  would  he  get  it  taken 
at  the  foreign  rate  ? — The  railway  companies 
send  men  to  see  the  meat  packed,  and  they  go 
with  it  to  the  station. 

6151.  The  railway  companies  take  ste})s  them- 
selves to  certify  whether  the  meat  is  foreign  or 
home  ? — Quite  so. 

6152.  Y^ou  stated  that  it  was  only  since  Se])- 
tembqr  last  year  that  these  special  rates  were 
made  from  Glasgow  to  London? — Yes. 

6153.  The  object  of  that,  I suppose,  was  to 
give  the  unporters  of  Glasgow  wider  markets  ? — 
Quite  so. 

6154.  And  I suppose  the  natural  course  of 
trade  would  be,  for  these  cattle  to  come  to 
London  instead  of  Glasgow ; can  you  tell  me 
what  are  the  foreign  freights  from  New  York  to 
Glasgow,  as  compared  with  from  New  York  to 
London  ? — They  would  be  very  similar,  but  wo 
had  cattle  this  week,  from  Boston  to  Glasgow,  at 

11  O ? 

30  s.  a head. 

6155.  What  is  the  fluctuation  in  the  freights? 
— Freights  from  Montreal  were  chartered  last 
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year  for  the  opening  of  the  navigation,  at  from 
5 7.  10  s.  to  6 7.  10  s.  a head,  and  the  contracts 
that  were  running  from  Boston  would  average 
4 7.  a head,  as  the  trade  has  been  so  bad  here 
that  the  freights  have  now  fallen  to  30  s. 

6156.  I believe  they  are  just  beginning  to 
fulfil  their  contracts,  but  I have  a letter  informing 
me  that  the  shipping  companies  are  just  making 
a rebate  of  1 7.  upon  their  contract  price. 

6157.  Supposing  the  freights  are  much  the 
same  to  London  as  to  those  to  Glasgow  from  New 
York,  the  natural  course  of  trade  would  be  to 
bring  the  cattle  direct  to  London,  would  it  not  ? 
— There  are  large  quantities  which  come  to 
London. 

6158.  Does  this  low  railway  rate  from  Glasgow 
to  London  materially  affect  the  trade  from 
America? — It  has  a beneficial  effect  upon  the 
rates  of  freight. 

6159.  Would  as  many  cattle  come  to  this 
country  as  do  at  the  present  moment,  assuming 
the  rates  from  Boston  to  London  to  be  the  same 
as  from  Boston  to  Glasgow,  whether  the  railway 
rate  were  higher  or  lower  between  Glasgow  and 
London  ? — Anything  that  tends  to  lessen  the 
expenses  of  the  foreign  trade,  must  of  course 
assist  it. 

6160.  Let  us  assume  that  the  freight  of  cattle 
from  New  York  to  Glasgow  is  3 7.  a head,  and 
from  New  York  to  London,  also  3 7.  a head;  the 
natural  course  of  the  cattle  from  New  York  to 
England  would  be  to  London  instead  of  to  Glas- 
gow, would  it  not? — To  a certain  extent;  w^e 
can  sell  a very  large  quantity  of  Canadian  and 
States  cattle  in  Glasgow,  but  w’e  have  not  the 
same  outlet.  We  are  more  apt  to  get  glutted 
than  London  is. 

6161.  You  would  like  to  have  London  behind 
you  to  teike  off  the  sur{)lus  supply  of  cattle  when 
there  happens  to  be  a glut  in  the  Glasgow  market? 


— Yes. 


6162.  Therefore,  on  the  whole,  you  think  that 
these  low  rates  giving  facilities  for  the  cattle 
trade,  tend  to  increase  the  supply  ? — There  is  no 
doubt  of  it. 

6163.  I suppose  you  are  very  sure  that  these 
low'  rates  tend  to  bring  the  trade  to  Glasgow 
instead  of  to  London  ? — It  jnits  us  in  the  same 
position  as  Liverpool,  for  instance;  Last  year 
w'e  had  a dear  market  in  London,  and  we  had  a 
very  heavy  quantity  in  Glasgow' ; and  a Govern- 
ment contractor  came  down,  and  bought  200 
head  a week  from  me  for  three  or  four  weeks. 

6164.  What  is  the  charge  for  a special  train ? 

— The  company  do  not  charge  any  rate  extra 
for  special  trains. 

6165.  Could  you  give  the  Committee  the 
special  rate  from  Glasgow  to  the  Midland  towns? 

— If  I wanted  a special  train  from  Glasgow,  I 
should  apply  to  the  North  British  Company,  and 
order  15  waggons  or  whatever  I wanted  to  send, 
and  they  would  eharge  me  the  home  rates  on  the 
home  cattle  which  I have  quoted  to  you,  and  the 
foreign  rates  on  foreign  cattle. 

6166.  How  m any  cattle  would  you  sent!  in  a 
train  of  10  trucks  ? — It  might  be  80. 

6167.  Then  the  cost  of  the  special  train  to  you 
would  be  80  catt  le  multiplied  by  the  rate  per 
head  lo  the  town  ? — Exactly. 


]Mr.  Barclay — continued. 

6168.  Could  you  Instance  any  of  the  towns  to 
which  you  can  get  a special  train? — We  can  get 
a special  train  to  anyrvhere. 

6169.  Would  you  take  Leeds;  how  much  is  it 
per  head  to  Leeds? — Take  from  Glasgow  to 
London  ; I have  not  got  the  rate  to  Leeds.  A 
special  train  to  London  of  10  medium  trucks 
would  cost,  say  96  7. ; that  is  10  times  9 7.  11s.  9 d., 
and  a sjiecial  train  of  foreign  cattle  would  cost 
81  7.,  or  10  times  8 7.  2 s. 

6170.  What  is  the  distance;  could  you  tell 
me  that  ? — I think  it  is  about  400  miles. 

6171.  Do  they  send  the  train  aw'ay  with  only 
the  10  medium  waggons,  or  do  they  send  other- 
cattle  along  wdth  your  special  train  ? — It  would 
cease  to  be  a special  train  for  me  if  anybody  else 
had  anything  to  do  with  it. 

6172.  Do  you  think  that  a railway  company 
sending  a special  train  from  Glasgow-  to  London 
would  not  take  the  opportunity  of  sending  other 
three  or  four  trucks  along  with  it,  if  they  had 
them  to  send? — I should  not  object  to  that. 

6173.  But  I want  to  know  whether  the  rail- 
way company  w-ould  send  away  your  trucks  with 
other  trucks  along  with  them  ? — Certainly. 

Mr.  Cross. 

6174.  Do  I understand  you  to  say  that  gene- 
rally the  rates  from  Aberdeen,  Inverness,  and 
Perth  are  too  high? — No,  I do  not  think  that 
those  long  through  rates  are  too  high. 

6175.  Did  you  give  any  information  to  the 
Committee  as  to  the  quantity  of  cattle  coming 
by  steamer  from  those  towns? — I do  not  think 
the  traffic  in  live  cattle  from  Aberdeen  is  so  large 
as  it  used  to  be  ; they  only  send  cattle  by  steamer 
in  the  season,  when  it  is  most  convenient. 

6176.  There  was  one  question  asked  about  the 
slaughter  of  bullocks  at  York  Hill,  and  sending 
them  on  to  London,  upon  which  I should  like  to 
ask  you  this  : w'ould  it  not  he  possible  to  have 
Scotch  bullocks  sent  to  the  slaughter-house  at 
York  Hill,  and  then  sent  on  to  London  at  the 
same  rate  as  though  they  were  foreign  cattle  ? — 
No,  I do  not  think  it  w-ould  be;  the  railway 
companies  w-ould  not  allow  it. 

’6177.  Has  it  ever  been  tried? — Never. 

6178.  Do  you  know  w-hether  the  rates  you 
have  quoted,  by  steamer,  include  insurance  ? — 
I do  not  think  so ; the  rates  by  rail  do  not. 

6179.  Therefore  you  are  not  quite  sure  what 
the  rate  of  insurance  w-ould  be  by  steamer? — 
No,  I do  not  think  they  are  ever  insured. 

6180.  You  spoke  of  a special  rate  between 

Liverpool  and  London,  the  rate  for  foreign  dead 
meat  being  25  s.  as  against  the  rate  lor  home  dead 
meat  being  50  ; how  long  have  those  two  rates 

existed  ? — I think  they  have  existed  since  the 
American  refrigerated  meat  trade  began  ; IMessi-s. 
Bell  saw-  the  expenses  were  so  heavy  that  the 
trade  could  not  continue,  and  they  obtained  this 
special  rate  with  the  result  that  they  have  been 
able  to  develop  the  meat  trade  very  largely  all 
over  the  North  of  England,  and  also  to  send  any 
surplus  they  have  to  London. 

6181.  Are  you  aware  whether  the  dead  meat 
trade  from  Liverpool  to  towns  in  the  North  of 
England  is  very  much  less  for  foreign  meat  than 

it 
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it  is  for  home  meat  ? — 1 expect  that  there  would 
be  a special  rate  for  that  meat,  but  I could  not 
say  for  certain. 

6182.  Do  you  know  what  the  rates  are  from 
Glasgow  to  the  midland  towns  of  England,  or  we 
will  say  to  the  Lancashire  towns  ? — I think  the 
cost  of  a waggon  of  cattle  from  Edinburgh  to 
AVakefield  or  Leeds  is  something  like  94  s. 

■ 6183.  That  is  not  an  unreasonable  rate  ? — It 
is  more  than  the  rate  from  Inverness  to  London, 

6184.  Does  it  materially  interfere  with  the 
trade  ; is  there  much  trade,  for  example,  between 
any  of  the  Scotch  towns  and  Preston  ? — I should 
say  that  Preston  is  mainly  supplied  from  Edin- 
burgh. 

6185.  And  you  have  not  to  make  any  com- 
plaint about  the  rate  being  too  high? — Not  on 
through  rates,  but  between  intermediate  markets, 
yes. 

]\Ir.  Barclay. 

6186.  Do  you  know  Donald  Cameron,  a sheep 
farmer,  near  Fort  'William? — Intimately. 

6187.  Is  he  one  of  those  -who  have  complained 
pretty  much  about  this  rate  interfering  with  his 
trade  in  sheep? — Yes. 

6'i88.  Do  you  think  that  in  this  case  he  has 
or  has  not  reason  to  complain  ? — I do  not  know 
which  case  it  is. 

6189.  I mean  about  the  high  rates  charged  for 
sheep,  between  Dunbar  and  Manchester? — It 
would  be  a very  difficult  matter  to  adjust  the 
rates  to  his  satisfaction ; but  I think  the  rates 
per  head  from  Dunbar  to  Manchester  would  be 
very  heavy. 

IMr.  Cross. 

6190.  You  think  those  rates  ai'e  very  exces- 
sive?— I do  think  they  are  excessive. 

!Mr.  Loiotlicr. 

6191.  If  you  sent  one  ton  of  dead  meat  from 
Glasgow  to  London,  would  the  railway  be  obliged 
to  take  it? — Yes,  I think  so. 

6192.  However  small  the  quantity  the  railway 
would  take  it? — Certainly  ; the  railway  company 
will  fetch  12  or  even  10  sheep. 

6193.  They  would  be  obliged  to  take  them  ? — 
Yes,  certainly. 

6194.  You  propose  the  lowering  of  the  home 
rates ; you  say  it  would  be,  as  you  think,  to  the 
advantage  of  the  railroad? — Yes. 

6195.  IVhat  would  increase  your  business 
would  also  increase  the  traffic  upon  the  railroads, 
and  consequently  the  profit  upon  the  railroad  ? — 
Quite  so. 

Mr.  O'  Sullivan. 

6196.  Do  you  think  that  if  the  railway  com- 
pany reduced  the  home  rate,  which  w ould  include 
Irish  cattle  to  the  same  rate  as  the  foreign,  it 
would  increase  the  traffic  considerably  from 
Glasgow  to  London  ? — It  might  do  so. 

6197.  Do  you  know  what  is  the  cause  of  the 
great  difi'erence  of  the  rate  as  between  home  and 
foreign  meat  from  Glasgow  to  London? — I think 
it  is  owing  to  the  quantity  that  is  coming,  and  to 
afford  facilities  for  shifting  it  to  increase  the 
trade  of  the  port. 

6198.  Do  you  think  it  is  done  for  the  purpose 
of  taking  the  trade  of  the  port  of  Liverpool  away 
to  Glasgow  ? — Not  at  all. 
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IMr.  O’Sullivan — continued. 

6199.  What  is  the  difference  of  rate  as  between 
Liverpool  and  London  and  Glasgow  and  London 
for  foreign  meat  ? — From  Glasgow  to  London  the 
rate  for  foreign  meat  is  2 Z.  5 s.,  and  from  Liver- 
pool to  London  it  Is  25  s. 

6200.  There  is  no  inducement,  then,  to  go  to 
Glasgow  ? — No. 

Mr.  Nicholson. 

6201.  Can  you  tell  us  whether  the  rates  which 
the  railway  company  are  empowered  to  charge 
by  Act  of  Parliament  are  exceeded  ? — I do  not 
think  they  are. 

6202.  Do  you  know  of  any  serious  losses  in 
cattle  within  your  experience,  say  the  last  year 
or  two,  in  your  transit  either  by  rail  or  steamer ; 
that  is  to  say,  through  wreck  by  steamer  or  col- 
lision by  railway? — We  have  occasionally  had 
accidents,  but  it  is  the  exception. 

6203.  Do  you  think  that  accidents  are  more 
numerous  upon  the  railway  or  upon  the  steamer  ? 
— We  very  seldom  have  any  accident  at  all  by 
either, 

IMr,  Bolton, 

6204.  You  have  said  that  you  do  not  know 
that  the  rates  which  the  railway  companies 
charge  on  cattle  are  in  excess  of  those  allowed 
in  the  Act? — I do  not  know  that. 

6205.  Are  you  aware  what  rate  is  allowed  by 
the  Act  from  Glasgow  to  London  ? — No. 

6206.  I think  the  rate  Avhich  the  company 
charge  is  70s,,  is  it  not,  upon  home  dead  meat? — 
Yes. 

6207;  The  rate  in  the  Act  is  3 d.  a mile  ? — Yes. 

6208.  'I'hat  would  make  a rate,  adding  a ter- 
minal of  12  s.  6 d.  at  both  ends,  of  112  s.  6 d. — 
Yes. 

6209.  Whereas  you  are  charged  70s,  ? — Quite 
so. 

6210.  I think  from  the  north  of  Scotland,  also, 
you  have  nothing  to  complain  of  as  respects  the 
rates  I — I do  not  think  Ave  have  ; they  are  fair. 

6211.  You  AvOLild  rather  call  them  low,  Avould 
you  not? — Yes. 

6212.  And  in  some  cases  very  Ioav,  Avould  you 
not,  as  compared  Avith  other  charges? — Yes,  I 
would. 

6213.  Have  you  anything  to  complain  of  as 
respects  inequalities  of  rates  from  different 
places  ? — No,  I think  where  competing  lines 
exist  the  rates  are  uniform. 

6214.  You  have  nothing  to  complain  of  as  to 
rates  betAveen  dift'erent  places? — Not  between 
competing  companies. 

6215.  You  haA’e  nothing  to  complain  of  as 
respects  service? — No,  the  very  opposite. 

6216.  You  have  given  us  the  cost  per  truck 
and  per  head  of  cattle,  but  I think  you  have  not 
distinguished  between  fat  cattle  and  lean  cattle  ? 
— I cannot  speak  from  personal  knoAvledge  just 
now  as  to  that,  because  I did  not  look  up  that 
question  ; I think  thei’e  are  some  cases  in  Avhich 
there  is  a lean  and  a fat  stock  rate. 

6217.  W^ould  you  refer  to  the  Classification 
Book  of  the  Kaihvay  Clearing  House  {handiny  a 
copy  to  the  Witness) ; are  you  aAvare  that  the  rail- 
way waggons  in  each  size  (fmall,  medium,  and 
large)  are  clearly  defined? — That  is  so. 

6218.  And  that  those  waggons  are  devised  so 
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Mr.  Bolton — continued. 

as  to  carry  so  many  fat  and  lean  cattle  each  ? — 
Yes. 

6219.  And  that  of  course  they  will  carry  a 
larger  quantity  of  lean  cattle  than  fat  ? — Y es. 

6220.  When  you  have  been  giving  the  rate  per 
head  you  have  been  referring  to  fat  cattle  exclu- 
sively ?— Yes. 

6221.  If  you  referred  to  lean  cattle  instead  of 
fat,  the  rate  would  be  reduced  practically  by 
about  a third,  w'ould  it  not  ? — It  would. 

6222.  It  struck  me  that  you  did  not  quite 
understand  one  question  which  was  put  to  you. 
You  thought  that  if  the  railway  rates  were  further 
reduced  upon  the  home  fat  cattle,  there  would  be 
a great  increase  of  traffic  to  the  raihvay? — Yes. 

6223.  What  becomes  of  the  fat  cattle  at 
present? — M'^e  sell  them  for  local  consumption, 
and  to  everybody  who  comes  to  buy  them. 

6224.  Are  you  of  opinion  that  a reduction  in 
the  home  rates  would  lead  to  an  increase  in  the 
industry  of  fattening  cattle  ? — I think,  in  the  first 
]>lace,  it  would  regulate  the  markets  better,  and 
w'ould  increase  the  traffic  to  a large  extent,  by 
inducing  more  people  to  come  north  and  buy  cattle. 

6225.  What  becomes  of  the  fat  cattle  that  go 
to  your  markets  now  ?— A very  large  number  of 
go  south. 

6226.  Then  how  would  you  increase  the  fatten- 
ing of  cattle  by  a small  reduction  ; you  already 
pay  a little  more  than  half  the  rates  allowed  by 
the  Act,  what  further  reduction  would  you  expect 
from  Inverness  ? — I should  not  expect  any  further 
reduction  from  Inverness ; the  rates  are  already 
fair. 

6227.  From  what  other  part  of  Scotland  would 
you  think  a reduction  might  be  made  ? — I think 
Edinburgh,  to  begin  with. 

6228.  They  do  not  fatten  cattle  at  Edinburgh; 
they  are  brought  there  from  other  places? — That 
is  so. 

6229.  In  what  part  of  the  country  would  there 
be  an  increase  of  cattle  fattening? — I do  not 
suppose  that  lowering  the  rates  would  have  a 
very  great  effect  upon  the  increase  of  the  fatten- 
ing of  cattle,  but  it  would  increase  the  facilities 
for  people  shifting  them. 

6230.  But  why  should  they  shift  them  ; thev 
do  not  shift  fat  cattle  more  than  once,  if  they  can 
help  it? — They  often  do. 

6231.  But  not  if  they  can  help  it? — No,  it  is 
a very  bad  job  if  they  have  to  do  it. 

6232.  But  you  have  not  shown  how  a reduc- 
tion of  the  rates  would  increase  the  fattening  of 
cattle  ? — I have  spoken  to  some  very  lai’ge 
dealers  this  last  week,  who  came  up  to  Edin- 
burgh to  take  cattle  south,  and  they  say  that  it 
is  the  railway  expenses  which  kill  them.  The 
men  who  come  from  the  Midland  counties  t ibuy 
fat  cattle  in  our  market  at  Glasgow  comjdain 
about  the  expenses,  and  I argue  that  if  the 
railway  comj)any  would  accept  the  same  pro- 
portionate rates  of  carriage  ])er  mile  from  say 
Edinburgh  to  Wakefield,  as  they  take  from  In- 
verness to  London,  that  would  have  a beneficial 
effect  upon  the  market. 

6233.  How  do  you  suppose  that  the  freight  on 
cattle  from  New  York  to  London  is  fixed? — 
Sometimes  a man  who  is  going  to  ship  cattle  will 
charter  a line  of  steamers  for  a certain  time  at  a 


Mr.  Bolton — continued. 

fixed  rate ; sometimes,  when  the  trade  is  very 
bad  here,  and  there  are  lines  of  steamers  to  let, 
they  make  the  best  bargain  they  can  with  them. 

6234.  W'^hatever  the  rate  is  from  New  York  to 
London  direct,  the  rate  via  Glasgow,  including  the 
railway  rate,  must  be  about  the  same  ? — I think 
the  rate  is  about  the  same,  but  cattle  sent  from 
Montreal  via  Glasgow  to  London  would  be  laid 
down  here,  as  nearly  as  possible,  at  the  rate  of 
the  railway  transit. 

6235.  You  have  told  the  Committee  that  the 
freight  from  New  York  to  London,  be  it  via 
Glasgow  or  direct,  is  practically  about  the  same, 
and  1 ask  you  how  the  effect  of  a low  rate  on 
foreign  cattle  from  New  York  via  Glasgow  to 
London  affects  the  home  grower  ? — It  affects  the 
foreign  cattle. 

6236.  No,  they  would  go  any  way:  they 
would  go  direct  if  the  railway  rate  were  against 
them  ? — If  we  are  afforded  special  facilities  from 
Glasgow  to  London  if  we  are  over  supplied,  it 
offers  an  inducement  to  send  the  cattle  there.  I 
must  explain  that  cattle  are  not  sent  to  Glasgow 
for  the  purpose  of  coming  to  London,  they  are 
only  sent  to  London  when  the  market  is  large, 
and  they  cannot  be  sold  at  Glasgow. 

6237.  Take  the  dead  meat ; what  have  you  to 
say  about  that? — There  is  a very  large  quantity 
of  dead  meat  sent  from  Glasgow  to  London. 

6238.  Is  it  not  the  fact  that  steamers  from 
New  York  quote  the  same  rate  oto  Glasgow,  as 
they  .do  direct  to  London? — Very  possibly. 

6239.  Then  how  can  it  alter  the  matter;  it 
cannot  affect  the  consumers  ? — I do  not  know  the 
rate  for  meat  from  New  York  to  London. 

6240.  But  your  own  experience  will  teach  you 
that  it  cannot;  that  no  dealer  in  New  Y''ork 
would  send  meat  via,  Glasgow  to  London  at  a 
higher  price  than  he  would  send  it  direct  to 
London  ? — That  may  be- 

Chairman. 

6241.  Would  not  the  question  of  freights  in- 
fluence him ; if  he  sent  it  all  by  by  steamer  to 
London,  could  he  insure  return  freights? — There 
arc  vessels  fitted  up  for  that  particular  trade. 

6242.  Do  they  go  back  empty  ? — No  ; they 
are  “ liners.” 

6243.  M’hat  I ask  is  this:  if  all  the  steamers 
w'ent  to  London,  and  not  any  of  them  to  Glas- 
gow, could  they  have  the  same  certainty  of 
getting  a return  freight? — Not  at  all;  they  have 
each  an  established  business  at  the  different  ports. 

Mr.  Bolton. 

6244.  If  the  rate  for  foreign  meat  from  Glas- 
gow to  London  was  the  same  as  for  homegrown, 
it  would  practically  exclude  the  trade  entirely, 
would  it  not  ? — It  would. 

6245.  That  would  throw  into  the  hands  of  the 
direct  steamers  from  New  Y'ork  to  London  all 
the  trade  in  dead  as  well  as  live  meat  ? — It  would 
tend  to  that  effect,  no  doubt. 

6246.  And  that  would  also  tend  to  this  effect, 
would  it  not,  to  raise  the  freights  from  New  Y"ork 
to  London  ? — It  would. 

6247.  M ould  that  not  be  adverse  to  the  con- 
sumers?— Directly  they  raise  the  freights  above 
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Mr.  Bolton — continued. 

the  present  freights,  the  exporter  would  send  the 
cattle  vili  Glaso'ow  a^ain. 

6248.  There  is,  I believe,  a regular  service  of 
steamers  between  London  and  New  York? — 
Yes,  I am  aware  of  that. 

6249.  An  honourable  Member  asked  you  about 
Irish  fat  cattle  being  sent  to  Glasgow  ; it  would 
be  absurd,  would  it  not,  to  send  Irish  fat  cattle 
to  Glasgow  to  be  killed  to  be  sent  to  London?  — 
It  would  be  absurd, 

6250.  You  were  asked  about  the  comparative 
amount  ,of  accidents  by  steamer  and  by  train ; if 
there  is  any  loss  takes  place  on  board  a steamer, 
I think  the  shi2iper  is  responsible? — Yes;  the 
ship  does  not  take  any  responsibility. 

6251.  But  in  the  other  case,  if  a railway  breaks 
down,  the  railway  comjiany  is  responsible  ? — I 
believe  the  cattle  are  carried  at  the  owner’s  risk, 

6252.  Have  you  had  any  claim  against  a rail- 
way company  for  damage  to  the  cattle  which  has 
not  been  met  and  paid  ? — There  was  a question 
recently  about  the  excess  of  damages  claimed. 

6253.  The  company  acknowledge  the  respon- 
sibility, but  question  the  amount? — Quite  so; 
and  I think  they  are  j^erfectly  right  in  doing  so. 

6254.  You  are  aware  that  there  is  a combina- 
tion amongst  the  American  steamboat  owners  for 
fixing  the  rate  of  freight  from  the  various  ports  ? 
— I never  heard  of  it. 

6255.  Is  the  value  of  foreign  meat  equal  to  the 
value  of  home  meat  per  pound  ? — No. 

6256.  What  would  be  the  per-centage  on  the 
cost  of  foreign  meat  of  the  rate  charged,  com- 
pared with  the  i)er-centage  on  the  home-grown 
meat  of  the  rate  charged  ? — I have  not  gone  into 
that  question  ; but  I can  tell  you  the  relative 
value  of  the  American  meat  compared  with  home 
meat. 

6257.  What  is  it  ? — A good  American  bullock 
is  worth  now  about  66  s.  per  cwt.  in  Glasgow, 
and  a good  Scotch  bullock  is  worth  from  70s.  to 
72  s.,  that  is  from  5 s.  to  6 .v.  a cwt,  more. 

Lord  Randolph  Churchill. 

6258.  That  is  what  it  is  worth  to  the  butchers? 
— Yes,  to  the  butchers. 

Mr.  Bolton. 

6259.  Do  you  know  what  the  difference  in  the 
retail  price  of  a jfiece  of  beef  to  the  consumer  is 
between  the  American  and  the  home  grown? — I 
saw  a contract  this  week  for  American  beef  to  be 
taken  at  5 s.  7 d.  per  14  lbs.,  and  a firm  who  dealt 
in  home  meat  tendered  at  6 s.  1 d. 

Mr.  Monk. 

6260.  Have  you  had  litigation  with  the  rail- 
way companies  in  any  of  these  cases  ? — No. 

6261.  Are  you  at  all  acquainted  with  the  Rail- 
way and  Canal  Traffic  Act  of  1873  ?— 1 am  not. 

IVIr.  Gregory. 

6262.  You  assume,  I suppose,  that  the  rates 
upon  foreign  meat  and  cattle  charged  by  the  rail- 
way companies  are  fairly  remunerative  rates  to 
the  railway  com2)anies  ? — I presume  so, 

6263.  Then  those  charged  upon  home  produce 
are  considerably  more  than  remunerative  rates  ? — 
No  doubt. 

6264  I want  just  to  understand  about  the 
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shipment  of  foreign  meat  to  Glasgow  ; you  say 
that  all  the  foreign  meat  comes  from  one  slaugh- 
terhouse at  Glasgow  ?— Yes,  all  that  is  charged 
at  the  reduced  rates. 

6265.  The  meat  is  not  charged  at  the  reduced 
rate  unless  it  is  consigned  from  that  slaughter- 
house, as  I understand  it  ? — That  is  so, 

6266.  All  that  comes  elsewhere  they  charge  at 
the  home  rate  ? — Yes. 

6267.  Who  is  the  jn-oprietor  of  that  slaughter- 
house ? — The  local  authority  of  Glasgow. 

6268.  Do  they  consign  all  foreign  cattle  landed 
to  that  slaughterhouse  ? — All  the  cattle  that  come 
from  the  United  States. 

6269.  And  the  Canadian  cattle  ? — The  Cana- 
dian cattle  would  go  to  the  other  side  of  the  river 
to  another  wharf,  and,  after  standing  12  hours 
quarantine,  they  get  away. 

6270.  Are  the  Canadian  cattle  charged  as 
foreign  meat  or  as  home  meat  ? — The  Canadians 
are  charged  as  foreign  on  coming  to  London, 
provided  they  are  not  shown  in  the  market,  if 
they  are  sent  direct  from  the  wharf. 

6271.  There  are  one  or  two  places  in  Glasgow 
from  which  foreign  meat  is  shipped  direct  by  t he 
railway? — There  are. 

6272.  And  those  places  belong  to  the  local 
authorities? — The  slaughterhouse  at  York  Hill, 
where  the  American  cattle  are  slaughtered, 
belongs  to  the  local  authority,  but  the  common 
slaughterhouses  belong  to  the  town. 

6273.  Has  the  railway  a branch  or  siding  to 
those  slaughterhouses? — The  slaughterhouse  at 
York  Hill  is,  I think,  within  about  200  yards  of 
the  railway  station. 

6274.  Do  the  trucks  run  into  the  slauohter- 
house  ? — No,  the  meat  has  to  be  carted. 

6275.  That  is  the  foreign  meat? — Yes. 

6276.  Is  the  cartage  included  in  the  railway 
charge  ? — I expect  so. 

6277.  Now,  as  regards  the  home  meat,  has  that 
to  be  carted? — Yes. 

6278.  Do  the  railway  companies  pay  for  the 
cartage  of  that  meat  ?— I expect  so. 

6279.  From  the  slaughterhouse  ? — Yes. 

6280.  In  either  case,  the  cartage  of  the  meat 
from  the  slaughterhouse  to  the  railway  is  included 
in  the  railway  charge,  is  it? — Yes. 

6281.  As  regards  Canadian  cattle  which  are 
unshipped,  are  they  taken  from  the  ship  to  the 
railway  direct  ; is  there  a branch  down  to  the 
quays  ? — No,  the  cattle  walk  to  the  market. 

6282.  They  are  driven  to  the  market? — They 
are  driven  to  the  market,  and  then  they  are  either 
slaughtered  or  shipped,  as  the  case  may  be. 

Chairman. 

6283.  The  Committee  have  had  forwarded  to 
them  a memorial  of  farmers,  cattle  dealers,  and 
others  from  Cumberland  and  Westmoreland, 
complaining  of  the  charges  made  on  the  home 
animal  as  compared  with  the  foreign  animal ; I 
want  to  test  their  statements  by  your  knowledge. 
Have  you  any  knowledge  of  Perth  ? — I have* 

6284.  I will  put  their  statement  in,  and  ask  you 
whether  you  corroborate  it.  One  of  these  com- 
plainants went  from  Carlisle  and  bought  sheep  at 
Perth,  and  I gather  that  there  were  1,313  sheep 
carried  in  29  waggons ; would  that  be  likely  to 
be  the  case  ? — That  would  be  44  sheep  for  each 
waggon. 
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Chairman — continued. 

6285.  The  charge  made,  as  I think  you  Avill 
see,  from  Dalwhinnie  to  Carlisle  is  2 6-.  11|-  d.  per 
mile  =:  124/.  15  s.,  whereas  my  informant  says 
that  a charge  of  40/.  would  have  yielded  a hand- 
some profit  to  the  company  ; would  you  be  pre- 
pared to  say  that.  The  charge  made  appears  to 
amount  to  about  2 s.  per  sheep  ? — I do  not  think 
that  40  /.  would  pay  the  company. 

6286.  The  consionment  from  the  company’s 
bill  ap2)ears  to  work  out  in  this  way  : there  are 
29  waggons  and  1 van  from  Dalwhinnie  to 
Carlisle;  the  charge  would  be,  29  waggons  at  4 /. 
(carrying  1,313  sheep)  116/.;  one  van  (double  the 
charge  for  single  waggon),  8/.;  jiaid  on  (saw- 
dust), 15  s.;  total  124/.  15  s.  Would  you  call 
that  charge  excessive  ? — I do  not  know  the  dis- 
tance, but  it  seems  to  be  excessive. 

6287.  'J’he  comjdaint  is  that  the  railway  rate 
virtually  prevents  the  English  grazier  from  going 
to  the  Scotch  market ; the  memorial  says  that  a com- 
mission of  6 d.  per  lean  sheep  is  what  is  usually 
charged ; does  that  accord  with  your  experience  ? 
— We  charge  6 d.  for  buying  them ; that  is  a fair 
commission. 

Mr.  Paget. 

6288.  Your  commission  would  be  higher  upon 
a fat  sheep  ? — It  would  be  9 d.  in  that  case. 

Chairman. 

6289.  This  charge  would  be  by  the  Caledonian 
Railway  ? — Yes. 

6290.  Are  you  aware  whether  they  have  any 
engagement  with  the  North  British  Company  for 
the  carriage  of  stock  ? — M'e  generally  find  that 
where  the  coinjianies  compete  the  rates  are 
similar. 

6291.  But  my  informant  says  that  on  remon- 
strating with  the  Caledonian  Company’s  traffic 
manager,  he  was  answered,  that  their  engage- 
ments with  the  North  British  Company  jirevented 
them  taking  into  consideration  the  reduction  of 
the  rate  ; do  you  know  whether  those  companies 
have  agreements  betAveen  each  other  ? — I know 
there  is  a sort  of  recognised  rate  of  charge.  J 
knoAV  when  I put  it  to  them  they  say  that  it  would 
be  a ruinous  comjietition,  and  1 think.myself  it  is 
only  fair  that  a reasonable  rate  should  be 
charged. 

6292.  I only  wanted  to  ask  you  one  question 
about  the  matter  of  bringing  dead  meat  or  live 
meat  from  GlasgOAv  to  London  ; do  you  consider 
that  the  cliarges  of  the  railway  companies,  for  in- 
stance, from  Aberdeen  to  London  favour  one 
trade  in  preference  to  the  other? — No,  1 do  not 
think  so. 

6293.  I think  you  stated  that  a live  animal 
came  up  for  25.'?.,  and  a dead  animal  for  23  5.  7 d.'i 
— That  is  so. 

6294.  I suppose  that  is  a Aalue  in  the  liA’e 
animal  in  London  over  the  dead  meat  ; there  is 
the  offal  and  the  skin  ?— Yes,  but  the  raihvay 
companies  do  not  carry  that ; they  get  quit  of 
the  carriage  of  the  offal,  Avhen  it  is  dead  meat  they 
have  less  Aveight  to  carry. 

6295.  Sujijiose  you  had  the  option  at  Aberdeen 
of  slaughtering  the  animal,  or  take  him  up  alive, 
Avouid  there  be  anything  that  guided  you  as  to 
sending  him  uj)  alive  or  dead  ? — I Avould  be 
guided  very  much  by  the  Aveather;  if  the  Aveather 


Chairman — continued. 

Avere  A'ery  hot,  I Avould  send  him  uj)  alive,  and  if 
the  Aveather  was  cold,  I Avould  send  him  up 
dead,  according  to  the  market. 

6296.  You  get  more  profit  by  sending  the 
animal  up  dead,  if  the  Aveather  Avill  alloAv  of  it  ? 
— It  must  be  so,  because  the  meat  trade  from 
Aberdeen  is  gradually  increasing,  and  the  live 
cattle  trade  is  decreasing. 

6297.  They  can  sell  the  offal  better  at  Aber- 
deen, can  they  not,  than  in  London  ? — Yes,  they 
can. 

Lord  Randolph  Churchill. 

6298.  But  surely  the  moveability  of  the  animal 
must  be  taken  into  consideration  ? — No  doubt ; 
but  still  it  is  the  fact,  that  the  dead  meat  trade  is 
superseding  the  live. 

6299.  lou  told  the  Committee  that  the  dead 
meat  rate  included  delivery  : — Yes. 

Mr.  Bolton. 

6300.  M if  h regard  to  the  case  that  Avas  mentioned 
of  1,313  sheep,  carried  in  29  waggons,  for  Avhich 
a charge  Avas  made  of  124  /,  15  s.,  1 think  the  trader 
considers  that  they  ought  to  have  been  carried  at 
40  /. , or  that  a profit  could  haA'e  been  made  at  40  /. ; 
do  1 understand  you  to  say,  that  if  those  were  lean 
sheep,  your  commission  for  the  purchase  of  those 
alone  Avould  haA'e  been  32  /.  13.?.  ? — Our  charge 
is  6 d.  a head. 

6301.  And  if  fat  sheep,  your  charge  would  have 
been  49  /.  ? — Yes. 

6302.  So  the  allegation  is  that  it  Avould  pay 
the  railway  company  to  carry  the  sheep  from 
Dalwhinnie  to  Carlisle  for  40  /.,  Avhereas  the 
simple  commission  for  the  purchase  of  those 
sheejA,  if  they  had  been  fat,  Avould  have  been 

49  /. ; and  32  /.  if  they  Avere  lean? — Yes. 

Mr.  Paget. 

6303.  ^Vith  regard  to  the  question  just  asked 
you,  I Avould  beg  to  ask  youAvhether  the  amount 
Avhich  you  get  as  commission  has  anything  Avhat- 
ever  to  do  Avith  the  raihvay  rate? — Nothing 
Avhatever. 

6304.  And  there  is  no  kind  of  analogy  betAveen 
the  tAvo,  and  no  kind  of  comjAarison  betAveen 
the  tAvo  ? — Not  in  the  least. 

6305.  You  Avere  asked  some  questions  Avith 
reference  to  raising  the  rates  and  lowering  the 
rates ; is  it  not  jilain  that  anything  Avhich  tends 
to  raise  the  rate  must  be  against  the  consumer  ? 
— Certainly. 

6306.  And  anything  on  the  other  hand  which 
tends  to  reduce  the  rate  must  be  in  favour  of  the 
consumer  ? — Certainly. 

6307.  In  short,  that  if  the' rate  from  LiA  erpool 
to  London  Avere  25  s.  in  each  case  instead  of 
being  25  s.  for  the  imported  foreign  meat,  and 

50  5.  for  home  meat;  one  rate  of  25  5.  would  be 
in  faAour  of  the  consumer? — Certainly. 

6308.  You  have  said  that  you  yourself  are  not 
comjdaining  ])ersonally,  but  that  you  rather 
think  that  it  Avould  bean  adAantage  by  iuci’easing 
the  trade  if  the  rates  Avere  put  on  one  footing? — 
If  they  Avere  made  uniform. 

6309.  But  your  chief  ground  for  coming  here 
is,  that  the  farmers  (>f  Scotland  haA'e  largely' 
conqilained  to  you  ? — Certainly. 

6310.  And 
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Mr.  Paget — continueu. 

6310.  And  you  come  here  as  a spokesman  on 
their  behalf? — I come  here  to  say  that  I cannot 
see  why  the  rates  should  not  be  assimilated. 

6311.  And  you  speak  on  behalf  of  those  with 
whom  you  have  very  large  dealings  ? — Yes. 

6312.  Your  complaint  is  chiefly  the  differen- 
tial rate  between  home  and  foreign  cattle ; and 
you  assume  that  the  rate  for  home  cattle  from 
Inverness  of  8 f.  10  s.  a truck  is  a fair  and 
reasonable  rate  to  London  ? — Quite  so. 

6313.  And  that  if  the  other  Scotch  rates  were 
baesd  upon  the  same  terms  as  the  Inverness 


Mr.  Paget — continued. 

rate,  you  would  have  no  cause  of  complaint  ? — 
That  is  so. 

6314.  You  Inform  the  Committee  that  the 
rate  from  Inverness  to  London  is  8 /.  19  s.  a 
truck  for  home  grown  stock,  the  Glasgow 
to  London  foreign  rate  is  8 /.  2 s.  ? — Yes. 

6315.  You  think  those  are  both  fair  rates  ? — 
Quite  so. 

6316.  If  the  whole  of  the  Scotch  rates  were 
based  upon  either  the  Inverness  rate  of  8 /.  10  s,, 
or  the  Glasgow  foreign  rate  of  8 /.  2 s.,  you 
would  not  have  any  ground  for  complaint? — I 
should  be  perfectly  satisfied  per  mile. 


Mr.  John  Saunders,  called  in;  and  Examined. 


Mr.  Caine. 

6317.  You  are  the  proprietor  of  the  Cookley 
Iron  Works,  at  Kidderminster,  are  you  not  ? — 
Yes  ; I am  a partner  in  them. 

6318.  You  are  a large  manufacturer  of  tin 
plates  ? — Yes. 

6319.  And  the  oldest  firm  in  the  district,  I 
think  ? — Yes. 

6320.  You  are  also  President  of  the  Tin- 
Plate  Association  of  the  United  Kingdom,  I 
believe  ? — I am. 

6321.  What  is  the  total  productive  power  of 
the  tin-plate  trade  of  the  United  Kingdom  ? — It 
is  above  8,000,000  boxes  annually. 

6322.  Worth  7,000,000  I or  8,000,000  1.  ster- 
ling ? — Yes. 

6323.  From  the  situation  of  the  bulk  of  the 
tin-plate  works,  almost  all  the  whole  of  this  traffic 
is  carried  by  the  railway  ? — Yes. 

6324.  The  export  trade  is  about  4,500,000 
boxes,  I think? — Yes. 

6325.  And  those  are  chiefly  exported  to 
America,  are  they  not? — The  great  bulk  of 
them  are  exported  to  America. 

6326.  Mostly  from  the  ports  of  Loudon,  Liver- 
pool, and  Southampton  ? — Yes  ; and  Bristol. 

6327.  And  a few  from  Cardiff? — A few  from 
Cardiff  and  a few  from  Swansea. 

6328.  What  quantity  of  this  8,000,000  boxes  is 
made  at  present  in  Staffordshire  ? — About  400,000 
boxes,  about  5 per  cent,  of  the  total  quantity. 

6329.  Then  the  balance,  the  7,600,000  boxes 
is  made  in  the  South  Wales  district  ? — Yes,  in 
South  Wales  and  Monmouthshire. 

6330.  Now,  I will  ask  you  what  the  make  of 
tin  plates  in  the  year  1858  was,  in  Staffordshire 
and  Wales  respectively  ? — In  1858  the  total  make 
of  the  kingdom  was  about  1,200,000  boxes,  Staf- 
fordshire producing  300,000,  and  Wales  about 
900,000. 

6331.  So  that  while  Staffordshire  has  only 
increased  its  manufacture  for  those  30  years 
about  30  per  cent.,  Wales  has  increased  her 
manufacture  750  per  cent? — Yes. 

6332.  Have  you  any  reason  to  believe  that  this 
disproportionate  increase  is  in  anyway  due  to  the 
railway  company  having  fostered  the  South 
Wales  trade  by  exceptionally  low  rates  of  car- 
riage,  lower  in  proportion  than  they  have  charged 
to  the  Staffordshire  trade? — I have  reason  to 
believe  that  the  South  Wales  trade  has  developed 
very  largely  in  consequence  of  the  low  rates  to 

0.54. 
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Liverpool  and  Ijondon  as  compared  with  South 
Staffordshire,  the  distances  from  South  Wales 
being  practically  double  the  Staffordshire  dis- 
tances, while  the  rates  are  nominally  the  same,  or 
even  under. 

6333.  The  railway  companies  have  a practical 
monopoly  of  all  the  carrying  routes  from  the  mid- 
land district,  have  they  not? — Yes,  they  have. 

6334.  And  are  enabled  to  dictate  their  own 
rates,  defying  competition  ? — That  is  so. 

6335.  There  is  no  other  carriage  from  your 
district  except  the  railways,  the  canals  being 
virtually  monopolised  by  the  railway  companies  ? 
— Quite  so. 

6336.  I understand  that  your  works  are  a very 
much  shorter  distance  from  London,  Liverpool, 
and  Southampton,  the  three  chief  ports  of  the 
American  trade,  than  are  the  South  Wales 
works  ? — Our  distance  is  considerably  shorter. 

6337.  Will  you  give  the  Committee  the  dis- 
tances by  the  shortest  routes,  and  the  rates  of 
carriage  from  Llanelly,  Swansea,  Neath,  and 
Newport,  which  I understand  are  the  four  great 
centres  of  the  tin-plate  trade,  to  Loudon  ? — From 
Llanelly  to  London,  a distance  of  226  miles,  the 
rate  is  18  s.  4cf.  a ton. 

6338.  Will  you  give  the  distance  and  rate 
from  Swansea  to  London? — The  distance  is  216 
miles,  and  the  rate  is  17  s.  6 d. 

6339.  And  the  same  from  Neath? — The  dis- 
tance is  209  miles,  and  the  rate  is  17  5.  6 d. 

6340.  And  from  Newport  ? — The  distance  is 
159  miles,  and  the  rate  is  15  s.  10  d. 

6341.  Now,  will  you  kindly  give  us  the  dis- 
tance and  the  rate  from  your  works  at  Cookley 
to  London? — The  distance  is  148  miles,  and  the 
rate  is  17  s.  6 d. 

6342.  Now,  [ will  ask  you  to  give  me  the 
distance  from  the  same  districts  in  South  Wales 
to  Liverpool  ? — From  Llanelly  to  Liverpool  the 
distance  is  187  miles,  and  the  rate  is  12  s.  6 d. 
From  Swansea  to  Liverpool,  a distance  of  192 
miles,  the  rate  is  12  s.  6 c?.;  from  Neath  to  Liver- 
pool, a distance  of  201  miles,  the  rate  is  12  s.  6 c?. 

6343.  And  Newport? — Newport  is  169  miles 
from  Liverpool,  and  the  rate  is  12  a.  6 d. 

6344.  Will  you  give  the  Committee  the  dis- 
tance from  Cookley  to  Liverpool  by  the  shortest 
route  ? — It  is  108  miles,  and  the  rate  is  the  same, 
namely,  1 2 s.  6 c?. 

6345.  So  you  pay  12  s.  6 </.  for  108  miles, 

M M while 


274 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


19  May  1881, ] 


Mr.  Saunders. 


[ Continued. 
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while  Llanelly  gets  tin  plates  carried  more  than 
twice  the  distance  for  the  same  rate  ? — Yes. 

6346.  Now  will  you  give  me,  if  you  please, 
the  rates  from  those  four  districts  in  South  Wales 
to  Southampton,  and  the  distances? — From 
Llanelly  to  Southampton  the  distance  is  232 
miles,  and  the  rate  is  16  s.  8 d.  ; from  Swansea  to 
Southampton  the  distance  is  222  miles,  and  the 
rate  is  15.s-.  ; from  Neath  to  Southampton  the 
distance  is  214  miles,  and  the  rate  is  15  s.  ; from 
Newport  to  Southampton,  a distance  of  165 
miles,  the  rate  is  14  s.  2 d. 

6347.  Now  will  you  give  us  the  distance  and 
rate  from  Cookley  to  Southampton  ?— .The  dis- 
tance is  158  miles,  and  the  charge  is  21  s.  8 

6348.  Then,  as  a matter  of  fact,  you  are  paying 
21s.  8 c?.  from  Cookley  to  Southampton,  a dis- 
tance of  158  miles,  while  Swansea  only  pays 
15  s.  for  222  miles,  a much  greater  distance  ? — 
Yes. 

6349.  I think  that  all  the  tin-plate  manu- 
facturers are  large  buyers  of  pig  tin? — Yes. 

6350.  You  draw  your  supplies  from  London, 
and  so,  I suppose,  would  the  South  Wales  Tin 
Works? — Yes. 

6351.  Now  we  will  take  the  rates  from  Lon- 
don to  those  respective  places  ; will  you  give  the 
Committee  the  rates  of  carriage  charged  per  ton 
for  pig  tin  to  those  respective  places? — From 
London  to  Llanelly  the  rate  is  22  s.  6 f?. ; from 
Loudon  to  Swansea  the  rate  is  22  s.  lie/.;  from 
London  to  Neath  the  rate  is  20  s.  10  d. ; the  rate 
from  London  to  Newport  is  22  s.,  and  the  rate 
from  London  to  Cookley  is  25  s.  10  c?. 

6352.  Then  you  are  paying  25  s,  10  c?.  on  pig 
tin  from  London  to  Cookley,  a distance  of  125 
miles,  while  Llanelly  only  pays  22  s.  6 d.  for  a 
distance  of  226  miles  ? — Yes. 

6353.  I suppose  you  infer  from  that,  that  at 
equal  mileage  rates,  eitlier  you  should  be  charged 
17  s.  or  Llanelly  should  be  charged  40  s.? — 
Those  wonld  be  about  the  comparative  rates. 

6354.  Taking  into  account  the  distance  and 
the  rates,  the  dift'erence  is  as  between  17  s.  and 
40  s.  ? — Yes. 

6355.  Has  the  accommodation  afforded  by  the 
railway  companies  in  your  district,  and  their 
actual  carrying  power,  greatly  increased  in  the 
last  25  years? — It  has  very  much  increased;  it 
has  develojted  very  largely. 

6356.  One  would  supimse  that  this  additional 
advantage,  and  this  additional  competition,  had 
resulted  in  the  lowering  of  your  rates  of  carriage  ? 
— Rather  the  contrary ; it  has  resulted  in  mono- 
poly, and  steadily  advancing  rate  the  whole 
time. 

6357.  Before  the  introduction  of  railways, 
your  goods  were  taken  from  Kidderminster  to 
Liverpool  by  canal,  were  they  not  ? — Yes. 

6358.  AVhat  did  you  pay  then?  — Twelve 
shillings  and  sixpence,  long  weight. 

6359.  About  1851,  I believe  the  railways 
entered  into  competition  with  the  canals?  — 
Yes. 

6360.  What  was  the  result  of  that  compe- 
tition ? — For  a short  time  there  was  competition 
resulting  in  lower  rates,  and  the  charges  were 
11s.  on  plates  and  9 s.  on  bar  iron. 

6361.  AVhat  Avas  the  rate  from  1874  to  1881 
on  tin  j)lates  ? — Fourteen  shillings  short  Aveight. 


Mr.  Caine — continued. 

6362.  That  is  an  increase  really  of  about 
27  J per  cent.  ? — Yes,  there  is  an  increase  0127-^ 
per  cent,  over  the  competition  rates  of  the  early 
days. 

6363.  How  do  you  account  for  their  being 
able  to  get  an  extra  rate  out  of  you;  was  it  in 
consequence  of  their  combining  with  the  canal 
companies  ? — They  acquired  the  canal  companies, 
and  also  entered  into  arrangements  Avith  the  few 
canal  carriers,  and  they  settled  the  rates  to  Avliich 
unfortunately  they  adhere  A'ery  closely;  there 
was  no  competition  ; they  settle  the  rates  by  a 
monthly  conference  Avith  the  railway  companies 
and  the  canal  carriers. 

6364.  Then  for  seven  years  you  paid  14  s.  ? — 
Yes,  for  seven  years. 

6365.  In  May  1881  your  rates  were  reduced? 
— They  were  reduced  this  very  mouth  to  12  s.  6 c?. 
upon  tin  plate. 

6366.  Was  that  about  the  time  of  the  appoint- 
ment of  this  Committee  ? — It  was  about  the  time 
of  the  ap])ointment  of  this  Committee. 

6367.  Do  you  think  that  might  have  had  any 
effect  upon  the  company  ? — It  might  have. 

6368.  But  the  rate  to  day,  even  after  the 
reduction,  is  14  per  cent,  higher  than  it  Avas  30 
years  ago,  Avhen  you  had  nothing  but  canals  to 
convey  your  goods  ? — It  is. 

6369.  Can  you  tell  the  Committee  what  are 
the  highest  and  loAvest  rates  you  have  j^aid  to 
London;  Liverpool,  Hull,  and  Sheffield,  between 
1850  and  1880? — I Avill  give  the  Committee  the 
loAvest  rates  and  the  present  rates. 

6370.  Are  the  present  rates  the  highest  you 
have  paid  for  that  period  ? — I’liey  are  perhaps  as 
high  with  the  exception  of  Liverpool.  The 
present  rates  are  : Hull,  sheet  iron  18.9.  4c?.,  short 
Aveight,  the  lowest  rate  Ave  paid  was  14  s.  6 c?., 
long  weight ; for  tin  plates  the  present  rate  is 
18  s.  4 (?.  ; taking  Liverpool  for  tin  plates,  the 
present  rate  is  12  s.  6 d.,  and  the  lowest  Avas  11s.; 
for  sheet  iron  the  ])resent  rates  are  14  s.  and  the 
lowest  were  11s.,  for  bars  the  present  rate  is 
12  s.  6 c?.,  and  the  ioAvest  rates  Avere  9 s.;  to 
London  for  sheet-iron  and  tin  plates  the  pre- 
sent rate  is  17  s.  6 c?.,  and  the  loAvest  rate  Avas 
12  s.  6c/.,  for  bars  the  present  rate  is  15  s.  and 
the  loAvest  rate  Avas  1 1 s.  8 c?.;  to  Sheffield  for 
tin  plates  the  present  rate  is  17  s.  4 c?.,  the  lowest 
rate  Avas  15  s.  6 c/.  I may  say  that  all  these  low 
rates  are  long  weights.* 

6371.  And  the  high  rates? — The  high 
rates  are  short  Aveights,  Avhich  makes  l-14th 
dirference. 

Chairman. 

6372.  Have  you  anything  to  add  to  the 
evidence  Avhich  you  haA^e  already  given  ?— I have 
draAvn  up  a short  statement  of  my  eomplaiutwhich 
I should  like  to  lay  before  the  Committee,  the 
comj)laint  of  the  tin-plate  luanufacturei’s  of  the 
Midland  district  is  tAvo-fold.  They  complam  that 
although  upon  an  average  their  Avorks  are  half 
the  distances  from  Liverpool  Avhich  their  Welsh 
competitors  works  are,  they  are  charged  at  least 
the  same  rate  per  ton,  thus  doubling  the  cost  per 
ton  per  mile  of  all  tin  |)lates  carried  from  rhe 
district.  The  manufacturers  do  not  object  to. 
district  rales,  Avhich  they  believe  to  be  sound  in 
principle  but  they  do  not  think  it  is  possible,  or 
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if  possible  it  would  be  fair  to  carry  one  mile  out 
of  Stalfordshire  for  the  same  price  as  the  same 
goods  are  carried  elsewhere  double  the  distance. 
The  railway  companies,  having  a practical  mono- 
poly of  all  the  carrying  routes  from  the  Midland 
districts,  ai’e  enabled  to  dictate  their  own  rates, 
thus  defying  competition,  which  has  practically 
ceased  for  some  years,  being  succeeded  by  com- 
bination. The  second  cause  of  complaint  is  that 
since  the  development  of  railways  in  the  district 
and  their  occupation  of  the  old  business  of  carriers 
to  the  exclusion,  almost  entirely,  of  private  en- 
terprise, the  effect  has  been  unfavourable  to  the 
interests  of  the  heavy  trades  of  the  district,  where 
formerly  no  railway  company  existed  as  a carrier, 
there  are  now  three  more  or  less  occupying  the 
district;  the  London  and  North  Western  Com- 
pany, the  Great  Western  Company,  and  the 
Midland  Company  ; the  above  three  companies 
and  one  or  two  private  firms  of  canal  carriers  are 
in  close  combination  ; and  at  their  conferences  all 
matters,  which  are  supposed  to  affect  their  inte- 
rests, are  discussed  and  settled  ; it  need  hardly  be 
stated  that  the  trading  interests  of  the  distinct 
are  not  the  first  consideration. 

Mr.  Paget. 

6373.  Is  there  any  special  reason  why  the 
Staffordshire  Railway  should  be  allowed  to 
charge  a higher  rate  than  the  railways  with  which 
you  have  compared  them,  arising  for  instance 
from  the  original  cost  of  construction  ? — I think 
not;  there  is  no  special  reason  of  any  kind  that 
I am  aware  of,  except  in  the  monopoly  which 
they  appear  to  possess. 

6374.  The  railways  have  agreed  amongst 
themselves  to  charge  those  rates ; you  get  the 
same  rates  charged  by  all  the  railways  ?— Yes, 
by  every  carrier  in  combination  with  them. 

6375.  Is  there  a large  quantity  of  pig  tin  im- 
ported into  your  neighbourhood  and  Wolver- 
hampton from  London  ?-  Not  a very  large  quan- 
tity, but  still  the  whole  quantity  over  the  king- 
dom is  large. 

6376.  But  still,  the  import  of  it  is  a necessity 
to  you  in  the  same  way  as  it  is  a necessity  to 
South  Wales? — Yes. 

637  7.  And  yet  it  is  not  conveyed  from  London 
at  similar  rates  ? — That  is  so. 


Mr.  Dillwyn. 

6378.  You  say  between  Llanelly,  Swansea, 
New'port,  and  London  there  are  exceptionally 
low  rates  ; with  all  those  places  you  are  aware 
there  is  a sea  competition  ? - 1 am  quite  aware  of 
it. 

6379.  I suppose  you  are  aware  that  the  rail- 
way companies  would  not  have  any  trade  if  they 
did  not  carry  at  a low  figure? — I do  not  think 
the  railway  companies  carry  at  a loss ; therefore, 
if  they  carry  at  a profit  at  12  s.  Q d.  for  200  miles, 
they  ought  to  give  us  a lower  rate  for  148  miles. 

6380.  Still,  you  are  aware  that  there  is  sea 
competition  with  the  South  Wales  ports? — Yes, 
but  nevertheless  the  railway  companies  get 
something  out  of  it. 

6381.  You  say  there  has  been  a recent 
reduction  in  your  rates,  and  some  honourable 
Member  suggests  that  that  has  been  made  in  collec- 
tion with  this  Committee  ; but  are  you  not  aware 
that  there  has  been  a negotiation  going  on  for 
some  long  time  for  a reduction  of  the  rates  of  the 
railway  companies  ? — I do  not  know  what  you 
mean  by  negotiation  ; I have  been  negotiating 
for  seven  years  ; but  I have  not  got  anything  out 
of  them. 

6382.  It  has  come  to  a point  just  lately  ; it  is 
not  a new  start? — They  may  have  been  nego- 
tiating for  seven  years,  this  has  been  going  on 
since  1 874. 

6383.  But  between  the  canal  companies  and 
railway  companies,  are  you  aware  that  negotia- 
tions have  been  going  on  for  some  time  to  en- 
deavour to  reduce  the  rates  ? — I was  not  aware 
that  there  have  been  negotiations  in  the  confer- 
ence at  Birmingham,  but  I am  not  aware  of 
anything  beyond  that? — I hope  it  tends  to  a 
further  reduction. 

6384.  From  your  place  at  Cookley  to  Jnver- 
pool  there  is  water  competition,  consisting  of  the 
Stafford  and  Worcester  Canal,  is  there  not;  an 
independent  canal? — There  is  no  competition  ; 
there  are  boats  travelling  to  Liverpool,  but  there 
is  no  competition  ; the  boat  owners  are  in 
combination  with  the  railway  companies. 

6385.  But  the  tolls  on  tin  and  iron  have  not 
been  raised  for  the  last  20  years,  have  they? — 
The  rates  of  freight  have  certainly  ; the  canal 
tolls  have  not  been  raised  ; I did  not  have  to  deal 
with  the  tolls  on  canals  for  long  distances. 


Mr.  Thomas  Brown,  called  in  ; and  Examined. 


Chairman. 

6386.  You  represent,  I believe,  the  West 
Norfolk  Farmers’  Manure  Company,  at  King’s 
Lynn  in  Norfolk  ? — I do. 

6387.  What  railways  have  you  from  King’s 
Lynn? — From  the  Great  Eastern,  the  Great 
Northern,  the  Midland  and  the  Lynn,  and 
Fakenhain  Railways.  The  rate  for  coal  on  the 
Great  Eastern  Railway  is  1 d.  a mile  on  owner’s 
waggons;  the  toll  is  1 1 d.  in  the  railway  company’s 
waggons  The  rates  for  manure  are  \ \ d.  in  the 
owner’s  waggons,  and  If  r/.  in  the  railway  waggons. 
The  Great  Northern  Company  has  a manure 
rate  of  d.  a ton  a mile  up  to  15  miles,  and  Ig  rf. 
over  15  miles  ; coal  by  the  Great  Northern  Rail- 
way is  carried  at  1 d.  a mile  up  to  24  miles,  and 

0.54. 


Chairman — continued. 

f d.  for  any  distance  over  that.  The  Midland 
Company  have  refused  to  give  me  their  rates. 
I wish  to  show  that  in  many  cases  the  companies 
very  much  exceed  their  authorised  tolls. 

6388.  You  are  speaking  now  of  the  maximum 
rates  alloAved  by  Parliament  under  which  the 
lines  were  constructed? — Yes,  I have  taken  the 
lines  in  various  radii  from  Lynn  ; take  first  the 
Great  Eastern  Railway;  to  the  station  at  Winch, 
which  is  five  miles  from  Lynn,  the  rate  is  2 s.  9 d. 
for  manure,  or  cake,  whether  rape  or  linseed. 

6389.  Those  are  the  rates  that  you  have 
actually  ])aid  ? — Yes. 

6390.  What  do  you  make  out  therefore  to  be 
the  maximum  charge  for  that  ? — I could  not 

mm2  exactly 
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Chairman — continued. 

exactly  tell  wliat  is  “ a reasonable  rate  for  wharf- 
age ” ; the  company  have  also  a right  to  charge 
a “ reasonable  rate  for  wharfage.’’  I was  going 
to  show  what  they  do  charge  for  salt,  and  what 
they  also  charge  for  coal ; they  have  to  jierform 
the  same  services  for  the  carriage  ol  salt  and 
coal  as  they  do  for  artificial  manure  or  linseed 
cake,  for  salt  the  rate  is  Ilf/.;  the  rate  lor  coal 
is  1 s.  5 d.  in  oAvner’s  waggons  and  in  the  railway 
waggons  it  is  1 s.  10</.  Taking  the  Elmham 
station,  which  is  13|  miles  from  Lynn,  the  rate 
is  7 s.  8 d.,  that  is  more  than  double  the  legal  rate. 
There  is  another  station  on  the  same  line, 
Fakenhain,  which  is  31  miles,  and  the  rate  is  5 s. 
T hat  is  upon  the  Great  Eastern  Raihvay,  from 
Eereham  to  Wells. 

6391.  Why  is  the  rate  so  much  lower  to 
Fakenham  than  it  is  to  Elmham  ? — There  is 
competition  ; there  is  a new  line  being  made,  the 
Lynn  and  Fakenham  Railway  ; they  are  just 
applying  to  Parliament  for  fresh  powers,  and  it 
appears  that  that  has  had  considerable  elfect, 
the  rate  Avas8.s.  a very  short  time  ago.  The 
rates  are  about  the  same : I have  got  the  rates  of 
all  the  stations  out  of  Lynn  and  they  vary. 

6392.  Would  you  claim  that  chemical  manure 
should  be  treated  in  the  same  way  as  wdiat 
comes  under  the  head  of  manure  in  the 
Companies  Act;  do  you  not  think  that  chemical 
manure,  Avhich  is  a valuable  product,  ought  to 
pay  a little  more  than  the  ordinary  manure  and 
clay  and  stuff  that  is  put  down  in  this  Act? — 1 
do  not  know  upon  Avhat  ground  to  argue  that  I 
do  not  see  that  the  cost  of  the  thing  has  anything 
to  do  with  the  rate  : I do  not  see  any  inherent 
necessity  that  because  artificial  manure  costs 
more  than  stable  dung,  therefore  one  should  be 
carried  at  a higher  rate  than  the  other. 

Mr.  Fuyet. 

6393.  Are  rhose  the  rates  at  owner’s  risk  in 
each  case  ? — Yes,  and  we  do  all  the  labour;  all 
the  company  does  is  to  marshal  the  trucks  in  the 
train,  and  on  reaching  a terminus  the  trucks  are 
put  into  a siding  for  the  receiver  to  go  and  unload 
them. 

Chairman. 

6394.  Is  there  not  a tarpaulin  suj)plied  by  the 
company? — Yes,  that  of  course  is  a rate  Avhich 
ought  to  be  reasonably  paid  for. 

Mr.  Cross. 

6395.  Is  a covering  put  over  the  salt  ? — The 
salt  goes  into  owner's  waggons,  and  is  covered  ; I 
do  not  mean  to  say  that  the  railway  ought  to 
have  the  same  rate  for  all  things,  but  that  there 
should  be  some  system  in  their  rates  ; Avhereas  as 
it  is  at  ])resent,  the  rates  have  no  sy.stem  and  you 
cannot  Avork  it  out  by  any  method  (»f  arithmetic  ; 
the  amount  of  rates  depends  upon  competition  ; 
in  one  case  it  depends  upon  the  proximity  to 
Avater,  to  the  sea,  or  to  the  river,  or  to  any  other 
raihvay  in  the  neighbourhood.  The  Great 
Fasten!  Company  used  to  charge  to  Norwich,  a 
distance  of  47  miles,  8 s.  3 d. ; to  Reedham,  a 
distance  of  594  miles,  9 s.  8 f/.,  to  Yarmouth,  a 
distance  of  67-4  miles,  10  s.  10  d.;  Alysham,  a 


Mr.  Cross — continued. 

distance  of  65  miles,  10  s.  5 d. ; North  Walsham, 
a distance  of  63  miles,  1 0 .9.  2 d.  ; all  those  rates 
have  been  reduced  since  the  Lynn  and  Fakenham 
Railway  has  been  made,  to  6 s.  8 d. 

Chairman. 

6396.  You  are  referring  to  what  you  call 
packed  manure,  are  you  not? — Yes. 

6397.  I see  in  the  Classification  Book  of  the 
Clearing  House  it  is  put  in  the  S2)ecial  class? — 

Yes. 

6398.  And  Avhat  do  you  say  to  that? — That  it 
should  be  in  that  special  class.  I do  not  expect  it 
to  be  classed  Avith  coal,  or  Avith  chalk,  or  lime- 
stone, but  Avhat  we  ask  is  that  the  rate  should  be 
a definite  quantity,  that  Ave  should  know  Avhat  it 
Avill  be,  and  that  it  should  not  be  above  the 
maximnm.  If  Ave  refer  to  the  Railway  Commis- 
sioners, Ave  simply  find  that  it  is  a difficult  matter 
to  set  our  face'againsta  railway  company  ; I am  not 
sure  that  I shall  not  receive  a })enalty,  it  is  quite 
likely  I shall,  for  daring  to  mention  this  matter, 
railways  are  extremely  ready,  and  they  often 
have  the  power  to  be  extremely  troublesome  to 
merchants,  and  to  dealers,  Avho  deal  largely  with 
them  ; I could  mention  many  Avays,  if  you  Avish 
me  to  jAarticularise,  in  which  railways  can  be 
troublesome  to  manufacturers.  But  the  great 
question  that  I Avished  to  shoAV,  Avas  Avith  regard 
to  the  Midland  Railway  Company.  The  Mid- 
land Raihvay  rates  are  far  more  Irregular  and 
far  more  unfair  than  the  Great  Eastern  Com- 
})any's  as  far  as  the  district  over  Avhich  I send 
goods  is  concerned.  The  Midland  Railway 
runs  from  Lynn  into  the  Midland  disti’ict,  and 
the  various  goods  1 receive  are  coals,  salt,  tar, 
and  gas  water,  and  i send  over  them  packed 
manures.  Now  the  rates  range  from  2 s.  6 d., 
for  five  miles  up  to  nine  miles  ; there  are  three 
stations  at  2 s.  6 d.  L^p  to  Eye,  which  is  34  miles, 
there  is  a 6 s.  3 </.  rate  ; the  next  station  is 
Peterborough,  where  the  rate  is  5 s.  5 d.,  that  is 
10  d.  less.  That,  again,  arises  from  comj)etition, 
but  immediately  it  passes  Peterborough  to 
Oundle,  a distance  of  5i  miles,  the  rate  is  9 s.  2 d.  ; 
it  is  only  14  miles  from  Peterborough,  but  the 
rate  is  Increased  by  3 s.  10</.  Derby,  again,  is 
1 10  miles  from  Lynn,  and  the  lowest  rate  1 can 
obtain  is  11  s.  8 </.  in  our  own  trucks;  there  are 
no  trucks  and  no  sheds  provided,  or  anything  of 
the  kind  there. 

Mr.  Cross. 

6399.  Is  it  the  same  Avith  regard  to  the 

Peterborough  rate  ? — Yes.  The  raihvay  rate  for 
packed  manure  Avith  their  sheets  (it  is  110  miles 
to  Derby)  is  1 1 s.  8 d.,  and  they  also  charge  me 
the  same  rate  in  oAvner’s  trucks  Avithout  any  sheets 
just  the  same ; Belper  is  just  the  same  distance, 
116  miles,  and  the  rate  is  13  4 d. ; Chesterfield  is 

124  miles,  and  the  rate  is  12  s.  6 rf. ; Mansfield  is 
122  miles,  and  the  rate  is  1 1 5.  lOd. 

Chairman. 

6400.  Do  these  irregularities  as  a matter  of 
fact  hamper  you  in  your  business  ? — Very  much 
indeed.  I had  to  give  up  Chesterfield  and 
Mansfield  contracts  for  the  very  reason  that  I 
could  not  afford  to  pay  the  rates  in  respect  of  gas, 
tar,  and  liquor,  and  I lost  the  contract  at  Derby 
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Ckairinfui — continued. 

for  the  very  same  reason.  But  while  tlie  iVIidland 
Railway  Company  are  unable  to  brins;  tar  from 
those  stations,  from  the  immediate  neighbour- 
hood of  those  stations,  for  instance,  from  Ilkeston, 
they  can  bring  coal  to  Lynn  for  3 s.  .5  d.,  a distance 
of  108  miles,  if  it  is  to  be  ship2:)ed  ; but  for  con- 
sumption in  the  town,  coal  is  bought  for  4 s.  11  (/. 
a ton  ; hence  I,  as  a consumer  in  Lynn,  am  going 
to  lighten  my  coal,  that  is  to  say,  put  it  on  barges, 
although  I have  a siding  alongside  of  the  works  ; 
1 shall  unload  it  into  a lighter,  jiay  1 s.  to  remove 
the  coals  alongside  the  works  on  the  opposite 
side  of  the  water,  and  in  that  way  I should  be 
saving  in  some  cases  7 d.  or  8 f/.  a ton.  Then 
from  Hucknall,  113  miles  to  Lynn,  the  rate  is 
4 s.  11  rf.  if  used  in  the  town,  but  if  sent  to  sea 
or  put  on  board  a ship  it  is  3 s.  5 d.  only.  From 
Clav  Cross,  123  miles,  that  is  further,  of  course, 
than  Derby,  it  is  5 s.  o d.  to  the  town  and  3 s.  ^d. 
for  shipment. 

6401.  Those  instances  which  you  have  given 
the  Committee  are  sufficient ; what  is  your  con- 
tention ? — My  contention  is  that  that  3 s.  5 d. 
and  Z s.  % d.  rate  does  not  pay  the  railway  com- 
panies ; that  they  make  an  absolute  loss  by 
carrying  coals  for  shipment  at  that  rate  ; it  must 
be  a loss  ; it  is  impossible  that  it  can  be  other- 
wise, because  they  have  to  pay  the  (ii’eat  Eastern 
Comjiany  for  terminals. 

6402.  You  are  not  asking  that  your  rate  shall 
be  lowered  to  that  ? — Xot  the  slightest.  I only 
say  that  they  make  a loss  upon  those  charges 
which  I,  as  one  of  the  public,  have  to  assist  in 
making  good  ; if  they  make  a loss  on  one  kind  of 
goods,  if  they  are  going  to  meet  their  share- 
holders successfully,  they  must  make  it  up  on 
other  goods,  and  it  is  evident  they  do  make  it 
up  with  our  class  of  goods,  because  they  charge 
nearly  four  times  as  much  for  them.  On  coal  it 
is  more  than  oO  per  cent,  if  used  by  us  in  King’s 
Lynn  over  the  shipment  rate. 

6403.  Your  case  is  that  the  high  charges  upon 
your  goods  and  manure  are  meant  to  cover  the 
loss  where  they  are  (tarrying  coals  by  arrange- 
ment ? — Exactly. 

6404.  Is  there  anything  else  you  wish  to  say  ? 
— I wish  to  show  how  that  system  at  present 
prevails  m railways  ; Yarmouth  is  67|  miles 
further  from  the  coalfields  than  King’s  Lynn,  but 
I find  that  the  rate  for  the  67^  miles  is  only 
1 s.  2 d. 

Mr.  Barnes. 

6405.  AVhich  coalfields  do  you  refer  to  ? — The 
Erewash  Valley  is  where  our  coals  principally 
come  from, 

Mr.  Bagel. 

6406.  You  stated  that  you  were  not  refused 
by  the  Midland  Railway  Company  ; did  they 


Mr.  Paget — continued. 

refuse  to  give  you  information? — Yes,  they  did 
so  yesterday. 

6407.  Did  you  ajjply  personally  or  by  letter  ? 
— I applied  pei’sonally. 

6408.  At  what  station? — King’s  Lynn. 

6409.  Whom  did  you  see  ? — I saw'  a clerk,  w'ho 
referred  me  to  another  station  at  King’s  Lynn,  to 
which  I went,  and  when  I arrived  at  the  station 
they  had  no  list  of  tolls  at  all  exhibited.  By 
that  time  it  was  about  a quarter  past  six,  and  1 
sent  my  clerk  at  once  back  to  the  station  to  tell 
them  that  those  tolls  Avliich  they  had  sent  me  to 
look  at  were  not  to  be  had,  and  asking  the  station 
clerk  if  he  would  let  me  have  them  during  the 
evening,  but  he  said  he  could  not  get  them  ; they 
refused  to  give  them  to  him. 

6410.  Did  he  afterwards  refuse  to  give  them 
to  you  ? — That  is  what  my  clerk  told  me  in  the 
evening.  I did  not  know  I was  coming  till 
yesterday  at  noon,  when  I received  a telegram 
requesting  my  attendance. 

Mr.  Loirther. 

6411.  In  relerring  to  the  things  sent  to  Peter- 
borough, Ouudle,  Derby,  and  other  places,  do 
you  send  larger  quantities  to  some  of  those  places 
than  to  the  others;  are  you  sending  more  often 
from  King’s  Lynn  to  Peterborough  than  to  other 
places? — We  send  goods  to  Peterborough,  but 
we  have  never  sent  goods  to  Chesterfield ; we 
have  had  goods  from  Chesterfield ; as  far  as 
Peterborough  goes  the  rate  is  reasonable. 

6412.  Upon  which  line? — Ujion  the  Midland 
and  Great  Xorthern  lines;  the  Midland,  the  Great 
Xorthern,  and  the  Gi’eat  Eastern  Companies  ai’e 
in  competition  to  Peterborough,  but  immediately 
you  ])ass  Peterborough,  it  does  not  matter  which 
direction  you  go  in,  you  have  ajum])ln  rates;  it 
is  no  longer  a low  reasonable  rate,  for  it  rises  Ad. 
or  5 (7.  a mile.  Oundle,  I think,  is  only  13  J miles 
further  on  ; it  is  .51  miles  from  King’s  Lynn,  and 
the  rate  is  9 5.  2 d. : Peterborougli  is  37  miles, 
and  the  rate  to  Peterborough  is  5 s.  5d.  For 
tlie  13.^-  miles  further  the  rate  is  4 s.  9 d.  extra. 

6413.  They  do  not  give  you  a special  rate  to 
Peterborough  but  the  ordinary  rate?- — The 
oi’dinary  rate. 

Mr.  O'  Sullivan. 

6414.  Would  you  approve  of  the  senders  and 
receivers  of  this  description  of  goods  you  speak 
of  having  the  power  of  loading  and  unloading 
themselves? — We  do  that  ahvays. 

6415.  Do  you  get  any  special  terms  for  that ; 
are  you  made  any  special  allowance  for  it  ? — I 
never  heard  of  any  other  rate  for  manure  exce])t 
the  station-to-station  rate. 

6416.  The  sender  loads  and  unloads  at  his 
own  expense  ? — The  receiver  unloads  always  at 
his  own  exjiense. 


Mr.  Samuel  Skinner,  called  in  ; and  Examined 


Mr.  Sclater- Booth. 

6417.  You  came  from  Leeds,  near  Maidstone, 
and  I believe  you  desire  to  give  the  Committee 
some  evidence  wdth  regai’d  to  the  conduct  of  the 
fruit  business  in  the  district  of  Kent,  in  which 
you  reside? — Yes,  with  regard  to  fruits  and  hops. 

0.54.  * 


Mr.  Sclattr-Booth — continued, 

6418.  Can  you  say  that  you  are  representing 
the  feelings,  and  the  views  and  the  experience  of 
the  cultivators  generally,  in  that  part  of  the 
country  ? — I think  so  ; the  farmers  club  asked  me 
to  come  here. 
mm3 


6419.  Wil 
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Mr.  Sclater- Booth — continued. 

6419.  Will  you  describe  the  district  in  Kent 
which  is  mostly  interested  in  the  fruit  and 
the  hop  trades? — It  is  about  Maidstone  princi- 
pally that  the  fruit  and  hops  are,  for  some  few 
miles,  and  round  Faversham  in  the  East  Kent 
district  there  is  another  hop  and  fruit  dis- 
trict. 

6420.  The  fruit  and  hops  are  not  exactly 
conterminous,  are  they  ? — I think  so. 

6421.  Does  not  the  fruit  extend  rather  nearer 
London  than  the  hops  ?— 1 daresay  it  does,  but  I 
have  not  anj'  acquaintance  with  that. 

6422.  You,  I believe,  have  prepai’ed  some 
tables  with  regard  to  what  is  the  main  subject 
of  your  complaint  before  this  Committee,  viz., 
the  charge  ou  fruit  ? — I can  give  the  Committee 
a few  instances  of  the  mileage,  and  what  the 
company  charge  per  ton. 

6423.  Do  you  complain  of  excessive  rates  for 
fruit,  or  unfair  rates,  or  illegal  rates  ? — We 
think  the  fruit  rates  are  excessive. 

6424.  Do  you  complain  of  them  as  being 
excessive  as  compared  with  the  rates  which  the 
companies  charge  for  other  produce  ? — I do  not 
know  anything  about  other  produce,  excepting 
fruit  and  hops. 

6425.  You  will  give  the  Colnmittee  some 
statistics  presently  to  show  rvhat  those  charges 
are.  I want  to  know  what  it  is  you  complain 
of  when  you  say  the  rates  are  excessive  ; do 
YOU  mean  that  the  companies  charge  above  the 
maximum  rates,  or  excessive  as  compared  with 
what  ? — The  South  Eastern  Company,  for  the  42 
miles  from  Maidstone  to  London,  charge  us  205. 
a ton,  including  delivery. 

6426.  I want  to  know  in  what  way  does  this 
grievance  work  ; does  it  operate  so  as  to  restriet 
the  traffic  in  fruit? — Undoubtedly  it  would,  in  a 
cheaj)  year. 

6427.  Does  the  rate  that  you  are  now  charged 
so  operate  as  to  restrict  and  dishearten  the  trade 
that  would  otherwise  develop  itself? — Undoubt- 
edly. 

6428.  Do  you  simply  come  to  say  that  the  rates 
are  too  high  and  ought  to  be  reduced? — The 
rates  are  higher  than  they  are  upon  the  Great 
Western  line.  I will  take  a place  on  the  Great 
Western,  the  same  mileage  as  Maidstone,  42^ 
miles,  they  make  a differenee  of  5 s.  a ton  upon 
apples,  and  they  coUect  and  deliver,  whereas  the 
South  Eastern  Company  deliver  only.  The 
South  Eastern,  and  London,  Chatham,  and  Dover 
Companies  rates  are  very  much  alike. 

6429.  There  is  no  effective  com])etition  be- 
tween those  two  lines?— I believe  not;  they 
charge  the  same  rates. 

6430.  Have  you  ever  remonstrated  against 
those  rates  with  the  directors  of  either  com])anv  ? 
—No. 

6431.  Have  you  heard  that  any  of  the  large 
firms  who  are  engaged  in  a similar  business  with 
yourself  have  taken  any  steps  in  the  matter  ?— 
I have  seen  sometimes  Mr.  Noden,  who  used 
to  manage  the  goods  traffic,  and  he  always 
justified  the  charges  on  the  ground  that  they 
could  not  get  into  Covent  Garden  Market,  that 
the  block  was  so  great  into  Co  vent  Garden 
Market  that  the  company  could  not  get  their 
vans  up. 


Lord  Randolph  Churchill. 

6432.  But  tliat  had  nothing  to  do  with  the 
railway  company,  had  it  ?— Yes,  they  deliver. 

6433.  But  that  is  not  the  complaint  you  come 
here  to  make,  is  it  ? — No. 

Mr.  Sclater- Booth. 

6434.  Of  course  it  is  very  important  for 
your  business  that  the  fruit  should  be  brought 
up  fresh  and  quickly  ? — Yes. 

6435.  Does  the  difficulty  that  you  experience 
arise  from  the  fact  that  the  railway  com2)anies 
coming  up  from  Maidstone  make  any  objection 
to  carrying  the  goods  by  quick  trains  or  passen- 
ger train? — They  will  carry  them  by  passenger 
trains  if  we  get  the  fruit  on  early  in  the  morning 
and  at  an  extra  rate. 

6436.  Does  that,  again,  assume  the  aspect  of 
being  a prohibitive  rate,  so  that  it  was  strange 
traffic  which  would  otherwise  come  upon  the 
line? — I do  not  know  whether  they  take  any 
very  large  quantities  that  way. 

6437.  How'  much  more  are  the  goods  charged 
by  passenger  train  ? — I could  not  tell  you  that ; 
it  is  something  like  double,  I think ; they  run 
about  3 d.  for  half  bushels  upon  the  ordinary 
rates,  and  5^  d.  by  passenger  train. 

6438.  In  your  knowledge  is  there  any 
considerable  quantity  of  fruit  in  good  ordinary 
years,  wdiich  desiring  to  come  to  market,  does 
not  come  at  all  on  account  of  the  rates  being  too 
high?  — I believe  if  we  had  an  abundant  year 
there  would  be  lots  of  fruit  that  would  not  be 
sent  on  account  of  the  expense  ; the  railway 
expenses  would  be  one  element  in  that. 

6439.  Have  the  railway  companies  plenty  of 
accommodation  to  carry  more  than  they  do  ?■ — 
They  have  plenty  of  accommodation  to  cany  the 
fruit,  but  I do  not  know  that  they  have  with 
regard  to  the  hops  ; the  hops  come  more  as  a 
glut,  and  have  to  be  delivered  in  a shorter  time. 

6440.  Will  you  hand  in  the  tables  which  you 
have  prepared,  showing  what  it  is  you  complain 
of? — The  rate  from  Ashford,  which  I have  taken 
as  56  miles  (that  being  the  mileage  to  Charing 
Cross,  but  I think  the  terminus  for  goods  is 
Bricklayers’ Arms),  is  30  5.  a ton,  and  from 
Canterbury,  a distance  of  70|  miles,  the  rate  is 
30  5.  a ton  ; from  Cuxton,  a distance  of  33  miles, 
the  rate  is  17  5.  Q d.  ner  ton,  or  20  5.  in  half 
bushels;  from  Higham,  a distance  of  28;^  miles, 
the  rate  is  18  s.  4 d.  per  ton  ; from  Maidstone,  a 
distance  of  42  ^ miles,  the  charge  is  20  s. ; from 
Wye,  a distance  of  60  miles,  the  charge  is  also 
25  5.,  to  the  Princes  Risboro’  station  ; upon  the 
Great  Western,  for  the  same  distance,  it  is  15  s.  a 
ton  for  apples,  and  20  5.  for  cherries,  and  there  is 
collection  and  delivery  included  ; Maidstone  gives 
us  delivery  only,  and  the  South  Eastern  Railway 
charges  us  20  s.  per  ton  for  empties,  and  23  5.  4 d. 
for  half  bushels. 

6441.  Are  you  quoting  the  South  Eastern,  or 
the  London,  Chatham  and  Dover  Companies 
rates? — The  South  Eastern  Company’s;  I think 
they  are  both  alike  as  regards  the  empties. 

6442.  Are  you  prepared  to  say  that  the 
charges  they  make  are  in  excess  of  the  maximum 
rate  which  they  are  authorised  to  take  ? — I do 
not  know  what  the  authorised  charges  are. 

6443.  You  cannot  quote  to  the  Committee 

any 
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Mr.  Sclater-Booth— continued. 


any  case  within  your  experience  which  would 
show  that  the  operation  of  this  high  charge  has 
a tendency  to  l estrain  the  industry  in  fruit  ? — I 
think  it  has  a tendency  to  restrain  it. 

6444.  Could  you  give  the  Committee  any 
evidence  of  it? — No,  I have  no  evidence  of  it. 

6445.  Is  it  any  part  of  your  complaint  that 
fruit  is  brought  from  France  or  Germany  or 
Holland  at  a cheaper  rate  than  that  at  which 
your  produce  is  brought  from  the  home  county  ? 
— I tried  to  get  the  rate  this  morning,  and  they 
would  not  give  it  me  at  Covent  Garden  ; I believe 
it  is  15  s.  or  1 Z.  a ton  all  the  way  from  Holland. 

6446  . From  whom  did  you  try  to  get  the 
rate? — From  some  of  the  salesmen  in  Covent 
Garden. 

Lord  Randolph  Churchill. 

6447.  Why  did  not  you  go  to  the  railway 
company’s  office  ? — I very  much  doubt  whether 
they  would  give  it  me. 

Mr.  Sclater-Booth. 

6448.  Are  you  a hop  grower  yourself? — I am. 

6449.  Can  you  give  the  Committee  some  of 
your  expei'ience  with  regard  to  hops  ? — With 
regard  to  the  carriage  of  hops  to  London  on  the 
South  Eastern  Railway,  I will  take  Canterbury, 
which  is  70  miles,  the  rate  per  ton  is  39  5.  From 
Hartford,  which  is  17  miles,  the  charge  is  22  s,  9 d. 
From  Eltham,  which  is  9^  miles,  the  charge  is 
19  5.  6 cZ.  From  Gravesend,  which  is  24  miles, 
the  charge  is  26  s.,  and  from  Maidstone,  which  is 
42 1 miles,  the  charge  is  32  s.  6 d.  per  ton. 

6450.  Is  the  dissatisfaction  general  amongst  the 
hop  and  fruit  growers  of  Kent  and  those  districts  ? 
—Yes. 

6451.  Have  you  had  any  meetings  or  any 
societies  formed  to  enable  you  to  hold  your 
own  in  the  matter  ? — Only  at  tlie  Farmers’  Club, 
the  matter  has  been  talked  of  at  such  places  as 
that.  Then  I have  a few  cases  upon  the  London, 
Chatham,  and  Dbver  Railway,  I think  their 
charges  are  very  much  about  the  same.  From 
Faversham,  a distance  of  52  miles,  the  charge  is 
35  5.  9 d.  per  ton  ; from  Herne  Bay,  a distance  of 
62  miles,  the  charge  is  4§.  From  Meopham,  a 
distance  of  26  miles,  the  charge  is  26  s.  From 
Rainham,  a distance  of  39  miles,  the  charge  is 
29  5.  3 d.  ; the  rate  runs  from  7 g d.  to  1 5.  7 ^ rf.  a 
mile  per  ton  upon  the  London,  Chatham,  and 
Dover  line  ; upon  the  South  Eastern  Line  it  is  a 
trifle  less. 

Lord  Randolph  Churchill. 

6452.  lYhat  do  you  complain  of  in  those 
charges? — We  complain  that  they  are  too  much. 

6453.  Too  much  to  what ; is  it  their  inequality 
that  you  complain  of  ? — They  are  too  much  re- 
latively to  the  hops  which  go  from  London. 

Chairman. 

6454.  Practically,  is  there  any  traflftc  from 
London  to  Kent? — There  is  some,  of  coui’se,  to 
the  brewers ; but  to  Manchester,  Preston,  and 
Liverpool  there  is  considerable  traffic.  I have 
the  charges  which  are  made  from  l..ondon.  To 
Manchester,  upon  the  Midland,  the  distance  is 
190  miles,  and  the  charge  is  40  s.  a ton  ; to  Liver- 
pool, upon  the  Midland  system,  the  distance  is  229 

the  charge  is  37  s.  6 d. ; to  Liverpool, 


Chairman — continued. 

upon  the  London  and  North  Western  line, 
the  distance  is  201  miles,  and  the  charge  is 
375.  6d. ; to  Preston,  by  the  Midland  line,  the 
distance  is  210  miles,  the  charge  is  45  s. ; to 
York,  a distance  of  188  miles  by  the  Midland 
Railway,  the  rate  is  40  5.;  and  the  same  by 
the  Great  Northern  Railway;  to  Bedford,  it  is 
21  5.  8 d.,  that  is  about  eight  miles  further  than 
Maidstone  ; whereas  our  rate  is  32  s.  6 d. 

Loi’d  Randolph  Churchill. 

5455.  I suppose  what  you  want  to  deduce  is 
this : that  if  the  company  can  carry  hops  from 
London  to  Manchester,  a distance  of  189  miles, 
for  40  5.  a ton,  it  is  a gross  overcharge  to  charge 
16  5.  '6  d.  for  10  miles,  as  from  Beckenham  to 
London  ? — .1  ust  so. 

6456.  Again,  if  they  can  carry  hops  from 
London  to  Liverpool,  a distance  of  229  miles,  at 
37  5.  6 d.,  it  is  a gross  overcharge  to  charge  from 
Canterbury  to  London,  a distance  of  70  miles, 
39  5.  ? — That  is  what  we  intended  to  show. 

6457.  That,  comparing  the  rates  at  which  they 
carry  hops  into  London  with  the  rates  at  which 
they  carry  them  into  the  manufacturing  districts, 
the  Kent  rates  are  grossly  in  excess? — Yes. 

6458.  Have  you  ever  made  any  complaint  to 
the  railway  companies  about  these  excessive 
charges  ? — No,  there  is  very  little  satisfaction  in 
writing  to  a railway  company.  I have  written 
for  six  months  to  a railway  company  to  get  a 
little  claim  settled  for  loss  of  fruit  ; you  may 
write  till  you  are  tired. 

6459.  Are  the  rates  which  you  give  the  Com- 
mittee at  owners’  or  comjianies’  risk  ? — At  the 
companies’  risk. 

6460.  Does  it  often  arise  that  you  have  to  make 
claims  against  the  railway  companies  for  damage 
to  fruit? — Y^es,  for  loss. 

6461.  How  does  that  arise? — They  lose  a 
portion  of  the  load  ; the  quantity  does  not  get 
delivered. 

6462.  And  you  have  found  a difficulty  in  get- 
ting those  claims  attended  to,  is  that  so  ? — I have 
found  great  difficulty,  but  the  matter  has  been 
more  satisfactorily  attended  to  during  the  last 
year  or  two. 

6063.  It  takes  only  six  months  now,  does  it? — 
We  have  got  a claim  settled  in  six  months  now. 

6464.  Have  you  always  got  your  claims  settled 
ultimately  ? — Y^es. 

6465.  Ultimately  they  have  paid  up? — Yes. 

6466  They  charge  you  16  5.  3 d.  a,  ton  lor 

10  miles  from  Beckenham  to  London,  do  you 
know  what  they  charge  for  foreign  hops  from 
Rotterdam  to  London? — No  ; I have  the  charge 
from  Dieppe. 

6467.  Will  you  give  the  Committee  the  dues 
by  Dieppe? — By  Newhaven,  delivered  into  the 
warehouse  in  the  Borough,  by  the  Brighton  Com- 
pany, the  charge  is  17  s.  per  ton;  that  is  a dis- 
tance of  121  miles. 

6468.  And  you  pay,  from  Beckenham  to 
London,  a distance  of  10  miles,  165.  Zd.  ? — Yes. 

I have  also  the  rates  from  Boulogne ; the  distance 
is  99  miles,  and  the  rate  is  19  5.  7 d.  to  London. 

Mr.  Bolton. 

6469.  By  what  line  is  that? — By  the  South 
Eastern  line. 

M M 4 6470.  Is 
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Lord  Randolph  Chni'chill. 

6470.  Is  there  a large  hop  trade  from  France? 

■ — I could  not  say. 

6471.  Have  you  any  other  foreign  rates  to 
quote? — Yes,  from  Calais  via  Dover,  by  the 
London,  Chatham,  and  Dover  Railway,  delivered 
into  the  London  warehouse,  including  the  ship- 
ping freight,  the  distance  being  98  miles,  the 
charge  is  19  s.  7 d. 

6472.  Which  is  the  station  you  generally  send 
your  hops  from  ? — Maidstone. 

6473.  While  the  company  charge  you,  from 
Maidstone  to  London,  a distance  of  42  miles, 
32  s.  6 d.  ? — Yes. 

6474.  What  proportion  does  that  charge  hear 
to  the  selling  price  of  the  hops  in  London ; of 
course  the  selling  price  varies  a good  deal  by 
taking  one  year  with  another ; what  percentage 
do  you  think  that  bears  ? — I could  not  say  ; w'e 
have  sold  them  at  from  33  s.  per  civt.  up  to  11  /. 
per  cwt. 

IVIr.  Samuelson. 

6475.  From  33  1.  a ton  up  to  220  1.  a ton  ? — 
Yes,  I have  known  the  difference  to  be  as  great 
as  that. 

Lord  Randolph  Clnirchill. 

6476.  Did  you  say  you  were  subject  to  great 
delays  in  getting  your  fruit  into  the  market  ? — I 
say  that  the  South  Eastern  authorities  have  made 
that  as  an  excuse  for  keeping  up  the  rates ; that 
they  could  not  get  into  Covent  Garden  on  account 
of  the  block. 

6477.  But  how  does  it  help  them  to  get  into 
Covent  Garden  to  charge  you  high  rates  ? — I do 
not  know. 

Mr.  Samuelson. 

6478.  Do  you  know  anything  of  the  quality  of 
foreign  hops? — No;  I know  some  of  them  are 
very  good. 

6479.  Some  of  the  foreign  hops  are  worth  con- 
siderably more  than  33  s.  per  cwt.? — Yes,  cer- 
tainly. 

6480.  Then  it  Avould  not  be  fair  to  say  that 
they  charge  a lower  rate  on  foreign  hops  because 
they  are  less  valuable? — I think  not. 

6481.  Is  there  much  difference  in  the  way  in 
which  they  arc  packed  as  compared  with  English 
hops  ? — I do  not  think  the  foreign  hops  are  packed 
quite  so  genuine. 

6482.  I mean  as  regards  the  space  they  take 
up  ? — I should  say,  being  packed  in  square  bales, 
they  take  up  rather  less  space. 

6483.  But  not  so  much  less  as  to  account  for 
the  great  difference  in  the  cost  of  conveyance  ? — 
Certainly  not. 

]\Ir.  Pa/jet. 

6484.  Is  there  the  same  difference  in  the  value 
of  foreign  hops  as  there  is  in  the  value  of  English 
hops  ; do  they  fluctuate  in  ])rice  to  the  same 
extent? — I should  think  the  price  of  one  very 
much  rules  the  other. 

Mr.  Nicholson. 

6485.  Are  the  cliarges  for  carriage  on  hops 
irrespective  of  weight,  or  have  you  to  send  a ton 
load  at  a time  ; that  is  to  say,  if  you  sent  a single 


Mr.  Nicholson — continued. 

])Ocket  at  a time,  would  that  go  at  a higher  rate 
than  if  you  sent  a truck  load  ? — I think  they  are 
carried  all  at  the  same  rate. 

6486.  You  stated  that  you  had  had  a difficulty 
in  getting  a claim  for  loss  settled  ; did  you  ever 
try  the  effect  of  not  paying  your  monthly  ac- 
count ? — The  charges  are  paid  at  the  London 
end ; we  do  not  pay. 

6487.  Then  you  have  not  a monthly  account 
Avith  the  railway  com[)anles  ? — No. 

Mr.  Lou'ther. 

6488.  You  stated  that  foreign  hops  were  not 
“ packed  so  genuine  ” as  the  English  ; w’hat  is 
the  meaning  of  that  ? — I said  I thought  that 
they  were  not. 

6489.  What  did  you  mean  by  that ; what  do 
the  foreign  people  put  into  them  ? — They  mix 
them  more. 

6490.  What  do  the  Kent  people  put  into  the 
hops  Avhen  they  pack  them  ? — We  do  not  put 
in  anything  hut  hops. 

6491.  YYu  stated  that  when  you  had  any 
claims  against  railway  companies,  you  ahvays  won 
your  causes ; did  you  ever  bring  any  actions  in 
which  they  did  not  pay  you? — No. 

6492.  You  always  were  paid  ? — Yes. 

6493.  And  then  you  compared  the  rates  be- 
tween Liverpool  and  London  with  those  betw  een 
Canterbury  and  London  ; those  are  two  different 
lines  of  railroad,  I take  it? — Yes. 

6494.  But  still  you  think  the  comparison  is  a 
richt  one  to  take  betw'een  two  different  lines  of 

o ^ 

railw'ay  ? — i es. 

Mr.  Bohon. 

6495.  Is  the  service  you  are  comparing  the 
same,  bringing  hops  to  London,  and  taking  them 
from  London  to  the  north? — In  taking  them  from 
London  to  the  north,  they  collect  and  deliver  ; 
from  Maidstone  to  London  they  merely  de- 
liver. 

6496.  Is  the  delivery  as  easy  and  convenient  ; 
are  they  brought  u])  by  the  ordinary  goods 
trains,  or  hoAv? — I believe  by  the  ordinary  goods 
train. 

6497.  But  you  do  not  know  anything  about 
that  ? — No. 

6498.  You  gave  the  Committee  an  instance  of 
a charge  for  fruit  for  42  miles  on  the  Great 
Western  line,  and  424  miles  upon  the  South 
Eastern  line  ; I think  the  South  Eastern  rate 
you  gave  as  20  s.  a ton  ? — Princes  Risboro’  w'as 
the  place  I quoted  upon  the  Great  Western  line, 
and  the  rate  is  15  s.  for  apples,  and  20  s.  for  soft 
fruit. 

6499.  So  in  one  case  the  rate  is  20  s.  for  all 
fruit,  and  in  the  other  case  it  is  20  s.  for  soft 
fruit,  and  15  s.  for  ajAples  ? — Yes,  and  upon  the 
Great  estern  they  collect  as  well  as  deliver. 

6500.  Tliat  is  the  rate  into  Coveut  Garden 
Market,  is  it  ? — Yes. 

6501.  Is  there  any  difficulty  in  getting  in 
there  ? — There  is,  no  doubt,  if  the  fruit  arrives 
late  in  the  morning  ; fruit  should  be  delivered  in 
the  middle  of  the  night. 

6502.  So  that  this  traffic  is  actually  worked 
during  the  night  ? — It  should  be. 

6503.  That  , 
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6503.  That,  I suppose,  renders  it  a little  more 
costly  ? — It  should  do  so. 

6504.  You  spoke  of  across  overcharge,  in  reply 
to  an  honourable  Member  ? — I beg  jiardon,  did 
I say  a gross  overcharge  ? 

6505.  The  honourable  Member  did,  and  you 
said,  yes ; do  you  desire  to  withdraw  that  word  ? 
— I do  not  wish  to  use  the  word  “ gross.” 

6506.  Then  upon  wdiat  ground  do  you  allege 
that  the  charges  are  excessive  ? — It  is  an  ex- 
cessive charge,  32  s.  6 t?.  a ton  for  40  miles. 

6507.  That  is  the  only  ground  of  complaint  ? 
—Yes. 

6508.  Then  with  regard  to  the  difficulty  of 
settling  claims,  could  you  give  the  Committee 
the  date  of  the  application  you  made  Avhen  it 
took  you  six  months  to  get  the  money  back?— I 
could  furnish  the  date  to  the  Committee. 

6509.  Was  it  some  years  ago  ? — I said  in  my 
evidence  that  the  South  Eastern  Railway  Com- 
pany had  the  last  year  or  two  paid  claims  much 
more  readily  than  they  formerly  did. 

6510.  Now  you  have  no  difficulty? — The  diffi- 
culty is  much  less ; it  was  much  easier  to  do 
business  Avith  them  last  year,  and  it  Avas  much 
more  pleasant  to  settle  with  them. 

Mr.  Monk. 

6511.  Do  those  rates  include  collection  and 
delivery  charges?  — Not  collection  upon  the 
South  Eastern  or  the  Chatham  and  Dover  Rail- 
ways ; Ave  carry  them  to  the  station,  and  they 
deliA'er  for  us. 

6512.  Does  the  South  Eastern  Company  specify 
what  is  the  charge  for  delivery  ? — I have  never 
seen  it. 

6513.  You  do  not  knoAV  Avhat  is  the  rate  from 
station  to  station,  and  what  is  the  rate  for 
delivery  ? — No. 

6514.  Do  you  think  the  delivery  charges  ought 
to  be  specified  separately  from  the  station-to- 
station  charges  ? — I think  perhaps  it  Avould  be 
better  for  the  growers. 

Mr.  Greyory. 

6515.  What  do  you  call  your  hops? — We  are 
Mid-Kent. 

6516.  Does  the  price  of  hops  vary  from  40  s. 
to  100  f.  ? — I have  sold  good  hops  at  33  s.  a 
hundredweight. 

6517.  The  loAver  the  hops  are  the  more  the 
railway  charge  hurts  the  grower? — It  hurts  us 
more,  in  a cheap  yeai*,  because  we  have  more 
proportion  of  carriage  to  pay. 

6518.  Have  you  seen  the  evidence  given  before 
this  Committee  by  Professor  Hunter  ? — No. 

6519.  Are  you  aware  of  the  maximum  rate 
upon  the  South  Eastern  and  the  London,  Chat- 
ham, and  Dover  Raihvays? — No. 

6520.  I think  you  may  take  it  from  me,  as 
Professor  Hunter  has  given  it,  that  the  maximum 
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i ate  upon  all  classes  of  goods  is  1 3 s.  8 d.  from 
the  Bricklayers’  Arms  Station  to  Maidstone,  and 
I presume  it  Avould  be  the  same  from  Maidstone 
to  the  Bricklayers’  Arras,  and  yet  you  say  they 
charge  you  on  fruit,  20  s.  a ton  ? — That  is  so. 

6521.  And  upon  hops  they  charge  you 
32  s.  6 d.  ?— Yes. 

6522.  It  would  folloAv  from  that  that  both  those 
charges  are  considerably  over  the  maximum 
rates  ? — Yes. 

6523.  Those  charge.?,  as  I understand,  include 
delivery  ? — They  do. 

6524.  That  is  the  delivery  of  the  hops  in  the 
Borough? — Andthe  fruit  to  the  different  markets. 

6525.  Are  there  other  markets  besides  Covent 
Garden  ? — Yes,  there  is  the  Borough  M arket  and 
Spitalfields. 

6526.  Are  you  aware  of  the  rate  for  hops  from 
Paris  ? — I am  not  aware  of  it. 

6527.  What  do  you  make  it  from  Boulogne  ? 
— By  the  South  Eastern  Railway  the  charge  is 
19  i’.  7 d.,  including  all  charges. 

6528.  Including  delivery  and  everything? — • 
Yes. 

6529.  And  your  rate  is  32  s.  6 d.  from  Maid- 
stone ? — Yes. 

6530.  What  is  the  distance  from  Boulogne  ? — 
Ninety-nine  miles. 

6531.  Whereas  yours  is  42  miles? — Yes. 

6532.  Not  half  the  distance  ? — Not  half  the 
distance. 

6533.  While  you  are  charged  nearly  double 
the  rate  ? — We  are. 

6534.  Do  you  consider  that  those  rates  affect 
the  consignment  of  goods  to  London? — Un- 
doubtedly they  do. 

6535.  And  that  the  growers  do  not  send  the 
same  amount  of  fruit  they  would  otherwise  send 
if  the  railway  companies  charges  lower  rates? — 
I take  it  that  if  the  rates  were  lower  people 
would  manage  to  plant  more  and  to  grow  more. 

6536.  Is  it  the  fact  that,  at  some  gardens  the 
fruit  is  left  unpicked,  or,  if  picked,  is  not  sent  up 
to  London  in  consequence  of  those  rates  ? — It  is 
in  consequence  of  the  charges  altogether ; the 
railway  charges  and  the  commission  and  the  other 
expenses  Avhich  Avould  eat  up  the  Avhole  value  in 
cheap  years. 

Chairman. 

6537.  I am  told  that  the  South  Eastern  Com- 
pany spent  a great  deal  of  money  at  INJ  aidstone 
lately  at  the  station,  and  in  bringing  the  railway 
to  Maidstone ; is  that  so  ? — I think  not ; I do 
not  knoAV  any  difference  there. 

Mr.  Greyory. 

6538.  You  have  another  railway  there,  the 
London,  Chatham,  and  Dover  Raihvay  ? — Yes. 

6539.  The  rates  are  nearly  alike,  ai’e  they  not? 
— They  are. 
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Mr.  William  Middleton,  called  in  ; and  Examined. 


Chairman. 

6540,  You  are  a partner  in  the  firm  of  Messrs. 
Middleton  and  Pollexfen,  of  Sligo,  I believe  ? — 
Yes  ; I would  beg  to  present  a memorial  from  the 
Harbour  Commissioners  of  Sligo.  ( The  Witness 
handed  in  a.  statement  of  case  relating  to  Railways, 
and  the  action  of  Irish  and  English  Traffic  Confer- 
ence, and  Schedule  of  Rates.) 

6541.  Will  you  read  it? — It  is  as  follows: — 
“ At  a meeting  of  the  Sligo  Harbour  Commis- 
sioners, held  at  the  board-room,  19th  May  1881, 
the  following  statement  and  memorial  were 
unanimously  adopted: — ‘ For  some  years  previous 
to  the  railway  coming  to  Sligo,  and  for  some  years 
after,  Sligo  supported  two  steamers  between  the 
ports  of  Sligo  and  Liverpool,  weekly.  The  port 
of  Sligo  was  then  the  inlet  and  outlet  for  the 
following  towns  : Leitrim,  Manorhamllton,  Bun- 
doran,  Ballyshannon,  Donegal,  Ballymote,  Boyle, 
Frenchpark,  Carrick-on-Shannon,  Longford, 
Tubbercurry,  Swlneford,  Foxford,  Ballina,  Ros- 
common, Castlerea,  Ballyhaunis,  Claremorris, 
Balia,  Castlebar,  and  Westport,  with  the  smaller 
towns  in  their  radius  ; now  the  trade  by  Sligo  is 
mostly  confined  to  Ballymote,  Manorhamllton, 
Tubbercurry,  and  some  smaller  towns.  This 
appears  to  have  been  effected  by  the  railway  com- 
pany charging  prohibitory  rates  on  their  system 
between  Longford  and  intermediate  stations, 
and  Sligo,  and  charging  low  rates  from  same 
stations  to  England  via  Dublin.  This  has 
diverted  the  traffic  from  Sligo  to  such  an  extent 
that  one  steamer  per  week  is  generally  more  than 
sufficient.  The  cartage  in  this  district  has  been, 
and  is  now  (where  railways  are  not  running),  from 
5 d.  to  6 d.  per  ton  per  mile  : Avhile  the  rates  are 
now,  per  railway,  Longford  to  Sligo,  a distance 
of  58  miles,  from  8 s.  4 d.  to  42  s.  6 d.  per  ton, 
being  from  1‘74  d.  to  8‘8  d.  per  ton  per  mile.  In 
short  distances, . say  from  Ballymote,  a distance 
of  141  miles,  the  rates  ai’e  from  4 s.  2 d.  to  12  s.  6 d. 
per  ton,  being  from  3'5  d.  to  l(t’53^.  ])er  ton  per 
mile.  To  meet  this  state  of  things  we  would 
suggest  that  a law  be  passed  compelling  all  rail- 


Chairman — continued. 

ways  to  charge  a uniform  rate  per  ton  per  mile, 
giving  no  companies,  jiersons,  or  ports,  an  undue 
preference  over  others,  and  that  all  railway  com- 
panies be  prevented  from  entering  into  engage- 
ments to  carry  goods  at  through  rates  from  one 
company,  and  refusing  them  to  others.”  The 
following  resolution  was  also  unanimously  passed: 
“ That  William  Middleton,  Esq.,  be  requested  to 
jiresent  the  foregoing  statement  to  the  Railway 
Commission  in  London,  and  that  he  also  be  re- 
quested to  bring  under  the  notice  of  the  Commis- 
sioners the  injury  to  the  port  of  Sligo,  and  the 
great  loss  of  harbour  dues  caused  by  the  dispro- 
portionate charges  of  the  Midland  Great  Western 
Railway  Company,  and  that  the  seal  of  the 
Board,  and  signature  of  the  Chairman,  be  affixed 
to  this  resolution.”  That  it  be  signed  by  the 
Chairman  of  the  Harbour  Board. 

6542.  You  are,  or  were,  connected  with  the 
Sligo  Steam  Navigation  Company,  were  vounot? 
—Yes. 

6543.  In  what  capacity? — As  a large  share- 
holder ; and  I am  generally  chairman  of  the 
company. 

6544.  Has  the  company  traded  for  many 
years  between  the  ports  of  Liverpool  and  Glas- 
gow (and  other  poi-ts  of  Scotland)  and  Sligo  ? — 
Yes;  I may  mention  that  for  nearly  half  a cen- 
tury I have  been  connected  with  the  trade  of 
the  port  of  Sligo  by  sea,  in  sailing  ships  and 
steamers;  I am  a mei'chant,  and  dealer  in  butter 
and  grain,  and  other  things. 

6545.  Will  you  tell  the  Committee  what  hap- 
pened in  the  year  1867,  with  regard  to  your 
entering  into  an  arrangment  with  the  Liondon 
.and  North  Western  Company? — Previously  to 
1867  we  had  been  trying  rejieatedly  to  get  through 
rates  with  the  English  railways,  and  they  seemed 
all  to  object  until  1866,  I think  it  Avas,  I came  to 
London  and  saAV  Mr.  Findlay,  the  manager  of  the 
London  and  North  Western  Company. 

6546.  What  did  you  eventually  agree  upon? 
— He  aiTanged  then  to  give  through  booking 

as 
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as  between  the  Sligo  Steam  Navigation  Company 
and  the  London  and  North  Western  Company. 

6547.  To  where  ? — To  Sligo  via  Liverpool. 

6548.  Was  that  to  all  stations  upon  the 
railway? — No,  to  Sligo;  because  the  Midland 
Kailway  Company  of  Ireland  would  not  give 
through  rates  from  Sligo,  but  only  to  Sligo.  Our 
through  traffic  was  confined  to  Sligo  proper,  for 
the  reason  that  the  Midland  Railway  Company 
of  Ireland  would  not  give  us  through  rates  past 
Sligo. 

6549.  Where  did  the  London  and  North  Wes- 
tern give  you  through  rates  to  ? — They  gave  us 
through  rates  from  London  and  all  other  English 
stations  to  Sligo. 

6550.  How  long  did  this  arrangement  last? — 
It  lasted  up  to  within  a few  months,  but  I may 
mention  that  in  1867  there  was  a conference 
established,  called  Irish  and  English  Traffic 
Conference  for  Railway  Companies  and  Steam- 
boat Companies. 

6551.  What  was  the  object  of  that  associ- 
ation?—The  object  of  that  association  was  to 
keep  the  rates  up  on  the  public,  and  to  exclude 
any  company  or  persons  not  members  from  having 
the  benefits  of  through  booking.  At  that  time 
the  Sligo  Steam  Navigation  Company  had  three 
Steamers,  and  one  of  those  steamers  was  plying 
for  hire  between  Dublin  and  Liverpool.  The 
City  of  Dublin  Company,  not  liking  that,  got 
Mr.  Ward,  the  manager  of  the  Midland  Irish 
Company,  to  apply  to  us  to  go  into  the  con- 
ference, at  his  invitation,  to  avoid  an  opposition 
which  the  Midland  Company  then  created,  offer- 
ing to  carry  the  goods  very  cheaply  between 
Liverpool  and  Sligo,  and  we  were  induced  to  go 
into  the  conference  to  get  the  benefit  of  the 
through  booking  with  all  the  companies ; we  went 
in,  and  rates  were  arranged  with  the  Midland 
Railway  Company  of  Ireland  and  our  company, 
allowing  a difi'erential  proportion  of  15  per  cent, 
in  favour  of  the  Sligo  Steam  Navigation  Com- 
pany having  only  one  sailing  a week,  and  for  the 
sea  passage  as  against  the  overland  route  by  Dub- 
lin ; but,  notwithstanding  that,  we  found  that  the 
Midland  Railway  Company,  with  the  Dublin 
and  Liverpool  Screw  Company,  which  is  vir- 
tually a branch  of  the  City  of  Dublin  Steam 
Packet  Company,  established  rates  privately, 
called  “ screw  rates  ; ” those  rates  were  not  m 
the  conference,  but  they  were  worked  for  a long 
time  secretly,  taking  the  traffic  from  our  district 
by  Dublin.  They  were  not  conference  rates, 
and  for  a long  period  they  worked  to  the  detri- 
ment of  the  Sligo  Steam  Navigation  trade. 

6552.  Did  you,  on  discovering  that,  remon- 
strate, or  leave  the  conference,  or  what  did  you 
do  ? — We  remonstrated  with  the  parties  about  it, 
and  then,  after  a considerable  time,  these  “ screw 
rates  ” were  brought  into  the  conference ; but 
after  working,  I think,  for  years  underhand, 
without  being  brought  in,  they  were  brought  in. 

Sir  Edward  W athin, 

6553.  When  were  they  brought  in? — It  is  some 
years  ago ; that  is  a matter  with  regard  to  which 
Mr.  Ward,  of  the  Midland  Railway  Company  of 
Ireland,  could  give  the  Committee  the  dates. 

0.54. 


Mr.  Bolton. 

6554.  What  is  the  meaning  of  working  “ un- 
derhand”?— Not  publishing  the  screw  rates  in 
the  conference  as  they  ought  to  have  been.  No 
member  of  that  conference  ought  to  have  rates 
existing  without  tabling  them  in  the  conference. 

Mr.  Craig. 

6555.  Was  the  object  of  the  conference  to 
keep  rates  up  ? — To  fix  the  rates  up  and  keep 
them  there,  and  the  understanding  is  that  no 
member  shall  trade  under  the  rates. 

6556.  And  you,  as  a trader,  belonged  to  that 
conference? — Not  as  a trader,  but.  as  a carrier, 
representing  the  Sligo  Steam  Navigation  Com- 
pany. 

Chairman. 

6557.  Who  are  the  parties  to  this  conference  ? — 
The  principal  railway  companies  in  England,  but 
some  of  the  English  companies  do  not  belong  to 
it ; the  great  majority  of  the  English  companies 
and  the  Irish  companies  belong  to  the  conference, 
and  some  of  the  steamboat  companies  also.  The 
City  of  Dublin  Steam  Packet  Company  is  a 
very  important  member  of  it,  and  they  have  in 
the  conference  Mr.  Watson  and  Mr.  King  to 
represent  the  City  of  Dublin  Steam  Packet  Com- 
pany’s, and  Mr.  Stirling  to  represent  the  Screw 
Company  and  there  is  another  company,  the 
British  and  Irish  Steam  Packet  Company,  which, 
I believe,  is  principally  owned  by  the  same  indivi- 
duals, and  I believe  they  also  have  a rejiresenta- 
tive  at  the  conference. 

6558.  As  the  result  of  your  experience,  both 
as  a trader  and  a member  of  the  conference,  what 
have  you  to  say  to  the  Committee  with  reference 
to  the  carriage  of  goods  upon  the  railways  ? — I 
will  Illustrate  my  position  by  a few  instances  of 
rates.  From  Boyle  to  Sligo,  a distance  of  about 
27  miles,  the  rate  is  13  s.  4 d.  a ton. 

Mr.  Craig. 

6559.  For  .what  class  of  goods  ?— Eggs  ; they 
are  termed  fourth-class  by  the  Irish  classification, 
but  they  are  only  third-class  by  the  English. 

Mr.  Bolton. 

6560.  Is  the  third-class  Irish  and  the  third- 
class  English  exactly  the  same  ? — No  ; class  four 
in  the  Irish  is  equivalent  to  class  three  in  the 
English  classification,  and  that  class  pays  a higher 
rate. 

Chairman. 

6561.  Before  you  give  the  Committee  any 
instances,  will  you  state  what  your  opinion 
generally  is  : do  you  find  that  there  is  any  regular 
system  of  charge  on  the  Irish  railways? — My 
feeling  is  this,  that  with  regard  to  Galway, 
Westport,  Ballina,  Sligo,  and  those  ports  to  which 
the  Midland  Company  go,  they  have  their  local 
rates  for  the  shorter  distances  into  Sligo  and  the 
other  ports,  higher  in  proportion  very  much  than 
for  the  longer  distances  across  Channel  to  Eng- 
land ; in  f act,  higher  in  the  instance  of  from  Boyle 
to  Sligo,  than  for  the  same  distance  to  Dublin. 

6562.  Now  will  you  give  the  Committee  a 
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few  instances  with  regard  to  the  rates  charged 
from  Ballina  to  Dublin,  and  Ballina  to  Liver- 
pool ? — From  Ballina  to  Liverpool  the  rate  for 
eggs  is  20  s.  10  d.  by  Dublin,  and  the  rate,  as  I 
am  given  it,  from  Ballina  to  Dublin,  is  47  s.  2 d. 

6563.  A good  deal  more  than  double  ? — Yes, 
more  than  double. 

6564.  Then  you  Avere  going  to  give  the  Com- 
mittee instances  with  regard  to  Boyle? — From 
Boyle  to  Sligo,  27  miles,  the  rate  is  13  .v.  4 d., 
and  from  Boyle  to  Dublin  it  is  33  s.  10  d. ; the 
distance  is  about  107  miles  in  round  numbei’s. 
Boyle  is  about  one-fifth  of  the  distance  as  between 
Sligo  and  Dublin,  and  about  four-fifths  of  the 
journey  is  from  Boyle  to  Dublin.  Then  I go  to 
show  that  for  the  longer  distances,  say  from 
Ballymote,  Colooney,  and  Ballysadare,  the  rate 
to  Dublin  is  28  s.  10  d.,  and  there  is  the  same 
rate  from  Sligo. 

Mr.  Bolton. 

6565-6.  What  is  the  distance  ? — The  distance 
from  Ballymote,  Colooney,  and  Ballysadare  to 
Sligo,  is  on  the  average  nine  miles. 

Mr.  Callnn. 

6567.  And  Ballysadare? — Ballysadare  is  within 
five  miles  of  Slio-o  ; it  is  126  miles  average  from 
Ballymote,  Colooney,  and  Ballysadare  to  Dublin. 

Chairman. 

6568.  What  is  the  rate  for  carting  goods  in 
the  country  where  there  arc  no  railways  ? — About 
5 d.  to  6 d.  a ton  a mile. 

6569.  Then  what  would  you  suggest  as  the 
Improvement  that  you  Avould  wdsh  ? — I would 
suggest  that  railway  companies  should  be  obliged 
to  charge,  not  exceeding  a uniform  rate,  accord- 
ing to  distance,  over  all  their  systems. 

6570.  You  mean  a uniform  maximum  rate  ? — 
Yes. 

6571.  You  do  not  recommend  forbidding  the 
railway  companies  to  charge  less  ? — No  ; but  that 
Avhen  they  reduce  on  one  section  they  should  also 
reduce  on  the  other. 

6572.  What  do  you  suggest  with  respect  to 
the  question  of  jn-eferences  to  other  companies  ? 
— My  opinion  is  that  it  Avould  be  to  the  benefit 
of  the  ])nblic  if  there  was  not  alloAved  any  such 
thing  as  a combination  in  the  shape  of  a con- 
ference to  keep  up  rates,  and  to  exclude  other 
comjianies  from  the  traffic ; that  every  company 
and  every  individual  trader  should  have  equal 
rights  with  railway  companies,  and  that  railway 
comj)anies  should  not  he  banded  together  to  the 
exclusion  of  any  other  party  or  person.  For  in- 
stance, the  trade  of  our  district  from  Sligo  by 
these  low  through  rates  lias  had  the  best  jiart  of 
it  taken  by  Dublin.  M'^e  had  three  steamers,  and 
having  two  idle  Ave  brougiit  one  of  them  to  Dub- 
lin to  try  to  get  employment  by  carrying  part  of 
the  tralHc  across  Channel ; first  Ave  tried  BarroAv- 
in-Furness  I’or  a time,  and  Ave  I'ound  the  railway 
companies  Averc  against  us,  and  the  steam  packet 
companies  also.  Sir  James  Bamsden,  Avho  re- 
jireseuted  the  Duke  of  Devonshire  there,  gave  us 
some  facilities,  but  Ave  found  Ave  could  not  cou- 
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tlnue  to  run  the  steamer  from  the  opposition  of 
the  railway  companies,  and  then  Ave  had  to  quit 
BarroAV,  after  having  lost  a considerable  amount 
of  money.  Then,  not  to  be  opposing  the  City  of 
Dublin  Company  or  any  line,  having  failed  in 
BarroAvq  Ave  made  an  arrangement  Avith  the  Great 
Western  Company  of  England.  Sir  Daniel 
Gooch,  the  Chairman,  happened  to  be  in  Sligo, 
and  he  Avished  to  have  steamers  between  Dublin 
and  Birkenhead,  and  therefore  Ave  started  a 
steamer  betAveen  Dublin  and  Birkenhead,  and  we 
ran  her  for  more  than  a year  ; but  still  Ave  found 
that  the  opposition  of  the  other  raihvay  companies 
and  of  the  City  of  Dublin  Steam  Packet  Com- 
pany were  still  against  us,  and  Ave  could  not  make 
money  upon  the  Birkenhead  line.  But  the  Mid- 
land Railway  Company  of  Ireland,  thro*igb  their 
Chairman,  Sir  Ralph  Cusack,  and  Mr.  W ard,  said, 
“ Why  do  you  not  run  to  Liverpool;  come  to  Liver- 
pool and  Ave  Avill  give  you  plenty  of  traffic.”  We 
Avere  very  loth  to  commence  Avhat  Avould  be  termed 
an  opposition  to  the  City  of  Dublin  Steam  Packet 
Company,  but  eventually  Ave  did  arrange  to  com- 
inence  a Dublin  and  Liverjjool  trade  Avith  a 
steamer  making  tAvo  sailings  a Aveek.  In  the 
cattle  trade  only  Ave  commenced  from  Dublin  to 
Liverpool  from  July,  and  until  the  end  of  the 
year  1879  Ave  Avent  on,  and  did  not  lose  money, 
but  Ave  found  that  the  traffic  did  not  pay  Avithout 
having  the  goods.  We  then  commenced  to  carry 
goods  between  Dublin  and  Liverpool  in  January 
1880,  and  I may  say  that,  notwithstanding  the 
promise  of  the  Chairman  of  the  Midland  Railway 
Company  of  Ireland,  and  Mr.  Ward  to  give  us 
traffic  to  Liverpool,  they  have  not  given  us  any- 
thing since,  and  they  Avould  notcai-ry  for  us  upon 
the  same  terms  as  they  carry  for  the  City  of 
Dublin  Ste.am  Packet  Company. 

6573.  Then  do  you  say  that  your  trading 
arrangements  have  been  much  hampered  aud 
crippled  by  the  action  of  this  conference  ? — Very 
much  so  by  the  influence  of  Mr.  Watson,  of  the 
City  of  Dublin  Steam  Packet  Company,  and  his 
friends;  they  voted  us  out  of  tie  conference 
because  Ave  carried  traffic  cheaper  than  the 
conference  rates,  but  not  cheaper  than  the  ScreAV 
Company  Avere  carrying  at  the  time  by  the  per- 
mission of  the  conference  in  the  screw  steamers. 
I may  repeat  that  the  scrcAv  steamers  are  the 
same  interest  as  the  City  of  Dublin  Steam  Packet 
Company,  Ave  did  not  carry  cheaper  than  the 
Screw  Company  carried  goods,  but  we  did  carry 
cattle  at  less.  The  City  of  Dublin  Steam  Packet 
Company,  I may  tell  you,  have  had  the  monopoly 
betAveeu  Dublin  and  Liverpool  for  a long  time, 
and  they  charge  Is.  9d.  each  for  cattle,  AA'hether 
it  Avas  a beast  Avorth  4 /.  or  30  1.  If  a poor  man 
AA  cnt  there  with  20  or  30  head  of  cattle  he  Avould 
have  to  pay  the  7 s.  9 d.  rate  all  round.  We  dis- 
criminated ; Ave  carried  the  small  cattle  for  less, 
and  charged  a higher  rate  for  the  larger  ones, 
but  they  Averc  so  annoyed  at  this  that  they 
turned  us  out  of  the  conference. 

6574.  V hat  you  Avaut  is  some  authority  or 
poAver  Avhich  Avould  protect  you  in  a case  of  that 
sort? — Yes,  I think  that  Avould  meet  the  diffi- 
culty. 

6575.  You  also  Avish  that  railAvay  companies 
should  be  compelled  to  carry  at  a uniform  mileage 
upon  every  part  of  their  system? — Yes. 

6576.  Lastly, 
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Chairman — continued. 

6576.  Lastly,  have  you  anything  to  say  with 
regard  to  the  Irish  classification  ? — The  Irish 
classification  is  one  class  against  the  Irish  tratfic. 
It  makes  the  goods  one  class  all  round  more 
expensive  than  the  English  classification.  Eggs, 
for  example,  are  in  the  fourth  class  in  the  Irish 
book,  and  only  third  class  in  the  English  book. 

Mr.  Bolton. 

6577.  That  is  a mistake,  I think? — I do  not 
think  it  is. 

Chairman. 

6578.  Would  you  advocate  having  the  Irish 
classification  book  assimilated  to  the  English  ? — 
I think  the  classification  ought  to  be  the  same. 

6579.  From  what  you  know,  you  prefer  the 
English  classification  ? — That  is  a matter  for 
arrangement,  but  that  the  classification,  Avhatever 
it  is,  should  be  fixed  by  the  joint  consultation  of 
all  the  companies  concerned  in  the  fixing  of  it. 

6580.  Is  there  anything  you  have  omitted  to 
say  which  you  would  like  to  bring  to  the  notice 
of  the  Committee? — I would  refer  more  jiarticu- 
larly  to  the  power  of  railway  companies,  that 
they  should  be  obliged  to  carry  for  all  persons  or 
companies  at  the  same  rate.  We  have  offered  to 
pay  them  the  same  rate  to  carry  for  our  steamers 
as  they  carry  for  in  connection  with  the  City  of 
Dublin  Steam  Packet  Company,  and  they  refuse 
to  do  that.  Sir  Ralph  Cusack,  the  chairman, 
said,  “ We  will  give  you  every  facility  to  go  before 
the  Railway  Commissioners  and  if  they  oblige  us 
to  do  it  we  will  have  to  dolt;’’  but  1 said,  “ W ould 
you  let  us  know  what  proportion  does  your  com- 
pany get  out  of  tratfic  with  the  City  of  Dublin 
Steam  Packet  Company,  get  out  of  the  through 
rate and  he  said,  “ I cannot  give  you  that,”  so 
he  gave  us  no  facility  whatever  to  go  before  the 
Railway  Commissioners. 

Mr.  O'  Sullivan. 

6581.  Can  you  give  the  Committee  the  rates 
for  butter,  eggs,  and  eorn  from  Sligo  to  Dublin  ? 
— ^^The  rate  for  corn  is  10  s.  to  Dublin,  and  I 
think  for  eggs  it  is  28  s.  \0d.  from  Sligo  to 
Dublin. 

6582.  What  distance  is  it  ? — One  hundred  and 
thirty-four  miles. 

6583.  What  is  the  rate  for  butter  ? — I think  it 
is  25  s.  10  d. 

6584.  What  is  the  rate  from  Sligo  via  Dublin 
to.  Liverpool  and  Manchester  for  eggs,  butter, 
and  corn  t — I have  what  is  called  the  egg  rate 
here ; the  rate  from  the  Sligo  group,  that  is 
Ballymote,  Colooney,  Ballysadare,  by  the  egg 
list  of  January  1876  was  30  s.  through  to  Birken- 
head or  Liverpool. 

6585.  The  rate  is  28  s.  10  rZ.  from  the  same 
places  to  Dublin  ? — Tes.  Now  I may  tell  you 
that  from  Galway  (although  the  rate  is  only 
30  s.  from  Sligo),  it  is  48  s.  4 d.  to  Birkenhead 
and  Liverpool. 

6586.  And  what  is  the  rate  to  Dublin  for  the 
same  distance  ? — I took  this  from  the  company’s 
own  printed  list.  Between  Galway  and  Liver- 
pool the  rate  is  48  s.  4t/.,  whereas  between  Sligo 
and  Liverpool  via  Dublin,  by  the  egg  list,  the  rate 
13  30 .?. 

0.54. 


Mr.  O'  Sullivan — continued. 

6587.  Have  you  any  local  manufactures  of 
any  kind  in  Galway  or  Sligo  ? — The  only  manu- 
facture in  Sligo  is  that  of  pirus  or  bobbins. 

6588.  Is  there  any  complaint  in  that  locality 
of  the  railway  rates  not  encouraging  the  export 
of  corn  and  butter  and  other  articles ; I refer  to 
Galway  and  Sligo  particularly? — I understand 
there  are  no  steamers  from  Galway  to  Liverpool 
at  all. 

6589.  But  from  Galway  to  Dublin? — I am 
not  acquainted  with  Galway  particularly. 

6590.  Have  you  any  complaint  with  reference 
to  the  rates  from  Sligo  ? — 1 have  already  men- 
tioned them. 

6591.  That  they  are  too  high  ? — They  are  very 
much  too  high  from  that  end  of  the  line  into 
Sligo. 

6592.  Do  you  think  that  some  of  the  Irish 
classifications  are  higher  than  the  English  classi- 
fications ? — Yes,  their  books  say  that  they  are  a 
class  higher. 

6593.  Do  you  approve  of  the  owners  being 
allowed  to  load  and  unload  at  their  own  expense  ? 
— The  senders  of  grain  do  load  and  unload  at 
their  own  expense. 

6594.  Do  they  get  a special  rate  under  those 
conditions? — They  get  the  lowest  rate  under 
those  conditions  ; they  get  the  10  s.  rate  ; I think 
it  is  12  s.  6 d.  for  flour  and  10  s.  for  grain. 

Mr.  Bolton. 

6595.  With  regard  to  this  conference  to  which 
you  object  very  much  ; were  you  ever  a member 
of  that  conference? — I mentioned  that  we  were. 

6596.  When  did  you  become  a member  of  it? 
— I think  it  was  in  November  1867. 

6597.  When  did  you  leave  the  conference  ? — 

I mentioned  that  we  were  put  out  last  year,  some- 
where about  July. 

6598.  Are  you  sure  that  it  w'as  12  months 
ago  ? — I scarcely  think  it  was  as  long  as  that. 

6599.  Then  your  objection  to  the  conference, 

I presume,  dates  from  the  time  of  your  expulsion 
from  it,  does  it  not? — No  ; I had  a very  strong 
objection  to  it,  because  I found  that  the  strong 
always  tried  to  do  away  Avith  the  Aveak  in  it. 

6600.  How  did  you  remain  so  long  in  the  con- 
ference ? — We  remained  to  get  the  benefit  of  the 
through  booking,  Avhich  Ave  could  not  get  other- 
Avise. 

6601.  Did  you  find  that  the  object  of  the  con- 
ference Avas  to  raise  the  rates? — In  some  cases  to 
raise,  and  in  some  cases  to  reduce. 

6602.  So  that  it  Avas  rather  to  regulate  them  ? 
— It  Avas  rather  to  get  all  the  companies  into  that 
conference,  so  as  to  bind  all  of  them  to  keep  up 
to  the  rates  that  Avere  established  by  the  confer- 
ence. 

6603.  That  is  to  say,  to  prev’ent  undue  compe- 
tition, as  you  Avould  have  called  it  in  those  days? 
— As  I say,  it  Avas  the  strong  trying  to  do  atvay 
Avith  the  Aveak. 

Sir  Edward  Wutkin. 

6604.  I think  you  said  that  you  Avere  in  favour 
of  through  rates? — No,  I think  it  Avould  be  much 
better  if  the  rates  Avere  left  open  for  the  com- 
panies to  charge  as  they  pleased,  and  I think  the 
imblic  would  be  benefited  by  it. 

N N 3 
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Sir  Edward  Walkin — continued. 

6605.  I mean  a rate  through  from  Sligo,  say 
to  Derby  or  London,  or  anything  of  tliat  kind ; 
would  you  be  in  favour  of  that  ? — I think  it  is  a 
convenience  to  the  tradei’s  to  have  the  rates 
charged  in  one. 

6606.  Is  it  not  a matter  of  the  greatest  con- 
venience to  the  trader  to  have  the  rate  charged 
through  in  one  ? — Where  the  rate  is  not 
higher, 

6607.  I think  Mr.  jNLNiff  is  the  secretary  to 
the  company? — Yes. 

6608.  Is  this  the  application  you  made  to  be 
admitted  as  members  of  the  traffic  conference  : 

“ The  Sligo. Steam  Navigation  Company  Limited, 
request  to  be  admitted  a party  to  the  Irish  and 
English  traffic  conference,  and  the  company 
agree  to  follow  the  conditions  undertaken  by 
every  company  joining  the  conference,  to  adopt 
and  maintain  the  conference  rates  and  regula- 
tions, and  book  through  with  the  lines  of  rail- 
ways and  steamers,  parties  to  the  conference  only. 
Dated,  Sligo,  22nd  August  1871,  J-  M'Nijf.'"! 
That  is  it  I presume. 

6609.  When  you  left  the  conference  I think 
the  ground  alleged,  whether  it  w'as  true  or 
not,  was  that  you  had  broken  the  conference 
arrangement  with  regard  to  the  rates  across 
Channel  ; w^as  not  that  so? — The  ground  alleged 
was  that  we  were  carrying  cattle  cheaper  than 
the  City  of  Dublin  Steam  Packet  Company,  or 
than  the  rate  set  uj)  in  the  conference ; although 
I may  mention  here,  that  I never  w'as  at  a 
meeting  of  the  cattle  conference  at  all ; I never 
was  invited  to  it.  The  conference  I attended 
was  with  regard  to  the  traffic  in  goods,  and  upon 
that  I maintain  we  did  not  charge  less  than  the 
members  of  the  conference  were  charging  at  the 
same  time. 

6610.  In  point  of  fact  you  maintain  that  the 
dispute  was  limited  to  the  rates  for  cattle?  — 
Yes. 

6611.  Then  you  expressed  your  intention  not 
to  be  bound  by  the  conference  rates  with  regard 
to  cattle  ? — Yes  ; at  that  time  we  did  not  see  that 
we  could  get  the  rates.  I may  mention  further 
that  there  was  another  gentleman,  Mr.  Tedcastle, 
who  had  commenced  to  run  steamers  from  Dub- 
lin to  Liverpool,  and  we  charged  the  same  rates 
as  we  found  him  charging,  and  there  is  one  rule 
of  ihe  conference  pretty  generally  understood, 
that  where  there  is  an  opposition  running,  the 
members  of  the  conference  are  allow'ed  to  reduce 
the  rate. 

6612.  Then,  in  point  of  fact,  there  is  some- 
thing elastic  about  the  conference,  is  there  not? 
— I think  it  is  made  elastic  by  certain  parties 
sometimes. 

6613.  First  of  all,  if  it  Is  desirable  to  have 
through  rates  and  agreed  through  rates,  wdiat 
machiuei’y  is  possible  except  a conference  of  the 
various  parties  from  time  to  time  to  fix  those 
rates? — I think  that  the  conference  for  certain 
purposes  is  a useful  society,  but  I do  not  think  it 
is  well  that  any  outsider,  company  or  otherwise, 
should  get  from  the  conference  the  privilege  of 
getting  Ills  traffic  carried  within  the  conference 
cheaper  than  he  can  get  it  carried  outside  the 
conference. 

6614.  If  it  is  a useful  thing  to  have  a con- 


Slr  Edward  Wat  kin — continued, 
ference  with  the  view  to  through  rates,  what  is 
your  recommendation  with  a Anew  to  dealing  with 
such  difficulties,  as  you  tell  the  Committee,  have 
arisen? — My  view  is  that  the  rates,  such  as  those 
for  cattle,  as  I have  told  the  Committee,  from 
Dublin  to  Liverpool  should  not  be  upheld; 
7 s.  ^d.  was  a very  unfair  charge  upon  every 
beast  from  Dublin  to  Liverpool  when  Ave  had 
been  carrying  them  for  from  8 s.  to  10s.  from 
Sligo  to  Liverpool  for  years. 

6615.  Are  you  aware  that  in  the  conference 
in  England,  Avith  regard  to  the  rates  and  di- 
visions of  the  traffic,  there  is  generally  an  arbi- 
trator appointed  under  an  agreement,  Avith  very 
summary  j)OAvers  in  case  of  difference  ? — There 
is  one  thing  which  I think  should  be  done  with 
regard  t(  > a company  getting  facilities  of  carrying 
from  a railway  company,  namely,  that  that  com- 
pany, or  party,  should  sign  Avhat  is  called  a “ risk 
agreement.”  There  is  an  agreement  entered  into 
between  the  railway  companies,  particularly  the 
Midland  Railway  Company  of  Ireland  and  the 
companies  that  they  carry  at  through  rates  Avith, 
undertaking  cei’tain  responsibilities,  putting  them 
upon  each  company  separately.  I think  that  is 
a proper  thing  to  be  done,  so  that  there  should 
not  be  a dispute  hereafter. 

6616.  If  four  or  five  companies  enter  into  a 
sort  of  partnership  for  the  conveyance  of  the 
traffic,  the  thing  to  be  avoided,  I suppose,  is  a 
dead  lock,  and  I wish  to  get  your  opinion  upon 
the  question  whether  if  the  principle  of  arbitration 
Avere  introduced  into  these  conferences,  If  they 
are  to  exist  as  it  is  introduced  in  England,  that 
would  not  meet  the  difficulty?  — In  the  con- 
ference, if  there  is  a dispute  about  the  liability 
of  one  comj)any  more  than  another,  the  matter 
is  referred  to  the  arbitration  of  the  members  of 
the  conference,  Avho  decide  it ; that  is  the  process 
in  existence  in  our  conference. 

6617.  I Avish  to  ask  you  whether  the  intro- 
duction of  a comjnilsory  system  of  arbitration 
(similar  to  that  Avhich  exists  with  regard  to 
claims),  into  the  fixing  of  rates  and  dealing  with 
competition,  and  so  on,  Avould  not  meet  your 
difficulty  ? — That  is  Avhat  I say  now  Avith  regard 
to  the  raihvay  companies.  Suppose  that  another 
company  wishes  facilities  of  carrying  in  con- 
junction Avith  the  raihvay  companies,  I think  it  is 
right,  then,  that  they  should  sign  an  agreement 
either  for  arbitration,  or  to  fix  the  liability  of 
each  company,  under  certain  circumstances.  Of 
course,  if  they  had  not  an  arbitration,  they  Avould 
haA'e  the  courts  of  law,  which  Avould  settle  it  for 
them  ; but  the  great  point  I Avish  to  show  is,  the 
injurious  effect  of  the  conference  upon  the  trade 
of  the  countiy.  I have  illustrated  that  by  the 
fact  of  the  City  of  Dublin  Steam  Packet  Com- 
pany charging  1 s.  d d.  for  a beast  from  Dublin  to 
Livei'pool  for  years  and  years,  whether  it  be  a 
beast  Avorth  4 /.  or  a beast  Avorth  30 1.  I say 
that  is  Avrong.  Then,  when  Ave  go  in,  commencing 
to  carry  these  beasts  according  to  their  size,  Ave 
are  found  fault  Avith,  and  put  out  of  the  con- 
ference ; that  is  the  effect  of  it. 

6618.  I do  not  understand  you  to  complain  to 
the  Committee  in  the  sense  that  a conference 
hoAvever  Avell  regulated,  is  not  necessary  and  use- 
ful, but  to  complain  that  in  the  conference  that 

you 
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Sir  Edward  Wathin — continued, 
you  had  to  do  with,  which  does  exist  at  present, 
and  to  which  you  did  belong,  there  is  no  means 
of  preventing  a dead  lock? — I think  I may  ex- 
plain that  the  conference  is  to  a certain  extent  a 
“league,”  and  that  w^e  found  ourselves,  so  to 
speak,  “ Boycotted  ” by  the  conference  from 
carrying  a share  of  the  traffic. 

6619.  If  there  had  been  a provision  to  prevent 
dead  locks,  such  as  I have  ventured  to  suggest, 
then  you  would  have  a|)pealed  to  that  tribunal, 
and  you  would  not  have  been  “ Boycotted  or 
turned  out  ? — I only  know  what  did  occur ; I 
cannot  say  what  it  would  have  been  under  other 
circumstances ; we  have  now  a line  of  steamers 
which  have  been  running  regularly  twice  a week 
for  a year  and  four  months,  and  now  within  the 
last  month  the  City  of  Dublin  Steam  Packet 
Company,  to  try  to  exterminate  us,  have  put  on  a 
steamer  between  Sligo  and  Liverpool,  and  they 
are  carrying  now  from  Sligo  to  Liverpool  cheaply, 
which  they  would  not  do  by  Dublin.  First  they 
would  not  let  us  carry  our  traffic  from  Dublin  to 
Liverpool,  and  now  they  have  to  come  round  to 
Sligo. 

6620.  Your  complaint  is  that  you  have  been 
oppressed  by  the  City  of  Dublin  Steam  Packet 
Company  through  the  action  of  the  conference  ? 
— That  is  the  effect  of  it. 

6621.  And  you  do  not  think  that  the  existence 
of  an  arbitration,  such  as  exists  in  the  English 
conferences,  would  cure  the  evils  which  you 
comjdain  of? — I do  not  think  it  would  ; I know 
they  have  tried  all  they  could  to  Induce  Mr.  Ted- 
castle  to  go  into  the  conference,  but  he  would  not 
come  in.  We  wanted  to  keep  in,  but  when  we 
wanted  to  stop  in,  they  turned  us  out. 

6622.  What  did  you  mean  by  saying  that  when 
a company  reduced  upon  one  section  they  ought 
to  reduce  upon  all  the  other  sections  ; will  you 
give  the  Committee  an  illustration  of  what  you 
mean  by  that? — I would  say  that  if  the  rale  from 
Boyle  to  Sligo,  a distance  of  27  miles,  is  reduced, 
then  that  the  rate  for  the  same  distance  between 
Dublin  and  Galway,  Westport  and  Ballina, 
for  equal  distances,  should  be  put  at  an  equal 
rate. 

6623.  Whether  or  not  upon  one  section  there 
was  a large  amount  of  traffic,  and  upon  the  other 
none  ? — Yes,  they  should  just  take  it  as  it  comes. 
We  tried  a steamer  between  Westport  and 
Liverpool,  and  ran  it  for  some  time,  but  as  soon 
as  we  did  that,  the  Midland  Company  reduced 
the  I ate  from  Westport  through  to  England,  and 
kept  them  up  between  the  Midland  towns  and 
Westport,  so  we  had  to  quit  that;  we  found 
that  our  traffic  was  drawn  by  Dublin,  and  we 
withdrew  it. 

6624.  Does  it  come  to  this,  that  if  a certain 
arrangement  for  traffic  was  made  at  the  rate  you 
named  for  the  27  miles  you  spoke  of,  you  would 
have  the  same  rate  for  any  27  miles  upon  the 
same  railway? — To  every  port  upon  the  same 
system  of  railways  ; but  I think  that  if  the  whole 
system  of  Irish  railways  were  under  one  system 
of  management,  we  would  be  saved  a great  deal 
of  money  and  the  public  benefited. 

6625.  You  would  propose  that  the  State 
should  undertake  the  management  of  the  rail- 
ways?— I do  not  go  in  for  the  Government  taking 
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up  the  working  of  the  raihvays,  or  acting  as  mer- 
chants at  all. 

6626.  You  go  in  for  unity  ? — I would  do  so. 

6627.  You  are  an  advocate,  as  I understand, 
for  what  are  called  equal  mileage  rates  ? — Notin 
all  cases,  because  I think  that  long  distances  can 
be  carried  more  cheaply  proportionately  than 
short  distances. 

6628.  You  would  not  say  that  because  butter 
is  carried  10  miles  from  Cork  for  10  s.,  it  should 
be  charged  10  times  as  much  for  100  miles ; you 
would  rather  divide  it  into  what  we  have  called 
zones,  I presume  ? — I would  say  that  up  to 
20  miles  there  should  be  one  rate,  and  up  to 
50  miles  another  rate,  and  beyond  that  another, 
because  companies  can  carry  for  a long  distance 
cheaper  than  a short  one  ; the  rolling  stock  is 
occupied,  practically,  just  as  much  for  the  shorter 
journey  as  for  the  longer  one. 

6629.  You  would  not  go  in  for  absolute 
equality,  but  rather  for  equitability  ? — That  is 
so ; I merely  illustrated  my  views  by  the  case  of 
Boyle,  but  the  same  thing  applies  to  the  short 
distances,  such  as  Ballymote,  a distance  of  1 2 or 
14  miles,  and  all  those  near  places  to  Sligo ; they 
are  all  very  much  higher  in  proportion  than  the 
distances  at  the  Dublin  end  of  the  line. 

6630.  The  illustration  would  not  be  accurate 
mathematically,  but  it  is  a fair  illustration  of  what 
you  wish  to  convey  ? — Yes. 

Mr.  Callan. 

6631.  What  you  call  the  Sligo  group  is  an  egg 
and  butter  producing  country,  is  it  not? — Yes. 

6632.  And  you  object  to  all  the  rates  to  Dublin 
in  compai'ison  with  the  rates  to  Sligo  ? — I object 
to  the  high  rates  ; I have  illustrated  the  rate  from 
Ballina  to  Dublin  of  2 /.  7 s.  2 d.  as  bein<r  against 
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the  Dublin  trader  ; a Dublin  trader  bought  eggs 
formerly  from  the  country ; now  if  a Dublin 
trader  wants  to  buy  Giigs  from  Ballina  he  pays 
2 1.  7 S.2  d.  for  the  carriage,  whereas  the  merchant 
in  Liverpool  gets  them  for  20*-.  10  rf. 

6633.  You  object  to  the  high  rate  to  Dublin? 
— Yes,  I do. 

6634.  And  you  object,  I suppose,  in  a still  stron- 
ger manner  to  the  low  rate  to  Liverpool  ? — That 
is  the  rate  that  affects  my  company. 

6635.  Y’^our  objection  is  not  so  much  to  the 
high  rate  to  Dublin,  but  you  object  still  more 
strongly  to  the  low  through  rate  to  Liverpool  ? — 
I object  to  that  as  out  of  all  proportion,  as  you 
can  see,  to  the  13  s.  4 d.  for  27  miles. 

6636.  You  object  still  more  strongly  to  the  low 
rate  to  Liverpool  than  you  do  to  the  high  rate 
to  Dublin  ? — I object  to  such  a rate  as  being 
against  the  Irish  trader. 

6637.  Your  objection  is  much  stronger  to  the 
low  rate  to  Liverpool  than  it  is  to  the  high  rate 
to  Dublin  ? — So  far  as  I am  speaking  personally, 
that  low  rate  has  taken  the  trade  from  the  port 
of  Sligo. 

6638.  That  is  where  they  shoot  you  ? — Not 
altogether;  I represent  the  Sligo  Harbour  Board 
here,  and  I desire  to  mention  the  fact  that  the 
dues  at  the  Port  of  Sligo  are  considerably  reduced 
by  the  action  of  the  Midland  Railway  Company 
of  Ireland. 

6639.  Take  Boyle,  for  instance,  is  it  not  to 
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the  public  interest  and  that  of  the  farmers  living 
round  Boyle,  that  a through  rate  should  exist 
to  Liverpool,  or  that  it  should  not  exist? — But 
it  should  not  be  against  the  interest  of  SliffO  as  a 
j)ort. 

6640.  But  I am  talking  of  the  interest  of  the 
farmers  in  the  Boyle  district;  take  from  Castle- 
rea  to  Boyle,  or  to  Ballymote,  is  not  the  only 
industrial  resource  of  that  district,  greatly  bene- 
fitted  by  the  low  rate  to  Liverpool  of  which  you 
complain?  — No,  the  rate  is  not  so  low  from 
there. 

6641.  But  takina:  the  throimh  rate  to  Liver- 
pool,  ho\Y  does  it  compare  ? — It  is  not  so  low  at 
all  from  there  as  from  Sligo. 

6642.  I am  not  asking  you  about  that,  but  I 
ask,  is  it  not  for  the  benefit  of  the  district  that  it 
should  be  a through  rate? — Let  me  mention  this 
fact  ; my  firm  did  a large  trade  in  butter  ; we 
bought  butter  in  Boyle,  and  we  bought  butter  in 
Garrick  on  Shannon,  but  we  found  that  the  rate 
was  so  high  into  Sligo,  where  we  put  the  butter 
for  shipment,  that  it  interfered  greatly  w'ith  our 
trade.  We  wrote  to  the  manager  of  the  Midland 
of  Ireland  Railway  Company,  remonstrating  upon 
the  very  high  rate  he  charged,  and  he  said  he 
could  not  take  less,  but  at  the  same  time  he  was 
taking  in  the  proportion  of  two-thirds  less  by 
Dublin. 

6643.  If  butter  or  eggs  were  taken  from  Boyle 
to  Sligo,  they  would  have  no  market,  would  they  ? 
— Yes,  a first-rate  market. 

6644.  Not  for  consumjition  at  Sligo,  but  for 
shipment  to  Liverjiool? — The  butter  market  of 
Sligo  is  a very  large  one. 

6645.  But  not  for  home  consumption? — For 
export. 

6646.  Then  you  thinh  it  would  benefit  the 
county  Sligo  people  if  they  were  obliged  to  come 
to  the  Sligo  market,  and  did  not  obtain  such  faci- 
lities as  they  have  for  getting  to  Liverpool  ? — I 
do  not  say  they  should  be  obliged,  but  I say  that 
they  shoidd  have  greater  facilities  for  getting 
to  the  Sligo  market. 

6647.  Are  not  the  people  of  the  district  be- 
nefited by  this  low  rate  to  Liverpool  ? — I do  not 
think  they  are. 

6648.  You  think  it  would  be  better  that  the 
rates  should  be  higher — I think  it  should  be 
optional  to  them  to  send  their  produce  to  Sligo. 

6649.  And  then  have  it  shipped  by  you  to 
Liverpool  ? — That  it  should  be  shipped  by  our 
steamers  or  those  of  any  other  company  that 
might  be  there. 

6650.  You  stated  that  you  would  pi’ohibit  the 
conference  altogether,  as  I understood  ? — I would 
prohibit  any  raihvay  company  from  having  the 
power  of  entering  into  a combination  with  other 
companies  to  2)revent  the  public  having,  or  other 
traders  having,  the  benefit  of  the  rates  they  make 
with  the  railway  comj^anies. 

6651.  You  comjdained  that  the  through  rates 
diverted  the  traffic  from  Sligo  via  Dublin  ? — Yes, 
from  that  district. 

6652.  If  there  were  equal  rates  from  Ballymote 
to  Liverpool,  either  via  Sligo  or  Dublin,  which 
route  would  the  traders  adoj)t  ? — They  were 
always  in  the  habit  of  coming  by  Sligo. 

6653.  JMy  question  is,  if  there  were  equal 
rates  from  Ballymote  via  Sligo,  by  which  route 
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would  the  traders  go  ? — I believe  they  would  go 
by  Sligo. 

_ 6654.  Taking  the  long  sea  passage  and  all  the 
risks,  in  iweference  to  the  long  railway  and  short 
sea  trip? — I think  the  principal  traders  in  Bal- 
lymote and  about  the  district  would  come  to 
Sligo  more  than  they  do  to  ship  their  eggs  and 
butter,  if  the  rates  Avere  re.asonable ; it  is  not  a 
very  Avide  district. 

6655.  In  fact  you  rejiresent  here  the  interest 
of  your  own  steamship  company  and  the  port  of 
Sligo? — And  the  trade  of  Sligo,  being  myself  a 
butter  merchant. 

6656.  You  are  not  authorised  to  speak  on  be- 
half of  the  producers  of  the  country  between 
Sligo  and  Dublin,  who  are  seiw^ed  by  these  Ioav 
rates,  are  you  ? — I have  no  special  instructions 
from  them ; I am  acquainted  Avith  many  of 
them. 

6657.  But  you  have  no  authority  from  them 
to  complain  of  the  Ioav  rate  into  Liverpool? — 
No,  I have  not ; but  I have  authority  from  them 
to  comjdain  of  the  high  rates  into  Sligo. 

Mr.  Craig. 

6658.  Did  3mu  join  this  conference  as  a trader, 
or  as  a carrier? — As  a carrier. 

6659.  Was  your  objection  to  the  conference 
that  it  was  injurious  to  you  as  a carrier,  or  to  the 
j)ublic  as  traders? — The  reason  that  Ave  Avent 
into  the  conference  was  that  Ave  Avere  forced  into 
it,  to  get  rid  of  the  opposition  got  up  by  Dublin 
betweeen  the  Midland  Raihvay  Company  and  the 
City  of  Dublin  Sream  Packet  Compan}'.  We 
Avent  in  because  the}"  began  by  offering  to 
carry  traffic  at  half  the  rates  that  Avere  current. 

6660.  So  that  Avhen  you  AA’ere  outside  the 
conference  you  Avere  injured  as  carriers? — We 
did  not  feel  it  until  there  Avas  a conference  es- 
tablished in  1867, 

6661.  What  I wished  to  knoAV,  Avas  this;  at 
these  conferences  is  the  interest  of  the  trading 
public  reiAresented  or  protected  at  all? — No; 
the  only  interests  represented  are  those  of  the 
railway  companies  and  steamboat  companies, 
Avho  are  members  of  tlie  conference. 

6662.  So  that  the  trading  public  have  really 
no  jArotection  Avhatever? — hYne  Avhatever. 

6663.  Have  you  considered  the  matter  AAuth 
regard  to  the  trading  interests  of  the  jjublic ; do 
you  consider  it  objectionable  in  that  light? — I 
think  it  is  objectionable  in  respect  to  the  rnle 
Avhich  prevents  through  booking  Avith  any  com- 
pany or  carrier  outside  the  conference. 

6664.  So  that  the  effect  of  the  introduction  of 
the  arbitrator  suggested  by  Sir  EdAvard  Watkin 
would  only  be  to  regulate  matters  betAveen  one 
carrier  and  another,  and  questions  Avould  not 
jArobably  be  arbitrated  upon  Avhich  affected  the 
])ublic  interest  as  complained  of  by  the  jiublic? — 
Certainly  not ; it  would  only  be  for  the  settle- 
ment of  internal  disjtutes. 

6665.  So  that  it  is  an  arrangement  about  rates, 
although  private,  in  Avhich  the  jAublic  as  traders 
have  no  itarticipatiou  Avhatever,  but  Avhich  may 
very  seriously  affect  their  interests  ? — That  is  the 
Avay  I look  upon  it. 

6666.  And  upon  that  ground  you  strongly  ob- 
ject to  it  ? — I object  to  it  in  that  view ; I think  I 
have  illustrated  by  my  evidence  that  since  the 
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year  1867  up  till  recently  the  City  of  Dublin 
Steam  Packet  Company  has  maintained  a mono- 
poly by  being  members  of  that  conference,  in  re- 
gard to  a very  high  rate  for  cattle  between  Dublin 
and  Liverpool ; 1 say  the  company  has  maintained 
that  rate  long,  and  now,  when  we  have  gone  out 
of  the  conference,  and  others  have  gone  out  of  it, 
the  public  are  getting  their  cattle  carried  at  a rea- 
sonable rate,  Avhich  they  could  not  do  by  the 
members  of  the  conference.  Therefore  I desire 
to  show  that  it  is  a benefit  to  the  general  public 
that  there  should  not  be  a conference  for  the  pur- 
pose of  upholding  rates  ; that  is  an  illustration  of 
the  matter;  cattle  could  be  carried  profitably 
from  Dublin  to  Liverpool  for  6 s.,  and  small  ones 
for  3i'.  or  4s.  and  yet  they  have  been  paying  7 s.'dd. 
for  years  for  small  and  large. 

Mr.  Lowther. 

6667.  Although  the  conference  is  injurious  to 
the  trade  it  sometimes  has  reduced  the  rate,  or 
was  the  cause  of  the  rates  being  reduced  ? — Oc- 
caslonally  ; if  there  had  been  an  opposition  got 
up  by  outsiders,  they  would  try  to  meet  that  op- 
position by  reducing  the  rate. 

6668.  How  would  you  deal  with  a j)lace  equi- 
distant between  Dublin  and  Sligo  for  the  traffic 
to  Liverpool ; is  the  railway  company  to  charge 
exactly  the  same,  via  Dublin  or  via  Sligo,  be- 
cause the  railway  distance  is  equal? — I think  the 
distance  to  Sligo  is  134  miles,  and  I think  the 
rates  ought  to  be  proportioned  to  the  distance. 

6669.  But  take  a place  half  way  between  ? — 
The  rate  from  Longford  to  Liverpool  is  the  same, 
I think,  as  from  Sligo  to  Liverpool,  although 
there  is  58  miles  less  distance  in  the  one  case 
than  the  other. 

Chah'man. 

6670.  But  the  question  is  whether,  if  Longford 
is  half  way  between  Dublin  and  Sligo,  the  charge 
ought  to  be  the  same  from  Longford  to  Dublin 
a?  from  Longford  to  Sligo  ? — I understand  that, 
as  a matter  of  fact,  the  distance  from  Longford 
to  Sligo  is  58  miles,  and  from  Longford  to 
Dublin  it  is  about  76. 

Mr.  Lowther. 

6671.  Would  you  be  in  favour  of  equal 
charges  being  made  by  the  steamer  from  Dublin 
to  Liverpool,  and  from  Sligo  to  Liverpool  ? — If 
there  was  any  legislation  which  could  do  it  in 
such  a manner,  but  steamboat  companies  are  not 
the  same  as  railway  companies,  because  the  sea 
is  open  to  every  trader ; but  in  the  case  of  rail- 
ways, railway  companies  lay  down  their  rails, 
and  exclude  other  competitive  carriers.  The  sea 
IS  open  to  everyone,  and  if  any  sea  company  is 
charging  too  much  there  will  be  another  one  in 
to  reduce  the  price,  whereas  the  rails  are  put 
down  by  Act  of  Parliament,  and  a railway  com- 
pany has  the  power  to  charge  certain  rates  with- 
out there  being  the  po-wer  in  any  one  to  intro- 
duce competition. 

Mr.  Caine. 

66<2.  Do  you  carry  as  much  Staffordshire  iron 
rom  Liverpool  to  Sligo  as  you  used  to  do? — 

0,  CIO  not  think  there  is  as  much  comes  now 
as  used  to  come. 
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6673.  But  a good  deal  of  it  comes  from  Liver- 
pool?— Yes,  1 think  most  of  the  iron  comes  from 
Liverpool,  and  some  from  Wales,  and  some  from 
Glasgow. 

6674.  You  have  not  the  same  complaint  to 
make  of  produce  coming  from  inland  stations  in 
England  to  Sligo,  as  you  have  to  make  of  its 
going  outwards,  have  you  ? — Yes,  it  affects  the 
in-wards  trade  also.  Take  the  case  of  the  through 
rate  from  London  to  Sligo  for  tea,  that  would, 
probably,  be  about  2 s.  4 d.  per  cwt.  ; if  it  is  got 
at  local  rates  outside  the  conference  it  comes  con- 
siderably higher. 

6675.  How  does  the  tea  come  generally  from 
London  to  Sligo  ? — The  tea  has  been  generally- 
brought  by  the  railway  to  Liverpool,  and  shipped 
by  our  company  to  Sligo. 

6676.  You  have  not  to  complain  of  the  exces- 
sively low  rates  by  other  routes,  such  as  those  of 
the  London  and  North  Western  Railway  through 
Holyhead  ? — No,  the  London  and  North  Western 
Company,  1 believe,  have  done  fairly;  they  are 
a good  company.  They  were  the  first  to  take  it 
up,  and  give  us  through  rates,  and  up  to  recently 
they  did  it  independently  of  the  conference  ; they 
have  generally  met  me  Aery  fairly.  Mr.  Finlay 
said  : “As  it  is  a lime  of  free  trade,  I do  not  see 
Avhy  Ave  should  not  have  through  rates  Avith  you 
as  Avell  as  Avith  others.” 

6677.  Did  the  Midland  Company  of  England 
give  you  thorough  rates  Avhen  you  Avere  in  the 
Conference  ? — They  did,  up  till  lately. 

6678.  Did  they  throw  you  over  in  favour  of 
BarroAV  ? — 1 think  they  Avould  have  liked  us  to 
continue  to  BarroAV,  but  Ave  had  no  active  assist- 
ance except  from  the  Furness  Ralhvay  Company. 

6679.  Could  you  load  your  steamer  always 
from  Liverpool  to  Sligo? — Not  always,  but  a 
great  part  of  the  year  Ave  could. 

Mr.  Nicholson. 

6680.  You  say  that  the  London  and  North 
Western  Company  have  maintained  the  rates 
which  they  gave  you  up  till  recently  ; I under- 
stand you  have  no  longer  those  rates  ? — I do  not 
knoAv  Avhat  action  the  London  and  North 
Western  Company  are  going  to  take  ; they  have 
not  given  us  a decided  ansAver  yet. 

6681.  I understand  you  to  complain  of  the 
excessive  rates  for  short  distances  on  the  Irish 
railAvays;  are  you  aware  Avhether  those  rates  are 
higher  than  the  com})anies  are  authorised  to 
charge  by  Act  of  Farliament  ? — I think  they  are, 
in  some  cases. 

6682.  You  cannot  speak  confidently  upon  that 
point  ? — It  is,  perhaps,  a matter  for  a lawyer  to 
go  into  more  than  for  me,  but  if  he  Avere  to  take 
up  the  single  rate  from  Boyle  to  Sligo  for  eggs, 
he  Avould  soon  see  Avhat  the  result  of  it  Avould  be. 

Mr.  Paget. 

6683.  You  have  complained  of  the  arbitrary 
action  of  this  railway  I’ate  conference ; you  say 
you  were  expelled  Avithout  being  heard  ; that 
they  did  not  give  you  an  opportunity  of  making 
a defence  ? — Not  at  the  last  meeting  Avhen  they 
passed  a resolution ; they,  in  fact,  voted  me  out ; 
I had  spoken  at  a previous  meeting,  but  they 
Avould  not  alloAv  my  representative  in  again  at 
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the  meeting  at  which  they  did  pass  the  resolution 
expelling  me. 

6684.  I think  you  told  the  Committee  that  one 
of  the  rules  was  that  they  prohibited  through 
booking  with  any  railway  that  was  outside  of 
their  conference  ? — Yes. 

6685.  And  since  you  have  left  the  conference 
you  have  had  increased  difficulty  in  obtaining 
any  through  rates  ? — Yes. 

6686.  In  short,  as  you  have  explained  to  the 
Committee,  they  met  you  at  every  turn? — Yes  ; 
that  has  been  so. 

6687.  When  you  established  a new  line  of 
steamers  your  rates  were  reduced  in  that  case  ? 
— Yes;  that  was  the  case  in  which  the  City  of 
Dublin  Steam  Packet  Companv  were  charging 
7 5.  9 <7.  from  Dublin  to  Liverpool ; they  will 
carry  them  now,  perhaps,  from  Sligo  to  Liver- 
pool for  2 5.  or  3 5.,  which  is  three  times  the  dis- 
tance. 

6688.  Would  you  inform  the  Committee  what 
are  the  railways  which  are  represented  in  the 
conference  you  have  mentioned? — I could  not 
name  them  all  for  you. 

6689.  Could  you  tell  the  Committee  which  are 
outside  the  conference  ? — I think  the  North 
Eastern  Kailway  is  not  in  it ; nor  do  I think  the 
Great  Eastern  Railway  of  England  is  in  it. 

6690.  Are  there  certain  steamboat  companies 
in  it  ? — Yes. 

6691.  And  other  steamboat  companies  are 
ouside  of  it? — Yes;  those  companies  who  are 
in  it  are  bound  to  certain  rules. 

6692.  Have  you  got  those  rules  ? — 1 have 

nOt. 

6693.  Would  you  be.  able  to  obtain  a copy  of 
them  for  the  Committee? — The  rules  are  not 
very  well  defined  ; there  are  some  things  that 
are  understood  which  form  a part  of  the  jn-actice 
of  the  conference,  which  are  not  in  the  printed 
rules. 

6694.  With  regard  to  the  rules,  could  you 
supply  the  Committee  with  a copy  of  them  ? — I 
think  it  is  more  a matter  of  practice  than  of  rule ; 
the  rules,  1 think,  are  formed  by  resolutions 
passed  at  the  meetings.  I could  not  procure  a 
copy  of  the  rules.  It  is  the  secretary  of  the 
conference  wlio  has  the  possession  of  those  do- 
cuments. 

6695.  We  understand  with  regard  to  any  dis- 
pute arising  within  the  conference,  that  the  ar- 
bitration would  only  take  place  by  people  who 
belonged  to  the  conference  itself?  — Only  for 
them,  and  the  only  case  1 have  heard  of  was  a 
dispute  in  a case  of  damage. 

6696.  There  is  no  such  thing  as  an  arbitration 
to  refer  a matter  in  case  of  dispute  to  anyone  out- 
side the  conference? — Not  at  all. 

6697.  I understood  you  that  your  connection 
with  the  conference  applied  with  regard  to  stock 
and  goods ; would  you  be  able  to  join  the  con- 
ference with  regard  to  the  carriage  of  stock  only  ? 
— No,  my  company  joined  the  general  conference, 
but  apart  from  that,  there  is  a separate  branch 
known  as  the  cattle  conference. 

6698.  Is  there  any  other  separate  branch  of 
the  conference  besides  that  relating  to  cattle  ? — 
No,  I do  not  think  so  ; I think  that  is  probably  a 
branch  of  the  same  conference. 


Sir  Baldwyn  Leighton. 

6699.  You  gave  the  Committee  some  rates 
from  Ballina  to  Liverpool  and  to  Dublin  : are  you 
able  to  say  whether  those  are  above  the  maximum 
rates  or  not  ? — The  rates  to  Liverpool  are  through 
rates. 

6700.  And  from  Ballina  to  Dublin  the  rates 
are  maximum  rates  ? — That  question  I could  not 
answer  by  myself ; I think  the  rates  from  Boyle 
to  Sligo  for  eggs  are  above  the  power  of  the  com- 
pany, but  with  reference  to  that  question  I cannot 
undertake  to  say  anything  positively. 


Lord  Pandolph  Churchill. 

6701.  What  remedy  would  you  propose  on  be- 
half of  the  public  as  against  this  conference,  which 
you  say  injures  the  public? — I would  say  that  in 
any  Act  to  be  passed  relative  to  the  railways  the 
companies  should  be  obliged  to  carry  for  every^ 
member  of  the  public,  and  every  company  and 
carrier,  on  the  same  terms  for  one  as  another ; 
then  I think  it  would  rectify  itself. 

6702.  That  would  apply  to  every  future  Act? 
— Yes. 

6703.  What  would  you  do  with  regard  to  old 
Acts  now  in  force  ? — It  is  stated  in  an  existing 
Act  that  the  Railw^ay  Commissioners  have  power 
to  compel  the  railway  companies  to  cany  at  the 
same  rate  for  the  one  as  the  other  ; I went  to  the 
secretary  of  the  Railway  Commissioners  and  spoke 
to  him  about  it,  and  he  said  he  thought  that  that 
w'as  within  the  Railway  Commissioners’  proA’ince; 
but  afterwards  he  said,  we  thought  that  the  Rail- 
way Commissioners  might,  perhaps,  not  take  up 
this  rate,  which  is  charged  under  the  name  of  a 
through  rate,  as  it  is  so  covered  up.  But  any  one 
could  get  the  division  of  the  rates  at  the  Clearing 
Hou.se,  in  Dublin,  and  in  that  way  ascertain  the 
proportion  which  each  company  gets  out  of  the 
through  rates;  therefore  I would  refer  the  Com- 
mittee to  that  office  to  ascertain  what  proportion 
of  that  through  rate  between  Ireland  and  England 
the  different  raihvay  companies  and  steam  com- 
panies get.  The  chairman  of  the  Midland  Rail- 
Avay  Company  of  Ireland  refused  to  give  us  the 
figures  of  the  division  of  the  through  rate  that 


their  company  had  upon  the  traffic  that  I was 
interested  in. 

6703*.  Was  that  wdiile  you  were  a member  of 
the  conference  ? — That  was  after  we  were  out  of 
the  conference,  w'hen  we  were  looking  for  redress 
before  the  Railway  Commissioners,  or  inquiring 
about  it. 

6704.  You  said  that  you  would  like  the  rail- 
Avays  of  Ireland  to  be  under  one  management, 
but  not  State  management? — I would  not  like 
the  railways  to  be  under  State  management. 

6705.  Would  not  the  public  be  in  a more  un- 
jirotected  position  than  they  are  now,  if  the  rail- 
Avays  of  L-eland  were  under  one  independent 
management,  than  if  they  AA'ere  under  the 
State? — If  it  AA’ould  not  encumber  the  State 
Avith  too  much,  I should  prefer  the  State ; but  I 
think  the  State  has  enough  to  do  without  taking 
upon  itself  the  management  of  raihvays. 

6706.  Is  it  not  the  fact  that  this  traffic  con- 
ference is  composed  of  a great  many  representa- 
tives of  various  interests  ? — There  are  many 
companies  interested  represented  upon  that  con- 
ference. 

6707.  Supposing  that  you  had  all  tlm  com- 
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panies  formed  into  one,  and  they  were  to  fix  any 
rates  they  liked  with  the  English  companies, 
where  would  be  your  protection  ? — I would  fix 
them  down  so  that  they  could  not  charge  more 
than  a maximum  rate. 

6708.  Would  you  have  them  fixed  down  so  as 
not  to  exceed  the  maximum  rate? — I believe 
they  do  it  in  some  cases. 

6709.  Would  you  have  that  maximum  rate 
always  charged  ? — No,  I would  not,  but  I think 
I would  have  them  fixed  in  this  way  : Kound  an 
island  like  Ireland  there  would  be  a ceriain  com- 
petition by  sea  carriage  which  would  check  the 
advance  in  railway  rates  to  a certain  extent,  and 
if  the  railway  companies  charged  too  much  the 
public  would  check  that  by  running  a steamer  in 
the  trade. 

6710.  You  would  like  to  have  oue  independent 
amalgamation  of  the  Irish  railways,  and  a maxi- 
mum rate  fixed  by  law  for  everything? — Yes,  a 
maximum  rate  not  to  be  exceeded,  and,  as  I sug- 
gested further,  both  into  ports  and  out,  the  rates 
should  be  uniform  according  to  distance. 

6711.  And  you  positively  think  that  you  would 
be  better  off  under  such  an  arrangement  as  that 
than  you  are  now  ? — I think  we  would  ; it  would 
be  open  to  the  steamboat  companies  to  meet  them 
and  get  the  traffic  at  the  port,  so  that  you  would 
ensure  the  traffic  being  carried  cheaply. 

Sir  Edward  Wathin. 

6712.  {Through  the  Chairman.)  I suppose 
your  view  would  be  that  a general  union,  I mean 
a commercial  union,  not  a Governmental  union  of 
the  Irish  railways,  would  lead  to  large  eco- 
nomies ? — I think  it  would. 

6713.  And  would  enable  the  Government,  or 
whoever  had  control,  to  make  conditions  by  which 
the  classification  might  be  improved  by  which, 
in  certain  articles  of  importance  to  the  country, 
the  rates  might  be  reduced,  and  the  public  get 
the  benefit  of  the  economy  ? — I think  so,  and  I 
think  the  public  would  be  more  satisfied  with  a 
uniform  management  applied  to  different  places 
upon  something  of  the  same  basis. 

Lord  Randolph  Churchill. 

6714.  I want  to  know  this:  having  found  this 
conference,  which  is  nothing  more  nor  less  than  a 
commercial  union  in  one  shape,  entirely  hostile 
to  the  home  Irish  trade,  how  do  you  suppose  that 
a different  shape  or  differential  form  of  com- 
mercial union  would  benefit  the  Irish  trade  ; what 
would  be  the  difference  between  the  conference 
as  it  at  pi’esent  exists,  and  the  commercial  union 
you  suggest? — I say  it  is  more  hostile  to  Galway, 
and  more  hostile  to  Westport  than  to  other 
places. 

6715.  As  far  as  your  experience  goes,  the 
conference  has  not  acted  fairly  to  the  home 
trade  ? — I think  it  has  prevented  competition  in 
the  way  of  sea  carriage  ; it  has  assisted  to  main- 
tain the  monopoly  in  the  sea  carriage  between 
Ireland  and  England. 

6716.  And  its  tendency  has  been  to  enable 
you  to  import  foreign  articles  at  a lower  price 
than  you  can  send  articles  out  of  Ireland  for  ? — 
There  is  a lar^e  amount  of  foreign  produce  im- 
ported into  Ireland;  there  is  a large  quantity  of 
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American  bacon  and  foreign  flour  imported  to 
Ireland. 

6717.  And  the  through  rate  fixed  at  the  con- 
ference assists  those  articles  to  come  in  and  com- 
pete with  the  local  produce  ; is  that  so  ? — No, 
those  articles  come  in  cheaper  by  the  local  rate. 

6718.  Would  you  tell  the  Committee  what 
difference  there  would  be  between  the  commer- 
cial union  which  exists  at  the  present  moment 
under  the  shape  of  this  conference,  and  of  the 
commercial  union  which  you  recommend  in  the 
shape  of  an  independent  amalgamation  of  the 
Irish  railways  ? — I think  that  the  administration 
of  the  different  railways  in  Ireland  would  be 
carried  out  upon  a more  satisfactory  basis,  and  a 
more  general  rule  for  working  them  than  there  is 
now.  Now  there  is  one  company,  perhaps, 
liberal  and  another  illiberal,  and  I think  if  the 
system  of  management  were  all  under  one  head, 
there  would  lie  less  cause  of  complaint  from  local 
and  other  influences  which  seem  to  exist.  I 
think  that  Ireland  being  a small  place,  the  fact 
of  the  management  being  central  would  give 
more  general  satisfaction  to  the  j)ublic  than  is  the 
case  now. 

Mr.  Bolton. 

6719.  {Through  the  Chairman.')  Does  the 
conference  deal  with  local  rates  in  Ireland  ? — 
The  conference  does  not  deal  with  local  rates,  as 
far  as  I am  aware. 

6720.  Then  those  local  rates  of  which  you  are 
complaining  are  not  rates  with  which  the  con- 
ference have  had  anything  to  do  ? — No,  but  the 
confei’ence  have  through  rates  which  render 
these  inoperative,  or  against  the  interests  of  the 
country. 

Chairman. 

6721.  I think  I understood  you  to  say  that  you 
believed  the  charge  from  Boyle  to  Sligo  was 
above  the  legal  maximum  rate  ? — I believe  it  is. 

6722.  If  that  is  your  belief,  why  has  no 
attempt  ever  been  made  to  test  the  question 
before  a court  of  law? — You  may  call  it  apathy 
if  you  will ; we  wrote  personally  to  the  manager. 
I have  an  extract  from  his  letter,  dated  the  2nd 
October  1879  ; we  wrote  to  him  and  complained 
of  the  rate,  and  asked  for  it  to  be  reduced,  and 
this  is  the  answer  of  the  manager  : “ In  reply  to 
your  letter  of  the  25th  ultimo,  I beg  to  say  that 
I consider  the  present  rates  for  butter  from 
Boyle,  Garrick,  and  Ballymote  low  enough,  and 
.1  regret  that  I do  not  see  my  way  to  make  any 
reduction.” 

6723.  But  you  never  wrote  back  and  said  that 
you  considered  the  rates  were  above  the  legal 
maximum,  and  ascertained  what  the  legal  maxi- 
mum was,  and  demanded  that  the  rate  should  be 
reduced  to  that? — We  did  not. 

6724.  Do  not  you  consider  that  is  rather 
apathetic? — There  is  another  reason  for  it;  we 
were  doing  a very  extensive  local  business  with 
this  company,  and  did  not  wish  to  get  into 
loggerheads  with  them. 

6725.  Will  you  tell  me  whether,  in  your 
opinion,  one  of  the  reasons  why  the  Midland 
and  Great  Western  Company  gives  an  advan- 
tageous rate  through  Dublin,  instead  of  giving 
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a similar  rate  through  Sligo,  would  be  that  from 
this  butter-producing  district  round  Hoyle  they 
would  have  a longer  lead  by  their  railway,  so 
that  they  have  a larger  proportion  of  the  rate  ? 
— That  is  so,  no  doubt. 

6726.  If  the  company  gave  similar  facilities 
to  Sligo,  they  would  have  a lesser  proportion  of 
railway  rate  ? — Yes,  that  is  so,  and  for  that  reason 
the  company  refuses  to  give  us  through  rates 
from  those  iulantl  towns  to  Sligo. 

6727.  But  if  the  through  rates  were  given, 
you  believe  that  the  local  traders  would  find  it 
more  convenient  to  send  their  butter  to  Sligo  ? 
— Yes,  I do,  and  in  fact  the  great  bulk  of  the 
butter  did  go  by  Sligo  until  the  railway  company 
turned  it  away  by  the  higher  rates  into  Sligo,  and 
the  low  rates  forward  to  England ; the  butter 
market  of  Sligo  is  seriously  affected  by  that 
alteration  of  rates.  It  may  seem  singular,  but  in 
Sligo  there  is  considerable  competition  in  the  but- 
ter trade  and  in  every  other  trade  ; I do  not  sup- 
pose that  there  is  a town  in  Ireland  where  farmers 
get  better  prices  than  they  do  in  Sligo ; if  a 
farmer  in  Boyle  sends  his  butter  to  England,  he 
is  not  likely  to  get  so  large  a price  as  the  man 
Avho  sends  large  quantities,  who  is  a regular  dealer, 
therefore  the  Sligo  dealer  in  the  market  can  afford 
to  give  a larger  price. 

6728.  There  is  no  greater  risk  to  butter  if 
carried  by  sea  than  by  land,  is  there? — No,  it  is 
put  in  a cool  place,  and  goes  at  less  disadvantage 
than  by  rail ; I have  known  some  shippers  in  hot 
weather  to  prefer  sending  butter  by  sea  rather 
than  by  rail. 

6729.  Do  you  know  anything  about  the  charges 
from  Sligo  to  Ballaghaderreen  ? — I think  I have 
some  of  the  charges  with  me. 

6730.  Can  you  state  whether,  what  I am  told 
by  a correspondent,  is  true,  viz.,  that  before  the 
railway  was  made  the  cliarge  for  carriage  for  32 
miles,  from  Sligo  to  Ballaghaderreen,  Avas  6 c?.  a 
cwt.  ? — That  is  about  the  price. 

6731.  Will  you  take  these  bills  upon  the  Mid- 
land Great  Northern  Railway  ; you  see  the  items 
marked  by  a star,  they  relate  to  groceries,  and  so 
on,  and  tell  the  Committee  what  the  charge  per 
cwt.  comes  to  from  Sligo  to  Ballaghaderreen  ! — 
The  first  item  here  is  two  bags  of  sugar,  4 cwt. 
1 qr.  13  lbs.,  3 s. 

6732.  lIoAV  much  is  that  for  the  cai’rlage? — 
About  13  s.  4 d.  a ton. 

6733.  That  is  more  than  the  old  carriers’ rate  ? 
—Yes. 

6734.  Now  take  the  next  ? — A box  of  sundries 
1 cwt..  Is.  6c?.;  that  is  30s.  a ton. 

6735.  That  is  above  the  carriers’ rate  ? — Yes. 
The  next  item  on  tlie  account  is  one  barrel  of 
sugar,  2 cwt.  20  lbs.,  1 s.  8 d. 

6736.  Do  you  send  any  goods  to  Ballagha- 
derreen ? — I do. 

6737.  Have  you  any  reason  to  complain  of  the 
charges  ? — The  charges  on  eggs  and  butter  are 
very  high  ; but,  as  Aveil  as  I remember,  although 
Ballaghaderreen  is  rather  further  than  Boyle,  I 
think  four  miles  further,  the  rate  is  4 s.  less  from 
Ballaghaderreen  tlian  it  is  from  Boyle  to  Sligo. 

6738.  My  correspondent  says  they  have 
suffered  by  having  the  railway  brought  to  their 
door ; do  you  confirm  that  ? — They  would  have 


Chairman  — continued. 

got  the  goods  cheaper  formerly  than  they  do  now 
by  having  them  brought  by  the  railway. 

6739.  Then  why  do  they  not  get  them  carted 
now  ? — 1 suppose  that  owing  to  the  making  of  the 
railway,  the  carts  have  been  taken  off  the  road. 

Mr.  Loicther. 

7 4 0.  How  long  would  the  goods  be  going  by 
the  cart? — Twelve  or  fourteen  hours,  I tliink. 

6741.  And  how  lone;  by  rail? — About  two 
hours. 

Lord  Randolph  Churchill. 

6742.  Do  you  mean  to  say  that  you  know  of 
any  local  Irish  train  in  Ireland  that  could  go  30 
miles  in  two  hours? — I ivould  say  from  two  or 
three  hours.  I think  a train  with  passengers  can 
go  there  in  about  two  or  three  hours. 

Chairman. 

6743.  But  do  they  ? — I do  not  know  ; I have 
not  been  there  myself. 

6744.  Do  you  knoiv  anything  about  the  price 
of  the  carriage  of  salt  upon  the  Irish  raihvays  ? 
—It  is  rather  higher  than  a good  many  things ; 
It  is  higher  than  meal  or  flour. 

6745.  I have  the  statements  sent  me  from 
Dublin  stating  that  the  rate  is  almost  prohibitory, 
and  that  salt  is  used  largely  for  manure  as  Avell 
as  for  other  purposes ; I only  wish  to  ask  you 
if  you  know  anything  about  that  ? — I do  not. 

Mr.  O'  Sullivan. 

6746.  Have  not  the  goods  to  be  delivered  the 
next  morning  to  be  sent  before  six  at  night  ? — 
The  goods  train  travels  at  night.  I think  they 
load  the  goods  at  six  in  the  evening,  and  then 
the  good.><  store  closes.  They  get  the  goods  at 
half-past  eight  in  the  morning, 

6747.  Is  it  the  expense  and  the  trouble  that 
prevented  you  going  before  the  Raihvay  Com- 
missioners ? — It  was  rather  the  tincertainty  that 
deterred  us  ; we  would  not  hesitate  about  a little 
expense. 

6748.  Do  you  know  that  their  time  is  princi- 
pally taken  up  on  regulating  disputes  between 
railway  corajianies  ? — I think  I have  seen  that 
the  Railway  Commissioners  have  regulated  the 
rates  about  Belfast  very  much  to  the  advantage 
of  the  public, 

Mr.  Callan. 

6749.  With  regard  to  the  rates  from  Sligo  to 
Ballaghaderreen,  do  the  company  deliver  ? — They 
neither  deliver  nor  collect. 

6750.  You  spoke  about  the  maximum  rate  from 
Boyle  to  Sligo ; do  you  knoiv  what  is  the  rate  ; 
is  it  not  13  s.  4 s.  a ton,  and  is  not  that  under  the 
maximun  rate  ? — No  : I think  it  exceeds  the 
maximum  rate. 

6751.  What  is  the  through  rate  from  Boyle  to 
Liverpool  in  Dublin  for  butter? — Thirty-eight 
shillings  and  ten  pence. 

6752.  It  is  38  s.  10  li.  to  Liverpool,  and 
13s.  4//.  from  Boyle  to  Sligo? — Yes. 

6753.  How  is  it  that  the  trader  prefers  the 
route  from  Boyle  via  Dublin  to  Liverpool  at 
38  s.  10  d.,  to  sending  in  his  goods  to  Sligo  at 
13  s.  4 d.,  Avhich  Avould  give  25  s.  6 d.  for  convey- 
ance 
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Mr.  Callan — continued. 

ance  from  Sligo  to  Liverpool ; is  it  not  that  lie 
prefers  the  long  land  journey  and  the  short  sea 
to  your  screw  steamer  ? — No,  it  is  because  the 
railway  rate  into  Sligo  is  higher  in  proportion. 

6754.  The  rate  from  Boyle  to  Sligo  is  13.<?.  4rf., 
and  the  rate  from  Boyle  to  Liverpool  is  38  s.  10  c?. 
via  Dublin  ; that  would  leave  25  s.  6 d.  from  Sligo 
to  Liverpool  by  steamer  ; how  is  it  that  the 
trader  does  not  send  via  Sligo  ? — The  reason  is 
that  in  the  conference  we  were  obliged  to  charge 
28s.  4 r/. 

6755.  What  do  you  charge  now? — We  charge 
now  10  s.  a ton  for  eggs  from  Sligo  to  Liverpool. 

6756.  That  added  to  13  s.  4 c?.  would  make  it 
only  23  s.  46?.  ? — It  would  go  now  for  that,  but 
that  would  be  owing  to  the  opposition,  and  not  to 
any  reduction  of  the  rates  of  the  railway. 

6757.  What  did  you  charge  in  the  conference  ? 
— We  were  obliged  to  charge  under  the  confer- 
ence 28  s.  4 c?.  ; we  had  to  pay  out  of  that  the 
carriage  into  Sligo,  in  many  cases  from  some  dis- 
tance. 

Chairman. 

6758.  You  have  stated  that  the  rate  from 
Ballina  is  very  much  less,  apparently,  than  the 
rate  from  Boyle  ? — Ballina  is  exceptionally  low. 
On  looking  over  my  tables  I find  I have  made  a 
mistake  in  my  figures  ; I find,  taking  Drumsna, 
Carrick-on-Shannon,  and  Boyle,  the  rate  for  eggs 
is  62  s.  6d.  a ton  to  Dublin. 

Mr.  Callan. 

6759.  And  what  is  the  rate  from  Boyle  to 
Liverpool  ? — The  r.ate  for  butter  would  be 
52  s.  6 c?.,  taking  them  as  third-class  goods. 

6760.  It  does  not  matter  about  the  class? — 
But  I wish  to  say  that  I have  a special  rate  for 
butter  and  provisions  at  33  s.  4 d. 

6761.  From  Boyle  to  Liverpool  via  Dublin  the 
charge  for  butter  is  52  s.  6 d.,  is  it  ? — I would 
prefer  to  call  it  for  third-class  goods. 

6762.  What  is  the  rate  for  eggs? — Eggs  are 
charged  52  s.  6 d.  ; those  are  fourth-class  rates. 

6763.  What  is  the  local  rate  for  butter  and 
eggs  from  Sligo  to  Boyle  ? — It  is  13  s.  4 c?.  for 
eggs,  and  9 s.  2 d.  for  butter,  but  I wish  to  men- 
tion this,  because  it  is  important  to  have  it  clearly 
understood  that  there  is  a special  rate  for  provi- 
sions from  Boyle  to  Liverpool  via  Dublin. 

Chairman. 

6764.  Is  it  the  fact,  or  is  it  not,  that  we  will 
say  a man  producing  butter  and  eggs  at  Boyle, 
and  wishing  to  send  them  to  Liverpool,  can  send 
them  by  Sligo,  paying  the  rate  to  Sligo  by  rail, 
and  then  paying  the  regnlar  steamboat  freight 
round  to  Liverpool,  more  cheaply,  or  as  cheaply, 
as  if  he  sent  them  from  Boyle  via  Dublin  to 
Liverpool — He  could  not  until  the  recent  oppo- 
sition, which  has  existed  a week  or  two. 

Mr.  Callan. 

6765.  T ou  have  stated  in  your  exaralnatlon-in- 
chief  that  the  rate  from  Boyle  to  Sligo  direct  was 
13  s.  4 c?.  for  eggs,  and  9 s.  2 c?.  for  butter;  now 
taking  eggs,  the  railway  company  will  carry  your 
goods  either  way ; they  w’ill  deposit  your  goods 
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either  at  the  terminus  in  Liverpool  or  Dublin,  or 
Sligo,  but  they  will  deposit  your  eggs  for  13  s 4 c?. 
at  Sligo,  leaving  you  a margin  of  20  s.  for  the 
sea  carriage  to  Liverpool  ; do  you  complain  of 
the  railway  companies  leaving  you  such  a large 
margin? — I complain  of  the  excessive  rate  for  the 
short  distance. 

6766.  How  can  it  interfere  with  you  sending 
goods  by  the  sea  route  ? — I complain  of  it  as  a 
trader,  that  we  do  not  get  the  butter  into  Sligo 
that  we  should  otherwise  do. 

Chairman. 

6767.  I understand  that  your  complaint  as  a 
carrier  has  been  remedied  within  the  last  week 
or  two,  but  that  your  eomplaint  as  a trader  still 
remains  unaffected  ? — Quite  so. 

6768.  I understand  that  within  the  last  week 
or  two  the  rate  for  the  sea  passage  have  been 
lowered,  so  that  you  can  now  send  to  Liverpool 
via  Sligo,  as  cheaply,  or  more  cheaply,  than  they 
could  be  sent  via  Dublin  ? — That  is  so. 

Mr.  Callan. 

6769.  Is  this  not  the  case,  that  for  the  last 
year  the  charge  from  Boyle  to  Liverpool  via 
Dublin  was  33  s.  4c/.? — No;  I find  I gave  you 
the  class  rates,  but  I have  also  got  the  special 
rate  given  to  me  ; I do  not  know  when  that  was 

6770.  VVhat  is  the  rate  from  Boyle  via  Dublin 
to  Liverpool  ? — That  33  s.  4 d.  is  given  me  as  a 
special  rate. 

Mr.  Bolton. 

6771.  Do  you  believe  it  to  be  correct? — I be- 
lieve it  to  be  the  special  rate,  under  certain  cir- 
cumstances. 

6772.  Do  you  believe  it  to  be  the  lowest  rate  ? 
— I believe  it  is. 

Mr.  Callan. 

6773.  You  yourself  are  the  only  carrier  by  sea 
between  Sligo  and  Liverpool,  are  you  not? — 
Yes. 

6774.  That  is  to  say,  for  the  last  few  years  ? — 
Yes. 

6775.  And  how  much  did  you  charge  a ton? — 
According  to  the  conference,  Ave  were  obliged  to 
charge  28  s.  4 c?. 

6776.  Nothing  has  occurred  during  the  last 
week  with  the  Midland  Great  Western  Raihvav 
Company  which  has  altered  the  state  of  affairs  ? 
— Certainly  not. 

6777.  So  that  if  a trader  in  Boyle  was  pre- 
vented from  sending  his  eggs  and  butter  to 
Liverpool  by  Sligo,  it  was  on  account  of  the 
heavy  charges  of  the  steamboat  company  trading 
between  Liverpool  and  Sligo,  was  it  not  ? — No; 
it  was  because  of  the  railway  charge  being  so 
excessive  in  proportion  to  any  other  rate  charged 
upon  their  line. 

6778.  You  are  giving  evidence  of  what  you 
know  ; is  it  the  fact  that  the  rate  which  has  been 
really  charged  by  the  railway  company  from 
Boyle  to  Sligo  for  eggs  and  butter  has  been 
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8 s.  4,(1.,  and  not  13  s.  4cZ.  ? — We  have  been  pay- 
ing 13s.  Ad.,  I believe. 

6779.  You  have  told  the  Committee  that  the 
rate  from  Boyle  to  Sligo  on  butter  and  eggs  is 
13s.  Ad.-,  but  I ask  you  whether  you  are  not 
aware  that  it  is  8 s.  4(Z.  ? — I would  ask  you  the 
date  when  it  has  been  reduced  to  that;  because 


Mr.  Callan — continued. 

the  reduction,  if  it  has  been  made,  may  have 
been  made  for  the  purposes  of  this  Committee. 

Chairman. 

6780.  What  was  the  date  of  your  13  s.  4 c?. 
rate  ? — I'hese  particulars  have  been  got  up  within 
a month  or  two. 


The  Honourable  WILLIAM  LOWTHER,  took  the  Chair. 


Mr.  Thomas  Alexander  Dickson,  called  in;  and  Examined. 


Mr.  Mulholland. 

6781.  You  were  formerly  a Member  of  the 
House  of  Commons  ? — I was. 

6782.  And  you  are  now  a Member  of  the 
Royal  Commission  for  inquiring  into  Inland  Na- 
vigation in  Ireland  ? — I am. 

6783.  And  you  are  also  a Member  of  the 
Chamber  of  Commerce  at  Belfast  ? — I am. 

6784.  And  you  have  come  over  at  the  request 
of  the  Chamber  of  Commerce? — Yes,  I have. 

6785.  You  are  largely  interested  in  the  in- 
dustry of  the  north  of  Ireland,  I believe? — I am. 

6786.  How  long  has  your  experience  extended? 
— For  the  last  30  years. 

6787.  Is  it  your  opinion,  considering  the  pecu- 
liar circumstances  of  Ireland,  that  it  is  of  great 
importance  to  its  trade  to  have  low  rates  of  car- 
riage upon  railways  ? — I do  ; I regard  it  as  of 
vital  importance. 

6788.  And  also  to  have  every  facility  for  the 
transmission  of  goods  ? — Yes. 

6789.  You  have  no  competition  in  the  railways 
of  Ireland  ? — We  have  not. 

6790.  Do  you  consider  the  present  tariff  of 
rates  is  such  as  to  develope  the  industry  of  the 
country  ? — I consider  that  in  the  great  majority 
of  cases  the  rates  are  prohibitory,  especially  in 
connection  with  agricultural  produce  and  local 
manufactures. 

6791.  You  would  say,  1 suppose,  that  Ireland 
was  principally  an  agricultural  country? — Yes, 
except  in  some  of  the  northern  counties.  I must 
here  be  understood  as  speaking  of  my  experience 
in  connection  -with  the  northern  railways. 

6792.  And  the  value  of  the  agricultural  pro- 
duce being  small  in  proportion  to  its  weight,  it  is 
especially  necessary  that  it  should  be  carried  at 
low  rates  ? — It  is. 

6793.  The  imports,  I suj)pose,  into  Ireland,  are 
chiefly  of  coal  and  iron  connected  with  manu- 
facture ? — Coal,  iron,  chemicals,  and  bread  stuffs 
coming  into  the  interior,  and  flax. 

6794.  The  rates  on  coal  and  iron  are  also  very 
heavy,  in  proportion  to  their  value  ? — They  ai-e, 
compared  with  the  English  rates. 

6795.  Do  you  think  it  is  of  importance  to  the 
manufacturers  of  iron  goods  that  the  supplies  of 
coal  should  be  cheap? — Yes,  it  is  of  great  im- 
portance that  the  rates  for  coal  into  the  interior 
of  the  country  in  connection  with  local  manu- 
facture should  be  moderate. 


Mr.  Mulholland — continued. 

6796.  You  have  spoken  of  the  rates  being  at 
present  excessive  ; is  it  your  opinion  that  the 
excess  arises  at  all  from  the  system  of  classifica- 
tion?— I believe  so;  I have  compared  the  system 
of  the  Irish  classification  with  the  English 
classification,  and  if  the  Honourable  Chairman 
will  allow  me,  in  order  to  get  it  continuously  on 
the  notes,  I will  give  the  Committee  a few  of 
the  differences  that  exist  between  the  English 
and  the  Irish  classifications. 

6797.  Before  you  do  that,  I wish  you  to  state 
generally  what  the  fact  is  with  regard  to  the  two 
systems  of  classifications ; is  it  the  fact  that  there 
are  a good  many  goods  which  in  Ireland  are  in  a 
higher  classification  than  they  are  in  England? — 
That  is  so. 

6798.  The  consequence  is  that  such  goods  pay 
very  much  higher  rates  of  carriage  than  they  do 
in  England  and  Scotland? — That  is  so. 

6799.  That  leads  to  very  strange  anomalies 
when  we  compare  the  rates  we  pay  upon  our 
export  trade  and  the  rates  we  pay  upon  the  im- 
port trade? — Yes;  I would  mention  that  if  goods 
are  booked  through  to  the  inland  towns  of  Ireland, 
they  have  the  advantage  of  the  English  classifica- 
tion, whereas,  if  they  are  booked  to  an  Irish  port, 
and  then  booked  locally,  the  Irish  classification 
comes  in,  and  then  the  rates  are  excessive  to  the 
intei’ior  of  the  country,  owing  to  there  being  no 
competition. 

6800.  And  the  same  goods  coming  from  the 
interior  of  Ireland  to  the  poi't  pay  higher  rates 
than  goods  going  from  the  outside  to  the  in- 
terior ? — That  is  so ; in  connection  with  the 
classification  I find  that  in  England  there  are 
seven  classes,  first  a mineral  class,  next  the  special 
class,  and  then  the  ordinary  first,  second,  third, 
fourth,  and  fifth  classes.  In  Ireland  we  have  no 
mineral  class,  we  have  no  special  class,  we  have 
just  the  ordiuaiy  six.  In  England  the  first  and 
second  class  goods  are  carted ; in  Ireland  they  are 
not  carted. 

6801.  Is  not  the  Irish  first  class  similar  to  the 
English  mineral  class? — No,  I think  not.  Then 
with  reference  to  agricultural  produce,  grain 
under  the  Irish  classification  is  second  class ; in 
the  English  classification  it  is  first  class  under 
two-ton  lots,  and  above  two-ton  lots  it  is  a special 
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Mr.  Mulholland — continued, 
class.  Agricultural  seeds,  which  in  the  Irish 
classification  are  third  and  fourth  classes  are  in 
the  English  first  and  second  classes,  and  in  some 
cases  special.  Agricultural  produce,  such  as 
turnips  and  mangold  wurtzels,  and  root  crops  in 
the  Irish  classification,  are  second  class  for  root 
crops,  and  third  class  for  green  ; in  the  English 
classification,  for  less  than  three-ton  lots  root  crops 
are  first  class,  and  over  three  tons  are  special 
class  ; in  Ireland  alum  is  third  class,  while  it  is 
special  in  the  English  classification  ; hams  are 
fourth  class  in  Ireland,  and  second  class  in 
England  j hams,  loose,  are  fifth  class  in  Ireland, 
and  third  class  in  England  ; bleaching  powder, 
which  is  a very  important  chemical,  in  the  North 
of  Ireland,  is  third  class  in  Ireland,  and  is 
conveyed  at  special  rate  in  England  ; dye 
woods  are  third  class  in  Ireland,  and  first  in 
England.  Then  I would  come  to  flax : most 
important  in  connection  with  our  Irish  manu- 
factures ; the  Irish  class  for  flax  in  bales  is 
third,  and  in  the  English  classification  second  ; 
flax,  loose,  in  the  Irish  classification  is  fifth,  in 
England  it  is  third,  and  when  conveyed  at  owner’s 
risk  it  is  secnnd  class ; then  with  reference  to 
linens,  they  are  fourth  class  in  Ireland,  and  third 
class  in  England.  I have  the  particulars,  which 
I shall  go  into  subsequently,  as  to  the  rates  for 
linens  to  the  interior  and  to  the  various  towns ; 
then  taking  castings,  heavy  castings  are  fourth 
class  in  Ireland  and  first  class  in  England,  and 
they  are  ■ conveyed  in  England  at  special  rate 
when  they  are  conveyed  at  the  owner’s  risk  ; 
looms,  which  come  very  largely  from  the  north 
of  England  to  the  north  of  Ireland,  are  fifth  class 
in  Ireland,  and  second  class  in  England. 

6802.  Now  I will  just  ask  you  as  to  the  effect 
of  these  different  classifications  ; the  effect  is,  is 
it  not,  that  the  produce  of  ironfounders  in  Bel- 
fast pays  a higher  rate  over  the  Irish  railways 
than  the  produce  of  English  and  Scotch  foundries  ? 
— Yes,  that  is  so  ; from  Heywood  to  Dungannon, 
the  rate  for  looms  is  50  s.  a ton ; that  is  a long 
distance  by  rail,  and  130  miles  by  sea  to  Belfast 
port ; then  the  Irish  railway  company  get  out  of 
that  50  s.  20  s.  for  conveying  the  goods  40  miles. 

6803.  Then  you  complain  that  the  rates  for 
looms  are  too  high?- -Yes. 

6804.  I thought  you  were  com[)lainingthat  the 
rate  under  the  English  classification  was  lower 
than  under  the  Irish,  so  that  the  Belfast  looms 
would  have  paid  a higher  rate  than  the  English 
ones  on  the  Irish  railways? — I was  going  to  men- 
tion the  castings  from  the  Belfast  foundries  ; they 
pay  fifth  class  in  Ireland,  whereas  the  same  good 
in  England  pay  special  class. 

6805.  Another  point  is  that  the  Irish  farmer 
has  to  pay  more  for  getting  his  pork  sent  to  a sea- 
port than  is  charged  for  bacon  going  back  from 
the  seaport  to  the  same  town? — Yes  ; take  pork, 
which  is  an  article  largely  produced  in  Ireland, 
the  rate  charged  for  about  40  miles  of  railway 
carriage  from  Dungannon  to  Belfast,  is  13  s.  4 d. 
a ton,  not  carted  at  either  end ; adding  2 s.  fid. 
for  cartage  would  bring  it  up  to  15  s.  10  d.  On 
the  other  hand,  the  rate  charged  for  American 
bacon  coming  the  same  distance  from  Belfast  into 
the  interior  for  40  miles,  is  onlv  10  s.,  including 
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cartage  at  each  end,  giving  5 s.  1 0 d.  a ton  against 
the  Irish  producer. 

680o.  Do  you  know  how  the  rates  charged  for 
manures  in  Ireland  correspond  with  those  charged 
in  England  and  Scotland  ? — In  Ireland  the  rate 
for  bag  manure  is  second  class  ; in  England  it  is 
conveyed  at  special  rate  ; in  Ireland,  stable  ma- 
nure is  conveyed  at  first  class  ; in  England  it  is 
conveyed  at  the  mineral  class  rate. 

6807.  And  it  would  be,  I suppose,  of  great 
importance  to  the  agriculture  of  the  country  to 
get  the  manure  as  cheaply  carried  as  possible  ? 
— Of  great  importance. 

6808.  You  have  a manufactory,  I think,  in 
your  neighbourhood,  of  tiles  and  earthenware  ? — 
Yes. 

6809.  What  are  the  rates  charged  for  that,  as 
compared  with  the  rates  charged  in  England  and 
Scotland? — I do  not  know  the  rates  exactly,  but 
I know  there  are  very  strong  complaints  from  a 
local  manufacturer ; we  have  only  one  manu- 
facturer of  bricks  and  tiles  in  our  neighbourhood, 
and  he  complains  that  the  goods  which  he  manu- 
factures going  from  the  interior  to  other  towns 
about  40  or  50  miles  distant,  are  charged  such  a 
high  rate,  that  the  same  class  of  goods  can  be  de- 
livered I'rom  Glasgow  to  any  town  in  Ulster 
cheaper  than  he  can  deliver  them,  using  the  local 
raihvays. 

6810.  The  result  of  which  is,  of  course,  to 
prevent  the  proper  development  of  local  manu- 
facture ? — That  is  so. 

6811.  Will  you  g-ive  the  Committee  the  rates 
for  those  goods? — For  pipes  and  earthenware 
and  troughs,  the  English  rate  is  special,  while 
they  are  fourth  class  in  Ireland.  Then  common 
tiles  for  drains,  floors,  or  roofs,  are  third  class  in 
Ireland,  while  they  are  classed  as  mineral  in  the 
English  classification. 

6812.  Can  you  give  the  Committee  the  actual 
rates  ? — No,  I have  not  the  amount  in  money  ; 
but  I would  merely  state  that,  as  a matter  of 
fact,  these  goods  can  be  laid  down  as  cheaply 
from  a manufactory  in  Glasgow,  or  the  neighbour- 
hood, as  they  can  from  a local  manufactory  in 
Ireland.  I did  not  go  into  the  figures,  because 
I understood  vhat  the  complaioant  would  be 
examined. 

6813.  You  reside  in  the  immediate  neighbour- 
hood of  these  tile  works,  I believe  ? — I do. 

6814.  With  respect  to  the  linen  trade,  that  is 
the  chief  industry  of  the  north  of  Ireland,  is  it 
not?^ — Yes,  linen  and  flax. 

6815.  With  regard  to  charges  on  flax,  are  thev 
higher  ])er  mile  for  the  Irish  flax  going  over  the 
Irish  railways,  than  for  the  foreign  flax  which 
comes  over  the  English  railways  ? — Yes,  the  rate 
from  Stranorlar,  a town  in  County  Donegal,  for 
flax,  is  21s.  8 c?.  to  Belfast,  a distance  of  86 
miles,  while  the  rate  from  Ghent,  in  Belgium, 
to  Belfast  is  only  18  s,  8 d.  This  flax  from  Ghent 
either  comes  to  Leith,  and  then  across  Scotland, 
or  it  comes  by  Goole  or  Hull,  or  it  can  come  by 
sea  all  the  tvay.  But  in  the  case  of  Stranorlar 
the  flax  pays  21s,  8 <7.  for  86  miles,  whereas  from 
Ghent,  coming  across  the  entire  railway  system 
of  England,  from  east  to  west,  it  only  costs 
18  s.  8 c?. 

6816.  Let  us  take  a case  in  which  the  con- 
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Mr.  Mulholland — continued, 
ditions  are  reversed  ; in  that  case  the  sea  carriage 
was  on  the  side  of  the  cheaper  rate,  and  the 
longer  distance  ; but  can  you  compare  your  linen 
rate  from  Belfast  to  London,  with  the  rate  from 
Dundee  to  London,  where  there  is  no  sea  traffic, 
and  it  goes  all  the  way  by  rail  ? — I can  ; but  I 
would  mention  this  first,  to  show  the  local  in- 
equalities in  regard  to  the  flax  ti-ade.  London- 
derry is  100  miles  from  Belfast,  and  the  rate 
from  Londonderry  to  Belfast  is  10  s. ; but  as  you 
come  nearer  Belfast  the  rate  for  flax  gradually 
increases.  The  very  next  town  to  Londonderry 
is  St.  Johnston;  that  is  nearer  Belfast,  and 
from  there  the  rate  is  14s.  2d.,  that  is  about 
95  miles.  Then  as  you  come  to  Strabane,  which 
is  still  nearer  Belfast,  the  rate  is  still  14  s.  2 d.  to 
Belfast. 

6817.  What  distance  would  that  be? — About 
80  miles.  Then  coming  still  nearer  to  Belfast, 
from  Omagh,  67  miles  to  Belfast,  the  rate  is  15  s., 
so  that  as  we  get  nearer  the  chief  town  of  Ulster 
the  rates  gradually  increase.  Then  taking  the 
through  rates  to  England,  from  Strabane  to  Leeds 
it  is  31  s.  8 d.,  whereas  from  Dungannon,  which  is 
\rithin  40  miles  of  Belfast,  and  40  miles  nearer 
Belfast  than  Strabane  is,  the  rate  to  Leeds  is 
40s.;  that  is  to  say,  from  Strabane  the  rate  is 
nearly  9 s.  a ton  less  than  from  Dungannon, 
although  Dungannon  is  40  miles  nearer  Leeds. 

6818.  I was  asking  you  if  you  were  aware  of 
what  the  charge  was  from  Dundee  to  London  by 
the  railway  alone,  compared  with  what  it  was  from 
Dungannon  to  London  by  the  railway  and  sea? 
— From  Dungannon  to  London  by  railway  and 
sea,  via  either  Fleetwood  or  Barrow,  a distance,  of 
about  4U0  miles,  the  charge  is  52s.  Qd.  The 
charge  for  linens  from  Dundee  to  London,  a dis- 
tance of  472  miles  all  by  x’ail,  is  41s.  9,d  ; that  is 
to  say,  the  Dundee  manufacturer,  for  a distance 
of  472  miles  all  railway,  can  send  his  goods  into 
London  10s.  or  11  s.  a ton  cheaper  than  a manu- 
facturer in  the  north  of  Ireland. 

6819.  Are  the  goods  in  which  the  Irish  manu- 
facturer has  to  compete  Avith  the  manufacturer  in 
Dundee,  generally  very  heavy  and  coarse  goods  ? 
— Yes;  Ave  complain  that  for  coarse  goods  which 
are  not  of  much  more  value  than  the  Dundee 
goods,  Ave  pay  the  same  rate  as  for  fine  goods ; 
that  for  rough  brown  goods,  Avhich  are  only 
Avorth  100  Z.  a ton,  Ave  ])ay  the  same  rate  as  for 
cambric  pocket-handkerchiefs,  Avhich  are  Avorth 
1,000  Z.  a ton,  Avhereas  manufacturers  in  England 
and  Scotland  have  a canvas  rate  for  coarse  un- 
bleached goods,  Avhich  are  conveyed  as  a lower 
class.  W e have  a large  traffic  from  Dungannon  to 
Belfast,  which  is  only  40  miles,  and  Ave  pay  for 
that  10s.  and  12  s.  Qd.  Noav  from  Dundee  to 
Glasgow,  a distance  of  87  miles,  the  charge  is 
15  s.  a ton,  not  more  than  half  of  what  Ave  pay. 
From  Forfar  to  GlasgOAV  the  distance  is  97  miles, 
the  charge  is  16s.  8rf.,  Avhereas  from  Dungannon 
to  Dublin  the  chai  ge  is  25  s.  for  the  same  dis- 
tance. 

6820.  Is  it  your  opinion  that  those  very  high 
rates  upon  goods  from  Dungannon  to  London  are 
caused  chiefly  by  the  high  charges  upon  the 
Irish  portion  of  the  railways,  or  do  you  think 
they  are  charged  high  both  upon  the  Irish  and 


Mr.  Mulholland — continued, 
the  English  raihvays? — They  are  charged  high 
upon  both.  I should  mention  that  while  Ave  pay 
52  s.  6 <Z.  a ton  for  400  miles  from  Dungannon  to 
London,  Ave  only  pay  7 s.  Q d.  a ton  more  to 
Paris,  that  is  to  say,  I send  goods  from  Dungannon 
to  Pari^at  60  s.  a ton  ; Avhereas  I pay  52  s.  6 cZ.  a 
ton  to  Uiondon.  Then  Avhen  Ave  go  to  London 
Ave  meet  the  French  manufacturers  who  compete 
Avith  us  in  the  London  market.  The  manufac- 
turers at  Lille  can  send  their  goods  into  London 
lor  28  s.  9cZ.,  that  is  15  s.  from  Boulogne  to 
London,  and  13  s.  9 <Z.  from  Lille  to  Boulogne. 

6821.  Whereas  you  pay  52  s.  6 iZ.  ? — Yes,  as 
against  28  s.  9 d. 

6822.  And  those  high  rates  are  a great  pro- 
hibition to  the  trade  in  the  coarser  and  heavier 
descriptions? — Yes,  we  complain  very  much  that 
in  the  classification  of  goods  we  have  not  the 
same  classification  and  rates  as  they  have  in 
England  for  coarse  goods.  We  say  that  coarse 
goods  worth  not  more  than  120  Z.  a ton  should 
not  pay  the  same  rate  as  goods  value  for  1,000  Z. 
a ton. 

6823.  You  have  been  comparing  the  rates  from 
Dundee  to  London  as  compared  Avith  those  from 
Dungannon  to  London  ; but  do  you  think  that 
Irish  goods  are  charged  higher  Avhen  they  go 
over  English  lines  than  Scotch  goods,  and  if  so 
do  you  not  think  that  the  excess  must  be  upon 
the  Irish  side  ? — It  arises  from  this  that  Dundee 
and  the  Scotch  towns  if  they  do  not  get  a mode- 
rate rate  by  rail,  can  send  by  sea,  but  Ave  are 
shut  in. 

6824.  Have  you  thought  Avhat  Avould  be  the 
remedy  for  this  state  of  things? — What  Ave  com- 
plain of  is,  that  at  Avhat  is  called  the  raihvay 
conference  all  these  things  are  fixed  Avithout  our 
being  represented ; practically  Ave  have  no  voice 
Avhatever  in  the  classification  of  goods  nor  in  the 
fixing  of  rates,  but  we  are  utterly  at  the  mercy 
of  the  raihvay  companies  and  the  conference. 

6825.  You  do  not  think  that  the  Raihvay  Com- 
mission is  practically  of  any  use  in  overcoming 
that  difficulty  ? — I do  not  see  that  they  are;  the 
Raihvay  Commissioners  are  very  difficult  of 
access,  and  upon  looking  at  the  report  of  the 
Commission  for  last  year  I find  they  had  only 
nine  cases  before  them,  and  delivered  only  nine 
judgments,  and  those  referred  altogether  to  dis- 
putes betAveen  great  raihvay  companies  who  are 
able  to  ])ay  enormous  costs.  What  we  Avould 
require  in  Ireland  are  assistant  commissioners,  as 
appointed  under  the  Act  of  1873  to  act  under  the 
Chief  Commissioners,  but  I never  heard  of  the 
assistant  commissioners : my  impression  is  that 
they  are  not  in  existence ; that  they  were  never 
appointed.  We  believe  that  these  commissioners 
Avould  render  Invaluable  assistance  by  coming  to 
Ireland  and  hearing  the  representations  of  mer- 
chants and  manufacturers,  Avithout  the  enormous 
expense  Avhich  has  noAv  to  be  Incurred  in  going 
before  the  Raihvay  Commissioners  in  a formal 
manner ; in  fact  it  is  prohibitory  for  private 
individuals,  and  it  is  only  the  great  companies 
Avhich  avail  themselves  of  the  powers  of  the 
Raihvay  Commissioners  to  settle  their  oAvn  dis- 
putes. 

6826.  Do  you  mean  that  the  Commissioners 
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should  go  to  Ireland  ? — They  came  to  Belfast 
and  heard  a complaint  locally.  I see  they  sat 
in  Belfast  a short  time  ago,  but  the  general 
public  are  deterred  from  approaching  them, 
owing  to  the  cost  attendant  on  doing  so. 

6827.  You  believe  that  a change  ought  to  be 
made? — Yes,  I consider  that  the  powers  of  the 
Railway  Commissioners  should  be  very  much 
extended  ; that  they  should  have  power  to  fix 
the  classification  of  goods  in  Ireland  ; that  they 
should  have  power  to  fix  the  maximum  rates,  and 
that  they  should  establish  in  Ireland  an  equal 
mileage  rate  for  goods  over  a certain  distance,  so 
as  to  do  away  with  such  gross  inequalities  which 
I have  described  to  the  Committee  as  existing 
between  Londonderry  and  Belfast, 

6828.  You  believe  that  if  there  were  lower 
rates  and  greater  facilities  of  communication, 
there  might  be  a great  development  of  agricul- 
tural traffic? — I believe  that  lower  fares  and 
rates  Avould  contribute  enormously  to  the  com- 
mercial property  of  the  country,  and  would  benefit 
the  shareholders  of  the  companies  ultimately, 
but  unfortunately  our  Irish  lines  are  managed 
in  a narrow  and  illiberal  spirit ; we  want  in  the 
north  of  Ireland  a Forbes  or  an  Allport,  able  to 
grasp  the  system  in  a large  and  liberal  spirit, 
and  deal  with  it  in  a wide  and  comprehensive 
manner. 

Mr.  Monk. 

6829.  I think  you  stated  that  the  Railway 
Commissioners  had  only  nine  cases  before  them 
in  the  past  year  ; how  do  you  account  for  that ; do 
you  suppose  there  were  so  few  disputes,  or  was  it 
in  consequence  of  the  railway  companies  coming 
to  an  agreement  beLveen  themselves  ? — I have 
explained  that  the  reason  for  so  few,  only  nine 
cases,  coming  before  them,  and  those  composed  of 
great  railway  companies,  was  that  jirivate 
traders  in  Ireland  do  not  like  to  invoke  the 
powers  of  the  Railway  Commissioners  owing  to 
the  cost,  but  I venture  to  say  that  if  the  Assistant 
Commissioner  or  the  Chief  Commissioners  came 
to  Ireland  and  sat  as  a court  to  hear  grievances 
from  private  traders,  their  time  would  be  occupied 
for  six  months. 

6830.  W ould  it  be  worth  while  to  name  Assistant 
Commissioners  when  there  are  so  few  cases  before 
the  Chief  Commissioners  ? — I venture  to  say  that 
they  would  be  of  great  service  in  soins:  to  Belfast 
and  in  preparing  a case  for  the  Chief  Commis- 
sioner. The  Chief  Commissioners’ time  might  be 
occupied  in  England.  I would  not  suggest  that 
the  Chief  Commissioners  should  be  travelling 
over  Ireland. 

6831.  The  Railway  Commissioners  did  on 
one  occasion  visit  Belfast? — They  were 'once 
there. 

6832.  Can  you  tell  me  whether  any  complaints 
were  made  when  they  went  to  Belfast,  besides 
the  cases  upon  which  they  went  over? — None 
that  I am  aware  of;  I had  several  times  intended 
going  before  the  Railway  Commissioners  on  my 
own  account,  but  looking  at  the  difficulties  and 
the  expense  in  connection  with  counsel,  the  lay- 
ing out  of  200  1.  or  300  /.,  in  connection  with  an 
application  to  the  Railway  Commissioners,  more 
than  I would  reap  in  the  Avay  of  benefit  in  three 
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or  four  years  from  any  small  reduction  I would 
get. 

6833.  You  speak  of  the  expense  of  counsel ; are 
you  not  aware  that  the  Railway  Commissioners 
will  hear  a solicitor  before  them,  or  that  they 
will  hear  any  person  who  makes  an  application 
before  them,  and  that  it  is  iY>t  necessary  to 
employ  counsel  in  their  court? — I was  not  aware 
of  that  fact,  because  I noticed  at  Belfast  the 
parties  had  counsel  from  London  whom  I see  in 
the  railway  committee-room  here. 

6834.  Were  they  counsel  employed  by  the 
railway  companies  or  not  ? — They  were  employed 
b}^  the  railway  companies. 

6835.  You  think  it  is  in  consequence  of  the 
great  power  which  the  railway  companies  have, 
and  the  lomr  purse  which  they  possess,  that  so 
many  counsel  are  employed  before  the  Railway 
Commissioners  ? — Yes,  that  is  so. 

6836.  Therefore,  do  I understand  you,  that  it 
is  not  so  much  the  action  of  the  Railway  Com- 
missioners, but  that  it  is  the  action  of  the  railway 
companies  that  you  complain  of,  who  make  that 
court  an  expensive  one  ? — Y"es  ; I am  not  com- 
plaining of  the  Railway  Commissioners.  I only 
want  more  power  given  to  the  Raihvay  Com- 
missioners, and  greater  and  cheaper  facilities  for 
manufacturers  and  traders  to  get  before  them  to 
state  their  complaints. 

6837.  I think  you  stated  that  you  wished  the 
Railway  Commissioners  to  haA^e  the  poAver  of 
fixing  the  maximum  rates,  but  do  you  mean 
maximum  rates  irres])ective  of  the  provisions  of 
the  statute  under  Avhich  the  railway  com[)anies 
fix  their  rates?  1 believe  that  if  the  rates  that 
are  fixed  by  statute  were  enforced  in  Ireland  it 
would  amount  in  many  cases  in  connection  Avith 
agricultural  produce,  to  the  confiscation  of  the 
goods.  I look  upon  it  as  a very  serious  blot  in 
connection  Avith  our  railway  affairs,  that  such 
enormous  maximum  rates  Avere  given  to  the  rail- 
Avay  companies  in  obtaining  their  Acts. 

6838.  Then  you  propose  that  the  Raihvay 
Commissioners  should  have  the  power  to  revise 
those  maximum  rates  Avithout  fresh  lemslation  ? — 
Yes. 

6839.  Or  that  this  power  should  be  given  by 
the  Legislature  ? — Where  those  maximum  rates 
Avere  given  by  statute  30  or  40  years  ago,  I think 
the  Raihvay  Commissioners  should  have  the 
poAver  to  revise  those  rates. 

6840.  Do  you  consider  that  the  chamber  of 
commerce  should  have  a locus  standi  before  the 
Raihvay  Commissioners?  — Yes,  I think  that 
Avould  be  very  desirable. 

Mr.  O'  Sullivan. 

6841.  Are  there  are  complaints  in  your  district 
Avith  regard  to  the  rates  charged  for  agricultural 
produce  genei’ally  ? — We  have  practically  no 
such  thing  as  agricultural  produce  going  over  the. 
line;  the  rates  are  almost  prohibitory.  A large 
farmer  Avrites  me  : “ On  one  occasion  I offered  a 
very  large  lot  of  turnips  for  conveyance  at  same 
rate  as  Avas  charged  per  Avagon  for  cattle.  This 
Avas  actually  refused,  and  my  customer  in  Bel- 
fast sujiplied  himself  from  lYigtOAvnshire  in  Scot- 
land. The  general  experience  is  that  local  traffic, 
especially  agricultural,  is  much  overcharged  and 
not  cultivated.” 
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Chairman. 

6842.  Where  is  this  letter  from  ? — From  the 
neighbourhood  of  Dungannon,  upon  the  Great 
Northern  of  Ireland  Railway. 

Mr,  C Sullivan. 

6843.  Do  you  believe  that  if  the  agricultural 
produce  of  your  neighbourhood  were  brought  at 
a fair  rate  there  would  be  a good  deal  of  traffic 
over  the  railways? — I do.  I believe  the  railway 
companies  are  standing  in  their  own  light  in  not 
developing  the  agricultural  traffic,  because  the 
waggons  go  into  tlie  interior  loaded  with  bread 
stuffs,  and  go  back  empty.  I will  just  illustrate 
the  rates  for  agricultural  produce  : Indian  corn 
is  carried  for  6 a ton  ; tliis  is  from  Donough- 
more  to  Belfast,  and  the  value  of  it  is  6 1.  10  5. ; 
potatoes,  valued  at  2 1.  10  s.  a ton,  are  charged 
7 s.  6 d.  ; turnips,  only  worth  13  s.  4 rf.  to  15  s.  a 
ton,  are  charged  5 s.  for  45  miles  ; whereas  hay 
and  straw,  only  valued  at  2 Z.  to  4 /.  a ton,  are 
actually  charged  20  s.  a ton  for  carriage. 

6844.  Is  there  a large  amount  of  produce 
carried  in  carts  within  a radius  of  20  miles  of 
Belfast  that  you  think  would  be  carried  by  rail- 
Avay  if  the  rates  were  moderate  ? —Yes  ; at  Porta- 
down,  the  junction,  I found,  on  inquiry,  that 
nearly  all  the  agricultural  produce  coming  into 
Portadown,  Avhich  is  only  24  miles  from  Belfast, 
goes  by  cart.  Hay  from  Portadown  to  Belfast 
is  carted  all  the  way  during  the  spring,  and  by 
that  means  the  farmers  have  10  s.  to  20  s.  for  two 
days’  pay  by  carting. 

6845.  Is  not  flax  largely  grown  in  the  north 
of  Ireland  ? — Yes,  it  is  one  of  our  main  crops  in 
the  North  of  Ireland. 

Chairman. 

6846.  Are  the  public  generally  dissatisfied 
with  the  railway  charges  in  Ireland  ? — They  are; 
they  complain  A^ery  much  that  in  1873,  at  the 
time  Avhen  the  prices  of  coal,  and  iron,  and  Avages, 
advanced  so  much,  the  increased  rates  Avhich 
Avere  then  put  upon  both  passenger  and  goods 
traffic  have  never  been  since  reduced;  the 
passenger  rates  certainly  have  never  been  re- 
duced. 

Ml’.  Callan. 

6847-  Are  those  complaints  local  or  general  ? 
— I believe  I am  speaking  the  opinion  of  the 
Avhole  of  the  Province  of  Ulster.  We  have  only 
two  systems  of  raihvay  in  the  northern  counties. 

Mr.  O'  Sullivan. 

6848.  With  regard  to  the  Raihvay  Commis- 
sioners, do  you  think  there  should  be  access 
given  to  that  court  Avithout  much  expense? — 
Yes,  I do. 

6849.  Have  you  any  comjilaint  to  make  with 
regard  to  the  return  of  empties  by  raihiay? — I 
do  not  knoAV  that  1 have. 

Mr.  Cruiy . 

6850.  Do  you  kuoAv  hoAv  much  per  ton  per 
mile  the  coal  rates  arc  that  you  complain  of? — 
hor  40  miles  Ave  pay  4 .v. ; that  is  the  statlon-to- 
station  rate.  AYc  pay  5 s.  for  42  miles  Avhen  it  is 
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put  upon  the  Avagons  of  the  Central  Railway 
Company. 

6851.  You  say  that  the  effect  of  the  classi- 
fication of  iron  is  very  detrimental  to  the  trade 
there? — Yes,  it  is  very  detrimental. 

6852.  Would  you  prefer  a substitution  of  the 
English  classification  ? — Yes. 

6853.  You  think  that  Avould  be  sufficient  with- 
out any  further  classification? — AVhen  I speak  of 
the  classification,  I do  not  knoAv  anything  about 
the  English  charges ; it  may  be  that  the  first- 
class  goods  are  carried  for  less  than  the  mineral 
class  in  England,  but  I do  not  think  so  ; I think 
Ave  should  be  enormously  benefited  if  our  Irish 
raihvays  Avould  adopt  the  English  classification. 

6854.  You  do  uotknoAv  the  comparative  effects 
of  the  tAvo  classifications  ? — I do  not. 

6855.  You  said  that  you  Avere  paying  15  5.  lOd. 
for  the  conveyance  of  pork  40  niiles,  and  that 
there  Avas  a charge  of  10  5.  for  American  bacon  ; 
is  there  any  great  difference  in  the  quantity  ? — 
The  difference  in  quantity  is  very  much  in  fa\’our 
of  the  pork,  because  the  pork  is  an  enormous 
traffic. 

6856.  So  that,  although  the  quantity  of  hams 
and  bacon  imported  is  less  than  the  amount  of 
home  pork  which  is  exported,  the  charge  is  much 
higher  in  the  latter  case  ? — It  is  so. 

6857.  Hoav  do  you  account  for  that?— That  is 
one  of  the  anomalies  I cannot  account  for,  but  I 
take  it  that  the  pork  being  brought  to  the  station 
must  go  at  once  ; it  cannot  go  by  cart,  Avhereas 
the  American  bacon  is  sometimes  put  on  the 
canal  in  boxes. 

6858.  You  complain  of  the  conference  ; I sup- 
pose you  have  found  the  operation  of  that  in- 
stitution to  be  detrimental  to  trade  interests  ? — 
We  consider  it  unfair  that  railivay  managers 
.should  meet  in  conference  in  England  and  decide 
all  questions  as  to  these  through  rates,  what  I am 
to  pay  for  my  linen  goods  from  Dungannon  to 
London,  Avhereas  I am  not  protected  against  the 
French  manufacturer,  Avho  can  deliver" his  goods 
in  London  at  about  half  the  price  that  I can.  I 
Avant  no  jirotection,  I only  AA’ant  fair  rates. 

6859;  A.  ou  mean  that  the  raihvay  people  have 
it  entirely  in  their  own  hands  ? — That  is  so. 

6860.  Having  regard  simjily  to  raihvay  policy, 
is  there  an  absolute  necessity  for  such  a con- 
ference to  fix  the  rates? — AAHien  the  raihvays  and 
steamboats  are  all  united  in  Avhat  Lord  Randolph 
Churchill  described  as  a “ commercial  union,”  1 
think  that  for  their  interests  the  raihvaA'  con- 
ference or  union  is  absolutely  necessary,  but  I 
believe  that  the  union  acts  at  present  detri- 
mentally against  Irish  interests. 

6861.  But  Avherever  the  union  or  conference 
takes  action  Avhich  affects  the  trading  interest, 
you  AA  Ould  recommend  interference  on  the  part  of 
some  official  ? — I Avould. 

6862.  W ould  you  depute  it  to  the  Raihvay 
Commissioners  to  say  that  there  should  not  be 
any  conference  of  that  kind  unless  the  Avhole  of 
Avhat  Avas  done  Avas  disclosed  to  the  Commis- 
sioners?— Precisely  so.  I believe  the  conference 
should  be  under  the  control  of  the  Raihvay  Com- 
missioners. 

6863.  AYouid  you  give  the  Commissioners  the 
control  over  their  decisions? — 1 Avould,  as  con- 
nected Avith  classification  and  rates. 

6864.  I suppose 
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Mr.  Craig — continued. 

6864.  I suppose  you  look  upon  these  con- 
ferences as  having  ranch  the  same  effect  upon  the 
trade  as  an  ainalgaination  ? — I do. 

6865.  Especially  as  an  amalgamation  between 
one  railway  company  and  another  is  not  permitted 
by  Parliament  'without  investigation  ; as  to  how 
far  it  affects  the  public  interest  you  would  have  a 
similar  control  over  those  conferences  ?— Yes,  I 
quite  think  so.  I may  say  that  I am  in  favour  of 
railway  amalgamation,  and  have  been,  in  the  north 
of  Irefand  as  regards  consolidating  a number  of 
small  companies  under  one  management ; but  I 
must  say  that  the  ])ublic  have  been  disappointed 
by  the  result  of  railway  amalgamation  in  the  north 
of  Iieland,  and  that  they  have  not  been  treated 
in  the  broad  and  liberal  spirit  that  they  were  led 
to  expect.  The  companies  seem  to  think  tliat  having 
the  monopoly  they  may  charge  what  they  like. 

6866.  You  would  prefer  the  result  of  amal- 
o-amation  rather  than  one  of  these  trade  “rings,” 
who  make  all  their  arrangements  with  regard  to 
rates  without  public  knowledge  ?— Yes.  A friend 
of  mine  was  asking  for  a reduction  of  the  rates 
some  time  ago,  and  he  was  told  that  it  would  be 
better  for  him  to  make  a railway  for  himself. 

6867.  I suppose  you  attribute  the  low  rate 
from  Dundee  to  London  entirely  to  sea  competi- 
tion?— 1 presume  it  is. 

6868.  So  that  wherever  there  tvas  competition 
against  railway  companies,  there  would  be  no 
danger  of  exceptionally  high  rates  prevailing  ? — 
No. 

6869.  But  this  competition  is  entirely  destroyed 
by  private  arrangement?  — It  is. 

6870.  And  you  tvould  strongly  object  to  any 
of  these  private  arrangements  being  permitted 
except  under  the  control  of  the  liailway  Com- 
missioners ? — I would. 

INIr.  Buhon. 

6871.  Hoav  would  you  prevent  railway  com- 
panies agreeing  between  themselves,  Avhat 
machinery  would  you  suggest  by  which  that 
should  be  carried  into  effect? — If  I went  before 
the  Railway  Commissioners  and  said,  manufac- 
turers in  Dundee  can  send  their  goods  to 
London  for  41  s.  8 d.  per  ton,  whereas  I am 
charged  by  the  conference  for  a less  distance 
52  s.  6 d; ; I say  the  Railway  Commissioners 
should  take  cognizance  of  that  fact  and  not  allow 
the  conference  to  overcharge  me. 

6872.  In  other  words  you  would  authorise  the 
Commissioners  to  fix  the  rates  from  one  place  to 
another  all  through  the  kingdom  ? — I would 
authorise  the  Railway  Commissioners  not  to 
allow  manufacturers  in  the  north  of  Ireland  to  be 
placed  at  a serious  disadvantage  compared  with 
competitors  in  Dundee,  Forfar,  and  other 
places. 

6873.  Would  you  give  the  Commissioners  a 
general  and  not  a specific  power? — A general 
power. 

6874.  What  general  power  would  you  give 
them,  would  you  give  them  power  to  fix  the 
rates  from  eveiy  place  to  every  other  place  in 
the  kingdom  ? — I believe  that  all  the  rates  should 
be  under  the  control  of  the  Railway  Commis- 
sioners. 
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6875.  I believe  you  are  aware  that  every  Act 
of  Parliament  contains  a schedule  of  rates  which 
the  railway  companies  cannot  exceed  without 
incurring  a suspicion  of  illegality;  would  you  give 
the  Commissioners  power  to  reduce  those  rates? — 
I would  give  the  Commissioners  jjower  to  reduce 
the  rates  which  ■n'ere  put  in  an  Act  of  Parliament 
30  or  40  years  ago. 

6876.  Would  you  give  them  power  to  increase 
the  rate  ? — I am  not  aware  that  there  is  any  case 
in  which  tliey  could  increase. 

6877.  Then  you  are  not  aware  that  a Com- 
mittee of  the  House  of  Commons  only  last  week 
permitted  a railway  company  to  increase  its 
maximum  rates  ? — I "was  not  aware  of  that ; may 
I ask  what  case  that  was?. 

6878-  9.  That  was  the  Great  North  of  Scotland 
Railway  Conqiany.  You  think  that  the  expense 
of  going  before  the  Railway  Commissioners  is  so 
great  that  only  public  companies  could  go  before 
them  ? — That  is  so. 

6880.  Have  you  looked  over  the  list  of  cases 
which  have  been  taken  before  the  Railway  Com- 
missioners?— I looked  over  the  nine  cases  decided 
last  year. 

6881.  Not  more  than  that? — No. 

6882.  Will  you  take  that  in  your  hand  and 
count  how  many  of  those  cases  taken  before  the 
Railway  Commissioners  in  1876  wei’e  taken  by 
public  companies,  and  how  many  by  private 
individuals  {lianding  a list  to  the  Witness)  ? — I 
could  not  say  that,  because  “ Lees  versus  tlie 
Lancashire  and  Yorkshire  Company  ” might 
represent  a very  powerful  limited  company. 

6883.  Take  the  next,  Mr.  Palmer  ; do  you 
know  whether  he  is  representative  of  any  com- 
pany ? — I do  not  know  that. 

6884.  Take  the  next  ? — f The  Witness  examined 
the  list).  I could  not  say  who  they  are,  or  what 
their  claims  were. 

6885.  Now,  your  statement  was  that  the  cost 
of  going  before  the  Railway  Commissioners  was 
so  great,  as  practically  to  preclude  private  indi- 
viduals from  going  to  that  court ; I presume  you 
are  satisfied  from  looking  at  the  result  of  1876, 
and  you  may  take  any  other  year  you  please, 
that  you  were  wrong  in  that  impression,  because 
I think  you  will  find  that  in  1876,  there  is  no 
case  taken  before  the  the  Railway  Commissioners 
except  cases  of  private  individuals? — Ido  not 
know  anything  about  1876.  I am  now  giving 
evidence  in  connection  with  Ulster,  and  I do  not 
know  any  case  of  a private  individual  in  Ulster 
going  before  the  Railway  Commissioners  ■with  a 
complaint. 

6886.  The  experienee  of  the  action  of  English 
private  traders,  must  prove  to  the  Ulster  people, 
that  it  is  quite  possible  for  a private  ti’ader  to  go 
before  the  Railway  Commissioners  ? — Perhaps  so, 

6887.  Now,  you  said  that  the  Irish  trader  would 
be  enormously  benefited  if  the  classification  in 
Ireland  were  assimilated  to  that  in  England  ? — 
Yes,  I think  so. 

6888.  Are  you  quite  positive  that  the  classifi- 
cation, although  under  a different  name,  is  not 
already  assimilated? — I could  not  say  that. 

6889.  Would  you  tell  me  the  rates,  under 
classification  1,  in  the  Irish  scale? — The  rates 
tinder  classification  1,  ai'c  mineral  rates,  but  I 
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should  mention  that  we  know  nothing  at  all 
about  tlie  Irish  railway  rates,  in  connection  with 
classification.  If  you  ask  a railway  company  in 
Ireland,  under  Avhat  class  are  they  carrying  coal, 
or  grain,  or  hour,  they  simply  say,  “ That  is  not 
your  business  ; our  rate  is  so-and-so  ; ” but  they 
do  not  give  you  any  information  as  to  the 
class. 

6890.  But  you  told  the  Committee  that  you 
thought  the  Irish  traders  would  be  greatly 
benehted  if  the  Irish  classihcatiori  were  assimi- 
lated to  the  English  ; upon  what  ground  do  you 
make  that  statement? — Coal  is  carried  in  Ireland 
at  the  hrst-class  rate,  whereas  in  England  it  is 
not  only  cari'ied  under  the  special,  but  under  the 
mineral  rate. 

6891.  Are  you  quite  sure  that  the  Irish  hi’st- 
class  and  the  English  minei'al  rate  are  not  the 
same  ? — I am  sure  that  no  English  company 
charge  5 s.  for  carrying  coal  40  miles. 

6892.  I ask,  are  you  quite  sure  that  the  Irish 
first  class  and  the  English  mineral  rate  are  not 
the  same  ? — 1 am  satisfied  they  are  not. 

6893.  But  you  cannot  tell  the  Committee  the 
rates  under  any  Irish  classification,  nor  the  rates 
under  any  English  classification  ? — I cannot. 

6894.  It  is  merely  an  impression  of  ymurs  ?■ — 
When  I see  articles  rated  in  the  Irish  book  as 
fifth  class,  and  when  I see  them  in  the  English 
book  as  third  class,  I know  that  the  difference  is 
very  much  in  favour  of  the  English  classifica- 
tion. 

6895.  But  you  are  not  aware  Avhether  or  not 
the  Eiiijlish  classification  under  the  letter  “ M,” 
and  the  Irish  classification  under  the  No.  “1,” 
are  not  quite  the  same? — I believe  that  English 
“ M ” rate  refers  simply  to  coal,  iron,  and  manures, 
and  that  is  a special  rate ; and  that  the  goods 
under  the  M ” rate  are  carried  at  a very  low 
price,  and  that  in  no  nay  do  they'  compare  with 
the  first-class  Irish  rate. 

6896.  I think  you  told  the  Committee  that 
bricks  in  Ireland  Avere  fourth  class  ? — Bricks, 
common,  are  first  class  in  Ireland,  and  in  Eng- 
land in  Class  “ M.”  Fire  bricks  (we  have  only  one 
place  in  Ireland  where  they  are  made)  are  put  in 
the  second  class;  they  are  “M”  class  in  Eng- 
land. Earthenware  pipes  I said  were  fourth 
class  in  Ireland,  while  they  are  special  in  England. 
Sewerage  pipes  are  third  class  in  Ireland,  and 
special  class  in  England. 

6897.  1 think  you  will  see  that  the  first  class 
consists  of  those  articles  which  are  In  the  mineral 
class  in  England  {handing  the  Irish  Kate  Book  to 
the  Witness) ‘t — Yes;  that  is  so,  and  I see  also 
that  in  tiiis  first  class  Irish  rate  we  have  all  the 
items  that  are  carried  to  the  “ M ” class  in  Eng- 
land. 

6898.  You  spoke  of  some  person  who  had 
entered  into  a contract  to  su])pl}^  turnips? — Not 
with  me,  but  I si)oke  of  the  complaint  of  a 
gentleman  farmer,  who  farms  some  hundred 
acres  of  land ; he  m anted  a special  rate  for  turnips 
from  Donoughmore  to  Belfast,  a distance  of  4i 
miles,  lie  offered  for  the  carriage  of  turnips 
the  same  rate  as  that  charged  for  cattle  ])cr 
wagon:  those  would  be  six-ton  wagons;  the 
railway  company'  refused  tiiis  facility',  and  the 
buyer  supplied  himself  from  NA’igtownshire. 


Mr.  Bolton — continued. 

6899.  How'  were  the  turnips  taken  from  Wig- 
townshire * — They  were  taken  Iroai  Wigtown- 
shire to  Belfast  by  sea. 

6900.  He  wanted  to  use  the  turnips  at  Bel- 
fast, did  he  not  ? — Belfast  was  the  market. 

6901.  What  do  you  argue  from  that?  — I 
consider  it  a disgrace  to  Irish  railway'  manage- 
ment tint  a fai'iner  in  Wigtownshire  can  deliver 
to  Belfast  cheaper  than  a farmer  40  miles  from 
the  port. 

6902.  What  was  the  distance  from  AYigtovvn- 
shire? — 100  miles,  I should  say. 

6903.  Do  not  y'ou  think  it  possible  to  carry 
100  miles  by  sea,  cheaper  than  44  miles  by'  rail- 
way?—In^o,  I do  not  think  so. 

Mr.  O'  Sullivan. 

6904.  Did  not  the  farmer  ofler  for  the  carriage 
of  turnips  as  much  as  the  comjiany'  charge  for 
the  carriage  of  cattle? — He  did;  he  offered 
just  as  much  as  the  charge  for  the  carriage  of 
cattle,  hay,  and  straw. 

IMr.  Bolton. 

6905.  Do  you  know  tire  distance  from  Port- 
jiatrick  to  Belfast? — I do  not  know  the  exact 
distance. 

6906.  You  have  stated  that  in  1873  thei'e  ivas 
a gradual  increase  in  the  rates? — There  w’as  not 
a gradual  increase,  but  a very  sudden  and 
emphatic  one. 

6907.  Are  those  rates  still  the  same  ?— There 
has  been  no  alteration  in  the  passenger  rates?  — 
I think  that  within  the  last  six  or  twelve  months 
on  the  whole  the  rates  for  goods  are  easier  under 
certain  circumstances. 

6908.  Is  this  a matter  of  impression  on  your 
part,  or  a matter  of  fact? — A matter  of  fact. 

6909.  What  were  the  rates  in  1873  for  the 
same  class  of  goods,  and  what  are  the  rates  now? 
— I could  not  say'  ; I only'  know  as  a manufac- 
turer, giving  large  sums  to  the  railway  company' 
every  month,  that  I am  paying  as  much  for  my' 
goods  as  I w'as  in  1873. 

6910.  A^ou  mean  that  the  rates  now  are  practi- 
cally'the  rates  which  were  charged  in  1873? — 
A"es,  that  the  rates  now  charged  are  the  same  as 
the  advanced  rates  of  1873. 

6911.  What  quantity  do  you  send  now  by  the 
railway  company  ? — My  traffic  w'ith  the  railway 
company'  is,  I think,  from  about  100  /.  to  1 20  1. 
a month. 

6912.  What  is  your  tonnage? — I could  not 
say. 

6913.  Then  how  do  you  know  that  the  rates 
are  the  same  as  those  which  you  jiaid  in  1873? 
— In  mv  account  furnished  me  every'  month  I 
have  the  rates. 

6914.  But  you  are  telling  us  as  a fact  that 
there  has  been  no  reduction  of  the  rates,  and 
you  tell  the  Committee  as  a proof  of  that  that 
you  pav  the  same  amount  now  that  you  paid  in 
1873  : but  you  may  carry'  ten  times  the  tonnage 
now  for  all  we  know  ! — 1 am  not  carrying  any' 
more  than  I was  carrying  then.  I cannot  tell 
you  the  number  of  tons  actually,  but  tb.e  charges 
have  fixed  themselves  in  mv  mind. 


6915.  But 
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Mr.  Bolton — continued, 

6915.  But  unfortunately  you  do  not  tell  tlie 
Committee  -what  are  the  rates  charged  per  ton 
either? — I have  stated  to  the  Committee  that 
the  advanced  charges  1 paid  in  1873,  I am  still 
continuing  to  pay. 

6916.  Will  you  give  the  Committee  any  in- 
stances in  figures? — Take  linens  and  yarns, 
which  Avere  charged  10  5.  a ton  for  40  miles  to 
Belfast.  I am  paying  that  rate  still. 

6917.  Did  you  ever  pay  less  ? — No._ 

6918.  Then  that  cannot  be  one  of  the  rates 
that  were  raised  in  1873:  did  you  pay  less  be- 
fore 1873  ? — I do  not  say  Ave  Avere,  but  I think 
for  other  goods  Ave  Avere  paying  less. 

Mr.  Caine, 

6919.  Do  you  knoAV  anything  of  the  mineral 
traffic  with  the  north  of  Ireland  ? — 1 know  the 
mineral  traffic  to  Belfast  is  coal. 

6920.  And  you  complain  of  the  inward  rates 
of  freight  for  those  coals  to  your  Avorks  ; is  that 
so? — No;  fortunately  Ave  have  coal  raised  in  the 
neighbourhood ; it  is  the  only  place  in  the 
north  of  Ireland  Avhere  coal  is  raised.  We  get 
common  Irish  coal  locally  Avlthin  a mile  of  my 
Avorks,  so  that  except  for  gas  and  house  con- 
sumption, myself  and  other  manufacturers  use 
the  home  coal.  The  rates  Ave  pay  for  Imported 
coal  are  5 s.  from  the  ship’s  side,  and  1 s.  for 
delivery  for  the,  44  miles. 

6921.  What  do  you  mean  by  1 s.  for  delivery  ? 
— When  the  coal  arrives  at  Dungannon  station 
the  railway  company  carts  them  about  a quarter 
of  a mile  to  our  Avorks. 

6922.  Does  that  charge  include  the  hire  of 
wagons? — Yes;  Ave  have  no  such  thing  in  Ire- 
land as  a private  trader  supplying  wagons. 

6923.  Do  you  knoAv  anything  of  the  rates  for 
iron  ore  to  Belfast  ? — I do  not. 

6924.  You  do  not  knoAV  them  so  as  to  be  able 
to  compare  them  Avith  the  rates  on  coal? — I do 
not. 

Sir  Edward  Wathin. 

6925.  With  regard  to  the  gas  coal,  you  spoke 
of  that  as  being  carried  in  the  company’s  Avagons? 
— It  is. 

6926.  Where  did  that  coal  come  from  ; ex  ship, 
of  course  ? — It  Avas  ex  ship. 

6927.  Who  put  the  coal  into  the  Avagons? — 
It  is  put  into  the  Avagons  out  of  the  ship  on  the 
Belfast  Central  Railway. 

6928.  The  raihvay  company  put  the  coal  in 
the  wagons,  do  they  not?— Not  at  all.  Who- 
ever unloads  the  coal  at  Belfast  pays  so  much  a 
ton  craneage  for  putting  it  into  the  wagon. 

6929.  That  is  plus  the  5 s,  ? — It  is. 

6930.  The  rallAvay  company  finds  the  siding 
for  the  Avagon  to  stand  on  Avhile  it  is  being 
loaded,  does  it  not? — Yes. 

6931.  Did  the  raihvay  company  put  in  a 
siding  at  the  gasAvorks? — No,  Ave  Avent  to  the 
expense  of  600  Z,  or  700  Z.  in  putting  in  thesidinsr. 
and  although  the  railway  goes  past  the  gas- 
Avorks  and  everything  is  ready  for  putting  in  the 
siding  for  the  last  tAvo  years,  aac  have  been  x’e- 
fused  over  and  over  again  a siding,  and  Ave  have 
had.  to  pay  1 s.  a ton  cartage,  althoimh  the 
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boundary  of  our  works  is  the  land  of  the  railway 
company. 

6932.  Then  you  Avould  have  to  pay  65.? — 
Yes. 

6933.  Y^ou  stated  that  you  would  be  disposed 
in  many  cases  to  go  before  the  RaihAaiy  Commis- 
sioners, but  thought  that  you  Avould  not  on 
account  of  the  expense  ; will  you  kindly  men- 
tion to  the  Committee  the  grievance  Avhich  you 
could  have  taken  before  the  Railway  Commis- 
sioners?— I am  not  here  to  stale  a particular 
grievance.  I am  only  here  to  state  the  case  on 
broad  lines  and  not  to  state  any  particular  griev- 
ance ; I get  on  as  well  Avith  the  railway  com- 
pany as  anyone  else,  and  do  not  fight  Avith 
them,  but  my  own  personal  complaint,  if  I may 
mention  any  such  thing,  is  that  I have  sidings 
to  my  Avorks,  and  yet  although  I load  and  unload 
my  OAvn  goods,  I pay  the  same  rate  as  is  paid  to 
the  station  farther  on  Avhere  all  the  labour  is  sup- 
plied by  the  railw'ay  company  ; so  that  I have  no 
benefit  Avhatever  from  my  sidings,  but  pay 
exactly  the  same  rates.  I had  special  rates  from 
the  company  to  my  sidings  in  1873,  before  the 
Railway  Commissioners  Avere  appointed,  by  Act 
of  Parliament.  The  moment  the  Railway  Com- 
missioners Avere  appointed  I Avas  told  by  the  rail- 
Avay  company  that  special  rates  must  cease,  and 
my  rates  Avere  put  up  to  the  public  rates. 

6934.  That  is  to  say,  the  company  finding  that 
they  might  be  compelled  to  do  the  same  favour 
for  everybody  that  they  did  foryou,Avere  obliged 
to  put  an  end  to  the  favourable  eonditions  Avhich 
you  then  enjoyed? — Yes  ; only  that  I found  my 
rates  Avere  so  excessive,  that  instead  of  brinMnir 
me  up  to  the  public  rate  they  might  Avell  have 
loAvered  the  public  rate  to  luy  scale.  I have 
been  consequently  a serious  loser  from  my  con- 
ditions having  been  altered. 

6935.  Now  with  regard  to  this  Great  Northern 
of  Ireland  Railway,  I think  you  had  a line  from 
Dungannon  to  CookstoAvn,  had  you  not  ? — 
Yes. 

6936.  Did  you  not  sell  it  to  this  monopolising 
company  ? — I was  a promoter  of  a very  important 
link  of  14  miles,  to  connect  the  tAvo  raihvay 
systems  of  the  North  of  Ireland,  and  after  six  or 
seven  years  Avorking,  trying  to  get  that  14  miles 
of  raihvay  made,  I at  last  succeeded,  although 
both  companies  opposed  to  the  very  utmost  the 
making  of  that  line  ; neither  of  them  could  agree 
as  to  Avho  should  make  this  line,  when  myself 
and  a friend  stejxped  in  and  solved  the  difficulty 
by  getting  an  Act  of  Parliament,  although  the 
raihvay  companies  gave  us  all  the  opposition  in 
their  poAver.  As  soon  as  we  got  the  Act  of 
Parliament  and  the  Avorks  wei’e  actually  com- 
menced, the  Great  Northern  Railway  Com- 
pany of  Ireland  comes  in  and  buys  our  Act  of 
Parliament  and  takes  over  the  Avorks.  Our 
friends  in  Cookstown,  Avhich  is  54  miles  by  the 
Great  Northern,  and  54  miles  by  the  Nortlicrn 
Counties  Company  from  Belfast,  thought  they 
Avould  have  the  advantage  of  tAvo  ways  of  send- 
ing their  goods  from  Cookstown  to  Belfast,  but 
before  the  line  Avas  opened  to  CookstOAvn  both 
companies  put  their  heads  together  and  divided 
the  traffic,  so  that  the  public  have  reaped  no 
advantage  in  lower  rates  whatever  from  the  con- 
struction of  that  line. 
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Sir  Edward  Wathin — continued. 

6937.  And  in  point  of  fact  you  would  hardly 
say  with  the  last  witness  that  there  is  a benefit 
and  good  policy  in  uniting  instead  of  dividing  the 
railways  of  Ireland  ? — I believe  there  w'ould  be 
great  advantage  in  uniting  the  I’ailways  of  Ire- 
land, if  they  were  conducted  in  a liberal  spirit 
and  under  a liberal  policy,  but  not  under  the 
narrow  and  contracted  system  under  which  they 
are  now  managed. 

6938.  I suppose  I am  right  in  saying  that  the 
credit  of  the  companies,  which  is  an  element  of 
the  costs,  cannot  be  maximised  so  long  as  tliey 
are  divided  as  they  are  ; that  is  to  say,  that  little 
companies  cannot  borrow  so  cheaply  as  big  ones  ? 
— There  are  no  railways  in  England  or  the 
Avorld  which  have  better  credit  than  the  Ulster 
railways,  the  Northern  Counties  Eailway  for 
years  paid  a dividend  of  7|  per  cent.,  and  the 
Great  Northern  Company  paid  for  years  a divi- 
dend of  6 per  cent.,  and  even  now  with  all  the 
present  dejiression  they  are  paying  4-j  per 
cent. 

6939.  I only  Avanted  to  gather  whether  you 
are  in  favour  of  continued  disintegration  or  of  the 
union  of  Irish  Railways  ? — I am  in  favour  of  the 
union  of  the  Irish  Railways  Avith  extended 
poAvers  being  given  to  the  Railway  Commis- 
sioners. I consider  that  a great  political  mistake, 
not  merely  a commercial  mistake,  Avas  made  by 
the  Government  not  taking  up  the  Avhole  of  the 
raihvay  system  in  Ireland  and  extending  it. 

6940.  Noav  Avith  regard  to  your  proposed 
remedies;  you  comjdain,  I think  first  of  all,  that 
the  classification  of  goods  in  Ireland  is  more 
severe  against  the  trader  than  the  classification  In 
use  in  England? — Yes. 

6941.  I am  informed  that  these  are  the  facts  : 
that  in  the  English  classification  the  mineral 
class  corresponds  Avith  the  first  class  in  Ireland, 
and  that  the  special  class  In  England  corresponds 
with  the  second  class  in  Ireland  ; the  first  in 
England  Avith  the  third  in  Ireland ; the  second 
Avith  the  fourth  ; the  third  Avith  the  fifth ; and 
the  fourth  with  the  sixth  class  in  Ireland  ? — I 
could  not  say  that,  but  I Avould  venture  to  say 
that  bleaching  powder  is  three  times  in  Ire- 
land Avhat  it  is  England,  no  matter  how  the  class 
may  correspond. 

Mr.  Cross. 

6942.  What  is  the  rate  for  bleaching  powder 
in  Ireland  ? — It  is  8 s.  4 <7.  a ton  for  40  miles. 

Sir  Edward  Wathin. 

6943.  You  said  that  you  thought  there  ought 
to  be  a revision  of  the  classification  for  raihvay 
carriage,  and  of  the  maximum  rates,  Avithout 
further  legislation? — Y"es,  if  it  is  possible. 

6944.  Are  you  not  aAvare  that  both  the  Eng- 
lish and  the  Irish  railway  companies  have  made 
their  lines  ujAon  the  distinct  system  of  poAver  to 
charge? — I am. 

6945.  Would  you,  Avithout  going  to  Parliament 
at  all,  and  giving  them  the  poAver  of  being  heard, 
leave  to  any  body,  and  that  a political  body,  the 
])Ower  to  alter  and  revise  those  rates? — I believe 
the  circumstances  of  the  carriage  of  goods,  and 
tlie  excessive  foreign  competition  to  Avhich  the 
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country  is  now  subjected,  demand  a revision  of 
the  rates  alloAved  by  Parliament  -as  maximum 
rates  30  or  40  years  ago,  and  that  the  old  rates 
should  now  be  considered  as  ob.solete.  I have 
no  wish  to  injure  raihvay  property  ; on  the  other 
hand,  I should  be  glad  to  see  shareholders  getting 
a good  dividend. 

6946.  I presume  you  Avill  agree  that  the  time 
has  come  Avhen  the  classification  requires  re- 
vision ? — I do. 

6947.  Do  you  Avish  to  do  that  over  the  heads 
of  the  railway  companies,  or  as  part  of  the 
same  general  treaty  between  the  Government 
and  the  railway  companies,  aa'IucIi  Avould  be  bene- 
ficial to  all  parties? — I think  that  it  Avould  be 
A'ery  arbitrary  to  do  it  against  the  Avish  of  the 
railway  companies,  but  that  it  should  be  done  in 
a liberal  manner; 

6948.  You  think  that  if  any  alteration  of  the 
rates,  in  consequence  of  competition,  is  carried 
out,  it  should  be  done  in  a large  and  liberal 
manner? — I do  distinctly. 

6949.  I find  that  you  are  right  about  the 
chemicals;  that  they  are  much  cheaper  in  Eng- 
land than  in  Ireland,  and  that  the  charge  operates 
against  the  producer  in  Ireland? — So  I had  ex- 
pected. Then  Mr.  Bolton  asked  me  a question 
about  the  rates  as  between  1873  and  the  present 
time,  which  I Avas  unable  to  answer  at  the  mo- 
ment. Noaa",  in  1872,  the  rate  from  Belfast  to 
Dungannon  for  tow  Avas  7 s.  6 cf.  a ton  ; the  rate 
was  adAmnced  in  1873  to  10  s.  a ton,  and  it  still 
remains  at  10  s.  a ton. 

6950.  We  Avere  speaking  about  flax,  and  you 
stated  that  there  Avas  a rate  of  21  s.  8(7.  upon 
home-groAvn  flax,  as  against  18  s.  8 (7.  upon  the 
flax  from  Ghent  ? — Y es. 

6951.  I suppose  that  the  rate  for  flax  from 
Ghent  is  so  Ioav,  because  if  it  Avere  not  carried  at 
that  price  it  Avould  go  by  Avater  ? — Yes,  I jAre- 
sume  so. 

6952.  Is  it  not  a benefit  to  the  local  manu- 
facturer that  he  should  get  his  raw  material 
cheaply? — Quite  so;  but  I complain  that  our 
flax  groAvers  in  Donegal  should  be  charged  such 
an  enormous  rate.  The  rate  from  Stran- 
orlar  to  Belfast  is  21s.  8(7.;  but,  in  order  to 
diminish  that  the  Stranorlar  buyer  sends  first  the 
flax  to  Derry,  30  or  40  miles  north,  and  then  it  is 
re-booked  to  Belfast  from  Derry  at  18  s.  8 d.,  the 
Avhole  distance,  so  that  it  is  carried  to  Belfast  at 
3 s.  a ton  less,  taking  it  in  that  way,  than  if  he 
booked  it  direct. 

6953.  Does  not  that  shoAV  that  a revision  of 
the  classification  would  be  a very  fair  and  jmoper 
thing  to  direct  our  attention  to? — Certainly. 

iMr.  Bariies. 

6954.  Do  you  suppose  that  alteration  Avould 
have  come  about  if  this  Committee  had  not  sat  ? 
— Certainly  not;  Ave  would  be  told  to  make  rail- 
Avays  for  ourselves. 

6955.  Did  that  adAmnce  on  tlie  rate  in  1873 
include  everything?  — Y^es,  everything;  the 
first-class  passenger  fare  Avas  increased  from  10  s. 
to  1 1 s.  8 rf.  for  40  miles,  and  that  still  remains. 

6956.  And  that  applies  to  goods  and  minerals? 
— Y’es. 

6957.  Y'^ou  complained  of  the  maximum  rates 
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being  too  high  as  fixed  by  Act  of  Parliament  ? — 
Yes. 

6958.  Do  the  companies,  as  a rule,  charge  up 
to  those  rates? — -I  do  not  think  they  do,  because  the 
maximum  rates  chargeable  upon  the  Irish  lines  in 
many  cases  are  enormous. 

6959.  Do  you  know  what  the  maximum  rate 
is  upon  this  coal  that  you  spoke  of? — I do  not ; 1 
did  not  compare  the  maximum  rates. 

6960.  You  do  not  know  whether  the  5 s.  for  40 
miles  is  over  the  maximum  rate?  — I am  quite 
sure  it  is  not. 

6961.  Do  you  know  the  number  of  cases  which 
have  been  brought  before  the  Railway  Commis- 
sioners in  Ireland  by  private  parties  ; I believe 
none  ? — That  is  so. 

6962.  Do  you  attribute  that  to  fear? — Yes; 
not  to  fear  with  reference  to  the  success  of  the 
application,  but  as  to  the  consequences  which 
might  arise  afterwards. 

Mr.  Callan. 

6963.  You  spoke  of  a manufacture  of  tiles  and 
bricks  at  Coal  Island  ? — Yes. 

6964.  Before  the  Great  Northern  Railway  was 
made.  Coal  Island  had  a reputation  for  the  manu- 
facture of  that  commodity  ? — The  fire-clay  raised 
at  Coal  Island  is  equal  to  Stourbridge  in  point  of 
its  endurance  under  heat,  and  it  makes  capital 
fire-bricks  and  sanitary  goods  of  all  kinds. 

6965.  Though  you  cannot  speak  exactly  as  to 
the  facts  from  your  own  knowledge,  still  you 
would  be  acquainted  generally  with  the  facts 
from  living  in  the  district ; at  the  time  you  made 
or  projected  that  railway  from  Cookstown  to  Coal 
Island,  did  Mr.  Devlin  complain  that  instead  of 
the  railways  facilitating  him,  they  opened  up  the 
local  district  to  English  and  Scotch  manufac- 
turers, and  closed  them  against  himself  ? — I could 
not  go  that  length  ; I only  know  with  regard  to 
Mr.  Devlin’s  case  that  I interceded  with  the 
Great  Northern  of  Ireland  Railway  Company  on 
behalf  of  Mr.  Devlin  to  develope  this  local  manu- 
factory ; my  impression  is  that  the  Chairman  of 
the  Great  Northern  Company  conceded  a rate  for 
these  fire-clay  goods  of  1 d.  per  ton  a mile,  adding, 
I think,  1 s.  for  some  other  charges.  Mr.  Devlin 
was  perfectly  satisfied  with  that  arrangement. 
Then  when  they  came  to  work  out  that  arrange- 
ment the  railway  company  only  applied  it  to 
bricks  and  solid  heavy  goods,  whereas  sanitary 
goods,  which  have  now  come  into  such  demand, 
were  put  under  a prohibitory  rate,  second,  third, 
or  fourth  class.  What  I understood,  was,  that  the 
railway  companies  should  'carry  sanitary  goods 
and  coarse  pipes,  and  if  there  were  only  two  tons 
in  a wagon  to  charge  for  six,  but  to  give  the 
manufacturer  still  the  advrintage  of  1 d.  per  ton  a 
mile,  charging  as  for  a full  wagon  load. 

Sir  Edward  Watliin. 

6966.  A wagon  rate,  in  fact? — Yes,  a wagon 
rate,  no  matter  whether  the  soods  were  solid  or 
hollow. 

Mr.  Callan. 

6967.  Omagh  formerly  was  at  the  junction  of 
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two  systems,  was  it  not? — Omagh  was  formerly 
the  junction  between  the  Irish  North  Western 
and  the  Londonderry  and  Enniskillen. 

6968.  Since  the  two  railways  have  been  amal- 
gamated, has  the  rate  been  increased  or  de- 
creased ? — I could  not  say.  What  I stated  was 
that  while  the  rate  for  flax  from  Derry  was  10  s. 
a ton,  the  rate  from  Omagh,  which  is  nearer  Bel- 
fast by  30  miles,  is  14  s.  2 d. 

6969.  Do  you  state  as  a fact  that  flax  for  Bel- 
fast from  Stanoi’lar  is  taken  at  the  local  rate  into 
Londonderry,  and  then  brought  for  some  18  or 
20  miles  back  over  the  same  road  into  Belfast  at 
a cheaper  rate? — Yes,  for  3s.  a ton  less. 

6970.  So  that  a Stranorlar  man  would  book  his 
flax  first  to  Derry? — Yes. 

6971.  And  then  from  Derry  to  Belfast  via,  the 
Great  Northern  Railway? — Yes. 

6972.  Retaking  it  over  20  miles  of  the  same 
road  ? — Yes,  precisely  so,  for  3 s.  less. 

6973.  The  last  few  years  a great  deal  of  atten- 
tion has  been  dmected  to  the  sending  of  agri- 
cultural produce  over  the  northern  railways ; 
have  you  made  any  calculation,  or  in  any  way 
entered  minutely  into  the  subject,  as  to  Avhat 
additional  value  it  would  be  per  acre  to  the 
farmers  to  have  these  increased  facilities  for 
agricultural  pi’oduce  ? — Taking  districts  in 
Donegal,  you  can  convey  bread  stuffs  from 
America  to  Londonderry  at  about  one-half  the 
rate  that  you  can  from  Londonderry  into  the 
interior  of  county  Donegal.  It  takes  more  to 
convey  produce  from  Donegal  to  its  market  in 
Londonderry,  than  it  does  from  America  to 
Londonderry. 

6974.  Take  the  corn  growing  district  of 
Donegal,  the  Finn  Valley;  that  is  served  by 
railway,  is  it  not  ? — Yes,  to  Stranorlar. 

6975.  You  say  it  would  cost  more  to  carry 
bread  stuff  to  Stranorlar  than  from  America  ? — 
No,  not  to  Stanorlar;  I was  speaking  of  the 
districts  not  served  by  the  railways. 

6976.  Is  the  charge  which  is  made  for  potatoes 
from  Donoughmore,  which  is  an  agricultural 
station  west  of  Dungannon,  a prohibitive  charge  ? 
— The  rate  is  7 s.  6 d.  for  potatoes. 

6977.  Is  the  rate  prohibitive  ? — It  is  prohibi- 
tive from  that  station ; I do  not  think  there  is 
any  potato  traffic  from  that  station  at  all,  because 
the  rate  from  Dungannon  is  2 s.  lower. 

6978.  Would  you  say  that  the  charges  for 
agricultural  produce  upon  the  Great  Northern 
Railway  are  detrimental  to  the  agricultural 
interests  of  that  part  of  the  country  ? — I do, 
because  I say  it  is  perfectly  impossible  for  hay 
and  straw,  worth  between  2 /.  and  3 /.  a ton,  to 
bear  a charge  of  20  s.  a ton  for  that  short  dis- 
tanee. 

6979.  You  stated  that  the  rate  for  potatoes  was 
7 s.  6 c?.  from  Donoughmore  to  Belfast,  a distance 
of  44  miles ; that  is  about  twice  as  much  as  the 
charge  for  potatoes  would  be  from  the  same  dis- 
trict by  the  through  rate  to  London  ? — That  is  so. 

6980.  Have  you  heard  of  complaints  of  prefer- 
ences given  to  Belfast  against  Dundalk  and 
Newry  ? — I have  heard  that  complaints  have 
been  made  from  Newry  ; I know  their  conjplaint 
is  that  facilities  are  not  given  for  the  conduct  of 
the  traffic. 
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6981.  What  is  the  rate  for  flax  between  Stra- 
bane  and  Belfast? — 14s.  2d. 

6982.  What  is  the  distance  ? — Eighty-six 
miles. 

6983.  Are  you  aAvare  that  great  dissatisfaction 
exists  along  the  Great  Northern  Railway  with 
regard  to  the  excessive  charges  for  agricultural 
produce? — Upon  the  railway  system  of  Ulster 
there  are  no  facilities,  given  for  sending  agricul- 
tural produce  at  a moderate  rate. 

6984.  So  far  as  you  have  known  does  there 
seem  to  be  at  present  any  anxiety  to  meet  those 
complaints,  or  to  develope  the  requirements  of 
these  districts  ? — I do  not  see  any  change  in 
the  last  three  or  four  years,  that  1 am  aware 
of. 

Mr.  Nicholson. 

6985.  You  have  chambers  of  commerce  con- 
nected with  the  linen  industries  of  the  North  of 
Ireland,  have  you  not? — Yes,  and  in  Belfast. 

6986.  Has  the  subject  for  excessive  rates  been 
discussed  at  Belfast  ? — At  the  last  meeting  I 
attended  of  the  chamber  of  commerce  the  rates 
were  discussed,  but  it  was  no  use  discussing  them 
till  the  Committee  Avere  sitting,  as  the  discussion 
would  have  done  no  good. 

6987.  I suppose  the  chamber  of  commerce 
would  make  itself  acquainted  with  the  railway 
company  charging  in  excess  of  its  rates  ? — Their 
attention  would  be  directed  to  that  fact  noAv. 

6988.  But  hitherto  it  has  not  been  ? — Hitherto 
it  has  not  been. 

6989.  Is  it  your  opinion  that  the  terminal 
charges  should  be  separate  from  the  carrying 
rates? — Yes,  I think  so,  so  that  aa^c  could  see  the 
rate  per  mile  for  carrying  goods. 

6990.  You  think  that  the  carrying  rates  ought 
ahvays  to  be  separate  from  the  terminals  ? — Yes. 

6991.  In  the  course  of  your  evidence  you 
stated  that  you  had  put  a siding  into  your  Avorks, 
and  that  the  raihvay  company  Avould  not  alloAv 
you  any  reduction  for  the  use  of  that  siding  ?■ — 
I pay  the  same  rate,  although  I pay  for  loading 
and  unloading. 

6992.  If  you  had  applied  to  the  RaihA^ay  Com- 
missioners they  Avould  have  alloAved  a reduction, 
I presume? — Yes,  but  in  employing  counsel  to 
make  out  ymur  case,  you  might  easily  expend 
more  than  the  reduction  Avould  be  Avorth  to  you. 

6993.  In  point  of  fact,  you  are  of  opinion 
that  it  Avould  be  well  for  such  a body  as  your 
chamber  of  commerce  to  have  a locus  standi  be- 
foi’e  the  Raihvay  Commissioners,  Avhere  they 
could  fight  the  Avhole  battle  ? — I certainly  think 
so. 

Mr.  Paget. 

6994.  You  stated  to  the  Committee  that  in 
the  opinion  of  the  people  of  the  north  of  Ireland, 
the  Raihvay  Commissioners  are  an  expensive 
tribunal  to  come  before? — In  our  opinion  (avo 
may  be  Avrong)  they  are  expensive  and  inaccess- 
ible ; they  arc  quite  beyond  the  ordinary  traders’ 
reach. 

6995.  In  your  opinion  the  Raihvay  Com- 
missioners ought  to  be  niore  accessible  and  less 
costly  ? — That  is  my  opinion.  As  I said,  I do 
not  knoAv  anything  about  the  assistant  com- 


Mr.  Paget — continued. 

missloners  ; I see  them  in  the  Act ; they  may 
not  be  appointed,  but  I think  if  assistant  com- 
missioners would  look  after  the  grievances  in 
connection  Avith  private  traders  and  manufac- 
turers it  Avould  reiilly  open  up  the  Avhole  case 
before  the  Raihvay  Commissioners,  and  we 
Avould  have  then  a tribunal  easy  of  access,  just 
as  Ave  make  complaints  to  the  Local  Government 
Board  in  Dublin,  and  they  send  doAAm  a com- 
missioner to  inquire  Avithout  putting  us  to  any 
expense  Avliatever. 

6996.  You  have  no  objection  to  the  raihvay 
companies  combining  to  facilitate  traffic  and 
grant  through  rates? — No,  I think  it  Avould  be 
a great  advantage  under  supervision. 

6997.  But  you  object  to  the  “Ring”? — I 
object  to  the  raihvay  “ Ring”  sitting  in  London 
or  elseAvhere  and  fixing  my  rate  to  London,  and 
making  that  rate  in  many  cases  a very  serious 
loss  to  me,  and  prohibitory  of  my  trade. 

6998.  Is  the  secrecy  of  the  arrangement  one 
of  your  objections? — Yes,  the  secrecy  of  the 
classification  : vou  could  not  get  a classification 
book  in  Ireland.  I do  not  knoAv  any  one  Avho 
could  get  the  Irish  classification  to  look  at  the 
rates.  I knoAv  the  difficulty  I had  in  getting 
one  myself.  I could  only  get  it  surreptitiously. 

6999.  You  think  that  if  these  raihvay  com- 
binations exist,  they  should  act  under  open  and 
recognised  rules  ? — Yes,  under  the  control  of  the 
Raihvay  Commissioners. 

7000.  And  that  the  Raihvay  Commissioners 
Avould  be  able  to  prevent  any  kind  of  combination 
from  excluding  a raihvay  or  giving  a particular 
preference  to  any  one  line? — Certainly,  Ave  only 
Avant  an  equal  mileage  rate  for  proper  distances. 

Mr.  Cross. 

7001.  You  gave  the  Committee  the  rate  from 
Lille  to  London  as  coming  into  competition  Avlth 
your  rate  from  Dungannon  ? — The  rate  from 
Lille  to  London  for  linen  goods  is  28  s.  9 d.  a ton. 

7002.  Could  you  tell  me  Avhat  the  railway 
carriage  Avould  be  upon  that  in  France? — Those 
goods  would  come  from  Lille  to  Boulogne,  and 
then  across  the  channel  I suppose  from  Boulogne 
into  Folkestone  and  so  through  London. 

7003.  Do  you  knoAv  the  French  rates? — The 
rate  from  Lille  to  Boulogne  is  13  s.  9 c?.  a ton. 

Chairman. 

7004.  I think  it  Avould  appear  from  the  notes 
that  it  is  rather  your  opinion  that  the  Railway 
Commissioners  should  alter  the  rates  Avhich  have 
been  fixed  by  Act  of  Parliament ; is  that  so? — 
Yes,  I believe  that  the  rates  which  have  been 
fixed  by  Act  of  Parliament,  a great  many  years 
ago,  should  be  revised. 

7005.  And  that  they  should  be  revised  by  the 
RailAA-ay  Commissioners  ? — Yes,  that  the  Raihvay 
Commissioners  should  have  the  power  to  revise 
the  rates. 

7006.  Do  you  mean  all  the  rates  that  have 
been  fixed  by  Parliament? — Yes,  under  the 
authority  of  Parliament  of  course,  as  I have 
stated  to  Sir  EdAvard  Watkin,  that  this  should 
not  be  done  in  an  arbitrary  Avay,  independently 
of  the  raihvay  companies,  but  that  they  should 

certainly 
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certainly  have  a voice  In  the  matter.  But  when 
I am  talking  about  the  old  Acts  of  Parliament,  I 
am  talking  about  rates  Avhich  were  obsolete  many 
years  ago,  which  no  railway  company  practically 
could  or  dare  enforce. 

7007.  Are  there  many  trains  in  the  day  from 
Portadown  to  Belfast? — Tes,  a great  number. 

7008.  And  in  the  night? — Yes- 

7009.  Are  you  in  business  yourself? — I am,  as 
a manufacturer. 

7010.  In  what  business? — In  the  linen  trade. 

7011.  I suppose  the  linen  trade  does  not  come 
together  and  fix  the  prices  of  their  goods? — No, 
I wish  we  could. 

7012.  Do  water  companies  or  gas  companies 
do  so? — No;  there  are  no  trade  combinations 
that  I know  of. 


Mr.  Mulholland. 

7013.  Sir  Edward  Watkin  asked  you  whether 
the  classification  of  the  Irish  railways  and  the 
English  railways  was  not  really  the  same,  although 
nominally  different ; that  is  to  say,  that  the 
classes  have  different  denominations,  but  that  if 
you  allowed  for  that  the  classes  were  really 
identical ; do  you  know  how  the  maximum  rate 
corresponds  in  that  case  for  the  same  series  of 
goods  with  that  in  England — I do  not ; I only 
mentioned  one  case  in  connection  with  chemicals, 
namely,  bleaching  powder  and  dyewoods ; we 
pay  third  class  for  those  goods  in  Ireland, 
whereas  in  England  the  goods  are  conveyed 
at  the  special  rate,  showing  that  the  special 
rate  in  England  must  be  considerably  lower  than 
what  we  pay  in  Ireland. 
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The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Thomas  Alexander  Dickson,  re  called. 


Chairman. 

7014.  There  are  two  Questions,  Nos.  6598  and 
6599,  to  which  you  replied  upon  the  last  occasion 
of  your  examination,  that  you  did  not  know  what 
the  maximum  rates  chargeable  in  Ireland  were  ; 
you  have  now  something  which  you  want  to  sup- 
plement that  by,  have  you  not  ? — Yes,  I was 
asked  if  the  companies  charged  up  to  their  maxi- 
mum rates,  and  1 stated  that  I thought  they  did 
not,  because  the  maximum  rates  were  enormous, 
but  in  reply  to  Mr.  Barnes  I could  not  give  what 
the  maximum  rates  for  coal  were  upon  some  of 


Mr.  John  Greenhill, 
Mr.  Mulholland. 

7015.  You  are  a mex’chant  in  general  business 
in  Belfast,  I believe  ? — I am. 

7016.  Have  you  been  there  for  a considerable 
length  of  time  ? — I have,  for  about  23  years. 

7017.  From  the  nature  of  your  business,  are 
you  brought  into  contact  to  a great  extent  with 
the  different  railways  in  the  north  of  Ireland? — 
I am. 

7018.  And  your  business  is  to  a great  extent, 
I presume,  dependent  upon  the  rates  charged  ? — 
That  is  so. 

7019.  Perhaps  you  would  mention  to  the  Com- 
mittee the  nature  of  your  business? — We  do  a 
large  trade  in  artificial  manure,  having  134 
agents  in -the  North  of  Ireland,  and  we  represent 
large  American  flour  millers,  and  w'e  also  import 
coal  largely,  being  agents  for  Messrs.  William 
Baird  & Company,  of  Glasgow,  and  also  coke. 

7020.  Do  you  im])ort  coals  solely  for  the  con- 
sumption of  Belfast,  or  do  you  send  it  over  the 
North  of  Ireland  railways? — We  send  it  very 
largely  into  the  interior  of  the  country,  as  there 
is,  practically,  no  fuel  in  the  interior  of  the 
country. 

7021.  Would  you  say  it  was  very  important  to 
the  industries  in  the  interior  of  the  country  that 


Chairman — continued. 

the  Irish  Northern  Railways ; I have  obtained 
that  information,  and  I find  that  the  Belfast  and 
Northern  Counties  Railway  maximum  rate, 
authorised  by  their  Act  of  1845,  for  coal,  is  d. 
a ton.  Upon  the  Great  Northern  of  Ireland  the 
railway  rate  is  2 J.  a ton,  so  that  the  Northern 
Counties  Railway  Company  have  authority  under 
Act  of  Parliament  to  charge  14  s.  7 d.  a ton  for 
carrying  coal  50  miles,  and  unless  they  exceeded 
that  charge,  we  would  have  no  right  to  appear 
before  the  Railway  Commissioners  to  complain. 


called  in ; and  Examined. 
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they  should  have  this  coal  supplied  cheaply  ? — 
Yes,  undoubtedly  so. 

7022.  Do  you  complain  of  the  rates  charged 
by  the  North  of  Ireland  railways?  — Yes,  the 
rates  are  very  high  in  some  cases,  and  they  are 
very  iri’egular. 

7023.  You  do  not  say  that  the  rates  are  above 
the  maximum  rates  that  the  companies  are 
allowed  to  charge? — No,  the  maximum  rates  are 
very  high  indeed ; I do  not  think  the  charges  are 
above  the  maximum  rates. 

7024.  Have  you  any  instances  w'hich  you 
could  give  the  Committee  of  the  rates  that  you 
complain  of  ? — Yes,  from  Belfast  Quays  to 
Armagh,  a distance  of  39  miles,  the  rate  is  3 s.  6 d. 
a ton  for  coal  for  the  whole  distance.  From 
Belfast  Quays  to  Ballinderry,  a distance  of 
17  miles,  the  rate  is  also  3 s.  6 J.  a ton;  but  I 
should  remark  that  the  rate  from  Belfast  Quays 
to  Armagh  was  fixed  by  the  Railway  Commis- 
sioners some  few  months  ago. 

7025.  And  you  complain  that  the  rate  to 
Ballinderry,  not  half  the  distance,  is  as  high  as 
the  rate  to  Armagh? — Yes,  and  in  comparing  it 
with  the  English  rates,  I find  it  very  excessive 
indeed. 


7026.  That 
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Mr.  MulhoUand — continued. 

7026.  That  is  about  2|  d.  a ton  a mile,  is  it 
not? — It  is.  Now  I take  the  rate  from  Wigan 
to  Chester,  a distance  of  36  miles,  and  that  is 
only  2 s.  6 c?.  a ton. 

7027.  Then  the  Irish  rate  to  Ballinderry,  for 
a distance  of  not  more  than  half  of  the  English 
distance,  is  1 s.,  or  2 s.  6 d.  greater  ? — It  is. 

7028.  Have  you  any  other  rate  to  mention  to 
the  Committee  as  an  instance  of  a high  or 
irregular  rate? — Yes,  from  Belfast  Quays  to 
Monaghan,  a distance  of  55  miles,  the  rate  is 
4 s.  8 of.  per  ton  for  coals  ; this  rate  was  fixed  by 
the  Railway  Commissioners  a few  months  ago  ; 
then  from  Belfast  Quays  to  Glasslough,  a dis- 
tance of  49  miles,  the  rate  is  5 s.  3 d. 

Mr.  Bolton. 

7029.  Was  that  rate  also  fixed  by  the  Railway 
Commissioners  ? — No,  not  in  the  last  case. 

Mr.  MulhoUand. 

7030.  When  the  Railway  Commissioners  fixed 
the  rate  you  have  mentioned,  was  it  a reduction 
upon  the  rates  previously  existing  ? — It  was. 

7031.  Could  you  not  have  brought  before  them 
the  cases  that  you  quote  as  being  out  of  pro- 
portion to  those  ; was  there  any  special  reason 
why  they  reduced  the  rate  to  Monaghan  and 
Armagh,  and  did  not  reduce  the  rates  that  are  of 
a relatively  higher  tariff? — I'his  was  an  applica- 
tion made  to  the  Railway  Commissioners  by 
another  railway  company ; but  we,  as  merchants, 
had  nothing  to  say  to  it. 

7032.  Do  you  wish  to  mention  any  other  in- 
stances to  the  Committee  ? — From  Belfast  Quays 
to  Clones,  a distance  of  67  miles,  the  rate  is 
6 s.  6 rf.  a ton.  From  Belfast  Quays  to  Omagh, 
a distance  of  66  miles,  the  rate  is  7 s.  9 <£.  a ton, 
and  I find  that  from  Wigan  to  Stafford,  almost 
the  same  distance,  65  miles,  the  rate  is  3 s.  per 
ton. 

7033.  Again,  the  Irish  rate  is  more  than 
double  ? — Yes  ; the  rate  from  Belfast  to  Omagh 
is  more  than  the  rate  from  Wigan  to  London, 
220  miles,  which  is  7 s.  1 d. 

7034.  Is  it  the  result  of  your  experience  that 
these  high  rates  operate  as  an  obstacle  to  the 
coal  trade  in  the  North  of  Ireland  ? — Un- 
doubtedly they  hinder  its  development. 

7035.  Are  those  all  the  places  which  you  wish 
to  mention  to  the  Committee  ? — There  is  the  in- 
stance of  Larne  to  Antrim,  a distance  of  31 
miles,  and  the  charge  is  3 s. 

7036.  Do  you  mention  that  as  being  lower 
than  the  rates  from  Belfast? — No;  I wish  to 
make  a comparison  with  that.  That  is  3 s.  for  a 
distance  of  31  miles.  Now,  from  Belfast  to  An- 
trim, a distance  of  22  miles,  the  rate  is  also  3 s., 
which  is  an  injustice  to  Belfast. 

7037.  Thei-ate  from  Larne  is  lower,  in  propor- 
tion to^the  distance,  tlian  the  rate  from  Belfast 

Tes;  and  is  typical  of  several  other  stations, 
but  I give  you  that  one  as  a sample  of  several 
others. 

7038.  You,  as  a Belfast  merchant,  complain 
that  the  I’ates  from  Larne  to  the  interior  are 
lower,  relatively  to  the  distance  carried,  than 
they  are  from  Belfast? — Yes;  I would  beg  to 
mention  another  instance,  and  rather  a glaring 
one.  From  Larne  to  Castle  Dawson,  a distance 
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Mr.  MulhoUand — continued, 
of  50  miles,  the  rate  is  4 s.  9 d. ; and  from  Bel- 
fast t<^  Castle  Dawson,  a distance  of  41  miles, 
the  rate  is  4 s.  9 d.  also,  which  is  exactly  the 
same  rate  as  from  Wigan  to  Bangor,  a distance 
of  95  miles. 

7039.  Are  those  rates  both  on  the  Northern 
Counties  Railway  ? — Yes  ; both  of  them. 

7040.  Is  there  any  canal  competition  with  the 
railways  in  Ulster  ? — There  is  to  some  of  the 
towns.  Where  the  canal  competition  applies, 
the  rates  are  generally  a little  lower. 

7041.  Where  the  canal  does  not  compete  there 
is  no  competition  ? — No,  not  generally. 

7042.  It  is  a complete  monopoly,  is  it  not  ? — 
It  is,  as  far  as  the  North  of  Ireland  is  con- 
cerned. 

7043.  Are  those  rates  that  you  are  giving  now, 
the  rates  for  large  quantities  of  coal,  or  are  they 
for  small  parcels ? — In  some  cases;  for  instance, 
in  the  case  of  Monaghan,  it  is  a rate  for  20-ton 
lots  ; that  is  to  say,  for  20  tons  or  over.  If  it  is 
under  20  tons  in  any  one  day,  they  may  charge 
1 s.  1 d.  per  ton  additional,  which  is  sometimes  a 
great  hardship  in  this  respect,  that  the  railway 
companies  load  the  waggons,  and  tell  you  they 
have  about  20  tons,  or  a little  over  20  tpns,  and 
then  when  they  come  to  be  weighed,  they  may 
be  found  to  be  a little  under  20  tons,  and  then 
we  have  to  pay  the  higher  rate,  which  is  felt  to 
be  a hardship. 

7044.  If  there  were  nnder  20  tons,  say  19  tons, 
would  you  have  to  pay  the  whole  at  a liigher 
rate? — Yes,  or  we  should  have  to  pay  for  20 
tons,  and  it  would  be  cheaper  in  that  case  to  pay 
as  for  20  tons. 

7045.  Have  you  anything  else  to  mention  to  the 
Committee  with  regard  to  the  coal  trade  ? — I do 
not  believe  that  I have  any  further  facts  to  give 
the  Committee  with  regard  to  the  coal  trade. 
It  is  very  important  that  coals  should  be  carried 
cheaply  into  the  country,  as  there  are  no  collieries 
in  the  country,  with  the  exception  of  one  in  the 
North  of  Ireland. 

7046.  Practically  speaking,  there  is  no  Irish 
coal,  so  that  all  the  manufactories  are  depen- 
dent upon  the  English  and  Scotch  coal  ? — That 
is  so. 

7047.  I think  the  ne.xt  article  which  you  said 
you  were  extensively  engaged  in  was  artificial 
manure  ? — That  is  so. 

7048.  Have  you  any  complaint  to  make  of  the 
rates  charged  upon  artificial  manure  ? — In  regard 
to  artificial  manure,  the  rate  from  Larne  to 
Antrim,  a distance  of  31  miles,  is  3 s.  6 <7.,  whereas 
from  Belfast  to  Antrim,  a distance  of  22  miles, 
the  rate  is  3 s.  6 d.,  with  this  disadvantage,  that 
we  have  the  manure  to  cart  in  Belfast,  costing 
about  Is.  3 c?.  a ton  additional. 

7049.  Do  you  complain  there  of  the  rate  itself, 
or  do  you  merely  complain  that  the  coal  is  earned 
at  the  same  rate  from  Larne  ? — We  tliink  that 
we  ought  to  have  a lower  rate  from  Belfast,  be- 
cause as  there  is  no  carting  in  Larne,  that  has 
the  effect  of  di-awing  the  traffic  through  Larne 
to  the  exclusion  of  Belfast 

7050.  Do  you  think  that  3 s.  6 <7.  is  a fair  rate 
in  itself? — I think  that  it  is  a very  fair  rate 
from  Larne  to  Antrim,  but  that  it  is  too  high  from 
Belfast.  Then  from  Larne  to  Castle  Dawson,  a 
distance  of  50  miles,  the  rate  is  8 s.  a ton,  and 
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Mr.  Mulholland — continued. 

from  Belfast  to  Castle  Dawson,  a distance  of  41 
miles,  the  rate  is  likewise  8 s.  a ton. 

7051.  That  is  a higher  rate  per  mile,  is  it  not, 
than  what  you  quoted  in  the  last  instance  ? — 
It  is. 

7052.  Then  from  Belfast  to  Newcastle,  a dis- 
tance of  37  miles,  the  rate  is  7 s.  per  ton,  which 
is  a very  high  rate.  From  Belfast  to  Omagh,  a 
distance  of  66  miles,  the  rate  is  10  s.  per 
ton. 

Sir  Edicard  Watkin. 

7053.  Is  that  station-to-station  rate  ? — Yes. 

7054.  In  each  case? — Yes.  From  Dublin  to 
Omagh,  a distance  of  128  miles,  the  rate  is 
12  s.  6 6?.  per  ton. 

7055.  That  is  nearly  double  the  distance?  — 
Yes,  nearly  double  the  distance,  and  only  2 s.  6 6?. 
per  ton  additional,  which  operates  very  seriously 
against  Belfast. 

Mr.  Mulholland. 

7056.  Do  you  complain  of  any  ajiparent  dis- 
position on  the  part  of  railway  companies  to 
divert  traffic  from  Belfast? — Yes,  the  tendency 
is  to  divert  the  traffic  from  Belfast  to  some  of  the 
other  ports ; that  is  since  the  amalgamation  of 
the  railway  companies.  May  I mention  to  the 
Committee  a very  flagrant  instance  in  connection 
with  manure.  From  Dublin  to  Tanderagee,  a 
distance  of  82  miles,  the  rate  is  15  s.  per  ton; 
whereas  from  Dublin  to  Portadown,  a distance  of 
87  miles,  a station  beyond  Tanderagee  from 
Dublin,  the  rate  is  9 s.  2 d.  per  ton. 

7057.  You  think  that  the  object  of  that  is  to 
attract  ti’affic  at  Portadown  by  the  low  rate  which 
would  otherwise  naturally  come  through  Belfast  ? 
— I think  so. 

7058.  Have  you  any  suspicion  with  reference 
to  the  object  of  the  railway  company  in  doing 
that? — I cannot  give  any  tangible  reason  for  it ; 
we  know  it  as  a matter  of  fact,  and  we  know  the 
way  it  affects  us.  The  policy  of  the  railway 
companies  since  the  amalgamation  seems  to  be  to 
promote  traffic  through  some  of  the  other  ports, 
such  as  Dublin,  Newry,  Greenore,  and  London- 
derry, in  preference  to  Belfast. 

7059.  That  is  to  say,  traffic  which  would  natu- 
rally come  into  Belfast  if  the  rates  were  propor- 
tionate?— If  the  rates  were  based  upon  a mileage 
principle,  that  traffic  would  come  into  Belfast. 

7060.  I think  you  mentioned  that  you  were 
also  engaged  in  the  ffour  trade  ? — I am. 

7061.  Have  you  to  complain  of  the  rates 
charged  for  flour  or  grain  ? — The  rates  charged 
for  flour  into  the  interior  of  the  country  are 
generally  very  high. 

7062.  Would  you  give  the  Committee  some 
instances  of  those  rates? — From  Birmingham  to 
Belfast,  via  the  Midland  Railway,  a distance  of 
346  miles,  the  rate  is  20  s.  10  (A  per  ton,  whereas 
I'rom  Belfast  Quays  to  Monaghan,  a distance  of 
55  miles,  the  rate  is  9 s.  per  ton. 

7063.  That  is  about  three  and  a-half  times  the 
rate  ])er  mile  ? — Yes. 

7064.  You  stated  that  you  were  in  the  iron 
trade  ? — I know  a little  about  the  iron  trade. 

7065.  There  is  no  iron  produced  in  Ireland; 
we  have  to  inqjort  all  our  supplies  of  iron,  I 
believe  ? — Yes. 


Mr.  Mulholland — continued. 

7066.  And  it  is  an  article  which  is  very  heavy 
in  proportion  to  its  value  ? — Very  indeed. 

7067.  So  that  the  rate  of  carriage  is  an  impor- 
tant consideration  ? — It  is. 

7068.  Can  you  state  what  the  Irish  rates  are, 
compared  with  the  rates  in  England  or  Scotland  ? 
— F'rom  Belfast  to  Lisburn,  a distance  of  seven 
miles,  iron  is  cliarged  at  the  rate  of  4 s.  a ton  ; 
whereas  from  Coatbridge  to  College-street,  Glas- 
gow, a distance  of  nine  miles,  the  rate  is  2 s.  per 
ton. 

7069.  That  is  double  the  rate  for  three-quarters 
the  distance  ? — Yes. 

7070.  And  does  the  same  apply  to  other  places  ? 
— Yes.  From  Belfast  to  Banbridge,  a distance 
of  24^  miles,  the  rate  is  8 5.  4 6?.  a ton,  while  from 
Liverpool  to  Warrington,  a distance  of  18  miles, 
the  rate  is  3 5.  9 </.  a ton.  From  Belfast  to  Dun- 
gannon, a distance  of  40  miles,  the  rate  is  12  5.  6 6f. 
per  ton.  From  Coatbridge  to  Leith,  a distance 
of  41  miles,  which  is  the  same  distance,  the  rate 
is  4 s.  6 d.  per  ton. 

7071.  That  is  even  a greater  difference  than 
the  other  instance  which  you  mentioned  ; three 
times,  very  nearly,  is  it  not  ? — It  is. 

7072.  Do  you  find  that  those  rates  have  the 
effect  of  checking  the  trade  in  Ireland? — Un- 
doubtedly so.  I would  beg  to  mention  one  in- 
stance more.  From  Consett,  near  Newcastle-on- 
Tyne,  to  Belfast,  via  Ardrossan,  a distance  of 
260  miles,  the  rate  is  14  s.  6 6?.;  from  Belfast  to 
Enniskillen,  a distance  of  87  miles,  the  rate  is 
14  s.  2 6?.  per  ton. 

Mr.  Callan. 

7073.  How  much  of  the  journey  from  Consett 
to  Belfast  is  dry  land,  and  how  much  is  water  ? — 
It  is  about  180  miles  by  rail  and  80  by  water. 

Mr.  Mulholland. 

7074.  Now,  supposing  the  iron  was  sent  at  a 
through  rate  from  England  or  Scotland,  would 
that  be  subject  to  the  same  rates  in  going  over 
the  Irish  railways? — I am  not  very  clear  upon 
that,  but  we  have  to  complain  very  seriously 
about  manufactured  iron  being  carried  at  very 
much  higher  rates  from  Belfast  to  England,  in 
consequence  of  the  conference  combination.  I 
have  one  or  two  very  flagrant  cases  indeed  which 
I would  wish  to  mention  to  the  Committee. 

7075.  Will  you  explain  what  you  mean  by  a 
combination  ?— I will  take  the  case  of  from  Bel- 
fast to  Liverpool  for  rails. 

Mr.  Bolton. 

7076.  Is  not  that  sea  traffic  ? — It  is. 

Mr.  Mulholland. 

7077.  How  do  you  connect  that  with  the  rail- 
way question  ? — Because  the  rate  is  controlled 
by  the  railway  companies,  as  I will  explain  in  a 
moment,  to  the  serious  disadvantage  of  Belfast. 

7078.  How  do  they  control  that  ? — They  con- 
trol it  by  what  is  called  the  English  and  Irish 
traffic  conference,  and  they  have  put  up  the  rates 
seriously  by  sea,  by  means  of  that  conference,  so 
that,  practically,  there  is  no  competition  by  sea  to 
London. 

7079.  Do  you  mean  where  the  sea  passage  is 
not  part  of  a through  rate  ; if  it  were  part  of  a 

through 
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Mr.  Mulh(dland — continued, 
through  rate  in  which  the  railway  charge  was  in 
combination  with  the  sea  charge,  it  would  be  a 
matter  which  we  could  go  into  ? — It  is  so ; I 
want  to  show  what  the  rate  to  London  is  now, 
since  the  conference  was  brought  to  bear  upon 
the  rate.  The  rate  for  manufactured  iron  from 
Belfast  to  London,  by  way  of  Ardrossan  and 
Grangemouth,  is  33  s.  4 d.  per  ton ; it  is  the  same 
rate  by  direct  steamer  to  Southamiiton,  and  then 
from  Southampton  by  rail  to  London,  and  it  is 
also  the  same  from  Belfast  to  Liverpool  by  steamer, 
and  then  from  Liverpool  to  London  by  steamer ; 
while  in  the  case  of  the  local  rates  Belfast  to 
Liverpool,  and  Liverpool  to  London,  they  only 
amount  to  16  5.  S d. 

Lord  Randolph  Churchill. 

7080.  The  through  rate  is  higher  than  the  local 
rates  ? — It  is  nearly  double.  Now,  if  you  send 
iron  to  the  Belfast  and  Liverpool  steamers,  to  be 
forwarded  to  London,  the  steamers  will  not  take 
it  unless  at  the  rate  of  33  5.  4 d.  per  ton  ; while, 
as  I say,  if  the  two  local  rates  are  added  together 
you  can  get  it  at  about  half.  We  have  no  com- 
petition by  water  now  to  London,  because  the 
railway  company  compels  the  Belfast  and  Liver- 
pool steamers  to  refuse  traffic  from  Belfast  to 
London  by  sea,  unless  it  is  carried  for  33  s.  4 d. 
per  ton.  The  local  rates  are,  from  Belfast  to 
Liverpool,  6 5.  8 d.  per  ton,  and  from  Livei’pool  to 
London  by  water,  10s.;  but  if  you  wish  to  send  on 
by  that  route  from  Belfast  to  London  they  charge 
you  33  s.  4fZ.,  and  they  say  we  will  not  take  it  up 
at  the  local  rates ; the  railway  company  will  not 
allow  us  to  do  so. 

Mr.  Bolton. 

7081.  But  there  is  no  railway  in  the  case,  you 
know  ; this  is  all  sea  traffic  ? — But  they  are  all 
members  of  the  Railway  Traffic  Conference. 

Sir  Edward  Watkin. 

7082.  Cannot  you  have  a consignee  in  Liver- 
pool who  will  forward  the  goods  ? — Un- 
doubtedly; but  the  consignment  has  to  be  un- 
shipped, and  it  has  to  be  done  unknown  to  the 
Steam  Packet  Company,  or  they  dare  not  take 
it. 

Mr.  Bolton. 

7083.  Did  you  ever  send  any  goods  at  16  s.  8rf. 
per  ton  ? — I did  not. 

7084.  Do  you  know  that  it  has  been  done  ? — 
Yes,  I know  that  it  has  been  done. 

7085.  Do  you  know  how  it  was  done? — By 
consigning  to  someone  in  Liverpool  unknown  to 
the  company. 

Lord  Randolph  Churchill. 

7086.  Then  the  difference  between  16  s.  % d. 
and  33  s.  4 rA  is  directly  owing  to  the  action  of 
the  combination  called  the  “ Railway  Traffic  Con- 
ference ”? — Entirely. 

Mr.  Mulhollunul. 

7087.  What  other  points  do  you  desire  to  refer 
wish  to  refer  to  the  rates  upon  petroleum 

and  groceries,  as  showing  the  action  of  the  con- 
ference with  regard  to  local  rates.  Now,  from 
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Liverpool  to  Belfast,  a distance  of  156  miles,  the 
rate  for  petroleum  is  12  s.  6 d.  a ton. 

Mr.  Bolton. 

7088.  That  is  the  sea  again? — Yes,  that  is 
sea.  Then,  from  Liverpool  to  Ballymena,  by 
way  of  Belfast,  the  rate  is  12  s.  per  ton. 

7089.  The  rate  is  lower  to  Ballymena  than  it 
is  to  Belfast  ? — It  is  lower  to  Ballymena  than  to 
Belfast ; that  rate  is  controlled  by  the  con- 
ference. 

7090.  Could  you  give  the  Committee  the  dis- 
tance from  Liverpool  to  Ballymena  ? — The 
distance  is  189  miles,  as  compared  with  156  miles 
to  Belfast. 

7091.  How  much  of  that  is  rail? — Thirty- 
three  miles. 

Mr.  Mulholla.nd. 

7092.  Now,  what  is  the  charge  from  Belfast 
to  Ballymena  ? — 9 s.  3 d. 

7093.  So  that  any  Belfast  merchant  importing, 
and  then  sending  it  on  to  Ballymena,  would  be 
at  a disadvantage  of  9 s.  9 c?.  a ton,  as  compared 
with  the  English  sending  through  ? — That  is 
so. 

7094.  Have  you  any  other  instance  ? — I have 
only  one  other  instance  ; from  London  to  Stra- 
bane,  a distance  of  444  mlle.«,  the  rate  for  Epsom 
salts  is  45  s.  10  d.  a ton,  and  from  Belfast  to 
Strabane,  a distance  of  86  miles,  the  rate  is 
20  s.  10  rA,  so  that  the  rate  in  the  latter  instance 
is  almost  half  of  that  of  the  former. 

7095.  Now  I wish  to  ask  you  if  you  have  any 
suggestion  to  make  to  the  Committee  upon  the 
subject  of  classification? — In  reference  to  the 
steamers  plying  daily  from  Fleetwood,  Barrow, 
and  Liverpool  to  Belfast,  when  goods  come  from 
an  inland  town  by  rail,  that  is  to  say,  from 
England,  carriage  paid,  to  any  of  those  ports, 
they  are  charged  by  the  steamer,  first  class, 
19  s.  2d.\  second  class,  22  s.  6 rf. ; third  class, 
25  s.  10  d.  ; fourth  class,  44  s.  2d.',  and  fifth 
class,  69  s.  2 d. ; but  if  the  goods  are  sent  locally 
from  Barrow  or  Fleetwood,  or  Liverpool,  they 
are  charged  as  follows : instead  of  being  charged 
19s.  2d.  first  class,  they  are  charged  5s.;  in- 
stead of  22  s.  6 d.  second  class,  they  are  charged 
6 s.  Sd.',  instead  of  25  s.  10  r/ . third  class,  they 
are  charged  7 s.  6 of. ; and  in  place  of  44  s.  2 d. 
in  the  fourth  class,  the  charo;e  is  10  s. 

Mr.  Bolton. 

7096.  What  is  the  railway  mileage  of  all  these? 
-—I  am  just  referring  generally  to  the  classifica- 
tion now.  The  steam  packet  people  say  that 
the  low  rates  pay  them  very  Avell,  but  that  they 
are  obliged  by  the  English  and  Irish  traffic  con- 
ference to  charge  those  high  freights  if  the  goods 
are  handed  to  them  by  the  railway  companies  in 
England,  in  some  cases  nearly  four  times  as 
much. 

Mr.  Mulholland. 

7097.  Do  you  understand  what  the  motive  of 
the  conference  is,  in  forcing  the  steamer  to 
charge  those  high  rates  upon  goods  handed  to 
them  by  the  railways  ? — I cannot  understand  it ; 
it  is  a monopoly,  but  that  is  all  I can  say.  I 

Q Q 3 knoAv 


310 


MINUTES  OE  evidence  TAKEN  BEFORE  THE 


26  May  1831.]  Mr.  Greenhill.  {^Continued. 


Mr.  MulhoUand — continued, 
know  it  is  a very  ureat  injustice  to  merchants  in 
Belfast. 

7098.  Do  you  propose  that  there  should  be  a 
revision  of  the  classification  ? — I am  not  suffi- 
ciently acquainted  with  that  subject  to  give  an 
opinion  upon  it. 

7099.  Have  you  any  suggestions  to  make  to 
the  Committee  upon  that  subject,  or  are  you 
satisfied  with  stating  your  grievances  ? — I should 
like  to  make  two  or  three  suggestions  ; I think  it 
is  very  important  indeed  that  rates  for  coal  and 
artificial  manure  should  be  as  low  as  possible  in 
Ireland  ; because  it  is  an  agricultural  country, 
and  the  people  are  poor  comparatively,  and  it  is 
necessary  that  every  facility  should  be  given  for 
the  development  of  the  interest  of  the  country ; 
that  the  rates  should  be  such  that  the  produce 
should  get  cheaply  to  the  markets,  and  I think  it 
is  desirable  that  the  railway  rates  should  approxi- 
mate to  a mileage  basis,  because  no  one  can 
understand  them  at  present. 

7100.  That  is  to  say,  the  rates  should  bear 
some  fixed  relation  to  the  distance  over  which 
the  goods  are  carried  ? — Quite  so.  I should  like 
very  much  to  see  additional  powers  given  to  the 
Eailway  Commissioners.  The  policy  of  the  rail- 
way companies  seems  to  be,  in  some  instances, 
to  destroy  one  town  and  to  foster  another ; I 
could  give  illustratious  of  that,  but  I daresay  that 
may  be  unnecessary. 

Lord  Randolph  Churchill. 

7101.  Could  you  give  an  illustration  of  a town 
being  destroyed  in  Ireland  ? — The  tendency  is 
in  that  direction. 

7102.  Which  town  has  been  fostered  and  which 
destroyed  ? — The  town  of  Larne  has  been  fos- 
tered very  much  indeed  to  the  exclusion  of 
Belfast ; there  has  been  a great  deal  of  money 
laid  out  in  Belfast,  but  the  coal  trade  of  Belfast 
has  been  almost  entirely  removed  to  Lai’ne. 

Chairman. 

7103.  Larne,  I think  is  the  nearest  port  to  the 
Scotch  coast? — Yes,  but  steamboat  companies 
charge  the  same  rate  to  that  port  as  they  do  for 
a considerable  distance  into  the  country. 

Lord  Randolph  Churchill.. 

7104.  Did  the  railway  companies  lay  out  a con- 
siderable amount  of  money  in  Larne  ? — Not  to 
the  same  extent  as  in  Belfast ; there  has  not  been 
much  laid  out  in  Larne. 

Mr.  MulhoUand. 

7105.  But  they  did  at  Greenorc,  did  thev  not? 
—Yes. 

7106.  And  at  Dublin? — Yes,  at  Dublin  un- 
doubtedly the  companies  have  expended  a great 
deal  of  money. 

Mr.  O'  Sullivan. 

7107.  Do  you  think  that  the  present  rates  upon 
the  northern  railways  are  injimous  to  trade  in 
the  north  of  Ireland? — I think  some  of  them 
are. 

7108.  In  what  way? — They  are  very  high. 

7109.  Do  the  railway  companies  give  any  un- 
due iweference  to  the  ports  oi  Belfast  and  Larne 
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over  the  ports  of  Coleraine  and  Portrush  ? — No, 

I think  not  ; rather  the  opposite. 

7110.  You  think  that  they  are  not  giving  un- 
due preference  to  Belfast  over  those  ports? — 
From  London  and  interior  towns  in  England  they 
give  through  rates  to  Coleraine,  Ballymoney,  and 
Portrush  at  about  2 s.  6 d.  a ton  more  than  they 
do  to  Belfast. 

7111.  Have  the  Northern  Counties  Company 
the  working  of  the  Derry  Central  Company  ? — 
Yes. 

7112.  Do  you  think  they  give  it  a due  share 
of  its  working  according  to  its  mileage  ? — I can- 
not answer  that  question. 

Mr.  Morley. 

7113.  I should  like  to  ask  for  a little  more 
distinct  explanation  with  regard  to  the  sending 
of  iron  from  Belfast  to  London.  I understand 
that  the  charge  from  Belfast  to  Liverpool  is 
6 s.  8 d.  ?— Yes. 

7114.  And  the  charge  from  Liverpool  to 
London  is  10  s.  ? — Yes. 

7115.  But  if  you  were  to  propose  to  send  iron 
from  Belfast  to  London,  the  railway  companies 
have  brought  their  influence  to  bear  so  that  you 
could  not  do  it  under  the  sum  of  33  s.  4 d.  ? — 
Thirty-three  shillings  and  fourpeuce. 

7116.  You  say  that  the  railway  companies 
have  controlled  the  steamship  owners  ? — I say 
the  railway  and  steamboat  union,  or  what  they 
called  the  “English  and  Irish  Traffic  Conference,” 
has  done  so. 

7117.  Do  I understand  that  before  the  Con- 
ference Avas  established  you  could  send  iron  from 
Belfast  to  London  at  something  like  half  the 
price  that  you  have  been  able  to  send  it  at,  since 
the  Conference  has  been  established? — That  is  so. 

7118.  Therefore,  you  believe  it  to  be  in  conse- 
quence of  the  Conference  that  you  pay  double 
the  charge  ? — We  know  it  is  so. 

7119.  Do  the  powers  of  the  Railway  Commis- 
sioners extend  to  Ireland  ? — Yes. 

7120.  Have  you  had  any  case  before  them  in 
Ireland  ? — I have  given  evidence  before  them  as 
a merchant ; but  I have  not  had  a case  myself 
before  them. 

7121.  Why  have  you  not  been  before  them  ? 
— We  should  be  very  glad  to  go  before  them, 
but  then  it  is  a question  of  expense  ; the  railway 
companies  bring  over  counsel  from  London,  and 
there  are  the  expenses  of  the  Railway  Commis- 
sioners to  be  paid. 

7122.  Do  the  Railway  Commissioners  require 
counsel  to  appear  before  them  ? — I do  not  think 
any  private  firm  Avould  like  to  go  before  them, 
with  all  the  counsel  that  the  raihvay  companies 
bring  to  bear  against  them. 

7123.  Is  there  the  impression  that  the  pro- 
ceedings before  the  Railway  Commissioners  are 
so  costly  that  people  tvill  not  go  before  them  ? — 
I do  not  know  that  the  impression  is  that  the 
proceedings  are  so  costly,  but  there  is  a fear  on 
the  part  of  ludvate  people  to  fight  against  railway 
companies,  who  are  powerful  people. 

Sir  Daniel  Gooch. 

7124.  Do  you  know  the  amount  of  trade  in 
iron  between  Belfast  and  London  ? — I do  not 
know  the  amount,  but  there  is  a very  large 

trade ; 
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trade  ; there  is  a large  steam  nail  manufactory 
in  Belfast,  and  their  goods  did  go  to  London 
formerly,  but  they  are  not  sent  now,  not  to  the 
same  extent  at  all  events,  owing  to  the  pro- 
hibitive rates  for  carriage. 

7125.  Do  you  see  anything  objectionable  in 
the  railway  companies  and  steamboat  companies 
making  arrangements  for  what  is  best  in  the  in- 
terest of  the  companies  ? — It  is  very  much  against 
the  interests  of  trade. 

7126.  Is  it  against  the  interests  of  the  parties 
themselves? — Yes,  I think  so. 

7127.  Do  you  know  what  the  railway  com- 
panies ai’e  paying  in  the  way  of  dividend  t — I 
have  not  any  clear  idea. 

7128.  When  you  are  contending  for  a con- 
siderable reduction  of  rates,  that  means  a reduc- 
tion of  dividend,  does  it  not  ?— Not  necessarily  ; 
we  want  a more  liberal  management,  so  that  the 
trade  of  the  country  would  be  developed. 

7129.  Do  you  think  any  great  quantity  of  iron 
would  be  consumed  in  Ireland  if  the  rates  were 
5 s.  lower  ? — I think  there  would  be  to  some 
extent  ; it  might  not  increase  to  a very  large 
extent. 

7130.  You  think  the-  amount  charged  for  car- 
riage now  limits  the  demand  for  iron  ? — I know 
it  restricts  the  operations  of  manufacturers  very 
considerably. 

Mr.  Monk. 

7131.  Are  not  private  traders  not  only  terrified 
at  the  cost  of  appearing  before  the  Railway  Com- 
missioners, but  are  they  not  also  frightened  at 
the  frequent  appeals  on  the  part  of  the  railway 
companies  against  the  decisions  of  the  Railway 
Commissioners? — The  railways  of  Ireland  are  a 
great  monopoly  and  a very  great  power,  and  al- 
though the  merchants  complain  very  seriously 
indeed  about  them,  they  are  almost  afraid  of 
going  into  opposition  to  them,  lest  the  companies 
sliould,  as  they  express  it  in  Ireland,  put  the 

screw  ” upon  them  afterwards. 

7132.  Are  you  aware  that  in  most  cases  the 
railway  companies  appeal  against  the  decisions 
of  the  Railway  Commissioners  ? — It  is  notorious 
of  one  company  in  Ireland,  that  they  do,  that  is 
to  say,  the  Great  Northern  Company,  that  if  a 
decree  is  got  against  them  at  the  quarter  ses- 
sions for  10  s.,  they  almost  invariably  appeal. 

7133.  Are  you  aware  that  that  is  the  case  also 
in  England  with  the  English  railway  companies? 
— I have  not  any  experience  with  regard  to  the 
English  railways. 

Mr.  Bolton. 

7134.  Did  I understand  you  to  say  that  the 
traders  in  Ireland  were  afraid  of  appealing  to 
the  Railway  Commissioners? — I think  they  are 
deterred  by  what  they  consider  would  be  the 
great  expense  of  it.  I do  not  know  what  the 
expense  is  personally. 

7135.  How  do  you  arrive  at  that  idea  if  you 
do  not  know  Tvhat  it  is  ? — I know  from  the  im- 
pression that  prevails  amongst  the  merchants. 

7136.  Do  you  know  that  many  appeals  have 
been  made  to  the  Railway  Commissioners  by 
private  individuals? — Not  from  Ireland  I think. 

7137.  You  gave  the  Committee  the  case  of 
two  appeals,  one  as  to  the  rate  from  Belfast  to 
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^Monaghan,  and  another  as  to  the  rate  from  Bel- 
fast to  Armagh  ; were  those  appeals  by  priviite 
individuals? — They  were  by  a railway  com- 
pany. 

7138.  By  what  railway  company? — The  Cen- 
tral of  Belfast. 

7139.  The  Central  Company  appealed  against 
the  charge  by  what  company  ? — The  facts  arose 
in  this  way  : a number  of  the  railways  in  the 
North  of  Ireland  became  amalgamated,  and  im- 
mediately they  amalgamated  the  companies 
began  to  raise  the  rates,  which  would  have  the 
effect  of  drawing  trade  through  other  ports  than 
Belfast.  The  Belfast  Central  Railway  Com- 
pany, who  are  interested  solely  in  Belfast,  ap- 
pealed against  those  rates  and  got  them  reduced. 

7140.  Does  that  company  now  acquiesce  in 
the  charges  that  are  made ; has  the  Central 
Railway  been  amalgamated  ? — It  is  still  a dis- 
tinct company. 

7141.  Then  why  does  not  it  appeal  against 
these  other  rates ; has  it  no  interest  in  them  ? — 

1 do  not  know  I am  sure  why  they  did  not  appeal. 

7142.  They  did  not  appeal  ? — They  did  not. 

7143.  The  presumption  is  that  they  were  satis- 
fied ? — 1 think  they  did  appeal  in  some  cases, 
and  some  portion  of  the  appeal  was  allowed  and 
some  portion  disallowed. 

7144.  Then  they  had  been  beaten? — No,  not 
exactly  that.  The  Railway  Commissioners  told 
them,  in  their  decision,  they  had  asked  for  rather 
too  much,  and  as  the  Railway  Commissioners 
had  no  power  to  compromise,  they  were  obliged 
to  disallow  the  application,  but  they  indicated  at 
the  same  time  that  the  rates  were  much  too 
dear. 

7145.  That  did  not  encourage  the  Central 
Railway  Company  to  appeal  again  upon  a dif- 
ferent basis  ? — No,  but  I understand  that  they 
are  likely  to  do  so. 

7146.  Do  I understand  you  to  say  that  the 
rate  between  Wigan  and  Chester,  a distance  of 
36  miles,  being  2 s.  6 d.,  you  are  dissatisfied  in 
Ireland  with  the  decision  of  the  Railway  Com- 
missioners in  the  case  of  the  rate  from  Belfast  to 
Armagh  ? — I did  not  say  so. 

7147.  You  did  not  say  so,  but  I am  asking 
whether  the  Railway  Commissioners,  having 
fixed  the  rate  from  Belfast  Quays  to  Armagh,  a 
distance  of  39  miles,  at  Ss.  Qd.,  and  the  rate  from 
Wigan  to  Chester,  a distance  of  36  miles,  being 

2 s.  6 d.,  you  are  dissatisfied  with  the " rate  the 
Commissioners  fixed  ? — I think  the  rate  to 
Armagh  is  a reasonable  one. 

7148.  Then  what  was  the  object  of  giving  it 
to  the  Committee? — I gave  it  in  conjunction 
with  another  rate  to  Ballinderry,  a distance  of  17 
miles,  where  3 s.  Qd.  also  is  charged. 

7149.  You  object  to  the  diversion  of  the  traffic 
from  Belfast,  and,  I presume,  it  is  because  it 
affects  the  local  trade  there  ? — I object  to  the 
diversion  of  traffic  when  it  is  arbitrarily  diverted 
by  a railway  company. 

7150.  Is  that  really  disadvantageous  to  the  con- 
sumer of  the  articles  so  diverted  ? — I cannot  say  ; 
in  some  cases  it  may  be  so,  and  in  some  cases  the 
opposite. 

7151.  You  would  think  it  rather  an  advantage 
than  not  ? — I do  not  think  so,  because  it  seems 
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to  be  done  for  I’ailway  purposes,  and  not  on 
2)ublic  grounds. 

7152.  The  rate  for  petroleum  from  Liverpool 
to  Ballymena  is  12  i’.  for  189  miles  via  Belfast; 
who  fixes  that? — Ideally  I do  not  know. 

7153.  It  is  not  the  railway,  is  it  ? — It  must  be, 
I think,  the  traffic  conference,  but  I cannot  say 
j)ositively. 

7154.  Do  you  know  whether  the  English  and 
Irish  Traffic  Conference  fix  the  steamer  rates  ? — 
They  will  not  allow  the  steamers  to  carry  below 
a certain  rate. 

7155.  And  do  you  know  Avhether,  as  a matter 
of  fact,  they  fix  tlie  rate  between  Belfast  and 
Liverjiool,  or  any  other  ports? — Not  where  the 
goods  are  carried  locally,  but  where  the  goods 
are  carried  througli  they  do.  If  th(',  goods  Avere 
carried  from  Liverpool  to  Belfast  by  a Liverpool 
merchant,  the  conference  would  not  interfere  ; 
but  if  the  goods  were  sent  by  a Manchester 
merchant  through  Liver2)Ool  they  would. 

7156.  Let  us  adhere  to  the  question  of 
petroleum.  You  gave  the  instance  of  from 
Liverpool  to  Belfast,  a distance  of  156  miles, 
the  rate  being  12  s.  6 d.,  and  then  you  said,  from 
LiverpooL.to  Ballymena,  a distance  of  189  miles, 
steamer  and  railway,  the  rate  was  only  12  s.  I 
ask  you  Avhether  the  railway  company  fix  the 
steamboat  rates  there  ? — I cannot  say  exactly. 

7157.  Then  I ask  you,  who  fixes  the  rate  from 
Liverpool  to  Ballymena  via  Belfast  ; is  that  the 
railway  company  ? — I should  think  it  must  be 
done  jointly. 

7158.  Assuming  that  it  is  done  jointly,  between 
Liverpool  and  Belfast,  there  is  no  necessity  for 
joint  action  ; it  is  the  steamer  alone  ? — Not  if  the 
goods  are  sent  locally. 

7159.  From  Liverpool  to  Belfast  is  local,  is  it 
not? — Yes,  if  the  goods  are  sent  by  a Liveiqiool 
merchant. 

7160. .If  file  goods  are  sent  from  Liverpool  to 
Belfast,  I presume  the  comj)any  do  not  inquire 
into  the  residence  of  the  sender  of  the  goods  ? — 
I wish  to  explain,  that  Avhen  goods  are  sent  from 
Manchester  to  Liverpool,  and  re-booked  from 
Liverpool  to  Belfast,  they  come  at  a higher  i-ate 
than  Avhen  sent  by  the  Liveiqjool  merchant 
locally. 

7161.  "We  have  got  the  case  of  petroleum  before 
us,  and  I Avant  to  see  hoAv  you  make  out  the 
com2)laint  against  the  railway  com2)ani&s,  because 
the  sea  rate  I'rom  Liveri)Ool  to  Belfast  is  higher 
than  the  sea  I'ate  and  the  railway  rate  together, 
to  Ballymena  ? — It  is  unfair  to  the  Belfast  mer- 
chant, tliat  goods  should  be  sent  to  the  interior 
of  the  country  at  a loAver  rate  than  to  Belfast. 

7162.  But  theraihvay  company  has  nothing  to 
do  Avith  the  steamboat  rate  betAveen  Liverpool 
and  Belfast,  so  that  your  complaint  should  be 
rather  against  the  steamer  ; you  are  satisfied  Avith 
tlie  through  sea  and  railway  charge? — I am  not 
clear  Avho  it  is  Avho  authorises  or  arranges  these 
rates. 

7163.  You  tell  the  Committee  that  Larne  has 
been  fostered  ; Avhat  do  you  mean  by  that?  have 
there  been  any  lai-ge  Avorks  erected  at  Larne  ? — 
No.  What  I mean  is  this,  that  Larne  is  a very 
cheaj)  port,  and  the  freights  from  Scotland, 
esj)ccially  to  Larne,  are  loAver  than  to  Belfast ; 
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and  although  it  is  a longer  raihvay  distance  to 
the  interior  of  the  country,  the  Northern  Counties 
Baihvay  Company  have  granted  equal  rates  Avith 
Belfast  to  their  various  stations  ; and  the  tendency 
is  to  send  the  trade  through  Larne,  and  take  the 
trade  aAvay  from  Belfast. 

7164.  Do  you  think  that  some  legislation  should 
be  promoted  to  deprive  Larne  of  the  advantages  of 
being  a cheap  jiort,  and  being  so  near  to  Scot- 
land?— I contend  that  the  rates  which  preA'ail 
from  Belfast  to  the  interior,  which  is  a shorter 
distance,  should  be  the  same  as  from  Larne. 

7165.  But  it  is  cheaper  for  A^essels  to  trade  to 
Larne  than  to  Belfast  ? — Hence  there  is  a greater 
necessity  that  the  rates  from  Belfast  should  be 
proportionately  as  Ioav  as  from  Larne. 

Sir  Daniel  Gooch. 

7166.  The  rates  are  the  same,  I think  you 
said? — Yes,  they  are  the  same,  although  the 
mileage  is  shorter  from  Belfast  to  the  interior  of 
the  country. 

Mr.  Bolton. 

7167.  lou  sjioke  of  the  necessity  of  a revision 

of  the  classification,  in  which  most  of  the  Com- 
mittee Avill  concur,  as  considering  that  desirable, 
but  I could  not  folloAV  you  m saying  that  the 
charges  locally  Avere  higher  than  the  charges 
through ; and  Avhen  I asked  you  Avhat  you  re- 
ferred to  you  said  you  Avere  speaking  of  the 
classification ; hoAv  does  the  classification  affect 
the  difference  of  charge  as  betAveen  local  and 
through ; Avill  you  give  me  some  classifications 
Avhich  are  altered  in  the  case  of  local  rates  and 
through  rates? — I think  I have  given  them 
already  ; taking  classification  No.  1 

7168.  "Which  classification  do  you  refer  to,  the 
Irish  or  the  Engli.sh  ? — I do  not  knoAV  anything 
about  the  classification. 

7169.  Then  alloAv  me  to  inform  you  that  the 
No.  1 in  the  Irish  classification  is  similar  to 
classification  “ M ” in  the  English  ? — "We  are  not 
raihvay  experts,  but  this  is  what  Ave  have  to  do, 
namely,  for  the  same  goods,  to  pay  a much  higher 
rate  from  Liverpool  to  Belfast  Avhen  the  goods 
come  over  the  raihvays,  than  Ave  do  Avhen  they 
do  not  come  over  the  raihvays. 

Mr.  Craiff. 

7170.  With  regard  to  this  rate  by  steamer 
from  Liverpool  to  Belfast,  I suppose  the  OAvnei's 
of  those  steamers  are  in  the  conference,  are  they 
they  not? — Yes. 

7171.  They  are  members  of  the  conference 
Avith  the  raihvay  directors  or  proprietors  ? — "With 
the  raihvay  managers  or  representatives. 

7172.  They  fix  those  rates  amongst  them- 
selves ? — YYs. 

7173.  The  public  have  no  knoAvledge  of  Avhat 
they  do? — No. 

1 174.  That  is  to  say,  you  as  a trader  cannor  tell 
Avhether  that  rate  is  fixed  Avith  the  consent  of  the 
raihvay  managei-s,  but  you  assume  that  it  Avould 
be,  inasmuch  as  they  are  all  in  the  same  confer- 
ence?— AVe  do  not  assume  it.  AYhen  we  re- 
monstrate Avilh  the  steam-packet  agents  about 
their  rates,  they  say  they  are  bound  to  carry  at 
such  and  such  rates  by  the  conference,  and  that 

they 
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they  can  carry  at  lower  rates  locally,  but  that 
when  they  carry  through  they  are  obliged  to 
carrry  at  the  conference  rates. 

7175.  So  that  whatever  disadvantage  is  due  to 
this  conference  is  due  to  the  railway  inanageis 
and  steamship  owners,  acting  in  combination  ? 

Yes. 

7176.  You  stated  that  you  would  be  m lavour 
of  giving  extended  power  to  the  Railway  Com- 
missioners ; would  you  extend  those  powers  to 
any  interference  with  the  conference?  I think 
the  rates  fixed  by  the  conference  should  be  sub- 
jected to  some  revision  by  some  body;  it  is 
understood  that  the  railways  are  made  lor  the 
million  and  not  for  the  millionaire  or  proprietor, 
and  I think  it  is  unjustly  unfair  that  the  railway 
companies  and  steam-packet  companies  combined, 
should  fix  their  own  rates  without  any  regard  to 
the  public,  or  Avithout  the  public  having  any  re- 
presentation in  the  matter. 

7177.  That  whatever  rate  is  fixed  which  affects 
the  public  interest  you  would  subject  that  rate  to 
the  revision  of  the  Railway  Commissioners  before 
it  became  operative? — I would, in  a general  way. 

I do  not  say  I would  submit  every  minutia  to 
them. 

7178.  But  every  new  principle  you  Avould? — 
Yes,  every  new  principle. 

7179.  That  is  to  say,  you  would  give  the  Rail- 
way Commissioners  a veto  over  everything  that 
was  decided  by  the  conference  ? — Yes  ; I do  not 
think  the  trade  Avould  very  often  have  to  apply 
to  to  the  Railway  Commissioners  if  the  Railway 
Commissioners  had  that  power. 

7180.  I see  that  the  rates  for  coal,  of  Avhich 
you  complain,  amount  to  about  d.  a ton  a 
mile:  does  that  include  Avaggons? — The  raihvay 
companies  find  the  waggons  in  Ireland. 

7181.  And  those  rates  of  l^c/.  a ton  you 
consider  are  very  excessive  rates  ? — Some  of  the 
rates  are  excessive,  but  I do  not  think  others 
are ; I think  some  of  the  rates  are  very  reason- 
able in  Ireland. 

7182.  I see  that  artificial  manures  are  about 
the  same  rate  per  ton  per  mile  as  coal?  — 
Yes. 

7183.  I suppose  it  is  very  important  that  arti- 
ficial manure  should  be  carried  at  a Ioav  rate  in 
Ii’eland  ? — Certainly,  in  Ireland  especially  ; the 
vitality  of  Ireland,  agriculturally,  depends  upon 
that. 

Mr.  Callan, 

7184.  You  complained,  I think,  of  the  ten- 
dency to  draAV  traffic  from  Belfast  to  other  ports, 
more  especially  since  the  amalgamation  ? — That 
is  the  general  tendency  as  regards  Belfast. 

7185.  And  I think  in  another  portion  of  your 
evidence  you  stated  that  there  Avas  an  attempt 
to  send  traffic  to  NeAvry  and  Dublin  instead  of 
Belfast  ? — Yes. 

7186.  Are  you  aware  that  there  was  a meet- 
ing in  Newry  the  other  day,  and  that  one  of  the 
subjects  of  complaint  against  the  Great  Northern 
Company  was  a tendency  to  divert  traffic  from 
Newry  to  Belfast? — Yes;  I think  that  there 
Avas  some  time  ago  a tendency  to  promote  the 
trade  through  NcAvry,  but  now  the  railway 
companies  are,  in  a great  measure,  prohibited 
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from  doing  it  by  the  Railway  Commissioners 
having  fixed  the  rate  from  Belfast  upon  rather  a 
low  basis. 

7187.  I ask  you  is  it  the  fact,  or  are  you  aAvare, 
that  there  Avas  a meeting  Avithin  the  last  10  days 
in  NeAvry,  at  Avhich  a complaint  Avas  made  of  a 
tendency  to  divert  the  traffic  from  that  port  to 
Belfast,  in  consequence  of  the  longer  mileage  the 
railway  would  so  obtain? — Yes. 

7188.  So  that  you  complain  of  the  preference 
being  given  to  other  ports,  and  other  ports  com- 
plain of  the  preference  given  to  you? — It  ap- 
pears to  be  so. 

Sir  Edward  Wutkin. 

7189.  I think  you  have  told  the  Committee 
that  you  are  largely  engaged  in  trade  in  coal, 
flour,  artificial  manure,  and  petroleum  ? — Not  in 
petroleum  ; Ave  do  not  do  much  in  that  Avay. 

7190.  May  1 ask  are  you  in  a large  Avay  of 
business? — \Ve  send  over  the  Irish  railAvays 
about  28,000  tons  a year, 

7191.  You  talked  about  the  conference  ; is  it 
the  fact  that  the  conference  does  not  regulate  the 
rates  of  the  local  companies  individually  at  all  ? 
— I am  not  in  a position  to  state  an  opinion  upon 
that  question. 

7192.  All  the  coal  rates  which  you  have  quoted 
are  through  rates  from  the  Belfast  quays  ? — As 
far  as  the  coal  rates  are  concerned,  they  are 
through  rates. 

7193.  Is  not  there  a quay  rate  of  1 s.  2 d.  from 
Belfast  to  all  places  except  Armagh  and  hlona- 
ghan,  out  of  Avhich  the  Central  Company  has  its 
1 s.  for  three  miles  ? — I knoAV  that,  certainly. 

7194.  That  is  the  rate  from  the  quays? — I 
knoAV  the  coal  is  taken  from  the  quays. 

7195.  And  you  knoAV  there  is  a rate  of  1^.  2d. 
for  that  service? — I know  there  is  a rate  for 
that. 

7196.  I take  it  that  a merchant  Avould  have 
known  that  there  Avas  a rate  for  the  use  of  the 
quays  ? — I cannot  say  with  reference  to  the  divi- 
sion of  the  railway  rates,  Avho  gets  it. 

7197.  You  have  given  the  Committee  the  rate 
from  Larue  to  Antrim,  a distance  of  31  miles,  as 
3.y.,  and  from  Belfast  to  Antrim,  a distance  of 
22  miles,  as  also  3 s.  ? — Yes. 

7198.  Does  not  the  rate  from  Belfast  to  Antrim, 
a distance  of  22  miles,  include  this  1 5.  2 d. — It 
does  not. 

7199.  Then  is  the  rate  4 s.  2 </.  instead  of  3 s.? 
— No;  coal  sent  from  Belfast  to  Antrim,  does 
not  go  over  the  central  railway  ; it  is  put  imme- 
diately on  to  the  northern  counties. 

7200.  Then  you  say  there  is  no  charge  in  that 
22  miles  for  this  quay  rate  ? — No. 

7201.  Have  you  not  applied  to  the  Northern 
Counties  Railway  Company  upon  these  questions 
of  the  coal  rates  ? — W e have. 

7202.  What  did  you  ask  them  to  do? — We 
Avanted  them  to  give  relative  rates  based  upon  a 
mileage  principle  as  between  Larne  and  Belfast. 

7203.  Did  you  mean  to  reduce  them  all  to  the 
lowest  point,  or  to  raise  some  and  reduce  the 
others? — We  vimuld  rather  have  the  rates  reduced, 
but  we  Avant  fair  play  in  Belfast;  Ave  do  not  wish 
to  crush  Larne. 
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Sir  Edroard  IFrti/fjn— conlinued. 

7204.  I want  to  know  what  you  asked  the 
Northern  Counties  Company  to  do? — It  is  some- 
time ago  now,  but  I think  we  said  that  they  ought 
to  put  the  Larne  rates  back  upon  the  old  prin- 
ciple. 

7205.  With  regard  to  Larne,  is  it  not  the  fact 
that  the  railway  from  Larne  as  compared  with 
the  Northeni  Counties  Eailway  is  very  circui- 
tous?— 'It  is. 

7206.  Is  not  that  the  reason  why  the  route 
being  circuitous,  they  charge  the  same  rate  as 
they  do  to  Belfast,  so  that  if  you  take  the  crow 
flying  distance,  they  necessarily  would  charge  the 
same  ? — I cannot  say  that. 

Lord  Randolph  Churchill. 

7207.  But  is  not  there  a railway  now  made 
from  Larne  to  Ballymena? — Yes. 

7208.  Therefore,  the  route  is  no  longer  a cir- 
cuitous route,  is  it,  from  Larne  to  the  various 
places?-^ — It  is  so  far  as  the  Northern  Counties 
Railway  is  concerned,  but  not  upon  the  Bally- 
mena and  Larne  Railway. 

Sir  Edward  Watkin. 

7209.  I think  the  same  rates  are  charged  from 
Newry  to  Armagh  as  from  Belfast,  are  they  not? 
— I am  not  aware  of  that. 

7210.  Though  the  distance  is  15  miles  less  from 
Newry? — I am  not  aware  of  the  rates  from 
Newry. 

7211.  If  that  is  so,  Newry  would  have  some 
reason  to  complain,  would  it  not  ? — It  would,  but 
Newry  is  a more  expensive  port. 

7212.  What  principle  would  you  adopt;  would 
you  be  in  favour  of  a mileage  rate  ? — I think 
that  the  rate  ought  to  approximate  to  the  mileage 
principle. 

7213.  Supposing  one  place  is  15  miles  from  a 
port,  and  another  50  miles,  what  Avould  you  do ; 
would  you  charge  one,  say  15  d.,  and  the  other 
50  d.  ? — I think  if  the  ports  of  Belfast  and  Larne 
had  been  opened  at  the  same  time,  there  might 
have  been  some  ground  for  charging  the  same 
rate  to  each  of  them ; but  in  this  case  a large  sura 
of  money  has  been  spent  in  Belfast,  and  the 
object  of  the  railway  company’s  action  has  been 
to  remove  our  trade  from  Belfast  to  Larne. 

7214.  You  are  notin  favour  of  an  equal  mileage 
rate,  but  i-ather  of  an- approximation  to  it? — I 
should  be  rather  in  favour  of  an  approximate 
mileage  rate. 

7215.  Now  are  you  in  favour  of  these  through 
cross  channel  rates  ? — Yes;  I think  it  is  a good 
principle  properly  guarded. 

7216.  How  is  it  that  the  merchants  have  so 
seriously  opposed  them?--Because  they  are  so 
irregular,  and  sometimes  they  seriously  operate 
against  the  manufacturers  in  Belfast. 

7217.  Is  it  not  the  fact  that  the  merchants 
have  desired  to  break  up  the  system  of  cross 
channel  through  rates  upon  the  ground  that  it 
had, a tendency  to  interfere  with  their  trade? — 
Yes;  that  is  so,  no  doubt. 

7218.  On  the  ground  that  the  middle  men  are 
not  required  when  through  rates  are  charged, 
whereas  they  are  in  the  case  ot  local  rates  and 
breaking  the  traffic  ? — Undoubtedly. 


Sir  Edward  Watkin — continued. 

7219.  Now,  you  have  spoken  of  appeals  against 
the  decisions  of  the  Railway  Commissioners ; is 
it  not  the  fact  that  the  Northern  Counties  Rail- 
way Company  have  never  appealed  against  the 
decisions  of  the  Railway  Commissioners  ? — I 
referred  to  the  decisions  of  the  quarter  sessions 
and  the  county  courts  in  the  case  of  merchants 
applying  for  claims  against  the  railway  com- 
panies. 

Mr.  Cross. 

7220.  I should  like  to  ask  you  a question 
with  regard  to  the  through  rates  you  spoke 
of  by  steamers,  and  the  articles  that  went 
over  the  railway  lines.  You  said,  from  Barrow, 
Fleetwood,  and  other  ports  to  Belfast  the  charge 
was  19s.  2d.  for  first  class? — Yes. 

7221.  Was  it  necessary  that  those  goods  should 
have  gone  over  any  distance  of  railway  to  make 
the  charge  19  s.  2<Z.?  — Where  the  goods  have 
gone  over  any  railway  at  all ; that  is  the  case 
where  the  goods  are  carriage  paid  to  the  port  of 
embarkation ; if  they  were  not,  the  local  rate 
would  apply.  Alkalies  are  so  charged.  A gen- 
tleman buys  a large  quantity  in  Birmingham  and 
brings  it  to  Liverpool,  and  distributes  it  from 
Liverpool  to  various  Irish  ports.  He  takes  it 
there  to  distribute  it  to  Newry,  Sligo,  London- 
derry, Belfast,  and  so  on,  and  the  Steam  Packet 
Company  charge  this  higher  rate  in  consequence 
of  its  coming  off  the  railways. 

7222.  But  if  he  is  charged  the  through  rate, 
does  it  go  at  a less  rate  than  if  it  is  broken  up  in 
its  journey  ? — In  some  cases  it  does. 

7223.  Then  what  is  the  cheapest  rate,  taking 
from  Birmingham  to  Belfast? — The  through  rate, 
I think,  generally. 

7224.  Then  your  complaint  has  nothing  to  do 
with  the  goods  which  come  over  the  railways ; it 
is  only  the  goods  which  are  delivered  ? — I do  not 
think  we  have  any  reason  to  complain  of  the 
through  rates,  except  when  it  comes  to  the  rates 
from,  say  Birmingham  to  Ballymoney,  where  they 
deliver  the  goods  there  at  about  2 s.  dd.a  ton  more 
than  they  deliver  them  at  in  Belfast. 

7225.  Then  it  is  not  as  between  an  English 
town  and  Belfast  that  you  complain  of  the  rates, 
but  after  they  arrive  upon  the  Irish  railway  ? — 
That  is  so. 

7226.  It  is  after  the  consignment  of  goods 
leaves  the  steamer  in  Belfast,  and  is  put  upon  an 
Irish  railway  and  is  sent  to  an  Irish  town? — Yes, 
the  Birmingham  merchant  can  sell  goods  at  a less 
rate  in  Ballymena  than  the  Belfast  merchant 
can. 

7227.  Do  you  think  that  the  rate  upon  which 
goods  go  from  Birmingham  to  Belfast  is  below 
the  maximum  rate  ? — I should  think  it  is  below 
the  maximum  rate,  because  the  maximum  rates 
are  very  high  indeed. 

7228.  You  stated  that  Larne  had  been  fos- 
tered, and  Belfiist  had  been  destroyed  ? — I said 
the  tendency  had  been  to  injure  Belfast. 

7229.  Can  you  give  the  Committee  the  increase 
of  the  trade  of  Larne  ? — I could  not ; I can  men- 
tion this  fact,  that  we  send  steamers  to  Larne 
ourselves  instead  of  Belfast,  because  we  cannot 
bring  them  to  Belfast  to  compete  against  the 
port  of  Larne. 


7230.  Your 
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Mr.  Greenhill. 


[ Continned, 


Lord  Randolph  Churchill. 

7230.  Your  complaint,  I think,  of  the  through 
rate  means  this,  does  it  not,  that  it  might  be 
cheaper  for  persons  in  Ballymena,  Strabane,  and 
Monaghan,  and  other  inland  towns,  to  purchase 
their  manufactured  iron  in  England  than  to  pur- 
chase their  manufactured  iron  which  they  re- 
quired in  Belfast  ? — That  is  so. 

7231.  So  that  what  you  complain  of  is  that 
the  action  of  the  thi’ough  rate  destroys  or 
seriously  injures  local  manufacture  ? — Yes. 

7232.  But  you  have  a large  iron  foundry,  or 
several,  at  Belfast,  that  manufacture  iron  ? — 
Yes. 

7233.  And  the  through  rates  cause  the  in- 
habitants of  those  inland  towns  to  purchase  their 
manufactured  iron  in  England  in  preference  to 
purchasing  it  in  Belfast? — Yes,  that  is  so  ; but 
we  do  not  complain  so  much  about  the  through 
rates  as  about  the  high  local  rates.  ^ 

7234.  It  comes  to  the  same  thing,  that  the 
rates  from  Belfast  to  these  inland  towns,  as  com- 
pared with  the  through  rates,  are  higher,  and 
that  it  is  cheaper  to  the  inland  towns  to  get  their 
articles  in  England,  whereas  if  the  rates  were 
lowered  to  the  lesser  figure,  the  local  merchants 
would  be  able  to  supply  the  local  manufacturers 
cheaper  than  the  English  merchant  could  do  ? — 
That  is  so. 

7235.  Have  you  ever  made  any  representa- 
tions to  the  conference  about  the  rates? — We 
have  no  locus  standi  before  the  conference  about 
the  rates  ; it  is  a body  simply  of  carriers. 

7236.  But  is  it  a body  that  you  can  at  all  get 
hold  of;  have  they  no  place  of  meeting? — The 
conference  meets  about  once  a month,  sometimes 
at  one  place  and  sometimes  another. 

7237.  Then  if  you  wanted  to  make  a repre- 
sentation to  them  you  could  not  do  it? — We 
could  pot  do  it,  as  the  combination  is  so  strong, 
and  is  becoming  stronger. 

7238.  How  do  you  mean  it  is  becoming 
stranger  ; do  they  force  all  the  new  carrying 
companies  to  join  the  conference? — It  is  prac- 
tically necessary  for  them  to  do  so,  and  I will 
give  you  an  illustration  of  that ; there  was  a line 
of  steamers  put  on  a few  months  ago  from  Ayr 
to  Belfast ; we  were  anxious  to  promote  trade  by 
that  line  as  they  discharge  at  a convenient  part 
of  the  Port  of  Belfast,  and  we  find  we  cannot  get 
through  rates  by  that  line,  because  the  cross 
channel  steam-packet  companies,  and  the  Scotch 
railways,  combine  against  it,  and  will  not  grant 
similar  through  rates  with  the  existing  lines. 

7239.  They  will  not  grant  the  new  company 
the  same  advantages  as  the  old  ones  did,  because 
the  new  company  will  not  join  the  conference,  is 
that  it? — I think  they  made  an  application  to 
join  the  conference,  but  the  conference  would 
not  have  them. 

7240.  So  the  conference  first  of  all  try  to 
stop  all  competition,  and  then  when  they  cannot 
stop  competition  do  they  force  the  competing 
company  to  come  into  their  arrangement  ? — They 
do  not  want  the  competing  company,  and  they 
will  not  come  into  arrangements  with  them 
neither  in  England  or  Scotland. 


Lord  Randolph  Churchill — continued. 

7241.  You  have  stated  that  you  made  applica- 
tion to  the  steamboat  agents  about  the  rates  that 
were  charged,  and  the  steamboat  agents  told  you 
that  they  would  be  willing  to  reduce  the  rates, 
but  that  they  were  unable  in  consequence  of  be- 
ing in  the  conference? — The  steamboat  agents 
said  they  would  have  reduced  the  rates  if  they 
could,  but  that  they  were  unable  to  do  so  owing 
to  the  conference. 

7242.  Did  you  ever  apply  to  the  raihvay  com- 
panies to  lower  the  rates,  and  were  you  told 
by  them  that  they  could  not  lower  the  rates  in 
consequence  of  the  action  of  the  steamboat  com- 
panies ? — I do  not  remember  making  any  appli- 
cation to  which  such  a reply  as  that  was  given. 

7243.  But  you  have  applied  for  a reduction  of 
the  rates? — We  have,  often. 

7244.  Have  you  ever  made  a successful  appli- 
cation ? — I think  we  have  sometimes  got  the 
rates  lowered  a little. 

7245.  Do  you  refer  to  the  through  rates  ? — 
No,  you  cannot  touch  the  through  rates;  you 
might  get  the  local  rates  reduced. 

7246.  You  stated  that  when  the'comjiany  made 
that  rate  to  Larne,  you  applied  to  the  Northern 
Counties  Company  either  to  make  the  Larne 
rate  up  to  the  old  rate  or  to  reduce  yours  ? — We 
did;  but  since  we  have  gone  into  the  matter  we 
think  the  rate  from  Belfast  into  the  interior  is 
too  high,  and  should  be  reduced. 

7247.  So  that  you  do  not  want  the  Larne  rate 
reduced,  but  you  want  your  rate  pul  upon  the 
same  relative  level  as  the  Larne  rate? — Yes, 
that  is  so. 

Chairman. 

7248.  At  which  end  are  those  charges  paid 
when  the  goods  come  by  through  rates ; at  the 
consignor’s  or  at  the  consignee’s  end  ? — The 
rates  are  generally  paid  by  the  consignee. 

7249.  Has  it  ever  entered  into  your  mind  to 
to  take  counsel’s  opinion  as  to  whether  it  would 
not  be  a preferential  rate  which  the  law  would 
interfere  with ; that  English  iron,  we  will  say, 
put  upon  the  railway  at  Belfast,  and  sent  to 
Larne  or  Ballymena,  or  wherever  it  may  be, 
should  be  charged  at  a lower  rate  than  your 
local  iron,  if  it  ■were  put  on  at  Belfast  at  the 
same  terminus  to  go  by  the  same  line  ? — I can- 
not say  we  have  thought  about  that ; we  have 
grumbled  a great  deal,  but  I do  not  say  that  we 
have  tried  to  remedy  it  in  any  proper  manner, 
except  that  we  have  sent  deputations  sometimes 
to  the  railway  companies  ; would  you  allow  me 
to  make  one  further  suggestion,  namely,  seeing 
that  the  railways  are  constructed  and  made  for 
the  good  of  the  public,’ that  in  the  case  of  this 
traflhc  conference,  there  should  be  some  repre- 
sentation of  the  public  upon  it. 

7250.  You  suggest  that  the  commercial  classes 
should  be  somehow  or  other  represented  upon 
the  Boards  which  are  to  settle  the  rates  of  car- 
riage, and  that  a representative  of  the  public 
should  be  heard  before  any  arrangement  Avith 
reference  to  a through  rate  is  made  ? — Yes. 
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Mr.  Finley  McCance,  called  in;  and  Examined. 


Mr.  Mulholland. 

7251.  You  are  extensively  engaged  in  the 
linen  trade  of  Belfast  I believe  ? — I am. 

7252.  And  you  also  trade  in  flax  and  yarn  ? — 
Yes. 

7253.  You  have  to  send  considerable  quan- 
tities of  those  articles  over  the  railways  in  Ire- 
land and  England  ? — Yes,  we  have. 

7254.  Have  you  any  complaint  to  make  of 
the  charges  upon  the  Irish  railways  into  the 
country  districts? — The  charge  for  bringing  flax 
from  Barrow  to  Belfast,  a distance  of  94J  miles, 
is  10  5.  a ton;  from  Limavady  to  Belfast,  a dis- 
tance of  82|  miles,  the  charge  is  14  s.  3 d. ; from 
Maghera  to  Belfast,  a distance  of  49  i miles,  the 
charge  is  12  s.;  from  Ballymoney,  a distance  of 
53i  miles,  the  charge  is  12  s.  9 d.;  the  charge 
from  Stranorlar,  which  is  in  the  county  Donegal, 
and  which  is  99  miles,  is  21  s.  8 d.  a ton,  but  if 
we  sent  that  flax  from  Stranorlar,  round  by  an- 
other route  by  Derry,  which  is  122|  miles,  it  is 
taken  for  18  s.  8 d.  When  we  get  the  flax  to 
Derry,  we  bring  it  by  another  railway,  although 
the  two  railway  companies’  charges  are  the  same, 
because  if  we  brought  it  back  by  the  same  rail- 
way, if  we  gave  them  instructions  to  bring  it  to 
Belfast,  they  would  charge  us  21  s.  8 d.,  whereas 
we  instructed  them  to  deliver  the  flax  to  the 
other  railway,  and  then  they  charge  us  18  s.  %d. 

Mr.  Callan. 

7255.  When  you  bring  flax  from  Stranorlar 
you  take  it  to  Derry,  and  send  it  on  by  the 
Northern  Counties  Bailway  ? — Either  railway 
company  will  book  it,  but  by  taking  it  to  Derry 
we  get  it  at  a reduced  pi'ice  ; but  we  complain 
that  those  rates,  except  such  a rate  as  that  from 
Derry,  is  greatly  in  excess  of  what  it  costs  us  to 
bring  flax  from  the  Continent. 

Mr.  Mulholland. 

7256.  Do  you  complain  that  the  longer  dis- 
tances are  charged  less  than  the  shorter  distances? 
— Yes  ; the  rate  from  Derry  to  Belfast  is  10  s. ; 
if  you  take  the  same  line,  and  come  from  Stra- 
bane,  which  is  86  miles,  being  a station  between 
Derry  and  Belfast,  the  charge  is  14s.  2d. 

7257.  I suppose  the  cause  of  that  is  that 
Derry  is  a seaport,  and  that  there  is  sea  compe- 
tition?— YYs,  I think  so.  Then  if  you  come 
further  on,  to  Omagh,  between  Strabane  and 
Belfast,  a distance  of  66J  miles,  the  charge  is 
15s. 

7258.  Y^ou  complain  that  those  rates  are 
higher  relatively  than  the  rates  for  flax  from  the 
Continent  ? — The  rate  via  Leith  from  Ghent, 
which  is  two  sea  voyages,  and  across  all  England 
by  vail,  is  only  18  s.  Ad. 

7259.  Did  you  hear  the  evidence  which  was 
given  upon  the  last  occasion  ? — I did. 

7260.  And  you  can  corroborate  that  evidence 
from  your  own  ])ersonal  experience,  can  you 
not? — I can,  as  far  as  flax  goes. 

7261.  With  regard  to  the  through  rates  for 
linen  goods  from  Belfast  to  English  towns,  have 
you  any  complaint  to  make?  — Y'es.  From 
Belfast  to  London,  a distance  of  359  miles,  the 


Mr.  Mulholland — continued, 
charge  is  49  s.  a ton  ; about  100  miles  of  that  is 
sea  passage,  and  about  200  of  it  is  railway  car- 
riage. That  I compare  with  the  Dundee  rate 
for  a distance  of  4.51  miles,  which  is  charged 
41.S.  8(7.  Now,  in  reference  to  the  rate  from 
Belfast  to  London  via  Liverpool,  they  charge  us 
45  s.,  but  the  charge  from  Belfast  to  Liverpool 
on  those  goods  of  ours  is  10  s.  per  ton  ; it  is  3cf. 
per  foot,  or  10  s.  per  ton  measurement.  Many 
of  our  goods  are  just  about  equal  measurement 
and  weight;  some  of  them,  the  measurement  is 
higher  than  the  weight ; but  assuming  that  the 
measurement  and  the  weight  are  the  same,  we 
would  pay  10  s.  for  sending  goods  to  Liverpool, 
off*  which  we  can  get  15  per  cent,  discount  if  the 
goods  are  not  going  further.  The  railway  com- 
pany will  lift  the  goods  from  the  steamer  at 
Liverpool,  and  take  them  to  London  for  25  s., 
making  35  s. ; but  in  consequence  of  a conference 
among  the  railway  and  steamboat  companies  we 
can  get  no  way  of  getting  the  one  company  to 
take  the  goods  over  from  the  other  and  take 
them  at  those  two  rates,  but  they  charge  us  a 
through  rate  of  45  s.  In  no  way  can  we  get  the 
goods  taken  by  pajdng  the  two  rates.  There 
was  an  instance  of  this  in  the  last  few  months 
with  the  London  and  North  W'^estern  Company 
by  a firm  in  Belfast,  who  sent  their  goods  over 
to  Liverpool  and  paid  the  10  s.  rate,  and  they  got 
them  on  through  their  own  aorent  to  London  for 
25  s.  Another  time  they  were  charged  37  s.  6rf., 
and  when  they  asked  for  this  charge  to  be 
reduced,  the  London  and  North  Western  Com- 
pany wrote  a letter  saying  that  25  s.  was  a mis- 
take, and  they  increased  the  charge,  or  demanded 
the  additional  charge.  I will  read  the  letter 
from  the  North  Western  goods  manager:  — 
“ Gentlemen,  with  I'eference  to  my  letter  of  11th 
instant,  sending  you  an  account  for  carriage  on 
linen,  Liverpool  to  London,  and  charged  at  25  s. 
per  ton,  I beg  to  inform  you  that  rate  applies 
only  when  the  traflSc  is  collected  from,  or  deli- 
vered direct  to  a ship ; the  goods  in  question 
were  delivered  to  your  London  house,  and  if  they 
were  not  collected  from  a ship  in  Liverpool,  the 
correct  rate  is  37  s.  6d.,  as  originally  charged.  I 
am  in  correspondence  with  our  Liverpool  people 
to  know  from  whom  they  received  the  goods,  and 
on  receipt  of  their  reply  will  write  you  further. 
1 must  therefore  ask  you  to  cancel  my  letter  and 
account  of  the  11th  instant,  as  the  reduction  was 
made  in  error.” 

Mr.  Morley. 

7262.  Did  tlie  railway  company  make  them 
pay  the  difference  ? — They  did  make  them  pay 
the  difference. 

Sir  Edward  Watkin. 

7263.  The  one  is  the  ship  rate,  and  the  other 
the  home  rate  ? — They  call  the  one  the  ship 
rate  and  the  other  the  home  rate,  but  they  would 
receive  those  goods  from  any  ship  except  a ship 
that  comes  from  Ireland,  but  they  will  not 
receive  the  goods  from  a ship  coming  from 
Ireland,  while  they  will  receive  them  from 
France  or  from  America,  or  anywhere  else. 

7264.  Does 
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Mr.  Mulholland.  Mr.  i^oZifow— continued. 


7264.  Does  this  difficulty  arise  with  any  other 

town  except  London  ? — Similar  complaints  are 
made  from  other  towns.  I need  not  go  into  all 
of  those.  _ , 

7265.  Have  you  any  other  subject  which  you 
would  wish  to  bring  before  the  Committee  ! ^-I 
wish  to  explain  that  these  rates  are  greatly  in 
excess  of  the  rates  from  the  Continent  for  linen 
goods  ; linen  goods  come  to  London  from  Ham- 
burg at  6 s.  S d.  a ton. 

Mr.  Bolton. 

7266.  But  that  is  by  sea?— Yes,  that  is  by 
sea. 

Mr.  Cross. 

7267.  Have  you  any  of  the  other  rates  from 
the  Continent  to  London  where  the  goods  come 
over  lines  of  railway  ? — I have  not.  1 can  give 
you  the  rate  from  Dundee  to  London,  where  the 
goods  come  451  miles  by  railway. 

7268.  You  said  that  when  the  goods  were  col- 
lected from  any  ship  in  Liverpool,  and  sent  on 
by  the  London  and  North  Western,  they  would 
go  to  London  for  25  s.,  unless  the  ship  came  from 
Belfast? — Unlesss  the  ship  came  from  Belfast. 

7269.  But  it  might  be  a Glasgow  ship  ? — They 
say  in  their  letter  that  they  have  an  arrangement 
with  the  steamers  from  Belfast. 

7270.  But  that  would  apply  to  any  ships  from 
any  ports  in  the  United  Kingdom,  would  it  not? 
— I do  not  think  so. 

7271.  Y^ou  do  not  believe  that  a Scotch  shipper 
would  have  his  goods  on  to  London  at  25  s., 
where  an  Irish  shipper  would  not,  do  you  ? — I 
am  almost  certain  it  Avould  be  so,  because  the 
conference  does  not  apply  to  Scotland  as  it 
applies  to  Belfast. 

Sir  Edioard  Watkin. 

7272.  With  regard  to  the  25s.,  is  it  not  neces- 
sary for  the  sender,  in  order  to  get  the  advantage 
of  the  foreign  shipping  rate  (principally  India 
and  China,  I believe)  to  declare  that  the  goods 
are  intended  for  a ship  in  London? — No  ; I have 
read  the  letter  of  the  London  and  North  Western 
Company,  in  which  they  say  the  rate  only  applies 
when  “ received  from  or  delivered  to  ” a ship. 
In  this  case  the  consignment  was  not  delivered 
to  a ship,  but  it  had  been  received  from  a ship, 
which,  according  to  the  terms  of  their  letter, 
would  be  the  same  thing ; but  our  Irish  consign- 
ments are  not  allowed  to  have  these  rates,  whereas 
if  the  goods  had  been  made  in  a foreign  country, 
they  would  have  had  the  benefit  of  them. 

7273.  You  are  perfectly  certain  that  goods 
made  in  a foreign  country,  coming  to  Liverpool 
for  delivery  to  a merchant  in  Cheapside,  would 
be  delivered  at  one  rate,  and  Irish  goods  conning 
to  the  same  firm  at  another  rate  ?--I  think  they 
would. 

Mr.  Bolton. 

7274.  Are  you  quite  sure  that  goods  taken  by 
ship  from  a Scotch  port  to  Liverpool  would 
obtain  the  advantage  which  was  refused  to  the 
Irish  vessel? — I am  not  sure,  because  I have 
never  shipped  goods  from  Scotland  ; I can  only 
give  you  the  letter  of  the  London  and  North 
Western  Railway  Company. 
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7275.  But  you  have  no  letter  with  reference 
to  Scotch  goods  ? — I have  no  letter  except  that 
which  I received  from  the  shipper. 

7276.  But  you  stated  that  goods  from  Scotland 
would  have  the  advantage  which  Irish  goods 
were  refused  ? — I say  that  I have  not  the  slightest 
doubt  that  they  would. 

7277.  But  you  do  not  know  it  ? — I know  I do 
not  know  it. 

Mr.  Morley. 

7278.  Y^ou  come  from  Belfast,  do  you  not? — ■ 
I do.  • 

7279.  Then  let  me  ask  you  whether  you  think 
the  traders  in  Belfast  are  hardly  equal  in  their 
influence  to  the  united  railway  companies  and 
shipping  companies  ? — They  are  not. 

7280.  Is  it  your  opinion  that  we  want  some 
power  to  assist  to  a small  extent  the  traders  in 
their  dealings  with  the  railway  com])anics  ? — We 
do. 

7281.  Have  you  had  any  dealings  with  the 
Railway  Commissioners  ? — No. 

7282.  Y^ou  know  of  the  existence  of  such  a 
Commission? — I know  of  its  existence,  hut  we 
entertain  the  impi-ession,  whether  rightly  or 
wrongly,  that  the  expense  and  risk  of  making  an 
application  to  the  Commissioners  is  so  great  that 
that  Court  has  not  been  used  virtually  by  private 
individuals. 

7283.  YYe  have  heard  that  said  by  gentlemen 
who  have  not  themselves  from  experience  found 
it  to  be  so? — I have  heard  it  stated,  though  I 
cannot  vouch  for  the  accuracy  of  it,  that  people 
in  Lurgan  who  had  a case  against  a railway 
company,  and  made  an  application  to  the  Railway 
Commissioners,  were  beaten,  and  that  it  cost 
them  3,000  Z.  or  4,000  Z.  They  claimed  a reduc- 
tion of  9 cZ.  a ton,  and  the  Railway  Commissioners 
said  they  had  satisfied  themselves  that  the 
claimants  were  entitled  to  a reduction,  but  that 
their  ])owers  did  not  enable  them  to  grant  any 
part  of  a claim  ; they  must  either  grant  the  whole 
or  none,  and  so  they  were  obliged  to  decide  the 
case  against  the  applicants. 

Mr.  Bolton. 

7284.  Do  you  know  who  were  the  applicants? 
— I do  not  know  their  names.  The  Railway 
Commissioners  sat  in  Belfast  a few  months  ago. 

Mr.  Morley. 

7285.  T would  like  to  know  whether  you  think 
you  know  enough  of  the  opinion  you  have  ex- 
pressed of  the  people  of  Belfast  to  say  that  it 
would  be  acceptable  to  them  that  the  Railway 
Commission  should  be  made  a permanent  institu- 
tion, and  strengthened  in  dealing  with  cases  of 
this  kind? — Yes,  we  think  the  Commission  should 
be  permanent,  and  armed  with  greater  powers 
•than  it  is  now,  and  that  it  should  be  more  econo- 
mically and  easily  got  at. 

Mr.  Bolton. 

7286.  What  was  the  case  before  the  Railway 
Commissioners  to  which  you  referred? — I think 
it  arose  out  of  some  dispute  between  the  Great 
Northern  Railway  Company  and  the  Central 
Railway  Company  in  Belfast  for  the  separate 
charges  over  the  line.  I cannot  go  into  the  full 
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Mr.  Bolton — continued. 

details  of  it ; but  I know  there  Is  a very  general 
impression  amongst  the  manufacturing  com- 
munity that  preferential  charges  are  frequently 
so  used  as  to  give  power  to  the  railway  com- 
panies to  injure  one  district,  or  one  port,  to  the 
benefit  of  another. 

Mr.  O’  Sullivan. 

7287.  Have  the  Belfast  and  Northern  Counties 
Company  the  working  of  the  Derry  Central 
Railway  ? — I believe  they  have  ; I do  not  know 
personally. 

7288.  Are  you  aware  that  they  have  refused 
to  give  through  rates  from  stations  upon  the 
Derry  line  to  stations  in  England  and  Scotland, 
the  same  as  they  give  upon  their  own  northern 
line  ? — I am  not  aware  of  that.  Personally  I 
am  not  Interested  in  the  question  of  through 
rates  to  England  except  from  Belfast,  therefore 
I am  not  conversant  with  the  matter. 


Mr.  O’  Sullivan — continued. 

7289.  Are  you  not  interested  in  the  general 
trade  and  welfare  of  the  country? — Yes,  but  I 
am  not  conversant  with  all  the  details. 

7290.  You  are  aware  that  the  Derry  line  was 
constructed  by  the  assistance  of  the  county 
guarantee  ? — Yes. 

7291.  Are  the  Northern  Counties  Company 
working  the  Derry  line  so  as  to  develope  the 
trade  of  the  county  through  which  the  guarantee 
enabled  it  to  be  made  ? — 1 could  only  answer  that 
by  saying  that  I had  occasion  to  go  to  Portrush 
last  year,  and  never  having  travelled  over  the 
Derry  Central  line  I thought  I would  like  to  go 
that  way  instead  of  the  usual  line,  but  I found 
it  would  have  taken  so  many  hours  to  go  either 
backwards  or  forwards  that  I did  not  go  that 
way,  otherwise  I would  have  gone  for  the  sake 
of  seeing  the  line  of  countiy. 

7292.  Do  you  think  they  encourage  Belfast 
over  Larne  and  Coleraine  upon  the  Northern 
Counties  Railway  ? — That  I do  not  know. 


Mr.  John  F.  Power,  called  in  ; and  Examined. 


Mr.  O’  Sullivan. 

7293.  You  are  a merchant  in  Limerick,  I be- 
lieve ? — I am. 

7294.  Will  you  tell  the  Committee  what  are 
the  principal  trades  in  Limerick  ? — The  principal 
trades  in  Limerick  are  grain,  foreign  imports, 
and  the  export  of  the  native  grain,  timber,  coal, 
and  milling,  butter  and  the  usual  sundries. 

7295.  Are  you  acquainted  with  the  freight 
rates  charged  upon  the  railways  running  into 
Limerick,  and  their  effect  on  the  trade  of  that  city 
and  county? — Yes.  The  effect  of  the  rates  and 
charges  is  generally  considered  to  injure  the 
trade  of  Limerick  in  a great  many  respects,  by 
the  rates  upon  county  produce  from  different 
stations  being  so  arranged  as  to  favour  Dublin, 
Cork,  and  even  Waterford,  prevent  trade  seek- 
ing its  natural  outlet,  and  put  a heavy  impost 
upon  the  goods  which,  despite  those  rates,  reach 
Limerick.  The  principal  country  produce  car- 
ried into  Limerick  consists  of  barley  and  oats, 
chiefly  oats;  about  10,000  tons  of  the  latter 
grain  were  carried  in  by  the  railways  since 
1st  of  last  September;  butter  is  also  an  impor- 
tant item. 

7296.  Do  you  think  that  if  the  rates  were 
reduced,  or  made  more  uniform  than  they  are  in 
and  out  of  Limerick,  the  trade  of  that  city  would 
increase? — Undoubtedly.  That  is  the  impression 
in  Limerick. 

7297.  Are  the  imports  to  and  exports  from 
Limerick  both  affected  very  much? — Yes;  but 
I will  just  give  a few  instances  of  the  effect  of  the 
differential  rates  on  the  county  produce  coming 
into  Limerick.  I will  now  mention  the  rate  per 
ton  per  10  miles  from  different  country  stations 
into  Limerick,  Cork,  and  Waterford.  Taking 
the  town  of  Ti2)perary,  the  rate  per  ton  per  10 
miles  to  Limerick  is  22|t/.  ; to  Waterford, 
lO^J. ; to  Cork  the  rate  is  17|  j.,  which  includes 
a cartage  of  Is.  Qd.  per  ton,  whereas  the  rate 
into  Limerick  and  Waterford  does  not  include 
cartage.  The  rate  to  Dublin  is  10|  J.  From 
Parsonstown  the  rate  per  ton  per  10  miles  to 
Limerick  is  16f  J.,  whilst  to  Dublin  it  is  12ifi?. ; 


Mr.  O’Sullivan — continued. 

while  from  Nenagh,  which  should  and  which 
does,  despite  these  high  rates,  do  most  of  its  trade 
with  Limerick,  the  rate  is  21  against  12c?. 
to  Dublin. 

7298.  Is  there  a large  quantity  of  grain  sent 
in  by  carts,  owing  to  this  very  high  rate  ? — Yes, 
these  high  rates  affect  the  markets  by,  of  course, 
preventing  the  individual  farmer  from  sending  in 
his  grain  by  rail.  About  191,500  bushels  of  grain 
passed  through  the  market  since  the  1st  of  last 
September,  which  was  chiefly  delivered  by  horses 
and  carts.  The  proportion  which  went  by  the 
railway  was  so  very  small  that  it  was  hardly 
worth  mentioning.  This  191,500  bushels  does 
not  include  the  10,000  tons  I have  already 
spoken  of. 

7299.  The  railway  has  a siding  into  the 
market  yard,  has  it  not? — Yes.  The  rates  I 
have  been  giving  for  country  produce  are  for 
waggon  loads.  For  small  loads  it  is  a higher 
charge ; an  additional  charge  of  9 c?.  a ton  is 
made  for  running  the  goods  from  the  station 
to  the  siding  in  the  market  yard,  a few  hun- 
dred yards,  and  causes  a loss  of  revenue  to  the 
market  trustees. 

7300.  How  do  the  railway  rates  affect  Irish 
produce  going  into  the  English  markets  when 
competing  with  foreign  produce?  — I would 
answer  that  if  you  would  allow  me  to  give  an 
example  or  tivo  of  the  effect  upon  the  imports 
and  exports  of  Limerick.  The  exports  consist 
largely  of  pit  wood,  scrap  iron,  and  oats.  From 
105  to  110  cargoes  of  that  grain  have  been  ex- 
ported since  the  1st  of  last  September,  and  that 
quantity  would  be  increased  if  the  rates  into 
Limerick  were  upon  a more  favourable  scale. 
The  im2)orts  ai’e  160,281  tons  for  the  past  year, 
and  they  consist  chiefly  of  42,568  tons  of  wheat, 
46,313  tons  of  corn,  8,782  tons  of  timber,  and 
70,133  tons  of  coal,  besides  sundries.  With 
reference  to  the  rates  from  Limerick  to  the 
small  towns,  Ave  complain  that  they  are  so  arranged 
as  to  favour  other  ports  to  the  disadvantage  of 
the  Limerick  trader,  and  that  those  imports 
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Mr.  O'Sullivan — continued, 
would  be  mueh  increased  if  the  rates  were  upon 
a fair  basis.  The  rate  from  LImeriek  to  Charle- 
ville  per  ton  per  10  miles  is  194  d.,  from 
Cork  to  that  station  it  is  \l^d.  per  ton  per  10 
miles,  the  distance  being  25  miles  from  Limerick, 
and  36  from  Cork.  From  Limerick  to  Bruree 
I see  the  rate  is  21c?.  per  ton  per  10  miles,  whilst 
from  Cork  it  is  only  ]6|c?.,  a^id  from  Limerick 
to  Croom,  Avhere  there  are  many  mills,  the  rate 
per  ton  per  10  miles  is  30c?.,  whereas  from  Cork 
it  is  only  16<?.  Tbe  difference  of  rate  affects  the 
matter  of  timber  I may  say  in  the  same  way  . 
The  rate  to  Tipperary  from  Limei’ick  on  timber 
is  254  rf.,  and  the  rate  from  Wateiford  to 
Tipperary  on  timber  is  \l^d.  ; even  the  distance 
does  not  affect  it,  for  I find  that  from  Limerick 
to  Clonmel,  a distance  of  49  miles,  the  rate  is 
8 s.  per  ton,  whereas  from  Waterford  to  Tippe- 
rary, for  almost  a similar  distance,  viz.,  52^ 
miles,  the  rate  is  only  7 s.  A merchant  in 
Waterford  would  have  a charge  of  7 s.  a ton 
upon  his  goods  for  going  52^  miles,  whereas 
a merchant  in  Limerick  would  have  a charge  of 
8 s.  for  49  miles. 

7301.  You  have  shown  the  Committee  that  the 
high  charges  upon  grain  from  the  country  round 
Limerick  have  injured  the  grain  trade  very 
much  ? — They  have. 

7302.  Can  you  show  what  the  railway  com- 
panies charge  for  grain  into  Limerick,  and  what 
they  charge  tor  coal  out  of  Limerick  ? — The  rail- 
way company  would  carry  grain  from  Limerick 
into  Charleville  for  4 s. 

7303.  What  is  the  rate  for  coal? — Coal  would 
be  3 s.  3 d.,  but  the  coal  rates  from  Limerick  to 
the  stations  on  the  Great  Southern  and  Western 
line  between  Cork  and  Limerick,  are  the  same 
from  Cork  to  stations  within  10  and  20  miles  of 
Limeriek,  as  they  are  from  Limerick  to  those 
stations,  so  it  pays  a merchant  in  Charleville  or 
Bruree,  or  even  a consumer  in  Kilmallock, 
to  buy  his  coal  in  Cork  instead  of  Limerick, 
though  it  is  double  the  distance.  The  coal 
traders  in  Limerick  say  that  they  cannot  supply 
the  surrounding  small  towns.  The  railway  com- 
pany charge  from  Limerick  to  Nenagh,  a distance 
of  28  miles,  3 s,  6 d.  a ton,  and  they  take  coal  to 
Ennis,  which  is  within  three  miles  of  the.  same 
distance,  at  2 s.  6 d.  The  reason  for  that  is,  that 
there  is  competition  by  the  Shannon  to  Ennis, 
while  there  is  no  competition  to  Nenagh. 

Mr.  Gregory. 

7304.  You  get  coal  to  Limerick  by  water,  do 
you  not? — Yes,  we  do. 

Mr.  O'  Sullivan. 

7305.  Did  you  ever  hear  any  complaint  about 
the  charge  for  empties  by  the  railway? — Yes, 
upon  the  Great  Southern  and  Western  line 
between  Limerick  and  Cork,  the  merchants  in 
Limerick  complain  that  they  have  to  prepay  their 
empties  going  to  Cork,  whereas  merchants  send- 
ing empties  from  Cork  to  Limerick  have  not  to 
pay  them;  the  freight  would  be  collected  at 
Limerick. 

7306.  You  think  that  the  whole  tendency  of 
the  Great  Southern  and  Western  Company  is  to 
give  a preference  to  Dublin  and  Cork  over 
Limerick? — Yes,  the  tendency  is  such,  but  more 
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than  that,  the  general  trade  of  the  city  is  dis- 
criminated against,  as  I will  show.  Butter  is  one 
of  our  staples  in  the  south  of  Ireland.  Our 
market,!  think, ranks  about  second  in  importance. 
The  freight  on  butter  from  Limerick  to  Man- 
chester is  40  s.  a ton,  while  from  Cork  to  Man- 
chester, 36  miles  greater  distance,  the  rate  is  30  s. 
in  each  case  via  Dublin. 

Sir  Edward  Watkin. 

7307.  So  that  there  is  a preference  against 
Limerick  of  10  s.  ? — Yes. 

Mr.  O'  Sullivan. 

7308.  And  it  is  all  carried  by  the  Great 
Southern  and  Western,  and  the  North  Western 
Railways? — Yes,  except  from  Limerick  to  the 
junction,  Avhich  is  over  the  Waterford  and  Lime- 
rick line.  Now,  in  Limerick,  we  have  a distillery 
which  affords  a considerable  employment  in  the 
town,  and  the  whiskey  from  Limerick  to  Dublin 
is  charged  26  s.  6 <?.  a ton,  whereas  whiskey  from 
Dublin  to  Limerick  is  brought  at  23  s. ; it  is, 
nominally,  the  same  rate,  but  the  actual  price 
paid  is  about  22  s.  6 d.  to  23  s. 

7309.  So  the  railway  companies  charge  less 
for  the  whiskey  brought  to  Limerick  than  for 
that  carried  from  Limerick  to  Dublin? — Yes;  I 
am  told,  moreover,  that,  as  a matter  of  fact, 
whiskey  is  carried  from  Dublin  to  Cork  for  a less 
chai’ge  than  it  is  from  Limerick  to  Cork,  a much 
less  distance.  Then,  again,  I might  mention 
that  In  the  leather  trade,  25  s.  a ton  is  charged 
from  Limerick  to  Dublin,  a distance  of  129  miles ; 
whilst  from.  Limerick  to  Liverpool,  or  vice  versa, 
via  Cork,  the  rate  is  only  20  s.  The  rate  to 
Tralee  from  Limerick,  for  leather,  by  the  Great 
Southern  and  Western  Railway,  via  Charleville, 
a distance  of  102  miles,  was  26  s.  6 rf. ; but  since 
the  North  Kerry  line  has  been  opened  the  rate 
has  been  reduced  to  19s.;  and  from  Cork  to 
Limerick,  a distance  of  only  62  miles,  the  leather 
is  charged  18  s.  4 c?.,  and  for  Is.  8 d.  more  is 
carried  on  to  Liverpool,  or  vice  versa.  Hides,  at 
owner’s  risk,  are  charged  12  s.  6 d.  for  the  dis- 
tance of  62  miles  to  Cork ; while  to  Liverpool, 
vict  Cork,  they  are  taken  for  15  s. ; the  same 
distance,  plus  the  distance  from  the  port  to 
Liverpool. 

7310.  Can  you  say  how  that  difference  of  rate 
has  affected  the  trade  of  the  surrounding  dis- 
tricts ? — I think  I could  say  for  the  country 
generally,  certainly  for  the  south,  that  trade 
is  injured  by  those  low  through  rates,  when  com- 
pared to  the  high  local  rates ; we  do  not  object 
to  the  low  through  rates,  but  only  as  compared 
to  the  high  local  rates. 

7311.  Will  you  give  the  Committee  a few 
cases  to  illustrate  that  ? — Tin  plates  are  carried 
from  Bristol  to  Limerick,  via  Cork,  a distance  of 
326  miles,  at  the  rate  of  16  s.  10  f?.,  or  at  the 
rate  of  Q\d.  per  ton  per  10  miles,  while  the 
same  goods  are  charged  from  Cork  to  Limerick 
or  vice  versa,  a distance  of  62  miles,  8 s.  9 <?.,  or 
17  6?.  per  ton  per  10  miles,  very  nearly  three 
times  the  proportionate  rate. 

7312.  So  that  yonr  Limerick  foundry  cannot 
comj)ete  with  Bristol,  in  consequence  of  that 
very  low  through  rate  ?. — It  cannot.  I do  not 
think  that  our  foundries  make  tin  plates,  but  the 
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Mr.  O'  Sullivan — continued, 
effect  of  it  is  this : that  for  instance  the  wholesale 
merchant  in  Cork  cannot  supply  the  Limerick 
man,  or  the  Limerick  man,  if  he  is  desirous  of 
doing  so,  could  not  supply  the  Cork  man, 
they  are  forced  by  the  high  local  rate  (not  so 
much  by  the  low  through  rate)  to  go  to  Bristol. 
The  Limerick  Avholesale  hardware  merchant 
would  supply  places  like  Mallow  and  Charle- 
ville,  and  he  would  pay  21\d.  per  ton  per  10 
miles,  Avhereas  the  Bristol  merchant  w’ould  only 
pay  6gJ.  Indeed  a case  was  stated  to  me  in 
which  tin  plates  from  Limerick  to  Charleville 
were  charged  25  s.  a ton,  while  they  were 
actually  landed  at  Limerick  from  Bristol  at 
16  5.  10  d. 

7313.  Is  there  any  other  case  in  which  you  see 
an  undue  preference  given  to  English  goods? — 
The  rate  from  Cardiff  to  Limerick  for  iron  bars 
is  6 d.  as  against  from  Cork  to  Limerick  17d.,  and 
there  is  a certain  class  of  hardware  from  Liver- 
pool to  Limerick  vid  Dublin  at  the  rate  of  6|  d. 
per  ton  per  10  miles. 

7314.  That  includes  the  sea  and  all? — Yes,  I 
say  vid  Dublin,  whereas  the  Dublin  wholesale 
man  su])p lying  Limerick  tvould  have  to  pay  at 
the  rate  of  23  d.  per  ton  per  10  miles  against  the 
Liverpool  merchant  being  charged  6|  d.  or  one- 
fourth.  Hardware  from  Birmingham  to  Limerick 
is  charged  46  5.  8 d.  or  16  d.  per  ton  per  10  miles, 
whereas  a Dublin  man  supplying  Limerick  would 
have  to  pay  26  s.  6 d.  or  24^  d.  The  Limerick 
man  supplying  Nenagh  would  have  to  pay  10  s. 
or  43  d,  per  ton  per  10  miles,  or  Thurles  at  13  s.  9 d. 
or  38;^  d.  I may  say  that  the  traders  com])lain 
that  the  local  classification  of  hardware  has  been 
raised  since  the  1st  of  last  January,  and  rates  on 
quantities  under  500  lbs.  greatly  increased  ; so 
that  2 cwt.  from  Dublin  is  charged  now  37  s.  4 d. 
instead  of  26  s.  6 d.  This,  the  Irish  lines  say, 
W’as  forced  on  them  by  the  English  companies  ; 
freight  on  Tweeds  from  Glasgow  vid  Waterford 
is  35  5.  per  ton,  Avhilst  18  s.  4 d.  is  charged  from 
Cork  where  Irish  tweeds  are  manufactured,  and 
1 1 5.  per  ton  is  charged  from  Limerick  to  Tippe- 
rary, 25  miles. 

7315.  Do  you  know  the  rates  on  eggs  and 
butter  from  Limerick  to  Cork  at  present  ? — No, 
I do  not ; I do  not  think  there  is  any  trade  in 
that  Avay. 

7316.  Do  you  know  the  rate  from  Limerick  to 
Liverpool  ? — Yes. 

7317.  What  is  the  rate  from  Limerick  to  Liver- 
pool ? — W e complain  that  there  is  a discrimination 
against  our  native  produce  going  into  the  English 
market ; take,  for  instance,  bacon  going  from 
Limerick  to  Manchester ; I may  say  that  bacon 
is  a very  large  industry  in  Limerick  ; it  employs 
a very  large  number  of  hands.  The  rate  for 
bacon  is  40  5.  from  Limerick  to  Manchester, 
whereas  American  bacon  can  be  brought  from 
Liverpool  and  put  into  Limerick  at  15  s.  a ton. 
Freight  on  Hamburgh  bacon  to  London  is  only 
5 5,  French  butter  can  be  laid  doAvn  in  Man- 
chester from  Cherburgh  as  cheaply  as  Irish  from 
Limerick,  and  is  placed  in  London  at  less  than 
half  the  freight,  16  5.  8 d.  per  ton. 

7318.  From  Liverpool  to  Limerick  the  Ameri- 
can bacon  only  ])ays  15  5.  a ton  vid  Dublin,  while 
Irish  bacon  to  Manchester  vid  Dublin  pays  40  s.  ? 
— That  is  80. 


Chairman. 

7319.  M hy  do  you  not  give  the  Committee  the 
rate  from  Limerick  to  Liverpool } — I Avill  give 
you  the  rate  from  memory,  but  I think  it  is  right 
that  I should  tell  you  that  there  is  very  little 
market  in  Liverpool  for  Limerick  bacon,  but  I 
think  it  is  27  x.  6 d. 

])^r.  O'Sullivan. 

7320.  Are  you  sure  that  the  rate  is  15  s.  a 
ton  for  American  bacon,  going  from  Liverpool  to 
Limerick  vid  Dublin  ? — It  is  15  s.,  taking  it 
vid  Dublin  in  each  case ; then  Irish  butter  is 
charged  40  5.  a ton,  as  I have  said,  from  Limerick 
to  Manchester,  whereas  American  butter  is  laid 
down  in  Limerick  from  Ncav  York  vid  Liver- 
pool, at  35  5.,  which  is  5 5.  a ton  less. 

7321.  Are  you  aware  that  the  Great  Southern 
and  Western  and  the  Waterford  and  Limerick 
Raihvay  run  into  the  same  terminus  at  Lime- 
rick, and  have  a junction  to  Limerick  terminus ; 
the  lines  run  into  each  other? — I think  the  lines 
join  a little  outside  Limerick  by  the  Foynes 
Line. 

7322.  Have  you  heard  complaints  that  the 
goods  coming  in  from  the  Cork  district,  and  also 
from  the  Waterford  and  Limerick  Railway,  have 
to  be  carted  by  the  merchants  from  one  goods 
station  to  another,  in  consequence  of  some  dis- 
agreement between  the  conqianies  ? — I have 
heard  that  that  is  so.  The  Great  Southern  and 
Western  Railway  send  goods  from  Dublin  to 
Limerick  vid  Charleville  to  their  own  station, 
though  labelled  vid  Limerick  Junction  (a  much 
shoi’ter  route),  and  despite  ai’equisition  signed  by 
the  Limerick  merchants.  I may  mention  that  a 
consignment  of  Irish  butter  from  Limerick  to  New- 
castle-on-Tyne  was  chai’ged  at  the  rate  of 
87  5.  2)er  ton,  which  was  a little  more  than  double 
the  rate  Avhich  Avas  charged  from  Montreal  in 
Canada,  but  the  rate  Avas  afterwards  reduced  to 
50  5.,  after  some  trouble. 

Chairman. 

7323.  I Avish  to  ask  you  one  question  about  the 
charges  being  so  low  from  England  to  Limerick, 
and  the  difference  betAveen  the  local  rates  and  the 
through  rates  ; Avhat  harm  does  that  do  to  the 
people  of  Limerick ; a Avitness  told  the  Com- 
mittee that  from  Birmingham  to  Charleville  the 
rate  Avas  a certain  sum,  but  that  from  Limerick 
to  Charleville  was  another  sum,  which  was  some- 
thing in  excess  in  proportion  ; that  means  that 
the  Limerick  merchant  cannot  buy  and  re-sell  to 
the  people  of  Charleville,  but  that  the  people  of 
Charleville  get  it  straight  from  the  English 
manufacturer  ; is  not  that  so? — We  do  not  com- 
plain of  the  low  through  rate. 

7324.  As  regards  anything  manufactured  at 
Limerick,  I could  understand  that  it  Avould  be  a 
great  loss  to  the  people  that  they  should  be  by 
the  high  local  rate  prevented  from  buying  your 
manufactures,  but  the  effect  of  this  is  simply  to 
prevent  anybody  interposing  betAveen  tbe  seller 
in  England  and  the  consumer  in  Charleville,  is  it 
not? — We  are  very  glad  to  have  a Ioav  thi'ough 
rate,  but  we  complain  of  the  high  local  rate,  for 
very  often  the  local  traders  have  to  supply  them- 
selves from  Cork  and  Dublin  for  certain  classes  of 
goods  Avhich  are  kept  in  stock  there,  and  they  are 
charged  this  exorbitant  rate. 


7325.  Then 
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Chairman — continued, 

7325.  Then  why  do  not  they  send  to  Bir- 
mingham direct  ? — Because  they  may  have  orders 
to  supply  in  a given  time,  which  would  not  admit 
of  sending  to  Bristol  or  Birmingham. 

7326.  If  you  lower  the  local  rate,  which  means 
that  there  is  no  advantage  in  a through  rate,  the 
effect  of  that  is  to  enable  the  merchant  at  Lime- 
rick to  interpose  as  a middle  man  between  the 
English  producer  and  the  person  wanting  to  buy 
at  Charleville  ? — That  would  be  the  effect  of  the 
low  rate. 

7327.  It  would  be  the  same  if  you  lowered  the 
local  rate  to  the  through  rate;  there  would  be  no 
advantage  then  in  the  through  rate.  The  effect 
of  that  would  be,  that  you  would  be  able  to  buy 
at  Limerick,  and  re-sell  to  the  consumer  at 
Charleville,  but  you  cannot  do  that  now,  because 
you  can  buy  cheaper  from  Birmingham  direct  ? 
— That  is  hardly  my  complaint. 

7328.  You,  a merchant  of  Limerick,  find  that 
this  low  through  rate  prevents  you  from  buying 
and  re-selling  to  the  Limerick  people  ? — -We  do 
not  complain  of  that,  though  that  may  be  the 
fact,  but  we  complain  that  our  traders  in  Limerick, 
if  they  have  to  place  orders  in  Cork  or  Dublin, 
find  the  high  local  rate  a very  great  loss  to  them, 
and  they  are  very  often  obliged  to  do  that, 

7329.  Would  you  contend  that  the  local  rate 
should  be  reduced  down  to  the  same  proportion 
as  the  through  rate  ? — That  is  a very  difficult 
question  to  answer  ; I could  not  answer  that, 
but  I would  say  that  there  should  be  certain  re- 
ductions upon  the  local  rate. 

7330.  Because  people  always  feel  that  they  are 


Chairman — continued. 

paying  more  than  they  ought  to  pay,  whatever 
they  pay,  but  they  ought  to  be  able  to  say  what 
they  think  a proper  reduction  ; have  you  formed 
any  idea  what  reduction  there  sliould  be,  which 
should  be  an  approximation  to  the  through  rate, 
in  the  local  rate? — Of  course,  I know  it  is  an 
advantage  to  the  railroad  to  carry  goods  a certain 
distance  ; that  is  to  say,  the  cost  for  about  30 
miles  will  really  be  as  much  as  the  cost  for  car- 
rying 50  or  60  miles,  and  that  should  be  taken 
into  account. 

]\Ir,  Paget. 

7331.  Would  it  be  a reasonable  thing  to  pro- 
pose that  the  railway  rate  should  be  in  propor- 
tion to  the  cost  of  the  railway  carriage  ? — Yes,  I 
think  it  would. 

Chairman. 

7332.  Could  you  give  the  Committee  any  idea 
of  the  motive  which  has  influenced  the  companies 
in  favoui’ing  Dublin  ? — They  think  that  it  will 
pay  them  better  by  the  longer  run,  I suppose. 

Mr.  O'Sullivan. 

7333.  I think  you  have  shown  the  Committee 
that  in  one  case  the  local  rate  was  nearly  four 
times  in  proportion  (o  the  through  rate  ? — That 
is  what  we  complain  of.  We  find  it  interferes 
very  much  with  the  trade.  The  manager  of  the 
Waterford  and  Limerick  Bailway  is  desirous  of 
redressing  grievances,  but  is  often  prevented  by 
other  lines.  The  local  agent  of  the  Great 
Southern  and  Western  Railway  has  given  reduc- 
tion in  local  rates  which  I have  allowed  for. 


Mr.  Sankey,  called  in  ; and  Examined. 


Mr.  Paget. 


7334.  You  are,  I believe,  a farmer,  and  live 
in  the  neighbourhood  of  Margate  ? — I do . 

7335.  And  you  are  a member  of  the  East  Kent 
Chamber  of  Agriculture  ? — Yes. 

7336.  And  you  are  also  a member  of  the  Cen- 
tral Chamber  ? — I am 

7337.  I believe  you  have  been  specially  selected 
by  the  Central  Chamber  as  a witness  to  give 
evidence  before  the  Committee  ? — Yes. 

7338.  You  are  a grower  of  hops,  I understand? 
— I am. 


7339.  And  you  send  your  hops,  as  a rule,  to 
London  ? — Yes, 

7340.  Will  you  tell  the  Committee  how  you 
send  the  hops? — We  send  them  up  by  the 
London,  Chatham,  and  Dover  Railway,  or  the 
South  Eastern  Railway  ; the  rates  are  exactly 
the  same. 

7341.  At  what  rate  ai‘e  they  sent? — They  are 
charged  at  the  pocket  rate. 

7342.  How  much  is  the  charge  per  pocket  ? — 
It  is  3 s,  3 d.  from  Margate. 

7343.  There  are  about  13  of  those  pockets  to 
the  ton,  are  there  not  ? — Thirteen  jmckets  would 
weigh  a trifle  over  a ton. 

7344.  But  you  may  assume  13  to  the  ton? — 
1 ^s,  that  is  the  rough  calculation  we  always  make. 

7345.  And  that  would  make  a rate  of  42  s.  a 
ton?  I think  that  would  be  about  the  rate  per  ton. 

7346.  lhat  is  to  say,  if  the  hops  were  taken  at 
the  pocket  rate  ? — Yes. 

7347.  If  you  send  the  hops  to  any  other  station, 
or  send  them  through  London,  can  you  send 

0.54. 
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them  by  any  other  rate  ? — The  company  give  us 
a tonnage  rate  then. 

7348.  What  is  that  rate? — That  depends  upon 
where  the  hops  are  going  to. 

7349.  Suppose  you  send  them  from  Margate  to 
London? — The  railway  company  charge  us  by 
the  pocket  from  Margate  to  London. 

7350.  But  if  they  are  coming  down  the.  other 
way  from  London  ? — They  would  come  down  at 
the  tonnage  rate  then. 

7351.  What  is  that  rate? — 19  s.  7 d. 

7352.  Would  that  include  collection  and  de- 
livery ? — It  would  include  neither  the  one  nor- 
th e other. 

7353.  In  the  case  of  the  first  rate  that  you  quo- 
ted, of  3 s.  3 d.  per  pocket,  what  would  that  in- 
clude?— It  would  include  delivery  in  the  borough. 

7354.  Would  the  railway  company  afford  you 
Information  as  to  how  much  of  that  rate  is  due  to 
the  charge  for  delivery  in  the  borough? — No,  we 
ask  what  the  rate  is  to  a station  in  London,  their 
answer  is,  that  there  is  only  one  rate  of  3 s.  3 d.  a 
pocket,  which  includes  delivery  in  the  borough, 

7355.  Have  you  any  means  of  ascertaining 
what  their  proportion  of  the  charge  for  the  car- 
riage is  ? — 1 have  ascertained  what  I can  get  it 
done  at, 

7356.  What  can  you  get  it  done  at  ? — I got 
mine  delivered  last  year  for  3 s.  4 d.  a ton  from 
their  station  to  the  Borough  in  London. 

7357.  Then  deducting  3 s.  4d.  from  42  s.  would 
show  you  what  you  were  charged  for  sending  up 
hops  to  London  at  the  pocket  rate  ? — That  is  so, 
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Mr.  Paget—  continued. 

aesuniing  the  railway  people  can  deliver  them  as 
cheaply  as  other  people. 

7358.  That  would  come  to  1 /.  18s.  8c?.,  for  the 
railway  carriage  ? — It  would. 

7359.  Then  if  you  send  hops  up  to  London, 
they  are  charged  at  the  rate  of  1 Z.  18  s.  8 cZ., 
whereas  the  same  hops  sent  back  over  the  same 
line  of  railway  would  be  taken  at  19  s.  7 cZ.  ? — 
Exactly, 

7360.  Have  the  railway  company  given  you 
any  reason  why  they  should  make  such  very 
different  charges  for  conveying  hops  up  to  London 
as  against  from  London  to  Margate? — They  have 
given  us  no  reason,  but  the  reason  came  out  when 
the  South  Eastern  Company  put  me  in  the  county 
court  upon  the  subject. 

7361.  What  reason  did  they  give  then  ? — The 
reason  they  gave  was  that  the  hojis  came  in  very 
large  quantities  at  certain  times  of  the  yeai’,  and 
that  it  was  very  difficult  and  expensive  to  man- 
age the  traffic  then,  because  they  have  to  send 
trucks  and  em])ty  carriages  to  bi’ing  those  hops 
up ; and  another  reason  was  that  getting  them 
delivered  in  the  Borough  was  very  expensive  ; 
that  they  had  to  pay  carriers  to  assist  tliem  at  very 
high  rates. 

7362.  Then  their  complaint  was,  that  on  ac- 
count of  the  c^uantity  sent  it  was  an  increased 
expense  to  them  to  deliver  ? — Yes,  coming  at  a 
certain  time  in  the  year. 

7363.  Do  the  company  make  any  other  rate  at 
any  other  time  of  the  year  for  you? — No,  they 
charge  the  same  rate  all  the  year  round. 

7364.  As  a matter  of  fact,  do  your  hops  all  go 
up  to  London  at  one  time? — They  nearly  all  come 
between  the  1st  of  September  and  the  1st  of 
January. 

Chairman. 

7365.  As  a matter  of  fact,  do  hops  ever  really 
go  from  London  to  Margate? — Yes. 

Mr.  Paget. 

7366.  Have  you  any  instance  which  you  could 
quote  of  hops  being  sent  from  London  to 
Margate? — I cannot  quote  an  instance  of  their 
being  sent  from  London  to  Margate  : but  I can 
quote  an  instance  of  their  being  sent  from  Lon- 
don to  Ramsgate  ; I have  with  me  the  receipt  for 
the  carriage  of  57  pockets  of  hops  from  London 
to  Ramsgate  for  5 Z.  b s.  9 a?.;  that  included  the 
cartage. 

7367.  You  said  you  could  get  the  hops  de- 
livered yourself  for  3 s.  4 d.  per  ton  ; have  you 
any  evidence  to  substantiate  what  the  charge 
would  be  likely  to  be  to  the  railway  company  ; 
do  they  ever  make  a separate  ch.arge  or  a rebate? 
— 1 know,  as  a matter  fact,  that  when  hops  are 
sent  through  London  to  Burton-on-Trent,  and 
there  is  no  cartage  arising  U])on  them  in  London, 
the  rebate  allowed  is  at  the  rate  of  2aZ.  a pocket. 

7368.  How  much  would  that  be  a ton? — Say 
2 4 d. 

7369.  The  railway  rebate  is  about  2 s.  4 d. ; 
the  price  at  which  you  have  been  able  to  do  the 
cartage  for  yourself  is  3 s.  4 d.,  and  yet  thei’c  is 
this  extreme  difference  in  the  charge  as  between 
Margate  and  London,  and  London  and  Margate? 
— That  is  so. 

7370.  Have  the  railway  companies  ever  given 
you  any  j)articular  reason  for  making  a special 
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charge  on  taking  your  goods  in  one  direction  in- 
stead of  taking  them  in  the  other  ? — That  they 
do  the  down  iraffic  in  the  ordinary  way  of  busi- 
ness is  the  reason  given,  and  that  it  is  spread 
over  the  year  more  evenly  than  the  up  traffic ; 
the  up  traffic  they  maintain  costs  considerably 
more  than  the  down  traffic. 

7371.  But  the  fact  is,  that  your  hops  are  there, 
and  that  they  must  go  to  London? — Yes,  it  is 
the  custom  of  the  trade  that  all  hops  should  be 
delivered  in  London. 

7372.  In  your  opinion,  do  the  railway  com- 
panies take  advantage  of  the  fact  that  the  farmers 
must  send  the  hops  off,  and  that  they  have  no  other 
means  of  sending  them  but  by  railway? — We 
have  no  other  means  at  the  present  time  ; we  used 
to  have  barges,  but  they  have  been  taken  off. 

7373.  What  is  the  reason  of  their  being  taken 
off? — I suppose  the  means  of  their  employment 
ceased  ; as  a matter  of  fact,  the  railway  rates  are 
at  the  present  moment,  generally  speaking  (not 
on  hops  altogether),  cheaper  where  there  is  water 
carriage  than  where  there  is  none. 

7374.  Have  the  railway  rates  remained  much 
as  they  were  a few  years  ago,  or  has  there  been 
any  change  ? — They  have  been  raised  continually 
from  time  to  time. 

7375.  Can  you  give  the  Committee  an  ex- 
ample of  a rise  in  the  rates  for  hops? — In  1852 
the  charge  was  1 s.  8 d.  per  pocket  from  Pluckley 
Station  ; that  is  one  station  nearer  to  London 
than  Ashford;  it  is  now  3 s.  From  Sandwich, 
in  1871,  it  was  2 s.  6 d.,  and  in  1876  the  rate  was 
raised  to  3 s.  3 a?. 

7376.  How  much  per  cent,  would  that  be? — 
A shade  over  30  per  cent,  in  the  five  years. 

7377.  Was  any  reason  alleged  by  the  railway 
company  for  that  rise  ? — It  did  not  go  up 
that  amount  all  at  once  ; it  has  been  2)ut  up 
3 cZ.  a pocket  at  different  times  until  it  reached 
3 s.  3 of.  In  1872  and  1873,  I believe  that  wages 
went  up,  and  also  coal  was  very  expensive. 

7378.  But  you  have  not  found  that  the  rail- 
way companies  have  reduced  their  rates  since 
there,  has  be’en  a reduction  in  the  price  of  coal  ? 
— Certainly  not,  as  regards  hops. 

7379.  Are  there  any  complaints  made  in  your 
neighbour! lood  as  to  the  rates  by  railway  for  the 
carriage  of  grain? — Yes,  certainly. 

7380.  What  is  the  nature  of  those  complaints  ? 
— Some  of  the  merchants  who  came  on  the  Can- 
terbury market,  which  is  the  market  where  nearly 
our  corn  is  sent ; say,  that  at  certain  stations 
they  invariably  refused  to  make  an  offer  for  any 
corn,  because  the  rates  from  those  stations  are  so 
much  higher  than  from  others. 

7381.  That  is  to  say  they  are  unable  to  deal 
at  certain  stations  on  account  of  the  high  rates 
from  those  stations? — Minster  and  Grove  Ferry 
are  the  chief  stations  from  which  I have  heard 
comj)laints. 

7382.  And  you  say  that  owing  to  the  high 
rates,  the  merchants  assert  that  they  are  unable 
to  do  any  business  at  those  stations? — The  farmers 
living  near  those  stations  have  to  deliver  their 
corn  to  Ramsgate  or  Margate  or  they  must 
take  a lower  price  for  it,  if  it  is  coming  to  cer- 
tain sratlons  up  the  line. 

7383.  Take  the  station-to-station  rates  from 
IMinster  to  Snodland,  a distance  of  63  miles  ? 
— 10  5.  10  d.  a ton. 
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Mr.  Paget — continued. 

7384.  What  is  the  rate  from  Minster  to  Strood  ? 
— The  rate  from  Minster  to  Strood  is  6 s.  8 d. 

7385.  How  far  is  that?— The  distance  is  68 
miles. 

7386.  So  that  you  have  the  10  5.  10  r/.  and 
6 s.  8 f?.  for  63  and  68  miles  ? — That  is  so. 

7387.  Do  you  know  any  of  the  rates  from 
Margate  ; take  the  rate  from  there  to  Strood  ? — 
The  rate  from  Margate  to  Strood  is  5 s. 

7388.  How  many  miles  is  that?  — Seventy- 
seven. 

7389.  So  that  77  miles  are  charged  5 s.,  while 
63  miles  are  charged  10  s.  1 0 ri.  ?— Exactly  so. 

7390.  Are  there  other  instances  that  you  can 
give  to  the  Committee  to  establish  the  fact  of 
similar  inequalities? — There  are. 

7391.  Are  there  any  complaints  with  regard 
to  the  rates  for  the  conveyance  of  coal? — Yes. 

7392.  What  complaints  are  made ; may  I ask 
ate  you  yourself  at  all  personally  interested  in 
the  matter  of  coal? — Yes,  I do  a great  deal  of 
steam  ploughing  for  the  different  farmers,  and  of 
course  the  cost  of  coal  makes  a great  deal  of 
diflference  in  the  number  of  acres  they  are  willing 
to  have  ploughed. 

7393.  Will  you  give  the  Committee  instances 
of  what  grievances  you  have  in  that  respect  ? — 
The  rate  from  Whitstable  to  Minster,  a distance 
of  18  miles,  is  3 s.,  and  to  Margate,  a distance  of 
26  miles,  it  is  the  same  rate,  and  to  Grove  Ferry 
It  is  the  same  rate,  while  from  Rye  to  Appledown, 
a distance  of  only  seven  miles,  the  rate  is  2 s.  6 d. 
a ton. 

7394.  Has  anything  happened  of  late  to  alter, 
either  increase  or  diminish,  the  rates  to  any 
stations  in  your  immediate  neighbourhood  ? — 
Yes,  there  has  been  an  alteration  made  in  the 
rate  from  Strood  to  Birchington,  close  to  Mar- 
gate. 

7395.  AVill  you  tell  the  Committee  very 
shortly  what  that  alteration  is  ? — The  through 
rate  was  3s.  3d.  per  ton,  and  in  December  last 
the  South  Eastern  Railway  Company  commenced 
to  levy  an  extra  charge  of  1 s.  6 d.  a,ton,  if  loaded 
into  their  trucks,  and  9 d.  a ton  if  loaded  into  the 
London,  Chatham,  and  Dover  Company’s  wag- 
gons. 

7396.  Can  you  explain  at  all  the  reason  of  that 
excessive  charge  in  December  last  ? — I do  not 
know  any  reason  positively. 

7397.  What  reason  is  generally  assigned  for 
it  ? — The  reason  generally  assigned  in  our  dis- 
trict is,  because  too  much  coal  comes  from  Strood 
by  the  London,  Chatham,  and  Dover  Railway, 
and  too  little  comes  from  Whitstable  by  the 
South  Eastern  Railway  ; of  course  that  is  merely 
a surmise ; nobody  knows  the  reason,  except  the 
railway  people. 

7398.  Was  this  rise  of  rate  made  after  any 
announcement  or  notice  ? — No  notice  has  been 
given  of  it,  and  no  alteration  has  been  made  in 
the  rate  book  at  Birchington  station. 

7399.  But  this  alteration  has  been  made  ? — It 
has  been  made. 

7400.  Now  I will  take  you  very  shortly  upon 
the  question  of  vegetables  ; you  have  I believe 
some  complaints  to  make  as  to  the  rates  that  are 
charged  ; first,  as  to  the  rates  upon  the  English 
lines  only  ? — We  think  that  we  are  unfairly 
treated ; in  fact  vegetables  are  taken  from 
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Boulogne  to  London  for  less  money  than  they 
are  from  Folkestone  to  London. 

7401.  What  is  the  rate  on  fruit  and  vegetables 
from  Boulogne  to  London  ? — Twenty  shillings 
per  ton. 

7402.  Do  you  know  if  that  includes  collection 
and  delivery  ? — I cannot  say  it  includes  collection 
and  delivery,  but  it  includes  delivery  into  the 
mark  et. 

7403.  Could  you  give  the  rates  of  home  vege- 
tables?— Broeoli  is  charged  205.  a ton  from 
Folkestone  to  London,  including  delivery  into 
the  market. 

7404.  So  that  Folkestone  to  London  would  be 
the  same  price  as  the  through  rate  from  Boulogne 
to  London  ? — Yes. 

7405.  Now,  what  Is  the  railway  price  for  the 
conveyance  of  fruit  from  Folkestone  to  London? 
— Sevenpence  per  sieve. 

7406.  How  much  would  that  be  per  ton  ? — 
£.•1  3 5.  4 d.  if  the  sieve  weighed  | cwt.,  which  is 
considered  the  proper  weight ; foreign  fruit  and 
vegetables  are  delivered  at  the  same  price  from 
Boulogne. 

7407.  Fruit,  from  Boulogne,  therefore,  would 
come  in  at  20.?.,  whereas  English  fruit  would  be 
charged  1 /.  3 5.  4d.  from  Folkestone  if  it  were 
delivered  in  whole  sieves  ; but  if  it  were  delivered 
in  half  sieves  what  would  it  be  ? — Half  sieves  are 
charged  5 d.,  whereas  whole  sieves  are  charged 
Id. 

7408.  So  that,  taking  half  sieves,  would  make 
the  comparison  exceedingly  high  as  compared 
with  the  rate  from  Boulogne  ? — It  W’ould. 

7409.  Now  with  regard  to  potatoes ; old 
foreign  ? — Old  foreign  potatoes  are  charged 
12  5.  6 c?.  a ton,  and  new  ones,  foreign,  15  s.  \ 
English  potatoes  are  charged  15  5. 

7410.  Whether  new  or  old  ? — Whether  new  or 
old. 

7411.  Therefore  English  old  potatoes  would 
cost  15  5.  from  Folkestone,  and  foreign  old  pota- 
toes would  only  cost  12  5.  6 d . all  through  from 
Boulogne  to  London  ? — Certainly. 

7412.  Now  I would  ask  you  one  or  two  ques- 
tions very  shortly  as  to  the  differences  in  the  rates 
of  vegetables  on  the  home  lines  only  ; what  is  the 
rate  for  broeoli  from  Folkestone  to  London  ? — 
Twenty  shillings  per  ton. 

7413.  You  have,  I think,  some  rates  on  fruit 
and  vegetables  from  Sandwich  to  London? — 
Yes. 

7414.  What  is  the  rate  at  which  they  are 
taken? — In  crates  they  are  charged  205.  a ton, 
and  loose,  at  the  owner’s  risk,  20  5.  a ton . 

7415.  Are  all  vegetables  charged  at  the  same 
rate  ? — Cabbages  are  charged  at  a cheaper  rate 
than  broeoli. 

7416.  What  is  the  rate  for  cabbages? — Cab- 
bages are  charged  15  5.  a ton  in  crates. 

7417.  Is  there  any  reason  why  they  should  be 
taken  at  a less  rate  in  crates  than  broeoli  ? — We 
do  not  know  any. 

7418.  They  would  take  up  the  same  space  I 
suppose  ? — Exactly. 

7419.  Would  they  be  fastened  up  the  same 
way  ? — Yes ; I am  quoting  the  rates  for  crates  in 
both  cases. 

7420.  But  one  is  charged  15  5.  and  the  other 
205.  ? — That  is  so. 

s s 2 7421.  What 
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7421 . What  is  the  rate  when  they  are  loose,  at 
owner’s  risk  ? — I do  not  know  what  the  rate  for 
cabbages  is  at  owner’s  risk. 

7422.  Now  with  regard  to  beeti’oot  and  pota- 
toes, are  those  articles  carried  at  the  same  rate  ? 
— 4 hey  are  if  they  are  packed  in  sieves  or  half 
sieves. 

7423.  What  is  the  rate  for  beetroot  in  sacks? 
— Beetroot  is  sacks  is  charged  20  s.  a ton,  and 
potatoes  10  a ton. 

7424.  Do  you  know  any  reason  for  that  dif- 
ference ? — No. 

7425.  They  would  be  in  the  same  kind  of 
sacks,  would  they  not  ? — Yes,  the  same  kind  of 
sacks. 

7426.  In  the  one  case  they  would  be  charged 
20  s.,  and  in  the  other  10  s.  ? — Yes. 

7427.  And  the  charge  of  20  s.  is  for  the  least 
valuable  article,  is  it  not? — Beet  is  the  less  valu- 
able article  at  the  present  time,  certainly. 

7428.  Now,  take  peas  and  beans  ; what  are 
they  taken  at ; they  are  taken  in  sieves,  are  they 
not? — Yes,  they  are  taken  in  sieves. 

7429.  What  is  the  weight  of  a sieve  of  peas 
and  beans? — A sieve  of  peas  or  beans  would 
weigh  about  40  lbs. 

7430.  And  spinach  ? — A sieve  of  spinach  would 
weigh  about  30  lbs. 

7431.  And  potatoes? — 60 lbs.,  in  each  case, 
including  the  package. 

7432.  In  each  case  the  railway  charge  being 
the  same  ? — The  railway  charge  being  the  same 
in  sieves,  but  it  is  not  the  same  in  each  case 
per  ton. 

7433.  That  is  a thing  of  which  you  have 
reason  to  complain? — We  think  there  is  too  great 
difference  made. 

7434.  Is  the  neighbourhood  of  Sandwich  well 
adapted  for  the  purpose  of  growing  vegetables  and 
fruit  ? — Certainly. 

7435.  What,  in  your  opinion,  is  the  effect  of 
these  irregularities  in  railway  rate  ? — It  curtails 
the  cultivation  of  vesetabies. 

7436.  Is  that  generally  complained  of  in  the 
neighbourhood  ? — Yes. 

7437.  If  the  railway  rates  were  altered  to  what 
you  consider  a more  reasonable  figure,  it  would 
be  beneficial  to  the  neighbourhood? — I have  no 
doubt  of  it. 

7438.  And  they  would  be  able  to  send  more 
vegetables  and  I'riiit  up  to  this  market  in  Lon- 
don?—They  would  be  able  to,  because  they 
would  put  more  acres  into  that  crop. 

Mr.  Callan. 

7439.  Have  you  had  any  litigation  with  the 
South  Eastern  Railway  Company’? — Yes,  a 
county  court  case. 

7440.  I suppose  both  sides  were  heard  there, 
before  the  county  court  judge  decided  the 
case  ? — Yes. 

7441.  In  whose  favour  did  the  judge  decide  ? 
— He  decided  in  favour  of  the  railway  company. 

7442.  Upon  tlie  merits  of  the  case  ? — Yes. 

7443.  Then,  is  your  object  in  bringing  that 
case  forward  here,  to  ask  the  Committee  to  act 
as  a court  of  revision  ? — Oh  dear,  no. 

7444.  Then,  is  it  a complaint  against  the 
county  court  judge? — No,  we  make  no  com- 
plaint. 


Mr.  Callan — continued. 

7445.  Your  bringing  the  matter  up  is  not  a 
matter  of  making,  is  it,  a complaint  against  the 
judge? — We  make  no  complaint  whatever 
about  it. 

7446.  Then  you  recognised  his  decision  as 
just,  having  heard  the  evidence? — I do  not  say 
that. 

Mr.  Paget. 

7447.  You  would  rather  the  decision  had  been 
the  other  way? — Naturally. 

Mr.  Callan. 

7448.  The  county  court  judge  decided  in 
favour  of  the  railway  company,  and  they  recorded 
the  charges  of  which  you  complain? — Yes,  upon 
the  hops. 

7449.  Are  you  not  awai’e  that  the  rates  from 
London  to  Margate  are  lower,  because  the  ser- 
vice is  somewhat  different  ? — Cerlainly. 

7450.  And  less  costly  ? — Certainly,  at  certain 
times  of  the  year. 

745  I.  Therefore,  so  far,  you  recognise  that  the 
charge  from  Margate  to  London  should  be  higher 
than  from  London  to  M argate  ? — At  certain  sea- 
sons of  the  year. 

7452.  You  complain  of  the  Boulogne  charges  ; 
have  the  public  been  in  any  w’ay  injured  by  the 
rates  from  Boulogne  to  London  ? — By  the  pub- 
lic, may  I ask,  do  you  mean  the  producers  ? 

7453.  I mean  the  general  public;  I do  not 
confine  my  question  to  any  class  of  the  commu- 
nity ; are  they  not  benefited  instead  of  injured 
by  the  low  rate  from  Boulogne  ? —Probably  they 
are. 

7454.  Is  not  there  a daily  steamer  from 
Boulogne  to  London  direct  ? — I do  not  know 
that. 

7454.  Living  at  Margate,  arc  you  not  aware 
that  there  is  a daily  service  between  Boulogne 
and  London  direct? — I am  not. 

7456.  Are  you  aware  that  there  is  a direct 
service  to  London  at  ail  ? — I do  not  know  that. 

7457.  Therefore  if  there  is,  you  would  confess 
that  you  know  absolutely  nothing  of  the  condi- 
tions upon  which  the  South  Eastern  Company 
adopt  that  low  rate  from  Boulogne  ? — I do  not 
know  anything  about  the  conditions.  I only 
know  it  is  a fact. 

7458.  Would  you  not  consider  the  South 
Eastern  Company  were  justified  in  adopting  that 
rate,  if  there  were  water  competition? — If  they 
lowered  our  rates  in  proportion,  certainly. 

7459.  But  if  there  were  water  competition 
from  Boulogne  competing  with  the  part  water 
and  part  railway  by  Folkestone,  do  not  you 
think  that  the  railway  company  would  be  justified 
in  ado2)ting  such  a low  rate  as  would  secure  them 
getting  some  portion  of  the  traffic  which  other- 
wise they  would  not  get  ? — I think  not,  unless 
they  reduced  our  rate  to  the  same  proportion. 

7460.  You  do  not  think  that  the  company 
would  be  justified  in  taking  a low  rate,  to  enable 
them  to  get  a portion  of  that  traffic? — Not  an 
absolutely  lower  rate. 

7461.  You  are  an  owner  of  steam  ploughs? — I 
am. 

7462.  Would  you  not  give  a farmer  a lower  rate 
for  your  steam  plough  where  you  are  afraid  of 

competition. 
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compeiltlon,  tlian  where  you  have  no  competition? 
— Certainly  not;  we  have  a regular  system  of 

charging.  _ -1,1 

7463.  Supposing  the  railway  companies  had  a 
regular  system,  do  not  you  think  they  would  be 
justified  in  charging  a lower  rate  from  Boulogne 
to  London,  in  order  to  obtain  a portion  of  the 
traffic  which  otherwise  they  might  lose  alto- 
gether ? — Certainly  not,  unless  they  charged  us 
a lower  rate  too,  or  gave  us  the  benefit  of  the 
reduction. 

7464.  You  said  something  about  barges  being 
taken  off;  why  were  they  taken  off ?— Because 
the  rates  at  which  the  railway  companies  carried 
were  too  low  for  them. 

7465.  Have  the  rates  not  continued  low  ? — 
The  rates  have  not  continued  low. 

7466.  Would  the  present  railway  rates  pay 
the  baro;es  if  they  carried  at  the  same  rate  ? 
They  would. 

7467.  Why  have  the  barges  not  been  put  on  ? 
— Because,  I suppose,  the  owners  think  that  if 
they  put  them  on  again,  the  same  processes 
would  be  repeated. 

7468.  Have  you  had  any  experience  of  water 
charges  ? — I have. 

7469.  Could  you  say  from  your  knowledge 
that  the  present  charges  are  higher  than  goods 
could  be  sent  for  by  water?—  Certainly. 

Mr.  O'  Sullivan. 

7470.  Was  it  for  the  purpose  of  putting  off 
the  barges  that  the  railway  company  reduced  the 
rates,  do  you  think?— That  is  the  opinion  in  our 
district. 

Mr.  Callan. 

7471.  Wlthres])ect  to  grain,  is  not  there  water 
competition  from  Margate  ? — Yes,  there  is  water 
competition  from  Margate ; some  of  the  grain 
goes  by  water  from  Margate. 

7472.  Therefore  the  companies  have  to  com- 
pete ? — They  have  to  compete  in  this  way,  that  if 
a merchant  buys  a large  quantity,  he  sends  a 
barge  down  for  it ; there  is  no  regular  barge 
runnino;  from  Margate  to  London. 

7473.  You  spoke  of  the  delivery  of  hops;  do 
you  know  if  there  is  any  extra  expense  for  deli- 
very in  a busy  season? — I know  what  I have 
paid  in  a busy  season  of  the  year ; I have  paid 
3 s.Ad.  a ton. 

7474.  Would  you  be  surprised  to  hear  that  the 
railway  companies  have,  in  a busy  season,  had  to 
pay  65  d.  a pocket  for  delivery? — Judging  from 
my  experience,  I should  say  that  that  was  too 
high  for  delivery. 

7475.  If  you  were  told  that  the  railway  com- 
panies have  had  to  pay  that,  would  you  be  sur- 
prised ? — I know  that  we  got  it  done  for 
3 s.  4 £?. 

7476.  In  a busy  season? — In  the  middle  of 
the  hop  traffic. 

7477.  You  said  something  about  Blackfriars  ; 
in  a busy  season  is  Blackfriars  able  to  discharge 
all  the  traffic  that  comes  there  ? — I cannot  say 
that  it  is  able  to  discharge  all  the  traffic  that 
comes ; they  discharged  mine  without  any  diffi- 
cuhj\ 

7478.  They  make  an  exception  probably  in 
your  favour? — I do  not  see  why  they  should. 
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7479.  You  spoke  of  alterations  made  in  the 
charges  since  December  last  from  Strood  to 
Birchingtou,  and  you  said  that  no  alteration  had 
been  made  in  the  rate  book  ; did  you  Inspect  the 
rate  book  ? — I did  not. 

7480.  You  stated  in  your  examination  that 
although  they  charge  1 s.  6 d.  extra  for  goods 
loaded  in  the  waggons  of  the  South  Eastern,  and 
9 d.  in  the  waggons  of  the  Chatham  and  Dover, 
yet  no  alteration  had  been  made  in  the  rate  book 
at  Birchington  ; have  you  inspected  the  rate 
book  yourself? — No. 

7481.  How  do  you  know,  then? — Because  the 
man  from  whom  I buy  my  coals  told  me  that  he 
had  been  to  inspect  the  book  and  had  seen  it. 

7482.  It  is  from  hearsay  ; you  have  not  your- 
self been  to  inspect  the  rate  book  ? — I have  not 
been  to  inspect  it. 


Mr.  Gregory. 

7483.  Do  I understand  that  you  have  consigned 
hops  to  places  upon  the  other  side  of  London  ? — 

I have  not,  but  I know  that  other  people  do. 

7484.  Could  you  give  the  Committee  the 
through  rate  to  Derby  ? — I could  not. 

7485.  Could  you  give  the  rate  to  any  place  on 
the  other  side  of  London? — To  Leicester  the 
rate  is  57  s.  6 J.  a ton. 

7486.  What  is  the  distance  to  Leicester? — I 
am  told  that  it  would  be  about  90  miles  from 
Loudon. 

7487.  Is  that  57  s.  6 J.  from  Margate  ? — Yes, 
and  I believe  that  includes  delivery. 

7488.  What  did  you  give  the  Committee  as 
the  rate  from  Margate  to  London  ? — Three  shil- 
lings and  threepence  per  pocket. 

7489.  Then  you  get  them  delivered  upon  the 
other  side  of  London,  a distance  of  90  miles,  for, 
say,  7 s.  6 d.  ? — Yes,  that  is  if  you  subtract  the 
one  from  the  other. 

7490.  The  chai’ge  to  London  is  42  s.  a ton,  in- 
cluding cartage,  and  if  you  send  them  to  Leicester 
the  charge  for  the  whole  thing  is  57  s.  6 d.  ? — 
That  is  so. 

7491.  You  do  not  know  how  the  railway  com- 
panies arrange  the  rate  as  between  themselves  ? 
—No. 

7492.  You  do  not  know  whether  the  tariff  of 
the  northern  lines  is  higher  or  lower  than  of  the 
southern  lines  ? — I do  not  know  that. 


Mr.  Phipps. 

7493.  If  hops  are  sent  from  Margate  to  London 
they  are  always  charged  at  so  much  a pocket  ? — 
Always. 

7494.  If  they  are  sent  from  Margate  through 
to  Leicester  they  would  be  charged  by  the  ton  ; 
is  that  so  ? — Not  always. 

7495.  You  say  that  the  rate  would  be  57  s.  6 d. 
from  Margate  to  Leicester  ? — That  is  the  rate. 

7496.  Is  that  by  pocket  or  by  the  ton  ? — That 
would  be  by  the  ton,  but  I had  a case  of  hops 
sent  through  from  Pluckley  to  Burton-on-Treut, 
and  they  were  charged  at  the  pocket  rate  as  far 
as  London  ; they  were  charged  in  that  case  at 
the  rate  of  3 s.  per  pocket  to  London  on  66  pockets; 
they  went  through  to  Burton-on-Trent. 

7497.  What  was  the  charge  from  London  to 
Burton-on-Trent  ? — That  I cannot  say ; the 
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buyer  paid  the  carriage  from  London  to  Burton- 
on-Trent. 

7497. *  That  is  not  a case  in  point ; .if  you  were 
to  send  goods  from  Margate  to  Leicester  should 
you  expect  to  send  them  from  Margate  at  the 
pocket  rate  up  to  London,  and  then  on  to 
Leicester  at  some  other  rate,  or  should  you  ask  . 
for  a through  rate  from  Margate  to  Leicester  ? — 

I should  ask  for  a through  rate. 

7498.  Would  the  company  give  it  you?— I 
think  they  would. 

7499.  And  the  through  rate  would  be  a ton- 
nage rate  ? — It  would. 

7500.  You  were  asked  about  the  decision  of 
the  county  court,  whlcii,  as  you  say,  was  in 
favour  of  the  railway  company.  Although  you 
might  admit  that  the  decision  was  just  as  the  law 
at  present  stands,  you  do  not  admit  that  it  is  just 
in  principh;  ? — Certainly  not. 

7501.  Is  there  not  something  in  the  Act  of 
Parliament  connected  with  these  particular  rail- 
ways Avhich  gives  the  company  the  privilege  of 
charging  so  much  a pocket  for  hops  from  a hop 
district  into  London  ? — I have  never  seen  any- 
thlnsr ; all  the  toll  boards  exhibited  at  the  stations 
give  the  rate  at  per  ton. 

7502.  But  the  practice  is  to  carry  them  at  per 
pocket? — Invariably,  up  to  Loudon. 

Mr.  Paget. 

7503.  To  London  only  ? — Yes. 

7504.  Is  that  the  only  station  to  which  the 
companies  give  you  that  rate  ? — To  their  other 
stations  the  companies  give  us  a tonnage  rate, 
station  to  station  ; if  we  ask  for  the  rate  to 
London  they  invariably  give  us  a pocket  rate,  to 
include  delivery  in  the  Borough. 

Ml’.  Phipps. 

7505.  But  you  say  that  all  the  rates  which  are 
upon  the  toll  boards,  and  upon  the  rate  book,  are 
tonnage  rates,  and  not  pocket  rates  ? — They  are 
in  the  rate  book,  except  to  London ; but  upon 
the  toll  boards  there  is  no  rate  given,  except  the 
tonnage  rate. 

7506.  Supposing  you  were  sending  from 
Margate  to  a station  before  London,  what  would 
the  rate  be  ? — To  a good  many  of  the  stations  up 
to  London  the  company  do  not  take  goods,  and 
we  cannot  consign  goods  to  them. 

7507.  What  would  be  the  nearest  station? — 
I should  say  New  Cross,  upon  the  South  Eastern 
Railway,  if  there  is  a goods  station  there. 

7508.  Could  you  mention  any  station  which  is 
within  10  or  20  miles  of  London,  to  which  you 
would  take  goods  at  the  tonnage  rate  ? — The 
company  would  take  them  to  any  of  the  goods 
stations  which  are  near  London. 

7509.  What  I wished  to  know  was  this:  if 
you  wanted  to  send  your  hops  from  Margate  to 
the  nearest  goods  stations  to  London,  would  they 
give  you,  in  all  cases,  a tonnage  rate,  or  would 
they  charge  you  by  pocket  ? — They  would  give  a 
tonnage  rate,  I should  say,  undoubtedly. 

7510.  What  would  the  tonnage  be  from  Mar- 
gate to  Jjondon  ? — The  tonnage  rate  from  Mar- 
gate to  near  London  would  be  the  same  as  from 
London  to  Margate,  I suppose. 


7511.  Then  it  would  come  to  this,  that  if  you 
had  hops  to  send  from  Margate  to  within  10 
miles  of  London,  you  would  for  that  station  be 
charged  not  more  than  19s.  7 cf.  a ton? — Not 
more,  at  any  rate,  I should  say. 

7512.  But  if  you  had  to  send  the  hops  the 
additional  10  miles  into  London,  you  would  be 
charged  the  difference  between  that  tonnage  rate 
and  the  42  s.  ? — Yes  ; we  should  be  charged  the 
pocket  rate  at  once. 

7513.  Have  you  never  heard  of  a rate  being 
given  to  the  stations  in  your  part  of  the  country, 
at  per  pocket? — 1 have  never  heard  of  it. 

7514.  But  you  have  heard  of  the  maximum 
rate  ? — I do  not  think  there  is  a maximum  rate 
upon  the  South  Eastern  Railway  from  Margate 
to  London  ; it  is  the  toll  clause  which  governs 
their  hire,  and  that  is  3 </.  a ton  a mile,  with  a 
further  charge  for  the  use  of  the  locomotive  and 
trucks. 

7515.  As  I understand,  with  regard  to  the 
charge  for  fruit  Avhich  comes  up  from  Kent  to 
London,  you  do  not  object  to  their  bringing 
fruit  from  Boulogne  for  20  s. ; but  what  you  say 
is,  that  as  you  live  so  much  nearer,  and  have  so 
much  less  distance  to  bring  your  produce,  you 
ought  to  be  charged  a less  price  ? — I think  we 
ought  to  be  charged  absolutely  a less  price ; I 
do  not  say  that  we  should  be  charged  a less 
price  per  mile;  the  company  can  carry  along 
distance,  no  doubt,  more  cheaply  in  proportion 
than  they  can  carry  a short  distance. 

7516.  In  your  case  the  20  s.  represents  col- 
lection and  delivery,  does  it  not?  — It  does  not 
represent  collection,  but  delivery ; we  growers 
deliver  into  the  trucks  ourselves. 

7517.  Do  youthen  load  into  the  trucks? — We 
load  into  the  trucks  generally. 

7518.  I should  like  to  point  out  that  the  prin- 
cipal difference  in  distance  between  Folkestone 
and  Boulogne  is  the  water  carriage? — Certainly, 
but  there  is  the  loading  at  Boulogne,  and  the  un- 
loading and  re- loading  at  Folkestone. 

Mr.  Cross. 

7519.  You  made  a complaint  with  reference  to 
the  rise  in  the  rate? — Yes,  I did. 

7520.  Whai  complaint  did  you  make  about  it  ? 
— My  coal  merchant  has  refused  to  pay  at  present, 
and  he  has  not  paid. 

7521.  Have  you  any  information  to  give  the 
Committee,  whether  the  present  rate  is  above  the 
statutory  rate  or  not? — I have  not  gone  into  that 
at  all. 

Mr.  Callan. 

7522.  What  is  the  date  when  the  barges  were 
taken  off? — They  have  been  taken  off  at  different 
times, 

7523.  When  was  the  last  barge  taken  off? — 
There  is  one  running  now  to  Whitstable,  and  the 
last  one  running  from  Margate  was  taken  off  in 
1879,  I think. 

7524.  When  were  the  rates  increased  ? — May 
I ask  what  class  of  goods  you  refer  to. 

7525.  On  any  class ; you  stated  that  the  barges 
were  taken  off  and  the  rates  ivere  then  increased  ; 
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Mr.  Callan — continued. 

when  did  that  occur  ? — I do  not  know  that  I can 
tell  you  that. 

7526.  What  was  the  date  of  the  delivery  of 
those  hops  in  London  for  which  you  paid  only 
3 s.  4 cf.  a ton  ? — The  12th  of  November  1879. 

7527.  That  is  the  middle  of  the  hop  season,  is 


Mr,  Callan- — continued. 

it  not  ? — That  is  about  the  middle  of  the  hop 
season. 

Mr.  Phipps. 

7528.  You  would  hardly  call  it  the  middle  of 
the  hop  season,  would  you? — Yes,  there  are  as 
many  hops  delivered  after  that  time  as  there  are 
delivered  before. 


Mr.  Henry  Parry  Gilbey,  called  in ; and  Examined. 


Mr.  Morley. 

7529.  You  are,  I believe.  Chairman  of  the 
Council  of  the  National  Chamber  of  'Irade? — 

I am. 

7530.  Which  council  was  established  to  watch 
over  and  secure  the  interests  of  traders,  and  to 
promote  in  Parliament  and  elsewhere  such  legis- 
lation and  amendment  of  the  latv  affecting  com- 
mei’cial  interests  as  from  time  to  time  may  seem 
desirable? — Yes. 

7531.  Do  you  appear  before  the  Committee  in 
the  interest  of  any  particular  class? — Most 
descriptions  of  trades  are  represented  upon  the 
council. 

7532.  Are  there  any  traders  not  hitherto  re- 
presented whose,  views  you  would  be  glad  to 
place  before  the  Committee? — I have  various 
complaints  from  different  quarters,  but  more  espe- 
cially from  leather  merchants,  needle  merchants, 
and  timber  mei’chants,  and  the  business  that  I 
represent  more  particularly,  the  wine  and  spirit 
trade. 

7533.  Can  you  give  the  Committee  any  illus- 
tration in  point  ? — The  first  I have  to  mention  is 
with  respect  to  the  leather  trade.  One  of  our 
council  complains  of  the  rate  from  Guildford  to 
London  being  8 s.  4d.,  and  the  rate  from 
Horsham,  only  eight  miles  further,  being 
12  s.  \ \ d.,  a -difference  of  4 s.  7 (7.  a ton.  Again, 
upon  the  same  market  there  is  this  great  pecu- 
liarity; from  Liverpool  hides  are  charged  32  s.  6 d. 
per  ton,  and  rough  leather  27  s.  %d.,  whilst  in  the 
Midland  towns  those  rales  are  generally  alike, 
but  in  Birmingham  and  Derby  the  hides  are 
carried  more  cheaply  to  encourage  another  trade; 
in  that  case  hides  are  23  s.  4 d.  and  leather 
28  s.  4 d.,  which  seems  somewhat  of  an  anomaly. 

7534.  How  do  those  rates  bear  as  regards  dis- 
tance ? — As  far  as  regards  the  distances  I do  not 
think  that  there  is  anything  to  complain  of;  the 
first  point  I made  was  as  to  distances,  and  the 
next  case  was  as  to  peculiarity  of  rates  ; there  is 
also  a complaint  from  the  hop  trade.  I believe 
you  have  had  evidence  upon  that  subject  before  ; 
but  perhaps  you  have  not  had  this  particular 
point  brought  before  you.  The  carriage  of  hops 
from  London  to  Birmingham  is  35  s.  a ton,  and  to 
Worcester,  which  is  about  from  15  to  20  miles 
farther,  the  rate  is  only  25  s.  a ton.  The  same 
member  of  our  council  also  complains,  but  I can- 
not verify  the  fact,  that  the  rate  is  only  45  s from 
Hamburg  to  Birmingham  throughout,  complain- 
ing somewhat  of  any  advantage  being  given  to 
foreign  trade.  There  is  also  another  member  of 
our  council,  a large  operator  in  needles,  who  com- 
plains that  the  rates  upon  those  articles  are 
specially  high  from  Redditch  to  London,  but 
there  is  this  j)3culiarity  in  it,  that  while  the  rate 
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is  45  s.  a ton  from  Redditch  to  London,  it  is  only 
40  s.  to  Reading  via  London  ; now,  it  is  known 
that  these  goods  go  through  London  for  the  con- 
venience of  the  railway  companies,  but  I think 
there  are  means,  and  that  it  would  be  an  easier 
distance  to  take  them  from  Redditch  to  Reading 
direct;  the  same  lines  could  take  them  in  their 
service,  but  they  jirefer  for  their  own  convenience 
to  send  them  through  London. 

Mr.  Phipps. 

7535.  They  are  obliged  to  charge  as  for  the 
shortest  route,  as  you  are  awai-e? — Yes,  that  is 
so.  There  are  many  other  trades,  but  I am 
rather  more  au  fait,  perhaps,  at  my  own  trade, 
which  is  somewhat  extensive.  We  have  not  to 
complain  of  the  general  conveniences  given  by 
railway  companies,  but  of  the  great  disparity  of 
rates  as  compared  with  distances.  If  you  will 
allow  me  1 will  give  you  the  tonnage  rate  of  our 
goods,  which  are  wines  and  spirits  in  cases ; I 
will  call  your  attention  to  the  distances;  we  will 
take  two  places,  such  as  Camborne  and  Cardigan, 
which  have  no  competitive  z'ailways.  To  Car- 
digan, a distance  of  269  miles,  the  rate  is  3 1.  15  5. 
per  ton  against  Newcastle-on-Tyne,  a distance  of 
275  miles  with  water  and  rail  competing,  where 
the  charge  is  1/.  11s.  8 d.  Camborne  also  is 
313  miles,  and  there  is  no  competitive  route 
there,  and  yet  the  rate  is  only  1 1.  15  s.  It  is  very 
difficult  for  us  to  organise  our  business  so  as  to 
work  these  things  in. 

Sir  Edward  Watkin. 

7536.  Is  it  not  the  fact  that  the  rate  to  Camborne 
is  affected  by  the  direct  steamer  to  Falmouth  ? — I 
could  not  say  that.  Then  taking  Coventry,  a dis- 
tance of  94  miles,  the  charge  is  1 1.  12  s.  6 d.  against 
Newcastle,  a distance  of  275  miles,  where  the  rate 
is  1 7.  11s.  8 <7.  There  is  one  point  in  my  own 
business  which  we  rather  take  exception  to.  We 
have  suffered  very  much  from  what  they  call  the 
owner’s  risk  rate,  and  the  railway  risk  rate ; we 
have  been  most  reasonably  dealt  with  by  all 
other  railways,  excepting  the  Great  Easteim  in 
that  respect.  Our  operations  are  just  as  large 
in  proportion  to  those  towns  on  the  east  coast  as 
to  others,  and  we,  of  course,  have  the  option  of 
taking  our  goods  either  at  our  own  risk  or  at  the 
railway  risk ; but  as  between  those  two  risks  there 
is  a variation  of  not  less  than  25  per  cent.,  and 
sometimes  exceeding  50  per  cent.,  whereas  our 
actual  losses  extending  over  the  entire  railway 
system  throughout  the  kingdom  only  amounts  to 
a trifle  under  2 per  cent.,  or  rather  those  losses 
which  we  made  claims  for  ; and  there,  I think,  is 
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Sir  Edward  Watkin — continued, 
an  illustration  of  the  desirability  of  having  Com- 
missioners to  go  to  and  to  have  them  readily 
accessible,  because  we  have  no  remedy  in  a case 
of  that  kind. 

Mr.  Morley. 

75S7.  Do  I understand  you  that  the  charge 
for  the  risk  by  the  companies  amounts  to  some- 
thing like  25  per  cent.  ? — It  varies  from  25  to  50 
2:)er  cent,  in  the  different  towns,  whereas  our 
actual  losses  over  the  country  have  amounted  to 
something  under  2 per  cent,  over  millions  of  pack- 
ages during  the  last  10  years.  The  great  drawback 
to  that  is  that  because  we  choose  ,to  take  our  own 
risks  by  the  Great  Eastern  Railway,  our  losses 
are  more  upon  that  single  service  than  upon  all 
the  rest  of  the  railways  put  together.  It  seems 
when  we  take  our  own  i-isk,  to  be  an  encourage- 
ment to  the  railway  servants  to  plunder  99-lOOths 
of  the  loss  in  pilferage,  against  which  we  have  no 
resource  whatever,  because  the  onus  lies  upon  us 
to  prove  that  the  pilfering  has  taken  place  by  the 
company’s  servants,  and  that  is  a most  difficult 
thing  to  do. 

7538.  Have  you  any  remedy  to  suggest  for 
that  difficulty  ? — Only  this  remedy,  that  in  cases 
of  that  kind  there  should  be  easy  and  economical 
modes  of  applying  to  the  Raihvay  Commissioners : 
we  know  of  no  other  remedy  ; we  have  used  all 
possible  arguments  for  many  years,  and  have  not 
been  able  to  overcome  the  difficulty ; it  is  only  in 
existence  as  regards  the  Great  Eastern  Com- 
pany’s service.  As  representing  the  traders 
generally,  we,  as  a Council,  take  particular  ex- 
ception to  what  we  consider  the  very  uncommer- 
cial system  of  notices  from  the  railway.  If  you 
send  to  them  for  a quotation  (I  am  not  speaking- 
on  behali  of  my  own  business  now,  but  of  the 
trade  generally)  of  their  rates  and  prices,  they 
will  always  send  it  very  readily,  but  this  is  always 
attached  to  the  quotation : “ The  companies 
reserve  to  themselves  the  power  to  make  altera- 
tions at  any  time  without  any"  notice  whatever  or 
advice  from  the  company.”  We  consider  that 
proviso  thoroughly  uncommercial,  and  certainly 
not  calculated  to  promote  business. 

7539.  You  think  there  ought  to  be  a notice 
given  before  any  change  is  made  in  the  rate  ? — 
We  think  there  ought  to  be  a notice. 

7540.  I suppose  your  idea  is  that  there 
should  be  none  of  these  changes  without,  say", 
a month’s  notice? — I think  a month’s  notice 
w"Ould  be  a fair  time  to  fix. 

7541.  Have  you  had  any"  experience  as  to  the 
result  of  competition  between  the  railway  com- 
panies'?— Yes,  we  know  for  certain  that  in  almost 
all  departments  of  trade,  such  as  I have  quoted, 
where  there  is  competition  going  on  we  can  get 
low'er  rates. 

7542.  You  find  that  to  be  the  case? — Y’es,  I 
think  that  is  universal. 

7543.  Have  you  had  your  attention  drawn  to 
the  powers  of  the  Railway  Commissioners? — We 
have  always,  as  a commercial  class,  considered 
that  they  are  neither  accessible  with  ease,  nor 
•without  considerable  expense.  In  the  whole  of 
my  experience  1 have  never  applied  to  them, 
although  we  have  had  such  cases  as  we  have 
thought  ought  to  go  betbre  them ; I think  it 
-would  be  in  the  interest  of  the  railway  companies 


Mr.  Morley — continued. 

that  it  should  be  known  that  any  differences  be- 
tween them  and  the  merchants  can  be  settled 
with  comparative  ease  (I  do  not  mean  small 
vexatious  matters),  and  at  no  vei-y  great  expense. 
We  feel  strongly  in  the  commercial  world  upon 
that  point ; it  is  in  the  interests  really  of  both 
classes  that  such  should  be  the  case,  because  I 
think  railway  companies  have  ascertained  beyond 
all  doubt  that  the  public  are  their  customers,  and 
that  the  more  they  do  for  them,  and  the  better  they 
do  it,  the  better  the  result  will  be  to  themselves. 

7544.  Have  y"Ou  any  suggestion  to  offer  to  the 
Committee  ? — I should  like  to  say,  speaking  per- 
sonally, that  I should  be  the  very  last  man  not  to 
acknowledge  the  great  advantages  that  have  been 
derived  from  the  development  of  the  railway 
system  throughout  the  world ; personally,  I am 
sure  no  one  can  have  derived  more  benefit,  and  I 
think  trade  and  commerce  generally  have  re- 
ceived enormous  advantage,  but  when  it  arrives 
at  this  state  of  leviathan  monopoly,  it  Avill  be  well 
for  the  railway  company,  as  well  as  the  world, 
that  there  should  be  an  arbitrator  between  us, 
such  as  the  Railway  Commissioners. 

7545.  I suppose  you  would  believe  that  re- 
duced rates  would  even  bring  greater  profits  ? — 
I think  I could  quote  our  own  business  as  a 
peculiar  one  on  these  points,  a business  which  has 
been  developed  entirely  upon  this  principle,  and 
also  I will  quote  the  milk  ti-ade  and  others  which 
were  at  one  time  considered  as  trades  scarcely 
able  to  be  carried  on  at  any  distance  from 
London. 

Sir  Edward  Watkin. 

7546.  Would  it  have  been  possible  to  establish 
your  enormous  trade  all  over  the  country  without 
railways  ? — Certainly  not. 

754ff'*^  Then  in  point  of  fact  you  are  indebted 
to  the  railways  ? — Most  deeply. 

7547.  What  is  it  you  most  complain  of? — 
I am  more  particularly  speaking  for  the  Rational 
Chamber  of  Trade  of  which  I am  a represen- 
tative. 

7548.  But  what  is  your  jicrsonal  complaint?—' 
We  complain  very  much  of  the  anomalous  charges 
for  distances. 

7549.  Y*ou  gave  the  Committee  two  or  three 
cases ; you  <iave  Camborne  against  Cardigan, 
and  I pointed  out  to  you  that  the  low  rate  to 
Camborne  arose  from  the  existence  of  a direct 
steamer  to  Falmouth.  Take  that  case ; how 
would  you  deal  Avith  a case  like  that  ? — We  have 
no  poAver  of  dealing  Avith  that. 

7550.  But  I mean,  suppose  you  Avere  all 
poAverful,  in  fixing  the  rates ; how  Avould  you 
deal  Avith  the  rates  in  a case  Avhere,  unless  the 
railAvay  company  to  a distant  place  takes  the 
traffic  at  a Ioav  rate,  it  Avill  go  by  Avater,  and  not 
by  raihvay  ? — AYe  haA-e  ahvays  found  that  uni- 
formity of  charge  leads  to  increased  trade. 

7551.  Hoav  Avould  you  preA-ent  a raihvay  com- 
pany from  being  in  the  condition  of  not  carrying 
:it  all,  unless  in  the  case  of  a place  like  Cam- 
borne ; they  charge  a less  rate  than  Avhere  there 
is  not  competition? — I think  you  should  go  iqmn 
the  experience  of  Avhat  you  have  done  in  manA- 
oases  ; in  many  cases  you  have  met  a Avant,  and 
if  you  have  done  it  in  some  cases,  you  can  do  it 
in  others.  Take  Cardigan,  a distance  of  269 
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miles,  3/.  15  s.  a ton,  against  Newcastle,  a dis- 
tance of  275  miles,  1 /.  11s.  8 rf. ; it  is  not  only 
possible  for  you  to  have  done  it ; and  if  you  can 
do  it  in  one  case,  you  can  do  it  in  all  cases. 

7552.  But  in  Newcastle,  as  you  are  aware, 
there  is  exactly  the  same  thing  as  the  Falmouth 
steamer ; there  is  the  direct  steamer  from  London, 
and  this  steamer  fixes  the  rate,  does  it  not,  from 
London  ? — Yes,  no  doubt  of  it. 

7553.  Then  what  do  you  Avant  us  to  do  ; do 
you  want  us  not  to  carry  the  traffic  or  to  fix  the 
railway  rates  down  to  starvation  prices  ? — I think 
you  must  be  practically  reducing  some  and 
charging  others  higher,  because  you  must  make 
some  goods  dearer  if  you  make  others  cheaper. 
I take  it  you  want  5 per  cent.,  and  1 should  say 
that  Peter  is  being  robbed  to  pay  Paul. 

7554.  Do  vou  think  it  would  be  so  in  your 
own  trade  if  you  had  severe  competition  in  one 
town  and  none  in  another?— You  could  not  have 
put  the  question  to  one  who  could  have  answered 
you  more  strongly  upon  that  point ; our  price  is 
uniform  in  every  town  in  tlie  kingdom,  and  Ave 
have  derived  astounding  advantages  from  that 
system ; therefore  I have  great  faitli  it,  but,  at 
the  same  time,  having  acknoAvledged  the  advan- 
tages of  the  railway,  I only  say,  on  behalf  of  trade 
and  commerce,  that  the  greater  the  uniformity 
the  greater  the  mutual  advantage. 

7555.  I should  perfectly  agree  Avith  you  in 
that;  the  only  thing  I Avanted  to  find  out  from 
j'ou  was,  in  the  two  cases  I have  called  your  at- 
tention to,  and  Avhich  you  have  quoted  ; unless 
you  Avere  disposed  to  give  up  the  traffic  altogether, 
hoAV  Avouldyou  expect  to  get  any  of  it,  unless,  in 
the  case  of  sea  competition  by  charging,  as  nearly 
as  possible,  the  sea,  or  starvation  rate  ? — Tlie 
public  Avould,  of  course,  rather  like  you  to  be 
starved.  The  same  time  I Avould  not  desire  to 
speak  unreasonably  ; but  Arhen  you  find  a tOAvn 
handicapped  so  severely  as  Bournemouth  against 
Plymouth,  where  the  rates  are  considerably 
against  Bournemouth  and  very  much  in  favour 
of  Plymouth,  one  would  like  a little  more  equity. 

7556.  Is  there  not  rather  competition  in  that 
case  again  ? — Yes,  and  the  moment  Ave  Avere  to 
bring  the  water  competition  to  Bournemouth  the 
price  would  go  down. 

7557.  1 only  Avant  to  induce  you  to  let  the 
Committee  see  that  these  irregularities,  or  ap- 
parent irregularities  of  price  arise,  as  a rule,  from 
AA-ater  competition.  Noav,  you  have  quoted  Car- 
digan ; is  there  araihvay  to  Cardigan  ? — I believe 
there  is. 

7558.  I am  told  there  is  not  ; that  there  is  a 
cartage  of  12  miles  in  that  case? — If  that  is  so,  it 
Avould  account  for  the  difference. 

7559.  Is  it  quite  fair  to  quote  extreme  cases 
Avithout  taking  the  average  ? — I took  it  as  being 
correct;  I have  it  in  printed  figures. 

7560.  You  stated  that  you  had  a complaint 
against  the  Great  Eastern  Raihvay  Company  ? — 
That  was  about  the  OAvner’s  risk. 

7561.  Have  you  any  other  complaint  against 
the  company  ?— Not  upon  that  head. 

7562.  Then  you  mentioned  insurance  ; I think 
you  Avere  examined  before  a Select  Committee  of 
this  House  on  insurance? — No,  I Avas  not. 

7563.  That  Committee  led  to  an  understanding 
and  a charge  as  to  insurance  upon  those  goods 
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but  you  are  aAvare  that  it  is  optional  Avith  the 
sender  Avhether  he  Avill  send  or  Avhether  he  Avill 
not? — So  it  is  ; but  look  at  the  choice  he  has. 

7564.  You  say  the  difference  is  too  much,  but 
I Avish  to  point  out  that  the'  rate  Avas  fixed  by 
a Committee  of  this  House  : l)ut  you  can  insure, 
can  you  not,  by  a private  company  Avho  insure 
all  those  risks  ? — I have  shown  you  that  Ave 
could  do  it  for  2 per  cent.,  and  give  a fair  profit 
of  3 per  cent.  Noav,  I think,  the  Great  Eastern 
IlailAvay  Company  Avill  find  it  to  their  detriment 
in  time  to  make  such  a large  difference  as 
they  do,  particularly  if  it  encourage  dishonesty 
amongst  their  servants  : but  as  a matter  of  fact, 
I am  not  aware  of  any  private  company  Avhich 
does  insure  goods  upon  raihvays. 

7565.  Noav,  passing  from  this  matter  of  insu- 
rance, your  recommendation  Avould  be,  that  a 
board  of  raihvay  commissioners  representing  the 
public,  should  practically  have  the  power  of 
fixing  the  rates,  and  regulating  the  carrying  of 
traffic? — I think  as  somi  as  any  trade  attain  a 
monopoly,  it  is  bound  to  be  regulated,  and  it  is 
to  the  interest  of  the  railway'  companies  that  it 
should  he  regulated ; Ave  cannot  go  to  the  Kail- 
Avay  Commissioners  in  their  present  state  ; Ave 
think  it  is  too  expensive’  a proceeding. 

7566.  But  the  Committee  have  been  told  by 
the  honourable  Member  for  Gloucester  that  it  is 
not  too  costly,  and  that  it  is  not  too  expensive  ? 
— We  prefer  not  to  go  to  them  ; the  very  fact  of 
their  existence,  I think,  Avould  prevent  people 
going. 

7567.  May  I ask  a'ou  this  question  ; do  y'ou 
think  that  in  the  last  10  ye.ars  you  have  had  a 
dozen  cases  in  your  OAvn  particular  trade,  in 
Avhich  you  Avould  have  gone  to  the  Raihvay  Com- 
missioners if  they  had  been  more  accessible  ? — 
I do  not  think  there  Avould  have  been  that 
number  of  cases. 

7568.  Therefore  y'Ou  have  all  this  enormous 
traffic  of  yours  Avith  very  little  grievance  ?-— 
Practically  avc  have  very  little  grievance. 

7569.  You  think  there  should  be  notice  given 
of  an  intended  change  in  the  rates  ? — I do. 

7570.  Supposing  y'ou  AA'anted  to  send  an  enor- 
mous quantity  of  goods  at  a special  rate  at  one 
time,  Avould  not  your  OAvn  principle  jwevent  you 
from  doing  so  by  increasing  the  rigidity  of  the 
rate ; you  would  not  Avish  to  tie  the  railway  com- 
panies doAvn  from  any  ability  to  deal  Avith  their 
customers  from  hour  to  hour,  as  they  have  been 
doing  hitherto? — I do  not  think  the  railway  com- 
panies can  be  accused  of  having  acted  arbitrai’ily 
against  us  in  any  Avay. 

7571.  Do  you  think  that  the  raihvay  companies 
should  be  at  the  mercy  of  a body  Avhich  Avas  in 
any  Avay  representative  of  themselves  or  their 
customers ; you  do  not  Avant  the  buyer  to  sit  in 
judgment  upon  the  seller,  (jr  the  seller  n])on  the 
buyer? — I am  afraid  that  is  done  practically. 

' Mr.  Lowther. 

7572.  It  is  optional,  is  it  not,  Avhether  you 
send  at  OAvner’s  risk,  or  at  company’s  risk  ? — 
It  is. 

7573.  You  arc  of  o[)lnion  that  Avhcrc  there  is 
competition,  there  are  generally  lower  rates? — 
I think  it  is  universally  the  case. 
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7574.  And  people  who  would  say  to  the  con- 
traiy  you  think  are  mistaken  ? — I should  say  so, 
certainly. 

7575.  Do  you  not  find  that  railway  companies 
in  general  are  more  anxious  to  accommodate 
these  who  employ  them,  and  to  come  to  some 
settlement  with  them  rather  than  to  go  before 
the  Railway  Commissioners,  or  to  go  to  litigation? 
— We  find  them  so  ; I am  speaking  personally. 
In  99  cases  out  of  100  they  have  always  met 
every  difficulty,  and  in  the  way  that  they  should 
have  done.  It  is  only  the  hundredth  case  that 
one  would  like  to  have  settled. 

7576.  Sir  Edward  Watkin  asked  you  some 
questions  upon  this  point;  he  said  when  there 
was  any  special  business  for  wdilch  you  wanted  a 
lower  rate,  according  to  your  plan,  the  railway 
companies  would  not  be  able  to  give  that  lower 
rate  ; is  that  your  undei’standing  ? — I think, 
commercially,  they  would  be  very  glad  to  under- 
take a transaction  to  be  settled  to-morrow,  or 
the  next  day,  upon  mutual  contract  between 
buyer  and  seller.  I scarcely  admit,  with  all 
respect  to  Sir  Edward  Watkin,  that  that  is  a 
difficult  point.  1 do  not  think  I should  throw 
away  business  because  I had  not  exactly  fixed 
the  rate  at  the  moment,  and  I do  not  think  that 
any  of  my  friends  of  the  North  Western  Com- 
pany, or  Sir  Edw'ard  Watkin  himself,  would 
do  so. 

Sir  Edward  Watkin. 

7577.  Take  a part  of  your  trade  that  is  carried 
in  cases  and  boxes  which  contain  a good  deal 
of  empty  space,  let  me  ask’ you  whether  it  would 
not  be  more  fair  that  the  classification  should  be 
alteied,  so  as  to  enable  it  to  be  carried  by  mea- 
sure as  well  as  by  weight?- — If  the  rates  were 
lower  throughout  the  country,  we  should  not 
object.  The  classification  in  our  case  has  not 
been  altered  for  30  or  40  years ; the  value  of 
the  article  has  been  reduced  one-half;  we  say 
that  the  classification  should  be  lowered.  The 
tea  trade  has  increased  four  times.  I represent 
the  tea  trade  very  largely  in  this  institution. 
The  trade  in  cheese  has  quadrupled,  and  I do  not 
think  that  there  has  been  any  alteration  in  their 
classificaiion. 

Mr.  Puget. 

7578.  You  stated  that  in  the  great  majority  of 
cases  yoLi  found  the  railway  j)eople  only  too  ready 
to  agree  with  you,  and  come  to  terms? — In  the 
great  majority  of  cases. 

7579.  Do  not  you  think  that  perhaps  the  exist- 
ence of  the  Railway  Commission  might  have 
something  to  do  with  their  readiness  to  come  to 
terms? — 1 should  tliink  that  it  had  a great  deal  to 
do  with  it.  The  mutual  interest  ol  buyer  and 
seller  for  one  thing  has  a great  deal  to  do  with  it, 
but  of  course  there  is  a certain  dread  hanging 
over  them,  which  1 think  it  is  very  essential  should 
liang  over  all  monopolists. 

7580.  You  think  that  if  the  Railway  Commis- 
sioners had  somewhat  more  extensive  j)ower  the 
number  of  cases  in  dispute  referred  to  them 
might  be  somewhat  smaller  than  it  is  now  ? — I do 
not  think  the  number  would  be  increased  to  any 
great  extent;  1 have  no  fear  under  that  head. 

7581.  1 understood  you  to  complain  that  the 
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railways  have  a right  to  alter  their  rates  without 
any  notice  ? — I complain  of  that  very  much. 

7582.  You  see  no  reason  why  the  rates  should 
not  be  fixed  for  some  sort  of  definite  period  ? — 
Certainly. 

7583.  But  whilst  3mu  would  say  that  the  rail- 
way rate  should  be  fixed  for  a definite  period, 
would  you  ])reveut  a special  rate  being  made  at 
any  time? — I should  certainly  give  jiermission 
for  that  to  be  done. 

7584.  You  would  allow  the  elasticity  of  a 
special  rate  in  a special  case,  but  you  would  have, 
as  the  rule,  a regular  rate  for  a certain  period  ? — 
Yes ; I know  I can  travel  at  1 rf.  a mile,  because 
there  is  notice  to  that  eflect,  but  in  the  case  of 
goods  I have  no  knowledge  of  what  I shall  be 
chai'ged. 

7585.  You  gave  Sir  Edward  Watkin  an  in- 
stance in  which  railways  came  into  competition 
with  steamboats  ; is  it  your  opinion  that  a rail- 
way company  is  justified  in  taking  goods  at  a 
starvation  rate  ; that  is,  at  a loss  ? — I should  not 
like  to  say  no,  because  1 think  that  a trading 
community  is  justified  in  promoting  business,  but 
if  that  be  carried  on  to  any  very  great  extent,  those 
trades  that  have  their  goods  carried  at  starvation 
rates  have  to  be  recou2)ed  by  increased  chai’ges 
on  other  trades,  and  it  is  detrimental  to  that  par- 
ticular interest ; I certainly  could  not  say  that 
trade  should  not  be  promoted  as  much  where 
there  is  competition  as  Avhere  there  is  no  competi- 
tion, but  the  anomalies  at  present  existing  are 
too  extreme. 

7586.  But  Avould  not  the  eftect  be  this,  that  on 
certain  j^oi’tions  of  a railway  system  the  charge 
would  be  high,  in  order  to  make  up  for  the  star- 
vation prices  at  other  points  ? — It  is  so. 

7587.  Now,  with  regard  to  the  owners’  risk, 
do  I understand  ^mu  to  complain  that  the  owners’ 
risk  rates  do  not  always  bear  an  equal  proportion 
to  the  ordinary  rates.  The  owners’  risk  rate  is, 
I take  it,  a rate  of  a small  amount? — Yes,  but 
the  difference  of  the  rates  is  so  excessive  that  we 
are  compelled  to  take  the  owners’  risk  rate,  and 
then  we  are  subject  to  more  robberj-’  than  we 
should  be  if  we  did  not  take  it. 

7588.  Is  the  owners’  risk  rate  a standing  per- 
centage in  every  case  ? — No,  it  seems  to  me  to 
be  a variable  amount,  varying  from  25  to  50  2)er 
cent. 

7589.  What  is  the  reason  for  that? — I think 
the  rate  must  vary  according  to  the  nature  of 
the  business  and  the  value  of  the  goods  carried  ; 
it  must  always  be  variable,  but  by  jiast  ex- 
j)erience  that  could  be  easily  arrived  at ; in  a 
business  like  ours  tve  could  give  exactly  the 
amount  of  loss  over  10  years. 

7590.  Your  general  complaint  is  that  the 
owners’  risk  rate  is  too  high  ? — It  is  too  high. 

INIr.  Fell. 

7591.  Have  3’ou  found  the  railwa3'  companies 
charging  you  beyond  the  maximum  rate  allowed? 
— Not  in  our  business  ; our  business  is  conducted 
ujwn  a large  scale,  and  we  can  look  after  our- 
selves ; I have  had  complaints  brought  before  me 
in  the  chamber  that  I represent,  but  I could  not 
verify  them  ; it  would  be  a broad  statement. 

7592.  You  have  not  found  the  railway  com- 
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panics  charo-ing  above  the  maximum  rates? — I 
have  not. 

7593.  The  railway  companies,  you  have  said, 
can  alter  the  rates  without  notice,  or  rather  they 
give  you  the  wai  ning  that  they  reserve  the  power 
of  altering  the  rates  without  notice  ?— All  rail- 
ways do  that  when  they  give  you  a price. 

7594.  Have  you  ever  known  them  alter  the 
rates  without  giving  notice  ? — I do  not  think  so, 
but  1 should  n"ot  like  to  give  them  the  power  to 
do  it ; it  might  lead  to  a serious  disorganisation 
of  the  trade. 

7595.  With  your  long  experience  of  trade,  can 
you  give  the  Committee  any  instances  of  the 
ratesliaving  been  altered  to  the  disadvantage  of 
the  consignor  without  any  intimation  having  been 
o-lven?— 'No,  I think  that  any  alterations  have 
been  in  the  direction  to  which  we  are  looking, 
viz.,  reduction. 

7596.  Then,  practically,  you  have  nothing  to 
comjdaiii  of? — Personally,  as  a wine  merchant, 
I have  nothing  to  complain  of,  excepting  the 
anomalous  charges  for  varying  distances. 

7597.  Have  you  ever  sent  your  goods  over 
the  lines  at  the  company’s  risk,  or  have  you 
always  taken  the  risk  yourself? — We  pay  the 
railway  risk  rate  on  all  the  other  lines,  because 
their  charges  are  fair  and  reasonable,  excepting 
upon  the  Great  Eastern  Line,  and  there  we  take 
the  owners’  risk. 

7598.  Now  I want  to  know  this,  have  you 
been  in  the  habit  of  sending  some  of  your  goods 
insui’ed  at  one  period  and  uninsured  at  another  ? 
— That  is  so. 

7599.  Have  you  more  plundering  upon  the 
Great  Eastern  Railway  than  upon  the  other  lines  ? 
— We  have  more  pilferage  upon  that  service  than 
upon  alb  the  other  railways  put  together. 

7600.  But  you  would  not  deduce  from  that 
that  the  other  railways  are  more  careful,  would 
you  ? — No,  but  that  the  Great  Eastern  Company’s 
servants  have  a knowledge  of  our  sending  those 
goods  at  our  own  risk,  and  there  is  no  inquiry  to 
follow.  In  case  of  complaint,  the  stereotyped 
answer  is,  “ You  gave  us  a case  containing  2 cwt. ; 
we  acknowledge  that,  and  we  acknowledge  that 
we  have  only  delivered  1 cwt. ; there  has  been 
extracted  1 cwt.  ; we  have  nothing  to  say  further 
than  that  it  has  travelled  at  your  own  risk.” 

7601.  But  do  you  mean  to  tell  the  Committee 
that  when  you  deliver  the  goods  at  the  point  of 
reception,  you  do  not  weigh  them  ? — We  weigh 
and  they  weigh. 

7602.  And  you  send  a consignor’s  note,  do  you 
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not? — Yes,  the  company  acknowledge  every- 
thing ; they  acknowledge  the  receipt  of  the  2 cwt., 
and  they  acknowledge  the  delivery  of  only  1 cwt., 
and  that  the  other  cwt.  has  been  abstracted  in 
transit,  but  they  do  not  acknowledge  that  their 
servants  have  done  it ; it  must  be  at  our  proof 
that  they  have  done  it. 

7603.  Has  that  sort  of  case  ever  been  tested? 
— I have  tried  one  or  two  cases,  and  beaten  them 
on  one. 

7604.  I could  not  quite  ascertain  what  kind  of 
legislation  you  desired ; was  it  that  there  should 
be  some  arbitrary  power  outside  which  was  to  fix 
the  charges  that  the  companies  should  make  for 
the  conveyance  of  goods? — No  ; that  the  Rail- 
way Commissioners  should  approve. 

7605.  And  who  should  su^sjest? — The  rail- 
way  companies. 

7606.  The  railway  companies  should  suggest 
the  rates  at  which  they  will  carry  goods,  and 
then  it  should  be  left  to  the  Railway  Commissioners 
to  approve  of  them  ? — Yes. 

7607.  AYould  you  be  satisfied  with  that? — I 
think  that  if  the  Railway  Commissioners  said 
you  must  pay  2 Z.  a ton,  we  could  not  com- 
plain. 

7608.  W ould  you  not  lose  the  benefit  of  com- 
petition in  those  circumstances? — No,  I think 
w e should  retain  the  benefit  of  competition. 

7609.  I am  not  quite  clear  whether  you  want 
the  I’ates  fixed,  or  whether  you  wuint  notice  of 
the  change  of  the  rate  ? — I think  the  public 
should  have  notice  of  a change  of  rate. 

7610.  And  that  those  changes  should  not  be 
made  without  calling  in  the  Railway  Commis- 
sioners?— Without  giving  public  notice. 

Mr.  Morley. 

7611.  Your  statement  was  that  you  would 
be  glad  that  the  Railway  Commissioners’  Court 
should  be  open  to  the  public  in  the  event  of 
charges  being  made  or  rates  being  enforced  that 
were  unreasonable  ? — That  is  the  substance  of 
what  I desired  to  say. 

Mr.  Pell. 

7612.  Have  you  read  the  Irish  Land  Bill? — I 
have  taken  a great  deal  of  interest  in  it,  but  I 
have  not  been  able  to  master  it. 

7613.  You  know  that  it  is  supposed  to  be  the 
desire  of  the  Irish  nation  to  have  somebody  to 
fix  the  value  of  a commodity? — It  is  only  necessary 
when  a monopoly  exists ; that  is  the  gist  of  my 
argument. 
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Mr.  Frederick  Brittain,  called  in  ; and  Examined. 


Mr.  Monk. 

7614.  Are  you  President  of  the  Sheffield 
Chamber  of  Commerce  ? — 1 am. 

7615.  And  you  are  a manufacturer,  are  you 
not  ? — I am. 

7616.  What  are  you  a manufacturer  of? — Of 
steel  files,  saws,  and  tools. 

7617.  AVhat  are  the  principal  trades  of  Shef- 
field ? — Some  of  the  heaviest  ti’ades  are  steel 
rails,  armour  plates,  heavy  forgings,  and  heavy 
masses  of  iron. 

7618.  At  what  ports  do  you  ship  your  ooods 
from  Sheffield  ? — Principally  at  Hull,  Goole, 
Grimsby,  Liverpool,  and  London. 

7619.  Do  I understand  that  your  own  branch 
of  the  trade  at  Sheffield  is  light  compared  with 
the  steel  rail  trade  ? — My  own  branch  is  light 
compared  with  that. 

7620.  But  the  principal  trade  at  Sheffield  is 
the  steel  rail  trade  ? — The  trade  interested  more 
especially  in  railway  rates  is  the  steel  rail  and 
heavy  goods  trade. 

7621.  bias  the  trade  diminished  of  late  years  ? 
— The  trade  has  diminished  very  largely  the  last 
few  years.  Until  about  1872  the  steel  rail  trade 
increased  rapidly,  and  the  works  were  pretty  well 
employed,  until  about  1875.  About  that  time 
Messrs,  dohu  Brown  and  Company  ceased  to 
manufacture  steel  rails ; they  found  the  com])eti- 
tion  of  other  districts  too  strong  for  them.  There 
are  only  three  houses,  I think,  manufacturing 
steel  rails  at  the  jiresent  time  : a iburth  make  a 
few,  but  they  ai’c  nearly  out  of  the  trade;  while 
there  were  six  a few  years  ago. 

7622.  Have  you  made  a computation  of  the 
falling  off  of  the  trade  in  steel  rails  ? — Mr. 
George  AVilson,  of  the  firm  of  Cammell  and  Com- 
])any,  states  that  he  believes  that  if  the  de])res- 
sion  continues  there  will  be  a falling  oil'  of 
100, ()()()  tons  this  year,  compared  with  last  year'. 

7623.  Is  not  Mr.  AVilson  accidently  prevented 
from  coming  before  the  Committee? — Mr. AVilson 
had  pi  ci)arod  the  case  for  the  Sheffield  Chamber 
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of  Commerce  and  for  the  Sheffield  town  gene- 
rally, but  was  prevented  from  appearing  here, 
being  called  away  by  the  alarming  illness  of  his 
son  in  Switzerland. 

7624.  Have  you  any  statistics  which  you  Avish 
to  put  before  the  Committee  ? — I have  ; but  first 
I should  like  to  state  some  additional  facts  with 
regard  to  the  falling  off  of  the  trade. 

7625.  Is  the  decline  of  the  trade  in  any  way 
attributable  to  the  railv'ay  rates  ? — To  a con- 
siderable extent. 

Mr.  Barnes. 

7626.  You  divide  the  trade  into  two  branches, 
heavy  and  light? — Yes. 

7627.  AA’^ill  you  tell  the  Committee  which  of 
the  two  you  are  now  referring  to  ? — 1 am  re- 
ferring to  the  heavy  trade  ; it  ivill  be  better  for 
me  to  confine  iny  evidence  to  the  heavy  trade. 
I am  generally  acquainted  Avith  the  trade  of 
Sheffield,  although  my  OAvn  special  branch  is  not 
that  of  steel  rails. 

Mr.  Monk. 

7628.  You  Avere  going  to  state  to  Avhat  cause  the 
decline  in  the  heavy  trade  is  due,  in  your 
opinion  ? — I do  not  Avish  to  make  too  SAveeping 
an  assertion,  because  1 knoAv  there  are  many 
causes  Avhich  have  produced  this  result  ; but  un- 
(jucstiouably  the  heavy  rates  charged  on  the 
manufactured  article  to  the  port,  and  also  upon 
the  raAV  material  from  the  place  of  production, 
have  had  a great  deal  to  do  Aviih  ])roducing,  or 
rather  have  aggravated,  the  deju’ession. 

7629.  Will  you  state  Avhat  the  charge  per  ton 
per  mile  is  to  those  four  ])orts  you  have  already 
mentioned,  taking  them  in  order;  Hull,  Goole, 
Liverpool,  and  London? — I Avoidd  take  them  in 
this  Avay  : the  distance  from  Alaryport  to  Mas- 
borough,  Avhich  is  five  miles  from  Sheffield,  is 
174  miles,  the  rated’or  pig-iron  is  95.  10 rf.  a ton, 
that  is  6’7  i)cr  ton  i)er  mile;  the  rate  from  Mil- 
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loni,  a distance  of  130  miles,  is  7s.  lOrZ.,  or  7‘2 
per  ton  per  mile.  From  Ulverston,  a distance  of 
110  miles,  the  rate  is  7s.  10(7.,  or  8-5  per  ton  per 
mile  ; Barrow,  a distance  of  120  miles,  the  rate  is 
7 s.  10 d.,  or  7-8  jier  ton  per  mile  ^ and  from 
Carnforth,  a distance  of  97  miles,  the  rate  is 
6 s.  6(7.,  or  per  ton  ^ler  mile  7 9. 

Lord  Randolph  Churchill. 

7630.  What  are  those  rates  charged  on? — 
Upon  the  carriage  of  the  raw  material  from  the 
place  of  production  to  Sheffield.  I have  looked 
to  the  rates  paid  by  other  towns  for  the  carriage 
of  pig-iron  ; I will  not  state  the  distance^  because 
the  rate  per  ton  per  mile  will  suffice.  From 
Workington  to  Goole,  or  vice  versa,  from  Goole 
to  Workington,  the  rate  is  0-6  per  ton  ])er  mile. 
F'rom  iVliddlesburgh  to  Hull,  the  rate  is  0’63. 
From  Stockton  to  Hull,  the  rate  is  0‘66.  F’rom 
Glasgow  to  Hull,  the  rate  is  0'6. 

Mr.  Barnes. 

7631.  Are  those  the  rates  upon  hematite  that 
yon  have  been  giving? — No,  the  rates  on  pig- 
iron  coming  to  Sheffield,  so  much  per  ton  per 
mile.  I have  a table  hei’e  which  re]n’esents  the 
rate  for  finished  steel  rails  manufactured  from 
Sheffield  to  the  ports. 

Mr.  Monk. 

7632.  Is  not  there  a considerable  difference  in 
the  charges  from  Sheffield  to  those  ports,  and  from 
Middlesbrough  to  those  ports? — There  is  a serious 
difference. 

7633.  In  favour  of  which  ? — In  favour  of  Mid- 
dlesbrough. 

7634.  Will  you  state  to  the  Committee  what 
the  charges  are  ? — The  rate  from  Sheffield  to 
Hull  is  1'7  (7.  per  ton  per  mile;  the  rate  from 
Middlesbrough  is  0’95(7.  per  ton  per  mile. 

7635.  Will  you  give  Goole  in  the  same  way  ; 
is  the  rate  from  Sheffield  to  Goole  2'72(7.  ? — Yes. 

7636.  And  from  Middlesbrough  to  Goole 
1T5  d.  ?— 1-15  (7. 

7637.  F'rom  Sheffield  to  Liverpool  the  rate  is 
\'Ad.,  and  from  Middlesbrough  to  Liverpool 
0’9  d.  ? — Yes. 

7638.  Sheffield,  therefore,  pays  an  average 
1'73(7.,  or  nearly  1|(7.  per  ton  per  mile,  while 
IMiddlesbrough  only  pays  0‘93  d.  ? — Yes.  The 
steel  rails  sent  from  Sheffield  to  Hull,  Goole, 
Liverpool,  and  London,  pay  on  an  average  1 ’73  d. 
per  ton  per  mile,  while  the  rads  from  Middles- 
brough to  to  the  same  four  ports  pay  0’93  d.  per 
ton  per  mile  ; that  is  to  say,  Sheffield  pays  twice 
as  much  as  Middlesbrough. 

7639.  Have  you  any  other  mode  of  convey- 
ance to  the  sea? — There  was  a canal  to  Hull 
some  years  ago,  and  it  was  bought  by  the  rail- 
Avay  company,  and  now  we  have  not  the  compe- 
tition of  the  canal,  because  it  is  the  property  of 
the  railway  company. 

7640.  Can  you  not  convey  your  goods  at  a 
cheaper  rate  by  the  canal  than  by  the  rail  ? — We 
should  be  able  to  convey  goods  by  the  canal  If  it 
were  in  the  hands  of  private  individuals,  no 
doubt,  because  years  ago  when,  I believe,  the 
canal  still  belonged  to  the  railway  company  the 
rate  to  Hull  for  iron  by  the  canal  was  no  higher 
than  the  rate  now  is  by  railway  for  iron,  and 
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Hull  is  53J  miles  from  Sheffield,  and  Goole  only 
331,  so  that  if  we  had  a fair  average  rate  of  con- 
veyance to  Goole  on  the  mileage  basis  of  that 
paid  from  Middlesbrough  to  Hull  and  other 
places,  ive  should  have  a serious  reduction  in  the 
rate  from  Sheffield  to  the  sea. 

7641.  Is  it  the  fact  that  the  rates  paid  by 
goods  from  Sheffield  are,  in  many  cases,  twice  as 
high  as  those  jiaid  by  your  competitors? — That 
is  so,  and  that  has  this  effect,  that  as  the  places  of 
production  of  pig-iron  are  very  distant  from 
Sheffield,  and  the  rates  per  ton  per  mile  are  very 
high,  and  as  the  ports  are  not  very  near  the  town, 
and  the  I'ates  per  ton  per  mile  are  excessively 
high  for  the  finished  steel  rails,  we  are  trebly 
handicapped  ; we  do  not  ask  for  any  sympathy  on 
account  of  our  natural  disadvantage  of  geogra- 
pineal  position,  because  we  think  we  can  maintain 
our  position  if  we  have  only  equable  rates  from 
the  railway  companies  ; in  that  way  we  think  we 
can  maintain  our  position. 

7642.  What  object  can  the  railway  companies 
have  in  injuring  your  trade? — I cannot  say  what 
their  object  may  be  ; it  may  be,  that  they  think 
they  can  get  a larger  dividend ; I can  only  state 
the  facts,  without  going  into  the  motives. 

7643.  Is  the  foreign  competition  fostered  by 
the  lower  rates  which  are  charged  for  through 
traffic  trom  the  Continent? — I think  it  is  ex- 
ceedingly probable  that  the  high  rates  of  car- 
riage to  the  ports  have  had  something  to  do  with 
the  loss  of  some  of  the  English  trade  in  steel 
rails,  because  in  1870  our  export  of  railway  iron 
amounted  to  more  than  a million  tons;  in  1879 
it  amounted  to  463,000  tons,  which  shows  a fall- 
ing off  to  half,  whereas  in  the  same  time  many  of 
our  competing  nations  increased  very  rapidly 
indeed.  Of  coui’se  there  has  been  an  enormous 
development  of  steel  rails  and  other  articles  made 
of  steel,  and  that  may  be  attributed  to  the  fact 
that  we  2“*^  heavy  rates  ; perhaps  I may  jiut  it 
in  this  way  : I made  a calculation  of  the  rates  to 
Goole,  and  I find  that  the  rates  from  Sheffield  to 
Goole  are  exactly  the  same  as  those  charged  to 
Grimsby,  which  is  moi’e  than  twice  the  distance, 
and  the  same  as  those  charged  to  Hull,  which  is 
53^  miles  distant. 

7644.  Is  not  the  same  charge  made  to  Goole 
as  is  made  to  Hull  and  Grimsby  ? — Yes,  it  is 
Is.  6 (7.  per  ton,  so  that  leaves  in  the  case  of 
Goole  2*7  d.  per  ton  jier  mile,  which  is  an 
immense  rate  ; if  we  take  the  average  jiald  by 
other  towns  for  sending  rails  to  the  ^loi’ts,  we  find 
that  we  should  save,  jirovidlng  that  our  rate  were 
reduced  per  ton  jier  mile  to  that  average  rate, 
about  5 s.  i)er  ton  ujjon  steel  rails  sent  by  way  of 
Goole,  cind  we  should  also  save  in  bringing  in  our 
pig-iron  from  the  place  of  manufacture  about  2 s. 
or  3 s.  a ton,  and  yet  j)ay  nn  average  rate  which 
has  been  found  to  compensate  the  railway  com- 
jjanies,  so  that  there  would  be  altogether  a saving 
to  us  from  7 s.  to  8 s.  jiei’  ton,  which  in  very 
many  cases  indeed,  in  times  of  very  severe  com- 
petition, would  allow  us  to  take  heavy  contracts 
which  we  cannot  take  at  the  present  rate. 

7645.  Do  yon  know  what  the  cost  of  carriage 
of  steel  rails  is,  to  the  nearest  port  from  the 
works  in  South  Wales  ; what  is  the  difference  in 
favour  of  South  Wales  ; is  it  from  2 s.  to  3 s,  2)er 
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ton  ? — From  Dowlais  to  Cardift]  the  rate  is  3 s. 
per  ton. 

7 646.  Do  you  know  the  distance  ? — I do  uot 
know  the  distance. 

7647.  Whereas  you  are  paying  7 s.  6 c/.  per 
ton? — We  are  paying  7s.  6c/.  a ton  to  the  nearest 
port. 

7648.  And  the  rate  is  the  same  to  the  more 
distant  ports,  is  it  not? — Yes,  to  Grimsby  and  to 
Hull. 

7649.  From  Sheffield  to  Goole  the  distance  is 
33  miles,  and  from  Sheffield  to  Hull  53  miles? — 
That  is  so. 

Chairman. 

7650.  The  Committee  desire  to  know  the 
relative  distances,  as  everything  turns  upon  that? 
— I have  not  had  time  to  find  the  relative  dis- 
tances exactly. 

Mr.  Monk. 

7651.  Then  the  effect  of  these  very  high 
charges  has  been  really  disastrous  to  the  trade? — 
It  has.  During  the  last  few  years  the  population 
of  the  iron  districts  has  fallen  off  very  much 
indeed  ; we  have  had  rows  of  houses  empty,  and 
the  value  of  property  has  fallen  immensely.  In 
1871  we  had  2,500  empty  houses,  and  this  year 
5,200. 

7652.  Can  you  give  any  instances  in  which 
the  railway  companies  have  charged  more  than 
their  legal  maximum  rates  ? — Yes  ; I find  that 
the  charge  from  Sheffield  to  Goole,  which  is 
partly  u])on  the  old  South  Yorkshire  Railway, 
now  amalgamated  with  tlie  Manchester,  Sheffield, 
and  Lincolnshire  Railway,  is  Is.  6c/.  per  ton  for 
steel  rails,  and  the  distance  is  made  up  thus  : 
from  Sheffield  to  Mexborough  the  distance  is 
9^  miles,  from  Mexborough  to  Thorne  18^  miles, 
from  Thorne  to  Goole  is  5|  ; from  Mexborough 
to  Thorne  is  the  old  South  Yorkshire  Railway, 
the  rates  of  which  are  governed  by  the  27  & 28 
Yict.  c.  77,  authorising  a charge  of  \d.  jier  ton 
for  distances  over  15  miles,  and  l^c/.  for  distances 
under  15  miles  ; but  in  this  case  it  is  18^  miles. 

Mr.  Barnes. 

7653.  Does  the  charge  include  steam  power 
and  wassons  ? — Yes,  I believe  so.  The  rate 
upon  the  Manchester,  Sheffield,  and  Lincolnshire 
Railway,  authorised  by  the  Consolidation  Act, 
the  12  & 13  Viet.  c.  81,  is  Ifc/.  per  ton  per  mile, 
so  that  on  no  part  of  the  line  is  the  company 
entitled  to  charge  more  than  1|'/.,  and  upon  the 
greater  distance  not  more  than  \d.,  whereas  the 
actual  charge  is  2'72d.  from  Sheffield,  and  from 
Rotherham  3 d.  per  ton  per  mile. 

Mr.  Monk. 

7654.  Are  those  rates  or  tolls? — They  are 
rates. 

7655.  Are  those  the  rates  for  goods  to  be 
carried  in  the  companies  own  waggons? — Yes. 

7656.  Do  you  know  whether  that  includes 
collection  and  delivery? — It  does  not  include  any 
charge  for  loading  or  unloadincr. 

O C5  O 

Lord  Randolph  Churc.hill. 

7657.  The  Is.  6 c/.  does  not  include  any  charge 


Lord  Randolph  Churchill — continued, 
for  loading  or  unloading,  you  say? — To  Goole 
the  Is.  6c/.  is  the  charge  alongside  ship. 

7658.  But  does  it  include  the  loading  and  un- 
loading?— It  does  not  include  the  loading; 
whether  it  includes  unloading  or  not  I am  not 
able  to  say  ; the  people  who  send  the  steel  rails 
load  them  themselves. 

Chairman. 

7659.  When  you  say  alongside  ship,  would 
that  not  include  delivery  ? — It  is  almost  impos- 
sible for  me  to  answer  tliese  questions,  and  I 
believe  it  would  be  difficult  to  obtain  an  answer 
from  the  railway  company  about  it. 

7660.  But  is  there  a line  which  runs  from  the' 
station  to  the  wharf,  so  that  the  goods  are 
delivered  alongside  the  ship  ? — Yes  ; I asked  the 
question  from  Mr.  Wilson,  whether  the  rate  in- 
cluded the  loading,  and  he  said  they  loaded 
themselves. 

7661.  But  I am  asking  you  about  delivery  ? — 
Those  charges  do  not  include  delivery,  I should 
say,  because  the  company  do  uot  perform  the 
service. 

7662.  The  station  to  station  rate  is  a rate  from 
station  to  station  only  ? — But  this  is  uot  a station 
to  station  rate. 

7663.  As  I understand  you,  these  goods  are 
delivered  alongside  shiji  ? — Yes. 

7664.  Do  you  know  whether  the  station  is  part 
of  the  wharf,  or  if  there  is  any  distance  to  run 
from  the  station  to  the  ship  with  the  goods  ? — I 
cannot  say  that. 

Mr.  Monk. 

7665.  In  the  case  of  your  own  trade,  could 
you  state  whether  the  goods  are  delivered  c>r  not? 

_ — Delivery  is  included  in  the  rate  of  15  s.  a 
ton. 

7666.  But  that  is  under  a different  class? — ■ 
That  is  under  a different  class. 

Lord  Randolph  Churchill. 

7667.  Could  you  say  whether  there  are  any 
terminals  at  all  included  in  that  7 s.  6 c/.  ? — I can- 
not say. 

Chairman. 

7668.  This  Is.  Qd.  a ton  charge  includes 
delivery  at  the  ship’s  side? — Yes,  I believe  so. 

Lord  Randolph  Churchill. 

7669.  Are  there  any  terminal  services  per- 
formed for  the  7 s.  6 d.  ? — They  are  performed  if 
asked  for ; I believe  there  are  some  terminal 
services. 

Mr.  Mimk. 

7670.  Could  you  tell  the  Committee  why  the 
rate  to  Goole  is  so  heavy  ? — I cannot  account  for 
it ; I ship  goods  myself  through  Goole  to  Calais, 
through  Grimsby  to  Dieppe,  and  through  Hull 
to  Dunkirk.  The  distance  by  sea  is  about  the 
same  ; the  rate  from  Goole  to  Calais  is  only  9 s.  a 
ton  upon  the  goods  I send ; from  Hull  to  Dun- 
kirk, and  from  Grimsby  to  Dieppe  the  rate  is 
20  s.  I cannot  account  for  that  heavy  difference 
in  freight. 


7671.  You 
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Mr.  Bolton, 

7671.  You  spoke  of  some  of  the  charges  being 
in  excess  of  the  statutory  rates ; how  do  you 
make  that  out? — I said  that  the  Act  of  Parlia- 
ment to  which  I referred  authorised  a rate  of  1 d. 
per  ton  per  mile  to  Goole  for  a certain  distance, 
and  on  another  part  of  the  line,  the  Manchester, 
Sheffield,  and  Lincolnshh’e  Railway,  \\d.  per  ton 
per  mile.  I could  not  state  exactly  what  that 
includes,  but  the  companies  charges  amount  to 
2-72  6?.  per  ton  per  mile. 

7672.  You  cannot  state  the  terminals?— I can- 
not state  the  terminals. 

7673.  How  do  you  say  they  are  excessive  ?— 
Because  it  appears  to  me  that  even  if  the  ter- 
minals were  allowed  for  as  being  charged,  the 
rate  would  be  immense  in  proportion  to  what  it  is 
reasonable  to  charge  for  terminal  services.^ 

7674.  What  would  you  take  it,  that  it  was 
reasonable  to  charge  for  terminals? — In  this  case 
the  goods  are  taken  to  the  side  of  the  ship. 

Chairman. 

7675.  Mr.  Bolton  asked  ivhat  rate  you  take,  in 
your  opinion,  as  a reasonable  charge  lor  ter- 
minals ? — I cannot  give  an  answer  to  that  question 
that  would  be  at  all  valuable,  because  I am  not 
sufficiently  acquainted  with  the  subject. 

Mr.  Bolton. 

7676.  I think  those  ports  that  you  quoted, 
namely,  Goole,  Grimsby,  and  Hull,  are  all  in  the 
hands  of  the  Manchester,  Sheffield,  and  Lincoln- 
shire Railway  Company,  are  they  not  ? — I think 
so. 

7677.  Can  you  give  the  Committee  any  reason 
why  the  railway  company  should  charge  the  high 
rate  for  the  shorter  distance,  and  a low  rate  for 
the  longer  distance  ? — The  rate  is  the  same  per 
ton  upon  the  three  lines. 

7678.  Can  you  suggest  any  reason  why  the 
railway  company  should  prefer  to  carry  20  miles 
further  at  the  same  rate ; you  gave  the  Com- 
mittee an  identical  rate  from  Sheffield  to  Hull, 
Grimsby,  and  Goole,  the  one  being  20  miles 
further  than  the  other,  and  the  third  twice  the 
distance ; can  you  tell  us  why  the  company 
should  prefer  to  carry  the  longer  distance  for  the 
same  sum  ? — Because  I believe  the  Goole  line 
has  been  more  recently  opened,  and  there  have 
been  one  or  two  lines  of  steamers  there  in  the 
past  few  years,  and  I suppose  the  railway  com- 
panies have  not  liked  to  reduce  their  charge ; 
they  thought  that  if  they  could  induce  the  public 
to  pay  the  same  I’ate  as  for  twice  that  distance 
it  would  be  to  their  advantage  ; that  was  what  I 
thought  was  the  reason, 

7679.  Is  it  needless  to  ask  you  anything  about 
the  excessive  rates,  as  you  cannot  give  us  the 
details  ?—  I cannot  distinguish  the  terminals  from 
the  rate. 

7680.  Therefore,  upon  that  point,  your  evidence 
will  be  worth  little  ? — I cannot  distinguish  the 
terminals  ; I can  only  state  the  facts  with  refer- 
ence to  what  are  the  rates  charged,  and  not  what 
they  should  be,  or  what  they  consist  of. 

1681.  Do  you  think  that  there  is  anything  in 
the  position  oi  Sheffield  to  which  is  due  the 
falling  off  in  the  trade,  rather  than  to  the  railway 
rates,  and  is  it  not  also  the  fact  that  you  have 
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had  a great  deal  of  trouble  witli  the  workmen  in 
Sheffield? — There  is  no  doubt  that  a good  many 
facts  have  tended  to  produce  depression  in  Shef- 
field, and  perhaps  to  a very  much  larger  degree 
than  the  railway  charges. 

7682.  You  spoke  of  the  canal  competition  in 
former  days ; is  the  rate  now  higher  or  lower 
than  it  was? — •!  think  the  rate  is  a little  hisrher 

o 

now. 

7683.  But  you  do  not  see  any  reason,  do  jmu, 
why  if  tlie  canal  is  independent,  it  should  not 
combine  with  the  railway  now  ? — I certainly  see 
nothing  to  pi-eventit  combining  with  the  railway, 
but  my  evidence  was  to  this  point,  that  if  rail- 
ways were  annihilated,  and  we  were  allowed  to 
construct  acanal,  and  could  pay  a fair  per-centage 
upon  that  outlay,  Ave  could  carry  our  goods  to 
Goole  at  considerably  less  than  half  what  we 
pay  now. 

Mr.  Barnes. 

7684.  Sheffield  of  course  was  the  mother  of 
the  steel  trade  in  every  shape  and  way  ? — I 
believe  so. 

7685.  Both  in  the  shape  of  rails  and  in  melt- 
ings?— Yes,  I believe  so. 

7686.  You  stated  that  since  1875  there  had 
been  a falling  off"  of  about  half  of  the  total  manu- 
facture in  Sheffield,  I think? — Between  1880  and 
this  year  the  computation  is,  that  at  the  present 
rate  of  reduction  there  ivill  be  in  1881  100,000 
tons  of  steel  rails  jiroduced  less  than  in  1880. 

7687.  You  do  not  ascribe  that  entirely,  do  you, 
to  the  peculiar  position  Sheffield  is  in ; have  the 
times  had  nothing  to  do  with  that? — In  1872  or 
1873  I think  the  price  of  steel  rails  was  about 
16  /.  a ton,  Avhile  two  years  ago  it  was  only 
4 Z.  10  5.  a ton  ; sc  that  upon  that  sum  of  4 Z.  10  s. 
there  is  a difference  of  7 s.  or  8 s.  in  favour  of  our 
competitors  ; which  is  a very  serious  proportion. 
There  can  be  no  doubt  that  the  excessive 
charge  upon  the  pig-iron  from  the  port  to  Sheffield 
and  upon  the  manufactured  article,  from  Sheffield 
to  the  port,  would  have  made  a very  large 
difference  in  our  trade. 

7688.  Still  the  stagnation  of  trade  generallv 
must  have  had  some  effect  upon  your  trade  ? — 
No  doubt  it  contributes  to  it,  perhaps  to  a com- 
paratively small  extent. 

7689.  Sheffield,  as  far  as  coal  is  concerned,  lies 
as  well  as  any  place  ; as  Avell  or  better  than 
Barrow,  and  as  ivell  off  as  South  Wales? — That 
is  so. 

7690.  But  not  as  far  as  the  hematite,  or  the 
ironstone,  is  concerned? — No. 

7691.  Is  Sheffield  as  well  off  as  those  places  as 
far  as  regards  the  purchase  of  pigs? — No,  the 
pigs  have  to  come  from  a longer  distance,  and  that 
disadvantage  is  very  much  aggravated  by  the  fact 
that  the  rate  per  ton  per  mile  is  higher  to  us, 
than  to  those  that  are  nearer  to  the  pig-iron  district, 
but  even  if  Ave  Avere  not  in  a disadvantageous 
situation  Ave  should  be  very  heavily  handicapped 
by  the  rates. 

7692.  Then  South  Wales,  Middlesbrough,  and 
Barrow  have  the  great  advantage  that  their 
goods  can  go  by  sea  as  Avell  as  by  rail  ? — That 
is  so. 

7693.  That  necessarily  has  an  effect  upon  their 
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rates  ? — Yes,  but  the  rates  to  the  same  places 
upon  the  coast,  viz.,  to  Hull  and  Goole,  are  very 
much  lower  to  them  than  they  are  to  Sheffield, 
so  that  we  are  in  this  position,  that  we  have  access 
to  an  estuary  34  miles  away,  hut  Ave  have  not 
access  to  the  ports  Avhich  have  access  to  the  pro- 
ducing parts  of  the  North,  whereas,  they  have 
access  to  our  producing  districts  at  very  low 
rates,  so  they  have  a very  great  advantage  over 
us  in  that  respect.  From  Glasgow  to  Hull  the 
rate  is  only  ’75  per  ton  per  mile,  whereas  to 
Sheffield  it  is  1‘7  ; that  is  more  than  twice  as 
much,  and  from  Stockton  to  Hull  the  rate  is  '73, 
which  is  considerably  under  half  our  rate. 

7694.  Your  contention  is  that  if  you  were 
fairly  treated  by  the  railway,  although  you  have 
disadvantages  from  your  position  you  still  would 
be  able  to  hold  yonr  own  in  the  trade  ‘i — Yes, 
decidedly. 

7695.  Would  you  be  able  to  hold  your  own 
against  BarroAv? — Yes,  against  Barrow,  and 
against  any  producing  centre  in  the  kingdom,  or 
in  the  ivorld,  in  fact.  If  the  rate  to  Goole  for 
the  distance  of  33  miles  Avere  charged  a fair 
av'erage  rate  U2)on  our  productions,  and  if  Ave 
only  had  to  pay  a fair  average  rate  from  the 
place  where  the  pig  is  produced  to  Sheffield,  Ave 
should  have  a fair  price  for  our  things  in  a foreign 
country,  and  Ave  should  be  able  to  do  a much 
larger  trade. 

Mr.  Nicholson. 

7696.  The  canal  from  Sheffield  to  Hull  runs 
into  the  Trent  at  StockAvith,  does  it  not  ? — I 
am  not  exactly  acquainted  Avith  that. 

7697.  Is  that  canal  used  at  all  for  the  carriage 
of  goods  noAV  ? — I do  not  think  it  is  to  any  great 
extent. 

7698.  The  rails  Avoidd  be  put  on  the  trucks  at 
the  OAvner’s  sidings,  Avould  they  not  ? — That  is 
so. 

7699.  And  I suppose  the  siding  that  runs  into 
the  works  is  their  own  property? — Yes. 

7700.  What  railway  adjoins  Messrs.  Cammell’s 
Avorks  ? — The  Midland  liaihvay. 

7701.  And  then  they  have  to  pass  over  the 
Midland  to  get  to  the  Slanchester,  Sheffield,  and 
Lincolnshire  Railway,  or  the  North  Eastern, 
Avhichever  raihvay  they  use  ? — I am  not  sure  of 
the  route  they  take. 

7702.  Has  any  application  been  made  to  the 
Raihvay  Commissioners  by  your  Sheffield  Cham- 
ber of  Commerce? — Not  to  my  knoAvledge. 

7703.  Have  your  Chamber  of  Commerce  ever 
applied  to  the  raihvay  companies  at  all  ? — Not  as 
a Chamber  of  Commerce,  hut  those  interested  in 
the  steel  rail  trade  have  seen  some  of  the  direc- 
tors of  the  raihvay  companies. 

7704.  Would  it  be  an  advantage  to  the 
Chamber  of  Commerce  to  have  ])OAvcr  to  apply 
to  the  Raihvay  Commissioners  ? — I think  it 
Avould  be  a great  advantage  if  the  poAvers  of  the 
Raihvay  Commissioners  Avere  extended,  so  that 
they  could  deal  more  Avith  the  cases  that  arise 
currently ; it  might  be  of  advantage  as  things 
stand  noAV,  but  if  the  Raihvay  Commissioners 
got  extended  poAvers  and  the  process  Avere  econo- 
mical ami  rapid,  very  likely  it  Avould  confer  great 
advantage  upon  the  trading  interest. 


Mr.  Nicholson — continued. 

7705.  Are  you  aAvare  that  any  private  manu- 
facturer has  full  power  to  apply  to  the  Raihvay 
Commissioners  himself  without  the  intervention 
of  any  counsel? — If  1 may  reply  to  the  question 
indirectly,  I believe  the  cost  and  the  trouble 
deter  manufacturers  from  appealing  to  the  Rail- 
Avay  Commissioners.  And  there  is  another  rea- 
son Avhy  they  cannot  do  so ; the  manufacturers  of 
steel  rails,  and  tools,  and  files,  and  other  things 
supply  the  raihvay  companies,  and  they  are 
deterred  by  the  consideration  that  they  may  make 
martyrs  of  themselves,  and  sacrifice  their  OAvn 
private  trades  for  the  benefit  of  the  community, 
Avho  may  be  afterwards  rather  ungrateful  to 
them. 

7706.  I su{)pose  a Chamber  of  Commerce 
Avould  have  no  such  fear  if  they  could  ajiply  to 
the  Raihvay  Commissioners  upon  the  part  of 
manufacturers?  — But  I believe,  unfortunately. 
Chambers  of  Commerce  are  not  very  Avealthy 
bodies  ; they  have  no  funds  to  spare  in  that  Avay. 
Not  only  would  their  constitution  have  to  be 
altered  to  make  it  available,  but  the  process  of 
application  to  the  Raihvay  Commissioners  Avould 
have  to  be  much  altered  also. 

7707.  But  seeing  how  Avealthy  a place  Shef- 
field is,  do  not  you  think  that  these  subscriptions 
could  be  much  increased,  so  as  to  enable  a 
Chamber  of  Commerce  to  apply  in  such  cases  if 
it  Avere  thought  desirable  ? — That  is  a case  in 
Avhich  my  opinion  is  of  no  value. 

7708.  Would  you  suggest  any  Avay  in  Avhich 
the  poAvers  of  the  Commissioners  might  be  en- 
larged?— I think  the  RaihA^ay  Commissioners 
might  perhaps  Avith  advantage  to  the  country, 
have  power  to  deal  Avith  unequal  rates,  proA’ided 
that  proper  evidence  could  be  giA’en  to  them  that 
those  rates  exceeded  considerably  the  average 
paid  by  other  districts  exactly  under  the  same 
conditions. 

Mr.  Cross. 

7709.  I think  you  stated  that  the  cost  of  rail- 
Avay  carriage  materialiy  enhanced  the  price  of 
your  steel  mils  Avhen  they  arrived  at  the  port  of 
shipment  ? — It  does  so. 

7710.  Have  you  tokl  the  Committee  how  much 
that  excessive  carriage  adds  to  the  cost  of  your 
rails  ? — I think  I did  tell  the  Committee  that 
the  carriage  to  the  ])ort  above  the  average  paid 
by  other  districts,  is  about  5 s.  per  ton,  and  the 
difference  in  the  carriage  of  the  pig-iron  from 
the  producing  district  to  Sheffield  is  about  2 s.  or 
3s.  ; that  is  not  an  exaggeration;  it  is  rather  an 
under  statement ; it  Avould  be  7 s.  or  8 s.  a ton 
less,  taking  it  in  and  out,  if  the  Sheffield  rates 
Avere  about  the  aA’erage.  I haA’e  taken  as  a basis 
something  like  three  farthings  a ton  a mile,  but 
evidence  has  been  given  that  one-halfpenny  Avould 
be  sufficient. 

7711.  Then  your  com]dalnt  is  that  Sheffield  is 
handica])|)ed  to  the  extent  of  about  7 s.  to  8 s.  a 
ton  ? — Yes. 

Lord  Bandolph  Churchill. 

7712.  You  stated  that  in  1870  and  afterAA'ards, 
Sheffield  Avas  doing  a brisk  trade  ? — Yes. 

7713.  Can  you  say  Avhether  the  raihvay  rates 
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increased  in  1872  ? — I cannot  say  that  with  re- 
gard to  steel  rads. 

7714.  Is  it  not  a very  important  consideration 
to  know  whethe  the  rates  have  decreased  or  in- 
creased?— Decidedly  it  is,  but  I had  not  the 
time  to  prepare  that  evidence. 

7715.  Have  the  rates  decreased;  are  they 
lower  now  than  what  you  paid  10  years  ago  ^ — 
I cannot  sav  that.  I am  not  a manufacturer  of 
steel  rails. 

7716.  Then  in  1875  the  steel  rail  trade  de- 
clined, did  it  not  ? — Yes,  from  that  time  it  has 
declined  very  eonsiderably. 

7717.  Has  the  invention  of  the  Bessemer  pro- 
cess of  making  steel  proved  unfavourable  to 
Sheffield  ? — It  has  developed  an  immense  com- 
petition in  foreign  countries ; there  has  been  an 
immense  increase  in  the  produetion  of  Bessemer 
steel  in  other  countries. 

7718.  So  that  it  is  more  than  ever  important 
that  you  should  be  placed  upon  a fair  footing 
with  regard  to  railway  rates  in  consequence  of 
the  discovery  of  the  Bessemer  process,  enabling 
as  it  does  foreign  countries  to  make  steel  almost 
as  easily  as  ourselves  ? — Yes  ; and  I would  add 
that  the  railways  in  England  have  been  already 
completed,  and  we  must  therefore  look  to  foreign 
countries  for  the  trade  in  steel  rails ; there  can- 
not be  many  sold  in  England  in  future  in  propor- 
tion. 

7719.  AVhere  are  your  principal  competitors  in 
steel  making  in  England? — South  Wales. 

7720.  At  Dowlais? — Yes,  there  are  several 
places  in  South  Wales ; I believe  the  increase 
has  been  greater  there ; I have  figures  here 
showing  what  the  increase  has  been. 

7721.  Do  they  make  steel  at  Middlesboro’  ? — 
Yes,  Middlesboro’  and  the  South  Wales  district 
have  risen  more  rapidly  than  any  other  districts. 
Then  with  regard  to  the  manufacture  of  steel 
made  by  the  “open  hearth”  process,  in  1872 
Sheffield  manufactured  50  per  cent,  of  the  whole 
make,  whereas  in  1879  the  Sheffield  manufacture 
had  fallen  to  15  per  cent,  on  the  whole  make.  In 
regard  to  Bessemer  steel  rails,  Sheffield  has  found 
the  competition  of  Middlesboro’  and  South  Wales 
exceedingly  severe ; their  trade  has  increased 
wonderfully. 

7722.  I suppose  those  high  rates  to  the  port, 
of  which  you  complain,  interfere  very  much  with 
your  being  able  to  tender  with  regard  to  foreign 
contracts  ? — Decidedly  so. 

7723.  Have  you  many  instances  of  your  being 
unable  at  Sheffield  to  accept  large  contracts  in 
consequence  of  these  high  rates  ? — I can  only 
give  hearsay  evidence  upon  that  point.  I cannot 
give  individual  cases,  but  I believe  many  con- 
tracts have  been  lost  through  foreign  competition, 
partly  produced  by  the  high  rates. 

7724.  XoAv  about  the  canal ; where  did  that 
canal  go  that  you  have  talked  about  ? — To 
Hull. 

7725.  Do  you  recollect  the  canal  when  it  was 
in  private  hands? — I do  not. 

7726.  Was  it  ever  in  private  hands? — Yes,  it 
t»elonged  to  the  River  Don  Company. 

7727.  Do  you  know  anything  about  the  rates 
charged  upon  the  canal  for  the  conveyance  of 
heavy  forgings,  before  it  fell  into  the  hands  of 
the  railwav  companv  ? — I do  not 
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7728.  Do  you  know  what  they  are  now? — The 
rates  by  the  canal  are  the  same  as  by  the 
railway. 

7729.  AVho  uses  the  canal  ? — It  belongs  to  the 
Manchester,  Sheffield,  and  Lincolnshire  Company, 
and  I presume  they  use  it  themselves,  but  I am 
not  acquainted  with  the  matter  personally. 

Mr.  Bolton. 

7730.  Do  the  railway  companies  fix  the  rates 
upon  the  canals  at  all  ? — 1 cannot  say  how  that 
may  be. 

Lord  Randolph  Churchill. 

7731.  Do  you  say  the  canal  belongs  to  the 
railway  company? — I believe  it  does. 

Mr.  Bolton. 

7732.  I understand  that  the  railway  company 
are  mere  toll-takers ; taking  tolls  for  the  boat  and 
not  tolls  for  the  ton? — I cannot  give  definite 
evidence  upon  that  point. 

Lord  Randolph  Churchill. 

7733.  I suppose  this  question  of  railway  rates 
affects  the  working  population  of  Sheffield  very 
largely  ? — Very  largely,  more  than  the  manu- 
facturers. Some  few  years  ago  we  had  great 
distress  in  Sheffield  which  excited  the  sympathy 
of  the  Avhole  country  ; there  were  thousands  of 
people  out  of  work  ; in  the  iron  districts  nearly 
half  the  houses  w'ere  empty- 

7734.  Did  the  raihvay  companies  give  you  aiiy 
assistance  towards  relieving  the  disti'ess  in  Shef- 
field?— I never  heard  of  it.  I am  not  aware 
of  it. 

7735.  Is  the  result  of  that  depression  that  you 
are  not  able  to  keep  uj)  the  same  amount  of  work 
in  Sheffield  ? — The  trade  has  been  rather  better 
during  the  last  12  months,  but  it  is  not  really 
brisk  yet. 

7736.  With  reference  to  this  7 s.  6 d.  rate  that 
you  complain  of  so  much,  have  you  ever  applied 
to  the  railway  comj)any  to  distinguish  between 
the  station  rate  and  the  terminal  charges  ? — I be- 
lieve not. 

7737.  Does  not  it  strike  you  as  very  extra- 
ordinary to  come  here  with  a great  complaint  of 
a charge  w'hlch  has  been  ruining  Sheffield,  you 
say,  and  yet  although  you  had  the  remedy  open  to 
compel  the  railway  companies  to  tell  you  what 
they  Avere  charging  for  one  service  and  Avhat  for 
another,  you  have  not  taken  that  step  ? — I think 
it  is  very  extraordinary  that  the  manufacturers 
have  not  taken  steps  to  obtain  justice. 

7738.  I Avant  to  knoAv,  therefore,  if  it  is  really 
such  a vexy  great  grievance  ? — As  I said  before 
any  manufacturer  bringlixg  uj)  a case  of  this  sort 
AA'ould  very  likely  lose  a great  part  of  his  ti’ade. 

7739.  But  how  Avould  he  lose  his  trade;  he 
Avould  only  have  to  ask  the  question  of  the  rail- 
Avay  company.  How  much  ai'e  you  charging  me 
for  carriage  and  Ixoav  much  for  x’ate  ? — I cannot 
say  Avhether  or  not  the  steel  manufacturers  are 
aware  of  the  state  of  the  laAv. 

7740.  Now  you  sa}'  the  carriage  to  Goole  is 
the  same  as  the  carriage  to  Grimsby  ? — Yes. 

7741.  Do  you  account  for  that  by  the  fact  that 
the  Manchester’,  Sheffield,  and  Lincolnshire 
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Company  have  expended  very  large  sums  on 
docks,  at  Grimsby? — No  doubt  it  might  be  that 
the  railway  company  desired  to  promote  the  trade 
of  Grimsby  in  someway,  and  have  some  arrange- 
ment to  charge  a very  low  rate,  but  1 have  no 
evidence  to  adduce  upon  that  point. 

7742.  Then  1 may  take  it  as  your  opinion  that 
if  the  rate  to  Grimsby  is  a fair  rate,  the  rate  to 
Goole  must  be  an  unfair  rate,  because  the  distance 
in  one  case  is  more  than  twice  what  it  is  in  the 
other? — Yes,  that  is  so. 

7743.  So  you  think  the  company  are  giving- 
greater  advantage  to  Grimsby  because  they  have 
constructed  large  docks  there  ? — I do  not  know 
that  at  all ; I know'  they  have  constructed  docks 
there,  but  I could  not  ofi'er  an  opinion  upon  the 
subject. 

7744.  Have  the  company  constructed  any 
docks  at  Goole? — I believe  not  to  the  same  ex- 
tent. 

7745.  Have  they  constructed  any?- — I am  not 
aware. 

7746.  If  it  is  the  case  that  the  company  have 
constructed  docks  at  Grimsby,  and  have  not  con- 
structed docks  at  Goole,  and  you  find  that  there 
is  a fair  rate  to  Grimsby  and  an  unfair  rate  to 
Goole,  would  you  not  tliink  that  if  that  be  so  it 
is  because  the  company  is  making  its  rates  to  suit 
the  particular  town  where  they  have  laid  out 
their  money  ? — That  is  a fair  assumption,  but 
there  may  be  other  causes. 

7747.  What  could  the  other  causes  be;  is  there 
anything  particular  in  Grimsby  wLich  should 
ma^e  the  company  give  Grimsby  the  preference 
if  they  had  not  laid  out  money  there  ? — I should 
say  that  very  likely  the  priority  of  date  would 
decitle  the  rate.  I cannot  exactly  say  the  date 
when  the  rate  to  Goole  was  made,  -uTat  it  is,  but 
before  the  amalgamation  of  the  South  Yorkshire 
Raihvay,  when  they  got  hold  of  the  South  York- 
-hire  Railway,  and  found  they  got  to  Goole  in 
33^  miles,  that  may  be  the  reason  why  they 
charged  that  rate  of  Is.  Qd.  per  ton  to  Goole 
without  reference  to  distance  ; I thought  that 
would  be  the  reason,  and  I did  not  think  about 
the  docks  at  all. 

7748.  That  would  be  a clear  injustice  on  the 
part  of  the  company,  w'oukl  it  not? — it  would. 

7749.  You  stated  that,  in  your  opinion,  the 
Railway  Commissioners  ought  to  have  pow'cr  to 
deal  with  unequal  rates,  did  you  not? — Yes,  1 
did. 

7750.  Would  you  kindly  tell  the  Committee 
what  standard  of  equality  the  Raihvay  Commis- 
sioners should  go  by  ; take  Goole  and  G rimsby, 
there  you  have  unequal  distances  but  equal 
rates  ; wdiat  should  the  Railway  Commissioners 
do  ; should  they  lower  the  Goole  rate  or  raise  the 
Grimsby  rate  ? — I think  if  they  had  evidence 
’hat  the  7 s.  6d.  rate  to  Gi’imsby  had  been  unre- 
munerative  it  w’ould  be  only  fair  to  empower  the 
companies  to  refuse  to  run  at  that  rate  unless  the 
circumstances  of  the  line  justified  it  in  other 
respects. 

7751.  Would  you  further  recommend  that  the 
Railway  Commissioners  should  require  that  if 
that  were  considered  a fair  rate  the  rates  upon 
the  rest  of  the  line  should  be  reduced  to  that? — 
I do  not  think  you  cotdd  draw  a hard-and-fast 


Lord  Randolph  C/(«rc4i7/ — continued, 
line,  but  should  allow  the  Commissioners  them- 
selves to  decide  within  certain  limits  what  is  a 
fair  rale,  under  the  circumstances. 

Mr.  .]Jonk. 

7752.  I understand  you  to  say  that  y('u  are 
not  in  favour  of  absolutely  equal  mileage  rates, 
but  that  where  railways  have  cost  an  equal  sum 
per  mile  for  construction  there,  equal  rate  should 
pe  charged  ? — That  is  my  opinion. 

Chairman. 

7753.  We  quite  understand  that;  but  now  I 
want  to  put  this  to  you  : these  railway  companies 
have  received  a guarantee  under  Act  of  Parlia- 
ment enabling  them  to  charge  some  maximum 
rate  ; is  not  that  so? — Yes. 

7754.  Then,  would  you  advocate  this,  that 
because  for  certain  purposes  I have  carried  at  a 
certain  rate  lo  Grimsby  or  any  other  port  on  that 
side  you  would  come  to  the  Railway  Commis- 
sioners as  a judicial  body  and  give  them  power  to 
modify  the  conditions  upon  which  the  railway 
was  constructed,  and  say  you  shall  not  charge 
your  maximum  rate  upon  the  Goole  line? — 1 
think,  in  many  cases,  the  maximum  rate  is  too 
high.^ 

7755.  I only  submit  to  you  that  if  the  maxi- 
mum rate  is  too  high  a rate,  the  way  to  deal  with 
it  would  be  to  lower  the  maximum  rate  when 
next  the  company  comes  for  Pai-liamentary 
powers? — Yes,  decidedly. 

7756.  But  does  not  it  seem  a very  high-handed 
proceeding  that  Parliament  or  anyone  should  say, 
because  you,  upon  a certain  portion  of  your  line, 
are  content  to  carry  at  a certain  rate,  therefore 
we  will  abrogate  the  compact  under  which  you 
made  your  line  ? — There  are  lines  upon  which 
the  present  rates  will  do,  and  are  doing,  immense 
damage  to  the  country  generally ; therefore, 
although  it  may  be  a high-handed  proceeding  to 
say  to  the  railway  companies,  you  shall  bring 
your  rates  more  or  less  to  an  equal  ratio ; still 
I think  the  public  benefit  would  go  far  to 
justify  it- 

7757.  But  is  not  there  a iireat  difference 
between  making  a new  com])act  Avith  the  railway 
company,  and  saying,  if  we  give  you  these  powers 
you  must  do  a certain  thing ; and  comj)elling 
them,  without  any  agreement,  to  lower  the  maxi- 
mum rate  ? — Tcs,  but  if,  from  long  ex])erience, 
it  has  been  found  that  the  maximum  rates  are  too 
high  and  are  injuring  the  trade  of  the  country, 
although  they  are  well  within  the  powers  of  the 
company  to  imjiose,  I think  they  should  be  com- 
pulsorily lowered.  In  this  case  of  Grimsby  and 
Goole,  for  examj)le,  there  ought  to  be  no  diffi- 
culty in  saying  that  the  district  should  have  some 
approach  to  justice  without  doing  the  raihvay 
companies  any  injustice. 

7758.  What  do  you  call  a fair  and  remunera- 
tive rate? — I take  the  average  of  the  railway 
companies  and  add  up  the  figures  and  see  what 
most  of  them  charge.  AVhen  I find  that  we 
ai’e  paying  quite  three  times  as  much  then 
1 think  that  is  not  a fair  remunerative  rate. 

7759.  You  Avould  not  give  the  conqianies  the 
option  of  levelling  up,  but  would  insist  upon  their 

levelling 
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levelling  clown;  supposing  the  Railway  Commis- 
sion came  forward  and  said  to  the  railway  com- 
panies, now,  upon  these  two  parts  of  the  system 
you  must  have  e(]^ual  rates,  and  they  raised  the 
other  portion  instead  of  lowering  your  portion; 
would  you  agree  to  that? — I would  say  that  if 
the  rates  had  been  so  reduced  by  excessive  com- 
petition as  not  to  be  remunerative  to  the  railway 
companies,  they  should  be  allowed  to  level  up. 

7760.  Do  you  think  they  would  do  so? — The  two 
must  go  together  ; if  competition  has  reduced  the 
rates  to  a point  below  that  at  ivliich  railway  com- 
panies can  live,  and  in  other  cases  has  raised 
them  to  a point  at  which  manufacturers  cannot 
live,  I would  have  them  meet  half-way,  and  level 
up  and  level  down,  and  so  bring  them  to  a 
reasonable  rate  all  round. 

7761.  Taking  this  question  of  Middlesbro’  and 
Hull;  if  under  the  Act  of  the  Legislature  the 
railway  comjiany  were  compelled  to  run  at  an 
equal  mileage  rate,  the  only  result  would  then 
be  that  there  would  be  no  trade  between  Middles- 
bro’ and  Hull  by  railway,  it  would  all  go  by 
boat? — I am  not  in  favour,  as  I stated,  of  an 
equal  mileage  rate,  because  pai’t  of  the  line  was 
constructed  at  a very  expensive  rate,  and  it 
would  not  be  fair  to  make  the  railway  company 
carry  at  the  same  rate  as  if  it  had  been  con- 
structed in  a flat  country. 

Lord  Randolph  Churchill. 

7762.  Do  you  know  what  the  charge  for  steel 
rails,  or  for  manufactured  steel,  is  from  Sheffield 
to  London  ? — Yes. 

7763.  How  much  is  that  ? — The  rate  for  steel 
rails,  free  on  board,  is  14  s.  9 d. 

Mr.  Bolton. 

7764.  How  many  miles  is  that?  — One  hundred 
and  fifty  seven  miles. 

Lord  Randolph  Churchill. 

7765.  I see  a statement  in  the  “Ironmonger,” 
that  from  Sheffield  to  London  the  rate  is  25  s.  ? 
— But  that  is  not  for  steel  rails. 

7766.  But  I am  asking  you  for  the  rate  on 
manufactured  steel  ? — I believe  the  rate  is  25  s. 

7767.  What  do  the  companies  charge  to  Wool- 
wich, which  is  eight  miles  further? — I do  not 
know. 

7768.  Do  they  Increase  the  charge  to 
21.  2 s.  Q d.  ? — I do  not  know. 

Mr.  Callan. 

7769.  I think  you  gave  evidence  that  the 
trade  of  Sheffield  and  the  district  is  in  a very 
depressed  condition  ? — It  was  one  or  two  years 
ago  ; it  is  depressed  now,  but  not  so  seriously  de- 
pressed as  it  was  one  or  two  years  ago. 

7770.  Then  you  attribute  that  in  a large 
degree  to  the  excessive  railway  charges  ? — To  a 
certain  degree. 

7771.  And  you  say  that  tbe  trade  of  Sheffield 
is  still  in  a very  depressed  condition? — It  is. 

7772.  Just  listen  to  this  ; I am  reading  now 
from  a commercial  report  made  this  morning  by 
a commercial  writer  in  the  “ Daily  News  ; ” it  is 
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dated  28th  May,  and  tbe  Avriter  states  : “ Con- 
tinued activity  prevails  in  the  heavier  branches, 
and  not  only  are  the  armour  plate  mills  in  full 
operation,  but  ordinary  ship  plates  are  being 
produced  in  large  quantities.  Makers  of  rails, 
axles,  and  tyres  are  doing  an  extensive  business, 
but  at  very  low  prices.  For  steel  rails  the  profits 
are  only  lean,  however,  and  BroAvn,  Bayley,  and 
Dixon  (Limited),  a well-known  company  here, 
about  to  be  reconstructed  with  an  additional 
capital  of  56,000/.,  have  decided  not  to  run  their 
rail  mills  again.  Large  orders  are  in  hand  for 
Bessemer  ingots  for  various  purposes,  and  the 

steel  manufacturers  are  busier 

The  saw  trade  is  not  brisk,  but  on  the  Avhole 
a fair  business  is  being  done.  From  Australia 
and  the  Cape  have  recently  come  very  good 
orders  for  edge  tools  and  other  hardware 
goods,  and  a rather  brisk  trade  is  being  car- 
ried on  with  the  West  Coast  of  Africa, 
especially  in  butcher's  knives  and  hunting 
knives.  The  razor  trade  with  America  is  very 
active,  and  the  fine  iveather  has  given  a very 
marked  impetus  to  the  demand  for  agricultural 
implements  and  garden  tools.”  Do  you  agree 
with  that  commercial  writer  ; in  the  face  of  that 
commercial  report,  do  you  still  adhere  to  your 
evidence  that  the  condition  of  the  trade  in  Shef- 
field is  in  a very  depressed  state? — Undoubtedly 
it  is  in  a very  depressed  state  ; but  there  have 
been  some  very  heavy  contracts  which  have  been 
taken  lately  by  some  Sheffield  houses  ; I believe, 
by  John  BroAvn  and  Company,  Avhich  will  give 
work  to  many  for  some  time;  but  the  general 
trade  of  the  town  is  not  good ; I have  made 
inquiries  and  visited  foundries,  and  I am  a 
manufacturer  of  files  and  saws  myself.  A cooper 
stated  to  me,  and  I have  heard  it  from  many 
others,  that  the  trade  of  Sheffield  generally  was 
very  unsatisfactory  a month  ago  ; I have  not 
heard  of  anything  since  then,  beyond  these  large 
contracts. 

7773.  Then  you  are  in  direct  conflict  with 
this  report? — Not  altogether;  I say  that  trade 
Avas  very  much  depressed  tAvo  years  ago,  but 
there  is  an  imf)rovement  noAV,  and  the  improve- 
ment is  attributable  to  a very  large  extent  indeed 
to  some  heavy  contracts  Avhich  have  been 
received  during  the  last  few  Aveeks. 

7774.  Are  you  aware  that  these  heavy  con- 
tracts to  Avhich  you  allude  had  been  made  in 
Sheffield  in  competition  Avith  the  South  Wales, 
the  Middlesbro’,  and  Barrow  districts,  in  spite  of 
the  heavy  rates  that  you  allege  to  be  charged  ? — 
I have  not  the  slightest  doubt  that  Sheffield, 
even  with  all  this  handicapping,  would  be  able 
to  get  some  contracts,  but  that  the  profit  Avould 
be  in  some  cases  entirely  absorbed  by  the 
charges. 

77  75.  Have  not  Middlesbro’  and  South  Wales, 
as  regards  sea  accommodation,  much  the  advan- 
tage of  Sheffield  ? — They  have. 

7776.  And  notAvithstanding  that  advantage 
and  the  keen  competition  that  exists,  never- 
theless the  Sheffield  makers  have  been  able  in 
open  competition  to  obtain  those  contracts,  in 
spite  of  all  the  raihvay  charges? — Yes,  and  Avhile 
this  competition  has  been  going  on,  several  of 
those  houses  Avhich  had  obtained  the  contracts  at 
such  ruinous  rates,  have  shut  up  their  rail  mills, 
u u 2 -t-  There 
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There  are  two  or  three  houses  which  have  ceased 
manufacturing  steel  rails;  they  may  have  taken 
contracts  in  spite  of  the  competition  of  those 
places,  but  though  it  may  take  some  time  about 
it,  I have  no  doubt  that  the  steel  rail  trade  will 
eventually  die. 

7777.  1 am  not  going  into  the  past,  but  into 
the  ])resent ; were  not  those  contracts  obtained 
in  competition  with  Middlesboro’  and  Barrow  ? — 
That  is  so. 

7778.  Looking  at  the  natural  advantages  of 
those  places,  Sheffield  could  not  have  obtained 
those  contracts  if  the  railw'ay  charges  had  been 
very  oppressive  ? — That  is  not  quite  so  alto- 
gether ; there  are  many  other  reasons  which  in- 
fluence the  giving  out  of  contracts,  which  I can- 
not go  into  now. 

7779.  lieasons  with  which  the  railway  com- 
panies have  no  influence  ? — No  doubt. 

7780.  You  do  not  mean  to  say  that  Messrs. 
John  Brown  & Companj^  have  shut  up  their  rail 
mills  ? — Messrs.  John  Brown  & Company  do  not 
manufacture  steel  rails. 

7781.  What  houses  have  these  heavy  contracts 
to  which  you  allude  ? — I cannot  give  the  names 
of  the  houses;  Messrs.  John  Brown  & Com- 
pany have  some  of  the  contracts,  I believe. 

7782.  Are  those  contracts  for  steel  rails? — 
No  ; John  Brown  & Company  have  ceased  to 
manufacture  steel  rails  some  time  since. 

7783.  So  that  wdiatever  are  the  reasons  you 
have  alleged,  yet  Sheffield  is  in  a position  to 
compete  with  other  districts  more  favourably 
circumstanced  ? — Perhajis  by  the  sacrifice  of  the 
whole  profit,  or  a great  part  of  it. 

7784.  But  they  have  done  so? — They  have 
done  so  to  keep  their  works  employed. 

Sir  Edward  Watkm. 

7785.  I think  you  stated  the  railway  com- 
pany fixed  the  canal  rates  by  water  between 
Sheffield  and  Hull? — No;  I do  not  remember 
saying  so ; I said  that  the  railway  company  got 
possession  of  the  canal  from  Sheffield  to  Hull 
some  time  since. 

7786.  But  are  you,  or  are  you  not,  aware  that 
the  railway  company  are  not  carriers  at  all  by 
water,  between  Sheffield  and  Hull? — I am  not 
aware  of  that. 

7787.  That  there  are  a body  of  independent 
carriers  who  can  make  any  bargain  they  please, 
and  that  the  railway  comj)any  owning  the  canal 
merely  charge  a very  small  toll  for  the  traffic  ? — 
I suppose  they  charge  tolls. 

7788.  But  you  are  not  aware  that  the  whole 
traffic  is  done  by  a body  of  independent  carriers  ? 
— I am  not;  my  whole  evidence  with  regard  to 
the  canal  is  this,  that  there  was  formei’ly  a body 
of  private  traders  who  were  in  comj)etition  with 
the  railway,  and  that  now  that  canal  has  become 
useless  from  falling  into  the  hands  of  the  railway 
company. 

7789.  Do  you  know  -what  are  the  charges  by 
the  canal  from  Sheffield  to  Hull  ? — I do  not 
know  the  charges  by  canal. 

7790.  Then  how'  do  you  know  that  the  canal 
is  of  no  use? — Because  formerly  the  Swedish 
bar-iron  used  to  come  to  Sheffield  from  Hull  by 
canal  boat,  whereas  now  the  steel  rails  are  sent 
by  railway.  I do  not  draw  any  inference  from 
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those  facts ; I simply  state  the  facts,  and  the 
railway  company  some  time  since  bought  or  got 
possession  of  the  canal,  or  amalgamated  it. 

Chairman. 

7791.  Do  you  know  whether  the  navigation 
of  the  canal  is  kept  up  in  good  working  order? — I 
know  nothing  about  it. 

Sir  Edward  Wathin. 

7792.  Will  you  take  it  from  me,  and  you 
ought  to  know,  that  there  are  a body  of  indepen- 
dent carriers  between  Sheffield  and  Hull,  and 
that  there  is  a very  large  bulk  of  traffic  which 
goes  at  the  present  moment  by  water  from 
Sheffield  to  Hull,  with  which  the  railway  com- 
pany have  no  interference  of  any  kind? — I do 
not  know  that.  I only  stated  that  formerly 
bar-iron  came  from  Hull  by  canal,  and  at  the 
present  time  the  railway  company,  I believe, 
carry  the  greater  part  of  it. 

7793.  Was  not  that  simply  because  at  that 
time  there  were  no  other  means  to  get  from  Hull 
to  Sheffield  but  by  tvater  ? — No,  1 am  speaking 
of  after  the  railway  was  constructed. 

7794.  Are  you  aware  that  Messrs.  Brown  and 
Cammell’s,  and  other  of  the  largest  steel  houses 
there,  are  very  frequently  sending  a heavy  traffic 
by  water  both  in  pig-iron  rails  and  blooms, 
although  their  works  are  not  on  the  canal  ? — That 
may  be  so. 

7795.  Then  how  can  you  say  that  that  canal 
is  useless  ? — I simply  say  that  we  have  lost  the 
benefit  of  the  competition  of  the  canal. 

7796.  How  can  you  show  that  that  is  so,  when 
I give  you  the  fact  that  the  two  largest  firms  are 
at  this  moment  sending  very  largely  traffic  from 
Sheffield  to  Hull  by  the  canal  when  their  works 
are  not  upon  the  canal  ? — I cannot  give  any 
evidence  upon  that  point. 

7797.  Do  you  know  what  the  maximum  rate 
allowed  by  the  Act  is  from  Sheffield  to  Hull  ? — 
It  is  If  d. 

7798.  So  that  the  railway  company  are  not 
charging  them  full  powers?  — Not  anything 
like  it. 

7799.  Now,  with  a company  that  is  charging 
its  full  Parliamentary  power,  what  course  would 
you  recommend  ; siqiposing,  instead  of  the  rail- 
w'ay  company  charging  7 s.  6 rf.  a ton  for  these 
steel  rails  between  Sheffield  and  Hull,  they  chose 
to  charge  their  maximum  rate,  say,  if  you  like, 
15  s.  6 d.,  what  c<-urse  would  you  recommend  to 
be  taken  ? — I would  just  recommend  this  course, 
that  I should  restrict  the  jiower  of  the  railway 
companies  to  charge  within  certain  limits.  I 
think  the  maximum  powers  granted  to  some  com- 
panies have  been  excessive. 

7800.  In  this  particular  case  w'ould  you  pro- 
pose that  the  Commissioners  should  have  the 
poiver  to  reduce  the  maximum  rate  from,  say, 
15  5.  6 d.  to,  say,  7 s.  Q d.,  because  at  some  time 
or  other  somebody  had  cai'ried  for  7 s.  6 <?.  ? — It 
is  a question  which  would  require  the  considera- 
tion of  the  Railway  Commissioners  as  to  what 
should  be  the  charge.  It  appears  to  me  that  if 
Grimsby  can  prosper  for  Is.  6 </.  for  68  miles, 
Goole  can  prosper  with  a less  rate  than  I s.Q  d. 
for  33  miles. 


7801.  But 
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7801.  But  you  are  not  aAvare  that  by  arrange- 
ment amongst  the  traders  by  almost  universal 
consent,  the  rates  lor  steel  rails  liave  been  made 
the  same  to  the  three  jjorts  ? — I Avas  not  aware 
that  it  was  by  arrangement. 

7802.  And  are  you  not  aAvare  that  from  Goole 
the  amount  that  can  be  shipped  must  always  be  a 
very  small  amount,  because  of  the  want  of  depth 
of  water? — You  would  have  shallow-hottomed 
boats,  as  far  as  that  goes  ; the  port  of  (:toole 
might  be  very  much  improved,  and  made  exces- 
sively useful  for  the  shipment  ol  Sheffield  rails, 
if  the  rate  per  ton  Avere  reduced  to  the  average. 

7803.  Are  you  not  aAvare  that  to  go  up  to 
Goole,  as  a rule,  means  the  loss  of  two  tides,  and 
that  you  can  only  get  a small  ship  up  to  Goole  ? 
— There  are  disadvantages  in  the  shalloAvness  of 
the  Avater,  and  so  forth,  but  sometimes  it  is  not  a 
question  of  any  great  rapidity  of  transit,  and  in 
those  cases  it  is  an  exceedingly  useful  port. 

7804.  You  are  aware,  of  course,  that  both  at 
Grimsby  and  Hull  an  enormous  amount  of  money 
has  been  spent  to  enable  large  ships  Avhich  can 
carry  across  the  water  cheaply  to  come  to  those 
ports? — That  is  so. 

78()o.  Then,  taking  Grimsby,  what  Avould  you 
do : Avould  you  reduce  the  rate  in  the  same  pro- 
portion as  the  Goole  and  Sheffield  rate  ? — I 
Avould  have  lii’st  to  examine  the  profits  made  by 
the  company,  and  if  I found  that  they  can  carry 
Grimsby  at  the  same  rate  as  they  can  carry  to 
Goole,  they  should  be  reduced  to  the  same  pro- 
portion, and  that  the  raihvay  company  should  not 
be  permitted  to  handicaj)  any  other  toAvn  upon 
the  coast ; or,  say,  that  because  they  Avant  to 
foster  a harbour  of  their  OAvn,  there  should  be  a 
preferential  rate  against  the  others.  If  the  rail- 
way company  insist  upon  charging  so  exceedingly 
high  a rate  to  get  to  Goole,  thei'e  is  no  encourage- 
ment given  to  make  such  arrangements  as  would 
attract  the  traffic. 

7806.  You  come  here  really  to  recommend  the 
development  of  the  toAvn  of  Goole ; is  that  not 
so?—  1 have  no  interest  in  the  world  in  Goole  ; I 
simply  use  the  name  of  Goole  as  I Avould  that  of 
any  other  tOAvn  in  the  Avorld.  If  I lived  in  a 
tOAvn  I should  not  like  to  have  it  treated  Avith  in- 
justice, and  although  I am  not  here  to  give  evi- 
dence on  behalf  of  the  town  of  Goole,  1 think  the 
present  rate  damages  it  to  a great  extent. 

7807.  Then  Avhich  Avould  you  do ; Avould  you 
level  up  by  charging  to  Hull  and  Grimsby  a mile- 
age addition  upon  the  Goole  rate,  or  Avould  you 
level  doAvn  by  charging  an  equal  rate  to  Goole  ? 
— I should  ascertain,  first,  Avhether  the  rate  to 
Grimsby  at  7 s.  6 d.  Avas  I'emunerative ; if  it  be 
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remunerative  I should  suppose  that  Is.  &d.  for 
33  miles  instead  of  68,  Avas  very  much  too  high 
for  Goole,  and  if  I found  that  Grimsby  was  losing 
heavily  by  the  7 s.  (Sd.  rate,  I should  think  it  fair 
to  let  Parliament  give  poAver  slightly  to  raise  it, 
and  slightly  reduce  the  Goole  rate ; I Avould 
adopt  somewhat  the  same  plan  as  Parliament 
adopts  Avith  the  gas  companies. 

7808.  You  are  aAvare,  probably,  speaking  of 
gas  companies,  that  special  rates  are  given  to  the 
gas  comj)anies  to  enable  them  to  make  cheap  gas 
for  Sheffield? — I Avas  not  aAvare  of  that. 

7809.  You  say  the  trade  of  Sheffield  has  been 
very  much  injured,  and  is  in  a bad  state? — I do 
not  think  I used  the  words  “very  much.”  I have 
carefully  guarded  myself  from  making  a general 
assertion  that  the  serious  depression  of  trade 
Avhich  Sheffield  has  suffered  for  three  or  four 
years  has  arisen  from  raihvay  rates ; but  I say 
that  although  trade  has  been  lost,  from  raihvay 
rates,  to  some  extent  (to  Avhat  extent  I cannot 
say),  other  factors  have  tended  to  produce  that 
result. 

7810.  Are  you  aAvai-e  that  the  trade  of  Shef- 
field outAvards,  in  the  direction  of  Liverpool  and 
America,  is  very  much  less  than  it  was  in  1875  ? 
— Yes. 

7811.  And  that,  notAvIthstanding  that  depres- 
sion of  trade,  the  Sheffield  and  Midland  Com- 
panies together  laid  out  half  a million  of  money 
to  procure  fui  ther  accommodation  at  Sheffield  ? — 
I Avas  not  aAvare  of  that. 

7812.  Are  you  aAvare  that  the  depression  has 
arisen  from  the  American  tariff? — Upon  that  sub- 
ject I Avould  only  say  that  foreign  tariffs  may 
have  destroyed  our  poAver  to  compete  in  certain 
countries ; for  that  reason  raihvay  companies 
must  not  destroy  onr  poAver  to  compete  in  coun- 
tries that  are  open  to  deal  Avith  us  noAV  ; Ave  have 
Spain  and  Portugal,  and  othei’  countries  Avhich 
do  not  manufacture  heavy  goods  in  steel,  although 
Ave  have  lost  the  trade  Avith  America,  France,  and 
other  places. 

Chairman. 

7813.  Let  us  have  as  Ioav  a rate  as  Ave  can; 
that  is  Avhat  you  Avould  say? — Yes,  certainly. 

Sir  Edward  Wathin. 

7814.  You  have  heard  of  the  coal  strikes  that 
Ave  have  had  in  South  Yorkshire  ? — I recollect 
them. 

7815.  Do  you  think  that  the  raihvays  Avere 
any  use  to  the  manufacturers  in  that  Avay,  by 
bringing  the  coal  from  places  Avhere  it  was  to  be 
obtained  to  manufacturers  Avho  could  not  other- 
Avise  get  it  ? — I Avas  not  aware  of  that. 


Mr.  Thomas  Rigry,  called  in  ; and  Examined. 


Mr.  Paijet. 

7816.  You  are  I believe  a farmer,  and  reside 
in  Cheshire  ? — Yes. 

7817.  You  are  Secretary  to  the  Che.shire 
Chamber  of  Agriculture  ?— I am. 

7818.  And  you  are  also  Secretary  to  the  Royal 
Manchester  and  Liverpool,  and  North  Lancashire 
Agricultural  Society? — 1 am. 

0.54. 
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7819.  Y"ou  are  also  a member  of  the  Central 
Chamber  of  Agriculture  ? — Yes. 

7820.  And  you  have  been  specially  selected 
to  give  evidence  before  the  Committee  ? — I 

o 

have. 

7821.  Have  you  had  any  opportunity  of  ascer- 
taining Avhat  is  the  general  feeling  amongst 
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agriculturists  in  your  neighbourhood? — 1 think  I 
have. 

7822.  The  Committee  have  heard  this  moruino’ 
a ureat  deal  about  the  depression  of  trade  ; what 
is  your  opinion  about  the  state  of  agriculture  at 
this  moment ; is  that  in  a state  <>f  depression? — 
Decidedly  so. 

7823.  Is  that  any  reason  why  if  there  be  any 
unfair  handicaj)ping  against  English  agriculturists 
in  the  way  of  railway  rates,  it  should  be  looked 
into  and  removed  ? — Decidedly  so. 

7824.  I believe  you  have  taken  considerable 
trouble  to  obtain  information  upon  the  subject  of 
railway  rates  as  affecting  agricultural  produce  ? 
— 1 have.  As  Secretary  to  the  Cheshire  Chamber 
of  Aoriculture.  I addressed  a circuhir  to  a num- 

O 

ber  of  farmers  resident  in  various  parts  of  the 
county,  asking  for  information  upon  these  points, 
and  I Have  received  a number  of  letters  from 
those  gentlemen  from  which  I propose  to  quote 
in  giving  my  evidence  before  the  Committee. 

7825.  Will  you  read  the  circular  ? — I will. 
“ Cheshire  C'hamberof  Agriculture.  This  Cham- 
ber is  desirous  of  collecting  evidence  to  lay 
before  the  Select  Committee  of  the  House  of 
Commons  which  is  now  making  inquiry  into 
railway  charges  for  freight,  &c  , and  I am  desired 
by  the  council  to  ask  yon  if  you  are  conversant 
with  any  facts  showing  that  excessively  high 
rates  are  being  chai’ged  in  your  neighbourhood 
for  freight  of  farm  produce,  such  as  grain,  milk, 
cheese,  live  stock,  or  market  garden  produce,  &c., 
or  for  manures  of  feeding  stuffs,  or,  if  you  are 
acquainted  with  any  disproportionately  high  rates 
being  charged  for  home  produce  in  comparison 
with  foreign  produce,  or  for  local  jiroduce,  such 
as  potatoes,  vegetables,  &c.  sent  to  Liverpool,  or 
Machester  market,  in  comparison  with  the  rates 
charged  from  other  English  counties,  or  from  any 
part  of  the  United  Kingdom,  or  from  the  conti- 
nent, and,  if  so,  will  you  kindly  favour  the 
council  through  me  with  such  information  as 
early  as  you  possibly  can.  Please  say  also  if  you 
suffer  any  loss  from  the  irregularity  or  incon- 
venient hours  at  which  trains  carrying  milk,  &o. 
run  to  or  from  stations  near  your  residence.’’ 

Sir  Edward  Watkin. 

7826.  What  is  the  date  of  that  circular  ? — 
6th  April  1881. 

Mr.  Paget. 

7827.  That  was  the  circidar  sent  out  by  you 
as  the  Secretary  of  the  Cheshire  Chamber  of 
Agriculture,  and  by  direction  of  the  Council  of 
that  Chamber? — Yes,  it  was. 

7828.  Will  you  state  to  theCommittee  generally 
what  are  the  classes  of  agricultural  produce  witli 
regard  to  which  you  have  complaints  to  lay  be- 
fore the  Committee  ? — Cheese  and  milk,  and  the 
carriage  of  animals,  grain,  ])otatoes,  hay  and 
sti  aw,  weeds  and  fruit. 

7829.  Are  your  comjdaints  these,  that  the 
railway  rates  are  in  excess  of  the  legal  sum  that 
the  comj)anies  are  permitted  to  charge  by  their 
Acts  ? — In  some  cases  they  are,  1 believe. 

7830.  Under  what  other  head  would  you  class 
the  complaints  which  you  desire  to  make  ? — 


Mr.  Page! — continued. 

1 would  complain  about  lower  rates  being  charged 
for  foreign  jjroduce,  compared  with  home-giwn 
produce,  and  that  the  classification  of  the  rates  of 
articles  is  unfair  in  some  instances ; and  also  that 
tlie  charge  as  between  owner’s  risk  and  the  com- 
pany’s risk  is  very  unequal,  and  in  many  cases 
unfair ; that  there  are  high  rates  for  short  dis- 
tances, and  rates  unfair  in  proportion  to  distance ; 
that  there  is  some  delay  in  transit  also,  and  that 
upon  some  goods  that  are  carried,  excessive  rates 
are^  charged  for  small  quantities  of  produce. 

7831.  And  those  are  the  various  heads  of  com- 
plaint which  you  wish  to  urge  upon  this  Com- 
mittee ? — They  are. 

7832.  Will  you  kindly  favour  the  Committee, 
first,  with  the  case  of  cheese.  I believe  you  are 
large  manufacturers  of  cheese  in  the  county  of 
Chester? — We  are. 

/833.  Do  you  know  at  all  what  quantity  of 
cheese  is  manufactured  in  Cheshire  ? — I take  it 
from  the  number  of  cows  that  are  kept  in 
Cheshire,  taking  them  from  the  agricultural  re- 
turns : I find  that  there  are  something  like 
90,000  cows  that  are  kept  in  Cheshire,  whose 
milk  1 estimate  is  taken  and  made  into  cheese, 
b rom  the  Agricultural  Returns  of  last  year, 
there  were  151,866  head  of  cattle  in  Cheshire,  of 
which  91,174  were  in  milk  or  in  calf,  besides 
15,846  of  two  years  old  and  upwards.  Many  of 
those  would  he  in  milk. 

Sir  Edward  Watkin. 

7834.  Would  those  be  included  in  the  151,866  ? 
— No,  besides.  Of  this  number  90,000  would 
j)robably  be  used  for  cheese-making,  which  taken 
at  3 cwt.  per  cow,  would  show  an  aggregate 
make  of  cheese  of  13,500  tons. 

Mr  Pa^set. 

7835.  Where  is  the  largest  part  of  the  best 
made  cheese  sent  to  ? — The  largest  part  is  sent 
to  London. 

7836.  Where  it  has,  I believe,  to  compete  with 
American  cheese  ? — It  has. 

'<837,  Are  there  large  imports  of  American 
cheese  in  the  port  of  Liverpool  ? — Yes,  very 
large  imports. 

7838.  Do  you  know  what  the  quantity  would 
be? — Last  year,  from  the  1st  of  January  to  the 
end  of  December,  there  were  1,877,723  boxes  of 
about  half  a cwt.  each. 

7839.  Of  the  American  cheese  imported  to 
Liverpool,  are  you  aware  that  a large  portion  is 
sent  up  to  London  ? — A large  portion  is,  I 
believe. 

7840.  So  we  have  it  that  from  Liverpool  a 
large  proportion  of  American  cheese  is  sent  up 
to  London,  and  also  that  the  chief  part  of  your 
best  Cheshire  make  is  likewise  sent  to  London  ? 
— That  is  so. 

7841.  And  the  two  have  to  compete  with  each 
other  in  the  London  market? — They  have. 

7842.  Can  you  give  the  Committee  any  in- 
formation with  reference  to  the  rates  at  which 
the  American  cheese  is  sent  up  from  Liverpool, 
and  at  which  your  own  cheese  is  delivered  to 
London  ? — I can  ; but  1 am  not  quite  sure  whe- 
ther I am  right  in  saying  that  the  chief  importa- 
tion of  the  cheese  from  America  to  Liverpool 

goes 
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goes  to  liondon.  I would  say  that  a consider- 
able quantity  of  the  American  cheese  goes  there. 
The  rate  for  cheese  from  Liverpool  to  London  is 
from  25  s.  to  30  s.  per  ton. 

7843.  When  you  say  from  25  s.  to  30  s.,  what 
does  that  mean? — Twenty-five  shillings,  as  I 
understand,  is  the  carriage  from  station  to  station, 
and  the  other  5 s.  is  porterage,  and  so  on. 

7844.  So  that  the  actual  railway  rate  from 
Liverpool  to  London  is  25  s.  ? — Yes,  that  is  for 
American  cheese  and  provisions. 

7845.  Now,  take  Wrexham  or  Beeston,  or 
almost  any  station  in  Cheshire,  and  give  us  the 
rate  to  London  ? — The  rates  generally  is  from 
42  s.  6 d.  to  45  s.  per  ton. 

7846.  Are  the  stations  to  which  you  have 
alluded  in  Cheshire,  from  which  cheese  is  sent, 
nearer  to  London  or  further  than  Liverpool  is  ? 
— They  are  nearer  to  London  by  20  or  30 
miles. 

7847.  So  that  the  rate  at  which  your  goods 
are  sent  is  from  42  x.  to  45  s.  per  ton,  whilst 
American  cheese  is  sent  from  Liverpool  to 
London,  20  to  30  miles  farther,  at  25  '.  as  the 
railway  rate  I — That  is  so. 

7848.  Does  that  45  s.  include  delivery  in 
London,  or  is  it  merely  the  rate  up  to  London 
— Whether  or  not  the  companies  deliver  the 
cheese  here,  I cannot  say,  but  whatever  the 
practice  of  the  companies  is,  it  would  apply 
equally  to  American  cheese. 

7849.  What  is  the  present  saleable  value  of. 
the  best  class  of  American  cheese  in  Liverpool  ? 
— I cannot  quite  speak  to  the  present  market, 
but  something  like  from  55  5.  to  70  6'.  per 
cwt. 

7850.  What  ai-e  the  relative  prices  of  the 
cheese  which  you  make  in  Cheshire? — From 
about  60s.  to  80s. 

Mr.  Gregory. 

7851.  Do  we  understand  that  the  delivery  is 
ihe  same  in  both  cases  ? — I believe  it  is  the  same 
in  both  cases. 

Mr.  Paget. 

7852.  I take  it  that  the  sums  you  have  given 
to  the  Committee  of  from  42  s.  to  45  s.  are  given 
as  the  average  rates  from  two  or  three  stations? 
— Yes,  taking  Cheshire,  Beeston,  Whitchurch, 
Wrexham,  and  Crewe,  the  principal  places,  and 
grouping  them  together,  I think  the  figure  I have 
stated  gives  the  average. 

7853.  Taking  your  Cheshire  cheese,  is  that 
rate  you  have  given  us,  taking  it  at  owner’s  risk, 
or  at  the  railway  company’s  risk? — If  it  is  taken 
at  company’s  risk,  they  would  charge  us  60s.  a 
ton. 

7854.  Is  American  cheese  conveyed  from 
Liverpool  at  owner’s  risk,  or  at  com|iany’s  risk  ? — 
I cannot  quite  say,  but  I should  think  it  is  con- 
veyed at  owner’s  risk  chiefly.  To  compare  the 
different  charges,  it  would  be  better  to  assume  that 
it  is  sent  at  the  owner’s  risk. 

/855.  You  are  not  able  to  say  yourself 
whether,  as  a fact,  the  American  cheese  is  taken 
at  owner’s  risk;  or  not? — I am  not  absolutely 
able  to  say. 

7856.  I need  not  ask  you  what  is  the  result  of 
0.54. 
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this  handica})piug  upon  your  cheese  market  — It 

is,  of  course,  in  favour  of  the  sale  of  American 
cheese  in  London  as  compared  with  the  ^ale  of 
Cheshire  cheese. 

7857.  I will  take  the  item  of  grain  ; I believe 
there  is  a large  amount  of  grain  of  all  sorts  im- 
ported from  the  United  States  into  Liverpool? 
— A very  large  amount. 

7858.  Have  you  any  returns  which  you  could 
refer  to,  which  would  show  that  to  the  Com- 
mittee ? — The  gross  import  of  wheat,  barley, 
oats,  beans,  peas,  Indian  corn,  oatmeal,  and  flour, 
for  the  year  1879,  was  32,568,5.34  centals;  and, 
for  1880,  it  was  31,666,827  centals,  which  gives 
an  average  for  the  two  years  of  32,117,680;  the 
average  for  the  first  quarter  of  1880  was 
5,318,355  centals;  and  for  the  first  quarter  of 
1881,  7,919,707,  showing  an  increase  over  cor- 
responding quarter  of  1880  of  2,601,352.  cen- 
tals. 

7859.  Do  you  know  what  is  the  cost  of  con- 
veyance on  American  railways,  taking  Chicago 
to  New  York? — The  cost  from  Chicago  to  New 
York  is  35  cents,  gold  per  100  lbs.,  or  17 1 per 
cental,  English  money. 

7860.  How  far  is  that? — A distance  of  950 
miles. 

7861.  How  much  would  that  be  per  ton? — 
Twenty  eight  shillings  per  ton. 

7862.  Do  you  happen  to  know  any  arrange- 
ments that  are  in  existence,  or  have  been  re- 
cently made  with  regard  to  the  conveyance  of 
flour  from  Montreal  or  Toronto,  on  any  of  our 
Canadian  places? — I have  a statement  here  of 
that  ; I must  be  free  to  say  that  I bring  it  before 
the  Committee  with  some  little  hesitation,  though 
the  gentleman  who  gave  it  me  is  a large  corn 
merchant  in  Liverpool,  and  said  he  would  vouch 
for  the  fact,  and  be  ready  to  testify  to  it.  I am 
informed  that  an  arrangement  has  been  completed 
by  which  Canadian  flour  can  be  sent  from  any 
station  lying  between  Toronto  and  Montreal  to 
any  station  between  Liverpool  and  Manchester, 
at  very  low  rates. 

7863.  You  say  at  very  low  rates  ; does  that 
mean  at  a rate  below  the  ordinary  railway 
charge  ? — Thirty-three  })er  cent,  below.  I was 
told  that  the  arrangement  between  those  who 
were  anxious  to  get  the  traffic  was  that  upon  the 
Canadian  side  33  per  cent,  less  than  their  ordi- 
nary charge  should  be  taken,  and  the  same  thing 
should  be  done  on  the  English  side  ; that  does  not 
apply  to  grain,  but  to  the  manufactured  article, 
flour.  A merchant  or  flour  dealei’,  for  instance, 
can  purchase  for  delivery  at  Ordsall-lane  Station 
or  any  station  between  Manchester  and  Liver- 
pool in  any  quantity  above  50  sacks,  and  have  it 
brought  to  his  order  all  the  distance  at  a through 
rate,  subject  to  these  deductions. 

Mr.  I'lolton. 

7864.  What  is  the  through  rate? — I cannot 
give  you  the  through  rate,  but  it  is  the  railway 
rate,  subject  to  a deduction  of  33  per  cent. ; it  was 
said  that  a gentleman  had  come  from  Canada 
endeavouring  to  arrange  this  matter ; he  had 
been  something  like  three  years  in  accomplishing 

it,  but  had  now  arranged  the  conditions  with  the 
English  railways  ; one  was  dependent  upon  the 
other ; that  a 33  per  cent,  reduction  was  taken 
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Mr.  Bolton — continued. 

•upon  the  Canadian  side  in  return  for  a reduction 
of  33  per  eent.  upon  this  side  ; that  is  to  say,  33 
per  eent.  oft"  the  rate  from  places  between  Toronto 
and  Montreal,  and  between  Liverpool  and  Man- 
chester. 

Mr.  Paget. 

7865.  When  you  say  33  [)er  cent,  below  the 
rate,  do  you  mean  below  the  highest  rate  or  below 
the  ordinary  rate  that  is  quoted? — 1 take  it  that 
it  is  below  the  ordinary  rate  that  they  are  in  the 
habit  of  charging  for  similar  produce. 

Mr.  Bolton. 

7866.  But  you  do  not  know? — I do  not  know 
which  it  is  for  certain. 

Mr.  Paget. 

7867.  Could  you  tell  the  Committee  with  re- 
gard to  these  through  rates  whether  they  apply 
to  all  stations  or  to  any  particular  stations  only  ? 
— They  arc  not  to  apply  to  the  temiinal  stations 
upon  the  Canadian  side,  not  to  Toronto  or  Mon- 
treal, and  upon  the  English  side  not  to  Liverpool 
or  Manchester. 

7868.  But  would  they  apply  to  any  stations  in 
the  neighbourhood  of  Manchester  or  Liveiqiool  ? 
— Yes. 

7869.  Is  there  a station  called  Ordsall-lane  ? — 
Yes. 

7870.  How  far  is  that  from  Manchester? — ' 
About  two  or  two  and  a-half  miles. 

7871.  And  this  flour  might  be  consigned  there  ? 
— Yes  : it  could  not,  under  this  arrangement,  be 
consigned  to  Manchester,  but  it  could  to  Ordsall- 
lane,  and,  by  way  of  securing  evidence  to  ex- 
plain this,  I inquired  of  anotlier  flour  dealer,  and 
had  a letter  from  him  in  which  he  gives  me  an 
instance ; he  says,  “ I heard  of  one  instance  to- 
day in  which  a man  in  Manchester  bought  500 
sacks  of  flour  direct  from  Chicago,  delivered  at 
Ordsall-lane,  at  some  shillings  lower  than  it  could 
be  bought  at  in  Manchester.  As  a matter  of 
fact,  however,  the  flour  arrived  in  such  a condi- 
tion that  only  a limited  number  of  the  sacks  could 
be  used  by  the  buyer,  the  remainder  was  sold  by 
auction.” 

7872.  Do  you  know  of  any  fact  with  regard  to 
the  railway  rate  for  cured  meats  and  ])ro\isious 
from  America  ? — For  bacon  and  hams  the  average 

^ O 

rate  is  30  s.  per  ton. 

7873.  Is  that  over  the  950  miles  from  Chicago 
to  New  York? — No,  this  is  the  average  rate  on 
the  ship  for  the  voyage  from  America  or  Canada 
to  Liverpool. 

7874.  But  can  you  glie  us  the  rate  from 
Chicago  to  New  Y"ork  for  cured  meats? — Ido 
not  think  1 have  any  evidence  to  ofter  to  the 
Committee  on  the  carriage  of  meat  upon  the  other 
side. 

7875.  But  you  know  at  what  rate  American 
meat  imported  into  Liverpool  is  delivered  in 
London,  taking  the  rate  from  Liverpool  to  Lon- 
don ? — That  is  from  25  .v.  to  30  s. 

7876.  That  is  25  s.  for  the  railway  rate,  and 
5 s.  extra  for  the  dock  charges,  and  so  on  ? — Y es. 
Now  a large  number  of  Irish  cattle  come  to  the 
Liverpool  market  ; but  a butcher  buying  those 
cattle,  killing  them  in  Liverjiool,  and  sending 
the  meat  to  London,  must  pay  50  s.  a ton,  I am 
told. 


IMr.  Paget — continued. 

7877.  lYhereas,  if  they  had  been  brought  in 
Upon  an  American  steamer,  and  sent  on  to 
London,  they  would  have  been  sent  for  25  s.  ? — 
That  is  so. 

7878.  I do  not  understand  you  to  complain  of 
the  lowness  ef  those  American  rates  as  rates,  but 
what  you  ask  for  is  their  introduction  here? — 
Y'es,  that  is  what  we  would  like. 

7879.  And  with  regard  to  the  information 
which  you  have  given  to  the  Committee  as  to  the 
low  rates  on  American  railways,  that  is  so  for 
the  purpose  of  showing  at  what  rate  the  American 
railways  can  aftbrd  to  convey  agricultural  pro- 
duce?— Y'es,  the  American  producers  of  grain 
and  meat  get  their  produce  carried  down  to  the 
seaboard  at  very  low  rates ; that  is  the  point  I 
want  to  establish,  much  less  than  we  have  our 
produce  carried  for  in  England.  I know,  of  course, 
that  the  circumstances  are  diflercnt,  and  it  may  not 
be  possible  to  do  it  at  the  same  rate  in  England ; 
but  what  I have  ascertained  are  facts. 

7880.  In  short,  if  we  are  able  to  get  our  Eng- 
lish meat  and  English  flour  conveyed  on  anything 
like  the  same  terms  as  the  American,  it  would  be 
a very  favourable  thing  to  the  agriculturists? — 
Very  much  so. 

7881.  And  -what  would  help  him  would  help 
the  consumer? — Of  course  the  consumer  must 
get  the  benefit. 

7882.  Of  course  you  do  not  pretend  to  say 
that  there  is  any  reason  why  the  rates  should  be 
identical ; there  may  be  a special  reason  why  the 
American  railways  should  bo  able  to  carry  for 
less  money,  having  been  constructed  probably 
for  a less  })rice? — That  might  be  so. 

7883.  I believe  with  regard  to  the  conveyance 
of  seeds  on  railways,  you  have  some  information 
to  give  the  Committee  ; could  you  tell  the  Com- 
mittee what  would  be  the  rate  on  seeds  from 
Paris  to  Chester  by  the  Great  Western  Rail- 
way ? — Twenty-seven  shillings  per  ton. 

7884.  Which  way  w'ould  that  come? — 17d 
YYeymouth. 

7885.  What  is  the  rate  from  Weymouth  to 
Chester  by  itself? — Thirty-five  shillings. 

7886.  So  that  the  rate  for  seeds  from  Paris  to 
We3mouth,  and  rid  Weymouth  to  Chester,  is 
27  s.,  whilst  the  raihray  rate  from  "Weymouth  to 
Chester  is  35  s.  for  the  same  article  ? — That  is 
so. 

7887.  Do  you  know  the  rate  from  Rotterdam 
to  Chester?  — Yes,  by  way  of  Harwich  it  is 
33  s.  4 d. 

7888.  And  for  seeds  also?  — Y'es,  I am  quoting 
seeds. 

7889.  Now,  what  is  the  railway  rate  from 
Harwich  to  Chester? — Forty  shillings. 

7890.  Upon  what  line  of  railway  would  that 
come  ? — I think  it  is  the  Great  Eastern  and  the 
Midland  Railways. 

7891.  So  that  in  those  two  cases  you  have  a 
much  higher  rate  for  a small  distance  over  an 
English  railwav  than  for  a far  larger  distance, 
either  from  Rotterdam  in  one  ease,  or  trom  Pans 
in  the  other? — That  is  so. 

7892.  AVhat  is  the  rate  for  seeds  from  London 
to  Chester? — Twenty-seven  shillings  and  six- 
pence. 

7893.  That  would  be  6 d.  more  than  from 
Paris  to  Chester? — Yes,  the  I’ate  used  to  be 
32  5.  6 d. 
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Mr.  Paget — continued. 

7894.  You  have  spoken  of  seeds  ; what  sort  of 
seeds  are  you  referring  to  generally  in  those 
replies  which  you  have  been  lately  giving? — 
Clover  and  grass  seeds  are  the  principal  seeds 
which  come  from  those  places ; I might  ])erhaps 
say  that  the  information  is  given  to  me  by 
Messi's.  F.  and  A.  Dickson,  of  Chester,  who  are 
large  seed  merchants. 

7895.  Dealing  still  with  the  question  of  seeds, 
I think  you  have  some  complaints  with  regard 
to  the  railway  classification,  making  a com- 
parison between  seeds  and  plants.  Can  you 
give  the  Committee  any  instances  ? — The  existing 
classification  of  goods  is  unsatisfactory,  cheap 
uudamageable  goods  being  sometimes  charged 
more  than  goods  of  much  greater  value,  and  of 
a more  risky  nature ; and  the  rates  charged  for 
goods  of  one  class  seem  to  have  little  relation  to 
the  rates  charged  for  goods  of  another  class. 
Plants,  for  instance,  are  in  some  cases  charged 
double  the  agricultural  seed  rate,  while  in 
other  instances  the  plant  rate  is  3^  times  more 
than  for  seeds. 

7896.  How  much  are  the  rates  from  Chester 
to  Park  Gates  for  seeds? — Five  shillings  and 
tenpence. 

7897.  And  for  plants  ? — Twenty  shillings. 

7898.  How  much  is  the  rate  from  Chester  to 
Dolgelly  for  seeds? — Twenty- two  shillings  and 
sixpence  for  loads  under  two  tons. 

7899.  And  plants? — Thirty-seven  shillings  and 
sixpence. 

Sir  Edward  Watkin. 

7900.  What  is  the  rate  for  loads  over  two  tons? 
— I have  no  quotations  for  over  two  tons  ; people 
would  very  rarely  send  two  tons  of  seeds  to- 
gether. 

Mr.  Paget. 

7901.  What  ai’e  the  rates  for  plants? — At 
owner’s  risk  they  charge  37  .9.  6 d.,  and  eompany’s 
risk,  45  5. 

7902.  So  that  in  that  ease  the  railway  company 
charge  for  plants  carried  at  owner’s  risk  just 
double  the  amount  for  seeds  ? — Y^es- 

7903.  But  in  the  previous  case  which  you 
quoted,  from  Chester  to  Park  Gate  the  charge  is 
from  three  to  four  times  as  much  ? — That 
is  so. 

7904.  And  the  complaint  you  make  is  that  in 
the  classification  of  those  goods  they  do  not 
appear  to  be  equally  treated  for  different  dis- 
tances ? — That  is  so. 

7905.  What  is  the  rate  from  Chester  to  Pem- 
broke ? — For  seeds  the  rate  is.  38  s.  4 d.,  and  for 
plants  ] 22  i.  6 d. 

7906.  The  difference  there  is  very  consider- 
able ? — ^That  is  so. 

7907.  There  is  no  equal  system  of  classification 
as  regards  plants  and  seeds  ? — There  us  no  pro- 
portion between  them. 

7908.  Have  you  any  experience  of  your  own 
as  to  the  unreasonableness  of  the  railway  charges 
in  other  matters  ? — Yes.  A little  while  ago  I had 
the  castings  of  a water  wheel  from  Preston  to 
Halton  Station. 

Mr.  Bolton. 

7909.  hat  was  the  total  weight  of  the 
castings? — From  about  9 to  10  tons  ; 17  s.  6 d.  a 
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ton  was  charged  for  it,  and  on  appeal  I got  the 
charged  reduced  to  12  s.  6 d.,  but  even  then  it 
was  put  in  a higher  class  than  was  warrantable 
from  the  kind  of  casting  that  it  was,  it  was  simply 
a casting  taken  out  of  the  rough  sand,  and  just 
dressed  with  a hammer  and  chisel  ; there  were 
no  bright  pai'ts  in  it,  and  from  the  classification 
that  the  station-master  had,  it  appeared  that  the 
charge  was  originally  made  upon  the  same  rate  as 
engine  work  would  be  charged  at,  or  bright  work 
for  engines. 

7910.  What  classification  was  it  put  in? — 
The  4th  or  the  5th,  I think,  at  17  s.  6 d. 

Sir  Edward  Watkin. 

7911.  Was  that  machinery  In  one  piece  or  In 
several  pieces  ? — In  several  pieces. 

7912.  What  was  the  weight  of  the  different 
pieces? — The  smallest  was  over  two  cwt.  and  the 
largest  10  or  12. 

Mr.  Paget. 

7913.  Y^ou  stated  to  the  Committee  that  you 
had  certain  complaints  to  make  with  reference  to 
the  difference  of  the  rates  when  goods  are  taken 
at  owner’s  risk,  and  when  taken  at  the  risk  of  the 
railway  company  ; have  you  any  examples  to  offer 
to  the  Committee  of  that  difference  ? — I have. 
Seeds  at  owner’s  risk  are  charged  12  s.  6 d.,  and 
at  the  company’s  risk  15  s. 

7914.  There  is  an  addition  of  20  per  eent.  in 
that  case  ? — Y^'es  ; then  seeds  are  also  sent  at  50s. 
at  OAvner’s  risk,  against  70  s.  at  com])any’s  risk, 
being  an  addition  of  40  per  cent.,  and  in  another 
case  37  s.  6 d.  owner’s  risk  against  60  s.  eom- 
pany’s risk,  being  an  addition  of  60  per  cent. 

7915.  So  that  in  the  three  instances  which  you 
quote  the  difference  between  the  owner’s  risk  and 
the  company’s  risk  is  20  per  cent.,  40  per  cent., 
and  60  per  cent,  respectively  ? — That  is  so. 

7916.  Is  that  over  the  same  line  of  railway  ? — 
Yes,  the  rates  are  taken  from  the  letter  “ C.” 
The  stations  are  jnunted  alphabetically  in  the 
railway  company’s  lists,  and  those  instances  are 

, taken  from  the  letter  “ C.,”  out  of  those  that 
were  given  to  me.  In  fairness  I ought  to  say 
th.at  in  one  case  there  is  a difference  of  only  16|rds. 
per  cent,  as  between  owner’s  and  company’s 
risk. 

7917.  And  those  are  all  the  same  class  of  seeds? 
— They  are  all  of  the  same  class  of  seeds. 

7918.  There  is  no  reason  for  saying  that  they 
ouo-ht  to  be  charged  a his/her  rate  in  one  case  be- 
cause  of  the  increased  value  of  one  as  compared 
with  another  ? — No,  they  are  the  same  class  of 
goods,  as  I understand. 

7919.  Now  we  will  go  to  a different  subject, 
and  that  is  the  complaint  that  you  have  made  wltlx 
reference  to  the  high  rates  which  are  charged  for 
short  distances ; I understand  you  to  say  that 
that  is  considered  by  the  farmers  in  your  neigh- 
bourhood a serious  reason  for  complaint  ? — 
It  is. 

7920.  Can  you  give  the  Committee  any 
example  of  the  cai'riage  of  grain  ; take  grain  first, 
for  instance,  in  lots  of  two  tons  ? — There  is  one 
rate  of  11  5.  3 c?.,  1 think,  from  Ellesmere  Port  to 
Sand bach. 

7921.  How  many  miles  is  that?  — About 
27  miles. 

X X 7922.  'VVhat 
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7922.  What  is  the  rate  from  Whitchurch  to 
Sandbach? — Seven  shiilings  and  sixpence.  _ 

7923.  How  many  miles  is  that  ? — Sixteen 
miles. 

7924.  What  is  the  rate  fiom  Liverpool  to 
Southport  ? — Seven  shillings  and  sixpence. 

7924*.  Whatis  the  number  of  miles  ? — Twenty- 
four,  I think, 

7925.  Now  with  regard  to  the  16  miles  from 
'Whitchurch  to  Sandbach,  for  which  distance 
grain  is  charged  Is.  &d.  a ton,  do  you  consider 
that  a high  rate  ? — A very  high  rate,  and  that  is 
a case  in  point ; it  is  for  the  carriage  of  English 
grown  coni  a corndealer  sends  me  that  informa- 
tion, and  tells  me  that  he  lias  frequently  to  decline 
purchasing  from  small  fanners  because  the  rates 
are  so  excessive  for  small  quantities  to  be  sent. 

7926.  Do  you  know  the  rate  that  is  quoted  for 
quantities  over  two  tons? — do  not,  in  that 
case. 

7927.  Would  it  be  usual  in  your  neighbour- 
hood to  send  grain  in  quantities  over  or  under 
two  tons  I — Tlie  usual  thing  is  above  two  tons  ; 
but  in  this  case  it  is  under  20  sacks. 

7928  So  that  your  complaint  iS  of  small 
quantities  for  short  distances? — Yes. 

7929.  Do  you  supply  more  than  one  line  of 
railway? — Yes. 

7930.  The  rate  from  Liverpool  to  Southport, 
a distance  of  24  miles,  you  say,  is  7 s.  6 d.  ? — YYs, 
I think  it  is, 

7931.  Do  you  consider  that  a high  rate  at 
7 s.  6 d.  ? — It  is  considered  very  high. 

7932.  If  7 s.  6 d.  is  considered  very  high  for 
24  miles,  it  must  be  extravagantly  high  for  16 
miles  ? — It  is  thought  so. 

Mr,  Bolton. 

7933.  Are  those  the  rates  at  owner’s  risk  ? — 
I think  so. 

7934.  But  you  do  not  know  ? — I think  so. 
I would  be  almost  as  certain  of  it  as  of  anything, 
because  it  is  the  usual  practice.  From  my  ex- 
perience of  forwarding  grain,  I never  send  it  at 
the  company’s  risk,  but  always  at  my  own  risk, 
and  it  is  the  usual  practice  of  the  trade  to  take  it 
at  the  owner’s  risk. 

IMr.  Paget. 

7935.  Could  you  give  the  Committee  any  in- 
formation with  regard  to  the  conveyance  of 
potatoes  by  rail ; wdiat  is  the  rate  that  is  charged 
from  Northwlch  to  Manchester  for  the  convey- 
ance of  potatoes  ? — From  Northwich  to  Man- 
chester, a distance  of  18  miles,  the  charge  is 

6 .V.  8 d. 

7936.  Would  that  include  delivery  in  the 
market  ? — No. 

7937.  How  much  more  would  they  charge  you 
for  delivery  upon  the  market  ? — One  instance 
I have  is,  that  4 s,  2 d.  is  charged  for  cartage, 
though  the  ordinary  rate  of  cartage  is  1 s,  6 d. 

7938.  AVhat  is  the  reason  the  company  have 
charged  4 s.  2 d.  in  this  instance  ? — I cannot 
quite  explain  it.  I am  giving  the  fact  as  stated 
to  me. 

7939.  AYhat  is  the  charge  from  Frodsham  to 
INIanchester  ? — I think  it  is  8 5.  4 d. 

7940.  And  the  distance,  I think,  is  about  30 
miles  ? — About  30  miles. 


7941.  ATou  have  compai’ed  those  distances 
with  rates  to  more  distant  j)laces ; do  you  know 
what  is  the  rate  to  Goole,  in  Y’orkshire  ? — It  is 
16  s.  for  a distance  of  85  miles  from  Man- 
chestei-. 

7942.  Take  the  rate  to  Nottingham;  svhat  is 
the  rate  for  potatoes  ? — Potatoes  from  AVhit- 
church  to  Birmingham,  a distance  of  65  miles, 
are  charged  14  .s.  6 d.  per  ton.  Then  I have  be- 
fore me  a case  in  Avhich  potatoes  from  Moles- 
worth  to  JManchester  were  feold  in  Manchester  at 
4 5.  a load,  tvhich  is  two  hampers;  the  charge 
paid  to  the  company  was  1 s.  4.^  d.  per  load. 

7943.  How  many  miles  tvould  that  be? — It 
would  be  about  30  miles.  The  rates  from 
Nottingham,  to  which  your  question  wms  directed, 
are  13  5.  4 cZ.  a ton  to  Manchester.  Then  taking 
Hull  and  Goole,  Hull  being  109  miles  from 
Manchester,  the  rate  is  16  s.  to  Manchester,  and 
to  Middlesbro’  also  16.9. 

7944.  AVhilst  it  is  6s.  Sd.  for  18  miles? — 
Yes. 

Sir  Edward  W atkin. 

7945.  Upon  these  Cheshire  stations,  are  you 
giving  the  rates  for  old  potatoes  in  sacks  or  in 
bulk,  or  new  potatoes  in  hampers  ? — Those  are 
new  potatoes  in  hampers.  I have  only  at  present 
given  one  instance  witlr  regard  to  new  potatoes, 
showing  that  1 s.  4gf?.  was  taken  out  of  the  4 s. ; 
the  others  are  for  the  old  potatoes  sent  loose  in 
the  trucks. 

Mr.  Paget. 

7946.  Do  you  know  what  is  the  rate  at  which 
potatoes  can  be  delivered  from  Belgium  ? — The 
rates  from  the  Channel  Islands,  and  Scotland, 
and  the  Continent,  are  from  Jersey  50s.,  for  340 
miles  to  Manchester ; that  includes  80  miles  by- 
sea  ; from  Ayrshire  and  the  district,  the  charge 
is  21  s.  8 d.  to  23  s.  4 d.  by  rail,  the  distance  being 
190  miles  ; from  Perth  and  district  the  charge  is 
from  25  s.  to  27  s.  6 d. 

• 7947.  Do  you  know  the  distance? — I cannot 

give  that  distance  ; from  Belgium  it  is  14  s.  per 
ton  to  Manchester.  Those  are  all  quoted  rates 
to  Manchester,  show-ing  the  difference  in  the 
changes  betw'een  freights  from  distant  places  and 
short  distances. 

Mr.  Bolton. 

7948.  But  the  last  quotation  is  nearly  all  sea 
passage? — From  Belgium  the  passage  is  partly 
by  sea. 

]\Ir.  Nicholson. 

7949.  The  Belgium  railways  bring  potatoes 
■which  go  by  way  of  Grimsby  or  Hull? — That 
is  so. 

Mr.  Paget. 

7950.  Your  object  in  producing  this  evidence 
is  to  show  that  the  rates  by’’  rail  for  short  dis- 
tances are  excessive? — Yes,  in  comparison  with 
those  for  longer  distances. 

7951.  The  operation  of  that  is  unfavourable 
In  the  neighbourhood  of  Ylanchester,  is  it  not? — 
It  is. 


7952.  Is 
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Mr.  Paget — continued. 

7952.  Is  that  a district  which  in  point  of 
climate  and  soil  is  favourable  for  the  growth  of 
fruit  and  vegetables  ? — Some  districts  lying 
around  Manchester  are  very  favourable  for  the 
growth  of  strawberries,  and  other  fruit  and 
vegetables.  The  districts  about  Timperley,  Bow- 
den, and  Altrincham  are  very  favourable  for  the 
growth  of  strawberries  and  vegetables,  and  in 
some  parts  of  Cheshire  there  is  a great  growth 
of  early  jiotatoes,  and  those  rates  I am  comparing 
with  the  rates  from  the  Continent  and  Scot- 
land. 

7953.  If  your  short  distant  rates  could  be 
reduced  to  anything  like  equal  terms  to  those 
from  long  distances,  it  would  be  a great  advan- 
tage to  all  your  districts  ? — It  would  be  a great 
advantage  to  us.  Our  j)roduce  only  a few  miles 
from  iManchester  is  subject  to  as  much  expense 
as  if  it  came  from  Yorkshire  in  many  cases. 

7954.  Y^ou  stated  that  the  rates  did  not  appear 
to  be  fixed  in  accordance  with  distance ; do  you 
happen  to  know  the  rate  from  Chester  to  Aber- 
deen for  seeds  ; is  that  40  s.  10  d.  a ton  ? — I be- 
lieve it  is. 

7955.  And  the  rate  from  Chester  to  Eccle- 
fechan,  which  is  a place  in  Dumfriesshire,  is 
also  40  s.  10  rf.?- — It  is. 

7956.  One  place  being  twice  as  far  as  the 
other  ? — It  is. 

7957.  And  that  is  an  example  you  give  to 
show  that  the  rates  do  not  appear  to  be  fixed  in 
proportion  to  the  distance  travelled  ? — That 
is  so. 

7958.  Xow,  with  regard  to  the  rates  for  the 
distribution  of  grain  from  Liverpool,  you  have 
also  complaints  that  the  rates  charged  are  ex- 
tremely high  for  short  distances? — That  is  so. 

7959.  And  that  they  do  not  appear  to  be 
charged  upon  any  fair  system  compared  with  the 
distance  the  goods  are  taken? — That  is  so. 

7960.  What  is  the  charge  from  Liverpool  to 
Winsford? — Six  shillings  and  tenpence. 

7961.  Ai'e  there  any  other  instances  you  can 
give  ? — The  rate  from  Liverpool  to  Sutton 
Weaver  is  6 .?. 

7962.  How  far  is  Winsford? — Winsford  is 
about  24  miles. 

7963.  How  far  is  Sutton  Weaver? — Sutton 
M eaver  is  practically  about  17  miles. 

7964.  So  that  for  that  distance  the  rate  is 
6 s.  ? — Yes. 

7965.  And  the  charge  for  24  miles  is  6 s.  10  d.  ? 
—There  are  two  diflerent  charges  from  Liver- 
pool, depending  upon  which  dock  the  traffic  is 
collected  at ; from  the  dock  near  the  railway  ter- 
minus the  charge  is  6 s.  10  d.  ; but  7 s.  1 d.  is 
charged  from  the  dock  a little  further  from  the 
railway  station,  and  the  same  thing  applies  in 
proportion  to  Sutton  Weaver. 

7966.  May  I take  it  from  you,  generally,  that 
to  stations  within  a distance  of  20  miles  of  Liver- 
pool, the  rates  are  generally  excessive? — Yes,  I 
can  give  other  instances  in  the  same  neighbour- 
hood ; I know  them  because  I deal  with  those 
places  myself.  I pay  5 s.  a ton  from  Sutton 
M eaver  to  Winsford,  if  I have  to  send  there, 
whereas  if  I sent  it  direct  from  Liverpool  to 
Winsford  I should  pay  6 s.  10  d.  a ton, 

7967.  Is  that  the  rate  for  two  tons  or  under  ? 

0.54. 
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— Yes,  not  under  four  tons.  I never  send  less 
than  four  tons  to  get  the  5 s,  rate. 

Mr.  Dillwyii. 

7968.  Does  that  include  collection  and  deli- 
very?— Xo,  it  includes  collection  in  Liverpool, 
but  it  does  not  include  delivery  at  Sutton 
Weaver;  conversely  it  does  not  include  collec- 
tion in  Sutton  Weaver,  because  I send  it  to  the 
railway  in  my  own  waggons. 

Mr.  Paget. 

7969.  With  regard  to  the  carriage  of  grain  for 
longer  distances,  what  is  the  rate  from  Liveiqiool 
to  Oxford  ? — Sixteen  shillings  and  twopence. 

7970.  Is  that  in  four-ton  loads? — Y^'es. 

7971.  Is  that  delivered  in  the  same  way  as  you 
describe  ? — Yes,  the  distance  is  135  miles. 

7972.  YVhat  is  the  rate  to  a station  called 
Darnell,  which  is  near  Sheffield  ? — I would  prefer 
to  take  Reading,  a distance  of  155  miles  from 
Liverpool,  for  which  the  charge  is  17  s.  10  d. ; 
from  Liverpool  to  Southampton,  a distance  of  185 
miles,  the  charge  is  23  s.  8 d. ; to  YVolverton  the 
charge  is  16  s.,  and  the  distance  is  128  miles  ; 
from  Lowestoft  to  Liverpool,  a distance  of  210 
miles  the  charge  is  21s.  per  ton  ; those  rates  are 
all  for  grain;  the  charge  of  21  s.  for  210  miles  is 
considerably  less  in  jiroportion  per  mile  than  the 
other  cases  1 have  cited  to  the  Committee. 

7973.  But  you  do  not  know  the  charge  from 
Liverpool  to  Darnell,  a station  close  to  Sheffield? 
— It  is  16  s. 

7974.  How  many  miles  would  that  be? — It 
would  be  about  the  same  distance  as  Sheffield. 

7975.  It  would  be  one-third  of  the  distance 
from  Liverpool  to  Oxford?  — Yes. 

7976.  The  rate  is  the  same? — Y^’es. 

7977.  Those  are  examples  of  rates  not  being 
fixed  in  accordance  with  the  railway  distance 
trayelled  ? — That  is  so  ; not  proportionately, 

7978.  And  also  of  excessive  rates  for  shoi’t 
distances? — That  is  so. 

7979.  Xow,  with  reference  to  hay  and  straw, 
could  you  give  the  Committee  some  instances  ? 
— I know  that  hay  and  straw  carried  from  Run- 
corn to  Liverpool  are  charged  5 s.  10  d.,  whereas 
from  Frodsham  the  rate  is  10  5.,  and  Fx'odshamis 
about  three  to  four  miles  further  away. 

7980.  So  that  the  company  appear  to  charge 
4s.  2d.  for  the  extra  four  miles ? — That  is  so. 

7981.  Ai'e  those  both  at  owner’s  risk  ? — They 
are  both  at  owner’s  risk. 

7982.  Would  that  be  in  large  quantities? — 
There  must  be  a ton  of  straw  or  30  cwt.  of  hay, 
and  the  prices  ai  e charged  as  if  they  were  in 
those  quantities  at  least. 

7983.  What  is  the  effect  upon  your  agricul- 
ture of  those  differences  with  regard  to  hay  and 
straw? — It  puts  a very  high  price  ujxon  straw; 
it  limits  the  sale  of  it  by  making  it  cost  so  much 
when  it  gets  to  Liverpool.  The  charges  are  ex- 
cessively high  upon  the  freight  of  hay  and  straw 
to  any  distances  between  20  and  30  miles  from 
Liverpool;  from  Warrington  to  Liverpool  the 
charge  is  made  of  14  s.  2 d. 

7984.  How  far  is  that? — Xinetcen  miles. 

X X 2 7985.  Does 
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Mr.  Bolton. 

7985.  Does  that  include  loading  and  unloading? 
— No,  the  farmer  sends  a man  to  load,  and  it  is 
fetched  away  by  the  purchaser ; I think  the  com- 
pany find  ropes  and  sheets  and  bind  it,  but  they 
do  not  put  much  labour  upon  materials  of  that 
kind. 

Mr.  Payet. 

7986.  Would  not  14.9.  2d.  per  ton  be  nearly  a 
prohibitive  rate  ? — It  is  for  straw,  which  is  selling 
now  at  less  than  3 Z.  a ton  ; the  freight  is  one- 
fourth  the  value  of  it. 

7987.  Do  you  know  any  cases  in  which  special 
rates  have  been  asked  for  potatoes  ? — Yes,  I have 
one  Instance  which  I can  turn  to ; I ajiplied  for 
a potato  rate  for  a distance  of  32  miles  for  two- 
ton  lots,  and  I have  had  one  granted  of  8 s.  4 d., 
in  comparison  with  the  next  station,  a distance 
of  29  miles,  where  the  rate  is  6 s.  8 d.,  and  also 
another  station,  a distance  of  40  miles,  where  the 
rate  is  7 s.  6 <Z. 

7988.  Those  are  all  special  rates,  are  they? — 
Those  are  all  special  rates  given  to  a dealer  on 
application. 

7989.  Do  the  rates  bear  any  kind  of  relation- 
ship or  proportion  to  each  other?  — Seven  shillings 
and  sixpence  is  asked  for  40  miles,  and  6 s.  S d. 
for  29  miles. 

Sir  Edward  fVatkin. 

7990.  Are  those  rates  for  the  same  sort  of 
potatoes? — Yes,  the  winter  jiotatoes. 

hlr.  Puget. 

7991.  Are  those  rates  upon  the  same  line  of 
railway? — Yes  ; they  would  go  from  Sandbach 
Station  in  that  case. 

7992.  Have  you  any  information  to  give  the 
Committee  with  reference  to  the  conveyance  of 
animals  ? — There  is  a pretty  general  complaint 
that  animals  are  charged  at  a higher  rate  per  mile 
than  the  maximum  rate  allowed  to  the  company. 
That  is  supposed  to  be,  or  ought  to  be,  4 d.  a 
mile,  but  5 d.,  6 d.,  and  7 d.  has  been  paid  ; a 
large  dealer  tells  me  that  fact,  and  he  also  tells 
me  that  preference  is  given  ; that  a low  rate 
especially  is  given  for  cattle  sent  from  Dublin  to 
England  in  this  way  ; that  the  cattle  can  go  to 
Birkenhead  for  less  money  than  to  Chester,  and 
it  is  his  practice  to  consign  his  cattle  to  Birken- 
head (he  is  a Chester  dealer),  and  get  them  back 
again  to  Chester,  and  by  that  course  he  saves 
something  like  10  d.  a head  on  cows. 

jMr.  Bolton. 

7993.  This  must  be  the  sea  rate,  must  it 
not? — No,  it  is  the  rate  from  Dublin  via  Holy- 
head. 

IMr.  Puget. 

7994.  Thi.s  is  a case  in  which  the  rate  from 
Dublin  via  Holyhead  to  Birkenhead  is  so  much 
lower  than  the  rate  to  Ch.cster  from  the  same 
])lacc,  that  it  answers  an  importer  to  consign  the 
cattle  to  Birkenhead,  and  then  to  re-rail  them 
back  again  I'rom  Birkenhead  to  Chester,  and 
make  an  absolute  profit  by  it? — That  is  so. 

7995.  Although  the  re-railing  involves  a large 
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number  of  miles  beyond  what  the  cattle  have 
already  travelled  ? — Yes,  it  takes  them  back  at 
least  15  miles  from  Birkenhead  to  Chester. 

7996.  Have  you  any  complaint  with  regard  to 
the  charge  when  a small  number  of  head  is  sent 
for  anything  under  a truck  load ; what  is  the 
rate  you  are  charged  for  four  head  of  cattle  ? — 
Two-thirds  of  a tvhole  truck. 

7997.  Was  that  the  charge  always  ? — It  used 
to  be  for  four  animals,  one-half  of  a small 
truck,  but  lately  we  have  had  to  jiay  for  four, 
two-thirds  of  a medium  truck  ; a small  truck  is 
charged  8 s.,  a medium  truck  9 s.  9 d.,  and  a large 
truck  Hi.;  this  is  for  cattle  and  sheep  from  Bir- 
kenhead to  Chester. 

7998.  The  result  of  that  high  chai’sre  for  a 
small  number  being  an  increased  charge,  as 
against  the  small  farmer  ? — Yes. 

7999.  Has  anything  taken  place  with  regard 
to  the  rates  you  are  charged  for  stock  taken  in 
horse  boxes? — Yes,  it  is  said  that  the  charge  is 
very  excessive  ; an  increase  of  25  per  eent.  is 
charged  for  a cow  in  a horse-box,  over  what 
w’ould  be  charged  for  a horse,  and  if  a bull  was 
being  sent  to  an  agricultural  show,  and  re- 
quiring two  compartments,  as  it  frequently  does, 
he  Avould  be  charged  double  the  rate,  and  the 
man  with  him  would  have  to  pay  his  fare  as  a 
passenger. 

8000.  What  is  the  result  of  that  on  shows  ? — 
On  agricultural  exhibitions  it  practically  limits 
the  number  of  cattle  that  are  exhibited.  That 
has  been  very  much  complained  of  by  the  Royal 
Agricultural  Society ; all  our  leading  societies 
are  comjdaining  of  that. 

Mr.  Bolton. 

8001.  Are  you  now  speaking  of  cattle  sent  at 
owner’s  risk? — Yes;  a little  while  ago  the  dif- 
ference was  50  per  cent  ; I believe  that  the  rail- 
way companies  have  conceded  a little  lately  in 
reply  to  remonstrances  made  to  them 

8002.  Can  you  understand  why  they  should 
make  that  difference  ? — They  have  their  reasons, 
and  I can  understand  they  do  not  wish  to  have 
these  cattle  in  horse-boxes ; they  do  not  want  to 
have  the  traffic.  Th.at  I have  given  to  me  as 
the  reason  why  the  companies  make,  what  they 
confess  is,  a heavy  charge. 

8003.  I may  take  it  as  your  opinion,  as  a mem- 
ber of  the  Royal  Agricultural  Society,  that  it 
would  bo  to  their  advantage  if  the  railway  com- 
panies Avould  concede  a little  more? — Undoubt- 
edly. 

Sir  Edtvard  TVatldn. 

8004.  I thought  you  did  not  reprc.sent  the 
Royal  Agricultural  Society  but  only  the  Cheshire 
Cliamber  of  Agriculture  ? — No,  but  lean  speak 
of  the  action  of  the  Royal  Agricultural  Society 
as  well  as  our  own  and  other  agricultural  so- 
cieties. 

INI  r.  Paget. 

8005.  Have  you  experienced  delay  with  re- 
ference to  the  transit  of  gt'ods? — Goods  are 
sometimes  delayed  a considerable  time  when  they 
pass  what  may  be  called  a central  station  ; goods 
sent  from  Chester  through  Crewe  to  a place  called 
Bctlay-road,  have  been  known  to  be  eight  or  ten 
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days,  and  practically  they  are  three  or  four  days 
in  transit,  though  the  distance  is  not  very  great. 
When  they  are  sent  in  small  quantities  they  are 
detained  a considerable  time,  as  a general  rule. 

8006.  Have  you  any  complaint  with  regard  to 
the  conveyance  of  butter,  eggs,  and  poultry,  as 
produced  by  people  in  villages  ? — The  rates  are 
excessive ; something  like  3 s.  6 d.  per  cwt.  is 
charged  for  the  conveyance  of  poultry  and  eggs 
to  a country  market  for  short  distances.  There 
are  some  districts  in  my  neighbourhood,  such  as 
"Wrexham  and  Whitchurch,  where  the  cottagers 
rear  a number  of  poultry,  and  produce  eggs  ; 
and  it  is  to  their  advantage  to  send  them  to  the 
nearest  market  town  when  they  do  not  go  with 
them ; the  rate  is  complained  of  as  being  high  ; 
3 s.  6 rf.  is  given  me  as  being  the  rate  in  one 
case  for  a distance  of  from  eight  to  ten  miles. 

Sir  Edward  Watkin. 

8007.  That  is  to  say,  at  the  I’ate  of  3 s.  6 d.  per 
cwt.  ? — Yes. 

8008.  And  for  half  a cwt.  it  would  be  1 s.  9 dP. 
—Yes. 

Mr.  Paget. 

8009.  And  if  the  railway  company  would  take 
those  goods  at  the  lower  rate,  it  would  be  of 
great  benefit  to  those  poor  people,  and  enable 
them  to  supply  eggs  and  poultry  at  a cheap  rate  ? 
—Yes. 

8010.  With  reference  to  the  carriage  of  seeds, 
do  you  know  whether  the  rate  is  the  same 
whether  it  is  for  1 cwt.  or  for  5 cwt.,  or  5 tons  or 
10  tons  ? — Up  to  5 cwt.  there  is  a higher  rate.  All 
the  rates  I have  been  quoting  have  been  upon  the 
ton  rate  ; but  there  are  different  weights  given 
for  the  carriage  of  seeds:  28  lbs.,  56  lbs.,  and 
112  lbs.  respectively. 

8011.  When  you  come  to  exceed  5 cwt.,  the 
goods  are  charged  upon  the  ton  rate  ? — They 
are. 

8012.  And  whether  there  are  5 cwts.  or 
10  cwts.  or  5 tons  or  10  tons  they  are  charged  at 
the  same  rate  ? — I think  so. 

8013.  I have  only  one  other  question  to  ask 
you,  and  that  is  with  regard  to  the  carriage  of 
manure  ; upon  that  point  I believe  you  com- 
plain that  the  agricultural  interest  have  certain 
difficulties  to  contend  with  ? — I know  a case  in 
which  a manure  manufacturer  was  charged 
2 5.  6 d.  for  the  delivery  of  manure  from  Widness 
to  W arrington,  a distance  of  eight  miles,  which  I 
understand  the  company  should  take  for  1 s.,  at 
the  rate  of  1^  d.  per  ton  per  mile  ; he  loads  the 
manure  in  his  own  yard,  so  that  there  is  no  load- 
ing by  the  company  at  all. 

Mr.  Bolton. 

speaking  of  farmyard  manure? 
— Jho,  artificial  manure  in  bags,  such  as  guano  or 
nitrate  of  soda  is  put  in. 

Mr.  Paget. 

8015.  That  would  be  at  the  rate  of  33  J.  ? — 
1 es. 

8016.  M hereas  yoir  say  the  highest  rate  that 
they  Avould  be  entitled  to  charge  would  be  11  c/.  ? 
—That  is  so. 

0.15. 


Chairman. 

8017.  Why  did  he  not  take  some  steps  to 
protect  himself? — He  gave  me  a reason  for  it. 

8018.  What  was  the  reason? — He  said  that 
the  railway  company  would  impede  his  business 
if  he  proceeded  against  them ; that  was  the 
reason  he  gave. 

Mr.  Puget. 

8019.  Have  you  had  any  difficulty  in  obtaining 
special  rates  if  there  happen  to  be  several  rail- 
ways?— Yes;  if  there  happen  to  be  several  rail- 
ways running  to  the  same  place,  a special  rate  is 
not  easily  got  until  the  railway  companies  have 
consulted  together.  d'hey  equalise  the  rate. 
Practically,  the  same  rate  is  charged  by  all  the 
companies  if  there  are  two  or  three  companies. 
In  the  case  of  Winsford  I know  the  two  com- 
panies charged  both  the  same  rate,  and  when  any 
proposition  is  made  to  one  company  for  a special 
rate,  the  usual  answer  is,  it  is  the  rate  we  have 
agreed  to  take ; we  are  in  tariff  with  the  other 
companies  and  must  keep  to  the  rate. 

8020.  And  you  cannot  get  any  answer  to  an 
application  for  a special  rate,  except  that  they 
must  take  time  to  consider  amongst  themselves 
Avhat  that  special  rate  should  be  before  that  rate 
can  he  Jiranted  ? — That  is  so. 

8021.  Now  I want  to  ask  you  one  or  two  ques- 
tions about  milk  : what  it  the  charge  per  pas- 
senger train  for  the  conveyance  of  milk  ? — Into 
Liverpool  or  Manchesj;er  from  stations  within 
from  20  to  30  miles,  anything  within  that  distance 
is  charged  1 d.  a gallon. 

8022.  Is  there  any  minimum  quantity  ? — The 
minimum  quantity  is  charged  1 5.  a can. 

8023.  What  would  that  be  per  ton  ? — About  18  s. 

8024.  How  is  that  milk  delivered? — It  is  deli- 
vered by  passenger  train ; the  sender  sends  a 
man  and  puts  the  milk  on  the  carriages,  and  when 
it  gets  to  Liverpool  or  Manchester  it  is  taken  off“ 
the  trucks  by  the  person  or  his  man  to  whom  it  is 
consigned,  no  labour  or  expense  devolves  upon 
the  company  practically,  excepting,  perhaps,  the 
loading  of  the  cans  going  home  again. 

8025. '  How  often  is  the  milk  sent  ? — It  is  sent 
twice  a day  In  the  summer  time. 

8026.  Has  the  rate  you  have  mentioned  always 
been  the  rate  ? — I believe  before  the  cattle  plague 
the  I’ate  was  considerably  lower. 

8027.  How  much  was  it? — It  was  a gallon 

at  very  many  of  the  stations  from  which  it  is  now 
charged  1 d. 

8028.  Do  you  believe  that  with  ^ d.  rate  there 
would  be  a large  increase  of  traffic? — I do,  and 
particularly  if  the  companies  would  give  facilities 
for  the  early  delivery  of  the  milk.  I have  lately 
made  this  arrangement,  and  I must  say  that  the 
railway  manager  in  my  district,  Mr.  Shaw,  of 
Lime-street,  is  ahvays  very  obliging  ; at  my  re- 
quest he  put  the  train  on  40  minutes  earlier  in 
the  morning,  and  the  effect  of  that  is  the  farmers 
ai’e  getting  a a gallon  mox’e  for  their  milk. 

8029.  You  think  that  if  the  raihvay  companies 
would  only  give  you  the  extra  facilities  of  an 
early  train,  and  the  old  rate  of  ^ d.,  it  would  tend 
to  the  doing  of  a larger  trade  ? — I am  quite  sure 
of  it ; I may  say  that  the  charge  for  sending 
milk  to  London  is  very  little  more  than  to  our 
large  towns  ; large  quantities  have  been  sent 
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during  the  winter  from  Beeston  to  London  at 
14  a gallon, 

8030.  How  far  is  that? — It  is  about  10  miles 
further  from  London  than  Crewe. 

8031.  It  would  be,  roughly  speaking,  about 
seven  times  as  far  as  to  the  places  you  have  been 
speaking  of? — Yes. 

8032.  Is  it  not  the  fact  that  most  of  the  people 
engaiced  in  airriculture  as  farmers  are  small  men, 
who  would  not  have  the  opportunity  themselves 
of  acquiring  tliis  information  which  you  have 
been  laying  before  us  ?— Quite  so. 

8033.  But  you,  acting  "as  secretary  for  the 
Cheshire  Chamber  of  Commerce,  and  also  acting 
as  secretary  for  the  Koyal  Manchester  and  Liver- 
pool and  Korth  Lancashire  Agricultural  Society, 
have  made  it  your  special  business  to  acquire  all 
the  information  in  your  poAver  to  give  to  the 
Committee?— I have. 

8034.  And  you  could  substantiate,  by  those 
AA'itnesses  you  have  quoted,  if  necessary,  any  of 
the  facts  Avhich  you  have  given  us  to-day  ? — 
Yes. 

Mr.  Bolton. 

8035.  You  stated  that  the  rates  in  some  cases 
Avere  in  excess  of  the  statutory  rates,  and  I think 
you  stated  that  Avas  the  case  in  regard  to  cattle 
carried  in  trucks  ; hoAV  do  you  ascertain  that? — 
By  the  sum  tliat  Avas  paid  for  the  truck. 

8036.  But  hoAv  did  you  ascertain  AA^hat  was  the 
statutory  rate? — I gave  it  to  you  as  the  experi- 
ence of  a dealer. 

8037.  You  are  quite  sure  that  that  AAvas 
correct?  — I quite  believe  the  statement  he 
made. 

8038.  Then  Avhy  do  you  not  appeal  to  the 
KailAvay  Commissioners  ? — Would  it  be  any  use, 
I Avas  going  to  ask.  As  Mr.  Paget  has  just  said, 
there  is  not  much  inclination  amongst  farmers  to 
appeal  to  the  Eaihvay  Commissioners;  I do  not 
say,  moreover,  that  I knoAv  it  as  a fact,  but  that 
it  Avas  stated  to  me  by  a person  upon  AA’hose 
veracity  I could  rely  that  the  rate  has  been  as 
loAv  as  4 d.  a mile,  though  5 d.  is  considered  a fair 
charge ; some  stock  I have  received  lately  have 
been  charged  upon  the  OsAvestry  line  1 d.  n 
mile. 

8039.  What  is  the  reason  they  have  not  gone 
to  the  court  ? — The  trouble  that  it  Avould  be ; 
and  an  idea  also  exists  as  to  the  difficulty  of 
getting  redress. 

Chairman. 

8040.  There  is  a far  simpler  remedy  than  that 
Avhich  you  could  have ; you  could  go  to  the 
county  court  to  get  redress  for  overcharge  ? — 
Still  there  is  the  trouble  and  the  uncertainty  in 
either  case. 

Mr.  Bolton. 

8041.  Why  have  you  not  taken  the  trouble  to 
do  so  ? Let  us  assume  that  your  allegation  is 
correct ; that  the  raihvay  companies  are  charging 
in  excess  of  their  statutory  poAvers,  and  that  you 
have  the  county  court  open  to  you  for  redress; 
Avhat  other  remedy  do  you  propose? — None,  ex- 
cept this  that  Ave  are  uoav  taking. 


Mr.  Bolton — continued. 

8042.  What  is  that  ? — Making  knoAvn  the 
facts  to  the  Committee. 

8043.  Would  it  not  be  better  to  carry  the  case 
even  to  the  county  court,  if  you  do  not  Avish  to 
go  before  the  Raihvay  Commissioners  ?— It  does 
not  suit  my  business  to  do  it  in  that  AA'ay.  One 
has  a good  deal  of  litigation  Avith  the  raihvay 
companies  if  you  once  go  in  for  it.  I have,  my- 
self, put  up  Avith  AA'hat  I considered  excessive 
charges  frequently  because  of  the  uncertainty, 
difficulty,  and  trouble  of  getting  any  redress. 

8044.  ITou  spoke  of  the  classification  as  being 
unfair,  and  you  gave  some  instances  of  the  clas- 
sification of  seeds  and  ])lants  and  castings ; noAv 
do  you  know  Avhat  classification  seeds  are  can-ied 
in?— I do  not  think  I know  the  number  of  the 
classification  ; that  you  have  in  your  book. 

8045.  I find  the  classification  for  seeds  varies 
from  the  special  to  the  third  class ; and  the  clas- 
sification for  plants  from  the  special  to  the  fifth ; 
what  do  you  complain  of  there? — The  com- 
plainant Avhom  I represent  seems  to  put  them  all 
in  one  class. 

8046.  If  you  Avill  take  this  copy  of  the  Eail- 
Avay  Clearing  House  classification,  and  turn  to 
page  55,  you  Avill  see  the  classification  under  the 
letter  “C.’’? — I have  quoted  from  books  Avhich 
have  been  prepared  by  raihvay  authorities  in 
Chester,  and  only  one  price  is  given  there  for 
plants  and  for  seeds ; the  OAvner’s  risk  and  the 
company’s  risk  is  the  only  difference  that  my  cor- 
respondent has  given  to  me. 

8047.  Will  you  just  open  that  book  at  page  55  ; 
but  Avill  you  first  look  at  the  printed  paper  on  the 
front  of  it,  and  read  Avhat  it  says? — Every  such 
book  shall,  during  all  reasonable  hours,  be  open 
to  the  insjiection  of  any  person  Avithout  the  pay- 
ment of  any  fee.”  I may  say  I have  applied  for 
this  boolf  at  one  or  tAvo  stations,  and  have  ahvays 
had  it  handed  to  me. 

Sir  Edward  Watkin. 

■ 8048.  But  there  is  a difference  of  ten  thousand 
per  cent.  betAveen  choice  floAver  seeds  and 
common  grass? — But  the  rates  I have  given  are 
for  ordinary  seeds ; quotations  given  to  the 
Messrs.  Dickson  chiefly  for  grass  seeds,  and  not 
for  floAver  seeds,  Avhich  are  in  a different  class. 

Mr.  Paget. 

8049.  The  seeds  Avith  regard  to  Avhich  you 
have  giA'en  your  evidence  are  what  may  be 
termed  agi’icultural  seeds,  are  they  not? — Yes. 

8050.  And  they  Avould  all  come  in  according 
to  this  book  in  Class  2 ; or  if  they  Averc  taken  at 
OAvner’s  risk  they  Avould  come  in  Class  1 ? — That 
is  all  that  is  stated  to  me. 

Mr.  Bolton. 

8051.  Then  Avhat  is  your  complaint? — That 
the  plants  are  charged  at  higher  rates,  and  that 
common  ])lants,  of  Avhich  large  quantities  go,  are 
put  in  a high  class. 

8052.  If  you  turn  to  page  49  you  Avill  see  Avhat 
you  are  referring  to  ? — Quicksets,  for  example, 
are  a common  kind  of  article  Avhich  are  charged 
the  full  price ; that  is  our  complaint. 

8053.  But  I think  you  Avill  find  that  that 
cannot  be  correct,  because  you  Avill  find  the  quick 
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Mr.  Bolton — continued. 

plants  are  classed  in  the  second  class  ? — Bedding 
plants  are  carried  second  class. 

8054.  How  are  they  carried? — They  are  car- 
ried at  owner’s  risk.  Bedding  plants,  such  as 
geraniums  in  pots  are  sent  at  the  higher  rate  that 
I have  quoted. 

8055.  But  would  they  not  occuj^y  agread  deal 
of  room  ? — No  doubt  they  would. 

8050.  Do  you  think  there  is  anything  unfair  in 
charging  plants  packed  up  in  baskets  with 
matting,  and  so  on,  a higher  rate  than  seeds?  — 
No,  they  certainly  would  take  up  more  room  that 
way. 

8057-  Do  not  you  think  there  is  some  fairness 
in  putting  plants  in  a higher  classification  than 
seeds  ? — Yes,  no  doubt ; but  not  too  high. 

8058.  But  you  were  complaining  of  the  classi- 
fication ? — Yes,  as  being  too  high  in  some  cases. 

8059.  I think  the  high  classification  for  plants 
only  applies  to  plants  in  big  boxes,  and  covered 
up,  and  occupying  a great  deal  of  room  ? — The 
complaint  I make  in  regard  to  plants  is  that  such 
as  rhododendrons  are  cliarged  122  5.  6 <7.  a ton,  as 
against  38  s.  for  seeds. 

8060.  Would  not  the  rhododendron  plants 
occupy  a great  deal  of  space  as  compared  with 
the  space  occupied  by  the  seeds? — Yes,  but  not 
the  space  equal  to  the  difference  of  charge. 

8061.  You  complained  about  a casting;  I 
think  the  casting  of  which  you  complained  was 
charged  in  the  5th  class? — I do  not  know  about 
the  class  in  which  it  is  charged,  but  I recollect 
the  price  that  was  charged. 

8062.  Will  you  turn  to  page  23  ; do  you  find 
any  class  given  there  for  castings  ? — I am  quite 
sure  it  was  in  the  fourth  or  the  fifth. 

8062*.  Then  it  must  have  been  in  contraven- 
tion of  the  custom  rather  than  an  excessive 
charge.  Now  you  complain  of  the  difference 
between  the  owner’s  risk  and  the  company’s  risk ; 
what  is  your  complaint  there  ; do  you  want  the 
rates  for  goods  carried  at  owner’s  risk  raised  ? — 
No,  we  complain  that  if  we  have  to  pay  at  com- 
pany’s risk,  it  is  a great  deal  more  than  ought  to 
be  charged. 

8063.  Do  you  suffer  much  loss? — Not  often. 

Mr.  Payet. 

8064.  Your  evidence  was  to  the  effect  that 
these  risks  did  not  bear  an  equal  proportion,  but 
that  they  differed  20  per  cent.,  40  per  cent.,  and 
60  per  cent,  for  the  same  thing? — lhat  is  so. 

Mr.  Bolton. 

8065.  Do  you  want  the  rate  for  goods  carried 
at  owner’s  risk  to  be  increased? — No,  I think 
there  is  hardly  any  necessity  for  the  rate  for 
company’s  risk  being  charged. 

8066.  Do  you  send  at  the  company’s  risk  ? — I 
always  send  at  my  own  risk. 

8067 . And  do  you  suffer  much  ? — I have  never 
suffered. 

8068.  Then  why  do  you  object  to  the  nominal 
charge  for  the  company’s  risk  ? — But  it  is  not  a 
nominal  charge. 

8069. ^  But  it  is  nominal  to  you  if  you  do  not 
use  it ; if  you  do  not  use  it  it  does  not  matter  to 
you  because  you  do  not  suffer  by  it? — But  if  we 
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had  it  a little  lower  we  might  use  it  more  ; as  a 
man  of  business  I might  prefer  the  security. 

8070.  But  when  you  have  sent  either  way, 
you  have  not  suffered,  have  you  ? — I am  bound 
to  say  that  when  I have  had  any  small  claims, 
they  have  always  been  settled  without  difficulty. 

807 1 . You  complained  of  the  high  rate  charged 
from  Chester  to  London,  compared  to  the  rate 
upon  the  article  produced  in  America  of  a similar 
chai'acter  from  Liverpool  to  London? — Yes. 

8072.  7tnd  you  gave  the  Committee  the  .sea 
rate  from  New  York  to  Liverpool  ? — Yes. 

8073.  What  is  the  rate  from  New  York  to 
London,  taking  the  ship  rate  ? — I do  not  know 
that. 

8074.  How  do  you  make  out  that  that  is  a dis- 
advantage, or  any  injury  whatever  to  the  Cheshire 
farmer  ? — Because  the  Cheshire  farmers’  cheese 
cost  16  s.  a ton  more  than  American  cheese  costs 
to  come  to  London. 

8075.  No;  that  is  wrong,  because  the  ship 
rate  from  New  York  to  Liverpool  you  say  is  305., 
and  the  rate  from  Liverpool  to  London  is  25  5., 
which  makes  55.?.,  whereas  the  Cheshire  rate  is 
42  s.  ? — But  I was  comparing  the  rate  from  Liver- 
pool to  London. 

8076.  But  seeing,  as  you  yourself  admit,  that 
the  ship  rate  from  New  York  to  Liverpool  at 
30  5.,  and  the  railway  rate  from  Liverpool  to 
London  255.,  whereas  your  own  quotation  from 
Cheshire  to  London  is  425.,  how  do  you  make  out 
that  you  are  damnified  ? — Presumptively  we  are 
damnified  in  the  difference  of  the  freight;  we 
say  that  if  the  company  can  carry  from  Liver- 
pool to  London  for  255.,  why  should  they  make 
us  pay  425.  from  Cheshire. 

8077.  1 ask  how  is  that  an  injury  to  you  ? — I 
should  say  it  was,  because  you  are  carrying  the 
American  goods  at  a lower  rate  from  Liverpool 
to  London  than  the  Cheshire  article. 

8078.  Has  it  not  occurred  to  you  that  the  rate 
from  New  York  to  London,  whether  it  is  via 
Liverpool  or  direct  to  London,  must  be  about 
the  same  rate  ?—  I never  thought  of  that  before. 

8079.  Why  should  a shipper  from  New  York 
send  his  goods  via  Liverpool  at  a higher  rate  than 
he  can  send  them  round  to  Loudon? — No  doubt 
he  would  look  at  that. 

8080.  Even  if  they  were  carried  free  from 
Liverpool,  the  cost  would  be  the  same  to  London 
going  round  by  sea? — Putting  it  in  that  light,  I 
suppose  it  would  be  so. 

8081.  How  does  it  injure  the  Cheshire  farmer 
that  the  Liverpool  rate  enables  the  article  to 
come  by  rail? — We  tliink  we  are  injured  by  the 
fact  that  the  railway  company  are  carrying  the 
same  class  of  goods  20  miles  further  for  175. 
less. 

8082.  Supposing  that  the  railway  company 
could  not  carry  a single  ounce  of  it  from  Liver- 
pool, would  it  not  all  come  round  to  London  ? — 
Yes,  no  doubt  it  would. 

Mr.  Payet. 

8083.  Is  not  cheese  an  article  which  is  liable 
to  Injux'y  in  the  hold  of  the  ship? — No  ; I do  not 
think  it  is. 
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Mr,  Bolton. 

8084.  Now,  will  you  tell  me  how  would  you 
be  injured  by  its  coming  via  Liverpool,  instead 
of  coming  to  London  direct? — I am  afraid  you 
have  the  best  of  the  argument  there. 

8085.  And  then  what  would  apply  to  cheese 
would  aj)ply  to  meat? — I suppose  it  would. 

8086.  You  have  told  the  Committee  about 
seeds,  and  have  given  a quotation  from  Paris  to 
Chester,  of  27  s.,  and  from  Weymouth  to  Chester, 
of  35  s. ; how  does  that  affect  the  Cheshire  farmer? 
— It  affects,  in  the  first  instance,  the  Cheshire 
seedsman  ; he  cannot  sell  his  seed  ; but  the  same 
argument  holds  as  you  have  just  put  to  me. 

8087.  You  gave  the  Committee  a case  of 
cartage  of  4 s.  2 (7. ; I could  not  catch  the  name 
of  the  place  ; you  said  the  ordinary  cartage  was 
1 5.  6 d.,  but  the  railways  charged  4 s.  ‘Id.  ? — I 
said  the  railway  company  did  charge  4 s.  2 d.  in 
this  case. 

8088.  Did  the  railway  company  compel  the 
sender  to  use  their  carts  at  that  rate  ? — I believe 
if  the  potatoes  are  consigned  to  the  company  to 
deliver  in  the  market,  the  railway  company 
charge  their  own  price  for  delivery, 

8089.  That  is  natural,  is  it  not  ? — It  is. 

8090.  But  the  receiver  has  the  option  of  doing 
the  carting  himself? — I am  not  quite  sure  of 
that ; I am  not  conversant  with  that  part  of  the 
business  personally ; as  I said,  I have  quoted  from 
a letter  Avhich  had  come  to  me,  and  which  I have 
here. 

8091.  Then  you  spoke  of  unequal  charge  from 
Chester  to  Aberdeen,  and  Chester  to  Eccle- 
fechan,  one  place  being  double  the  distance  of 
the  other ; did  you  ever  send  any  seeds  to  Eccle- 
fechan  yourself? — No. 

8092.  Do  you  know  anybody  who  did? — The 
Messrs.  Dickson  have  done  so,  I believe. 

8093.  Do  you  know  where  it  is  ? — No,  I have 
simply  acted  in  this  matter  as  the  representative 
of  a large  body. 

8094.  Would  you  be  surprised  to  hear  that  Eccle- 
fechan  is  simply  a small  village  in  a district  which 
in  Cheshire  you  would  hardly  call  an  agricultural 
country  ? — But  these  seeds  go,  to  my  knowledge, 
to  many  small  villages  in  Wales  in  very  con- 
siderable quantities, 

8095.  MTat  do  they  do  with  them  ? — They 
sow  them  for  clover. 

8096.  From  Chester  to  Aberdeen  why  should 
a man  send  seeds  by  rail  at  all ; you  said  there  was 
no  sea  competition,  I think  ? — There  are  no  ves- 
sels come  to  Chester,  I think,  from  Aberdeen. 

8097.  I should  think  not;  who  Avould  think 
of  sending  seeds  from  Chester  to  Aberdeen ; 
Avliat  class  of  seeds  would  go  from  Chester  to 
Aberdeen  ? — I cannot  answer  that  question  as  to 
seeds,  but  I have  the  complaint  here,  and  I know 
that  quickthorns,  and  that  class  of  plants,  fir 
ti-ees,  and  so  on,  are  brought  from  Aberdeen  to 
Chester ; I have  had  from  this  seedsman  vetches 
grown  in  Scotland  down  to  Chester. 

8098.  Have  you  had  any  quantity  ? — Yes,  10 
sacks. 

8099.  Was  that  the  only  case  within  your 
knowledge  ? — Yes,  that  Avas  the  only  case  Avithin 
my  knoAvledge ; in  that  case  it  Avas  imported 
specially, 

8100.  Was  it  imported  into  Aberdeen  ? — No, 
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it  was  brought  from  Scotland  to  my  orders  by 
the  seedsman. 

8101.  From  Aberdeen? — No,  not  from  Aber- 
deen in  this  instance. 

8102.  But  you  took  two  places,  Aberdeen  and 
Ecclefechan,  to  show  the  absurdity  of  the  rates, 
and  you  said  it  Avas  40  s.  10  d.  for  one  half  the 
distance,  viz.,  to  Ecclefechan,  as  compared  Avith 
40s.  10  d.  to  Aberdeen? — Those  are  facts  that 
the  Messrs.  Dicksons  have  handed  to  me. 

8103.  But  you  know  nothing  of  Avhether  it  is 
more  than  a nominal  traffic  ? — I do  not  knoAv 
that  it  is  a large  traffic,  but  I am  quite  sure  that 
some  traffic  is  done. 

8104.  In  the  course  of  your  own  experience 
you  have  once  known  10  sacks  of  vetches  sent 
from  Scotland  ? — I have  known  more  than  that, 
but  that  has  been  only  my  own  experience.  I 
have  not  had  occasion  to  get  any  more  in  that 
way. 

8105.  You  also  complained  very  much,  I think, 
of  the  high  rates  for  short  distances,  and  the  high 
rates  on  potatoes,  particularly  for  short  distances, 
from  Cheshire  to  Manchester  ; I think  those 
Avere  new  potatoes  Avhich  you  were  speaking  of  ? 
— Yes,  they  Avere. 

8106.  How  Avas  that  traffic  conducted? — By 
the  raihvay  companies  in  the  ordinary  Avay  ; that 
is  carted  to  the  stations  and  loaded  by  hampers 
on  to  the  trucks. 

8107.  They  require  to  be  deliA'ered  in  Man- 
chester at  an  early  hour,  do  they  not  ? — They 
require  speedy  delivery. 

8108.  And  it  is  rather  an  expensive  traffic  to 
conduct  ? — It  is. 

8109.  Do  you  not  think  that  for  short  distances 
a someAvhat  higher  rate  is  necessary  to  compen- 
sate the  company  than  for  the  long  distances  ? — 
That  is  so. 

8110.  You  spoke  of  the  high  rate  on  straAV  and 
hay  ; you  spoke  of  straAV  at  3 7,  a ton  ; is  that  a 
common  rate  ? — Yes,  indeed  it  is  not  quite  that 
much  noAv. 

8111.  From  Runcorn  to  Liverpool  is  there  not 
sea  competition? — Yes. 

8112.  Is  not  that  the  cause,  do  you  suppose,  of 
the  loAv  rate  ? — I should  suppose  it  Avas. 

8113.  Then  Avhat  advantage  Avould  it  be  to  the 
community  at  Runcorn  if  the  rate  Avas  put  up  to 
an  equality  Avith  that  from  Frodsham  ? — The  ad- 
vantage I Avill  suggest  Avould  be  that  Avhich 
AAmuld  come  to  the  Frodsham  people  if  the  rate 
Avere  put  doAvn. 

8114.  The  fact  of  there  being  sea  competition 
betAveen  Liverpool  and  Runcorn  should  be  made 
to  apply  where  there  is  no  sea  ? — That  is  to  say. 
If  it  AA’ould  pay  the  company  to  take  the  goods 
at  5 .f.  betAveen  Runcorn  and  Liverpool,  it  would 
pay  them  to  take  it  at  the  same  rate  from  Liver- 
pool to  Frodsham. 

Mr.  Gregory. 

8115.  I su])pose  you  assume  that  the  rate  for 
cheese  from  Liverpool  to  London  is  a remunera- 
tive rate  to  the  raihA’ay  companies  ? — Yes. 

8116.  And  it  folloAVS  from  that,  that  the  rate 
from  Cheshire  on  cheese  is  considerably  more 
than  a remunerative  rate  ? — That  is  Avhat  I 
thought. 

8117.  You 
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Mr.  Greyory — continued. 

8117.  You  claim  to  have  the  cheese  carried  at 
what  is  a remunerative  rate  to  the  companies  ? — 
That  is  all  I ask. 

8118.  You  ask  to  be  put  on  terms  with  other 
people,  providing  the  rates  that  other  people  are 
carried  for  are  remunerative  rates  ? — That  is 
all. 

8119.  Now,  with  regard  to  short  distances,  I 
understood  your  contention  was  that  the  charges 
for  those  short  distances  were,  practically,  jiro- 
hibitive  in  some  cases  ? — I will  not  say  prohibi- 
tory, but  they  are  very  much  higher  propor- 
tionately to  the  long  distances. 

8120.  Have  they  a tendency  to  check  produc- 
tion ? — I would  not  say  that,  but  I would  say 
that  if  the  rates  were  lower  there  would  be  more 
business  done,  and  people  would  be  more  likely 
to  increase  the  production. 

8121.  If  the  rates  were  lower  would  not  the 
consumer  get  the  benefit  of  that  loivering  ? — He 
must  ultimately  get  it. 

8122.  There  would  be  more  production,  and 
the  produce  would  be  conveyed  to  him  at  a 
cheaper  rate  ? — Yes. 

8 1 23.  Did  I understand  you  to  say  that  straw 
was  3 /.  a ton  ? — It  is  not  quite  3 but  it  was 
quoted  as  being  sold  at  that  in  the  Liverpool 
market  the  other  day. 


M r.  Gregory  — continued. 

8124.  What  is  the  rate  of  carriage  for  straw? 
— The  rate  is  from  1-5  5.  to  18  s.  generally  ; as  I 
say,  from  Frodshain,  one  of  the  nearest  places 
from  which  large  quantities  go,  the  price  of  the 
carriage  is  10  5. 

8125.  That  is  to  say,  it  is  1 s.  6 d.,  the  value  of 
the  article  ? — Yes. 

8126.  What  distance  is  that? — I think  liun- 
corn  is  10  miles,  and  Frodsham  is  three  or  four 
further;  the  rate  is  5 s.  10  ^/.  to  Liverpool  from 
Runcorn. 

8127.  Is  that  within  the  statutory  power  of 
the  company  ? — I have  not  looked  into  that. 

8128.  Now,  taking  milk  at  1 d.  a gallon  for  20 
miles,  is  that  within  the  power  of  the  company  ? 
— That  is  a point  I cannot  speak  to,  but  I am 
told,  and  I remember,  that  it  was  carried  at  a 
lower  rate  before  the  cattle  plague. 

8129.  What  was  the  reason  of  sending  up  the 
rate  ? — After  the  cattle  plague  there  was  a very 
short  quantity  went,  but  when  cattle  again  be- 
came more  numerous  in  the  county,  there  was 
more  milk  sent. 

8130.  I was  going  to  ask  you  if  the  same  reason 
existed  now  ? — Not  at  all ; the  quantity  has 
greatly  increased. 
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Thursday,  '2nd  June  1881. 


MEMBERS  PRESENT: 

Mr.  Ashley. 

Mr.  Barnes. 

Mr.  Callan. 

Lord  Randolph  Churchill. 

Mr.  Dillwyn. 

Mr.  Gregory. 

Mr.  Lowther 

The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Monk. 

Mr.  Mulholland. 

Mr.  W.  N.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  Richard  Paget. 
Mr.  Sclater-Booth. 

Sir  Edwai'd  Watkin. 


Vlr.  John  R.  Wigham  and  Mr.  John  M.  Inglis,  called  in ; and  Examined. 


Chairinan. 

8131.  (To  Mr.  Wigham.)  I BELIEVE  you 
represent  the  Chamber  of  Commerce  of  Dublin  ? 
— I am  chairman  of  the  Parliamentary  Com- 
mittee of  the  Cliamber  of  Commerce  of  Dublin. 

8132.  I think  you  wish  to  present  a memorial 
from  that  body  ? — I do. 

8133.  Will  you  read  it?  — “ The  Dublin 
Chamber  of  Commerce  was  incorporated  under 
the  sanction  of  the  Board  of  Trade  for  the  follow- 
ing, among  other  objects,  viz. : to  promote  the 
commercial,  manufacturing,  shipping,  and  carry- 
ing interests  of  the  City  of  Dublin,  and  to  take 
cognizance  of,  and  investigate  such  matters  as, 
affecting  the  commerce,  manufactures,  shipping, 
and  carrying  trade  of  Ireland  generally,  must 
necessarily  influence  those  of  the  metropolis. 
To  appear  and  represent,  or  advocate  before  any 
court,  council,  commission,  body  corporate,  or 
person  in  authority,  the  views  of  the  Chamber  of 
Commerce  in  relation  to  any  matter  in  any  wise 
affecting  the  trade,  manufactures,  or  shipping  of 
the  City  of  Dublin.  In  fulfilment  of  these 
objects,  the  council  of  the  Chamber  of  Commerce 
having  had  its  attention  called  to  the  subject  of 
railway  charges,  and  to  the  fact  that  a Select 
Committee  of  the  House  of  Commons  had  been 
appointed  to  take  evidence  thereon,  directed  its 
Parliamentary  Committee  to  confer  with  the 
leading  merchants  and  traders  of  the  city,  and 
to  present  a re{)ort  embodying  the  information 
obtained,  and  the  views  of  the  Committee  on 
the  subject.  The  Committee  accordingly  pre- 
sented the  following  rei)ort,  which  wms  unani- 
mously adopted  by  the  council,  and  ordered  to 
he  submitted  to  the  Select  Committee  of  the 
House  of  Commons,  as  a contribution  from  the 
Dublin  Chamber  of  Commerce  to  the  inquiry  now 
being  made  by  Parliament”  : “ Dublin  Chamber 
of  Commerce,  Re{)ort  of  Parliamentary  Com- 
mittee on  Railway  Rates.  Your  Committee 
report,  that  in  accordance  with  the  instructions 
of  the  council,  they  consulted  a number  of 
gentlemen  representing  various  trades,  and  from 
the  information  thus  obtained,  they  believe  that 
evidence  can  be  produced  to  prove  the  following 


Chair  man — continued. 

propositions:  (1.)  That  iii  some  cases,  especially 
for  short  distances,  rates  are  charged  by  railway 
companies  in  excess  of  those  authorised  by  special 
Acts  of  the  companies.  This  applies  chiefly  to 
the  higher  classes  of  goods.  (2.)  That  pi-efer- 
ential  rates  are  in  many  cases  granted  to 
particular  towns*  and  districts.  This  may 
generally  be  traced  to  the  efi’ect  of  competition 
with  other  lines  or  with  steamers.  (3.)  That 
there  is  strong  reason  to  believe  that  preferen- 
tial rates  are  also  granted  to  individual  firms  and 
companies,  but  it  is  for  obvious  reasons  difiicult 
to  obtain  much  evidence  on  this  point.  (4.)  That 
through  rates  are  not  fixed  on  any  definite  system 
based  on  proportionate  distance  or  cost  of  carriage, 
but  appear  to  be  regulated  almost  altogether  by 
the  extent  to  which  competition  exists,  so  as  to 
amount  to  the  creation  of  preferential  rates  to 
certain  places,  even  in  some  cases  making  the 
through  rate  from  English  towns  via  Dublin  to 
places  ■ in  Ireland,  less  than  the  local  rate  from 
Dublin  to  the  same  places.  (5.)  That  competi- 
tion in  through  traffic  by  steam  companies  not 
connected  with  the  Railway  Conference,  is  ren- 
dered in  many  cases  practically  impossible  by 
combination  between  the  conference  companies 
and  the  raihvays,  by  which  the  through  rate  has 
been  reduced  from  time  to  time  for  the  special 
merchandise,  and  to  and  from  the  particular 
places  affected  by  such  competition,  while  the 
local  railway  I'ate  has  been  kept  up,  so  that  no 
margin  is  left  for  cross  channel  freight  for  the 
independent  steamship  companies.  Under  the 
circumstances,  while  your  Committee  consider 
that  the  statements  laid  before  them  are  sufficient 
to  justify  the  council  in  adopting  the  foregoing 
proposition,  they  think  that  the  council  should 
guard  itself  against  being  made  responsible  for 
the  details  of  the  evidence  that  mav  be  given  in 
support  of  them.  From  among  the  persons  with 
whom  the  Committee  have  been  in  consultation 
as  to  the  details  of  the  foregoing  propositions, 
they  recommend  that  the  names  of  Mr.  Thomas 
Pirn,  junior,  and  Mr.  David  Roberts,  be  submitted 
to  the  Select  Committee  of  the  House  of  Com- 
mons 
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mona,  as  persons  likely  to  give  valuable  evidence 
upon  the  points  in  question.  They  further 
recommend  that  the  council  send  forward  the 
names  of  one  or  two  of  its  own  body  to  the  Select 
Committee,  to  submit  the  views  of  the  council  as  to 
the  foregoing  propositions,  and  those  which  follow, 
which  they  recommend  for  the  adoption  of  the  coun- 
cil. (1 . ) That  the  powers  conferred  on  the  Railway 
Commission  having  proved  of  great  value,  and 
having  been  exercised  with  much  benefit  to  the 
public,  it  is  desirable  that  the  court  should  be 
made  permanent,  and  its  powers  confirmed  and 
extended.  (2.)  That  the  existence  of  irregu- 
larities in  the  rates  of  charges  and  arrangements 
of  the  railway  companies  generally  proves  that 
private  individuals  are  unaWe  or  unwilling  to  en- 
force their  rights  as  against  railway  companies, 
and  therefore  some  arrangement  should  be  made 
by  which  the  interests  of  the  public  would  be 
protected  and  their  legal  rights  enforced  without 
entailing  serious  cost  and  responsibility  on  indivi- 
duals. (3.)  That  chambers  of  * commerce  and 
agriculture,  and  other  similar  bodies  specially 
conversant  with  matters  affecting  the  trade  and 
commerce  of  their  respective  localities,  should 
have  a locus  standi  before  the  Commissioners ; 
that  is  signed  by  myself.  Statements  and  sugges- 
tions were  also  made  to  the  Committee  on  the 
following  points  : — (A.)  That  exact  information 
in  detail,  on  some  branches  of  the  subjects  above 
referred  to.  is  not  readily  accessible,  and  that  it  is 
diflScult  to  obtain  from  railway  companies  infor- 
mation as  to  classification  and  rates  ; means 
should  therefore  be  adopted  to  ensure  that  the 
rate  books  and  tariffs  of  railway  comjianies  should 
be  readily  accessible  at  all  reasonable  times  to 
the  public,  and  that  such  rate  books  and  tariffs 
should  be  so  drawn  up  as  to  be  easily  intelligible, 
and  should  distinguish  between  the  charges  for 
conveyance  and  for  terminals  respectively.  (B.) 
That  the  classification  of  goods  by  the  different 
railway  companies  is  extremely  various  and  com- 
plicated, and  that  one  uniform  system  of  classifi- 
cation of  goods  ought  to  be  fixed  for  all  the 
railways  of  the  kingdom.  (C.)  That  rates  and 


Mr.  Thomas  Pim,  Jun., 
Chairman, 

8137.  You  are  a partner  in  the  firm  of  Messrs. 
Pim  Brothers,  of  Dublin  ?- — I am. 

8138.  The  first  head  of  your  evidence  is  with 
regard  to  illegal  charges  made  by  railway  com- 
panies. Will  you  please  state  to  the  Committee 
what  you  have  to  say  upon  that  head  ?- — The  first 
railway  company  that  I will  allude  to  is  the  Mid- 
land Great  Western  Railway  Company,  and  by- 
their  Act  of  Parliament  5 d.  is  tlie  maximum 
per  ton  per  mile  which  they  are  allowed  to 
charge. 

8139.  Is  that  upon  the  highest  class  of  goods  ? 
— Yes,  upon  the  highest  class.  Now,  I find 
from  their  own  rate  books,  taking,  for  example, 
the  town  of  Mullingar,  50^  miles  from  Dublin, 
that  the  charge  to  that  place  is  38  s.  4 d.,  which 
is  equal  to  9’15rf.  per  mile.  Now,  as  well  as  1 
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charges  should  be  fixed  on  a general  principle  of 
equality  both  as  regards  localities  and  individuals 
and  that  where  special  rates  are  granted  either  to 
particular  places  or  to  particular  individuals,  firms 
or  companies,  such  special  rates  or  allowances 
should  be  ascertainable  by  any  one  interested 
applying  for  the  information.  (D.)  That  through 
rates  are  fixed  by  the  Conference  of  Railway  and 
Steam  Ship  Companies,  an  irresponsible  body,  to 
whom  the  public  have  no  direct  access  and  over 
w'hom  they  have  no  control,  and  that  where  such 
through  rates  Include  sea  freights,  the  Railway 
Commissioners  should  have  power  to  prevent  s]>e- 
cial  reductions  being  made  in  the  through  rates  by 
the  “ Conference,”  without  such  corresponding 
reductions  in  the  local  railway  rates,  as  would 
enable  independent-steam  ship  companies  to  com- 
pete on  fair  terms  with  the  cross  channel  con- 
ference companies.” 

Mr.  Monk. 

8134.  (To  Mr.  Inglis.)  Is  the  Dublin  Chamber 
of  Commerce  of  a representative  character? — The 
Chamber  of  Commerce  consists  of  about  1,200 
members,  who  represent,  I may  say,  all  the  mer- 
cantile interests  of  Dublin. 

8135.  That  is  to  say,  the  })rincipal  traders  of 
Dublin? — Yes,  the  principal  traders  of  all  kinds, 
and  also  a large  representation  of  the  Port  and 
Docks  Board,  and  a large  number  of  railway 
directors,  three  of  whom  are  chairmen.  The 
chamber  contains  also  a representation  of  the 
canal  interests  and  ti  amways ; in  fact,  a large  re- 
presentation of  all  the  mercantile  interest  of  the 
City  of  Dublin. 

8136.  Will  the  witnesses  named  in  that 
memorial  be  able  to  give  evidence  with  reference 
to  preferential  and  diftierential  charges  made  in 
Dublin,  and  generally  to  support  the  statements 
which  have  been  read  ! — Yes,  we  had  a number 
of  witnesses  suggested  to  the  council,  who  selected 
these  two  gentlemen  ; in  fact,  we  did  a great 
deal  of  the  wmrk  of  this  Committee  in  sifting  the 
evidence  that  was  to  be  laid  before  you. 
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can  understand  their  Act  of  Parliament,  I think 
this  legal  charge  of  5 d.  includes  everythina: 
except  loading  and  unloading. 

Lord  Randolph  Churchill 

8140.  Is  that  a station-to-station  rate,  or  does 
that  include  terminals  ? — It  does  not  include 
collection. 

8141.  Or  delivery  ? — I assume  that  it  does 
cover  terminals  under  their  Act  of  Parliament, 
but  as  they  never  publish  particulars  of  how 
the  rates  is  made  up,  1 cannot  say  posi- 
tively. The  Act  of  Parliament  says,  “ the 
maximum  rates  to  be  taken  by  the  company  tor 
the  conveyance  of  goods  upon  this  railway,  in- 
cluding the  tolls  for  the  use  of  the  railway  and 
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Lord  Randolph  Churchill — continued. 

the  carriages,  wagons,  trucks,  locomotive  power, 
and  every  expense  incidental  to  such  conveyance, 
except  the  loading  and  unloading  of  goods  Avhere 
such  service  is  performed  by  the  company,  shall 
not  exceed  the  following ; ” and  5 d.  is  the 
maximum. 

Chairman. 

8142.  As  I gather  from  what  you  say,  you 
work  it  out  at  9 d.  per  mile  to  Mullingar? — It 
is  9 d.  per  ton  jier  mile  instead  of  5 d.,  their  legal 
maximum. 

8143.  So  that  you  leave  4 d.  as  a margin  for 
any  extra  loading  or  unloading  that  the  com- 
pany might  do  ? — That  is  so. 

8144.  That  charge  is  a large  sum  per  mile,  is 
it  not? — It  is  a large  sura. 

Lord  Randolph  Churchill. 

8145.  If  5d.  is  their  legal  rate,  what  would  be 
the  right  charge  ? — It  is  50  miles,  and  the  rate 
would  be  250  pence,  or  1/,  Os.  10 d.,  but  they 
charge  38  s.  4 d.,  so  that  they  charge  about  18  s. 
too  much.  Now,  taking  a shorter  distance,  viz., 
Clonsilla,  which  is  only  seven  miles,  the  charge 
there  would  be  equal  to  15'7l  d.  per  mile,  or 
1 s.  3|  d.  per  ton  per  mile. 

8146.  Have  you  any  rates  to  Galway  ? — I have 
not  worked  out  Galway,  but  I have  equally  im- 
portant places  with  Galway  ; 1 have  Roscommon, 
a distance  of  96  miles,  w'here  the  rate  charged  is 
70s.  lOd.,  equal  to  8 '83  d.  per  ton  per  mile. 

Mr.  O’’  Sullivan. 

8147.  Have  you  the  rate  to  Castlerea? — I have 
Castlebar,  which  is  not  far  from  it;  it  is  150 
miles  from  Dublin,  and  the  price  charged  for  the 
sixth  class  is  108s.  4d.,  equal  to  8-66 d.  per  ton 
per  mile. 

8148.  What  are  they  allowed  by  their  Act  of 
Parliament  ? — Fivepence  a mile,  which  would  be 
live  times  150,  or  62  s.  6d. 

Lord  Randolph  Churchill. 

8149.  What  class  of  goods  would  come  in  that 
highest  class  ?— Furniture  for  one  thing;  all  the 
more  expensive  articles,  or  such  as  are  light  and 
bulky. 

Chairman. 

8150.  AVill  you  just  give  the  Committee  one 
or  two  instances  of  rates  u])on  some  of  the  other 
lines  ? — ^Vith  regard  to  the  Great  Northern  Rail- 
■vvay,  which  runs  between  Dublin  and  Belfast,  if 
we  take  the  town  of  Dundalk,  which  is  54  miles 
from  Dublin  (I  again  take  the  highest  class),  the 
rate  is  25s.,  which  is  6’31d.  per  ton  per  mile. 

Lord  Randolph  Churchill. 

8151.  What  is  the  legal  charge  by  Act  of  Par- 
liament?— Fivepence  is  the  most ; I am  not  j^er- 
fectly  certain  about  it,  but  it  is  not  over  5d. 

Chairman. 

8152.  I can  tell  you  that  4d  is  the  highest 
charge  allowed  by  the  Act  of  the  Great  Northern 


Chrirman — continued. 

Company  of  Ireland,  but  I would  just  ask  you, 
before  you  go  any  further,  are  you  sure  that  you 
are  not  taking  these  as  the  rates  for  parcels  under 
500  lbs.,  because  that  is  a very  important  dis- 
tinction to  bear  in  mind  ? — This  rate  is  taken 
from  the  com.pany  s own  rate-book  at  per  ton. 
Now  to  Portadown,  a distance  of  88  miles  from 
Dublin,  the  price  is  31s.  6d. ; that  would  be 
5T1  d.  per  ton  per  mile. 

Lord  Randolph  Churchill. 

8153.  Can  you  give  the  Committee  the  rate  to 
Belfast? — The  rate  to  Belfast  is  very  cheap.  I 
have  not  got  the  rate  for  the  sixth  class,  but  for 
the  fifth  class  the  charge  is  only  equal  to  2T2d. 
Now  take  Lisburn,  a distance  of  105  miles,  the 
company  only  charge  35  s.  for  their  sixth  class, 
Avhereas  they  charge  37  s.  6d.  to  Portadown, 
which  is  18  miles  nearer  Dublin.  Now  take  the 
Great  Southern  and  Western;  if  you  look  at  the 
Act  of  Parliament  I think  their  maximum  rate  is 
4|d. 

Chairman. 

8154.  I make  it  that  4 d.  is  the  highest  rate  ? 
— Taking  the  town  of  Newbridge,  a distance  of 
25  miles  from  Dublin,  the  rate  is  13  s.  4d.  for  the 
fifth  class,  which  is  the  highest  class  upon  that 
line;  they  have  no  sixth  class  upon  that  line;  they 
classify  their  goods  dillerently ; that  works  out  to 
6'21  d.  per  ton  per  mile. 

Mr.  C Sullivan. 

8155.  That  is  50  per  cent,  more  than  the  com- 
pany is  allowed  to  charge  ? — It  appears  to  be  so. 
Now  to  Maryborough,  a distance  of  51  miles,  they 
charge  23  s.  4 d.,  that  is  5‘49  d.,  per  ton  per  mile, 
and  to  Carlow,  a distance  of  56  miles,  the  com- 
pany charge  at  the  rate  of  5*36  d. 

8156.  Have  you  any  rate  to  give  the  Com- 
mittee on  lines  going  in  a southerly  direction ; 
take  Cork,  for  example  ? — The  rates  in  that  case 
are  cheaper,  but  take  Limerick,  Limerick  appears 
to  be  129  miles  from  Dublin,  and  the  rate  there 
is  4*09  d.  per  ton  per  mile. 

Mr.  Barnes. 

8157.  What  is  the  company’s  rate  for  that? — 
44  s. 

Mr.  C Sullivan. 

8158.  Can  you  give  the  Committee  the  rates 
to  Portarllngton  ? — I can  to  Templemore,  a dis- 
tance of  79  miles  ; the  charge  is  33  s.  4 d.,  that  is 
5*06  d.  per  ton  per  mile. 

Chairman. 

8159.  These  rates  you  have  taken  out  of  the 
company’s  rate  books,  as  I understand  ? — I have 
had  them  taken  out  from  their  own  books  with 
their  own  mileage,  at  the  rate  per  ton  for  the 
highest  class  of  goods. 

8160.  They  are  not  what  you  call  special  rates, 
but  they  are  the  rates  in  the  rate  book  ? — They 
are  the  rates  for  the  classification  which  is 

given 
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given  in  the  railway  clearing  house  classification 
hook. 

8161.  You  have  given  tlje  Committee  rates 
on  the  Great  Northern  of  Ireland,  the  Midland 
Great  Western,  and  the  Great  Southern  and 
lYestern  Railway  Companies  ? — 1 have. 

Mr.  O' Sidlloan. 

8162.  Have  you  any  rates  upon  the  Wicklow 
and  Wexford  line.?— I have  not  taken  the  rates 
on  that  line,  as  I thought  three  lines  were 
enough. 

Chairman. 

8163.  Will  you  go  now  to  the  second  head 
upon  Avhich  you  desire  to  give  evidence,  which 
is  as  regards  preferential  rates  to  inland  towns? — 
I can  give  you  a variety  of  examples,  and  that  I 
suppose  is  the  best  way  of  doing  it. 

8164.  Do  you  come  here  to  complain  of  their 
being  an  injury  to  the  town  of  Dublin  ; is  that 
your  ground  ? — I do  not  come  specially  to  repre- 
sent Dublin.  I think  the  system  is  a bad  one 
for  all  over  the  country,  and  that  Belfast  is 
suftering  just  in  the  same  way  as  Dublin  is;  it 
is  the  large  towns  that  the  goods  go  through,  to 

‘which  the  preferential  rates  are  Injurious.  I 
think  Cork  has  been  injured,  and  Limerick  in 
the  same  way. 

IMr.  O'Sullivan. 

8165.  But  you  think  they  affect  Dublin  more 
than  any  of  the  places  you  have  mentioned  ? — 
Dublin  being  the  point  to  Avhich  the  great  ci’oss 
channel  traffic  comes,  it  suffers  the  more. 

Chairman. 

8166.  What  is  the  rate  to  Duhlln  from  London 
for  drapery  goods  ? — The  rate  to  Dublin  from 
London,  for  drapery  goods,  has  been  within  the 
last  month  reduced  to  80  5.  from  88  s.  4 d. 

8167.  The  rate  is  now  at  80  s.  ? — Yes. 

8168.  Now  what  are  the  same  goods  delivered 
for  at  Kilkenny  or  Tipperary  ? — The  same  goods 
are  delivered  in  Tipperary  for  85  s.,  and  I believe 
they  were  delivered  for  85  s.  when  Dublin  was 
charged  88  s.  4 d. 

Lord  Randolph  Churchill. 

8169.  How  far  is  Tipperary  from  Dublin? — 
One  hundred  and  ten  miles. 

Chairman. 

8170.  What  would  the  rate  be  from  Dublin 
to  Tipperary?  — The  rate  from  Dublin  to 
Tipperary  is  28  s.  3 d.  upon  that  class  of  goods. 

8171.  So  the  position  of  affairs  is  that  the 
Dublin  merchant  would  have  to  pay  80  s.  and 
28  s.  3 d.,  whereas  the  goods  can,  by  a through 
rate,  reach  Tipperary  for  85  s.  ? — Yes ; but 
strange  to  say,  and  I have  it  from  one  of  the 
railway  companies  in  their  own  handwriting,  there 
is  a special  rate  for  Tipperary  goods,  drapery, 
at  70.V. 
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Mr.  O'  Sullivan. 

8172.  And  this  traffic  all  comes  through  Dublin, 
does  it  not? — Y^es.  I was  rather  astonished  at 
getting  that  Information ; but  I have  it  here  in 
writing. 

Chairman. 

8173.  I should  like  you  to  answer  this  ques- 
tion for  me,  I suppose  it  is  a benefit  to  people 
living  inland  in  Ireland  having  this  through  rate; 
it  cheapens  the  goods  for  tliem  ? — It  cheapens  the 
goods  for  them,  provided  that  all  towns  were 
treated  alike  ; but  I can  show  you  that  there  is 
a difference  of  from  10  to  15  and  20  per  cent, 
between  towns  that  are  20  miles  from  each 
other.  As  a general  rule,  those  towns  which 
have  the  through  i-ate,  and  which  are  so  bene- 
fited, are  tliose  which  can  be  supplied  in  other 
ways. 

8174.  Take  Tipperary,  how  can  that  district 
be  supplied  otherwise  than  via  Dublin  ? — By  sea 
to  W'’^aterford  from  the  Great  Western  Railway 
in  England,  via  Milford. 

Lord  Randolph  Churchill. 

8175.  Do  you  from  your  experience  say  this, 
that  if  you  could  send  drajjery  goods  from  Dub- 
lin to  Tl2)perary  for  5 5.,  you  would  be  able  to 
supply  the  Tipperary  people  with  drapery  goods 
at  a lower  co.st  than  the  London  people  can 
supply  them  ? — We  should  be  able  to  do  it  as  well. 
If  it  could  be  done  at  5 s.  the  soods  would  be 
subject  to  just  the  same  freight  as  if  purchased 
in  London. 

8176.  Could  you  do  it  any  better  than  the 
London  people  can? — I do  not  say  that  we  could 
do  it  any  better,  but  we  could  do  it  as  well. 

Chairman. 

8177.  Can  you  give  me  any  instance  of  an 
inland  town  which  is  not  fairly  treated  by  these 
through  rates  ? — To  Carlow  the  freight  is  95  s. 
from  London,  and  to  Kilkenny,  25  miles  further 
on,  on  the  same  line  of  railway,  the  freight  is  only 
86  s.  8 d.  ; so  that  the  goods  are  sent  25  miles 
further,  and  the  railway  company  carry  them  for 
S s.  -id.  a ton  less. 

8178.  I suppose  Kilkenny  can  be  served  from 
Waterford  ? — Y'es,  it  can. 

8179.  Can  Carlow  be  served  from  Waterford 
too? — No,  because  it  is  anothei'  line  of  railway, 
and  the  Waterford  and  Kilkenny  Company,  I 
believe,  have  not  running  powers  over  it.  Carlow 
is  upon  the  Great  Southern  and  Western  Railway 
which  goes  to  Kilkenny,  but  there  is  also  a line 
from  Waterford  to  Kilkenny,  which  comes  up  to 
Maryborough  afterwards,  and  that  company  can 
deliver  goods  from  Waterford  to  Kilkenny,  but 
has  no  power  to  deliver  goods  beyond  Mary- 
borough. 

8180.  Do  you  know  whether  that  little  line 
has  been  applied  to  to  give  the  through  rates  ? — 
I have  not  heard. 

Lord  Randolph  Churchill. 

8181.  Take  the  point  where  the  Waterford 
line  comes  in,  can  you  give  the  Committee  the 
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Lord  Randolph  (Jhurchill — continued. 

rates  to  Maryborough  ? — I do  not  think  I have 
the  rate  from  Waterford  to  Maryborough, 
but  I can  give  you  the  rate  from  Dublin  to 
Maryborough,  and  you  may  assume  that  the  rate 
from  London  is  something  about  90 

Mr.  Nicholson. 

8182.  What  is  the  local  rate  ?— The  local  rate 
from  Dublin  to  Maryborough  is  15  5.  6 rf.,  and 
for  this  particular  class  of  goods  I am  speaking 
of<  the  highest  class,  the  rate  is  23  5.  4 d. 

Lord  Randolph  Churchill. 

8183.  Do  you  mean  that  the  London  rate 
would  be  90  5*? — Yes,  because  there  is  no  com- 
petition to  Maryborough. 

8184.  But  this  line  from  Waterford  runs  into 
Maryborough,  does  it  not? — It  does,  I had  for- 
gotten that. 

Mr.  Callan. 

8185.  What  company  works  the  line  from 
Waterford  to  Maryborough? — I do  not  know 
the  name  of  the  company. 

Chairman. 

8186.  To  take  it  shortly,  you  find  fault  with 
the  same  system  as  existing  upon  other  articles 
besides  drapery,  viz.,  sugar,  oils,  soap,  and  so 
on  ? — Yes. 

Mr.  O'  Sullivan. 

8187.  Can  you  give  the  Manchester  rate  to 
inland  towns  ?— I may  say  with  regard  to  the 
Manchester  rates,  that  about  two  years  ago  some 
merchants  of  Dublin  met  together  asking  the 
companies  to  reduce  the  rates  ; they  raised  them 
at  the  time  of  the  coal  famine  on  drapery  goods 
from  32  s.  to  38  5.  a ton  from  Manchester  to 
Dublin ; we  had  a correspondence  with  the 
large  railway  companies  then,  and  I have  a letter 
here  as  representing  the  conference,  which  I 
Avill  speak  of  afterwards,  and  the  companies 
said  they  could  not  reduce  the  rates  at  all, 
although  they  had  put  them  up  because  of  the 
coal  famine  ; but  within  the  last  eight  or  nine 
months  an  opposition  steam  packet  company  has 
been  started  across  Channel,  and  the  result  of 
that  was  a reduction  from  35  5.,  to  which  the 
rates  had  been  reduced,  to  29  s.  4 d.  ; and  about 
two  months  ago  the  conference  reduced  the  rate 
again  to  25  s.,  so  that  we  have  had  a reduction 
of  10  5.  a ton  in  the  last  few  months  by  the  road 
being  opened  by  the  competition  of  another 
steam  company.  They  have  not  reduced  the 
rates,  as  far  'as  I can  judge,  to  the  inland 
towns,  because  the  steam  packet  company  which 
has  been  put  on  cannot  work  at  a through  rate 
on  account  of  the  op]:)Osition  that  there  is,  so 
that  the  inland  towns  are  not  getting  any  of 
that  benefit  whatever.  Now  cotton  goods 
from  Manchester  are  charged  25  5.  through  to 
Dublin  delivered,  but  to  Mullingar,  a distance  of 
50  miles  further,  the  rates  are  53  5.  4 d.  for  the 
same  class  of  goods  ; to  Carlow  they  are  52s.  6d., 
and  to  Kilkenny  they  are  46  s.  8 d. 


Lord  Randolph  Churchill. 

8188.  Then  what  inference  do  you  di-aw  from 
that ; that  this  is  a preferential  rate  in  favour  of 
Dublin? — We  have  now  the  rate  10s.  cheaper 
to  Dublin,  the  benefit  of  which  I do  not  think  has 
been  given  in  any  way  to  inland  towns. 

Mr.  O'Sullivan. 

8189.  Have  the  Great  Southern  and  "yV'estern 
Kailway  Company  control  over  that  portion  of 
the  line  from  Kilkenny  to  Carlow  ? — They  have 
from  Kildare  to  Kilkenny,  passing  through 
Carlow. 

Lord  Randolph  Churchill. 

8190.  I suppose  that  lower  rate  to  Kilkenny 
is  owing  to  the  Waterford  competition? — It  is 
owing  to  the  Waterford  comjietition.  Now,  with 
regard  to  the  through  rate  from  London  on  what 
are  called  drysalteries,  the  rate  is  60  s.  to  Dublin 
and  65  s.  to  Tipperary,  a distance  of  110  miles 
further ; that  traffic  all  comes  through  Dublin. 
Common  soaps  are  charged  37  5.  6 d.  from  London 
to  Dublin  and  40  s.  to  Tipperary.  To  Carlow 
the  rate  is  48  s.  4 d.,  whereas  Carlow  is  only 
half  the  distance  from  Dublin  that  Tipperary  is, 
but  it  has  not  the  advantage  of  an  opposition. 

Chairman. 

8191.  Now,  having  given  the  Committee  those 
instances,  I should  like  to  know  what  you  deduce 
from  them.  It  is  clear.  I supjiose,  to  you  that 
the  railway  companies,  like  any  other  trading 
community,  try  and  get  as  much  money  as  they 
can,  and  that  where  there  is  competition  they  are 
obliged  to  reduce  their  rates,  and  Avhere  there  is 
not  competition  they  do  not  reduce  their  rates? 
— I think  that  very  often,  in  their  anxiety  to  beat 
the  steamers,  the  railway  companies  charge  at  so 
low  a rate  that  they  ai-e  obliged  to  make  the 
places  where  there  is  no  competition  make  up  for 
the  cutting  charges  that  are  made  elsewhere  ; I 
think  they  are  obliged  to  do  it  in  that  way. 

8192.  Your  point  is  that,  if  they  did  not  cut  so 
low  where  there  is  competition,  they  could  aftbrd 
to  carry  more  cheaply  where  there  is  none? — 
That  is  so. 

8193.  Now,  with  regard  to  preferential  rates 
to  individuals,  does  that  system  exist  in  Ireland? 
— I have  full  belief  in  its  existence,  but  it  is  very 
difficult  to  get  information  about  it.  I have  here, 
from  Messrs.  Bickford  & Co.,  on  behalf  of  the 
London  and  North  Western  Railway,  a state- 
ment that  the  rate  from  Manchester  to  Kilkenny 
is  46  5.  8 d.  on  our  drapery  goods,  and  I have,  at 
the  same  time,  a letter  from  a trader  in  Kilkenny 
stating  that  he  has  for  two  years  got  all  his 
goods  at  405.  ; I have  that  in  writing  before  me. 

8194.  Are  you  allowed  to  make  use  of  that 
letter  in  public  ? — The  Avriter  did  not  object  to 
it,  so  I think  I may.  I Avill  read  the  letter  with- 
out giving  the  writer’s  name.  He  says:  “In 
reply  to  yours,  I should  say  that  it  is  nearly  tAvo 
years  since  the  Loudon  and  North  AYestern 
Raihvay  reduced  the  freight  from  Manchester  to 
Kilkenny  to  4()s.  per  ton.”  Against  that  I have 
from  the  London  and  North  Western  Railway 
Company  the  statement  that  the  rate  is  46  s.  8 d. 

I have 
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Chairman — continued. 

I have  also  a letter  from  another  merchant,  but 
that  is  the  only  case  that  I can  actually  |.rove. 

8195.  You  are  aware,  I suppose,  that  the  law 
is  quite  sufficient  as  it  exists  to  protect  any  cor- 
responding trader  in  Kilkenny  : he  could  go  be- 
fore the  Railway  Commissioners,  and  claim  the 
same  allowance  as  this  gentleman  you  have 
alluded  to? — Yes;  but  this  difficulty  of  going 
before  the  Railway  Commissioners  is  very  great 
to  the  small  traders. 

8196.  ])o  not  you  think  it  would  be  enough  to 
threaten  the  railway  company,  who  would  know 
that  the  Commissioners  would  at  once  compel 
them  to  give  the  same  rate  to  any  other  trader  to 
Kilkenny  as  they  do  to  this  gentleman?— I do 
not  know  that  the  traders  are  aware  of  that. 

I have  a statement  from  a gentleman  upon 
whom  I place  great  dependence,  but  of  course  it 
is  only  a statement  and  must  be  taken  as  such. 
He  says  that  two  years  ago  drapery  in  trusses 
and  cases  was  taken  from  London  via  Dublin  to 
Cork  for  66  s.  8 d.,  and  he  adds,  that  they  were 
privately  contracted  for  at  62  s.  6 rf. ; whereas  at 
the  same  time  the  same  class  of  goods  were  cost- 
ing 66  s.  8 d.  to  Dublin,  so  that  they  were  taken 
the  whole  way  to  Cork  for  nothing.  Now  he 
says  that  the  rate  from  London  to  Cork  via 
Dublin  from  the  1st  May  this  year  is  62  #.  6 d.,  or 

I I d.  per  ton  per  mile,  and  from  London  to  Dub- 
lin the  rate  is  60  s.,  which  is  2 s.  4 d.  per  ton  per 
mile. 

Mr.  O'Sullivan. 

8197.  What  is  the  rate  from  Dublin  to  Cork 
for  the  same  goods? — If  we  sent  the  same  goods 
to  Cork  they  would  cost  30  s. 

Chairman. 

8198.  But  I want  to  have  this  point  perfectly 
clear  : are  you  aware  that  preferential  rates  are 
already  illegal  by  law ; that  it  is  illegal  for  a 
company  to  take  from  one  person  a rate  that 
they  do  not  take  from  another? — I only  became 
aware  of  it  the  other  day. 

8199.  What  is  your  opinion  as  to  special 
rates  ? — In  some  cases  I think  they  might  be 
advantageous,  as  in  the  case  of  any  new  manu- 
factory starting  in  any  particular  district,  but  in 
that  case  it  should  be  done  openly, 

8200.  There  is  nothing  to  prevent  special  rates 
being  given  to  districts  or  to  certain  trades,  but 
preferential  rates  are  not  allowed  to  be  given  to 
one  individual  as  against  another?— Now  I 
should  like  to  mention  that  I have  a list  which  I 
obtained  from  the  representative  of  the  Great 
Northern  Railway  Company  of  England  in 
Dublin,  and  he  says  there  are  exceptional 
rates ; he  mentions  drapery  at  70s.  to  Tipperary, 
although  in  the  list  given  to  us,  the  rate  to 
Tipperary  is  85  s. 

Mr.  Callan. 

8201.  What  connection  has  the  Great  Northern 
Railway  with  Tipperary  ? — It  does  a large 
trade.  I am  referring  of  course  to  the  Great 
Northern  Company  of  England. 
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Lord  Randolph  Churchill. 

8202.  You  mean  the  London  and  North 
Western  Railway  of  England  surely,  do  you 
not? — No,  I mean  the  Great  Northern;  tliey 
run  to  Liverpool,  they  are  in  connection  with  the 
Dublin  Steam  Packet  Company,  and  they  have 
agreed  rates  with  the  London  and  North  Western 
Company  ; they  do  a very  considerable  trade  in 
Ireland  indeed,  both  to  Belfast  and  Dublin.  Now 
another  inequality  of  rates  is  this.  I have  a list 
here  from  the  Lancashire  and  Yorkshire  Com- 
pany, and  their  rate  on  woollen  goods  from 
Manchester  to  Dublin  is  55  s,,  while  their  rate  on 
calicoes  and  linens  is  only  25  s.  The  rate  on 
woollen  goods  from  Leeds  to  Dublin  is  45  s.,  which 
is  10  s.  less  than  the  charge  from  Manchester  to 
Dublin,  and  the  charge  for  calico  and  linen  goods 
is  also  45  s.  I only  mention  these  figures  to 
show  the  inequality  of  the  basis  of  the  rates. 
We  are  manufacturers  of  linen  goods  in  Dublin, 
and  if  we  send  those  linen  goods  over  to  Man- 
chester we  must  pay  29  s.  2 d.,  whereas  if  we  get 
them  back  from  Manchester  we  get  them  at  the 
rate  of  25  s. 

Mr.  O'Sullivan. 

8203.  Could  you  give  the  Committee  the  rate 
for  those  goods  from  Manchester  to  Cork  via 
Dublin  ? — I do  not  think  I can ; I recollect  hear- 
ing what  the  rate  was,  but  I am  not  quite  sure 
of  it. 

Chairman. 

8204.  I think  you  have  given  the  Committee 

enough  instances  of  inequality,  because  we  know 
that  they  exist ; will  you  now  refer  to  the  Con- 
ference of  the  Railway  and  Steamboat  Companies? 
— The  Railway  Conference  is  an  association 
which  I think  must  date  its  birth  from  the  time 
when  the  London  and  North  Western  Railway 
Company  got  permission  by  Act  of  Parliament 
to  run  steamers.  When  they  got  a line  of 
steamers  across  from  Holyhead  to  Dublin,  the 
company  entered  into  arrangements  with  the 
existing  lines  of  steamers  which  principally  ran 
from  Liverpool,  and  that  has  extended  until  they 
formed  an  irresponsible  conference,  which  is 
composed  of  the  representatives  from  the  English 
railways  having  an  Irish  trade  ; from  the  Irish 
railways  in  connection  with  them,  and  from  the 
steamboat  companies  in  connection  with  the  Irish 
trade,  and  almost  all  the  carriers  between  the  two 
countries,  so  that  it  is  a trade  combination  to 
protect  their  own  interests.  The  result  of 
.all  this  is  that  if  there  is  a new  line  started 
between  Dublin  and  Liverpool  they  find  it  very 
hard  to  get  a living,  because  this  conference  can 
immediately  reduce  the  charges  upon  the  particu- 
lar class  of  local  goods  which  this  new  steam- 
packet  company  carries,  and  so  can  drive  them 
off  the  road.  Now  the  way  that  tells  is  this: 
there  was  a company  put  on  some  time  ago  called 
the  Sligo  Steam  Navigation  Company 

8205.  The  Committee  have  had  information 
relating  to  that  company  from  Mr.  Middleton  ? — 
I was  going  to  give  evidence  with  regard  to  the 
way  in  which  this  conference  affects  our  own 
Dublin  trade  in  through  rates.  A trader  in 
Liverpool  buying  a lot  of  Bradford  stuffs,  gets 
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Chairman — continued. 

them  delivered  in  Liverpool  for  18  r.  4 d. 
a ton,  and  we  have  Ijeen  charged  for  the  same 
goods  delivered  in  Dublin  50  .<;.  a ton.  Xow, 
if  you  take  the  IS.s.  4 1/.  and  add  3 s.  for 
crossing  Liverpool  and  loading  ( I believe  the 
18  s.  4 includes  collection g that  would  make 
21  s.  4 f/.  ; we  have  been  charged,  as  I say,  50  s., 
leaving  about  29  s.  for  the  cross  Channel  freight. 
Now  20  s.  was  always  considered  the  outside 
price  for  the  cross  Channel  freight,  and  this  new 
company  would  carry  for  10  s.,  so  that  we  can 
get  done  for  30  s.  what  we  used  to  pay  50  s.  foi'. 
The  reason  for  the  high  through  rate  is,  that 
the  London  and  North  Western  Company,  having 
a very  long  mileage  to  Holyhead  from  Bradford, 
as  compared  with  the  mileage  to  Liverpool,  keep 
up  the  freights  by  their  combination  with  the 
steam  packet  companies,  and  allow  them  to  get 
this  heavy  freight  from  Liverpool,  they  giving  the 
London  and  North  Western  Company  some  other 
advantage  in  lieu  of  it.  These  things  are  all 
settled  in  this  conference. 

8206.  You  mean  they  agree  to  draw  the  traffic 
through  Holyhead? — Not  exactly  ; their  point  is 
to  put  themselves  upon  a footing  of  perfect 
equality.  The  London  and  North  Western 
Company  fix  the  rate  at  50  s.  per  ton  from 
Bradford,  and  they  say  to  the  other  companies,  I 
assume,  “ You  must  charge  the  same,  or  else  we 
will  oppose  you  for  the  cross  Channel  traffic,” 
perhaps,  “from  Dublin,  in  fact,  you  must  fall  in 
with  our  views,”  so  that  there  is  a combination  to 
keep  up  the  rates. 

Lord  Randolph  Clnirchill. 

8207.  That  is  an  instance  of  the  longest  dis- 
tance governing  the  rates? — Yes,  the  longest 
distance  governing  the  rates  between  England 
and  Ireland.  Then  there  is  this  to  be  remem- 
bered, that  supposing  w'e  brought  down  goods 
from  Bradford  to  Liverpool,  and  put  them  on 
board,  through  an  agent  of  the  Dublin  Steam 
Packet  Company,  that  company  would,  I believe, 
be  bound  not  to  charge  the  local  rate,  but  to 
charge  us  the  through  rate,  owing  to  that  trade 
combination  being  in  existence. 

Chairman. 

8208.  Will  you  explain  how  these  lines  of 
steamers,  which  you  say  have  recently  been  put 
on,  have  managed  to  exist  in  spite  of  this  con- 
ference ? — They  have  got  a great  deal  of  local 
traffic  from  the  merchants  of  Dublin,  who  have 
sup])orted  them  because  they  saw  it  was  an 
opportunity  of  opening  the  line ; but  they  can- 
not get  through  traffic  into  the  country,  and 
therefore  the  country  towns  are  not  benefited  by 
it.  1 should  like  to  point  out  that  the  country 
towns  cannot  get  the  advantage  of  this  cheap 
service  being  put  on,  because  they  cannot  send 
the  goods  on  by  the  through  rate,  as  the  railway 
companies  Avill  not  work  with  a non-conference 
steamshij)  company. 

Lord  Randolph  Churchill. 

8209.  If  you  sent  goods  from  Dublin  to  Liver- 
pool, what  would  be  the  rate  you  would  have  to 


Lord  Randolph  Churchill — continued. 

pay  ? — The  rate  up  to  some  lime  ago  was  20  s. 
1 believe  the  City  of  Dublin  company  will  take 
the  goods  at  less  uoav  ; but  the  Sligo  Company 
will  take  bale  goods  for  10  s. 

8210.  From  Liverpool  to  Dublin  locallv,  the 
rate  is  20  a-.? — By  the  City  of  Dublin  Steam 
Packet  Company. 

8211.  And  from  Bradford  to  Liverpool  the 
rate  is  18  s.  4 d.  ? — It  is  so. 

8212.  That  makes  38  .s.  4 d.  ? — Yes. 

8213.  But  you  can  make  no  arrangement  by 
Avhich  you  can  get  advantage  of  the  low  local 
rates  and  avoid  the  high  through  rates  ? — We 
can  make  no  ai'rangement  except  sending  the 
goods  by  the  new  company. 

Chairman. 

8214.  Then  the  new  company  is  living  on  the 
local  traffic  between  Dublin  and  Liverpool? — 
That  is  so ; it  is  living  upon  the  local  traffic  be- 
tween Dublin  and  Liverpool. 

Lord  Randolph  Churchill. 

8215.  And  you  state  that  this  company  have 
been  the  cause  of  the  reduction  in  the  Mancheter 
rate  ? — Tire  rate  has  been  reduced  from  35  s.  to 
25  s.  in  the  last  few  months. 


Nlr.  Barnes. 

8216.  That  is  the  rate  on  fine  goods,  is  it  not? 
— It  is  on  bale  and  box  goods,  and  I believe  on 
other  goods  as  well. 

« 

Chairman. 

8217.  Do  you  attribute  that  reduction  to  the 
starting  of  this  company  ? — I attribute  it  to  the 
ojiening  of  the  road  by  steamers  not  connected 
Avith  the  conference,  and  I think  I may  also  say, 
in  addition,  that  the  appointment  of  the  Select 
Committee  to  inquire  into  rates  has  had  an  effect 
upon  the  minds  of  some  persons  connected  Avith 
railways. 

8218.  Will  you  noAv  go  on  Avith  Avhat  you 
have  to  remark  upon  the  next  head,  AA'hich  is  the 
classification  of  goods  sent  by  raihvay  ? — It  is 
very  difficult  to  get  at  this  question  of  the 
classification ; raihvay  companies  A'ery  greatly 
object  to  traders  getting  hold  of  these  little  books, 
Avhich  are  the  Raihvay  Clearing  House  classifica- 
tion of  Ireland  and  England,  showing  the  classi- 
fication of  the  tAVO.  I had  very  great  difficulty 
in  getting  hold  of  this  little  book  Avhich  I have 
in  my  hand.  I Avill  take  three  or  four  instances. 
We  have  six  classes  in  Ireland,  Avhereas  in 
England  there  is  a special  rate  and  Aac  classes. 
Now,  I find  that  soap  is  first  class  in  England  and 
thii’d  class  in  Ireland.  Shoes  carried  in  cases 
or  boxes  are  third  class  in  England  and  fifth  in 
Ireland.  Ale  and  porter  in  casks  are  in  the  first 
class  in  England  and  third  in  Ireland.  Iron  bed- 
steads are  second  class  in  England  and  fourth  in 
Ireland.  Coffee  is  second  class  in  England  and 
fourth  in  Ireland. 


8219.  Have 
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Lord  Randolph  Churchill. 

8219.  Have  you  any  examples  in  favour  of  tho 
Irish  classification,  that  is  to  say,  have  you 
found  any  articles  in  the  Irish  classification 
which  are  carried  cheaper  than  under  tlie  English 
classification  ? — I think  in  the  Irish  classification 
the  charges  all  round  are  higher  than  they  are  in 
the  English  classification. 

Chairman. 

8220.  Will  you  tell  the  Committee  what 
suggestions  you  have  to  make  in  the  direction  of 
amending  the  existing  system  of  railway  action  ? 
— The  first  question  is  with  reference  to  this  Rail- 
way Conference.  I think  when  a railway  com- 
pany gets  the  power  of  working  in  connection 
with  a steampacket  company,  the  public  and  the 
ti’aders  ought  to  know  how  much  is  charged  for 
freight  and  how  much  for  railway  carriage. 
I think  that  would  be  a great  safeguard  with 
regard  to  new  companies  starting,  and  would 
open  the  trade,  for,  at  the  present  moment,  what 
this  conference  does  is  quite  secret  and  unknown 
to  the  general  traders ; and,  moreover,  I have  a 
statement  from  the  companies  themselves  to  show 
that  these  rates  can  be  altered  at  any  time.  The 
London  and  North  Western  Railway  Company 
and  the  City  of  Dublin  Steam  Packet  Company 
were  formerly  getting  35s.  from  Manchester  to 
Dublin  upon  the  particular  class  of  goods  that  I 
referred  to,  and  now  that  charge  is  reduced  to 
25  s.  ; that  is  divided  amongst  the  companies  in 
certain  proportions,  and  it  is  quite  probable  the 
London  and  North  Western  Railway  Company 
between  Manchester  and  Liverpool  is  getting 
less  than  the  local  rate,  while  the  company, 
carrying  across  the  Channel  may  be  getting 
a full  rate,  so  that  they  may  drive  the  other 
line  off  the  sea.  I think  for  that  reason  they 
should  be  obliged  to  state  what  is  the  pro- 
portion charged  and  taken  by  each.  I do  not 
mean  that  that  should  be  stated  upon  all  the 
documents,  but  that  it  should  be  obtainable,  so 
that  any  trader,  upon  inquiry,  could  obtain  it. 

8221.  But  that  arrangement  concerns  rival 
railway  companies  or  rival  carrying  companies 
more  than  it  concerns  the  public  ; all  that  con- 
cerns the  public  is  to  know  how  much  one  has 
to  pay,  and  to  pay  as  little  as  possible  ? — I do  not 
quite  see  why  we  should  have  been  charged  35  s. 
for  that  which  we  are  now  charged  25  s.  We 
ought  to  have  the  power  of  seeing  how  this 
reduction  is  arranged  between  the  companies. 

8222.  Would  it  not  check  the  railway  com- 
panies, and  prevent  their  reducing  their  through 
rates  for  fear  that  if  it  became  public  that  their 
proportion  was  under  the  local  rate,  it  might 
have  a tendency  to  call  public  attention  to 
it,  and  compel  the  local  rate  to  be  reduced  ? — I 
do  not  know  that ; I think  that  in  many  cases 
the  company  have  been  making  money  on  the 
through  rates,  and  probably  putting  one  thing 
against  the  other  it  would  be  an  advantage. 

8223.  And  you  would  say  the  same  with 
regard  to  the  ordinary  local  rates ; that  they 
should  be  published  and  easily  accessible  ? — Cer- 
tainly. 

8224.  And  that  the  collecting  and  delivery 
charges  should  be  stated  in  the  rate,  apart  from 
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the  station  to  station  rate  ? — That  is  so,  and  that 
they  should  apply  all  over  the  kingdom.  A few 
years  ago  some  Dublin  traders  passed  resolutions 
asking  the  railway  companies  to  consider  this 
question  of  the  reduction  of  the  railway  freight, 
and  I would  ask  pemaission  to  read  one  letter 
from  the  Great  Northern  of  England  Railway 
Company  ; they  say,  “ With  reference  to  your 
letter  of  the  27th  ultimo,  I have  now  to  inform 
you  that  the  resolutions  passed  at  a meeting  of 
the  wholesale  merchants  in  the  drapeiy  trade, 
held  on  the  same  date  in  Dublin,  of  which  you 
were  instructed  to  send  me  a copy,  have  been 
submitted  for  consideration  to  my  board.  I am 
to  inform  you  that  the  question  relating  to  a re- 
duction on  the  rates  upon  Irish  traffic  has  been 
specially  referred  to  the  companies  represented 
at  the  English  and  Irish  Traffic  Conference,  of 
which  a meeting  will  take  place  on  the  4th 
proximo,  and  the  Great  Northern  representative 
has  given  notice  that  on  that  occasion  he  will 
bring  the  matter  under  the  attention  of  the  con- 
ference in  order  that  a decision  may  be  arrived  at.” 

1 mention  that  letter  in  order  to  show  that  we 
are  subject  to  a conference  and  not  to  the  will  of 
any  railway  company  ; my  belief  is  that  the  Great 
Northern  Railway  Company  were  willing  to  make 
a reduction,  and  that  they  recommended  their 
representative  to  propose  it ; but  that  this  irre- 
sponsible conference  being  a made  combination 
decided  against  any  reduction. 

Mr.  O’Hullican. 

8225.  I think  you  told  the  Committee  that 
upon  the  Midland  line  you  found  that  to  Mul- 
lingar and  other  stations  the  company  were 
charging  far  over  their  maximum  rate  ? — Yes. 

8226.  In  some  cases,  I believe,  as  high  as  50 
per  cent.? — Yes. 

8227.  And,  I think  you  stated,  that  from 
Dublin  to  Newbridge  the  Great  Southern  and 
Western  Company  were  charging  6d.,  while, 
under  their  Act,  they  arc  only  authorised  to 
charge  4 d.  per  ton  per  mile  ? — Yes,  that  was  so. 

8228.  Now,  I believe  you  say,  that  the  charge 
from  London  to  Dublin  for  soap  is  37  s.  6 d.  ? — 
Yes. 

8229.  And  from  London  to  Tipperary,  via 
Dublin,  a distance  of  110  miles  further  on,  the 
charge  is  only  40  5.  ?— Yes,  that  is  correct. 

8230.  Will  you  tell  the  Committee  what  the 
charge  is  for  soap  direct  from  Dublin  to  Tip- 
perary ? — Fifteen  shillings. 

8231.  And  the  English  soap  is  only  charged 

2 5.  6 d.  more  to  Tipperary  than  it  is  to  Dublin  ? 
— That  is  so. 

8232.  Under  that  arrangement  it  would  be 
quite  impossible  for  a Dublin  soap  merchant  to 
compete  with  a London  manufacturer  ? — It  would 
be  quite  impossible. 

8233.  You  told  the  Committee  that  from  Lon- 
don to  Cork,  via  Dublin,  for  the  same  class  of 
goods,  the  charge  was  62  s.  6 d.  ? — I told  you  that 
it  was  stated  so  to  me  ; I did  not  state  it  as  a 
fact,  on  my  own  account. 

8234.  Have  you  not  a large  number  of  whole- 
sale drapery  merchants  in  Dublin? — Yes. 

8235.  And  by  the  undue  advantage  given  to 
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Mr.  O'  Sullivan — continued, 
the  Manchester  merchants,  you  are  jdaced  in  a 
position  of  disadvantage  ? — I think  London  mer- 
chants are  given  an  advantage  of  from  20  to  25 
per  cent,  upon  the  freights  generally  to  Dublin. 

8236.  Is  it  a fact  that  the  Manchester  mer- 
chants get  an  advantage  over  the  Dublin  mer- 
chants? — I think  they  did;  but  rates  to  Dublin 
are  now  reduced. 

8237.  Is  it  the  fact  that  they  sometimes  get  a 
through  rate  from  Manchester  at  less  than  you 
can  send  the  goods  from  Dublin  for? — IN’o,  I 
have  heard  that  stated  as  regards  patent  manures, 
but  not  on  Manchester  goods. 

8238.  Will  you  give  the  Committee  some  of  the 
cases  in  which  it  has  been  stated  that  the  company 
charge  more  on  manure  from  Dublin  than . they 
do  from  Manchester  ? — I will  find  it  directly. 

8239.  You  told  the  Committee  that  ale  and 
porter  w'as  first  class  in  England,  and  third  class 
in  Ireland? — Yes,  in  casks.  Ale  and  porter  in 
hampers  are  second  in  England,  and  fourth  in 
Ireland  ; in  casks  they  are  first  class  in  England 
and  third  in  Ireland,  and  that  affects  the  Irish 
trade  very  much. 

8240.  Could  you  tell  the  Committee  the  dif- 
ference between  the  first  class  rate  in  England  and 
the  third-class  rate  in  Ireland,  say  for  100  or  10 
miles  ? — I think  the  third-class  rate  from  Cork 
to  Dublin  is  20  v. 

8241.  Will  you  take  the  rate  to  Thurles  or 
Portarlington  ? — I will  take  Thurles  ; the  third- 
class  rate  to  Thurles  is  14  s.  9 d.  per  ton. 

8242.  That  is  about  86  miles,  is  it  not  ? — Yes, 
86  miles. 

8243.  What  is  the  charge  for  86  miles  in 
England  for  the  first-class  rate  ? — I really  do  not 
know  that. 

8244.  Did  you  hear  the  evidence  that  was  given 
before  this  Committee  by  Mr.  Banks,  of  Cork, 
that  the  Great  Southern  and  Western  Company 
had  a rate  upon  their  line  from  Burton  to  Cork, 
for  Burton  ale  of  25.*;.  10  <7.,  out  of  which  they 
get  6 s.  6rf.,  Avhlle  they  are  charging  Messrs. 
Guinness,  the  brewers  of  Dublin,  15  s.  for  the 
same  distance  ? — I saw'  that  gentleman’s  evidence 
in  the  newspapers. 

8245.  Do  you  think  it  would  be  of  advantage 
to  large  senders  in  Ireland,  if  they  w'cre  allowed 
the  px’ivilege  of  loading  and  unloading  their  ow  n 
goods,  and  getting  a reduction  for  it? — 1 tliink  it 
would  on  heavy  goods,  but  on  tlie  general  class 
of  goods  I do  not  know  that  it  w'ould  be  any  very 
great  advantage. 

8246.  Do  you  know,  as  a fact,  that  the  railway 
companies  do  not  make  any  allowance  to  those 
who  load  and  unload  their  goods,  such  as  grain, 
manure,  and  so  on  ? — I am  not  w^ell  acquainted 
with  the  matter  of  agricultural  produce. 

Mr.  Barnes. 

8247.  You  say  the  London  and  North  Westexn 
Company  have  practically  the  command  of  the 
rates  having  through  communication,  both  steam 
and  rail  ? — Yes. 

8248.  And  that  in  fact  they  rule  the  Dublin 
Steam  Packet  Company  and  the  wdiole  of  the 
other  steam  packet  companies? — It  is  the  interest 
of  the  other  companies  to  agreed  with  them. 


Mr.  Barnes  — continued. 

8249.  That  is  to  say,  to  fall  in  with  them  ? — 
To  fall  in  with  them. 

8250.  You  want  to  have  set  apart  the  railway 
and  the  sea  part  of  the  freight,  so  that  you  may 
know  exactly  what  they  have  a right  to  charge 
upon  the  railways  and  on  the  steamer  ? — We 
think  w'e  have  the  right  to  do  so  ; we  think  the 
steam  packet  company,  which  is,  as  it  is  called 
“ in  the  conference,”  should  be  bound  to  take 
goods,  no  matter  where  they  come  from,  and 
charge  local  rates  if  the  parties  sending  or  re- 
ceiving w'islies  it  to  be  so;  at  present  they  only 
charge  through  rates. 

8251.  You  look  upon  the  raiBvay  conference 
as  being  decidedly  inimical  to  your  Interests?  — 
We  think  it  has  been  inimical  to  the  interest  of 
traders. 

8252.  The  companies  give  you  no  notice  of  an 
advance  in  the  rates,  but  it  may  be  made  imme- 
diately?^— I have  a letter  from  the  agent  of  the 
Lancashire  and  Yorkshire  Bailway  Comjiany, 
which  says  so ; “ Bates  to  Dublin  ; the  above  are 
liable  to  alteration  at  any  time  wdthout  notice.” 

8253.  Do  you  think  that  there  ought  to  be 
some  notice,  say  six  months’  notice,  before  a change 
of  rates  takes  place? — I think  so.  A trader 
might  have  a contract  in  which  the  freights  were 
a very  essential  element,  and  if  the  freights  were 
raised  at  a moment’s  notice,  he  would  seriously 
suffer. 

8254.  You  consider  that  a very  important 
point? — I think  it  is  an  important  point,  but  there 
arc  others  of  more  importance.  However,  I think 
that  if  the  particulars  w'ere  easily  knowm  it  would 
regulate  the  freights,  and  public  opinion  would 
have  the  effect  of  keeping  them  right. 

8255.  I think  you  stated  that  in  1872  the  com- 
pany raised  the  rates  on  account  of  the  coal 
famine  ? — Yes,  they  raised  the  rates  on  account 
of  the  coal  famine. 

8256.  The  last  year  or  two  when  coals  have 
been  cheap,  have  the  rates  been  reduced? — I think 
I mentioned  that  the  four  large  railway  companies 
of  England,  which  comjiete  for  the  Irisli  trade 
all,  with  the  exception  of  the  Great  Northern 
Kailway  Comjiany,  refused  to  I’educe  the  rates; 
they  said  that  they  had  been  put  to  great  ex- 
penses in  having  to  put  up  signals,  and  so  on, 
and  that  they  could  not  reduce  the  freights. 

8257.  You  do  not  in  Ireland  seem  to  have  had 
a knowledge  of  the  jiower  of  the  Kailw.iy  Com- 
missioners ? — Some  traders  may  have  had  a 
knowledge  of  them,  but  I certainly  did  not  in- 
dividually understand  their  powers. 

8258.  Would  there  be  any  fear  on  the  part  of 
a trader  of  being  “ boycotted  ” if  he  took  a rail- 
w'ay  company  before  the  Railway  Commissioners’ 
Court  ? — I think  it  miglit  strike  his  mind;  we  are 
greatly  at  the  mercy  of  the  London  and  North 
Western  Railway  Company. 

8259.  You  are  in  dread  of  them? — I would  not 
say  that ; tliey  do  their  business  exceedingly  well, 
and  if  the  rates  are  high,  the  Irish  business,  at  all 
events,  is  done  by  them  si)lendidly. 

Sir  Edward  Wathin. 

8260.  I think  you  complain  that  the  Man- 
chester merchant  has  a preference  over  the 

Dublin 
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Dublin  merchant  in  rates  ; that  the  Manchester 
merchant  is  in  a better  position  (lua  railway  rates 
than  the  Dublin  merchant?— That  is  to  an  in- 
land town  in  Ireland;  it  is  so  in  that  case. 

8261.  Do  I understand  you  to  mean  that  a 
merchant  in  Dublin,  trading  with  an  inland  town 
in  Ireland  is  in  a worse  position  than  the  Man- 
chester mercliant  trading  to  an  inland  town  in 
England  ? — No,  it  was  not  that  at  all. 

8262.  But  that  the  Dublin  merchant  is  in  a 
worse  position  trading  from  Dublin  to  an  inland 
town  in  Ireland  than  a Manchester  merchant 
would  be  trading  to  that  particular  town  ? — I 
would  rather  take  Bradford  than  Manchestei’. 

8263.  You  object  to  the  Railway  and  Steam 
Packet  Conference,  as  it  is  called  ? — Yes,  de- 
cidedly. 

8264.  Would  you  abolish  the  conference? — 
I know  so  little  about  the  secret  working  of  that 
conference  that  I could  not  say  how  much  ought 
to  be  abolished  and  how  much  ought  to  remain. 
I think  it  possible  that  some  part  of  it  ought  to 
remain,  but  the  public  should  know  all  about  it. 

8265.  Do  you  think  it  is  a great  advantage  to 
have  to  pay  one  charge  instead  of  several  charges  ? 
— I think  it  is  a great  advantage,  but  if  a through 
rate  is  a means  of  putting  on  undue  charges,  I 
think  it  is  exceedingly  well  to  know  of  what  that 
through  rate  is  composed. 

8266.  But  I ventured  to  suggest  to  another  wit- 
ness  from  Ireland,  that  probably,  if  the  Railway 
Conference  were  so  organised  that  it  had  a standing 
arbitrator  of  a high  class,  all  those  disputes  and 
differences  might  be  got  rid  of  in  that  way  ; do 
you  think  that  might  be  a mode  of  getting  rid  of 
the  difficulties  ? — I have  not  heard  of  that  before, 
but  if  we  had  the  Railway  Commissioners,  and 
the  opportunity  of  going  before  them,  would  they 
not  act  in  that  position  ? 

8267.  They  would  act  as  a judge  acts,  by 
direct  appeal,  but  they  would  not  act  fi  om  day 
to  day,  as  an  arbitrator  between  the  parties  ; is 
it  your  your  opinion  that  the  Railway  Commis- 
sioners should  make  the  rates  between  England 
and  Ireland? — No,  I do  not  think  that  they 
should  formulate  the  rates  in  any  Mmy,  but  that 
where  there  Tvas  a case  of  undoubted  unfairness, 
they  should  settle  it. 

8268.  Would  you  come  to  England  for  the 
purpose,  or  would  the  Railway  Commissioners 
come  to  Ireland  ? — I think  that  is  a question  for 
Parliament  to  settle,  but  one  of  the  Commis- 
sioners might  come  over  when  required. 

8269.  Do  you  think  it  might  be  convenient 
that  any  question  of  difference  with  regard  to 
rates  or  affecting  these  conferences  might  go  by 
a cheap-and-easy  form  before  the  courts  in 
Dublin  ? — It  would  strike  my  mind  that  a special 
court  which  understands  the  matter  would  be  a 
much  better  court  than  any  of  our  legal  courts  in 
Ireland. 

8270.  Then  you  think  the  Railway  Commis- 
sioners’ Court  does  understand  the  question  ? — 
ihey  ought,  and  I assume  that  they  do. 

8271  Are  you  in  favour  of  an  equal  mileage 
rate  irrespective  of  distances  ? — I do  not  think 
that  a perfectly  equal  mileage  rate  could  ever  be 
arranged,  but  I am  very  much  in  favour  of  what 
I call  an  equitable  mileage  rate  in  propoi’tion 
0.54. 
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to  the  distance;  something  must  be  allowed  for 
terminals,  upon  the  use  of  a small  fraction  of  the 
railway. 

8272.  You  would  have  division  by  scale,  but 
not  an  absolutely  arithmetical  proportion  ? — I do 
not  say  how  it  is  to  be  done,  but  that  there  should 
be  some  relation  between  distance  and  rate. 

8273.  Now,  with  regard  to  competition  by 
water,  where  the  sea  rate  is  lower  than  the  ordi- 
nary railway  rate,  how  would  you  deal  with 
that ; would  you  compel  the  railway  companies 
to  charge  their  full  rates  notwithstanding.  Sup- 
pose, for  example,  the  railway  company  has  the 
power  to  charge  2 /.  to  one  place,  and  the  sea 
price  is  1 /.,  would  you  compel  the  railway  com- 
pany to  charge  the  2 Z.,  or  would  you  allow  them 
to  come  down  to  the  sea  competition  ? — I think 
the  railway  companies  in  their  anxiety  to  get 
trade,  very  possibly  work  at  such  a rate  to  places 
where  there  is  competition,  that  to  places  where 
there  is  no  competition,  they  are  obliged  to  put 
on  a high  rate  to  make  np  for  it. 

8274.  Now  passing  to  another  point ; would 
you  be  in  favour  of  a uniform  classification  for 
the  three  kingdoms  ? — I am  in  favour  of  a re- 
classification, or  a readjustment  of  the  classifica- 
tion. 

8275.  I suppose  that  dividends  on  Irish  rail- 
way property  are  not  very  large  upon  the 
average  ? — ^They  are  not  very  large  at  present, 
and  I think  it  is  possible  they  may  be  worse. 

8276.  Taking  the  average,  the  dividend  is 
under  4 per  cent.,  is  it  not? — It  is. 

8277.  Now  taking  another  question.  Many 
of  the  articles  produced  in  Ireland,  like  hay  and 
straw,  and  things  of  that  kind,  are  so  bulky,  that 
a high  rate  is  charged  upon  them,  because  they 
ai*e  bulky  ; would  you  be  in  favour  of  giving  rail- 
way companies  some  further  facilities  or  powers, 
by  which  they  could  put  up  pressing  machinery 
at  the  stations,  so  as  to  reduce  the  bulk,  enabling 
themselves  to  carry  the  goods  at  a lower  rate  to 
a more  distant  market? — I think  that  might  be 
a very  good  thing. 

8278.  Now,  with  reference  to  warehousing  ; if 
a farmer  has  100  quarters  of  barley  at  his  farm, 
would  you  be  in  favour  of  a system  like  the 
American  system,  under  which  the  companies 
would  be  encouraged  to  build  warehouses,  and 
warehouse  that  barley  for  the  grower,  and  issue 
to  him  a ticket  or  warrant,  which  warrant  he 
could  put  into  his  pocket-book,  and  sell  at  any 
town  in  Ireland,  if  he  pleased  ? — It  would,  to  a 
considerable  extent,  be  a good  thing. 

8279.  Do  you  not  think  that  would  have  a 
considerable  effect  upon  facilitating  the  sale,  and 
dealing  in  produce  in  Ireland  ? — I think  it  would 
be  very  beneficial. 

Mr.  Monk. 

8280.  May  I take  it  that  your  evldencq  goes 
to  this  extent,  that  the  railway  com[)anies  com- 
bine together  to  raise  their  charges  by  means  of 
a conference  and  other  modes,  in  a manner  pre- 
judicial to  the  public  interest  ?— They  have  com- 
bined together,  and  raised  the  charges  to  certain 
places  in  a manner  which  I believe  is  decidedly 
injurious  to  those  places  ; and  the  result  is  that 
they  have  in  their  own  hands  the  power  of  either 
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helping  or  injuring  the  place  by  charging  those 
preferential  rates  which  are  settled  at  the  con- 
ference. 

8281-2.  The  honourable  Baronet  lias  asked  you 
some  questions  with  regard  to  the  dividends 
which  are  jiaid  by  tlie  Irish  railways  ; in  your 
opinion  is  not  trade  stifled  by  the  high  rates,  so 
that  the  railways  themselves  lose  a good  deal  of 
traffic  which  would  otherwise  go  over  their  lines? 
— I observe  in  the  last  report  of  the  Midland 
Great  AVestern  Company,  that  since  they  have 
reduced  the  pi’ice  for  carrying  cattle  very  consi- 
derably, their  income  from  that  source  was  in- 
creased, so  I argue  from  that  that  trade  is  stifled 
by  the  carrying  at  high  rates. 

8283.  A^ou  think  that  if  the  railway  companies 
charged  lower  rates,  trade  would  be  improved  ? 
— ^The  country  is  in  such  an  abnormal  condition 
just  now,  that  it  would  be  difficult  to  say  how  far 
it  Avould  be  affected  by  anything,  but  I have  no 
doubt  that  in  the  long  run  it  would  be  beneficial 
to  the  railway  companies. 

8284.  Do  you  think  that  further  power  should 
be  given  to  the  Kailway  Commissioners,  with 
reference  to  the  I’egulation  of  railway  rates?  — 
I think  that  further  powers  should  be  given  to 
them,  so  that  when  ajipealed  to  they  could  settle 
a question  of  the  sort. 

8285.  That  is  to  say,  when  ajipealed  to  by  the 
public  ? — iM  y opinion  is  that  chambers  of  commei’ce 
and  agriculture  ought  to  have  the  power  of 
bringing  a case  before  the  Kail  way  Cominis- 
sionei’s,  and  of  being  heard  before  them. 

8286.  Have  you  heard  any  complaints  against 
the  Court  of  the  Kailway  Commissioners  ? — I 
have  not. 

8287.  Have  you,  on  the  ground  of  expense, 
heard  that  tribunal  objected  to? — I know  it  is 
alwa3^s  looked  upon  by  us  that  the  railway  com- 
panies will  fight  to  the  end,  and  that  the  result 
of  that  is  very  great  inconvenience  and  expense, 
so  that  private  parties  are  inclined  to  submit, 
rather  than  run  the  risk  of  the  cost. 

Mr.  Callan. 

8288.  In  your  direct  examination,  you  made  a 
reference  to  the  excessive  rates  to  Dundalk ; 
will  you  give  me  the  particulars  of  those  exces- 
sive rates  ? — I brought  that  case  in  as  a sample  ; 
the  company  charge  25  s.  a ton  for  the  sixth  class 
of  goods,  for  a distance  of  54  miles. 

8289.  Have  you  had  complaints  made  by 
traders  on  the  Great  Northern  Kailway  that  un- 
due preference  has  been  given  to  Dublin  ? — I 
cannot  say  that  1 have.  I think  that  neither 
Dublin,  nor  any  other  place,  ought  to  have 
undue  preference. 

8290.  I am  only  asking  about  the  Great  North- 
ern Hallway ; are  you  aware  that  complaints 
have  been  made  at  Newrj"  and  Armagh  that  an 
undue  preference  has  been  given  to  Dublin? — I 
saw  that  in  the  newspapers,  but  I was  not  com- 
plaining of  undue  preference  ; I was  speaking  of 
charging  illegally  upon  that  line. 

8291.  You  spoke  of  the  rate  as  being  very 
excessive  to  Dublin  in  comparison  with  the  rate 
to  Cork  via  Dublin,  but  is  not  there  a direct 
communication  by  sea  between  London  and 
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Cork  ? — There  is  a direct  communication  by  sea 
from  London  to  Cork  ; there  is  also  a steam 
company  which  runs  between  Milford  and  Cork  ; 
and  there  is  also  a steam  company  which  runs 
between  Bristol  and  Cork. 

8292.  'fherefore  the  rates  that  you  refer  to, 
via  Dublin,  are  in  competitition  with  direct  steam 
communication  ? — Yes,  that  is  so. 

8293.  It  is  an  exceptional  position? — I do  not 
complain  of  the  thing.  I merely  pointed  at  the 
inequality  of  the  rates  in  mentioning  that  fact. 

8294.  You  spoke  of  preferential  rates  to  indi- 
viduals ? — Yes. 

8295.  Is  that  on  the  Irish  or  the  English 
railways? — The  Irish  raihvaj^s. 

8296.  You  said,  “ AYe  all  know  it  exists,  but  it 
is  difficult  to  get  at  it can  you  give  the  Com- 
mittee any  instance  of  that  ; you  gave  one  in- 
stance from  England,  but  can  you  give  it  as  re- 
gards any  individual  in  Ireland? — I stated  that 
it  was  the  general  belief  that  it  existed,  but  that 
it  was  very  difficult  to  get  at. 

8297.  AYhat  you  said  was,  “We  all  know  it 
exists  what  you  meant,  I presume  was,  that 
the  impression  exists,  but  the  fact  was  not 
acknowledged? — Yes,  that  is  so. 

8298.  You  referred  to  the  rate  from  Bradford 
to  Dublin  as  being  50  s.  ? — Yes,  I did. 

8299.  And  the  local  rate  to  Liverpool  as  being 
18  s.  4 a.  ? — Yes. 

8300.  Are  those  the  rates  at  present  in  exist- 
ence ? — No,  the  rate  to  Dublin  from  Bradford, 
at  present  was  reduced,  on  the  1st  of  May,  to 
45  s. 

8301.  And  what  is  the  local  rate  to  Liverpool? 
— It  is  the  same,  viz.,  18  s.  4 d. 

8302.  And  the  local  rate  from  Liverpool  to 
Dublin  is  20  s.  ? — Ten  shillings  is  the  lowest  we 
have  paid. 

8303.  That  is  by  the  Sligo  Company ; what 
should  you  say  was  a fair  rate  ? — I assume  that 
15  s.  Avould  pay  exceedingly  well. 

8304.  Have  you  known  any  instances  in  which, 
when  the  local  rate  was  tendered  with  the  goods 
at  Liverpool,  they  have  been  refused,  unless  the 
through  rate  was  paid  ? — I do  not  like  to  speak 
of  the  thing  myself,  as  it  does  not  come  within 
my  experience. 

8305.  Supposing  the  Irish  and  English  Kail- 
way  Conference  were  broken  up  and  all  the  rates 
cancelled,  and  they  simply  charged  local  rates, 
would  it  benefit  the  general  public  in  Ireland,  or 
tend  to  their  injury  ? — I should  be  very  sorry  to 
see  through  rates  done  away  with. 

8306.  I am  not  asking  your  wish  ; but  with 
reference  to  the  public  benefit,  if  the  conference 
were  broken  up,  and  the  local  rates  charged, 
would  it  tend  to  the  benefit  or  the  injury  of  the 
Irish  community  ? — I think  the  breaking  up  of 
the  Irish  conference  in  its  present  state  would 
be  an  advantage,  but  that  would  not  at  all  pre- 
vent through  rates  being  given. 

8307.  AVould  you  be  of  opinion  that  the 
through  rates  are  lower  than  the  local  rates  in 
almost  every  instance  ? — I believe  so  generally, 
but  not  always. 

8308.  As  far  as  you  know  j'ourself  you  cannot 
controvert  the  declaration  that  in  every  case 
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through  rates  are  under  the  sum  of  the  local 
rates? — I am  speaking  of  Dublin. 

8309.  But  I am  speaking  of  Ireland  ? — Dublin 
happens  to  be  in  Ireland.  If  I send  goods  upon 
the  Great  Southern  and  Western  Raihvay  for 
delivery  in  Thurles,  for  example,  from  Dublin, 
I do  not  call  that  a through  rate,  I call  that  a 
local  rate. 

8310.  But  for  delivery  in  Kilkenny  you  would 
call  it  a through  rate  ? — It  depends  upon  Avhat 
lines  the  ti'affic  goes  over ; whether  on  one  line 
of  railway  or  more. 

8311.  Then  you  would  call  it  a through  rate  if 
it  Svent  over  more  than  one  line  of  railway  ? — 
Yes. 

8312.  You  referred  to  the  Midland  Great 
Western  Comj^any  having  lowered  the  rates  for 
cattle  ? — Yes,  as  a sort  of  experiment. 

8313.  And  since  then  the  chairman  has  con- 
gratulated the  shareholders  upon  the  result? — - 
He  did  so,  in  his  report. 

8314.  You  think  that  he  will  not  have  to  con- 
dole with  them  upon  the  diminution  of  the  traffic 
at  the  next  half-yearly  meeting  ?— "I  am  appre- 
hensive that  in  that  period  there  will  be  a diminu- 
tion in  the  traffic,  but  I have  no  apprehension 
that  the  reduction  of  the  rates  will  be  the  cause 
of  the  diminution. 

8315.  Do  you  think  that  it  is  the  high  rates 
which  keep  down  the  traffic  ? — I think  this  cause 
assists  to  do  so ; but  it  is  the  want  of  public  con- 
fidence at  present  that  affects  the  railways  so 
materially. 

Mr.  O’’ Sullivan. 

8316.  Have  you  heard  that  cattle  are  walked 
very  long  distances  on  account  of  the  very  high 
rates  ? — I have  heard  so. 

Mr.  Lozcther. 

8317.  With  regard  to  the  classification  of 
goods,  I think  you  have  six  classes  in  Ireland?  — 
Yes. 

8318.  And  in  England  we  have  seven? — You 
have  seven  in  England,  I believe ; the  special, 
the  mineral,  and  five  others. 

8319.  What  is  Class  1 in  Ireland,  is  mineral 
in  England,  is  it  not  ? — I can  hardly  compare 
the  two  classifications,  one  with  the  other. 

8320.  But  you  gave  some  instances  of  the  clas- 
sification of  various  goods;  will  you  kindly  re- 
peat them? — Soap  is  1st  in  England,  and  3rd  in 
Ireland.  The  next  was  shoes  in  cases  ; that  is 
3rd  Class  in  England,  and  5th  in  Ireland. 

8321.  What  is  the  next? — I quoted  ale  and 
porter  in  hampers;  that  is  2nd  Class  in  England, 
and  4th  in  Ireland  ; and  in  casks  it  is  1st  in 
England,  and  3rd  in  Ireland. 

8322.  Then  it  comes  to  this,  that  we  have 
seven  classes  in  England,  and  you  have  six  in 
Ireland.  Your  1st  Irish  Class  is  mineral  in 
England  ; your  2nd  Irish  is  special  in  England  ? 
— The  mineral  in  England  is  1st  in  Ireland;  I 
am  unable  to  say  that  what  is  2nd  in  Ireland,  is 
special  in  England,  but  I dare  say  it  may  be  so. 

8323.  And  what  is  6th  in  Ireland  is  4th  or  5th 
in  England  ? — What  is  6th  in  Ireland  would  be 
4th  or  5th  in  England. 
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8324.  You  spoke  of  certain  goods  which  were 
sent  from  Manchester  to  Kilkenny  at  40  s. ; 
what  were  those  goods  ? — What  are  called 
drapery  goods. 

8325.  VVere  they  sent  by  the  London  and 
North  Western  Company? — Yes. 

8326.  Do  you  know  whether  they  often  send 
goods  of  that  kind  to  Kilkenny  ?— I should  think 
they  do. 

8327.  I think  you  stated  that  they  do  not 
charge  the  same  to  all  parties;  that  they  have  a 
separate  rate  ? — I stated  that  I had  from  the 
London  and  North  Western  Company  a state- 
ment that  the  rate  to  Kilkenny  was  46  s.  8 d., 
and  that  I had  a letter  from  a gentleman  in 
Kilkenny  informing  me  that  he  gets  them  at 
40  5. 

8328.  Does  that  gentleman  state  it  in  writing? 
— Yes,  I have  it  in  writing. 

8329.  Therefore,  the  London  and  North 
Western  Company  stated  that  they  charged  one 
price,  and  this  gentleman  stated  that  he  was 
charged  another  ? — Yes,  that  was  the  statement 
of  this  gentleman. 

8330.  Are  there  many  commercial  houses  in 
Kilkenny  ? — There  are  just  a good  few.  It  is  a 
county  town  ; the  population  is  12,700. 

8331.  When  was  this  line  of  steamers  that  you 
mentioned  put  on? — I cannot  tell  you  when  they 
started,  but  we  have  been  getting  goods  by  them 
for  either  six  or  eight  or  ten  months. 

8332.  They  are  doing  a good  business,  are 
they  not  ? — Yes. 

8333.  What  is  the  rate  from  Dublin  to  Liver- 
pool for  any  class  of  goods  ? — There  is  a great 
A'ariety  of  rates  between  Dublin  and  Liverpool. 

8334.  Take  any  one  you  like ; I understood 
you  to  say  that  the  rate  from  Dublin  to  Holy- 
head  was  high  ; that  it  was  kept  up  by  this 
traffic  conference,  and  that  they  do  not  allow 
the  things  to  go  via  Liverpool? — I hat  was  not 
what  I stated.  What  I stated  was  this,  and  I 
gave  it  as  an  opinion : that  the  London  and 
North  Western  Company  having  a very  long 
mileage  to  Holyhead,  and  having  no  opposition 
upon  that  jiartlcular  line,  formed  a rate  to 
Dublin  which  Avould  pay  them  for  this  mileage, 
and  that  then  their  influence  in  the  conference 
is  so  strong  that  they  have  forced  it  to  be  so 
arranged  by  the  power  of  their  influence,  that 
the  goods  which  come  to  Dublin  through  Liver- 
pool shall  pay  at  the  same  rate  as  though  they 
went  via  Holyhead ; whereas  Liverpool  is  only 
210  miles  from  London,  as  against  264  miles  to 
Holyhead. 

8335.  But,  I suppose,  time  counts  for  some- 
thing as  between  Dublin,  via  Holyhead,  and 
Dublin,  via  Liverpool? — But  sometimes  there  is 
very  little  difference  in  the  time,  for  instance, 
goods  sent  from  London  to-day,  Thursday,  will 
be  delivered  in  either  case  on  Saturday  morning 
to  Dublin. 

8336.  Now,  you  spoke  of  the  confei'ence  known 
as  the  English  and  Irish  traffic  conference  ? — 
Yes. 

8337.  That  is  a voluntary  association,  is  it  not? 
—Yes. 

8338.  Do  the  London  and  North  Western  Com- 
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Mr.  Lowther — continued. 

pany  have  more  than  one  vote  upon  that  traffic 
conference  ? — 1 cannot  tell  you  anything  about 
it ; it  is  a secret  conference. 

8339.  You  spoke  of  their  very  jrreat  influence? 
— Being  a very  powerful  company,  they  would 
naturally  have  very  great  influence. 

8340.  But  you  do  not  know  whether  the  Lon- 
don and  North  Western  Company  have  more 
than  one  representative,  and  one  vote  at  that 
conference? — I do  not  know  anything  about  the 
working  of  the  conference. 

8341.  I understand  you  to  state  that  this  con- 
ference takes  upon  itself  the  power  of  raising  the 
rates? — So  it  is  stated  here  in  the  document  I 
have. 

8342.  Does  it  also  reduce  the  rates? — No  doubt; 
it  has  reduced  the  rates  in  the  last  few  days 
to  us. 

8343.  Therefore  it  is  not  always  prejudicial  to 
commerce  if  the  conference  reduces  the  rates  ? — 
We  think  it  is  an  advantage  to  have  a rate 
reduced,  of  course. 

8344.  Therefore  the  conference  is  not  entirely 
bad  in  its  operation? — We  think  that  through 
rates  are  a good  thing,  and  to  the  regulation  of 
through  rates,  if  we  are  treated  fairly  with  regard 
to  them,  we  cannot  have  any  objection  but  they 
must  be  fairly  worked. 

8345.  I think  you  complained  that  when  the 
rates  were  changed  you  did  not  have  proper  notice 
of  it? — I did  not  say  that;  what  I stated  was, 
that  I had  a notice  from  one  of  the  representatives 
of  the  conference  stating  that  the  rates  were 
subject  to  change  without  any  notice,  and  I 
thought  it  was  rather  hard  that  it  should  be  so  ; 
I do  not  particulary  care  about  that,  but  if  we 
were  a large  mauufacturing  business  in  Ireland 
which  took  contracts  it  would  be  a serious  thing; 
I think  the  principle  is  wrong. 

8346.  Have  you  had  much  experience  of  divi- 
dends ujion  railroads  in  Ireland  ; can  you  tell  at 
all  what  the  Kingstown  and  Dublin  Railway 
Companies’  dividends  are  ? — The  Dublin  and 
Kingstown  Railway  is  a line  which  is  incorporated 
with  another,  they  pay  about  9|  per  cent, 
guaranteed. 

Mr.  Dilheyn. 

8347.  You  spoke  just  now  of  the  power  of 
arbitrarily  imposing  differential  rates  in  different 
districts,  and  you  objected  to  that;  have  you  any 
reason  to  think  that  the  railway  companies  of  Ireland 
have  ai’bitrarily  or  unfairly  exercised  that  power 
for  the  sake  of  benefiting  par’icular  districts  or 
towns? — I think  the  railways  of  Ireland  are  so 
anxious  to  get  the  through  traffic,  and  to  make 
suitable  arrangements  with  the  large  English 
companies,  that  there  is  influence  brought  to 
bear  upon  them  by  this  conference  with  regal’d 
to  the  rates,  and  in  some  instances  the  way  in 
which  the  through  rates  are  levied  is  objection- 
able. 

8348.  In  point  of  fact  you  think  it  has  been  a 
desire  to  get  traffic,  not  a desire  to  injure  any 
particular  traffic  that  has  guided  them  ? — I agree 
that  they  do  not  desire  to  injure  any  particular 
district ; it  is  only  their  action  which  has  had 
that  efl'ect  in  the  desire  to  get  the  traffic. 


Mr.  Dillwyn — continued. 

8349.  Could  you  give  the  Committee  a single 
instance  in  which  the  rates  have  been  advanced 
by  the  conference  during  the  last  two  years  ? — I 
am  not  aware  of  any  advance  by  the  conference 
during  the  last  two  years,  but  we  have  been 
trying  to  get  the  rates  down  during  that  time, 
and  until  some  action  has  been  taken  of  a public 
nature,  we  have  had  no  reduction  from  that  con- 
ference, with  the  exception  of  a slight  one  which 
took  place  five  years  ago. 

8350.  Have  you  had  any  advances? — We  have 
had  no  advances  since  the  coal  famine,  about 
1872,  and  at  that  time  they  went  up  from  15  to 
20  per  cent. 

Lord  Randolph  Churchill. 

8351.  I suppose,  in  the  time  of  the  coal 
famine,  the  rates  were  put  up  as  high  as  they 
possibly  could  go  ? — I believe  they  were. 

8352.  And  you  think  that  it  would  not  have 
been  easy  to  make  an  advance  upon  that? — They 
could  not  have  made  an  advance  upon  that. 

8353.  With  regard  to  the  reduction  of  the 
rates,  the  only  principal  reduction  has  been  made 
this  year? — Ido  not  think  that  there  has  been 
any  general  reduction  made  except  to  Dublin  as 
far  as  I can  gather,  and  that  is  only  because  the 
steam  companies  have  been  forced  into  it  from 
seeing  the  trade  going  from  them. 

8354.  Did  you  not  state  that  there  had  been 
reductions  to  some  other  places  lately? — I said  I 
was  not  able  to  ascertain  whether  the  reduction 
given  to  Dublin  had  been  extended  to  the 
country,  but  I thought  not. 

8355.  As  a matter  of  fact,  with  the  exception 
of  Dublin,  you  are  not  aware  of  any  reductions 
having  been  made  anywhere  ? — That  is  my 
belief,  as  respects  drapery  goods. 

8356-62.  Are  there  any  manufactories  in 
Dublin  ? — There  are  some. 

8363.  Now,  is  there  a linen  manufactory  there? 
— Yes,  there  is. 

8364.  The  Committee  had  some  evidence  the 
other  day  from  a gentleman  of  Belfast  to  the 
effect  that  people  in  the  inland  towns  could  pur- 
chase manufactured  iron  cheaper  from  England 
than  they  could  purchase  it  from  Belfast,  where 
there  was  a large  iron  foundry,  on  account  of  the 
low  through  rates,  and  the  high  local  rates.  Now, 
can  people  in  inland  towns  purchase  linen  goods 
cheaper  in  English  towns  than  they  can  in  Dublin? 
— So  little  linen  is  made  in  England  that  the 
case  is  hardly  fair.  If  you  mean  that  linen  goods 
are  taken  into  the  inland  towns  in  Ireland  at  a 
cheaper  price  from  England  than  if  they  went  to 
Dublin,  and  were  then  sent  on  to  the  inland 
towns,  I agree  with  you.  Of  course,  if  you 
bought  linens  anywhere  in  England,  at  the 
through  rate,  they  would  be  delivered  at  about 
20  per  cent,  cheaper  than  if  they  were  stocked  in 
Dublin  and  then  forwarded. 

8365.  If  I were  living  in  Galway,  linen  would 
be  cheaper  to  me  from  Manchester  than  it  would 
be  from  Dublin,  would  it  not?  — It  would  be  so 
in  the  case  of  other  articles,  but  that  would 
not  apply  to  linen. 

8366.  Take  chemicals,  for  instauce  ? — They 
can  be  laid  down  at  a less  rate  if  sent  direct  from 
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Lord  liundolpk  Churchill — continued. 
England  than  if  stocked  in  Dublin,  and  then 
sent  on. 

8367.  Do  you  think  that  that  must  have  a 
tendency  to  stifle  trade  ? — If  a local  manufac- 
turer were  to  bring  over  cotton,  or  any  other 
article,  and  manufacture  it,  and  send  it  on  to  the 
inland  towns,  it  would  cost  more  than  goods 
manufactured  in  England,  and  sent  direct  over, 
but  the  reduction  of  freight,  which  has  been 
made  the  last  few  months,  has  to  some  extent 
altered  this. 

8368.  But  the  company  would  have  their  fare 
to  add  betw'een  Liverpool  and  Manchester  ? — I 
w'ould  say,  that  if  you  buy  a pieee  of  calico  in 
Manchester,  and  you  deliver  it  in  an  inland 
town  in  Ireland,  it  is  landed  there  for  about  20 
per  cent,  less  than  if  sent  to  the  dealer  in  Dublin 
and  then  sent  on.  I allude  to  what  it  was  when 
the  rates  ere  fl.'i  s.  to  Dublin. 

8369.  Did  you  not  state  that  you  sent  manu- 
factured goods  of  your  ow’u  to  Manchester  ? — 
Yes,  we  do  occasionally. 

8370.  And  you  pay  a higher  rate  by  5 s.  than 
if  you  bought  goods  in  Manchester,  and  brought 
them  to  Dublin  ? — That  is  so  now,  but  I believe 
the  real  meaning  of  that  is  that  the  freight  has 
been  reduced  by  the  conference  to  Dublin,  and 
the  question  has  not  come  before  tliem  about 
the  rate  the  other  way,  but  I believe  they  will 
reduce  it  in  time  ; it  is  only,  I should  think,  a 
temporary  inequality  from  the  matter  not  having 
been  considered. 

8371.  But  you  do  not  know  wdiether  that  in- 
equality is  accidental  or  intentional,  and  if  there 
were  these  intentional  Inequalities,  would  they 
be  very  favourable  to  Irish  manufacture  ? — No, 
they  would  not. 

8372.  Now  with  reference  to  the  classification  ; 
you  were  asked  some  questions  by  an  honourable 
Member,  Avhich  had  a tendeney  to  show  that  the 
classification  was  practically  the  same  in  both 
countries  ; what  I want  to  know  from  you  is 
this : you  have  not  in  Ireland  at  all  either  a 
mineral  or  a special  class,  have  you? — We  have 
not. 

8373.  Is  it  in  this  way,  that  the  Irish  classifi- 
cation, as  compared  with  the  English  classifica- 
tion, begins  two  classes  higher  ? — 1 1 does. 

8374.  Did  you  ever  hear  of  coal  being  carried 
at  \d.  a ton  a mile? — I do  not  know  M-hat  the 
charge  for  coal  is.  With  regard  to  the  classifi- 
cation, it  is  almost  impossible  to  get  the  facts, 
because  it  is  exceedingly  difficult  to  get  these 
classification  books. 

8375.  How  did  you  get  that  book  Avhich  you 
have  before  you?  — I got  the  loan  of  both  of 
these  books  from  parties  connected  with  the 
companies. 

8376.  Did  you  ever  apply  to  a company  to  see 
that  book? — I applied  the  other  day  to  see  it, 
and  I was  immediately  refund  it. 

Mr.  Callan. 

8377.  What  company  Avas  that? — It  was  an 
Irish  company. 

8378.  It  was  not  any  of  the  Northern  com- 
panies ? — No  ; it  was  not. 

0.54. 


Lord  Randolph  Churchill. 

8379.  Do  you  think  that  if  you  Avanted  to  get 
the  classification  in  use  by  the  Great  Northern 
or  the  Midland  or  the  Great  Southern  and 
Western  Companies,  they  Avould  give  it  you  ? — 

I have  not  asked  them. 

8380.  You  have  quoted  from  the  rate  books  a 
good  deal  ; how  did  you  get  hold  of  those  rates? 
— The  railway  companies  have  their  rates  so  that 
3mu  can  see  them. 

8381.  The  companies  do  not  make  any  diffi- 
culties about  that?  — I believe,  supposing  you 
wanted  to  know  what  the  rate  was  to  a particular 
place,  the  company  would  say  you  had  better 
apply  to  that  place,  but  they  will  give  you  the 
rate  though  they  are  not  very  Avilling  to  do  it. 

8382.  You  said  ymu  believed  that  if  you  went 
to  a station  and  asked  for  the  rate  to  another 
station,  you  could  not  get  it  ? — I have  been  told 
so. 

8383.  You  Avere  asked  whether  the  Irish  rail- 
AA'ay  companies  are  as  prosperous  now  as  they 
w'ere  before  ; is  it  not  the  case  that  Avithln  the 
last  12  or  15  years,  the  value  of  Irish  raihvays  is 
estimated  to  have  risen  15,000,000  /.  ? — The  value 
of  Irish  railways  has  gone  back  very  much  of 
late,  but  in  1878  it  Avas  estimated  to  have  in- 
creased several  millions ; I am  not  quite  sure 
hoAV  much. 

8384.  And  you  say  that  the  value  is  going 
back  now  ? — The  shares  have  gone  back  con- 
siderably'. 

8385.  There  was  a gentleman  wdio  gave  evi- 
dence before  the  Committee,  Mr.  Middleton, who 
said  it  would  be  a gi’eat  blessing  to  Ireland  if  the 
raihvays  of  Ireland  Avere  under  independent 
management ; would  you  concur  with  that 
opinion?  — I think  it  Avould  be  a great  blessing 
to  Ireland  if  the  railways  of  Ireland  were  under 
one  management. 

8386.  Would  that  be  an  independent  manage- 
ment? —I  think  it  Avould  have  been  a great 
benefit  if  the  State  had  purchased  the  Irish  rail- 
ways, 

8387.  Now,  with  regard  to  the  Dublin  and 
Kingstown  dividend,  that  high  rate  of  dividend 
would  not  apply  to  the  other  railways  in  Ire- 
land?— Certainly  not. 

8388.  That  Avas  a guaranteed  dividend  which 
applied  to  the  original  shareholders  of  the 
Dublin  and  KingstoAvn  Railway  Company  ? — 
That  Avas  so. 

Chairman. 

8389-98.  Do  yovA  know  any  case  in  Avhlch  the 
through  rate  from  a manufacturing  district  in 
England  to  an  interior  toAvn  in  Ireland  is  less 
than  the  local  rate  from  Dublin  to  that  same 
town?  — I do  not. 

Mr.  O'  Sullivan. 

8399.  The  honourable  Chairman  asked  you  if 
you  Avere  avvare  of  the  cases  in  Avhich  the 
through  rates  from  England  Avere  lower  than  the 
local  rate  from  Dublin,  and  you  said  you  were 
not? — I am  not, 

8400.  Could  you  giv'e  the  Committee  any 
through  rates  from  England  to  an  interior  toAvn  ; 
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Mr.  (ySuWvan — continued, 
say  to  Mallow  ? — I could  not  give  the  rate  to 
Mallow,  but  I could  give  you  the  rate  from 
Manchester  to  various  places. 

8401.  Take  Tipperary ; I wish  to  show  that  the 
rate  is  not  more  from  Manchester  to  the  inland 
towns  in  Ireland,  via  Dublin,  than  to  Dublin  ? — 
From  Manchester  to  Tipperary  the  charge  is 
52  s.  6 d.,  and  from  Dublin  to  Tipperary  about 
26  s. 

Sir  Edward  Wathin. 

8402.  You  spoke  about  the  confeence  two  or 
three  times  over ; do  you  know  whether  it  is  or 
is  not  the  fact  that,  in  the  last  two  years,  as  re- 


Mr.  David  E.  Egberts 
Chairman. 

8404.  You,  I believe,  are  agent  for  the  Sligo 
Steam  Navigation  Company,  and  you  were 
manager  for  five  years  in  Liverpool,  of  the  Ted- 
castle  line  ? — Yes. 

8405.  I believe  you  have  also  had  seven  year’s 
experience  in  the  head  office  of  the  North  British 
Eailway  ? — I have. 

8406.  You  heard  the  evidence  given  by  Mr. 
Pirn  ? — I did. 

8407.  Do  you  generally  agree  with  his  evi- 
dence ? — In  some  instances  I disagree  with  it ; 
he  is  not  absolutely  correct  on  one  or  two 
points. 

8408.  Will  you  just  tell  us  the  points  on  which 
you  disagree? — The  first  point  I would  like  to 
mention  is  this.  One  honourable  Member  asked 
if  there  was  any  overcharge  in  other  goods  be- 
side tlie  highest  class  on  the  Irish  railway  ; there 
is  an  overcharge  by  the  Midland  Great  Western 
Eailway  Company  on  manure  to  different  stations; 
their  maximum  rate  is  2 d.  by  the  Act,  and  they 
exceed  it.  The  lowest  rate  they  carry  at,  the 
shipper  has  to  load,  and  the  consignee  to  dis- 
charge, and  we  find  that  for  8i  miles  from 
Dublin  to  Clonsilla  the  company  charges  2 s.  6 d., 
and  you  must  send  6 tons  before  you  get  that 
special  rate,  and  the  railway  company  do 
no  terminal  services.  That  what  I wish  to  con- 
vey is,  that  the  Midland  Great  Western  Eailway 
Company  overcharged  on  other  than  high-class 
goods,  and  taking  manure,  for  wliich  their  maxi- 
mum is  2 d.  per  ton,  I find  the  company  exceed 
their  maximum  between  Dublin  and  Clonsella. 
The  distance  is  8|  miles,  and  the  lowest  rate  the 
company  will  carry  manure  for,  between  the  points 
named,  is  2 s.  6 d.  per  ton,  and  in  order  to  have 
the  advantage  of  the  2 s.  6 d.  rate,  not  less  than 
six  tons  must  be  forwarded  at  one  time.  This 
special  rate  does  not  include  loading  or  dis- 
charging the  waggons,  which  must  be  performed 
by  sender  and  consignee. 

Lord  Randolph  Churchill. 

8409.  What  is  the  ordinary  rate? — The  or- 
dinary rate  is  3 s.  4 d. 

8410.  What  should  it  come  to  ? — It  should  be 
\ s.  5 d.  according  to  the  maximum  rate ; 3 .s.  4 d. 
is  charged  ; there  are  other  great  overcharges  up 
to  16  miles.  The  Great  Southern  Eailway  Corn- 


Sir  Edioard  Watkin — continued, 
gards  the  rates  fixed  by  the  conference,  there 
has  not  been  a single  case  of  increase  of  rate, 
while  there  have  been  several  hundreds  of  cases 
of  reduction  ? — I certainly  do  not  believe  that 
there  has  been  any  increase  of  rates,  because 
they  were  got  up  so  high  at  that  time  that  an 
increase  would  have  been  almost  impossible. 

8403.  I ask,  would  you  indorse  the  statement 
that  there  has  not  been  a single  instance  of  in- 
crease, while  there  have  been  hundreds  of  cases 
of  reduction  ? — I think  it  is  e.xceedingly  likely, 
because  there  have  been  a good  many  reductions 
made  in  the  last  three  months. 


called  in  ; and  Examined. 

Lord  Randolph  Churchill — continued, 
pany  also  exceed,  in  manure,  their  legal  tariff  for 
short  distances..  I am  now  going  to  speak  of  the 
Great  Southern  and  Western. 

Chairman. 

8411.  Will  you  tell  me  what  you  have  taken 
as  their  maximum  rate  allowed  by  law  ? — Two- 
pence. Now  to  Salins  taking  the  class-rate  for 
manure,  they  charge  4 s.  2 d.,  that  is  2 d.'ll  per 
mile. 

8412.  What  is  their  legal  charge  ? — Twopence 
per  mile.  In  one  case  there  Avere  proceedings 
threatened  before  the  Eaihvay  Commissioners  ; 
we  threatened  the  Midland  Great  Western  Com- 
pany, and  Ave  Avent  into  their  offices  and  had  their 
Acts  placed  before  us  by  the  manager.  It  Avas 
considered  that  the  proceedings  v\ould  be  here 
extended,  that  the  time  and  money  might  be 
Avasted,  and  that  perhaps  Ave  might  not  have  a 
case,  so  it  Avas  not  proceeded  Avith  ; but  Ave  had 
a case,  and  that  case  I Avish  to  lay  before  you. 

Lord  Randoph  Churchill. 

8413.  It  has  been  laid  before  us  ? — As  regards 
the  Sligo  route  only,  but  not  as  regards  the 
Dublin  route. 

Chairman. 

8414.  What  was  the  effect  of  your  threatening 
the  Midland  Great  Western  EailAA^aj  Company? 
— They  behaved  Avorse  to  us  than  ever.  Noav 
as  resulting  from  the  opposition  of  our  Tedcastle 
Company  and  the  Sligo  Steam  Navigation  Com- 
pany, I Avish  to  put  in  a large  number  of  rates 
from  Liverpool  to  the  interior  of  Ireland.  The 
rate  from  Liverpool  to  Kilkenny  for  American 
bacon  in  boxes  is  1 5 s._  and  the  rate  from  Dublin 
to  Kilkenny  is  15  s.  Then  taking  uji  the  Mid- 
land Great  Western  rates  for  the  same  com- 
modity ; from  Dublin  to  Ballyhannis,  the  rate 
is  25  s.  10  d. ; and  from  Liverpool  it  is  26  s.  8 d., 
being  a difference  of  10  d.  The  charge  to  Swln- 
furd  from  Dublin  is  24  s.  2 d.,  and  it  is  27  s.  from 
Liverpool. 

Mr.  Cullan. 

8415.  Hoav  many  miles  is  Ballyhannis  from 
Dublin? — One  hundred  and  tAventy-five.  Then 
I take  the  Great  Southern  and  Western  rates  to 

Limerick 
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Mr.  Callan — continued. 

Limerick  and  Tipperarv.  Mr.  Pirn  has  spoken 
to  the  rates  on  his  goods.  Now  taking  eggs  in 
boxes,  the  chai’ge  from  Limerick  to  Manchester 
is  43  s.  4 d.,  and  to  Dublin  26  s.  6 d.  It  is  im- 
possible for  any  coastwise  steamship  company 
not  in  the  conference  to  take  eggs  locally,  be- 
cause as  I say  the  rate  to  Dublin  is  26  s.  6 d., 
and  the  rate  direct  from  Limerick  is  43  s.  4ct., 
and  the  difference  would  not  pay  the  cartage  and 
freight,  and  expenses  from  Liverpool  to  Man- 
chester. Those  rates  have  been  reduced  since 
the  Sligo  companies  and  the  Tedcastle  opposition 
was  started. 

Lord  Randolph  Churchill. 

8416.  How  much  have  the  rates  been  re- 
duced ? — That  I cannot  say,  because  we  are  not 
doing  in  every  branch  of  traffic  all  at  once. 
These  rates  which  I have  given  you  are  from 
Limerick.  Now  I will  take  Tipperary;  the  rate 
from  Tipperary  to  Dublin  is  28  s.  3 d.,  and  to 
Liverpool  33  s.  4 d.,  leaving  only  5 s.  1 d.  for 
cross  Channel  freight  and  cartage,  the  latter  of 
which  by  the  conference  rate  is  3 s.  a ton  in 
Dublin.  Then  with  regard  to  wool  in  bales 
from  Limerick  and  Tipperary,  the  rate  from 
Limerick  to  Bradford  is  52  s.  6 <f.,  and  the  rate  to 
Dublin  for  wool  is  26  s.  6 d.  The  rate  from 
Liverpool  to  Bradford  is  16  s.  8 d.,  which  added 
to  26  s.  6c?.,  would  leave  no  sufficient  margin  for 
Channel  crossing  ; the  rates  for  grain  to  Liver- 
pool were  more  or  less  reduced  this  year  owing 
to  the  competition. 

Chairman. 

8417.  You  have  shown  that  there  is  not  a 
sufficient  remunerative  margin  left  for  the  cross 
Channel  passage  ; how  do  they  make  it  up  to  the 
steamboat  companies  Avho  are  in  the  conference  ? 
— It  is  done  by  a divisional  mileage,  or  by  an 
agreed  proportion  of  one-third  ; but  what  I wish 
to  point  out  is,  that  the  rates  have  been  reduced 
through,  but  not  locally.  Then  I wish  to  point 
out  that  the  entire  of  the  porter  rates  from  Dub- 
lin were  subjected  to  the  same  arrangement ; 
those  rates  were  all  reduced  from  time  to  time, 
and  by  degrees,  as  they  found  independent 
steamship  companies  carrying  at  lower  rates. 
Whenever  this  was  discovered,  the  conference 
reduced  the  through  rate  to  such  a figure  that 
we  could  not  take  the  porter  to  Liverpool,  and 
hand  it  to  the  railway  company  at  a profitable 
rate ; 100  tons  at  a time  is  carried  by  our  I’ed- 
castle  Company  at  a rate  not  exceeding  from  3 s. 
to  3 s.  4 (L,  just  as  ballast.  Such  a combination 
naturally  stifles  all  private  enterprise.  Now 
with  regard  to  the  largest  traffic  in  existence 
upon  the  Dublin  and  Liverpool  station,  that  is 
cattle  ; the  conference  companies  have  adopted 
a system  of  through  rates  which  were  not 
always  in  force  ; which  were  not  in  force,  I 
believe,  when  the  opposition  first  started.  Upon 
the  local  rates  between  Dublin  and  Liver- 
pool, if  you  enter  into  an  agreement  with  the 
London  and  North  Western  Company,  or  the 
Dublin  Steam  Packet  Company,  to  give  them 
your  entire  traffic  for  a month  at  a time,  you  get 
a drawback  of  1 s.  6 d.  per  head  on  cattle ; of  8 c?. 
on  each  sheep,  and  6 d.  on  each  lamb.  The 
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nominal  rates  are  7 s.  9 d.  per  head  on  cattle,  but 
with  the  15.  6 c?.  drawback,  it  brings  it  to 
65.  3 d. 

8418.  The  company  will  do  that  for  any  dealer? 
— They  will  do  that  for  any  dealer,  but  you  must 
sign  this  agreement ; and  if  you  ship  once  by  an 
outside  company,  you  forfeit  your  drawback. 

Sir  Edivard  Watkin. 

8419.  The  company  say  these  are  our  terms 
for  the  three  kingdoms  for  twelve  months? — For 
one  month ; but  I know  as  a fact  that  the  Ted- 
castle Company’s  shippers  and  our  shippers  were 
offered  within  three  months  an  agreement  for  five 
years,  and  a drawback  of  3 s.  per  head  on  cattle. 
It  was  not  offered  to  any  other  of  the  shippers, 
but  only  to  those  who  sent  by  the  Tedcastle 
Company  and  ourselves. 

8420.  By  whom  was  it  offered? — It  was  offered 
by  the  London  and  North  Western  Company 
and  the  City  of  Dublin  Steam  Packet  Company. 
Then  takinij  the  through  rates  that  we  have  heard 
of  as  being  reduced  or  put  in  force  for  cattle  on 
Irish  railways,  the  rate  from  the  interior  to  Dub- 
lin, and  from  Dublin  to  Liverpool,  will  be  greater 
than  the  through  rate  to  Liverpool  from  the 
Interior  of  Ireland,  or  to  Manchester  from  the 
interior  of  Ireland,  so  that  by  this  arrangement 
which  has  been  recently  made,  we  are  again 
starved  out  of  the  trade. 

Chairman. 

8421.  Will  you  now  tell  us  shortly  what, 
from  your  railway  experience,  you  would  wish 
to  suggest  as  remedies  for  these  grievances  ? — 
One  honourable  Member  of  the  Committee  spoke 
of  the  Irish  and  English  classification,  and  asked 
questions  of  IMr.  Pirn  which  Mr.  Pirn  did  not 
reply  to  quite  correctly.  The  classes  do  not 
exactly  corresjiond,  counting  from  the  mineral 
class,  which  does  not  exist  in  Ireland.  The 
classification,  upon  the  Great  Southern  and 
AVestern  Railway,  is  equivalent  To  that  in  Eng- 
land, namely,  one  “ S2)eclal  ” and  five  other 
classes ; but,  on  the  other  hand,  the  Midland 
Great  IVestern  have  no  “ special  ” class,  but  they 
have  six  classes,  and  I do  not  think  they  corre- 
spond with  the  classes  on  this  side. 

8422.  Would  you  advocate  their  being  made 
the  same? — I would  advocate  there  being  one 
classification  for  the  United  Kingdom. 

8423.  What  body  should  you  say  ought  to 
issue  such  a classification  ? — The  Railway  Com- 
missioners, if  their  powers  are  extended  as  they 
should,  or  any  other  court  that  the  Committee 
might  deem  it  proper  to  establish. 

8424.  With  regard  to  rates,  would  you  say 
that  a public  body  ought  to  fix  the  rates  ? — The 
rates,  I think,  should  also  be  fixed  in  connection 
with  this  classification  up  to  a certain  distance, 
and  should  become  less,  proportionately,  as  the 
distance  increased,  but  there  should  be  one  scale 
in  order  that  the  public  might  be  always  able  to 
compile  their  own  rate. 

8425.  Would  you  allow  the  railway  companies 
to  reduce  their  charges  below  the  official  maxi- 
mum ? — No,  I would  give  them  no  power  to  re- 
duce without  the  sanction  of  this  court.  If  you 
give  them  any  margin  at  all  the  railway  com- 
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Chairman — continuocl. 

pauies  would  be  sure  to  make  use  of  it  and  to 
evade  the  Act  if  ])ossible,  therefore  I would  say 
that,  in  order  to  protect  the  public,  the  rates 
should  be  fixed,  and  that  any  exception  must 
bear  the  sanction  of  the  court. 

Mr.  Sullivan. 

8426.  Do  you  know  the  Tedcastle  Com])any, 
working  between  Dublin  and  Liverpool  ? — I was 
manager  of  that  company  for  five  years. 

8427.  Do  you  know  their  jiresent  rate  for 
cattle  between  Dublin  and  Liverpool? — I can 
imagine  it,  but  I cannot  state  it  as  a fact. 

8428.  What  was  the  rate? — Five  shillings  and 
sixpence,  and  in  some  cases  5 s. 

8429.  What  was  the  charge  by  the  London 
and  North  Western  Company  from  Dublin  to 
Liverjmol? — Six  shillings  and  threepence  with 
drawback,  that  is  allowing  for  the  drawback. 

8430.  Are  there  any  harbour  dues  charged  at 
Liverpool  for  cattle  going  by  the  Tedcastle  Com- 
pany ? — One  penny  a head,  and  then  there  is  the 
driving. 

8431.  Is  there  the  same  charge  made  for  the 
cattle  going  by  the  London  and  North  Western 
Railway  to  Holyhead? — No,  they  go  free. 

8432.  How  do  you  account  for  it  that  while 
your  Tedcastle  rate  of  freight  is  lower  than  the 
London  and  North  Western  Company’s  rate  of 
freight,  the  London  and  North  Western  Com- 
pany get  most  of  the  traffic  ? — Because  the  Ted- 
castle Company  have  only  a certain  number  of 
shippers,  and  there  is  only  a limited  amount  of 
accommodation,  therefore,  whether  a boat  is  half- 
full or  full  she  must  sail ; the  company  cannot 
increase  their  shippers,  because  they  might  have 
to  disappoint  them  the  following  week,  if  one 
of  their  regular  shippers  came  down  with  a 
large  number  of  cattle. 

8433.  Do  you  think  the  short  distance  rates 
upon  the  lines  in  Ireland  are  too  high  generally  ? 
— They  are  charged  in  excess  of  the  legal 
maximum. 

8434.  Do  you  think  that  the  through  rates 
from  towns  in  England  to  inland  towns  in  Ire- 
land are  unfairly  charged  against  Dublin  ; take 
from  Manchester  to  Liverpool  to  the  interior 
U)wns  ? — You  cannot  bring  goods  from  Man- 
chester locally  to  Liverpool,  and  from  Liverpool 
to  Dublin,  and  then  from  Dublin  to  Limerick  or 
Tipperary,  or  other  stations,  at  so  low  a rate  as 
you  can  book  them  through. 

8435.  'fo  what  classes  of  goods  would  that 
apply  ? — That  applies  to  soap,  chemicals,  bacon, 
and  other  articles  to  the  West  of  Ireland;  it  is 
impossible  to  carry  either  from  the  interior,  via 
Liverpool,  or  from  Liverpool  alone,  against  the 
combination  of  the  companies  interested  in  the 
Dublin  and  Liverpool  traffic  in  the  conference. 

8436.  Do  you  think  there  should  be  a uniform 
mileage  charge  for  all  local  rates  ? — No,  I would 
take  it  from  6 to  10,  20  to  30,  30  to  40,  and 
40  to  50,  and  then  up  to  100,  and  then  more  up 
again  by  hundreds,  and  as  the  distance  increased 
diminish  the  rate  of  charge. 

8437.  But  you  would  not  give  an  undue  pre- 
ference to  one  place  over  another  with  the  same 
mileage  ? — I would  leave  that  question  to  be 
decided  by  the  court  upon  application,  so  that 
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their  sanction  should  be  given  to  any  variation 
from  the  legal  tariff. 

8438.  Do  you  not  think  that  if  it  were  not  for 
the  difficulty  of  the  expense,  more  private  indi- 
viduals would  go  before  the  Railway  Commis- 
sioners than  do  at  present? — Undoubtedly;  I 
would  suggest,  that  Avhatever  court  was  estab- 
lished, that  court  should  have  power  to  enforce 
its  decisions  quickly. 

Sir  Edward  JVatkin. 

8439.  I think  you  said  that  you  were  in  favour 
of  one  general  classification  for  the  three  king- 
doms?— 1 am. 

8440.  And  you  would  also  propose,  as  I 
understand;  that  the  rates  for  railway  carriage 
should  be  fixed  by  a body  of  commissioners  or 
coui-t  ? — Yes. 

8441.  Would  you  extend  their  poAver  to  fixing 
the  rates  by  sea  ? — Where  sea  transit  comes  in, 
the  railway  company  should  have  no  power  to 
take  or  charge  more  to  the  coastwise  company 
than  their  proportion  out  of  the  through  rate. 

8442.  My  question  tended  to  this:  if  you  would 
enable  the  Raihvay  Commissioners  to  control  the 
rate,  say  from  Galway  to  Dublin  for  traffic  on 
its  Avay  to  Derby  in  England,  would  you  also 
include,  in  the  poAver  you  propose  to  give  the 
Railway  Commissioners,  the  conti-ol  of  the  rate 
between  Dublin  and  Liverpool  ? — Certainly  not. 

8443.  Why  not ; surely  the  sea  cai’riage  is  an 
important  element  in  the  through  rate? — Because 
I am  not  aAvare  that  the  steam  companies  come 
under  the  Carriers  Act. 

8444.  Do  you  think  that  they  ought  not  to 
come  under  it  ? — I do  not  think  so. 

8445.  Why  do  you  not  think  so? — Because 
they  only  carry  between  one  or  tAA'O  common 
points,  and  not  all  over  a district. 

8446.  Your  company  carry  betAveen  four  or 
five  diffei’ent  points? — Yes;  ihat  is  in  order  to 
follow  the  traffic  that  Ave  have  been  deprived  of. 

8447.  What  protection  can  the  raihvay  com- 
panies have  against  your  combination  unless 
they  can  bring  you  by  some  means  to  I’easonable 
charges? — You  have  the  regular  sailing  packets 
to  consider. 

Chairman. 

8448.  Is  it  not  an  ansAver  to  that,  that  the  sea 
is  open  to  everybody? — Yes,  but  you  have  to 
compete  against  the  sailing  freights. 

8449.  The  sea  is  open  ; there  is  no  iron  Avay  to 
pay  for? — Yes,  the  sea  is  open. 

Sir  Edward  Watkin. 

8450.  Still  upon  the  sea  being  open,  as  every- 
body generally  imagines,  is  there  anything  to 
prevent  a combination  of  the  seagoing  steamers 
Avhich  Avould  carry  the  traffic  as  betAveen  Liver- 
pool and  Dublin  or  any  other  Irish  port? — The 
same  mia:ht  occur  between  manufacturers. 

8451.  Is  there  anytlung  to  prevent  your  com- 
bination ? — There  is  nothing  to  prevent  it  except 
thp  s.ni liner  freights. 

§o  , , 

opposing  there  Avere  such  combination, 
are  you  in  favour  of  giving  to  anybody  Avhatever 
the  poAver  of  dealing  Avith  the  sea  freights,  as  you 
AAmuld  give  the  Commissioners  the  poAver  of  deal- 
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Sir  Edward  Watkin — continued. 

ing  with  the  railway  rates  ? —I  do  not  think  it 
could  be  worked. 

8453.  You  have  spoken  of  the  town  dues  in 
Liverpool ; are  the  town  dues  in  Liverpool  in- 
cluded in  the  charges  made  by  the  City  of  Dublin 
Steam  Packet  Company  ? — They  are. 

8-454.  Are  the  town  dues  included  by  the  Ted- 
castle  Company?  — No. 

8455.  Then,  in  point  of  fact,  to  get  a fair  com- 
parison between  the  two,  you  must  take  them  off 
the  one  or  add  them  to  the  other  ? — Yes,  no  doubt. 

8456.  Am  I right  in  understanding  that  there 
was  an  offer  made  by  the  City  of  Dublin  Steaip 
Packet  Company  and  the  London  and  North 
Westei-n  Company  to  give  the  Tedcastle  Com- 
pany’s shippers  a drawback  of  3 s.  a head  on 
cattle  ? — To  the  shippers  by  the  Tedcastle  Com- 
pany and  ourselves. 

8457.  Then,  in  point  of  fact,  if  you  had  ac- 
cepted that  proposal,  you  would  have  been  on 
better  terms  than  the  average  })ublic,  would  you 
not  ? — Our  shippers  would  have  been. 

8458.  if  you  had  taken  these  terms,  and  agreed 
to  the  bargain  for  five  years,  you  would  have 
been  on  better  terras  than  the  average  of  your 
shippers  ? — Yes,  but  it  would  have  been  an 
illegal  charge. 

8459.  Why  should  you  not  have  taken  that? 
— 'fhe  shippers  apprehend  that  reductions  Avhlch 
have  been  made  are  only  temporary. 

8460.  Still  the  arrangement  was  proposed  for 
five  years? — Yes,  but  at  the  end  of  five  years  I 
do  not  think  there  would  be  any  opposition.  I 
do  not  think  there  would  be  opposition  at  the  end 
of  12  months  under  such  an  arrangement. 

8461.  The  traders  Avere  suspicious  ? — Yes,  they 
were. 

8462.  You  said  just  now  that  you  would  fix 
the  mileage  rates,  not  at  equal  mileages,  but  by 
stages  of 20,  50,  and  100  miles,  and  so  on  ? — Yes. 

8463.  Why  would  you  do  that  ? — Because  it 
is  the  terminals  that  are  the  losing  part  of  it.  ( 
do  not  think  it  is  the  haulage  as  much  as  the 
terminal  expenses,  as  there  is  no  extra  loading 
or  unloading  the  rates  should  be  cheaper  on  long 
distances. 

8464.  You  put  it  that  there  was  a less  propor- 
tionate deduction  for  terminals  to  be  taken  from 
the  mileage  rate  for  long  distances  than  for  short  ? 
Quite  so. 

8465.  Are  you  at  all  aware  of  the  system  of 
carrying  and  arranging  cattle  in  the  United 
States? — I am  not. 


Mr.  Paget. 

8466.  A question  was  asked  you  by  Sir  Ed- 
ward Watkin  as  to  the  pos.sibility  of  a combina- 
tion of  steam  packet  companies  to  keep  up  a 
specially  high  rate  ; now,  are  the  docks  in  Liver- 
pool open  to  anybody  who  chooses  to  send  goods 
by  steamer  or  sailing  packet  ? — Yes,  to  a certain 
extent,  but  to  run  a regular  steamer  you  must 
have  a regular  berth  ; you  must  apply  for  that. 

8467.  But,  in  the  event  of  the  rates  having 
been  run  up  to  any  specially  high  rate  by  means 
of  such  a combination  as  has  been  suggested, 
would  it  not  be  open  to  you  or  anybody  to  .^tart 
a steamer  upon  the  highways  of  the  ocean  and 
to  take  goods  at  a less  rate  ? — It  would. 

8468.  And  so  defeat  the  combination  ! — It 
would. 

8469.  And  there  would  be  no  hindrance  to 
your  bringing  the  goods  to  Liverpool  and  dis- 
charging them  ? — Not  at  all. 

Mr.  Callan. 

8470.  You  are  the  manager  of  the  Sligo  Steam 
Navigation  Company,  I believe? — I am. 

8471.  And  you  have  complained  of  the  high 
rates  charged  by  the  City  of  Dublin  Steam 
Packet  Company  ? — There  have  been  reduced 
through  rates,  which  have  been  put  in  force 
since  we  started  our  opposition. 

8472.  Do  the  present  opposition  rates  in  Dub- 
lin pay  their  working  expenses  ? —They  do  for  a 
period,  but  they  did  not  at  first.  What  we  de- 
sire is  that  the  railway  companies  should  be  com- 
pelled to  take  the  traffic  that  we  tender  them,  at 
the  same  proportion  as  they  take  for  the  City  of 
Dublin  Steam  Packet  Company ; that  one  con- 
cern should  not  have  a preferential  rate  over 
another. 

Sir  Edward  Watkin- 

8473.  It  is  in  this  way,  that  quantity  for 
quantity,  and  the  circumstances  being  the  same, 
if  the  London  and  North  Western  Company 
carry,  say  for  10s.,  or  any  other  figure,  for  the 
City  of  Dublin  Steam  Packet  Company,  they 
should  carry  for  all  steam  packet  companies  upon 
the  same  terms  ? — Yes,  if  you  ask  me,  that  is  my 
opinion  ; I have  been  specially  asked  by  the 
provision  merchants  of  Dublin  to  bring  under  the 
notice  of  the  Committee  the  charges  from  Liver- 
pool to  Dublin  upon  American  bacon. 


The  Honourable  Frederick  Strutt,  called  in  ; and  Examined. 


Mr.  Barnes. 

8474.  Are  you  a partner  with  your  brother. 
Lord  Belper,  in  some  cotton  mills  at  Belper  ? — 
I am. 

8475.  And  you  are  President  of  the  Chamber 
of  Commerce  at  Derby  ?— Yes. 

8476.  You  come  before  the  Committee  to-day 
to  make  some  complaints,  I believe,  on  their 
behalf  ? — Y^es. 

8477.  You  contend,  I believe,  or  the  Chamber 
of  Commerce  contends,  that  advantages  are  given 
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Mr.  Barnes — continued. 

by  the  railway  companies  to  other  towns  at  lower 
rates  than  to  Derby  ? — Yes,  I was  proposing  to 
divide  what  I was  going  to  say  into  three  parts  ; 
the  first  part  would  refer  more  especially  to  the 
silk,  the  second  to  the  competition  between  Derby 
and  Burton  in  certain  trades,  and  the  third  part 
to  the  classification  of  groceries,  and  so  on. 

8478.  But  the  question  of  lower  rates  for 
loading,  carting,  and  carrying  at  “ computed 
weight  ” affects  all  ? — Yes. 

S'a  2 
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Mr.  Barnes — continued. 

8479.  That  computed  rate  is  a great  question, 
is  it  not? — The  computed  weight  relates  princi- 
pally to  the  brewing  trade. 

8480.  For  instance,  in  some  cases  it  is  as  much 
as  one-fifth  more  than  the  actual  weight? — Yes; 

I will  explain  it  to  the  Committee.  I might  say 
that  Derby  is  the  seat  of  the  silk-throwing  trade, 
and  has  over  20  important  factories  in  full  work ; 
large  quantities  of  silk  in  the  raw  and  manufac- 
tured state  are  daily  passing  in  and  out  of  the 
town.  Our  Chamber  of  Commerce  contends  that 
the  rate  for  silk  is  most  exorbitant,  and  is  a 
serious  tax  upon  the  trade.  Although  extremely 
high  rates  are  charged  for  carriage,  the  railway 
companies  in  case  of  loss  or  damage  avail  them- 
selves of  the  clauses  of  the  Carriers  Act,  limiting 
their  responsibility  to  parcels  of  10/.  value  and 
under;  although  the  rate  is  most  excessive,  taking 
the  charge  per  ton,  the  railway  companies  have  now 
contrived  to  increase  the  rate  under  the  new  idea 
and  arrangement  of  charging  for  quantities  of 
less  than  500  lbs.  at  increased  rates.  Seeing 
that  silk  is  not  often  bought  by  the  ton,  but  by 
small  quantities,  the  rate  charged  per  cwt.  is  the 
only  one  that  can  fairly  be  considered  and  quoted. 
The  rate  per  cwt.  for  carriage  from  Derby  to 
London  is  3.t.  at  the  ownei’s’  risk,  whilst  the  rate 
per  cwt.  for  fine  cotton  yarns  of  considerable 
value,  and  upon  which  the  railway  companies  are 
responsible  for  every  penny  of  the  value,  is 
1 5.  lid.  per  cwt. 

8481.  In  the  one  case  it  is  insured,  and  in  the 
other  not  ? — In  the  one  case  it  is  insured,  and  in 
the  other  not,  that  is  to  say  only  up  to  10  /.  The 
Derby  Chamberof  Commerce,  therefore,  consider 
that  in  this  instance  they  are  justified  in  claiming 
that  the  rate  for  the  carriage  of  silk  should  be 
reduced  to  the  same  rate  as  that  charged  for 
cotton.  I suppose,  in  other  words,  that  means 
that  silk  should  be  excluded  from  the  articles 
named  in  the  Railway  Carriers  Act. 

Sir  Edioard  Wathin. 

8482.  What  kind  of  silk  would  that  be? — Raw 
silk. 

8483.  But  there  are  so  many  values  of  silk? — 
I suppose  all  silks  are  included  in  the  Carriers 
Act.  Now,  I would  pass  from  the  question  of 
excessive  and  unfair  rates,  and  come  to  the 
(juestion  of  jireferentlal  rates.  Of  course  it  is 
understood  that  we  have  proofs  of  these  things. 
I have  the  proofs  by  me  of  these  statements. 
There  are  considerable  quantities  of  general  mer- 
chandise forwarded  from  Derby  to  London  and 
elsewhere  for  exportation  in  competition  with 
merchants  residing  in  Manchester  and  elsewhere. 
The  charge  for  carriage  of  Manchester  goods 
packed  in  cases  (and  bales),  contents  unknown 
and  undeclared,  is  at  the  rate  of  25  s.  per  ton. 

8484.  Is  that  export  or  local  trade? — It  is  for 
export  as  Avell  as  local  trade  from  ^Manchester  to 
1 iondon  ; whilst  the  rate  charged  for  the  same 
goods  from  Derby  to  London  is  50  s.,  or  100  per 
cent,  higher,  although  a reduction  of  about  one- 
third  mileage.  I need  hardly  say  that  the  distance 
from  London  to  ^Manchester  is  190  miles,  and 
from  London  to  Derby  127. 

8485.  Then,  in  point  of  fact,  you  are  comparing 
a local  rate  for  local  consumption  with  an  export 


Sir  Edioard  Wathin — continued. 

rate  ? — I am  simply  comparing  now  the  export 
rate  from  Derby  to  London,  and  from  Man- 
chester to  London  ; from  Derby  to  London  it  is 
50  5..  and  from  Manchester  to  London  it  is  25  s. 

Mr.  Paget. 

8486.  Those  rates  are  for  undeclared  and  un- 
known goods? — Yes,  those  are  the  rates  for 
undeclared  and  unknown  goods  ; in  each  case  the 
same  goods. 

Sir  Edward  Wathin. 

8487.  And  from  Derby  to  London  the  trade  is 
export  also  ? — It  is  export  also  : we  are  comparing 
the  same  goods ; the  consequence  of  this  is,  that 
this  acts  to  the  prejudice  of  the  Derby  traders, 
and  that  the  buyers  abroad  give  preference  to 
those  merchants  whose  goods  arrive  to  them  at 
the  lowest  charges.  One  other  apparent  anomaly 
connected  with  this  matter,  which  I should  like 
to  mention  is,  that  the  50  s.  rate  from  Derby  to 
London  is  charged  for  goods  if  packed  in  cases, 
but  if  packed  in  trusses  or  bales,  the  charge  is 
37  s.  6 d.,  or  a reduction  of  12  s.  6 d.,  whilst  the 
risk  upon  cases,  mostly  lined  with  tin  for  export, 
is  so  much  less  than  bale  goods,  that  they  are 
carried  abroad  at  a lower  rate,  and  insurance  can 
be  effected  at  considerable  reduction  as  compared 
with  the  rate  for  bales ; that  is  of  course  a dif- 
ferent question,  but  I mention  the  anomaly  as 
showing  that  the  railway  companies  appear  to  act 
upon  different  principles  from  those  which  actuate 
the  shippers  in  the  foreign  trade ; the  rates 
charged  for  the  insurance  of  silk  by  the  railway 
companies  are  in  our  opinion  exorbitant ; the 
rate  charged  between  stations  in  England  and 
stations  in  Ireland  is  4 s. : for  a value  of  76  /.  to 
100/.,  whilst  the  rates  charged  at  Lloyd’s  for  in- 
surance from  any  station  in  England  to  any 
station  in  France  and  Ireland  also,  is'  2 s.  per 
100  /. 

Mr.  Barnes. 

8488.  That  is  as  far  as  the  silk  is  concerned? 
— Yes,  that  is  as  far  as  the  silk  is  concerned. 

8489.  Now,  let  us  take  the  beer  ; I believe  in 
Burton  they  have  a mileage  rate  for  every  kind 
of  grain,  and  including  malt,  hops,  staves.  See., 
and  also  an  allowance  for  loading  and  unloading, 
and  also  computed  weight,  thereby  carrying  a 
much  greater  quantity  per  ton  than  they  can  at 
Derby? — That  is  so. 

8490.  Which  renders  it  Impossible  for  a Derby 
brewer  to  compete  against  them? — Yes,  to  any 
town  at  a distance. 

8491.  The  Burton  brewer  can  send  his  ale  to 
Derby  at  a less  cost  than  the  Derby  brewer  can 
produce  it  upon  the  spot,  can  he  not? — Yes;  I 
shall  prove  that,  on  account  of  the  advantages 
that  the  Burton  brewers  have  with  regard  to  the 
carriage  of  the  materials  from  which  beer  is 
made.  I might  say  that  the  computed  weight  is 
six  quarters  to  the  ton  instead  of  five  quarters. 

8492.  And  you  contend  that  this  undue  prefer- 
ence affects  to  the  same  extent  the  malting  trade 
which  is  carried  on  extensively  at  Derby  ? — It  is 
carried  on  extensively  at  Derby,  and  I believe  it 
would  be  more  so  with  different  rates. 

8493.  I believe  the  Burton  brewers  get  longer 

credit. 
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Mr.  Barnes — continued. 

credit,  do  they  not  ? — I believe  it  is  notorious  that 
it  is  so  ; that  they  get  two  or  three  months  lo]iger 
credit ; that  they  pay  in  May  for  goods  carried 
in  January,  February,  and  March,  at  least  so  I 
am  told. 

8494.  I believe  you  are  told  that  if  a Burton 
brewer  carries  on  a brewery  or  malting  at  another 
town,  say  at  Northampton,  or  Ashby-de-la-Zouch, 
that  from  and  to  those  towns  he  is  placed  on  the 
same  mileage  scale  and  allowance  with  respect  to 
cost  of  freight  for  ale,  grain,  malt,  hops,  &c. ; as 
though  the  same  was  at  Burton  ? — Yes,  that  our 
chamber  know  to  be  a fact ; we  know  an  instance 
of  a case  where  a Burton  brewer  opened  an  esta- 
blishment at  Northampton,  and  we  believe  that 
he  succeeds  in  getting  the  same  advantages  for 
his  brewery  at  Northampton  as  the  breweries  of 
Burton  had. 

8495.  Then  if  a Burton  brewer  were  to  send 
ale  to  Carlisle  or  elsewhere,  and  from  some  cause 
had  to  tranship  it  to  London,  he  would  only  ha\  e 
to  pay  the  freight  in  precisely  the  same  manner 
as  though  he  had  sent  it  from  Burton  ? — Yes,  that 
we  believe  to  be  the  fact. 

8496.  I think  you  also  complain  of  great  ad- 
vantages being  given  to  such  towns  as  Leeds  and 
Newark  ? — It  would  be  as  well  if  I were  to  give 
the  Committee  some  instances  of  that.  Take  the 
following  cases : from  Derby  to  Penrith,  a dis- 
tance of  165  miles,  the  rate  per  ton  carted  and 
delivered  is  27  s.  6 d. ; from  Burton  to  Penrltli, 
a distance  of  177  miles,  the  rate  is  15  5.  2 d.  from 
station  to  station  : adding  cartage,  say  3 s.,  the 
charge  will  come  to  18  s.  2 d.,  making  an  excess 
to  the  disadvantage  of  Derby  of  9 s.  4 d.  per  ton. 

8497.  What  does  the  excess  amount  to  per 
barrel  then  ? — This  would  amount  to  2 s.  per 
barrel,  and  is  Irrespective  of  the  rebate  for  loading 
and  unloading  of  the  various  articles  used  in  the 
manufacture  of  the  ale.  which  no  doubt  the 
Burton  brewers  enjoy. 

. 8498.  You  have  not  hitherto  said  anything 
about  the  rebate ; what  is  rebate  ? — I have  no 
actual  evidence  before  me,  for  the  simple  reason 
that  it  is  impossible  to  get  at  the  agreements 
between  large  firms,  as  at  Burton,  and  the  rail- 
way companies ; but  I have  before  me,  upon  the 
table,  a copy  of  what  I believe  to  be  the  agree- 
ment, or  part  of  the  agreement,  between  one 
large  firm  at  Burton  and  the  railway  company, 
which  shows  a rebate  of  9 d.  per  ton. 

8499.  Would  you  read  that  agreement  to  the 
Committee  ? — I do  not  wish  to  mention  tlie 
names,  as  I am  not  putting  the  agreement  in 
evidence.  It  is  confidently  reported  that  these 
rebates  are  given  to  the  Burton  firms  by  the 
railway  companies.  For  obvious  ’ reasons  it  is 
impossible  to  give  actual  evidence  of  the  fact, 
because  it  would  be  impossible  to  get  the  actual 
agreements  themselves  ; but  1 have  here  a copy 
or  a memorandum  of  it. 

Chairman. 

8500.  It  is  enough  if  you  say  that  in  your 

knowledge  rebates  are  given? — T know  that 
rebates  are  given.  An  agreement  Avith  * * * 

* * * made  8th  November  1859,  for  a period 

of  21  years.  It  may  possibly  have  been  altered 
in  the  last  year.  This  agreement  shows  that 

0.54. 


Chairman — continued. 

‘^all  staves,  malt,  barley,  and  other  grain  in  bags, 
shall  be  carried  at  1 d.  per  ton  per  mile  per  mile, 
and  1 s.  at  each  end  added  for  terminals,  and 
also  an  alloAvance  for  loading  of  9 d.  per  ton,  and 
the  same  same  for  unloading,  whether  the  carriage 
is  paid  by  them  or  not ; this  is  to  apply  on  or 
over  any  lines  of  railway  now  or  at  any  time 
hereafter  belonging  to  and  Avorked  by  the  said 
company.” 

Sir  Edward  Watkin. 

8501.  With  Avhich  company  was  that  agree- 
ment made  ? — I have  not  mentioned  the  name  of 
the  company. 

8502.  This  is  a very  well  knoAvn  agreement  ? — 
No  doubt. 

Chairman. 

8503.  Will  you  give  the  name  of  the  com- 
jiany  ? — It  is  the  London  and  North  Western 
Company. 

Mr.  Barnes. 

8504.  Now'Avill  you  take  the  carriage  of  hops 
from  London  to  Derby  ? — The  distance  from 
London  to  Derby  is  129  miles,  and  the  rate 
charged  for  the  carriage  is  35  s.  per  ton  carted ; 
from  London  to  Burton  the  distance  is  122  miles, 
and  the  carriage  is  21  5.  8 d.,  station  to  station, 
and  if  you  add  cartage,  6 s.  6 d.  from  London, 
that  Avould  make  28  s.  2 d. ; this  Avould  shoAv  an 
excess  to  the  disadvantage  of  Derby  of  6 s 10  d. 
per  ton. 

]\Ir.  Paget. 

8505.  Is  that  6 s.  10  d.  a disadvantage  as  com- 
pared  Avith  the  special  rate  of  the  London  and 
North  W'^estern  Railway  Company? — No,  I am 
leaving  altogether  out  of  the  question  the  rebates ; 
in  the  figures  that  I am  giving,  I am  only  men- 
tioning that  these  differences  exist  in  the  rates. 

Mr.  Barnes. 

8506.  The  rebate  Avould  be  plus  that,  would 
it  not? — The  alloAvance  Avould  be  in  addition  to 
that  difference. 

8507.  Will  you  now  take  the  rate  from  Wor- 
cester to  Derby? — From  Worcester  to  Derby 
the  distance  is  70  miles,  and  the  rate  is  25  s.  per 
ton  carted;  from  Worcester  to  Burton,  a dis- 
tance of  60  miles,  or  perhaps  it  Avould  be  safer 
to  say  57,1  believe  they  call  it  13  miles  by  rail- 
Avay,  from  Burton  to  Derby,  the  charge  is 
9*’.  6 d. ; add  for  cartage,  35.,  and  that  makes 
12  5.  6(/. ; and  if  you  take  12  5.  Qd.  from 
25  5.,  that  shoAvs  a difference  of  12  5.  6 d.  against 
Derby.  I might  say  that  the  excess  is  there 
again.  Irrespective  of  the  rebate  lor  loading  and 
unloading;  there  is  a difference  of  13  miles  of 
course,  in  favour  of  Burton  there. 

8508.  Noav  Avill  you  take  grain  from  Cambridge 
to  Derby? — The  distance  is  105  miles,  and 
135.  4rZ.  is  the  actual  rate  ; from  Cambridge  to 
Burton  the  charge  is  10  5.  7 d.,  a distance  of  103 
miles,  and  the  computed  Aveight,  Avhich  w'ould 
be  six  quarters  per  ton,  that  is  to  say,  in  the 
Derby  case  it  is  carried  at  the  actual  Aveight  of 
five  quai'ters  per  ton,  and  to  Burton  at  the  com- 
puted weight  of  six  quarters  per  ton. 

3 A 3 8509.  Hoav 
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Mr.  -continued. 

8o09.  How  does  that  difference  of  carrying  in 
one  case  at  five  quarters  and  in  the  other  at  six 
quarters  to  the  ton  arise  ?— That  is  one  of  the 
arrangements  ; it  is  not  exactly  in  the  form  of  a 
roljate,  and  I am  perhaps  not  prepared  to  give 
you  actual  evidence  of  the  fact,  but  it  is  notorious 
to  every  trader  in  Derby  that  it  is  so. 

8510.  Therefore  the  result  of  that  would  be 
that  it  costs  Derby  how  much  per  quarter? — It 
costs  Derby  2 s.  S d.  per  quarter,  and  it  costs 
Burton  1 s.  94  d.  a quarter,  showing  an  excess  of 
]0|  d.  per  quarter  against  Derby.  Of  course  1 
need  not  point  out  that  in  these  days  of  narrow 
margins,  that  represents  a profit. 

sMl.  A difference  of  lOf  d.  in  the  rate  would 
annihilate  the  trade,  would  it  not  ? — That  is  just 
what  the  Derby  chamber  believe  ; they  believe 
that  this  particular  branch  of  the  trade  has  been 
practically  very  much  discouraged  in  Derby 
owing  to  these  facts. 

8512.  Will  you  now  take  the  rates  from  Bed- 
ford to  Derby? — The  charge  is  10s.  per  ton  for 
79  miles  whereas  from  Bedford  to  Burton  it  is 
85.  Qd.  for  a distance  of  78  miles,  computed 
weight  to  Burton,  as  before,  and  actual  weight  to 
Derby  ; the  cost  to  Derby  is  2 .s.  per  quarter,  and 
the  cost  to  Burton  is  1 5.  5 d.,  showing  an'  excess 
in  favour  of  Burton  of  7 d.  per  quarter. 

8513.  Everything  is  in  favour  of  Burton?— 
Yes. 

8514.  Xow  will  you  take  from  Sharnbrook  to 
Derby? — From  Sharnbrook  to  Derby  the  rate  is 

10  5.  10  rf.  per  ton,  a distance  of  73  miles:  from 
Sharnbrook  to  Burton  the  charge  is  8 s 6 d.,  a 
distance  of  71  miles,  computed  weight  to  Burton, 
as  before  ; actual  weight  to  Derby  ; the  cost  to 
Derby  is  2 s.  2 d.  per  quarter,  and  to  Burton 
] s.  5 d.  per  quarter,  showing  an  excess  against 
Derby  of  9 d. 

8515.  Eow'  will  you  take  from  Lancaster  to 
Derby? — From  Lancaster  to  Derby,  a distance 
of  137  miles,  the  rate  is  15  s.  10  d.  per  ton,  and 
from  Lancaster  to  Burton,  a distance  of  149 
miles,  that  is  12  miles  further,  the  charge  is 

1 1 s.  9 d..  computed  weight  to  Burton  and  actual 
weight  to  Derby  ; the  cost  to  Derby  is  3 s.  2 d. 
per  quarter,  and  Burton  Is.  11^ <7.,  showing  an 
excess  in  favour  of  Burton  of  1 s.  2\d. 

8516.  That  is  a worse  case,  is  it  not? — It  is 
perhaps  rather  a worse  case,  because  the  distance 
is  in  favour  of  Derby. 

8517.  What  is  the  result  of  these  charges? — 
We  believe  that  it  has  made  it  almost  impossible 
to  compete  in  the  brewing  trade  and  in  the  malt- 
ing trade  with  Burton. 

8518.  That  is  to  say,  that  the  firms  cannot 
carry  on  their  business? — Yes;  to  show  what  a 
gross  anomaly  it  is,  I may  say  that  it  is  no  un- 
frequent thing  for  firms  carrying  on  business  at 
Derby  to  send  their  grain  from  the  town  where 
they  have  bought  to  Burton,  where  the  company 
have  to  unload  it,  warehouse  it,  enter  it  into 
their  books,  advise  the  owner  of  it,  re-load  it 
into  trucks,  and  carry  it  to  Derby  re-consigned. 
This  custom  enables  tlie  Derby  trader  to  save 
some  amount  in  cost  of  transit  over  the  cost  if  he 
had  sent  it  to  Derby  in  the  first  jdace.  Take, 
for  instance,  Cambridge ; if  the  grain  were  sent 
to  Derby  direct  the  cost  would  be  13*'.  4 c?. 


Mr.  Harnea — continue(i. 

actual  weight,  equal  to  2 5.  8 d,  per  quarter.  Now 
if  it  were  sent  from  Cambridge  to  Burton  it 
would  be  1 0 5.  7 c?.  per  ton,  and  computed  weight 
equal  to  1 s.  9^  d.  per  quarter.  Then  from  Bur- 
ton to  Derby  the  rate  is  2 5.  6 d.  per  ton  computed 
weight,  that  would  be  5 d.  per  quarter,  making 
the  total  2 5.  24  d.  per  quarter  via  Burton,  as  cora- 
jjared  with  2 5.  8 rf.  direct  ; thus  giving  the  com- 
pany a vast  amount  of  wear  and  tear  and  trouble, 
and  carrying  it  several  miles  further,  and  still 
saving  6 d.  per  quarter  to  the  Derby  trader.  I 
might  even  say  that  there  have  been  instances  in 
which  grain  has  actually  been  brought  through 
Derby  to  Burton  and  back  again. 

8519.  Then  this,  like  all  other  examples,  is 
irrespective  of  the  allowances  which  burton  gets 
for  loading  and  unloading? — Yes,  that  is  the 
special  rate  to  Burton  only. 

8520.  Now  will  you  show  the  advantage  given 
to  foreign  grain,  which  always  comes  in  in  con- 
siderable quantities?  — Foreign  grain  comes  in 
in  considei’able  quantities. 

Sir  Edwin  Watkin. 

8521.  That  would  be  barley,  would  it  not  ? — 
It  would  include  barley. 

Mr.  Wilkinson. 

8522.  It  would  be  principally  barley  ? — It 
would  be  principally  barley.  From  Sunderland 
to  Derby,  a distance  of  181  miles,  the  charge  is 
15  5.  for  four  ton  lots,  and  12  5.  for  imported  grain. 

8523.  From  Sunderland  to  Derby,  and  Sun- 
derland to  Burton,  the  charge  is  for  four  ton  lots, 
in  each  case,  is  it  not? — No,  I dare  say  the  im- 
ported grain  might  be  in  larger  quantities. 

Mr.  Barnes. 

8524.  Now  will  you  take  from  Sunderland  to 
Burton  ? — The  distance  is  172  miles,  and  in  four 
ton  lots  the  charge  is  15  s.  for  home  grain,  and 
for  imported  grain  the  charge  is  12  5.  6d.,  that  is 
1 1 miles  further  in  distance  ; but  the  question  is 
the  difference  between  the  imported  grain,  and 
the  English,  and  the  great  advantage  which  the 
imported  grain  has  against  English  grain. 

8525.  Now  v\ill  you  take  the  rate  from  New- 
castle to  Derby  ? — From  Newcastle  to  Derby  the 
distance  is  164  miles,  and  the  rate  for  four  ton 
lots  is  15  5.  for  English  grown,  and  12  5.  for  im- 
ported grain.  From  iSewcastle  to  Burton  a 
distance  of  175  miles,  for  four  ton  lots,  the 
charge  is  15  5.  for  home,  and  12  5.  6 d.  for  imported 
grain. 

8526.  Now  will  you  take  from  Hartlepool  to 
Burton  ? — The  charge  is  15  s.  on  home  grown  for 
four  ton  lots,  and  11  5.  lor  imported  grain.  From 
London  co  Burton  the  charge  is  125.  6 d.  in  all 
cases. 

Sir  Edward  IVathin. 

8527.  If  the  charge  is  12  5,  6 d.  from  London 
to  Burton  in  all  cases,  what  is  it  from  London  to 
Derby'? — I am  afraid  I have  not  that. 

8528.  The  import  rate  from  London  includes  the 
cost  of  barging,  I presume  ? — The  barging  from 

vessels 
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vessels  lying  in  the  Thames,  which  is  usually 
chaged  at  4 s.  a ton,  is  included.  Now  from 
Ipswich  to  Burton  the  charge  is  17  s.  6 d.  a ton  ; 
and  in  50  ton  loads,  on  imported  grain  it  is  15  s. 
From  Beccles  to  Burton  the  charge  is  19  s.  2 d. 
for  four  ton  lots,  and  15.S.  for  50  ton  loads,  or 
imported  grain. 

8529.  Now  will  you  take  the  rate  from  Glou- 
cester to  Derby? — From  Gloucester  to  Derby 
the  charge  is  13  s.  4 d.  for  two  ton  lots ; and  for 
four  ton  lots  9s.  2d.  From  Bristol  to  Derby 
the  charge  is  15  s.  lOd.  in  two  ton  lots,  and 
12  s.  6 d.  in  four  ton  lots.  We  are  informed,  and 
I believe  we  could  produce  evidence  of  this,  that 
there  has  been  an  understanding  that  grain  shoud 
be  carried  from  Gloucester  to  all  parts  at  1 d.  a 
ton  per  mile  ; this  of  course  is  to  encourage  the 
importation  of  foreign  grain  at  that  port. 

8530.  Could  you  give  the  Committee  a few 
examples  to  show  the  low  rates  to  Leeds  ? — From 
Maldon  to  Leeds  the  charge  is  15  s.  a ton  for  a 
distance  of  217  miles  ; from  Maldon  to  Derby  it 
is  16  s.  8 d.  per  ton  for  a distance  of  159  miles. 

Mr.  Gregory. 

8531.  Is  there  a differential  rate  as  between 
the  Foreign  and  English  grain  ? — We  believe 
there  is  a special  understanding  that  from  Glou- 
cester to  all  parts  foreign  grain  in  50  ton  lots 
shall  be  carried  at  one  penny  a ton  a mile,  now 
the  rate  for  the  159  miles  from  Maldon  to  Derby 
is  1 s.  8 d.  more  than  from  Maldon  to  Leeds,  and 
the  difference  in  distance  in  favour  of  Derby  is 
nearly  60  miles. 

8532.  Have  you  anything  more  to  say  with 
regard  to  grain  ? — The  rate  from  Cambridge  to 
Derby  I might  give  ; as  a case  of  grain  the  charge 
is  13  s.  4 d.  for  grain,  actual  weight,  and  from 
Cambridge  to  Burton  the  charge  is  10  s.  7 d.  per 
ton  for  malting  barley,  and  i 3 s.  4 d.  tor  other 
grain,  computed  weight.  Then  brewer’s  stationery 
is  carried  to  Burton  at  30  s.  a ton ; to  Derby  it  is 
50  s. ; the  cartage  at  Burton  would  be  10  d.,  I am 
not  sure  about  the  amount  for  carting  in  Derby, 
but  the  difference  of  rate  between  30  s.  and  50  s. 
between  Burton  and  Derby  explains  itself. 

8533.  I think  your  chamber  of  commerce  has 
some  complaint  to  make  with  reference  to  the 
classification? — I may  say  that  we  do  not  wish 
to  take  up  your  time  needlessly  about  this  classi- 
fication, which  I believe  has  been  gone  into, 
almost  ad  nauseam  perhaps,  by  other  gentlemen  ; 
but  what  we  do  say  is  really  in  corroboration  of 
what  was  said  recently  by  Mr.  Taylor  of  Swan- 
sea ; it  is  just  to  the  effect  that  the  classification 
ought  to  be  altered,  and  that  certain  articles,  such 
as  sugar,  for  instance,  which  is  now  carried  in 
Class  1 at  21  s.,  is  charged  less  than  sago,  potted 
meats,  preserved  meats,  which  are  in  Class  2,  and 
for  which  30  s.  are  charged.  Our  contention  is 
that  this  shows  that  the  whole  scale,  as  it  were, 
is  obsolete  and  ought  to  be  altered,  and  that  there 
is  no  reason  why,  in  that  case,  sugar  should  be 
carried  at  a lower  rate  than  sago  or  tapioca. 
With  regard  to  the  alteration  in  the  scale  of  rates 
upon  groceries,  which  was  made  in  1877,  by 
which  a change  was  practically  made  from  a rate 
per  ton  to  a scale  rate,  our  evidence  would  be 
entirely  corroborative  of  that  which  has  already 
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been  given.  I might  remark  that  the  value  of 
tea  has,  as  we  all  know,  gone  down  enormously 
in  the  last  20  years ; the  duty  on  tea  has  virtually 
gone,  but  the  rate  remains  the  same.  It  may 
perhaps  be  said  that  it  is  no  argument,  and  that 
we  ought  not  to  go  according  to  the  price  of  the 
article ; but  there  are  some  gentlemen  who  liold  the 
opinion  that  because  the  price  of  tea  has  gone 
down  a less  rate  ought  to  be  charged  for  it  by 
railway. 

Sir  Edwnrd  Watkin. 

8534.  Has  the  value  of  tea  gone  down,  quality 
for  quality,  in  any  way  except  as  diminished  by 
the  reduction  of  duty  ? — There  has  been  a larger 
production  of  tea,  and  the  price  may  have  de- 
creased in  consequence  of  that,  but  the  greater 
portion  of  the  reduction  no  doubt  has  been  in 
consequence  of  the  reduction  of  the  duty. 

Mr.  Barnes. 

8535.  Were  those  rates  all  advanced  in  1872 
in  consequence  of  the  coal  famine  ? — I should 
say  it  was  not  so : I have  no  evidence  about 
that. 

8536.  Your  chamber  of  commerce  would  like 
to  have  a locus  standi  before  the  Railway  Com- 
missioners, I presume  ? — They  would  like  to  have 
a locus  standi  before  them,  and  they  would  also 
think  it  highly  desirable  that  some  cheaper  form 
of  arbitration  should  be  sugsrested  than  exists  at 
present,  when  there  is  no  other  remedy  for  the 
trader  but  to  go  to  law,  as  it  were. 

8537.  It  has  been  suggested  that  the  Board  of 
Trade  should  have  the  power,  and  be  compelled, 
to  prosecute  on  behalf  of  the  public  ; would  that 
meet  your  view  ? — It  suggests  itself  to  us  as  the 
best  mode  of  meeting  the  difficulty,  but  we  are 
here  simply  to  give  evidence. 

8538.  Like  the  last  witness  who  was  here  you 
would,  I suppose,  object  to  an  arbitrary  change 
of  rates,  and  would  think  that  notice  ought  to  be 
given  before  any  change  was  made  in  the  rates  ? 
— Yes  ; I believe  in  some  cases  notice  is  given  of 
a change  of  rates,  and  in  others  notice  is  not ; I 
do  not  mean  to  say  that  no  notice  is  ever  given. 

8539.  Take  such  cases  as  Derby  where  there 
are  large  traders  who  make  contracts  ? — I think 
it  is  highly  desirable  that  a proposed  change 
should  be  notified ; I would  say  six  months’ 
notice  ought  to  be  given. 

8540.  Have  you  anything  else  to  suggest  to 

the  Committee  ? — I need  not  again  point  out  that 
the  town  of  Derby  really  feels  that  it  is  impos- 
sible in  those  two  instances  of  silk  and  the  malt- 
ing trade  to  compete  with  Manchester  and 
Burton ; Ave  do  not  ask  for  special  terms  for 
Derby,  but  what  our  chamber  of  commerce  de- 
sires is  that  all  towns  should  be  placed  upon  an 
equal  footing,  that  no  unequal  advantage  should 
be  given  to  one  town  over  the  other,  except  of 
course  where,  owing  to  the  circumstances  of  the 
situation,  and  perhaps  sea  carriage,  it  is  unavoid- 
able. ^ 

8541.  You  think  that  Derby  should  have  the 
advantages  of  its  own  geographical  position,  and 
other  towns  should  have  the  advantages  of  their 
geographical  position  ? — That  is  so. 
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Mr.  Monk. 

8542.  Do  you  think  the  inhabitants  of  Derby 
generally  are  aware  of  the  extent  to  Avhich  their 
brewing  interests  are  affected  by  the  drawback 
which  is  given  to  the  Burton  brewers? — 1 should 
think  that  their  eyes  are  being  opened  to  it. 
Certainly  the  gentlemen  interested  in  the  trade 
are  fully  aware  of  it,  and  many  others  are  aware 
of  it  also ; it  is  a question  which  has  become  so 
notorious,  I might  say. 

8543.  How  long  has  this  special  rate  been 
given  in  favour  of  Burton? — I cannot  say  when 
it  was  given. 

8544.  But  some  years  ago,  was  it  not  ? — There 
may  be  gentlemen  in  the  room  who  could  answer 
the  question,  but  I could  not  say  how  many  years 
it  has  gone  on. 

8545.  Do  I understand  that  no  preference  is 
shown  in  the  carriage  of  grain  from  Gloucester 
to  Burton  over  other  towns  where  the 
amount  consists  of  over  50  tons? — I think  I said 
that  it  was  understood  that  grain  should  be  carried 
from  Gloucester  to  all  parts  of  the  kingdom  at 
1 d.  per  ton. 

8546.  Therefore,  in  that  case,  no  preference  is 
given  to  Burton  over  Derby  ? — I daresay  that 
would  be  so,  except  that  there  would  be  the  com- 
puted weight  of  six  quarters  instead  of  five 
quarters ; that  applies  to  all  barley  going  into 
Burton. 

8547.  Does  that  apply  to  all  the  railways  going 
into  Burton? — Yes,  it  applies,  certainly  to  all 
the  railways. 

Mr.  Nicholson. 

8548.  Is  it  your  opinion  (you  have  mentioned 
sugar  and  some  other  articles)  that  articles  of 
about  the  same  value,  and,  occu2)ying  the  same 
space  in  a railway  truck,  ought  to  be  carried  at 
something  like  a uniform  rate  ? — Certainly. 

8549.  Speaking  about  the  chamber  of  com- 
merce having  a locu.‘i  standi,  do  you  think  that  it 
would  sim{)lify  the  matter  if  over  and  above  the 
railway  comj^any’s  rates  you  could  at  once  apply 
to  the  county  court,  which  is  one  of  the  cheapest 
courts  we  have,  to  recover  from  the  railway 
comjjanies? — This  question  has  been  before  our 
chamber  of  commerce  many  times,  and  I think, 
speaking  on  behalf  of  the  chamber,  that  tliey 
would  prefer  an  appeal  either  to  the  Hallway 
Commissioners  or  the  Board  of  Trade  upon  these 
questions. 

8550.  As  a rule,  in  the  evidence  which  has 
been  given  before  the  Committee,  there  appears 
to  have  been  a little  difficulty  and  hesitation  with 
regard  to  going  before  the  Eailway  Commis- 
sioners ; my  question  was  put  more  Avith  regard 
to  the  preferential  rates  that  are  given  ; that  if 
you  could  at  once  get  a remedy  at  the  monthly 
court,  or  the  county  court  that  is  held  at  Derby, 
it  would  be  the  simplest  mode  of  getting  redi’ess? 
— That  seems  to  be  the  easiest  means  of  getting 
redress,  because  it  is  a local  court. 

Mr.  Paejct. 

8551.  With  regard  to  the  Gloucester  rate 
which  you  mentioned,  as  to  Avhlch  you  thought 
you  had  not  sufficient  information,  you  said  you 
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understood  it  to  be  fixed  with  the  view  to  in- 
creasing the  import  of  foreign  grain? — Yes. 

8552.  Therefore,  your  prima  facie  opinion 
would  be  that  it  would  be  a rate  specially  ap- 
jjlicable  to  foreign  grain? — Yes,  no  doubt;  but 
it  would  apply  to  large  lots  of  home  grain  as 
Avell.  I named  one  or  two  places  in  the  east  of 
England  which  arc  all  more  or  less  i^orts  where 
the  50  ton  loads  of  foreign  grain  have  large  ad- 
vantages ; much  larger  advantages  in  jAroportion, 
we  supjAose,  on  account  of  their  being  ports. 

8553.  But  does  your  information  lead  vou  to 
believe  that  the  rate  you  have  quoted  of  1 d.  per 
ton  per  mile  is  applicable  to  all  distances  ? — It 
Avould  lead  me  to  suppose  that  it  would  be  aj)- 
jdicable  to  all  distances. 

8554.  Have  you  been  able  to  compare  that 
rate  with  the  ordinary  rate  that  would  be  quoted 
by  the  railways  in  the  present  case? — No,  I have 
not  done  so. 

8555.  Could  you  afford  the  Committee  any 
information  as  to  how  the  two  rates  Avould  com- 
jAare,  namely,  the  special  rate  you  referred  to 
and  the  ordinary  rate  at  which  railways  would 
noAV  convey  English  grain? — I see  that  the  rate 
from  Gloucester  to  Derby  is  9 s.  2 d.  per  ton  for 
four  ton  lots,  but  I have  not  got  the  distance, 
and  I have  not  the  actual  rate  from  Gloucester 
to  Derby  ; I only  have  this  information  that  a 
sjAecial  rate  is  charged  at  1 d.  a ton  a mile. 

8556.  And  you  Avould  assume  that  that  special 
rate  Avould  be  a favourable  rate? — Yes,  un- 
doubtedly. 

8557.  You  wished  to  get  any  matter  of  dispute 
between  you  and  the  railway  companies  easily 
decided  and  settled? — That  is  just  what  our 
chamber  desires ; they  feel  that  there  is  nothing 
for  it  noAv  but  going  to  laAv,  and  of  course  a 
jirivate  individual  or  a private  trader  going  to 
law  with  a jiublic  comjiany  is  jilaced  at  a great 
disadvantage. 

8558.  Is  there  any  objection  to  a firm  appear- 
ing before  the  Railway  Commissioners  ? — Not 
any  that  I knoAv  of.  What  they  ivish,  I pre- 
sume, is  a cheaper  form  of  proceeding,  as  the 
exjiense  is  so  great  for  a private  individual  as  to 
jirevent  many  jieople  availing  themselves  of  it. 

8559.  Have  they  any  apprehension  of  injury 
from  their  making  any  formal  comjilaint  ? — 1 am 
not  aware  that  they  have ; it  is  more  a matter  of 
e.xpense. 

]\Ir.  Pillwyn. 

8560.  Did  I understand  you  to  say  that  the 
special  rate  from  Gloucester  was  the  result  of 
an  arrangement  betiveen  the  conqianies? — Yes. 

8561.  What  are  the  princijiai  carrying  com- 
])anies  from  Gloucester  ? — The  Midland  and  the 
Great  Western  Comjianies.  The  Great  Western 
Company  run  to  Gloucester,  and  the  Midland 
from  Birmingham  to  Derby. 

8562.  What  reason  have  you  for  thinking 
that  they  charge  1 d.  a ton  a mile  upon  the 
grain  ? — I have  no  proofs  in  the  room  of  that. 

8563.  You  do  not  know  it  of  your  own  know- 
ledge?— I do  not  know  it  of  my  own  knowledge, 
but  I have  had  it  confidently  asserted  to  me,  and 
there  arc  gentlemen  in  the  room,  I have  no 
doubt,  Avho  could  give  proof  of  it. 


8564.  With 
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Mr.  Lowther. 

8564.  With  regard  to  these  silk  goods,  are  not 
valuable  goods  generally  packed  in  boxes  ? — 
They  are. 

8565.  And  the  commoner  goods  are  packed  in 
bales  ? — The  commoner  goods  are  packed  in 
wrappers. 

8566.  Now,  with  regard  to  insuring  goods,  you 
stated  that  a complaint  was  made,  that  the  rail- 
way companies’  charges  for  insui'ing  were  very 
high  ? — 1 hat  was  so. 

8567.  Lloyds’  are  said  to  insure  only  against 
.sea  risks;  is  that  so? — No,  I think  Lloyds’  would 
insure  to  any  place  in  France. 

8568.  The  public  complain  that  railway  insur- 
ance rates  are  high,  and  that  Lloyds’  are  cheaper 
for  insuring? — Yes. 

8569.  If  the  railway  rates  are  high,  and  Lloyds’ 
rates  are  lower,  why  do  they  not  go  to  Lloyds’  ? 
— I was  not  putting  that  as  a complaint.  I was 
only  showing  it  as  an  anomaly,  in  the  same  way 
as  I showed  that  railway  companies  charged  for 
certain  goods  in  cases,  more  than  they  did  for 
goods  in  bales  ; of  course  there  is  no  complaint, 
the  public  have  their  remedy  there. 

8570.  Now  the  Burton  traffic  is  sent  in  full 
train  loads,  is  it  not? — I should  conclude  so  from 
the  enormous  extent  of  it. 

8571.  Therefore  the  company  can  carry  the 
traffic  cheaper  than  if  it  were  several  lots  put 
together  ? — That  is  so. 

8572.  Do  the  brewers  who  have  the  loading 
and  unloading  to  do,  do  their  own  porterage,  or 
do  they  pay  for  the  porterage  ? — They  do  their 
own  porterage,  I believe. 

8573.  And  the  companies  are  relieved  of  the 
cost  of  finding  station  accommodation,  I take  it, 
are  they  not? — T cannot  say  whether  that  is 
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always  the  case  or  not,  or  whether  they  always 
have  their  private  sidings. 

8574.  Do  you  suppose  that  when  a train  of 
goods  comes  to  a station  the  person  to  whom  it  is 
consigned  immediately  clears  it  out  or  does  it 
remain  sometimes  a long  time  at  the  station? — I 
am  perhaps  hardly  sufficiently  conversant  with 
the  trade  to  say  that ; but  I suppose  the  railway 
companies  would  put  a limit,  at  any  rate  it  would 
be  very  different  from  their  dealings  with  the 
small  traders  if  they  did  not.  I am  unable  to 
say  what  limit  they  put;  but  certainly  my  firm 
belief  is  that  you  have  to  empty  your  trucks  in 
the  course  of  a very  few  days. 

8575.  Do  not  you  think  in  a case  of  dispute 
that  generally  the  railway  companies  are  very 
anxious  to  settle  the  disputes  amicably  without 
going  into  litigation.  What  is  your  experience 
with  regard  to  that? — My  individual  02iinion  is 
that  they  do. 

8576.  From  your  answer  a little  while  ago  I 
thought  you  said  that  there  was  nothing  left  for 
it,  when  a dispute  occurred,  but  to  go  to  law  ? — 
I was  not  referring  so  much  to  a dispute  as  to  a 
question  of  the  very  high  charges. 

8577.  Do  you  not  think  that  even  with  regard 
to  the  high  charges  the  railway  comjianies  would 
jirefer  to  come  to  some  amicable  settlement 
rather  than  go  before  the  Railway  Commissioners, 
would  it  not  be  in  the  interests  of  both  parties  to 
settle? — Yes,  I daresay  it  would,  but  of  course 
a good  deal  depends  ujion  the  size  of  the  firm 
with  whom  the  railway  comj^any  were  dealing, 
whether  it  was  a large  or  small  firm,  they  Avould 
be  willing  to  meet  a large  firm,  that  is  my  ex- 
jierience,  on  better  terms  than  they  would  a small 
one,  I think  the  small  trader  is  rather  at  a dis- 
adA’antage. 
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Mr.  Thomas  Pim,  Jun.,  re-called;  and  further  Examined. 


Mr.  Monk. 

8578.  I believe  you  wish  to  correct  a state- 
ment which  you  made  in  your  evidence  which 
you  gave  to  the  Committee  upon  a former  occa- 
sion ? — I made  a statement  the  other  day  respect- 
ing some  of  the  rates  from  Dublin,  which  was 
quite  incorrect,  and  I wish  to  make  it  correct 
now.  Since  giving  my  evidence,  I have  dis- 
covered that  I made  an  error  in  a statement 
respecting  the  freight  of  goods  by  steamer  from 
Dublin  to  Southampton,  and  from  Dublin  to 
London  ; I stated  that  the  freight  on  linen  goods 
for  trans-shipment  from  the  port  of  Southampton 
was  40  5.  per  ton,  and  that  the  freight  to  London 
was  34  5.  per  ton  for  the  same  goods  ; both  of 
these  statements  were  incorrect.  The  freight 
charged  for  such  goods  to  Southampton  is  30  5., 
and  the  freight  to  London  is  43  5.  4 rf. ; I was 
led  into  the  error  by  a document  being  handed  to 
me,  purporting  to  be  a correct  list  of  present 
freights.  My  ansAver,  therefore,  to  Question 
No.  8350  is  not  correct,  and  as  Questions  Nos. 
8357,  8358,  8359,  8360,  and  8361  are  based  upon 
this  incorrect  statement,  I respectfully  ask  the 
honourable  Chairman  and  the  Committee  for 
liberty  to  ivithdraw  all  the  answers  to  these 


Mr.  Monk — continued. 

questions.  On  this  same  subject  I Avas  subse- 
quently cross-examined  by  the  honourable 
Member  for  Dundalk  (Mr.  Callan),  in  Questions 
Nos.  8390,  8391,  8392,  8393,  8394,  8395,  8396, 
8397,  8398.  Now,  as  all  these  questions  and 
ansAvers  are  based  upon  my  original  statements  on 
the  freights  from  Dublin  to  Southampton,  and 
which  are  unfortunately  incorrect,  I further  re- 
spectfully request  the  honourable  Chairman 
and  the  Committee  to  permit  these  questions  and 
ansAvers  to  be  AvithdraAvn  from  my  evidence. 
I greatly  regret  the  error  I have  made,  but  I had 
every  reason  to  believe  that  the  information  given 
to  me,  and  from  Avhich  I gaA'e  evidence,  Avas  cor- 
rect. I Avas  further  asked  by  an  honourable 
Member  if  I could  give  a single  instance  of  goods 
on  a through  rate  from  England  being  less  than 
the  same  goods  from  Dublin  ; I have  noAV  a case 
in  point. 

8579.  Was  that  as  to  the  cost  of  carrying  soap 
from  Liverpool  to  Castlebar  ? — The  charge  for 
the  carriage  of  soap  from  Liverpool  to  Castlebar 
is  at  the  rate  of  17  5.  2 d.,  and  from  Dublin,  for 
the  same  article,  the  charge  is  22  s.%d.  1 will 

hand  in  the  delivery  notes  {lianding  in  the  same). 


Mr.  William  Simons,  called  in ; and  Examined. 


Lord  Randolph  Churchill. 

8580.  Are  you  a solicitor  living  at  Merthyr? 
—Yes. 

8581.  Are  you  in  large  practice  ? — I am. 

8582.  lioAv  long  have  you  been  in  IVIerthyr? 
— Since  1853. 

8583.  Are  you  solicitor  for  the  Associated 
Collier}^  OAvnersof  South  Wales? — I am  solicitor 
lor  the  Associated  Colliery  OAvners  of  South 
M'alcs  and  Monmouthshire. 

8584.  Are  you  solicitor  for  any  other  associa- 
tions?— No  ; but  1 act  for  the  ironmasters  of  the 
district  Avhen  they  act  in  concert  in  any  matter. 

8585.  Has  yoiir  ])ractice  brought  you  into  con- 
nection Avith  raihvay  managements  in  South 
Wales  ? — It  has  a good  deal. 


Lord  Randolph  Churchill — continued. 

8586.  And  you  are  acquainted  Avith  the  details 
generally  of  railway  management?—!  am  ac- 
([uainted  Avith  many  of  the  details  of  raihvay 
management. 

8587.  Have  you  ever  been  engaged  in  litiga- 
tion Avith  any  of  the  railway  companies? — Yes, 
I have  for  clients,  but  not  for  myself. 

8588.  IlaA’e  you  studied  the  question  of  rail- 
Avay  management  of  traffic  as  connected  Avith 
South  Wales  ? — 1 have  given  the  subject  a great 
deal  of  attention  for  many  years  past;  it  has 
been  a subject  I have  had  to  discuss  Avith  all 
those  Avho  are  interested  in  the  great  Avorks  of 
our  locality,  and  having  myself  been  the  owner  of 
a colliery  in  the  district,  I knoAv  a good  deal  of 
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Lord  Randolph  Churchill — continued, 
tlie  condition  of  things  resulting  from  that  con- 
nection  with  the  trade. 

8589.  Is  it  your  opinion  that  the  authority 
given  by  Parliament  to  railway  companies  Avhen 
they  were  first  brought  into  general  use,  was  at 
all  suited  to  the  demands  of  the  present  day  ? — 
Entirely  unsuited.  Parliament  granted  powers 
under  conditions  which  do  not  now  obtain,  and 
under  notions  which  have  no  connection  what- 
ever with  things  as  they  exist. 

8590.  What  are  the  principal  points  of  which 
you  complain  ? — I complain  of  the  sectional 
character  of  the  whole  railway  system  throughout 
the  kingdom. 

8591.  Will  you  state  to  the  Committee  in 
rather  more  detail  what  are  the  principal  points 
in  that  general  system  of  which  you  complain? — 
The  principal  points  are  the  difficulties  in  the 
conduct  of  the  traffic;  the  excessive  rates  for 
traffic;  the  differential  rates  for  traffic  ; and  the 
differences  between  railway  companies  with  res- 
pect to  the  management  of  traffic,  the  public 
being  the  sufferers.  Those  are  the  main  heads 
of  the  points  of  difficulty  that  I would  direct  my 
attention  to. 

8592.  Do  you  complain  of  a want  of  uniform- 
ity ? — Yes;  that  arises  of  necessity  from  the 
mode  in  which  the  railways  of  the  country  have 
been  constituted ; they  have  never  been  con- 
structed as  a portion  of  one  general  system  for 
the  entire  kingdom  ; the  difficulty  mainly  arises 
from  that,  and  all  the  questions  about  terminals, 
all  the  questions  about  the  cost  of  local  and  other 
traffic,  are  involved  in  the  sectional  character  of 
the  railways  of  the  country. 

8593.  As  an  illustration  of  that,  you  have  in 
South  Wales,  have  you  not,  as  the  principal  com- 
pany, the  Great  Western  Railway  Company? — 
The  Great  Western  Company  is  the  principal 
company  of  the  district. 

8594.  And  there  is  also  the  TaffVale  Railway 
Company? — Yes,  and  independent  companies 
running  laterally  throughout  the  country  ; the 
Taff  Vale  line  opens  up  the  larger  portion  of 
Glamorganshire. 

8595.  Is  there  any  connection  between  the 
Taff  Vale  and  the  Great  Western  Railways  ? — 
There  is  a connection  at  Cardiff,  and  they  join 
in  other  places ; as,  for  example,  at  Merthyr,  but 
although  there  has  been  a Parliamentary  connec- 
tion at  Cardiff  for  many  years,  the  two  companies 
refuse  to  work  it. 

8596.  When  was  the  Parliamentary  connection 
sought  for  ? — About  20  years  ago. 

8597.  And  for  many  years  the  companies  have 
refused  to  work  it? — Yes,  and  they  compelled 
the  whole  passengers  of  a district  now  containing 
between  200,000  and  300,000  people  to  travel 
from  the  TaffVale  station  in  Cardiff  to  the  Great 
Western  station  in  Cardiff  in  omnibuses  or  on 
on  foot,  just  as  they  can  manage.  There  have 
been  promises  year  by  year,  from  the  time  the 
line  was  made,  to  the  present,  to  have  that  con- 
nection opened,  but  it  has  never  been  done. 

8598.  Were  the  charges  for  goods  aggravated 
by  the  refusal  of  the  companies  to  work  this  line? 
— I have  no  doubt  whatever  that  the  convey- 
ance of  the  goods  and  of  the  minerals  in  the 
country  is  affected  by  the  difficulties  thrown  in 
the  way  of  the  parties  travelling  to  places  where 
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Lord  Randolph  Churchill — continued, 
they  have  to  make  arrangements  for  the  sale  and 
the  conveyance  of  their  goods.  There  is  no  more 
vital  question  in  our  country  than  the  question  of 
the  connection  between  the  two  railways. 

Sir  Daniel  Gooch. 

8599.  But  there  is  a goods  connection  now,  is 
there  not,  between  the  two  companies? — Yes, 
there  is  a goods  connection. 

8600.  And  constantly  worked? — Yes,  it  is 
constantly  worked. 

Lord  Randolph  Churchill. 

8601.  You  are  acquainted  very  closely,  are 
you  not,  with  the  Taff  Vale  Company  and  its 
history  ? — Yes,  I am. 

8602.  What  was  tlie  action  of  the  Taff  Vale 
Company  towards  the  parties  connected  with  the 
minerals  of  the  district  under  the  Bill  which 
they  obtained  in  Parliament  in  1859  ? — Their 
action  was  this:  their  application  was  opposed 
mainly  with  the  view  of  enforcing  a reduction  of 
tolls.  Parliament  sanctioned  a reduction  of  tolls, 
and  that  was  followed  by  this  course  of  action  on 
the  part  of  the  railway  company.  Before  the  pass- 
ing of  that  Bill  the  railway  company  had  done 
all  the  siding  work  without  charge  to  the  colliery 
proprietors  ; tliey  had  paid  the  police  or  signal 
officers  at  the  sidings;  they  had  allowed  the  col- 
liery owners  to  have  the  use  of  the  sidings ; and 
they  had  made  no  charges  for  terminals.  Imme- 
diately upon  the  passing  of  that  Act,  they  served 
notices  stating  that  from  that  time  forward,  they 
should  charge  the  whole  of  the  siding  expenses  to 
the  colliery  owners,  and  that  where  the  sidings 
belonged  to  the  company  the  colliery  owners 
should  provide  themselves  with  independent 
sidings,  and  they  also  made  claims  to  terminals 
at  each  extremity  of  the  traffic. 

8603.  The  railway  company  first  shut  up  the 
sidings,  and  then  they  charged  terminals? — Y^es, 
they  then  charged  terminals. 

8604.  Was  the  charge  for  terminals  resisted  by 
the  colliery  owners  ? — It  was  resisted  by  the 
colliery  owners,  and  then  the  colliery  OAvners, 
having  theretofore  usually  settled  their  accounts 
once  a month,  were  called  upon  to  pay  for  each 
train  before  it  vvas  allowed  to  pass  along  the  line, 
to  pay  the  whole  charge,  but  the  colliery  owners 
would  not  pay  more  than  the  actual  mileage 
freight,  although  the  railway  company  demanded 
the  whole,  including  terminals.  The  mileage 
freight  was  thereupon  received,  the  company  still 
holding  their  point,  that  they  were  entitled  to 
their  terminals,  their  weighing  charges,  and  their 
siding  charges.  That  went  on  for  a short  time, 
and  then  the  company  gave  notice  that  they  would 
not  receive  the  rates  unless  they  were  paid  at  the 
colliery ; the  rates  had  been  theretofore  paid  by 
cheque  at  Cardiff.  The  colliery  owjiers  there- 
upon paid  by  cheque  at  the  colliery.  Then  the 
railway  company  gave  notice  that  thay  would  not 
take  the  freights  unless  the  invoice  were  sent  to 
Cardiff,  and  a permit  given  for  the  passing  of  the 
train  before  it  was  sent  away  from  the  colliery. 
The  collieiy  owners  submitted  to  that.  Then 
came  an  order  that  the  cheques  would  not  be 
received  even  at  the  colliery  for  the  monies  ; not 
even  from  the  most  substantial  people  in  our  dis- 
trict, and  they  had  to  provide  themselves  with 
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Lord  Randolph  Churchill — continued. 

coin  to  pay  the  charges  for  the  transit  of  their 
goods  to  Cardiff,  before  the  goods  were  allowed  to 
leave  the  sidings. 

Chairman. 

8605-6.  What  reason  do  you  put  forward  for 
the  railway  company  acting  in  this  way  ? — It  was 
for  the  purpose  of  making  good  the  loss  under 
the  reduction  of  the  tolls  in  the  Bill  I have  just 
referred  to ; to  extort  tei’iniuals  equal  to  the  amount 
of  the  reduction.  In  that  state  of  things,  direc- 
tions were  given  and  carried  out  by  the  com- 
pany’s agents,  not  to  take  the  waggons  laden  with 
coal  out  of  the  sidings,  unless  they  were  brought 
so  close  up  to  the  margin  of  the  boundary  between 
the  company’s  property  and  the  colliery  owners’ 
property,  that  they  could  be  hitched  to  the  tender 
of  the  engine,  without  the  engine  or  tender  pass- 
ing off  the  company’s  lines,  and  if  a train  of 
goods  were  not  brought  up  into  that  position  it 
used  to  be  left  behind. 

Lord  Randolph  Churchill. 

8607.  So  that  you  do  not  consider  that  the 
Taff  Vale  Kailway  Company  have  afforded  suffi- 
cient facilities  for  the  development  of  the  mineral 
traffic  of  the  district  they  serve  ? — Whenever 
the  Taff  Vale  Railway  Company  have  power  in 
that  way,  and  desire  to  enforce  a point,  they  adopt 
means  of  that  sort, 

8608.  And  do  those  grievances  exist  at  the 
present  day  ? — Those  grievances  do  not  exist  at 
the  present  day,  because  the  matter  was  brought 
to  an  arrangement  under  these  circumstances. 
The  Taff  Vale  Company  had  not  put  up  their 
toll  boards,  and  that  was  discovered,  and  there 
was  a month  or  six  weeks’  toll  due  from  some  of 
the  propiietors.  The  railway  company  brought 
actions  for  the  tolls,  but  could  not  recover  them, 
and  they  settled  the  malter  by  reference  to  Sir 
John  Haivkshaw  ; he  settled  the  matter  by  giving 
1 1 (7.  a ton  for  all  terminals. 

8609.  But  your  point  is,  that  having  done  it 
once,  they  might  do  it  again  ? — Yes,  they  might 
do  it  again  on  account  of  the  power  which  the 
railway  company  assume  to  have. 

8610.  At  that  time  was  ihe  Railway  Com- 
missioners’ Court  In  existence  ? — It  was  not. 

8611.  What  date  was  this? — That  was  20 
years  ago. 

Chairman. 

8612.  You  are  talking  about  a state  of  things 
which  existed  before  Parliament  set  up  a tribunal 
to  remedy  these  difficulties? — Yes,  I am  ; but  I 
believe  that  under  the  tribunal,  as  now  con- 
stituted, there  would  be  a difficulty  in  remedying 
this  state  of  things,  and  if  that  tribunal  were  to  go, 
we  should  still  be  open  to  all  these  annoyances. 

Lord  Randolph  Churchill. 

8613.  Is  it  your  opinion,  as  a lawyer,  that  the 
Railway  Commissioners’  Court,  as  it  exists  at  the 
present  moment,  would  have  the  power  to  stop 
such  proceedings,  should  the  Taff  Vale  Company 
choose  to  recommence  them  ? — Some  of  the 
things,  but  not  all. 

8614.  For  instance,  the  Railway  Commis- 
sioners could  not  compel  a railway  com])any  to 
carry  traffic  ? — They  could  not ; that  is  one  of 
the  things  which  is  now  in  contest  between  the 


Lord  Randolph  Churchill — continued. 

Taff  Vale  Company  and  the  Great  Western 
Company  on  appeal,  as  I learn,  from  the  Railway 
Commissioners’  decision  upon  that  very  point. 

Mr.  Monk. 

8615.  But  with  regard  to  the  terminal  charges, 
the  Railway  Commissioners  have  full  power, 
have  they  not,  under  their  present  Act  ? — Of 
course  they  have. 

Lord  Randolph  Churchill. 

8616.  Do  you  complain  of  preferential  rates 
being  charged  by  railway  companies  as  against 
Merthyr  ? — Yes,  I do. 

8617.  Will  you  give  the  Committee  any 
instances  of  that? — From  Liverpool  traffic  would 
have  to  pass  by  the  Midland  line  close  to 
the  town  of  Merthyr,  and  by  the  North  Western 
and  Great  Western  lines  within  a short  distance 
of  the  town ; Cardiff  is  24  miles  further  than 
Merthyr  from  Liverpool,  and  I will  now  give 
you  a scale  of  some  of  the  charges  : for  bacon 
and  butter  to  Cardiff,  the  charge  is  15  s.  10  d., 
whereas  to  Merthyr  it  is  22  s.  6 d. 

8618.  The  x’ailway  company  charge  the 
22  s.  6 d.  for  the  shorter  distance  ? — Yes,  for  a 
shorter  distance  by  24  miles. 

8619.  I think  you  said  that  the  line  goes  through 
Merthyr  in  order  to  reach  Cardiff? — The  Mid- 
land Railway  passes  through,  and  the  other 
within  four  miles.  The  charge  for  cheese  to 
Cardiff  is  15  s.  10  <7.,  and  to  Merthyr,  25  s.  For 
lard  to  Cardiff  the  charge  is  15s.  10(7.,  and  to 
Merthyr,  27  s.  Qd.,  being  2 s.  Qd.  more  than  the 
charge  for  butter;  that  is  one  of  those  anomalies 
which  nobody  except  a railway  authority  can 
understand.  Taking  fresh  meat,  which  up  to 
quite  recently  the  three  railway  companies  were 
carrying  from  Liverpool,  the  charge  is  25  s.  to 
Cardiff,  and  45s.  to  Merthyr.  Now  fresh  meat  is 
brought  by  the  Midland  Company  close  to  the 
town,  in  fact,  into  the  town  of  Merthyr,  and  then 
taken  down  to  Cardiff  by  the  Taff  Vale  Railway. 

8620.  The  railway  company  charge  45  s.  for 
a distance  24  miles  shorter  than  what  they  charge 
25s.  for? — Yes;  and  that  has  resulted  in  this: 
that  the  traders  at  Merthyr  have  had  to  order 
their  meat  to  be  sent  to  Cardiffj  and  have  brought 
it  back  again  from  Cardiff  to  Merthyr,  getting  it 
there  a great  deal  lower  than  the  railway  com- 
pany would  charge  for  taking  it  direct. 

8621.  Would  sea  competition  account  for  that 
difference  in  charge  ? — The  sea  competition  can 
have  nothing  to  do  with  the  charge  for  the  car- 
riage of  meat  between  Cardiff  and  Liverpool ; it 
is  so  uncertain,  and  the  passage  is  so  roundabout. 
I may  mention  that  the  difference  Avas  pointed 
out  to  the  raihvay  company,  and  it  made  a cure 
in  this  Avay,  not  by  reducing  Merthyr,  but  by 
advancing  Cardiff  up  to  the  same  rate  Avith 
Merthyr. 

8622.  The  raihvay  company  suddenly  raised 
the  rate  to  Cardiff  up  to  4As.,  in  order  that 
Merthyr  might  have  no  ground  of  complaint  ? — 
Exactly. 

8623.  It  comes  to  this,  then,  that  if  the  rate  to 
Cardiff  Avas  a remunerative  rate,  the  45s.  to 
Merthyr  was  a great  deal  too  high  ? — Yes,  exactly 
so  ; and  the  company,  having  the  anomaly  pointed 
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out  to  them,  at  once  made  an  order  to  extract  the 
higher  rate. 

862^.  Have  you  any  examples  of  the  charges 
for  hardware  from  the  Midland  district,  to 
Merthyr  and  Cardiff? — I can  give  you  these  ; for 
damageable  iron  goods  from  Birmingham  to 
Swansea,  which  is  further  off  a good  deal  than 
Merthyr,  the  chai’ge  is  12  s 6 d. ; to  Cardiff  it  is 
11  s.  8 d.  ; and  to  Merthyr  it  is  11s.  8 d. ; there 
is  no  question  of  the  sea  between  Birmingham 
and  Merthyr,  or  between  Birmingham  and  Car- 
diff. Then,  for  less  quantities  than  two  tons,  the 
charges  to  Swansea  are  18  s.  4d. ; to  Cardiff, 
16  s.  8d.,  and  to  Merthyr  20  s. 

8625.  There  the  line  again  passes  directly 
through  Merthyr,  does  it  not,  to  get  to  Cardiff? 
— Yes,  the  Midland  line.  Then  buckets,  and 
goods  of  that  sort,  are  charged  24  s,  2 d.  to  Swan- 
sea ; 21  s.  8 d.  to  Cardiff,  and  25  s.  to  Merthyr. 

8626.  And  there  is  no  question  of  sea  competi- 
tion there ; sea  competition  will  not  account  for  the 
difference? — There  is  no  sea  competition  there. 
The  rate  for  tin  ware  to  Swansea  is  28  s.  4 rf.  ; 
to  Cardiff,  26  s.  8 d.  ; and  to  Merthyr,  32  s,  6 d. 
For  lamps  to  Swansea  the  charge  is  40  s,  ; to 
Cardiff,  37  s.  6ri.  ; and  to  Merthyr,  47  s.  6 c/. 
Lamps,  at  owner’s  risk,  to  Swansea  are  charged 
28  s.  4 c/. ; to  Cardiff,  26  s.  8 c/.  ; and  to  Merthyr, 
32  s.  6 ./.  ; in  every  instance  there  is  that  dispro- 
portion. 

8627.  Have  you  any  figures  which  you  desire 
to  hand  in  to  the  Committee? — L will  hand  in  a 
Table.  ( The  same  was  handed  m.)  The  rates,  as 
these  Tables  show,  are  for  the  same  goods  from 
Bradford  to  Cardiff,  52  s.  6 c/. ; to  Swansea,  55  s. ; 
and  to  Merthyr,  60s. 

8628.  Have  not  the  Merthyr  people  made  any 
representation  to  the  companies  against  those 
charges? — Yes,  and  we  get  answers  saying  that 
those  are  the  Clearing  House  rates,  and  they  can- 
not be  altered  ; they  regret,  and  so  on,  but  no 
change  takes  place, 

8629.  'file  railway  companies  charge  higher, 
do  they  not,  for  carrying  at  their  own  risk  than 
at  owner’s  risk  ? — Yes. 

8630.  Now  when  they  carry  at  their  own  risk, 
do  the  public  recover  compensation  from  them 
easily  ? — It  is  very  difficult  to  recover  compensa- 
tion against  them  under  any  circumstances  ; I can 
give,  in  my  own  experience,  many  illustrations  of 
the  difficulty,  and  there  is,  I would  suggest,  a 
very  simple  expedient  which  would  be  as  much 
in  the  interest  of  the  companies  as  it  would  be  in 
the  interest  of  the  traders,  and  if  it  were  adopted 
it  would,  I think,  to  a great  extent  get  rid  of  the 
difficulty.  Now,  at  the  present  moment,  the  re- 
medy is  against  the  first  carrier.  Some  years 
ago  a bale  of  goods  was  sent  from  London 
to  Cardiff  by  the  Great  Western  Railway;  a 
piece  of  silk  was  found  to  be  abstracted,  and  a 
complaint  was  made. 

Chairman. 

8631.  Are  you  pointing  out  to  the  Committee 
that  in  your  opinion  a better  and  more  summary 
proceeding  for  the  recovery  of  compensation  could 
be  adopted  than  the  present  system  ? — 1 am. 

8632.  That  is  not  a matter  that  we  have  to 
Inquire  into  ? — Then  I will  not  give  the  cure  for 
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the  evil,  but  perhaps  the  Committee  tvould  allow 
me  to  state  an  instance  of  the  evil  itself 

Lord  Randolph  Churchill. 

8633.  Passing  from  that  point  let  me  ask  you 
whether  you  have  much  water  carriage  in  South 
Wales? — We  have  the  Glamorganshire  Canal 
still  in  use,  and  a portion  of  the  Swansea  Canal, 
but  the  principal  portion  of  the  minerals  of  the 
district  is  now  conveyed  by  railway.  The  canals 
are  found  to  a great  extent  unsuited  for  the  new 
class  of  traffic. 

8634.  Have  the  canals,  as  a rule,  merged  in  the 
railway  companies  ? — Yes,  as  a rule,  they  have. 

8635.  Has  the  Great  Western  Company,  as  a 
rule,  amalgamated  most  of  the  lines  in  South 
Wales? — To  a great  extent  it  has. 

8636.  So  that  there  is  very  little  competition 
in  South  Wales  at  present? — Practically,  there  is 
very  little ; the  Great  Western  Company  suc- 
ceeded in  getting  hold  of  the  other  parallel  line 
through  the  district  some  years  ago, 

8637.  What  line  was  that? — The  West  Mid- 
land and  the  Vale  of  Neath  Railway. 

8638.  Was  that  a competing  line? — It  was  a 
competing  line,  with  the  exception  of  a small  por- 
tion of  the  eastern  extremity, 

8639.  Have  the  Great  Western  Railway  Com- 
pany bought  that  up  ? — They  have  it  now. 

8640.  Is  there  an  understanding  as  to  the 
charges  upon  the  goods  brought  by  the  companies 
into  the  district? — There  is  a perfect  understand- 
ing with  respect  to  the  goods  taken  out  of  the 
district  and  brought  into  it  between  them.  The 
charges  from  London  to  Merthyr  are  the  same 
upon  all  classes  of  goods  by  the  North  Western 
Company  since  the  arrangement  was  come  to 
between  them  and  the  Great  Western  Company 
recently ; it  is  a ring  charge.  I think  the  time 
when  that  arrangement  was  come  to  could  be 
fixed  by  collateral  circumstances  I could  fix  it 
in  my  own  mind. 

8641.  Do  you  consider  in  your  own  mind  that 
the  charges  upon  the  railways  for  goods  are 
higher  than  they  ought  to  be,  although  they  are 
within  the  maximum  fixed  by  Act  of  Parliament? 
— I consider  that  the  charges  are  a great  deal  too 
high ; the  rates  were  fixed  at  a time  when  the  rules 
for  the  conduct  of  traffic  and  the  value  of  railway 
services  were  not  sufficiently  known. 

8642.  Can  you  give  the  Committee  any  in- 
stances of  goods  that  you  have  brought  yourself? 
— I have  had  occasion  to  ask  what  would  be  the 
charge  for  taking  goods  of  the  class  of  manures 
from  London  to  Merthyr  for  my  own  purposes. 

8643.  What  sort  of  goods  do  you  refer  to  ? — 
Cocoa-nut  refuse  and  silver  sand  ; now  the  price 
asked  for  cocoa-nut  refuse  by  the  ton  (I  wanted 
a quantity  of  it)  was  exactly  the  same  as  the 
price  asked  for  the  carriage  of  flour. 

8644.  What  was  the  price  ? — It  was  2 /.  a ton 
from  London  to  Merthyr. 

8645.  What  is  the  ordinary  price  for  manure  ? 
— The  ordinary  price  for  manure  upon  the  lines  is 
just  about  the  same  as  for  minerals ; tlie  maxi- 
mum would  be  about  15  5.  in  any  event  fur  the 
whole  distance. 

8646.  The  company  charge  you  for  cocoa-nut 
refuse  2 /.  a ton  ? — Yes,  that  is  the  London  and 
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Lord  Randolph  Churclall — continued. 

North  Western  Company’s  charge,  and  the  Great 
Western  Company’s  charge,  from  tlie  inquiries 
I have  made  of  the  two  companies. 

8647.  What  is  the  charge  for  sand? — The 
charge  from  Bedford  to  Merthyr  for  sand  used 
for  manuring  purposes  is  2 /.  a ton.  When  I ask 
for  an  explanation  they  give  no  explanation;  they 
simply  say  that  is  the  Clearing  House  charge  ; 
that  is  the  only  explanation  you  get.  It  is  im- 
possible for  any  distant  freighter  to  trace  what 
the  charges  are  under  the  present  system,  and 
with  respect  to  that  there  can  be  no  cure  for  it, 
except  an  actual  schedule  of  charges  to  be 
sanctioned  by  some  competent  authority. 

8648.  Are  the  charges  high  upon  the  Taff 
Vale  Railway  for  goods  and  minerals  generally? 
— No;  though  the  charges  are  higher  upon  the 
Taff  Vale  line  than  they  are  upon  many  of  the 
recently  authorised  English  mineral  lines ; they 
conform  to  the  charges  upon  other  railways  in 
our  neighbourhood,  but  they  are  all  too  high  for 
minerals. 

8649.  Do  the  Taff  Vale  Railway  Company 
make  large  profits? — They  divide  15  per  cent, 
dividend ; and  I may  mention  with  respect  to 
that,  that  when  the  company  was  constituted 
they  were  limited  to  a dividend  of  7 percent.,  but 
they  got  rid  of  that  restriction  some  years  ago, 
and  they  were  then  willing  to  accept  a restriction 
of  8 per  cent. 

8650.  'VV’'hen  did  they  get  rid  of  the  first  restric- 
tion ? — By  the  Bill  of  1859,  to  which  I referred. 

8651.  Was  the  limit  cut  out  altogether  ? — Alto- 
gether ; they  are  unlimited  at  the  present  moment. 

8652.  Have  you  formed  any  opinion  v.dth 
reference  to  the  action  of  the  Railway  Commis- 
sioners?— Yes,  I have;  my  notion  is  that  then- 
powers  are  a great  deal  too  limited. 

8653.  Has  the  Railway  Commission  had  a bene- 
ficial influence  upon  the  whole  ? — Yes,  it  has  a 
deterrent  effect ; although  you  have  not  an  actual 
remedy,  still  railway  companies  do  not  like  to  be 
told  that  you  will  go  before  the  Railway  Com- 
missioners, although  in  some  instances  they  know 
that  the  Railway  Commissioners  have  not 
authority. 

8654.  You  find  that  their  powers  are  too 
limited  in  respect  to  jurisdiction  ? — Yes,  they  are 
too  limited  Ibrthe  purpose  ot  dealing  with  a con- 
dition of  things  which  has  become  very  aggra- 
vated. 

8655.  Is  the  expense  of  going  before  the  Rail- 
way Commissioners  pretty  heavx-  ? — Yes,  it  is 
considerable. 

8656.  I suppose  the  railway  companies,  when 
they  are  taken  before  the  Railway  Commissioners, 
are  prepared  to  expend  more  than  ])rivate  parties 
can  afford  to  do? — They  are  a powerful  body; 
there  is  no  hope  in  a single  freighter  going  before 
the  Commissioners  unless  it  be  such  a body  as 
the  Powell  Dufffyn  Company  or  one  of  the  large 
ironmasters  or  colliery  owners,  such  as  Messrs. 
Nixon  and  Comjjany  ; the  small  freighters  are 
entirely  without  redress,  in  the  mode  the  Railway 
Commission  is  at  present  constituted. 

8657.  How  would  you  increase  the  powers  of 
the  Railway  Commissioners? — I would  enable 
the  Commission  to  receive  a complaint  and  call 
for  a reply,  and  then  decide  Avhether  or  not  the 
matter  was  a fit  one  for  public  investigation,  and 
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if  it  were,  an  inquiry  should  be  set  on  foot  at  the 
public  cost,  but  I would  not  give  to  everybody 
the  right  of  .setting  on  foot  an  inquiry  of  that 
description.  I think  the  Commissioners  should 
have  power  on  a simple  statement  of  facts  to  direct 
preceedings  to  be  taken  by  a public  officer. 

8658.  Would  you  give  an  appeal  from  the 
Railway  Commissioners  ? — I am  very  unwilling 
to  do  that ; I would  prefer  that  the  commission 
should  be  so  framed  as  to  have  its  decisions  re- 
garded as  absolute.  The  commission  should  con- 
sist of  men  in  whom  the  railway  companies  and 
the  public  would  have  confidence,  and  so  that 
they  would  take  their  decision  as  the  law  upon 
the  matter,  and  in  the  event  of  there  being  a. 
complaint  they  shold  go  to  Parliament  for  a 
remedy  or  for  a change  in  the  constitution  of  the 
commission.  That  is  the  only  cure  for  the  evil 
that  I see. 

8659.  With  respect  to  this  connection  between 
the  Great  Western  and  the  Taff  Vale  Railways, 
why  did  you  not  go  before  the  Railway  Com- 
missioners ? — We  did. 

8660.  Did  you  get  a decision  in  your  favour  ? 
—We  did. 

8661.  Was  it  directly  in  your  favour? — It  was 
directly  in  our  favour  upon  all  points. 

8662.  Has  that  decision  been  appealed  against  ? 
— I have  been  told  that  it  has  been  apjiealed 
against  by  both  companies. 

8663.  Upon  what  ground  ? — Upon  the  ground 
that  the  Railway  Commissioners  had  exceeded 
their  jurisdiction.  I may  mention  that  both 
companies  admitted  the  evil. 

8664.  Has  the  appeal  been  heard  yet  ?— No  ; 
the  appeal  is  just  on  I am  told. 

Chairman. 

8665.  An  appeal  between  the  Great  Western 
and  the  Taff  Vale  Companies  was  heard  about 
10  days  ago  by  the  Court  of  Appeal  ? — I was  not 
aware  of  that  ; I thought  the  case  was  heard 
about  a fortnight  ago,  before  the  Railway  Com- 
missioners, but  I was  not  acting  as  solicitor  in  that 
matter. 

Lord  Randolph  Churchill. 

8666.  Are  you  acquainted  with  the  manner  in 
which  the  Taff  Vale  Company  carry  their  traflSc  ; 
for  instance,  do  the  owners  of  collieries  find  their 
own  w aggons  ? — Yes  ; and  that  raises  a very 
seiious  question  with  regard  to  the  conduct  of 
mineral  traflHc  ; if  the  railway  company  did  as 
some  of  the  English  railway  companies  do,  namely, 
find  the  waggons  for  mineral  traffic,  it  would 
make  a difference  of  quite  a farthing  a ton  to  the 
colliery  proprietors,  and  -would  be  really  no  loss 
to  the  raff-way  company. 

8667.  What  is  the  system  ujwn  the  Taff  Vale 
Railway  now-  with  respect  to  the  pi-ovision  of 
■waggons  ? — I can  explain  that  very  fully,  if 
explanation  be  needed.  Some  years  ago  a com- 
pany was  established  in  connection  with  the  rail- 
■way  company  and  suj)ported  by  their  capital, 
for  the  purpose  of  building  -waggons  and  supply- 
ing -\vaggons  to  the  company.  That  waggon 
company,  as  I may  call  it,  was  formed  upon  the 
principle  of  redemjjtiou  ; that  is,  that  in  a certain 
number  of  years  the  capital  was  to  be  worked  out, 
so  that  the  concern  would  become  absolutely  the 
property  of  the  railway  company. 

8668.  Did 
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8668.  Did  the  waggon  company  supply  the 
railway  company  with  waggons  ? — Yes,  they  were 
substantially  one ; they  were  under  the  same 
management. 

8669.  Did  they  ostensibly  supply  the  railway 
company  with  the  waggons  ? — Yes. 

8670.  Did  the  railway  company  let  them  to 
the  colliery  owners? — Yes,  and  that  is  the  point 
which  I wish  to  mention.  The  railway  company, 
instead  of  supplying  waggons  at  the  mileage  rate 
under  the  provisions  of  tliis  Act,  chose  to  hire  out 
the  waggons  by  the  year  to  the  ti’aders,  and  it 
makes  a difference  of  more  than  a farthing  a ton 
to  the  traders  ; that  is  to  say,  the  company  would 
by  that  means  exact  three  times  the  jwoht  they 
Avould  get  out  of  the  waggons,  as  compared  with 
what  they  would  get  if  they  supplied  the  waggons 
under  their  Act  of  Parliament  at  a mileage  rate. 

Chairman. 

8671.  Did  the  company  force  the  waggons 
upon  the  freighters? — No,  the  freighters  were  in 
the  market,  but  I submit  that  it  should  be  the 
duty  of  the  company  to  supply  the  wvaggons,  and 
to  their  advantage  for  this  reason:  at  the  present 
moment  there  is  an  enormous  amount  of  shuntino: 
going  on  merely  for  the  purpose  of  marshalling- 
empties  ; that  is  all  waste,  but  it  would  be  all 
saved  if  the  waggons  belonged  to  the  railway 
company,  and  the  railway  company  shunted  them 
to  the  collieries  as  they  were  required. 

Lord  Randolph  Churchill. 

8672.  But  you  are  not  suggesting  that  the 
railway  companies  should  supply  the  waggons 
without  any  charge? — Certainly  not;  I would  give 
them  the  charge  fixed  in  the  Act  of  Parliament. 

8673.  As  a matter  of  fact  many  railway  com- 
panies are  doing  that  in  the  north  of  England, 
are  they  not  ? — Y^es,  many  railway  companies  are 
doing  so  in  the  north  of  England,  but  the  Taff 
Vale  Company  do  not,  because  it  is  more  to  their 
advantage  to  hire  out  the  waggons  by  the  year; 
it  comes  to  three  times  the  money  they  Avould 
get  if  they  supplied  them  by  the  mileage  rate. 

Mr.  Barnes. 

8674.  Are  you  aware  that  there  is  only  one 
company  that  does  that  ? — There  are  two,  I 
think ; 1 believe  the  North  Eastern  Company 
does  it. 

Mr.  Gregory. 

8675.  Would  you  propose  to  make  it  illegal 
to  hire  out  the  waggons  by  the  year  ? — I would 
make  it  compulsory  upon  the  railway  companies 
to  supply  the  rolling  stock  upon  all  lines  upon 
the  terms  fixed  by  Parliament. 

Lord  Randolph  Churchill. 

8676.  Y'^ou  would  abolish  all  toll  clauses  in  all 
Acts  of  Parliament,  as  I understand  ? — I would 
abolish  all  varying  toll  clauses,  and  that  Avould 
get  rid  of  a lot  of  difficulty.  I would  have  one 
schedule  of  tolls  for  the  Avhole  kingdom,  and  one 
system  of  classing  goods. 

8677.  YYu  would  make  the  railway  company 
a common  carrier  ? — I would. 

8678.  And  that  would  make  a great  saving  to 
the  mineral  owners  ? — It  Avould  make  a great 
saving  to  the  mineral  owners  and  to  the  j'ublic. 

8679.  What  should  you  say  was  the  relative 
capital  now  employed  in  the  Taff  Vale  Railway, 
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and  that  employed  in  the  mines  of  the  district? — 
The  capital  employed  in  mines  is  enormously  in 
excess  of  railway  capital  in  our  district ; we  have 
two  collieries  in  our  district,  the  capital  of 
which  alone  is  1,000,000/.  One  of  the  grounds 
urged  with  respect  to  the  favourable  considera- 
tion to  railway  companies  is  the  large  capital 
they  have  staked ; but  their  capital  is  not  to  be 
compared  with  the  capital  of  the  freighters  in 
our  district  ; they  are  the  people  whose  capital 
should  be  considered.  I would  Avish  to  give 
another  instance  of  differential  rates  from  London. 
Take  tea  from  London  to  Swansea  and  Cardiff; 
the  charge  for  that  is  37  s.  6 <7.  a ton.  There  is 
no  question  of  any  competition  by  sea  between. 
Swansea,  Cardiff,  and  London  as  against  Merthyr, 
as  that  would  have  to  go  round  the  Land’s  End, 
but  to  Merthyr  the  charge  is  50  s. 

Chairman. 

8680.  There  used  to  be  a boat  running,  I 
believe,  from  London  to  Bristol  in  competition 
Avith  the  raihvay  ? — I hapjAen  to  know  that  there 
is  nothing  sent  round  ; it  all  goes  by  raihvay 
now.  I should  also  beg  to  mention  one  other 
circumstance  Avith  regard  to  the  Avay  in  Avhich 
small  lots  of  goods  are  dealt  with  by  railway  com- 
panies. Large  freighters  are  enabled  to  take 
care  of  themselves,  but  small  freighters  are  not. 
The  Taff  Vale  Railway  Company  charge  just 
Avhat  they  like  for  small  lots. 

Lord  Randolph  Churchill. 

8681.  What  do  you  call  small  lots? — A truck 
of  coal,  for  example.  Noaa’,  taking  a truck  of 
coals  from  Walnut  Tree  Bridge  to  Merthyr,  the 
proper  cliarge  upon  that  for  18  miles  Avould  be,  in 
owner’s  trucks,  g rf.,  which  would  come  to  some- 
thing under  Is.  4c/.  a ton  for  the  Avhole  distance, 
or  7 s.  10 Jc/.  for  the  entire  truek  load  ; but  the 
charge  Avhich  the  Taff  Vale  Company  made  in 
one  instance  for  six  tons  was  27  s.  9 d. 

8682.  Was  that  charge  contested  ? — That 
charge  Avas  complained  of;  I had  that  myself,  and 
I am  able  to  speak  to  the  fact ; I was  told  they 
Avere  the  Clearing  House  charges;  I asked  for 
the  particulars,  and  I never  could  get  them ; but 
upon  remonstrance  the  railway  company  wrote  a 
letter  returning  3 s.  8 d.  out  of  that  charo-e,  statino- 
that  the  proper  charge  Avas  4 s.  a ton,  and  not 
what  they  had  charged,  but  4 s.  a ton  is  three 
times  that  which  the  huv  authorises  ; I submitted 
to  the  loss  rather  than  contest  it. 

Sir  Daniel  Gooch. 

8683.  Why  did  not  you  go  to  the  county  court? 
— I knoAv  a great  deal  better  than  to  go  with  a 
case  of  my  own  to  the  county  court. 

8684.  Noav,  you  s))oke  of  the  Avant  of  com- 
munication between  the  Taff  Vale  and  the  Great 
Western  ; there  is  no  obstruction  Avith  regard  to 
goods,  I believe? — No,  the  obstruction  is  Avith 
regard  to  passengers. 

8685.  The  floods  have  been  carried  through, 
have  they  not? — Yes. 

8686.  There  are  connections,  are  there  not? — 
Yes,  there  are  tAvo  connections,  but  I aaus  speak- 
ing about  the  way  in  Avhich  the  Avhole  passengers 
from  a po])ulation  of  300,000  is  carried  and  dealt 
Avith  by  the  railway  coinjiany, 

8687.  Noav,  with  regard  to  the  case  before  the 
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Railway  Commissioners,  who  has  appealed  from 
a decision  of  the  Railway  Commissioners!  —I  am 
told  that  both  companies  have  appealed. 

8688.  Do  you  know  that  of  your  own  know- 
ledge ? — I do  not  know  it  of  my  own  knowledge  ; 

1 was  told  of  it  at  the  station  at  Merthyr  three  or 
four  days  ago. 

8689.  You  stated  that  the  rates  in  the  district 
were  all  fixed  by  the  Railway  Clearing  House  ; 
what  did  you  mean  by  that  'i — I do  not  know 
what  is  meant  by  that;  that  is  the  information 
given  to  me.  It  was  given  by  Mr.  Greorge  Fisher, 
on  his  oatli ; that  is  the  excuse  which  they  make 
for  that  manner  of  dealing  with  the  goods. 

8690.  You  spoke  of  the  canals  having  been 
quite  absorbed  by  the  railway  com2:)any  ; is  not 
the  canal  between  Merthyr  and  Cardiff' OAvned  by 
an  independent  comjrany  ? — Yes,  that  is  open, 
and  the  company  are  under  a restriction  tvith 
regard  to  tlic  profit  that  they  may  make,  which 
is  10  per  cent. 

8691.  So  that  there  is  competition  ? — Tliere  is 
as  far  as  a canal  can  afford  competition  with  a 
railway. 

8692.  Is  not  there  tvater  com])etition  between 
Cardiff  and  Liverpool? — There  is  water  connection. 

8693.  That  may  affect  the  rates? — I do  not  see 
that,  because  nothing  Avould  come  that  way. 

8694.  Why  not?  — It  comes  by  railway. 

8695.  I he  raihvay  makes  the  rates  at  Avhich 
they  can  get  the  traffic  ? — The  railway  carries 
the  goods,  and  I find  they  give  a much  reduced 
rate  I'rom  Liverpool  to  Cardiff,  and  from  Bir- 
mingham to  Cardiff  when  the  goods  are  intended 
for  exportation  ; I cannot  understand  that  unless 
it  lie  intended  as  a bounty  upon  exportation. 

8696.  is  not  there  Avater  communication  also 
from  Birmingham  to  Cardiff? — I Avas  not  aware 
of  that. 

8697.  Do  not  you  know  that  there  is  a canal 
from  Birmingham  to  Gloucester? — No  doubt 
there  is,  but  I do  not  knoAv  that  anything  ever 
comes  that  Avay. 

8698.  Do  you  knoAV  that  there  is  a navigation 
there  ? — I knoAv  that  there  is  a possibility  of 
navigation  betAveen  Birmingham  and  Gloucester. 

8699.  It  belongs  to  a canal  comjiany  and  is 
used  in  competition  Avith  the  Great  Western? — 
I do  not  knoAv  what  is  sent  that  Avay.  except  that 
I knoAv  that  things  come  direct  by  raihvay  to  the 
stations. 

8700.  Noav  you  spoke  of  the  high  rates  for 
cocoa-nut  fibre;  is  not  that  a very  light  material? 
— No  doubt  it  is  a light  material, 

8701.  Do  you  knoAv  hoAv  much  cocoa-nut  fibre 
you  can  get  into  a Avaggon  ? — I should  think 
about  three  tons. 

8702.  Three  tons  in  hoAV  large  a AA’-aggon? — In 
a six  or  seven  ton  Avaggon. 

8703.  Have  you  ever  received  as  much  as 
three  tons  in  a Avaggon  ? — I do  not  knoAV  exactly; 
I think  I liaA'e. 

8704.  Was  the  cocoa-nut  fibre  comjiressed? — 
No,  it  depends  upon  wliether  it  is  fresh  or  stale 
a good  deal. 

8705.  Are  you  dissatisfied  Avith  the  rates  be- 
tween the  Welsh  district  and  the  Staffordshire 
district  ? — The  coal  rates  ai’c  not  unreasonable, 
exccj)t  that  they  might  be  low'er,  and  yet  leave 
a good  profit  for  the  railway  companies. 

8706.  Do  you  think  that  the  Staffordshire 
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ironmasters  have  any  just  complaints  against  the 
rates  to  the  South  lYales  district  as  against 
Staffordshire  ? — That  is  a question  for  the 
Staffordsh  ire  masters  more  than  for  me;  it  is  out 
of  my  province. 

8707.  Do  you  knoAV  that  eA'idence  has  been 
given  before  the  Committee  to  the  effect  that 
preference  is  really  ghen  to  South  Wales? — I 
am  not  aAvare  of  that. 

Mr.  Gregory. 

8708.  I am  not  sure  that  I understand  your 
scheme  about  the  Raihvay  Commissioners  ; you 
propose  to  have  their  court  considerably  strength- 
ened, as  1 understand? — Yes. 

8709.  Is  that  by  the  appointment  of  additional 
Coinmissioners  ? — I think  the  Commission  should 
be  extended ; I Avould  allow  the  Commission  to 
Avork  by  committees. 

8710.  By  divisions,  as  it  Avere?  — Yes,  by 
divisions. 

8711.  Mould  you  gNe  them  poAver  of  going 
into  localities,  making  them  migratory,  so  as  to 
investigate  the  cii’cumstances  upon  the  spot? — I 
Avould ; I believe  it  is  in  many  instances  the 
only  cure  for  the  evil. 

8712.  Toil  propose  that  the  Raihvay  Com- 
missioners should  receive  a complaint,  and.  call 
for  an  answer  to  it,  and,  u])on  that,  decide  AA’hether 
that  complaint  should  be  heard  ? — That  is  so,  un- 
less people  choose  to  launch  a complaint  at  once. 
I Avould  give  every  facility  to  small  traders  to 
have  their  complaints  investigated. 

8713.  AYould  you  give  the  Railway  Commis- 
sioners poAver  to  adjudicate  ujion  a case  merely 
ujion  the  statements  submitted  to  them  upon 
either  side? — Unless  the  jiarties  themselves  or 
the  Raihvay  Commissioners  thought  it  expedient 
to  call  Avitnesses.  I Avould  deal  with  them 
exactly  as  arbitrators. 

8714.  Without  hearing  Avitnesses,  or  the  case 
being  argued  ? — If  the  parties  chose  ; the  parties 
must  all  consent  to  the  case  being  decided  with- 
out ihemselves  being  heard. 

8715.  Do  you  suppose  that  the  raihvay  com- 
panies Avould  submit  to  an  adjudication  of  that 
kind? — That  I think  they  should  be  made  to  sub- 
mit to,  unless  they  at  first  required  to  be  heard. 

8716.  TYould  you  make  it  compulsoiy  ? — I 
Avould  make  it  c()m2)ulsory  upon  them,  subject  to 
the  limitation  I have  mentioned. 

8717.  That  Avould  be  giving  jiOAver  to  the 
Raihvay  Commissioners  to  decide  a case  Avithout 
argument? — If  the  raihvay  company  did  not 
choose  to  argue  the  case,  1 Avould  have  it  decided 
ex  farte,  but  I Avould  give  them  an  oji^iortunity 
of  arguing  the  cji.se. 

8718.  You  would  give  the  Raihvay  Commis- 
sioners the  jiOAver  of  hearing  and  adjudicating 
upon  the  cases  iijion  Avritten  statements  by  both 
jiarties  ? — I Avould,  if  the  jiarties  consented. 

8719.  1 think  you  told  me  that  if  the  parties 
did  not  consent  you  Avould  give  the  Raihvay 
Commissioners  the  poAver  of  making  them  con- 
sent?— No,  I meant  that  the  Raihvay  Commis- 
sioners Avould  then  have  poAver  to  direct  the  in- 
quiry to  be  taken  before  them  in  the  ordinary 
Avay,  and  in  certain  cases  to  instruct  a public 
officer  to  do  so. 

8720.  If  there  Avere  no  consent? — If  there 
Avere  no  consent. 


8721.  Then 
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8721.  Then  I would  ask  you  whether  you 
think  there  would  be  any  chance  of  the  railway 
companies  consenting  ? — You  know  what  a won- 
derful alleviator  of  a grievance  time  is.  I think, 
in  the  process  of  time,  the  parties  would,  in  many 
instances,  be  willing  to  have  the  matter  decided 
upon  the  merits. 

8722.  Without  being  heard? — Yes,  I think, 
in  many  cases,  it  would  be  so  ; in  all  cases  it 
would  not.  Let  me  give  an  illustration  of  what 
I mean : Supposing  the  facts  are  admitted  on 
both  sides,  and  we  only  want  to  know  what  ought 
to  be  done,  the  Railway  Commissioners  could 
draw  their  own  conclusions  from  the  state  of 
things.  I have  had  many  serious  references  upon 
important  questions  decided  exactly  in  that  man- 
ner ; I cannot  understand  why  the  same  thing 
should  not  occur  in  many  cases  connected  with 
railway  companies. 

8723.  But,  as  you  ai-e  aware,  parties  with 
ample  resources  generally  like  to  have  their  cases 
heard  before  they  are  adjudicated  upon  ? — The 
railway  companies  are  getting  a little  wiser  ; the 
Midland  Railway  Company  has  shown  them  a 
good  example. 

8224.  Then  I understand  you  would  compel 
the  railway  companies  to  supply  all  trucks  that 
were  required  for  the  conveyance  of  goods  ? — I 
think  that  would  be  of  advantage  to  the  railway 
companies,  and  of  advantage  to  the  freighters, 
and  it  should  be  made  obligatory. 

8725.  And  you  would,  of  course,  compel  the 
railway  companies  to  keep  a sufficient  supply  of 
rolling  stock  for  the  district  to  which  they  serve  ? 
— I would. 

8726.  Would  not  that  lead  to  a great  deal  of 
dispute ; the  colliery  proprietors  Avould  demand 
such  a supply  of  trucks,  and  the  railway  company 
would  say  that  the  number  was  not  requii’ed  and 
they  could  not  supply  the  colliery  owners  with 
such  a number  at  the  specified  time  ? — The  matter 
has  been  discussed  over  and  over  again,  and  the 
Committee  must  be  perfectly  familiar  with  the 
remedy  for  that  objection,  because  the  colliery 
proprietors  would  not  make  a request  for  trucks 
unnecessarily,  and  be  subject  to  demurrage  if 
they  were  not  used. 

Sir  Edward  Watkin. 

8727.  I have  heard  you  since  I came  into  the 
room  say  that  certain  rates  from  Liverpool  and 
Birmingham  were  a bounty  upon  exportation  ? — 
That  is  so. 

8728.  But  of  course  any  traffic  coming  from 
Merthyr  would  have  the  benefit  of  those  rates, 
would  it  not? — No;  I either  did  not  put  the 
point  properly,  or  you  misunderstand  me  ; 1 will 
give  you  an  example  of  these  rates.  Goods  sent 
from  Birmingham  to  Swansea  and  Cardiff,  have 
at  the  present  moment  a differential  rate  of  a 
very  considerable  amount  to  the  disadvantage  of 
Merthyr,  and  that  disadvantage  is  increased  if 
the  goods  be  sent  for  exportation  ; that  is  to  say, 
the  railway  companies  carry  still  cheaper  to 
Cardiff  and  Swansea  for  exportation  than  they 
do  for  use  there,  and  I cannot  understand  the 
reason. 

872U.  Do  you  mean  to  say  that  goods  of  the 
same  description  are  made  at  Merthyr  as  those 
that  are  made  at  Birmingham,  and  sent  at  those 

0.54. 


Sir  Edioard  Watkbi — continued, 
diffc’ent  rates  ; do  they  manufacture  at  Merthyr 
articles  of  the  same  description  as  at  Birmingham  ? 
— No. 

8730.  Then  how  can  you  establish  a parallel 
between  Merthyr  and  Birmingham? — I am  not 
putting  that  as  a parallel,  hut  what  I say  is,  that 
the  rates  from  Birmingham  upon  hardware  goods 
to  Merthyr  and  the  rates  upon  hardware  goods 
to  Cardiff,  are  a fair  ])arallel;  but  the  rate  to 
Cardiff  upon  goods  for  exportation  is  a measure 
of  what  the  work  can  be  done  for  by  the  railway 
company,  and  they  give  a much  lower  rate  upon 
goods  for  exportation  than  for  goods  for  use  in 
the  localities,  thereby  giving  the  Birmingham 
people  a bounty  on  the  goods  which  are  exported. 

8731.  Then  your  remedy  for  that  would  be, 
that  the  rate  on  goods  for  home  consumption 
should  be  the  same  as  for  exportation  ?— Yes,  I 
would  make  them  the  same  ; 1 do  not  know  why 
we  should  pay  dearer  for  the  carriage  of  goods 
used  in  the  localities  than  for  the  goods  sent  for 
exportation  the  same  distances. 

8732.  In  the  same  quantities? — Yes,  in  like 
quantities. 

8733.  Do  you  contend  that  the  quantities  sent 
for  export  are  the  same  as  the  quantities  used 
for  home  consumption  ? — I do  not,  but  I contend 
that  when  the  quantities  are  alike  the  rates 
should  be  the  same,  because  the  comjjanies  say  in 
their  rate  books,  “ In  lots  over  two  tons.” 

8734.  But  I ask  you  are  the  quantities  the 
same  ? — No  ; of  course,  obviously  the  export 
quantities  are  larger. 

8735.  I would  ask  you  whether  as  regai’ds 
many  articles  of  foreign  export  it  would  ])e  pos- 
sible to  carry  on  an  export  trade  if  the  company 
did  not  give  a lower  rate  for  export  than  for  home 
consumption  ? — In  many  cases  it  would  be  neces- 
sary to  give  a low  rate. 

8736.  I ask  you  whether  you  do  not  know  that 
a low  rate  is  in  many  cases  fixed,  not  because  the 
railway  companies  desire  to  fix  a low  rate,  but 
because  that  is  the  only  price  at  which  the  trade 
can  be  carried  on  ? — That  may  be  so,  hut  I sub- 
mit that  the  rate  at  Avhich  the  article  can  be  car- 
ried should  be  the  measui’e  of  the  price  at  which 
it  should  be  carried ; I hold  that  the  railways 
have  been  constructed  for  the  public  good ; the 
railway  companies  think  they  have  been  con- 
structed for  themselves  ; that  is  the  whole  ques- 
tion between  us. 

8737.  May  I ask  are  you  a railway  share- 
holder ? — I am  ; and  I am  also,  unfortunately,  a 
shareholder  in  mines,  and  upon  my  railway  in- 
terest I get  very  good  returns ; but  upon  my 
mines  I get  nothing. 

8738.  Was  that  so  in  1875? — We  had  two  good 
years  then,  and  Ave  have  had  bad  3’ears  ever 
since;  and  we  had  bad  3'ears  before  then.  I put 
this  case  Avith  respect  to  that,  that  in  bad  times 
the  railway  companies’  receipts  are  increased ; 
they  take  aAvay  a great  deal  larger  quantity  of 
coal  than  they  did  in  the  good  times  of  1872  and 
1873.  Their  dividends  are  enormously  increased, 
Avhile  those  who  enable  them  to  earn  those  divi- 
dends are  losing  money. 

8739.  Then  Avhat  would  be  your  core  for  that 
state  of  things? — A geneial  reduction  in  the 
railAA'ay  charges,  Avhich  are  too  high  a great  deal, 
Avhen  1 1;\  and  12  per  cent.,  and  more,  are  paid. 

3 C " 8740.  What 


386 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


13  June  1881.] 


Mr.  Simons. 


[ Continued. 


Sir  Edward  Walhin — continued. 

8740.  What  do  you  think  would  be  a fair 
reduction  in  the  railway  rates? — I wovdd  reduce 
the  rates  upon  coal  to  one  halfpenny  per  ton.  I 
think  that  would  be  quite  enough. 

8741.  Take  manufactured  iron,  what  would 
you  say  should  be  the  rate  ? — I think  one-fourth 
could  be  taken  off’  the  present  rate  for  manufac- 
tured iron. 

8742.  Toil  would  recommend  to  the  Com- 
mittee that  there  should  be  a general  reduction 
of  rates  all  round? — I think  there  should  be  a 
general  reduction  of  the  rates  all  round ; I think 
they  are  too  high  all  round. 

8743.  Could  you  sjiecify  any  instances  of  re- 
duction which  you  would  think  desirable  ? — I 
have  given  a suggestion  of  a halfpenny  rate  for 
coal. 

8744.  What  reduction  would  that  make  ? — It 
would  work  out  a reduction  of  near  one  farthing 
a ton,  which  would  be  a very  important  reduc- 
tion to  the  colliery  proprietors. 

8745.  A farthing  upon  three-farthings  would 
be  one-third,  or  33  per  cent.,  would  it  not? — No, 
it  is  one  farthing  upon  seven-eighths  of  a penny, 
or  near  25  per  cent. 

8746.  That  you  think  is  the  proper  thing  to 
be  done  ? — I do.  I think  the  railway  companies 
can  afford  it,  and  I believe  that  if  they  adopt  my 
suggestion  with  reference  to  the  railway  wag- 
gons, it  would  to  a great  extent  balance  the 
reduction. 

8747.  You  have  suggested  that  the  railway 
companies  should  be  bound  to  supply  waggons 
for  all  traders,  and  for  all  colliery  owners  ? — 
Yes. 

8748.  And  that  the  Eailway  Commissioners 
should  fix  the  price  which  the  railway  companies 
should  charge  for  the  use  of  the  article  ? — I beg 
your  pardon ; you  have  your  rates  for  the  use  of 
the  waggons  fixed  in  every  Railway  Act. 

8749.  I am  not  aware  of  it  ? — I can  show  it 
you  in  the  Taff  Vale  Act,  and  in  the  Great 
Western  Railway  Company’s  Acts. 

8750.  You  would  adhere  to  these  rates,  would 
you  not  ? — Y"ou  may  reduce  the  charges  for  coal 
to  a halfpenny,  plus  the  charge  for  the  waggons, 
and  that  would  be  a saving  to  the  colliery  owners, 
and  I believe  the  railway  companies  would  make 
it  up  in  extra  traffic,  and  by  the  fair  user  of  their 
plant. 

8751.  Y'ou  may  be  right,  or  you  may  be 
wrong,  but  I want  to  know,  do  you  recommend 
that  the  toll  table  of  the  companies,  as  given  in 
their  Acts  of  Parliament,  should  be  adhered  to, 
or  that  the  Eailway  Commissioners  should  have 
the  power  to  alter  those  charges  from  time  to 
time  ? — The  authority  that  I would  give  to  the 
Railway  Commissioners  would  be  this : that  where 
special  rates  are  entered  into,  the  Railway  Com- 
missioners should  have  a controlling  power  over 
them,  and  over  the  differential  rates. 

8752.  Supposing,  for  instance,  that  the  rail- 
way com])any,  in  which  you  are  a shareholder,  had 
made  their  lines  ujion  the  authority  of  a distinct 
system  of  tolls  and  charges,  would  you  give  the 
Railway  Commissioners  the  jiower  ivithout  going 
again  to  Parliament  to  revise  or  alter  those 
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charges  ? — I would,  for  this  reason,  that  the  rail- 
way companies  have  themselves  gone  to  Parlia- 
ment, and  obtained  a repeal  of  the  restrictions 
which  they  were  subject  to  under  their  original 
Acts.  For  instance,  the  Taff  Vale  Company 
has  got  rid  of  the  limit  of  7 per  cent.,  and  they 
cannot  complain,  if  we  go  now'  at  the  instance  of 
freighters,  to  ask  for  them  to  be  put  under  some 
fetters. 

8753.  Y^ou  would  wish  the  Railway  Commis- 
sioners to  have  the  power  to  fix  the  rates  at  a 
lower  figure  than  the  maximum  rates  given  in 
the  company’s  Acts? — If  those  tolls  exceed  the 
sum  that  I have  mentioned  as  a reasonable  sum 
for  the  carriage  of  coal  and  minerals. 

Chairman. 

8754.  Your  answer  is  yes;  you  w'ould  allow 
the  Railway  Commissioners  power  to  reduce  the 
rates  below  the  maximum  ? — I would  in  the 
events  I have  mentioned. 

Sir  Edward  Watkin. 

8755.  In  point  of  fact  you  would  permit  the 
Railway  Commissioners  to  reduce,  if  they  saw  fit, 
the  maximum  rates  for  coal.  In  a case  where  the 
Act  of  Parliament  fixed  the  rate  say  at  a penny, 
you  would  give  them  power  to  reduce  it  to  a half- 
penny?— I would. 

8756.  Without  the  railway  companies,  who  laid 
out  their  capital  upon  the  faith  of  an  Act  of 
Parliament,  again  having  the  opportunity  of 
testing  the  opinion  of  Parliament  upon  the 
question  ? — I would  ; I think  the  Railway  Com- 
mission should  be  so  constituted  as  to  do  equal 
justice  betw'een  them,  or  even  more  justice,  than 
a House  of  Commons  Committee  can  do,  because 
I know  the  difficulties  of  working  the  matter 
before  a Committee. 

8757.  You  stated  that  you  were  a solicitor, 
and  that  you  would  not  go  before  a county  court 
with  a case  of  your  own? — I would  not. 

8758.  Why  not? — 1 would  not  go  into  a 
county  court  against  a railway  company,  because 
I might  lose  my  time,  I might  lose  my  case,  and 
I might  worry  myself  and  cause  myself  a great 
deal  of  inconvenience  for  a very  small  remedy. 

8759.  Y^ou  stated  that  you  would  not  yourself 
go  to  the  county  court ; would  you  advise  a 
client  to  go  into  the  county  court  ?■ — I always 
tell  a client  fairly  the  difficulties  that  I see  in  the 
way. 

8760.  Is  it  because  the  fees  before  the  county 
court  are  not  remunerative  that  you  do  this  ? — 
Certainly  not. 

8761.  Are  the  fees  before  the  county  court 
remunerative  ? — They  are. 

8762.  YYould  you  recommend  that  the  fees 
before  the  Railway  Commissioners  should  be 
regulated  according  to  those  of  the  county  court? 
— No,  I would  not,  because  I think  the  inquiry 
is  of  a different  character. 

8763.  But  you  would  have  the  fees  reduced? 
— Y^es,  I would  have  them  reduced  considerably. 

8764.  But  not  to  the  level  of  the  county  court  ? 
— Not  at  all;  the  court  isofan  entirely  ditiierent 
character. 


8765.  Y"ou 
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8765.  You  stated  that  you  could  not  give  an 
instance  of  a railway  company  which  did  find 
wag^ions  ? — I could  mention  one  to  you  ; evidence 
was  given  before  a Committee  in  a case  two 
years  ago  in  which  I was  concerned. 

8766.  Are  you  aware  that  the  North  Eastern 
Railway  Company,  which  is  the  only  one  which 
does  find  waggons,  finds  them  wholly  and  solely 
for  traffic  upon  their  own  line,  and  that  where 
the  traffic  goes  off  their  line  they  will  not  find 
waggons  ? — I know  that  it  was  said  so,  and  the 
reason  of  it  was  that  their  stock  was  of  a peculiar 
construction,  and  would  not  bear  mixing  up  with 
the  bigger  waggons  of  other  companies. 

8767.  Are  you  aware  that  the  Midland  Com- 
pany have  gone  to  Parliament  for  capital  for  the 
purposes  you  have  described  ? — I am  not  aware 
of  it  ; but  the  Midland  Company  have  set  a very 
good  example  in  every  respect. 

8768.  The  Taff  Vale  Company  seem  to  have 
increased  their  charges  witli  the  increase  of  their 
dividend? — That  was  their  course  of  action; 
the  larger  the  dividend  the  more  bumptious  the 
company. 

Mr.  Lowther. 

8769.  You  stated  that  the  London  and  North 
Western  Company  raised  their  charses  on  meat 
to  Cardiff ; had  they  a legal  riglit  to  make  those 
charges  ? — It  may  not  have  been  an  illegal  charge. 
I do  not  know  that,  but  I say  the  mode  in  which 
the  charge  was  imposed,  having  regard  to  what 
they  were  taking  befoi'e,  was  not  fair  or  right; 
the  only  similar  instance  I know  of  before  was 
that  of  the  Taff  Vale  Railway  Company.  We 
complained  of  the  Taff  Vale  Railway  Company 
from  Merthyr  to  Cai-dilf  not  giving  us  return 
tickets,  and  they  have  given  us  return  tickets  at 
last,  and  they  did  it  upon  this  principle,  that 
they  increased  the  price  of  single  tickets  a good 
deal,  and  gave  us  return  tickets  for  the  previous 
price  of  two  single  jouimeys. 

8770.  The  question  is  whether  the  company 
have  the  right  to  increase  the  price  of  the  car- 
riage of  meat  to  Cardiff.  Now  you  have  stated 
that  it  was  very  difficult  to  recover  from  railway 
companies  in  a case  of  loss? — It  is  very  difficult; 
you  have  the  difficulty  arising  from  the  first  car- 
rier being  liable  in  the  case  of  railway  companies ; 
difficulties  occur  every  day,  and  there  is  a very 
simple  cure  for  them. 

8771.  Now  one  ton  of  flour  could  be  put  into 
how  many  sacks? — I think  eight  sacks,  but  I am 
speaking  without  book. 

8772.  And  how  many  sacks  would  be  employed 
to  contain  a ton  of  cocoa-nut  refuse  ? — I should 
think,  perhaps,  four  times  as  many. 

Lord  Randolph  Churchill. 

8773.  ould  the  cocoa-nut  refuse  come  in 
sacks  at  all  ? — Sometimes ; I have  had  some  in 
sacks. 

IMr.  Lowther. 

8774.  If  the  cocoa-nut  refuse  were  2iacked  in 
sacks,  it  would  take  four  times  as  many  as  the 
same  weight  of  flour  ? — It  would. 

8775.  Now  with  regard  to  tlie  constitution  of 
the  Railway  Commissioners,  I wish  to  ask  you  a 
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question  upon  that  point ; who  do  you  think 
ought  to  be  the  Commissioners;  should  they  be 
taken  from  people  connected  with  and  having  a 
knowledge  of  railway  matters  or  not  ? — I would 
have  a man  upon  the  Commission  who  should  be 
thoroughly  conversant  (all  of  them  should  be  men 
of  standing  and  character)  with  legal  principles  ; 
there  should  be  one  lawyer  of  high  standing,  and 
the  others  should  be  commercial  men  of  intelli- 
gence ; there  would  be  no  objection  to  a person 
representing  the  railway  companies  being  a 
member  of  the  Commission. 

8776.  How  many  of  the  Commissioners  should 
be  commercial  men? — It  would  depend  upon 
what  number  you  formed  the  Commission  of ; I 
am  not  forming  the  Commission  in  my  own  mind. 

8777.  But  you  would  have  an  idea  how  many 
the  Commission  should  consist  of? — I think  the 
Commission  should  consist  of  not  less  than  five 
persons. 

8778.  You  would  have  one  lawyer  and  one 
railway  man? — Yes,  and  the  rest  should  be  com- 
mercial men  of  a high  class  ; I would  mention  a 
man  of  the  sort,  Mr.  Clark,  of  Dowlais,  for 
example.  I think  a Commission  constituted  after 
that  fashion  would  be  a fair  tribunal. 

Mr.  Dillwyn. 

8779.  You  stated  that  the  Great  Western  Rail- 
way Company  in  its  amalgamations  had  allied 
itself  with  most  of  the  lines  in  South  Wales? — 
Yes. 

8780.  And  that  in  point  of  fact  they  liave  most 
of  the  lines  of  communication  ? — They  have. 

8781.  Have  not  the  London  and  North  Western 
Company  a line  to  Swansea  ? — They  have. 

8782.  And  the  shortest  line  from  the  north  ? — 
They  have. 

8783.  The  Midland  Railway  Company  have 
also  a communication  to  Swansea  ? — They  have 
from  the  north. 

8784.  You  stated  that  the  difficulty  about  re- 
covering from  railway  companies  ai’ose  partly 
from  the  difficulty  of  learning  who  was  the  first 
carrier? — Not  from  the  difficulty  of  learning  who 
the  first  carrier  is,  but  from  the  difficulty  of  suing 
the  first  carrier. 

Mr.  Monk. 

8785.  Are  you  aware  that  under  the  Railway 
and  Canal  Traffic  Act  there  is  power  to  appoint 
five  Commissioners ; that  is  to  say,  two  Assistant 
Commissioners  ? — Yes,  I believe  that  is  so  ; but 
only  three  were  appointed. 

8786.  Are  you  also  aware  that  of  the  three 
principal  Commissioners,  one  shall  be  an  expert 
in  the  law,  and  one  shall  be  an  expert  in  railway 
matters  ? — That  is  so,  and  the  Commission  was 
so  constituted  in  the  beggining. 

8787.  Do  you  wish  to  see  any  alteration  in  the 
qualifications  of  the  Commissioners  } — I do  not 
see  any  necessity  at  all  for  any  alteration  in  that 
respect,  but  I would  ^ive  to  the  Commission  the 
liovyer  of  dividing  itself  into  divisions  for  local 
action. 

8788.  Perhaps  you  are  not  aware  that  the 
Commissioners  have  full  power  to  divide  them- 
selves at  present ; that  they  can  send  Assistant 
Commissioners  to  any  jjart  of  the  country? — 
Yes,  but  I would  give  to  the  divisions  all  the 
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Mr.  Monk — continued. 

powers  of  the  Connnission  itself,  under  certain 
limitations. 

8789.  Are  you  aware  that  the  Railway  Com- 
missioners have  visited  different  parts  of  the 
country  ? — Yes,  I am  aware  that  they  have  been 
to  some  places. 

8790.  You  gave  evidence  with  regard  to  some 
extraordinary  conduct  on  the  part  of  the  Taff 
Vale  Railway  Com])any  some  years  ago;  was 
not  their  action  in  obstructing  the.  colliery  owners 
in  forwarding  traffic  a suicidal  one  ? — Yes,  it  was 
for  the  moment,  but  they  were  endeavouring  to 
extort  for  the  future  an  enormous  advantage  ; 
that  is  to  say,  6 d.  a ton  upon  the  whole  of  the 
prodigious  quantity  of  coal  sent  to  Cardiff  upon 
their  system. 

8791.  Is  the  compromise  entered  into  between 
the  colliery  owners  and  the  railway  companies 
still  in  operation  ? — It  is. 

8792.  Has  there  been  any  recurrence  of  the 
absurd  conditions  which  took  place  then? — No, 
there  has  not,  but  we  are  open  to  it  at  any 
moment. 

8793.  As  a matter  of  fact,  is  the  work  well 
performed  by  the  company? — The  Taff  Vale 
Company,  I may  say,  do  their  work  as  well  as 
any  company  in  the  kingdom  at  the  present 
moment. 

Mr.  Paget. 

8794.  You  gave  an  example  of  a case  in  tvhich 
a railway  company  charged  the  traders  three 
times  as  much  as  they  ought  to  have  done,  by 
hiring  out  the  waggons  to  them  by  the  year ; do 
you  contend  that  that  was  an  illegal  transaction  ? 
1 hold  it  to  be  an  illegal  transaction,  and  I hold 
it  to  be  morally  unjust. 

8795.  In  what  way  do  you  hold  it  to  be  illegal  ? 
— Because  it  is  ultra  vires,  it  is  beyond  the  purpose 
for  which  they  were  constituted  as  companies  ; 
the  right  which  they  have  is  the  right  to  charge 
for  the  mileage  user,  but  they  have  no  right  to 
go  into  the  market  as  waggon  builders,  and  to 
build  waggons  and  hire  them  out  to  the  world  by 
the  year. 

8796.  Has  that  question  been  brought  before 
any  court  of  law  ? — No,  there  are  many  of  these 
things  which  railway  companies  in  assumption  of 
right  venture  to  do,  which  have  never  been 
questioned. 

8797.  With  reference  to  your  suggestion  that 
the  railway  companies  should  be  obliged  to  pi’O- 
vide  trucks  in  all  cases,  do  you  think  that  they 
would  be  able  to  meet  a requirement  of  that  sort? 
— Yes,  and  that  the  quantity  of  rolling  stock 
in  use  on  railways  Avould  then  be  very  much  less 
than  the  quantity  now  in  actual  use. 

8798.  'Would  you  require  that  the  railway 
com])anies  should  be  obliged  to  convey  minerals 
in  these  waggons  over  any  lines  beyond  their  OAvn? 
— Yes,  I look  upon  the  railways  of  the  country  as 
the  turnpike  roads  of  the  country,  except  that 
tlie  railways  arc  in  the  hands  of  jirivate  ])eople  ; 
but  it  is  the  railways  which  give  the  sole  means 
of  communication  between  extremity  and  ex- 
tremity at  tlie  present  moment,  and  for  that  reason 
they  should  provide  the  means  of  carrying  from 
extremity  to  extremity. 

8799.  "Would  it  not  involve  a very  excessive 
cxjicnditure  to  provide  the  necessary  amount  of 


Mr.  Paget — continued. 

trucks  ? — It  might  in  some  cases,  but  it  would  be 
a very  pi'ofitable  expenditure,  and  in  tliis  way, 
that  the  empties  could  then  always  be  utilised 
upon  the  return  journey,  whereas  now  all  those 
trucks  are  taken  back  empty  from  London  to  the 
coal  districts.  If  the  system  I suggested  were 
adopted  every  one  of  those  trucks  could  be  used 
upon  the  way.  I do  not  think  that  there  would 
be  any  more  difficulty  in  supplying  mineral 
waggons  than  there  is  in  supplying  carriages  for 
tlie  passenger  traffic ; it  is  only  a question  of 
degree. 

Chairman. 

8800.  You  have  stated,  giving  an  account  of 
the  disputes  that  the  collieries  had  20  years  ago 
with  the  Taft'  Vale  Company,  that  the  Railway 
Commissioners  could  not  give  you  relief  now  ; 
upon  what  points  could  they  not  give  you  relief? 
— Upon  the  question  of  the  payment  of  the 
signalmen  at  the  sidings.  I cannot  see  how  that 
would  come  within  the  authoritv  of  the  Railway 
Commissioners. 

8801.  Have  you  studied  the  decisions  of  the 
Railway  Commissioners  ? — I have  seen  many  of 
them,  but  I have  not.  been  through  all  of  them. 

8802.  I happen  only  to  have  two  or  more  cases 
noted,  down  here,  and  I see  that  the  very  point 
that  you  have  made  is  in  so  many  words  decided  ; 
it  is  the  case  of  Watkinson  against  the  Wrexham, 
Mold,  and  Connah’s  Quay  Railway  Company, 
1887,  and  the  side-note  I have  is,  “Taking 
waggons  from  a siding  where  they  are  conve- 
niently placed  and  tacking  them  on  to  a pick-up 
train,  is  a traffic  facility  for  which  the  company 
is  not  allowed  to  make  an  extra  charge  ” ? — I 
am  not  referring  to  that ; I am  referring  to  the 
charge  for  signalmen  at  sidings,  and  ojiening  the 
siding  points : that  was  a new  imposition  by  them. 

8803.  Are  you  prepared  to  say,  as  a law'yer. 
that  the  Railway  Commissioners  would  not  give 
relief  to  the  traders  in  that  matter,  holding  that 
all  these  things  are  duties  appertaining  to  the 
carrier  ? — I very  much  question  that,  and  I am 
veiy  much  disposed  to  think  that,  strictly  speak- 
ing, the  railway  companies  were  technically  right 
with  respect  to  the  signalmen. 

8804.  Do  you  know  any  case  in  which  the 
question  has  been  tried  with  regard  to  that  point? 
— I do  not. 

8805.  Do  you  mean  that  they  were  legally  or 
morally  right? — Morally  they  were  not  right, 
because  they  had  never  charged  it  before  ; but, 
strictly  speaking,  I think  tliey  miglit  be  legally 
right  in  charging  for  tlie  signalman  at  the  junc- 
tion of  the  sidings. 

8806.  "With  regard  to  this  cocoa-nut  refuse, 
you  give  that  as  an  illustration  of  the  excessive 
charge  ; I see  in  the  Clearing  House  book  that 
that  is  in  the  special  class  ? — I look  at  it  as  a 
manure. 

8807.  Do  not  j’ou  think  that  it  would  be  far 
easier  and  just  as  efficient  with  regard  to  these 
charges  that  you  complain  of  that  there  should  be 
a new  classification,  and  tliat  you  should  put 
those  articles  which  may  be  thought  to  be  charged 
too  high  into  the  projier  class  ? — The  object  of 
my  evidence  upon  that  head  is  to  show  the 
necessity  of  a new  classification. 

8808.  There  are  a number  of  articles  which 
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are  now  not  classified  at  all,  and  the  remedy  for 
that  would  be  to  classify  them  ? — Xo  doubt;  I 
pointed  that  out  as  a remedy. 

8809.  You  have  not  pointed  out  any  cases  of 
illegal  charges,  I think? — Yes,  I pointed  out  the 
case  of  a truck  of  coal  from  Quaker’s-yard  Junc- 
tion which  was  charged  J.v.  a ton,  whereas  the 
proper  charge  was  only  one-third  of  that.  The 
only  remedy  now  is  the  recovery  of  the  money 
back ; I think  there  should  be  some  curative 
means  beyond  that. 

8810.  Are  you  aware  that  there  were  in  some 
of  the  earlier  Acts  penalties  which  have  now  dis- 
appeared ? — They  have  disappeai’ed  out  of  the 
clauses. 

8811.  Do  you  happen  to  know,  as  you  are  a 
legal  gentleman,  about  the  system  of  the  Railway 
Commissioners  of  the  United  States  ? — No. 

8812.  As  regards  the  United  States,  I am  in- 
formed that  in  some  of  the  States  the  Railway 
Commissioners  have  no  power  whatever  except 
the  power  of  making  public  the  grievances  that 
are  brought  before  them,  and  expressing  their 
opinion  upon  them ; from  your  general  know- 
ledge of  this  country,  do  you  think  that  an 
appeal  of  that  sort  to  the  public  0})inlon  would 
be  effective  or  not? — I do  not  think  that  it  would 
be  at  all  suited  to  us. 

8813.  Therefore  you  think  that  whatever  tri- 
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bunal  there  is,  should  have  legal  power  as  well  as 
moral  power  ? — It  should  have  the  power  of 
absolutely  disposing  of  the  subject. 

8814.  You  think  that  if  the  railway  company 
can  afford  to  do  the  work  to  Cardiff  a1  one  price, 
they  can  afford  to  do  it  to  Merthyr  at  the  same  ? 
— Exactly  so,  Merthyr  being  nearer  than  Cardiff. 

8815.  Are  you  pi’epared  to  say  that  the  rail- 
way companies  should  be  compelled  to  make  the 
same  per-centage  of  profit  on  every  portion  of 
their  line  ? — I am  prepared  to  say  that  is  what  I 
hope  for  as  the  result  of  this  and  future  discus- 
sions. 

Sir  Edward  Wathin. 

8816.  (Through  the  Chairman.)  And  should 
that  per-centage  of  profit  be  measured  by  the 
lowest  profit  obtained?  — Certainly  not;  that 
would  be  to  withdraw  discretion  from  the  Rail- 
way Commissioners ; I wdsh  to  have  discretion 
left  to  the  Commissioners  and  to  the  companies 
also. 

Chairman. 

8817.  Does  not  it  commend  itself  to  you  that 
in  advocating  that  principle  you  are  declining  to 
treat  railway  companies  as  private  traders  at  all  ? 
— Yes,  absolutely  so  ; in  my  own  mind  I refuse 
to  treat  them  as  private  traders. 


Mr.  J.  S.  Jeans,  called  in;  and  Examined. 


Mr.  Samvehcn. 

8818.  You  are  the  Secretary  of  the  British 
Iron  'I'rade  Association,  are  you  not?  — I am. 

8819.  You  appear  for  that  association  and  for 
the  North  of  England  Iron  Manufacturers’  Asso- 
ciation ? — I do. 

8820.  And  for  the  Association  of  Fire  Brick 
Manufacturers,  who  supply  the  north  of  England 
with  fire  bricks  for  the  iron  tr.ade  ? — That  is  so. 

8821.  Will  you  state  to  the  Committee  of  whom 
the  British  Iron  Trade  Association  is  composed  ? 
— The  British  Iron  Trade  Association  is  com- 
posed of  the  larger  number  of  the  principal  firms 
of  iron  and  steel  manufacturers  in  this  country, 
and  is  constituted  for  the  purpose  of  protecting 
the  commercial  interests  of  the  iron  and  steel 
trades. 

8822.  Will  you  give  the  Committee  approxi- 
mately the  number  of  hands  employed  by  the 
firms  forming  part  of  the  British  Iron  Trade 
Association  r — Approximately  they  employ  be- 
tween 150,000  to  200,000  workmen. 

8823.  Would  you  describe  what  is  the  object 
of  the  North  of  England  Iron  Manufacturers’ 
Association  ? — The  North  of  England  Iron  Manu- 
facturers’ Association's  an  association  established 
mainly  for  the  purpose  of  regulating  wages  and 
in  other  ways  looking  after  the  commercial 
interests  of  the  finished  iron  trade  in  their  district. 
The  firms  connected  with  the  association  produce 
about  half  a million  tons  of  finished  iron  per 
annum,  and  employ  nearly  30,000  hands. 

8824.  By  the  North  of  England  you  mean  the 
north-east  of  England,  I presume  ? — I mean  the 
north-east  of  England,  especially  the  Cleveland 
district. 

0.54. 


Mr.  Nicholson. 

8825.  Does  the  Iron  Manufacturers  Associa- 
tion include  the  pig-iron  makers? — No,  it  does 
not ; the  pig-iron  makers  in  the  north  of  England 
are  chiefly  connected  with  the  British  Iron  Trade 
Association. 

Mr.  Samuelson. 

8826.  What  is  the  consumption  of  raw  materials 
employed  in  the  manufacture  of  pig-iron  per  ton 
in  this  country  — I have  gone  into  a calculation 
upon  the  subject,  .and  I find  that  in  the  seven 
principal  districts  of  the  United  Kingdom  the 
average  consumption  of  raw  materials  per  ton  of 
pig  is  approximately  36  cwt.  of  fuel,  48*5  cwt.  of 
ore,  and  10  cwt.  of  flux  or  limestone. 

8827.  What  w'as  the  quantity  of  pig-iron  made 
in  the  United  Kingdom  in  1880?^ — The  British 
Iron  Trade  Association  has  ascertained  that  last 
year  7,721,833  tons  of  pig-iron  were  made  in  this 
country. 

8828.  In  producing  that  pig-iron,  how  many 
tons  of  fuel  and  other  raw  material  were  con- 
sumed ? — As  far  as  can  be  ascertained,  13,200,000 
tons  of  fuel,  19,200,000  tons  of  ore,  and  4,200,000 
tons  of  flux. 

8829.  By  flux  you  mean  limestone? — Yes, 
being  a total  of  36,600,000  tons  in  round  figures. 

8830.  Have  you  made  a calculation  of  the 
average  amount  paid  in  this  country  for  the  con- 
veyance of  the  minerals  required  to  produce  a 
ton  of  pig-iron  ? — I have  ; I have  calculated  this 
item  as  nearly  as  it  is  possible  to  do  so,  and  I have 
checked  the  figures  by  those  given  by  Mr.  Bell 
in  his  Report  on  the  Iron  Industry  of  the  United 
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Mr.  iHamuelson — continued. 

States  in  comparison  with  that  of  Great  Britain, 
with  which  my  calculation  very  nearly  agrees. 

8831.  Mr.  Lowthian  Bell  was  the  Commis- 
sioner appointed  by  the  British  Government  to 
represent  this  country  at  the  Philadelphia  Exhi- 
bition, was  he  not? — Yes,  he  was  the  Commis- 
sioner appointed  by  the  British  Government  for 
that  purpose.  The  avei’age  comes  out  approxi- 
mately, thus,  for  railway  carriage,  for  fuel,  5 s. 
per  ton  of  pig  iron  ; for  ore,  4 5.  1 \^d.  per  ton  of 
pig  iron,  and  for  flux  or  limestone,  11  s.  4 cZ.  per 
ton  of  pig  iron. 

Mr.  l^olton. 

8832.  Are  those  fifrures  the  average  of  the 
whole  country  ? — It  is  the  average  of  the  seven 
principal  districts  which  approximately  represent 
the  whole  country. 

hlr.  Paget. 

8833.  Irrespective  of  mileage  ? — Yes,  the  total, 
in  espective  of  mileage. 

Mr.  Samuelsoji. 

8834.  What  do  you  make  the  total  amount 
paid  by  the  manufacturers  of  pig  iron,  for  car- 
riage to  the  railway  companies? — If  weajjply  the 
avei’ages  I have  just  given  to  the  quantity  con- 
sumed, it  would  appear  that  the  total  amount 
paid  to  the  railway  companies  for  the  conveyance 
of  raw  materials  used  for  the  production  of  pig 
iron,  comes  out  as  1,8 16,7 12  Z.  for  fuel ; 2,204,137  Z. 
for  ore,  and  385,202  Z.  for  flux. 

Mr.  Bolton. 

8835.  Do  you  make  the  total  of  that, 
4,406,051  Z.  ?— Yes,  4,406,051  Z. 

Mr.  Samuelson. 

88.16.  What  per-centage  does  the  cost  of  railway 
carriage,  as  calculated  by  you,  bear  to  the  entire 
value  of  the  pig  iron  manufactured  ? — If  we  take 
the  average  realised  value  of  pig  iron  for  1880, 
based  on  the  ju’ices  of  Cleveland  Scotch  and 
hematite,  these  together  forming  nearly  75  per 
cent,  of  the  whole,  the  proportion  paid  to  the 
railway  companies  comes  out  as  16  to  19  per  cent, 
of  the  total  value,  and  I may  add  that  the  total 
amount  realised  for  mineral  traffic  in  1879  was 
13,655,000  Z.,  so  that  the  total  sum  realised  from 
the  raw  materials  used  in  the  manufacture  of  jiig 
iron  represents  over  32  per  cent,  of  the  whole 
receipts  from  minerals  in  this  countiy. 

8837.  In  addition  to  the  minerals  consumed 
by  the  blast  furnaces,  there  is  also  a large  con- 
sum])tion  of  fuel  in  the  malleable  ironworks,  is 
there  not  ? — That  is  so. 

8838.  Can  you  give  the  Committee  an  esti- 
mate of  the  number  of  tons  ? — The  Coal  Commis- 
sion of  1873  estimated  the  quantity  of  coal  con- 
sumed in  the  conversion  of  pig-iron  during  the 
preceding  year,,  that  is  1872,  at  18,000,000  tons, 
but  since  then,  owing  to  the  increased  make  of 
steel,  and  other  causes,  the  consumption  of  coal 
has  been  reduced,  probably,  by  6,000,000  tons, 
so  that  the  quantity  of  fuel  now  used  by  manu- 
facturers may  be  estimated  at  about  12,000,000 
tons. 

8839.  You  attribute  that  reduction  principally 
to  the  substitution  of  steel  for  iron  in  the  manu- 


Mr.  Samuelson — continued, 
facture  of  rails,  and  a very  mucli  less  consump- 
tion o^  coals  in  the  manufacture  of  that  steel,  as 
compared  with  iron  ? — 'fhat  is  so  ; and  I may  say 
that  Dr.  Siemens  has  calculated  that  the  total 
quantity  of  fuel  required  to  produce  a ton  of  iron 
rails  is  about  100  cwts  , that  is  commencing  with 
the  pig ; whereas  to  produce  a ton  of  steel  rails 
the  quantity  of  fuel  required  does  not  exceed 
55  cwts. ; and  inasmuch  as  the  quantity  of  steel 
rails  now  made  in  the  United  Kingdom  is  some- 
thing like  800,000  tons,  the  difference  between 
the  calculation  made  by  the  Commission  of  1873 
and  the  figure  which  I have  now  given,  is  ac- 
counted for. 

8840.  You  have  given  the  Committee  the 
average  rates  of  carriage  upon  the  fuel  consumed 
in  the  blast  furnaces  ; is  the  average  rate  of 
carriage  on  the  fuel  consumed  by  the  forges  and 
Bessemer  works  as  high  as  that  on  the  fuel  con- 
sumed in  the  blast  furnaces  ? — It  is  not  so  ; the 
mills  and  forges  used  for  the  manufacture  of 
finished  iron  are,  in  many  cases,  situated  upon  a 
coal  field,  expressly  for  the  purpose  of  saving  the 
carriage  of  the  coal  which  the  Coal  Commis- 
sioners of  1873,  I think,  calculated  at  three  tons 
six  cwt.  per  ton  of  finished  iron. 

8841.  Then  making  allowance  for  this  dif- 
ference, at  how  much  per  ton  of  coal  do  you 
estimate  the  average  carriage  of  coal  to  the  iron- 
works, as  distinguished  from  the  blast  furnaces? 
— Apjiroximately  at  about  2 s.  per  ton. 

8842.  How  much  does  that  give  you  as  the 
amount  paid  to  the  railway  comjianies  for  the  car- 
riage ci  coal  in  the  finished  iron  manufacture  ? — 
It  makes  a further  item  of  1,200,000  Z. 

Mr.  Paget. 

8843.  How  much  does  that  make  altogether  ? 
— Altogether  about  5,600,000  Z. 

Mr.  Samuehoii. 

8844.  Have  you  compared  the  average  rates 
for  the  conveyance  of  the  raw  materials  used  in 
this  country  and  abroad  in  the  manufacture  of 
iron  ? — The  British  Iron  Trade  Association  has 
collected  a gi’eat  deal  of  data  upon  this  subject, 
partly  from  the  leading  authoi'ities  in  foreign 
countries  and  jiartly  through  our  own  Foreign 
Office,  Earl  Granville  having  given  instructions 
to  Her  Majesty’s  Ambassadors  at  Washington, 
Berlin,  Paris,  and  Brussels,  to  get  this  informa- 
tion for  us,  and  we  find  as  nearly  as  can  be 
stated,  taking  the  mean  of  Germany,  France, 
Belgium,  Luxemburg,  and  the  United  States, 
that  the  average  cost  of  carriage  for  coal  and  coke 
is  0'77  d.  per  ton  per  mile ; lor  iron  ore  the  aver- 
age charge  is  0’55  d.  per  ton  per  mile  ; for  pig- 
iron  the  average  charge  is  ()'75  d.,  and  for  manu- 
factured iron  and  steel  0*78  d. 

8845.  In  some  of  those  countries  I believe  that 
there  have  been  considerable  contributions  on  the 
part  of  the  State  to  the  cost  of  the  construction 
of  the  railways? — That  1 believe  is  so. 

8846.  But  that  has  not  been  the  case,  I believe, 
in  Germany  or  in  the  United  States?— I believe 
not  so  much  so. 

8847.  Except  as  regards ’land  in  tlic  United 
States,  which  bears  a very  small  proportion  to  the 
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Mr.  Samuelson — continued. 

entire  cost  as  compared  to  what  it  does  in  this 
country  ? — So  I understand. 

8848.  With  the  exception  of  the  land  grants, 
no  contribution  has  been  made  to  the  construc- 
tion of  railways  in  the  United  States  ? — That  is 
so  ; I excepted  the  land  grants. 

8849.  And  in  the  United  States  the  cost  of 
materials  for  the  construction  of  their  railways  is 
higher  than  it  is  in  this  fcountry  ? — The  cost  of 
rails,  certainly,  and  the  cost  of  locomotives  also 
to  some  extent,  but  the  cost  per  mile  is  less. 

8850.  As  regai’ds  Germany,  the  principal 
mineral  lines,  the  lines  in  Westphalia,  upon  which 
I believe  you  found  your  averages,  have  received 
no  contribution  from  the  State  ? — That,  I believe, 
is  so. 

8851.  Can  you  state  what  are  the  averages  in 
Germany  for  coal  and  coke  in  the  first  instance  ? 
— In  Germany  the  average  rates,  as  far  as  I have 
been  able  to  ascertain  them,  are  for  coal  and  coke 
together  0‘96  d.  per  ton  per  mile  ; for  iron  ore  the 
average  rate  is  0'51  d.  per  ton  per  mile  ; for  pig- 
iron  it  is  0'66  d.  per  ton  per  mile,  and  for  finished 
iron,  0'72  d.  per  ton  per  mile. 

Sir  Edward  Wathin. 

8852.  For  what  kind  of  finished  iron  is  that 
last  figure? — For  iron  commonly  described  in 
this  country  as  undamageable  ; rails  and  plates. 

8853.  And  what  is  the  rate  for  damageable 
iron?  — We  have  no  quotation  for  damageable 
iron 

Mr.  Samuelson. 

8854.  It  is  a quotation  which  you  have  re- 
ceived for  finished  iron  without  its  being  specified 
whether  it  is  damageable  or  undamageable  ? — It 
is  not  so  specified,  and  this  embraces,  I should  say, 
at  least  nine-tenths  of  the  iron  produced  in  Ger- 
many. May  I here  explain  that  in  Germany  the 
figure  of  0-96  d.  for  coal  and  coke  seems  to  be 
rather  high  in  consequence  of  the  fact  that  in  the 
main  short  distances  are  taken  ; that  is  to  say, 
distances  not  exceeding  from  30  to  40  miles.  If 
we  were  to  take  the  average  over  a large  number  of 
long  distances,  the  rate  would  be  very  much  lower. 

8855.  That  is  in  consequence  of  the  works 
being  situated  in  the  centre  of  the  coalfield  ? — 
That  is  so. 

8856.  Now,  will  you  give  the  Committee  the 
average  charges  for  the  conveyance  of  the  raw 
materials  in  the  United  States? — In  the  United 
States  the  average  rates  for  coal  and  coke  are 
0’55  per  ton  per  mile ; for  iron  ore  they  are 
0’51(/.  per  ton  per  mile;  for  pig-iron  they  are 
0'7  d.  ; and  for  other  iron,  the  same  viz.,  0’7  d. 

8857.  Can  you  give  the  corresponding  rates  in 
the  United  Kingdom? — I have  a large  number 
of  averages  here  for  the  different  principal  dis- 
tricts. I do  not  know  whether  the  Committee 
wish  that  I should  give  the  figures  in  detail,  but 
I can  put  the  table  in. 

8858.  What  I want  to  know  is  this ; what  is 
the  average  rate  for  iron  ore,  as  nearly  as  you 
can  compute  it  for  the  United  Kingdom? — I 
have  taken  the  averages  for  the  whole  of  the 
principal  districts,  and  I find  they  stand  as  fol- 
lows : iron  ore,  IT 9 d.  per  ton  per  mile. 

0.54. 


Sir  Edward  Watkin. 

8859.  Does  that  include  Ironstone  as  well  as 
the  hematite  ? — It  does. 

Mr.  Samuelson. 

8860.  It  includes  the  commonest  as  well  as 
the  most  expensive  ore  ? — It  includes  Cumber- 
land ore  as  well  as  Cleveland.  Now  for  pig-iron 
the  average  is  1'2  J. ; for  other  iron,  1*63^7.  per 
ton  per  mile,  and  for  steel  rails  the  average  i-ate 
is  1'55  d. 

Mr.  Paget. 

8861.  Could  you  give  me  the  same  thing  for 
the  conveyance  of  coal  and  coke  ? — I have  not 
the  average  of  coni  and  coke,  because  I under- 
stood that  the  mining  association  were  likely  to 
give  evidence  here,  and  I thought  that  more  pro- 
perly pertained  to  their  part  of  the  case. 

Sir  Edward  Wathin. 

8862.  It  would  save  time  if  the  Committee  had 
the  approximate  distances  in  the  two  cases. 
Assuming  that  the  rate  in  England  is  lT9c?., 
and  in  the  United  States  0'7  per  ton  per  mile 
for  the  conveyance  of  iron,  it  wmuld  be  desirable 
to  know  what  the  average  lead  is  in  each  case  ? — 
I have  not  gone  very  thoroughly  into  that  sub- 
ject. I may  say  with  regard  to  foreign  countries 
I find  that  in  France,  pig-iron  is  carried  distances 
varying  from  84  miles  to  221  miles;  finished  iron 
is  carried  distances  varying  from  37  miles  to 
395  ; coal  and  coke  is  carried  distances  varying 
from  18  to  244  miles,  and  iron  ore  from  1U8  to 
262  miles.  Coming  to  Belgium,  I find  that  iron 
ore  is  carried  shorter  distances  ; an  average  dis- 
tance of  from  45  to  95  kilometres ; for  coal  and 
coke  the  average  is  from  30  to  140  kilometres, 
and  upon  iron  and  steel  the  distances  vary  from 
101  to  120  kilometres.  In  Germany  I find  that 
iron  ores  are  carried  for  distances  varying  from 
4|  miles  to  143  miles ; coal  and  coke  from  seven 
miles  to  120  miles;  flux  from  18§  to  46  miles; 
pig-iron  from  eight  miles  to  569  ; and  finished  iron 
is  carried  for  distances  varying  from  20  miles  to 
602  ; that  602  miles,  however,  is  much  higher 
than  the  average  distance.  In  the  United  States 
I find  that  the  averages  I have  given  apply  to 
distances  varying  from  66  to  385  miles  for  iron 
ore ; for  coke  from  208  to  345  miles,  and  for  iron 
from  360  to  452  miles. 

Mr.  Paget. 

8863.  How  do  those  distances  compare  with 
the  English  mileage  ? — In  this  country  the  aver- 
ages that  I have  given  will  not  in  any  case 
exceed  300  miles,  that  is  to  say,  the  distances 
carried,  but  in  some  cases  they  ajiproxlmate  very 
nearly  to  300  miles. 

Sir  Edward.  Wathin. 

8864.  But  roughly,  I suppose,  we  might  say, 
that  the  lead  was  about  half  as  much  in  the 
United  Kingdom  as  in  those  other  countries? — I 
could  not  say  that  exactly. 
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Mr.  Samuetson. 

8865.  That  would  apply  to  the  United  States, 
but  not  to  France  or  Belgium  ? — No,  it  would 
not  apply  to  France  or  Belgium.  As  we  are 
upon  that  point,  I might  say  that  in  some  cases 
both  ores  and  coal  or  coke  are  carried  much 
greater  distances  in  the  United  States.  Lake 
Superior  ore  is  carried  to  Pittsburgh,  a distance 
of  790  miles,  for  20;?. 

Sir  Edward  Watkin. 

8866.  That  is  carried  by  water  the  greater 
part  of  the  way,  is  it  not  ? — It  is  carried  chiefly 
by  rail,  I believe, 

8867.  Not  from  Lake  Superior? — The  rail- 
way charges  come  into  the  calculation  ; that 
is  an  average  of  0'3  d.  ])er  ton  per  mile.  Then 
pig  iron  is  taken  from  Chattanooga  to  St.  Louis, 
1,000  miles,  for  19  s.,  or  a farthing  a ton  per 
mile. 

Mr.  Samuelson. 

8868.  If  you  were  to  introduce  larger  dis- 
tances you  would  proportionately  reduce  this 
average  per  ton  per  mile? — No  doubt,  because  in 
some  cases,  as  upon  the  Mississippi  and  the  Ohio, 
we  find  coal  carried  a distance  of  1,600  miles  for 
1 s.  a ton,  being  put  on  board  a flotilla  of 
lighters,  hauled  down  by  a steam-tug. 

8869.  Will  you  compare  the  average  rates 
which  you  have  quoted  for  the  United  Kingdom 
with  those  which  you  have  given  the  Committee 
for  foreign  countries? — The  rates  which  I have 
given  for  the  United  Kingdom  are  higher  than 
the  rates  of  the  four  chief  iron-producing  coun- 
tries after  Great  Britain  by  116  per  cent,  for 
iron  ore,  60  per  cent,  for  pig  iron,  109  per  cent, 
for  other  iron,  and  98  per  cent,  for  steel  rails  ; 
the  average  of  the  whole  being  about  94  per  cent, 
against  the  United  Kingdom. 

o o 

Mr.  Gregory. 

8870.  Could  you  give  the  Committee  the 
longest  lead  in  the  United  Kingdom? — I eould 
not  say  offhand,  but  I should  not  think  that  it  is 
likely  to  exceed  300  miles. 

Mr.  Bolton. 

8871.  Might  I ask  if  any  of  these  carriages 
which  you  quoted  as  foreign,  and  as  United 
States,  are  water  carriage,  or  are  they  purely  rail- 
way carriage  ? — In  the  ease  of  Belgium,  France, 
and  Germany,  they  are  railway  earriage  only. 

8872.  Exclusively? — Yes,  exclusively;  I am 
sure  of  that. 

8873.  And  in  the  United  States  ? — In  the 
United  States,  I believe  that  the  rates  are  chiefly 
applied  to  railway  earriage,  but  I would  not  like 
to  say  that  they  are  exclusively  so. 

Mr.  Samuelson. 

8874.  You  applied  for  those  rates,  I believe, 
as  for  railway  rates  ? — That  is  so. 

8875.  And  you  have  no  reason  to  believe  that 
any  of  the  rates  which  have  been  quoted  to  you 
in  answer  to  your  questions,  have  relation  to 
water  carriage  ? — On  the  contrary,  I believe 
they  apjily  entirely  to  railway  earriage,  but  I 
am  not  pre])ared  to  affirm  absolutely  that  that 
is  so. 


Mr.  Samuelson — eontinued. 

8876.  If  that  be  so,  it  is  by  error  in  those  who 
furnished  them  to  you  ?-^ Yes. 

8877.  I am  not  sure  whether  you  stated  to  the 
Committee  the  average  cost  in  shillings  per  ton 
for  the  conveyance  of  raw  materials  in  this 
country  for  producing  a ton  of  pig  iron  ? — That 

I have  calculated.  The  average  cost  per  ton  of 
pi"  iron  for  the  conveyance  of  raw  materials  in 
this  country  is  10  5.  10-9  d.. 

8878.  And  how  much  would  it  be  at  the  con- 
tinental rates  ? — If  Ave  had  the  same  range  of 
rates  in  this  country  as  are  paid  in  the  five 
countries  that  I have  referred  to  abroad,  the 
average  would  be  5 s.  2 d.  per  ton  of  pig-iron  in- 
stead of  10  s.  10‘9  d. 

8879.  Then  in  point  of  fact  the  excess  of  rates 
in  England  over  continental  countries  Aveighs 
very  considerably  in  the  competition  from  which 
Ave  are  suffering? — That  is  no  doubt  so;  it  re- 
presents a difference  of  5 s.  8 d.  per  ton  of  pig 
against  this  country, 

8880.  Are  the  rates  in  the  different  iron  dis- 
triets  of  this  country  the  same,  or  do  they  vary 
very  much  as  between  one  district  and  another  ? 
— They  vary  very  considerably.  If  I take  the 
case  of  pig  iron,  the  average  of  Cleveland  is  1T9  d, 
per  ton  per  mile  ; in  North  Staffordshire  it  is 
1T7  f/. ; in  West  Cumberland  the  average  charge 
IS  0-96  d.  jAer  ton  per  mile  ; in  Lancashire  it  is 
1T8  d.  ; in  Northamptonshire  the  average  is  1 d., 
while  in  South  Wales  the  average  is  1‘22  d.  per  ton 
per  mile.  These  figures  may  furnish  a sufficient 
indication  of  the  general  character  of  the  varia- 
tion. 

8881.  Those  figures  shoAV  a variation  of  from 
10  to  20  per  cent.  ? — Yes,  in  the  case  of  the  dis- 
tricts quoted. 

8882.  Is  that  accounted  for  by  the  variation 
in  the  distances  ? — In  some  cases  yes,  but  in  other 
cases  the  distance  carried  bears  no  proportion  to 
the  difference  in  the  charge. 

8883.  Can  you  give  the  Commitiee  any 
examples  in  suj)port  of  that  statement  ? — I may 
give  a fcAV  examples  ; take  the  case  of  rates  from 
Bound  Oak  to  London.  At  Round  Oak  I may'- 
mention  that  there  are  Avorks  belonging  to  the 
Earl  of  Dudley  in  South  Staffordshire ; I find 
that  the  rate  on  jiig  iron  is  10  s.  10  c?.  a ton,  and 
the  rate  on  finished  iron  is  15  s.,  the  dift’erence 
betAveen  the  tAvo  being  4.?.  2 j,  or  38'4  per 
cent.  ; from  Round  Oak  to  Liverpool  the  charge 
for  pig  iron  is  10  s.,  and  on  finished  iron  it  is  only 

II  s.,  being  a difference  of  only  10  per  cent,  in 
this  case.  From  Blaenavon  to  Llandaff,  a dis- 
tance of  33  miles,  the  rate  on  pig  iron  is  1‘45  d. 
per  ton  per  mile,  and  on  finished  ii’on  2T2  d.,  the 
difference  being  46  per  cent.  From  BlaenaAmn 
to  Neath,  which  is  43  miles,  the  rate  on  pig  iron 
is  1T8  d.  per  ton  per  mile,  and  on  finished  iron 
l'35r/.  per  ton  jicr  mile,  making  a difference  of 
only  14  per  cent.  In  North  Staffordshii’e,  from 
Black  Bull  to  Mai'sden,  a distance  of  43  miles,  the 
rate  for  pig  iron  is  l'62d.  per  ton  per  mile,  and  on 
finished  iron  2'3  d.  per  ton  per  mile,  the  difference 
in  that  case  being  43  per  cent.  From  Black  Bull 
to  Wolverhampton,  a distance  of  39  miles,  an 
approximately  similar  distance,  the  rate  on  pig 
iron  is  l‘54r/.,  and  on  finished  iron  l'79f/.,  the 
difference  in  this  case  being  only  16  per  cent.  In 
West  Cumberland  I find  that  from  Workington 
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Mr.  Samnelson — continued. 

to  Cai'lisle,  a distance  of  33  miles,  the  rate  for  pig 
iron  is  r51  d.  per  ton  per  mile,  and  upon  finished 
iron  1*81  d.,  the  difference  in  that  case  being  20 
per  cent.  From  Workington  to  Darlington,  a 
distance  of  103  miles,  the  rate  on  pig  iron  is 
0’97  d.  per  ton  per  mile,  and  on  finished  iron 
1’36  J.,  the  difference  being  40  per  cent,  or  just 
exactly  double.  Taking  the  case  of  Cleveland, 
I find  that  from  Middlesborough  to  Bishop  Auck- 
land, a distance  of  23  miles,  the  rate  on  pig  iron 
is  1*47  d.  per  ton  per  mile,  and  on  finished  iron 
2T7  d.  per  ton  per  mile,  the  difference  in  that 
case  being  48  per  cent. ; but  from  Middlesborough 
to  Tyne  Dock,  a distance  of  41  miles,  the.  rate  on 
pig  iron  is  "97  d.  per  ton  per  mile,  and  on  finished 
iron  T09  d.,  being  a difference  of  only  12  per 
cent. 

8884.  I suppose  those  would  be  fair  specimens 
of  the  anomalies  in  the  rates?— Those  would 
be  fair  specimens,  but  there  are  one  or  two 
others  that  I may  be  permitted  to  give  as 
illustrating  another  phase  of  these  anomalies. 
From  Middlesborough  to  IIull,  93^  miles,  the 
rate  is  6.?.  Sd.  or  *85 J.  per  ton  per  mile;  but 
from  Middlesborough  to  Carlisle,  only  2d  miles 
more,  the  rate  is  10s.,  or  \’25d.  per  ton  per  mile, 
the  difference  being  47  per  cent.  From  Black 
Bull  to  Manchester,  a distance  of  30  miles,  un- 
damageable  iron  is  carried  for  5 s.  5 d.  or  2TG  d. 
per  ton  per  mile,  tvhile  it  is  carried  from  the  same 
statkn  to  Church  Bridge,  a distance  of  37  miles, 
for  5 s.  6 d.,  or  1-78  d.  per  ton  per  mile,  the  dif- 
ference being  21  per  cent.  From  Middles- 
borough to  Liverpool,  139  miles,  the  rate  is  1 d. 
per  ton  per  mile,  and  to  Manchester,  which  is  30 
miles  nearer,  the  rate  is  13  s.  4 d.,  or  1'46  d.  per 
ton  per  mile,  the  difference  being  46  per  cent. 
From  Blaenavon  to  Govilon,  a distance  of  10^ 
miles,  the  rate  is  5 s.,  or  5'71  d.  per  ton  per  mile; 
but  to  Cwm  Bran,  a distance  of  12  miles,  it  is 
1 s.  o\  d.,  or  1'42  d.  per  ton  per  mile,  being  a dif- 
ference of  302  per  cent.  Again,  finished  iron  is 
carried  from  Blaenavon  to  Cwm  Bran,  a distance 
of  12  miles,  for  1‘42  d.  per  ton  per  mile  ; but  to 
Dowlais,  13d  mileS)  the  rate  is  2*22  d.,  or  56  per 
cept.  more.  Again,  coal  is  carried  from  Blae- 
navon to  Dunstable,  a distance  of  217  miles,  for 
8.5.  5 d.,  ov  ’46  per  mile;  but  to  Hull,  240 
miles,  the  rate  is  11  5.  4 d.,  or  AG  d.,  being  21  per 
cent.  more. 

8885.  Is  there  any  principle  which  you  have 
been  able  to  discover  which  accounts  for  those 
anomalies? — I think  they  seem  to  exist  without 
any  guiding  principle  at  all,  as  far  as  I can  make 
out. 

8886.  Is  it  the  case  that  the  iron  manufacturers 
of  the  North  of  England,  whom  you  say  you  re- 
present, complain  that  the  charge  upon  undam- 
ageable  merchant  iron  and  rails,  should  be  so  very 
much  higher  than  upon  pig  iron  ? — That  is  so  ; 

I may  give  one  of  the  most  notable  examples  of 
such  differences  that  has  just  come  under  my 
notice.  I find  that  the  rate  for  pig  iron  from 
Middlesborough  to  Manchester  is  ()‘9l  d.  per  ton 
per  mile,  while  for  finished  iron  it  is  60  per  cent, 
more. 

Mr.  Bolton. 

8887.  Is  that  damageable  ii’on? — No,  it  is  un- 
damageable  iron.  I may  add  that  the  average 
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I have  already  given,  shows  that  in  the  districts 
just  quoted,  the  difference  between  the  charges 
on  pig  and  finished  iron,  is  equal  to  36  per  cent., 
but  in  many  cases  it  is  much  more.  On  the 
Continent  and  America,  on  the  other  hand,  the 
difference  against  finished  iron  is  not  more  than 
4 per  cent.  ; that  is  4 per  cent,  as  against  36  per 
cent,  in  this  country. 

Mr.  Sajnnelson. 

8888.  Is  there  any  greater  cost  to  the  railway 
company  in  conveying  undamageable  finished 
iron  than  in  conveying  pig  iron  ? — A good  many 
members  of  the  trade  think  that  there  is  not  only 
not  any  greater  cost,  but  tliat  pig  iron  causes 
more  destruction  to  the  waggons  than  finished 
iron. 

8889.  And,  hy  those  differences  of  charge,  the 
railway  companies  have  it  in  their  power,  have 
they  not,  very  much  to  favour  one  disfrict  as 
against  another  ? — That  is  so. 

8890.  Does  the  same  apply  to  heavy  castings  ? 
— In  the  case  of  heavy  castings,  I believe  the 
same  thing  applies,  but  in  a rather  more  modified 
form. 

8891.  Then,  to  sum  uji  your  evidence,  you  say 
that  the  railway  companies  in  different  districts 
charge  different  rates  for  the  same  distances,  and 
that  the  difference  of  their  charges  between  jng 
iron  and  undamageable  manufactured  iron  also 
varies  very  considerably  and  anomalously? — That 
is  so. 

8892.  Have  you  ascertained  whether  the  rates 
you  quote  are  in  any  casein  excess  of  those  sanc- 
tioned by  law?— I have  endeavoured  to  go  into 
that  matter  to  some  little  extent,  but  I find  that 
the  investigation  is  so  complicated  by  reason  of 
the  many  different  Acts  which  the  leading  rail- 
■way  companies  have  applying  to  different  sections 
of  the  same  system,  that  it  is  exceedingly  difficult 
for  an  outsider  to  pursue  the  inquiry  with  any- 
thing like  success. 

8893.  Have  you  anything  to  say  about  the 
charges  made  for  the  use  of  waggons? — Only 
this  : that  I believe  on  the  Continent  the  custom 
is  for  the  railway  companies  in  all  cases  to  find 
the  Avaggons.  In  this  country  the  custom  is  for 
the  railway  companies,  where  Avaggons  are  fur- 
nished by  them,  to  add  a certain  variable  item 
for  the  user  of  such  Avaggons,  in  addition  to  the 
mileage  rate. 

8894.  I think  Ave  may  take  it,  at  any  rate,  that 
in  France,  Germany,  and  Belgium,  the  quota- 
tions which  you  have  given  the  Committee 
include  the  use  of  Avaggons? — They  do. 

8895.  Do  the  quotations,  Avhich  you  have  given 
us  Avith  regard  to  the  rates  in  this  country,  in- 
clude the  use  of  Avaggons  ? — Partly  yes,  and 
partly  no ; I have  taken  an  average  of  rates  in 
Avhich  oAvner’s  Avaggons  are  partly  used,  and  com- 
panies’ waggons  partly  used.  In  the  case  of 
South  Wales,  I believe  the  average  Avill  apply  to 
one  half  of  each . 

8896.  So  that  if  you  add  the  charge  for 
Avaggons  in  some  districts,  the  average  Avould 
be  still  further  increased? — Yes,  that  Avould  be 
so. 

8897.  And  the  disadvantage  to  the  manufac- 
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Mr.  Samuelson — continued. 

turer  in  this  country,  as  against  the  foreigner, 
would  be  increased  ? — Proportionately. 

8898.  Do  you  think  that  the  railway  com- 
panies in  this  country  could  afford  to  carry 
minerals  at  much  lower  rates  than  they  do? — 
I think  there  is  little  doubt  that  such  is  the 
fact. 

8899.  What  makes  you  think  so?  — The 
average  mileage  rate  charged  by  the  principal 
companies  for  the  great  bulk  of  the  London  coal 
traffic  is  per  ton  per  mile,  and  a well-known 
authority  on  railway  matters  has  estimated  that 
even  with  this  rate  the  cost  of  carrying  a ton  of 
coal  only  amount  to  47^  percent,  of  the  gross  re- 
ceipts which  the  Great  Northern  Company 
derive  from  this  branch  of  their  traffic. 

8900.  When  you  speak  of  a great  authority, 
who  is  your  authority  ? — The  authority  for  that 
fact,  I believe,  is  Mr.  R.  Pryce  Williams,  who 
stated  the  fact  at  a meeting  of  an  engineering 
society  held  in  London,  where  a great  many 
railway  men  w^ere  present,  and  I believe  the 
statement  was  not  controverted. 

, Sir  Daniel  Gooch. 

8901.  Is  Mr.  Williams  connected  with  rail- 
ways?— Yes,  I believe  he  has  done  a great 
deal  for  the  Great  Northern  Company  ; partly 
in  engineering  matters  and  partly  in  actuarial 
questions. 

Mr.  Samuelson. 

8902.  Can  you  give  any  figures  showing  the 
iin])ortance  of  the  mineral  traffic  of  the  country  ? 
— I have  taken  out  a few  figures.  In  1869  the 
receipts  from  mineral  traffic  in  this  country  were 
8,388,000  /.,  in  1879  they  were  13,655,000  /.,  the 
increase  being  63  ])er  cent.,  as  against  44  per 
cent,  increase  in  general  merchandise,  and  29 
per  cent,  in  passengers  within  the  same  period. 
Between  1854  and  1880  the  output  of  coal  in- 
creased from  64,000,000  to  145,000,000,  being 
an  increase  of  126  per  cent.,  and  the  make  of 
pig-iron  from  3,500,000  to  7,721,000,  or  an  in- 
crease of  120  per  cent. 

8903.  Then  your  general  statement  is  that  the 
percentage  of  increase  of  the  mineral  traffic  has 
been  largely  in  excess  of  that  either  on  goods 
or  on  passengers? — Very  largely  ; in  the  case  of 
passengers  it  is  just  double. 

Mr.  Bolton. 

8904.  The  mineral  traffic  has  increased  double 
as  much  as  the  passenger? — As  much  again  as 
the  ])assenger  traffic,  between  1869  and  last 
year. 

Mr.  Samuelson. 

8905.  Is  the  mineral  traffic  included  in  the 
goods  traffic? — No,  not  in  the  goods  traffic  ; the 
goods  traffic  is  separately  distinguished. 

8906.  Have  you  any  suggestions  to  make  to 
the  'Committee  wdth  reference  to  controlling  the 
charges  of  the  railway  companies  ? — I think 
there  should  be  j)OW'er  vested  in  some  public 
authority  to  see  that  justice  was  done  not  only  as 
between  the  railway  companies  and  the  traders, 
but  as  between  one  district  and  another. 

8907.  Have  the  board  of  management  of  the 


Mr.  Samuelson — continued. 

British  Iron  Trade  Association  considered  the 
question  in  whom  that  authority  should  he  vested? 
— The  board  of  management  have  not  considered 
the  question,  but  they  have  taken  steps  to  me- 
moralise  in  favour  of  the  continuance  of  the 
Railway  Commissioners. 

8908.  Have  they  expressed  any  opinion  with 
referenee  to  whether  the  powers  of  the  Railway 
Commissioners  should  be  limited  or  increased? — 
They  have  expressed  a strong  ojiinion  that  their 
powers  should  not  only  be  continued,  but  that 
such  additional  powers  as  might  be  deemed  ex- 
pedient or  necessary  in  the  interest  of  traders  and 
the  public  should  be  conferred  upon  them. 

8909.  The  board  have  not  come  to  any  resolu- 
tion as  to  what  those  additional  powers  should 
be  ? — They  have  not. 

8910.  Have  the  British  Iron  Trade  As-ociation 
considered  at  all  whether  it  would  be  desirable 
for  that  body  to  be  able  to  appear  before  the 
Railway  Commissioners  ?-  -They  have  not  con- 
sidered the  matter. 

8911.  Have  you  considered  it  yourself? — I 
have  bestowed  some  little  consideration  upon  it. 
I think  it  would  be  a very  desirable  thing  that 
such  bodies  as  the  British  Iron  Trade  Association 
should  have  such  authority  vested  in  them. 

8912.  Would  it  not  be  sufficient  to  leave  the 
power  in  the  hands  of  the  local  iron  trade  associa- 
tions ? — I think  not ; the  railway  companies 
would  manifestly  have  power  to  inflict  annoyance 
upon  local  bodies  such  as  they  could  not  inflict 
upon  a central  organisation  similar  to  ours,  and 
for  that  reason  I think  the  central  organisations 
should  have  such  authority  vested  in  them. 

8913.  Have  you  found,  as  a matter  of  fact,  that 
local  bodies  or  firms  have  hesitated  to  give  in- 
formation in  regard  to  complaints  which  they  have 
to  make  against  railway  companies,  lest  they 
should  be  subjected  to  annoyance  afterwards  ? — 
I have  found  in  the  case  of  firms  that  they  have 
hesitated  and  refused,  for  that  reason ; I cannot 
say  the  same  with  respect  to  local  bodies  or 
corporations. 

8914.  But  you  do  say  definitely  that  firms  have 
told  you  that  they  were  afraid  to  complain 
against  railway  companies? — rFirms  have  informed 
me  that  they  would  rather  not  furnish  instances 
of  their  grievances,  on  account  of  the  annoyance 
which  they  might  be  subjected  to  afterwards. 

8915.  Were  they  in  any  cases  firms  of  im- 
portance ? — They  were. 

Sir  Edward  Watkin. 

8916.  But  they  did  not  say  that  they  had  any 
grievance  in  particular,  did  they  ? — There  is  no 
fii-m  that  would  not  rather  have  their  rates 
reduced  if  they  could,  but  in  many  cases  the 
matter  goes  much  beyond  that. 

^Ir.  Samuelson. 

8917.  What  you  say  is  this,  that  there  are 
some  large  firms  who  consider  that  they  have 
definite  grievancQS  against  the  railway  companies, 
and  who  decline  to  have  their  name  used,  because 
they  consider  that  if  they  did  so  they  Avould  be 
subjected  to  annoyance  ? — That  is  so. 

8918.  With  respect  to  terminals,  is  it  or  is 
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Mr.  Samuelson — continued, 
it  not  the  case  that  in  the  Continental  charges 
which  have  been  quoted  by  you  there  is  a distinc- 
tion made  between  terminals  and  mileage  charges  ? 
— There  is  such  a distinction  made,  I believe, 
in  all  foreign  countries ; certainly  in  all  foreign 
countries  which  enter  into  competition  with  us  to 
any  large  extent  in  reference  to  iron  and  steel. 
In  foreign  countries  traders  know  exactly  what 
they  have  to  pay  in  respect  of  terminals,  and  I 
may  give  one  or  two  figures  as  showing  what 
those  are  in  the  different  countries.  In  Luxem- 
bourg the  usual  terminal  charge  is  5 d.  a ton  ; 
in  Belgium  it  is  5 d.  up  to  24  kilometres. 

Sir  Edward  Wutkin. 

8919.  Per  ton  of  what  ? — Of  mineral. 

8920.  Does  that  mean  coal,  iron,  and  limestone, 
or  what  ? — That  would  apply  to  coal  and  iron  ore  ; 
only  to  raw  materials. 

8921.  Is  that  upon  the  State  railways,  or  upon 
the  open  ones? — That  is,  I believe,  upon  the 
State  railways. 

8922.  Will  you  give  the  Committee  what  it  is 
upon  the  railways  which  are  not  State  railways  ? 
— I have  not  got  that.  In  Germany  upon  the 
Bergisch  Markisch,  which  is  one  of  the  principal 
minei’al-carrying  lines,  the  terminal  charges  are 
8 marks  per  ton  for  10 -kilometres. 

Mr.  Samuelson. 

8923.  You  may  call  that  8 s.  ? — Yes,  practically, 
it  is  the  same  thing;  then  ^it  11  5.  per  10  ton 
loads  up  to  40  kilometres,  and  12  s.  for  over  40 
kilometres ; 12  s.  being  the  maximum,  irrespective 
of  distance. 

8924.  And  then  irrespective  of  that,  there  is  a 
mileage  charge  per  ton  which  diminishes  as  the 
distance  increases,  I believe? — That  is  so. 

Sir  Edicard  Wathin. 

8925.  Is  it  not  the  other  way  that  the  mileage 
charge  increases  as  the  distance  diminishes,  which 
is  a very  different  thing  ? — It  diminishes  as  the 
distance  increases,  I should  say. 

Mr.  Samuelson. 

8926.  And  in  that  way  traders  are  able  to 
ascertain  what  they  will  have  to  pay  Avlthout 
having  to  Inquire  what  the  charge  is  as  between 
any  two  points  ? — That  is  so. 

8927.  And  those  charges  are  fair  as  between 
all  traders  and  different  classes  of  traders? — No 
doubt. 

Sir  Edward  Wathin. 

8928.  How  much  would  the  terminal  be  per 
ton  upon  distances  of  40  kilometres,  taking  the 
maximum  distance  and  the  maximum  terminal, 
and  translating  it  into  so  much  per  ton  ? — For  10 
kilometres,  or  six  miles,  the  charge  is  1 s.  3 d.  per 
ton ; up  to  40  kilometres,  or  say  25  miles,  the 
charge  is  5'5d.  per  mile,  and  for  over  40  kilo- 
metres the  charge  is  2-38  d.  per  mile ; so  that 
when  you  come  to  a distance  of  over  60  miles,  the 
charge  works  out  to  0-24  d.  per  ton  per  mile. 

Mr.  Samuelson. 

8929.  But  all  those  terminals  are  included  in 
the  average  rates  you  have  quoted? — That  is  so; 
this  quotation  of  terminals  relates  exclusively  to 
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Mr.  Samuelson — continued, 
the  Bergisch  Markisch,  which  is  the  principal 
mineral  carrying  line  in  Germany,  beinir  a West- 
phalian line,  carrying  the  fuel  between  the  differ- 
ent points,  from  the  place  of  production  to  the 
place  of  consumption  ; it  also,  I believe,  to  some 
extent,  assists  in  carrying  the  ore  from  Alsace 
Lorraine  into  Westphalia. 

8930.  And  it  is  a line  which  is  paying  very 
well,  paying  5,!th  per  cent? — The  Bergisch 
Markisch  pays  its  proprietors  5^th  per  cent. 

8931.  And  what  was  the  average  capital  cost 
per  mile  ? — I do  not  know  that  I can  give  you 
that  for  the  Bergisch  Markisch,  I do  not  know 
the  mileage  nor  the  cost. 

8932.  But  you  can  state  that  the  railway 
passes  through  a very  difficult  country,  with 
very  heavy  viaducts  ? — Yes,  that  is  so;  West- 
phalia, generally,  is  very  much  like  Derbyshire 
and  Yorkshire  in  that  respect,  so  that  the  work 
of  construction  must  be  very  costly. 

8933.  And  it  has  to  compete  with  the  Coeln 
Minden  line,  now  in  the  hands  of  the  Govern- 
ment, and  which  was  bought  up  upon  the  basis 
of  a six  per  cent,  dividend  ? — That  is  so. 

8934.  Has  the  tendency  in  this  country  been 
to  increase  or  to  reduce  the  railway  rates  upon 
those  articles  with  which  you  are  conversant  ? — 
I believe  the  tendency  has  not  been  to  increase 
them  very  materially ; I have  endeavoured  to 
acquaint  myself  with  the  facts  upon  that  point, 
and  I have  not  been  able  to  discover  that  there 
has  been  any  material  difference  in  the  last  10 
years. 

8935.  How  has  that  been  in  the  United  States  ? 
— In  the  United  States  the  position  of  affairs  has 
been  very  different.  I believe  that  upon  eight 
or  ten  of  the  principal  lines  there,  the  average 
reduction  of  rates  within  the  last  ten  years  has 
been  over  50  per  cent. 

8936.  Is  that  on  iron-making  materials  and  on 
iron? — On  iron-making  materials. 

8937.  Can  you  give  the  Committee  instance  of 
that? — I can. 

Sir  Edward  Wathin. 

8938.  Do  you  say  that  there  has  been  an  aver- 
age reduction  of  50  per  cent,  upon  the  mileage 
charge? — Yes,  of  53  per  cent. 

8939.  Is  that  in  the  last  ten  years? — Between 
1868  and  1878. 

Mr,  Samuelson. 

8940.  From  what  sources  do  you  derive  that 
information  ? — That  is  taken  ready  from  tables 
which  have  been  issued  from  the  National  Bureau 
of  Statistics  at  Washington  ; they  are  Govern- 
ment Returns. 

8941.  And  those  Government  Returns  are  fur- 
nished, I believe,  to  the  Foreign  Office  ? — That 
is  so. 

8942.  Will  you  give  the  Committee  some 
examples  of  that? — I find  that  upon  the  New 
York  Central  Railway,  the  freight  ])er  ton  in 
1868  was  2-743  cents.,  and  in  1878  0-914  cents., 
the  per-eentage  of  decline  being  66. 

8943.  You  stated  that  the  special  complaint  of 
the  North  of  England  Iron  Manufacturers  Asso- 
ciation was,  that  the  companies  charged  very  much 
higher  rates  for  undamageable  merchant  iron  and 
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rails  than  they  do  for  ])ig-iron ; is  that  the  whole 
of  their  complaint  ? — That  is  the  burden  of  it ; I 
may  say  that  the  complaint  of  the  North  of  Eng- 
land Iron  Manufacturers  Associadcn  is  based  on 
the  fact  that  full  truck  loads  ai’e  sent  at  owner’s 
risk,  and  that  for  that  reason  there  should  cer- 
tainly be  much  less  distinction,  if  any  distinction 
between  pig  and  finished  iron. 

8944.  Will  you  now  tell  the  Committee  what 
it  is  that  the  fire-brick  manufacturers  of  the 
North  of  England  complain  of? — The  complaint 
of  the  fire-brick  manufacturers  in  the  North  of 
England  is  that  bricks  and  clay  are  on  the 
average  charged  1 s.  to  Is.  ‘Sd.  per  ton  higher 
rate  than  that  charged  for  coal  and  coke  for  iron- 
work purposes  upon  the  entire  distance. 

8945.  What  is  the  average  distance  ? — The 
distance  would  be  about  30  miles  the  Middles- 
bro’  district. 

8946.  And  what  is  the  rate  for  those  30  miles  ? 
— It  is  3 s.  4 d,  per  ton,  and  the  fire-bricks  are 
carried  in  low-sided  trucks  containing  eight 
tons,  which  get  iron  as  a return  freight,  as  against 
2 s.  ])er  ton  on  coke,  which  is  carried  in  high- 
sided Avaggons  ; and  these  Avaggons  are  sent  back  to 
the  collieries  empty, 

8947.  So  that  Avhat  they  say  is,  that  it  costs 
the  raihvay  companies  less  to  carry  fire-bricks 
than  coke,  Avhile  they  charge  more  ? — That  is  so  ; 
the  charge  per  truck  load  comes  to  26  s.  8 d.  for 
fire-bricks,  Avhile  a truck  load  of  coke  comes  to 
16s.,  the  quantity  carried  being  the  same  in  both 
cases. 

Sir  Edward  Wathin- 

8948.  Are  there  full  train  loads  of  fire-bricks, 
as  there  are  full  train  loads  of  coke  ? — I am  not 
able  to  say  that  exactly. 

8949.  Is  it  the  fact  that  the  coals  are  sent  in 
full  train  loads,  and  fire  bricks  are  not? — I dare- 
say the  bricks  ai’e  not  sent  in  full  train  loads. 

Mr.  Gregory. 

8950.  Are  they  classed  in  the  same  class  under 
the  company’s  classification  ? — I am  not  able  to 
say  Avhat  the  classification  is. 

Mr.  Scimuelson. 

8951.  Do  those  manufacturers  also  say  that 
they  are  unfairly  charged  as  compared  Avith  other 
districts  of  England,  or  the  North  of  England  ? — 
They  complain  in  particular  that  they  are  un- 
fairly handicapped  as  against  the  Leeds  district. 
The  same  railway  company,  that  is,  the  North 
Eastern,  carry  bricks  and  clay  from  Leeds  toMid- 
dlesburgh,  a distance  of  64  miles,  for  5 s.  a ton,  so 
that  2 s.  4 a ton,  or  1 s.  per  ton  less,  Avould  be 
the  equivalent  mUeage  rate  from  the  Auckland 
district. 

8952.  Do  the  manufacturers  say  that  a reduc- 
tion in  the  rate  Avould  be  of  great  consequence  to 
them,  because  they  have  to  compete  with  the 
fire-brick  makers  upon  the  Tyne,  Avho  put  their 
goods  free  on  board  Avithout  any  raihvay  charge 
whatsoever  ? — They  do  ; they  state  that  the  fire- 
bricks and  fire-clay  lumps  are  sent  from  the 
Tyne  to  Middlesburgh,  in  Avherries,  at  a cost  of 
from  2 a.  to  2 s.  6 d.  a ton,  thus  giving  to  the 
Tyne,  although  a considerably  further  distance 
from  Middlesburgh,  an  advantage  of  from  lOcf. 
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to  1 s.  4 d.  per  ton,  causing  the  makers  of  fire- 
clay in  the  Auckland  district  to  lose  the  great 
bulk  of  the  shijAping  orders. 

8953.  Have  the  fire-brick  makers  made  any 
complaint  to  the  railway  company  ? — They  have 
made  a complaint,  I believe,  to  the  North  Eastern 
Company,  but  have  not  got  any  satisfaction ; I 
may  say  that  one  point  that  the  fire-bi’ick  manufac- 
turers make  is,  that  the  bricks  and  clay  are  not 
perishable  or  damageable  articles,  and  should 
therefore  not  be  classed  as  goods  traffic. 

8954.  Is  there  any  other  matter  upon  which 
you  Avish  to  give  evidence  ? — I thought  it  might 
be  Avell,  as  1 was  referring  to  foreign  counties, 
to  mention  that  in  1876,  Avhicli  I think  we  might 
take  as  a fairly  normal  representative  year,  the 
per-centage  returns  on  the  aggregate  capital  of 
the  raihvays  were  for  4*2  Germany,  per  cent.,  for 
France,  4*6  per  cent,  for  Belgium,  3‘6  per  cent., 
and  for  the  United  States,  4 per  cent. 

Sir  Edward  Wathin. 

8955.  Does  the  return  for  Belgium  include  the 
Government  raihvays? — That  includes  all  the 
lines,  I believe. 

Mr.  Samuehon. 

8956.  What  is  the  conclusion  Avhich  you  wish 
the  Committee  to  draAV  from  that? — The  con- 
clusion I Avish  the  Committee  to  draAV  from  these 
facts  is  that,  although  the  rates  in  these  coun- 
tries are  so  A'ery  much  loAver,  and  although  they 
have  infinitely  less  traffic  of  a remunerative 
character  than  Ave  liave,  the  raihvays  are  yet  able 
on  the  Avhole  to  jAay  an  approximately  good  rate 
of  dividend. 

Sir  Edward  Wathin. 

8957.  Cannot  you  give  the  Committee  the 
capital  per  mile  of  those  raihvays,  because  Ave 
have  all  the  figures  except  the  capital  employed? 
— I am  not  in  a position  to  state  Avhat  the  capital 
employed  is ; I believe  the  capital  employed  in 
this  country  is  considerably  higher. 

8958.  Hoav  much  higher  is  it  ? — I AA'ould  not 
like  to  commit  myself  to  tlie  figures. 

8959.  It  is  double,  is  it  not? — It  is  certainly 
not  double  that  in  France.  I believe,  in  France 
the  capital  per  mile  is  33,000  1. ; and  I believe 
in  this  country  the  capital  is  about  39,000/.  or 
40,000/. 

Mr.  Gregory. 

8960.  You  are  not  talking  noAV  of  the  actual 
cost  of  construction,  I presume  ? — No. 

8961.  But  of  the  actual  paid-up  capital,  divided 
by  the  number  of  miles? — I am  talking  of  the 
actual  paid-up  capital  and  the  receipts. 

8962.  That  does  not  give  us  the  cost  of  con- 
struction per  mile  in  either  case? — The  basis  of 
the  calculation  is  the  same  in  all  cases. 

8963.  There  might  have  been  capital  expended 
uselessly,  and  not  in  the  construction  of  the  rail- 
Avay  ? —That  applies  equally  to  all  countries. 

Mr.  Boltori. 

8964.  I did  not  catch  exactly  Avhat  body  it  is 
that  you  represent  ? — The  British  Iron  Trade 
Association  is  an  association  Avhich  Avas  formed  in 
1876  for  the  purpose  of  protecting  the  commer- 
cial interests  of  the  iron  trade  in  this  country. 

8965.  What 
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Mr.  Bolton — continued. 

8965.  What  do  you  mean  by  the  commercial 
interests  of  the  iron  trade  in  the  country  ? — The 
commercial  interests  of  the  iron  trade  refer  to 
such  matters  as  foreign  tariffs,  securing  a modifi- 
cation of  foreign  tariffs  or  their  repeal,  and  such 
matters  as  this  Committee  is  now  appointed  to 
deal  with. 

8966.  Is  it  a society  composed  of  ironmasters 
alone? — The  association,  I think  I may  say,  em- 
braces within  its  membership,  all  the  leading  iron- 
making firms  in  the  United  Kingdom. 

8967.  I think  you  stated,  if  I caught  you  cor- 
rectly, that  the  society  was  established  chiefly 
for  the  purpose  of  regulating  wages  ? — I did  not 
say  so. 

8968.  Did  you  not  make  any  remark  of  that 
kind  ? — Not  with  regard  to  the  Iron  Trade  Asso- 
ciation. 

8969.  What  was  the  association  to  which  that 
applied  ? — The  North  of  England  Iron  Manufac- 
turers Association. 

8970.  Is  this  evidence  which  you  are  giving  on 
account  of  both  associations  ? — I am  principally 
appearing  on  behalf  of  the  British  Iron  Trade 
Association,  which  body  takes  no  cognisance 
whatever  of  the  rate  of  wages. 

8971.  You  told  the  Committee  that  applying 
the  average  rates  on  pig-iron-making  materials, 
in  the  United  States  and  the  Continental  coun- 
tries, to  the  mileage  over  which  those  materials 
are  carried  in  this  country,  it  would  be  5s.  2d. 
per  ton  of  pig,  as  against  the  actual  charge  just 
now  of  10s.  10 J.? — I believe  that  was  the  figure. 

8972.  What  would  be  the  actual  average 
charge  in  each  state  by  itself,  as  compared  with 
the  English  rate? — I could  not  give  that  off- 
hand ? — I have  only  got  the  averages. 

8973.  Do  you  know  the  average  length  of  lead 
in  each  country  ? — That  would  be  extremely 
difficult,  I should  say,  almost  impossible,  to  ascer- 
tain. The  figures  I have  given,  I think,  will 
convey  a very  clear  idea  of  the  basis  upon  which 
the  calculation  is  made. 

8974.  But  the  length  of  lead  in  this  country  is 
considerably  less  than  in  other  countries  ? — '1  hat 
I have  already  stated. 

8975.  How  many  tons  of  material  do  you  say 
go  to  one  ton  of  iron ; how  many  tons  of  ore  ? — 
48'5  cwt.  of  ore. 

8976.  Then  4 tons  14  cwt.,  you  think,  might 
be  carried  in  this  country  for  5 s.  2 d.  a,  ton  ? — I 
did  not  say  so. 

8977.  I think  you  said  that  applying  the  rates 
paid  on  iron-making  materials  in  those  foreign 
states  which  you  quoted,  to  the  carriage  of  iron- 
making materials  in  this  country,  all  the  materials 
which  go  to  make  a ton  of  pig-iron  in  this  country 
would  be  carried  for  5 s.  2d. ‘t — If  that  were  done  ; 
I did  not  say  that  it  should  be  done. 

8978.  I thought  you  were  arguing  that  it 
should  be  done  ? — 1 did  not  say  so. 

8979.  What  do  you  argue  should  be  done,  be- 
cause I think  you  said  that  the  actual  cost  was 
10  s.  10  d.  ? — I have  not  made  any  recommenda- 
tion with  reference  to  what  should  be  done  ; my 
sole  object  in  coming  hei'e  was  to  place  before  the 
Committee  the  actual  facts  as  to  the  Continent, 
and  the  United  States,  and  the  charges  there. 

8980.  Have  you  any  recommendations  to  make 
0.54. 


Mr,  Bolton — continued. 

to  the  Committee  upon  that  point  ? — I think  the 
figures  I have  given  show  very  clearly  that  on 
the  Continent  materials  employed  for  iron  making 
purposes  are  carried  for  very  much  less,  and  it 
seems  to  me  a fair  conclusion  that  in  this  country 
the  rates  mio-ht  be  lowered  without  the  railway 
companies  sacrificing  a reasonable  amount  of 
profit. 

8981.  Then  it  is  your  opinion  that  the  rates  in 
this  country  are  too  high,  because  the  rates  on 
the  Continent  are  lower;  is  that  so? — I did  not 
say  so. 

8982.  I thought  you  said  so  just  now? — I say 
that  a reasonable  deduction  from  the  facts  is,  that 
in  this  country  the  minerals  can  be  carried  at  a 
lower  rate  without  the  railway  companies  sacri- 
ficing what  would  be  a reasonable  amount  of 
profit. 

8983.  And  you  base  that  upon  the  fact  that 
minerals  are  carried  at  a lower  rate  in  other 
countries? — And  upon  the  collateral  facts  which 
I have  given  in  the  course  of  my  evidence. 

8984.  Could  you  give  the  Committee  the  cost 
per  mile  of  making  railways  in  those  countries  ? 
— I have  already  informecl  the  Committee  that 
I was  not  aware  of  the  cost. 

8985.  Are  5'ou  aware  whether  any  of  those 
countries  give  a guarantee  in  the  shape  of  a 
minimum  dividend,  or  assistance  in  any  shape 
such  as  is  not  given  in  this  country,  either  in  the 
way  of  land  or  facilities  for  making  the  railways? 
— In  many  cases  I believe  the  railways  are  very 
largely  constructed  by  the  State,  and  it  is  no- 
torious, as  one  honourable  IMember  of  the  Com- 
mittee pointed  out  quite  recently,  that  in  America, 
in  the  States,  very  considerable  grants  of  land 
are  giyen.  I find  that  in  France,  for  example, 
983  miles  of  railway  were  constructed  by  the 
State  up  to  the  end  of  1877,  as  against  12,700 
miles  constructed  by  prlyate  companies;  in  Bel- 
gium, 1,339  miles  were  constructed  by  the  State  ; 
and  1,061  miles  by  private  companies.  In 
Prussia,  in  regard  to  which  my  Gei’inan  evidence 
mainly  applies,  the  mileage  constructed  by  the 
State  was  5,642,  and  by  private  companies  5,837. 

8986.  Do  you  draw  any  deductions  from  those 
facts,  with  reference  to  the  cost  of  those  rail- 
ways?— The  cost  does  not  apjiear.  There  can 
be  no  doubt  that  the  State  encourafies  the 
development  of  the  railway  sytem  ; but  the  fact 
is  not  altered  that  in  the  countries  in  regard  to 
wdiich  the  evidence  has  been  given,  the  average 
dividends  upon  the  jiaid-up  capital  are  about 
equal  to  what  we  have  in  this  country. 

8987.  You  make  ours  to  be  4 per  cent.,  and 
the  others  from  3*46  to  4 per  cent? — Yes. 

8988.  Then  you  would,  I suppose,  admit  that 
it  is  probable  that  in  consequence  of  the  different 
system  upon  the  Continent  and  in  the  United 
States,  from  that  which  prevails  in  this  country, 
the  cost  of  constructing  railways  per  mile  in  those 
countries  is  considerably  less  than  it  is  in  this 
country  ? — I know,  as  a matter  of  fact,  that  it  is 
so,  though  I am  not  prepared  with  the  actual 
figures. 

8989.  Have  you  any  idea  of  the  average  ton- 
nage carried  by  the  railways  to  which  you  have 
alluded  in  the  foreign  States,  and  the  average 
tonnage  upon  our  own  railways  per  mile  ? — I can 
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give  you  the  total  quantity  of  minerals  carried 
in  each  country,  but  I cannot  give  you  the  ton- 
nage on  particular  lines. 

8990.  What  is  your  own  impression  with  refe- 
rence to  the  quantity  carried  by  the  two  ? — That 
in  all  cases  of  foreign  railways  the  quantities 
carried  are  very  much  less  than  those  carried  by 
the  mineral  lines  of  tlie  United  Kiugdom. 

8991.  That  is  to  say,  the  carriage  of  mineral 
in  this  country  is  very  much  larger  than  in  those 
abroad  ? — V ery  much  larger. 

8992.  Do  you  know  any  reason  why,  under 
those  circumstances,  the  dividend  on  home  rail- 
ways is  rather  under  the  average  of  the  dividend 
earned  ujton  the  foreign  railways? — 1 think  the 
reason  is  sufficiently  well  known.  In  the  first 
place  the  cost  of  construction  in  this  country  is 
considered,  I believe,  by  many  railway  autho- 
rities to  be  much  higher  than  it  ought  to  be, 
and  much  higher  than  the  railways  could  be 
made  for,  if  a due  regard  to  economy  were  ex- 
ercised. 

8993.  Will  you  explain  yourself  a little  more  ; 
when  you  say  that  the  cost  is  much  higher  than 
it  ought  to  be,  do  you  mean  that  the  railway 
companies  want  only  to  pitch  their  money  away  ? 
— In  some  cases  I am  disposed  to  think  that  rail- 
way companies  do  not  exercise  that  rigid  economy 
which  you  find  exercised  upon  some  continental 
railways. 

8994.  Could  you  point  to  a case  in  which  that 
would  apply? — I think  that  might  apply,  of 
course  more  or  less,  to  the  whole  range  of  their 
expenditure. 

8995.  Do  you  think  that  the  English  railway 
stations  are  too  grand? — That  might  be  regarded 
as  one  item. 

8996.  But  that  would-  not  apply  to  iron  and 
coal ; there  is  no  expenditure  for  stations  with 
regard  to  those  articles  ? — That  is  so. 

8997.  Then,  are  the  railways  too  w’ell  made  ? 
— The  iron  and  coal  traffic  is  made  to  bear  the 
burden  of  many  lines  in  agricultural  districts 
that  ax-e  entirely  unremunerative.  If  you  were 
to  take  the  average  dividends  over  the  principal 
lines  carrying  iron  and  coal,  you  would  find  that 
it  would  be  much  higher  than  the  average  as 
ascertained  over  the  whole  range  of  the  country, 
and  over  the  wdxole  range  of  the  capital. 

8998.  Do  you  infer  that  that  is  in  consequence 
of  the  high  rates  charged  for  the  carriage  of  iron- 
making materials  ? — I did  not  say  that. 

8999.  I ask  what  do  you  infer?— I say  that 
if  railway  companies  were  not  induced  now  and 
again  to  make  lines  in  distidcts  where  it  is  im- 
possible they  can  j)ay,  they  could  cari-y  the  iron- 
making materials  at  a very  much  lower  cost. 

9000.  You  speak  very  bitterly  of  the  inequa- 
lity of  rates  both  as  respects  distances  and  as 
respects  places? — I gave  a few  examples  as  show- 
ing that  that  was  a veiy  anomalous  state  of 
things. 

9001.  1 think  you  gave  instances  of  ti'adei's 
complaining  bitterly  of  that;  you  gave  an  instance 
of  bricks  being  canned  20  miles  for  3 5.  4 d.,  as 
against  64  miles  for  5 s.  ? — That  is  so. 

9002.  Do  not  those  inec^ualities  generally  exist 
w'here  there  is  sea  competition  ? — I believe 
they  do. 

9(>03.  Ai'e  any  of  those  complaints  based  upon 
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rates  charged  above  the  statutory  rates  ? — I have 
not  furnished  myself  wdth  examples  of  charges 
in  excess  of  those  authorised  by  law.  There  can 
be  no  doubt  whatever  (it  is  a thing  which  very 
few  companies  would  feel  disposed  to  deny)  that 
there  are  such  excess  rates  charged ; but  I did 
not  come  here  to  complain  of  that. 

9004.  You  take  the  general  inequality  of  i*ates 
as  between  different  places  ? — Yes,  and  the  dis- 
tances. 

9005.  May  I infer  from  that,  that  you  are  in 
favour  of  a uniform  distance  rate  ? — I think  that 
that  would  be  a vei’y  decided  improvement  upon 
the  existing  system. 

9006.  That  is  to  say,  you  would  charge  every- 
thing at  so  much  a mile,  irrespective  of  distance? 
— Irrespective,  I tliink,  of  distance. 

9007.  That  would  put  an  end  to  some  trades 
in  the  country,  w'ould  it  not  ? — ^The  weakest,  I 
daresay,  would  go  to  the  wall. 

9008.  Not  necessarily  tlie  weakest,  but  those 
worst  situated  would  go  to  the  wall  ? — No 
doubt. 

9009.  And  wdth  regard  to  those  places  which 
are  better  situated  by  sea  than  by  rail,  you 
would  completely  exclude  the  use  of  the  rail? — I 
think  the  effect  of  competition  would  be  to  lead 
one  means  of  communication  to  compete  xvith 
another. 

9010.  But  you  must  see  at  once  that  a railway 
could  not  compete  in  price  with  the  sea  ? — I have 
not  considered  the  matter  vei’y  fully. 

9011.  Blit  you  come  hei’e  and  advocate  a 
uniform  mileage  rate ; have  you  jumped  at  that 
conclusion  without  considei'ing  the  question  ? — I 
have  to  some  extent  considered  the  question,  but 
I do  not  come  here  -as  a strong  advocate  of  any 
particular  remedy. 

9012.  I take  it  that  one  of  your  remedies  is  a 
uniform  mileage  charge  irrespective  of  distance 
and  situation.  Now  I will  ask,  have  you  well 
considered  it,  and  are  you,  in  places  to  which 
thei’e  is  both  sea  communication  and  railway 
communication,  prepared  to  close  the  railway 
communication  at  once  entirely? — That  would 
obviously  be  an  undesirable  thing. 

9013.  Then  with  regard  to  centres  of  manu- 
facture a long  distance  from  the  port,  would  you 
exclude  them  altogether  from  the  foreign  trade, 
because  your  uniform  mileage  must  lead  to  that 
result  ? — I should  be  sorry  to  do  so, 

9014.  Then  you  would  not  recommend  as 
strongly  as  you  did  at  first  a uniform  mileage 
rate  ? — When  I speak  of  a unifoi’m  mileage  rate, 
I do  not  recommend  it  as  an  Infallible  specific  ; 
I recommend  it  as  an  improvement  upon  a system 
which  contains  many  anomalies. 

9015.  Are  you  quite  sui’e  that  it  would  be  an 
improvement  to  close  the  foreign  trade  to  all 
manufacturers  situated  at  a distance  from  a sea- 
port, and  to  completely  exclude  from  railway 
carriage  the  manufacturers  in  those  ])laces  where 
tliei’e  is  sea  competition  ? — That  is  the  way  you 
put  it,  but  I do  not  agree  to  it  in  all  cases. 

9016.  If  the  imposition  of  a unifoi’in  mileage 
chai'ge  did  produce  the  result  I have  indicated, 
you  would  not  be  an  advocate  for  it? — Not  in 
cases  where  such  results  were  certain  to  follow. 

9017.  Or  likely  to  follow? — Or  likely  to  fol- 
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low  ; in  such  cases  a modification  of  the  uniform 
mileage  rate  might  be  adopted. 

9018.  Then  you  would  not,  under  those  cir- 
cumstances, recommend  a uniform  mileage  rate  ? 
— I do  not  say  it  is  an  infallible  specific,  but  I 
say  it  is  a better  system  than  the  existing  system 
of  anomalies. 

9019.  I think  you  advocated  that  plan  on  the 
authority  of  some  gentleman  whose  name  I did 
not  catch,  but  who  you  said  was  employed  as  an 
actuary? — He  is  a member  of  the  Institute  of 
Civil  Engineers. 

9020.  Is  this  gentleman  whom  you  mention, 
Mr.  Pryce  Williams,  a railway  engineer  ? — I be- 
lieve he  is. 

9021.  And  of  considerable  experience? — I 
believe  he  is  a man  of  great  experience. 

9022.  That  is  to  say  applied  to  railways? — 
Y es  ; applied  to  railways. 

9023.  According  to  his  opinion,  ^ d.  a.  ton  per 
mile  for  coal  gives  a net  profit  of  47 5 per  cent.? 
— That  is,  I believe,  what  it  comes  to. 

9024  Are  you  of  the  same  opinion  ? — I did 
not  say  so. 

9025.  I ask  you? — Not  having  gone  into  the 
figures  thoroughly  I am  not  prepared  to  say  any- 
thing of  my  own  upon  the  matter. 

9026.  What  is  your  object  in  citing  his  opinion 
before  the  Committee  ? — As  showing  what  view 
w’as  taken  of  that  one  particular  point  by  a gen- 
tleman who,  I believe,  is  usually  regarded  as  a 
railway  authority. 

9027.  But  you  are  not  of  that  opinion,  your- 
self?— I did  not  say  I was. 

9028.  I do  not  think  you  have  told  the  Com- 
mittee yet  whether  you  advocate,  or  think  it  de- 
sirable, that  railway  companies  should  be  com- 
pelled to  reduce  their  rates  to  such  a rate  as 
would  enable  pig-iron  makers  to  get  4 tons  14 
cwt.  of  materials  carried  at  5 s.  8 d,  under  the 
average  rate  ? — I have  not  stated  that ; I have 
simply  given  the  fact. 

9029.  The  rates  on  fire-bricks  from  the  Tyne 
were  water  rates  entirely,  were  they  not?— - They 
were. 

9030.  What  did  you  ])ut  them  forward  for  ? — 
To  show  that  the  Auckland  fire-brick  manufac- 
turers are  severe  sufferers  in  being  prevented 
from  sending  their  manufactures  to  the  best 
market. 

9031.  What  distance  are  they  from  the  market  ? 
— They  are  30  miles  from  their  principal  market. 
I also  mentioned  it  as  showing  that  if  the  North 
Eastern  Railway  Company  were  to  carry  fire- 
bricks and  clay  at  the  same  rate  as  they  carry  the 
coal  and  coke  upon  their  system,  the  fire-brick 
makers  in  the  Auckland  district  would  then  be  in 
a condition  to  compete  with  their  rivals  upon  the 
Tyne. 

9032.  Do  you  know  whether  clay  and  bricks 
are  carried  to  the  same  extent  as  coal  and  coke  ? 
— I know  they  are  not. 

9033.  Then  why  do  you  suggest  that  thev 
should  be  carried  at  the  same  rate  as  coal  and 
coke  ? — I can  only  give  the  Committee  the  reasons 
urged  by  the  fire-brick  manufacturers  themselves ; 
they  say  that  their  manufactures  are  not  perish- 
able articles,  and  that  they  should  not  be  classed 
as  goods  traffic,  but  that  they  should  be  put  upon 
the  same  level  as  coal  and  coke. 
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9034.  You  are  aware  that  iron  material  is  car- 
ried invariably  in  train  loads? — Yes. 

9035.  Whereas  brick  and  clay  are  carried  in 
truck  loads,  or  one  or  two  trucks  now  and  again  ? 
— I believe  that  is  the  fact. 

9036.  You  would  not  recommend  or  sus-fiest 
that  it  would  be  practicable  for  a railway  com- 
pany to  carry  one  at  the  same  terms  as  the  other  ? 
— I do  not  see  why  they  should  not. 

9037.  You  think  it  is  practicable  to  carry  a 
traffic  which  is  very  small  indeed,  at  the  same 
rate  as  one  which  is  very  large,  one  being,  as  it 
were,  retail,  and  the  other  wholesale? — But  the 
retail  is  often  added  to  or  made  part  of  the 
wholesale. 

9038.  Have  you  ever  seen  the  working  of  the 
supply  of  pig-iron  making  material  between  the 
pits  and  the  furnaces  ? — Very  often. 

9039.  A train  load  is  sent  on,  and  the  engine 
comes  back  for  the  empty  trucks,  and  carries 
away  another  load  as  fast  as  it  can  go  ?— Yes, 
that  is  so. 

9040.  Have  you  ever  seen  the  making  up  of  a 
train  of  goods  ? — Yes,  1 have  often  seen  the 
making  up  of  a train  of  goods. 

9041.  Do  you  think  that  the  two  operations 
can  be  carried  on  at  the  same  rate  per  train  mile? 
— Perhajis  not  per  train  mile. 

9042.  Or  per  ton  per  mile  ? — Per  ton  per 
mile,  yes,  because  in  one  case  the  coal  and  coke 
trucks  come  back  empty,  whereas  in  the  other 
case  the  trucks  which  have  carried  the  fire-bricks 
comes  back  full. 

9043.  Do  you  know  of  your  own  knowledge  ? 
— I do  not  know  it  of  my  own  knowledge,  but 
I have  a letter  from  the  chairman  of  the  Asso- 
ciation, who  informs  me  that  that  is  the  case. 

9044.  You  told  me  that  the  mineral  traffic  of 
the  kingdom  had  increased  enormously  ; I think 
you  told  me  that  the  mineral  traffic  had  doubled 
itself,  while  the  passenger  traffic  had  remained 
comparatively  without  increase? — The  facts  are, 
1 believe,  thatbetw'een  1868  and  1878  the  mineral 
traffic  of  the  country  inci'eased  about  66  per  cent., 
and  the  passenger  traffic  only  29  per  cent. 

9045.  What  do  you  deduce  from  that  fact ; 
that  those  enormous  and  extravagant  charges,  to 
which  you  have  been  alluding,  have  killed  the 
mineral  traffic  ? — Certainly  not. 

9046.  Have  they  not  increased  the  traffic 
enormously  ? — Not  the  charges,  but  our  unsur- 
passed natural  resources,  our  enormous  command 
of  capital,  our  ready  access  to  the  ports,  and  other 
matters  with  which  railway  charges  have  nothing 
to  do. 

9047.  Then  in  spite  of  all  these  difficulties, 
the  iron  trade  has  increased  to  this  enormous 
extent  ? — The  iron  trade  has  increased,  but  I have 
no  doubt  it  would  have  increased  very  much  more 
if  the  charges  had  not  been  so  high. 

9048.  Are  you  aware  of  any  iron-making  com- 
panies which  publish  their  accounts? — I am. 

9049.  AVhat  dividends  do  they  pay  ? — In  many 
cases  they  go  into  the  Bankruptcy  Court. 

9050.  And  in  the  good  cases,  what  do  they  do  ? 
— You  find  exceptions  to  every  rule ; the  rule 
for  the  last  four  or  five  years  has  been,  that  the 
iron-manufacturing  companies  have  gone  on  the 
road  to  ruin. 

9051.  Take  the  period  from  1854  to  1878,  what 
has  been  the  per-centage  of  profit  made  by  those 
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companies  ? — I have  not  prepared  myself  to 
answer  that  (juestion,  but  it  is  notorious  that 
Avithin  the  last  JO  years  iron  making  has  been 
an  exceedingly  unprofitable  business  on  the 
average. 

9052.  AVhat  was  the  state  of  business  in  1875? 
— Eighteen  hundred  and  seventy-five  was  a very 
unprofitable  year. 

9053.  That  Avas  in  comparison  with  1872  and 
1873? — Eighteen  hundred  and  seventy -tAvo  and 
1873  Avere  highly  profitable  years. 

9054.  What  Avas  the  highest  ju’ice  of  pig-iron 
during  the  good  years? — Inasmuch  as  there  are 
a great  many  varieties  of  pig-iron  made  in  the 
country 

9055.  Take  any  one,  I do  not  care  which  ? — 
I can  give  you  the  exact  figures  if  you  Avish. 

9056.  Is  it  not  the  fact,  without  going  into  the 
figures,  that  the  profit  per  ton  of  pig-iron  during 
those  fcAv  years  Avas  more  tlian  the  Avhole  eost  of 
pig-iron  noAV  ? — I do  not  think  so. 

9057.  Was  not  the  price  more  than  100  s.  on 
Scotch  pig-iron  ? — It  Avas. 

9058.  Whereas  the  jiresent  price  is  45  s.? — 
The  present  price  is  45  s.  to  48  s. 

9059.  Will  you  tell  me  Avhether  the  profit  on 
that  article  then  Avould  not  he  more  than  the 
Avhole  cost  noAv?— I believe  the  profit  Avould  not 
be  so  much  for  this  reason  : that  Avhile  the  price 
of  pig-iron  Avas  more  than  double  AA'hat  it  is  noAv, 
the  price  of  coke,  Avhich  is  one  of  the  largest 
items  entering  into  its  production,  Avas  three 
or  four  times  as  much. 

9060.  Was  not  the  price  of  iron  nearly  three 
times  the  present  price  ? — It  Avas  very  nearly. 

9061.  What  Avas  the  cost  of  coke  ? — In  1873 
the  price  of  a ton  of  coke  Avent  up  to  43  s.  I 
believe  at  present  in  the  Middlesborough  district 
coke  is  being  delivered  at  10  s.  a ton  ; everything 
Avent  up,  and  Avages  increased. 

Sir  Edward  IVuthin. 

9052.  I think  you  stated  that  the  average  cost 
of  the  conveyance  of  iron  ore  in  this  country  Avas 
1T9  d.  per  ton  ? — I said  so. 

9063.  Are  you  aAA-are  that  the  scale  fixed  by  the 
raihvay  companies  at  large  for  iron  ore  for  dis- 
tances above  75  miles  is  5 d.  per  mile  ; that  is  to 
say,  less  than  half  what  you  have  quoted? — I 
have  heard  that  there  Avas  some  such  arrange- 
ment, but  inasmuch  as  the  greater  part  of  the 
iron  ore  consumed  in  the  country  is  sent  over 
distances  under  70  miles,  it  folloAvs  that  the  h d. 
a ton  rate  Avould  not  apjily. 

9064.  But  still  it  is  a fact,  I think,  perfectly 
plain  to  everybody  that  the  rule  universally 
adopted  by  the  railway  comjianies,  Avith  the  vieAv 
of  developing  the  iron  trade,  is  for  a distance  of 
75  miles  | d.  a ton  Avith  terminals  of  3 ^/.  a ton  at 
each  end  ? — I have  heard  something  of  it,  but  I 
do  not  knoAv  it  of  my  oAvn  knowledge. 

9065.  But  it  is  a question  involving  millions  of 
tons,  and  the  Avhole  or  a large  portion  of  the  iron 
trade  of  the  country  ? — I do  not  know  it  of  my 
OAvn  kuoAvledge. 

9066.  Are  you  aAvare  that  doAvn  to  very  short 
distances  there  is  an  analogous  rate? — I believe 
there  is  no  analogous  rate  to  that. 

9067.  Then  hoAv  do  you  get  your  lT9f/.  ? — 
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By  taking  the  average  of  the  distances  over  Avhlch 
ore  is  carried,  and  the  rates  charged  for  those 
distances  in  seven  or  eight  of  the  principal  districts 
in  the  United  Kingdom. 

9068.  Will  you  give  us  tAA'o  ; one  of  them  the 
maximum  rate  that  is  charged  jAer  mile,  and  the 
other  the  minimum  ? — I Avill  take  the  Cleveland 
district ; the  average  for  the  Cleveland  is  1 d. 
I haA'e  not  the  maximum  rate,  but  I can  give  you 
other  districts  in  North  StalFordshire  ; the  maxi- 
mum rate  that  I have  got  is  T24 and  the 
minimum  0'56  d. 

9069.  That  is  from  1]^  d.  to  ^ d.  a ton  ? — Yes. 

9070.  That  being  so,  the  Cleveland  rate  being 
1 d.,  how  do  you  get  as  the  average  of  the  Avhole 
kingdom  1T9  d.  ? — But  I haA'e  other  rates  Avhich 
are  very  different  from  those  ; in  West  Cumber- 
land I find  that  the  maximum  rate  is  2’4  d.,  and 
the  minimum  l’55d. 

9071.  Those  are  not  eases  in  AA’hich  the  mini- 
mum (T  75  miles  would  apply  ? — I stated  that  in 
the  majority  of  cases,  ore  Avas  not  carried  a dis- 
tance of  70  miles,  or  even  approximating  that. 

9072.  You  spoke  about  the  foreign  railways  ; 
Avould  you  contradict  me  if  I said  that  the  aver- 
age cost  of  raihvays  in  France,  Belgium,  and 
Holland,  as  debitable  to  the  shareholders,  is 
20,000  1.  a mile,  whereas  in  this  country  it  is 
between  40,000/.  and  50,000/.? — I think  I am 
accurate  approximately  in  stating  that  in  France 
the  average  cost  up  to  the  end  of  1879  Avas 
between  33,000/.  and  35,000/.  j)er  mile,  basing 
that  cost  upon  the  subscribed  capital. 

9073.  You  are  noAv  referring  to  France,  but 
you  previously  grouped  together  France,  Bel- 
gium, Germany,  and  Holland ; Avill  you  believe 
me  Avhen  I say  that  the  average  cost  of  the  rail- 
Avays  in  all  the  countries  that  you  have  taken 
after,  of  course  deducting  the  Government  sub- 
sidies, has  not  been  more  than  20,000  /.  a mile  ? 
— I believe  in  Germany  it  exceeds  that  consider- 
ably, 

9074.  But  taking  the  five  kingdoms  you  have 
grouped  together,  is  the  cajiital  cost  to  the  share- 
holders more  than  20,000  /.  ? — I think  it  is,  very 
considerably. 

9075.  But  you  Avould  not  contradict  me,  Avould 
you,  if  I put  it  at  20,000  /.  per  mile  ? — I think  I 
Avould. 

9076.  You  are  aAvare  that  in  France  they  have 
a differential  rate  according  to  the  speed  ; they 
have  tAvo  speeds,  grande  vitesse  and  petite  vitesse; 
that  is  to  say,  if  you  Avanted  goods  expedited,  you 
Avould  have  to  jiay  so  much  more  for  it,  that  you 
have  to  pay  for  speed  upon  the  continent,  Avhere- 
as  in  this  country  you  have  not  ? — That  is  so. 

9077.  Are  you  aAvare  that  in  France  Avaggons 
are  only  alloAved  to  remain  in  the  receiving 
stations  eight  hours  for  loading  and  unloading, 
and  that,  if  they  remain  longer  than  that,  there  is 
2d.  per  hour  charged  with  a minimum  of  Is.  per 
truck  ? — I Avas  not  aAvare  of  that. 

9078.  Whereas  in  this  country  48  hours  are 
alloAved  ? — I believe  so. 

9079.  What  is  the  minimum  allowed  in  the 
Cleveland  districts  for  the  loading  and  un- 
loading of  Avaggons  ? — I could  not  give  that 
authoratively. 

9080.  Could  you  give  me  for  Cleveland  the 
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amount  tliat  the  various  rates  come  to  per  ton  of 
pig  iron;  you  have  given  5s.  2d.  as  the  average 
abroad,  including  America,  what  would  it  be  in 
England? — I could  give  you  that  appruximately ; 
in  the  MiddlesborouQ-h  district  the  cost  of  fuel 
averages  36-.  per  ton  of  pig  iron,  the  cost  of  ore 
4 s.  per  ton  of  pig,  and  the  cost  of  limestone  1 s.  G d. 
per  ton  of  pi»  for  railway  carriage;  the  total  cost 
for  railway  carriage  being  8 s.  6 d.  per  ton  of 

pis- 

9081.  What  is  the  distance  the  coal  comes, 
and  the  distance  the  stone  comes,  and  the  distance 
the  lime  comes  ? — The  coke  comes  from  30  to  33 
miles. 

9082.  And  the  Ironstone  ? — The  ironstone 
comes  distances  vaiying,  speaking  without  book, 
from  18  to  4 miles. 

9083.  If  that  is  so,  if  4,«.  is  the  average  cost  of 
carrying  from  4 miles  to  18  miles,  there  must  be 
something  charged  a good  deal  more  than  for  four 
miles  ? — You  must  not  forget  that  in  the  Cleve- 
land district  it  takes  3 tons  5 cwt.  of  ore  to 
make  a ton  of  pig  ; it  takes,  I think,  on  an  average 
about  23  cwt.  of  coke,  and  about  12  cwt.  of 
limestone. 

9084.  What  is  the  distance  the  limestone 
comes? — About  30  miles. 

9085.  Then,  taking  the  average  of  England, 
according  to  your  own  showing,  Cleveland  has  a 
benefit  of  2.s.  4 J.  a ton  as  against  other  districts? 
— Taking  the  average  of  England  that  is  so. 

o o o 

Mr.  Samuclson, 

908G.  Just  to  clear  up  that  point  about  the 
Cleveland  district,  you  know  the  Cleveland  dis- 
trict well,  do  you  not  ? — I do. 

9087.  Are  you  able  to  substantiate  this  state- 
ment, that  it  is  not  at  all  unusual  for  mineral 
trains  composed  of  the  same  waggons  to  pass 
twice  between  the  blast  furnaces  and  the  mines 
in  the  course  of  the  day  ? — That  is  so. 

Sir  Edward  Watkin. 

9088.  At  all  events,  taking  the  average  of  Eng- 
land, Cleveland  has  a benefit  ? — It  has. 

9089.  In  comparing  the  English  with  the 
American  railways,  have  you  at  all  studied  the 
American  railways  in  America? — 1 have  not;  I 
got  my  rates,  I believe,  from  one  of  the  first 
authorities  there  upon  the  subject ; but  as  to  the 
details  of  railway  management  there  I know  very 
little  of  them. 

9090.  But  you  would  of  course  concur  with  me 
that  it  is  difficult  to  compare  a country,  ^^hich  is 
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a country  of  long  distances,  with  an  Island  which 
is  a place  of  short  distances  ? — That  is  so,  except 
that  in  some  parts  of  America,  as  in  Alabama,  the 
ore  and  fuel  are  found  together;  in  other  places, 
the  ore  is  separated  from  the  fuel  by  distances 
api)roximating  to  1,000  miles. 

9091.  But  where  the  ore  and  fuel  are  found 
approximately  together,  is  it  not  the  fact  that 
although  they  have  a benefit  as  regards  that  cir- 
cumstance, the  market  they  have  to  sell  at  is  not 
near  the  source  of  production? — That  is  so. 

9092.  Now  with  reference  to  this  question  of 
the  fire  bricks,  is  it  not  the  case  that  the  low  rate 
which  the  North  Eastern  Company  charge  from 
Leeds  to  Middlesborough,  was  given  with  a view 
to  enable  the  iron  manufacturers  of  Middles- 
borough  to  have  cheaper  fire  bricks? — That  may 
be  so,  but  it  nevertheless  seems  anomalous  to  be 
able  to  carry  the  same  thing  cheaper  in  one  dis- 
trict than  in  another. 

9093.  Is  it  an  anomaly  to  give  a rate  that  pro- 
bably will  not  ])ay  in  order  to  supply  a particular 
want  in  a district  ? — I am  not  jirepared  to  say 
that  the  rate  was  so  given. 

9094.  But  su})posing  it  Avere? — Supposing  it 
were,  I should  say  that  the  iron  manufacturers 
would  have  reason  to  be  grateful,  but  the  fire- 
brick manufacturers,  for  whom  I speak,  would  . 
not  have  such  reason. 

9095.  Who  is  to  settle  between  them?  — This 
Committee. 

9096.  Now  is  it  not  the  fact  that,  as  regards 
foreign  railways,  foreign  Govei'innents  have  gone 
for  assistance  by  the  State  and  economy  of 
capital,  whereas  in  England  Ave  have  gone  for 
Avhat  is  called  unlimited  competition  ; that  is  to 
say,  the  State  in  this  country  has  encouraged  as 
much  as  possible  the  outlay  of  capital  on  rail- 
Avays,  instead  of  endeavouring  as  much  as  possible 
to  economise  it  ? — I should  not  disagree  Avith  you 
there. 

9097.  Is  it  not  the  fact  that  abroad  local  taxa- 
tion and  burdens  of  that  kind,  such  as  improve- 
ment rates,  higliAvay  rates,  poor  rates,  and  so  on, 
are  not  applied  to  raihvays  Avith  that  scA'erity 
Avhich  tiiey  are  in  this  country,  being  applied 
here,  as  they  are,  Avitli  the  jitmost  severity  ? — 
No  doubt  that  is  so. 

9098.  I can  shoAv  you  a railAvay  in  England 
about  300  miles  in  length  Avhich  pays  about 
70,000  /.  a year  in  local  rates,  irrespective  of 
Imperial  taxation  ; Avould  you  be  able  to  parallel 
that  in  any  part  of  the  Avorld?  — I do  not  knoAV  a 
similar  case. 
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MEMBERS  FRESENT: 


Mr.  Ashley. 

Mr.  Barnes. 

Mr.  Bolton. 

Mr.  Caine. 

Lord  llandolph  Churcliill. 
Mr.  Cross. 

Mr.  Dilhvyn. 

Sir  Daniel  Gooch. 


Mr.  Gregory. 

Mr.  Lowther. 

Mr.  Monk. 

jMr.  William  N.  Nicholson. 
Mr.  Phipps. 

Mr.  liichard  Paget. 

Sir  Edward  Watkin. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Maskell  William  Peace,  called  in;  and  Examined. 


Mr.  Barnes, 

9099.  You  are  Secretary,  I believe,  of  the 
Mining  Association  of  Great  Britain  ? — I am. 

9100.  And  you  have  been  so  for  a great  number 
of  years  ? — I have. 

9101.  The  Mining  Association  of  Great  Britain 
consists  of  Avhat  ? — It  consists  of  an  association 
formed  of  the  local  coal  and  iron  associations  in 
the  following  districts  : Northumberland  and 
Durham,  Cumberhtnd,  Yorkshire,  Nottingham- 
shire, Leicestershire  and  Derbyshire,  Lancashire 
and  Cheshire,  South  Staffordshire  and  Wor- 
cestershire, North  Staffordshire  and  Shropshire, 
Gloucestershire  and  Somersetshire,  Nortli  Wales, 
Warwickshire,  Dean  Forest,  South  Wales,  and 
Scotland  ; and  I have  with  me  a list  of  the  repre- 
sentatives from  each  of  those  districts  who  form 
the  executive  council  of  the  association. 

9102.  Will  you  give  the  production  of  the 
year  1879,  and  the  number  of  men  employed  ? — I 
think  about  500,000  men  are  em2)loyed  in  the 
trades. 

910.3.  And  what  w.as  the  get  of  last  year? — Be- 
tween 146,000,000  and  147,000,000  tons.  A meet- 
ing of  the  associatibn  was  called  to  consider  the 
question  which  has  been  referred  to  the  considera- 
tion of  this  honourable  Committee;  they  have  met 
upon  several  occasions,  and  they  have  discussed  se- 
veral questions,  upon  which  they  were  unanimously 
of  opinion  that  certain  recommendations  ought  to 
be  made,  and  with  the  view  of  saving  time,  they 
have  embodied  these  recommendations  in  the  form 
of  a memorial  which  I beg  to  read: — “To  the 
Select  Committee  of  the  Honourable  the  House 
of  Commons  on  Railways,  1881.  The  Memorial 
of  the  Mining  Association  of  Great  Britain, 
resjiectfully  sheweth:  (1.)  That  your  memorialists 
represent  the  coal  and  iron  trades  of  Great 
Britain,  and  are  an  association  formed  for 
the  imrpose  of  watching  the  interests  of 
the  trades  generally  in  Parli.ament ; (2.)  That 
your  memorialists  are  dependent  for  their 
trade  iq)on  the  conveyance  of  their  coals 
and  minerals  by  the  railw.ays  and  can.als  of  the 
United  Kingdon ; (3.)  YYur  memorialists  are  of 
opinion  that  the  powers  of  the  Railway  Commis- 
sioners should  be  continued,  and  that  they  might 


Mr.  Barnes — continued. 

be  extended  with  benefit  to  the  trades  rejire- 
sented  by  your  memorialists  as  follows  : (1.) 
The  Railway  Commissioners  should  have  jiower, 
on  the  aji{)lication  of  a ju’ivate  trader,  to  order 
two  or  more  railw.ay  companies  to  make  a through 
rate  over  two  or  more  railway  systems,  as  a con- 
tinuous line  of  communication,  by  the  shortest 
route  available  ; (2.)  The  Railway  Commis- 
sioners should  have  to  enforce  obedience 

on  the  pai’t  of  railway  comjianies  to  the  jirovi- 
sions  of  their  respective  special  Act,  and  in  par- 
ticular to  com})el  railway  companies  to  open  and 
work  lines  made  or  authorised  to  be  made  for  the 
2)ur2)Ose  of  connecting  adjoining  systems  of  rail- 
ways; (3.)  That  the  Railw.ay  Commissioners 
should  have  full  power,  on  the  application  of  the 
owners  or  occupiers  of  lands  .adjoining  to  any  rail- 
Avay,  or  any  other  jiersons,  to  order  a railway 
company  to  allow  junctions  of  private  lines  to  be 
made  with  any  jmblic  railway  or  with  any  siding 
thereof,  on  such  plan  and  on  such  terms  and  con- 
ditions as  to  the  Commissioners  may  appear  rea- 
sonable, with  due  reg.ard  to  the  j^iiblic  s.afety, 
notwitlishanding  the  restrictions  and  conditions 
contained  in  the  Railw.ay  Clauses  Act,  1845, 
section  76,  or  any  bye  laws  made  in  pursuance 
thereof;  (4.)  That  .associations  of  ti'aders  or  of 
freighters  should  have  a locus  standi  before  the 
Commissioners  on  all  questions  which  the  Com- 
missioners have  .authority  to  inquire  into;  (5.) 
That  the  decision  of  the  Railway  Commissioners 
ought  to  be  final  and  conclusive,  except  on  ques- 
tions of  law,  as  to  Avhich  there  should  be  one 
apjieal  only,  and  that  to  the  House  of  Lords ; 
(4.1  YYur  memorialists  further  respectfully  sub- 
mit that  the  law  relating  to  railw.ays  and  canals 
require  alteration  and  amendment  in  the  following 
respects  ; (1.)  That  no  rate  in  use  should  be 
increased  without  due  and  sufficient  notice  ; (2.) 
That  when  a railw.ay  company  gives  a spechal 
r.ate  to  any  trader,  such  rate  shall  be  entered  in 
the  rate-hook  at  the  general  office  of  the  com- 
2)any,  and  .also  at  the  station  dealing  with  the 
traffic  ; (5.)  YYur  memorialists  consider  that  the 
multiplicity  of  special  Acts  dealing  with  rates  or 
charges  on  the  same  railw.ay  is  a great  evil,  and 
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tliat  railway  companies  should  be  required  to 
consolidate  their  special  Acts  in  so  far  as  they 
affect  rates  or  charges  imposed  upon  the  tenders; 
(6.)  Your  memorialists  also  consider  that  railway 
companies  should  be  required  to  publish  their 
maximum  rates  in  the  same  manner  as  they  are 
at  present  required  to  2)ublish  their  tolls;  (7.) 
Your  memorialists  further  respectfully  submit 
that  the  time  has  come  when  the  Board  of  Trade 
should  exercise  the  powers  conferred  by  theTraffic 


Mr.  Barnes — continued. 

Act  of  1854,  and  the  Regulation  of  Railways 
Act,  1873,  for  the  protection  of  the  public,  and 
that  arrangements  should  be  made  whereby  the 
Board  of  Trade,  when  a violation  of  the  law  by  a 
railway  company  has  been  shown  to  exist,  should 
apply  to  the  Railway  Commissioners  for  a remedy. 
It  is  signed  by  Alfred  Barnes,  as  president,  and 
myself,  as  secretary,  in  pursuance  of  the  resolu- 
tion of  the  council  held  upon  the  15th  of  June 
1881. 


Mr.  William  Fletcher,  called  in;  and  Examined. 


Mr.  Barnes. 

9104.  You  reside  at  Brigham  Hill,  Carlisle, 
do  you  not  ? — I do. 

9105.  Are  you  a justice  of  the  peace  for 
Cumberland,  and  until  lately  Member  of  Parlia- 
ment for  Cockermouth  ? — Yes. 

9106.  You  wish  to  give  evidence  on  behalf 
of  the  West  Cumberland  Coal  Association  ? — 
I do. 

9107.  I believe  you  are  chairman  of  the 
Cleator  and  Workington  Junction  Railway  Com- 
pany ? — I am. 

9108.  What  was  this  line  promoted  for  ? — It 
was  promoted  in  1876,  in  consequence  of  the 
very  high  rates  charged  upon  iron  ore  by  the 
existing  railways  between  the  Cleator  Hematite 
district  and  the  blast  furnaces  around  W orkington, 
Harrington,  and  Maryport.  The  charges  upon 
ore  at  the  time  this  line  was  promoted,  amounted 
on  the  average  to  about  2^  d.  per  ton  per  mile, 
and  that  excessive  rate  so  handicapped  the  pig 
iron  producers  of  West  Cumberland  in  their 
competition  with  other  districts  where  Spanish 
ore  could  be  imported  at  a low  rate,  and  where 
the  materials  for  iron  making  are  cheaper  than 
in  West  Cumberland,  that  after  the  traders  had 
failed  to  get  any  relief  from  the  existing  com- 
panies, they  px’omoted  this  other  route  for  the 
purpose  of  getting  a more  moderate  rate. 

9109.  The  rates  were  very  heavy,  were  they 
not,  which  were  charged  by  the  railway  com- 
panies ? — As  I said,  they  amounted  to  something 
like  2^  d.  per  ton  per  mile  for  a distance  of  from 
12  to  15  miles. 

Chairman. 

9110.  Was  that  the  London  and  North  West- 
ern Company  ? — The  London  and  North  West- 
ern Company  was  concerned  in  it,  and  the 
Furness  Railway  Company,  and  the  then  White- 
haven, Cleator,  and  Egremont  Railway  Company, 
which  has  since  been  bought  up  by  the  London 
and  North  Western  Company  and  the  Furness 
Company  jointly,  so  that  the  parties  now  in- 
terested in  the  route  with  which  the  new  line 
competes,  are  the  London  and  North  Western 
and  the  Furness  Companies  only. 

9111.  Could  you  give  the  profits  of  the  London 
and  North  Western  Company  at  the  White- 
haven junction  line  ? — •!  cannot  give  exactly  the 
profits  of  the  London  and  North  Western  Com- 
pany upon  their  West  Cumberland  lines,  inas- 
much as  they  merge  into  the  general  profits  of 
the  company  ; but  during  the  passage  of  the 
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Cleator  and  Workington  Bill  through  Parliament, 
evidence  was  given,  based  upon  figui’es  then  pro- 
duced, to  show  that  the  profits  made  by  the 
London  and  North  Western  Company  upon 
their  then  West  Cumberland  line,  which  ran  be- 
tween Whitehaven  and  Maryport,  amounted  to 
at  least  46  per  cent,  upon  the  capital  invested  in 
that  line.  I may  say  that  some  years  before  then 
the  line  had  been  leased  by  them  from  the 
original  company  at  the  rate  of  10  per  cent,  in 
perpetuity.  That  statement  as  to  the  profits  was 
not  controverted  by  the  company,  although  their 
manager  was  put  in  the  witness  box  ; and  I may 
say  that  on  the  original  Whitehaven,  Cleator, 
and  Egremont  Railway,  which,  as  I have  stated, 
has  since  been  bought  by  the  other  two  com- 
panies in  partnership,  the  profits  upon  the  line 
had  enabled  the  company  for  a great  many  years 
to  divide  from  10  to  15  per  cent,  and  I think 
upon  one  occasion  as  much  as  18  per  cent.  I 
might  go  on  to  say  that  in  consequence  of  the 
making  of  this  Cleator  and  Workington  line,  the 
company  being  bound  to  a maximum  tariff  of  less 
than  one-half  the  maximum  tariff  of  the  existinsr 
companies,  the  rates  upon  iron  ore  have  been  re- 
duced at  least  1 d.  per  ton  per  mile,  and  that 
reduction  as  afforded  the  smelters  of  iron  ore  a 
relief  in  regard  to  the  rates  upon  that  article 
amounting  to  not  less  that  30,000  1.  a year.  The 
line  cost  300,000  /.,  most  of  which  was  found  by 
the  traders,  and  therefore  I need  not  say  that 
that  expenditure  might  have  been  saved  alto- 
gether, and  the  other  companies  might  have  been 
left  in  a much  better  position  now  if  they  had 
consented  to  take  reasonable  rates  at  first. 

Chairman. 

9112.  Do  I understand  you  to  say  that  the 
maximum  proposed  upon  this  new  line  was  half 
of  the  former  maximum? — Yes,  the  maximum 
for  the  new  line  is  l^d.  a ton. 

9113.  Was  that  the  maximum  in  the  Act  of 
Parliament,  or  did  they  ask  for  more  ? — They 
asked  for  more ; but  Lord  Redesdale,  fortunately 
for  the  traders,  would  not  allow  a higher  maxi- 
mum than  1^  d.,  inclusive  of  the  waggons. 
Perhaps  you  will  allow  me  to  state  to  the  Com- 
mittee, as  an  explanation  in  part  of  the  way  in 
which  these  excessive  rates  had  come  to  be 
charged  in  this  district,  that  the  other  lines  were 
made  under  Acts  of  Parliament,  obtained  from 
25  to  30  years  ago,  and  at  that  time  I believe  it 
was  the  practice  of  Parliament  to  allow  any 
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maximum  the  promoters  cliose  to  ask  for  ; in  one 
case  the  maximum  is  3 d.  per  ton  a mile,  with 
the  usual  short  distance  clause,  in  another  case  it 
is  4f/.,  and  in  a third  case  of  a company  whose 
Act  was  passed  about  1836  or  1837,  the  maxi- 
mum rate  is  5 d.  per  ton  per  mile. 

9114.  Could  you  tell  the  Committee  what  the 
maximum  asked  for  by  the  promoters  of  the  new 
Bill  was,  which  Lord  Redesdale  cut  down  ? — If 
I remember  rightly,  I think  we  asked  for  2 d. 

Mr.  Barnes. 

9115.  The  maximum  rates  on  the  old  lines 
being  3 f/.  ? — Upon  the  old  lines  the  maximum 
being  3 d.,  I think,  in  one  case  ; in  another  4 d., 
and  in  another  5 d.,  the  latter  maximum  being 
upon  a line  which  I have  not  yet  mentioned,  the 
Maryport  and  Carlisle,  because  it  was  not  con- 
cerned in  the  iron  ore  traffic  at  all. 

9116.  With  reference  to  the  question  of  local 
rates  upon  coal,  have  those  been  affected  by  the 
making  of  the  Cheator  and  Workington  line? — 
I have  already  said,  that  upon  iron  ore,  the  local 
rates  have  been  reduced  about  1 a ton  a mile, 
but  in  consequence  of  the  new  line,  the  Cleator 
and  Workington,  not  affecting  the  coal  trade  very 
much,  the  coal  and  coke  rates  remain  very  much 
as  they  were  before,  except  that  a fortnight  ago, 
upon  the  first  of  this  month,  there  were  some 
reduction  made  in  the  local  rates,  possibly  in  con- 
sequence of  the  action  of  this  Committee,  or  in 
consequence  of  its  expected  action  ; whether  or 
not  that  was  so,  I do  not  know,  but  at  any  rate, 
upon  the  1st  of  ffune  a revision  was  made.  I do 
not  know  the  particulars,  but  many  of  the  rates 
are  somewhat  i-educed.  The  figures  that  I have 
before  me  represent  the  rates  which  have  been 
in  use  up  to  the  1st  of  June  last,  and  for  many 
years  before. 

9117.  Did  not  the  Maryport  and  Carlisle 
Railway  Company  convert  their  debenture  capital 
into  ordinary  stock  ? — Yes. 

9118.  To  disguise  the  dividend? — Yes,  that 
Avas  the  case.  The  Maryport  and  Carlisle  Rail- 
way Company,  for  10  or  12  years,  have  been 
dividing,  upon  the  average,  from  10  to  12  per 
cent,  per  annum.  I'he  coal  owners,  Avho  were 
losing  money,  partly  in  consequence  of  the  high 
I'ates,  thought  it  a fit  time  to  apply  to  the  com- 
pany for  some  reduction  of  those  rates ; the  ap- 
plication was  not  granted,  but  immediately  after- 
Avards  the  company  took  the  extraordinai  y,  and  I 
fancy,  the  unprecedented  course,  in  order,  as  Ave 
suppose,  to  conceal  the  real  magnitude  of  their 
profits,  of  converting  nearly  the  Avhole  of  their 
preference  and  debenture  cajjital  into  ordinary 
stock,  and  that  ordinary  stock  Avas  allotted  to 
the  existing  shareholders  at  par,  Avhilst  it  Avas 
worth  in  the  market  a premium  of  at  least 
120  per  cent.  Notwithstanding  that  extra- 
ordinary financial  jierformance  the  dividends 
have  since  been  maintained  at  very  much  the 
same  point  as  before ; the  dividend  for  the  last 
half  year  Avas  10  per  cent. 

9119.  Do  you  complain,  as  colliery  OAvners,  of 
any  undue  preference  being  given? — Yes,  Ave 
comj)lain  that  the  rates  are  excessive,  inasmuch 
as  they  are  higher  than  the  rates  charged  in  other 
colliery  districts  Avith'Avhich  Ave  have  to  compete 
in  Ireland.  I may  explain  that  the  bulk  of  the 
coal  raised  in  West  Cumberland  is  exported  to 
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Ireland,  and  there  Ave  come  into  competition  with 
coal  from  South  Wales,  Lancashire,  and  the 
West  of  Scotland.  The  coal  rates  in  all  those 
districts  being  very  considerably  less ; in  some 
cases  they  are  only  one-half,  and  in  other  cases 
30  per  cent,  less  than  ours ; Ave  are,  to  use  the 
expression  I used  before,  handicapped  in  the  coal 
trade  in  consequence  of  our  rates  being  higher 
than  the  rates  of  competing  districts.  And  Ave 
not  only  complain  of  their  being  too  high  upon 
the  ground  of  fairness  and  reasonableness,  but  we 
complain  that  the  companies,  especially  the 
Maryport  and  Carlisle  Company,  give  a prefer- 
ence to  distant  freighters  over  the  local  coal- 
owners.  1 have  here  one  or  tAvo  examjfies;  to 
save  the  time  of  the  Committee  I have  only 
brought  one  or  tAvo,  but  I may  say  that  they  are 
fairly  rejAresentative,  and  that  I could  have 
brought,  I dare  say,  30  or  40  times  as  many. 
Perhaps  I may  be  allowed  to  place  in  the  hands 
of  the  honourable  Chairman  a map  shoAviug  the 
district  and  the  position  of  the  coalfields  {handing 
a map  to  the  Chairman).  This  is  the  Bray  ton 
Colliery,  the  rates  from  Avhich  I am  about  to 
quote  ; this  is  Carlisle  {pointing  to  the  map), 
thioLigh  which  a good  deal  of  coal  and  coke  traffic 
is  brought  from  places  beyond,  namely,  New- 
castle and  Stockton  into  West  Cumberland.  This 
is  Maryport,  and  this  is  the  Maryport  and  Car- 
lisle liailAvay  running  between  Maryport  and 
Carlisle,  upon  Avhich  the  Brayton  Colliery  is 
situated,  and  this  is  a point  which  I shall  haA  e 
occasion  to  mention,  Cleator  Moor,  the  route  to 
Avhich  is  first  over  the  Maryport  and  Carlisle,  and 
then  over  the  London  and  North  Western  to 
Whitehaven,  and  then  on  the  London  and  North 
Western  and  Furness  joint  line  from  Whitehaven 
to  Cleator  Moor.  Perhaps  I may  be  allowed  to 
say  that  I have  no  interest  in  this  Brayton  Col- 
liery myself.  Noav,  the  coal  rate  from  Brayton 
to  jNIaryport,  a distance  of  nine  miles,  in  the  com- 
pany’s Avaggons,  is  1 s.  5 d.  per  ton  for  shipment, 
and  1 5.  1 1 (/.  for  land  sale,  but  from  Carlisle  to 
Maryport,  a distance  of  28  miles,  over  three  times 
as  far,  the  company  brings  coal  from  Scotland  and 
NeAvcastle  at  1 s.  84  d.  per  ton  in  OAvner’s  Avaggons, 
which  is  equal  to  2 s.  in  company’s  Avaggons  for 
shipment,  and  1 5.  llff.  per  ton  in  owner’s 
Avaggons  (equal  to  2 s.  24  d.  in  company’s  Avag- 
gons) for  land  sale.  The  rate  from  Brayton  to 
Carlisle,  a distance  of  21  miles,  is  2 s.  '2d.  a ton 
in  comjiany’s  waggons. 

Chairman. 

9120.  Then,  in  fact,  your  figures  shoAv  that 
from  Carlisle  to  MaryjAort  is  the  same  charge  as 
for  a portion  of  the  same  distance  from  Brayton 
to  Carlisle  ? — The  rate  from  Brayton  Colliery  to 
Carlisle,  a distance  of  21  miles,  is  2 s.  2 fZ.  per 
ton,  whereas,  as  you  have  seen,  the  company 
brings  coal  the  other  Avay, from  Carlisle  to  Mary- 
port, a distance  of  28  miles,  for  2 s.  2^  d.  Now, 
the  coke  rate  from  Brayton  to  .Maryport  is  1 s.  1 1 <Z. 
per  ton  in  company’s  Avaggons,  a distance  of  nine 
miles,  and  from  Brayton  to  Carlisle,  21  miles, 
3 s.  2 d.  per  ton ; but  the  company  bring  coke  from 
Carlisle  to  Maryport,  a distance  of  28  miles,  at 
2 s.  4 d.  per  ton  in  company’s  Avaggons.  In  the  case 
of  the  Brayton  coke,  the  rate  is  exactly  24  cZ.  per  ton 
per  mile  to  Maryport ; in  the  case  of  coke  via  Car- 
lisle, the  rate  is  1 d.  per  ton  per  mile  in  company’s 
Avaggons.  The  result  of  that  is,  that  as  the  coke 

makers 
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makers  in  Newcastle  can  produce  coke  very  much 
cheaper  than  the  West  Cumberland  coke  makers 
can,  and  as  the  quality  is  very  much  better, 
they  are  enabled  almost  to  prevent  the  sale  of 
local  coke  at  all  in  consequence  of  these  dif- 
ferential rates. 

Mr.  Barnes. 

9121.  Of  course  that  is  quite  contrary  to  the 

decision  in  the  Denaby  main  case  ? — Entirel}^ 
Then  I will  give  the  Committee  an  example  in 
which  the  London  and  North  Western  Com- 
pany and  the  Furness  Company  are  concerned, 
as  well  as  the  Maryport  and  Carlisle  Com- 
pany. The  rate  on  coke  from  Brayton  col- 
liery to  Cleator  Moor,  a distance  of  28  miles, 
is  4.9.  5 d.  a ton  in  company’s  waggons, 

but  the  three  companies  bring  coke  from  Car- 
lisle to  Cleator  Moor,  a distance  of  47  miles  for 
3s.  Ml  d.  per  ton;  they  actually  charge  51  d. 
less  for  the  47  miles  than  they  charge  for  the  28. 

1 dare  say  these  figures  seem  to  the  Committee 
almost  incredible,  but  they  are  facts. 

Chairman. 

9122.  Will  you  give  the  Committee  your  idea 
of  the  reason  of  the  railway  companies  doing  this  ; 
has  the  Carlisle  coke  and  coal  got  another  out- 
let, namely,  through  Maryport  ? — I dare  say 
that  the  excuse  the  company  would  give  is, 
that  tlie  coke  via  Carlisle,  having  to  come  a 
further  distance  of  50  miles,  they  are  obliged  to 
make  a lower  rate  for  it,  in  order  to  get  it  in  at 
all. 

Mr.  Barnes. 

9123.  The  railway  company  totally  Ignore  the 
geographical  position  of  the  home  colliery  ? — 
Yes.  Then  I may  mention  that  I have  a colliery 
of  my  own  not  very  far  from  Brayton,  two  or 
three  miles  off,  which  is  the  nearest  colliery  in 
existence  to  Carlisle,  and  naturally  should  be 
expected  to  command  the  trade  there,  but  in 
consequence  of  the  coal  rates  to  Carlisle  from 
other  districts,  Scotland,  Newcastle,  and  Lan- 
cashire, being  very  much  lower  than  the  rates 
charged  to  me,  I am  cut  out  of  Carlisle  almost 
altogether  by  those  distant  districts. 

Mr.  Bolton. 

9124.  Do  you  mean  that  the  total  rate  per  ton 
from  Scotland  is  less  than  you  have  to  pay? — 
No,  I mean  the  rate  per  mile  ; but  I believe  some 
of  tliQ  rates  from  Scotland  to  Carlisle,  more  than 
double  the  distance,  are  no  more,  or  very  little, 
if  any,  more  than  mine,  my  distance  bei  ng  20 
miles. 

Mr.  Barnes. 

9125.  What  is  the  Scotch  distance? — I have 
not  the  distances,  nor  the  total  rates,  only  I know 
that  the  rate  per  ton  per  mile  from  Scotland  is 
less  than  half  what  I am  paying. 

Mx*.  Bolton. 

9126.  M here  do  the  coals  come  fi'om  in  Scot- 
land ? — From  Ayr. 

9127.  Mould  you  say  that  was  150  miles? — 
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No,  it  is  oidy  150  miles  to  Glasgow  from  Car- 
lisle ; I am  infoi’ined  that  it  is  107  miles  to 
Ayr. 

Mr.  Barnes. 

9128.  Have  you  anything  further  to  lay  before 
the  Committee  ? — I think  not,  as  regards 
facts. 

9129.  I presume  you  approve  of  the  memorial 
that  has  been  handed  in  ? — I entirely  approve  of 
the  memorial  presented  as  far  as  it  goes,  but  1 
should  be  inclined  to  go  further  and  ask  that 
])Ower  should  be  given  to  the  Railway  Commis- 
sioners to  settle  the  maximum  rates  in  every  case  ; 
that  is  in  the  case  of  every  railway ; or  other- 
wise, that  Parliament  should  pass  an  Act  to 
enforce  a uniform  maximum  throughout  the  king- 
dom. 

Sir  Daniel  Gooch. 

9130.  lYould  you  give  power  to  the  Railway 
Commissioners  to  I'epeal  the  Acts  of  Parliament 
in  existence  now  ? — As  far  as  the  maximum  rates 
are  concerned. 

9131.  You  spoke  of  your  rate  into  Carlisle 
being  not  much  under  the  rates  for  longer  dis- 
tances, and  that  the  distant  districts  had  cut  you 
out  entirely  from  Carlisle  in  the  sale  of  coal ; 
therefore,  I suppose,  your  coal  cannot  be  so  good 
as  the  other? — Our  coal  is  better  than  the  Scotch 
coal. 

9132.  Then  why'  does  the  rate  cut  you  out  of 
the  trade  ? — First  of  all  the  coal  iji  Scotland  is 
produced  at  at  least  2 5.  a ton  less  cost  than  ours, 
and  that  gives  a great  advantage  to  the  Scotdi 
coal  against  ours. 

Mr.  Bolton. 

9133.  \ou  obtained  relief  I think  from  these 
excessive  rates  by  making'  a new  line  for  your- 
selves sometime  ago  : — 'lYe  obtained  relief  upon 
tlie  iron  ore  rates  only. 

9134.  By  an  expenditure,  I think  ymu  said,  of 
300,000  1.  ?— From  300,000  1.  to  400,000  1. 

9135.  Is  that  a profitable  expenditure  ? — The 
line  has  been  opened  ] 8 mouths  ; one-half  year 
the  line  paid  3§  per  cent.,  and  the  other  half-year 
3 per  cent.,  but  as  yet  the  local  traffic  upon  the 
line  is  very  imperfectly'  developed.  I have  no 
doubt  that  when  it  is  developed,  and  the  line  is 
able  to  get  fair  play  from  the  rival  companies,  it 
will  be  able  to  pay  a very  fair  dividend. 

9136.  Then  what  have  y'ou  to  complain  of  in 
that  respect ; you  complained  of  being  comjielled 
to  relieve  yourselves  of  this  objectionable  state  of 
matters  by  making  this  new  line  ; if  that  new 
line  has  been  a profitable  speculation,  what  have 
you  to  complain  of? — It  would  have  saved  that 
expenditure  of  capital,  and  it  would  have  been 
better  for  the  existing  companies. 

9137.  But  1 am  speaking  of  the  effect  ujjon 
the  traders  themselves  who  made  the  new  line ; 
one  would  think  that  if  it  was  a profitable  specu- 
lation into  which  they  were  led,  they  have  no- 
thing to  complain  of  in  the  matter  ? — I do  not 
say  that  they  have,  only  that  it  is  a pity  money 
should  be  spent  unnecessarily'. 

9138.  You  promoted  a new  line  this  y'eai’,  did 
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you  not  ? — W e promoted  an  extension  of  the 
existing  line. 

9139.  Was  that  thi-own  out? — It  was  thrown 
out  in  consequence  of  the  London  and  North 
Western  Company  agreeing  to  give  the  traders 
who  were  at  our  backs  the  same  rates  as  we 
should  liave  given  them. 

9140.  Was  that  the  same  reduction  as  that 
which  you  referred  to  just  now  ? — It  can  only 
apply  to  a very  small  part  of  the  rates  which 
have  been  revised,  because  the  reduction  given 
by  the  London  and  North  Western  Company 
only  applied  to  the  four  miles  between  Maryport 
and  Workington. 

9141.  It  applied  to  a part  of  this  district? — It 
applied  to  a part  of  it. 

9142.  So  that  the  reduction  was  not  referable 
entirely  to  the  sitting  of  this  Committee  ? — I 
guarded  myself  in  saying  that  it  might  be  so 
partly. 

9143.  I think  you  stated  that  it  was  possibly 
in  consequence  of  this  Committee  sitting ^ — I did 

9144.  And  it  was  not  so,  quite  ? — The  under- 
taking I have  spoken  of  compelled  them  to  make 
certain  reductions,  but  those  reductions  do  not 
affect  any  of  the  examples  I have  given  the 
Committee  to-day. 

914d.  With  regard  to  the  undue  preference  to 
which  you  referred  when  you  said  that  the  rates 
were  excessive,  are  those  in  excess  of  the  statu- 
tory powers  of  the  railway  company? — No,  they 
are  not,  because  the  statutory  powers  are  4 d.  or 
5 d.  a ton  a mile,  but  they  are  excessive  as  com- 
pared with  tlfe  rates  charged  in  the  districts  that 
we  have  to  compete  with,  and  districts  which  in 
other  respects  are  better  off  than  we  are. 

9146.  I suppose  the  Newcastle  traders  would 
rather  take  the  opposite  view  from  you  in  this 
respect? — No  doubt;  their  interests  are  diametri- 
cally opposed  to  ours. 

9147.  And  the  Scotch  traders  too,  possibly? — 
No  doubt. 

9148.  Do  you  know  the  total  charge  per  ton 
from  Ayr  ? — I do  not  know  the  total  charge. 

9149  I presume  you  would  be  satisfied  that 
the  total  charge  for  the  107  miles  must  be  con- 
siderably more  than  for  20  miles? — No  doubt. 

9150.  And  therefore  to  the  extent  of  the 
difference  between  the  charge  for  the  107  miles 
and  for  the  20  miles,  you  have  the  advantage 
over  the  Scotch  producer  ? — That  is  so. 

9151.  You,  as  I understand,  wmuld  desire  to 
exclude  traders  wishing  to  get  Scotch  coal  ? — I 
think  it  would  be  only  reasonable  that  with  a 
colliery  within  20  miles  of  the  market,  I should 
be  in  a position  to  compete  with  a colliery  107 
miles  off.  The  Scotch  coal,  as  I have  stated,  is 
very  much  more  cheaply  produced. 

9152.  And  that  advantage  you  wish  the  Carlisle 
trader  to  be  deprived  of,  is  that  so  ? — The  effect 
would  be  to  deprive  the  Carlisle  trader  of  the 
advantage  of  a rate  which  is  out  of  all  proportion 
to  ours. 

Mr.  Phipps. 

9153.  The  railway  that  you  made  in  competi- 
tion with  the  then  existing  railways,  has  not  at 
present  paid  pef'uniaril}', has  it? — It  has  paid  the 
first  half  year  3^  per  cent.,  or  3i  per  cent.,  and 
the  last  half  year  3 per  cent. 


Mr.  Phipps — continued. 

9154.  But  if  the  line  does  not  pay  directly,  it 
probably  will  pay  indirectly  by  the  diminution  of 
the  rates  which  you  say  has  already  taken  place? 
— The  traders  interested  in  the  rates  found  most 
of  the  money  for  the  railway,  and  as  I have 
already  stated,  they  have  got  a reduction  in  the 
iron  ore  rate  equal  to  30,000  1.  a year. 

9155.  Of  1 d.  a ton  a mile  ? — Yes. 

9156. ^  That  would  be  a 1 5.  a ton  over  the 
Avhole  distance  ? — About. 

9157.  And  Avhat  difference  would  that  make  in 
the.  production  of  a ton  of  iron?  — Nearly 
double. 

9158.  And  the  result  is  that  you  are  able  to 
pi’oduce  iron  2 5.  a ton  cheaper  than  you  could 
before  ? — That  is  so. 

9159.  You  would  like  a uniform  maximum  rate; 
do  you  think  that  that  would  be  quite  fair,  inas- 
much as  the  circumstances  differ  between  various 
places  ? — I think  it  would  be  fairer  to  adopt  my 
other  suggestion,  that  the  Railway  Commis- 
sioners should  have  the  power  of  fixing  the 
maximum  rate  for  each  line,  according  to  the 
circumstances, 

Mr.  Lowther. 

9160.  You  have  seen  this  memorial  of  the 
Mining  Association  of  Great  Britain,  have  you 
not  ? — I have. 

9161.  Were  you  a party  to  it  ? — I should  have 
gone  further  than  the  memorial  goes. 

9162.  Do  you  agree  with  this  part  of  the 
memorial,  “ That  your  memorialists  are  de- 
pendent for  their  trade  ujion  the  convey'ance  of 
their  coals  and  minerals  by  the  railways  and 
canals  of  the  United  Kingdom ; ” are  they  de- 
pendent upon  the  railways  and  canals  ; do  you 
knoAv  that  you  can  send  coals  from  Workington 
to  the  Isle  of  Man  by  sea?— First  of  all,  they 
have  to  pass  over  the  local  railways ; the  col- 
lieries in  the  Workington  and  the  Maryport 
district  are  several  miles  inland ; the  one  that 
I have  been  speaking  of,  belonging  to  myself,  is 
12  miles  from  the  sea,  and  the  rate  charged  for 
that  intervenmg  district  is  so  heavy,  as  to  make 
the  shipment  of  coal  to  me  an  unprofitable  matter 
altogether  ; 1 admit,  that  in  the  case  of  White- 
haven, which  probably  you  have  in  your  mind, 
the  coal  is  put  on  board  ; the  pits  are  close  to  the 
harbour,  so  that  Whitehaven  is  not  affected  by 
the  railway  charges  as  regards  shipment,  but 
they  do  send  a good  deal  of  coal  for  land  sale  as 
well. 

9163.  The  rates  that  you  haA  C given  are  for 
short  distances,  are  they  not? — Yes,  most  of  them 
are  ; I have  given  some  rates  for  28  miles,  and 
one  for  47  miles. 

9164.  Do  you  send  the  traffic  in  your  own 
coal  long  distances? — No,  not  longer  than  20 
miles. 

9165.  Are  the  rates  charged  for  long  distances 
reasonable  ? — We  have  no  long  distances. 

9166.  You  stated  that  you  Avere  not  directly 
interested  in  the  coal  at  Brayton  ?— I have  no 
interest  in  Brayton. 

9167.  Tou  haAC  some  interest  in  the  convey- 
ance of  coal  to  klaryport  and  Workington  ? — 
I have  some  interest  in  the  conveyance  of  coal  to 
those  i)laces  ; I have  a colliery  near  to  Brayton  . 

9168.  I suppose 
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Mr.  Nicholson. 

9168.  I suppose  you  would  be  satisfied  if  your 
rates  were  assimilated  or  approximated  to  the 
rates  from  Scotland  ? — Yes,  if  they  were  approxi- 
mated to  the  rates  in  competing  districts.  I have 
here  a Table  which  has  already  dene  duty  before 
two  or  three  railway  committees,  showing  the 
maximum  rates  chargeable  in  South  Wales  upon 
coal  with  which  we  compete  directly  in  Dublin 
and  Belfast. 

9169.  An  honourable  Member  said  that  if  your 
Bill  was  carried,  it  would  place  Scotland  at  a 
disadvantage  ; is  that  so  •? — I do  not  want  the 
thi’ough  rates  increased  ; I want  the  local  rates 
reduced,  so  that  the  Caidisle  people  would  be  the 
better  for  it. 

Mr.  Cross. 

9170.  Would  you  say  that  the  Railway  Com- 
missioners should  have  the  power  to  fix  the  rates 
subject  to  the  maximum  rate  granted  by  Act  of 
Parliament  ? — I suggested,  first  of  all,  that 
power  should  be  given  to  the  Railway  Commis- 
sioners to  fix  a maximum  rate  for  each  railway 
company. 

9171.  You  would  leave  the  power  to  fix  the 
maximum  rate  for  each  railway  company  in  the 
hands  of  the  Railway  Commissioners? — I would, 
having  regard  to  the  special  circums-tances  of 
each  case.  If  a line  had  cost  moi’e  than  railways 
cost  generally,  I should  see  no  fault  in  the  maxi- 
mum rate  being  placed  at  a higher  figure. 

Lord  Randolph  Churchill. 

9172.  You  think  you  are  at  a distinct  geogra- 
phical advantage  at  your  colliery  in  its  being  only 
20  miles  distant  from  Carlisle  foj‘  the  supply  of 
Carlisle  ? — Yes. 

9173.  And  you  think  that  if  your  rates  were 
lowered  to  the  proportion  of  the  Newcastle  and 
Scotch  rates,  you  would  be  better  able  to  supply 
Carlisle  than  you  are  now?— Yes. 

9174.  If  you  had  a fixed  mileage  rate  from  the 
pit’s  mouth,  you  would  be  able  to  sell  coal  at  a 
much  lower  price  to  the  Carlisle  people  than  the 
Newcastle  people  could  do? — Yes. 

9175.  The  tendency  of  the  present  rate  is  to 
keep  up  the  price  of  coal  to  the  public? — They 
undoubtedly  must  have  that  tendency. 

Chairman. 

9176.  Is  your  quality  of  coal  equal  to  the 
Scotch  ? — It  is  better  than  a good  deal  of  the 
Scotch  coal,  and  about  equal  to  some  ; it  is  not 
so  good  as  the  Newcastle,  but  about  a similar 
quality  to  most  of  the  Lancashire  coal  that  comes 
into  Cumberland. 

9177.  Did  the  construction  of  this  Cleator  and 
Workington  line  bring  down  the  charge  of  the 
old  railways  considerably  ? — Yes ; it  was  2\  d.  to 
begin  with,  but  the  making  of  this  line  bi'ought 
down  the  rates  upon  the  old  lines  to  the  maxi- 
mum rates  upon  the  new  lines,  that  is  to  say,  to 

d. 

9178.  So  that  they  are  all  equal  now  ? — They 
are  all  equal  now. 

9179.  I wish  to  ask  you  two  or  three  questions 
about  this  memorial,  merely  because  it  is  useful 
that  people  should  knowq  if  they  do  not,  what 
the  state  of  the  law  is.  I see  in  the  first  sub- 
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])aragraph  of  your  memorial  you  recommend  that 
“the  Railway  Commissioners  should  have  power, 
on  the  application  of  a private  trader,  to  order 
two  or  more  railway  companies  to  make  a through 
rate  would  you  advocate  that  any  trader,  irre- 
spective of  his  importance  or  position,  should  have 
power  to  put  in  motion  the  Railway  Commis- 
sioners to  compel  the  railway  companies  to  give 
a through  rate  ? — I think  it  would  be  fair  that 
a trader  should  have  the  power  of  approaching 
the  Railway  Commissioners  ; it  would  be  in  their 
discretion  whether  they  would  grant  his  request 
or  not. 

9180.  Then  you  say  in  your  memorial,  that 

“ The  Railway  Commissioners  should  have  power 
to  enforce  obedience  on  the  part  of  railway  com- 
panies to  the  provisions  of  their  respective  special 
Acts.”  Would  you  mean  by  that  that  you  would 
advocate  that  the  Railway  Commissioners  should 
have  power  to  prevent  railway  companies  from 
charging  beyond  their  legal  maximum  ? — Cer- 
tainly. ® 

9181.  And  then  you  go  on  to  say,  “and  in 
particular  to  compel  ralhvay  companies  to  open 
and  work  lines  made,  or  authorised  to  be  made, 
for  the  purpose  of  connecting  adjoining  systems 
of  railways.”  I do  not  quite  understand  what 
you  mean  by  that?' — I was  not  present  when  this 
memorial  was  drawn  up  ; if  you  will  be  kind 
enough  to  address  those  questions  to  the  next 
witness,  he  will  be  more  able  than  I am  to  state 
what  was  in  the  minds  of  those  wdio  drew  the 
memorial  up. 

Mr.  Bolton. 

9182.  {Through  the  Committee.)  You  stated, 
in  answer  to  an  honourable  Member,  that  if  the 
rates  for  the  20  miles  were  assimilated  propor- 
tionately to  the  rates  from  Scotland,  you  would 
be  able  to  compete  with  the  Scotch  coal ; but  you 
told  me  that  you  did  not  know  what  the  Scotch 
freight  was ; therefore,  I cannot  understand  how, 
if  your  rate  was  assimilated  to  the  Scotch  rate,  of 
which  you  have  no  knowledge,  you  know  that 
you  would  be  able  to  compete  with  the  Scotch 
coal  ? — 1 know  what  the  Scotch  rate  charged  is 
for  similar  distances ; it  is  upwards  of  g d.  a ton 
a mile  less  than  I am  charged  from  my  colliery 
to  Carlisle,  and  I say  that  if  I were  able  to  reduce 
the  price  of  my  coal  in  Carlisle  by  that  much, 
which  would  come  to  10<f.  a ton,  I should  pro- 
bably be  in  a position  to  compete  wdth  the  Scotch 
and  other  markets. 

9183.  If  you  do  not  know  the  rates  charged 
from  Scotland  you  do  not  know  that  there  are 
different  rates  in  different  districts  ? — I have  here 
a great  number  of  local  rates  in  Scotland,  and  as 
I have  already  stated,  those  rates  are  very  con- 
siderably lower  than  the  local  rate  I am  complain- 
ing of  in  ray  own  case. 

9184.  But  you  do  not  know  that  those  rates 
are  applied  to  the  local  traffic  between  Ayr  and 
Carlisle  ? — No. 

Lord  Randolph  Churchill. 

9185.  But  you  know  that  Scotch  coal  and 
Newcastle  coal  come  into  Carlisle  from  far  greater 
distances  in  such  quantities  as  to  cut  out  your 
coal  ? — That  is  so. 
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Mr.  Ba  rnes. 

9186.  I THINK  you  are  a Solicitor  and  Parlia- 
mentary Agent, of  No.  5,  Victoria-street? — I am. 

9187.  And  you  are  also  a Coalowner  in  Vork- 
sliire  and  South  Wales? — Yes. 

9188.  And  you  have  a considerable  interest  in 
both  of  those  districts  ? — Yes. 

9189.  I think  you  were  solicitor  to  the  Great 
Xortliern  Company  in  the  getting  of  their  Act  in 
1846?— Yes. 

9190.  For  some  time  afterwards  you  were  also 
solicitor  to  the  company? — Fora  great  number 
of  years  afterwards. 

9191.  And  you  are  perfectly  acquainted  with 
the  commencement  of  the  supply  of  coal  to 
London  by  railway? — Yes. 

9192.  The  commencement  <>f  the  supply  of 
coal  to  London  by  railway  I belieye  was  in 
1851  ? — Yes  ; un  to  tjjat  time  coal  had  been 
brought  in  by  the  canals  : there  was  scai'cely  any 
brought  in  by  railway  ; in  fact,  railway  compa- 
nies were  so  shy  of  carrying  coal  that  the  general 
manager  of  the  London  and  North  Western 
Company  at  that  time  pro])Osed  that  the  first 
train  of  coal  which  was  put  upon  his  line  should 
be  sheeted  ; he  said  it  did  not  look  respectable 
to  have  a train  of  coal  going  along  his  railway  ; 
but  the  trade  has  so  much  increased  since  then 
that  tlicre  are  now  6,000,000  tons  of  coal  brought 
by  railway  into  London  every  year.  I have  here 
a statement  of  the  sources  from  which  they  are 
derived,  and  the  quantities  furnished  by  each 
(handing  in  a Table\ 

9193.  That  Table  is  the  Table  of  1877,  is  it 
not? — This  is  the  Table  for  1877  ; there  is  no 
public  document  appearing  that  separates  the 
coal  into  the  different  counties  and  coal  fields 
from  which  it  comes ; we  have  no  such  public 
document.  This  was  made  up  for  another  pur- 
pose in  1877,  and  it  is  quite  close  enough  to 
elucidate  the  observations  I am  about  to  make. 

{ The  IJ  iiness  handed  in  maps  to  the  CornmUtec 
shoiving  the  coal  Jields.)  It  will  be  seen  by  the 
Table  I h ave  handed  in  that  the  AVarwickshire 
coal-field  is  the  nearest ; but  sends  very  little, 
Leicestershire  is  also  near;  but  sends  very  little, 
the  reason  being  that  the  quality  of  the  coal  in 
AVarwickshire  and  Leicestershire  is  not  accept- 
able in  the  London  market.  On  the  other  hand 
South  Staffordshire  and  Shropshire  send  a 
respectal)le  quantity,  and  Derbyshire  and  Not- 
tinghamshire, Avhich  for  quality  and  quantity  are 
most  suitable  for  the  London  market,  send  about 
one-half  of  the  entire  quantity  which  is  con- 
sumed in  London.  Again,  the  South  Yorkshire 
and  the  West  Riding  of  Yorkshire,  send  nearly 
1,000,000  tons,  and  South  AA’^ales  sends  nearly 
1,000,000  tons  ; Durh.am  sends  by  railway  about 
250,000  tons ; the  coal  comes  mostlv  by  sea  from 
there ; but  from  all  these  sources  London  is 
siq)plied.  I have  given,  in  this  Table,  the  rates 
from  each  of  those  coal  fields.  Those  are  rates 
Avhich  were  fixed  I think  about  1870,  but  they 
have  varied  very  little ; it  may  be  a few  pence 
in  some  of  them  ; but  the  rates  now  are  very 
much  the  same  as  the  rates  that  were  charged  in 
1870.  It  Avill  be  seen  there  that  I have  put  down 


Mr.  Barnes — continued. 

decimally  what  proportion  of  a 1 d.  a ton  a mile 
is  charged  from  each  coal  field ; the  nearest  coal 
field  for  instance  is  charged  *55  d.,  and  the  farthest 
coal  field,  Durham,  at  the  bottom  of  the  paper,  is 
charged  only  ‘SOf/.,  so  that  through  the  paper  it 
will  be  seen  that  the  further  the  distance  the 
lower  the  mileage  charge,  and  I conceive  in  the 
working  of  the  coal  traffic  to  the  immense  extent  to 
which  it  must  be  worked  in  this  country  that  that  is 
a necessary  consequence.  If  you  Avere  to  charge  the 
same  sum  jier  ton  per  mile  throughout  Derbyshire 
and  Nottinghamshire  would,  practically,  have  the 
monopoly  of  the  London  market,  instead  of  which 
they  now  only  serve  half  of  it ; they  ai'c  competed 
Avith  by  all  the  other  coal  fields  that  there  are 
upon  this  table  in  consequence  of  the  difference 
of  rates.  It  may  seem  to  some  gentlemen  that 
the  difference  betAveen  the  '55  d.,  and  the  "44  d. 
is  smell,  but  it  really  Avorks  out  Avhen  you  come 
to  multiply  it  by  a couple  of  hundred  miles,  or 
so,  to  a very  respectable  sum,  and  so  close  is  the 
competition  in  the  coal  trade  that  1 d.  per  ton 
Avill  command  the  market. 

9194.  Those  rates  Avhich  you  have  given*  do 
not  include  the  City  dues,  do  they  ? — No,  they 
are  exclusive  of  City  dues  and  Avaggons;  they 
show  simply  the  rate  per  ton  per  mile  ; there  are 
1 s.  1 d.  City  dues  paid  upon  all  coals  coming  into 
Loudon. 

9195.  The  City  dues  are  paid  by  the  railway 
companies  upon  all  the  coal  that  comes  Avithin 
the  20  miles? — Yes,  that  is  so. 

9196.  This  Table  shoAvs  a total  of  5,233,000  ; I 
believe  the  present  figure  is  about  1,000,000 
more  ?• — A^es,  it  is  about  1,000,000  more  noAv,  and 
it  is  steadily  increasing,  because  the  cheaper  coal 
is  the  more  is  consumed  of  it. 

9197.  I believe  you  contend  that  if  a rigid  mile- 
age rate  Avere  adopted  throughout  the  product  of  the 
distant  collieries  Avould  not  come  into  the  London 
district  until  the  price  of  coal  had  risen  consider- 
ably ? — That  is  obvious.  Supposing  the  railway 
companies  charge  the  same  sum  ])er  ton  per  mile 
Derbvsliire  and  Nottino-hamshire  being  the  nearest 
coal  fields  of  Avhich  the  quantity  and  quality  oi 
the  coal  suits  the  London  market,  they  avouIcI 
have  the  call  of  the  market  until  the  price  rose  to 
such  an  extent  that  a moi’c  distant  colliery  could 
afford  to  come  in  Avith  profit,  but  by  the  method 
Avhich  has  been  aclojrted  by  the  railway  companies 
ever  since  the  opening  of  the  coal  trade  by  the 
raihvays,  Avhich  AA^as  in  1850  and  1851,  the  rate  per 
mile  carriage  is  lessened  by  the  distance,  and 
although  it  does  not  make  the  cost  equal  (the 
raihvay  companies  do  not  loAver  the  price  to 
such  an  extent  as  to  put  the  distant  upon  a 
perfect  equality  Avith  the  nearer  fields),  yet  it 
practically  brings  them  into  competition.  This  has 
not  been  done  by  any  concert  amongst  the  rail- 
Avay  companies,  but  in  furtherance  of  their  oAvn 
interests  and  by  reason  of  the  pressure  Avhich  has 
been  put  upon  them  by  the  trade.  It  Avill  be 
seen  by  this  Table  that  the  longer  distances  have 
the  lower  rates  per  ton  per  mile,  although,  of 
course,  they  are  higher  than  the  local  rates ; 
and  it  is,  I contend,  to  the  public  interest 

that 


SELECT  COMMITTEE  ON  RAILWAYS. 


409 


16  June  1881.]  Mr.  Baxter.  '^Continued. 


Mr.  continued. 

that  that  difference  should  exist,  because  you 
have  now  all  these  fields  competing  in  the  London 
market ; whereas,  it’  you  were  to  take  a rigid  sum 
ner  ton  per  mile  throughout,  you  would  shut  every 
market  until  the  first  market  was  exhausted,  or 
until  the  price  rose  to  such  an  extent  as  to  enable 
the  more  distant  coal  fields  to  come  into  competition. 

9198.  At  the  same  time  you  take  into  account 
the  geographical  position  of  each  colliery  ?— It  is 
taken  into  account  by  the  railway  companies. 

9199.  Though  not  strictly  a mileage  account? 
—No. 

9200.  The  latter  was  the  decision  in  the  Denaby 
Main  case,  was  it  not  ^ — Yes;  another  thing  that 
the  railway  companies  did,  and  which  they  did  not 
do  in  consequence  of  any  desire  to  do  it,  but  because 
it  was  pressed  upon  them,  was  to  group  collieries. 
In  South  Yorkshire  we  have  a district  within  a 
radius  of  five  miles  from  a place  called  Wombwell 
(it  is  of  a diameter  of  about  10  miles)  containing 
about  20  to  30  collieries,  to  which  the  railway 
companies  charge  the  same  rate.  They  adopted 
that  system  30  years  ago,  and  have  continued  it 
for  30  years  to  the  universal  satisfaction  of  the 
trade,  the  railways,  and  the  colliery  owners,  ex- 
cepting one  or  two  which  lie  nearest  to  the  place 
of  sale,  and,  therefore,  consider  that  they  have  a 
right  to  an  advantage  over  their  fellows.  They 
have  the  advantage  always  in  some  respects  of 
their  situation,  if  they  are  nearer  they  can  take 
advantage  of  it ; but,  under  the  method  of  group- 
ing, one  price  is  given  to  the  20  or  30  different 
collieries : it  lessens  the  trouble  to  the  railway 
companies,  and  it  brings  everyone  of  those  colleries 
into  competition  with  its  fellow.  Another  great 
advantage  is,  that  ships  come  into  Hull  wanting 
2,000  or  3,000  tons  directly,  they  send  down  to 
any  of  those  collieries  (they  are  all  at  the  same 
price,and  the  same  carriage),  they  order  their  coals, 
and  get  them  in  the  course  of  the  next  day ; whereas, 
if  the  rates  differed  to  each  colliery,  they  would 
have  to  make  a bargain  with  each  colliery,  and 
buy  at  the  lowest  colliery  learning  how  much 
that  colliery  could  serve,  and  probably  be  delayed 
several  days  instead  of  being  expedited  as  at 
present.  But  last  year  the  Denaby  Main  Col- 
liei’y  Company  went  to  the  Railway  Commis- 
sioners, and  the  Railway  Commissioners  not  un- 
derstanding the  subject,  I am  afraid,  put  their 
foot  upon  it  and  said,  you  shall  charge  the  same 
sum  per  ton  per  mile.  The  consequence  of  that 
is  that  it  has  broken  up  the  group,  and  thrown 
the  export  trade  in  Hull  and  South  Yorkshire 
into  confusion,  and  altogether  disorganised  the 
trade  of  the  district. 

Chairman. 

9201.  Might  I interpolate  this,  that  it  seems 
to  me  that  the  principle  of  the  decision  of  the 
Railway  Commissioners  in  the  Denaby  Main 
Colliery  case  if  carried  to  its  logical  conclusion 
would  bring  about  an  equal  mileage  rate  through- 
out the  whole  kingdom  ? — That  vvould  be  so  ; they 
now  say,  privately,  “We  did  not  mean  to  go  to 
the  full  extent  of  that,”  but  their  decision  goes  to 
that,  namely,  that  the  man  who  is  10  miles  from 
the  port,  we  will  say,  ought  to  have  a lower  rate 
than  the  man  who  is  20  miles  from  the  port ; 
whereas  by  the  system  of  grouping  you  get  the 
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same  rate  to  20  or  30  collieries  ivithin  a radius  of 
five  or  10  miles. 

9202.  Do  you  know  whether  that  company  were 
represented  by  counsel? — Yes,  the  railway  argued 
it,  and  re-argued  it,  but  they  could  not  convince 
the  Railway  Commissioners  of  the  advisability  of 
the  policy,  and  they  have  given  a decision  which 
has  created  great  confusion. 

Mr.  Dillwyn. 

9203.  Which  railway  company  was  it  that 
carried  the  coal  under  this  grouping  system  ? — 
The  Manchester,  Sheffield,  and  Ijincolnshire 
Railway  Company. 

Mr.  Barnea. 

9204.  I believe  the  decision  of  the  Railway 
Commissioners  was  that  the  Denaby  Main  Col- 
liery should  have  the  advantage  of  its  geogra- 
phical position? — Yes. 

9205.  That  having  taken  its  coalfield  and  ex- 
pended its  capital  upon  that  coalfield,  upon  the 
faith  of  its  being  nearer  the  market,  it  should 
have  the  advantage  of  what  it  had  actually  given 
to  its  lessors? — Those  were  the  aroruments  used 
m its  favour  ; but  the  fact  was  that  long  before 
the  Denaby  Main  Colliery  was  thought  of,  the 
grouping  had  been  established,  and  it  knew  before 
it  sunk  its  pit  what  would  be  the  rate  to  be 
charged  to  its  colliery,  and  to  the  other  collieries  ; 
so  that  it  could  be  in  no  doubt  about  that. 

Lord  Randolph  Churchill. 

9206.  1 suppose  this  grouping  that  you  speak 
of  is  entirely  cai)ricious  upon  the  part  of  the  com- 
panies; they  can  put  a colliery  in  or  keep  it  out? 
— It  must  be  an  arrangement  between  the  rail- 
way companies  and  the  collieries ; you  cannot 
compel  the  railway  company  to  group. 

Sir  Daniel  Gooch. 

9207.  Pressure  has  been  put  upon  the  railway 
companies  to  do  it,  has  it  not  ? — (^uite  so. 

9208.  It  is  not  to  the  interest  of  the  railway 
company  to  do  it,  except  that  it  developes  the 
trade  ? — That  is  so. 

Mr.  Barnes. 

9209.  You  are  aware  that  that  particular 
policy  is  not  pursued  by  the  Midland  Company  ? 
— I do  not  know  what  the  Midland  policy  is,  but 
I should  think  that  the  Midland  Company  must 
have  the  same  policy  upon  some  parts  of  its  line  ; 
I know  that  the  Midland  rates  accommodate 
themselves  to  the  circumstances  of  the  country 
in  that  respect.  In  the  neighbourhood  of  Wigan 
the  Wigan  colleries  have  one  rate ; I think  it  is 
Is.  4 d.  ; the  difference  of  distance  there  is 
as  between  1 0 and  20  miles  each. 

9210.  That  coal  is  sent  to  Garston  for  ship- 
ment?— Yes. 

Sir  Daniel  Gooch. 

9211.  Do  you  know  the  system  of  grouping 
with  regard  to  South  Wales? — Yes,  there  are 
groupings  in  South  AVales ; but  an  engineer  told 
me  the  other  day  that  he  vs  as  employed  to  work 
coal  and  manage  a railway,  and  when  he  had  got 
to  a certain  charge  upon  the  railway  (he  said  2 s.l, 
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Sir  Daniel  Gooch — continued, 
lie  said  anybody  who  sinks  a colliery  beyond  this 
shall  come  at  the  same  rate. 

Lord  Randolph  Churchill. 

9212.  Who  said  that? — The  manager  of  the 
railway  ; the  effect  was  that  immediately  there 
were  a number  of  pits  sunk  beyond  that  point 
not  one  of  which  would  have  been  sunk  if  the 
company  charged  at  jier  ton  jier  mile. 

9213.  And  the  trade  of  the  pits  inside  that 
point  Avas  in  a projiorlionately  worse  position  ? — 
They  would  have  comjietition  brought  against 
them.  The  public  policy  is  to  bring  the  Avhole, 
or  as  many  as  you  can,  of  the  colliery  owners  and 
coal  getters  into  competition  one  Avith  another, 
so  as  to  get  the  coal  at  the  loAvest  earning  price. 

9214.  Does  not  it  amount  to  giving  a preferen- 
tial rate  ; if  you  give  a loAver  rate  to  the  distant 
man  than  to  the  nearer  man  ?— In  one  sense,  the 
rate  is  jireferential,  but  in  the  eye  of  the  laAV 
and  in  the  sense  of  the  Avord,  it  is  not  pre- 
ferential, because  it  is  a reasonable  difference  to 
be  made ; preferential”  means  that  it  is  an 
undue  preference;  that  is  not  an  undue  pre- 
ference. 

9215.  It  is  an  undue  preference,  as  far  as  the 
man  at  the  nearer  distance  is  concerned? — Not 
at  all. 

Chairman. 

9216.  Besides  Avhich,  to  constitute  undue  pre- 
ference in  the  eye  of  the  law,  the  circumstances 
must  be  exactly  similar? — Precisely  so. 

9217.  Two  traders  must  be  in  exactly  the  same 
circumstances,  Avhereas,  if  they  are  not  running 
over  the  same  length  of  line,  their  circumstances 
are  not  similar  ? — That  is  so. 

Mr.  Bai  •nes. 

9218.  I think  you  complain  in  the  South 
Yorkshire  district  of  the  rate  from  Normanton  to 
Hull  upon  the  North  Eastern  system,  a distance 
of  48  miles;  the  charge  in  tliat  case  is  only 
2 5.  3 rZ.,  Avhereas  the  charge  from  South  York- 
shire, from  the  nearest  colliery,  47  miles,  is 
2 .S'.  10  d.,  and  the  average  charge  is  3 s.  1 d.  ? — 
Tliat  is  so  ; that  is  to  say,  that  upon  the  North 
Eastern  line  the  rates  for  the  carriage  of  coal 
from  the  ])its  to  the  port  are  lower  than  they  are 
upon  the  Manchester,  Sheffield,  and  Lincolnshire 
Ilaihvay,  and  therefore  the  South  Yorkshire 
jjarties  complain,  and  say  that  they  are  put  under 
a disadvantage  in  that  resj)ect,  and. they  plead 
that  the  Manchester,  Sheffield,  and  Lincolnshire 
Company  should  adopt  the  same  rate  as  the  North 
Easteim  rate. 

9219.  Therefore,  of  course  the  advantage  to 
the  West  Biding  colliery  OAAmer  is  7 d.  or  10  d. 
upon  the  average  ? — Which  AAmuld  entirely  com- 
mand the  market  in  the  fine  quality  of  coal. 

9220.  You  further  complain  that  the  rates  for 
coal  charged  by  the  Manchester,  Sheffield,  and 
Lincolnshire  Company  are  considerably  higher 
than  the  coal  charges  by  the  North  Eastern  Bail- 
way ? — That  is  so  from  a conqiarison  of  one  Avith 
the  other. 

9221.  Have  you  any  instance  of  that? — The 
proof  of  that  is  the  instance  that  Avas  just  cited  of 
48  miles,  in  Avhich  the  North  Eastern  charge 
2 .S’.  3 c/.,  Avhile,  for  the  same  distanee  from  the 
South  Yorkshire  district  the  coal  is  charged 
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2 s.  10  A the  cheapest,  and  3 5.  \ d.  on  the  aver- 
age. 

9222.  But  from  South  Moor  to  Hartlepool,  40 
miles,  eoal  is  carried  for  2 s.  6 d.,  is  it  not  ? — 
South  Moor  is  one  of  the  collieries  upon  the 
North  Eastern  coal  field,  and  they  get  carried  at 
loAver  rates  to  their  ports  than  Ave  do  in  York- 
shire, to  our  ports  of  Grimsby  and  Hull. 

9223.  That  25.  6f/.,  I believe,  includes  Avag- 
gons  and  shipping  charges? — Yes. 

9224.  Whilst  the  South  Yorkshire  eolllery 
OAvners  pay  at  the  loAvest,  2 s.  10<Z.,and  upon  the 
average,  3 5.  \ d.  ? — Yes. 

9225.  And  provide  their  OAvn  Avaggons,  do  they 
not? — They  provide  their  oAvn  Avaggons,  Avhieh  is 
equal  to  6 d.,  and  pay  shipjiing  charges,  AvhIch 
vary  from  1 d.  up  to  5 d.  more. 

9226.  Have  you  any  further  statement  to  make 
to  the  Committee  ? — No,  I think  those  are  the 
only  statements  I wish  to  make. 

9227.  You  have  been  a party  to  the  memorial, 
I believe  ? — I Avas  not  able  to  stay  during  the 
AA’hole  of  the  time  of  the  discussion  of  the  memo- 
rial, but  one  paragraph  I heard  discussed ; the 
second  sub-paragraph,  “ The  Bailway  Commis- 
sioners should  have  poAver  to  enforce  obedience 
on  the  part  of  railway  companies  to  the  provisions 
of  their  respective  special  Acts,  and  in  particular, 
to  compel  raihvay  companies  to  open  and  Avork 
lines  made  or  authorised  to  be  made  for  the  pur- 
pose of  connecting  adjoining  systems  of  raihvays.” 
Parliament  has  its  oavu  penalty  for  a line  not 
being  constructed,  but  it  is  the  fact  that  some 
raihvay  companies  construet  a line  and  never 
open  it ; there  is  such  a case  in  Leicestershire, 
near  Hinckley ; there  the  line  has  been  con- 
structed, and  never  opened,  and  nothing  can  per- 
suade the  company  to  open  it. 

Chairman. 

9228.  Whereabouts  is  that  line? — If  you  look 
at  Nuneaton,  you  will  see  a line  going  from 
Nuneaton  to  Hickley,  and  another  line  from 
Nuneaton  up  to  Stoke  Golding  and  Ashby-de-la- 
Zouch. 

Lord  Randolph  Churchill. 

9229.  Which  company  made  the  line  ? — The 
London  and  North  Western  and  Midland  Com- 
panies conjointly. 

Chairman. 

9230.  What  reason  do  you  suppose  the  railway 
companies  haA'e  for  not  opening  that  line  ?--The 
only  reason  that  I can  divine  for  the  railway 
companies  not  opening  it  is  that  they  think  it 
Avould  be  of  no  use  to  them ; it  Avould  be  used 
chieffy  for  goods,  and  they  can  handle  the  goods 
as  Avell,  and  Avork  them  more  cheaply  by  the 
other  branch  of  the  railAA’ay,  than  if  this  were 
open. 

Lord  Randolph  Churchill. 

9231.  Then,  Avhy  did  they  make  it? — That 
Avas  a misconception,  I ])resume. 

9232.  Did  you  ever  knoAV  a raihvay  company 
make  a line  not  for  the  purpose  of  making  it  and 
working  it  for  the  traffic,  but  for  the  purj)o.«e  of 

preventing 
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Lord  Randolph  Churchill — continued, 
preventing  other  parties  from  making  it  and 
using  it? — I have  known  such  cases. 

Mr.  Barnes. 

9233.  In  such  cases  they  ignore  the  public 
altogether  ? — Yes,  a railway  company  might  not 
unreasonably  say,  “ I have  laid  out  my  capital  in 
making  the  railway ; if  I do  not  like  to  use  it,  I 
do  not  know  that  1 am  indebted  to  the  public,  or 
under  any  compulsion  to  the  publie.”  That  is 
what  the  railway  companies  say  ; that  if  there 
are  no  good  reasons  for  opening  it,  that  is  a 
matter  that  they  could  not  be  compelled  to  do. 
I think  that  is  a matter  whieh  might  fairly  be 
brought  under  the  notice  of  the  Railway  Com- 
missioners ; if  the  line  is  made,  shall  it  be 
worked  ? 

Chairman. 

9234.  But  this  memorial  would  not  extend  to 
compelling  any  railway  company,  if  it  made  a 
branch  line,  which  it  found  it  could  not  work 
at  a profit;  to  w'ork  it;  it  only  extends  to  lines 
connecting  adjoining  systems  of  railways  ? — That 
is  so. 

Mr.  Barnes. 

9235.  I believe  the  Midland  Raihvay  Com- 
pany got  power  some  years  ago,  and  made  pro- 
vision for  a connection  vrith  the  Great  Northern 
at  Pye  bridge? — Yes. 

9236.  At  the  present  moment,  I believe, 
everything  is  completed  except  the  points  being 
put  in;  are  you  avare  of  that? — So  1 am  in- 
formed. 

9237.  And  the  company  did  not  put  them  in  ? 
— The  company  did  not  put  them  in  because 
they  did  not  want  to  work  the  line. 

9238.  The  result  of  that  is  that  the  coalfield  of 
North  Derbyshire  is  cut  oft'  from  the  Great 
Northern  Railway  ? — I am  not  master  of  the  cir- 
cumstances there. 

9239.  That  is  the  only  access  in  that  district 
from  the  Midland  Railway  on  to  the  Great 
Northern,  is  it  not  ? — That  is  so. 

9240.  The  object,  I believe,  of  this  second 
sub-section  of  the  third  clause  is  that  having 
got  power  on  certain  representations  they  should 
be  compelled  to  carry  out  those  powers '? — That 
is  the  feeling  of  Parliament,  no  doubt,  and  it 
would  be  fair  to  give  the  Railway  Commissioners 
discretion  in  such  a case  as  that.  If  the  railway 
company  could  give  good  reason,  as  they  might, 
I think,  in  the  case  of  the  Leicestershire  Junc- 
tion that  I spoke  of  (I  think  it  was  a mistake  to 
make  that  second  junction),  they  could  say  we 
could  do  everything  by  the  first  junction  that 
the  two  would  do,  and,  in  that  case,  the  Railway 
Commissioners  need  not  compel  it  to  be  opened. 

9241.  The  Clay  Cross  Company,  desiring  to 
send  coals  to  King’s  Cross,  cannot  get  there  be- 
cause the  company  will  not  put  those  points  in  ? 
— That  is  a very  great  hardship. 

Lord  Randolph  Churchill. 

9242.  Are  not  most  of  the  rates  upon  this 
pa])er  considerably  under  the  maximum  rates  ? 
— \ es,  they  are  ; and  the  railway  companies, 
generally  speaking,  are  not  charging  lialf  of  their 
maximum  rates. 
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9243.  Not  on  coal? — On  coal  they  ai-e  not 
charging  half  their  maximum  rates. 

9244.  Do  you  think  it  is  a good  thing  to  have  a 
maximum  rate  at  all  in  the  power  of  the  railway 
company  to  charge  up  to  or  below,  as  they  wish  ? 

■ — I have  rather  loose  ideas  about  railway  charges ; 
I think  they  might  be  left  to  compete  one  with 
another,  and  the  public  would  take  care  that  they 
did  not  pay  too  much. 

9245.  Would  you  state  to  the  Committee,  as  a 
matter  of  fact,  that  there  is  any  competition 
between  the  railway  companies  on  coal  ? — Oh 
deal*,  yes ; they  are  all  competing  with  one 
another, 

9246.  For  coal? — Yes. 

9247.  Is  there  a competition  between  them  on 
minerals  and  other  articles  ? — Yes,  and  goods  too  ; 
the  competition  between  Yorkshire  and  Durham, 
on  the  one  hand,  and  South  YYales  on  the  other, 
is  a severe  competition ; they  are  continually 
negocialing  between  themselves  what  the  rate  of 
each  shall  be, 

9248.  Does  not  the  fact  of  fixing  a maximum 
rate,  rather  above  what  would  be  a fair  rate,  give 
the  companies  great  power  of  giving  preferences 
to  districts  and  individuals? — I have  no  doubt 
that  it  enlarges  the  power  of  the  railway  com- 
panies ; on  the  other  hand,  you  could  uot  fix  a 
low  maximum  rate  without  doing  injustice  to  the 
company  in  cases  where  reasonably  they  might  be 
entitled  to  charge  more  than  the  maximum  rate 
named, 

9249.  Would  you  give  the  Railway  Commis- 
sioners power  to  revise  the  rates  ? — No,  I would 
not. 

9250.  Why  not? — You  may  as  well  depute  all 
the  powers  of  Parliament  to  them  at  once.  If  the 
Railway  Commissioners  revise  the  rates  they  have 
the  whole  trade  of  the  country  in  their  hands, 
and  all  the  powers  of  the  railway  companies  in 
their  hands. 

9251.  Do  you  think  that  you  would  not  revise 
the  rates  ? — 1 would  not  revise  the  rates  by  such 
a body  as  the  Railway  Commissioners. 

9252.  Then,  how  would  you  revise  the  rates? 
— There  are  materials  enough  for  I’evising  the 
rates  now  if  you  like  to  undertake  the  duty,  but 
it  is  a gigantic  undertaking  ; you  must  see  what 
has  been  charged  in  one  district,  compared  wdth 
another,  and  see  what  has  been  the  outlay  of 
capital  upon  the  railways,  so  as  to  give  them  a 
fair  return  and  not  do  injustice  to  them.  With 
those  two  elements  you  might  revise  the  rates, 
but  to  entrust  it  to  a body  like  the  Railway  Com- 
missioners would  be  madness, 

9253.  You  stated,  I think,  that  most  of  those 
rates  w'ere  of  the  year  1870  ? — Yes. 

9254.  Were  not  the  rates  raised  very  much 
upon  railways  in  the  years  1871  and  1872? — 
Those  rates  were  established  upon  the  railways  in 
1870  ; but  I may  say,  for  the  railway  companies, 
that  they  took  very  little  advantage  of  the  rise  in 
the  price  of  coal ; they  did  not  take  at  all  a pro- 
portionate advantage  in  their  rate  of  the  rise  in 
coal. 

9255.  Do  you  mean  to  say  that  the  advance 
in  the  price  of  minerals  and  coal  was  not  largely 
taken  advantage  of  by  the  companies  in  1872  ? — 
Not  at  all  proportionately. 
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9256.  Did  not  the  cost  of  working  the  railways 
rise  very  considerably  in  those  years? — Yes. 

9257.  And  did  not  the  railway  companies,  in 
order  to  meet  that  extra  cost,  raise  their  rates  ? 
— Ivot  generally  6[)eaking.  I have  the  rate  of 
carriage  upon  the  Great  Xorthern  Hailway 
from  South  Yorkshire  to  London  from  1863  to 
1881.  In  1863  the  rate  was  8 5.  9 <7.,  and  in  1881 
it  is  8 .V,  3 d. ; in  1867  it  was  8 s.  2 d. ; in  1870 
it  was  8 s.  2 d ; in  July  1871  it  was  6 s.;  in  No- 
vember it  was  6 s.  7 d.\  in  1872  it  was  7 s.,  7 s.  'Id., 
and  7 s.  9 J.;  later  on,  in  1872,  it  was  8 s.  2 rf.  ; 
in  1873  it  was  9 s.  9 J. ; in  1875,  8 s.  3 c?.  In  1 87  I 
there  was  a duel  between  the  Great  Northern 
and  the  Midland  Railway  Companies,  and  they 
fought  ii  out  in  this  way,  that  instead  of  pistols 
and  coffee  they  took  to  reductions  of  rates. 

9258.  Now  there  is  combination,  is  there  not? 
— You  may  call  it  combination  fairly,  if  there  is 
an  agreement  between  the  companies.  They  do 
not  submit  one  to  be  dictated  to  by  the  other, 
but  they  are  necessarily,  as  men  of  business,  very 
slow  to  alter  their  rates  so  as  to  excite  the  dis- 
satisfaction or  jealousy  of  their  brethren ; they 
lay  their  heads  together  as  to  what  the  rates 
shall  be,  and  they  avoid  competition  among  them- 
selves. 

9259.  I suppose  nobody  has  had  greater  ex- 
perience than  yourself  in  passing  Bills  through 
Parliament  ? — I have  had  some  experience. 

9260.  And  I suppose  the  rates  in  those  Bills 
have  been  fixed  by  your  advice? — No,  they  have 
a very  old  method  and  a very  unhandy  method 
of  fixing  the  rates.  The  mode  of  fixing  the  rates 
in  Parliament  might  be  much  better  done,  but 
they  have  continued  in  the  old  groove  ; and  prac- 
ticall}',  the  rates  are  of  very  little  consequence  in 
the  present  state  of  the  country.  The  compe- 
tition between  the  railways  and  the  pressure  on 
the  part  of  merchants  and  consumers,  command 
the  rates  and  regulate  the  rates  irrespective  alto- 
gether of  statutory  enactments. 

9261.  Do  you  think,  altogether’,  that  with  the 
present  rates  it  would  be  safe  for  Parliament  to  cut 
out  the  maximum  rates  altogether  and  let  the 
railway  companies  ( hai’ge  what  they  like  ? — I 
think  it  would  be  quite  safe  to  abolish  all  statu- 
tory rates  whatever  on  r-ailways  and  let  them 
charge  what  they  can.  The  comjretitiou  is  so 
perfect  throughout  the  country  and  the  pressure 
on  the  part  of  the  traders  is  so  great,  aud  the 
system  so  mature  that  1 think  you  might  safely 
supersede  all  rates  in  Acts  of  Parliament,  and 
give  to  the  railway  companies  an  absolute  power 
of  charging. 

9262.  Are  you  acquainted  with  the  Railway 
Clearing  House  management? — Only  theoreti- 
cally. 

9263-  Then  have  you  never  had  any  practical 
acquaintance  with  it? — No. 

9264.  You  have  never  heard  that  tiie  Railway 
Clearing  House  rates  are  fixed  every  month  or 
six  weeks  whenever  the  representatives  meet  ? — 
That  is  to  say,  the  railway  companies  agree  then. 
As  I stated,  it  must  be  the  case  between  men  of 
business,  when  certain  rates  are  established  and 
one  company  Avants  to  alter  them,  that  before 
doing  it,  it  consults  its  brethren  ; that  is  gene- 
rally done  at  the  Railway  Clearing  House,  at 
the  meeting  of  the  rei)reseutativcs  of  the  com- 
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panles,  to  see  whether  they  Avill  agree  to  the 
alteration. 

9265.  Do  you  consider  that  is  competition  ? — 
Practically,  it  is  competition. 

9266.  Is  it  competition  sufficient  to  protect 
the  public  from  overcharging? — Of  course  if  you 
are  in  the  hands  of  the  representatives  of  railway 
companies  there  is  no  protection  to  the  public ; 
but  as  a matter  of  fact  each  company  knows 
what  it  can  fairly  charge,  and  there  is  this 
penalty,  that  if  a railway  company  overcharges 
it  stops  the  traffic. 

9267.  How  does  it  stop  the  traffic,  if  it  cannot 
go  any  other  Avay  ? — But  it  does  not  go  at  all,  if 
they  charge  too  much.  The  public  pulse  in  re- 
gard to  raising  rates  is  very  delicate  indeed.  A 
great  railway  company  may  make  an  experiment 
in  loAverlng  its  rates ; it  is  only  an  experiment; 
you  cannot  tell  how  it  tvill  come  out  until  it  is 
tried  ; the  company  may  raise  the  rates,  and  that 
may  end  in  the  lowering  of  the  gross  return  ; the 
sharpness  of  the  traders  upon  the  line  will  pre- 
vent any  injustice  being  done,  and  tvill  keep  the 
rates  in  check. 

9268.  What  is  your  opinion  Avith  regard  to 
loAv,  as  compared  Avith  high  rates — Loav  rates 
promote  traffic  in  a marvellous  Avay,  and  high 
rates  restrict  traffic. 

9269.  In  your  experience  have  you  come 
across  Avhat  is  called  the  English  and  Irish 
Traffic  Conference  ? —No,  I have  never  been  at 
the  English  and  Irish  Traffic  Conference. 

9270.  Did  you  ev'er  hear  about  it? — I have 
heard  about  it,  certainly. 

9271.  Did  3mu  ever  come  across  it  practically  ? 
— No. 

9272.  W^ould  what  you  have  heard  about  it, 
lead  you  to  say  that  it  practically  amounts  to 
combination? — You  must  oear  in  mind  that  it  is 
the  effort  of  the  raiKvay  company  to  get  the  most 
mone}’  for  its  traffic,  sometimes  by  loAvering,  aud 
sometimes  by  raising  the  rate,  but  it  is  altvays 
tentative.  It  is  the  object  of  the  English  rail- 
Ava^’s  to  use  the  Irish  railAvays  to  promote  their 
OAvn  traffic,  and  the  object  of  the  Irish  railway’s 
to  use  the  English  railways  to  promote  their 
traffic  ; so  here,  they  stand  face  to  face  to  make 
the  best  bai-gain  tliey  can  betAveen  themselves. 

9273.  Without  taking  the  public  into  account? 
— Of  course  they  do  not  care  about  the  public, 
except  so  far  as  the  public  advance  their  own 
interest;  but  if  they  overcharge  the  public,  thej' 
immediately  stoj)  the  traffic  and  punish  them- 
selves. 

9274.  Do  3’ou  think  that  the  jiublic  are  suf- 
ficiently protected  before  Pai  liamcntaiy  Com- 
mittees by  the  action  ofthe  Examiner  of  the  Board 
of  Trade;  is  there  not  an  officer  a])pointed  by  the 
Board  of  Trade  to  examine  all  Railway  Bills  that 
come  before  Parliament? — The  Board  of  Trade 
do  take  some  cognisance  of  them,  but  the  oiilj- 
department  Avhich  reall}'  overhauls  RaihA’ay 
Bills  is  Lord  Redesdale. 

9275.  But  do  you  not  send  copies  of  your 
Bills  to  the  Board  of  Trade  — We  always  de- 
posit copies  Avith  them. 

9276.  And  is  it  not  their  dutv’  to  make  a re- 
port to  Parliament  iqion  them? — They  make  a 
report  upon  anj-thing  that  concerns  them  par- 
ticularly, but  Ave  do  not  find  practically  that  the 
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Board  of  Trade  interferes  with  tlie  course  of 
business  at  all,  wliereas  Lord  liedesdale  is  always 
interfering-. 

9277.  'i'hen  if  Lord  Kedesdale  was  not  there 
the  public  wotild  not  have  much  to  expect  irom 
the  action  of  the  Board  ol  Trade?  — I think 
not. 

'Mr.  Cross. 

9278.  Would  you  then  explain  how  the  action 
of  high  rates  begins  to  restrict  traffic.  In  the 
case  of  a colliery,  for  instance,  established  upon 
a railway,  upon  which  colliery  a great  amount  of 
money  has  been  laid  out,  do  not  you  think  that 
the  colliery  would  go  on  for  a good  many  years 
at  a loss  before  the  traffic  would  be  in  the  least 
degree  restricted  ? — The  raising  of  the  rate,  of 
course,  restricts  the  profit  of  the  colliery  ; the 
colliery  will  bear  that  as  long  as  it  maintains  a 
profit,  but  the  moment  the  account  turns  upon  the 
other  side,  and  the  colliery  proprietor  finds  that 
he  is  losing  by  the  transaction,  instead  of  gaining, 
he  will  stop. 

9279.  Did  you  ever  know  a colliery  to  stop 
when  it  was  only  not  making  a profit  ? — I do  not 
know  that  I have  found  any  man  indiscreet 
enough  to  sink  a pit  down  where  he  could 
not  command  the  market  without  being  depen- 
dent upon  a particular  rate.  If  he  cannot  find 
a market  in  London,  he  will  find  a local 
market. 

9280.  But  that  is  not  quite  an  answer  to  the 
question  ; do  not  you  know  that  when  collieries 
have  been  established,  even  when  they  have  been 
established  upon  the  idea  that  the  price  of  coal 
was  going  to  be  low,  they  are  obliged  to  go  on 
even  if  they  go  on  at  a considerable  loss  ? — The 
railways  certainly  have  considerable  power  over 
them. 

9281.  In  the  case  you  mentioned,  when  the 
rate  was  6 s.,  if  a colliery  had  been  established 
upon  that  line  of  railway,  hoping  to  depend  upon 
the  6 s.  as  the  rate  for  coal,  that  colliery  might 
have  had  a considerable  profit  at  that  rate,  selling 
its  produce  at  the  current  rate  in  London ; do 
not  you  think  that  an  advance  to  the  present  rate 
of  8 s.  .3  d.  would  make  a very  considerable  differ- 
ence to  the  profits  of  that  colliery  ? — Yes  ; but 
no  far-seeing  man  wmuld  dream  that  the  rates 
established  in  the  heat  of  competition  between 
two  such  companies  as  the  Midland  and  the  Great 
Northern  Companies  could  last;  he  would  know 
that  those  were  competition  prices,  and  that 
in  time  they  would  come  back  to  the  old  fair 
market  rate.  We  have  novv,  as  1 have  stated,  the 
same  prices  upon  the  Great  Northern  Bailway  as 
we  had  in  1863 ; they  are  a little  less  now. 

9282.  Practically  the  charge  is  33  per  cent, 
more  upon  the  carriage  of  coal  than  it  was  in 
1871? — 1871  was  a year  of  competition;  you 
would  be  obliged  to  blot  that  out  of  the  calcula- 
tion vvith  respect  to  rates. 

9283.  Then  if  you  want  to  calculate  the  interest 
of  colliery  proprietors,  you  must  blot  out  entirely 
the  years  when  thei  e was  competition  ? — You 
must  take  into  consideration  the  ordinary  railway 
rate;  you  well  know,  as  a man  of  business,  that 
when  comjietition  ceases  you  cannot  count  upon 
the  competition  rate ; you  must  calculate  upon 
the  average  of  what  the  rates  have  been. 
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9284.  Would  you  say  that  the  reign  of  com- 
petition was  over  in  regard  to  railways,  in  respect 
to  the  carriage  of  coal  ? — No,  but  this  w'as  a 
special  quarrel;  the  Midland  Bailway  Company 
altered  the  rate  without  consulting  the  Great 
NortheiTi  Bail  way  Company,  and  the  Great 
Northern  Bailway  Company  ])ut  the  rate  down 
in  consequence.  It  is  like  two  coaches  running. 
I recollect  two  coaches  running  from  Leeds  to 
London,  charging  nothing  for  the  journey,  and 
giving  their  passeni:ers  a dinner  besides. 

9285.  You  say  that  after  1871  the  rate  got  up 
to  8 s.  9 d.  ? — It  did  so  in  1873. 

9286.  Do  you  know  w'hat  the  price  of  coal 
was  in  1873  ? — It  was  very  high,  J think. 

9287.  I have  a statement  in  my  hand,  showing 
that  the  price  of  the  best  seaboi'ne  coal  in  1873 
was  31s.  3 d.  ? — I have  it  from  35  s.  to  32  s.,  that 
was  what  we  then  called  a famine  price. 

9288.  And  at  that  time  the  railway  companies 
liad  raised  their  rates  up  to  8 s.  9 d.  ? — Yes,  and 
they  were  entitled  to  do  it  from  the  price  of  the 
coal,  but  they  behaved  very  leniently  to  the 
colliery  owners  during  those  very  high  prices; 
they  did  not  advance  the  carriage  at  all  in  pro- 
portion to  the  price  of  coal. 

9289.  Do  you  consider  the  present  rate  of  car- 
riage bears  any  proportion  to  the  price  of  coal 
that  it  did  in  1873  ? — No,  1873  and  1874  were 
exceptional  years.  I do  not  know  that  we  shall 
ever  see  them  back  again,  and  I do  not  know 
it  is  desirable  that  we  should,  for  they  have 
ruined  the  coal  trade,  and  will  continue  to  ruin  it 
for  a year  or  two  more. 

9290.  Do  you  not  think  that  the  disproportion 
of  the  rate  to  the  price  of  coal  is  very  much 
greater  now  than  it  was  in  1872  ? — Certainly  ; I 
give  the  railway  companies  praise  for  what  they 
did  during  the  high  price  of  coal,  but  I certainly 
think  that  the  railway  companies  ought  to  have 
their  charges  lowered  now ; they  are  quite  dis- 
proportionate to  the  price  of  coal ; I trust  that 
wlien  the  railway  companies  come  to  talk  it  over 
with  each  other,  they  will  not  continue  it. 

Mr.  Nicholson. 

9291.  I suppose  competition  is  only  possible 
when  more  than  one  railway  comes  into  compe- 
tition ? — Of  course  a railway  cannot  come  into 
competition  with  itself. 

9292.  And  the  railway  whose  rates  were  not 
limited  by  Act  of  Parliament  could  charge  a rate 
that  would  most  likely  be  prejudicial  to  the  neigh- 
bourhood where  there  was  no  competition  ? — If  a 
railway  company  charged  a rate  prejudicial  to 
the  neighbourhood,  it  would  itself  suffer ; there 
is  the  punishment;  it  commits  the  crime,  and  it 
gets  the  punishment. 

Mr.  Phipps. 

9293.  The  cost  of  the  candage  of  coal  would 
be  only  affected  by  the  cost  of  railway  fuel ; 
the  difference  between  the  high  price  and  the 
low  price  of  coal  would  be  the  only  thing 
that  would  affect  the  cost  of  the  transit? — 
If  you  look  at  the  returns  under  the  head  of 
“ Cost  of  locomotive  power,”  you  will  see 
that  the  locomotive  power  only  costs  1 d.  for 
20  miles,  including  return,  which  will  carry  a 
load  of  240  tons  ; the  actual  cost  is  about  1-dOth 
of  I d.  a mile.  You  might  carry  coals  and  get  a 
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profit  of  5U  per  cent,  by  taking  them  at  a farthing 
a ton  a mile,  all  exj)enses  included  ; but  it  is  out  of 
the  minerals  that  the  railway  companies  get  the 
])rofit,  and  they  are  entitled  to  get  a profit ; that  is 
tlie  great  mass  of  their  traffic  now  on  many  rail- 
ways ; I say  they  are  entitled  to  get  a profit,  but 
it  costs  them  about  half  a farthing  per  ton  per 
mile  for  the  whole  thing. 

9294.  You  mean  the  average  cost  ? — Yes. 

9295.  You  say  that  if  a railway  com])any  in- 
creases its  rates  beyond  a prudent  point,  the 
effect  of  it  is  to  kill  the  traffic? — Always. 

9296  But  is  not  that  dying  of  the  trade,  as  I 
may  call  it,  rather  a slow  process ; for  instance, 
YOU  cannot  open  a colliery  or  iron  works  in 
one  week  and  shut  them  up  another,  according  to 
the  rate  ? — Certainly  not. 

9297.  Is  it  not  rather  the  fact  that  the  com- 
])anies  carrying  on  the  trade  would  go  on  losing 
tlieir  money,  until  they  were  absolutely  in  a posi- 
tion to  go  oil  no  longer,  before  they  left  off? — As 
a rule  they  do  go  on  most  unwisely,  as  it  appears 
to  me.  1 think  that  I may  say  tliat  coalowners 
arc,  upon  the  average,  getting  no  profit  whatever 
at  present,  and  yet  they  get  their  minerals  out. 
I say  to  them,  ‘AVhy  not  leave  the  minerals  in 
the  ground;  some  day  they  will  be  worth  some- 
thing but  you  may  take  it  that  the  great  mass 
of  the  colliery  owners  in  the  kingdom  are  getting 
no  profit  what  everout  of  the  sale  of  the  coal  now. 

Mr.  Caine. 

9298.  Are  the  colliery  owners  making  a loss? 
— In  many  cases  they  are  making  a great  loss. 

Mr.  Phipps. 

9299.  Nevertheless,  the  railway  company  goes 
on  for  years  getting  as  much  out  of  these  mori- 
bund, or  dying,  companies  as  it  would  if  they 
were  in  ever  so  prosperous  a condition  ? — But 
where  a railway  company  takes  account  of  its 
traffic,  as  every  railway  does,  having  an  intelli- 
crent  traffic  manager,  it  will  see  at  the  end  of  the 
year  if  it  is  advancing  its  trade,  or  diminisiiing  its 
ti’ade.  If  it  is  diminishing  its  trade  it  alters  its 
policy,  it  does  not  come  to  actual  death  ; the  rail- 
way companies  see  that  they  are  losing  traffic,  and 
they  alter  their  policy.  They  cannot  overcharge 
without  losing  traffic,  or  feeling  it ; the  very 
circumstances  of  the  trade  will  bring  them  Avith- 
in  bounds,  because  if  they  actually  kill  a colliery, 
what  tlicn?  The  traffic  is  gone  for  ever.  If 
they  restrict  a colliery,  Avhat  then  ? The  traffic 
is  not  BO  great,  and  they  get  less  ; the  pulse  of  the 
traffic  tells  them  what  tliey  are  doing  ; if  increas- 
ing, all  right,  and  if  diminishing,  how  is  that  ? 
You  have  raised  your  rates.  The  railway  com- 
panies have  men  of  the  first,  talent  managing  their 
traffic;  very  keen  men  of  business,  and  then  the 
chairmen  and  the  board  have  always  their  eyes 
uj)on  them,  so  that  they  will  not  do  an  unwise 
thing,  or  will  undo  it  as  soon  as  they  disccim 
it. 

9.‘10().  Have  you  ever  knoAvn  a colliery  or  a 
manufactory  of  any  importance  having  to  dis- 
continue its  business  in  consequence  of  the  large 
amount  of  railway  carriage,  and  the  unfair  rate 
of  railway  carriage?-!  do  not  know  that  I know 
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a case  which  has  come  into  extremities  in  that 
Avay  ; but  I have  known  many  cases  of  those  who 
have  suffered  by  it. 

9301.  The  supply  of  coal  to  London  by  rail- 
way is  increasing  rapidly,  is  it  not? — Yes. 

9302.  And  yet  the  charge  upon  bringing  coal 
to  London  per  ton  is  not  less,  materially,  than  it 
Avas  30  years  ago? — No,  the  increase  of  the  coal 
traffic  to  London  now  arises  from  tAvo  causes  : 
first,  the  get  of  coal  is  too  much  in  consequence 
of  those  prosjierous  years  of  the  coal  trade  ; such 
an  immense  amount  of  capital  Avas  laid  out  in 
collieries,  and  they  were  so  multiplied,  that  the 
production  now  is  far  in  advance  of  the  consump- 
tion which  leads  to  sending  their  coal  to  London  ; 
London  has  become  a place  of  transit;  a large 
quantity  comes  to  London  to  go  south ; the 
southern  counties  get  coal  in  a manner  now  which 
they  never  did  in  years  past,  OAving  to  the  lower- 
ing of  the  rates,  and  that  will  be,  in  my  belief, 
more  and  more  so  year  by  year,  for  as  the  rail- 
Avays  find  they  can  carry  coals  so  cheaply  as  to 
get  a profit  upon  a very  low  rate,  the  low  rate 
will  bring  the  coal  from  London  to  the  southern 
counties  of  England,  instead  of  its  being  sent 
by  sliipment  from  South  Wales  or  North 
Durham,  so  that  coal  could  be  used  for  ballast 
outAvard  from  London. 

9303.  You  haA'e  stated  that  the  decision  of  the 
Hallway  Commissioners  in  the  Denaby  Main 
Colliery  case  Avould  practically  have  the  effect, 
if  carried  out,  of  insisting  upon  a uniform  mileage 
rate? — Yes,  that  is  the  principle  upon  which  they 
took  it. 

9304.  That  Avas  the  decision  of  the  .Railway 
Commissioners,  but  I notice  that  you  said  that 
they  said  privately  that  they  did  not  mean  to  aid 
ill  enforcing  that  object  ? — Yes,  they  have  said  so. 

9305.  But  how  can  the  Balhvay  Commissioners 
express  themselves  privately  ; a single  member 
of  the  Commission  might,  or  one  or  tAvo  members 
of  it  might? — It  is  so;  Avhen  I use  the  Avord 
privately,  I mean  the  individual  members;  AA'hen 
they  have  been  charged  with  causing  a uniform 
mileage  rate  they  have  said  they  did  not  mean 
that,  but  the  practical  effect  is  that  it  must 
be  so. 

9306.  Did  you  CA'er  consider  the  matter  as  to 
the  practicability  of  having  a uniform  mileage 
rate,  say,  for  certain  distances  such  as  40  miles  ? 
— No.  It  is  quite  possible  to  settle  an  equitable 
scale  by  Avhich  the  charge  beloAv  20  miles  should 
be  so-and-so,  and  the  charge  below  50  miles 
should  be  so-and-so,  but  I have  never  seen  it 
attempted,  and  it  Avould  require  great  considera- 
tion; still  I regard  it  as  a thing  it  is  quite  possible 
to  do. 

9307.  Do  you  consider  that  it  Avould  be  bene- 
ficial ? — I think  so,  because  coal  is  a thing  that 
everybody  Avants  to  consume. 

9308.  The  same  Avoidd  apply  to  all  articles  of 
large  consumption,  such  as  iron  ore? — Yes;  but 
as  regards  coal,  more  especially,  as  everybody 
Avants  to  consume  it,  every  facility  should  be 
given  for  getting  it  and  transporting  it. 

9309.  Have  you  any  knoAvledge  of  the  iron  ore 
trade  ? — A very  general  one. 

9310.  Have  you  ever  knoAvn  instances  of 
quotations  for  iron  ore  being  requested  Avhere 
they  could  not  be  giA’cn  on  account  of  the  un- 
certainty 
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certainty  of  the  railway  rate  ? — Of  course,  that 
must  have  occurred  ; my  experience  is  sufficient 
to  tell  mo  that  that  must  have  occurred. 

9311.  You  have  no  scale;  if  you  have  to  send 
to  & long  distance  you  cannot  say  the  carriage 
will  be  so  much,  I can  get  so  much  after  having 
given  so  much,  and  my  profit  will  be  so  much  ; 
but  you  have  to  apply  to  various  ])laces,  and  the 
demand  possibly  ceases,  or  is  supplied  from  other 
places  before  you  can  get  an  answer  ? — That  is 
so,  no  doubt. 

9312.  A uniform  mileage  I’ate  would  obviate 
that  objection  at  least? — Undoubtedly,  as  far  as 
that  goes  ; there  has  been  an  effort  to  get  some- 
thiug  of  a general  nature  brought  about,  but  I 
doubt  whether  we  are  ripe  for  it  at  present. 

9313.  1 gather  that  you  are  averse  to  greater 
power  being  given  to  the  Railway  Commissioners? 
— M^ithout  any  disrespect  to  the  Railway  Com- 
missionei’s,  you  must  recollect  who  they  are  ; it 
is  a mingled  court  of  law  and  trading,  the  law 
preponderating.  Now  the  law  is  particularly  un- 
wise in  mercantile  transactions  ; there  is  a special 
incapacity  in  the  legal  mind  to  grasp  the  require- 
ments and  the  particularities  of  mercantile  trans- 
actions, and  if  you  send  those  questions  to  this 
court  you  have  not  got  the  first  la vvyers,  and  you 
have  not  got  any  very  wlsd  trader  there,  and 
therefore  it  is  a court  commanding  no  respect  in 
that  matter. 

9314.  You  do  not  express  a decided  approba- 
tion of  the  Railway  Commissioners  at  present; 
would  it  not  be  wise,  if  it  is  not  a court  of  suffi- 
cient eminence  to  attract  or  ensure  confidence, 
to  form  a court  which  should  do  so,  being  com- 
posed of  men  of  great  eminence,  both  in  law  and 
trade  ? — But  if  you  consider  what  must  be  the 
eminence  of  a court  which  is  to  take  into  con- 
sideration all  the  railway  rates  of  the  kingdom, 
you  cannot  specify  it ; you  cannot  define  it  ; no 
single  court  could  be  competent  to  do  it ; it  must 
be  of  necessity  an  outside  inquiry  altogether ; 
you  should  have  a commission  appointed  to 
inquire  into  these  things.  Here  is  a Committee 
appointed  to  inquire  into  these  things  now,  but  that 
should  be  further  pursued  for  some  time  before 
you  could  attempt  to  generalise.  However,  some- 
thing may  be  done,  and  beneficially  done  in  the 
way  of  generalization  if  the  matter  be  well  taken 
in  hand. 

9315.  Supposing  an  effort  were  made  on  the  part 
of  the  railway  companies  to  devise  a plan  whereby 
amileage  rate  for  a certain  distance  could  be  fairly 
arrived  at,  for  the  benefit  of  the  public,  and  the 
benefit  of  the  raihvay  companies  too  ; you  would 
not  consider  it  exceeding  the  Commissioner’s 
proper  authority  to  relegate  to  them  the  power 
of  deciding  upon  the  justice  or  injustice  of  that 
rate? — I do  not  think  that  the  Court  of  Railway 
Commissioners  is  a competent  court  for  such  an 
inquiry  ; I do  not  think  that  at  all.  I am  quite 
sure  that  the  railway  companies  would  heartily 
further  any  measure  for  generalizing  the  charges 
in  a manner  that  would  avoid  doing  injui’y  or 
injustice,  either  to  the  public  or  themselves ; but 
it  must  be  taken  in  hand  very  carefully  and  pur- 
sued very  elaborately  before  you  can  safely  act 
upon  it. 

9316.  If  that  ])ower  were  relegated  to  the 
Railway  Commissioners,  it  would  not  be  a larger 
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power  than  that  which  you  suggest  in  this  memo- 
rial that  the  Railway  Commissioners  should  have, 
namely,  poAver  “ to  order  two  or  more  railway 
companies  to  make  a through  rate  over  two  or 
more  raihvay  systems  ” ? — I do  not  think  that 
railway  companies  object  to  through  rates  at  all, 
therefore  they  Avould  yield  wfillingly  to  the  power 
of  the  hallway  Commissioners  to  order  through 
rates  ; but  I do  not  think  it  Avould  be  necessary 
to  go  to  the  Railway  Commissioners  for  that  pur- 
pose ; the  railway  conqianies  would  do  it,  if  busi- 
ness were  to  be  done  by  it. 

9317.  Although  you  do  not  express  great 
approbation  of  the  Railway  Commissioners,  you 
agree  in  the  recommendation  of  the  memorial, 
that  the  poivers  they  at  present  have  should  be 
continued  ? — Yes. 

9318.  And  that  those  powers  should  be  ex- 
tended ; would  you  go  so  far  as  that  ? — I should 
not  extend  them  much  with  the  present  court; 
you  want  a stronger  court  if  you  are  to  have  the 
powers  extended. 

Sir  Edward  Watkin. 

9319.  I think  you  comjfiained  that  the  rate  on 
coal  to  Grimsby  and  Hull  was  somewhat  greater 
than  the  rate  from  Normanton  to  Hull? — Y'es, 
the  rates  upon  the  Sheffield  and  Lincolnshire 
line  are  higher  than  those  upon  the  North 
Eastern  line.  I was  comp-Hring  the  rate  from 
Normanton  ; that  is  about  the  same  distance  as 
from  the  Denaby,  the  difference  is  about  5 d. 
a ton. 

9320.  I am  told  that  the  difference  is  only  3 d., 
and  that  the  distance  is  only  48  miles  in  the  one 
case,  and  to  Grimsby  56  miles  ? — I am  measuring 
rather  to  Hull  than  to  Grimsby ; the  rate  is 
2 s.  3 d.  in  the  one  case,  and  2 s.  10  d.  in  the 
other. 

9321.  You  have  spoken  of  railway  companies 
charging  at  present  disproportionately  to  the 
present  2)rice  of  coal;  what  is  the  sort  of  rate 
which  you  would  recommend  that  the  raihvay 
companies  should  charge  in  the  present  state  of 
the  coal  trade  ? — I think  the  railway  companies 
should  meet  the  present  depressed  state  of  the 
coal  trade,  and  I think  they  stand  in  their  own 
light  in  not  doing  so;  we  never  had  such  a time 
of  depression.  As  I said  before,  I do  not  think, 
generally  speaking,  the  coal  owners  are  making 
any  money  whatever  at  present,  and  yet  the 
rates  are  just  as  high  as  they  were  when  they  rvere 
making  enormous  profits.  I do  not  mean  that 
the  railway  companies  should  be  exjrected  to 
share  losses  with  the  coal  owners,  but  I think 
the  rates  should  be  somewhat  in  proportion. 
The  coal  owners  are  suffering  now  exceedingly, 
and  the  railway  rates  are  not  loAvered. 

9322.  You  are  aware  that  when  a pr02)Osition 
was  made  to  fix  a rate  somewhat  in  accordance 
with  the  price  of  the  coals,  that  ])roposal  was 
o[)posed  by  the  coal  interest  ? — I was  not  aware 
that  it  Avas  opposed. 

9323.  Would  yon  be  in  favour  of  a system  of 
rates  which  should  have  some  relation  to  the 
fluctuating  value  of  the  mineral  article  ? — Cer- 
tainly I should,  Avarmly. 

9324.  That  is  to  say,  if  you  Avere  getting,  as 
you  Avere  in  1872,  20  s.  a ton  for  coal,  which  you 
are  now  getting  5 .s.  6 d.  for,  there  should  be  some, 
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though  not  a mathematical  relation  lietween  the 
two  prices  ? — I quite  agree  to  that. 

9325.  You  spoke  of  coal  being  carryabie  at  a 
large  profit  at  the  low  rate  of  | of.  a ton  a mile  ? 
—Yes. 

9326.  Are  you  quite  strong  in  that  opinion?  — 

1 am. 

9327.  How  would  you  deal  with  short  distances 
and  cases  like  the  Great  Northern  terminal 
accommodation  in  London? — You  cannot  carry 
coal  at  short  distances  ; if  you  are  to  be  at  the 
expense  of  making  up  your  train  and  all  the  rest 
of  it,  you  must  have  a special  rate  for  short  dis- 
tances. I am  speaking  of  distances  of,  say,  10  or 
20  miles  or  more. 

9328.  In  an  answer  to  one  honourable  Mem- 
ber, you  rather  favoured  the  notion  that  a re- 
arrangement of  the  rates  might  involve  the 
application  of  a system  of  zones  ? — Yes. 

9329.  That  seems  excessively  fair  and  easy, 
but  if  your  first  zone  was  20  miles,  and  you  began 
a very  much  higher  price  at  21  ; suppose  there 
was  a colliery  owner  half  a mile  beyond  the  20 
miles,  and  you  began  the  40  mile  rate  with  him, 
and  he  objected,  how  would  you  deal  with  the 
case? — The  colliery  owner  would  say,  I am  sorry 
to  say  I am  over  the  border. 

9330.  An  honourable  Memberasked  you  whether 
you  were  not  aware  that  losses  of  orders  for  coal 
and  iron  arise  from  the  fact  of  people  being 
unable  to  quote  a rate  in  time  to  secure  the 
order;  can  you  mention  any  y)articular  instances 
of  that  to  the  Committee  ? — No,  I am  not  in  that 
line,  so  that  I could  not  cite  any  particular 
instance. 

9331.  Still  you  were  a little  led  up  to  admitting 
the  fiict  that  such  a thing  had  happened  ? — I 
have  no  doubt  that  such  a thing  has  happened. 
My  experience  would  lead  me  to  believe  that 
such  a thing  has  often  ha])pened : not  that  the 
railway  company  was  in  fault  for  it,  but  that  ihe 
railway  company  could  not  quote  a sutficiently 
low  rate  to  enable  the  business  to  be  done. 

9332.  But  that  was  not  quite  tbe  point  of  the 
honourable  Member’s  question ; the  question 
was,  whether  from  the  want  of  alacrity  on  the 
part  of  the  company  in  quoting  a rate  orders  have 
been  lost;  I w'ant  you  to  state  wliether  you  know 
of  any  cases  in  which  orders  have  been  lost 
through  want  of  alacrity  on  the  part  of  the  rail- 
wav  companies  ? — T could  not  say  that  I was  in  a 
position  to  state  any  such  case  particularly. 

9333.  Now  ivith  regard  to  the  question  of 
mileage  rates,  I think  that  the  traders  at  some 
distance  from  the  markets  would  be  greatly  in- 
jured, would  they  not,  by  a system  of  rigid  mile- 
age x’ates ; would  it  not  shut  out  from  the  con- 
sumer a very  large  area  of  production,  which 
comes  into  competition  wdth  other  districts? — 
Very  much  so,  and  it  Avould  be  very  much  to  the 
detriment  of  the  public  interests  that  such  a 
system  should  be  adopted. 

9334.  Take  the  nearest  coal  field  to  London, 
Bcdworth,  near  Coventry,  about  90  to  100  miles 
distant  ; if  there  xvere  an  equal  mileage  rate, 
what  would  be  the  chance  of  competition  for 
South  Yorkshire? — Of  course  that  would  be 
entirely  shut  out:  as  I said,  if  you  have  an  equal 
mileage  rate,  the  ncarestcolliery  would  monopolise 
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the  market  until  it  was  worked  out,  or  the  price 
had  risen  to  such  an  extent  as  enabled  the  next 
distant  colliery  to  supply  the  market.  The 
London  public  do  not  see  it  in  detail,  but  the 
facility  given  by  the  railways  for  the  sending  of 
coal  to  market  has  saved  to  the  public  a very 
large  sum. 

^ 9335.  I fancy,  in  addition  to  that,  the  effect 
has  been  to  some  extent  to  regulate  the  sea  rates 
as  well? — The  sea  has  been  brought  into  more 
active  competition  with  the  railw'ays,  and  there- 
fore has  lowered  its  rates  ; they  have  adopted  a 
policy  lately  which  has  had  a great  effect  in  that 
direction;  they  have  adopted  screw  colliers; 
those  screw  colliers  make  such  rapid  transit  be- 
tween the  North  and  London,  that  they  can  bring 
coal  at  much  cheaper  prices  than  they  have  ever 
been  brought  by  sailing  vessels ; that  has  lowered 
the  rate  of  freight,  and  of  course  affected  the 
sailing  vessels. 

9336.  Then  the  competition  of  course  has  had 
the  effect  of  producing  a greater  quantity  at  a 
less  price,  to  the  benefit  of  the  public? — Cer- 
tainly. 

Mr.  Caine. 

9337.  Do  you  happen  to  know  the  average 
price  of  coal  in  London  for  the  year  1873  ; 
perhaps  you  will  take  it  from  me  that  it  ivas 
31 4'.  3 d.  in  the  Pool  ? — I do  not  know  what  it  was 
in  the  Pool ; it  was  from  32  s.  to  35  s.  here  deli- 
vered. 

9338.  What  was  the  price  in  1880? — I have 
not  got  the  price  further  than  1878  ; it  was  23  s. 
at  that  time.  There  is  a difference  of  12  s.  in  the 
price  between  1873  and  1878. 

9339.  But  the  rates  of  carriage  were  virtually 
the  same  ?- — Yes. 

9340.  Do  j ou  think  the  rate  of  carriage  could 
have  been  reduced  when  the  coal  came  down  to 
such  a very  low  figure  as  this  ? — I am  sure  that 
the  railway  cotnpanies  have  not  considered  their 
own  interests  in  not  reducing  the  rate  on  coals ; 
they  will  have,  and  they  might  have  had  a larger 
business  if  they  had  lowered  the  rate,  but  the 
pressure  is  being  put  on  very  fast  now.  I do  not 
know  that  the  collieries  are  actually  stopping',  but 
there  are  many  collieries  on  the  point  of  stopping, 
and  if  this  state  of  things  goes  on  much  longer 
thev  will  sto}),  and  the  production  of  coal  will  be 
less. 

9341.  More  coal,  I suppose,  came  to  London  by 
rail  in  1878  than  in  1873  ? — l;es,  certainly. 

9342.  The  list  of  rates  you  handed  in  just  now 
gives  South  Wales  and  Durham  as  the  two  lowest 
rates  ; I presume  the  much  more  proportionately 
low  rate  is  very  largely  owing  to  the  sea  compe- 
tition, is  it  not  ? — Durham  and  South  Wales  are 
both  aftected  by  sea  competition,  and  Durham 
more  than  South  Wales. 

9343.  And  if  the  rates  from  Durham  and 
South  Wales  were  raised  to  the  same  proportion 
as  those  from  Warwickshire  and  I/cicestershire, 
it  would  probably  throw  the  whole  traffic  into 
the  hands  of  the  coasters,  Avould  it  not  ? — Cer- 
tainly. 

9344.  AVas  not  the  Denaby  case  appealed 
against  ? — Yes,  but  the  Commissioners  would  not 
allow  an  ai)pcal  upon  the  merits ; they  are  not 
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obliged  to  allow  an  appeal  upon  the  merits ; the 
parties  objecting  attempted  to  stop  them  by  pro- 
hibition, but  the  courts  would  not  interfere,  and 
the  Railway  Commissioners  would  not  allow  the 
parties  to  appeal  on  merits.  That  is  a fault  of 
that  department  which  ought  to  be  remedied ; 
the  Railway  Commissioners  ought  to  be  com- 
pelled to  alloAv  an  appeal. 

934.5.  Could  you  tell  me  Avhat  the  point  was 
that  was  appealed  ? — The  point  was  : Is  their 
decision  sufficiently  against  hiAv  to  enable  the 
courts  to  grant  an  interdict  or  injunction  against 
their  proceedings,  and  the  courts  decided  that  it 
was  not ; that  it  Avas  Avithiu  their  competence. 

9346.  The  judgment  of  the  Railway  Commis- 
sioners Avas  affirmed  on  appeal,  was  it  not  ? — It 
Avas. 

Mr.  Bolton. 

9347.  I think  I may  take  it,  in  a general  sense, 
as  your  opinion  thai'  the  action  of  the  railway 
companies,  always  looking  to  their  OAvn  advan- 
tage, has  in  the  result  been  beneficial  to  the 
public  ? — Immensely. 

9348.  And  that  competition,  aided  by  the  pres- 
sure of  the  traders  upon  them,  has  produced  a 
better  result  than  any  legislative  interference 
could  in  any  likelihood  have  done  ? — Certainly. 

9349.  And  you  are  also  of  opinion  that  the 
interests  of  a Raihvay  Company  are  quite  suffi- 
cient as  a general  rule,  of  course,  to  induce  the 
companies  to  charge  such  rates  as  Aviil  produce  to 
themselves  the  largest  amount  of  traffic  ? — Yes, 
I think  the  present  development  on  the  one  hand 
of  the  railways,  and  on  the  other  hand  of  the 
traders,  and  the  competition  amongst  themselves, 
has  brought  matters  to  such  a state  that  the  limi- 
tation of  the  power  to  charge  is  of  no  use  to  the 
country. 

9350.  Do  not  you  think  the  North  Eilstern 
Railway  Company  may  be  cited  as  a Avitness 
upon  the  point,  that  Avithout  any  outside  pressure 
it  has  maintained  a lower  rate  of  charge  than  it 
Avas  required  to  do  by  the  statute  ? — I think 
every  railAvay  company  upon  minerals  has  taken 
a lower  rate  than  it  Avas  legally  necessary  to  do. 

9351.  I Avanted  to  bring  cut  this  fact,  that  the 
North  Eastern  KalUvay  Company  have  reduced 
its  I'ates  in  its  OAvn  interests  r — Yes ; and  that 
confirms  the  opinion  I expressed  before,  that  in 
the  present  state  of  the  development  of  the  trade 
and  the  raihvays  of  the  country,  you  may  leave 
it  to  the  raihvay  companies  to  make  the  fairest 
charge  they  can,  and  you  need  not  restrict  them 
by  Parliamentary  regulations. 

9352.  And  I think  the  North  Eastern  Raihvay 
Company  a year  or  tAvo  ago,  during  the  time 
when  the  iron  trade  Avas  even  more  depressed 
than  at  present,  did  voluntarily  reduce  the  rates 
to  the  extent  of  15  per  cent.  ? — I am  not  aAvare 
of  that. 

9353.  I think  it  was  also  your  opinion  that  the 
effect  of  the  great  demand  and  the  very  high 
price  for  coal  current  in  the  year  1873,  led  to 
such  an  enormous  development  of  the  coal  trade 
in  this  country  as  far  exceeded  the  legitimate 
requirements  of  the  country  ?— Certainly. 

9354.  And  that  that  is,  in  efiect,  the  cause  of 
the  present  depression? — It'is  so  ; the  enormous 
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profits  made  in  the  coal  trade  at  that  time  brought 
such  an  amount  of  capital  into  the  opening  of 
coal  mines  tliat  it  Avill  be  some  time  yet  before 
Ave  get  over  it. 

9355.  You  think  that  the  very  Ioav  price  just 
noAv,  and  the  very  bad  trade,  is  the  result  of  un- 
necessary development  I'ather  than  of  any  other 
causes  ? — Certainly. 

9356.  iVlay  I ask  you  a question  Avith  regard 
to  thi.s  memorial  ; I think  the  last  Avitness  told 
the  Committee  that  you  Avere  responsible  for  this 
memorial  ? — I am  not  responsible  for  it  at  all ; 
1 only  spoke  to  one  item,  Avhether  the  Raihvay 
Commissioners  should  have  the  poAver  to  order 
the  opening  of  a branch  Avhich  has  been  made  to 
connect  tAvo  lines  ; I think  they  ought  to  have  the 
poAver  to  order  that,  if  they  think  fit. 

9357.  Will  you  refer  to  sub-section  2,  of  para- 
giaph  3,  of  the  memorial : it  says,  “ The  Raihvay 
Commissioners  should  have  poAver  to  enforce 
obedience  on  the  part  of  raihvay  companies  to  the 
provisions  of  their  respective  special  Acts ; and 
in  particular  to  compel  raihvay  companies  to  open 
and  Avork  lines  made  or  authorised  to  be  made 
for  the  purpose  of  connecting  adjoining  systems 
of  raihvays.”  I understand  that  your  reply  is  to 
the  effect  that  raihvay  companies  might  be  com- 
pelled, under  certain  circumstances,  not  in  all 
circumstances,  but  in  some  circumstances,  to  open 
railAA'ays  made  by  themselves? — I think  so. 

9358.  But  I think  this  would  read  that  the 
railAA'ay  company  should  be  compelled  to  open  and 
Avork  lines  made  by  anyone  ? — This  paragraph  is 
loosely  worded,  but  of  course  raihvay  companies 
ought  not  to  be  compelled  to  open  any  lines  be- 
yond those  that  are  made  by  themselves  ; but 
Avhere  they  have  come  to  Parliament  to  make  a 
case  to  get  poAver  to  construct  a line,  and  have 
crone  on  to  consti'uct  the  line,  it  is  rather  hard  to 
the  neighbourhood  to  keep  the  line  locked  uja. 

9359.  But  you  Avould  not  hold  in  every  case 
that  they  should  be  bound  even  to  open  a line 
made  by  themselves,  of  which  you  have  giv^en  an 
instance  already  ? — I have  given  an  instance  in 
Leicestershire  ; I Avould  not  advocate  that  in 
every  case. 

9360.  Noav  Ave  Avill  take  the  next  paragraph  ; 
“ that  the  Raihvay  Commissioners  should  have 
full  pOAver  on  the  a})plication  of  the  OAvners  or 
occupiers  of  lands  adjoining  to  any  raihvay,  or 
any  either  persons,  to  order  a raihvay  company 
to  alloAv  junctions  of  private  lines  to  be  made  Avith 
any  public  raihvay  Avould  you  ajjprove  of  that? 

■ — There  is  poAver  uoav  ; this  is  a misapprehension 
of  the  laAv  as  it  stands.  There  is  poAver  noAV  in 
the  General  Raihvay  Acts  for  every  })rivate  OAvner 
to  get  a siding  put  into  his  land. 

9361.  But  on  terms  to  be  agreed? — No,  not 
upon  terms  to  be  agreed  ; there  are  certain  spe- 
cial cases  in  AAdiich  it  cannot  be  done,  and  the 
interests  of  the  raihvay  companies  are  guarded  in 
that  respect,  but  I think  that  Avhat  at  present  is 
the  general  laAV  of  the  land  Avill  attain  this  object 
sufficiently. 

9362.  Then  take  Number  4,  ‘‘That  associations 
of  traders  or  of  freighters  should  have  a locus 
standi  before  the  Commissioners  on  all  questions 
which  the  Commissioners  have  authority  to 
inquire  into  ; ” Avould  not  that  be  obtained  Avlth- 
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out  givinjr  a locus  standi  to  a combination  of  tra- 
ders ; could  not  the  combination  appoint  one 
trader  to  represent  the  combination? — The  word- 
ing of  this  paragraph  is  rather  loose  ; that  is  to 
say,  an  association  of  traders  in  Lancashire  to 
have  a locus  standi  in  every  case  that  comes 
before  the  Rui  Iway  Commissioners ; the  power 
is  rather  too  larg  e to  be  asked  for. 

Chairman. 

9363.  I think  the  meaning  of  that  is,  that 
whereas  now  the  privilege  is  confined  to  muni- 
cipal and  other  corporations,  it  should  be  extended 
to  chambers  of  commerce  ? — No  doubt. 

Mr.  Bolton. 

9364.  But  a chamber  of  commerce  or  an  asso- 
ciation could  appoint  one  of  their  number  now  ? 
— They  would  not  be  recognised  ; the  present 
law  is  that  the  party  who  has  the  grievance  must 
apply,  and  I do  not  think  that  it  would  be  desi- 
rable to  bring  in  a third  party  who  has  no  grava- 
men, to  trouble  the  court. 

Mr.  Monk. 

9365.  The  honourable  Member  for  Stirling 
asked  you  a question  about  the  North  Eastern 
Railway,  where  there  is  little  or  no  comjietition  ; 
are  you  aware  whether  that  company  is  in  the 
habit  of  giving  undue  preference  to  certain  towns 
on  its  line  over  other  towns  ? — 1 am  not  aware 
of  that. 

9366.  You  do  not  knoAv  whether  its  charges 
for  the  conveyance  of  minerals  are  irrespective 
of  mileage  distance,  or  not  ? — I do  not  know 
intimately  all  their  charges. 

9367.  The  honourable  Member  asked  you 
questions  with  regard  to  a general  reduction  of 
the  rates  over  the  North  Eastern  Railway  ; you 
cannot  state  whether  that  reduction  is  equal  over 
all  the  line  or  not? — I cannot. 

9368.  Do  you  think  it  desirable  that  the  Court 
of  Railway  Commissioners  should  be  entirely 
reconstituted  ? — 1 think  as  constituted  now  they 
do  not  command  the  public  confidence  ; it  is  too 
weak  a court  a great  deal. 

9369.  Will  you  kindly  state  to  the  Committee 
how,  in  your  opinion,  that  tribunal  might  be 
rendered  a stronger  one  I — In  the  first  place,  if 
you  are  to  have  a legal  element  in  it,  it  should  be 
a retired  judge,  or  some  one  whose  position 
should  be  recognised  by  the  country,  so  as 
to  command  respect  in  the  legal  })olnt  of  view. 
Then  upon  the  commercial  point  there  is 
only  one  of  the  court,  and  that  is  the  gentleman 
who  was  formerly  chaijinan  of  the  Midland  Rail- 
way Company  ; he  is  a very  good  man  of  busi- 
ness, but  he  ought  to  be  strengthened  by  the 
addition  of  one  more  ])erson  conversant  with 
commercial  matters. 

9370.  In  the  constitution  of  the  new  court,  you 
would  like  to  have  one  an  expert  in  the  law,  one 
an  expert  in  railway  business,  and  one  an  expert 
in  commercial  questions? — I think  so. 

9371.  Do  you  think  that  the  2)ublic  is  satisfied 
with  a court  consisting  of  three  Commissioners 
only,  or  do  you  think  the  court  should  be  enlarged  ? 
— 1 think  it  should  be  enlarged.  If  you  have  a 
court  of  three  men  to  debate  law  it  is  quite  large 
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enough,  but  here  you  have  the  commercial  as 
well  as  the  legal  element. 

9372.  Would  you  make  it  a sort  of  tribunal  of 
commerce  ? — Yes. 

9373.  Then  to  what  extent  would  you  increase 
it  ? — I think  two  commercial  men  and  one  legal 
man  of  high  standing,  who  had  been  a judge,  so 
as  to  command  experience  upon  a legal  point, 
and  a gentleman  conversant  with  railway  matters; 
if  you  had  four  commissioners  that  would  be 
sufficient. 

9374.  Would  you  leave  them  the  power  they 
have  under  the  present  Act  of  apf)ointing  Assist- 
ant Commissioners,  as  at  present  ? — I would  not 
curtail  their  power  in  that  respect,  but  I would 
not  commit  to  them  by  any  means  the  general 
power  of  interfering  with  the  rates  of  the  country. 

9375.  Would  you  give  the  tribunal  increased 
power,  or  would  you  be  satisfied  with  the  powers 
they  have  at  present? — I am  not  prepared  to 
recommend  that  their  powers  should  be  inci’eased 
at  present.  I think  that  if  the  question  of  the 
assimilation  of  rates  were  fully  examined  into  as 
you  are  examining  into  it  in  this  Committee, 
supposing  the  same  system  pursued  by  a Royal 
Commission,  so  that  the  matter  might  be  well 
thought  out,  if  the  parties  then  feel  themselves 
competent  to  propose  a general  scale  of  rates  it 
would  be  very  beneficial  to  the  country  that  they 
should  do  so,  but  it  cannot  be  done  by  committing 
the  rates  to  a court  of  three  or  even  four 
persons. 

9376.  Can  you  tell  me  whether  the  tribunal  is 
considered  an  expensive  one  ? — It  is  an  expensive 
one. 

9377.  Could  you  say  why  ; is  it  in  consequence 
of  the  number  of  counsel  who  are  employed  ? — 
Yes,  and  the  counsel  are  taken  from  a class  who 
have  very  high  fees,  and  their  proceedings  are 
not  Very  rapid,  so  that  it  is  considered  an  expen- 
sive tribunal. 

9378.  Do  you  think  it  is  made  more  expensive 
by  the  number  of  counsel  who  are  employed  on 
the  part  of  the  railway  companies? — Of  coui'se 
the  more  counsel  the  more  payment. 

9379.  Therefore  it  is  necessary  for  the  appli-' 
cants  to  have  a large  array  of  counsel,  because 
the  railway  companies  are  equally  represented  ? 
— The  difficulty  as  to  the  bar  is  not  the  number 
of  counsel,  but  it  is  to  make  sure  of  a man  who 
is  competent  to  undertake  your  argument  appear- 
ing. In  the  present  state  of  the  courts,  so  many 
are  sitting  that  you  are  obliged  to  take  two  or 
three  counsel  to  be  sure  of  the  attendance  of  one, 
just  as  in  Parliamentary  Committees  ; you  cannot 
hel])  it. 

9380.  Can  you  offer  any  suggestions  to  the 
Committee  with  the  view  of  making  the  court 
more  accessible  to  the  public  ? — I have  not 
thought  of  any. 

9381.  Have  you  any  reason  to  suppose  that 
the  decisions  of  the  Railway  Commissioners  have 
not  given  satisfriction  as  a general  rule  ? — I do 
not  find  that  the  court  has  anv  very  great 
credit. 

9382.  Do  you  agree  with  that  memorial  that 
the  right  of  ajjpeal  from  the  decisions  of  the  Com- 
missioners should  be  confined  to  questions  of  law  ; 
do  you  ai)prove  of  the  limitation  ? — I think  so ; 
you  will  have  a court  which  has  so  much  of  the 
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cominercifil  element  in  it,  that  many  of  their 
decisions  will  go  upon  that  line.  Now  you  can- 
not get  an  appeal  upon  that ; who  is  competent 
to  entertain  it  ; there  is  no  analogous  court  in  the 
kingdom?  You  may  go  to  the  Privy  ('onncil, 
who  are  supposed  to  undertake  matters  con- 
cei’ning  trade,  but  when  you  look  at  the  consti- 
tution of  the  Privy  Council,  they  are  lawyers  and 
not  commercial  men ; you  cannot  a[)peal  upon 
anything  except  law  ; you  have  no  cognate  court 
to  appeal  to 

9383.  I take  it  that  you  would  not  give  hack 
to  the  Board  of  I'rade  the  powers  which  were 
taken  from  it,  and  given  to  the  Court  of  Bailway 
Commissioners? — The  Board  of  Trade,  whom  I 
have  known  for  some  50  years,  do  not  really  take 
cognisance  of  anything  of  this  description.  You 
cannot  get  the  Board  of  Trade  to  sit  as  a court 
at  all. 

9384.  Do  you  think  that  the  Board  of  Trade 
should  be  compelled  to  initiate  proceedings  in 
the  court  of  the  Railway  Commissioners  under 
certain  circumstances? — 1 think  not.  I think  that 
the  trade  is  sufficiently  master  of  its  own  business 
now  ; if  it  has  a complaint  to  make,  it  can  prefer 
it  itself. 

Sir  Daniel  Gooch. 

9385.  You  were  asked  as  to  the  Clearing 
House  fixing  the  rates  ; that  is  not  so,  is  it ; the 
Clearing  House  has  nothing  to  do  with  the  rates? 
— No,  excepting  that  when  the  deputies  from 
various  railway  companies  come  to  the  Clearing 
Hou.se  they  may  consult  together. 

9386.  But  that  has  nothing  to  do  with  fixing 
the  rates  ? — The  Clearing  House  cannot  fix  the 
rates  in  any  way  ; but  when  the  officers  come 
together  at  the  Clearing  House  meeting  they 
take  the  opportunity  of  fixing  the  rates. 

9387.  Is  it  a meeting  of  the  officers  of  the 
company,  and  not  a Clearing  House  meeting  in 
any  sense  ? — That  is  so. 

9388.  Did  I understand  that  you  were  in 
favour  of  an  equal  mileage  rate  in  all  directions  ? 
— No,  I say  not ; I say  that  an  equal  mileage 

* rate  would  destroy  a great  deal  of  the  healthy 
trade  that  has  been  built  up  under  the  modifica- 
tions which  have  been  adopted  by  the  railway 
companies. 

9389.  There  is  another  jjoint  about  the  opening 
of  collieries  and  districts  for  trade  purposes  ; are 
you  awai’e  that  in  South  Wales  the  grouping  has 
been  pressed  upon  the  railway  companies  in  the 
interest  of  the  collieiy  owners,  and  that  the  same 
in  Wales  applies  to  the  tin  trade?- -Yes,  1 believe 
it  does 

9390.  Do  you  think  it  was  a wise  and  proper 
thing  of  the  railway  companies  to  yield  to  that 
pre.ssure  ? — I think  it  was  a very  wise  thing 
indeed. 

9391.  In  preference  to  an  equal  mileage  rate? 
— I think  that  equal  mileage  rates  are  incom- 
patible with  the  progress  of  trade  in  this  country, 

9392.  I think,  with  regard  to  this  memorial, 
that  you  do  not  care  much  about  the  bulk  of  it  ? 
— No,  I cannot  say  that  I do. 

9393.  Now  you  complain  of  the  present  rates; 
you  think  that  \d.  a ton  a mile  is  enough  for  the 
conveyance  of  traffic;  do  vou  know  many  rail - 
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ways  which  carry  goods  at  \d.  ^ ton  a mile  ? — I 
do  not  know  that  1 would  ask  them  to  go  to  \.d. 
a ton  a mile  ; all  I would  say  is,  that  I think  the 
rate  should  be  lowered  on  account  of  the  greatly 
diminished  value  of  the  article. 

9394.  Do  you  know  what  the  colliery  owners 
did  for  the  railway  companies  when  the  price  of 
coal  was  higher? — They  did  not  offer  to  pay 
double  rate  certainly  ; it  is  not  in  human  nature 
to  do  so,  but  I say  that  the  railway  companies 
behaved  extremely  well  in  not  putting  up  the 
rates  higher  than  they  did. 

9895.  Now'  this  farthing  a ton  is  a very  low 
rare  ; is  that  to  include  the  loading  of  waggons? 
— No,  certainly  not. 

9396.  Over  rvhat  gradients  would  that  traffic 
be  carried  ? — Gradients  which  would  allow  you 
to  take  from  250  up  to  300  tons  of  load. 

9396. *  But  over  what  gradients  ? — That  is  the 
load. 

9397.  But  the  power  is  limited?— No,  the 
power  is  not  limited. 

9398.  There  is  the  engine  power? — You  cau 
put  another  engine  on. 

9399.  That  would  double  the  expense  of 
haulage  ? — Yes,  no  doubt  it  would  double  the 
expense  at  that  point. 

9400.  Is  not  the  gradient  a very  important 
question  in  the  expense  of  working  the  traffic  ? — 
Of  course  it  is. 

9401.  Do  you  know  any  railway  which  carries 
over  any  long  distances  250  tons  of  coal,  equal  to 
500  tons  of  dead  weight?  — Yes,  I think  you 
would  find  that  your  own  engines  from  Swindon 
to  London  are  loaded  in  that  measure. 

9402.  But  it  is  down  hill  from  Swindon,  is  it 
not? — I thought  not;  I have  come  through  very 
often,  but  1 never  perceived  that  I was  going 
down  hill. 

9403.  But  what  do  they,  do  from  South  Wales 
up  to  Swindon ; take  the  coal  that  comes  up 
along  the  line  ; what  loads  would  they  bring  ? — 
Of  course  they  are  obliged  to  lighten  the  loads 
from  Gloucester  up  to  .Swindon. 

9404.  Take  the  gradient  up  the  Stroud  Valley? 
— I know  the  gradient. 

9405.  Do  you  think  you  could  get  250  tons  of 
dead  weight  of  coal  up  there  ?— No. 

9406.  Then  how  would  you  get  the  \d.  a 
mile  ? — There  would  require  to  be  a modification 
for  that  distance. 

9407.  Do  you  in  your  farthing  allow  anything 
for  capital  and  plant?  — You  always  allow 
capital ; if  you  look  at  the  Parliamentary  returns 
you  will  find  the  interest  on  capital  is  allowed  in 
the  expense  for  locomotives. 

9408.  Where  do  you  find  that  ; there  is  no 
capital  allowed  for  except  the  interest  which  is 
paid  to  the  debenture  holders ; where  else  is  it 
found? — It  is  in  the  expense  of  locomotion. 

9409.  You  are  not  correct  in  that ; there  is  no 
such  thing  as  interest  of  capital  charged  in  rail- 
way expenses  ? — However,  although  railway 
gentlemen  fight  against  it,  there  is  no  doubt 
about  the  fact  that  coal  can  be  carried  for  \ d.  a. 
ton  a mile,  and  in  carrying  it  upon  ordinary 
gradients  (I  except  steep  gradients)  you  would 
have  a fair  commercial  profit. 

9410.  Do  you  remember  how  much  you  wei*e 
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Sir  Donid  Gooch — continued, 
charging  for  carrying  coal  over  the  South  Wales 
Mineral  Bailway  per  mile? — les. 

9411.  That  is  down  hill  all  the  way;  do  you 
know  what  profit  you  make  there? — -We  want 
the  ([uantity  there  ; if  we  had  the  quantity  there 
we  should  make  profit  enough  : hut  as  It  is,  you 
have  all  your  establishment  to  keep  uj),  and  the 
expenses  are  very  large. 

9412.  I should  like  to  see  you  try  to  do  it 
there? — 1 should  not  like  tu  try  a farthing  a 
mile  upon  the  South  “Wales  mineral  line. 

Chuinnan. 

9413.  I must  refer  you  again  to  the  memorial ; 
at  the  bottom  of  page  1 it  says,  “ that  the  liaihvay 
Commissioners  should  have  full  power  on  the  aj)- 
plication  of  the  owners  or  occupiers  of  lands  ad- 
joining to  any  railway,  or  any  other  persons,  to 
order  a railway  company  to  allow  junctions  of 
private  lines  to  be  made  Avith  any  public  railway, or  , 
Avith  any  siding  thereof,  on  such  plan  and  on  such 
terms  and  conditions  as  to  the  Commissioners 
may  appear  reasonable,  Avith  due  regard  to  the 
public  safety,  notwithstanding  the  restrictions 
and  conditions  contained  in  the  Kaihvay  Clauses 
Act,  1845,  section  76,  or  any  bye-laAvs  made  in 
pursuance  thereof ; ” noAv  I Avill  draAv  your 
attention  to  this,  that  the  only  restriction  in  the 
Act  is,  “The  company  shall  not  be  bound  to 
make  any  such  openings  in  any  place  Avhich  they 
shall  have  set  apart  for  any  specific  pur- 
])ose  Avith  which  such  communication  would  inter- 
fere, nor  upon  any  inclined  plane  or  bridge,  nor 
in  any  tunnel.  ” Secondly,  “ The  persons  making 
or  using  such  branch  raihvays  shall  be  subject  to 
all  bye-hiAvs,”  and  so  on ; do  you  think  there  is 
anything  unreasonable  in  those  restrictions? — I 
think  not. 

9414.  Then,  so  far,  you  Avould  not  agree  Avith 
those  Avords  that  they  have  juit  in  ? — 1 am  not 
prepared  to  go  to  this  length  to  propose  that 
these  restrictions  and  conditions  should  be  abo- 
lished. 

9415.  Noav  Avill  you  go  to  sub-section  5 of  the 
memorial;  are  you  of  the  same  opinion,  that  tliere 
ought  to  be  one  appeal  only  from  the  Raihvay 
Commissioners,  and  that  to  the  House  of  Lords, 
and  not  to  an  intermediate  court  ? — 'i’es,  1 should 
agree  A\'ith  fnat ; I Avould  say,  take  the  case  to 
the  House  of  Lords  at  once. 

9416.  You  have  been  asked  about  the  expense 
of  the  Kaihvay  Commissioners,  but  you,  as  a 
laAvyer  of  experience,  must  be  able  to  say  that 
you  cannot  haA'e  cheap  hiAV  in  any  court  Avhere 
large  interests  are  concerned  ?— It  net'er  comes 
out  cheap  laAV. 

9417.  Whatever  the  tribunal,  if  large  interests 
are  involved,  expense  must  attend  it  ! — No 
doubt. 

9418.  Now,  going  a little  further,  in  sub-section 
],  clause  4,  it  says  that  no  rate  should  be  in- 
creased Avithout  due  and  sufficient  notice  ; Avhat 
Avould  be  your  o^jinion  about  due  and  sufficient 
notice  ” ? — I have  no  doubt  whatever  that  Avhen- 
ever  they  do  increase  the  rate,  they  give  notice  ; 
say  a feAv  AV'eeks’  notice. 

9419.  AYe  have  had  great  complaints  that 
the  company  did  not  give  notice,  and  I see 
that  in  a I3ill  Avhich  Avas  brought  in  by  tlie 
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Government  in  1847,  but  Avasnot  proceeded  with, 
the  proposal  Avas,  that  15  days’  notice  Avere  to  be 
given  by  all  the  companies  for  raising  their 
charges  ; Avould  that  be,  in  your  opinion,  a suffi- 
cient time  ? — I think  it  would,  and  1 do  not  think 
the  raihvay  companies  Avould  complain  of  that. 

9420.  Then  let  us  go  on  to  sub-section  iSo.  2, 
of  paragraph  4,  of  your  memorial,  “ That  Avhen  a 
railAvay  company  gives  a special  rate  to  any 
trader  such  rate  shall  be  entered  in  the  rale  book 
at  the  general  office  of  the  company,  and  also  at 
the  station  dealing  Avith  the  traffic are  you 
aware  that  the  laAv  has  said  so  ; Section  14  of  the 
Railway  and  Canal  Traffic  Act  of  1873  says, 
“ Every  raihvay  company  and  canal  company 
shall  keep  at  each  of  their  stations  and  Avharves  a 
book  or  books  shoAving  every  rate  for  the  time 
being  charged  for  the  carriage  of  traffic  other 
than  passengers  and  their  luggage  from  that  sta- 
tion, or  wharf  to  any  place  to  Avhich  they  book, 
including  any  rates  charged  under  any  special 
contract so  that  it  appears  to  me,  and  I Avant 
to  knoAv  Avhat  you  say  about  it,  that  the  laAV 
already  says,  that  they  ought  to  enter  in  their 
rate  book  any  special  rate  that  they  give  to  any 
trader  ? — I do  not  think  the  habit  of  the  com- 
panies is  to  enter  such  rates. 

9421.  The  first  thing  to  do  is  to  ascertain  Avhat 
the  laAA^  is,  and  Avhether  there  is  any  fault  in  the 
carrying  of  it  out ; Avould  not  that  clause  include 
any'  special  rate  to  any  trader  {handing  the  Act  of 
parliament  to  the  IVitness)  ? — Yes,  the  law  is  suffi- 
cient at  present,  certainly,  but  I -am  afraid  the 
practice  is  not  carried  out. 

9422.  Will  you  uoav  go  to  paragraph  5, 
Avhich  says,  “ Y"our  memorialists  consider  that 
the  multiplicity  of  special  Acts  dealing  with 
rates  or  charges  on  the  same  raihvay  is  a great 
evil,  and  that  railway  companies  should  be,  so 
far  as  they  affect  rates  or  charges  imposed  upon 
the  trader,  required  to  consolidate  their  special 
Acts.'’  All  1 Avish  to  do  is  to  draw  your 
attention  to  this  : this  is  exactly  one  of  the  recom- 
mendations of  the  Royml  Commission,  called  the 
Duke  of  Devonshire’s  Commission,  which  sat  in 
1866,  that  “ When  raihvay  companies  apply'  to 
Parliament  for  power  to  amend  their  Acts,  ad- 
vantage should  be  taken  of  the  application  to 
require  them  to  consolidate  all  the  clauses  of 
existing  Acts  which  remain  permanently'  appli- 
cable to  their  undertaking  ” ? — That  is  true.  As 
I said  before,  it  is  most  desirable,  if  you  can,  to 
harmonise  the  different  rates  of  charges  ; but  w'e 
have  not  been  in  a position  to  do  that  hitherto, 
and  it  is  a task  which  there  is  no  body  that  1 can 
point  out  capable  of  undertaking  ; it  must  be 
done  by'  a body'  like  this  Committee  or  by'  a 
Royal  Commission,  and  a most  laborious  task  it 
would  be. 

9423.  A"ou  are  rather  talking  about  the  re- 
vision of  the  maximum  rates,  but  this  jiointofthe 
memorial  rather  points  to  a consolidation  of  the 
.Acts  than  a revision  of  the  rates? — This  rather 
means  that  they'  should  consolidate  their  powers 
of  charging  and  systematise  them. 

9424.  You  have  Aery  clearly  given  it  as  your 
vieAv  that  you  would  entirely  condemn  the  leaving 
to  the  Raihvay  Commissioners  the  poAver  of  re- 
vising the  maximum  rates ; but  supposing  the 
Board  of  Trade,  or  some  public  commission,  w’ere 
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instructed  to  draw  up  a model  Table  of  rates, 
would  it  then  be  a proper  proceeding,  in  your 
view,  that  when  a railway  company  came  to  Par- 
liament to  ask  for  new  powers,  those  powers 
should  be  given  only  upon  the  condition  that  they 
accepted  this  model  Table  ? — It  would  be  a very 
de.sirable  thing  to  do,  but  it  is  just  the  thing  I 
have  been  already  pointing  to ; it  is  the  consoli- 
dating and  systematising  of  the  rates  which  would 
be  put  into  the  Table  when  you  have  calculated 
them,  but  it  would  be  a very  difficult  thing  to  do. 

9425.  There  might  be  put  upon  a Commission 
to  settle  the  matter  people  with  a special  know- 
ledge of  it,  and  I would  ask  whether  the  machinery 
I have  suggested  for  enforcing  its  general  accept- 
ance would  be  what  you  would  consider  just  ? — 
That  is  the  only  machinery  for  enforcing  it ; as 
soon  as  you  have  prepared  a model  Toll  Table, 
any  exception  from  it  should  be  specified  and 
confirmed  by  the  Committee. 

9426.  You  would  hardly  remit  to  an  ordinary 
Private  Bill  Committee  the  revision  of  the  rates 
of  the  company  ? — No,  it  is  impossible  to  remit 
that  to  the  Committee. 

9427.  Now,  take  paragraph  6 of  the  Memo- 
rial : “ Your  Memorialists  also  consider  that  rail- 
way companies  should  be  required  to  publish 
their  maximum  rates  in  the  same  manner  as  they 
are  at  present  required  to  publish  their  tolls ; ” 
now,  I think  you  will  agree  with  me  that  the 
only  way  in  which  railway  companies  are  com- 
pelled at  present  to  publish  their  tolls,  is  to  put 
up  upon  a board  at  the  station,  not  their  charges 
as  carriers,  but  their  tolls  as  owners  of  the  line  ? 
— Yes. 

9428.  And  that  it  would  be  physically  im- 
possible to  put  up  upon  a board  of  the  size  and 
dimensions  of  those  they  put  up  now,  the  rates 
charged  to  the  various  stations  ? — It  would  be 
impossible  ; if  you  take  in  your  hand  the  book 
of  rates,  at  the  Clearing  House,  you  will  find 
them  so  enormous  that  they  could  not  put  them 
upon  a table  ; it  is  quite  enough,  in  my  opinion, 
if  the  traders  have  access  to  them  at  the  office. 

Mr.  Barnes. 

9429.  But  the  toll  does  not  include  the  loco- 
motive power,  so  you  do  not  know  the  charge  you 
Avould  have  tojiay? — Certainly  not. 

Chairman. 

9430.  Now,  take  paragraph  7,  and  with  regard 
to  that  I will  ask  you  a question  about  what  the 
honourable  Member  for  Gloucester  said  ; there 
has  been  no  transfer  of  jurisdiction  from  the 
Board  of  Trade  to  the  Railway  Commissioners  by 
the  Act  of  1873  ; what  I believe  was  transferred 
was  the  jurisdiction  of  the  Court  of  Common 
Pleas  ? — That  is  so. 

9431.  The  Board  of  Trade  have  never  sat  as 
a judicial  body  on  railways  ? — No. 

9432.  And  this  clause  points  I think  rather 
more  to  the  Board  of  Trade  coming  forward  as 
the  prosecutor  in  connection  with  railway  matters? 
—Yes. 

9433.  Do  you  agree  with  that  suggestion  ? — 
I think  that  if  the  traders  have  the  power  to  apply 
to  the  Railway  Commissioners,  they  had  better 
apply  directlv  ; they  will  only  be  hindered  by 
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going  through  the  Board  of  Trade  ; there  is  no 
value  in  filtering  your  comjdaint  by  going  through 
another  public  department. 

9434.  The  idea  I think  is  that  the  Board  of 
Trade  should  undertake  the  troulrle  of  the  prose- 
cution before  the  Railway  Commissioners? — If 
they  do  that,  they  will  have  more  to  do  than 
they  know  how  to  manage. 

9435.  AVill  you  kindly  take  this  statement  in 
your  hand ; I want  to  put  it  in  with  regard  to  a 
question  which  Sir  Edward  M'atkin  put  to  you 
about  zones.  This  is  the  official  paper,  giving 
the  charges  upon  the  Australian  railways  ; the 
Australian  railways  have  a system  of  charging 
by  distances.  I tiiink  you  will  see  that  the  dis- 
tances are  10,  50,  100,  and  150  miles  ; would 
you  kindly,  in  order  to  get  it  upon  the  notes 
take  the  thii’d  line,  and  read  out  to  the  Committee 
the  charge  for  coal,  which  is  what  you  have  come 
principally  to  give  evidence  about  here,  between 
different  collieries  and  different  distances  ; it  is 
headed  “New  Zealand”? — Coal  in  bulk,  10 
miles,  2 s.  per  ton  ; 50  miles,  6 s.  8 c?.  per  ton, 
100  miles,  9 5.  2d.  per  ton,  and  150  miles, 
10  s.  10^/. 

9436.  The  next  column  is  “ Victoria;”  would 
you  kindly  read  that  ? — Victoria,  10  miles,  3 s., 
50  miles,  7 s.  3 c?.,  100  miles,  13  s.,  and  150  miles, 
20  s.”? — ( The  Table  was  handed  m.) 

9437.  I Avish  to  ask  you  one  question  more  as 
to  what  you  said  about  competition.  I think 
you  said  that  in  your  opinion  competition  Avas 
so  perfect  that  it  attained  all  the  objects  of 
benefit  to  the  trade,  but  let  me  ask  you,  did  you 
not  rather  make  that  answer  because  your  mind 
Avas  full  of  the  large  coal  trade  to  London,  Avhere 
there  are  so  many  different  lines  meeting. 
You  Avould  hardly  say  that  in  reference  to  out- 
lying  districts,  Avhere  a raihvay  company  has  a 
district  completely  in  its  grasp,  and  can  fix  the 
rates  almost  as  it  pleases  ? — You  have  established 
now  that  a railway  company  shall  be  overruled 
as  to  the  fairness  of  the  charge  by  the  Raihvay 
Commissioners.  Then  havino;  20t  that,  it  is 
their  interest  to  develop  trade  as  much  as  they 
can ; suppose  they  charge  one  local  man  so 
much,  and  another  man  so  much  more,  Avhich  is 
inequitable ; the  Raihvay  Commissioners  avUI 
overrule  that  ; at  present  they  have  almost  illi- 
mitable j)ower,  because  their  maximum  rate  is 
so  high  that  no  Raihvay  company  is  taking  its 
maximum  rate  as  to  minerals,  or  anything 
like  it. 

9438.  You  are  still  talking  of  coal,  but,  surely, 
you  Avould  not  say  that  upon  other  matters  rail- 
Avay  companies  are  not  charging  very  near  their 
maximum  rates  in  many  districts.  I only  Avant 
it  to  be  clear,  Avhether  Avhen  you  are  using  that 
strong  expression  you  have  only  the  coal  trade 
in  your  mind,  or  Avhether  you  Avish  to  apply  it  to 
all  other  traffic  ? — I had  the  coal  traffic  in  my 
mind  chiefly. 

9439.  Noav  it  Is  true  that  the  Act  transferred 
from  the  Board  of  Trade  to  the  Raihvay  Com- 
missioners the  approval  of  agreements  between 
companies,  but  I think  those  are  Avorking  agree- 
ments, are  they  not,  andlniA'e  nothing  to  do  with 
charges  ? — Thev  have  nothing  to  do  Avith 
charges  ; theA'  are  Avorking  agreements  simiAlv- 
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Mr.  Barnes. 

9440.  With  regard  to  the  third  sub-section  of 
i lause  3 of  your  memorial,  “ That  the  Railway 
Commissioners  should  have  full  power,  on  the  ap- 
plication of  the  owners  or  occupiers  of  lands  ad- 
joining to  any  railways,  or  any  other  persons,  to 
order  a railway  company  to  allow  junctions  of 
private  lines  to  be  made  with  any  public  railway, 
or  with  any  sidings  thereof.”  As  you  state,  that 
is  the  law  now  ? — Yes. 

9441.  But  I believe  you  are  aware  that  the 
law  has  been  interpreted  that  you  cannot  make 
a junction  on  to  a sidingl — That  is  so. 

9442.  So  that  they  have  only  to  make  a siding 
between  the  main  line  and  your  works,  to  shut 
you  out  ? — But  they  cannot  make  sidings  all 
along  the  railway. 

9443.  Are  you  aware  that  you  cannot  make  a 
siding  or  a junction  into  any  goods  station,  any- 
where ? — That  is  so. 

9444.  And  that  this  clause  or  sub-section  has 
been  drawn  with  a special  view  effecting  that 
object  ? — So  that  you  could  run  through  a siding. 
The  company  might  fairly  say  ymu  must  go  onto 
our  line  first,  and  then  along  our  line  to  the 
sidings. 

9445.  In  many  cases  people  have  been  shut  off 
by  the  existence  of  a siding  between  the  main 
line  and  the  siding  they  wished  to  make,  so  that 
the  law  is  inoperative,  and  a private  trader  can- 
not get  his  siding  ? — That  is  so. 

9446.  Are  you  aware  that  that  has  happened 
in  many  cases,  and  that  to  obviate  that  is  the 
object  of  this  clause? — So  I understand. 

9447.  Now,  with  regard  to  the  trade  to  Lon- 
don, the  London  trade  with  the  6,000,000  tons  is 
a very  small  part  of  the  total  trade  of  146,000,000? 
— Quite  so. 

9448.  Your  observations  as  to  lines  regula- 
ting their  tolls  by  competition  are  more  particu- 
larly directed  to  the  London  and  London  dis- 
trict trade,  and  not  to  the  general  trade  of  the 
country  ? — There  is  competition,  clearly. 

9449.  But  that  would  not  be  the  case  in  the 
general  trade  of  the  country? — It  would  not 
occur  in  isolated  cases  and  isolated  collieries. 

9450.  Nor  in  isolated  districts,  where,  for  in- 
stance, the  traxle  was  done  upon  the  North 


Mr.  Barnes — continued. 

Western  Line  altogether,  or  upon  the  Midland 
Line,  where  the  trade  was  done  upon  tliat  line 
altogether? — At  the  same  time,  it  would  be  the 
interest  of  the  company  to  give  fair  rates  to 
any  single  colliery  upon  the  line,  so  as  to  de- 
velop the  traffic,  and  have  more  rather  than 
less. 

9451.  You  stated  that  the  railways,  and  I 
agree  with  yon,  were  lenient  in  their  tolls  Avhen 
there  was  a coal  famine,  but  I think  you  cannot 
say  on  the  other  hand  that  they  have  been  the 
other  way  in  the  time  of  coal  abundance,  where 
collieries  have  been  losing  money  ? — They  have 
been  far  from  liberal,  not  even  equitable  ; I think 
the  high  charges  at  present  are  not  at  all  justifi- 
able. 

9452.  Anu  you  are  aware,  perhaps,  that 
freights  have  dropped  from  7 s.  to  4 s.  to  the  Pool 
from  the  north  ? — I was  not  aware  they  had  re- 
duced so  much. 

9453.  And  that  the  railway  companies  have 
only  reduced  6d.  a ton  against  that? — I am  glad 
to  hear  that  they  have  taken  off  6 d. 

9454.  Therefore,  of  course,  that  competition 
has  been  entirely  thrown  upon  the  coal  owners, 
not  only  against  collieries  in  the  north  of  England 
and  the  Midland  collieries,  but  they  have  had  to 
compete  against  the  sea  freights? — The  freights 
by  sea  make  a most  serious  competition  with  the 
collieries  in  the  London  market. 

9455.  The  freights  ought  to  have  been  in  com- 
petition with  the  railways,  and  not  in  competition 
with  the  collieries? — Quite  so,  if  that  v'ere  pos- 
sible. 

Mr.  Lowther. 

9456.  (Through  the  Comnnttee.')  Have  not 
railway  companies  been  put  to  very  great  ex- 
pense by  legislation,  in  the  way  of  blocking  and 
signalling,  since  that  period,  when  the  rates  were 
raised  upon  the  coals  ? — Railway  companies  have 
been  put  to  greater  expense  in  their  signals  and 
the  more  perfect  way  of  guarding  their  lines,  but 
I do  not  think  that  that  expense  is  of  sufficient 
amount  to  authorise  any  additional  charge,  or  to 
maintain  what  is  now  an  inequitable  charge. 


Mr.  John  Nurthall  Brown,  called  in;  and  Examined. 


Mr.  Barnes. 

9457.  You  are,  I believe,  the  Manager  of  the 
Cannock  Chase  Company  ? — Yes. 

9458.  And  are  well  acquainted  with  the  Avork- 
ing  of  the  coal  traffic  upon  the  London  and  North 
Western  Railway  of  the  Cannock  Chase  district? 

—I  am. 

9459.  You  have  beeu  requested  to  give  evi- 
dence for  that  district  ? — 1 have  been  requested 
by  the  Coal  Owners’  Association  to  give  evidence 
for  that  district. 

9460.  I believe  the  collieries  of  the  district 
somewhat  approximate  in  product  to  10,000,000 
tons  a year? — The  plant  is  equal  to  quite 
10,000,000  tons  now,  but,  in  consequence  of  the 
depression  in  traile,  not  more  than  half  or  two- 
thirds  of  that  quantity  is  raised. 


Mr.  Barnes — continued. 

9461.  You  have  found  difficulties  Avith  the 
railAvay  companies  in  various  Avays ; they  take 
rates  above  their  maximum  rates,  do  they  not? — 
Yes  ; Ave  have  found  that  the  rates  for  short  dis- 
tances are  considerably  above  the  maximum  ; I 
will  give  you  an  instance  or  tAvo.  To  Wolver- 
ham])ton  the  rate  charged  is  2 s.,  the  maximum 
rate  being  1 s Qd.  •,  to  Bilston  the  rate  is  also  2s., 
the  maximum  rate  being  Is.  3d. 

Chairman. 

9462.  Will  you  give  the  details  of  those  cases 
to  the  Committee  ? — In  the  first  instance  taking 
Wolverhampton,  the  mileage  from  the  colliery  to 
Wednesbury  Junction,  upon  the  Great  M'estern 
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Chairman — continued. 

Railway,  is  nine  miles  32  chains  ; the  maximum 
rate  tor  that,  at  14  a mile  would  be  1 !>.,  and 
then  if  you  add  from  Wednesbury  to  Wolver- 
hampton, a distance  of  five  miles  11  chains,  the 
maximum  rate  being  6 d.,  it  makes  the  through 
maximum  rate  Is.  6 t/.  against  2s.,  as  charged  by 
the  railway  company  ; the  Wolverhampton  jjor- 
tion  being  on  the  Birmingham,  Wolverhampton, 
and  Dudley  Railway ; the  Act  of  Parliament, 
9 & 10  Vict.  s.  46,  fixes  the  rate  for  that  portion 
of  the  line. 

Mr.  Barnes. 

9463.  Will  you  give  the  details  of  the  Bilston 
case?- -That  mileage,  to  Wednesbury,  is  also 
nine  miles,  32  chains,  amounting  to  1 s.  ; and  from 
Wednesbury  it  is  two  miles,  40  chains.  The 
maximum  charge  for  the  two  miles  40  chains  is 
3 d.,  the  railway  being  subject  to  a two  mile 
clause,  which  makes  the  total  maximum  1 s.  3 c?. 
as  against  2s.,  w'hich  the  company  charge. 

9464.  I think  you  have  a large  number  of 
overcharges? — I have  several  tables  of  over- 
charges. {These  Tables  were  put  in.) 

9465.  Will  you  give  the  Committee  the  par- 
ticulars with  regard  to  Smethwick  ? — Smeth- 
wick, which  is  in  Table  No.  2,  is  entirely  in 
the  hands  of  the  London  and  North  Western 
Company,  the  maximum  i-ate  being  Is.  7 d., 
and  the  rate  charged  being  1 s.  9 d.,  but  that  is 
also  made  u])  under  two  Acts  of  Parliament ; 
first  of  all  there  is  the  South  Staffordshire  Railway 
to  Dudley  Port,  and  then  the  Stour  Valley  Rail- 
way from  Dudley  Port  to  Smethwick. 

9466.  You  find  great  difficulty  in  arriving  at 
what  the  company  can  charge,  from  the  multi- 
plicity of  Acts  ?^ — [f  we  appeal  to  the  Acts  them- 
selves we  find  no  difficulty  in  making  up  the 
rates,  but  it  is  a considerable  work  for  people  who 
do  not  understand  the  Acts  to  get  out  the 
details. 

9467.  Are  you  aware  that  the  London  and 
North  Western  Company  have  something  like, 
in  round  numbers,  80  Acts  of  Parliament  ? — I 
believe  they  have. 

9468.  And  the  object  of  one  of  the  pi'ayers  of 
this  memorial  is,  that  those  Acts  should  be  con- 
centrated into  one,  in  order  that  you  should  know 
what  the  rates  are  without  having  to  refer  to 
82  Acts  of  Parliament? — Yes  ; it  makes  a great 
difficulty  in  ascertaining  what  the  real  rate 
should  be. 

9469.  fake  the  SandAvell  Park  Colliery  upon 
the  Great  Western  Railway,  between  AV elling- 
ton  and  Oxford  ; are  the  rates  charged  above  the 
maximum  rates? — Upon  the  Sandwell  Park  list 
the  rates  are  nearly  all  above  the  maximum 
rates.  ( This  Table  roas  als>>  put  in.) 

9470.  How  much  are  they  above  the  maxi- 
mum rates? — They  are  from  ?>d.  to  1 5.,  and 
1 i-,  2 d. 

9471.  With  regard  to  the  Oldhill  (folliery,  how 
is  that  upon  the  Great  Western  Railway  ? — 
AA’^ith  regard  to  the  Oldhill  Colliery  upon  the 
Great  Western  Raihvay,  the  charges  above 
the  maximum  for  very  short  distances  are  from 
1 s.  to  1 s,  6 d.  Taking  the  case  of  the  charge 
from  Oldhill  to  Cradley,  a distance  of  two  miles, 
the  company  charge  2 s.  % d.  per  ton  for  bricks, 
Avhereas  to  Worcester,  a distance  of  28  miles, 
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they  charge  the  same  sum,  ( This  Table  was  put 
in.) 

9472.  How  are  the  stations  within  20  miles  of 
London  charged  ? — The  charges  to  stations  upon 
the  liondon  and  Brighton,  tbe  South  AVestern, 
and  the  London,  Chatham,  and  Dover  Railways, 
for  about  20  miles  round  London,  are  all  in 
excess  of  the  maximum  rate  : they  vary  from 
2d.  to  4 rf.  a mile.  ( These  Tables  xnere  put  in.) 

9473.  I believe  you  have  an  instance  of  tbe 
Great  Western  Company  going  for  powers  to 
make  a junction,  and  not  making  that  junction  ? 
— There  is  an  instance  at  Birmingham.  I think 
that  somewhere  about  1850  there  Avas  a junction 
made  between  tbe  Birmingham  and  Oxford 
Junction  Railway  and  the  London  and  North 
Western  Railway  ; but  up  to  this  day  the  points 
have  never  been  put  in. 

Sir  Edward  Walkin. 

9474.  Is  that  Avhat  was  called  “ Saunders’ 
Bit”? — Very  likely. 

Sir  Daniel  Gooch. 

9475.  It  is  a viaduct,  is  it  not  ? — It  is  a 
viaduct. 

Mr.  Barnes. 

9476.  Have  you  to  send  your  traffic  round  by 
Wednesbury? — I believe  it  arose  in  this  Avay  : 
When  the  Birmingham  and  Oxford  Junction  was 
ready  for  traffic  the  Board  of  Trade  objected  be- 
cause this  connection  AA^as  not  made,  and  the  open- 
ing of  the  line  was  delayed.  A considerable  sum 
of  money  was  expended*  in  putting  in  this  curve^ 
and  after  it  Avas  made  it  w;is  said  that  the  Ijondon 
and  North  Western  Company  would  not  allow  the 
points  to  be  put  in.  Up  to  this  day  that  junction 
has  not  been  completed,  and  all  the  traffic  is  forced 
round  by  Wednesbury,  Avhich  is  a most  incon- 
venient junction,  there  being  a difference  of 
30  feet  between  the  levels  of  the  tAvo  rail  av ays, 
and  it  has  to  go  up  an  incline  and  pass  over  a 
single  road:  it  is  like  passing  traffic  through  the 
neck  of  a bottle  ; it  is  continually  choked,  whereas 
if  we  Avere  allowed  to  bring  the  traffic  through 
Birmingham  and  pass  it  over  this  junction, 
which  is  on  a level  with  the  North  Western 
Line,  the  facilities  would  be  materially  in- 
creased, in  addition  to  which  the  mileage  round 
by  W^ednesbury  Avould  be  saved  three  miles. 

Sir  Daniel  Gooch. 

9477.  Has  that  junction  never  been  com- 
pleted ? — The  road  has  been  completed  and 
the  Avorks  completed,  but  the  points  have  not 
been  put  in. 

Sir  Edward  Watkin. 

9478.  Was  that  line  built  for  the  sake  of  the 
Cannock  Chase  Colliery  ? — No,  it  was  built 
for  tbe  interchange  of  traffic  generally. 

Mr,  Barnes. 

9479.  You  have  heard  the  evidence  given 
to  the  Committee  with  reference  to  the  group- 
ing system  in  South  Wales,  and  upon  the  North 
Western  system  at  Wigan;  do  you  knoAV  of  that 
taking  place  upon  the  Midland  line? — I do  not 
knoAV  any  instance  of  grouping  upon  the  Midland 
line,  but  that  would  scarcely  arise  with  us,  because 
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Mr.  Bai  •nes — continued. 

the  whole  of  the  traffic  is  collected  by  the  London 
and  Nortli  M estern  Company,  and  delivered  to 
the  Midland  Company  at  a common  point,  but  the 
London  and  Northwestern  Company  do  group 
in  the  Cannock  Chase  Colliery  district. 

9480.  You  do  not  know  any  instance  where 
155  miles  is  charged  at  the  same  rate  as  150 
miles? — I do  not;  I believe  they  charge  the  exact 
mileage  in  most  cases. 

9481.  Have  you  anything  further  to  mention 
to  the  Committee  ? — There  is  one  thing  with 
regard  to  the  accommodation  at  Soho.  On  the 
Birmingham,  Wolverhampton,  and  Dudley  branch 
of  the  Great  Western  line,  there  Avas  a great 
pressure  of  traffic  last  winter,  and  finding  that 
the  Great  Western  Company  had  land  at  Soho 
Station  whicliAvas  not  occupied  by  sidings,!  applied 
to  the  manager  there  to  know  if  he  would  put  in 
a siding  for  the  coal  trade ; he  replied  that  the 
company  themselves  would  not  expend  the  money, 
but  that  we  might  ])ut  the  siding  in  at  the  ex- 
])ense  of  our  own  company  if  we  thought  proper; 
I apjdled  to  knoiv  what  the  estimate  was  for  the 
cost  of  the  siding,  and  it  was  said  to  lie  about 
1,000/.;  upon  the  receipt  of  that  estimate  I 
asked  the  manager  upon  Avhat  terms  he  Avould 
carry  our  traffic  from  the  !Vednesbury  Junction 
to  the  Soho  Station,  in  the  event  of  our  going  to 
the  cost  of  putting  in  these  sidings,  and  he  re- 
plied tliat  the  charge  wmuld  be  1 s.  I pointed 
out  to  him  that  that  was  just  double  the  statutoiy 
power  of  the  company,  and  I asked  if  there  had 
not  been  some  mistake,  to  which  he  replied  that 
the  thing  had  again  been  considered,  and  that 
tliey  found  they  were  Within  their  powers,  and 
further,  they  could  not  afford  to  carry  the  traffic 
for  less.  The  mileage  being  six  miles,  and  the 
statutory  toll  being  6 d.,  they  demanded  1 s. ; 
first  of  all  asking  us  to  put  the  siding  in  at  our 
own  expense. 

9482.  I need  not  say,  of  course,  that  the  siding 
never  has  been  put  in  I — It  has  not. 

9483.  Then  you  cannot  do  the  trade  ? — I'Ve 
could  do  a considerable  trade  there  if  the  siding 
was  put  in. 

Sir  Edward  Watkin. 

9484.  Were  you  to  pay  for  the  land  as  well  as 
the  sidin;r  ? — No. 

9485.  The  company  would  have  contributed  the 
land? — The  land  is  there  ah’eady,  but  the  company 
cannot  carry  the  traffic  unless  they  have  termi- 
nal stations  at  which  to  dispose  of  it. 

('hairrnan. 

9486.  The  company  will  not  do  any  loading  or 
unloading  for  you,  or  find  waggons  ? — No. 

Mr.  Monk. 

9487.  In  those  cases  of  overch-irge  to  which 
you  have  alluded,  are  the  terminals  included  ? — 
There  are  no  terminals  allowed  by  the  Act  of 
Parliament  ; there  is  a fixed  maximum  toll 
charge. 

9488.  Those  are  tolls,  not  rates? — Those  are 
rates  for  coal,  there  being  a maximum  charge 
fixed  by  the  Act. 

9489.  Which  includes  collection  and  delivery  ? 
— It  includes  all  expenses,  except  loading  and 
unloading  and  tlie  finding  of  waggons. 


Mr.  Monk — continued. 

9490.  Are  the  charges  for  loading  and  unload- 
ing included  in  the  sum  charged  by  the  railway  ? 
— No,  they  are  not. 

9491.  Those  sums  are  sei)arately  charged,  are 
they  not? — Those  services  are  performed  by  our- 
selves. 

Mr.  Bolton. 

9492.  As  regards  the  siding  to  Avhlch  you  have 
just  noAv  referred,  access  to  which  the  Great 
Western  Bailway  Com2)any  refused,  except 
upon  terms  to  which  you  could  not  agree,  did 
you  offer  to  guarantee  any  traffic  at  that  siding  ? 
— There  was  an  estimate  of  the  traffic  made,  and 
I think  it  amounted  to  several  hundred  tons  a 
Aveek  ; Ave  did  not  go  so  far  as  a guarantee. 

9493.  There  Avas  no  obligation  ujion  you  to 
send  the  traffic,  if  the  expense  of  making  the 
sidings  Avas  incurred  by  the  company  ? — There 
Avas  no  compulsion  U2)0n  us  to  send  the  traffic, 
but  the  siding  Avas  i-equired  for  the  traffic. 

9494.  Upon  Avhat  ground  did  they  refuse  you, 
if  as  you  say  it  Avould  have  been  a profitable 
ti’ansaction  for  them  ? — I cannot  tell  upon  Avhat 
grounds  they  refused  the  siding,  having  the  land 
there  already.  I made  a like  application  for  a 
similar  jiiece  of  land  in  SnOAv  Hill  station,  and  I 
offered  to  send  1,000  tons  a Aveek,  and  that  offer 
Avas  declined ; the  land  has  remained  idle  ever 
since,  and  the  sidings  have  not  been  put  in. 
I am  quite  sure  I could  have  sent  1,000  tons  a 
week,  if  the  sidings  had  been  put  in. 

Sir  Daniel  Gooch. 

9495.  'Where  is  that  piece  of  ground  to  Avhich 
you  refer? — It  is  just  before  you  enter  SnoAv 
Hill  Station,  just  at  the  bottom  of  Constitution 
Hill.  There  AA^as  a deal  of  correspondence  at  the 
time,  but  it  Avas  not  thought  desirable  by  the 
Great  Western  Company  to  put  in  the  siding. 

Mr.  Bolton. 

9496.  You  have  spoken  of  the  rates  charged 
by  the  companies  being  in  excess  of  the  statutiuy 
j)OAvers ; have  you  taken  any  action  at  all  Avith 
regard  to  that,  either  by  application  to  the  Eail- 
Avay  Commissioners,  or  to  the  County  Court  ? — 
We  have  not. 

9497.  Why  is  that  ? — Because  it  is  a matter  of 
less  im])ortance  to  us  than  it  is  to  the  public.  If 
Ave  made  an  application  to  the  Kaihvay  Commis- 
sioners at  a very  large  cost,  and  got  those  rates 
brought  doAvn  to  the  reasonable  statutory  charges, 
the  competition  is  so  strong  in  the  coal  trade,  that 
the  next  day  the  advantages,  if  there  Avere  aiiA’, 
Avould  be  given  aAvay  to  the  public  instantly,  there- 
fore it  is  no  use  in  these  cases  to  interfere  for  the 
benefit  of  the  public  exclusively. 

9498.  It  Avould  have  reduced  the  price  to  the 
])ublic,  without  increasing  the  profit  to  A'our- 
sclves  ? — YYs. 

Sir  Edward  Watkin. 

9499.  You  said  in  the  case  in  Avhich  the  com- 
pany declined  to  i)ut  in  a siding,  except  upon 
terms,  that  itAvassix  miles  between  Weduesbury 
Junction  and  this  jinint  ? — Y'es,  it  is. 

9500.  Hoav  do  you  measure  ; do  you  measure 
Aiie  distance  actuall}'  travelled  in  conveying  the 
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Sir  Edward  Watkin — continued, 
material,  or  from  point  to  point? — We  take  the 
distance  from  the  company’s  rate  book. 

9501.  Do  you  take  the  distance  actually  tra- 
velled by  the  waggon  containing  the  coal,  or  the 
distance  between  the  colliery  and  the  union  of 
the  proposed  siding  ? — The  distance  was  taken 
as  9 miles  32  chains,  and  2 miles  40  chains  upon 
the  two  companies  lines. 

9502.  Where  did  you  get  that  ? — That  is  from 
the  company’s  rate  book. 

9503.  But  that  is  not  the  distance  between  the 
two  points,  but  the  distance  travelled  by  the 
goods,  is  it  not  ? — It  is  the  distance  the  coal 
is  hauled. 

9504.  With  any  allowance  in . addition  to  the 
actual  distance  for  shunting  to  get  on  to  your 
siding  and  off  it  ? — At  what  point  ? 

9505.  As  you  are  aware  you  have  to  cross  one 
line  to  get  to  another  in  each  case  ? — That  is  a 
question  which  affects  the  railway  companies  ; it 
does  not  affect  us  ; our  siding  is  parallel  with  the 
North  Western  line  at  the  colliery  junction. 

9506.  You  stated  that  you  proposed  to  pay  the 
cost  of  the  siding,  namely,  1,000  and  you  said 
that  the  company  would  contribute  the  land ; 
have  you  any  notion  of  what  the  value  of  the 
land  upon  which  you  proposed  to  put  your  siding 
would  be,  seeing  that  it  is  in  the  town  of  Bir- 
mingham ? — I do  not  think  it  is  worth  much  con- 
sidering it  has  been  left  idle  for  20  years. 

9507.  But  what  would  it  sell  for  ? — I do  not 
think  it  would  sell  for  anything,  seeing  it  is  upon 
an  embankment ; there  is  a value  to  it  no  doubt, 
but  it  depends  upon  what  purpose  it  is  used  for ; 
it  is  worth  more  to  the  railway  company  for 
traffic  than  anybody  else. 

9508.  If  you  put  in  a siding  there  you  would 
require  signals  and  a staff  to  work  the  traffic  ? — 
No  doubt  we  should  require  the  signals  and  the 
staff,  and  we  should  have  to  pay  for  them ; 
the  railway  company  would  take  good  care  of  that. 
I do  not  know  any  case  in  which  they  have  put  in 
sidings  for  the  public  without  charging  for  the 
use  of  the  signals,  and  for  the  cost  of  working 
them. 

9509.  Then,  again,  you  applied  last  year  for 
a siding  at  Soho,  you  say  ? — Yes. 

9510.  Was  not  the  siding  at  Snow  Hill  de- 
clined upon  the  ground  of  safety  to  the  public  ? — 
That  I could  not  say. 

9511.  Would  you  yourself  recommend  a coal 
yard  at  that  particular  place  ? — It  could  be 
worked  with  perfect  safety. 

9512.  With  regard  to  that  particular  bit  of 
railway  to  which  you  referred,  you  say  that  has 
been  unused  since  1850? — I think,  soon  after 
1850,  that  junction  was  put  in.  I can  give  you 
the  date  of  the  Act ; the  Act  was  obtained  in 
1846. 

9513.  Then  you  consider  that  the  London  and 
North  Western  Company  are  to  blame  for  not 

Mr.  Handel  Cossham, 
Mr.  Barnes. 

9524.  You  live,  I think,  at  Holly  Lodge, 
St.  George,  Bristol? — I have  one  home  there. 

9525.  You  are  the  chairman  of  the  Kingswood 
and  Parkfield  Collieries  Company,  are  you  not  ? 
—Yes 
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Sir  E(hvard  Watkin — continued, 
permitting  the  junction  to  be  made  there? — I do 
not  know  who  is  to  blame  ; I do  not  blame  .any- 
body ; all  1 say  is  that  the  junction  is  not  made, 
and  it  would  be  very  convenient  to  us  if  it  were 
made. 

9514.  Have  you  ever  approached  the  Chair- 
man of  the  London  and  North  Western  Bail- 
way, Mr.  Moon,  to  get  him  to  put  in  a junction? 
— I know  in  Captain  Huish’s  time  we  did  ap- 
proach them. 

9515.  But  that  must  be,  at  least,  14  years 
ago;  have  you  been  to  the  chairman  of  the  com- 
pany since? — No;  we  have  not. 

9516.  Has  there  been  any  representation  from 
the  Birmingham  Chamber  of  Commerce  to  have 
this  junction  completed? — That  I cannot  tell. 

9517.  Do  you  mean  to  say  that  if  it  had  been 
a great  public  grievance  as  you  represent  it,  a 
representation  would  not  have  been  made  to  the 
Chairman  of  the  London  and  North  Western 
Company? — A representation  may  have  been 
made,  but  I cannot  say  that  it  has. 

9518.  You,  at  all  events,  have  not  made  it? — 
No. 

Mr.  Nicholson. 

9519.  In  the  case  of  this  siding  that  was  pro- 
posed to  be  put  in,  you  would  have  been  pre- 
pared to  guarantee  a certain  quntity  of  coal  a 
week,  as  I understand  ? — If  the  company  put  in 
the  siding  at  their  own  cost. 

9520.  But  you  would  have  been  prepared  to 
enter  into  an  equitable  arrangement  for  the  use 
of  such  siding,  the  railway  company  laying  it 
down  themselves,  and  giving  vou  the  land  ? — 
Yes. 

Chairman. 

9521.  Do  you  say  that  you  have  known  cases 
where  railway  companies  have  charged  for  the 
use  of  signals  where  they  have  allowed  a siding 
to  be  made  on  to  their  line  ? — I do. 

9522.  Do  you  know  a case  where  the  charge 
has  been  resisted  ? — We  tried  to  resist  it,  but  we 
were  told  that  unless  the  charges  were  agreed  to, 
the  siding  would  not  be  put  in.  I will  give  you 
an  instance  of  that ; I am  a director  of  the  South 
Staffordshire  Water  Works  Company,  and  we 
have  a pumping  station  between  Walsall  and 
Wednesbury,  about  an  equal  distance  between 
the  two  stations ; we  asked  the  London  and 
North  Western  Company  to  bring  the  materials 
for  putting  up  the  engine-houses,  and  afteiwvards 
to  carry  the  coal  for  the  use  cf  our  engines,  and 
the  company  demanded  to  be  paid  the  cost  of 
putting  in  the  siding,  and  the  charges  for  sig- 
nals, which  charges  are  continued  to  this  day. 

9523.  The  Act  says  the  company  shall  not 
take  any  rate,  or  toll,  or  money  for  the  passing 
of  goods  or  other  things  along  any  branches  to 
be  made  by  the  company  or  other  person  ? — 
That  does  not  consist  with  the  2)ractice. 

called  in  ;•  and  Examined. 

Mr.  Barnes — continued. 

9526.  You  have  been  asked  to  give  evidence 
on  behalf  of  that  company  and  other  colliery 
owners  in  the  district  ? — I have. 

9527.  Your  collieries,  I think,  are  served  by 
the  Midland  Bailway  and  the  Gi’eat  Western 
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Mr.  Barnes — continued. 


Chairman — continued. 


Kjiilway  ? — M e are  served  by  tlie  IVIidland  Rail- 
way ; we  are  situated  on  the  Midland  Railway. 

9528.  The  Kingsw'ood  Colliery  is  on  the  Mid- 
land Railway  ? — It  is,  and  the  Parkfield. 

9529.  The  old  Bristol  and  Gloucester  Railway 
was  taken  hy  the  Midland  Railway? — It  was  in- 
corporated  in  1846. 

9530.  The  charges  upon  that  railway  under 
the  Act  of  1846,  ought  to  be  1 d.  a ton  over 
40  miles,  and  IJ  d.  under  40  miles,  those  charges 
being  governed  by  a minimum  clause  of  six 
miles  ?— 'fhe  changes  are  governed  by  that  and 
the  maximum  rate,  which  would  be  9 d.  for  six 
miles. 

9531.  The  complaint  of  the  traders  in  your 
district  is  that  the  charges  made  by  the  Midland 
Railway  Company  are  above  the  maximum  ? — 
That  they  are  above  the  maximum. 

9532.  What  does  the  over-charge  vary  from? 
— It  varies  from  1 d.  a ton  up  to  7 d.  or  8 d. 

9533.  That  is  for  distances  under  40  miles  ? — 
Yes. 

9534.  You  have  a list  of  the  stations,  have  you 
not? — Ves. 

9535.  You  propose  to  hand  that  in,  do  you 
not? — I will.  ( The  same  was  handed  in.) 

9536.  Will  you  mention  one  or  two  instances ; 
not  more  ? — I will ; from  Parkfield  to  Bristol 
the  distance  is  seven  miles,  and  the  maximum 
rate  would  be  lOid.;  we  are  charged  1 s.  ^ d. 

9537.  Will  you  mention  one  more  ? — You  may 
take  Weston,  near  Bath  ; the  distance  is  11  miles 
from  the  colliery  ; the  present  rate  is  Is.  9 d., 
and  the  proper  charge  should  be  1 s.  4^  d. 


Lord  Randolph  Churchill. 

9538.  Is  this  a station  to  station  rate  ? — 
Yes. 


Chairman. 


9539.  You  have  a similar  return  of  over- 
charges on  the  Midland  Railway,  have  you  not  ? 
— I have. 

9540.  I believe  there  is  another  point  which 
you  wish  to  bring  before  the  Committee.  In 
going  west  upon  the  Great  Western  system 
there  is  another  over-charge  ? — That  is  upon  the 
same  principle  ; when  you  pass  on  to  the  Great 
Western  system  we  are  charged  1 s.  2^d.,  and  we 
say  the  charge  is  above  the  maximum ; we  have 
maximum  tolls  also  upon  the  Great  Western,  but 
I am  not  aware  that  they  are  above  the  rates 
which  they  are  allowed  to  charge. 

9541.  You  are  charged  8 d.  for  toll,  and  4id. 
for  the  locomotive  power? — We  are  charged 
8 d.  for  the  road,  and  4 J d.  for  the  locomotive 
power. 

9542.  What  is  that  more  than  it  should  be  ? — 
That  is  a H d-  a ton  more  than  it  should  be,  and 
we  find  the  waggons;  we  understand  that  the 
maximum  toll  upon  the  Midland  Railway  includes 
the  waggons ; instead  of  that  we  have  to  pay 
more  than  the  maximum,  and  find  the  waggons 
as  Avell ; we  contend  that  either  the  Act  ought  to 
be  operative,  or  it  should  be  abolished. 

9543.  You  have  prepared  a plan,  have  you  not, 
showing  the  position  of  those  two  collieries  rela- 
tively?— I have.  ( The  same  was  handed  in.) 

9544.  Do  you  wish  to  make  any  further  state- 
ment to  the  Committee? — No,  the  only  complaint 


I wish  to  make  is  that  the  charges  which  are 
made  upon  the  Midland  Railway  are  above  the 
maximum  toll.  The  Act  of  1846  appears  to  be 
very  specific  ; the  charge  is  1^  d.  for  a distance 
under  40  miles,  and  1 d.  above. 

Mr.  Bolton. 

9545.  Your  complaint  is  that  the  Midland 
Company  charge  you  above  tlie  maximum  rate  ? 
— Yes,  the  explanation  being  that  they  have  a 
riojlit  to  charge  for  terminals. 

9546.  Why  do  you  not  seek  your  remedy  ? — 
It  is  very  easy  to  say  so ; a railway  company  has 
enormous  power,  and  no  single  trader  can  contest 
with  them  very  easily  ; it  is  not  a thing  to  be 
lightly  entered  upon. 

9547.  Do  you  mean  to  say  that  before  the 
county  court  the  railway  company  would  be 
likely  to  be  in  a better  position  than  you  ? — They 
have  other  powers  which  they  could  put  in  force. 

9548.  What  is  your  object  in  coming  here  ? — 
We  come  here  to  state  our  grievance  and  to  hear 
what  the  railway  company  have  to  say  upon  it. 

9549.  But  the  law  already  provides  a remedy 
for  your  grievance  ; why  do  you  not  show  us  that 
the  remedy  cannot  be  applied  ? — But  the  railway 
company  contend  that  they  have  a right,  in  addi- 
tion to  the  tolls  allowed  by  the  Act,  to  charge 
any  amount  of  terminals  they  think  proper. 

9550.  Who  is  to  decide  that  point  ? — You 
gentlemen,  I hope. 

Chairman. 

9551.  Are  you  aw'are  that  the  Railway  Com- 
missioners have  power  to  fix  the  terminals  upon 
application  ? — I am  aware  that  the  Railw'ay  Com- 
missioners have  pow'er  over  the  raihvay  companies 
to  a certain  extent,  but  I was  not  aware  that  they 
went  so  far  as  that.  Every  time  we  apply  to  the 
railway  company  they  always  assure  us  that  they 
have  the  power  to  charge  terminals  over  and 
above  those  maximum  rates ; my  impression  is 
that  that  is  not  so ; if  I read  the  Act  correctly 

d.  a mile  is  the  maximum  rate  under  the  Act. 

9552.  Will  you  look  at  Clause  15  of  the  Act 
of  1873,  wdiich  constituted  the  Railway  Commis- 
sioners {handing  the  Act  to  the  Witness).  ( The 
W itness  perused  the  Clause.) 

9553.  So  you  see  you  have  a remedy,  if  you 
choose  to  exercise  it?  — I am  much  obliged  to  you 
for  calling  my  attention  to  the  Clause. 

Mr.  Bolton. 

9554.  That  is  your  only  complaint,  and  you 
now  know  that  you  have  a remedy  without 
coming  here  ? — I am  glad  to  have  my  attention 
called  to  that  Clause. 

Mr.  Monk. 

9555.  Do  I understand  you  to  say  that  you 
have  a complaint  against  the  Midland  Railway 
Company  for  not  providing  waggons  ? — They 
have  not  provided  them  for  the  last  20  years ; we 
have  provided  the  waggons,  in  addition  to  paying 
beyond  the  maximum  tolls. 

9556.  Do  you  consider  that  you  have  a right 
to  demand  waggons  from  the  company  ? — At  first 
they  allowed  us  1 5 d.  a ton  for  our  waggons  going 
to  Bristol ; that  was  gradually  diminished,  until 
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Mr.  Monk — continued. 

at  present  we  are  allowed  nothing  for  waggons, 
and  we  have  invested  25,000  L in  waggons. 

Sir  Kdward  Watkin. 

9557.  You  gave  the  Committee  two  instances 
of  alleged  overcharge ; one  was  a distance  of 
seven  miles,  and  the  other  was  a distanee  of  11 
miles ; would  you  kindly  tell  me  whether  your 
complaint  against  the  Midland  Railway  Company 
is,  that  in  every  case  they  are  charging  more  than 
the  maximum,  or  merely  for  the  short  distances  ? 
— Merely  for  the  short  distances;  we  have  no 
complaint  with  reference  to  long  distances. 

9558.  In  long  distances  the  charges  are  under 
the  maximum  ? — Yes. 

9559.  Then  your  contention  is  based  upon  your 
comprehension  of  the  Act? — Yes,  that  unless 
they  have  power  to  charge  beyond  what  I 
understand  appears  in  the  Act,  we  are  illegally 
charged. 

9560.  Though  you  are  paying  nothing  for 
shunting  ? — It  is  said,  “ And  be  it  enacted  that  it 
shall  be  lawful  for  the  said  Midland  Railway 
Company  to  demand  and  receive  in  respect  of 
passengers  and  of  the  several  articles,  matters, 
and  things,  and  of  the  several  descriptions  of 
animals  hereinafter  mentioned  conveyed  upon  the 
Bristol  and  Gloucester,  and  Birmingham  and 
Gloucester  Railways,  amalgamated  by  virtue  of 
this  Act,  whether  in  carriages  belonging  to  the 
Midland  Railway  Company  or  otherwise,  any 
tolls  not  exceeding  the  following ; that  is  to  say, 
for  all  dung,  compost,  and  all  sorts  of  manure, 
lime,  and  limestone,  and  all  undressed  materials 
for  the  repair  of  public  roads  and  highways,  which 
shall  be  conveyed  for  a distance  of  40  miles  or 
upwards,  1 d.  per  ton  per  mile.  For  the  like 
articles,  goods,  and  things,  which  shall  be  con- 
veyed for  a less  distance  than  40  miles,  \\d.  per 
ton  per  mile.” 

Chairman. 

9561.  What  you  mean  is  rather  this,  namely. 
Section  60,  provided  always,  and  be  it  enacted, 
that  in  the  said  tolls  shall  be  included  the  tolls 
for  the  use  of  engines  for  propelling  carriages  on 
the  said  railway,  and  that  no  further  charge  than 
as  hereinbefore  stated  shall  be  made  by  the  Mid- 
land Railway  Company  for  the  use  of  such 
engines  ; provided  also,  that  nothing  herein  con- 
tained shall  be  construed  to  prevent  the  Midland 
Railway  Company  from  charging  any  reasonable 
sum  for  the  use  of  such  engines  and  carriages  for 
express  trains,  and  for  loading,  unloading,  and 
for  providing  covers  for  minerals,  goods,  articles, 
or  animals  ? ” — That  is  right. 

Sir  Edward  Watkin. 

9562.  If  you  have  to  shunt  a waggon  of  coal 
from  one  line  to  the  other  to  get  it  into  the  siding, 
that  is  a distance  you  are  entitled  to  charge  for? 
— In  this  case  I am  referring  to  it  is  taken  from 
our  siding  on  to  their  line. 

9563.  But  that  is  without  prejudice  to  what 
the  legal  power  is  ? — If  they  have  a power  to 
charge  for  other  things  than  those  specified  in 
the  Acts,  then  they  are  probably  riglit. 


Sir  Edward  Watkin — continued. 

9564.  Then  with  reference  to  the  waggons, 
have  they  any  power  to  charge  for  waggons  ? — I 
assume  that  the  companies  are  bound  to  find  the 
waggons. 

9565.  Assuming  .they  are  bound  to  find  the 
waggons,  would  they  not  be  entitled  to  make  a 
charge  for  bringing  the  empties  back  from  the 
collieries? — I have  never  known  it  done. 

9566.  I have  never  known  it  done,  but  I ask 
whether  the  company  would  not  have  a strict 
legal  power  if  they  had  the  question  tried  to  have 
the  back  charge  ? — I do  not  know  about  that ; I 
understand  that  the  Midland  Railway  Company 
are  going  to  obtain  power  to  acquire  all  the 
waggons  again  for  the  purpose  of  getting  rid  of 
those  empty  return  waggons. 

Mr.  Nicholson. 

9567.  Have  the  company  a rate  book  to  which 
you  can  refer,  to  see  the  rates  ? — I suppose  they 
have  at  Derby. 

9568.  But  have  they  at  your  station  ? — I do  not 
think  that  they  have. 

9569.  Taking  for  granted  that  there  is  a rate 
book  to  which  you  ought  to  have  access,  if  termi- 
nals or  other  service  can  be  charged,  should  they 
not  be  stated  in  the  rate  book  ? — Yes,  I should 
think  so. 

9570.  Would  it  not  be  better  that  if  there  is 
a charge  for  terminals  or  waggons,  that  should 
be  stated  ? — It  ought  to  be  so. 

9571.  You  say  that  there  is  a general  terror  ot 
appearing  before  the  Railway  Commissioners, 
because  of  the  probable  expense  ? — It  is  not  only 
from  the  probable  expense,  but  the  enormous 
power  which  the  railway  company  has. 

9572.  You  think  that  a more  easy  remedy 
should  be  given  than  at  present  exists  ? — I do. 

9573.  Do  you  belong  to  the  Coal  Owners’ 
Association? — I do. 

9574.  YV)u  are  of  opinion  that  your  associations 
should  have  power  to  appear  before  the  Railway 
Commissioners? — I think  so. 

Chairman. 

9575.  This  coal  is  carried  in  your  own  wag- 
gons, you  say? — Yes,  they  are  our  own  wag- 
gons. 

9576.  Are  you  sure  that  in  that  case  it  is  the 
toll  clauses  and  not  the  rate  clauses  you  ought 
to  look  to  ? — I am  quite  sure  that  the  tolls  we 
are  charged  are  charged  for  coal  in  our  own 
waggons. 

9577.  If  you  are  running  with  your  own  wag- 
gons, you  cannot  go  and  find  out  what  are  the 
maximum  rates  allowed  to  the  railway  companies 
as  carriers,  but  you  must  go  and  see  what  the 
toll  clauses  are ; that  is  to  say,  the  tolls  which 
the  railway  company  are  allowed  to  charge  as 
owners  of  the  road  ; then  they  have  the  right  to 
charge  something  for  locomotive  power;  there 
are  two  systems  of  charge,  one  obsolete,  and  one 
actual.  These  being  your  own  waggons,  you 
must  see  the  rate  the  company  have  a right  to 
charge  under  these  clauses? — Assuming  they 
have  the  power  to  charge  us  at  the  full  maximum 
rate,  the  difference  I have  given  you  is  what 
they  charge  us  above  that. 
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Mr.  Mask  ELL  William  Peace^  called  in;  and  further  Examined. 


Mr.  Barnes, 

9578.  I BELIEVE  you  desire  to  make  an 
addition  to  your  previous  evidence? — As  ques- 
tions have  been  asked  about  sub-section  3 of 
paragraph  3,  I wish  to  say  that  the  object  of  it 
was  this  : In  the  Railway  Clauses  Act,  1845, 
there  is  a clause  (No.  76),  which  gives  owners 
and  occupiers  of  land  the  fullest  possible  power 
of  making  junctions  and  sidings  into  railways 
for  the  accommodation  of  the  traffic,  but  after 
that  section  come  some  restrictions  which  are  so 
wide  in  their  nature,  that  they  render  the  pre- 
vious section  practically  inoperative,  because  the 
sub-section  says  that  we  shall  not  go  upon  a line 
set  apart  for  any  special  purpose,  or  ujion  an  in- 
clined jdane  ; those  words  are  so  wide  that  the 
desire  of  the  coal  trade  is  first  of  all  that  we 
should  have  some  tribunal  to  go  to  of  easy  access, 
which  should  say,  having  due  regard  to  the  public 
safety,  upon  what  terms  and  conditions  we  shall 
join  a railway. 

Chairman. 

9579.  You  would  say  that  railway  companies 
take  advantage  of  the  -words  “ nor  upon  any  in- 
clined jilane,”  to  refuse  you  when  it  suits  them, 
except  upon  the  dead  level? — Yes,  and  also  the 
words  “ which  they  shall  have  set  apart  for  any 
specific  purpose  the  company  always  say  that 
it  is  set  apart  for  a specific  purpose. 


Sir  Edward  Wathin. 

9580.  Have  you  any  cases  within  your  know- 
ledge in  which  railway  companies  have,  for  in- 
sufficient reasons,  refused  to  put  a siding  into  a 
colliery  ? — I do  not  know  about  insufficient  rea- 
sons, but  there  have  been  many  cases  in  which 
we  have  wanted  to  make  communications,  but 
have  been  unable  to  do  so.  I was  employed  in 
the  case  of  Andrew  Knowles  & Son,  who  wanted 
to  make  a junction  into  Manchester ; that  was 
refused,  and  we  took  the  matter  into  court,  but 
eventually  it  was  sanctioned  without  being  tried. 

9581.  Do  not  you  know  that  in  the  neighbour- 
hood of  towns  it  is  very  often  very  dangerous  to 
put  in  sidings  ? — The  practical  effect  of  this  is, 
that  the  person  who  wants  to  make  a siding  is 
forced  to  make  it  upon  terms  which  may  be  made 
very  onerous  upon  him. 

9582.  Do  you  think  that  if  you  had  time  to 
consider  it,  you  could  mention  a dozen  cases  in 
which,  for  insufficient  reasons,  and  on  improper 
grounds,  railway  companies  have  refused  to  con- 
nect collieries  with  their  railways? — I will  not 
say  on  insufficient  and  improper  grounds,  but  I 
say  that,  practically,  there  is  very  great  difficulty 
with  the  railway  companies  1 have  had  to  meet, 
in  getting  these  sidings,  and  in  all  cases  the  parties 
are  fettered  with  an  agreement  which  I say  goes 
beyond  the  Act  of  Parliament. 
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Mr.  Frederick  Brent  Grotrian,  called  m;  and  Examined. 


Mr.  Monk. 

9583.  Are  you  a Merchant  residing  in  Hull  ? 
• — I am. 

9584.  And  ex-president  of  the  Hull  Chamber 
of  Commerce  ? — Yes. 

9585.  And  one  of  the  Commissioners  of  the 
Elumber  Conservancy? — Yes. 

9586.  And  you  are  also  a justice  of  the  peace  ? 
—Yes. 

9587.  Will  you  state  in  what  position  Hull  is 

in  the  North  of  England,  wdth  reference  to  popu- 
lation, and  as  a port? — Hull  is  the  third  port  in 
the  United  Kingdom,  ranking  next  to  London 
and  Liverpool.  The  population,  according  to 
the  last  census,  is  150,924.  1 think,  possibly  I 

might  say  here,  that  I represent  a joint  committee 
which  was  formed  from  the  Hull  Corporation, 
the  Hull  Chamber  of  Commerce,  and  the  Hull 
Guardian  Society.  Those  three  bodies  formed 
a joint  committee,  and  it  is  at  the  request  of  this 
joint  committee,  representing  those  bodies,  that 
I appear  here  to-day. 

9588.  Upon  what  system  of  railway  is  Hull  ? 
— Hull  is  situated  on  the  north-eastern  system 
of  railways  ; the  North  Eastern  Railway  Com- 
pany having  a complete  monopoly  of  the  lines  in 
the  district,  with  one  exception,  which  I will 
refer  to  hereafter. 

9589.  Does  that  include  the  ports  of  Hartle- 
pool and  the  Tyne  ? — That  includes  the  ports  of 
Hartlepool  and  the  Tyne. 

9590.  Can  you  state  how  many  miles  of  rail- 
way the  system  of  the  North  Eastern  Company 
embraces  ? — -The  system  of  the  North  Eastern 
Railway  Company  embraces  1,490  miles  of  line 
worked  by  the  company  ; 1,466  of  which  are 
entirely  owned  by  them. 

9591.  By  whom  are  the  docks  of  Hull  owned  ? 
— The  docks  of  Hull  are  in  the  hands  of  a private 
company. 

9592.  Plas  the  North  Eastern  Company  any 
interest  in  those  docks? — Yes,  the  North  Eastern 
Company  have  an  interest  of  100,000  1.  in  the 
Hull  Docks. 

0.54. 


Mr.  Mo7tk — continued. 

9593.  And  what  is  the  total  value  or  capital 
of  those  docks  ? — I think,  with  the  debentures,  it 
would  be  close  upon  3,000,000  /.  In  considera- 
tion of  their  100,000  Z.  of  share  capital,  they 
appoint  a director.  As  a matter  of  fact,  they 
have  two  directors  of  their  board,  who  are  also 
directors  of  the  Dock  Company. 

9594.  What  is  the  whole  number  of  the  di- 
rectors ? — I do  not  know  exactly. 

9595.  You  do  not  know  what  proportion  the 
North  Eastern  Railway  Company’s  directors 
would  bear  to  the  whole  ? — Most  of  the  railway 
companies  are  represented  upon  the  Hull  Dock 
Board.  The  Manchester,  Sheffield,  and  Lin- 
colnshire Company  have  a director,  and  the  Lan- 
cashire and  Yorkshire  Company  have  a director 
in  consideration  of  a small  amount  of  share 
capital  which  they  hold.  When  I say  a “ small 
amount,”  I mean  relatively  a small  amount.  I 
believe  the  Manchester,  Sheffield,  and  Lin- 
colnshire Company  have  50,000  Z.  of  share  capital, 
and  the  Lancashire  and  Yorkshire  Comjiany  have 
1 00,000  Z. 

9596.  By  whom  are  the  docks  at  West  Hartle- 
pool owned? — The  docks  at  West  Hartlepool 
are  entirely  owned  by  the  North  Eastern  Rail- 
way Company. 

9597.  Were  they  constructed  by  the  railway 
company  ? — No ; they  were  purchased  by  the 
North  Eastern  Railway  Company  at  a cost  of 
4,000,000  Z. 

Sir  Edtvard  Watkin. 

9598.  Was  that  the  docks  alone  ? — That  in- 
cluded some  railways. 

9599.  So  that  it  was  not  4,000,000  Z.  for  the 
docks  ? — No. 

Mr.  Monk. 

9600.  That  was  including  certain  sidings  ? — 
Including  certain  railways. 

3 H 3 
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Mr.  Monk — continued. 

9601.  In  wliat  year  was  that  purchase  effected  ? 
— 1'hat  was  in  1865. 

9602.  Since  that  time  have  the  docks  been  en- 
larged ? — Yes  ; the  North  Eastern  Railway  Com- 
pany have  done  very  much  to  forward  the 
interests  of  the  port  of  Hartlepool  naturally, 
having  a large  interest  there. 

9603.  Does  the  North  Eastern  Company  own 
any  other  docks  in  that  district? — \e3;  they 
own  the  Tyne  Dock  at  Newcastle,  and  they  own 
the  docks  at  Middlesbro’  also. 

9604.  Am  I to  understand  that  the  North 
Eastern  Comj)any  practically  own  all  the  rail- 
ways in  this  district? — They  own  all  the  ports  ; 
that  is  to  say,  all  the  railways  running  to  all  the 
ports,  and  they  own  most  of  the  docks,  with  the 
exception  of  the  Hull  Dock. 

9605.  Does  the  North  Eastern  Company  show 
any  preference  to  any  one  part  of  the  district 
over  another  in  the  rates  which  it  charges? — The 
rates  charged  are  all  based  upon  a system  of 
preference  to  the  northern  ports  of  Hartlepool 
and  the  Tyne  over  the  port  of  Hull. 

9606.  Has  the  result  of  the  system  been  to 
divert  the  trade  from  Hull  to  the  Northern 
ports? — Yes,  doubtless;  I may,  perhaps,  give 
some  illustrations  of  the  rates  which  exist.  I 
have  a statement  here  of  the  rates  charged  for 
the  cai’riage  of  timber  and  deals  from  Hull  to 
Leeds.  From  Hull  to  Leeds,  a distance  of  51  miles, 
the  rate  is  7 5.  11  d.,  and  from  West  Hartlepool 
to  Leeds,  a distance  of  72  miles;  that  is  to  say, 
from  the  docks  of  West  Hartlepool,  which  are 
owned  by  the  North  Eastern  Railway  Com- 
pany, it  is' the  same  rate,  namely,  7 s.  lid.  Fi’om 
Newcastle  Tyne  Dock,  also  owned  by  the  North 
Eastern  Railway  Company,  to  Leeds,  a distance 
of  93  miles,  the  rate  is  also  7 s.  11  d,,  so  that  as 
a matter  of  fact,  the  rates  are  the  same,  although 
the  distance  is  very  much  longer. 

9607.  Can  you  give  one  other  illustration  to 
the  Committee  ? — I can  give  some  hundreds  if 
it  is  necessary. 

9608.  Will  you  give  the  rate  from  Hull  to 
Barnsley,  if  you  have  it?  — From  Hull  to 
Barnsley,  a distance  of  61  miles,  the  rate  is 
9s.  2d. 

Sir  Edward  Watkin. 

9609.  Is  that  for  timber  and  deals? — Yes,  for 
timber  and  deals.  From  West  Hartlepool,  from 
the  North  Eastern  Railway  Company’s  docks, 
the  rate  is  9 s.  2 d.,  the  distance  being  96  miles ; 
and  from  Newcastle-on-Tyne  to  Barnsley,  a dis- 
tance of  116  miles,  the  charge  is  10  s. 

Mr.  Monk. 

9610.  So  that  they  are  very  nearly  the  same 
rates  notwithstanding  that  the  distance  is 
nearly  double  from  the  Tyne  to  Barnsley, 
•as  compared  with  that  from  Hull  to  Barns- 
ley ? — Yes  ; if  you  will  allow  me,  I will  give 
another  illustration  ; to  IManchcster  from  Hull,  a 
distance  of  91  miles,  the  charge  is  15  s.  From 
West  Hartlepool  to  Manchester,  a distance  of 
114  miles,  the  rate  is  also  15  s.,  and  from  New- 
castle, a distance  of  136  miles,  the  rate  is  also  15  s. 
I have  given  those  places  as  typical  places,  but 


Mr.  Monk — continued. 

really  and  truly  they  embrace  hundreds  of  other 
places.  For  instance,  Manchester  would  em- 
brace a group  of  places ; and  the  same  with 
Sheffield. 

9611.  Does  the  North  Eastern  Company  adopt 
the  same  principle  invariably  ? — They  adopt  one 
principle,  I think,  invariably,  and  that  is  this:  that 
whenever  there  is  traffic  to  come  south  to  that 
district,  which  belongs,  as  it  were,  geographi- 
cally, to  Hull,  they  carry,  as  I have  attempted 
to  show,  any  distance  at  the  same  rate  ; that  is  to 
say,  when  the  company  has  to  bring  it  down 
south  from  their  own  docks  to  compete  with  Hull, 
or  the  docks  at  Hull,  now  the  system  they  adopt, 
on  the  other  hand,  from  Hull,  is  invariably  a 
mileage  rate  when  Ave  want  to  go  into  a district 
which  is  served  by  the  Tyne  and  Hartle2AOol ; 
so  that,  as  a matter  of  fact,  the  effect  of  it  is 
this  : that  all  the  places  near  the  Tyne  and 
Hartlepool  which  belong,  geographically,  to  those 
places,  ai’e  reserved  exclusively  to  them  by  the 
action  of  the  North  Eastern  Raihvay  Company, 
whereas  all  the  places  to  which  we  have  the  ad- 
vantage, geograjjhically,  of  access  and  jAOsition, 
are  also  opened  out  on  equal  terms  to  the  northern 
ports. 

Mr.  Bolton. 

9612.  You  are  now  speaking  of  Hull  as 
“ We  ” ? — Yes. 

Ckainnan. 

9613.  Will  you  give  the  Committee  one  or  two 
instances  of  the  milea<^e  char2:ed  into  the  Hartle- 
pool  district ; you  have  given  us  tlie  others  ? — I 
will  take  Middlesbro’ ; to  Middlesbro’  from  Hull, 
a distance  of  93  miles,  the  charge  is  8 s.  4 <7. ; 
from  the  West  Hartlejiool  Docks  to  Middlesbro’, 
a distance  of  17f  miles,  the  chai-ge  is  ds.  for  tAvo- 
ton  lots,  and  3 s.  for  four-ton  lots. 

Mr.  Bolton. 

9614.  I fancy  all  the  other  charges  are  for 
four-ton  lots  ? — No,  not  the  8 s.  4 c?.;  the  8 s.  4^7. 
is  for  tAVO-ton  lots  and  upAvards ; there  is  a rate 
from  West  Hartlepool  to  Middlesbro’,  on  four- 
ton  lots,  of  3 s.,  and  from  NeAvcastle  to  Mid- 
dlesbro’, a distance  of  45  miles,  it  is  5 s.  Take 
another  illustration.  From  Hull  to  Darlington, 
a distance  of  87  miles,  the  charge  is  10  s.  ; from 
West  Hartlepool,  a distance  of  24  miles,  the 
charge  is  5 s.;  from  Newcastle,  a distance  of  35 
miles  to  the  same  place,  Darlington,  the  charge 
is  5 s. 

Mr.  Monk. 

9615.  Are  you  sure  about  the  distance  in  the 
last  case?  — I may  perhajis  exjdain  that  these 
rates  are  from  the  Tyne  dock ; that  is  a shorter 
route  ; as  a matter  of  fact  the  rates  are  the  same 
from  NeAvcastle  station,  Avhich  would  give  an 
extra  five  miles,  and  also  the  tolls  over  the  High- 
Level  Bridge,  so  that  the  company  have  put  this 
as  favourably  for  the  northern  ports  as  they  can 
in  that  rcsjtect.  I have  given  tliem  the  advantage, 
of  the  distance,  in  many  cases ; and  Hull  does  not 
get  that  advantage,  because  the  distances  I have 
gi\'en  from  Hull  are  not  the  distances  by  the  near- 
est route,  but  they  are  the  distances  by  the  route 
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Mr.  Monk — continued. 

which  the  railway  company  adopt,  so  that  this 
Table,  however  favourable  it  may  apper  to  my  view 
of  the  case,  Avould  be  still  more  favourable  if  I had 
taken  the  distances  from  Hullby  the  shorter  route. 

9616.  Do  you  find  that  this  system  of  favour- 
ing the  northern  ports  tends  to  divert  the  trade 
from  Hull? — I have  no  doubt  of  it.  I should 
like  to  give  another  illustration ; take  Pontefract, 
the  distance  from  Hull  being  42  miles,  the  rate 
is  7 s.  6 d.  ; from  West  Hartlepool,  a distance  of 
81  miles,  the  rate  is  8 5.  4 d.  From  Newcastle, 
a distance  of  101  miles,  the  rate  is  also  8 s.  4d. 
Now  there  is  a difference  there  in  distance  of  59 
miles ; it  is  59  miles  longer  to  Pontefract  from 
Newcastle  than  from  Hull,  while  the  only  addi- 
tion to  the  rate  is  10  d.  Now  I want  to  take 
another  case  to  show  how  the  system  is  applied 
with  regard  to  Hull.  Take  Brancepeth,  which  is 
106  miles  from  Hull,  and  the  charge  is  14  s.  7 d.; 
it  is  5 s.  10  d.  for  30  miles,  from  West  Hartle- 
pool, and  5 s.  for  21  miles  from  Newcastle.  Now 
there  is  a difference  there  of  76  miles  as  against 
Hull.  When  we  want  to  go  North,  and  the  dis- 
tance there  is  against  us,  there  is  an  addition  of 
8 s.  9 d.  for  76  miles,  but  when  the  northern  ports, 
Newcastle,  for  example,  want  to  come  South,  they 
carry  59  miles  further  for  10  d.  extra. 

9617.  I think  you  stated  that  you  could 
multiply  those  illustrations  almost  indefinitely  ? — 
I could  multiply  them  indefinitely,  but  I will 
hand  in  the  Tables.  ( Timber  hnport  Rate  Tables 
were  handed  in.')  Now  we  may  take  it,  to  shorten 
this  evidence,  that  these  rates  of  carriage  which 
apply  to  timber  and  deals,  apply  to  wheat,  they 
apply  to  maize,  and  they  apply  to  grain  and  seed 
of  all  descriptions  ; they  refer  and  apply  to  every 
article  that  we  import.  Of  course  the  rates  will 
vary  for  those  articles,  but  the  basis  of  charge 
does  not  vary. 

9618.  Has  the  Chamber  of  Commerce  or  have 
the  ti-aders  of  Hull  made  complaints  to  the  North 
Eastern  Railway  Company  with  regard  to  this  un- 
fair system  of  charges  ? — Yes,  it  has  been  a source 
of  complaint  and  remonstrance  for  years  and  years 
past,  but  I was  asked  what  the  effect  of  it  was. 
If  my  view  of  things  is  right  it  would  drive  the 
trade  to  West  Hartlepool  and  the  Tyne  from 
Hull.  Now  let  us  look  at  the  facts  and  see  what 
it  does.  I have  dealt  with  timber  rates  more 
especially,  and  now  1 will  deal  with  the  article 
of  timber  as  imported  into  West  Hartlepool  and 
Hull.  lu  1853  there  were  only  sent  into  West 
Hartlepool  1,234  loads  of  timber,  whereas  in 
Hull  we  had  165,000  loads  for  the  same  year. 
Now  in  1860,  West  Hartlepool  imported  76,000 
loads,  and  Hull  201,000  loads.  In  1870  West 
Hartlepool  imported  260,000  loads  of  timber,  and 
Hull  323,000  loads.  In  1880,  334,000  loads 
were  imported  into  West  Hartlepool,  and 
372,000  into  Hull. 

Mr.  Barclay^ 

9619.  When  were  the  Hartlepool  Docks 
opened? — It  would  have  been  in  1843  or  1844; 
it  was  about  ten  years  prior  to  1853,  when  the 
first  Hartlepool  Dock  was  made.  Now  in 
the  first  four  months  in  1881  there  are  21,000 
loads  imported  into  West  Hartlepool,  and  19,000 
into  Hull ; so  that  as  a matter  of  fact  in  this  race 
they  have  entirely  beaten  us. 
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Mr.  Bolton. 

9620.  That  is  the  quantity  for  four  months 
only  in  this  year  ? — It  is  four  months  only  of  this 
year ; but  as  a matter  of  fact  the  import  into 
Hartlepool  is  more  than  we  have  imported  into 
Hull  with  all  the  advantages  that  we  enjoy.  I 
put  forward  first  the  theory  that  those  rates 
would  do  that,  and  I put  forward  afterwards  the 
fact  that  they  have  done  it. 

Mr.  Caine. 

9621.  Is  not  the  20,000  loads  a very  small 
proportion  for  the  whole  year ; perhaps  that  is  a 
season  trade  ? — I think  the  figures  would  be 
right.  It  just  strikes  me  what  the  explanation 
is ; the  Baltic  ports  would  be  frozen  up  and  the 
importation  would  not  go  at  all  during  the 
winter  ; but  then  it  will  be  recollected  that  the 
Baltic  is  frozen  for  both  places. 

Mr.  Monk. 

9622.  Are  lower  dock  rates  charged  by  the 
North  Eastern  Company  at  West  Hartlepool  and 
the  Tyne  than  are  charged  at  Hull? — Yes,  they 
are  very  much  lower,  because  at  West  Hartlepool 
the  docks  are  in  the  hands  of  the  railway  com- 
pany, so  that  it  is  not  a matter  of  such  very  great 
moment  to  them  so  long  as  they  can  get  the  trade 
there,  what  they  charge  in  dock  dues  ; but  for  us 
in  Hull,  with  3,000,000 1.  of  invested  capital 
belonging  to  the  public  and  all  sorts  of  people, 
it  is  a matter  of  moment ; we  are  bound  to  charge 
in  Hull,  dues  which  will  return  those  people  who 
have  invested  their  money  some  sort  of  remunera- 
tion. 

9623.  Will  you  give  the  Committee  the  dock 
dues  in  each  place? — Mr.  Massey,  who  follows  me, 
is  a shipowner,  and  he  has  a statement  of  the 
actual  dues  upon  one  of  his  vessels  at  each  port, 
so  that  I think  I would  rather,  if  you  would 
allow  me,  not  mix  the  things  up  ; but  I pledge 
myself  to  this,  that  the  rates  are  much  lower  in 
the  North  Eastern  Docks  than  in  Hull. 

9624.  Have  you  any  statement  to  make  to  the 
Committee  with  regard  to  rhe  freights  from  the 
Baltic  to  the  northern  ports? — Yes;  that  is 
another  advantage  the  North  enjoys.  The 
freights  from  the  Baltic  to  West  Hartlepool  are 
lower  than  they  are  to  Hull. 

9625.  What  difference  would  there  be  ? — They 
would  be  from  2 s.  6 d.  to  5 s.  a standard  lower 
to  Hartlepool  than  to  Hull;  that  should  be  a 
reason,  according  to  what  we  have  heard,  why 
the  railway  rates  should  be  lower  from  Hull,  as 
we  have  to  suffer  the  disadvantage  of  higher  sea 
freight  and  the  longer  distance. 

9626.  Could  you  slate  what  percentage  that 
would  be  upon  the  freight? — It  would  be  some- 
thing like  from  7 to  10  per  cent,  but  the  freights 
vary  so  much  that  it  would  be  impossible  to  say 
accurately  what  it  is. 

9627.  Have  you  any  statement  to  make  with 
regard  to  the  collieries  in  the  north-eastern  dis- 
trict ; are  there  any  advantages  given  to  certain 
collieries  ? — In  Hull  we  have,  of  course,  over  the 
North  Eastern  Company’s  lines,  to  pay  very 
much  more  for  the  coal  which  is  brought  down 
to  Hull  for  export  than  is  charged  by  the  North 
Eastern  Company  upon  their  lines  to  the  Tyne 
and  Hartlepool. 
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Mr.  Bolton. 

9628.  Do  you  mean  that  it  is  very  much  more 
per  ton  gross,  or  per  ton  per  mile  ? — It  is  very 
much  more  per  ton,  and  it  is  in  some  cases,  I be- 
lieve, even  more  per  mile. 

Mr.  Monk. 

9629.  Have  you  given  in  any  scale  of  charges 
for  the  carriage  of  coal? — Mr.  Massey,  who  is  a 
coal  exporter,  will  give  the  Committee  evidence 
upon  that  point. 

9630.  The  consequence  of  that  is  this,  that 
there  is  a great  inducement  to  ships  to  go  to  the 
northern  ports,  and  the  Tyne  instead  of  to  Hull? 
— There  is  every  inducement ; there  is  the  in- 
ducement of  the  doek  dues,  and  there  is  the  in- 
ducement of  the  lower  rates  for  coal,  in  addition 
to  which,  at  the  northern  ports,  they  can  get 
return  cargoes. 

9631.  And  you  say  that  the  remonstrances 
which  you  have  made  to  the  North  Eastern  Rail- 
way Company  have  not  been  attended  with 
success? — No  ; I should  say  with  regard  to  this 
timber,  and  I believe  it  is  a fact  that  they  do 
something  for  us  in  Hull  which  is  not  done  for 
the  merchants  in  the  north ; that  is  to  say,  the 
North  Eastern  Railway  Company  give  the  Hull 
merchants  an  advantage  upon  a cei’tain  class  of 
round  timber ; there  is  Is.  3 d.  charged  ujion 
that  in  Hartlepool  for  craneage,  while  it,  is  not 
charged  but  is  done  free  for  the  Hull  merchants. 
That  is  no  set-off  whatever  against  the  difference 
in  freight  and  the  other  points,  but  still,  as  it  is 
made  a good  deal  of  sometimes,  I think  it  is  only 
fair  to  give  the  North  Eastern  Railway  Company 
the  benefit  of  it. 

Mr.  Bolton. 

9632.  What  is  the  1 s.  3 </.  charged  for  ? — It  is 
charged  for  craneage. 

9633.  Is  that  per  ton  ? — Or  per  load ; I am 
not  sure  about  that. 

Mr.  Monk. 

9634.  Could  you  state  to  tlie  Committee  what 
are  the  rates  charged  for  manufactured  goods 
from  Manchester,  Bradford,  and  the  Leeds  and 
Yorkshire  centres,  say  to  Harwich  and  other 
ports  in  the  south ; are  they  out  of  proportion 
low,  having  regard  to  the  distance,  compared  to 
the  rates  charged  to  Hull? — Yes.  We  not  only 
suffer  this  disadvantage  with  regard  to  our  im- 
port, but  the  same  system  of  rate  prevails  with 
regard  to  the  exported  goods,  so  that  the  export 
goods,  as  a matter  of  fact,  are  also  diverted  from 
Hull  to  the  north  mm  and  southern  ports.  For 
instance,  the  rate  from  Liverpool  and  Manchester 
to  Hull  is  the  same  as  the  rate  from  Liverpool 
and  Manchester  to  the  Tyne  and  Hartlepool, 
which  are  longer  distances  ; that  is  upon  the 
system  of  the  North  Eastern  Railway  Company. 
Tlien,  upon  the  systems  of  other  railways,  we 
find  that  the  export  goods,  which  would,  as  a 
matter  of  course,  be  exported  from  Hull  as  the 
nearest  port,  are  diverted  by  the  action  of  other 
companies  to  other  ports,  so  that  being,  as  we 
allege,  unfairly  treated  by  the  North  Eastern 
Railway  Com^iany  where  we  cannot  help  our- 
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selves,  we  are  also  treated  unfairly  in  the  matter 
of  differential  rates  by  other  companies.  For 
instance,  from  Manchester  to  Hull,  a distance  of 
90  miles,  on  cotton  twist,  cotton  yarn,  cotton 
manufactured  goods,  and  machinery,  the  rate  is 
20  s.  ; the  distance  to  Ilarwich  is  250  miles,  and 
the  rate  is  the  same  as  fiir  as  the  railway  is  con- 
cerned. 

9635.  Is  that  rate  by  agreement  between  the 
North  Eastern  and  other  railway  companies  ? — I 
believe  it  is  agreed  by  the  different  railway  com- 
panies, whose  lines  make  up  the  routes  from 
Manchester,  Leeds,  Bradford,  and  other  stations 
in  Lancashire  and  Yorkshire,  that  the  rates  to 
Harwich  shall  be  certain  figures,  higher  than  the 
Hull  rates;  but nothwithstanding that,  the  Great 
Eastern  Railway  Company  charge  the  Hull  rates 
to  the  public  for  Harwich,  and  settle  with  the 
other  railway  companies  on  the  agreed  Harwich 
rates  ; that  is  what  I believe.  Then  from  Leeds, 
which  perhaps  is  a better  illustration,  the  distance 
to  Hull  is  50  miles. 

9636.  What  are  the  charges  for  that  distance? 
— I need  not  enumerate  the  rates  specifically  upon 
woollens  and  woi'sted  yarns  and  goods,  shoddy, 
and  machinery  ; the  rates  are  from  1 1 s.  8 <?.  to 
12  s.  6 (1.  from  Leeds  to  Hull,  and  the  same  to 
Harwich. 

9637.  Then  Hull  is  deprived  of  the  advantages 
of  her  geographieal  position  by  the  action  of 
these  railway  rates  ? — In  every  way ; the  dis 
advantage  to  us  is  this,  that  I am  bound  to  admit 
that  this  is  not  done  by  the  North  Eastern  Com- 
pany out  of  any  vindictive  or  improper  spirit  in 
the  matter ; but  as  shrewd  clever  men  of 
business  (and  there  are  no  better  anywhere), 
having  the  enormous  money  interest  in  Hartle- 
pool and  in  the  Tyne  that  they  have,  this  system 
is  exactly  that  system  which  a shrewd  clever 
railway  company  would  adopt ; and  that  is  the 
disadvantage  Ave  are  under,  as  it  makes  redress 
more  difficult  to  obtain. 

9638.  Now  with  regard  to  the  timber  trade 
from  the  West  of  England,  Bristol,  Gloueester, 
and  Newport,  to  towns  upon  the  Midland  Com- 
pany’s system,  have  you  any  Tables  setting  forth 
those  charges?  — Yes,  I have;  if  one  gives 
just  simply  the  rates  which  are  the  fringe  as  it 
were  of  a trade,  it  really  leads  to  nothing, 
but  I have  prepared  a statement  here  whieh 
embraces  the  whole  of  the  trading  ground,  as 
it  weie,  of  Hull,  which  is  ojien  to  Hull  in 
the  Midland  Counties  of  England,  the  West 
Yorkshire  and  the  Lancashire  districts  that 
is  common  ground  for  Hull,-  for  Hartlepool, 
for  Newcastle,  for  Gloucester,  for . Swansea,  for 
Cardiff,  for  Newport,  and  for  Lynn.  Now,  I 
have  prepared  a statement  to  show  how  we  are 
affected  in  Hull ; that  is  to  say,  what  are  the 
comjiarative  rates  from  all  the  places  I have 
enumerated,  to  Birmingham,  Sheffield,  Barnsley, 
Manchester,  Derby,  Leicester,  Burton,  Lough- 
borough, Wolverhampton,  Nuneaton,  Notting- 
ham, Newark,  Clay  Cross,  and  Chesterfield.  I 
have  embraced  the  whole  trading  ground  common 
to  all  the  ports,  and  I have  given  the  distances 
in  miles  from  Hull  to  all  those  places,  and  the  rates. 

9639.  Could  you  state  the  general  effect,  and 
put  in  the  table? — The  general  effect  is  this  : 

that 
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that  the  rate  per  ton  per  mile  from  Hull  to  all 
those  jdaces  is  l’323rf. ; say  1^^^-  per  ton  per 
mile.  Now,  the  rate  from  Hartlepool  is  '947  d. ; 
that  is  to  say,  it  is  nine-tenths  of  a penny  per  ton 
per  mile  from  Hartlepool  to  all  those  places. 
From  Newcastle-on-Tyne  the  rate  is  *867  d.  Now, 

I go  to  Gloucester.  From  Gloucester,  which  is 
also  a great  timber  port ; to  all  those  places  the 
rate  is  1*215  c?.;  the  rate  from  Swansea  is 
1*150  (/.  ; from  Cardiff  it  is  1*174  d.\  from  New- 
port it  is  1*241  d.j  and  from  Lynn  it  is  1*051  d.  ; 
that  is  another  rival  port  to  us,  further  south. 

Chairman. 

9640.  I think  these  figures  are  sufficient ; they 
show  that  other  ports  are  about  the  same  as  Hull, 
but  that  Hartlepool  is  very  much  lower? — We 
think  there  is  a serious  difference. 

9641.  The  rates  are  all  Id.  and  a fraction, 
except  Newcastle  and  Hartlepool,  which  are  a 
trifle  under  1 d.  ? — But  with  this  difference,  that 
we  are  the  highest  of  the  lot.  ( The  Witness 
handed  in  the  comparative  Tables.^ 

Mr.  Monk. 

9642.  Have  you  anything  further  to  say  with 
regard  to  that  Table  ? — There  is  one  thing  with 
regard  to  this  Table  which  I should  like  to  be 
allowed  to  explain  ; there  are  some  alterations 
which  I have  inserted.  From  Newcastle  there 
are  higher  rates.  Now,  we  have  taken  great 
pains  to  check  these  rates  and  distances,  and  I 
think  I may  say  that  they  are  undoubtedly 
correct,  but  of  course  it  is  an  exceedingly  diffi- 
cult thing  to  get  from  the  railways  the  exact 
rates  ; that  is  to  say,  you  can  go  to  the  book, 
hut  the  book  very  often  shows  you  nothing.  I 
do  not  want  to  flatter  this  case  in  our  own  favour, 
so  I have  given  the  North  Eastern  Railway 
Company  the  advantge  of  higher  rates  from 
Newcastle  than  I believe  really  exist ; certainly 
they  are  higher  than  existed  a little  time  ago ; if 
they  have  been  raised  they  have  been  lately 
raised ; but  I have  put  them  higher  than  they 
stood  originally.  The  rates  which  are  stated 
are  those  which,  to  my  own  personal  know- 
ledge, have  prevailed  for  the  last  10  or  15 
years ; if  there  has  been  any  alteration  it  has 
been  a few  pence.  Some  time  ago  the  rates  from 
Newcastle  to  Manchester  and  Birmingham  and 
all  the  Midland  places  were  exactly  the  same, 
buf  lately  there  have  been  successive  advances 
of  a few  pence. 

Chairman. 

9643.  A few  pence  makes  a great  difference  ? 
— It  does  not  appreciably  increase  the  decimal  in 
the  whole  rate, 

• Mr.  Caine. 

9644.  Could  you  give  any  instance  in  point  ? 
— Yes,  there  was  formerly  a 10  s.  10 1/.  rate  to 
Derby,  which  was  the  same  from  the  Tyne,  and 
from  Hartlepool ; that,  I believe,  is  now  raised  to 
1 1 s.  2 <7. 

0.54. 


Mr.  Bolton- 

9645.  That  is  the  rate  from  Hartlepool? — Yes. 

9646.  While  the  Hull  i*ate  remains  the  same? 
—Yes. 

Mr.  Monk. 

9647.  Then  in  addition  to  the  rates  to  and 
from  Hartlepool  and  the  Tyne,  being  lower  than 
from  and  to  Hull,  the  dock  dues  and  charges  are 
also  less  than  they  are  at  Hull? — Yes,  that  is  so  ; 
and  the  dock  dues  are  mostly  less  at  those  other 
ports  which  I have  mentioned. 

9648.  You  are  not  a director  of  the  docks 
yourself? — 1 am  not. 

9649.  Then,  of  course,  the  public  have  to  pay 
considerably  for  those  advantages  which  are 
given  to  the  northern  ports? — The  public  in- 
terest in  Hull  is  sacrificed ; that  is  what  my  con- 
tention is. 

9650.  As  a port,  the  situation  of  Hull  is  quite 
as  favourable,  or  more  favourable,  than  either 
Hartlepool  or  the  Tyne? — It  is  very  much  more 
favourable  in  every  respect.  First  of  all,  it  is 
nearer  to  the  manufacturing  districts,  to  the 
West  Riding,  to  Lnneashire,  and  to  the  Midlands, 
and  then  it  has  one  very  great  advantage,  it  is 
undoubtedly  the  best  port  in  the  kingdom  as 
regards  access.  It  has  the  deepest  w'ater.  There 
can  be  no  question  of  any  bar,  or  anything  ad- 
verse to  the  trade  in  its  natural  position. 

9651.  And  it  has  access,  has  it  not,  by  the  canal 
systems  and  rivers  ; by  the  Humber,  the  Ouse, 
and  the  Trent,  to  the  Midland  Counties  ? — Yes, 
it  has. 

9652.  And  also  throusfh  the  Aire  and  Calder 

O 

canal  ? — It  has. 

9653.  Has  the  Hull  Chamber  of  Commerce 
communicated  with  the  Board  of  Trade  at  all 
with  regard  to  these  preferential  charges? — No, 
I do  not  know  that  they  have  ; in  fact,  I may 
say  they  have  not. 

9654.  Have  they  brought  any  case  before  the 
Railway  Commissioners  ? — It  was  thought  de- 
sirable some  time  ago  to  bring  a case  before  the 
Railway  Commissioners,  but  somehow  that  got 
passed  over  ; but,  as  a matter  of  fact,  wdiat  the 
Hull  people  have  done  is  tliis ; that  they  have 
tried  on  one  or  two  occasions  to  emancipate  them- 
selves by  promoting  independent  lines  of  railway, 
as  they  found  that  there  was  no  remedy  other- 
wise. 

9655.  Have  those  independent  railways  been 
made? — Yes;  an  Act  has  just  lately  been  ob- 
tained for  the  Hull  and  Barnsley  line,  but  prior  to 
that  there  was  an  attempt  made  to  obtain  an  inde- 
pendent line  on  the  part  of  the  merchants  of  tiull. 
It  was  the  outcome  of  this  dissatisfaction  and 
this  grievance  that  I have  complained  of.  They 
found  it  perfectly  impossible  to  get  any  redress  by 
applying  to  the  North  Eastern  Railway  Com- 
pany, so  they  thought  possibly  that  the  best  thing 
would  be  to  become  railway  i)romoters,  althoui>h 
that  is  not  a very  desirable  undertaking  on  the 
part  of  merchants,  and  is  only  done  under  circum- 
stances of  very  great  pressure  and  necessity,  be- 
cause it  involves  a great  expenditure  of  time  and 
money.  Now,  in  1862,  they  promoted  the  Hull 
and  South  Junction  Railway.  That  line  passed 
the  Committee  of  the  House  of  Commons,  but  it 
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was  rejected  In  the  House  of  Lords  on  account  of 
the  engineering  difficulties  connected  with  the 
tunnel  under  the  Humber. 

Lord  Randolph  Churchill. 

9656.  Did  the  North  Eastern  Company  oppose 
the  Bill  ? — To  the  death. 

9657.  Tooth  and  nail  ? — Tooth  and  nail. 

Mr.  Monk. 

9658.  Practically  these  attempts  have  not  been 
carried  out? — With  the  exception  of  the  Hull 
and  Barnsley  line. 

9659.  Is  that  line  in  course  of  construction  ? — 
It  is  in  course  of  construction. 

9660.  As  the  Hull  traders  have  not  applied  to 
the  Railway  Commissioners,  have  you  ajiy  obser- 
vations to  make  with  regard  to  that  tribunal ; do 
you  think  it  ought  to  be  altered  in  any  way,  and 
made  more  accessible  to  the  public? — 1 should 
put  the  matter  shortly  thus:  Parliament  has 
given  to  these  railway  companies  enormous  powers 
and  privileges,  and  I think  we,  as  representing 
the  public,  have  the  right  to  claim  from  Parlia- 
ment who  has  given  these  railway  companies 
these  enormous  powers,  privileges,  and  mono- 
polies, that  Parliament  should  devise  some  means 
of  protecting  the  public  against  the  abuse  of 
them. 

9661.  Are  you  acquainted  with  the  Railway 
and  Canal  Traffic  Act  of  1873  ?— Yes.  I think 
that  Parliament  has  recognised  the  difficulty,  and 

■ I think  anyone  reading  the  various  Acts  which 
have  been  passed  by  Parliament  will  recognise  in 
them  a well-intentioned  endeavour  on  the  part  of 
Parliament  to  meet  the  difficulties  of  the  case. 
But  these  Acts  are  rendered  absolutely  inopera- 
tive ; there  must  be  some  one  to  administer  them 
on  behalf  of  the  public. 

Chairman. 

9662.  You  do  not  mean  to  administer  them  ; 
you  mean  to  put  them  in  motion,  because  the 
Railway  Commissioners  administer  them  ? — The 
question  is  who  is  to  take  this  matter  up  ; am  I 
to  take  it  up  on  the  part  of  the  public,  because 
that  is  a very  unthankful  office;  I say  that  the 
case  I have  made  out  ought  to  be  met  by  the  pre- 
sent Acts  of  Parliament,  and  that  there  is  no  need 
for  further  Acts  of  Parliament  if  those  existing 
could  be  administered.  Clause  2 of  the  Railway 
and  Canal  Traffic  Act  of  1854,  says  : “ Every 
railway  company,  canal  company,  and  railway 
and  canal  company,  shall,  according  to  their 
respective  powers,  afford  all  reasonable  facilities 
for  the  receiving  and  forwarding  and  delivering 
of  traffic  upon  and  from  the  several  railways  and 
canals  belonging  to  or  worked  by  such  com- 
panies resj)ectlvely,  and  for  the  return  of  car- 
riages, trucks,  boats,  and  other  vehicles,  and  no 
such  company  shall  make  or  give  any  undue  or 
unreasonable  j)reference  or  advantage  to  or  in 
favour  of  any  jiarticular  j)erson  or  company,  or 
anv  particular  description  of  traffic,  in  any  respect 
whatsoever  ; nor  shall  any  such  company  subject 
any  particular  person  or  company  ; or  any  par- 
ticular description  of  traffic,  to  any  undue  or 
unreasonable  ])rejudice  or  disadvantage  in  any 


Chairman — continued. 

respect  whatsoever  we  want  nothing  better 
than  that. 

9663.  The  carrying  out  of  these  powers  was 
confided  to  the  Railway  Commissioners  under 
the  Act  of  1873,  and  they  have  been  carrying 
out  those  provisions  during  the  last  seven  years? 
— Yes,  lam  perfectly  aware  of  that,  but  I say 
the  public  really  have  not  the  power  and  the 
ability  to  avail  themselves  of  it ; I can  quote  a 
case  in  illustration  from  the  Sixth  Amnual  Re- 
port of  the  Railway  Commissioners,  page  5 ; it  is 
the  Commissioners’  Report  for  last  year’,  1880. 
This  is  the  case  of  the  Newington  Local  Board 
V.  The  North  Eastern  Railway  Com.pany  (Ap- 
pendix 1,  No.  2;  : “ the  complaint  was  that  the 
inhabitants  of  Newington  (which  is  a subui’b  of 
Plull,  that  is  to  say,  it  is  in  the  Parliamentary 
borough  of  Hull,  but  it  is  not  in  the  municipal 
borough  ; it  has  its  own  local  board,  although  it 
is  practically  part  of  Hull),  a district  in  the 
neighbourhood  of  Hull,  were  not  afforded  reason- 
able facilities  for  their  traffic,  because  they  re- 
quired a station  nearer  than  Hull,  and  the  accom- 
modation was  refused  them.  The  local  board, 
who  were  the  applicants,  represented  a popu- 
lation of  7,500.” 

Mr.  Monk. 

9664.  What  was  the  result  of  that  case  ? — Tlie 
result  of  it  is  this : “ The  Attorney  General 
showed  cause  against  this  rule  on  5th  May,  but 
the  matter  ultimately  was  adjourned  upon  a sug- 
gestion by  the  Court  that  it  would  be  more  con- 
venient to  determine  it  upon  a declaration  in 
prohibition,  or  upon  a special  case,  than  upon  the 
rule  nisi."  What  is  the  effect  of  that?  The 
thing,  has  been  fought  so  determinedly  by  the 
railway  company,  who  have  so  much  power  and 
money  and  privilege,  that  they  have  exhausted 
the  funds  of  the  Newington  local  board.  So  here 
is  a case  where  it  has  been  decided  by  the  proper 
tribunal  that  they  were  suffering  injustice  and 
Avrong,  and  they  have  a decision  in  their  favour, 
but  it  cannot  be  carried  any  further,  because  the 
Newington  local  board  have  no  funds. 

9665.  Can  you  suggest  any  remedy  for  that 
state  of  ihings  ? — It  might  possibly  be  met  in 
this  way,  that  there  should  be  a department  of 
the  Board  of  Trade,  or  perhaps  under  the  coming 
Minister  of  Commerce,  to  take  up  these  cases, 
that  where  a primd  facie  case  of  contravention 
of  any  of  the  present  Acts  of  Parliament  can  be 
shown,  that  department  of  the  Board  of  Trade 
should  become  as  it  Avere  the  public  prosecutor 
in  the  case,  or  in  other  Avords  that  they  should 
protect  the  public  against  an  infringement  by  the 
raihvay  com])anies  of  the  various  Acts  of  Parlia- 
ment, and  that  Avhere  the  department  decide  that 
it  is  a good  case,  they  should  carry  it  on  and  pay 
for  it;  they  should  provide  the  means  and  the 
funds. 

9666.  Yfhat  you  complain  of  is  the  expense  of 
carrying  a case  through  the  RaiLvay  Commis- 
sioners’ Court? — It  is  perfectly  impossible  for 
the  public  to  do  so ; it  is  all  very  Avell  to  say  that 
you  can  go  before  the  Railway  Commissioners 
Avith  a solicitor,  or  anyone  else  you  can  pick  up, 
but  there  the  case  does  not  stop;  there  is  appeal 
upon  appeal,  and  it  ahvays  ends  in  the  House  of 

Lords, 
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Lords,  and  you  cannot  go  before  a superior  court 
with  a solicitor,  so  that  it  is  not  possible  for  the 
public  to  fight  the  case  out  with  the  railway 
companies. 

9667.  Do  you  contend  that  it  is  contrary  to 
the  public  interest  that  railway  companies  should 
make  j)rivata  agreements  between  themselves 
with  reference  to  charging  differential  rates  be- 
tween the  different  ports  upon  their  systems? — 
I think  the  power  which  the  railway  companies 
possess,  or  claim  to  possess  and  act  upon,  in 
making  private  agreements  among  themselves  is 
a thing  that  should  be  vetoed ; it  should  not  be 
allowed. 

9668.  Do  you  consider  that  the  action  of  the 
North  Eastern  Railway  Company  is  a du’ect 
violation  and  contravention  of  the  Act  of  1854  ? 
— I think  so. 

9669.  Is  there  any  other  point  which  you  wish 
to  bring  before  the  notice  oJt‘  the  Committee  ? — 
I think  there  is  one  with  regard  to  an  article 
which  has  become  a new  article  of  traffic,  as  it 
were,  namely,  esparto  ; we  find  that  this  esparto 
grass,  which  is  used  for  paper-making  purposes, 
all  gravitates  towards  the  northern  port  of  New- 
castle ; we  do  not  get  it  to  Hull ; it  would  be  a 
vei'y  great  advantage  if  we  got  it,  but  we  are 
prevented  by  preferential  rates,  which  are  actually 
for  esparto  in  some  cases  lower  from  Newcastle 
for  a longer  distance  than  they  are  from  Hull ; 
the  rates  are  not  only  lower  per  ton  per  mile, 
but  they  are  actually  lower  in  money  for  the 
longer  distance,  which  has,  of  course,  diverted 
the  trade  from  Hull ; that  is  not  a case  of  an 
old  trade  taken  away  ; it  is  the  case  of  a new 
trade  acquired,  and  if  we  apply  to  the  North 
Eastern  Railway  Company  for  low  rates  they 
may  truly  say,  Lou  have  no  esparto  traffic,  what 
is  the  use  of  quoting  rates  to  you  ; you  do  not 
do  any  business  therein.”  Of  course  we  do  not ; we 
cannot  do  any  business  on  account  of  the  rates. 

Mr.  Barclay. 

9670.  Where  does  the  esparto  grass  go  to  ? — 
To  the  Lancashire  district,  to  Barnsley  and 
thereabouts, 

Mr.  Monk. 

9671.  Will  you  hand  in  any  further  tables  you 
have  prepared  for  the  information  of  the  Com- 
mittee ? — I will,  ( Tables  skowi/is,  rates  on  cotton 
and  wheat  loere  handed  in.) 

Mr.  Bolton. 

9672.  You  wei’e  going  to  give  the  Committee 
one  exception  which  deprived  the  North  Easteim 
Railway  of  the  complete  monopoly  of  Hull ; 
which  was  that? — They  have  in  this  sense  a com- 
plete monopoly,  that  they  own  absolutely  all  the 
lines. 

9673.  You  stated  in  your  evidence  that  there 
was  one  exception  ? — Yes,  that  is  the  Act  which 
the  Hull  and  Barnsley  Company  have  got. 

9674.  That  line  is  now  in  course  of  construc- 
tion, 1 think  ? — It  is  in  course  of  construction. 

9675.  The  Hull  Docks,  I think  you  stated, 
have  cost  something  like  3,000,000  1.  ? — I think 

0.51. 


Mr.  Bolton — continued. 

the  capital  will  be  very  nearly  3,000,000  1.  with 
debentures. 

9676.  It  is  the  Hull  Docks,  or  their  proprietors, 
who  suffer  as  much  as  any  one,  through  the  pre- 
ferential rates  given  to  Hartlepool  and  the  Tyne  ? 
— 'fhey  suffer,  no  doubt. 

9677.  The  Hull  Dock  Company  is  a very 
wealthy  corporation,  is  it  not,  with  its  3,000,000  1. 
of  capital  ? — It  is. 

9678.  Is  that  company  too  small  to  take  upon 
itself  an  application  to  the  Railway  Commis- 
sioners ? — No,  I should  think  it  is  not. 

9679.  Then  can  you  tell  the  Committee  why 
the  company  has  never  applied  ? — I think  that  I 
can  give  a very  good  guess. 

9680.  Do  not  give  us  guesses  if  you  can  state 
the  facts? — I will  state  the  facts  as  far  as  I know 
them.  Upon  the  board  of  the  dock  company 
there  are  two  directors  of  the  North  Eastern 
Railway  Company  ; there  is  one  director  of  the 
Lancashire  and  Yorkshire  who  is  a director  of 
the  Hull  Docks  Board,  and  there  is  one  director 
of  the  Manchester,  Sheffield,  and  Lincolnshire, 
who  is  a director  of  the  Hull  Docks  Board;  that 
is  four. 

9681.  Out  of  how  many,  what  is  the  total 
number  of  the  directors  of  the  dock  board? — I 
do  noc  know. 

9682.  You  give  the  Committee  that  as  a fact; 
I want  to  know  the  reason? — I think  that  is  a very 
good  reason;  I give  it  quantum  vuleat\  it  is  quite 
sufficient,  I should  think,  to  prevent  those  gentle- 
men who  are  themselves  directors  of  railways 
going  and  framing  a case  against  themselves, 

9683.  Could  you  say  whether  the  interest  of 
those  gentlemen  in  these  railways  is  larger  than 
their  interest  in  the  docks? — I do  not  know  what 
their  private  interest  is. 

9684.  You  do  not  know  how  many  directors 
there  are  in  the  docks ; whether  those  four  form 
a majority  or  a minority  ? — I should  think  that 
they  formed  the  minority. 

9685.  Then  how  would  the  minority  rule  the 
majority  ? — I do  not  know,  but  it  sometimes 
does. 

9686.  How  are  the  directors  of  the  docks  ap- 
pointed?— They  are  appointed  by  reason  of  the 
capital  which  they  hold  in  the  Hull  Dock  Com- 
pany. 

9687.  That  only  accounts  for  three  ; you  told 
me  that  the  North  Eastern  Railway  Company 
appointed  one  director;  the  Manchester,  Sheffield, 
and  Lincolnshire  Company  one  director,  and  the 
Lancashire  and  Yorkshire  Company  one  director, 
in  virtue  of  their  subscriptions  to  the  docks ; how 
are  the  other  directors  appointed? — There  are 
two  North  Eastern  Railway  Company  directors, 
one  by  virtue  of  their  subscription  to  the  docks, 
and  the  other  by  virtue  of  his  happening  to  be  a 
director  of  the  North  Eastern  Railway  Com- 
pany. 

9688.  But  that  director  cannot  be  placed  at  the 
board  by  virtue  of  the  100,000  /.  subscription, 
seeing  that  they  have  already  availed  themselves 
of  their  privilege  by  appointing  another  gentle- 
man ? — I do  not  know  how  he  is  appointed  ; I 
should  think  tlie  plan  followed  would  be  a recom- 
mendation by  the  directors  themselves. 

9689.  Have  the  shareholders  nothing  to  do 
with  it? — Only  to  confirm  the  appoinrment. 

3 I 2 9690.  Have 
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9690.  Have  they  no  pov^er  of  electing  a direc- 
tor ? — Not  in  the  first  instance. 

9691.  Have  the  shareholders  no  power  of 
electing  a director  on  the  dock  board  ? — They 
have  this  power,  that  when  there  is  a vacancy  to 
fill  up,  the  board  select,  and  the  shareholders  have 
power  possibly  to  veto  his  election  ; that  is  a 
power  which  would  very  rarely  be  exercised. 

Mr.  Monk. 

9692.  Do  you^know  whether  they  have  the 
power  or  not  to  veto  his  election? — I believe  they 
have. 

Mr.  Bolton. 

9693.  And  they  did  not  exercise  it  in  this  case? 
— No. 

9694.  Now,  with  regard  to  these  differential 
I’ates,  let  us  take  them  up;  do  you  remember  the 
amalfjamation  of  the  lines  which  now  constitute 
the  North  Eastern  system  ? — I do  not  remember 
it,  but  I know,  of  course,  historically,  the  fact. 

9695.  Do  you  know,  for  a fact,  that  before  the 
amalgamation,  the  different  lines  made  certain 
charges ; the  same  charges,  in  fact,  as  are  now 
made  from  many  of  those  ports  as  to  which  you 
have  complained  of  preferential  rates  being  now 
given  ; and  that  it  Avas  a promise  on  the  part  of 
the  Nortli  Eastern  Eailway  Company  that  they 
would  not  disturb  that  arrangement  ? — Yes,  I 
know  that. 

9696.  This  was  on  the  part  of  the  traders  ; you 
are  now  complaining  of  the  arrangement  made 
by  the  traders  with  the  North  Eastern  Railway 
Company  at  the  time  of  the  amalgamation? — 
Certainly  I am. 

9697.  But  that  was  an  arrangement  which  the 
North  Eastern  Railway  Company  assented  to  at 
the  request  of  the  traders? — Of  the  traders  in 
the  north  of  course. 

9698.  And  in  Hull  also? — Not  that  I am 
aware. 

9699.  Are  you  not  aware  of  that? — I should 
say  that  they  did  not.  Noav  with  regard  to  that 
question,  I know  a little  more.  It  has  been  often 
alleged  that  the  North  Eastern  Company  Avere 
under  a Parliamentary  obligation  to  continue 
those  rates. 

9700.  I have  not  alluded  to  that;  I have 
merely  asked  the  other  question? — But  it  has 
been  alleged  often,  though  nobody  has  been  able 
to  find  the  clause  in  the  Act  of  Parliament,  but  I 
would  say  this,  that  if  the  North  Eastern  Com- 
pany promised  a thing  which  Avas  unjust  and  un- 
fair, the  sooner  it  is  cancelled  the  better. 

9701.  You  say  the  public  suffered  very  much 
through  the  preferential  rates  given  to  the  Tyne 
and  Hartle])ool  ? — But  with  regard  to  these  pro- 
mises, I should  like  to  say  something  else ; I 
should  like  to  read  the  promise  Avhich  the  Chair- 
man of  the  North  Eastern  Raihvay  Company 
made  to  the  i)eople  of  Hull ; this  Avas  at  a meet- 
ing in  Hull,  and  he  said,  “I  am  not  prepared  to 
offer  any  pledges.” 

9702.  AVhen  Avas  this? — U])on  the  2nd  of 
October  1849:  “ I am  not  prepared  to  offer  here 
any  ])le(lges  Avhich  1 have  not  previously  Avell 
considered  and  seriously  thought  upon,  but  I 
can  tell  the  peo])le  of  Hull,  and  I fairly  tell  it  to 
the  chairman  of  the  Dock  Company,  that  if  it 
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rests  Avith  the  York  and  North  Midland  Company, 
which  I have  the  honour  to  represent,  if  it  rests 
Avith  us  Avhere  the  goods  coming  from  the  AA’’est 
Riding  shall  be  shipped  to  the  Continent,  Ave 
are  fully  prepared  for  a vigorous  but  honourable 
competition  ; we,  I say,  are  prepared  to  carry 
those  goods  on  such  terms  as  Avill  secure  to  the 
port  of  Hull  that  j^re-eminence  to  Avhich  it  is 
entitled.  I say  this  publicly,  I think  the  claims 
of  80,000  inhabitants,  I think  the  claims  of  those 
Avhohave  so  much  capital  invested  in  the  district, 
are  so  strong  on  the  raihvay  world  that  we  shall 
feel  it  our  duty  fairly  to  give  to  the  immense 
capital  interested  in  the  port,  and  to  the  immense 
number  of  people  dependent  upon  its  prosperity, 
those  advantages  Avhich  they  have  a fair  right  to 
possess,  and  if  they  do  not  rightly  avail  them- 
selves of  it,  the  fault  shall  not  lie  Avith  the  rail- 
Avay  company.  I pledge  the  company,  Avhich  I 
represent,  that  it  shall  not  be  our  fault  if  the  port 
of  Hull  does  not  maijitain  that  position  Avhicli  it 
has  hitherto  occupied  as  the  third  port  of  the 
kingdom.”  Now  railway  companies  can  break  a 
distinct  pledge  and  promise  Avhen  it  suits  them, 
and  I ask  them  to  break  that  one  to  which  you 
have  referred. 

9703.  You  stated,  in  your  evidence,  that  Hull 
was  the  third  port  in  the  kingdom  ? — It  is. 

9704.  So  that  the  railway  company  have  ap- 
peared to  maintain  that  pledge  ? 

Mr.  Barclay. 

9705.  What  occasioned  that  speech? — It  Avas 
on  the  occasion  of  the  opening  of  the  Hull  and 
Bridlington  line.  The  mayor  of  Hull  Avas  afraid 
of  the  consequences  of  the  North  Eastern  Com- 
pany’s amalgamation,  and  the  taking  up  of  the 
lines,  and  he  said,  “ Do  not  let  us  have  one  of 
our  legs  tied  up  in  the  race  Ave  are  going  to  run  ;” 
and  this  Avas  the  reply  of  the  chairman : Noav, 
Hull  h as  been  the  third  port  of  the  Kingdom 
by  reason  of  its  magnificent  Avater  communica- 
tion, not  in  consequence  of  North  Eastern  action, 
but  in  spite  of  it;  it  is  because  Hull  has  the 
benefit  of  the  rivers  Humber,  Trent,  and  Ouse  ; 
an  enormous  portion  of  the  Hull  imports  are  sent 
by  Avater,  and  but  for  the  advantage  of  that 
position  Ave  should  have  been  annihilated  by  the 
raihvay  comjiany  ; there  is  no  doubt  about  it. 
As  a matter  of  fact,  one-half  of  the  traffic  goes  by 
Avater  over  the  rivers. 

IMr.  Bolton. 

9706.  AYe  must  not  go  on  to  the  rivers? — 
Then  Ave  Avill  go  on  to  the  canals  Avhich  the  rail- 
Avay  companies  have  acquired ; the  railway  com- 
panies have  acquired  certain  canals  from  Hull, 
and  Avhenever  a railway  company  acquires  a 
canal  it  puts  up  the  rates,  so  that  the  raihvay 
should  not  be  at  a disadvantage,  as  a matter  of 
fact. 

Chairman. 

9707.  Aon  are  not  saying  that  the  raihA'ays 
running  out  of  Hull  have  acquired  the  canals? 
— A'es,  I do ; I say  that  avc  have  still  the  advan- 
tage of  sending  over  rivers  Avhicli  the  raihvay 
companies  cannot  acquire,  but  Avherever  the  rail- 
way 
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way  companies  have  the  power  of  acquiring  a 
canal,  they  do  acquire  it. 

Mr.  Boh  on. 

9708.  Whenever  railway  companies  acquire 
canals,  they  come  under  the  schedule  of  tolls,  do 
they  not? — Yes,  they  come  under  a schedule 
of  tolls,  no  doubt. 

9709.  And  to  them  they  adhere  ? — They  will 
have  a maximum  rate. 

9710.  Of  tolls  ? — Yes. 

9711.  Is  the  rate  very  high  upon  the  canal  ? — 
The  Kiver  Don  navigation  was  acquired  by  the 
Manchester,  Sheffield,  and  Lincolnshire  Com- 
pany, and  there  is  water  traffic  upon  that  between 
Hull  and  Sheffield.  1 venture  to  say  that  the 
dues  upon  the  River  Don,  owned  by  the  Man- 
chester, Sheffield,  and  Lincolnshire  Railway 
Company,  are  not  nominal  things  at  all,  but  they 
amount  to  50  per  cent,  of  the  freight,  so  that  you 
cannot  call  that  a very  independent  water  com- 
munication. 

Sir  Edioard  Wathin. 

9712.  Is  not  there  moi’e  trade  upon  it  now 
than  there  ever  was ; is  not  there  more  trade 
between  Sheffield  and  Hull  by  independent  car- 
riers than  ever  there  was  ? — I think  there  is 
more  trade,  but  the  carriers  are  not  very  inde- 
pendent if  they  have  to  pay  50  per  cent,  of  the 
freight  in  tolls. 

Mr.  Bolton. 

9713.  However,  it  is  quite  apparent  from 
your  remarks  that  the  people  of  Hull  were  quite 
alive  to  the  risk  they  were  running  ? — In  what 
way  ? 

9714.  Of  having  one  leg  tied  up  ? — Yes;  they 
were  quite  alive  to  it  in  1846. 

9715.  What  steps  did  they  take  to  protect 
themselves  then  ? — I do  not  know  what  steps 
they  took  to  protect  themselves  then,  but  I know 
what  they  have  done  in  later  years. 

9716.  You  do  not  know  that  they  did  not 
agree  to  those  differential  rates  between  the  dif- 
ferent ports  ? — I know,  as  a matter  of  fact, 
during  the  last  10  years,  that  they  have  not 
agreed. 

9717.  You  say  that  there  has  been  a great  in- 
crease to  the  trade  of  the  port  of  Hull,  notwith- 
standing all  these  great  disadvantages;  how  has 
that  increase  been  carried ; has  it  been  carried 
by  the  free  navigation  of  the  river,  or  has  it  been 
carried  by  the  canals,  or  has  it  been  carried  by 
the  railways  ? — It  will  have  been  partly  carried  by 
the  railway,  a good  deal  by  the  river,  and  partly 
by  the  canals. 

9718.  Could  you  give  the  Committee  any 
idea  of  the  proportions  carried  by  each,  then  and 
now  ? — I cannot.  If  you  like  I will  admit  at 
once  that  we  are  not  quite  annihilated,  and  are 
doing  fairly  well. 

9719.  Will  you  admit  that  the  increase  has 
been  upon  the  railway,  and  not  upon  the  canals, 
and  the  free  navigation  ? — I cannot  say  that. 

9720.  Do  you  know  whether  there  has  been 
any  increase,  tospeak  of,  upon  the  free  navigation; 
that  is  to  say,  these  free  rivers  that  you  are 
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speaking  of  ?— I should  think  there  is  no  doubt 
Avhatever  that  there  has. 

9721.  You  do  not  know  that? — I do  not  know 
it,  and  nobody  could  possibl}'  tell  you. 

9722.  But  there  has  been  an  enormous  in- 
crease in  the  railway  traffic,  has  there  not  ? — 
No  doubt.  Hull  has  established  lines  of  stea- 
mers. I see  before  me  Mr.  Wilson,  whose  entei’- 
prise  in  running  these  regular  lines  brings  an 
enormous  amount  of  traffic  to  the  port ; there 
must  be  a general  increase  of  traffic  in  Hull,  as 
there  is  in  other  ports  ; but  the  increase  in  re- 
gard to  Hull  is  not  so  striking  as  it  would  have 
•been  if  Hull  had  not  been  deprived  of  the  ad- 
vantaues  of  its  position.  But  my  case  is  this, 
that  this  wood  trade  has  been  abstracted  from 
Hull  and  sent  to  Hartlepool ; it  has  been  filched 
from  Hull. 

9723.  With  regard  to  that  grand  speech  Avhich 
you  read  to  the  Committee;  Avho  do  you  think  it 
Avas  read  by  ? — Mr.  Hudson,  I think,  the  chair- 
man for  the  time  being. 

9724.  You  spoke  of  the  interests  of  the  public 
being  very  much  injured  by  this  preference  to  the 
Tyne  and  Hartlepool ; hoAA'’  do  you  show  that. 
I can  understand  that  the  interest  of  Hull  may 
possibly  be  in  some  way  affected ; but  hoAv  is  the 
interest  of  the  general  public  affected  ? — I Avill 
try  to  shoAV  that.  The  interest  of  the  public, 
certainly  all  the  public,  Avho  have  any  vested  in- 
terest in  Hull. 

9725.  It  is  not  difficult  to  see  hoAV  Hull  has 
suffered,  but  when  you  say  that  the  general 
public,  not  the  public  of  Hull,  has  suffered,  hoAV 
has  the  interest  of  the  genei-al  public  been  in- 
jured by  the  advantages  which  you  allege  have 
been  given  to  the  Tyne  and  Hartlepool? — It  is 
abundantly  clear  that  those  high  rates  charged 
by  the  North  Eastern  Company  upon  their  Hull 
traffic  must  abstract  from  the  pockets  of  the 
public  an  unfair  rate,  and  consequently  deprive 
the  public  of  a good  deal  of  trade  ; these  high 
rates  divert  trade  Avhich  Avould  otherAvise  come 
to  Hull  and  they  also  annihilate  the  trade  ; they 
apply  to  import  and  export,  and  they  drive  the 
trade  to  the  Continent  and  other  countries. 

9726.  Suppose  Ave  take  the  case  of  a consumer 
resident  at  Leeds ; hoAv  is  he  injured  by  the  fact 
that  he  has  the  choice  at  the  same  ])rice  of  the 
port  of  PIull  and  a port  upon  the  Tyne  ? — He 
may  not  be  very  much  injured. 

9727.  Is  he  injured  at  all  ? — Perhaps  not. 

9728.  Is  he  not  benefited? — Except  in  this 
way,  that  the  rate  to  Leeds  is  based  upon  a rate 
charged  for  a much  greater  distance,  and  I say 
that  the  rate  to  Leeds  from  Hull  ought  to  be  very 
much  lower. 

9729.  Do  you  assert  that  the  rate  to  Leeds  is 
above  the  statutory  powers  of  the  railway  com- 
pany ? — No,  but  it  is  very  much  more  than  it 
ought  to  be,  and  it  is  a rate  that  Avill  pay  the 
North  Eastern  Raihvay  Company,  upon  the  Hull 
and  Selby  Raihvay,  something  like  23  or  24  per 
cent. 

9730.  But  you  do  not  allege  that  it  is  above 
the  statutory  jroAvers  of  the  raihvay  company  to 
charge  a rate  of  7 s.  11  d.  to  Leeds  ? — 1 should 
think  it  is  not. 

9731.  Then  Avhy  do  you  say  that  the  rate  to 
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Hull  should  be  based  upon  the  rate  to  the  Tyne; 
are  you  going  to  restrict  the  railway  comjianies 
from  the  exercise  of  the  powers  which  Parlia- 
ment has  given  them  ? — 1 will  tell  you  what  I 
would  do ; I would  give  them  the  power  to 
charge  anything  they  liked  ; I would  do  away  at 
once  with  maximum  rates;  they  are  all  a delusion 
and  a snare  ; they  simply  benefit  the  railway  com- 
panies, because  they  give  the  railway  companies 
something  t ^ fall  back  upon.  It  is  always  the 
old  tale,  “ Would  you  interfere  with  the  privi- 
leges which  Parliament  has  granted  to  us  ?” 

9732.  That  is  one  of  the  remedies  Avhich  you 
would  suggest  for  this  state  of  things? — Yes,  I 
would  do  away  with  all  the  maximum  rates  ; I 
would  give  a competent  tribunal  the  power  to  fix 
a reasonable  and  proper  rate. 

9733.  But  how  Avould  that  be  doing  away' with 
maximum  rates;  you  would  vest  in  spine  tribunal 
all  the  powers  of  Parliament ; is  that  what  you 
would  say? — would  vest  in  some  competent 
tribunal  all  the  powers  of  Parliament  with  re- 
spect to  the  rates,  and  with  respect  to  the  carry- 
ing out  of  the  various  Acts  of  Parliament. 

9734.  What  do  you  mean  by  that? — I mean 
the  interpretation  of  the  Acts,  “To  make  such 
reasonable  charges.”  For  instance,  the  Railway's 
Clauses  Consolidation  Act  of  1845,  says,  “And 
for  that  purpose  to  make  such  reasonable  charges 
in  respect  thereof  as  they  may  from  time  to  time 
determine  upon,  not  exceeding  the  tolls  in  the 
special  Act  authorised  to  be  taken  by  them.” 
Now  Parliament  says,  “ To  make  such  reasonable 
cliarge  not  exceeding.” 

9735.  That  means  to  say  they  are  not  to  charge 
any  rates  exceeding  what  Paidiament  has  autho- 
rised?— But  you  know  better  than  I do  that  if 
all  the  railway  companies  were  to  charge  the 
maximum  rates,  both  we  and  they  would  be 
wiped  out ; those  maximum  rates  are  a perfect 
delusion  ; they  are  only  good  for  the  railway  com- 
panies to  fall  back  upon. 

9736.  Now  1 will  go  back  to  the  question  I put 
to  you  some  time  ago ; how  are  the  merchants  at 
Leeds,  and  the  public  at  Leeds,  iujuriously 
affected  by  the  fact  that  they  have  the  choice  of 
Hull,  Hartlepool,  and  the  Tyne  for  the  export 
of  their  goods  at  the  same  rate  ? — Because  the 
rate  to  Leeds  is  too  high,  and  because  the  public 
who  reside  in  Pontefract,  and  the  public  who 
reside  in  Brancepeth,  and  the  public  who  reside 
in  all  those  other  places,  have  not  the  same  ad- 
vantage. They,  at  all  events,  are  a portion  of 
the  public  who  are  placed  at  a very  serious  dis- 
advantage. 

9737.  You  want  to  preserve  to  Hull  what  you 
may  term  the  geogra])hical  position  of  Hull,  but 
you  do  not  want  to  preserve  to  other  places  their 
geographical  position  ? — Yes,  I do  ; 1 say  if  you 
preserve  this  system,  let  ps  have  reasonable 
rates,  or  let  us  have  mileage  rates. 

Chairnmn. 

9738.  What  I understand  then  is,  that  if  you 
could  have  equal  rates  to  the  northeim  ports, 
Darlington  and  Durham,  you  would  not  object, 
but  what  you  complain  of,  is  equal  rates  down 
towards  Hull,  and  mileage  rates  up  from  Hull? 


Chairman — continued. 

— That  is  so;  I should  ask  that  as  a right,  if 
this  system  is  to  prevail ; but  that  would  not 
fully  compensate  us,  because  it  is  opening  up 
our  rich  trading  ground,  and  giving  us  some- 
thing which  is  not  equal  to  it. 

Mr.  Bolton. 

9739.  \ ou  have  studied  these  Hull  rates  very 
fully,  have  you  not? — I know  a little  about 
them. 

9740.  You  have  given  the  Committee  places 
in  connection  with  which  Hull  is  at  a disad- 
vantage ; are  there  any  places  where  Hull  has 
the  advantage  over  Hartlepool,  the  Tyne,  and 
other  places  ?--- There  are  no  other  places  at  all 
that  I am  aware  of  except  those  just  immediately 
ad j acent. 

9741.  Do  you  know  the  rate  from  Scotland  to 
Hull,  and  from  Scotland  to  Hartlepool ; take 
Glasgow,  for  instance  ? — I know  the  Glasgow 
rate,  and  I know  the  rate  from  Middlesbro’  to 
Hull. 

9742.  What  is  the  Glasgow  rate  to  Hull  and  the 
distance  ? — I cannot  give  you  tlie  exact  figures. 

9743.  Do  you  know  the  rate  for  pig  iron  from 
Cumbei’land  to  Hull,  and  the  distance? — From 
Whitehaven  to  Hull,  the  distance  is  183  miles, 
and  the  rate  is  8 s.  6 d. 

9744.  And  from  Whitehaven  to  Hartlepool? 
— The  distance  is  132  miles,  and  the  rate  is 
8 s.  4 d. 

9745.  Then  Hull  in  that  case,  has  a great  ad- 
vantage ? — Yes,  it  has  an  advantage. 

9746.  That  is  not  one  of  the  places  you  com- 
jilain  of;  you  think  that  in  the  Cumberland  rate, 
so  far  as  regards  Hull,  Hull  has  the  advantage 
over  Hartlepool  ? — Yes,  that  is  obvious.  Then 
as  regards  from  Middlesbro’  to  Hull,  93  miles, 
the  rate  is  5 s. 

9747.  What  is  the  rate  from  Middlesbro’  to 
Hartlepool  ? — That  I do  not  know,  but  from 
Aliddlesbro’  to  Hull,  the  rate  is  very  low,  and  it 
is  so  often  quoted  against  us,  that  I want  to  give 
this  explanation  with  regard  to  it ; that  it  was 
given  some  years  ago  when  the  port  of  Middles- 
bro’ was  not  accessible  ; when  they  were  dredging 
it,  and  it  was  a very  great  advantage  to  the 
people  in  Midalesbro’,  but  it  is  inoperative ; 
although  it  is  quoted  as  a set  off,  yet  it  is  dead  ; 
nothing  comes  from  there.  These  rates  are 
always  quoted  against  us,  but  they  are  no  use  to 
us  Avhatever,  being  practically  dead. 

9748.  Is  there  no  traffic  from  Cumberland 
now  ? — There  is  very  little  from  Whitehaven ; 
it  goes  direct  by  steamer;  from  Glasgow  it  goes 
direct  by  steamer.  From  Middlesbro’  they  run 
a line  of  steamers,  and  they  take  it  nil  direct ; 
we  get  very  little  of  it  except  as  ballast. 

9749.  You  would  submit  that  Hull  is  in  all 
other  respects  at  a disadvantage  as  regards 
Hartlepool  and  the  Tyne  ? — It  is. 

975().  You  stated  that  Hull  was  the  best  port 
of  all  ? — It  is  naturally. 

9751.  Do  you  mean  that  it  might  be  the  best 
jiort,  or  that  it  is  the  best  port? — I said  that  it 
might  be  the  best  port. 

9752.  Is  it  actually  the  best  port  ? — Yes,  natu- 
rally ; actually  it  is  open  to  improvement,  but 

naturally 
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Chairman. 


naturally  it  has  all  the  advantages  which  ousht 
to  belong  to  a port. 

9753.  Could  you  account  for  the  fact  that  the 
freiglits  to  Hull  are  2 s.  6 d.  higher  than  to  other 
ports  ? — I think  it  is  partly  owing  to  the  high 
coal  rates  which  are  charged  to  Hull. 

9754.  They  charge  a little  more  for  the  ship 
too  ; now  would  it  not  rather  have  the  effect  of 
reducing  the  sea  foreight  to  Hull  if  the  coal  rate 
was  higher,  because,  I presume  the  consumer 
upon  the  Continent  does  not  care  whether  it 
comes  by  the  JN'orth  Eastern  Railway;  all  he 
wants  is  cheap  delivery  of  coal  ? — I think  if  the 
North  Eastern  Railway  Company  gave  us  lower 
railway  rates  we  should  have  lower  sea  freights. 

9755.  You  think  that  a merchant  goes  to  Hull, 
paying  a higher  rate  for  sea  freight,  in  preference 
to  the  Tyne,  because  the  railway  rates  are 
higher? — He  is  obliged  to  pay  a higher  sea 
freight ; he  does  not  pay  it  because  he  likes  it. 

9756.  Why  should  he  pay  it,  if  Hull  is  the 
best  port  ? — I say  it  is  the  best  port,  naturally  ; 

1 mean  this,  that  it  has  been  set  up  that  some 
jiorts  ought  not  to  have  advantages  because  they 
have  got  bars  or  bar  harbours,  and  that,  if  they 
are  placed  at  a disadvantage,  well  they  deserve  it. 

9757.  But,  taking  a good  harbour,  vessels 
prefer  to  go  there  ? — They  do. 

9758.  Whereas  to  this  best  port  goods  pay 

2 s.  6 d.  more  freight  ? — I have  explained  that 
already. 

9759.  Your  explanation  is  that  they  pay  more 
to  Hull,  because  they  have  to  pay  more  after 
the  goods  get  away  from  Hull  ? — They  always 
have  to  pay  2 s.  6 d.  more  freight ; unless  the 
merchant  sacrifices  himself  to  that  extent,  he 
cannot  get  the  ships  there  at  all. 


Chairman. 

9760.  But  why  do  vessels  go  to  the  northern 
ports  at  all  when  the  freight  is  so  much  less  ? — 
Because  they  can  get  return  cargoes  of  coal. 


Mr.  Bolton. 

9761.  Now  you  spoke  of  remedies  ; you 
stated  that  there  was  no  need  of  further  Acts  of 
Parliament  ; what  you  want  is  some  public  pro- 
secutor, I think,  to  put  it  shortly  ? — I think  that 
the  Acts  of  Parliament  apparently  are  capable 
of  meeting  a good  deal  of  the  disadvantage  that 
Hull  suffers  from. 

9762.  You  have  now  the  courts  of  law  open 
to  you,  and  you  have  the  Railway  Commissioners 
open  to  you  ? — W e have  the  courts  of  law  open 
to  us. 

9763.  And  your  objection  is,  that  it  is  too 
cxpensive^to  appeal  to  one  or  other? — You 
might  as  w'ell  say  that  the  London  Tavern  is 
open  to  a man  who  is  starving. 

9764.  What  remedy  would  you  suggest  in  lieu 
of  the  courts  that  are  now  open  to  you  ? — I 
would  suo-west  a department  of  the  Board  of 
Trade. 

9765.  That  is  the  public  prosecutor  again  ? — 
I would  rather  not  use  the  term  ‘’public  prose- 
cutor ” in  a matter  of  this  sort, 

0.54. 


9766.  Call  him  the  “public  pursuer”?— I 
would  prefer  that  term. 

Mr.  Bolton. 

9767.  You  cited,  in  support  of  your  view,  the 
unsatisfactory  termination  of  your  case  which 
came  before  the  Railway  Commissioners’  Court  ? 

— I cited  that  case  as  having  come  within  my 
own  knowledge. 

9768.  Would  you  say  that  there  was  a statu- 
tory obligation  upon  the  North  Eastern  Railway 
Company  to  make  a station  at  Newington  ? — 
You  want  me  to  try  that  case  over  again,  but  it 
has  been  before  the  Railway  Commissioners,  and 
I would  rather  not  go  into  it. 

9769.  You  say  you  only  want  a tribunal  for 
the  jjurpose  of  putting  those  Acts  into  force 
where  they  are  contravened  ? — It  is  no  use 
having  a tribunal  only ; the  public  cannot  pro- 
tect themselves ; the  onus  must  be  upon  Parlia- 
ment to  devise  some  department  which  can  and 
will  protect  them. 

9770.  Do  you  w’ant  a tribunal  to  make  new 
Acts  as  well  as  to  interpret  them,  or  do  you 
want  a tribunal  to  compel  observance  of  existing 
Acts  ? — I would  try,  in  the  first  instance,  whether 
matters  could  not  be  met  by  the  observance  of 
existing  Acts,  and,  if  1 found  that  to  fail,  I 
would  try  something  else  ; but,  at  all  events,  for 
the  present,  it  is  no  use  going  so  very  far 
afield. 

9771.  Are  you  quite  sure  that  you  know  your 
position  as  regards  the  Railway  Commissioners’ 
Court,  because  you  told  the  Committee  that 
there  was  “ appeal  upon  appeal is  that  a fact ; 
i.s  that  possible  from  that  Coui’t,  because  those 
were  the  words  you  used  ? — As  a matter  of  fact 
it  does  come  to  that. 

9772.  Are  you  aware  that  the  Railway  Com- 
missioners can,  if  they  please,  prevent  an  appeal, 
and  only  allow  an  appeal  upon  questions  of  law  ? 

— Yes,  I know,  upon  questions  of  law. 

9773.  Then  what  did  you  mean  by  saying 
there  was  “ appeal  upon  appeal  ” ? — I mean  that 
when  a question  of  law  arises,  it  comes  before 
the  court  in  one  shape,  and  then  before  another 
court  in  another  shape ; the  matter  assumes  a 
different  shape  ; for  instance,  the  judge  says,  “ I 
will  not  try  this  question  in  its  present  form, 
you  must  state  a special  case.”  So  that  practi- 
cally it  is  “ appeal  upon  appeal.” 

Chairman. 

9774.  "VYith  regard  to  this  Newington  case,  as 
a matter  of  fact,  has  that  station  been  constructed 
by  the  North  Eastern  Railway  Company  ? — No. 

9775.  I have  looked  into  this  case,  and  1 see 
that  the  Railway  Commissioners  made  an  order 
for  the  construction  »f  this  new  station,  and  then 
the  appeal  was  carried  ; a case  was  given  for  the 
Superior  Court  of  Queen’s  Bench  Division,  on 
the  ground  that  the.  words  “facilities”  in  the 
Railway  and  Canal  Traffic  Act  1854,  could  not 
sustain  the  decision  of  the  Railway  Commis- 
sioners in  ordering  a new  station,  but  I see  no 
absolute  rule  probibiting  the  order  of  the  Com- 
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missioners,  there  was  only  a rule  nisi"^ — I take 
it  that  the  position  of  things  is,  that  the  case  can- 
not be  carried  on  unless  a rate  is  imposed  to 
procure  the  funds  to  carry  on  the  case ; it  is  a 
question  of  money,  and  you  know  how  very  dif- 
ferent it  is  when  you  come  to  the  question  of  the 
ratepayers’  jiockets. 

9776.  You  bring  this  forward  to  show  the 
failure  of  the  Railway  Commissioners,  but  as  far 
as  I can  make  out,  the  Railway  Commissioners 
ha^e  made  an  order  which  has  been  upheld ; 
there  was  no  rule  absolute  made,  therefore  that 
order  of  the  Railway  Commissioners  still  holds 
good? — I am  not  complaining  of  the  Railway 
Commissioners ; I appreciate  the  action  of  the 
Railway  Commissioners,  but  I quoted  the  case  as 
an  instance  illustrating  how  the  individual  mem- 
bers of  the  public  cannot  help  themselves,  and 
how  even  local  boards  are  sometimes  deprived  of 
justice  by  reason  of  their  not  having  sufficient 
means  to  prosecute.  Mr.  Massey  is  the  chair- 
man of  the  local  board  at  Newington,  and  he  will 
explain  the  case. 

Mr.  Phipps. 

9777.  I think  you  admit  that  the  general 
public  are  not  injured  by  the  comparatively  low 
rates  to  Hatlepool  ? — They  are  not. 

9778.  What  you  want  is,  not  that  the  Hartle- 
pool rate  should  be  raised,  but  that  the  Hull 
rate  should  be  reduced  in  the  same  proportion  ; 
taking  into  consideration  the  geographical  posi- 
tion of  Hull,  and  the  distance,  and  that  then  the 
public  would  be  benefited?  — No  doubt,  and 
something  further  should  be  taken  into  considera- 
tion. The  North  Eastern  Company  have  shown 
that  they  can  carry  this  same  traffic  for  consider- 
ably less,  and  therefore  we  ask,  not  for  the 
Hartlepool  rates  to  be  put  up,  but  for  the  Hull 
rates  to  be  put  dow'ii  to  something  like  a fair 
proportion. 

9779.  And,  in  your  opinion,  the  Hull  rates 
might  still  be  reduced,  and  leave  a fair  profit  to 
the  railway  company  ? — My  opinion  is  that  the 
Hull  and  Selby  Railway  pays  23  or  24  per  cent., 
and  that,  therefore,  I think  the  rates  might  be 
materially  reduced,  and  still  leave  a handsome 
profit  upon  the  work.  • 

9780.  I understand  you  to  say  that  the  Rail- 
Avay  Commissionei's’  Court  is  too  expensive  to  be 
resorted  to  as  frequently  as  the  disputes  be- 
tween railway  companies  and  private  individuals 
Avould  render  necessary  ? — No  doubt  it  becomes 
so,  as  a matter  of  fact,  in  practice,  or  by  reason 
of  this,  that  sometimes  there  are  appeals  going 
from  one  court  to  another,  so  that  it  is  not  open 
to  the  public  upon  the  score  of  expense  ; but  I do 
not  see  how  you  could  alter  that  very  Avell  unless 
some  department  will  take  it  up,  and  jirosecute 
any  good  prirnd  facie  case.  , 

9781.  Your  contention  is  this,  I believe,  that 
Parliament  having  given  to  railway  companies 
certain  privileges  and  imposed  upon  them  certain 
obligations,  there  ought  to  be  some  means  Avhereby 
Parliament  should  see  that  the  obligations  they 
are  under,  and  for  which  they  receive  certain 
privileges,  are  carried  out? — That  is  exactly  my 
contention. 


Sir  Edward  Watkin. 

9782.  You  stated  that  the  railways  were  re- 
presented upon  the  Hull  Dock  Board? — Yes. 

9783.  1 think  it  is  a private  corporation  with 
shareholders  ? — It  is. 

9784.  Are  not  you  a shareholder? — I am  not 
now ; I was. 

9785.  Am  I wrong  in  saying  that  while  it  is 
quite  true  there  is  one  Lancashire  and  Yorkshire 
director,  one  INorth  Eastern  Railway  director, 
and  one  Manchester,  Sheffield,  and  Lincolnshire 
director;  there  are  11  independent  directors? — 
I think  that  would  he  so. 

9786.  Then,  in  j)oint  of  fact,  there  is  a majo- 
rity of  independent  directors  against  the  railway 
directors? — No  doubt. 

9787.  And  those  directors  would  have  an 
interest  in  making  the  best  dividend  they  could 
for  their  constituents? — No  doubt. 

9788.  Do  you  complain  that  the  trade  of  Hull 
is  decreasing,  or  that  it  is  not  increasing  as  fast 
as  you  wish  ? — I complain  that  it  is  not  increasing 
so  fast  as  I think  it  ought  to  increase,  compared 
wdth  the  other  ports. 

9789.  Were  you  a party  to  a memorial  which 
was  sent  up  asking  for  a third  Member  for  Hull, 
upon  the  ground  that  the  port  had  increased  of 
late  years  in  a greater  ratio  than  any  other  port 
in  the  kingdom  i — I remember  the  memorial,  but 
I was  no  party  to  it. 

9790.  You  stated  that  PIull  was  naturally  the 
best  port  upon  the  Humber? — Yes. 

9791.  Is  not  Grimsby  20  miles  nearer  to  the 
sea  ? — Yes. 

9792.  Is  it  not  accessible  two  tides  in  advance 
of  Hull? — No,  never. 

9793.  Is  it  not  always  one  and  sometimes  two 
tides? — Hardly  ever,  in  fact  I should  say  never; 
and  a ship  can  get  to  PIull  certainly  upon  the 
same  tide  as  she  can  get  to  Grimsby  ; she  cannot 
get  to  Grimsby  a tide  before  she  can  get  to  Hull, 
besides  Grimsby  has  the  Burcombe  Sand  in 
front  of  it,  Avhich  is  a very  aivkward  thing  to  get 
round. 

9794.  The  PIull  ships  have  to  pass  that  Sand, 
have  they  not  ? — They  do,  but  they  go  outside  it 
and  not  around  it : nevertheless  I think  that 
Grimsby  has  a perfect  right  to  have  every  advan- 
tage she  possesses,  which  I am  quite  certain  in 
your  hands  she  will  obtain. 

9795.  As  you  are  kind  enough  to  admit  that 
Grimsby  has  the  right  to  every  advantage  she 
possesses,  she  has  the  right  to  every  market  she 
possesses  ? — Yes. 

9796.  Then  Iioav  is  it  that  from  Grimsby  to 
all  jilaces  south  of  London,  and  about  a fourth  of 
England,  although  Grimsby  is  nearer  consider- 
ably than  Hull  to  those  places,  yet  the  Hull  and 
Grimsby  rates  to  those  places  are  the  same  ; take 
the  port  of  London,  although  you  at  Hull  ai’e 
very  much  further  from  the  port  of  London  than 
Grimsby,  still  you  have  the  advantage  of  the 
same  rate  for  the  same  articles  that  the  Grimsby 
people  have  ? — I should  think  that  that  is  in 
consequence  of  the  Humber  agreement. 

9797.  Is  it  so  to  begin  Avith  ? — It  is,  and  it  is 
not;  to  begin  Avith,  the  dock  dues  at  Grimsby 
are  lower  than  at  Hull. 

9798.  We  Avill  come  to  dock  dues  in  a minute  ; 
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take  tlie  railway  rates  at  present  ? — I think  it  is 
possible  that  the  railway  rates  may  be  the  same. 

9799.  Is  it  the  fact  that  upon  the  article  you 
are  quoting,  viz.,  timber,  Grimsby  has  to  pay  the 
same  rate  though  it  is  nearer  the  market,  whereas 
Hull  h as  the  advantage  of  tlie  rate,  though  it  is 
farther  from  the  market  ? — No,  that  is  not  so. 

9800.  I take  again,  as  an  illustration,  the  port 
of  London,  which  you  may  take  as  a sample  of  a 
large  class  of  cases;  although  Hull  is  much  farther 
than  Grimsby  from  London,  Hull  has  the  advan- 
tage of  the  same  rate  as  Grimsby  ? — That  is  no 
doubt  so. 

9801.  Have  you  taken  the  trouble  to  take  the 
whole  number  of  places,  and  not  a selected  num- 
ber, and  sec  whether  Hull  is  not  on  the  whole 
better  off  under  tlie  principle  adopted  than  if  the 
mileage  principle  were  adopted  i* — I am  sure  it  is 
not  so. 

9802.  Are  you  in  favour  of  an  equal  mileage 
rate  i' — Not  as  a mechanical  arrangement,  but  I 
am  in  favour  of  milea.ge  being,  to  some  extent, 
the  basis  of  the  arrangement. 

9803.  Take  Hull  and  London,  Grimsl^  being 
nearer  Loudon  than  Hull,  would  you  charge  a 
lower  rate  from  Grimsby  to  London  th.au  from 
Hull  ? — If  it  were  a substantial  difference  of  dis- 
tance most  certainly  I would. 

9804.  You  wmuld  apply  that  principle  gene- 
rally, would  you? — I would  apply  the  basis  of 
mileage  to  rates  generally. 

9805.  Whether  it  was  for  you  or  whether  it  • 
was  against  you? — Yes,  whether  it  was  for  me 
or  whether  it  was  against  me. 

9806.  Did  you  happen  to  read  the  evidence 
given  by  the  Mayor  of  Liverpool  before  this 
honourable  Committee  ? — I did  not. 

9807.  The  Mayor  of  Liverpool,  I may  tell 
you,  contended  that  inasmucli  as  there  were  only 
31  miles  between  bis  j)ort  and  the  great  market 
of  Manchester,  he  ought  to  have  either  a lower 
rate  then  at  present,  or  that  the  rate  to  Hull  and 
Grimsby  should  be  increased  ; would  you  join  in 
that  contention  ? — I am  not  able  to  deal  with 
that,  because  so  many  other  elements  come  in  to 
affect  the  question  there,  and  that  is  the  difficulty 
of  dealing  with  only  a few  rates,  which  are  just 
the  fringe,  as  it  were,  of  the  business,  because 
although  Liverpool  may  have  a comparatively 
high  rate  to  IManchester,  there  ma«y  be  some  good 
and  substantial  reason  which  a properly  consti- 
tuted court  would  recognise  ; but,  however  low 
the  rate  may  be  from  Liverpool  to  Hull,  it  is  still 
lower  proportionately  from  Liverpool  to  Hartle- 
pool and  the  Tyne,  so  that  there  again  we  get 
the  disadvantage. 

9808.  Take  the  article  of  cotton,  what  is  the 
rate  now  ^m  Liverpool  ? — I think  the  rate  has 
just  been  reduced  to  12  s.  6 f?. ; it  Avas  15  s. 

9809.  Taking  it  at  12  s.  6 rf. ; that  is  a rate 
Avithout  Avhich  you  Avould  not  probably  get  the 
cotton  at  Hull  from  Liverpool  for  shipment  to 
foreign  ports  ? — No  doubt; 

9810.  Hoav  Avould  you  deal  Avith  that.  If  you 
Avere  the  arbitrator,  how  Avould  you  alter  it  in 
the  interest  of  the  port  of  Hull  ? — In  the  interest 
of  the  port  of  Hull,  having  regard  to  the  fact, 
that  hoAvever  Ioav  the  rate  is  from  Liverpool  to 
Hull,  it  is  proportionately  much  loAver  to  Hartle- 
pool and  the  Tyne  by  arrangement  Avith  the 
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North  Eastern  Railway  Company  ; I should  not 
object  to  alter  it  upon  somewhat  the  basis  of 
mileage  ; because  noAv  the  advantage  which  you 
allege  LIull  gets,  is  sacrificed  by  the  same  rate 
being  charged  from  Liverpool  to  Hartlepool  and 
the  Tyne,  a much  longer  distance. 

9811.  But  how  can  it  be  sacrificed,  if  you  get 
your  share  of  the  traffic  ? — The  vessels  coming 
to  the  port  of  Newcastle,  and  the  traders  from 
the  Baltic  having  advantages  in  Newcastle  Avhieh 
Hull  cannot  offer;  having  a shorter  distance, 
and  a lower  freight  from  Newcastle  to  the  Baltic; 
Hull  is  certainly  placed  under  a disadvantage 
Avith  regard  to  this  Liverpool  rate. 

9812.  Take  the  port  you  have  mentioned,  viz., 
Newcastle;  is  not  the  town  of  Newcastle  a great 
local  market,  and  is  not  there  a great  manufac- 
turing market  close  behind  that,  close  to  the  sea? 
— Are  you  speaking  of  cotton,  may  I ask  ? 

9813.  No,  I am  speaking  of  timber  and  general 
goods  of  all  kinds? — No  doubt  that  is  so. 

9814.  Has  the  toAvn  of  Newcastle  to  be  sup- 
plied through  the  port  of  Hull  ? — Certainly  not; 
but  there  are  many  places  in  the  immediate 
vicinity. 

9815.  Take  the  town  itself,  and  its  own  dis- 
trict; is  that  supplied  from  Hull? — Certainly 
not. 

9816.  Therefore  there  is  no  complaint  as  far 
as  NcAVcastle  and  its  district  are  affected? — Cer- 
tainly not,  Avith  regard  to  Newcastle  itself,  but  I 
should  not  like  to  say  Avith  regard  to  its  o'wn  dis- 
trict. 

9817.  Noav  taking  timber,  you  have  shown  the 
progress  of  the  timber  trade,  and  it  appears  that, 
Avhereas  in  1860  there  Avere  201,000  loads  of 
timber  imported  into  Hull,  in  1880  there  were 
372,000  loads,  so  that  the  import  has  very  nearly 
doubled  in  20  year's,  has  it  not? — It  has  not 
quite  doubled ; it  has  very  nearly  doubled. 

9818;  Am  I right  in  saying  that  the  timber 
trade  requires  two  things  ; one  is  space,  and  the 
other  is  very  eheap  charges? — No  doubt  that  is 
an  adA'antage  ; cheap  charges  are  generally  an 
advantage  to  any  trade. 

9819.  But  is  not  the  greatest  question  cheap 
space  ? — Space  is  an  important  element. 

9820.  Assuming  that  there  are  nearly  400,000 
loads  of  timber  at  LIull,  adding  the  quantities  at 
other  ports  Avould  make  nearly  1,000,000  loads 
per  annum? — Yes. 

9821.  AVill  you  tell  me  Avhere  you  could  ac- 
commodate in  Hull  1,000,000  loads  of  timber? — 
Adjoining  the  old  citadel  site  of  the  docks  there 
Avas  a large  space  Avhich  was  intended,  I believe, 
for  the  accommodation  of  the  timber  ti’ade,  and 
it  has  neA'er  been  more  than  half  occupied,  or 
anything  like  full,  since  I have  knoAvn  it. 

9822.  Why  do  not  the  people  of  Hull  then 
make  the  manipulation  of  timber  so  cheap  and  so 
easy  as  to  attract  the  trade  Avhich  other  ports  noAv 
attract? — But  a dock  company  in  the  hands  of 
private  shareholders  cannot  possibly  compete  with 
docks  in  the  hands  of  a raihvay  company,  Avhere 
a raihvay  company  is  using  the  dock  as  a feeder 
to  the  line,  just  as  it  is  not  possible  as  betAveen 
Liverpool  and  Manchester.  Your  allegation 
Avould  be  that  “ The  terminals  are  ex|)cnsive, 
and  Ave  are  obliged  to  charge  a high  rate  ; the 
Manehester  Station  cost  us  a lot  of  money  and 
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ve  are  obliged  to  charge  high,”  and  I suppose 
the  Dock  Companies  would  say  the  same. 

9823.  Then  why  do  not  the  spirited  munici- 
pality of  Hull  acquire  the  docks? — If  they  did 
acquire  the  docks  they  would  require  to  pay 
some  interest  upon  the  money  they  laid  out  for 
them.  Your  docks  at  Grimsby  have  never  paid 
you  any  dividend,  as  far  as  I can  make  out. 

9824.  We  will  not  go  into  that,  but  is  it  not 
the  fact  that  at  Grimsby,  when  the  port  of 
Grimsby  was  opened,  it  was  opened  with  the 
means  of  bringing  all  traffic  alongside  the  ship ; 
it  was  0])ened  with  the  condition  that  the  loading 
of  vessels  was  performed  by  hydraulic  cranes  at 
the  cheapest  ]iossible  rate,  and  that  the  rates  were 
very  low? — No  doubt  that  was  so. 

9825.  And  was  there  a single  hydraulic  facility 
in  Hull  like  that  at  Grimsby? — No,  I am  bound 
to  say  that  the  facilities  offered  at  Grimsby  were 
very  great. 

9826.  And  Hull  has  followed  the  example? — 
I think  you  have  stirred  us  up  a little. 

jMr,  Nicholson. 

9827.  Do  not  the  Manchester,  Sheffield,  and 
Lincolnshire  Company  come  now  by  running 
powers  into  Hull  ? — They  do  come  by  running 
powers  into  Hull  ; they  give  us  two  very  well 
appointed  passenger  trains  every  day,  and  they 
have  a goods  station  Avhich  was  constructed  for 
them  by  the  North  Eastern  Railway  Company. 
They  got  in  behind  our  hacks  in  1872,  when  Ave 
were  promoting  an  independent  raihvay  before 
Parliament. 

9828.  YMu  Avere  promoting  a Midland  line, 
which  I suppose  Avas  throAvn  out  because  of  the 
enfiinecrins:  difficulties,  and  durinf?  the  time  that 
was  promoted,  the  Manchester,  Sheffield,  and 
Lincolnshire  Company  had  running  powers  con- 
ceded to  them,  and  came  into  Hull  ? — Y"es,  in  the 
House  of  Commons  they  Avere  not  opposing  us  ; 
they  did  not  appear  by  counsel,  but  betAveen  the 
passage  of  the  Bill  from  the  House  of  Commons 
to  the  House  of  Lords  (we  got  throAvn  out  in  the 
Lords  unfortunately),  a private  agreement  Avas 
made  betAveen  the  Manchester,  Sheffield,  and 
Lincolnshire  Company  and  the  North  Eastern 
Company,  and  as  a consequence  we  found  them 
in  fierce  opposition  to  us  in  the  House  of  Lords ; 
and,  as  I say,  it  turned  out  afterwards,  behind 
our  backs,  Avhile  Ave  Avere  fighting  for  the  inde- 
pendent line,  the  Manchester,  Sheffield,  and 
Lincolnshire  got  in  by  a jrrivate  agreement  Avith 
the  North  Eastern  Railway  Company. 

9829.  Has  that  been  of  any  advantage  to  you  ? 
— No  doubt  it  has;  Ave  have  two  aa'cII  appointed 
passenger  trains  a day,  and  a goods  station,  but 
it  is  of  no  advantage  to  the  public  really,  because 
after  all,  one  company  running  over  the  lines  of 
another  company  and  into  their  station,  are  in 
the  hands  of  that  company. 

9830.  You  get  no  competition  rate? — No,  Ave 
do  not. 

9831.  Is  it  not  the  fixct  that  the  Grimsby  and 
the  Hull  rates  are  not  competition  rates? — They 
are  not  competition  rates  ; the  Manchester,  Shef- 
field, and  Lincolnshire  Company  in  fact  share 
the  Hull  traffic  ; they  get  a share  of  it  whether 
they  carry  it  or  not. 


IMr.  Barclay. 

9832.  Do  you  think  that  the  rates  charged  at 
the  Hartlepool  docks  pay  a fair  per-centage  upon 
the  money  expended  at  those  docks  ? — I should 
say  that  they  pay  no  2Aer-centage  Avhatever  ; the 
dock  area  and  the  dock  Avorks  are  so  enormous 
and  so  extensive,  that  it  is  impossible  they  can 
pay  any  jier-centage. 

9833.  The  railway  comijany  must  pay  the  in- 
terest of  their  inAmstment  in  the  Hartlepool 
Docks  out  of  the  general  traffic  receipts,  and  not 
out  of  the  dock  receipts  ? — I have  no  doubt  Avhat- 
ever that  that  must  be  so. 

9834.  Could  the  Hartlepool  Docks,  if  they 
Avere  in  private  hands  or  separate  hands  from  the 
railway  companies,  afford  to  give  the  same  ser- 
vices as  you  do  at  Hull  ? — They  could  not  do  it 
at  the  same  jirice  as  they  do  now  if  they  wished 
to  pay  a dividend. 

9835.  What  dlA’ldend  have  you  paid  ? — I think 
Ave  haA'e  paid,  of  late  years,  5 jier  cent.,  but  lately 
the  dividend  has  been  reduced.  The  dividend 
liaying  power  of  the  Hull  Dock  Company  has 
been  g^ng  down.  I believe  last  year  the  divi- 
dend Avas  only  4 per  cent. 

9836.  I do  not  understand  that  you  complain 
of  the  low  rates  from  Hartlepool,  but  of  the 
higher  mileage  rates  from  Hull?  — We  do  not 
com^xlain  of  the  Ioav  rates  ; if  the  railway  com- 
jxany  can  aftbrd  to  do  the  Avork  for  the  money  let 
them  do  it. 

9837.  Y^ou  think  that  you  are  entitled  to  have 
your  goods  carried  at  the  same  mileage  rates  as 
the  people  at  Hartlepool? — We  do  not  ask  for 
absolute  mileage  rates,  but  that  the  rates  should 
be  iqAon  some  kind  of  principle,  haA'ing  some 
regard  to  the  distance  travelled  and  the  service 
jAcrformed. 

9838.  Do  you  contend  that  for  equal  distances 
between  Hull  and  Hartlepool,  and  the  centre 
jiarts  of  England,  you  ought  to  be  charged  equal 
rates? — Y^es,  for  about  equal  distances. 

9839.  Do  you  think,  further,  that  if  a raihvay 
company  can  carry  at  these  Ioav  mileage  rates 
from  Hartlei)ool,  they  should  be  able  to  carry  at 
equally  Ioav  rates  from  Hull  under  similar  cir- 
cumstances ? — They  can  carry  at  lower  rates 
from  Hull  for  this  reason,  that  the  Hull  and 
Selby  Railway  is  upon  a dead  level,  and  the 
haulage  ujaou  that  Avould  be  Amry  much  less  than 
upon  the  Hartle^iool  and  NcAVcastle  lines. 

9840.  Do  you  contend  that  the  basis  of  the 
charges  made  by  raihvay  companies  should  be 
the  cost  of  jAcrformlug  the  service  to  the  railway 
company  I- — That  should  be  undoubtedly  an  ele- 
ment in  the  case  ; I Avould  not  have  any  of  these 
things  carried  out  Avith  strictly  mathematical 
accuracy,  but  that  that  should  be  regarded  as  an 
element  Avhich  should  regulate  the  rate. 

9841.  Is  that  the  lu-incijAal  upon  which  jwiA'ate 
traders  carry  on  their  business  ? — Undoubtedly. 

9842.  Then  are  forced  to  adopt  that  lArincijffe 
by  competition  amongst  each  other? — Y"es. 

9843.  Is  there  any  comjAetitiou  amongst  the 
raihvay  companies  to  produce  the  same  results  as 
comjietition  does  betAveen  ju'ivate  traders? — 
Competition  has  greatly  died  out ; thei’e  are  so 
many  private  agreements  betAveen  railway  com- 
panies, and  so  many  amalgamations,  the  North 
Eastern  Raihvay  Com{)any  has  acquired  so  many 
lines  that  jiractically  there  is  no  coinjACtition. 

9844.  Do 
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9844.  Do  you  give  it  as  your  opinion  that 
Parliament  should  take  such  measures  as  to  ap- 
proximate more  nearly  to  the  results  wliich  are 
obtained  in  private  business  by  private  compe- 
tition ? — Tliat  is  so. 

9845.  And  the  method  of  arriving  at  such  con- 
clusion would  be  upon  the  basis  that  the  raihvay 
com2)any’s  charge  should  be  in  proportion  to  the 
cost  to  them  of  performing  the  servicer — Yes, 
having  regard  to  the  cost  of  stations,  the  amount 
of  haulage,  and  the  level  of  the  line. 

9846.  Taking  everything  into  account? — Yes, 
taking  everything  into  account. 

9847.  And  you  contend  that  the  raihvay  com- 
pany should  be  able  to  carry  as  chea])]y  from 
Hull  as  they  do  from  Hartlepool? — I contend 
that  they  can  carry  more  cheaply  for  the  reason 
I gave,  namely,  that  the  line  from  Hull  is  a dead 
level. 

9848.  And  you  presume  that  tlie  North  East- 
ern Hallway  Con:2)any  have  a satisfactory  profit 
upon  this  Hartlepool  business,  because  they  seem 
anxious  to  get  a great  deal  of  it  ? — I presume 
that  is  so. 

9849.  If  you  were  charged  a reasonable  profit 
by  the  North  Eastern  Line  for  goods  from  Hull 
to  Leeds,  you  would  have  the  carriage  cheaper 
than  you  have  at  the  present  moment? — YYs. 

9850.  And  that  there  would  be  a considerable 
reduction  upon  the  Leeds  rate? — Yes,  certainly. 

985L  Who  would  get  the  benefit  of  that? — 
The  public  generally  ; certainly  the  Leeds  people 
or  the  Hull  people. 

9852.  AYould  that  go  into  the  hands  of  the 
dock  company  or  into  the  hands  of  the  private 
traders  at  Leeds  ? — A reduction  in  the  rate  be- 
tween Hull  and  Leeds  would  benefit  the  con- 
sumer in  Leeds  undoubtedly. 

9853.  YYur  contention  generally  is  that  Hull 
is  in  a most  advantageous  geographical  position 
for  suj'plying  the  central  districts  of  England? — 
Most  advantageous. 

9854.  And  that  by  this  system  of  charging  a 
higher  rate  from  Hull,  you,  the  Hull  Docks,  and 
the  people  in  Hull,  and  the  public  generally,  lose 
these  geographical  advantages,  anti  that  this 
geographical  advantage  is  sacrificed  to  make  up 
for  the  natural  deficiencies  of  Hartlepool  ? — 
There  is  no  doubt,  whatever,  that  that  is  so. 

9855.  And  that  Instead  of  the  public  getting 
the  natural  advantages  of  Hull,  they  are  appro- 
priated in  higher  rates  by  the  railway  company? 
— That  is  so. 

9856.  And  that  if  you  were  put  in  the  same 
position  by  the  company  as  Hartlepool,  then  the 
public  woul^  derive  considerable  advantage? — 
No  doubt. 

9857.  Would  the  public  derive  the  advantages 
of  the  lower  rates,  or  would  it  be  appropriated 
by  the  Hull  Docks  ? — I think  the  public  would 
derive  the  advantage  of  the  lower  rates,  because 
the  Hull  Dock  Company  being  in  competition 
with  the  other  docks,  would  be  bound  to  keep 
the  rates  witliin  moderate  compass  ; there  is  only 
competition  between  the  docks  when  they  are  in 
the  hands  of  independent  shareholders  and  com- 
panies, so  that  the  dock  company  would,  as  a 
rule,  only  be  able  to  get  a fair  charge  for  the 
service  they  perform. 

9858.  As  regards  the  future,  you  are  prepared 
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in  the  meantime  lo  stand  upon  the  present  legis- 
lation in  regard  to  railways?— I think  I would 
give  that  a trial  without  making  any  radical 
change  or  wrench  in  the  matter. 

9859.  When  you  said  you  were  prepared  to 
dispense  Avitli  maximum  rates,  did  I understand 
you  to  dej)end  upon  the  86th  section  of  the  Act 
of  1845,  which  provides  that  railway  companies 
shall  charge  a reasonable  toll  ? — Y^es.  , 

9860.  Do  you  depend  in  saying  so,  upon  the 
belief  that  that  clause  means  that  the  railway 
company  shall  carry  at  reasonable  rates  very 
considerably  under  the  maximum  tolls?- — I think 
so,  because  with  regard  to  maximum  rates  there 
is  not,  in  the  passage  of  a Bill,  any  control 
at  all. 

9861.  YYu  contend  that  railway  companies 
under  the  Act  of  1845,  are  bound  to  carry  under 
their  maximum  rate,  if  it  is  a reasonable  charge  ? 
— Yes,  as  I said,  “ such  reasonable  charge  within 
the  maximum  rates I so  interpret  it. 

Chairman. 

9862.  But  putting  aside  the  fact  that  the  same 
rate  is  charged  for  a greater  distance  from  Hartle- 
pool,  what  is  there  unreasonable  in  the  charge 
you  have  from  Hull  ? — Because,  as  I calculate, 
the  company  is  charging  a higher  rate  than  any 
other  railway  company  is  charging  for  a like 
service ; their  rates  are  enormously  high,  and  we 
have  reason  to  believe  that  they  pa}’  something 
like  23  or  24  per  cent,  on  the  Hull  and  Selby 
line ; of  course  we  can  never  get  at  that  abso- 
lutely, because  the  railway  company  never  tell 
ns  what  they  pay,  and  the  railway  managers 
always  mix  it  up  with  something  else. 

9863.  YYu  maintain  that  it  is  unreasonable, 
because  it  is  higher  per  ton  per  mile  than  on  any 
other  railway? — It  is  higher  per  ton  per  mile 
than  any  other  railway  charges  from  or  t")  any 
other  port,  as  shown  by  the  comparative  state- 
ment i have  put  in. 

Mr.  Barclay. 

9864.  Would  you  contend  further,  that  if  the 
railway  company  carry  from  Hartlepool  to 
Leeds  at  a certain  sum,  they  should  be  bound  to 
carry  from  Hull  to  Leeds  at  the  same  rate,  and 
that  if  they  did  not  do  so,  they  were  making  an 
unreasonable  charge  ? — I think  so. 

9865.  Is  it  the  principle  of  all  railway  legis- 
lation, that  every  individual  should  be  placed 
upon  the  same  footing  under  the  same  circum- 
stances?— Yes,  undoubtedly. 

9866.  And  that,  therefore,  if  any  one  indi- 
vidual, or  town,  is  charged  more  than  another 
in  the  same  circumstances,  such  difference  is 
unreasonable? — I think  it  should  apply  to  places 
as  well  as  to  individuals. 

9867.  Then  with  regard  to  keeping  railway 
companies  within  the  law  in  future,  you  contend 
that  there  should  bo  some  public  body  to  con- 
sider complaints,  and  to  see  that  the  railway 
companies  did  keep  within  their  legal  power  ? — 
Yes ; ordinary  pi’actitioners  are  not  capable  of 
dealing  with  this  question. 

9868.  Do  you  know  anything  about  the  system 
that  has  been  adopted  in  some  of  the  States  of 
America  to  accomplish  this  (ibject? — 1 do  not 
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INIr,  Barclay — continued, 
know  specifically,  but  I know  generally  that  they 
have  attempted  legislation  upon  these  lines. 

9869.  But  you  cannot  speak  of  that  of  your 
own  knowledge? — No;  I cannot. 

Mr.  O'Sullivan. 

9870.  Uo  you  believe  that  many  of  the  present 
maximum  rates  are  too  high  on  the  different 
railways? — There  can  be  no  doubt  that  they  are, 
if  the  present  maximum  rates  were  universally 
charged ; suppose  the  companies  were  to  agree 
to  charge  the  maximum  rates,  it  would  annihilate 
the  whole  business. 

9871.  You  think,  generally,  that  the  maximum 
rates  allowed  by  Act  of  Parliament  are  too 
high  in  many  cases? — They  allow  an  enormous 
margin. 

9872.  Are  there  not  many  classes  of  goods 
which  are  not  mentioned  in  many  Acts  of  Par- 
liament ? — Yes ; that  is  so,  therefore  it  is  no  use 
having  maximum  rates,  unless  you  have  a distinct 
classification. 

9873.  You  think  that  all  should  be  included, 
or  else  that  none  at  all  should  be  included? 
— There  are  many  not  included,  and  while 
the  railway  companies  have  power  to  classify, 
it  does  not  matter  whether  they  have  maxi- 
mum rates  or  not ; as  the  law  at  present 
stands,  the  maximum  rates  are  fixed,  but  the 
classification  is  not  fixed;  the  classification  of 
many  goods  is  in  the  hands  and  the  power  of 
railway  companies,  therefore  they  may  classify  a 
low-priced  article,  which  is  not  mentioned,  under 
a high  rate.  If  it  does  not  happen  to  be  named 
in  their  Act,  they  can  classify  it  under  the 
highest  rate  in  the  schedule, 

9874.  You  would  allow  the  Railway  Commis- 
sioners to  classify  those  goods  ? — It  is  an  essential 
condition  that  the  Railway  Commissioners  should 
be  allowed  to  classify  the  goods. 

9875.  Would  you  allow  a railway  company  to 
be  hotel  keepers  and  waggon  makers  ? — It  would 
be  better,  perhaps,  to  confine  them  to  their  own 


]\Ir.  continued. 

business,  but  I should  have  less  objection  to  the 
hotel  keeping. 

9876.  I think  one  of  your  objections  was,  that 
railway  companies  had  jjower  to  give  preference 
to  one  district  over  another  ? — That  is  so. 

9877.  You  would  put  a stop  to  that? — Yes, 
I think  the  same  power  should  apply  to  places 
as  well  as  to  individuals  ; a jilace  is  only  an 
aggregate  of  individuals. 

Mr.  Lowther. 

9878.  You  stated  that  a new  line  was  pro- 
moted to  Hull  to  put  an  end  to  a certain  anomaly? 
— The  new  lino  was  promoted  to  obtain  relief  for 
the  traders. 

9879.  Could  you  tell  me  the  distance  from 
Leeds  to  the  Alexandra  Dock  by  the  new  line  ? 
— I do  not  know  that. 

9880.  Do  you  know  what  the  difference  is 
between  the  distance  by  the  new  line  from  the 
Alexandra  Dock  and  the  West  Dock  ? — I do  not 
know,  but  it  would  be  a longer  distance  by  the 
new  line. 

9881.  Take  the  distance  at  14  miles? — I know 
it  would  be  longer;  I cannot  say  how  much. 

9882.  Supposing  the  rate  was  He?,  per  ton  per 
mile,  would  you  consider  that  there  should  be  a 
difference  of  1 s.  9 d.,  as  between  the  two  systems 
of  docks  at  Hull  to  Leeds  ? — No  ; I think  that 
Avas  a case  Avhich  was  contemplated  by  the  Joint 
Committee  on  Railway  Amalgamations.  Where 
you  have  from  one  place  in  the  interior  two  com- 
peting lines  to  a port,  and  the  difference  of  dis- 
stance  is  not  very  great,  I do  not  see  that  there 
is  any  particular  objection  to  giving  them  the 
same  rate. 

9883.  Therefore  they  should  be  the  same?  — 
I do  not  think  that  there  is  any  objection,  pro- 
vided it  is  within  a moderate  and  fair  difference ; 
the  public  in  a case  of  that  sort  would  get  tlie 
advantage  of  the  competition,  but  in  the  cases  I 
have  quoted,  they  are  deprived  of  the  advantage 
of  comjietitiou. 


Mr,  AYatson  Arton  Massey,  called  in  ; and  Examined. 


Air.  Monk. 

9884.  You  are  a partner  in  the  firm  of  Massey 
and  Sawyer,  steamship  owners  and  coal  exporters, 
and  you  are  also  a member  of  the  Hull  Corpora- 
tion, and  a member  of  the  Hull  Chamber  of 
Commerce  ? — I am. 

9885.  Are  you  also  Chairman  of  the  Newington 
Local  Board? — Yes, 

9886.  Questions  Avere  ashed,  just  noAV,  of  the 
former  Avitness,  Avith  regard  to  the  rates  for  the 
conveyance  of  coal ; can  you  give  tlie  Committee 
any  information  Avith  regard  to  that  subject? — 
Yes,  I Avill  endeavour  to  do  so.  In  the  course 
of  my  travels  as  a coal  merchant,  selling  coals 
abroad,  I have  found  that  the  North  Eastern 
IlailAvay  Company  iuA'ariably  foster  their  trade 
in  the  north  by  giving  cheap  rates  to  the  northern 
coal  OAvners,  and  I Avill  give  tAvo  or  three  instances 
of  that  fact,  briefly. 

9887.  Will  you  state  to  the  Committee  the 
rates  from  the  South  and  West  Yorkshire 
Collieries  to  Hull? — From  Monk  Bretton 
Colliery  to  Hull,  a distance  of  58  miles,  the  rate 


Air.  Monk — continued. 

is  3 s.  1 d.  ; that  Avorks  out  to  a rate  per  ton  per 
mile  of  ’638  d.  exclusive  of  Avaggon  hire.  From 
the  Denaby  Alain  to  Hull,  47  miles,  the  rate  is 
2 s.  10  d.,  or  -723  d.  per  ton  per  mile.  That 
colliery  is  in  South  Yorkshire,  and  they  do  a 
large  business  Avith  Hull ; Ave  have  found,  as 
importers,  that  the  collieries  in  the  north  com- 
pete very  strongly  Avith  us  by  reason  of  the  cheap 
rates  Avhlch  they  have  given  them.  For  instance, 
the  Radcllffe  Colliery,  in  Northumberland,  to 
the  Tyne  Dock,  a distance  of  43  miles,  has  a 
rate  of  1 s 6^  d.,  or  -436  rf.  per  ton  per  mile.  The 
Asshington  Colliery,  to  the  Tyne,  a distance  of 
30  miles,  has  a rate  of  IQ  c/.,  or  'SOO  J.  per 
ton  per  mile.  Broomhill  Collieiy,  to  the  Tyne, 
a distance  of  42  miles,  has  a rate  of  1 s.  63  f?.,  or 
•440  d.  per  ton  per  mile. 

9888,  Are  those  rates  in  favour  of  the  northern 
ports? — A."es,  they  are,  and  I Avould  venture  to 
throw  in  here  this  observation,  tlmt  iq)on  the 
main  line  of  the  North  Eastern  RailAA'ay  to  Hull, 
from  the  Fryston  Colliery,  the  route  being  their 
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Mr.  Monk — continued. 

absolute  property  the  -whole  of  the  distance  to 
Hull,  the  charge  is  -622  d.  per  ton  per  mile.  The 
highest  rate  we  have  is  the  Denaby  Main,  which 
is  -723  d to  Hull,  against  the  charge  from 
Asshington  to  Newcastle  of  *391)6/. 

9889.  I think  you  seated  that  you  were 
acquainted  witli  the  charges  upon  the  foreign  rail- 
ways ; in  what  way  do  those  rates  compare  with 
the  rates  at  home  ?— For  the  supply  of  the  French 
metropolis  from  Calais  to  Paris,  the  distance  being 
183  miles,  the  rate  on  the  imported  coal  is  5 5.  11  d. 
per  ton,  which  is  equal  to  *387  d.  per  ton  per  mile. 

9890.  Is  not  that  rather  less  than  any  of  the 
charges  to  tlie  Tyne  Docks  ? — It  is  the  lowest 
rate  we  can  find  in  the  country  (England),  and 
with  regard  to  the  Belgian  coaifields  I will  give 
an  example  from  Mons  to  Antwerp  ; the  distance 
is  69^  miles,  and  the  rate  is  1 s.  9|  d.,  or  *309  d. 
per  ton  per  mile  including  the  waggon  hire;  to 
compare  that  with  the  rate  of  coal  to  Hull,  say  the 
Wheldalc  Colliery  Company  for  example,  a dis- 
tance of  54  miles,  the  rate  is  2 s.  If  d.,  or  *572  d. 
per  ton  jier  mile  upon  English  coal  to  compete 
with  the  Belgian  coal  carried  to  Antwerp. 

9890. *  I will  come  now  to  the  question  of  the 
conveyance  of  goods  from  the  manuhicturing 
centres  of  England  to  Hnll  and  the  northern 
ports  : does  the  same  preference  shown  in  the 
case  of  coal  apply  also  in  that  case? — I beg  to 
crive  two  instances  of  that. 

D 

Chairman. 

9891.  You  have  prepared  tables  of  charges 
upon  the  Belgian,  French,  Khenish,  Russian, 
and  Finnish  railways ; do  you  vouch  for  the 
accuracy  of  the  tables  f — Yes;  I prepared  those 
tables  myself,  and  I can  vouch  for  them.  {The 
same  loere  handed  in.) 

Sir  Edward  Wat  kin. 

9892.  Are  those  sjiecial  cases,  or  are  those 
general  averages  of  districts  ? — They  are  the 
general  averages  of  districts  from  a given 
centre  ; say  from  the  Westphalian  coalfields  in 
Germany,  or  the  Silesian  coalfields,  or  the 
French  coalfields,  or  a Belgian  coalfield. 

Mr.  Bolton. 

9893.  Are  the  charges  the  same  in  both  di- 
rections?— They  are  the  same  in  both  cases. 

9894.  I thought  the  rates  were  different  for 
export  from  those  for  home  use  ? — Not  on  coals. 

Mr.  Monk. 

9895.  Will  you  explain  how  the  North  Eastei’n 
Company  prejudices  Hull  by  carrying  goods 
from  the  manufacturing  districts  to  the  north- 
ern ports  at  lower  rates  than  to  Hull? — The 
ground  u})on  that  point  has  already  been  well 
covered  by  my  predecessor ; but,  having  a 
line  of  regular  steamers  from  Hull  to  Finland, 
we  feel  it  very  strongly,  having  the  same 
rates  from  Birmingham  and  Sheffield  and  the 
Lancashire  districts  to  the  Tyne  Docks,  as  we 
have  to  Hull.  Fi'om  Birmingham  to  Hull  the 
distance  is  135  miles;  the  rate  on  hardw'are  is 
25  s.  per  ton.  From  Birmingham  to  the  Tyne 
Dock,  a distance  of  207  miles,  the  same  rate  is 
charged,  although  72  miles  further ; and  from 
Sheffield  to  Hull,  a distance  of  58  miles,  the 
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charge  for  hardware  is  22  s.  6 d.  a ton  ; and  from 
Sheffield  to  Newcastle,  a distance  of  131  miles, 
the  same  rate  is  charged. 

9890.  Are  you  aware  whether  otlier  railway 
companies  adopt  the  same  system  whenever  they 
are  the  owners  of  docks  on  their  lines? — I can- 
not speak  positively  to  that  point. 

Sir  Edward  IVatkin. 

9897.  Could  you  give  the  Committee  the  hard- 
ware rate  from  Birmingham  to  Gloucester? — I 
am  hardly  acquainted  with  that;  but  whilst 
upo])  this  particular  point  I should  just  like  to 
mention  the  rates  that  are  charged  upon  the 
German  railways,  from  some  of  the  German 
manufacturing  centres  to  the  sea-board,  in  order 
to  enable  the  German  manufacturers  to  compete 
with  the  English  manufacturei'S  in  foreign 
markets  from  Birmingham  to  Newcastle,  which  is 
the  longest  haidage  that  I can  conveniently  lay 
my  hands  upon  for  hardware,  a distance  of  207 
miles,  the  rate  is  25  5.  per  ton,  or  1*449  6/.  per 
ton  per  mile.  Now,  given  this  low  rate,  and 
comparing  it  with  what  the  Germans  have  from 
Dortmund,  which  is  a large  hardware  manufac- 
turing centre,  to  Rotterdam  ( the  port  of  shipment 
for  this  centre),  a distance  of  153  miles,  the  rate 
charged  is  10  s.  per  ton  for  the  whole  distance,  or 
0*784  ./.  per  ton  per  mile.  Then  we  will  deal  with 
Essen,  another  large  manufacturing  centre,  to 
Rotterdam,  the  ])ort  of  shi[)ment ; the  distance 
is  132.j  miles,  and  the  rate  is  8 s.  4 d.,  or  0*760  6/. 
per  ton  per  mile. 

9898.  Can  you  give  the  Committee  any  idea 
of  the  difference  of  cost  in  the  construction  of 
the  lines?— No,  I am  not  a practical  railway 
constructor,  but  I have  been  frequently  over  the 
roads  myself,  and  they  appear  to  be  as  well  con- 
structed as  the  English  roads. 

9899.  But  was  not  the  cost  of  the  acquisition 
of  the  land  upon  which  the  railway  runs  less  in 
the  case  of  the  foreign  lines  than  in  the  case  of 
the  English  lines? — Take  the  Dutch-Rhenish 
Railway,  which  carries  the  goods  from  Dortmund 
and  Essen,  the  approaches  from  Rotterdam  and 
Amsterdam  were  very  expensive  to  construct; 
there  were  so  many  bridges  over  the  canals  to 
be  crossed,  and  so  much  piling  to  be  done.  I 
have  also  handed  in  a statement  of  rates  from 
the  Lancashire  spinning  and  w*eaving  and  ma- 
terial making  districts.  I will  give  two  examples 
from  the  Lancashire  manufactiu’ing  centres; 
from  Bolton  to  Hull  the  distance  is  101  miles, 
from  Bolton  to  Tyne  Dock  the  distance  is 
144  miles,  while  the  rates  iqjon  this  description 
of  machinery  are  the  same,  namely  20  s. 

9900.  Can  you  state  the  rate  charged  on  rails 
from  Sheffield  to  Hull? — On  rails  the  rate  from 
Sheffield  to  Hull,  a distance  of  58  miles,  is  Is.  6d. 
a ton. 

9901.  Does  that  rate  compare  unfavourably 
with  the  carriage  of  rails  on  foreign  railways  ? — 
Very  unfavourably  indeed.  The  Sheffield  to 
Hull  rate  is  equal  to  l*552f/.  per  ton  per  mile. 
The  rate  from  Essen,  where  Messrs.  Krupp’s 
works  ai’e,  to  Rotterdam,  a distance  of  132|  miles, 
is  6s  3d.,  or  equal  to  *5706/.  per  ton  per  mile. 
Then  from  Dortmund  to  Rotterdam,  a distance 
of  153  miles,  the  rate  is  7 s.  1 6/.,  or  equal  to 
*557  d.  per  ton  per  mile. 
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Mr.  Bolton. 

9902.  Is  the  rate  back  the  same  from  the  port 
inland? — Yes.  This  shows  that  the  lowest 
English  rates  are  50  per  cent,  higher  than 
Messrs.  Krupp’s  have  to  pay  to  get  their  goods 
to  the  seaboard  for  shipment. 

Mr.  Monli. 

990.3.  You  do  not  know  whether  the  rate 
which  is  charged  from  Sheffield  to  Hull,  namely, 

1 J d.  i)er  ton  per  mile,  is  an  unusual  charge  as 
compared  with  that  on  other  railways  in  this 
country  ? — I cannot  say  how  that  may  be. 

9904.  Could  you  state  what  the  cost  of  con- 
veying ore  from  Hull  to  Sheffield  is.'' — From 
Hull  to  Sheffield  for  ore  the  railway  rate  is 
5 s.  8^/.  per  ton. 

Sir  Edtoard  Wathin. 

9905.  Is  that  hematite  ? — It  is  Spanish  ore. 

Mr.  Monk. 

9906.  And  that  rate  compares  unfavourably 
with  the  continental  charges? — -Yes,  very  un- 
favourably. I will  give  the  rates  which  Messrs. 
Krupp  have  for  their  ore,  imiiorted  from  Bilbao. 
The  rate  from  liotterdam,  whicli  is  the  port  of 
receipt  for  the  Spanish  ore,  to  Essen,  a distance 
of  132^  miles,  is  4 s.  lOrf.,  or  equal  to  0*444  d. 
per  ton  per  mile,  and  the  rate  to  Dortmunil, 
a distance  of  153  miles,  is  5s.  \d.,  or  equal  to 
0*400  d.  per  ton  per  mile,  so  that  it  will  be  readily 
seen  that  the  Sheffield  people  have  very  great 
difficulty  with  such  railway  rates  as  they  have  to 
pay  now  in  holding  their  own  against  the  con- 
tinental makers. 

9907.  But  do  not  the  Sheffield  manufacturers 
use  the  canals  ? — To  a certain  extent  they  do  for 
the  raw  material,  and  also  for  the  conveyance  of 
rails. 

9908.  Are  the  charges  much  lower  upon  the 
canals  than  upon  the  railway  ? — No;  the  Sheffield 
canal  being  under  the  administration  of  the 
Manchester,  Sheffield,  and  Lincolnshire  Bailway 
Company,  and  the  dues  being  so  high  upon  goods, 
really  their  expenses  amount  to  as  much  as  con- 
veying the  goods  by  rail. 

9909.  Have  the  railway  companies  the  mono- 
polv  over  the  canals? — Yes,  in  South  Yorkshire 
from  Sheffield  to  Hull ; consequently  they  have 
always  a check  upon  the  rate. 

Sir  Edward  Wathin. 

9910.  You  say  that  the  railway  companies 
have  a monopoly  of  the  water  communication  ? — 
It  is  under  tlieir  complete  control. 

Mr.  Monk. 

9911.  Do  the  same  rates  api)ly  to  the  con- 
veyance of  ])ig  iron  from  Hull  to  Sheffield  ? — 
From  Hull  to  Sheffield  upon  pig  iron  the  rate 
is  8 s.  per  ton,  a distance  of  58  miles. 

9912.  And  what  is  the  decimal  rate  ? — 
1*655  d. 

9913.  Have  you  compared  that  with  the 
carriage  upon  German  and  Russian  railways  ? — 
Yes,  from  Revel  to  St.  Petersburgh,  a distance  of 
243  miles,  the  rate  upon  pig  iron  is  9 s.,  or  *45  d. 
per  ton  per  mile,  and  then  to  Moscow,  where 
there  is  a very  large  traffic  in  ])ig  iron,  from 
Revel  the  same  decimal  figure  applies  ; the  rate 
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on  pig  iron  from  Essen  to  Rotterdam  is  *543  d. 
per  ton  per  mile. 

9914.  The  rate  is  about  four  times  as  much 
upon  the  English  railways  as  upon  the  Russian 
railways  ? — It  is  about  four  times  as  much. 

9915.  Is  the  wire-making  industry  of  the 
country  prejudiced  by  the  high  rates  charged  by 
railway  companies? — Yes,  the  Warrington  manu- 
facturers lose  a large  amount  of  orders  in  com- 
peting with  the  German  makers  of  wire.  I have 
frequently  met  Warrington  travellers  in  Russia, 
and  they  tell  me  that  the  manufactures  in  Dort- 
mund district  run  the  Warrington  manufactures 
very  close.  The  distance  from  Warrington  to 
Hull  is  109  miles,  and  the  rate  is  15  s.  a ton,  and 
from  Dortmund  to  Rotterdam,  which  is  a strongly 
competing  centre  in  the  manufacture  of  wire,  the 
rate  upon  wire  is  8 s.  ‘6d.  per  ton,  the  English  rate 
being  1*651  r/.  per  ton  per  mile,  and  the  German 
being  0*651  d.  per  ton  jier  mile,  the  English  rate 
being  150  per  cent,  the  higher  rate.  I have  put 
in  a return  of  iron  wire  and  other  cargoes  im- 
ported into  Cronstadt  of  foreign  manufacture,  to 
show  how  the  English  manufactures  are  affected 
by  the  competition. 

9916.  Are  the  Lancashire  cotton  spinners 
affected  by  the  rates? — Yes,  from  Havre  to 
Rouen  the  distance  is  57  miles,  and  the  rate  of 
carriage  upon  cotton  is  5 s.  7 ^7.  a ton,  or  1*176  d. 
per  ton  per  mile.  From  Liverpool  to  Bolton,  a 
distance  of  28  miles,  the  rate  is  9 s.  4 d.  per  ton, 
or  4 d.  per  ton  per  mile  *,  from  Liverpool  to  Old- 
ham, a distance  of  45  miles,  the  rate  is  11s.  per 
ton,  or  2*933  d.  per  ton  per  mile.  In  one  instance 
the  English  rate  is  200  per  cent,  over  the  French, 
and  in  the  other  it  is  100  per  cent,  over  the 
French  rates,  and  the  same  will  ajiply  still  more 
strongly  to  the  Russian  spinners  for  their  im- 
ports of  cotton.  (^Reference  to  Tables  put  in  will 
shoro  this.) 

9917.  Have  you  handed  in  the  rates  on  grain 
in  France,  Denmark,  Sweden,  and  Holland? — 1 
have. 

9918.  And  have  you  compared  those  with  the 
English  rates  ? — Yes,  I have. 

9919.  I may  ask  you,  generally,  do  the  English 
rates  compare  unfavourably  with  the  others  ? — 
They  compare  very  unfavourably  indeed.  From 
Rouen  to  Paris,  a distance  of  77  miles,  the  car- 
riage is  6s.  4c?.,  or  *998 </.  per  ton  per  mile;  and 
from  Havre  to  Paris,  a distance  of  140  miles,  the 
rate  is  8 s.  per  ton,  or  *686  c/.  per  ton  per  mile.  I 
have  just  compared  those  two  rates  with  the  high 
r.ates  we  have  from  Hull.  From  Hull  to  New- 
ark, a distance  of  76  miles,  the  rate  is  8s.  per  ton, 
or  1 *263  cZ.  per  ton  per  mile.  From  Hull  to  Sow- 
erby  Bridge,  a distance  of  70  miles,  the  rate  is 
8 s.  9 c?.  per  ton,  or  1*5  cZ.  per  ton  per  mile.  These 
rates  are  for  imported  grain. 

Sir  Edward  Watkin. 

9920.  Could  you  give  the  rate  for  home  grown 
grain,  either  from  the  same  places  to  Paris,  or  for 
an  equivalent  distance  to  Paris? — I am  not  in  a 
position  to  say  what  they  would  be.  The  Danish 
rates  I have  put  in. 

Mr.  Monk. 

9921.  Could  you  state  the  lowest  average  rate 
for  timber  and  deals  in  England?  — The  lowest 

average 
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average  rate  is  from  the  Tyne  Dock,  the  property 
of  the  North  Eastern  Railway  Company,  *867  rf. 
per  ton  per  mile.  Now,  upon  the  Swedish  rail- 
ways the  lowest  charge  that  I have  been  able  to 
find  is  0-454  (/.,  and  upon  the  Finnish  railways, 
0-560 rf.  per  ton  per  mile,  so  that  the  English  rate 
is  100  per  cent,  highei’. 

9922.  Do  you  know  of  any  instances  of  draw- 
backs being  given  by  the  North  Eastern  Railway 
Company  to  the  shipowners,  to  the  prejudice  of 
Hull  ? — Drawbacks  are  given  at  Goole  to  ship- 
owners running  their  steamers  from  there. 

9923.  By  what  company  ? — By  the  Lancashire 
and  Yorkshire  Company  ; and  I will  put  in  a 
map  showing  the  district,  the  drawbacks  made, 
and  the  amounts  allowed.  Within  a line  drawn 
from  Carlisle  to  Bradford,  and  from  Preston  to 
Leeds,  and  Liverpool  to  Bawtry  over  the  space 
included  in  that,  and  also  to  all  places  westward 
of  a line  drawn  from  Goole  to  Reading,  there  is  a 
drawback  allowed  to  the  Goole  shipowner  for 
carrying  goods  to  Goole,  of  2s.  6 d.  per  ton  in 
some  cases ; 2 s.  per  ton  in  others,  and  1 s.  3 d. 
per  ton  in  others. 

9924.  In  favour  of  carrying  goods  to  Goole 
only  ? — Yes,  and  in  favour  of  goods  imported  to 
Goole  as  well. 

9925.  Against  all  other  ports? — Against  all 
other  ports.  We  have  no  drawback  upon  goods 
in  Hull  at  all,  except  upon  certain  classes  of  iron 
from  Staffordshire,  where  we  receive  a small 
wharfage  to  pay  dock  wharfage,  say  2§d.  per 
ton,  but  nothing  to  equal  the  amount  in  Goole. 

Sir  Edward  JVatkin. 

9926.  Is  that  a drawback,  or  is  it  a so  much 
less  rate  ? — It  is  a drawback. 

9927.  That  is  to  say,  a man  pays  his  rate  and 
gets  2.9.  6d.  back? — Yes,  he  pays  his  rate  and 
gets  his  2 s.  6d.  back,  or  the  other  drawback 
rates  named  according  to  destination  of  goods. 

Mr.  Bolton. 

9928.  Those  are  goods  for  shipment,  are  they 
not  ? — They  are  either  for  import  or  export. 

Sir  Edicard  Watkin. 

9929.  The  man  pays  the  rates,  and  gets  2 s.  6d. 
back? — Sometimes  2s.  6d.,  and  sometimes  2s., 
and  sometimes  Is.  3d.  per  ton  paid  by  the  rail- 
way company  to  the  Goole  steamship  owners. 

Mr.  Bolton. 

9930.  That  is  paid  back  to  the  shipowner,  is 
it? — It  is  paid  back  to  the  shipowner  bringing 
the  goods  in  or  taking  them  away. 

9931.  That  is  to  say,  the  quoted  rates  are  the 
same  ? — The  quoted  rates  for  Hull  and  Goole 
are  the  same,  but  the  Goole  shipowner  gets  his 
allowance,  which  we  do  not  get  in  Hull. 

Mr.  Monk. 

9932.  Has  the  Newington  Local  Board,  of 
which  you  are  chairman,  engaged  in  litigation 
before  the  Railway  Commissioners  ? — Yes,  before 
I was  chairman  ; I am  the  present  chairman  of 
the  board. 

9933.  Can  you  state  whether  the  expense  of 
applying  to  the  Railway  Commissioners  was 
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very  great?  — I know  it  has  cost  us,  as  a district, 
up  to  the  present  time,  about  2,500  1. 

9934.  Was  the  litigation  brought  to  a satis- 
factory conclusion  ? — No,  we  are  simply  where 
we  were  ; we  have  not  got  any  station  or  any- 
thing. 

9935.  What  was  the  position  of  things  ? — In 
July  1878  the  Newington  Board  applied  to  the 
Railway  Commissioners,  under  the  Regulation 
of  Railways  Act,  1873,  to  compel  the  North 
Eastern  Railway  Company  to  provide  a passenger 
station  and  other  accommodation  at  Newington. 
On  the  26th  November  1878  the  Railway  Com- 
missioners gave  judgment,  ordering  the  North 
Eastern  Railway  Company  to  provide  a goods 
station  only,  and  further,  to  pay  half  the  Board’s 
costs.  On  the  10th  of  February  1879,  the 
North  Eastern  Railway  Conqiany  applied  to  the 
Queen’s  Bench  Division  for  a writ  of  prohibition 
against  the  Railway  Commissioners  to  prevent 
them  from  taking  steps  to  enforce  their  judgment, 
and  on  the  5th  of  May  1879  the  Queen’s  Bench 
granted  their  writ  of  prohibition,  and  ordered 
the  facts  of  the  matter  to  be  put  into  a special 
case,  to  be  settled  between  the  parties.  The 
matter  then  rested,  pending  the  settlement  of 
the  appeal,  then  pending  in  the  House  of  Lords, 
by  the  South  Eastern  Railway  Company  against 
an  order  of  the  Railway  Commissioners  in  the 
“ Hastings”  ease.  The  North  Eastern  Railway 
Company  had  in  this  case  raised  the  question  of 
the  right  of  jurisdiction  of  the  Commissioners 
to  make  any  order  upon  them  to  execute  struc- 
tural works,  and  the  South  Eastern  Railway 
had  done  the  same  in  the  Hastings  case.  It  was 
decided  by  a majority  of  the  judges  that  the 
Railway  Commissioners  had  no  power  to  order 
the  Railway  Company  to  provide  such  new 
works.  The  Railway  Commissioners  ultimately 
decided  not  to  proceed  with  the  Newington  case, 
and  the  Railway  Company  subsequently  stated 
that  they  should  not  apply  to  the  Railway  Com- 
missioners for  their  costs  in  the  matter.  There 
the  matter  ended.  The  costs,  so  far  as  the  New- 
ington Board  are  concerned,  probably  amount  to 
nearly  2,500  /.  ; they  cannot,  of  course,  obtain 
half  the  costs  from  the  railway  company  now, 
and  it  was  possible  that  they  might  have  been 
applied  to  by  the  railway  company  for  their 
costs. 

9936.  Have  you  any  suggestions  to  make  with 
regard  to  giving  further  jiower  to  the  Railway 
Commissioners  by  legislation  ? — N o further  than 
what  Mr.  Grotrian  has  already  stated.  There  is 
one  point  which  I would  like  to  bring  before  the 
notice  of  the  Committee,  and  that  is  as  to  the 
publication  in  England,  the  same  as  there  is  in 
Germany,  Russia,  and  Sweden,  and  other  countries 
of  the  Continent,  of  the  specified  tariffs  of  rates  ; 
books  of  them  can  be  purchased  in  any  shop  in 
in  the  towns  throughout  the  countries  that  I have 
just  mentioned.  The  whole  of  the  railway  rates  and 
distances  are  distinctly  and  clearly  set  out ; the 
goods  are  all  classified  under  different  headings,  and 
if  any  special  rates  are  given  to  any  large  works, 
those  rates  are  classified  under  a separate  head- 
ing, and  set  out,  so  that  anyone  who  does  business 
in  forwarding  with  the  railway  companies,  can  go 
and  purchase  this  book,  and  see  under  what  clas- 
sification his  goods  come,  and  kndw  what  charge 
there  is  to  pay. 

3 K 4 


9937.  Do 


448 


MINUTKS  OF  EVIDENCE  TAKEN  BEFORE  THE 


20  June  1881.] 


Mr.  Massey. 


[ Continued. 


Ml’.  MonI; — continued. 

9937.  Do  you  consider  that  a similar  book 
should  he  published  by  every  raihvay  company 
in  this  country? — I do. 

9938.  And  purchasable  by  the  public? — Yes. 

I should  also  like  to  mention  with  regard  to  the 
question  of  the  alteration  of  rates,  that  the  rail- 
way companies  should  not,  in  my  opinion,  reserve 
to  themselves  the  right  of  altering  the  rates  at 
one  moment’s  notice  ; for  instance,  a Sheffield 
manufacturer  who  has  to  tender  to  llussia  or 
elsewhere  for  rails  has  a rate  quoted  to  him,  and 
he  may  be  in  the  hands  of  the  railway  company, 
subject  to-morrow  to  an  enhanced  rate  of  6(7.  or 
9 d.  a ton,  after  he  has  got  the  order,  which  would 
place  him  at  a considerable  disadvantage. 

9939.  Are  the  rates  ever  raised  by  the  compa- 
nies without  notice? — Alterations  are  made  with- 
out notice. 

9940.  When  the  rate  has  been  quoted  to  a 
manufacturer,  are  those  rates  liable  to  alteration 
without  notice  ? — When  a manufacturer  has  a 
written  agreement  with  a railway  company  tliat 
they  will  carry  his  traffic  at  a certain  rate,  they 
cannot  alter  his  rate  without  notice. 

Mr.  Bolton. 

9941.  With  regard  to  this  alteration  of  rates, 
have  you  to  complain  that  the  rates  are  altered 
very  suddenly  without  notice? — We  have  found 
the  rates  to  be  altered  within  my  memory. 

9942.  But  you  have  no  complaint  to  make 
with  regard  to  that? — No  direct  complaint. 

9943.  You  cannot  quote  an  instance  in  which 
the  rate  has  been  raised  suddenly  within  your 
recollection  ? — I cannot. 

9944.  So  that  it  is  not  a common  thing  ? — It 
is  not. 

9945.  With  re^iard  to  these  books  of  rates, 
which  you  can  purchase  anywhere  upon  the 
Continent,  do  you  mean  that  in  any  station  or  in 
any  town  you  can  purchase  a book  giving  the 
rates  to  everywhere  from  that  station  ? — Yes,  you 
can  purchase  the  general  rate  book. 

9946.  AVhat  is  the  size  of  that  book  ? — I think 

1 have  several  here. 

9947.  Is  it  a very  large  book? — No. 

9948.  Then  it  cannot  contain  so  many  rates 
as  we  have  in  this  country  ? — It  contains  a large 
number  of  classifications  of  rates. 

9949.  With  regard  to  the  case  of  the  draw- 
back, I understand  you  to  say  that  the  railway 
company  make  the  same  charges  from  Goole  to 
all  other  places  nominally,  but  they  give  a return 
to  any  i)erson  sending  goods  from  or  to  Goole  of 

2 s.  6fi?.  a ton  to  any  shipowner? — It  varies  from 
Is.  3(/.  to  2 s.  6f/.,  and  is  paid  to  the  shipowner 
only. 

995(b  Those  are  foreign  goods,  or  goods  in- 
tended to  be  sent  foreign  ? — Yes. 

9951.  That  is  an  allowance  to  enable  the  pro- 
ducer of  goods  to  com})ete  better  with  the  foreign 
jiroducer,  is  it  not  ? — I should  rather  say  that  it 
was  to  enable  the  Goole  shipowner  to  compete 
with  Hull. 

9952.  The  Goole  shipowner  would  have  to 
carry  a little  further  than  the  Hull  shijiowner? 
— Yes;  and  the  Hull  shipowner  Avould  have  to 
carry  a little  fiirtiier  than  the  Grimsby  ship- 
owner. 

9953.  No  doubt ; but  what  should  you  say 
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was  the  reason  of  this  ; because  the  railway  com- 
panies would  have  as  low  a charge  from  Goole 
as  from  Hull? — They  would  not. 

9951.  It  is  a shorter  distance? — The  difference 
in  the  railway  carriage  between  Goole  and  Hull 
is  made  up  to  a great  extent  by  the  absence  of 
any  charges  iq)on  the  goods  landed  at  Goole  ; 
they  arc  landed,  and  no  charge  whatever  is 
made ; there  is  no  charge  for  wharfage. 

9955.  Would  you  recommend  that  a mileage 
rate  should  be  charged  to  Goole  in  place  of  the 
same  rate  being  charged  to  Goole  as  to  Hull  ? — 
No. 

9956.  Y/hy  ? — I think  the  arrangement  works 
well  as  at  ])resent. 

9957.  What  would  be  the  effect  of  the  appli- 
cation of  mileage  rates  to  Goole  and  Hull  ? — Of 
the  trade  that  could  be  done  at  Goole  it  would 
drive  a large  amount,  away  from  us. 

9958.  If  the  mileage  rate  were  applied  to 
Goole,  the  difference  would  be  more  than  the 
draw’back  of  2 5.  6 d.,  would  it  not? — No,  I do  not 
think  it  Avould. 

9959.  Would  it  be  nearly  that? — No. 

9960.  Would  you  recommend  that  a mileage 
rate  should  be  applied  10  Goole  ? — No. 

9961.  I think  3 0111’  evidence  goes  to  the  effect 
that  Hull  is  at  a disadvantage  compared  with 
Hartlejiool  and  other  places,  because  there  is  a 
higher  charge  made  to  them  per  ton,  or  the 
same  tonnage  rate  for  a shorter  mileage  ? — Yes, 
that  is  so. 

9962.  You  want  that  remedied  ? —Yes,  in  that 
case  the  difference  in  distance  is  so  material. 

9963.  What  is  “material”? — Say’  40  or  50 
miles. 

9964.  Thirty’  miles  you  would  not  think  “ ma- 
terial”?— I do  not  think  it  is  30  miles  from  Hull 
to  Goole. 

9965.  If  40  miles  or  50  miles  are  material,  are 
30  miles  immaterial  ? — That  might  be  upon  the 
verge  of  materiality. 

9966.  Would  35  miles  be  material;  would  you 
say  that  places  within  35  miles  should  be  charged 
the  same  mileage? — No,  I do  not  say’  that. 

9967.  You  have  suggested  that  Hull  is  at  a 
disadvantage,  inasmuch  as  Hull  is  charged  the 
same  rate  as  Hartlepool  for  a shoiter  distance; 
now  Goole  it  seems  gets  a dra’vback  of  2 s.  6 d., 
the  distances  being  shorter ; but  you  say  the 
difference  between  Goole  and  Hull  is  not  ma- 
terial. I want  to  know  what  is  material  in  y’our 
idea  ; I understand  y’ou  have  arrived  at  35  miles 
as  being  material,  but  that  34  miles  is  not  ma- 
terial?—No;  there  is  a difference  in  the  con- 
veyance by’  the  steamer  bringing  the  goods  to 
the  ])ort. 

9968.  What  of  that;  we  have  nothing  to  do 
witl>  the  rates  by^  steamer,  I think.  I do  not 
quite  follow  y’Ou.  I want  some  rule  to  guide 
the  Committee ; that  sy’stem  would  suit  y’Ou 
exactly’,  so  long  as  that  is  applied  to  Hull,  but 
when  it  is  applied  to  Goole,  it  does  not  suit  y’OU? 
— I would  say’  nothing  further  than  that  the 
whole  of  the  Humber  ports  should  be  grouped 
together. 

Sir  Edward  Wntidn. 

9969.  You  are  of  opinion  that  the  whole  of  the 
Humber  ports  should  have  the  same  total  rate,  and 
not  a mileage  price? — Yes,  the  same  total  rate. 

9970.  However 
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Mr.  Bolton. 

9970.  However  far  up  the  river  they  may  be  ? 
—Yes. 

9971.  I understand  that  Goole  is  some  30 
miles  or  so  nearer  the  market  than  Hull,  and  if 
I understood  you  correctly,  you  stated  that  30 
miles  was  not  material? — Not  to  make  an  altera- 
tion of  rates,  but  Goole  is  not  30  miles  beyond 
Hull. 

9972.  But  I asked  you  what  would  be  ma- 
terial, because  I would  apply  it  to  Hull  ? — I could 
not  answer  that  question  except  by  saying  that 
all  the  Humber  ports  should  be  grouped  to- 
gether. 

9973.  You  would  make  the  Humber  stand  by 
itself : you  Avould  uot  take  a port  along  the  coast 
and  apply  the  same  principle  to  that? — No. 

9974.  A port  30  miles  north  or  south,  you 
would  not  like  to  have  grouped  in  the  same  way  ? 
— It  would  depend  upon  the  distance  of  the  port 
from  the  receiving  centre. 

9975.  Just  now  you  stated  that  Goole  was  30 
miles  Avest  of  Hull ; suppose  there  were  a port 
30  miles  north  of  Hull,  would  you  not  include 
that  ? — N o. 

9976.  There  is  water  in  both  cases;  I cannot 
understand  Avhy  if  water  in  the  river  should 
count,  Avater  in  the  sea  should  not  count  ? — I 
cannot  giA'e  a further  explanation  of  my  view. 

9977.  I think  you  complained  of  the  Newing- 
ton Local  Board  having  been  put  to  the  expense 
of  2,500  1.  ; there  was  practically  no  result,  and 
you  lost  the  money  ? — Up  to  the  j)resent  time 
there  has  been  no  result  whatever. 

9978.  What  is  that  owing  to? — That  is  owing 
to  the  Avant  of  jurisdiction  on  the  part  of  the 
Kailway  Commissioners  to  order  new  structural 
Avorks,  as  far  as  I am  informed. 

9979.  That  should  be  rather  a complaint,  not 
against  the  North  Eastern  Kailway  Company,  but 
against  the  Kailway  Commissioners,  for  assuming 
a jurisdiction  Avhich  they  did  not  possess  ? — There 
was  the  admitted  necessity,  but  the  North  East- 
ern Kaihvay  Company  said  that  the  Kailway 
Commissioners  had  no  poAver  to  order  it. 

9980.  This  absence  of  result  from  the  expendi- 
ture of  2,500  1.  arose  from  a deficiency  in  the 
jui’isdictlon  of  the  Kaihvay  Commissioners,  that 
they^  were  unable  to  order  the  construction  of 
new  works  ? — Certainly  ; I make  no  complaint 
of  the  Commissioners. 

9981.  The  judges  on  appeal  found  the  North 
Eastern  Kailway  Company  in  the  right,  and  the 
Railway  Commissioners  in  the  Avrong ; was  not 
that  so  ? — I had  rather  not  answer  the  question. 

Chairman. 

9982.  In  fact  it  turned  out  that  you  paid  your 
money  in  order  to  clear  up  the  meaning  of  the 
word  “ facilities  ” ? — Quite  so. 

Mr.  Bolton. 

9983.  Are  you  quite  sure  that  the  German 
rates  you  have  quoted  from  Essen  and  Dort- 
mund to  Rotterdam,  and  to  other  ports  upon  the 
North  Sea,  are  the  same  both  ways;  that  is  to 
say,  from  the  ports  and  to  the  ports? — Quite 
sure. 
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9984.  That  applies  to  all  articles,  does  it  ? — It 
applies  to  the  articles  of  which  I have  put  in  a 
statement;  I cannot  say  that  it  applies  to  all 
goods  generally,  but  to  the  specific  goods  that  I 
have  put  in  statements  about. 

9985.  In  looking  through  to  find  the  rates  on 
those  articles,  I daresay  you  AA’ould  have  found 
whether  other  goods  were  charged  differently  ? — 
I did  not  find  out  such  a case;  I confined  my 
inquiries  to  goods  manufactured  in  Germany, 
which  Avere  sold  in  opposition  to  the  English 
manufacturers. 

9986.  And  as  regarded  those  goods  which  are 
manufactured  in  Germany  and  sold  in  opposition 
to  English  manufacturers  in  the  English  market, 
you  found  that  the  goods  from  the  ports  to  the 
places  of  consumption,  and  vice  versa,  Avere  the 
same? — Yes,  in  the  case  of  all  the  articles  that  I 
inquired  into. 

9987.  You  did  not  go  into  the  question  of 
other  articles  ? — No. 

9988.  You  have  given  the  Committee  the  verv 
low  rates  charged  in  France  and  Germany  and 
other  countries  on  cotton  as  compared  Avith  Eng- 
land; Avhat  inference  do  you  draAV  from  those 
rates  ? — I scarcely  knoAv ; the  fact  is,  that  the 
Avork  is  done  for  less  money,  and  the  inference  is 
that  it  must  encourage  industry  more  than  the 
rates  given  in  England. 

9989.  The  rates  charged  on  goods  of  all  kinds 
are  actually  loAver?--On  all  kinds  of  goods  that 
I have  put  in  tabulated  statements  for. 

9990.  Do  those  quotations  of  yours  apply  to 
goods  sea-borne  or  to  goods  produced  in  the 
country  ? — They  apply  to  goods  sea-borne  as  far 
as  imports  are  concerned,  and  to  those  produced 
in  the  country  for  the  exports. 

9991.  You  stated  that  you  were  not  aAvare 
Avhether  the  same  rates  Avere  charged  for  home 
grain  or  home-produced  goods? — No  ; but  I can 
exemplify  the  position  I take  up  in  this  Avay,  by 
giA'ing  a single  example.  The  Finnish  Govern- 
ment required  16,000  tons  of  steel  rails  ; English 
manufacturers  tendered,  and  so  did  Messrs. 
Krupp,  of  Essen,  and  so  did  Messrs.  Black,  of 
Dortmund.  The  order  was  taken  by  Messrs. 
Krupp,  of  Essen,  at  A'ery  little  under  Sheffield 
prices,  and  comparing  the  rate  from  Essen  to 
Rotterdam,  if  anything  like  the  proportionate 
I’ate  had  been  charged  from  Sheffield  to  Hull,  the 
order  AAnuld,  undoubtedly,  have  come  to  England, 
and  then  the  carriage  and  the  expenditure  for 
about  16,000  tons  of  steel  rails  would  have  bene- 
fited England  and  given  employment  to  the 
Sheffield  manufacturers,  Avhich  Avent  othei'Avise 
to  Germany. 

9992.  But  Ave  have  other  manufacturers  on  the 
east  coast,  as  at  Middlesbrough;  did  not  they 
compete? — At  that  time  I do  not  think  Messrs. 
Bolckow  & Vaughans  Avere  ready  with  their 
works  for  making  steel  rails. 

9993.  When  Avas  this? — It  Avas  in  1879,  I 
think. 

9994.  Have  you  to  go  back  to  1869  for  an 
example  ? — No,  not  necessarily  ; but  it  Avas  a case 
of  Avhich  I took  special  note,  as  it  excited  par- 
ticular attention  at  the  time. 

3 I. 
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9995.  What  was  the  distance  from  Messrs. 
Krupp’s  works  to  Finland,  as  compared  with 
SheflBeld?— Their  port  is  Rotterdam,  and  the 
distance  from  there  to  Finland  is  the  same  as 
from  Hull  to  Finland,  and  the  sea  freight  is  tlie 
same. 

9996.  If  the  Middlesbrough  works  had  been 
ready  at  the  time  there  would  have  been  no  rail- 
way freight  at  all  ?— That  would  have  been  so. 

9997.  The  Middlesbrough  works  are  on  the 
sea  coast? — Yes. 

9998.  And  with  regard  to  Messrs.  Krupp’s 
works,  however  few  shillings  they  may  pay  of 
railway  rates,  the  sea  distance  being  the  same, 
they  would  be  at  a disadvantage  ; they  wOuld 
have  so  much  added  to  their  cost,  which  would 
not  be  added  to  the  cost  of  the  Middlesbrough 
steel  rails  ? — That  is  for  the  manufacture  on  the 
coast.  Now,  as  far  as  rates  are  concerned  from 
the  manufacturing  centres  in  the  interior  of 
England,  say  from  Dudley,  I complain  that  the 
railway  companies  have  made  no  concessions  in 
the  rates  to  meet  the  strong  foreign  opposition  ; 
whereas  we,  as  shipowners,  are  compelled  to 
reduce  our  sea  freights  for  the  purpose  of 
enabling  English  interior  manufacturers  to  hold 
their  own,  and  I give  the  following  instance  ; 
Our  sea  freights  on  iron  from  Hull  to  Finland 
were  formerly  15  s.,  and  10  per  cent,  per  ton. 
An  English  merchant  wrote  to  us  saying,  “ You 
must  really  reduce  your  sea  freights  on  iron, 
otherwise  we  cannot  compete  with  the  foreigner. 
There  is  no  alteration  in  the  railway  rates  from 
Dudley  to  Hull,  and  unless  we  can  get  a reduc- 
tion from  you  of  the  sea  freight,  we  cannot  get 
the  order  to  England.”  Upon  the  Friday  morn- 
ing before  I came  here,  I received  another  letter 
from  the  same  merchant,  stating  that  he  could 
possibly  get  an  order  for  600  tons  of  iron  (which 
would  be  manufactured  in  Dudley),  provided  we 
could  reduce  our  sea  freight  for  conveying  it  to 
Finland,  from  15  s.  to  8 s.  6 d.  per  ton.  1 men- 
tion this  as  one  amongst  many  cases  to  show 
that  we,  as  shipowners,  really  feel  the  pinch  in 
competing  with  the  foreigners  in  keeping  the 
trade  of  the  country  together,  and  no  concessions 
are  made  by  the  railway  companies  with  a like 
object,  to  assist  the  manufacturers  of  the  in- 
terior. 

9999.  Would  the  rate  from  Sheffield  to  Hartle- 
pool, or  to  any  of  the  other  ports,  have  been  less 
than  to  Hull  ? — No,  it  w'ould  have  been  the  same, 
but  we  say,  compared  ndth  the  German  rail- 
way rates,  the  English  railway  rates  are  too 
high,  and  we,  as  shipowners,  have  to  take  less  sea 
freights  in  order  to  keep  the  trade  at  all  in  Eng- 
land. 

10000.  Is  it  your  opinion  that  the  English 
rates  should  be  reduced  to  a level  with  the  rates 
upon  the  German  railways? — 1 believe  that  com- 
petition, intinae,  will  cause  the  railway  directors  to 
reduce  the  freights  if  they  wish  to  uphold  the 
competition  of  this  country  with  foreigners. 

10001.  Then  the  English  railway  companies 
will  be  at  a disadvantage  ? — If  they  do  not  reduce 
their  rates  there  will  be  no  freight  to  carry. 

10002.  The  original  cost  per  mile  of  English 
railways  is  very  much  greater  than  the  cost  of 
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the  German  and  French,  is  it  not? — It  is,  no 
doubt. 

10003.  You  could,  therefore,  hardly  anticipate 
that  the  carriage  in  this  country  could  be  at  the 
same  low  rate  as  in  Germany  and  in  France  ? — 
We  have  to  deal  with  the  question  as  shipowners 
and  ship2:)ers  competing  for  orders. 

10004.  What  is  the  system  upon  which  conces- 
sions for  railways  are  granted  upon  the  Conti- 
nent, in  France  and  Germany ; is  unlimited 
competition  allowed  as  it  is  here  ? — I do  not  know 
how  that  may  be. 

10005.  Between  Essen,  Dortmund,  and  Rotter- 
dam is  there  railway  competition  ? — That  I can- 
not say. 

10006.  You  have  only  one  line  to  do  the  busi- 
ness, have  you  ? — That,  I cannot  say. 

10007.  You  say  that  you  are  a steamship  owner, 
and  the  owner  of  a line  of  vessels  trading  between 
Hull  and  Finland  ? — Yes. 

10008.  Are  you  the  owner  of  steamers  trading 
elsewhere  than  to  Finland? — Yes. 

10009.  Are  those  steamers  subjected  to  differ- 
ential rates  also? — No,  those  steamers  are 
employed  in  the  general  coal  trade. 

10010.  There  you  are  under  no  disadvantage 
from  the  railway  charges? — No,  we  trade  where- 
ever  we  can  get  freights. 

10011.  But  from  Hull,  which  I am  speaking 
of,  you  are  only  owner  of  one  line  of  steamers, 

I believe? — Tliat  is  all. 

10012.  And  there  you  are  placed  at  a consider- 
able disadvantage  as  regards  railw'ay  rates? — Yes, 
as  compared  with  the  Tyne  and  Hartlepool. 

10013.  Why  do  you  not  shift  these  steamers 
to  the  Tyne  ? — Because  we  have  a business  esta- 
blished in  Hull. 

10014.  How  long  have  you  carried  on  business 
there? — For  12  years. 

10015.  How  long  have  the  present  differential 
rates  been  in  existence,  as  far  as  Hull  is  con- 
cei’ued  ? — I cannot  say  from  memory. 

10016.  Am  I to  understand  that  you  only 
complain  of  Goole  ? — No. 

10017.  You  complain  of  Hartlepool  and  the 
Tyne  ? — Yes. 

10018.  You  cannot  really  remember  how  long 
the  rates  have  been  in  existence  ? — No. 

10019.  But  your  recollection  will  extend  fur- 
ther back  than  12  years,  when  you  established 
the  steamers? — No,  it  was  nine  years  ago  that 
our  steamers  first  ran. 

10020.  At  that  date  were  those  differential 
rates  in  force  ? — I cannot  say  from  memory. 

10021.  Will  you  say  they  were  not  in  force 
then  ? — I cannot  say  they  were  not. 

10022.  Will  you  take  it  from  me  that  they 
were  in  force  then,  and  will  you  tell  me  why  you 
selected  Hull  as  your  port  under  those  circum- 
stances?— Because  I was  brought  up  in  Hull. 

10023.  And  you  could  not  have  gone  to  the 
Tyne  ? — YYs,  I could  have  gone  to  the 
Tyne. 

jMr.  Phipps. 

10024.  Have  any  shipowners,  to  5’our  know- 
ledge, shifted  the  jiort  of  entry  and  departure  of 
their  vessels  from  Hull  to  Hartlepool  ? — I have 

no 
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no  recollection  of  any  Hull  shipowners  having 
absolutely  shifted  their  business, 

10025.  Have  you  done  so  in  any  way  ?— Our 
steamers  frequently  leave  Hull  for  Newcastle  to 
ship  coals  there,  but  we  have  not  shifted  the  locale 
of  our  business. 

10026.  Will  you  give  the  Committee  the  reason 
why  you  go  to  Newcastle  to  load  ? — Because 
sometimes  we  cannot  got  coal  cargoes  at  PIull, 
and  are  compelled  to  go  to  Hartlepool  and  the 
Tyne  Dock  to  get  cargoes. 

Sir  Edward  Wathiu. 

10027.  Have  you  ever  been  to  Essen  ? — Yes, 
I have. 

10028.  Do  not  you  know  that  there  is  a free 
river  nearly  all  the  way  from  a point  near  Essen 
to  Rotterdam? — Yes,  but  I have  quoted  the  ex- 
clusive railway  rates, 

1 0029.  So  that  there  is  water  competition  ? — 
Yes,  there  is, 

10030.  In  your  opinion  would  not  that  account 
for  the  low  rate  ? — No,  because  it  is  not  water 
competition  the  whole  of  the  way ; a portion  of 
the  route  is  by  railway. 

10031.  Was  the  rate  you  gave  before  by  rail- 
way and  water  ? — No,  it  is  absolutely  by 
rail. 

10032.  Will  you  give  the  Committee  the  rate 
the  other  way  ? — I cannot  give  it  exactly. 

10033.  Is  it  not  even  less  than  the  railway 
rate? — No,  it  it  not  very  much  less;  it  is  almost 
on  all  fours,  and  the  delay  in  transit  is  so  slow 
that  on  many  goods  it  does  not  amount  to  a com- 
petition. 

10034.  You  think  that  the  water  in  that  case 
is  not  a competitor  with  the  railway? — It  may  be 
directly  or  indirectly,  but  it  is  not  a very  material 
competitor. 

10035.  You  have  given  the  Committee  certain 
rates  by  railway  as  you  tell  us  throughout ; what 
services  are  performed  which  those  rates  include  ? 
— Upon  what  particular  goods? 

10036.  Take  the  steel  rails  ; what  does  the 
7 s.  6 d.  charged  upon  steel  rails  from  Sheffield 
to  Hull  include;  is  it  not  haulage,  cartage,  collec- 
tion at  the  works,  loading  and  unloading,  and 
delivery  alongside  the  ship  in  Hull  ? — The  trucks 
are  put  alongside  the  ship  in  Hull. 

10037.  Does  not  the  7 s.  6 d.  Include  these 
services,  collection  at  the  works  at  Sheffield,  and 
delivery  free  alongside  the  ship  at  Hull  ? — I 
believe  the  railway  company  have  sidings  into  the 
majority  of  the  works  at  Sheffield,  so  that  the 
goods  are  put  directly  into  the  trucks. 

10038.  Whatever  it  is,  the  Is.  Qd.  includes  the 
whole  service  direct  from  the  works  to  the  ship  ? 
— No,  indeed  not,  because  when  the  rails  are  dis- 
charged from  the  trucks,  they  are  frequently  40 
or  50  yards  from  the  ship,  and  there  is  expense 
incurred  to  get  them  on  board. 

10039.  Whose  fault  is  that ; is  it  because  you 
do  not  berth  your  ship  at  the  right  place  ? — It  is 
because  of  tlie  distance  between  the  one  and  the 
other,  so  that  when  they  are  shot  out  of  the 
truck  they  are  frequently  short  of  the  ship,  and 
have  to  be  carried  the  intervening  distance. 
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10040.  Now  as  regards  the  foreign  rate  which 
you  have  given  the  Committee,  is  not  that  the 
rate  for  the  bare  haulage  of  the  material  ? — It  is 
the  rate  alongside  the  ship  in  Rotterdam. 

10041.  Have  you  seen  anything  to  show 
I am  wrong  in  saying  that  the  rate  you  have 
given  us  as  the  foreign  rate  is  not  a rate  such  as 
I have  mentioned  to  Hull,  but  the  simple  haulage 
of  the  material  ? — It  includes,  I believe,  the 
same  services  as  are  rendered  by  the  English 
companies  to  the  Sheffield  rails. 

10042.  Will  you  take  upon  yourself  to  say 
that  it  does  ? — I would  not  say  so,  but  I think  so, 
because  I do  not  see  what  other  expenses  are  in- 
curred. 

10043.  I want  to  know  about  the  coals  ; you 
say  that  you  are  very  intimately  connected  with 
the  coal  trade  ; are  you  aware  that  the  jtorts  of 
Grimsby,  New  Holland,  and  Keadby,  in  the 
year  1880,  exported  as  much  coal  as  was  ex- 
ported from  Hull  ? — Of  course  the  Keadby  coal 
is  Hull  coal ; it  is  conveyed  to  Hull  by  lighter 
for  home  use,  or  for  bunkering  steamers  at 
Hull. 

10044.  But  I mean  for  export  ? — I do  not 
think  that  there  is  any  difference  in  the  returns 
made  from  Keadby  as  between  export  and  home 
consumption. 

10045.  In  1880  was  the  quantity  shipped 
from  Hull  588,000  tons  ? — The  quantity  was 
595,260. 

10046.  Is  it  the  fact  that  in  1876  only  70,000 
tons  of  South  Yorkshire  coal  were  shipped  from 
Hull,  and  that  in  this  year,  1880,  154,000  tons 
were  shipped  ? — As  far  as  the  official  returns  are 
concerned  from  Hull,  there  is  no  distinction  made 
between  South  Yorkshire  and  West  Y^orkshire 
coal.  I can  give  you  the  aggregate  shipment  of 
coal  from  Hull  in  every  year. 

10047.  Is  it  not  a complaint  made  by  the 
Spanish  and  Portuguese  in  the  case  of  the  shijoping 
of  coal  that  you  ship,  nominally.  South  Y’orkshire 
and  send  West  Yorkshire? — Fourteen  or  fifteen 
years  ago  in  Spain,  1 fancy  they  did  make  com- 
plaints of  that  sort,  but  not  of  late  years. 

10048.  Are  you  quite  certain  that  there  is  such 
a thing  as  rails  being  loaded  alongside  the  quay 
at  Rotterdam  ; you  stated  that  you  had  seen  the 
rails  being  loaded  alongside  the  ship  at  Rotter- 
dam; have  you  really  seen  it? — The  rails  run 
alongside  the  ship. 

10049.  Are  the  rails  put  in  the  ship  direct  from 
the  waggon? — No,  not  direct  from  the  waggon, 
but  from  the  quay ; I have  never  in  Hull  seen 
rails  loaded  direct  from  the  waggon  to  the 
ship. 

10050.  Was  not  there  recently  a serious  com- 
plaint from  Lisbon  with  regard  to  shipping  one 
kind  of  coal,  and  calling  it  another? — I do  not 
know  that ; I have  not  shipped  any  coal  there  for 
years. 

Mr.  Nicholson. 

10051.  When  the  railway  company  give  you  a 
special  rate  for  conveyance,  do  tliey  not  in  their 
note  or  form,  the  invoice,  state  that  they  reserve 

3 L 2 to 


452 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


20  June  1881.] 


Mr.  Massey. 


[ Continued. 


Mr.  Nicholson — continued- 

to  themselves  the  right  to  alter  the  rates  without 
notice  ?—  Yes,  tliey  do. 

10052.  An  honourable  Member  put  to  you  a 
question  as  to  whether  you  would  not  agree  that 
the  carriage  could  not  be  at  so  low  a rate  as  in 
Germany  or  France,  because  of  the  difference  in 
the  cost  of  construction  of  railways  in  the  two 
countries;  do  }ou  not  think  that  the  quantity 
carried  might  be  held  to  compensate  for  that 
difference  ? — Yes,  and  the  cheaper  coal  for  fuel 
also,  as  well  as  the  larger  quantity  carried. 

10053.  As  a matter  of  fact,  have  not  the  steam- 
ship owners  in  Hull  run  screw  steamers  to  New- 
castle?— Yes,  Messrs.  Wilson  do  run  a line 
from  Newcastle  ; Messrs.  Baily  & Leetham  of 
Hull  also. 

10054.  Although  keeping  open  their  offices  in 
Hull  ? — Yes. 

10055.  And  do  they  not  do  a large  amount 
of  the  timber  trade  in  Hartlepool  ? — Yes;  Messrs. 
Wade  & Sons,  of  Hull,  do  a large  proportion  of 
their  business  via  Hartlepool. 

10056.  You  think  that  that  is  to  some  extent 
caused  by  the  unusually  high  rates  to  Hull  ? — 
Yes.  For  instance,  as  a shipmvner,  I -would 
sooner  take  a freight  of  SO  s.  sti  aight  to  Hartle- 
pool, than  I w'oukl  a freight  of  32  s.  6 d.  to  Hull, 
because  after  I come  to  Hull  I have  my  ship  to 
move  for  the  return  cargo,  whereas  at  Hartlepool 
I have  my  return  cargo  on  the  spot. 

Mr.  Lowther. 

10057.  You  would  not  wish  it  to  be  under- 
stood, that  after  a railway  company  had  once 
made  a rate  for  their  customers,  they  alter  it  be- 
fore the  oi’der  is  completed  ? — I -wish  it  to  be 
understood  that  a contract  being  made  based 
upon  the  rate  quoted  by  the  railway  company, 
the  rate  should  not  be  altered  without  notice 
being  given  to  the  parties,  because  it  might  re- 
sult to  a loss  in  the  fulfilment  of  the  order. 

10058.  Suppose  you  ask  for  a rate,  and  a rate 
is  given  to  you,  is  that  ever  altered  ? — The  rail- 
way company  reserve  to  themselves  the  right  to 
alter  the  rates  without  notice,  so  that  they  have 
it  in  their  power  to  alter  the  rates  -^vithout  notice, 
and  as  a matter  of  fact  alterations  are  continually 
being  made  in  the  rates. 

10059.  Upon  which  line? — Upon  the  North 
Eastern  Railway  the  rates  are  being  altered  day 
by  day. 

10060.  But  is  that  after  the  rate  has  been 
made?— Yes;  the  comjiany  simply  give  day-to- 
day  quotations. 

10061.  Now,  you  have  talked  about  the  Fin- 
nish railways  ; are  there  any  raihvays  in  Finland  ? 
— There  are,  at  present,  from  about  1,400  to 
1,500  miles  of  railway  in  the  country. 

10062.  Are  you  in  favour  of  the  publication 
of  the  rates? — Yes. 

10063.  No-w,  the  rates  are  continually  changing 
on  account  of  the  opening  of  the  new  lines,  are 
they  not? — Yes. 

10064.  Those  rates  could  not  be  published  so 
as  never  to  be  altered? — The  alterations  could  be 
published  the  same  as  alterations  in  the  time 
tables. 


Mr.  Lowther — continued. 

10065.  That  is  to  say,  once  a month  you  would 
have  new  rate-tables  ? — I would  not  have  new 
rate-tables,  but  I would  have  notice  given  of 
any  alteration  in  the  rate. 

10066.  On  how  many  miles  of  railway  do  those 
calculations  extend  which  you  have  given  -with 
respect  to  the  German  railways? — About  1,153 
miles. 

10067.  Is  there  any  short  alphabetical  list 
or  catalogue  of  the  goods  that  are  sent  ? — 
Yes. 

10068.  Supposing  you  want  to  send  furniture, 
you  must  look  through  each  of  those  special 
tariffs  to  find  furniture  ; the  list  is  not  arranged 
alphabetically? — No;  but  on  the  Finnish  raiN 
ways  it  is  given  alphabetically.  (A  rute-hook 
was  handed  in  for  examination.^ 

10069.  I see  here,  “ Allgemeine  IVagen-La- 
dungs  Classen  ” ; what  is  that  — That  is  the 
general  classification  of  waggon  goods. 

10070.  There  are  two  separate  columns  ? — 
Yes. 

10071.  You  think  that  would  simplify  the 
matter  ? — I have  not  studied  the  detail,  as  far  as 
the  arrangement  is  concerned,  of  the  German 
one,  but  I can  give  the  Finnish  one,  where  the 
classification  is  most  distinct. 

10072.  You  do  not  give  this  in  as  a mode  of 
classification  ? — No,  I give  it  simply  as  an  ex- 
ample of  the  book. 

Mr.  Barclay. 

10073.  Did  it  cost  the  local  board,  of  Avhich 
you  are  now  chairman,  viz.,  the  Newington  Local 
Board,  2,500  1.  to  get  a decision  alone  from  the 
Railway  Commissioners? — Yes. 

10074.  Were  there  no  other  legal  proceedings 
connected  with  the  case  ? — No,  except  simply 
getting  up  the  evidence  to  lay  the  case  before 
the  Railway  Commissioners. 

10075.  It  appeared  afterwards  that  there  was 
a dispute  as  regards  the  meaning  of  a word  in 
the  Act  of  Parliament  from  which  it  appeared 
that  the  Railway  Commissioners  had  not  the 
power  to  order  works? — Yes. 

10076.  And  you  think  that  2,500  /.  was  too 
much  for  that  ? — I think  that  2,500  shillings  was 
too  much. 

10077.  I suppose  we  may  take  it  for  granted 
that  if  cheaper  railway  rates  brought  more  goods 
to  Hull  you  would  be  able  to  bring  in  cheaper 
cargoes  to  Hull? — As  a necessary  consequence 
we  could  take  a less  freight  as  we  should  have 
return  cargoes. 

Mr.  Gregory. 

10078.  You  spoke  of  the  traffic  upon  English 
and  foreign  lines  ; is  not  the  traffic  larger  upon 
English  lines  than  upon  foreign  lines  ? — It  is 
much  larger  no  doubt  in  some  instances,  but  not 
in  others. 

10079.  You  think  that  the  foreign  companies 
can  aflbrd  to  carry  at  those  rates  independently 
of  their  traffic  ? — Of  course  the  amount  of  traffic 
they  do  would  guide  them  in  fixing  the  rate. 

10080.  And 
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Mr.  Massey. 


\_Continued. 


Mr.  Gregory — contmued. 

10080.  And  you  think  that  the  traffic  upon  the 
foreign  railways  is  sufficiently  large  to  regulate 
the  cheapness  of  the  rates  ? — I think  so.  The 
Finland  Railway,  for  instance,  which  I have 
mentioned,  last  year  paid  5 per  cent,  upon 
the  capital  expended  in  the  construction  of  the 
railway. 


Mr.  Gregory — continued. 

10081.  That  may  arise  from  the  cheapness  of 
the  construction,  as  well  as  the  smallness  of  the 
capital? — No  doubt  it  might. 

10082.  You  could  not  compare  the  foreign 
railways  with  English  railways  in  that  respeet  ? — 
No,  I have  not  the  means  or  data  before  me. 


Mr.  Henry  Bennett,  called  in;  and  Examined. 


Chairman. 

10083.  You  are  the  Mayor  of  Grimsby,  I 
believe  ? — I am. 

10084.  And  your  business  conneetions  with 
various  trades  have  been  very  extensive,  and 
spread  over  a great  number  of  years? — That  is 
so,  and  I have  been  largely  connected  with  the 
timber  trade.  I am  also  a chemical  manure 
manufacturer. 

10085.  You  have  come  here  to  state  that  the 
port  of  Grimsby  is  in  direct  competition  with  the 
port  of  Hull? — I do. 

10086.  The  port  of  Grimsby  has  rapidly  de- 
veloped of  late  years  ? — It  has  very  much  so. 

10087.  Will  you  hand  in  any  figures  to  show 
that  ? — I will.  In  1860  the  coaj  trade  was 
98,857  tons  exported,  and  in  1880  it  was  393,875 
tons. 

10088.  To  what  do  you  attribute  the  develop- 
ment of  the  trade  of  Grimsby  ? — I attribute  it  to 
the  construction  of  the  railway,  and  the  facilities 
whieh  the  Manchester,  Sheffield,  and  Lincolnshire 
Railway  have  given  to  us. 

10089.  Have  you  anything  to  say  about  the 
rates  for  export  and  import  traffic  to  and  from 
Grimsby  ? — 1 think  we  are  fairly  content  with 
them. 

10090.  Are  you  an  advocate  or  an  opponent  of 
the  principle  of  equal  mileage  rate  ? — I am 
against  an  equal  mileage  rate,  certainly. 

10091.  For  what  reason  are  you  against  an 
equal  mileage  rate  ? — I think  it  might  shut  up 
some  ports  entirely,  and  carry  all  the  traffic  into 
certain  other  districts. 

10092.  Is  your  coming  here  to  give  evidence 
the  result  of  any  corporate  or  united  action  on 
the  part  of  the  merchants  and  traders  of  Grimsby? 
— 'f  he  merchants  and  traders  met  together,  and  I 
was  desired  to  represent  them  here,  and  to 
expi-ess  the  opinion  that  I have  done  on  their 
behalf. 

10093.  You  have  no  complaint  to  make  either 
as  regards  railway  rates  or  arrangement? — No, 
we  are  very  fairly  served. 

10094.  Do  the  merchants  of  Grimsby  agree 
with  the  view  you  have  enunciated  about  equal 
mileage  rates  ? — Certainly. 

10095.  Have  you  anything  to  say  with  regard 
to  any  special  rates  which  have  been  made  by  the 
railway  companies  with  any  of  the  traders  of 
Grimsby? — We  have  found  in  special  cases  that 
the  railway  company  has  met  us,  and  given  us 
special  rates  for  the  carrying  on  of  our  busi- 
ness. 

10096.  Are  you  an  advocate  for  retaining  the 
0.54. 


Chairman — continued. 

power  to  make  those  special  rates  ? — Yes, 

I am. 

10097.  Have  you  been  listening  to  the 
evidence  of  the  gentleman  from  Hull? — I 
have. 

10098.  Have  you  anything  to  say  with  regard 
to  the  fish  and  timber  trade  of  Grimsby  ? — 
Simply  that  I agree  with  their  evidence  as  to 
the  undesirability  of  equal  mileage  rates. 

10099.  Can  you  give  us  any  further  figures 
as  to  the  trade  of  Grimsby? — With  regard  to  the 
importation  of  fish  and  timber,  I may  say  that  of 
fish  in  1868,  21,621  tons  were  imported,  whereas 
in  1880  it  had  risen  to  46,930;  and  of  timber,  in 
1870  the  total  import  was  175,309  tons,  and  in 
1880  it  had  risen  to  265,507  tons.  Then  as  to 
the  imports  and  exports,  exclusive  of  fish,  salt, 
and  minerals,  in  1870  the  total  quantity  was 
189,780  tons,  and  in  1880  it  had  risen  to  278,107 
tons. 

Mr.  Barclay. 

10100.  I understand  that  the  railway  com- 
panies give  Grimsby  special  rates,  low  rates, 
into  the  country  ? — We  are  satisfied  Avith 
them. 

10101.  And  you  do  not  want  to  pay  any 
higher  rate;  you  do  not  want  to  change  ? — AYe 
do  not  want  to  change  in  the  direction  of  ad- 
vance. 

10102.  An  equal  mileage  rate  Avould  increase 
the  rates  paid  by  people  in  Grimsby  ? — It  Avould. 

Mr.  Gregory. 

10103.  Your  dock  rates  are  low  for  Grimsby, 
are  they  not  ? — They  are. 

10104.  Do  they  contrast  favourably  with  the 
rates  charged  from  Hull  ? — They  do. 

Sir  Edward  Watkin. 

10105.  I think  the  special  rates  that  the 
honourable  Member  alluded  to  as  given  to 
Grimsby,  are  exactly  the  same  as  those  given  to 
Hull  ? — Precisely. 

10106.  Therefore,  there  is  no  favouritism  to 
one  port  over  another? — Not  at  all. 

10107.  As  a rule.  In  Grimsby  Dock  a ship 
comes  alongside,  they  load  her  by  hydraulic  ma- 
chinery ? — 'fhat  is  so. 

10108.  Therefore,  I suppose,  increase  of  trade 
arises  from  the  facilities  given  at  the  port  ? — The 
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Mr.  Bennett. 


[ Continued. 


Sir  Edward  Wat.kin — continued. 

companies  have  given  great  faeilities  for  the 
carrying  on  of  our  business. 

10109.  Suppose  the  views  of  the  gentlemen  at 
Liverpool  were  to  be  applied  to  the  ^ port  of 
Grimsby,  what  would  happen  ? — I think  it  would 
shut  up  the  ports. 

Mr.  Bolton. 

10110.  I suppose  that  if  the  equal  mileage 


Mr.  Bolton — continued. 

rate,  which  you  do  not  approve  of,  were  applied 
to  Grimsby,  they  might  leave  you  pretty  much 
as  you  were  before,  but  damage  other  ports  ? — It 
would  close  some  ports. 

10111.  An  equal  mileage  rate  would  be  an 
advantage  to  Grimsby  in  some  particular  in- 
stances, but  in  others  it  would  be  a great  dis- 
advantage ? — It  would  be  a great  disadvan- 
tage. 
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Wednesday,  22nd  June  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley. 

Mr.  Barclay. 

Mr.  Barnes. 

Mr.  Bolton. 

Mr.  Callan. 

Lord  Randol[)h  Churchill. 
Mr.  Gregory. 

Mr.  Lowther. 


Mr.  Monk. 

Mr.  W.  N.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  Richard  Paget. 
Mr.  PeU. 

Mr.  Phipps. 

Sir  Henry  Watkln. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Edward  John  Lloyd,  was  called  in;  and  Examined. 


Chairman. 

10112.  You  are  engineer  and  general  manager 
of  the  Warwick  and  Birmingham  Canal  Com- 
pany ? — I am. 

10113.  And  also  to  the  Birmingham  and  War- 
wick Junction  Canal  Company  ? — Yes. 

10114.  What  places  do  the  canals  which  you 
represent  principally  connect  ? — {After  handing 
in  a Maf).  The  map  which  I have  put  in  repre- 
sents the  canals  generally  from  South  Stafford- 
shire to  the  port  of  London.  The  canals  coloured 
red  are  the  canals  I represent,  namely,  the  W ar- 
wick  and  Birmingham,  and  the  Warwick  and 
Napton.  The  green  canals  to  the  north  are  all 
of  them  either  owned  or  leased  by  railway  com- 
panies; the  blue  canals  throughout  the  map  are 
independent  of  railway  control  altogether. 

10115.  Then  your  red  canals,  the  Warwick 
and  Birmingham  and  the  Warwick  and  Napton 
canals,  are  an  important  link  in  system  of  canal 
navigation  between  Liverpool  and  London? — 
Yes,  the  red  portion  is  the  nearest,  and  I may  say 
the  best  route  between  South  Staffordshire  and 
London. 

10116.  There  is  a considerable  traffic  still  upon 
that  canal,  is  there  not  ? — Yes. 

10117.  Will  you  please  give  for  the  year  1838, 
and  the  year  1878  (I  do  not  think  we  need  go 
into  intermediate  years),  what  the  traffic  carried 
in  tons,  and  the  receipts  were  ? — In  the  year 
1838  the  total  traffic  over  the  canal  was  309,832 
tons,  and  the  tonnage  receipts  were  31,100  Z., 
leaving  out  the  fractions.  Now,  in  1858,  the 
total  number  had  fallen  to  297,391  tons,  and  the 
receipts  had  fallen  to  11,982  /.  In  1878  the  ton- 
nage carried  had  risen  to  the  greatest  amount 
which  we  ever  carried,  namely,  399,005  tons,  and 
the  tonnage  receipts  were  the  lowest  we  had  ever 
received,  with  the  exception  of  one  year,  and  they 
were  11,194  Z.  I should  mention,  that  I have 
excluded  from  these  figures  short  traffic,  which 
merely  enters  the  canal,  and  passes  to  the  wharves 
in  the  town  of  Birmingham,  which  do  not  affect 
the  question  of  the  railway  charges  ; this  is  the 
general  traffic  of  the  canal, 

0.54. 


Mr.  Barclay. 

10118.  And  which  traffic  competes  with  the 
railways  ? — Yes. 

Chairman. 

10119.  Can  you  tell  the  Committee  how  much 
of  it  was  through  traffic  passing  from  South  Staf- 
fordshire to  London  ? —In  1838  the  thorough 
traffic  was  164,447  tons;  in  1858  it  was  52,621 
tons,  and  in  1878  it  was  25,634  tons ; that  Avas 
to  and  towards  the  port  of  London.  In  the  oppo- 
site direction  in  1838,  the  total  trafiic  was  39,477 
tons  ; in  1858  it  was  47,621  tons;  and  in  1878  it 
was  61,094  tons.  Here  I would  like  to  observe 
upon  that,  that  you  will  see  that  of  the  traffic 
derived  from  South  Staffordshire,  and  passing  to 
and  towards  the  port  of  London,  when  the  Bir- 
mingham Canal,  now  owned  by  the  London  and 
North  Western  Company,  or  controlled  by  the 
London  and  Northwestern  Company,  was  inde- 
pendent, we  carried  164,000  tons  ; after  they  had 
lost  their  independence  it  fell  to  52,000  tons,  and 
25,000  respectively.  On  the  other  hand,  the 
comparatively  independent  traffic  arising  in  Lon- 
don, and  passing  only  over  the  independent  canals 
to  places  at  and  about  Birmingham,  has  risen 
from  39,000  to  61,000,  in  the  same  time,  shoAving 
that  the  control  of  the  railways  over  even  one 
canal,  had  very  materially  affected  the  amount  of 
traffic  which  passed  over  the  canals. 

10120.  This  control  influencing  your  traffic  by 
the  high  rate  of  toll  charged  virtually  by  the 
railway  company,  though  nominally  by  the 
canal  company  ?—  Yes,  upon  this  point  1 may 
mention  another  fact.  In  the  amount  of  traffic 
for  1838,  a very  large  quantity  of  coals  is  in 
eluded,  which  passed  through  the  canal  entirely 
from  the  South  Staffordshire  district,  passing 
beyond  our  canal  into  the  districts  of  Bucking 
hamshire  and  other  districts  nearer  to  London, 
and  in  fact  some  portion  of  it  right  through  into 
London ; that  traffic  is  utterly  and  entirel}"  ex- 
tinct ; there  is  no  such  thing  as  a through  coal  boat 
on  the  canal,  if  you  except,  perhaps,  one  boat  in 
the  year  for  some  particular  gentleman  Avho  likes 
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Chairman — continued. 

South  Staffordshire  coal,  but  as  a traffic  it  is 
utterly  and  entirely  extinct ; no  coals  pass 
through  our  canal  whatever. 

10121.  It  was  in  1846,  I think,  that  the  Lon- 
don and  North  Western  Company  obtained  from 
Parliament  the  acquisition  of  these  canals? — 
Yes,  it  was. 

10122.  And  the  London  and  North  Western 
Company  guaranteed  the  canal  proprietors  4 per 
cent,  and  take  the  difference  ? — Yes. 

Mr.  Monk. 

10123.  In  whose  hands  is  the  Warwick  and 
Birmingham  Canal ; is  it  under  the  control  of 
the  railway  comjiany  ? — The  red  canal  is  inde- 
pendent; the  green  is  owned  by  the  railway 
companies,  and  the  blue  is  also  independent. 

Chairman. 

10124.  Will  you  now  give  the  Committee  the 
rates  on  some  of  the  articles  of  which  you  have 
a list  upon  the  railway  canals  and  the  indepen- 
dent canals  ? — I will  take  first  bar-iron ; the  rate 
upon  the  railway  canals  is  1‘50  d.,  with  a limita- 
tion to  1 s.  6 d. 

Mr.  Barclay. 

10125.  Is  that  a toll  or  a carrying  rate  ? — A 
toll. 

Mr.  Bolton. 

10126.  Is  that  for  the  whole  distance? — If  the 
amount  of  the  mileage  toll,  including  a compen- 
sation of  3 a ton  amounts  to  more  than  Is.  Q d., 
then  they  charge  no  more,  although  tiie  distance 
would  give  them  a higher  rate. 

10127.  They  cannot  charge  more  than  1 s.  6 d. 
for  any  bar-iron  carried  upon  the  canal  as  a toll  ? 
— That  is  so. 

Chairman. 

10128.  WTiat  is  the  distance? — Practically 
about  13  miles. 

Mr.  Phipps. 

10129.  Could  not  the  company  charge  more 
than  1 s.  6 d.  ? — No,  they  could  not  charge  more. 

Mr.  Bolton, 

10130.  And  what  do  you  say  is  the  rate  of  toll 
charged? — Three  halfpence  a ton,  with  the  junc- 
tion toll  of  3 d.  or  4 d.,  according  to  the  direction. 

Chairman. 

10131.  Is  the  junction  toll  included  in  the 
1 s.  6 (7.  ? — Yes,  if  it  so  happens. 

IVlr.  Barclay. 

10132.  What  is  the  maximum  distance  upon 
the  canal? — The  maximum  distance  upon  the 
canal  is  24  miles,  but  practically  it  is  only  13 
miles. 

Chairman. 

10133.  Now  will  you  give  the  Committee  the 
same  figures  upon  the  independent  canals  ? — For 
bar  iron  the  rate  is  ’275  d ; j^ig  iron  is  1-|  d.  on  the 
Birmingham  Canal  and  T 75  d.  on  the  independent 
canals. 

10134.  Have  the  independent  canals  a maxi- 
mum toll  ? — The  independent  canals  have  a 


Chairman — continued. 

maximum,  but  it  is  out  of  the  question ; their 
maximum  is  4 5.  1 ?,  d. 

10135.  Does  this  rate  ever  amount  to  as  much 
as  that? — No,  not  at  all;  that  amount  would 
carry  that  traffic  over  250  miles,  whereas  our 
whole  length  is  but  37  miles.  Now  coal  is  1^  d., 
and  upon  the  independent  canals  the  charge  is 
T75  d. ; bricks  are  1 d.,  and  upon  the  indepen- 
dent canals  T75  d, ; merchandise  is  1 d.,  and  upon 
the  independent  canals  it  is  ‘320  d.,  and  there  is 
a special  class  charged  1 .4  d.  on  the  Birmingham 
Canal,  and  '5  d.  on  the  independent  canals. 

Mr.  Barclay. 

10136.  Do  the  company  make  the  same  charge 
for  local  traffic  into  Birmingham,  for  instance,  as 
for  through  traffic  ? — Yes,  exactly. 

Chairman. 

10137.  Then  in  addition  to  that  there  is  what 
they  call  a bar  toll  ? — There  is  a bar  toll  of  3 d. 
in  one  direction,  and  4 d.  in  the  other  ; goods 
going  into  the  Warwick  and  Birmingham  Canal 
pay  a bar  toll  of  4 o?.,  and  goods  going  out  of  the 
Warwick  and  Birmingham  Canal  pay  3 d,  ; there 
are  some  excejffions  to  the  4 d.  rate  upon  coals 
and  minerals  which  are  charged  3 d.  per  ton. 

Mr.  Barclay. 

10138.  Is  the  4 d.  rate  charged  at  Birming- 
ham ? — It  is  charged  by  the  Birmingham  Canal 
Company. 

10139.  Upon  handing  over  goods  to  you  at 
Birmingham  ? — Yes. 

10140.  And  where  is  the  3 d.  cliai’ged  ? — Upon 
our  handing  goods  over  to  them  ; I should  say 
that  the  bar  loll  includes  mileage  tolls  for  two 
miles  of  canal. 

10141.  Where? — At  the  junction;  suppose 
any  boat  passes  from  our  canal  into  the  Birming- 
ham, or  from  the  Birmingham  Canal  into  ours  ; if 
it  passes  only  the  length  of  a boat,  if  it  only  just 
crosses  the  canal,  they  charge  the  toll,  but  if  it 
passes  along  any  portion  of  the  first  two  miles  in 
round  numbers  on  their  canal  they  charge  no 
more. 

10142.  Is  this  bar  toll  in  addition  to  the  \\d.  ? 
— Yes,  it  is  in  addition  as  much  as  this,  that  the 
mileage  toll  upon  their  canal  does  not  commence 
until  the  traffic  has  arrived  at  the  end  of  the 
little  crooked  piece  which  forms  the  connection. 

10143.  Who  owns  those  two  miles? — The  Bir- 
mingham Canal  Comjiany. 

10144.  But  there  seems  to  be  a sejiarate  under- 
taking in  some  way  ? — It  was  a separate  under- 
taking originally,  but  it  is  now  merged  in  the 
North  Western;  it  is  all  North  Western. 

Chairman. 

10145.  Would  you  please,  as  briefly  as  you 
can,  tell  the  Committee  about  the  action  of  your 
canal  company  with  regard  to  a through  rate,  and 
what  became  of  it  ? — In  the  year  1877,  with  the 
view  to  the  better  adjustment  of  the  tolls,  wefii’st 
of  all  gave  notice  to  the  companies  of  a through 
rate  from  South  Staffordshire  over  their  canals  to 
the  port  of  London. 

10146.  What  is  the  principal  town  in  South 
Staffordshire  ? — There  are  nine  or  ten  towns ; 
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there  is  W olverhampton,  Walsall,  Dudley,  Stour- 
bridge, W ednesbury, W est  Bromwich,  Smethwick, 
Oldbury,  and  others  ; it  is  one  mass  of  towns  ; it 
is  all  a town. 

10147.  You  gave  notice  of  that  through  rate 
to  whom  ? — We  gave  notice  to  all  the  companies 
between  South  Staffordshire  and  London  of  our 
intention  to  make  a through  rate  upon  all  traffic 
passing  from  South  Staffordshire  through  our 
canals  to  the  south,  and  vice  versa.  Some  of  the 
comjianies  objected  to  the  through  rate  and  the 
apportionment,  and  Ave  then  made  an  application 
to  the  Hallway  Commissioners,  and  the  Hallway 
Commissioners  heard  us  for  13  days,  from  the  24th 
of  A])ril  to  the  8th  of  May  in  1877,  and  upon  the 
20th  of  June  1877,  gave  a judgment  entirely  in 
our  favour,  affirming  the  through  rate  in  every 
instance.  The  traffic  Avas  divided  into  a large 
classification,  about  20  different  classes,  according 
to  its  circumstances.  The  Avhole  of  the  through 
rates  Avere  affirmed,  but  some  alteration  was 
made  in  the  apportionment,  and  I may  say 
Avith  regard  to  the  Hegent’s  Canal,  Avhich  is 
a metropolitan  canal,  that  the  Haihvay  Commis- 
sioners considered  that  they  Avere  entitled  to 
some  larger  amount  out  of  the  apportionment 
than  a mere  mileage  rate,  and  they  gave  them 
about  double  in  every  case,  making  some  little 
A'ariation  as  to  the  traffic  Avhich  did  pass  through 
the  dock,  and  that  Avhich  did  not  pass  through 
the  dock,  at  Limehouse. 

10148.  Then  tlie  Haihvay  Canal  Company 
appealed  ? — The  Birmingham  Canal  Company, 
A'irtually  the  London  and  North  Western  Com- 
pany, appealed.  First  of  all  there  Avas  a jAroposi- 
tion  to  submit  a case  upon  a point  of  law,  but 
they  eventually  Avithdrew  that,  and  there  was  an 
appeal  ujion  a Avrit  of  prohibition.  The  ground 
taken  Avas  practically  this  : the  London  and  North 
Western  Company,  in  the  first  instance  Avhen 
notice  Avas  given  to  them,  Avrote  by  their  solicitor, 
or  rather  I Avould  say,  by  some  one  in  their  soli- 
citor’s office,  but  signing  their  solicitor’s  name  to 
the  letter,  saying  that  they  had  no  control  over 
the  tolls  of  the  Birmingham  Canal. 

Mr.  Barclay. 

10149.  This  is  the  raihvay  canal  Avhich  you  are 
referring  to  ? — Yes,  they  stated  that  they  had  no 
control  over  the  navigation,  and  requested  to  be 
AvithdraAvn  from  the  action  altogether.  That  case 
Avent  on,  and  Avas  heard  as  I have  stated.  When 
the  case  came  before  the  Court  of  Exchequer 
upon  a Avrit  of  prohibition,  the  whole  verdict  of 
the  court  Avent  upon  that  point,  that  the  London 
and  North  Western  Company  being  absent,  could 
not  be  condemned  in  any  action  that  would  in- 
validate a guarantee  that  they  had  given,  or  injure 
the  security  they  had  in  reference  to  an  agree- 
ment, in  respect  that  they  were  not  parties  to  the 
suit. 

Chairman. 

10150.  But  Avas  not  the  Act  of  Parliament  of 
1846  sufficient  evidence  that  they  Avere  OAvners  of 
the  canal  ? — The  matter  Avas  brought  before  the 
Hailway  Commissioners  specially. 

10151.  But  I am  talking  of  the  action  of  the 
Court  of  Exchequer ; as  1 understand  from  you 
the  Court  of  Exchequer  decided  that  as  the 
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London  and  North  Western  Company  Avere  not 
])roved  to  be  parties  to  the  suit  and  interested, 
they  Avould  not  make  an  order  ? — Certainly ; they 
said  that  the  Railway  Commissioners  had  ex- 
ceeded their  jiOAvers.  It  is  all  set  out  in  the 
Haihvay  Commissioners’  Reports. 

Mr.  Monk. 

10152.  Will  you  refer  to  the  case? — It  is  in 
the  Fourth  Annual  Report  of  the  Railway  Com- 
missioners. “ The  company  of  proprietors  of  the 
Warwick  and  Birmingham  Canal  Navigation, 
and  the  company  of  proprietors  of  the  Warwick 
and  Napton  Canal  Navigation  v.  The  Birmingham 
Canal,”  and  so  on ; it  is  at  page  30  of  the 
Report. 

Chairman. 

10153.  That  application  of  yours  failed  ? — 
Yes. 

10154.  Then  you  took  another  step  in  1879? — 
Y es. 

10155.  Will  you  tell  the  Committee  Avhat  that 
Avas  ? — We  appealed,  in  conjunction  Avith  some 
of  the  other  companies  interested,  to  the  Board 
of  Trade,  and  asked  them  to  enforce  the  28th 
section  of  the  9 & 10  Viet.  c.  344,  Avhich  is  the 
Birmingham  Canal  Arrangement  Act ; Ave  con- 
tended that  under  that  Act  the  Board  of  Trade 
have  poAver  to  bring  in  an  Act  for  the  revision  of 
the  terms  of  the  acri-eement. 

O 

10156.  In  fact,  you  contended  that  the  Board 
of  Trade  had  power  to  revise  the  tolls  charged 
by  the  Birmingham  Canal  Company? — Y^es. 

10157.  Wliat  has  happened  since  then  ? — Since 
that  time  Ave  liave  met  at  the  Board  of  Trade  all 
the  parties,  and  there  have  been  other  meetings 
since,  and  tlie  Blimingham  Canal  Company  haA'e 
to  a certain  extent  offered  to  meet  us  in  the  other 
matter.  They  have  offered  certain  terms,  but 
it  is  only  upon  mutual  agreement ; it  is  not  any- 
thing that  is  to  bind  them  beyond  a certain  term; 
that  is  to  say  at  the  end  of  a certain  term  (and 
three  years  has  been  proposed)  they  Avill  be  able 
to  giA'e  notice  that  the  matter  is  at  an  end. 

10158.  You  have  not  been  able  to  come  to  an 
absolute  agreement  upon  the  matter,  but  still 
you  find  that  there  is  a disposition  to  yield  some- 
thing?— Yes,  and  to  yield  a very  considerable 
jiroportion  of  Avhat  Ave  asked. 

10159.  You  say  your  case  is  that  you  are  now 
compelled  to  carrj^  the  tlirough  traffic  at  ruinously 
loAV  rates? — Y^es,  at  the  time  the  apjilication  was 
made  to  the  Railway  Commissioners  the  Avhole  of 
the  trade  had  entirely  changed ; the  Grand 
Junction  Canal  Company  had  been  the  principal 
traffic  carriers  over  our  canals  to  and  from 
London.  They  found  that  they  Avere  losing  a 
very  considerable  amount  of  money  under  the 
then  existing  arrangement,  and  they  AvithdreAV 
from  the  trade. 

10160.  Then  Avhat  I understand  you  to  say  is 
this,  that  the  raihvay  companies  are  charging 
these  high  rates  upon  their  portion  of  the  canal, 
Avith  a vieAV  to  prevent  traffic  coming  on  your 
canal  and  instead  of  that  sending  it  round  by 
rail ; is  that  your  contention  ? — YYs,  certainly  ; 
our  contention  is  this,  that  their  rates  are,  upon 
the  same  articles,  as  high  or  eA^en  higher  than 
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their  vliole  charge  upon  the  railway  for  all 
services. 

10161.  Then  you  come  before  the  Committee 
to  say  that  unless  you  get  some  relief,  the  con- 
tinuance of  local  competition  from  South  Stafford- 
shire to  London  by  canal  will  cease  ? — There  is  no 
doubt  about  it ; we  have  practically  given  up  almost 
the  whole  of  our  tolls,  to  enable  the  private 
carriers  to  go  on  till  either  the  Railway  Com- 
missioners have  further  powers  given  to  them, 
which  will  enable  them  to  enforce  the  rates,  or 
on  the  other  hand,  such  an  agreement  is  entered 
into  between  tbe  companies  as  would  enable  us 
to  get  equitable  tolls. 

10162.  Have  you  any  other  complaint  to  make 
with  reference  to  any  other  action  of  the  railway 
company,  for  examjile,  in  the  direction  of  imped- 
ing  your  navigation  ? — Yes,  one  great  means  by 
which  the  canals  are  interfered  with  is  this : 
the  adjacent  railway-owned  canals  are  allowed 
to  go  out  of  condition  very  considerably.  Take 
for  instance  the  Stratford-upon-Avon  Canal,  which 
belongs  to  the  Great  Western  Railway  Company, 
and  which  you  will  see  joins  ours  about  in  the 
middle  of  the  red  line.  The  southern  portion  of 
that  canal  is  in  such  condition  that  a boat  would 
make  very  good  progress  if  it  made  about  a mile 
and  a ([uarter  to  a mile  and  a half  an  hour.  I do 
not  mean  to  say  that  a boat  could  not  get  down 
the  canal  fully  laden,  but  it  Avould  only  be  by 
rubbing  ihrough  the  mud  at  the  bottom  at  a very 
slow  speed.  But  then  there  is  another  canal 
belonging  to  the  Great  Western  Railway  Com- 
pany w'hich  is  in  exactly  the  same  condition,  the 
Hereford  and  Gloucester  Canal ; it  is  not  shown 
upon  the  map  before  you.  A man  told  us  a short 
time  ago  that  he  worked  hard  for  15  hours  to  get 
along  12  miles  of  that  canal. 

Mr.  Monk. 

10163.  Is  not  that  canal  practically  closed  now  ? 
— It  is  practically  closed. 

10164.  Is  there  no  power  to  compel  the  rail- 
way company  to  keep  that  canal  open? — Nomi- 
nally there  is,  but  it  is  a matter  very  difficult  to 
set  in  motion. 

Mr,  Barclay. 

10165.  Who  could  enforce  it  ? — I believe  the 
Railway  Commissioners  are  empow^ered  by  their 
Act  to  do  it.  Then  there  is  also  the  question  of 
stoppages  ; they  stop  the  canal  for  repairs.  Ujion 
most  of  the  independent  canals,  they  are  stop2)ed 
during  one  week  in  the  year,  and  then  there  are 
occasional  necessary  stopj)ages  from  accident  and 
other  things ; it  is  imj)ossible  u])on  all  occasions 
to  kee^i  a canal  open,  but  the  rule  upon  inde- 
jiendent  canals  is  to  minimise  the  stojqiages  by 
closing  from  six  in  the  morning  till  six  at  night, 
and  then  resuming  the  traffic  during  the  night, 
closing  the  next  day,  and  resuming  the  traffic 
the  next  night.  Uj^on  the  Birmingham  canal 
one  of  the  tunnels,  namely,  the  Gosty  Hill 
tunnel,  was  closed  upon  the  12th  of  last  August, 
and  it  is  still  closed,  and  under  repair.  I do  not 
mean  to  say  but  what  a very  great  deal  has  been 
done  to  it,  but  I think  that  if  it  had  been  a rail- 
way tunnel,  the  repair  would  have  been  done 
with  very  considerable  rapidity,  and  not  have 
been  nearly  a year  in  hand.  Now,  the  imme- 
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diate  connection  between  the  Birmingham  canal 
and  our  canal  w'as  closed  last  year  for  25  days, 
and  it  was  partially  stopped,  that  is  to  say,  some 
of  the  lines  of  communication  interfering  with 
our  traffic  were  closed,  on  42  additional  days, 
making  67  days  upon  which  our  trade  was  either 
im^ieded,  or  actually  stopped  altogether. 

Chairman. 

10166.  Do  you  happen  to  know  whether  there 
has  been  any  instance  in  which  an  application 
has  been  made  to  the  Railway  Commissioners  to 
compel  railway  companies  to  keep  up  the  condi- 
tion of  the  canal,  not  as  to  receiving  or  forward- 
ing, but  as  to  keeping,  the  course  of  the  stream 
open  and  the  locks  in  good  order  ?—  I think  not ; 
an  a^jplication  was  made  with  regard  to  the  River 
Avon,  but  that  turned  entirely  upon  another 
question,  and  not  upon  the  condition  of  the 
canal. 

10167.  Have  you  told  the  Committee  any- 
thing about  the  railway  rates  Avith  regard  to 
the  traffic  in  lime? — Upon  the  southern  portion 
of  tbe  red  canal,  near  its  junction  Avith  the 
Oxford  Canal,  there  is  a A^ery  large  quantity  of 
lime  burnt  ujion  the  bank  of  the  canal.  About 
from  two-and-a-half  to  four  miles  aAvay,  accord- 
ing to  the  location  of  the  Avorks,  the  London 
and  North  Western  Leamington  and  Rugby 
line  passes : that  traffic  used  yeai’s  ago  to  go 
almost  entirely,  or  a large  portion  of  it,  to  Bir- 
mingham, and  Avas  there  transferred  on  to  the 
raihvays  for  distribution,  A^ery  considei’ably  to  the 
Midland  Raib.vay,  Avith  which  Ave  have  a joint 
station  at  Saltley,  close  to  Birmingham,  and  also 
to  the  joint  stations  upon  the  London  and  North 
Western  Raihvay  and  Canal.  So  long  as  the 
rates  were  anything  like  fair,  that  went  on  ; but 
the  raihvay  has  regulated  the  tolls  so  that  it  is 
impossible  for  that  traffic  now  to  go  any  longer 
by  the  canal  at  all. 

Mr.  Dolton. 

10168.  By  the  “railway,”  do  you  mean  the 
Loudon  and  North  Western  Raihvay? — Yes; 
the  rate  to  Manchester  from  Marton  is  7 s.  6 d., 
and  from  Birmingham  it  is  14  s.  2 d. ; that  is  to 
say,  if  we  take  the  traffic  35  miles  ujion  the  road 
they  charge  double. 

Chairman. 

10169.  Whereabouts  is  jMarton? — Marton  is 
at  the  southern  end  of  the  red  canal,  close  to 
Hugby,  nearly  ojrposlte  to  the  junction  ; to  Pres- 
ton the  rate  is  8 s.  from  Marton,  and  16  s.  8 d. 
from  Birmingham  ; to  Hereford  it  is  7 s.  9 d.  from 
Marton,  and  11  s.  8 d.  from  Bii'mingham  ; and  to 
Carlisle  the  rate  is  12  s.  1 d.  from  Marton,  and 
20  s.  10  d.  from  Birmingham,  so  that  you  Avill 
see  that  if  Ave  carry  the  traffic  35  miles  ujaou  the 
road  toAvards  its  destination  (it  is  not  so  in  every 
case,  because  it  might  ansAver  their  juirpose 
to  go  to  Rugby  and  thence  to  Stafford),  but, 
practically,  Ave  forward  the  traffic,  part  of  the 
route,  and  for  our  doing  so  they  charge  the 
customers  double  the  rate,  and  so  annihilate  the 
traffic. 

10170.  These  lime  Avorks  are  some  distance 
from  the  station,  are  they  not  ? — The  nearest  are 
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about  two-and-a-balf  miles,  and  the  farthest  about 
four  miles. 

10171.  What  do  they  do  for  cartage  ? — There 
is  a large  cartage  carried  on  between  the  works 
and  the  railway  ; the  lime  is  carted  over  land  by 
contractors  principally. 

10172.  I think  you  have  told  the  Committee 
about  the  rates  for  coal  upon  the  Stratford-on- 
Avon  Canal  ? — I told  the  Committee  about  the 
mileage  rates. 

10173.  Generally  speaking,  you  say  that  the 
tolls  on  all  these  canals  which  you  have  men- 
tioned are  considerably  higher  than  the  corre- 
sponding railway  rate  ? — They  are  considerably 
higher,  comparatively  speaking. 

10174.  Will  you  just  tell  the  Committee  what 
you  have  to  say  about  these  junction  or  bar-tolls 
upon  the  canal ; what  their  object  was,  and  how 
they  work  at  present? — These  junction  or  bar- 
tolls  on  canals  were  originally  the  almost  invari- 
able system;  it  was  not  one  which  has  originated 
in  any  way  in  the  possession  of  canals  by  rail- 
ways, but  was  a sort  of  protective  system  originally 
granted  to  the  existing  canals  whenever  any  new 
canal  foi’med  a junction  with  them,  and  they  were 
in  some  instances  of  extraordinary  amount.  I 
could  give  you  one  instance  independent  al- 
together of  railway  interference.  Upon  the 
Oxford  Canal,  at  our  southern  junction  at  Napton, 
the  Oxford  Canal  Company  are  entitled  by  the 
original  Act  to  take  a toll  of  2 s.  9 d. ; the  toll  was 
originally  on  coals  2 s.  9 d.  a ton,  and  upon  all 
other  articles  4 s.  4 d.  per  ton,  not  for  any  service 
rendered,  but  merely  for  the  act  of  traffic  passing 
from  one  canal  to  the  other. 

10175.  Was  that  as  compensation  for  the 
diversion  of  traffic? — Even  if  the  traffic  were  not 
diverted,  and  did  not  require  compensation.  To 
show  how  onerous  it  was,  1 may  mention  that  in 
the  first  twenty  years  from  the  opening  of  our 
Canal  the  Oxford  Canal  actually  received  a 
quarter  of  a million  in  bar-tolls  at  that  junction  ; 
sufficient  to  pay  a 10  per  cent,  dividend  upon 
their  entire  capital  for  the  construction  of  92 
miles  of  canal  with  a considerable  lockage. 

Mr.  Barclay. 

10176.  Were  you  taking  any  traffiefrom  them? 
— No,  none  at  all ; we  were  adding  to  their  traffic. 
Now,  tlie  Grand  Junction  was  a still  more  extra- 
ordinary instance;  the  Grand  Junction  Canal 
joined  the  Oxford  Canal  seven  miles  from  their 
junction  at  Napton,  and  there  was  a compensation 
toll  of  6 rf.  a tou  leviable  upon  all  coals  turning 
towards  Oxford,  which  never  went,  in  point  of 
fact,Avithin  seven  miles  of  their  canal,  and  in  which 
they  never  could  have  any  possible  interest. 

Chairman- 

10177.  These  bar  tolls  have  been  abolished  by 
the  independent  canals,  have  they  not  ? — They 
have  been  abolished  by  the  independent  canals, 
but  not  by  the  railway  canals.  The  Great 
Western  charge  Is.  ^d.  at  their  Kings  wood  J unc- 
tion. Now,  we  are  entitled  to  a compensation 
toll  of  2 s.  3 d.  at  Kingswood  under  certain  cir- 
cumstances, but  we  have  never  taken  that  com- 
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pensation  toll;  the  Great  Western  Company  con- 
tinue to  take  theirs,  and  the  effect  of  that  has 
been  that  it  has  annihilated  the  trade. 

10178.  The  London  and  North  Western  take 
the  toll,  do  they  not? — They  take  the  Zd. 
and  4f/. 

10179.  Is  their  junction  at  Birmingham? — Yes, 
in  the  town  of  Birmingham. 

10180.  Then  of  course  the  possession  of  this 
control  over  lines  in  the  canal  route,  and  these 
com])ensation  tolls,  must  do  a great  injury  to  your 
traffic? — The  injury  is  very  great.  Thetraffic  upon 
the  Stratford-on-Avon  Canal,  which  is  in  direct 
communication  with  us,  immediately  at  the  time 
when  it  -was  purchased  by  the  Great  Western 
Railway  in  1848,  ivas  then  about  what  it  liad  been 
for  many  years.  I have  looked  back  to  the  half- 
yearly  returns  and  they  do  not  give  the  amount 
of  tons  carried ; but  they  give  the  amount  of 
the  receipts  of  the  canal,  and  they  varied  very 
slightly  for  many  years  ; they  were  about  13,000/. 
a year;  and  in  1848,  which  was  two  years  after 
the  acquisition  of  the  canal  by  the  Great  Western 
Railway  Company,  the  receipts  were  13,273/.; 
in  1858,  they  were  8,200/.  ; in  1868,  they  were 
5,100/.  ; and  in  1878,  they  were  3,100/.  ; and  the 
same  will  apply  in  a stronger  degree  to  the  Kennet 
and  Avon  Canal. 

10181.  You  have  a striking  statement  to  make 
about  the  sum  invested  by  the  Great  Western 
Railway  Company  in  canal  pro]ierty,  and  what 
they  receive  from  it  ? — Yes,  the  Great  Western 
Railway  Company  have,  practically,  a million  of 
money  invested  in  canals ; they  own  the  Kennet 
and  Avon,  the  Stourbridge  Extension,  the  Strat- 
ford-on-Avon, the  Swansea,  the  Monmouthshire 
Railway  and  Canal,  the  Bridgwater  and  Taunton, 
and  the  Grand  Western  Canals.  With  reference 
to  the  Hereford  and  Gloucester  Canals,  the  Great 
Western  Company  pay  5,000/.  a-year  for  it;  it 
is  a rent- charge  in  addition  to  the  capital.  The 
total  amount  of  capital  invested  in  those  canals 
(excluding  the  Monmouthshire  Railway  and 
Canal,  which  is  a mixed  amount  and  is  not  divisi- 
ble), is  633,036  /.,  and  the  total  amount  includ- 
ing the  Monmouthshire  Railway  and  Canal  is 
1,019,486  /.,  and  the  net  revenue  of  tlie  whole  of 
that  invested  capital  last  year  was  276  /.,  and  the 
rent-charges  payable  in  addition  were  8,243  /., 
so  that,  practically,  the  company  lost  7,966  /. 
by  the  working  of  the  canals. 

10182.  I would  like  to  have  that  clearly;  you 
argue  from  that  tliat  the  company  have  spent 
money  upon  those  canals,  not  to  utilise  them  for 
the  public,  but  to  shut  them  up  and  bring  the 
traffic  upon  the  railways?— Precisely  so;  I would 
like  to  add,  as  contrasted  with  that,  that  the 
Manchester,  Sheffield,  and  Lincolnshire  Company 
also  possesses  a considerable  qiiantity  of  canals. 
In  the  year  1880  their  revenue  from  tliese  canals 
was  99,665  /.,  and  the  cost  in  expcn.-cs  was 
50,222  /.,  leaving  a net  I’evenue  of  49,443  /.  In 
fact  they  actually  made  a slightly  larger  profit 
on  their  canals  than  they  did  upon  their  railways, 
so  that  it  shows  that  if  a railway  possesses  them- 
selves of  canals  with  the  view  to  utilising  them 
for  their  own  benefit,  and  the  benefit  of  the 
public,  it  can  be  done. 
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Mr.  Barclay. 

10188.  You  admit  that  the  Manchester,  Shef- 
field, and  Lincolnshire  Company  have  utilised  their 
canals  for  the  benefit  of  the  public? — Yes,  be- 
cause you  vill  see  that  the  Manchester,  Sheffield, 
and  Licolnshire  Company,  possessing  a similar 
amount  of  canal  to  the  Great  Western  Company, 
have  got  a larger  amount  outof  the  canals  than  they 
have  out  of  their  railway.  In  1875  their  canals 
were  by  far  the  most  valuable  property  they 
had. 

Ckahman. 

10184.  Will  you  tell  the  Committee  what  you 
have  to  say  about  railway  companies  making 
engagements  to  control  tlie  navigation  over  canals, 
and  afterwai'ds  repudiating  them  ? — On  that  point 
we  have  had  a very  remarkable  instance  in  our 
neighbourhood.  The  Kiver  Avon  from  Stratford 
to  Tewkesbury  Avas  originally  divided  into  the 
upper  and  loAver  Avon  navigation ; the  upper 
navigation  was  formerly  the  property  of  ^Ir. 
Whateley,  and  the  lower  Avon  naA'igation  Avas 
the  property  of  Mr.  Perrott.  The  upper  Avon 
navigation  fell  into  the  hands  of  the  Gi'eat  \Yest- 
ern  Raihvay  Company  ; it  Avas  nominally  pur- 
chased by  a Mr.  Broughton,  Avho  Avas  their 
nominee,  and  an  official  in  their  serviee ; he 
handed  it  over  to  the  raihvay  company,  the  rail- 
waj"  company  passed  the  traffic  upon  the  naviga- 
tion, issued  accounts  to  the  traders,  charged  the 
toll,  received  it,  repaired  the  navigation  par- 
tially, and  actually  went  to  the  milloAvners  and 
the  riparian  OAvners,  and  asked  them  for  subscrip- 
tions towards'  the  reparation  of  tlie  navigation 
Avorks  ; they  carried  this  on  for  some  years,  and 
eventually  they  turned  round  and  said  Ave  Avill 
have  no  more  to  do  Avith  this;  Ave  have  allowed 
it  to  go  into  such  a condition  that  nobody  can 
repair  it;  they  threw  the  whole  thing  up,  and  the 
traffic  Avas  stopped.  The  loAver  Avon  navigation 
was  leased  l)y  the  Worcester  and  Birmingham 
Canal  Company,  and  the  reason  Avhy  they  leased 
it  Avas  this,  at  the  time  the  Stratford  Canal  Avas 
made  it  Avas  thought  that  a very  considerable 
portion  of  the  traffic  to  Stratford-on-Avon  and 
the  upper  portion  of  the  navigation  Avould  go  by 
the  Biver  Severn  and  the  Worcester  Canal  as 
a better  route,  and  use  the'  Stratford  Canal  into 
the  navigation,  adding  very  materially  to  the 
value  of  the  Worcester  Canal.  The  Woreester 
Canal  Company  agreed  Avith  Mr.  Perrott,  to 
give  400 1.  a year  in  perpetuity  as  compensa- 
tion for  this  loss.  Of  course,  they  are  bound  by 
that,  and  Mr,  Perrott  is  to  haA^e  his  400  1.  a 5'ear 
for  ever,  but  the  upper  Avon  navigation,  Avhich 
Avas  to  be  the  source  of  the  benefit  to  the  Wor- 
cester Canal  Company,  is  closed  by  the  raihvay 
company,  and  therefore  they  have  no  means  by 
which  they  can  recoup  themselves  for  that  400  1. 
a year. 

10185.  Have  any  other  Independent  or  private 
parties  offered  to  repair  this  upper  navigation  and 
been  refused? — Yes,  Mr.  Forster,  of  Evesham, 
offered  to  repair  the  navigation.  I do  not  knoAV 
what  the  circumstances  Avere,  but  the  Great 
Western  Hallway  Comjiany  placed  some  impedi- 
ment in  his  Avay ; they  did  not  choose  to  have  it 
done.  He  made  an  application  to  the  Railway 
Commissioners,  and  the  Commissioners  held  that 
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they  could  not  force  upon  the  Great  Western 
Company,  under  the  circumstances,  any  liability 
to  I’epair. 

10186.  That  is  a case  in  Avhich  the  Raihvay 
Commissioners  have  declared  that  they  have 
not  the  power  ? — But  that  Avas  not  Avith  regard 
to  the  jffiysical  condition  of  the  navigation  alto- 
gether, but  as  to  the  liability  of  the  railway 
company  to  continue  the  ownership ; they  left 
the  navigation  derelict,  and  refused  to  have  any- 
thing to  do  with  it. 

10187.  Do  the  Great  Western  Company 
disown  ownership? — Certainly  they  do. 

10188.  If  they  disown  the  OAvnership,  they 
Avould  haAm  no  right  to  prevent  a party  coming 
in  to  repair  the  canal  ? — 1 do  not  knoAv  the  cir- 
cumstances, but  I understood  that  Mr.  Forster  of 
Evesham  had  come  forward  to  repair  the  locks, 
and  that  some  obstacle  had  been  put  in  his  Avay 
either  by  Mr.  Broughton  or  some  nominee  of  the 
raihvay  company. 

10189.  What  do  you  put  before  the  Committee 
to  urge,  as  your  view,  for  improving  the  relations 
betAveen  railAvay  eoinpanies  and  canal  companies  ? 
— I urge,  first  of  all  (taking  into  consideration  the 
peculiar  circumstances  of  each  case),  that  all  rail- 
Avay  companies  Avho  OAvn  links  in  any  canal  system 
should  charge  no  higher  rate  than  that  charged  on 
the  average  by  the  independent  canals  over  Avhich 
the  traffic  passes,  either  before  it  passes  over  the 
raihvay-OAvned  canals  or  after  it  passes  from  them  ; 
that  is  to  say,  supposing  the  traffic  to  originate 
upon  a raihvay-OAvned  canal,  that  navigation 
shall  have  no  poAver  to  charge  any  higher  rate 
than  the  independent  canals  through  Avhose 
channels  it  reaches  its  final  destination. 

Mr.  Monk. 

10190.  Who  is  to  decide  that? — It  could  be 
decided  by  the  facts.  Supposing  the  Avhole  rate 
charged  to  be  5 *■.,  and  the  raihvay-owned  canal 
is  one-fifth  of  the  Avhole  mileage,  they  should  not 
charge  more  than  1 s. 

O 

Mr.  Barclay. 

10191.  Would  that  be  a power  over  canals 
similar  to  Avhat  raihvay  companies  haA'e  over  one 
another  to  enforce  a through  rate? — It  is  not 
similar,  because  this  would  be  compulsory,  and  I 
believe  through  rates  are  almost  ahvays  by  agree- 
ment. 

10192.  But  have  not  the  Rallwa)^  Commis- 
sioners poAvers  to  compel  raihvay  companies  to 
make  through  rates  ? — Yes,  they  haA'e. 

10193.  And  have  not  the  Raihvay  Commis- 
sioners poAver  to  make  a through  rate  betAveen 
raihvay  and  canal  companies  ? — That  is  disputed. 
It  has  been  said  that  a canal  company  taking 
tolls  is  not  in  the  position  of  carriers. 

Chairman. 

10194.  Now,  upon  the  question  of  mainten- 
ance : under  the  Act  of  1873  (Clause  17),  you 
Avill  find  that  “ Every  raihvay  company  owning 
or  having  the  management  of  any  canal  or  part 
of  a canal  shall  at  all  times  keep  and  maintain 
such  canal  or  part,  and  all  the  reservoirs,  Avorks 
and  conveniences  thereto  belonging,  thoroughly 
repaired  and  dredged  and  in  good  AAmrking  con- 
dition, 
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dition,  and  shall  2M'eserve  the  sup^ilies  of  water 
to  the  same,  so  that  the  whole  of  such  canal  or 
part  may  be  at  all  times  kept  open  and  navigable 
for  the  use  of  all  persons  desirous  to  use  and 
navigate  the  same  without  any  unnecessary 
hindrance,  interruption  or  delay.”  That  seems 
comjilete  enough? — Yes,  it  does  a^xpear  to  be  a 
very  complete  iirovision,  but  I believe  there  is 
one  instance,  in  which  a railway  company  owned 
a tunnel,  and  there  was  a bricklayer  and  a 
labourer  sent  into  it  to  repair  it,  and  that  was 
kept  on  week  after  Aveek,  and  the  conujany  con- 
tended that  they  were  using  “ due  diligence.” 

10195.  The  second  point  you  have  to  urge 
is,  about  what  you  would  jiropose  with  regard 
to  enforcing  the  ju’cservation  of  the  navigation 
upon  the  railway  companies ; would  you  advo- 
cate that  the  Railway  Commissioners  should  have 
jiower  to  issue  a mandamus  ? — I think  there 
should  be  a summary  proceeding  where  a com- 
plaint was  made  that  a railway-owned  canal  had 
gone  out  of  condition,  or  that  its  works  were  not 
properly  maintained  ; that  either  the  adjacent 
canal,  having  an  interchange  of  traffic  with  it,  or 
the  traders,  should  have  iiower  to  complain,  and 
if  the  complaint  were  found  to  be  an  undue 
complaint,  of  course,  they  would  pay  the  ex- 
penses, having  made  an  improj)er  complaint  ; but 
that  if  it  were  found  •prima  facie  to  have  been  a 
jn’Oiier  complaint,  the  Railway  Commissioners 
should  have  {)ower  to  inspect,  and  that  the  whole 
of  the  jirocecdings  should  then  be  at  the  cost  of 
the  railway  comjiany,  owning  the  canal,  and  that 
the  Railway  Commissioners  should  have  sum- 
mary jmwer,  either  to  mulct  them  in  heavy 
damages,  so  as  to  bring  them  really  to  book,  or 
to  issue  a mandamus  com^ielling  them  to  l epair 
forthwith.  Anything  short  of  a heavy  penalty 
would  have  no  etl'ect  at  all  upon  a railway  com- 
pany, because  they  might  say,  w^e  are  receiving 
500  /.  a day  with  one  hand,  and  we  can  well 
afford  to  pay  50  1.  with  the  other. 

10196.-  Then  with  reference  to  a dei’elict 
canal,  what  would  you  recommend? — With  re- 
gard to  derelict  navigations,  I think  they  should 
all  of  them  go,  if  iiossible,  into  the  hands  of 
adjacent  com^ianies,  if  they  are  willing  to  take 
them  u}!. 

10197.  You  would  advocate  that  a neighbour- 
ing caual,  which  is  part  of  the  through  route, 
should  have  power  to  take  and  assume  the 
ownership  of  the  derelict  canal,  and  work  it  ? — 
Yes,  without  jiayment;  if  the  railway  company 
do  not  kee^i  it  up,  and  say  it  is  not  worth  keeping 
up,  then,  if  any  adjacent  canal  comjiany  says  that 
it  is  worth  their  while  to  keep  it  ojien,  they 
should  have  pow'er  upon  application  to  the  Rail- 
way Commissionei's  to  assume  the  ownership  of 
it.  I w'ould  like  to  call  your  attention  ujion  that 
point,  to  the  Rivers  Conservancy  Bill  ; the  31st 
section  of  that  Bill  says,  “ Where,  owing  to  the 
neighbourhood  of  a railway,  or  other  local  cir- 
cumstances, any  I'iver,  stream,  or  canal,  subject 
to  the  jurisdiction  of  any  commissioners,”  and  so 
on,  “ has  become  disused,  or  is  but  little  used  for 
navigation,  such  navigation  authority  may,  by  a 
resolution  passed  by  a majority  of  their  whole 
number ; at  a meeting  specially  convened  for  the 
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purpose,  declare  it  to  be  expedient  that  their 
poAvers,  rights,  and  duties  under  such  local  Act 
should  cease,  and  that  they  should  be  dissolved,  and 
they  may  apply  by  petition  to  the  Local  Govern- 
ment Boai’dfor  a Provisional  Order.  ” Now,  if  such 
a clause  as  that  slips  through  in  an  Act,  which  really 
does  not  refer  to  the  navigable  conditions  of  canals 
or  rivers,  we  shall  have  the  railway  companies 
letting  their  canals  get  out  of  condition,  as  the 
Hereford  and  Gloucester  has,  and  then  going  for 
a Provisional  Order,  and  saying  we  have  all 
agreed  that  this  should  cease  to  be  a canal,  let 
us  shut  it  up. 

10198.  Have  you  any  further  observations  to 
make  to  the  Committee  ? — I would  like  to  make 
a few  further  observations  ujion  the  Act  of  1873 
generally._  In  the  Act  of  1873,  section  11,  sub- 
section 8,  it  says,  “ It  shall  not  be  lawful  for  the 
Commissioners  in  any  case  to  compel  any  coin- 
2)any  to  accept  lower  mileage  rates  than  the 
mileage  rates  which  such  company  may  for  the 
time  being  legally  be  charging  for  like  traffic 
carried  by  a like  mode  of  transit  on  any  other 
line  of  communication  between  the  same  points, 
being  tlie  points  of  departure  and  arrival  of  the 
through  route.”  Now  it  has  been  held  that 
where  a circuitous  line  not  being  the  nearest 
and  most  direct  route  is  in  the  hands  of  a railway 
company,  and  upon  that  circuitous  and  indirect 
route,  they  are  charging  high  rates,  the  Railway 
Commissioners  would  not  have  po'vor  to  reduce 
the  rate  charged  u2)on  a more  direct  and  shorter 
route.  The  same  difficulty  crop2ied  iqt  in  1844, 
when  the  Act  to  empower  canal  companies  to 
vary  their  tolls,  Avas  before  Parliament.  Mr. 
Gladstone  Avas  then  at  the  Board  of  trade;  and 
he  saAV  this  difficulty  ; it  was  pointed  out  to  him, 
and  he  scheduled  our  canals  in  particular  as 
being  exempted  from  the  operation  of  the  Act. 
He  Aveut  out  of  office  in  1845,  and  then  Mr. 
Cardivell,  Avho  followed  him  at  the  Board  of 
Trade,  did  not  take  the  same  view  as  Mr.  Glad- 
stone, and  tliei’e  was  a clause  put  into  the  Act, 
varying  the  terms  of  this  sub-section  that  I have 
read  to  you,  Avhich  is  almost  identical  Avith  the 
Bill  of  1844.  That  Bill  of  1844  Avas  not  2Aassed; 
but  in  the  1845  Bill  there  Avas  a modification  of 
the  clause  passed,  Avhich  saved  the  rights  in  some 
respects  in  the  4th  clause  of  the  8th  and  9th 
Victoria  ; but  noAV  there  is  a resum2')tion  of  the 
same  difficulty  in  the  Act  of  1873;  it  is  altogether 
inap2Allcable  to  canals,  and  Ave  think  that  in  any 
re-adjustment  or  amendment  of  the  powers  of  the 
Railway  Commissioners,  sub-seetion  8 of  clause 
11  should  be  struck  out  as  relating  to  canals. 

10199.  Would  you  mind  ex2Alaining  that  a 
little  more  fully,  as  I think  Ave  do  not  quite 
understand  your  point  ; take  this  a2A[)lication 
that  you  made  for  a through  rate.  What  do  I 
understand  you  to  say  as  to  that  ? — The  Birming- 
ham Canal  Com2)any  contended  that  if  they  con- 
veyed the  traffic  upon  their  OAvn  green  line  round 
by  Coventry,  which  you  Avill  sec  to  the  right  at 
the  top  of  the  map,  continuing  I’ound  to  the  blue 
line  u2)on  their  OAvn  line,  and  evading  our  line 
altogether,  if  they  charged  1 1 dl.  a ton,  or  any  lesser 
toll  in  excess  of  the  through  toll,  the  Railway 
Commissioners  had  no  power  to  modify  that. 
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Mr.  Barclay. 

10200.  How  would  the  London  traffic  go? — 
The  Loudon  traffic  would  go  first  to  Fazeley 
Junction,  then  down  the  Coventry  Canal,  and 
then  by  the  Oxford  Canal  to  Braunston  Junction, 
and  then  by  the  Grand  Junction  Canal  onwards 
to  London. 

10201.  AVhere  do  you  suj)pose  the  traffic  to 
begin  ? — In  the  South  Staffordshire  district. 

10202.  But  taking  tins  particular  case,  Avith 
respect  to  which  you  wish  to  force  a through 
rate  ? — They  wish  to  force  the  through  rate ; 
they  say  that  if  we,  by  a more  circuitous  route, 
charge  a higher  mileage  rate  to  that  ])oint,  you 
have  no  right  to  enforce  a lower  rate  upon  us  by 
the  traffic  which  goes  upon  the  red  lines. 

10203.  That  is  to  say,  so  long  as  they  maintain 
the  higher  rate  upon  their  canals  you  could  not 
maintain  a reasonable  rate  upon  yours? — Pre- 
ciseL'. 

Mr.  Bolton. 

10204.  Did  the  Railway  Commissioners  uphold 
that  contention  ? — No,  they  gave  a judgment  in 
our  favour. 

Mr.  Barclay. 

10205.  Did  the  Railway  Commissioners  say 
that  you  were  entitled  to  get  a lower  rate  upon  the 
green  canals  of  the  railway  canal  company  than 
you  were  entitled  to  get  as  through  rates? — Yes, 
the  Railway  Commissioners  said  we  were  entitled 
to  call  upon  them  to  2Lass  the  traffic  on  at  the 
same  mileage  rates,  jiractically,  as  we,  ourselves, 
were  charging. 

Chairman. 

1020G.  Is  there  anything  else  which  you  wish 
to  mention? — I wish  to  refer  again  to  the  com- 
pensation tolls,  to  say  that  they  have  been  pretty 
generally  condemned  by  all  2)arties ; I find  that 
in  1872  Sir  Edward  Watkin  condemned  them, 
and  Mr.  Cawkwell  also,  before  the  Select  Com- 
mittee on  Railway  Companies  Amalgamation. 
Sir  Edward  AYatkln  was  asked  ujjon  that 
subject.  Question  4668,  (Q.)  “I  suppose  that  the 
same  system  of  through  tolls,  Avhich  you  think  so 
desirable  with  regard  to  railways,  would  be 
reasonable  to  require  with  regard  to  canals?” 
And  his  re2)ly  was,  “I  think  so.  Many  canals 
have  got  what  are  called  bar  tolls,  and  I think 
that  when  canals  come  to  Parliament  they  ought 
to  be  carefully  looked  at,  for  many  of  them,  I 
have  no  doubt,  do  obstruct  the  traffic.”  And  he 
was  fuither  asked  in  the  next  question,  “Do  not 
you  think  that  Avhen  bar  tolls  have  been  jmt  on 
for  the  iturpose  of  obstructing  traffic,  it  is  a just 
cause  for  interference?”  And  he  said,  “ Yes,  I 
do.”  And  Mr.  Cawkwell,  at  Questions  6725  and 
6727,  was  asked  by  Mr.  Chichester  Fortescue, 
“ What  do  you  carry ; is  it  ^tottery  chiefly  ?”  And 
his  reply  was,  “We  carry  iro)i  traffic  from 
Staff'U'dshire  to  Liverpool,  and  crate  traffic  from 
North  Staffordshire.  That  is  to  a considerable 
extent,  i)erha{is,  limited  by  the  expensive  toll 
that  we  have  to  pay  for  entering  into  the  North 
Staffordshire  Canal,  a sort  of  bar  toll,  which 
rather  limits  our  operations  in  that  direction.” 
Then  he  is  asked  by  Lord  Redesdale,  “ To  whom 
does  the  North  Staffordshire  Canal  belong?” 


Chairman — continued. 

(A.)  “To  the  North  Staffordshire  Railway  Com- 
pany.” Then  at  Question  6727,  he  is  asked  by 
Mr.  Chichester  Fortescue,  “ When  was  that  bar 
toll  im^iosed?”  To  which  he  replied,  “ I cannot  tell; 
I fancy  a considerable  time  since ; before  the 
North  Staffordshire  Company  took  the  canal,  I 
have  no  doubt.” 

Mr.  Barclay. 

10207.  As  resjiects  the  traffic  between  Bir- 
mingham and  London,  without  taking  into  account 
the  traffic  beyond  Birmingham,  have  the  canal 
companies  been  able  to  maintain  the  canal  traffic 
upon  the  line  ?^ — Yes,  I shall  show  you  by  their 
returns  that  the  independent  traffic  has  ^tracti- 
cally  doubled  since  1846. 

10208.  It  is  in  res^iect  of  traffic  beyond  Bir- 
mingham that  you  conijilaiu  of  the  railway 
companies  ? — Yes;  where  either  the  London  and 
North  Western  Comjiany’s  canal  at  Birmingham, 
and  beyond  to  the  north,  or  the  Great  Western 
Com^^any’s  canals  are  necessarily  a part  of  the 
route,  the  traffic  is  diminished. 

10209.  Have  you  a connection  with  the  Wor- 
cester and  Birmingham  canal  ? — Yes,  through  a 
railway  canal  in  two  directions ; but  not  an  in- 
dejiendent  coneection. 

10210.  That  must  be  a short  distance  ? — It  is 
two  miles,  for  which  they  charge  8 d. 

10211.  That  is  the  bar  which  they  practically 
erect  between  you  and  your  connection  with 
the  Worcester  and  Birmingham  Canal  ? — 
Yes, 

10212.  Would  the  traffic  considerably  develop 
if  it  were  not  for  that  bar  toll  between  you  and 
thatindejiendent  line?  — We  have  reason  to  believe 
that  it  would,  because  our  large  indejiendent 
traffic  has  developed. 

10213.  I understand  you  to  say  that  with 
resjiect  to  traffic  from  London,  northwards,  be- 
yond Birmingham,  it  has  increased,  while  the 
traffic  from  northwards  of  Birmingham  to  London 
has  decreased  considerably  dui'ing  the  last  30 
years  ? — That  is  so. 

10214.  You  attribute  this,  I suptiose,  to  the 
fact  that  you  get  hold  of  the  traffic  at  London, 
whereas  if  the  railway  company  get  hold  of  the 
traffic  at  the  other  end,  they  send  it  by  railway, 
not  by  canal? — 'fake  the  Birmingham  Canal,  and 
see  their  rate  of  toll  ujion  a large  jrortion  of  the 
traffic,  over  a fraction  of  the  distance  ; if  we  got 
the  same  rate  of  toll,  the  whole  toll  to  London 
would  be  17  s.  Qd.,  which  would  be  more  than 
the  railway  rate  for  the  whole  service. 

10215.  Do  you  think  that  goods  can  be  carried 
cheaply  in  competition  with  the  railway?  — I 
think  they  can  be  carried  in  comjjetition  with  the 
railways  ; that  is  to  say,  heavy  goods  can,  but 
whether  they  can  be  carried  cheaper,  I cannot 
say.  I do  not  know  enough  of  railway  manage- 
ment to  know  what  the  actual  cost  is.  I should 
be  sorry  to  say  that  I know  a railway  corajiany 
could  not,  under  certain  circumstances,  carry  at 
the  same  ])rice  as  a canal  company. 

10216.  Have  you  seen  that  rejjort  which  has 
been  made  to  the  French  Government  within  the 
last  year  or  two  with  reference  to  the  cost  of 
carrying  upon  railwaj’s  and  canals  ? — I have  not 
seen  that  report. 


10217.  Have 
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Mr.  Barclay — continued. 

10217.  Have  you  an  active  competition  in 
goods  between  Binningliam  and  London  ? — 
Yes. 

10218.  Do  the  traders  upon  your  canal  carry 
cheaper  than  the  railways  ? — The  traders  upon 
canals  arc  bound  pretty  generally  by  the  railway 
rates.  There  is  a conference  at  Birmingham  for 
the  South  StalFordshire  district. 

10219.  A conference  of  whom? — Of  canal 
and  railway  carriers.  If  an  independent  man 
sets  up,  they  either  run  him  off  the  road  or  buy 
him  off  it;  there  are,  however,  independent 
carriers. 

10220.  You  say  that  the  canal  traders  have 
now  gone  into  the  railway  combination  to  keep 
up  the  rates? — Yes,  the  canal  carriers  have  been, 
I suppose  I may  say,  compelled  by  the  circum- 
stances to  join  the  conference,  knowing  that  if 
they  did  not,  the  railways  would  destroy  their 
traffic. 

10221.  Have  you  any  idea  what  is  the  jndn- 
cipal  class  of  goods  carried  between  Birmingham 
and  London? — From  Birmingham  to  London  it 
is  iron  and  iron  goods  principally'. 

10222.  Cannot  the  canals  carry  heavy  iron 
goods  very  much  cheaper,  or  am  I to  understand 
that  you  cannot  say^  whether  the  canals  could 
take  the  iron  cheaper  from  Birmingham  to  London 
than  the  railways  ? — I do  not  know  how  I can 
say  that,  because  I am  not  aware  what  the  actual 
cost  by  the  raihvays  is  ; but  we  can  carry  in  com- 
petition. 

10223.  What  do  you  consider  a fair  toll  upon 
a canal ; you  have  told  the  Committee  that  you 
are  charging  -275  d.  a mile  ? — Yes. 

10224.  Does  the  carrier’s  charge  in  addition, 
bear  any  proportion  to  the  mileage  ; could  you 
give  the  Committee  any  indication  of  what  rate 
would  pay  the  carrier  ? — The  rale  by  water 
varies  considerably,  according  to  the  railway 
classification,  and  the  canal  carriers  pretty  gener- 
ally adopt  the  railway  classification  and  charge 
about  the  same  as  the  railways  do  ; but  the  in- 
dependent carriers  certainly  carry  for  less  than 
the  railway  companies  carry  for. 

10225.  Could  not  you  give  the  Committee  an 
idea  of  what  is  the  charge  per  mile,  in  addition 
to  your  charge  of  "275  d.,  say  for  pig-iron  or 
heavy  undamageable  iron? — By  the  canal  mileage, 
about  1 a ton  as  nearly  as  possible. 

10226.  That  is  to  say,  the  carrier  charges  in 
addition  to  this  '216  d.,  how  much?  — Three 
farthings,  the  *275  d.  would  practically  mean  ^d. 
to  the  canal  company,  and  | d.  to  the  traders. 

10227.  Do  I understand  that  heavy  goods 
such  as  iron  and  coals  might  be  carried  by  canal 
between  Birmingham  and  London  profitably  at 
id.  Si  ton  per  mile  ? — Yes. 

10228.  Is  the  canal  longer  than  the  railway  ? 
— Yes,  the  distance  is  about  140  miles  by  the 
canal. 

10229.  And  how  much  is  it  by  the  railway? — 
It  is  about  96  miles,  I think. 

10230.  The  \ d.  & ton  a mile  Includes  the  tolls 
and  corresponds  with  the  railway  rate  ? — It  does. 

10231.  You  talked  of  being  obliged,  if  the 
present  state  of  matters  continued,  to  shut  up 
your  canal? — No,  to  give  up  this  portion  of  our 
traffic. 

0.54. 


Mr.  Barclay — continued. 

10232.  Which  portion  do  you  refer  to  ? — The 
through  traffic  to  London. 

10233.  Why  should  you  give  it  up? — Be- 
cause the  carriers  wfill  not  continue  it. 

Ml*.  Phipps. 

10234.  It  will  give  Itself  up,  will  it  not? — It 
will  give  itself  up. 

Mr.  Barclay. 

10235.  That  is  to  say,  the  trade  (fom  beyond 
Birmingham  to  London? — Yes,  the  trade  from 
beyond  Birmingham  to  London. 

10236.  In  consequence  of  the  very  large  por- 
tion of  the  total  freight  that  the  carriers  have 
to  pay  to  the  railway  canals? — Yes,  j)recisely ; 
our  rate  upon  a very  large  portion  of  the  traffic 
on  the  canal  is  0*175  d.,  and  the  railway  toll  is 
1 *50  d.  for  their  jjortion. 

10237.  Then  as  the  railway  carriers  from  be- 
yond Birmingham  have  to  pay  so  much  out  of 
the  freight  they  get  for  the  carriage  of  the  goods 
to  the  railway  canals,  they  can  only  afford  very 
little  to  you  ? — That  is  so  ; and  if  it  fell  much 
below  what  it  is  now,  it  w*ould  fall  to  a point 
below  which  it  would  not  remuuera,te  us  to  carry 
on  the  traffie. 

10238.  The  17th  Section  of  the  Act  of  1873 
has  been  referred  to ; that  section  which  em- 
pow'ers  the  Railway  Commissioners  to  order  a 
railway  company  to  keep  open  a canal.  Whose 
interest  would  it  be  to  prosecute  a railw'ay  com- 
pany to  compel  them  to  keep  up  a canal  ? — Pri- 
marily it  w'ould  appear  to  be  the  interest  of  the 
traders,  but  it  does  not  necessarily  follow  ; there 
is  still  a traffic,  though  not  a large  one,  upon  the 
Stratford-on-Avon  Canal,  the  Great  Western 
Company’s  Canal  into  Stratford  ; they  are  now 
seeking  to  get  the  traders,  all  of  them,  to  go  to 
the  railway,  and  to  close  the  last  half  mile  or 
mile  of  the  canal  altogether,  so  as  to  cut  off  its 
physical  communication  with  the  river.  They 
say,  we  will  offer  you  such  facilities  by  railway 
that  it  shall  answer  your  purpose  to  allow  us  to 
sever  your  connection  by  canal  betw’een  Strat- 
ford and  the  South  Staffordshire  district. 

10239.  Do  you  say  that  it  would  be  your 
interest,  taking  everything  into  account  as  a 
canal  manager,  or  the  interest  of  the  company 
you  manage,  to  prosecute  the  railway  company 
before  the  Railway  Commissioners  to  make  them 
keep  open  the  canal  ? — It  would  be  a very  costly 
proceeding  as  we  have  found  to  our  cost ; the 
proceedings  ■we  have  been  engaged  in  have  cost  us 
a very  large  amount. 

10240.  What  did  this  case  before  the  Railway 
Commissioners  cost  you  ? — £.  6,000. 

10241.  Could  you  tell  the  Committee  how 
much  of  that  was  spent  before  the  Railway  Com- 
missioners, and  how  much  elsewhere  ? — About 
4,000  1.  was  spent  before  the  Raihvay  Commis- 
sioners. 

10242.  It  was  a very  tedious  case;  you  stated 
that  it  lasted  13  days? — The  case  lasted  13 
days. 

10243.  I suppose  your  experience  before  the 
Railway  Commissioners  would  deter  you  from 
entering  any  other  case  ? — I do  not  think  so  ; 
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Mr.  Barclay — continued. 

I think  we  are  determined,  let  it  cost  what  it 
will,  to  get  an  alteration. 

10244.  Then  you  have  it  in  contemplation  to 
go  before  the  Ilailway  Commissioners  again  upon 
the  same  question? — Or  the  courts,  or  both. 

10245.  What  is  the  annual  revenue  of  your 
company  ? — £.  ll,00o  a year. 

Mr.  Barnes. 

10246.  Is  that  the  net  ? — Yes,  the  net. 
hlr.  Barclay. 

10247.  I suppose  the  railway  canals,  north  of 
Birmingham,  are  not  all  more  expensive  and 
troublesome  to  keep  up  than  your  canals  ? — That 
depends  upon  how  you  consider  the  matter;  if 
you  take  the  mileage  of  the  canal  they  would  be 
more  troublesome  and  expensive  ; but  if  you  take 
the  traffic  into  consideration,  their  cost  per  cent, 
upon  their  traffic  is  less ; less  considerably  than 
ours  is. 

10248.  Their  charge  per  ton,  for  repairs,  would 
be  less  ? — It  would  be  considerably  less.  Ours 
is  a very  expensive  canal,  with  65  locks ; we 
pump  nearly  all  our  Avater  ; we  run  over  the  very 
highest  ridge  in  the  kingdom,  and  we  have 
feeders  and  reservoirs  in  every  possible  direction, 
but  practically  we  depend  entirely  upon  pumping 
from  a dee])  adit. 

10249.  With  regard  to  enforcing  a through  rate 
upon  another  canal  company  ; would  you  be  pre- 
pared to  give  a higher  rate  in  respect  of  that 
other  canal  being  more  expensive  to  maintain, 
and  the  large  cajutal  involved  in  its  construction  ? 
— I think  that  should  be  so. 

10250.  Would  you  propose  that  the  Railway 
Commissioners  should  take  that  into  account  in 
fixing  the  through  rate  ? — Certainly. 

10251.  But  the  grounds  upon  which  you  Avould 
go  to  the  Railway  Commissioners  ivould  be,  that 
unless  the  other  canal  company  could  prove  to 
the  contrary,  it  would  be  assumed  that  the  rate 
you  were  willing  to  charge  Avould  pay  them  as 
well  as  you? — Certainly;  I think  that  a fair 
ground,  and  that  unless  special  circumstances 
are  proved,  it  ought  to  be  a mileage  rate. 

10252.  Would  you  allow  anything  more  for  a 
short  distance  than  for  a long  one  ? — 1 think  that 
must  be  taken  into  consideration  upon  a canal, 
because  a very  small  distance  might  involve  as 
much  cost  for  the  provision  of  water  as  a long 
one  ; it  would  in  our  own  case. 

10253.  Y^ou  contem2)late  that  the  Railway 
Commissioners,  in  exercising  this  power,  which 
you  say  that  they  should  have,  should  take  this 
consideration  into  account? — No  doubt  they 
should. 

10254.  I suppose  you  would  be  Avilling,  as  a 
canal  jiroprietor,  to  submit  yourself  to  the  same 
power  as  you  ask  as  against  the  railway  com- 
panies?— Yes,  cei'tainly. 

10255.  You  referred  to  lime,  the  outcome  of 
which,  I think,  Avas  shortly  this,  that  after  you 
had  carried  this  lime  35  miles  towards  its  destina- 
tion, the  lime  in  respect  of  its  carriage  by  the 
raihvay,  Avould  be  in  a worse  position  than  Avhen 
it  started  ? — That  is  so. 

10256.  With  regard  to  the  prosecution  of  a 
raihvay  comj)any  or  a raihvay  canal  before  the 
Railway  Commissioners,  Avhat  I Avished  to  ask 


Mr.  Barclay — continued, 
your  opinion  about  Avas  this  ; except  in  the  case 
of  very  large  companies,  Avould  it  be  the  interest 
of  any  private  traders  or  individuals,  taking  all 
the  circumstances  into  account,  to  raise  this 
action  before  the  Raihvay  Commissioners? — Ido 
not  think  you  Avould  get  any  private  company  to 
prosecute  a raihvay  company  before  the  Raihvay 
Commissionei's.  I think  the  decisions  of  the 
Raihvay  Commissioners  have  been  challenged  to 
such  effect  that  it  has  practically  placed  the 
Avhole  trade  of  the  country  in  the  position  that 
they  are  deterred  from  coming  before  the  Railway 
Commissioners  Avith  such  actions. 

10257.  Have  the  plaintiffs  before  the  Railway 
Commissioners  been  satisfied  Avith  fhe  decisions 
of  the  Raihvay  Commissioners  generally? — Yes, 

I think  they  have  Avith  the  decisions;  but  the 
decisions  have  not  been  upheld. 

10258.  What  they  complain  of  specially  is  the 
great  number  of  appeals  and  the  various  grounds 
upon  Avhich  appeals  may  be  taken,  either  ground- 
less or  Avith  some  ground,  from  the  Raihvay  Com- 
missioners to  the  laAv  courts  ? — Y"es,  quite  so  ; the 
immensely  costly  and  recurring  appeals  which  a 
raihvay  company  is  enabled  to  undertake  as 
against  a private  OAAmer. 

10259.  Do  you  think  that  it  is  the  duty  of  the 
State  or  Parliament  to  provide  that  a raihvay 
company  shall  not  abuse  the  privileges  that  they 
have  under  their  special  Act  of  Parliament? — I 
think  so,  certainly  ; a raihvay  company  has  prac- 
tically a monopoly.  11’  you  give  a man  a monopoly 
in  any  Avay,  Avhatever  that  monopoly  may  be,  it 
ought  to  be  subject  to  revision  ; and  I think  that 
Avherever  a monopoly  is  placed  in  the  hands  of 
anyone,  whether  it  be  a raihvay  company,  or  a 
canal  company,  or  anyone  else,  if  they  are  found 
to  abuse  their  power  there  ought  to  be  general 
poAver  to  revise  in  the  interest  of  the  public. 

10260.  Do  you  think  that  anybody  less  poAver- 
ful  than  the  State  is  able  to  keep  a railway  com- 
pany Avithin  their  Acts  of  Parliament  ? — I think 
it  very  doubtful. 

Mr.  Lowther. 

10261.  You  say  that  if  an  independent  man 
sets  up  they  run  him  off  the  road,  or  buy  him  off. 
I suppose  that  induces  a good  many  to  start,  does 
it  not,  in  order  to  be  bought  off? — No;  but  I 
have  knoAvn  that  to  be  done. 

10262.  I did  not  understand  from  you  that 
Mr.  CawkAvell  gave  his  opinion  Avith  regard  to 
bar  tolls ; he  merely  stated  that  a sum  was  paid, 
but  he  did  not  give  any  opinion  upon  it? — He 
said  that  the  traffic  Avas  “ limited  to  a consider- 
able extent  by  the  expensive  toll  which  Ave  have 
to  pay  on  entering  into  the  North  Staffordshire 
Canal.” 

10263.  He  did  not  say  Avhether  he  thought  it 
good  or  bad  ? — He  did  not  express  any  opinion 
upon  it ; perhaps  he  Avas  thinking  of  the  toll 
Avhich  he  himself  received  elseAvhere. 

10264.  You  told  the  Committee  a story  about 
a raihvay  tunnel  Avhich  was  repaired  by  a man 
and  a boy,  and  the  railwa}’-  company  contended 
that  they  used  due  diligence  ; did  you  state  that 
as  a fact,  or  was  it  merely  a story  ? — I gave  it 
merely  from  report. 

10265.  Tliere  Avas  an  arrangement  made,  was 
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there  not ; the  Birmingham  Canal  was  formerly 
in  the  hands  of  a company  ? — Yes,  an  independent 
company. 

10266.  And  they  came  to  some  arrangement, 
did  they  not,  with  the  London  and  North  West- 
ern Company  ? — That  was  so. 

10267.  Do  you  know  what  year  that  was  in? 
— In  the  year  1845  ; the  Bill  was  passed  in  1846. 

10268.  Do  you  know  the  substance  of  that 
arrangement? — Yes;  it  was  that. the  governing 
body  should  be  divided  into  an  equal  number. 

10269.  But  the  London  and  North  Western 
Company  guaranteed  a certain  payment,  did  they 
not? — They  guaranteed  a certain  payment  of 
4 per  cent.,  to  be  increased  up  to  5 per  cent,  in 
case  the  traffic  permitted  of  the  payment  of  such 
additional  amount. 

10270.  When  the  payment  came  up  to  4 per 
cent,  they  were  to  give  back  the  management, 
were  they  not,  to  the  Birmingham  Canal  Com- 
pany?— No,  certainly  not;  if  you  look  at  the  Act 
you  will  find  that  it  is  not  so.  The  railway  com- 
pany were  to  have  power  to  appoint  five  mem- 
bers upon  the  committee  of  management,  and  the 
canal  company  an  equal  number,  making  10  in 
all. 

10271.  And  the  railway  company  guaranteed 
4 per  cent.  ? — Yes. 

10272.  And  when  the  sum  of  4 per  cent,  was 
earned,  then  I take  it  that  it  goes  back  to  the 
Birmingham  Canal? — No,  certainly  not. 

10273.  Are  you  quiie  sure  of  that? — I am 
quite  sure  of  it  ; the  London  and  Northwestern 
Company  have  had  five  members  upon  that 
board,  and  the  canal  has  earned  the  guaranteed 
dividend  continuously  till  within  the  last  few 
years. 

10274.  Do  you  know  what  are  the  average 
earnings  upon  canals  in  general;  do  you  know 
what  they  pay  ? — You  mean  the  per-centage  of 
dividend ; it  varies  very  much.  Many  of  the 
canals  have  very  small  nominal  capitals ; the 
Birmingham  Canal,  for  Instance,  has  a very  large 
nominal  capital,  but  a very  small  sum  sub- 
scribed. 

10275.  Could  you  tell  me,  for  example,  what 
your  own  canal  pays  upon  the  actual  amount  of 
capital  expended? — About  2|  per  cent. 

Mr,  Barnes. 

10276.  Do  you  mean  per  cent,  upon  the 
nominal  or  upon  the  real  capital  ? — Upon  the  real 
capital. 

10277.  And  not  upon  the  nominal  capital  ? — 
No  ; upon  the  nominal  capital  it  pays  more. 

Mr.  Lowther. 

10278.  What  does  the  Canal  pay  upon  the 
nominal  capital  ? — One  section  of  it  pays  2 per 
cent.,  and  the  other  3. 

10279.  You  mentioned  the  case  of  the  Gosty 
Hill  tunnel,  which  was  closed  ; do  you  know  why 
it  was  closed  ? — Some  portion  of  it  subsided  from 
the  working  of  mines  underneath  it. 

1 0280.  Though  the  tunnel  was  closed,  was  not 
the  traffic  sent  round  by  another  canal? — Yes; 
upon  which  the  canal  company  got  an  increased 
rate  of  toll. 
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10281.  And  the  Birmingham  company  are  re- 
pairing the  tunnel  ? — Yes,  I believe  so. 

10282.  Do  you  know  wlicther  it  will  be  soon 
finished  ? — I have  not  leaimed  when  it  will  be 
finished. 

10283.  It  is  usual  lo  close  tlie  canals  at 
Easter  and  Whitsuntide,  is  it  not  ? — It  is  usual  to 
close  all  canals  three  days  at  Easter,  and  four  or 
five  days  at  Whitsuntide,  for  the  necessary  re- 
pairs. 

Mr.  Nicholson. 

10284.  Do  you  think  it  is  desirable  to  increase 
the  powers  of  the  Railway  Commissioners  ? — I 
would  like  to  see  the  Act  made  more  cleai’,  and 
their  j)owers  more  thoroughly  defined. 

10285.  And  you  would  be  of  02)inlon,  pro- 
bably, that  there  should  be  only  one  appeal  from 
the  Railw'ay  Commissioners?—!  think  one  appeal 
should  be  final. 

10286.  Would  you  have  that  appeal  to  the 
House  of  Lords  ? — To  'whomsoever  the  Legis- 
lature might  direct. 

10287.  So  that,  after  the  hearing  before  the 
Railway  Commissioners,  one  apj)eal  should  be 
final? — Yes,  I think  one  appeal  should  be  final. 

10288.  You  would  be,  as  I gather,  in  favour  of 
a permanent  department  connected  with  the  Rail- 
way Commissioners,  ro  whom  preliminary  com- 
plaints should  be  taken? — That  would  be  a 
matter  of  detail.  I do  not  see  why  complaints 
should  not  be  made  to  the  Railway  Commis- 
sioners direct. 

M r.  Bolton. 

10289.  I understand  that  your  complaint  is, 
that  the  action  of  the  railway  companies,  as 
owners  of  railway  canals,  as  you  have  called 
them,  has  militated  it  very  much  against  the  in- 
terest ot  the  canals  which  you  represent,  so 
much  as  almost  to  destroy  your  canal,  or  tending 
in  tlie  direction  of  rendering  it  practically  use- 
less ? — I did  not  go  quite  so  far  as  that,  1 think. 

10290.  To  what  extent  did  you  go  ? — I went 
to  the  extent  of  saying,  with  regarcl  to  through 
traffic,  that  the  action  of  the  railway  companies 
has  militated  against  our  interest  to  such  an  ex- 
tent as  to,  practically,  extinguish  it. 

10291.  I am  not  sure  that  I put  your  state- 
ment correctly,  but  I tliink  you  stated  that  your 
charge  upon  the  canal  u])on  coal  and  ])ig-iron,  in- 
cluding the  toll  and  the  trader,  was  1 d.  a ton  a 
mile,  in  round  numbers  ? — Yes,  in  round  num- 
bers. 

10292.  And  you  anticipate  that,  if  you  had 
fair  treatment  from  the  railway  canals,  you  could 
supply  some  portion  of  the  coal  used  in  London? 
— I do  not  know  that  we  could  to  London. 

10293.  Where  would  you  take  it  to  ? — I would 
take  it  to  a very  large  portion  of  the  district 
short  of  London  ; that  district  to  which  we  used 
to  take  it,  say  to  Aylesbury,  until  we  meet  the 
seaborne  coal  round  by  London. 

10294.  Then  the  inducement  you  would  hold 
out  would  be  that  you  could  supply  short  dis- 
tances where  the  railway  charges  exceeded  vours? 
—Yes. 

10295.  Are  you  aware  of  the  charges  of  the 
3 N railway 
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railway  companies  to  London  from  long  dis- 
tances ? — I am  not. 

10296.  Are  you  not  aware  that  the  South 
Staffordshire  coal  is  taken  to  London,  a distance 
of  153  miles,  at  0’53  r/.  a mile? — At  any  point 
where  a railway  company  carried  for  0'50  d.,  it 
would  be  practically  impossible  for  a canal  com- 
pany to  compete  with  them. 

10297.  So  that  under  any  circumstances  it 
would  be  impossible  for  you  to  compete  with  the 
railway  companies  for  traflic  to  London? — Cei’- 
tainly,  at  that  rate. 

10298.  It  would  be  merely  for  the  short  traffic 
that  you  could  compete  ? — Yes,  for  the  compara- 
tively short  distance  traffic. 

10299.  Do  you  know  whether  the  action  of  the 
railway  companies  has  interfered  with  your 
local  traffic  ? — The  railway  canals  have. 

10300.  How  do  they  interfere  with  your  local 
traffic  ; that  is  to  say,  traffic  arising  and  terminat- 
ing upon  your  canal  ? — No,  they  certainly  have 
not  interfered  with  traffic  arising  and  terminating 
upon  our  canal. 

10301.  Could  you  explain  how  the  public 
Interest  suffers  by  this  action  of  the  railway 
canals  ? — The  public  interest  suffers  by  the 
action  of  the  railway  companies,  they  being  en- 
abled to  charge  a higher  rate  than  they  would 
do  if  there  were  perfectly  free  communication. 

10302.  To  the  extent  of  1 d.  per  ton  per  mile 
upon  articles  such  as  coal  and  jjig-iron  ? — Yes. 

10303.  That  is  the  whole  extent  to  which  you 
allege  the  public  can  ])0ssibly  suffer  in  conse- 
quence of  this  action  ? — ^Tes  ; if  it  be  found  that 
1 d.  is  the  least  amount  at  which  the  canal  can 
do  the  work,  it  is  evident  that  any  competition 
by  canal  is  impossible,  if  the  railway  rate  is  less 
for  coal  and  iron. 

10304.  So  that  the  railway  companies  could 
practically  close  the  canals  entirely,  because 
they  showed  by  that  table  which  we  had  before 
us  the  other  day,  that  all  the  coals  supplied  by 
railway  to  London  are  carried  at  the  highest  at 
0*55  d.  a mile,  and  at  the  lowest,  0-^9  d.  a mile  ? 
— That  rate  only  ajiplies  to  the  carriage  of  coal 
to  London. 

10395.  Still,  I presume,  if  they  can  carry  it  to 
London,  as  the  distances  are  here  from  202  to 
260  miles,  the  railways  if  they  were  put  to  it, 
could  carry  at  something  less  than  1 d.  a ton  a 
mile,  or  at  all  events  at  1 d.  for  less  distances? — 
Yes,  from  station  to  station,  but  they  could  not 
com])ete  with  our  traffic  where  we  have  continu- 
ous lines  of  wharves,  and  could  deliver  to  each  of 
the  parties  at  his  own  place. 

10306.  Is  coal  as  easily  handled  by  boats  as  by 
railway  trucks  ? — Perfectly. 

10307.  Do  you  think  that  you  have  canals 
already  as  convenient  for  coal  de])6ts  in  towns 
and  works  as  railways?  — Yes,  far  more  con- 
venient. 

10308.  Is  it  as  easy  to  make  a canal  into  a 
work  as  to  make  a railway  siding  into  a work  ? 
— The  cost  is  very  little  ; we  have  many  instances 
of  works  where  the  boats  are  laid  alongside  the 
lines  of  boilers  ; the  coal  is  thrown  out  of  the 
boat  in  front  of  the  boilers,  and  then  on  to  the 
furnace. 

10309.  Is  it  your  opinion  that  public  works 
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could  be  as  easily  supplied  by  canal  sidings  as  by 
railway  sidings  ? — I think  so,  certainly. 

10310.  However,  your  com[)lalnt  is  that  it  Is 
the  canal  Interest  which  is  injured,  and  not  the 
public  interest?  — I am  looking  to  the  canal 
interest  certainly ; 1 want  the  railway-oivned 
canals  to  be  placed  upon  the  same  footing  as 
ourselves. 

10311.  Now,  let  me  ask  you  a question  with 
reference  to  your  ajiplication  to  the  Railway 
Commissioners.  In  1877  I think  you  applied, 
and  this  I think  must  be  tken  to  be  a case 
in  which  the  Railway  Commissioners  in  their 
decision  vrere  found  to  have  exceeded  their 
powers  ? — Yes. 

10312.  And  I think  you  spent  a very  large 
sum  of  money,  I think  you  said  6,000/.,  in  prose- 
cuting that  case  ? — Yes,  I should  like  to  mention 
exactly  what  the  circumstances  were.  We  gave 
notice  to  the  London  and  North  Western  Com- 
pany in  the  first  instance,  as  parties  to  the  suit, 
that  we  proposed  to  make  a through  rate,  and 
they  replied  that  they  had  no  control  over  the 
Birmingham  Canal  Company’s  tolls.  Upon  that 
the  decision  was  given  that  they,  not  having 
been  brought  before  the  Railway  Commissioners, 
could  not  be  held  to  be  liable  to  their  judgment. 

10313.  Was  it  not  pointed  out  to  you  as  soon 
as  you  ap])lied  to  the  Railway  Commissioners, 
that  whiit  you  were  ashing  the  Railway  Com- 
missioners to  do  was  beyond  their  power  to 
grant? — Itwas  contended, certainly, that  it  was  so. 

10314.  It  was  pointed  out  that  it  was  so? — It 
was  contended  distinctly. 

10315.  You  remember  that  it  was  so  con- 
tended ? — It  was,  there  is  no  doubt  of  that. 

10316.  Then  I think  you  referred  to  the  deci- 
sion of  the  Court  of  Exchequer ; the  Lord  Chief 
Baron  Kelly,  I think,  gave  the  decision  of  the 
Court,  and  he  stated,  The  short  ground  upon 
which  I base  my  report  is,  that  the  Railway 
Commissioners  have  by  their  order  virtually 
ordered  the  canal  company  to  do  something 
which  they  have  no  power  to  do,  and  which  they 
have  no  power  to  agree  to  without  ihe  sanction 
and  consent  of  the  London  and  North  Western 
Railway  Company  ? — Yes,  that  is  so. 

10317.  Is  not  that  practically  a confirmation 
of  the  statement  made  by  the  counsel  of  the 
Birmingham  Canal  Company  when  3’ou  first 
brought  3'our  action  against  them  before  the 
Railway  Commissioners  ?— The  matter  was 
brought  before  the  Ralwaj'  Commissioners,  and 
they  decided  (it  was  clearlj'  left  to  the  Ralhvay 
Commissioners)  that  the  London  and  North 
Western  Railway  Company  having  repudiated 
any  control  over  the  Birmingham  Canal,  must 
be  held  to  have  assented  to  the  arrangement. 

10318.  M3'  question  was  this,  whether  it  was 
not  pointed  out  to  you  at  once  as  soon  as  you 
went  befoie  the  Railwa3’^  Commissioners,  that 
3'ou  were  asking  the  Rallwa3'  Commissioners  to 
do  something  which  the3’  had  not  the  jiower  to 
do  ? — That  was  so. 

10319.  And  did  not  Chief  Baron  Kelly,  in 
delivering  the  judgment  of  the  Court  of  Exche- 
quer, completcl3'  confirm  that  statement  ? — There 
is  no  doubt  at  all  about  it,  but  3’ou  must  take 
the  explanation,  if  3'ou  please,  that  we  were 
willing  that  the  suit  should  be  deferred  and  that 
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the  London  and  North  Western  Company  as 
having-  control  over  the  Birmingham  Lanai  should 
be  summoned,  and  the  decision  of  the  llailway 
Commissioners  was  that  that  was  unnecessary. 

Chairman. 

10320.  You  fell  between  two  stools,  that  is 
what  It  comes  to  ? — Yes. 

Mr.  Bolton. 

10321.  Now,  you  complain  of  the  great  cost 
of  the  application  to  the  Railway  Commissioners  ; 
was  not  the  great  cost  of  this  a})plication  entirely 
your  OArn  fault  ; did  you  not  state  in  answer  to 
Mr.  Barclay  that  the  State  alone  is  powerful 
enough  to  keep  railway  companies  within  their 
Acts? — Yes. 

10322.  And  that  the  railway  companies  Avere 
so  jiOAveiful  that  they  could  pu’osecute  appeal 
upon  appeal,  so  that  practically  the  private 
traders,  or  anybody  else,  have  no  chance  Avith 
them.  Now  in  this  particular  case  to  which  you 
refer,  I think  you  were  the  party  Avho  appealed  ? 
— No,  the  London  and  Northwestern  Company 
appealed  ; we  were  satisfied. 

10323.  And  then  tlie  result  of  the  appeal 
entirely  proved  the  correctness  of  the  statement, 
Avhich  the  canal  or  the  railway  company  orignally 
made  to  the  Railway  Commissioners? — That  was 
so,  subject  to  my  explanation. 

10324.  You  gave  the  Committee  an  instance 
of  Avhat  you  termed  the  bad  faith  of  railway 
companies  in  allowing  canals  to  become  derelict, 
and  I think  the  only  instance  you  named  as  a 
case  in  point  Avas  the  case  of  the  Avon 
navigation?  — ! named  that  case,  because  I Avas 
best  acquainted  Avith  it. 

10325.  Have  you  shown,  I am  not  aware 
Avhether  you  did  or  not,  that  the  navigation  is 
owned  by  the  raihvay  companies  ? — The  railway 
company  repudiated  the  oAvnership,  but  they 
cellected  the  tolls  and  gave  receipts  in  their  own 
name. 

10326.  Have  you  yet  been  able  to  prove  that 
any  railway  company  is  the  owner  of  that  navi- 
gation ? —They  exercise  the  rights  of  ownership; 
they  repair  the  navigation;  they  receive  the 
tolls,  and  they  give  receipts  in  the  name  of  the 
Great  Western  Railway  Company. 

10327.  ! ask  whether  you  have  been  able  to 
prove  that  any  railway  company  OAvns  the  Avon 
NaAugation? — The  only  proof  is  that  they  exer- 
cise the  act  of  ownership. 

10328.  Or  it  might  be  the  act  of  leaseholders, 
or  the  act  of  hirers  ? — Quite  so  ; they  act  as  the 
ostensible  owners. 

10329.  But  if  you  Avere  able  to  prove  that  they 
were  the  owners,  is  not  the  law  sufficient  as  it  at 
present  exists  to  enable  you  to  compel  them  to 
keep  the  naA'igation  open  ? — I think  that  Avould  be 
a very  costly  proceeding,  and  one  also  as  to  which 
it  would  be  very  doubtful  if  it  Avould  answer 
the  purpose. 

10330.  How  would  you  propose  to  remedy  the 
existing  mode  of  proceeding? — By  giving  more 
summary  poAver  to  the  Railway  Commissionei’s. 

10331.  But  supposing  the  railway  company 
were  found  to  be  in  the  right,  and  the  applicants 
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Avere  found  to  be  in  the  Avrong,  would  you  still 
make  the  company  pay  the  costs  of  the  applica- 
tion ? — Certainly  not. 

10332.  You  would  make  the  costs  follow  the 
eA’cnt  ? — Yes,  certainly. 

10333.  As  I think  they  did  formerly,  in  your 
appeal  to  the  Court  of  Exchequer  ? — Yes,  they 
did,  and  we  paid  them  ; I believe  there  is  no 
complaint  about  that. 

10334.  You  hiive  spoken  of  a conference  Avhich 
keeps  up  the  rates  ? — Wiiich  regulates  the 
rates. 

10335.  Hoav  has  the  conference  regulated  the 
rates  ; has  it  increased  or  decreased  or  reduced 
them  ? — I should  think  that  they  have  generally 
reduced  them  ; there  is  very  seldom  an  instance 
now  of  a rale  being  raised  by  the  conference. 

10336.  Therefore  the  action  of  the  conference, 
as  fiir  as  respects  rates,  has  been  beneficial  to  the 
traders? — It  has  been  beneficial  to  the  public  ; 
Ave  should  be  jierfectly  satisfied  if  Ave  got  the 
same  rates  as  other  people. 

10337.  You  spoke  of  the  necessity  of  power 
being  given  to  the  Raihvay  Commissioners  to 
grant  a through  rate ; have  they  not  power  to  do 
so  noAv ; I ask  for  information  ? — Their  poAvers 
have  failed. 

10338.  They  have  failed,  perhaps,  in  your 
estimate  to  give  such  a decision  as  suited  your 
purpose  ? — N o ; their  decision  was  all  that  Ave 
asked  ; we  Avere  perfectly  satisfied  Avith  their  de- 
cision. 

10339.  Noav  Avith  regard  to  this  Birmingham 
Canal,  Avhich  Avas  taken  over  by  the  London  and 
North  Western  Company,  is  that  so  comjdetely 
dependent  as  you  say  ? — It  is  absolutely  de- 
pendent. 

10340.  Upon  AARat  is  the  canal  dependent? — 
Upon  the  railway. 

10341.  Then  for  Avhat  purpose  are  these  Di- 
rectors appointed  ? — One  of  them  told  me;  I do 
not  knoAV  whether  his  estimate  of  his  position  is 
the  correct  one. 

10342.  I think  you  stated  that  there  Avere  an 
equal  number  appointed  by  the  canal  company 
and  an  equal  number  by  the  raihvay  company  ? 
— That  Avas  so  originally,  but  at  the  present  time 
the  canal  directors  have  no  poAver  to  vote. 

10343.  So  that  it  is  entirely  in  the  hands  of 
the  raihvay  company  ? — Yes. 

10344.  Do  you  find  that  the  public  have  suf- 
fered through  that  ? — Certainly. 

10345.  Have  the  public  suffered  materially? 
— Yes,  materially ; it  is  the  subject  of  general 
complaint. 

10346.  You  recollect  the  Act  of  amalgama- 
tion?— I do. 

10347.  Was  there  no  poAver  contained  in  that 
Act  by  Avhich  the  public  could  get  redress  ? — 
Yes ; there  are  the  clauses  I have  mentioned. 

10348.  I think.  If  you  refer  to  the  28th  clause, 
you  Avill  see  that  there  Avas  considerable  poAver 
given  ? — That  is  one,  but  the  23rd  clause  also 
gives  certain  poAvers  with  regard  to  the  reparation 
of  tlie  canal. 

10349.  But  we  are  speaking  of  the  public  in- 
terest suffering  through  any  cause  Avhatcvcr  ; it 
says : “ If  at  any  time  it  shall  appear  to  the 
Lords  Commissioners  of  the  Treasury,  or  the 
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officers  of  a Government  Department,  to  be 
necessary  for  the  interest  of  the  public,  it  shall  be 
lawful  for  the  Commissioners  to  proceed  to  the 
correction  of  any  inconveniences,  and  to  require 
the  introduction  into  Parliament  of  Bills  to 
amend  the  Act  in  the  next  Session  of  Parlia- 
ment” ? — Yes. 

10350.  Could  you  tell  us  whether  there  has 
been  any  application  on  the  part  of  the  public  to 
amend  the  Act  ? — There  has  been  an  application 
on  our  ])art. 

10351.  But  you  are  not  the  public? — There 
has  been  no  application  from  the  public  that  I 
know  of;  the  public  have  declined  to  make  the 
application  to  the  Board  of  Trade  upon  the 
ground  that  it  was  more  our  interest  than  theirs ; 
but  we  have  been  urged  upon  by  the  public  to  do 
so;  there  is  no  doubt  about  that. 

10352.  "What  sort  of  urging  have  you  had? — 
Representations  from  large  tradei’S,  and  also  from 
IHiblic  bodies. 

10353.  You  spoke  of  your  capital  as  being  real 
and  nominal  ; what  is  the  meaning  (i'that? — We 
have  a nominal  capital  of  250,000/.;  the  actual 
amount  raised  in  shares  is  242,000/. ; the  actual 
amount  expended  upon  the  canals  is  something 
like  about  400,000 /.  The  Birmingham  Canal  is 
in  exactly  an  opposite  ])osition. 

10354.  But  let  us  have  your  canal? — I wish 
to  give  to  the  Committee  the  case  of  the  Birming- 
ham Canal. 

10355.  I only  want  you  to  let  me  understand 
what  is  the  meaning  of  real  and  nominal  capital 
as  aj)plied  to  dividend  ? — I was  speaking  of 
capital  upon  which  dividend  is  paid,  and  the 
amount  which  Avas  expended  upon  the  canal. 

10356.  What  portion  of  the  capital  is  that 
which  receives  3 per  cent.  ? — £.  150,000. 

10357.  Is  that  preference  capital? — No,  it  is 
all  equal  capital,  but  in  tw'O  sections. 

10358.  Three  per  cent,  is  a higher  dividend 
than  a good  many  railway  companies  are  paying 
in  this  country  at  present,  is  it  not  ? — It  is  not 
higher  than  those  companies  which  are  competing 
with  us  are  paying. 

10359.  Are  you  acquainted  with  the  Scotch 
railways  ? — Not  at  all,  except  that  I have  been 
upon  them. 

10360.  Could  you  say  that  either  of  the  Bvo 
main  routes  in  Scotland  is  paying  at  the  present 
time  over  3 per  cent.  ? — Those  raihvay  companies 
are  in  a very  different  position  from  the  great 
railways  in  the  Midlands  of  England  competing 
Avith  us. 

10361.  Still,  they  do  exist? — Certainly. 

Mr.  Moult. 

10362.  Your  dividend,  I understand  you  to 
say,  Avas  not  3 per  cent.,  but  that  it  averaged  2^ 
per  cent.  ? — The  Avhole  diA’idend  averages  per 
cent.,  or  thereabouts. 

Mr.  Bolton. 

10363.  I think  avo  should  clear  uj)  this  matter 
of  the  directors;  if  you  Avill  refer  to  the  Amal- 
gamation Act,  Clause  10,  Avhich  says,  “ Mode  of 
determining  diff’eiences  of  opinion  in  Committee.” 
I think  there  are  five  Birmingham  Canal  Ui- 


Mr.  Bolton — continued. 

rectors,  five  London  and  North  AVestern  Com- 
pany’s Directors  ; and,  I think.  Section  10,  il'  you 
Avill  refer  to  it,  Avill  shoAv  to  you  that,  if  there  is 
a difference  of  opinion  betAveen  those  Directors, 
the  Birmingham  Canal  Directors  shall  have  the 
deciding  vote,  Avhen  the  canal  company  earn  the 
4 per  cent. ; is  not  tliat  so  ? — Practically,  it  is  so. 

10364.  Then,  how  ai-e  they  so  completely  in  the 
hands  of  the  London  and  North  AYestern  Rail- 
Avay  Company  ? — Because  they  do  not  earn  the 
4 per  cent.  ; but,  you  will  understand,  that  is  not 
4 j)er  cent,  upon  the  actual  capital,  but  4 per  cent. 
U{)on  the  nominal  amount. 

Mr.  Monk. 

10365.  AA'ould  you  enumerate  the  canals  owned 
by  the  Great  AA^estern  Railway  Company? — The 
Kenaet  and  Avon,  the  Stourbridge  Extension, 
the  Stratford-on-Avon,  the  Swansea,  the  Bridg- 
Avater  and  Taunton,  the  Grand  AAYstern,  and  the 
Monmouthshire  Railways  and  Canal.  Then  the 
Great  AA^estern  Company  guarantee  5,000 1.  a 
year  dividend  upon  the  Hereford  and  Gloucester 
Canal. 

10366.  And  Avhat  interest  have  they,  or  have 
they  anv  interest  in  the  Avon  Navigation? — The 
Avon  Navigation  is  derelict;  ihey  declare  that 
they  have  none. 

10367.  Can  the  Independent  canals  carry  at  a 
fair  profit  if  they  charge  the  same  rates  as  are 
usually  charged  upon  the  canals  owned  or  rented 
by  the  raihvays? — No;  if  Ave  charged  the  same 
rates  as  the  railway-OAvned  canals  charge,  avc 
should  close  our  traffic  altogether.  Take,  for  in- 
stance, the  point  you  have  already  spoken  of,  the 
Stratford-on-Avon  Canal  are  charging  2f  d.  ])er 
mile  on  a portion  of  their  traffic  at  the  present 
moment. 

10368.  Do  the  tolls  vary  considerably  upon 
some  of  the  canals  owned  by  the  railway  com- 
panies, or  do  they  charge  a similar  mileage  toll 
on  all  their  canals  ? — No,  cei’tainly  not ; there 
are  some  of  the  railway-owned  canals  Avhere  the 
tolls  are  limited.  The  Moira  Canal,  for  instance, 
whatever  rate  the  Oxford  Canal  Company  charge, 
the  Moira  Canal,  Avhich  is  OAvned  by  the  Midland 
Company,  is  bound  to  charge  the  same  rate. 
But  if  the  Oxford  rate  falls  beloAv  \d.  a ton, 
then  the  Midland  Company  are  not  bound  to 
folloAV  them  beyond  that  point. 

10369.  Do  you  find  that  the  company  charge 
in  some  cases  unusually  high  tolls  in  order  to 
prevent  the  Iraffic  passing orer  their  canal  system 
and  coming  on  to  the  private  canals? — Un- 
doubtedly that  is  so. 

10370.  I think  you  stated  that  you  Avould 
give  summary  jurisdiction  to  the  Raihvay  Com- 
missioners upon  application  from  the  canal  com- 
panies?— Yes,  ujion  application  either  by  the 
canal  companies,  or  the  traders  using  the  canals. 

1C371.  And  you  Avould  give  the  Raihvay 
Commissioners  poAver  to  inspect  the  canals,  or 
send  assistant  commissioners  to  inspect  the 
canals? — Yes,  cert.iinly. 

10372.  lias  not  the  Board  of  Trade  any  such 
jurisdiction  at  the  ju’csent  time? — The  Board  of 
Trade  have  no  funds,  1 think,  to  carry  out  any- 
thing of  the  kind,  and  I am  not  aAvare  that  they 
have  ever  exercised  the  poAver. 


10373.  You 
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Ml’.  Monh — continued. 

10373.  You  consider  that  the  public  is  deterred 
from  coming  before  the  Kailway  Commissioners, 
by  the  facilities  ^iven  to  the  railway  companies 
to  challenge  the  jurisdiction  of  the  Kailway 
Commissioners  ? — 1 think  there  is  no  doubt  of  it, 

10374.  And  that  you  think  ought  to  be  reme- 
died in  any  future  Act  of  Parliament? — I think 
so,  certainly  ; there  should  be  an  appeal,  but,  1 
think,  it  ought  to  be  limited. 

10375.  At  present  you  consider  that  there  is 
practically  a denial  of  justice  ? — Yes,  certainly. 

10376.  You  say  that  tlie  average  amount  of 
your  dividend  is  2^  per  cent.  ; is  that  after  paying 
the  interest  on  the  preference  shares  ? — We  have 
no  debt ; we  had  a large  debt,  about  50  per  cent, 
of  our  capital,  but  some  years  ago  the  directors 
or  committee  of  management  decided  that  it  was 
wise  to  cease  paying  dividend  altogether,  until 
we  had  extinguished  our  pi’eference  charges,  and 
we  paid  everyone. 

10377.  what  is  the  amount  of  your  actual 
paid  up  capital  ? — Our  actual  paid  up  capital  is 
about  400,000  1. 

Mr,  Pidpjjs. 

10378.  I think  you  stated  that  tlie  Great 
"Western  Company  guaranteed  5,000 1.  a year 
upon  the  Hereford  and  Gloucester  Canal? — 

Yes. 

10379.  Does  not  that  clearly  prove  that  the 
Great  Western  Company  are  not  the  owners  of 
the  canal,  else  they  would  not  guarantee  an 
income  to  the  owners? — It  is  an  agreement  in 
perpetuity  : the  shareholders  continue  to  exist  as 
a separate  Ijody, 

10380.  Do  you  mean  the  original  shareholders? 
— Yes;  the  original  shareholders  of  the  canal, 
and  so  they  do  partially  upon  the  Stratford-on- 
Avon  Canal.  I am  myself  an  original  proprietor, 
therefore,  I know  something  of  il,  Tire  railway 
companies  aoreed  to  pay  5,000 /.  per  annum  in 
perpetuity,  for  the  entire  absolute  ownership  of 
the  canal. 

Mr.  Monk. 

10381.  Would  you  not  rather  say  control 
over  it  ? — Yes,  for  the  control  over  the  canal. 

Mr.  Phipps. 

10382.  Technically,  the  railway  company  are 
in  the  right  when  they  say  they  are  not  the 
owners  of  the  canal,  if  their  construction  is  true  ? 
— They  may  not  be  owners  in  the  legal  sense. 

10383.  That  being  the  case  accounts  for  the 
suggestion  which  I made,  that  if  they  were  the 
owners  of  the  canal  there  ■was  sufficient  power  in 
the  Kailway  and  Canal  Traffic  Act,  in  Clause  17, 
to  compel  them  to  maintain  the  canal  ? — That 
possibly  might  be  so. 

Mr.  Monk. 

10384.  It  is  contemplated  to  close  that  canal, 
is  it  not  ? — Yes,  it  is  closed,  or  at  all  events  if  it 
is  not  closed,  it  will  be  closed  in  a very  short 
space  of  time. 

10385.  Is  it  not  to  be  converted  into  a rail- 
way ? — They  are  proposing  now  to  ask  for  power 
to  convert  it  into  a raihva-v. 

0.54. 


Mr,  Phipps. 

10386.  You  state  that  the  decisions  of  the 
Kailway  Commissioners  are  in  your  opinion 
generally  equitable,  and  ajjpreciated  by  the 
public  ? — They  have  been,  certainly. 

10387.  The  great  want  is  power,  on  the  part 
of  the  Kailway  Commissioners,  to  enforce  their 
decisions,  when  given  ? — Quite  so. 

10388.  Their  decisions  are  very  often  appealed 
against  successfully  by  those  against  whom  they 
are  given  ? — Yes. 

10389.  And  that  destroys  the  confidence  of 
the  complainants,  the  public,  in  the  power  of  that 
tribunal? — That  is  so;  they  fear  the  expense, 
first  of  all,  and  the  chance  of  an  adverse  verdict ; 
secondly,  they  fear,  having  got  what  they  con- 
sider an  equitable  verdict,  lest  it  should  then 
be  challenged  in  the  courts. 

10390.  Tour  impression  is  that  they  fear  more 
the  liability  of  the  opinion  of  the  Commissioners 
being  set  aside,  than  of  the  opinion  of  the  Com- 
missioners being  against  them  ? — I think  so  ; I 
think  there  is  a general  consensus  of  opinion  that 
the  decisions  of  the  Kailway  Commissioners  have 
been  equitable,  just,  and  lair,  to  the  public. 

10391.  If  the  Kailway  Commissioners’  powers 
were  strengthened  very  considerably,  would  the 
protection  be  sufficient  for  the  canal  couqranies 
and  also  for  the  traders?  — ! think  we  should 
have  every  proper  protection.  The  Kailway 
Commissioners  are  not  supposed  to  be  affected 
by  any  improper  intluence. 

10392.  Should  you  say  that  the  Kaihvay  Com- 
missioners, if  materially  strengthened,  would  be 
sufficient  for  the  protection  of,  and  ensure  confi- 
dence on  the  jiart  of  the  public  ? — Yes,  I 
think  so. 

10393.  I think  you  are  acquainted  with  the 
Act  of  1873,  wdiich  was  pa.ssed  for  the  purpose  of 
carrying  out  the  Kailway  and  Canal  Traffic  Act 
of  1854,  more  efficiently  ; can  you  suggest  any 
ju’ovision  in  that  Act  which  is  prejudicial,  first  to 
the  traders,  and  secondly  to  the  public? — I think 
there  are  certain  portions  of  the  Act  which  are 
not  defined  with  sufficient  clearness,  and  I think 
I could  suggest  several  alterations  ivliich  would 
tend  more  clearly  to  define  what  the  intention  of 
the  Act  is. 

10394.  But  taking  generally  the  Act  as  it 
stands,  if  it  were  carried  into  effect,  -would  if,  in 
your  opinion,  be  effectual  ? — I tlilnk  so. 

10395.  And  it  provides  for  all  the  reasonable 
wants  that  may  arise,  both  of  the  companies  and 
of  the  public  ? — I think  so,  certainly  ; thei’e  may 
be,  as  I said  before,  some  questions  with  refer- 
ence to  definition,  and  so  on,  which  might  re- 
quire a little  more  clear  and  full  explanation. 

10396.  For  instance,  in  Clause  No.  7,  if  either 
a canal  or  railway  company  is  complained  of  by 
a third  party,  the  Kailway  Commissioners  can, 
before  allowing  any  proceedings  to  be  taken, 
consider  the  whole  question  ? — Yes. 

10397.  Should  you  consider  that  clause  suffi- 
cient as  it  stands  ? — Yes,  I think  so. 

10398.  Then,  if  any  difference  arises  between 
a canal  and  a railway  com})any  as  happened  in 
your  case,  the  Commissioners  may  be  apjminted 
arbitrators  ? — Yes. 

10399.  Would  you  like  that  clause  altered  at 
all  ? — i think  the  power  of  arbitration  is  a very 
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Mr.  Phipps — continued. 

valuable  one,  because  there  are  cases  in  which 
it  might  be  unnecessary  to  make  formal  appli- 
cations, and  then  you  frequently  want  an  arbi- 
trator, and  this  is  a provision  of  one  without 
further  delay. 

10400.  You  think  the  Railway  Commissioners 
might  he  ai’hitrators  ? — I do. 

10401.  And  then  any  difference  arising  be- 
tween a canal  and  a railway  company  and  a 
third  party  may,  by  Clause  9 of  the  Act  of  1873, 
be  referred  to  the  Railway  Commissioners? — 
Yes. 

10402.  Would  you  say  that  it  ‘‘should”  be 
the  Railway  Commissioners  in  every  case  in- 
stead of  saying  “may  ?” — Yes,  that  Avould  be  an 
enlargement  of  the  Railway  Commissioners’ 
powers  to  determine  all  questions  before  them 
b}’  arbitration. 

10403.  Do  you  see  no  objection  to  that? — I 
do  not. 

10404.  Then,  according  to  Clause  11  and 
Clause  12,  the  through  rate  for  the  traffic  over  a 
canal  or  railwa,y  may  be  arranged  by  the  Com- 
missioners; would  you  give  them  greater  power 
with  regard  to  determining  what  is  through 
traffic  as  between  canal  and  railway  companies 
combined  ?^ — With  regard  to  tha.t  I have  already 
given  my  evidence  that  it  should  be  so. 

10405.  Then,  with  the  exception  of  the  sug- 
gestion which  you  h.ave  made  with  regard  to 
Sub-section  8,  you  think  that  Clause  11  is  satis- 
factory?— Yes,  I think  so. 

10406.  Then,  with  regard  to  canals  being 
allowed  to  fall  into  disuse  to  the  prejudice  of  the 
public,  can  you  suggest  any  alteration  in  Clause  17 
which  provides  that  such  things  shall  not  be 
allowed  ? — I have  already  suggested  that  the 
powers  of  the  Railway  Commissioners  should  be 
enlarged  in  that  respect. 

10407.  But  you  could  not  enlarge  the  powers  of 
the  Railway  Commissioners  to  such  an  extent  as 
to  say  that  a person,  or  a company,  having 
nothing  to  do  with  the  canal,  sha,ll  be  compelled 
to  keep  it  open  ? — I am  afraid  I fail  to  under- 
stand the  question. 

10408.  The  Great  Western  Company  have 
allowed  the  Hereford  and  Gloucester  Canal  to 
fall  into  disuse  ? — Yes. 

10409.  It  has  never  yet  been  proved,  at  least 
you  have  not  shown,  that  the  Great  Western 
Company  are  legally  the  owners  of  that  canal? 
— They  are  not  the  owners  legally,  I believe. 

Chairman. 

10410.  What  the  honourable  Member  is  ask- 
ing you  is,  with  regard  to  Clause  17,  whether,  as 
I understand,  you  would  advocate  the  Railway 
Commissioners  having  power  to  order  somebody 
to  keep  a canal  in  order,  which  they  did  not 
own  ? — Certainly. 

Mr.  Phipps. 

10411.  But  that  somebody  must  be  the 
owner?  — That  somebody  must  be  the  primCi 
facia  owner, 


Mr.  Phipps — continued. 

10412.  Then  what  I gather  is,  that  by 
Clause  17  the  Railway  Commissioners  have  the 
power  to  compel  the  owners  ? 

Chairman. 

10413.  And  more  than  that,  “any  railway 
com23any  owning  or  having  the  management,”  so 
that  the  rvords  are  the  largest  possible  words  ? — 
That  is  so. 

]\Ir.  J Japps. 

10414.  Have  the  Great  Western  Company  the 
management  of  the  canal  ? — Certainly  ; it  is 
entirely  in  their  hands. 

10415.  Then  I must  ask  you  whether  reading  over 
Clause  17,  you  would  consider  Clause  17  suffi- 
cient, providing  there  were  greater  power  given 
to  the  Railway  Commissioners  to  carry  it  out? 
— I think  so ; I think  the  failing  is,  that  there  is 
really  no  one  whose  duty  it  is  to  see  that  the 
canals  are  kept  open  ; no  one  will  go  to  the 
expense  of  making  these  applications  with  the 
liability  of  being  involved  in  law. 

Mr.  Sullivan. 

10416.  Do  you  think  that  if  railway  compa- 
nies were  to  work  canals  as  they  did  formerly, 
they  would  lose  by  so  doing  ? — Certainly  not. 

10417.  Do  you  think  that  they  would  save 
money? — There  is  the  proof  that  they  do  do  it. 
I have  instanced  the  case  of  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway  Company, 
who  work  their  canals  at  a larger  profit  than 
they  do  their  railway. 

10418.  And  would  )'ou  wish  to  give  more 
power  to  the  Railway  Commissioners  to  classify 
all  goods  going  by  railways  and  canals? — It 
would  be  of  advantage  if  we  had  a re-classifica- 
tion, but  that  is  not  a large  difficulty. 

10419.  How  do  you  manage  in  cases  where 
the  goods  are  not  classified  and  are  not  regu- 
lated by  Act  of  Parliament? — Our  goods  are 
not  classified  by  Act  of  Parliament;  ours  is  a 
voluntary  classification. 

Mr.  Lowiher. 

10420.  (Through  the  Chaiiman).  During  the 
time  that  the  London  and  N orth  W estern  Company 
has  had  the  Birmingham  canal,  how  many  jmars  has 
it  paid  4 per  cent.  ?— It  has  paid  the  full  dividend, 
I believe,  with  the  exception  of  one  year;  there 
were  about  400/.  deficient  up  to  1877,  and  since 
that  time  it  has  not  earned  that  dividend. 

10421.  How  many  years  has  it  paid  the  4 per 
cent.: — The  whole  of  the  remainder  of  the 
period. 

Chairman. 

10422.  That  is  to  say  from  1847  to  1877? — 
Y'es. 


10423.  You 
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Mr.  Barclay. 

10423.  You  are  tlie  proprietor  of  chemical 
works  at  Manchester,  are  you  not? — I am. 

10424.  And  you  are  interested  largely  in 
chemical  v/orks  also,  at  Birmingham,  Bradford, 
and  Goole  ? — I am. 

10425.  And  I believe  you  produce  about  the 
largest  quantity  of  one  chemical  article,  alum,  of 
any  manufactnrer  in  the  world?-— Yes,  I suppose 
I am  the  largest  maker  of  alum. 

10426.  You  turn  out  about  10,000  tons  of  that 
annually,  do  you  not? — Yes. 

10427.  You  also  manufacture  copperas,  sul- 
phate of  ammonia,  aud  various  other  chemical 
products  ? — Yes. 

10428.  And  the  views  which  you  have  upon 
this  question  of  railway  rates,  you  have  embodied 
in  a memorandum  as  I understand ; wdll  you  now 
proceed  to  make  your  statement  ? — I will ; I 
have  brought  it  under  different  headings.  The 
first  is,  “Excessive  rates  for  alum,  copperas,  aud 
other  chemicals,  between  Manchester  and  Liver- 
pool.” The  rate  for  alum  and  copperas  from 
Manchester  to  Liverpool,  a distance  of  31^  miles, 
is  7 5.  6 d.  per  ton ; but  if  proportioned  to  the 
rate  from  Manchester  to  London,  which  is  186 
miles  for  f8  s.  4 d.,  it  would  be  3 s.  \ d.-,  if  pro- 
portioned to  the  rate  from  Manchester  to  Bristol, 
which  is  178  miles  for  15  s.,  it  would  be  2 s.  8 d.  ; 
if  to  the  rate  from  Manchester  to  Glasgow,  which 
is  2254  miles  for  15a'.,  it  would  be  2s.  Id. 
Alum  manufacturers  in  other  towns  get  to 
Liverpool  at  a much  lower  rate  per  mile  than 
the  Manchester  maker.  Manufacturers  at  Wake- 
field, 78  miles,  and  Tamworrh,  80  miles  distant, 
each  pay  12  s.  6d;  another  at  Rotherham,  80  miles 
distant,  pays  9 s.  2 d. ; the  proportionate  rate  in 
all  three  cases  on  the  Manchester  to  Liverpool 
basis,  being  10  5.  1 cZ.  A manufacturer  at  Goole, 
105  miles  distant,  pays  12  5.  It/.;  the  propor- 
tionate rate  in  this  case  being  23  5.  10  rf. 

Mr.  Monk. 

10429.  Is  that  a special  rate? — They  are  got 
as  special  rates  practically,  for  we  have  to  plead 
for  all  our  rates,  but  there  is  no  difference  in  this 
respect ; this  is  a station  to  station  rate  ; we  do 
not  include  the  deliveries  in  either  case,  we  de- 
liver and  take  away.  This  high  rate  for  alum 
from  Manchester  to  Liverpool,  has  very  seriously 
crippled  my  foreign  trade. 

Mr.  Bolton. 

10430.  I understand  those  quotations  are  all 
upon  the  same  basis,  station  to  station? — Yes, 
they  are  all  from  station  to  station.  In  conse- 
quence of  this,  I am  now  very  heavily  handi- 
capped in  competing  with  French  and  Italian 
manufacturers  in  the  Indian  market.  My  next 
point  is,  as  to  “ Oppressive  rates  also  to  inland 
manufacturing  towns.”  The  alum  rates  from 

Manchester  to  towns  in  the  manufacturin£r  dis- 

• • 1 ® 
tricts  are  m most  cases  upon  the  same  oppressive 

scale;  the  charge  to  Burnley,  Blackburn,  Chor- 

ley,  St.  Helens,  Runcorn,  Huddersfield,  and 

Darwen,  all  of  them  from  22  to  28  miles  from 

Manchester,  ranges  from  threepence  to  3 '8  pence 

per  ton  per  mile.  Row,  these  are  not  explained 
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bj"  alleged  greater  cost  of  carriage  upon  short 
distances ; nothing  could  justify  such  excessive 
charges,  but  the  absurd  contention  that  these 
journeys  are  relatively  300  to  400  iier  cent,  more 
costly  than  long  ones.  This  point  has,  however, 
already  been  settled  by  the  Legislature  in  the 
parallel  case  of  passenger  traffic  by  the  enforce- 
ment of  the  Parliamentary  train  fare  of  a penny 
per  mile  for  long  or  short  distances. 

Chairman. 

10431.  But  I may  interpose  here,  to  point  out 
that  a railway  passenger  loa,ds  and  unload.s  him- 
self?— :Yes,  so  do  I ; I load  and  unload  my  own 
goods ; the  company  have  nothing  to  do  with 
that.  With  regard  to  the  long  distance  carriage 
of  coal  from  the  Durham  and  South  Lancashire 
coal  fields  to  London  for  a halfpenny  per  ton  per 
mile,  and  the  privilege  of  taking  back  empty 
trucks,  I think  I have  a right  to  say  to  the  com- 
panies, I give  you  the  choice  of  three  positions ; 
either,  first,  you  do  not  know  whether  this 
traffic  yields  you  a profit  or  not,  or,  second,  you 
know  that  it  incurs  a loss,  but  do  it  from  a 
sinister  motive,  or,  third,  you  know  that  it  is 
profitable,  and  so  continue  it.  I accept  the  third 
as  least  discreditable  to  you;  and  I say,  why  do 
you  do  a large  amount  of  carriage  at  a half- 
penny per  ton  per  mile,  where  you  have  double 
mileage  with  your  engines  and  empty  wagons,  and 
where  therefore  you  only  get  in  reality  a farthing 
per  ton  per  mile,  whilst  Avith  a trade  such  as 
mine,  where  you  only  run  your  Avagons  one  Avay, 
you  charge  12  times  your  coal  rate,  or  3 d.  per 
ton  per  mile.  I characterize  this  simply  as  ex- 
tortion. Even  the  cheap  long  distance  theory  of 
the  companies  cannot,  however,  pretend  to  ex- 
plain inequalities  in  rates  like  the  folIoAving  : 
Ramsbottom  is  22  miles  from  Manchester,  and 
pays  2'3r/.  per  ton  per  mile;  whereas  York, 
which  is  65  miles,  pays  2'5  d.  ; and  FleetAvood, 
Avhich  is  50  miles,  pays  only  1’8  d. 

10432.  I think  you  may  pass  from  that  point, 
as  Ave  have  ah’eady  had  a considerable  number  of 
instances  of  these  differential  rates  ? — Then  I Avill 
go  on  to  say  that  the  charges  per  mile  are  not 
only  unequal  as  betwixt  different  towns  and  dis- 
tricts, but  that  the  rates  generally  upon  chemical 
raw  materials  and  manufactured  products  are  ex- 
tremely arbitrary  and  oppressive,  as  compared 
Avith  those  upon  other  goods.  The  rate  betAA’ixt 
Garston  or  Livei’pool  and  Manchester  for  man- 
ganese ore  imported,  and  for  alum  and  copperas 
exported,  is  7 s.  6 d.  per  ton.  The  rate  betwixt 
the  same  toAvns  for  lime,  firebricks,  and  tiles  is 
4 5.  2 cZ.  per  ton,  and  it  costs  the  carrying  com- 
panies precisely  the  same  to  carry  these  goods  as 
to  carry  those  for  Avhich  they  charge  7 5.  6 d.  My 
next  point  is,  that  “ the  higher  rates  are  not  jus- 
tified by  additional  carriage  cost  of  any  kind.” 
Although  I have  sent  scores  of  thousands  of  tons 
of  alum  and  other  goods  to  Liverpool,  I have 
never  yet  made  a single  claim  upon  the  Liver- 
pool carriers  for  loss  ; and  as  a truck  or  boat 
loaded  Avithmy  manufactures  carries  its  maximum 
weight,  and  therefore  involves  not  a fraction  of 
cost  in  carrying  over  that  of  the  lowest  rated 
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goods,  I submit  that  I am  being  regularly  taxed 
to  the  extent  of  3 s.  4 d.  per  ton  upon  every  ton 
of  Liverpool  goods  I send  away.  As  the  same 
distinction  in  the  rating  prevails  throughout  the 
kingdom,  the  aggregate  loss  upon  my  inland 
trade  is  very  serious  indeed.  But  I consider  that 
my  loss  is  even  greater  than  this,  and  that  the 
true  measure  of  it  is  the  amount  of  the  excess 
levied  upon  me  in  every  case  over  the  statutory 
penny  per  ton  per  mile  for  heavy  undamageable 
goods.  Kates  like  the  following  must,  I presume, 
comidetely  upset  the  pretension  that  an  extra 
premium  has  to  be  included  for  the  risk  of  loss 
when  carrying  expensive  goods.  The  station  to 
station  rate  from  Manchester  to  Glasgow  in  two- 
ton  lots  for  copperas,  an  article  worth  less  than 
30  s.  per  ton,  is  21  s.  8 d.  per  ton  ; and  for  raw 
sugar,  worth  20/.  per  ton,  it  is  (after  deducting 
3 s.  4 d.  for  terminal  expenses,  this  being  a col- 
lected and  delivered  rate,)  13  s.  4 d. ; and  this,  too, 
for  either  small  or  large  quantities.  I have  also 
to  notice  a serious  overcharge  upon  gas  coke  by 
the  Great  Northern  Railway  Company ; they 
charge  20  per  cent,  more  for  gas  coke  than  coal, 
while  other  companies  have  but  one  mineral  rate  ; 
this  effects  the  sale  of  gas  coke  from  large  towns 
to  Newark  and  other  places  for  malting  or  iron 
purposes.  The  Great  Northern  Company  con- 
tend that  they  do  not  carry  as  much  weight  of 
coke  as  coal  in  a truck ; but  it  is  no  argument  to 
satisfy  the  public,  as  they  should  make  suitable 
trucks. 

IMr.  Monk. 

10433.  Do  you  complain  that  these  charges 
are  higher  than  the  company  are  entitled  to 
charge? — AVe  do  not  know  what  they  are  en- 
titled to  charge ; we  cannot  really  ff  nd  out  what 
they  are  entitled  to  charge. 

10434.  Have  you  tried  to  find  out? — We  have 
tried  to  ascertain  it  over  and  over  again. 

10435.  And  you  have  been  unable  to  obtain 
the  information  ? — Practically  we  have  been  un- 
able to  obtain  the  information.  AYe  have  just  to 
go  to  them  and  obtain  a special  rate  to  any  place, 
and  it  is  just  what  they  think  it  will  bear,  as  it 
appears  to  us.  There  is  no  matter  of  justice  or 
equality  ill  it.  Now,  for  alurii,  worth  5 1.  10s. 
per  ton,  the  rate  is  15  s.  I have  made  the  most 
strenuous  efforts  to  get  the  companies  to  carry 
alum  at  the  sugar  rate,  but  without  result. 

Mr.  Holton. 

10436.  AVould  that  be  to  the  same  places? — 
A'es.  Now  my  next  point  is,  “Proportionate 
amount  of  claims  for  loss  or  damage  paid  to  me 
by  carriers.”  Having  carefully  gone  over  the 
whole  of  the  claims  paid  me  by  all  the  railway 
companies  of  the  kingdom  for  loss  upon  goods  of 
all  kinds  manufactured  by  me  during  the  last 
10  years,  I find  that  the  one-thousandth  of  a 
penny  per  ton  jier  mile  would  considerably  more 
than  recoup  them  for  all  they  have  been  out  of 
pocket.  I have  to  complain  also  of  the  ])resent 
prolubitory  rates  of  the  railway  companies  for  the 
carriage  of  ammonia  Avaler.  T his  article  is  pro- 
duced in  enormous  quantities  by  the  gas  works, 
and  is  manufactured  into  the  well-known  manure, 
sulphate  of  ammonia.  NotAvithstanding  that  it 
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is  merely  the  raw  material  of  a manure,  and  is  in- 
variably carried  in  owners'  trucks,  the  carriage 
rates  fixed  for  it  are  always  greatly  in  excess  of 
a penny  jier  ton  per  mile.  Now,  as  regards  new 
products  brought  out  since  the  passage  of  most 
of  the  comjianies’  Acts,  it  is  notorious  that  a large 
number  of  important  chemical  and  other  products 
have  sprung  into  existence  since  most  of  the 
Railway  Acts  Avere  obtained;  and  the  raihvay 
companies  have,  in  nearly  every  instance,  ranked 
these,  irrespectively  of  value,  in  the  highest 
class.  In  fact,  the  incidents  attending  the  ob- 
taining of  a rate  for  any  kind  of  goods  Avhich  are 
not  already  in  the  rate  books,  shoAv  the  Avhole 
system  of  railway  classification  to  be  a gigantic 
farce.  Passing  on  in  tlie  next  place  to  the  rail- 
Avay  mode  of  procedure  in  making  a new  rate, 

I Avould  say  that,  upon  receiving  an  application, 
the  railway  company,  instead  of  referring  the 
matter  to  an  expert  in  London,  Avhom  the  com- 
panies might  retain  for  the  purpose,  sends  out  a 
scout  to  make  some  ludicrous  inquiries  as  to  the 
nature  and  character  of  the  goods.  'I  he  crass 
ignorance  and  credulity  displayed  by  these  men 
leads  to  a great  deal  of  false  statement;  and, 
indeed,  consignors  are  themselves  not  unfre- 
quently  asked  by  the  railAvay  repi’esentative  to  lie, 
in  order  that  his  company  may  get  a Ioav  rate, 
and  thus  secure  the  benefit  of  his  suggestion. 
A new  product  Avhich  I brought  out  a fcAv  years 
ago  at  a A'ery  low  price,  I Avas  recommended  to 
call  “ alum  AA'aste,”  but  refused  to  do  so ; and 
after  persistent  efforts,  extending  over  tAvo  years, 

I at  last  got  it  specially  rated.  After  I had 
enjoyed  this  for  a feAv  months,  my  trade  rivals  are 
noAV  using  an  imitation  of  my  trade  mark  to  get 
an  article  of  tAvice  its  cost  carried  at  the  same 
figure.  I need  scarcely  add  that  they  have  done 
so  Avith  perfect  impunity  so  far  as  the  raihvay 
companies,  are  concerned.  AVith  regard  to  loss 
of  business  in  Avaiting  for  rate  quotations,  that  is 
another  seiious  evil  connected  Avith  the  present 
system.  Manufacturers  nre  often  unable  to 
make  a definite  offer  of  pi’ice  to  a distant  con- 
sumer until  the  existing  rate,  if  any,  has  been 
ascertained.  Very  commonly  it  is  found  that 
no  rate  has  been  arranged;  and  as  by  universal 
raihvay  practice  no  comjiany  can  quote  until  the 
other  interested  companies  have  been  consulted ; 
Aveeks  may  elapse  before  the  raihvay  “ con- 
ference” meets;  and  the  consumer,  unable  to 
wait,  goes  to  another  locality  for  his  goods. 
AA'hen  the  “conference”  does  come  together,  the 
representatives  of  the  other  companies  often  re- 
gard Avith  the  utmost  jealousy  a proposal  Avhich 
Avill  bring  business  only  to  the  initiating  company; 
and  they  accordingly  do  their  best  to  get  the 
rate  pitched  high.  So  evident  is  this  motive  at 
times,  that  I IniA'e  in  some  cases  been  advised  by 
a raihva)'  company’s  reimesentative  to  apjily  for 
a rate  simultaneously  to  another  company.  My 
next  point  is  as  to  injury  to  the  public  from 
sudden  and  arbitrary  changes  in  rates.  Another 
pernicious  feature  of  the  existing  regime  is  the 
Av.ay  in  Avhich  the  railway  companies  raise  rates 
at  times,  not  only  Avithout  conferring  Avlth  the 
interested  jiarties,  but  Avithout  giving  them  even 
a moment’s  notice.  I am  acquainted  Avith 
agents  who  often  purchase  a year’s  supply  of 

goods 
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goods  delivered  monthly  at  a consumer’s  station, 
with  so  small  a margin  for  commission,  that  a 
change  in  the  railway  rate  may  more  than  sweep 
away  their  profit,  and  land  them  in  a loss.  Now 
it  is  my  belief  that  there  is  no  remedy  possible 
under  the  present  state  of  things.  Manufactu- 
rers and  merchants  are  alike  helpless  in  the  midst 
of  these  arbitrary  and  inequitable  arrangements. 
They  have  no  relief  from  competition,  for  it  does 
not  anywhere  exist.  Though  I am  almostdaily  cor- 
responding all  over  the  country  for  rates,  I do  not 
know  a single  case  where  the  railway  monopoly  is 
not  complete,  and  where  there  are  two  railway  com- 
panies offering  competitive  rates.  I now  beg  to 
cite  an  illustration  afforded  by  the  Manchester 
and  Liverpool  case.  Although  the  men  of  Man- 
chester and  Liverpool  were  the  first  to  construct 
a great  railway,  I speak  advisedly  when  I say 
that,  so  far  as  goods  transit  between  these  cities 
is  concerned,  the  invention  of  the  locomotive  has 
proved  to  be  an  unmixed  evil.  The  charges  per 
ton  per  mile,  of  the  four  railway  companies  who 
are  fattening  upon  this  traffic,  are  nearly  four 
times  those  between  Manchester  and  Glasgow, 
and  the  South  Lancashire  trader  is  in  this  way 
annually  fleeced  of  hundreds  of  thousands  of 
pounds.  The  following  figures  show  that  a 
waggon  and  horses  road  service  could  carry  the 
goods  for  25  per  cent,  less  than  the  present 
charges  of  the  companies.  On  the  nearly  level 
road  beLveen  Manchester  and  Liverpool  a man, 
two  horses,  and  a waggon  could,  in  three  days, 
take  four  tons  of  goods  from  Manchester  to 
Liverpool,  and  bring  four  tons  back,  at  a cost  of 
15  s.  per  day,  or  45  s.  in  all.  As  the  station  to  sta- 
tion rate  of  the  companies  is  7 s.  Qd.  per  ton  their 
charge  for.  carrying  four  tons  to  Liverpool,  and 
bringing  four  tons  back,  is  60  s.  I he  saving  by  a 
horse  tram-road,  as  existing  before  the  days  of 
Stephenson,  would  be  much  more  than  this,  as  a 
horse  can  draw  upon  rails  nearly  eight  times 
more  than  upon  an  ordinary  road.  A plate  rail- 
way has  recently  been  proposed,  which  would 
admit  of  tlie  use  of  ordinary  road  Avagon  wheels, 
and  thus  save  all  terminal  expenses  at  stations. 
By  a ship  canal  betwixt  Manchester  and  Liver- 
pool, the  economy  of  carriage  would  obviously 
be  far  greater  than  by  any  other  system ; steam 
navigation  being  beyond  controversy,  the  cheapest 
known  mode  of  inland  transit.  I may  add,  that 
tbe  Manchester  ship  canal  scheme  has  the  ap- 
proval of  able  engineers.  All  three  modes  of 
relief  are,  however,  practically  denied  to  the 
South  Lancashire  manufacturer.  If  a Bill  Avere 
promoted  in  Parliament  for  a horse  tram av ay  or 
ship  canal,  either  proposal  Avould  meet  Avith  the 
determined  oppositition  of  four  poAverful  railway 
companies ; and  if  any  one  of  the  three  schemes 
Avere  actually  inaugurated,  it  would  have  to 
face  a long  struggle  Avith  the  companies,  Avho 
Avould  reduce  their  rates  in  the  hope  of  starv- 
ing it  into  the  “ conference,”  and  the  consequent 
acceptance  of  their  former  oppressive  tariff. 
This  actually  took  place'  under  a spurt  of  com- 
petition 20  years  ago,  Avhen  the  rate  Avas  reduced 
to  2 s.  6 d.  per  ton.  Noav,  since  Parliament  has 
interfered  Avith  the  laAvs  of  supply  and  demand 
to  the  extent  of  protecting  these  four  companies 
against  unlimited  competition  by  other  railway 
promoters,  I submit  that  the  Lancashire  manu- 
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facturer  has  a right  to  demand  that  it  shall 
require  them  to  make  reasonable  rates,  and  also 
to  abstain  from  using  their  enormous  capital  to 
crush  any  attempt  he  may  make  to  j)rovide  a 
radically  cheaper  mode  of  carriage.  On  this 
branch  of  the  suliject  I Avould  say  that,  if  the 
result  of  this  Committee’s  labours  is  to  fix  the 
raihvay  rates  of  the  country,  and  to  prevent  them 
being  loAvered  merely  for  the  sake  of  destroying 
Avater  carriage  competition,  there  is  no  doubt 
that  the  scheme  of  a Manchester  Ship  Canal  Avill 
be  undertaken  at  once,  and  I for  one  Avill  be 
happy  to  take  shares  in  it. 

Mr.  Barclay. 

10437.  Having  so  far  stated  in  detail  the  facts 
as  they  affect  you,  Avill  you  give  the  Committee 
a statement  as  to  Avhat  reforms  might,  in  your 
opinion,  advaritageously  be  adopted  to  remedy 
the  existing  defects? — The  folloAvlng  changes 
appear  to  me  necessary  to  put  the  railway  classifi- 
calion  and  rates  upon  a basis  Avhich  would  be  just 
and  equitable  both  to  the  public  and  the  com- 
panies, namely : Firstly,  that  the  Avhole  of  the 
raihvay  companies  of  the  United  Kingdom  should 
be  required  to  caiTy  at  a rate  not  exceeding  a 
penny  per  ton  per  mile  for  distances  of  six  miles 
and  over,  for  limestone,  road  metal,  clay,  sand, 
dung,  compost,  and  all  other  goods  Avhich  are 
unstealable,  uninflammable,  imperishable  and 
otherwise  undamageable,  and  Avhich  are  at  the 
same  time  heavy  enough  to  give  the  truck  its 
maximum  load.  Secondly,  that  all  actual  addi- 
tional expense  to  the  companies,  Avhether  arising 
from  these  or  other  risks  or  costs,  should,  under 
the  ])OAvers  given  to  the  Railway  Commissioners 
by  the  Act  of  1873,  be  accurately  ascertained  by 
them  by  inspection  of  the  companies’  cost  books 
and  accounts  of  claims  paid  during  the  last  ten 
years,  and  by  any  other  available  means ; and 
that  these  extra  risks,  and  costs,  being  precisely 
determined  by  them  for  each  class  of  goods  should 
in  each  case  be  discounted  and  added  to  the 
standard  rate.  Thirdly,  that  as  the  companies 
are  restricted  by  their  Acts  to  the  same  rates  for 
the  carriage  of  lots  of  500  lbs.  as  for  larger  quan- 
tities, and  as  it  is  desirable  that  a scale  of  rates 
should  be  adopted  Avhich  Avould  give  consignors 
of  large  lots  the  full  benefit  of  the  lesser  cost  of 
carrying  their  merchandise,  the  Commissioners 
should  be  empoAvered  to  ascertain  the  compara- 
tive costs  upon  lots  of  500  lbs.  and  over,  two  tons 
and  over,  four  tons  and  over,  truck  loads,  train 
loads,  and  other  quantities ; and  to  fix  the  stan- 
dard rate  in  a just  average  position  Avith  a scale 
of  increase  or  decrease  for  smaller  or  larger  con- 
signments. Fourthly,  that  they  should  also  fix 
the  scale  of  charges  to  be  paid  in  all  cases  for 
terminal  expenses,  namely,  sheeting,  loading  and 
unloading,  collecting  and  delivering,  storing  and 
demurrage.  Fifthly,  that  they  should  have  poAver 
to  detei’mine  all  other  additions  to  or  deductions 
from  the  standard  rate,  and  generally  to  fix  all 
rates,  charges,  and  other  traffic  regulations  Avhich 
concern  foi’Avarders  or  receivers  of  goods  ; that 
the  Avhole  of  such  rates  and  regulations  should  be 
in  force  for  one  year,  and  be  published  annually 
in  a single  A'olume  to  be  sold  at  cost  price  for  the 
benefit  of  all  concerned.  Sixthly,  that  any  com- 
panies whose  Acts  do  not  limit  them  to  a penny  per 
3 O ton 
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Mr.  Barclay — continued, 
ton  ])cr  mile  for  heavy  undamageable  goods  and  who 
decline  to  be  bound  by  this  rate,  should  have  the 
privilege  of  retaining  their  present  charges,  but 
that  they  should  he  permanently  held  to  these, 
and  not  permitted  to  reduce  them  if  any  new 
company  should  construct  a competitive  line  to 
carry  at  the  standard  rate.  Seventhly.  That 
the  various  companies  by  a majority  vote  repre- 
senting two-thirds  of  the  total  mileage,  should, 
after  dnlj^  notifying  the  Commissioners,  he  em- 
powered to  make  general  reduetions  in  rates  on 
the  basis  of  the  standard  scale;  but  that  . as  it 
is  contrary  to  the  piddic  interest  to  permit  a 
powerful  I'ailway  company  to  temporarily  reduce 
its  rates  in  order  to  cxTlnguish  the  local  competi- 
tion of  a steamboat  line  or  canal,  they  should 
henceforth  he  permitted  to  make  only  simulta- 
neous and  hona  fide  reductions.  Eighthly.  That 
in  quoting  or  charging  rates,  the  companies 
should  in  all  cases  be  required  to  state  the  dis- 
tance, and  specify  the  terminal  expenses. 
Ninthly.  That  the  loading  of  all  goods  should  be 
supervised  by  the  companies’  servants  ; or  that 
the  companie.s  should  be  responsible  for  the  con- 
sequences of  any  shifting  of  the  load.  Tenthly. 
That  the  Railway  Commissioners  should  now  be 
made  a permanent  court,  with  power  to  adjudi- 
cate and  make  awards  in  all  cases  of  grievance 
against  the  companies,  including  claims  for  past 
overcharges  ; and  also  upon  all  other  railway  or 
canal  questions.  Eleventhly.  That  the  Board 
of  Trade  should  first  receive  and  examine  all 
complaints  against  the  companies  ; and,  whenever 
after  due  investigation  it  should  appear  that  the 
law  is  being  violated  by  them,  and  that  redress 
is  refused,  that  the  Board  should  commence  jiro- 
ceedings  against  them  before  the  Commissioners. 
If  the  Commissioners  should  sustain  the  action 
of  the  Board,  and  their  verdict  should  be  ap- 
pealed against,  that  the  appeal  should  then  lie 
direct  to  the  House  of  Lords ; and  that  the 
Board  and  not  the  ag:ffrieved  individual  should 
defend  the  case.  Twelfthl3^  That  the  Board 
should  not  require  that  any  complaint  shall  be 
submitted  through  a solicitor ; but  that  this 
should  he  left  optional  ivith  the  individual,  as  in 
the  case  of  the  ordinary  courts. 

10438.  Having  so  far  dealt  with  railways,  have 
you  anything  to  sa}"  with  regard  to  the  present 
method  of  levjdng  canal  tolls? — The  present 
mode  of  levying  tolls  upon  the  canals  is  in- 
equitable in  the  extreme ; and  I am  informed  by 
the  secretary  of  one  of  the  largest  companies  not 
under  railway  control,  that  his  people  would  be 
glad  to  be  relieved  from  the  requirements  in 
their  Act,  which  comjiel  their  adherence  to  the 
present  system.  At  present  toll  is  charged,  not 
upon  the  boat  as  it  shoidd  be,  but  upon  the 
actual  numl)er  of  tons  carried,  large  or  small  ; 
empty  boats  paying  a merely  nominal  sum.  The 
classification  of  goods  also  follows  the  absurd 
lines  of  the  railway  sj'stem,  notwithstanding  that 
the  conditions  of  transit  in  the  two  cases  are 
essentially  different.  In  tlie  case  of  railways 
in  addition  to  the  element  of  rolling  stock,  which 
is  at  its  minimum  with  heavy  goods,  the  railway 
company  has  to  bear  the  risk  of  fire,  theft, 
damage,  perishability,  loss  of  market  through 
delay,  &c.  ; but  in  the  case  of  canals,  the  owners 
of  the  navigation  have  only  two  points  to  consider, 
the  wear  and  tear  of  the  canal  caused  by  the 
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passing  of  a boat,  and  the  quantity  of  water  ex- 
pended by  its  descent  through  the  locks.  Next, 
with  regard  to  the  just  method  of  levying-  canal 
tolls.  Asa  boat  passing  down  a single  lock  ex- 
pends as  much  water  as  one  going  through  fifty; 
and  os  a liglit  boat  requires  as  much  water  as  a 
loaded  one,  it  is  obvious  that  each  boat  should  be 
charged  for  a lockful  of  water,  whether  it  is  full 
or  empty,  and  whether  it  has  jiassed  through  one 
lock  or  a hundred.  As  moreover  the  wear  and 
tear  of  the  navigation  is  as  great  with  empty 
boats  as  with  full  ones,  it  is  equally  clear  that 
the  true  mode  of  levying  dues  is  to  ascertain  the 
maximum  number  of  tons  of  heavy  goods  which 
the  largest  boat  can  carry  upon  the  canal  and 
take  through  its  locks,  and  to  make  this  the  un- 
varying standard  of  charge  per  mile  for  all  boats 
traversing  the  canal,  whether  light  or  loaded,  and 
altogether  irrespective  of  the  kind  of  goods  they 
carry.  The  j'l'nctical  operation  of  this  arrange- 
ment rvould  be  to  economise  water  to  the  utmost, 
to  discourage  light  loads,  and  to  put  a premium 
upon  full  ones ; any  increased  revenue  received 
from  the  light  boats  being  available  for  a general 
reduction  of  the  tolls.  As,  moreover,  it  rvould 
be  only  necessary  under  this  system  for  the  canal 
company  to  record  the  passage  of  each  boat ; the 
canal  clerks  and  others  noxv  employed  to  check 
the  declarations  of  cargo  might  be  dispensed  with 
altogether.  This  method  of  levying  tolls  would 
also  greatly  simplify  the  calculations  of  public 
carriers  upon  canals,  and  thus  facilitate  trade. 
They  would  know  at  once  what  dues  they  rvould 
have  to  pay  over  a given  distance,  instead  of,  as 
now,  having  to  face  a complication  of  tolls  for 
different  kinds  of  goods  ; and  often  varying  with 
each  canal  over  which  they  pass.  The  injurious 
operation  of  the  present  canal  classification  of 
goods  is  seen  in  facts  like  the  following : Upon 
the  Bridgewater  navigation  from  Manchester  to 
Runcorn,  a distance  of  30  miles,  the  dues  upon 
limestone  are  6d.  per  ton.  Upon  pyrites,  raw  and 
calcined,  and  minerals  of  similar  low  value,  of 
which,  at  Manchester,  I receive  or  send  away 
about  150  tons  per  week  ; they  average  2 s.  per 
ton  ; and  this,  notwithstanding  that  a boat  loaded 
with  such  materials  carries  its  maximum  weight, 
and  therefore  takes  no  more  "water  per  ton  than 
limestone,  nor  involves  an  iota  of  increased  cost  in 
any  other  way  to  the  canal  company.  These  facts 
apply  equally  to  the  case  of  alum,  but  the  toll 
upon  this  product  is  2 s.  6 d.  per  ton.  Such  tolls 
are,  I take  it,  a clear  violation  of  the  spirit  of 
the  proviso  in  the  Act  of  1873  as  to  pi-e- 
ferential  arrangements.  The  Railwaj"  Com- 
missioners and  the  Court  of  Queen’s  Bench 
have  also  ruled  that  increased  charges  cannot 
be  sustained  where  there  is  no  element  of  in- 
creased cost  to  the  comjiany.  That  was  Ever- 
shed’s  case.  The  2 s.  unjustly  imposed  upon  my 
export  trade  in  alum  is  a very  serious  matter  to 
me  at  the  present  moment,  as  alum  is  now  selling 
at  a lower  price  than  it  has  ever  previously 
reached,  hly  next  point  will  be  to  endeavour  to 
show  the  results  of  allouing  canal  comjianies  to 
be  carriers  as  well  as  toll  collectors.  As  the 
Bridgewater  Company  are  not  only  toll  collectors 
but  also  carriers  on  a very  large  scale  betwixt 
Manchester  and  Liverpool,  having  a ffeet  of  tugs 
and  also  extensive  quays  and  warehouses,  of 
which  they  have  the  practical  monopoly,  I have 
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no  doubt  the  object  of  this  excessive  toll  is  to 
drive  my  Liverpool  consignments  into  their  boats. 
I consider  it  a very  vicious  principle  that  canal 
owners  should  also  be  canal  carriers  ; as,  besides 
practically  reserving  to  themselves  the  quays  and 
warehouses,  competitive  carriers  feel  that  in  one 
way  or  another  they  are  sure  to  be  handicapped 
by  the  preferential  arrangements  made  in  its  own 
favour  by  their  more  fortunately  situated  rival. 
I think  the  same  arguments  a])piy  to  a large  ex- 
tent to  railway  ports  and  docks.  Be  this  as  it 
ma-\',  the  result  of  the  system  in  the  case  of  the 
Bridgewater  Canal  is,  that  the  canal  company 
{having  at  the  time  of  its  formation,  eight  or  nine 
years  ago,  bought  up  the  interests  of  all  the  exist- 
ing carriers  but  two,  and  both  of  these  are  in  the 
‘‘conference”  and  emjdoy  the  Bridgewater  tugs) 
has  ])ractically  now  no  competitors  for  the  car- 
riage of  general  traffic  betwixt  Manchester  and 
Liverpool.  My  next  point  is,  as  to  how  the  rail- 
Avay  interest  manages  to  evade  Section  16  of  the 
Act  of  1873.  The  history  of  the  Bridgewater 
Company  illustrates  how  completely  the  spirit  of 
Section  16  of  the  Act  of  1873,  which  makes  it 
illegal  for  railway  companies  to  take  over,  or  in 
any  way  control  the  traffic  of,  a canal  may  be 
evaded  by  the  railway  interest.  The  company 
was  formed  by  railway  men  at  the  time  of  the 
passing  of  that  Act,  and  with  the  direct  object  of 
overcoming  the  difficulty  it  jirescnted.  Its 
capital  was  subscribed  mainly  by  shareholders  of 
the  Midland,  and  Manchester,  Sheffield,  and  Lin- 
colnshire Bail  way  Companies.  Its  directors  are 
all,  or  nearly  all  of  them,  railway  men  ; and  both 
in  the  management  of  its  tolls  and  in  its  carrying 
department  it  has,  throughout,  exhibited  all  the 
worst  Ceatures  of  the  railway  policy.  It  has,  in 
fact,  in  every  way  realised  the  fears  expressed 
Avith  regard  to  it  by  the  Railway  Companies 
Amalgamation  Committee  of  1872  (page  xx). 
So  far  from  promoting  water  competition  with 
the  railways,  its  representative  upon  the  so-called 
Railway  Conference  ” (or  “ ring,”  as  I prefer  to 
designate  it),  Avhich  controls  the  whole  of  the 
rates  betAvixt  Manchester  and  Liverpool  and 
elseAvherc,  has,  in  my  experience,  shoAvn  himself 
to  be  decidedly  the  most  re-actionary  member  of 
that  body.  Not  very  long  ago  I brought  out  a 
neAV  chemical  product  for  the  purification  of 
scAvage  and  other  waste  Avaters.  The  material 
Avas  sold  at  a A'ery  Ioav  price  ; Avas  heaAW,  un- 
stealable,  uninflammable,  imperishable,  and,  being 
otherwise  an  article  upon  which  no  claims  could 
possibly  arise  against  the  carriers,  Avas  every  Avay 
entitled  to  be  carried  at  a low  rate.  After  great 
efforts  I got  the  railway  companies  to  agree  that 
it  should  be  carried  at  a reduced  figure.  Not 
long  after,  the  agent  of  the  Bridgewater  Com- 
pany having  called  atmyAvorks,  mention  Avas  made 
to  him  in  the  course  of  conversation,  of  the  ueAV  rate. 
He  denied  that  any  such  rate  had  been  arranged; 
but  a Avritten  quotation  of  it  by  one  of  the  com- 
panies having  been  shoAvn  him,  he  said  he  Avould 
look  into  the  matter.  The  result  was  that  I 
speedily  received  an  intimation  from  one  of  the 
railAvay  companies  that  the  rate  had  been  raised. 
Tlie  simple  fact  was,  that  the  “Conference  ” had 
reduced  the  rate  Avithout  consulting  the  Bridge- 
Avater  representative,  and  he  subsequently  pro- 
testing, the  rate  Avas  advanced.  So  completely 
has  this  company  bound  itself  to  the  raihvay  com- 
panies’ arrangements,  and  levelled  itself  up  to 
0.54. 
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their  high  rates,  that  it  actually  levies  the  rail- 
Avay  companies’  charge  upon  goods  in  Liverpool, 
in  cases  Avhen  they  are  taken  by  its  boats  direct 
from  the  ship,  and  Avhen  no  cartage  service  has 
been  performed.  The  precise  amount  of  black- 
mail imposed  upon  the  Manchester  consumer  by 
this  monopoly  of  carrying  companies  Avill  be  evi- 
dent Avhen  I say  that  an  experienced  firm  of 
cai'riei's  by  Avater  oft'ered,  if  the  dues  Avere  re- 
duced to  Q d.  per  ton,  to  carry  me  1,000  tons  of 
goods  per  Aveek  betwixt  Manchester  and  Liver- 
pool for  3 5.  9 d.  per  ton,  Avhich  is  exactly  half 
the  present  charge.  '1  he  spirit  of  Sections  16 
and  11  of  the  Act  of  1873,  prohibiting  any  rall- 
AA'ay  company  from  conti’oliing  or  interfering 
Avith  the  traffic  of  a canal  company,  and  requiring 
them  to  afford  all  reasonable  facilities  tor  the 
foi’Avarding  of  through  traffic,  is  I consider  dis- 
tinctly evaded  by  the  railway  com{)anies  in  such 
cases  as  the  following  : — There  are  two  lines  of 
water  communication  betAvixt  Manchester  and 
Birmingham,  and  many  years  ago  I Avas  enabled 
to  forward  alum  by  canal  from  my  Manchester 
Avorks  to  the  Midland  metropolis.  As  hoAvever 
the  Avhole  of  the  seven  intervening  canals  are 
noAV  under  railway  control,  the  tolls  have  been 
so  leA'elled  up,  that  Avater  carriage  com])etition 
has  been  entirely  destroyed.  The  carriage  rates 
are  jirecisely  the  same  as  those  by  rail ; so  the 
canals,  instead  of  getting  justice,  are  actually 
handicapped  by  their  comparative  sloAvness  of 
transit.  I may  illustrate  the  railway  mode  of 
facilitating  through  traffic  on  canals  by  stating 
my  experience  in  connection  Avith  a recent  inquiry. 
A fcAV  Aveeks  ago  my  representative,  having  called 
on  the  agent  of  the  INlanchester,  Sheffield,  and 
Lincolnshire  Railway  Company  to  ascertain  the 
through  rate  of  dues  for  alum  to  Birmingham,  Avas 
informed  that  they  could  not  quote  them  except 
for  their  OAvn  canal,  as  the  other  canal  OAvners 
Avould  object  to  supply  them  Avith  the  informa- 
tion, and  that  my  only  course  Avas  to  Avrite  to 
each  of  the  other  three  companies.  On  Avriting 
to  these,  I found  that  tAvo  of  them  quoted  not  a 
rate  per  ton,  but  per  2,400  lbs.  As  the  IMau- 
chester  to  Birmingham  Canal  competition  has 
been  dealt  Avith  in  this  fashion,  it  Avill  readily  be 
understood  that  the  Manchester  to  London  traffic 
has  fiired  even  Avorse.  Formerly  there  Avas  an 
excellent  canal  goods  service  betAA'ixt  the  tAvo 
places,  the  through  journey  being  done  in  three 
days  and  nights.  There  is  noAV  not  even  the 
j)retence  of  any  through  traffic  by  this  route. 
Last  year  I made  a strenuous  effort  to  get  a 
boat  load  of  goods  through  from  Manchester  as 
far  as  Aylesbury  to  a customer  there,  but  I found 
that  OAving  to  high  dues  it  Avould  cost  me  16  s.  ^d. 
per  ton  by  water,  against  13  s.  4 d.  by  rail.  The 
facts  regarding  the  obstructive  and  o])pressive 
policy  of  the  Birmingham  Canal  navigations, 
controlled  by  the  London  and  North  Western 
Company,  are  notorious  in  the  black  country, 
and  1 need  give  only  one  example  of  its  charges 
for  toll.  From  the  Stourbridge  Canal  to  Bir- 
mingham, a distarxe  of  10  miles  over  this 
company’s  navigation,  Stourbridge  bricks  pay 
2 s.  Oi  d.  per  ton,  or  4-lOths  of  a mile  for  1 d. 
The  same  goods  from  Birmingham  to  London,  a 
distance  of  150  miles  over  four  independent 
canals,  pay  2 s.  IJ  </.  per  ton,  or  nearly  six  miles 
for  1 d.  The  following  figures  shoAv  how  effec- 
tively the  Great  Western  Company  has  strangled 
3 0 2 the 
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the  ti’affic  on  three  of  the  most  important  of  the 
canals  it  has  comneted  with,  and  ultimately 
frightened  into  its  embrace.  In  1848  the  gross 
traffic  receipts  on  the  Hereford  and  Gloucester 
Canal  were  5,167  /.  In  the  three  successive 
decades  they  had  steadily  dwindled  down  till  they 
were  only  30  per  cent,  of  this  amount.  During 
the  same  period  the  13,273  /.  of  receijjts  on  the 
Stratford-on-Avon  Canal  had  fallen  off  till  only 
23  per  cent,  remained;  and  within  the  same  30 
years,  the  33,741  /.  of  receipts  on  the  Kennet 
and  Avon  Canal  had  all  been  shunted  on  to  the 
rails,  except  4,488  /.,  or  13  per  cent.  The  Here- 
ford and  Gloucester  Canal  it  is  now  proposed  to 
kill  outright  by  converting  it  into  a railway.  I 
will  now  deal  with  the  general  poliey  of  the  rail- 
way companies  in  regard  to  canals.  The  whole 
policy  of  the  railway  companies  owning  or  leasing 
canals  is  to  discourage  their  use  in  every  practi- 
cable way  in  order  to  drive  the  traffic  on  to  their 
metals.  The  results  in  the  crowding  of  their 
lines  with  slow'  heavy  goods,  thus  impeding  and 
endangering  their  passenger  traffic,  and  glutting 
their  dejiots,  are  in  themselves  sufficiently  serious. 
But  the  injury  to  the  manufacturing  and  trading 
interests  of  the  country  in  preventing  them 
availing  themselves  to  the  utmost  of  the  advan- 
tages of  inland  water  communication  it  would 
be  difllcuit  to  over-estimate.  In  France,  Holland, 
and  America  the  importance  of  canals  is  fully 
recognised,  and  new'  ones  are  frequently  being 
constructed.  The  canal  makes  its  own  station 
opposite  every  manufactory,  thus  involving  no 
terminal  expenses  ; and  the  simple  fact  that  the 
railway  companies  have  purchased,  or  otherwise 
taken  under  their  control,  53  of  the  canals  of  the 
United  Kingdom,  most  of  them  so  situated  as  to 
enable  them  effectually  to  control  the  through 
traffic,  is  a clear  proof  that  they  did  not  consider 
themselves  able  to  comjiete  upon  equal  terms 
with  horse-towing  upon  the  canals.  The  number 
of  53  is  that  given  in  the  Eei)ort  of  the  Select 
Committee  of  1872  on  Kailway  Companies 
Amalgamation.  In  Fi'ance  and  Belgium  it 
is  a well-known  fact  that  canal  com])etition 
has  had  the  effect  of  materially  reducing  the  rail- 
w'ay  carriage  rates.  When  it  is  remembei-ed  that 
in  most  cases  the  limited  water  supply  in  the 
basins  or  watersheds  traversed  by  the  existing 
English  canals  would  not  suffice  to  suj)ply  a second 
canal,  it  is  difficult  to  conceive  w'hat  could  have 
induced  Parliament  in  so  many  instances  to  hand 
over  to  these  gigantic  mono2)olists  this  humble 
competitor  of  the  railway,  and  thus  destroy  the 
only  remaining  guarantee  the  country  possessed 
that  its  iidand  carriage  rates  would  be  kejit  within 
reasonable  bounds.  The  same  consideration,  I 
think,  api)lies  to  the  question  of  raihvay  harbours 
or  jiorts.  It  is  jiossible  to  construct  a hundred  com- 
jietitive  railways,  Kature,  however,  has  given  us 
only  a limited  number  of  ])0rts.  lire  ultimate 
value  of  the  canals  to  the  nation  wdien  altered  for 
steam  navigation  is  seen  at  a glance  when  it  is 
remembered  that  experience  has  shown  it  to  be 
chca^rer  to  carry  2,000  miles  by  ocean  steamer 
than  200  by  rail.  The  chea])est  rate  I know  of 
for  alum  is  that  from  IManchester  to  Glasgow, 
namely,  15  s.  per  ton  for  225;^  miles,  or 
1^  miles  for  a i)cnn3g  whereas  I can  get  any 
quantity  of  the  same  kind  of  goods  carried 
betwixt  Liverpool  and  New  York  for  10. f.  jier 
ton,  or,  taking  the  mean  betwixt  the  outward  and 
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the  home  freights,  for  16  s.  10  d.  per  ton,  which, 
on  3,016  miles,  is  resjiectively  25  miles  and  15 
miles  for  a 2)enny.  I maj-  perhajis  be  allow'ed  to 
give  instances  known  to  me  of  violation  by  rail- 
way companies  of  Section  17  of  the  Act  of  1873. 
Railway  companies  have  in  the  following  in- 
stances, in  districts  with  which  I am  connected 
as  a manufacturer,  violated  the  iirovision  in  the 
Act  of  1873,  requiring  them  to  keep  their  canals 
in  thorough  working  condition.  The  Bolton  and 
Bury  Canal  held  by  the  Lancashire  and  York- 
shire Railway  Company,  and  running  parallel 
with  that  company’s  line  through  the  manu- 
facturing district  lying  betw'een  these  towms  and 
Manchester,  has  been  allowed  by  this  comjjany 
to  get  into  very  bad  condition ; it  is  unsafe  to 
navigate  it  at  night,  and  is  therefore  closed 
nightlj'  all  the  j-ear  round.  When  a casualty 
occurs,  nothing  like  the  effort  is  made  to  keeji  the 
navigation  open  whleh  would  be  put  forth  by  the 
conqiany  if  their  own  line  were  blocked ; but 
matters  are  allowed  to  drift,  and  the  rejiair  is 
undertaken  in  the  most  leisurely  fashion.  The 
canal  in  consequence  of  a complete  breakdown  is 
stopped  at  the  present  moment,  and  has  been  so 
for  the  last  six  or  eight  months,  and  Avere  it  not 
for  the  urgent  representations  of  manufacturers 
on  its  banks,  I doubt  A’ery  much  whether  the  re- 
jiairs  now  in  progress  Avould  have  been  under- 
taken at  all.  The  canal  has  been  alloAved  by  the 
company  to  be  undermined  at  one  jioint  by  a 
neighbouring  colliery  ; they  had  powers  to  jn’e- 
vent  this,  but  declined  to  avail  themselves  of 
them.  A friend  of  mine  Avho  is  a ji^udR^r  in  one 
of  the  largest  chemical  works  in  Lancashire, 
informs  me  that  the  present  stopjiage  is  costing 
his  firm  over  19/.  jier  week  in  the  additional 
carriage  of  one  of  his  materials  alone,  and  that  in 
fact  a perm.anent  stoppage  of  the  canal  w'ould 
mean  a final  closing  of  his  w'orks.  I also  knew' 
tw’O  colliery  companies  Avhose  aggregate  losses 
by  the  frequent  stoppages  of  this  canal,  amount  to 
some  thousands  of  pounds.  It  is  scarcely  neces- 
sary to  add  that  the  great  bulk  of  the  traffic 
during  these  stoj)j)ages  is  diverted  from  the  canal 
to  the  rails  of  the  Lancashire  and  Yorkshire 
Comjtany.  I have  myself  long  given  this  canal 
uji  as  impracticable  for  my  own  jmrposes.  Had 
I been  able  to  relj'  iqton  it,  I might  have  re- 
ceived from  collieries  on  its  banks  about  260 
tons  of  coal  and  shale  ^ter  week.  The  Sankey 
Canal,  jiassing  through  the  important  manu- 
facturing district  of  South  Lancashire,  lying  be- 
tw’een  Widnes  and  St.  Helens,  and  owned  since 
1864  bj-'  the  London  and  North  Western  Com- 
]mny,  has  its  traffic  dealt  with  by  that  company 
in  the  folloAving  fashion: — By  a jwovision  in  the 
Act  of  transfer  the  com2)an3'  Avere  bound  to  pre- 
A'ent  the  silting  up  of  the  channel  connecting  the 
canal  Avith  the  River  jSIersey  ; but  this  require- 
ment has  been  practically  ignored  ; a sand-bar  is 
alloAvcd  to  accumulate  at  the  entrance  to  the 
canal,  and  in  consequence  there  is  no  exit  for 
loaded  vessels  during  neap  tides,  that  is,  during 
a fortnight  of  every  month.  A feAV  years  ago 
the  London  and  North  'Western  Raihvay  Com- 
jjany  made  a feeble  opposition  to  the  proposal  by 
the  Cheshire  Lines  to  throw’  a Ioav  level  bridge 
across  the  canal,  and  the  results  of  its  erection 
have  been  \’ery  injurious  to  the  traffic  by  sailing 
vessels,  Avhich  have  noAV  to  loAver  their  pon- 
derous masts  into  the  hold,  thus  involving- 
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Mr.  TJarcZrty— continued, 
much  extra  labour  and  loss  of  valuable 
cargo  space,  A complete  remedy  for  this 
■would  have  been  the  substitution  of  steam  for 
sails,  the  canal  being  as  well  fitted  for  steam 
navigation  as  the  neighbouring  Bridgewater 
Canal  upon  \vhich  steam  is  now  regularly  em- 
ployed. An  attempt  in  this  direction  was  accord- 
ingly  made  by  a large  firm  of  colliery  owners  and 
also  by  others,  but  the  railway  company  blocked 
it  by  prohibiting  tlie  use  of  steam  upon  the  canal. 
In  consequence  of  these  various  obstructions  the 
traffic  upon  the  canal  has  of  late  years  all  but 
entirely  disappeared.  The  canals  and  navigations 
under  the  control  of  the  North  Eastern  liailway 
Company  have  been  allowed  logo  lamentably  out 
of  repair.  I refer  to  such  as  the  Derwent,  the 
Market  Weighton,  Pocklington,  Driffield,  and 
Level!  Canals.  Both  the  condition  of  the  locks 
and  the  want  of  dredging  have  rendered  them  al- 
most impassable,  and  then  at  such  limited 
di-aughts  as  would  be  unprofitable  to  work  over, 
even  were  the  dues  not  maintained  at,  I believe, 
the  very  maximum  allowed  by  their  Acts.  In 
the  case  of  the  Market  A\"eighton  Canal,  it  is  a 
fact  that  they  exactly  doubled  them  almost  im- 
mediately after  taking  possession.  In  the  case  of 
the  Huddersfield  Canal,  the  London  and  North 
'Western  liailway  Comiiany  maintain  the  maxi- 
mum rate  of  dues  allowed  by  their  Act.  1 hey 
charge  G d.  per  ton  on  all  traffic  except  coal  passing 
to  Huddersfield,  a distance  of  four  miles,  although 
they  have  an  ample  supply  of  water  from  the 
River  Colne,  in  addition  to  that  from  their  own 
reservoirs.  They  also  charge  wharfage  for  traffic 
even  delivered  over  the  banks  of  their  canal. 
Now,  in  my  opinion,  there  is  no  jirospect  of  a 
remedy  unless  Government  takes  over  the  canals. 
As  the  gloomy  anticipations  of  the  Committee  of 
1872,  with  regard  to  the  pernicious  influence  of 
the  railway  companies  over  the  canals,  have  been 
fully  borne  out  by  the  experience  of  the  last  nine 
years  ; as  the  railway  companies  have,  both  in 
letter  and  spirit,  violated  the  pi’ovisions  of  the 
Act  of  1873,  requiring  them  to  maintain  in  perfect 
condition  the  canals  they  possessed  before  the 
passage  of  that  Act,  and  in  no  way  to  control  or 
interfere  Avith  the  traffic  upon  other  canals,  but  to 
afford  it  every  reasonable  facility  in  their  power; 
and,  as  under  the  existing  regime  there  is  no  pros- 
pect of  the  resumption  of  free  and  unfettered 
water  carriage  competition  in  many  of  the  most 
important  districts  of  the  country,  it  is  clear  to 
me  that  we  have  now  reached  the  condition  of 
things  referred  to  by  a well-known  railway  autho- 
rity, Sir  Edward  Watkin,  when,  in  giving  evi- 
dence before  the  Railway  Companies’  Amalga- 
mation Committee  of  1872,  he  said,  at  page  452, 
“ If  it  can  be  proved  that  the  advantage  of  a 
navigation  which  Parliament  has  given  to  the 
public  has  been  taken  away,  I think  it  would  be 
quite  reasonable  on  people  coming  to  amalgamate, 
to  say,  ‘ You  shall  give  up  possession  of  this  thing 
Avhlcli  is  not  properly  used.’  ” I consider  the 
time  has  now  arrived  for  Parliament  to  say  once 
for  all  to  the  railway  companies  “hands  off”  the 
canals.  As  long  as  their  clear  motive  is  to  de- 
sti’oy  them,  no  amount  of  legislation  will  prevent 
them  carrying  out  their  object  while  they  have  any 
power  left  to  do  so.  England  cannot,  in  the  face 
of  increasing  foreign  competiton,  afford  to  see  her 
cheapest  means  of  internal  transit  year  after  year 
closed  against  traffic ; and  as  all  other  methods  of 
0.54. 


M r.  Barclay — continued, 
preserving  the  canals  have  failed,  1 Avould  recom- 
mend their  being  at  once  taken  over  by  the 
Government  on  the  basis  of  their  present  actual 
receipts  from  tolls,  less  working  expenses,  and 
less  the  cost  of  restoring  them  to  the  jirime 
v'orking  condition  prescribed  by  the  Act  of  1873. 
I’he  receipts  from  tolls  less  these  deductions,  are, 
of  course,  the  measure  of  their  actual  present 
value;  and  any  new  value  Avhich  they  might  ac- 
quire from  the  uniform  tolls  and  other  regula- 
tions which  would  be  made  by  Government  for 
the  development  of  the  traffic,  ivould  be  the 
creation,  and,  consequently,  the  jiroperty  of  the 
State.  Moreover,  if  railway  rates  should  come 
to  be  fixed  by  legislation,  with  power  only  to  si- 
multaneously reduce  them,  there  is  no  doubt  that 
one  result  of  tliis  reform  ivould  be  to  greatly  en- 
hance the  market  value  of  the  independent  canals. 
They  would  then  all  have  a fixed  margin  for 
profit,  instead  of,  as  now,  in  many  cases,  being 
compelled  to  work  either  at  excessively  low  com- 
jietition  rates,  or  at  such  high  railway  rates  as  to 
drive  most  of  their  traffic  on  to  the  quicker  lines 
of  their  rivals.  I think  this  margin,  being  created 
by  the  State,  should  be  taken  possession  of 
by  it.  If  a fixed  scale  of  mileage  rates  xvere 
adopted  for  the  railways  with  jiower  to  reduce 
simultaneously  as  low  as  the  companies  jileased, 
the  canals  being  no  lon»er  harassed  by  the  rail- 
way interest,  and  having  thus  “ a fair  field  and 
no  favour,”  could,  under  one  management  and 
uniform  regulations,  be  opened  everywhere  for 
through  traffic  at  the  lowest  paying  rates.  Un- 
der such  conditions  it  is  certain  they  would  be  an 
enormous  boon  to  the  manufacturing  interests  of 
the  country.  To  fix  a reasonable  scale  of  rail- 
way rates,  and  one  of  canal  tolls,  and  leave  the 
canals  still  in  the  hands  of  the  railway  companies, 
would  be  no  remedy  for  the  evil,  as  the  railway 
companies  having  only  one  profit  on  the  canals, 
as  toll  collectors,  against  two  on  the  rails,  as  toll 
collectors  and  carriers,  would  be  certain  to  find 
it  more  jirofitable  to  divert  the  traffic  on  to  the 
latter  ; and  thus  obstacles  of  all  kinds  would 
again  be  thrown  in  the  Avay  of  the  canals. 
There  are  other  reasons  Avhy  Government  should 
take  over  the  canals.  One  very  good  reason  is 
that  many  districts  of  the  country  are  now 
periodically  flooded  to  the  serious  loss  of  agri- 
culturists and  others.  The  navigation  in  not  a 
few  of  these  districts,  as,  for  example,  betivixt 
Birmingham  and  the  Humber,  suffers  so  seriously 
for  want  of  water  that  Birmingham  has 
practically  no  water  communication  rvith  the 
Humber  ports.  If  the  canals  were  in  the 
hands  of  Government,  it  Avould,  I ju’csume, 
have  pOAvers  to  enable  it  to  construct  reser- 
voirs at  suitable  points  which  Avould  tend  both 
to  prevent  the  floods  and  keep  the  navigations 
liberally  supplied.  If,  after  the  Government 
had  obtained  possession  of  the  canals,  the  canal 
carriers  should  agree  to  offer  it  such  an  increased 
toll  as  Avould  justify  the  outlay  required  to  adapt 
them  for  steam  navigation  (which  is,  1 think,  a 
very  probable  event),  its  centralised  administra- 
tion Avould  enable  it  to  carry  out  the  change  Avith 
ease.  At  jiresent,  if  any  single  canal  company 
did  anything  in  this  direction,  its  ex])enditure 
Avould  be  Averse  than  throAvn  away.  The  short 
boats  of  other  canals  passing  through  its  length- 
ened locks  would  Avaste  an  enormous  amount 
of  Avater,  and  the  long  boats  of  the  improved 
3 0 3 navigation 


478 


MINUTES  OF  EVIDENCE  TAKEN  UEFORE  THE 


22  June  ISSl.l  Mr.  Spence.  IContmued. 


Mr.  Barchty — continued. 

navigation  could  not  enter  the  short  locks  of  the 
uniinpi’oved  canals.  Now,  on  the  question  of  the 
suitability  of  government  for  canal  administra- 
tion, although  I have  naturally  a strong  repug- 
nance to  centralisation,  I think  canal  manage- 
ment would  be  a function  for  Avhich  Government 
officers  are  particularly  adapted.  It  would  not 
involve  a tithe  of  the  harrassment  now  attend- 
ing the  working  of  the  Postil  Letters  and 
Telegraphs  Department.  Certainly,  any  diffi- 


Mr.  Barclay — continued, 
culties  of  this  kind  are  not  to  be  named  in 
eomparison  with  the  gain  to  the  manufacturing 
and  trading  interests  of  the  country,  by  rescuing 
its  water  ways  from  impending  destruction  by 
the  railway  companies,  or  from  the  controlling 
railway  interest  in  their  shares — thus  enabling 
them  for  the  first  time  to  offer  a genuine  and  per- 
manent competition  with  I’ailway  charges  over 
the  principal  lines  of  goods  traffic. 


Mr.  Abraham  Walker  Sinclair,  called  in  ; and  Examined. 


Mr.  Callan. 

10439.  You  are  a Member  of  the  firm  of 
Messrs.  Sinclair  & Sons,  of  Newry? — 1 am. 

10440.  What  is  your  business  ? — We  are  grain 
merchants  and  millers. 

10441.  You  are  a magistrate  for  the  county? 
— Yes,  I am  a magistrate  for  the  county  of 
Armagh. 

10442.  And  connected  with  the  town  board  ? — 
Yes,  I have  been  a town  commissioner  for  many 
years. 

10443.  What  position  has  NeAvry,  relatively, 
in  Ireland  as  a port? — It  is  the  fifth  port. 

10444.  What  is  your  firm  principally  engaged 
in? — In  importing  bread  stufts,  grain,  and  so  on. 

10445.  You  represent,  I believe,  not  only  your 
own  firm,  but  the  firm  of  Messrs.  Walker,  of 
Newry? — I do. 

10446.  I believe  the  fii’in  of  Sinclair,  and  the 
firm  of  Walker,  are  the  two  largest  firms  in  the 
corn  trade  in  that  part  of  Ireland  ? — I should 
scarcely  go  as  far  as  that,  but  about  that. 

10447.  Have  you  been  requested  to  give  evi- 
dence not  only  on  behalf  of  your  own  firm,  but 
on  behalf  of  the  joint  committee  representing  all 
the  public  bodies  in  Newry? — Yes,  I have. 

10448.  As  long  as  you  have  been  in  trade  can 
you  state  whether  Newry  has  complained  of  ex- 
cessive and  disproportionate  rates?  — Yes;  I 
know  of  my  own  knowledge  from  1858.  I could 
not  go  further  back  than  that  except  from  hearsay. 

10449.  Have  those  complaints  increased  lately? 
— They  have,  since  the  amalgamation  of  the 
Newry  and  Armagh  Railway  with  the  Great 
Northern,  or  rather  since  the  Great  Northern 
Comjiany  bought  up  the  line  of  the  Newry  and 
Armagh  Company,  and  obtained  conqdete  con- 
trol of  the  port. 

10450.  \\  hat  does  your  complaint  arise  from  ? 
— The  ^R’inciiial  thing  we  complain  of  is  that 
we  do  not  get  the  advantage  of  our  geograjihical 
position.  Belfast  has  always  been  a competing 
poi't  with  Newry. 

10451.  In  fact,  you  complain  that  Belfast  has 
been  unduly  favoured  compared  with  Newry  ? — 
Clearly  so. 

10452.  Have  you  a return  of  the  distances? — 
I liave  a return  of  the  distances  from  Belfast  to 
Armagh,  which  I should  explain  is  the  central  sta- 
tion and  the  junction ; all  goods  going  west  from 
Newry  and  from  Belfast  must  pass  through 
Armagh.  The  distance  from  Belfast  to  Armagh 
is  38  miles,  from  Nervry  to  Armagh  22  miles,  or 
a little  over  one-half,  and  notwithstanding  that 
difterence,  the  great  Northern  Railway  Comjiany 
deliver  all  elasses  of  goods  (^except  coal),  in 
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Armagh,  from  Belfast,  at  similar  rates  to  those 
charged  from  Newry  to  Armagh.  Again  at 
PortadoAvn  the  railway  company  deliver  goods 
from  Belfast  at  the  same  rate  as  they  charge  to 
Lurgan,  although  Lurgan  is  miles  nearer  to 
Belfast  than  Portadown  ; whereas  from  Newry 
to  Lurgan  the  charge,  according  to  the  class 
of  goods,  is  in  excess  by  1 s.,  1 .s.  6 d.,  and 
2 s.  more  than  to  Portadown,  although  there  is 
only  this  small  mileage  difference  between  the 
two  ports  and  Lurgan.  The  charge  from  Bel- 
fast to  Lurgan  on  5-ton  lots  and  upwards,  of 
grain,  is  3 s.  per  ton,  while  the  charge  from 
Newry  to  Lurgan  on  breadstuffs  is  5.9.;  also 
from  Belfast  to  Portadown,  5-ton  lots,  and  up- 
wards, are  charged  3 s.  per  ton,  from  Newry  to 
Portadown,  3 s.  ; from  Belfast  to  Armagh, 
4 s.  6 ff.  per  ton,  and  the  same  rate  from  Newry 
to  Armagh.  Now  Belfast  is  one  end  of  the  line, 
and  Newry  is  the  other  end  of  the  line,  and 
although  the  company  carry  through  Lurgan  to 
Belfast  at  the  same  rate  as  from  Newry  to  Port- 
adowm,  they  will  not  give  us  the  same  facilities 
as  they  do  to  Belfast  to  carry  to  Lurgan. 

10453.  The  company  charge  equal  rates  from 
Belfast  to  Portadown,  as  from  Newry? — Yes. 

10454.  The  company  carry  goods  from  Belfast 
to  Portadown  at  the  same  rate  as  to  Lurgan  ? — 
Yes. 

10455.  And  they  chai’ge  a differential  rate  for 
goods  going  north  ? — Yes,  for  goods  going  north 
they  charge  a differential  rate. 

10456.  Take  goods  going  southward  from  Bel- 
fast to  Portadown,  and  comjiaring  them  with 
goods  going  northwards  from  Newry  to  Lurgan, 
do  they  eharge  60  per  cent,  additional  in  the 
latter  case  ? — Yes,  they  charge  rather  over  60 
per  cent,  additional. 

10457.  Going  over  the  same  line  ? — Yes. 

10458.  Between  goods  going  south  and  goods 
going  north  there  is  a differential  charge  of  60 
])er  cent,  in  favour  of  goods  going  south,  over 
those  going  north  ? — Y^es,  that  is  true. 

10459.  VVhat  is  the  result  of  that  differential 
rate  ? — The  result  is  that  Belfast  gets  the  great 
majority  of  the  Lurgan  trade. 

10460.  Can  }ou  give  any  reason  wliy  such 
differential  rate  should  exist  ? — It  is  simply 
because  I'rom  Portadown  to  Belfast  was  the  old 
Ulster  Railway',  and.  from  Portadown  to  Dundalk, 
Drogheda,  and  Newry,  the  line  was  formerly 
ealled  the  Dublin  and  Belfast  Junction  Railway; 
they  were  comjioting  lines,  and  now,  since  the 
amalgamation  took  place  Belfast  gets  the  advan- 
tage, to  the  injury  Ilf  the  port  of  Newry;  the 
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same  thin-j  applies  to  Armagh  to  a very  much 
greater  extent,  because  tlie  mileage  distance  is 
16  miles  in  favour  of  Newry,  and  when  we  had 
the  wholesome  competition  of  the  Newry  and 
Armagh  Railway  we  were  enabled  to  get  our 
goods  carried  to  Armagh  at  1 s.  a ton  less  than 
the  J3elfast  merchants  could,  which  we  considered 
was  not  even  then  an  equitable  rate.  Now  from 
Belfast  to  Monaghan,  a distance  of  55  miles,  the 
rate  is  7 s.  a ton,  and  a similar  rate  is  charged 
from  Newry,  where  the  distance  is  only  39  miles; 
on  timber  the  rate  from  Belfast  to  Armagh,  38 
miles,  is  5 s.  a ton,  as  against  the  same  rate  from 
Newry  for  22  miles  ; from  Belfast  to  Lurgan 
the  rate  is  3 s.,  as  against  4 s.  from  Newry. 

10461.  Now  take  the  coal  trade;  do  similar 
inequalties  exist  in  the  coal  trade  ? — There  are 
more  glaring  inequalities  in  the  coal  trade,  in 
other  words  the  railway  companies  carry  coal  from 
Belfast  to  Armagh  at  the  rate  of  1 d.  a ton  a 
mile,  while  from  Newry  to  Armagh  the  rate  is 
1^  d.  per  ton  a mile. 

10462.  Have  you  read  the  evidence  of  Mr. 
Greenhill,  a Belfast  merchant,  given  before  the 
Committee  on  a previous  occasion ; the  question 
Avas  asked  of  him,  “ Do  you  complain  of  any 
apparent  disposition  on  the  part  of  railway  com- 
panies to  divert  trafEc  from  Belfast  ;”  to  which 
he  replied,  “ Yes,  the  tendency  is  to  divert  the 
traffic  from  Belfast  to  some  of  the  other  ports  ; 
that  is  since  the  amalgamation  of  the  railway 
comjAanies.”  Now,  on  the  contrary,  do  you  not 
complain  that  the  tendency  of  the  Great  Northern 
Railway  Company  is  to  divert  the  traffic  from 
Newry  to  Belfast? — Yes,  clearly  so;  it  is  not  a 
matter  of  opinion,  but  a matter  of  fact. 

Chairman. 

10463.  Then  you  and  Mr.  Greenhill  vary  with 
reference  to  facts  ? — I am  prepared  to  hand  in 
the  returns  of  the  Great  Northern  Railway  Com- 
pany to  prove  my  statement. 

Mr.  Callan. 

10464.  Now  take  flax  yarns? — Flax  yarns  are 
carried  from  Newry  to  Lurgan,  a distance  of 
24|  miles,  for  13  5.  4 rf.  per  ton,  while  the  rate 
from  Newry  to  Belfast,  a distance  of  443  miles,  is 
12  s.  6 d. 

10465.  That  is  to  say  that  the  company  carry 
20  miles  further  at  a less  rate  ? — They  carry  at 
10  c?.  a ton  less. 

10466.  Have  you  a letter  complaining  of  that 
from  a large  manufacturer  from  the  Dromalane 
manufactory  ? — I have  ; the  letter  is  as  follows : 
“ I beg  to  draw  your  attention  to  the  inequality 
of  the  rates  charged  on  flax  yaims  between  under- 
noted stations  on  the  Great  Northern  Railway 
(Ireland),  Newry  to  Dungannon,  10s.  per  ton; 
Dungannon  to  Belfast,  10  s.  per  ton ; Newry 
to  For  tad  own,  8 s.  Ad.  per  ton;  Newry  to 
Lurgan,  13s.  Ad.  per  ton;  Newry  to  Belfast, 
12  s.  6 rf.  per  ton.  I am  not  sure  of  the  exact 
distances  between  these  statiens,  but  I believe 
there  is  only  a difference  of  two  or  three  miles  in 
favour  of  Dangannon  in  the  Belfast  rate.  You 
Avill  observe  that  the  rate,  Newry  to  Lurgan, 
which  is  not  two-thirds  of  the  way  to  Belfast,  is 
actually  \0  d.  higher  than  that  to  Belfast. 
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10467.  Now  take  the  coal  trade,  has  there  been 
any  falling  off  in  the  coal  trade  in  NeAvry  ? — The 
falling  off'  in  the  Newry  coal  trade  amounts  to 
15,000  tons  last  year;  several  large  mill  pro- 
prietors in  the  Armagh  district  and  along  the 
river  Bann,  formerly  supplied  from  Newry,  are 
now  getting  supplied  from  Belfast,  in  consequence 
of  the  increased  facilities  which  the  Belfast 
Central  Raihvay  and  the  Great  Northern  Raihvay 
give.  In  Newry,  the  trade,  if  it  is  continued, 
as  it  has  been  for  some  time  jiast,  Avill  be  totally 
extinguished. 

10468.  Does  an  impression  exist  that  the  Newry 
merchants  are  handicapped  in  favour  of  the 
Belfast  manufacturers  ? — That  is  so  ; the  rails 
run  down  to  the  port  of  Newry,  alongside 
the  quay,  and  the  railway  company  send  down 
waggons  at  eight  o’clock  in  the  morning,  and  at 
half-jiast  four,  whatever  waggons  have  not  been 
loaded  are  left  there  till  the  next  morning,  and 
the  merchants  are  obliged  to  put  on  watchmen  to 
watch  their  goods,  as  the  railway  companies  take 
no  responsibility  whatever.  Besides  that  they 
are  obliged  to  shunt  their  own  waggons  ; the 
raihvay  company  do  not  do  the  shunting,  and, 
moreover,  the  merchants  are  obliged  to  fill  the 
waggons,  though  a charge  is  made  for  loading  them. 

10469.  With  regard  to  the  Railway  Commis- 
sioners, Mr.  Greenhill  was  asked,  “ Have  you 
any  instances  which  you  could  give  the  Com- 
mittee of  the  rates  that  you  complain  of?”  To 
which  he  replied,  “ Yes,  from  Belfast  Quays  to 
Armagh,  a distance  of  39  miles;  the  rate  is 
3 s.  Qd.  a ton  for  coal,”  which  he  says  was  fixed 
by  the  Railway  Commissioners.  Now,  have  the 
Railway  Companies,  notwithstanding  that  decision 
of  the  Railway  Commissioners,  since  given  a pre- 
ferential rate  to  Belfast  of  3rf.  ? — Yes,  notwith- 
standing that  the  Railway  commissioners,  accord- 
ing to  Mr.  Greenhill’s  evidence,  fixed  the  rate  at 
3s.  Q d.  per  ton,  they  have  reduced  the  Belfast 
rate  to  3 s.  3rf. 

10470.  And  it  was  increased  since  then  on 
Newry? — The  rate  has  been  increased  in  Newry 
in  consequence  of  the  reduction  in  Belfast. 

10471.  Although  being  lowered  in  Belfast? — 
That  IS  so. 

10472.  The  Newry  Railway  Company  have  a 
line  to  the  quay  side,  have  they  not  ? — They  have. 

10473.  What  is  the  length  of  that  line? — 
About  half  an  Irish  mile. 

10474,  And  under  the  present  system  what 
are  merchants  in  Newry  charged  for  grain  ? — 
Under  the  Newry  and  Armagh  Railway  Com- 
pany there  was  no  charge  made,  but  now  the 
charge  is  made  of  1 s.  a ton  for  that  short  distance. 

10475.  For  less  than  half  a mile?— Yes,  for 
less  than  half  a mile  ; I have  as  an  evidence  of 
that,  if  I may  hand  it  in,  a letter  of  Mr.  Cowen, 
the  manager  of  the  Great  Northern  Railway 
Company,  giving  me  notice  that  the  charge 
would  be  made.  “ You  Avill  please  note  that  in 
any  future  cases  of  the  kind  the  rate  will  be  1 s. 
per  ton  more  than  from  Edward-street,”  which  is 
the  central  station  in  the  town. 

10476.  I believe  Newry  competes  with  Belfast 
prlnciimlly  in  grain  and  timber  ? — It  competes  in 
grain,  timber,  and  coal,  but  principally  in  grain 
and  timber. 
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10477.  And  you  complain  of  those  sei’icus 
charges? — I do. 

10478.  Will  you  hand  in  tabies  illustrating 
that? — 1 Avill.  ['I'he  Tables  were  handed  in.) 

10479.  Have  you  any  suggestion  to  make  as 
to  what  you  believe,  as  far  as  your  port  is  con- 
cerned, would  meet  the  difficulty? — I would  not 
ask  for  a hard  and  fast  line  of  fixed  mileage  rates, 
the  same  as  exists  with  regard  to  passengers,  but 
I would  ask  that  a ])roportionate  rate  should  be 
made  in  relation  to  the  distance,  but  that  is  a 
matter  that  I have  no  right  to  mention  to  the 
Committee,  as  tliey  will  be  certain  to  give  great 
consideration  to  it,  but  I feel  very  strongly  that 
a town  thirty-eight  (38)  miles  from  a central 
town  should  not  have  its  goods  carried  at  the 
same  rate  proj)ortionately  as  a town  22  miles 
distant. 

10480.  Goods  going  south  from  Belfast  to 
stations  to  which  the  Kewry  merchant  could 
compete  with  the  Belfast  merchant,  are  charged 
60  per  cent,  less  than  for  goods  going  north  ? — 
That  is  so. 

10481.  Especially  as  regards  Lurgan. 

10482.  So  that  there  is  a difference  of  60  per 
cent,  given  I'or  the  same  service  upon  the  same 
railway  under  the  same  circumstances  without 
any  reasonable  cause,  in  favour  of  the  Belfast 
merchant  over  the  Kewry  merchant  ? — There  is 
no  cause  that  I know  of,  except  that  they  wish  to 
keep  the  port  of  Belfast  against  the  port  of  Newry. 

10483.  And  you  Avish  that  the  raihvay  Com- 
missioners should  have  the  power  to  make  a rule 
or  decide  that  such  preference  should  not  be  any 
longer  practised  ?— I would  ; I am  very  strongly 
of  opinion  that  the  Railway  Commissioners  should 
have  very  much  increased  power  compared  to 
what  they  have  at  present,  and  also  that  we 
should  have  better  facilities  in  approaching  the 
Raihvay  Commissioners,  and  have  access  to  them 
more  cheaply  ; at  present  it  is  a very  ex])ensive 
matter  for  a jjiivate  firm  to  go  before  the  Rail- 
Avay  Commissioners  against  a large  company. 

10484.  In  fact,  you  think  that  the  proceedings 
in  the  Railway  Commissioners  Court  should  be 
less  costly,  and  that  they  should  be  more  acces- 
sible ? — Yes,  that  is  my  opinion. 

Mr.  3Ioid{. 

10485.  Do  you  think  that  the  Railway  Com- 
missioners should  go  round  the  country  and  hold 
courts  in  the  same  way  as  county  courts  are  held  ? 
— I do. 

10486.  And  hear  complaints  upon  the  spot  ? — 
There  is  no  merchant  I take  it,  except  he  had  a 
grievance,  who  would  take  the  trouble  of  asking 
the  Railway  Commissioners  to  come  to  Ireland ; 
it  is  a very  difficult  thing  for  an  Irish  merchant 
to  come  over  from  Ireland  to  London,  and  lose 
his  time  wffiether  it  be  valuable  or  not,  and  to 
wait  here  for  days  and  to  fee  counsel  to  get  his 
grievance  heard. 

10487.  Are  you  not  aware  that  the  Railway 
Commissioners  will  go  over  to  Ireland  if  they  are 
called  u])on  to  do  so? — In  special  cases  I believe 
they  will. 

10488.  But  in  all  cases? — I was  not  aware  of 
that. 

10489.  You  think  that  still  further  facilities 
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should  be  given  for  application  to  the  Railway 
Commissioners? — I do. 

Sir  Edward  Watkin. 

10490.  You  stated  that  you  would  wish  to 
give  the  Railway  Commissioners  much  larger 
])OAver  ; you  mean  you  would  alloAv  the  Railway 
Commissioners  to  sayrvhat  should  be  the  relative 
rate  between  port  and  jiort? — I do. 

10491.  Take  the  port  of  London  and  the  port 
of  Southampton,  you  Avould  allow  the  Railway 
Commissioners  to  settle  as  beBveen  the  jAort  of 
Southampton  and  the  port  of  London,  Avhat  the 
relative  rates  between  port  and  port  should  be  ? 
— I can  give  no  answer  to  that  question, 

10492.  As  regards  Belfast  and  Newuy,  rvould 
you  allow  them  to  settle  the  rates  as  between 
those  two  ports? — Yes,  and  also  the  port  of 
Derry;  there  are  four  ports,  Dundalk,  Belfast, 
Newry,  and  Londonderry. 

10493.  In  fact,  you  would  give  the  Raihvay 
Commissioners  the  entire  control  of  the  transit 
interests  of  those  ports  ? — I would  be  perfectly 
satisfied  to  leave  it  to  the  Railway  Commissioners, 
whereas,  I am  not  at  all  satisfied  to  leave  it  to 
the  directors  of  the  railway  company. 

10494.  But  it  is  not  at  all  a question  of  the 
directors  alone  ; are  there  not  the  thousands  of 
customers  to  i)ut  against  the  directors  ? — It  is  in 
the  interest  of  the  customers  I am  here. 

10495.  You  Avere  speaking  for  the  port  of 
NeAvry  against  Belfast? — Only  Avith  regard  to 
her  geographical  position. 

10496.  But  you  are  asking  for  something 
Avhich  you  have  not  got  noAv  ? — I am  asking  for 
something  in  favour  of  Dundalk  as  Avell;  if  Ave  get 
our  geographical  position  she  Avill  get  hers. 

10497.  You  are  in  favour  of  an  equal  mileage 
rate  in  proportion  to  the  distance  ? — Yes,  Avhere 
there  is  a difference  as  betAveen  38  and  22.  I do 
not  mean  that  there  should  be  that  mileage  dif- 
I’erence  made  in  the  charge,  but  that  every  port 
should  have  the  adA'antage  of  its  geographical 
position, 

10498.  In  fact,  I suppose  the  port  that  Avas 
furthest  Avould  have  to  submit  to  be  placed  in  a 
Avorse  position  than  the  port  Avhich  Avas  nearest 
to  the  market  Avould  ; Avould  that  not  be  Avorking 
out  your  principle? — Every  port  has  its  OAvn 
area. 

10499.  Whatever  the  question  is,  you  Avould 
let  the  Railway  Commissioners  settle  it  as  betAveen 
port  and  port? — Yes,  I Avould. 

10500,  When  you  said  the  Raihvay  Commis- 
sioners, Avould  you  leave  it  to  the  present  body  of 
Raihvay  Commissioners? — I AA’ould  prefer  to 
leave  that  question  to  this  Committee  to  settle. 

]\Ir.  Bolton. 

10501.  You  have  heard  or  read  probably  the 
evidence  Avhich  Ave  have  had  put  before  us  from 
Dublin,  and  from  Belfast? — I read  Mr.  Green- 
hill’s  eA'idence,  Avord  for  AAmrd.  I did  not  read 
the  Dublin  evidence,  because  it  does  not  affect 
me. 

10502.  Are  you  aAvare  that  a Dublin  witness 
complained  of  the  disadvantage  they  were  placed 
at  in  some  resficcts  as  regards  Bell'ast,  and  that 
Belfast  had  an  advantage  over  Dublin,  but  you 

think 
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think  that  Dublin  has  an  advantage  over  Belfast? 
— I am  not  aware  of  that. 

10503.  But  your  complaint  is  that  Dublin  and 
Belfast  are  favoured  to  your  disadvantage? — As 
far  as  Dublin  is  concerned,  we  are  not  competing 
ports ; I think  I mentioned  the  four  ports  that 
were  upon  the  line  when  I was  asked  the  ques- 
tion with  regard  to  Southampton  and  London  ; 
I do  not  know  anything  about  those  two  ports 
compared  with  each  other. 

10504.  Your  recommendation  is  that  each  port 
.should  be  restricted  to  that  district  of  country 
which  it  can  best  serve  ? — That  vvas  not  the 
lanfiuage  that  I made  use  of. 

O O 

10505.  But  that  is  the  meaning  of  it? — I 
say  that  each  port  should  have  the  advantage  of 
its  geographical  position  ; at  present  I send  goods 
to  Westport  right  across  the  island,  competing 
against  Dublin. 


Mr.  Bolton — continued. 

1050G.  I think  you  said  that  each  port  should 
have  ihe  advantage  of  its  geographical  position  ? 
— Certainly. 

10507.  'I'hat  involves  this,  that  no  other  port 
shall  interfere  with  that  geograpliical  position, 
because  if  you  interfere  uith  the  geograpliical 
position  of  that  district,  what  becomes  of  your 
principle  ? — The  merchant,  if  he  can  get  a less 
rate,  can  send  further  into  the  interior. 

Mr.  Gallon . 

10508.  You  made  no  suegestion  about  restrict- 
ing  the  trade  of  any  port  to  its  own  district.'' — 
Certainly  not. 

10509.  You  contend  only  that  advantages 
should  not  be  given  to  one  port  over  another,  and 
that  such  differences  should  not  be  made  upon 
the  same  line  of  rail  as  60  per  cent.,  between 
goods  going  to  one  port  and  another  ? — That 
is  so. 


Mr.  Thomas  Bell,  called  in  ; and  Examined. 


Mr.  Phipps. 

10510.  You  are  the  Secretary  of  the  New- 
castle Farmers’  Club  ? — I am. 

10511.  And  you  have  been  selected  as  a witness 
to  appear  before  this  Committee  by  the  Central 
Chamber  of  Agriculture  in  London  ? — Yes. 

10512.  Do  you  know  the  Newcastle  market 
pretty  well?— I do. 

10513.  Do  you  know  anything  of  the  rates  for 
grain  from  Newcastle  inland?  — Tes,  I do. 

10514.  Do  you  comjilain  of  them  generally  as 
being  rather  in  favour  of  foreign  than  home  pro- 
duce ? — Yes,  I find  that  foreign  produce  has  a 
distinctly  preferential  rate  over  home  produce. 

10515.  Let  us  take  the  distance  from  New- 
castle to  Leeds;  how  many  miles  is  that? — 
Ninety-eight  and  a half  miles. 

10516.  What  is  the  rate  for  home  produce  ? — 
It  is  10  s.  a ton  for  grain. 

10517.  And  what  is  the  rate  for  foreign  grain  ? 
— Seven  shillings  and  ten-pence. 

10518.  That  represents  a difference  of  25  per 
cent.? — Yes,  there  is  a difference  of  2s.  2 d.  a 
ton  between  the  rates  charged  for  home  grain  and 
imported  produce. 

Mr.  Car  clay. 

10519.  Is  there  any  difference  between  those 
quantities? — They  are  for  equal  quantities,  two- 
ton  lots. 

Mr;  Phipps. 

10520.  What  is  the  distance  from  Newcastle 
to  Birmingham? — Two  hundred  and  twenty-one 
miles  ; and  the  rate  is  20  s.  10  cl.  for  home  produce, 
and  17  s.  Qd.  for  imported  produce. 

10521.  That  difference  equals  I65  per  cent.  ? 
—Yes. 

10522.  What  is  the  distance  from  Newcastle 
to  Derby  ? — One  hundred  and  seventy-one  miles  ; 
for  home  grain  the  rate  is  17s.  Qd.,  and  for  im- 
ported produce,  15  s. 

10523.  Have  you  any  otlier  example  which  you 
wish  to  give  ; say,  from  the  Tyne  Dock  ? --There 
is  one  from  the  Tyne  Dock  I0  Belford,  which  is 
distinctly  local;  the  distance  is  64^  miles,  and 
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the  rate  for  home  grain  is  7s.  6 rf,,  and  for  im- 
ported grain,  6 s.  %d. 

Ml’,  Barclay. 

10524.  .Are  those  rates  station  to  station  rates  ? 
—Yes. 

Mr.  Bolton. 

10525.  The  same  thing  in  both  cases  at  all 
events  ? — Yes, 

Mr.  Phipps. 

10526.  The  difference  between  those  two  rates 
would  bo  equal  to  tbe  ordinary  selling  commis- 
sion, would  it  not? — Yes,  the  difference  between 
those  rates  would  be  equal  to  the  selling  com- 
mission. 

10527.  Does  the  same  remai’k  apply  to  flour  as 
applies  to  grain  ? — If  it  comes  as  Hour  into  the 
Tyne,  it  is  carried  at  the  same  rate  as  imported 
or  foreign  grain,  but,  if  it  comes  as  wheat,  and  is 
ground  into  flour  at  Newcastle,  then  the  rail- 
way companies  refuse  to  carry  it  at  the  reduced 
rate. 

10528.  If  it  comes  into  the  Tyne  as  ivheat,  and 
is  bought  by  the  local  miller  and  ground  by  itself 
into  flour,  the  flour  is  charged  as  English  pro- 
duce and  not  as  foreign  produce  ? — That  is  so. 

10529.  That  is  a direct  disadvantage  to  the 
home  manufacturer,  is  it  not? — It  is. 

10530.  Have  you  ever  known  of  any  com- 
plaint from  anyone  res^iecting  that  disadvantage  ? 
— Yes,  I have  a very  strong  case  from  a miller 
complaining  of  that. 

10531.  Is  that  miller  a representative  man; 
that  is  to  say,  is  he  a large  man  or  a sm.ill  man  ? 
— He  is  one  of  the  largest  millers  in  Newcastle, 
and  has  a very  extensive  connection  with  the 
midland  towns  of  England. 

10532.  Do  you  wish  to  read  the  letter? — I do. 
The  letter  is  as  follows  : “ 19th  April  1881. — 
Dear  Sir, — In  reply  to  your  card,  the  principal 
jioint  that  occurs  to  us  in  regard  to  the  rates 
charged  by  railway  companies  is  the  reduced 
scale  on  imported  goods.  These  import  rates  act 
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prejudicially,  and  in  our  opinion  most  unfairly 
alike  against  the  British  agriculturist  and  the 
British  manufacturer.  "We  grant  the  foreigner 
free  trade  to  import  his  produce  into  this  country, 
but  that  he  should  be  ofi'ercd  a premium  to  do  so 
to  th.e  distinct  and  certain  loss  of  the  grower 
and  the  manufacturer  at  home,  is  intolerable. 
Perhaps  all  the  members  of  your  club 
are  not  aware  that  all  grain  and  flour  from 
foreign  countries  is  carried  Inland  at  a lower  rate 
than  home  produce.  For  short  distances  the 
difference  is  scarcely  perceptible,  but  speaking 
generally,  the  difference  is  considerable,  and  is 
neither  more  nor  less  than  a bounty  given  by  the 
railway  com})anIes  to  foreign  growers  and  manu- 
facturers to  assist  them  in  kicking  hom.e  growers 
and  home  manufacturers  out  of  the  market.  If 
you  import  a cargo  of  American  or  Danish  wheat, 
you  can  send  it  at  the  reduced  import  rates,  but 
if  you  wish  to  send  your  home-grown  grain  to 
the  same  place  you  are  charged  a higher  rate. 
To  manufacturers  like  ourselves  it  is  especially 
galling,  for  if  we  take  this  imported  grain  and 
grind  it  at  our  mills,  where  a large  capital  is 
invested,  and  then  offer  to  send  it  by  rail,  even 
without  the  admixture  of  a single  grain  of  home- 
grown wdieat,  the  import  rate  is  refused  to  us, 
and  thus  the  foreign  miller  has  an  actual  premium 
offered  to  him  to  flood  our  market  with  his  pro- 
duce, and  the  loss  we  thus  sustain  must  be 
reflected  in  the  prices  w'C  can  give  to  the  home- 
grower  for  his  grain.”  Now  we  consider  that  an 
unjust  system. 

10533.  Is  there  anything  wdiich  you  wdsh  to 
say  with  regard  to  wheat  or  flour  or  grain  ? — I 
think  not 

10534.  Now  with  regard  to  cheese,  what  is  the 
cost  of  sending  English  cheese  from  Derby, 
which  is  a cheese  centre,  I believe,  to  Newcastle  ; 
ill  the  first  place  what  is  the  distance? — The 
distance  is  171  miles,  and  the  charge  is  37  s.  6 d. 
per  ton. 

10535.  That  is  at  owner’s  risk? — Yes,  that  is 
at  owner’s  risk. 

10536.  If  the  owm.er  insures  it,  the  rate  is 
47s.  Gr/.,  is  it  not? — Yes. 

10537.  What  is  tlie  rate  for  American  cheese 
from  Liverpool  to  Newcastle,  a similar  distance, 
viz.,  170  miles? — In  that  case  the  charge  is  205. 
per  ton. 

10538.  And  that  is  not  carried  at  owmer’s 
risk? — No,  this  is  carried  at  the  company’s  risk; 
there  is  no  risk  note  asked  to  be  signed. 

10539.  Now',  with  regard  to  animals,  you  know 
the  Newcastle  market  w'ell  ? — I do. 

10540.  There  is  a large  trade  in  home  and 
foreign  animals  there,  is  there  not? — Yes,  there 
are  a large  number  of  imjiorted  animals  from  the 
Continent  w'hich  come  to  Newcastle,  and  American 
cattle  come  to  the  Tyne  Dock  to  be  slaughtered. 

10541.  Supposing  a cargo  of  foreign  cattle  of 
the  same  value  as  English  cattle,  and  both  bought 
the  same  day  at  Newcastle,  and  slaughtered  at 
Newcastle,  and  sent  on  to  Hull,  what  would  be 
the  difference  in  the  carriage  of  those  two  lots  of 
beasts  ? — The  import  rate  for  a medium  wmggon 
of  cattle  is  49  5.  9d.,  and  the  rate  for  English 
cattle  lor  a medium  w'aggou  is  675.  9rf.,  the 
difference  being  18  5. 


Mr.  Phipps — continued. 

105'l2.  Then  upon  a medium  truck  cf  cattle 
forwarded  from  Newcastle  to  Hull  there  would 
be  a difference  of  18. v.,  or  35  per  cent,  in  favour 
of  foreign  cattle? — That  is  so,  and  the  same  scale 
applies  to  all  sizes,  small  or  large. 

10543,  Now,  with  regard  to  sending  beasts 
from  Newcastle  which  is  a port,  to  'Wakefield 
which  is  not  a port,  could  you  give  any  rates 
show'Ing  a similar  difl'erence  with  reference  to  that 
])lace? — From  Newcastle  to  AVakcfield  the  rate 
for  a small  waaggou  is  I /.  1 1 5.  6 (/.  for  foreign 
cattle,  and  for  English  cattle  for  the  same  waggon 
the  rate  is  2 /.  1 2 5.,  the  difference  being  1 /.  0 5.  6 d. 
in  favour  of  the  foreign  rate. 

10544.  And  they  would  be  cattle  slaughtered 
upon  the  same  day,  purchased  upon  the  same 
day,  and  consigned  to  Wakefield  ? — I do  not 
know'  where  the  cattle  were  slaughtered ; but 
they  were  purchased  upon  the  same  day,  and 
consigned  to  Wakefield  alive,  in  the  case  that  I 
have  in  my  mind. 

Mr.  Bolton. 

10545.  Those  w'ere  not  American  cattle  then  ? 
— No,  those  were  Continental  cattle  ; American 
cattle  have  not  been  allow'cd  to  be  shown  upon 
the  New'castle  market  for  some  time.  The  case 
of  Hull,  which  I quoted,  was  also  the  case  of  live 
beasts. 

10546.  But  if  the  railway  rates  were  raised  on 
foreign  meat,  w'ould  the  effect  be  that  the  meat 
would  be  sent  direct  into  the  port  of  Hull  and  not 
via  Newcastle  to  Hull,  for  slaughter  ? — Cattle  in- 
tended for  the  Hull  market  would  certainly 
be  sent  direct  to  Hull,  and  not  to  Newcastle. 

10547.  Would  the  British  farmer  be  injured 
by  that  ? — He  w'ould  certainly  not  be  injured 
by'  the  rates  being  equalised ; but  the  contrary. 

10548.  I think  you  w'ere  in  the  I’oom  w'hen 
Mr.  Bigby  gave  evidence  ? — I was. 

10549.  He  stated  that  dead  meat  from  Liver- 
pool to  London  tvould  he  carried  for  25  s.  if 
foreign,  and  if  English  that  it  would  be  charged 
50  5.  ? — That  was  so,  to  the  best  of  my  recollec- 
tion. 

10550.  Will  y'ou  give  the  Committee  your 
opinion  upon  that  point? — I think  these  rates 
act  very  injuriously  to  the  agricultui’ist  and  to 
the  producer  of  meat  in  England,  because  the 
meat  that  is  placed  upon  the  Liverpool  market, 
coming  from  abroad,  directly  competes  with  the 
English  meat  that  is  on  the  Liverpool  market. 
This  meat  in  both  cases  is  sent  to  the  London 
market,  and  therefore  the  importer  has  distinctly 
the  advantage  of  having  a reduced  rate,  and  the 
buyer  can  therefore  give  the  foreigner  so  much 
more  per  cwt.  than  he  can  give  the  English 
grow'er  of  home  meat. 

Mr.  Phipps. 

10551.  You  do  not  exactly'  agree  with  Mr. 
Bigby’s  conclusion  upon  that  point?  — But  Mr. 
Bigby',  if  I understand  him  right,  did  not  quite 
see  the  point ; he  was  asked,  I think,  if  it  ivould 
make  any'  difference  if  the  meat  that  was  now 
sent  to  Liverpool  was  sent  direct  to  London  ; 
but  it  is  sent  to  Liverpool,  I suppose,  because  the 
importer  finds  it  to  his  advantage  to  send  it 

direct 
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Mr.  Phipps — continued. 

direct  to  Liverpool  ; if  he  did  not  find  it  to  his 
advantage  to  send  it  direct  to  Liverpool,  he 
Avould  send  direct  to  London  ; but  it  meets  at 
Liverpool  the  meat  that  is  on  the  Liverpool 
market,  iind  in  that  way  aflfects  the  local 
producer. 

10552,  Is  there  any  other  point  which  you 
desire  to  mention  with  regard  to  this  question, 
for  instance,  v.'ith  regard  to  manures  ? — The 
only  other  instance  which  I sliould  like  to  men- 
tion to  the  Committee  is  that  we  find  the  manure 
rates  are  very  higli  for  short  distances,  and  there 
is  general  complaint  amongst  the  farmers  with 
regard  to  their  being  charged  too  much  for  the 
carriage  of  manure  for  short  distances. 

10553.  Do  you  know  whether  those  rates  have 
been  raised  at  all  lately  ? — Yes,  I have  a letter 
in  reply  to  a circular  which  I sent  out,  saying, 
that  on  tlie  railway  from  South  Shields  to 
Monksheaton  the  rates  were  formerly,  I think  it 
was,  10  d.  a ton  for  dung,  and  since  the  Blythe 
and  Tyne  Railway  passed  into  the  hands  of  the 
Nortli  Eastern  Railway  Company  they  have 
charged  13  d. 

10554.  Do  you  know  whether  in  any  cases  the 
price  cliarged  for  manure  is  above  the  legal 
maximum? — I find  the  maximum  rate  allowed 
for  manure  isl^f/.  per  ton  per  mile.  In  this 
case  the  distance  is  two  miles  and  the  company 
charge  1 s.  1 d.  per  ton. 

10555,  Whereas  the  maximum  rale  would  be 
3cf.  for  the  whole  carriage  ? — -Yes,  if  I am  right 
with  reference  to  the  maximum  rate. 

Mr.  Barclay. 

10556.  They  say  their  maximum  rate  is  3^d.? 
— That  may  be  for  artificial  manure,  but  1 am 
speaking  of  dung  carried  in  open  waggons.  I 
pay  15r/.  per  ton  for  a distance  of  five  miles 
from  Gateshead  to  my  farm  ; that  is  3 6?,  a ton. 

Mr.  F/iipps. 

10557.  "Whereas  this  rate  is  13f/.  for  two 
miles  ? —Yes.  In  the  maximum  rates  which  are 
given  in  the  Return  which  was  ordered  by  the 
House  of  Lords,  I find  that  dung,  for  a distance 
of  20  miles  and  over,  is  charged  1 d.  a mile,  and 
for  less  than  20  miles  l^d.  \ in  those  cases  which 
I have  mentioned  the  distances  are  both  under 
20  miles.  I have  a case  in  which  the  charge 
upon  the  Newcastle  and  Carlisle  line  before  its 
amalgamation  was  \5d.  per  ton  ; but  after  it  was 
taken  over  by  the  North  Eastern  Company  the 
rate  was  raised  to  1 s.  9 d.,  and  the  farmer  giving 
me  the  information  says,  “ After  which  fanners 
ceased  to  take  corporation  manured.” 

10558.  That  Avould  be  injurious  to  the  towns, 
inasmuch  as  they  want  to  get  rid  of  their  manure? 
— Very  much  so  ; they  do  not  know  what  to  do 
with  it.  There  is  a large  quantity  of  it  actually 
taken  down  the  Tyne,  and  thrown  into  the  sea. 

10559.  Is  that  simply  because  of  this  high 
rate  of  carriage? — Yes,  simjily;  and  it  has  the 
effect  of  silting  up  the  river,  too,  I should  say,  to 
a certain  extent. 

10560.  Have  you  anything  else  which  you 
desire  to  mention  to  the  Committee? — No. 

0.54. 


Sir  Edward  Wathin. 

10561.  You  stated  that  the  maximum  rate  for 
carrying  this  manure,  which,  I suppose,  is  the 
usual  common  mauure,  for  two  miles  was  3(1  ? — 
I say  that  tlie  rate  given  here  In  the  Return  is 
\\d.  per  mile. 

10562.  AYould  you  say  that  it  ought  to  be  car- 
ried for  3t/.  ? — I do  not  say  that  it  should  be,  but 
if  the  maximum  rate  in  the  Act  of  Parliiiinent 
is  of  any  value,  I understand  that  the  rate  should 
be  3 d. 

10563.  But  have  you  calculated  what  should 
be  allowed  at  each  end  for  the  expense  involved 
In  terminals  and  other  circumstances? — The  con- 
tractors for  the  scavengering  depu'im  nt  of 
Gateshead  loads  it,  and  tlie  farmer  takes  it  out. 

10564.  But  I suppose  the  railway  company 
have  to  provide  the  siding  to  shunt  the  waggons, 
and  move  them  about  ? — I suppose  so. 

10565.  Do  you  think  that  the  company  ought 
to  carry  the  manure,  and  do  all  the  services  for 
3d.;  do  you  think,  putting  it  fairly  as  between 
the  customer  aud  the  conveyer,  that  3 d.  is  a fair 
limit? — No,  I do  not  think  so,  but  I think  that 
the  10  d.  which  Avas  formerly  charged  was  suffi- 
cient. 

10566.  Do  you  knoAv  what  it  would  cost  you 
to  cart  that ; it  Avould  be  a good  deal  more  than 
3 d.,  would  it  not? — It  would,  undoubtedly. 

10567.  Now,  you  talked  about  cattle  ; do  you 
mean  to  say  that  foreign  cattle  ever  pass  New- 
castle to  Hull  by  rail  ? — I could  not  say  that  tliey 
do. 

10568,  Are  you  aware  that  to  Hull  there  is 
a regular  line  of  Atlantic  steamers,  and,  there- 
fore, you  would  imagine  that  American  cattle, 
at  all  events,  would  come  direct  by  sea? — That 
is  so,  no  doubt;  but  it  is  Avhen  the  NeAAmastle 
market  is  overstocked,  and  they  have  to  find  an 
outlet  for  the  cattle,  that  they  have  to  send  them 
to  Hull. 

10569.  Are  you  aware  that  the  cattle  dealers 
do  so? — lam  not  aware  that  they  do  not.  If 
there  is  an  import  on  one  day,  aud  they  find  on 
that  day  that  the  market  is  better  in  Hull  than 
in  Newcastle,  they  would  have  the  opportunity 
of  sending  them  there. 

10570.  But  is  not  there  a very  large  market 
for  English-bred  cattle  at  Newcastle  ? — Yes. 

10571.  Do  you  mean  to  say  that  that  mark'it 
does  not  consume  not  only  all  the  cattle  bred 
upon  the  ground,  but  a great  deal  more? — Not 
at  all ; I have  sent  the  cattle  myself  to  Man- 
chester. 

10572.  Do  you  send  the  bulk  of  your  cattle  to 
Manchester? — No;  but  I have  sent  a great 
’number  of  them  Avhen  I have  found  a better 
market  in  Manchester  than  in  the  Newcastle 
district, 

10573.  Are  you  aware  that  the  rate  for  packed 
cheese  that  is  in  boxes  is  exactly  the  same, 
Avhether  it  is  English  or  foreign  ? — I am  not 
aAvare  of  that. 

10574.  So  that  you  are  not  aAvare  that  if  any 
English  manufacturer  wants  to  have  the  ad- 
vantage of  the  foreign  rate,  he  has  only  to  do 
what  the  foreigner  does,  namely,  pack  his  cheese 
in  boxes? — I am  not  aAvare  of  that. 

3 P 2 
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Mr.  Bolton. 

10575.  You  spoke  of  the  disadvantage  to  the 
home  growers  of  cattle  in  this  way,  that  eattle 
landed  from  America  to  day  would  he  shown  in 
the  market  and  compete  with  your  cattle  ? — I did 
not  quite  say  that. 

10576.  Because  I think  American  cattle  can- 
not be  shown  in  the  market  at  all  ? — I am  quite 
aware  of  that. 

10577.  But  Continental  cattle  can  ? — In  some 
parts  of  the  market. 

10578.  Are  cattle  so  shown  in  the  market  after- 
wards carried  at  the  foreign  rate  ? — They  are. 

10579.  After  being  shown  in  the  market? — 
After  being  shown  in  the  market. 

10580.  Are  you  sure  of  that  ? — I can  prove  it. 

10581.  Then  the  cattle  trade  is  conducted  upon 
a different  principle  from  the  trade  in  corn,  and 
the  other  articles  which  you  mentioned,  which 
come  from  abroad,  and  enjoy  a differential  rate 
from  the  port  to  the  inland  towns  ? — I do  not 
Cjuite  follow  you. 

10582.  You  stated  that  wheat,  if  it  were  ground 
in  Newcastle  into  flour,  paid  the  home  rate? — 
That  is  so. 

10583.  But  you  say  that  cattle  may  be  dealt 
with  on  the  market,  and  still  carried  at  the  foreign 
rate  ? — Yes. 

10584.  Would  you  explain  to  me  how  the 
British  farmer  would  be  put  to  any  disadvantage 
in  consequence  of  that  transfer  of  cattle  to  ivhich 
Sir  Edward  Watkin  referred,  Ifom  Hull  to  New- 
castle ; you  stated  that  if  the  market  was  better 
in  Newcastle  when  the  cattle  arrived  at  Hull, 
they  might  be  sent  down  to  Newcastle  in  place  of 
being  sold  at  Hull,  or  vice  versa  ? — I did  not  say 
that ; I said  that  if  the  cattle  found  a better  out- 
let in  Hull  than  they  could  at  Newcastle  market, 
they  might  send  them  on  to  Hull  by  rail,  because 
of  the  lower  rate. 

19585.  How  does  that  place  the  farmer  at  a 
disadvantage  ? — Because  the  home  and  foreign 
cattle  stand  side  by  side  in  the  market,  and  the 
foreign  cattle  has  the  advantage  of  being  carried 
at  about  3 s.  a head  less  than  Avhat  English 
cattle  would  be  cai'ried  for. 

10586.  Upon  what  value  would  that  3 s.  be? — 
I do  not  know  Avhether  it  is  3 s.  exactly,  but  I 
take  the  average  of  the  towns  that  I have 
quoted. 

10587.  What  Avould  3 s.  be  upon  the  cost  price 
of  the  value  of  the  beast? — 1 take  the  average 
value  of  a beast  as  from  15  or  from  15  1.  to 
20  /. 

10588.  That  Avould  be  one  per  cent.? — Yes; 
but  it  is  the  traders  ordinary  commission ; they 


Mr.  Bolton — continued. 

have  3 s.  for  buying  and  selling  cattle,  and  it  is 
just  the  man’s  protit. 

10589.  What  have  you  for  buying  and  selling 
sheep  ? — The  rates  differ  ; we  have  3 d.  and  6 d. 

10590.  M'^e  have  it  upon  the  notes  that  the 
rate  is  6 d.  and  9 d.  in  some  places  ; it  is  6 d.  for 
lean  cattle  and  9 rf.  i'or  fat  cattle? — Nine  pence 
is  never  charged  in  the  Newcastle  market. 

10591.  And  you  say  that  the  rate  for  selling 
bullocks  is  3 s.  ? — It  varies  from  3 s.  to  5 s. 

Sir  Edward  Watkin. 

10592.  Is  that  the  charge  both  to  the  buyer 
and  the  seller,  or  is  it  one  charge  to  the  two  ? — 
It  is  one  charge  to  the  tw'o. 

Mr.  Bolton. 

10593.  Have  you  any  cases  of  cattle  being 
sent  by  rail  from  Newcastle  to  Hull? — No,  I 
have  not  personally  known  of  them. 

Chairman. 

10594.  I only  wish  to  ask  you  one  question, 
and  that  is  the  same  c^uestion  as  I asked  Mr. 
Rowlandson  who  came  from  Darlington,  namely, 
Avhether  you  have  as  agriculturists  made  any 
attempt  to  enforce  the  existing  law  in  this  matter, 
with  regard  to  the  preferential  dealings  Avith 
particular  places  ? — 1 am  not  aAvare  of  that,  avo 
have  applied  to  the  North  Eastern  RailAvay 
Company. 

10595.  Did  5'ou  tell  the  North  Eastern  Com- 
pany in  Avriting,  that  in  your  belief  it  Avas 
contrary  to  laAv  to  make  differential  charges  ? — 
A complaint  Avas  made  to  them  against  the 
differential  charges,  and  they  refused  to  equalise 
them. 

Sir  Edtcard  Watkin. 

10596.  Will  you  read  the  circular  Avhich  you 
have  referred  to  ? — The  circular  is  as  foiloAvs  : 
— “ ToAvn  Hall,  Buildings,  Newcastle-on-Tyne, 
March  26th,  1881. — Sir,  1 am  directed  by  the 
committee  of  this  club  to  make  inquiry  if  the 
alleged  inequality  of  railway  charges  is  felt  in 
your  district ; if  so,  the  committee  Avill  feel 
obliged  by  your  communicating  the  details  of 
such  inequalities  to  me,  with  the  vicAV  of  em- 
bodying tliem  in  the  evidence  to  be  given  before 
the  Select  Committee  of  the  House  of  Com- 
mons. I am.  Sir,  your  obedient  servant, 
Thomas  Bcit.'^ 


Mr.  James  Duncan,  calleel  in ; and  Examined. 


Mr.  Barclay. 

10597.  You  are  a sugar  refiner,  carrying  on 
business  in  London,  are  you  not? — I am. 

10598.  And  you  have  been  engaged  in  busi- 
ness as  a sugar  refiner  for  over  17  years? — For 
about  17  years  in  London. 

10599.  And  you  are  here  to  represent,  not 
only  yourself,  but  the  sugar  refiners  and  dealers 
in  Jjondon  ? — I am. 


]Mr.  Barclay — continued. 

10600.  What  do  you  complain  of  in  respect  of 
the  railway  rates?  — We  have  to  complain  of  the 
picferentlal  rates  infaA'ourof  Greenock  chiefly, 
and  also  in  favour  of  the  Continent. 

10601.  Have  you  taken  out  the  rates  for  a 
number  of  toAvns  from  Greenock  and  London, 
and  ascertained  Avhat  are  the  rates  charged  per 
mile  upon  sugar  bA'  the  raihvay  companies  to 

those 
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Mr.  Barclay — continued, 
those  different  towns? — Yes,  I have  ; I have  taken 
the  rate  of  39  towns  from  London  and  from 
Greenock. 

10602.  AVhat  comes  out  to  be  tiie  average 
number  of  miles  from  Greenock  to  this  number 
of  towns  ? — It  is  292  miles  from  Greenock. 

10603 i And  from  London  ? — One  hundred  and 
fifty. 

10604.  What  is  the  Gi’eenock  rate? — The 
Greenock  rate  is  1‘09  d. 

10605.  And  from  London  ? — The  rate  from 
London  is  2T3  c/. 

10606.  Then  the  charges  are  nearly  double 
per  mile  for  sugar  out  of  London,  compared  with 
what  they  are  charged  from  Greenock  ? —They 
are  very  nearly  double. 

10607.  You  have  taken  that  list  of  towns 
generally  throunhout  England,  with  a view  to 
bring  out,  as  you  believed,  what  wiis  the  fair 
average  rate? — I have.  (7'//e  list  was  handed  in  ) 

Sir  Edward  Watliin. 

10608.  Did  you  make  out  that  list  of  tlie  39 
towns  yourself? — I did  not. 

10609.  Because  I am  sure  you  will  see  that  it 
all  depends  upon  the  fairness  with  which  the 
towns  Avere  selected? — I shall  be  most  happy  to 
leave  that  to  the  Committee. 

Mr.  Barclay. 

10610.  ^Wiat  is  the  general  result  that  comes 
out  from  a comparison  of  the  figures  charged 
from  Greenock  to  those  39  towns,  and  from  Lon- 
don to  the  39  towns  ; what  bounty  do  you  say  is 
offered  to  Greenock? — A ton  of  sugar  from  the 
Clyde  is  carried  292  miles  for  26  5.  OW/.,  and 
fi’om  London  a ton  of  suo-ar  is  carried  150  miles 

O 

for  26  s.  l\d.,  or  roughly,  sugar  from  Greenock 
is  brought  300  miles  for  the  same  rate  that  Lon- 
don  sugar  is  carried  150  miles,  the  station  to 
station  milea<i:e  rate  from  London  beimi  double 
that  from  the  Clyde. 

10611.  And  assuming  that  you  got  your  Lon- 
don sugar  carried  at  the  same  rate  as  it  is  from 
Greenock,  how  much  lower  would  that  be  ? — \Ve 
ought  to  get  it,  Instead  of  paying  26  s.  ~i\d.,  at 
13  s.  'l\  d. 

10612.  So  that  it  comes  to  this,  that  there  is  a 
higher  charge  upon  you,  as  compared  Avith 
Greenock,  of  13  s.,  or  to  ]nit  it  otherwise,  the 
Greenock  refiners  have  a bounty  of  13  s.  at  your 
cost  ? — That  is  the  case. 

10613.  You  can  point  also  to  jiarticular  cases 
Avhich  may  ansAver  the  purpose  Avhich  the  honour- 
able Baronet  Avishes  ; you  have  given  instances 
of  tAvo  towns  Avhere  the  distances  are  very  much 
the  same  ; Avill  you  just  tell  the  Committee  the 
circumstances  of  those  tAvo  towns? — From  Lon- 
don to  Middlesboro’,  the  distance  is  238  miles  ; 
the  station  to  station  rate  for  that  distance  is 
23  s.  8 d. 

10614.  And  Avhat  is  the  carted  and  delivered 
rate  ? — -Thirty-one  shillings  and  eightpence. 

10615.  And  you  have  deducted  8 s.  as  the 
charge  for  terminals  from  that? — Yes. 

10616.  Bringino:  the  station  to  station  rate 
doAvn  to  23  s.  8 d.  ? — Yes. 

10617.  AYhat  is  the  I’ate  from  Greenock  to  the 
same  place? — The  distance  from  Greenock  to 
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Middlesboro’  is  237  miles,  the  carted  and  delivei’ed 
rate  is  16  s.  8 c/. ; the  terminal  charges  are  esti- 
mated 4 s.  only,  making  the  station  to  slation 
rate  12  s.  8 d.,  making  a difference  in  favour  of 
Greenock  of  11  s.  ; Stockton-on-Tees  also  comes 
out  Avith  a bounty  in  favour  of  Greenock  of  11s,; 
the  mileage  being  in  one  case  234,  and  in  the 
other  232,  and  the  rates,  respectively,  23  s.  8 d. 
and  12  s.  8 d. 

10618.  You  complain  that  the  raihvay  com- 
panies give  much  loAver  rates  per  mile  from 
Greenock  to  toAvns  in  England  than  they  give 
from  London  ?— Yes,  very  much  lower. 

10619.  Do  you  know  any  toAvnsAvhere  the  rate 
per  mile  from  London  is  less  than  the  rate  per 
mile  from  Greenock? — Yes,  I think  I could  find 
you  a fcAv  upon  the  East  Coast  of  England,  Avhere 
there  is  Avater  carriage. 

10620.  That  must  be  north  of  Scarborough  ? — 
Masborough  is  one  that  Ave  have  found  out,  and 
Ave  have  found  Leeds  and  York  also. 

10621.  Is  it  cheaper  to  A^ork  and  Leeds  from 
London  than  it  is  from  Greenock? — Yes,  it  is  ; 
and  I think  also  to  Bradford  and  Scarborough. 
There  are  only  five  toAvns  that  Ave  have  been  able 
to  find  out  to  Avhich  that  would  a])ply. 

10622.  AYliere  the  rates  are  somewhat  loAver 
from  London  than  from  Greenock? — That  is  so. 

10623.  AYu  think  that  you  are  entitled  to  have 
an  equal  mileage  rate  under  the  same  circum- 
stances from  London  as  from  Greenock? — Under 
the  same  circumstances,  certainly. 

10624.  If  that  Avould  compel  you  to  pay  a 
higher  rate  to  any  of  those  tOAvns,  you  Avould  be 
quite  Avilling  to  accept  that  conclusion  ? — Yes,  Ave 
should. 

Sir  Edward  Watkin. 

10625.  Have  you  given  the  rate  from  Greenock 
to  London? — From  Greenock  to  London  there 
is  a station  to  station  rate  of  20s.,  but  if  you 
send  from  London  to  Greenock  I believe  the 
rate  is  30  s. 

10626.  Did  you  ever  knoAV  any  sugar  going 
from  London  to  Greenock? — Never. 

10627.  Or  from  Greenock  to  London? — Yes, 
very  often. 

Mr.  Barclay, 

10628.  Do  you  think  that  it  is  a shortsighted 
policy  on  the  part  of  the  raihvay  com})anie3  to 
foster  the  trade  from  Greenock  to  the  dis- 
advantage of  London  ? — I do,  because  the 
London  companies  not  only  lose  the  carriage  of 
the  sugar,  especially  the  Great  Eastern  Com- 
pany ; the  Great  Eastern  Company,  as  far  as  I 
can  see,  receive  no  benefit  from  the  sugar  Avhich 
passes  London  at  all  ; the  other  com})anies  do. 
But  as  I say  they  not  only  lose  the  carriage  of 
the  sugar,  but  they  lose  the  carriage  of  the  coals 
used  in  refining  the  sugar.  In  my  OAvn  case  I 
use  700  tons  of  coal  a Aveek. 

10629.  AA^hat  quantity  of  sugar  do  you  refine? 
— I refine  about  1,400  tons  a Aveek. 

10630.  Hoav  much  sugar  is  refined  in  London? 
— About  5,000  tons. 

10631.  And  Iioav  much  coal  is  used? — About 
2,500  tons,  being  half  a ton  of  coals  to  a ton  of 
sugar. 
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10632.  And  if  the  carriage  was  charged  at  the 
same  mileage  rate  from  London  as  it  is  from 
Greenock,  you  think  the  London  sugar-refining 
trade  Avould  be  very  much  impi’oved? — Decidedly. 

10633.  And  the  railway  company  would  not 
only  have  increased  the  carriage  of  the  sugar,  but 
also  tlie  carriage  of  the  coals? — No  doubt  they 
would. 

10634.  Have  you  some  difficulty  in  dealing 
with  the  railway  companies,  particularly  the  Mid- 
land Railway  Company  ? — Yes,  some  years  ago 
I ted  to  the  Midland  Railway  Company 

that  "they  should  send  me  up  train  loads  of  coal 
of  about  100  tons  at  a time,  and  I would  supply 
the  trucks  myself,  and  they  should  take  back 
100  tons  of  sugar  to  Nottingham,  making  a depot 
at  Nottingham  for  that  sugar,  but  the  railway 
company  told  me  that  they  were  bound  down  to 
certain  fixed  rates  by  agreement  with  other  com- 
2)anies,  and  that  it  was  impossible  for  them  to 
move  in  the  matter  at  all. 

Sir  Edward  WutMn. 

10635.  How  long  ago  was  that  ? — It  was  about 
five  years  ago. 

Mr.  Barclay. 

10636.  What  is  your  experience  with  regard 
to  the  Great  Eastern  Company  loading  in  your 
own  premises? — The  railway  runs  into  my  pre- 
mises, and  I have  asked  the  Company  to  permit 
me  to  load  the  railway  waggons  inside  my  own 
place  and  to  allow  me  a small  charge  for  doing 
that ; the  amount  the  company  ottered  was  a 
mere  fraction,  a penny  per  ton,  which  of  course  I 
could  not  accept ; so  now  they  send  their  horses 
into  my  place,  cart  the  sugar  outside  my  gate, 
and  then  take  it  off  their  own  waggons  and  put 
it  into  the  trucks,  just  immediately  outside  my 
gates. 

10637.  M^hat  does  that  cost  the  company  ? — I 
think  it  would  cost  them  about  1 s.  6ff.  a ton. 

10638.  And  they  only  offered  you  about  a 
penny  per  ton  ? — They  offered  me  a jrenny  per 
ton  to  clean  out  the  trucks  and  load  them  and 
everything. 

10639.  Is  there  a singular  pi’eference  given  to 
foreign  sugar  as  against  London,  the  same  as 
there  is  to  the  Clyde  sugar? — There  is  ; preferen- 
tial rates  exist. 

10640.  What  is  the  rate  from  Paris  to  stations 
on  the  Brighton  line,  except  London? — From 
Paris  to  any  station  except  London,  on  the 
Brighton  and  South  Coast  system,  Xiid  Ilonfleur 
and  Littlehainpton,  the  charge  is  26  s.  10  d.  per 
ton. 

Sir  Edicard  JVutkin. 

10641.  What  is  the  Londod  rate? — I do  not 
think  that  there  is  a rate  to  London  at  all. 

10642.  You  do  not  know  whether  there  is  or 
is  not  ? — I have  not  inquired. 

Mr.  Barclay. 

10643.  I suppose  you  have  been  making  in- 
quiries with  reference  to  the  rates  ? — Yes;  but 
all  the  sugar,  in  ])oint  of  fact,  which  comes  to 
London,  comes  by  water. 


Mr.  Barclay — continued. 

10644.  And  what  is  the  rate  from  Honfleur  to 
any  station  upon  the  London  and  Brighton  Rail- 
way, except  London? — From  Houfleur  to  any 
station  except  London,  upon  their  system,  via 
Littlehainpton,  it  is  18  s. 

10G45.  Now  let  us  take  the  rate  by  the 
Brighton  line  from  London  to  Worthing,  a dis- 
tance of  611  miles? — The  rate  is  19s.  2 d. 

10646.  What  is  the  rate  from  Honfleur  to 
Hastings,  a distance  of  59  miles  by  rail,  besides 
the  Channel  passage  ? — Eighteen  shillings  ; that 
includes  tlie  Channel  passage,  of  course. 

10647.  The  rates  from  London  to  AYorthlng, 
a distance  of  61|  miles,  are  very  much  the  same 
as  the  rates  from  Honfleur  to  Hastings  via  Little- 
hamjitou,  a distance  of  59  miles  by  railway,  with 
the  Channel  passage  be.sides  ? — Decidedly. 

Sir  Edicard  fVatkin. 

10648.  Is  it  the  same  sugar  ; refined  ? — It  is 
the  same  sugar  in  10-ton  lots  in  each  case. 

Mr.  Barclay. 

10649.  According  to  that,  do  you  say  that  the 
French  sugar  gets  a bounty,  or  an  advantage 
about  equal  to  the  cost  of  the  general  passage? 
— It  does. 

10650.  How  much  would  you  say  that  w’ould 
bring  the  freight  to  from  Ilonfleur  to  Little- 
hampton  ? — From  about  8 s.  to  10  s.,  I should 
think  the  company  could  doit  for,  from  Honfleur 
to  Littlehampton. 

Sir  Edward  Wathiu. 

10651.  That  is  to  say,  from  Honfleur  as  a port 
to  Littlehampton  as  a port? — Yes,  from  Hon- 
fleur to  Littlehampton  ; of  course  you  understand 
that  loaf  sugar  is  more  difficult  to  handle  than 
raw  sugar  or  bag  sugar,  the  latter  being  the  most 
convenient  to  the  railway  companies. 

10652.  What  is  the  rate  from  London  to 
Hastings  for  sugar? — The  ordinary  rate  from 
London  to  Hastings  for  sugar,  a distance  of  76 
miles,  the  station  to  station  rate,  is  20  s.,  which  is 
equal  to  3T6  d.  per  ton  per  mile. 

10653.  And  how  much  is  the  rate  from  Hon- 
fleur to  Hastings? — The  rate  is  18  5.  a ton. 

10654.  lYhat  is  the  freight  from  Honfleur  to 
Littlehampton  charged  by  the  railway  company 
on  sugar  ? — Eighteen  shillings. 

10655.  Is  that  the  rate  charged  by  the  railway 
companies  for  which  as  you  say  from  8 s.  to  10  s. 
would  be  the  fair  sum  to  charge? — Yes. 

10656.  Then  for  the  su'oar  coming  from  Hon- 
neur  to  Littlehampton,  the  I'aihvay  company  have 
a freight  of  18  s.,  for  which  you  think  from  8 s.  to 
10s.  would  be  a fair  rate? — Yes. 

10657.  And  the  company  deliver  the  sugar  at 
any  point  upon  the  line  at  very  much  the  same 
figure? — From  Hor.fleur  to  any  station  except 
London,  on  the  London,  Brighton,  and  South 
Coast  system,  via  Littlehampton,  the  rate  is 
18  s. 

10658.  lYhy  do  not  the  railway  companies  get 
opposition  upon  the  line  from  Honfleur  to  Littlc- 
hampton  ? — Because  the  quantity  of  sugar  re- 
quired at  Littlehampton  is  very  small,  and  it 
would  not  paj^  to  put  on  a competing  line  of 
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Sir  Edward  JVathin — continued, 
steamers  from  Honfleur  to  Littleliampton  to 
carry  it. 

10659.  And  the  railway  company  by  their 
system  deliver  all  along  the  line  at  very  much 
the  same  rate  as  they  deliver  to  Littleliampton 
from  Honfleur  ? — That  is  so. 

10060.  So  that  an  opposition  steamer  would 
not  get  any  sugar  to  carry,  except  to  Little- 
hampton,  even  if  she  were  put  on  ? — That 
is  so. 

10661.  Are  there  any  rates  charged  for  the 
carriage  of  sugar  to  London  which  you  believe  to 
be  illegal  ? — There  is  the  rate  to  Tunbridge 
Wells,  a distance  of  32  miles,  of  5T6  r/.  per  ton 
per  mile,  equal  to  13  s.  9 d. 

10002.  But  what  is  the  maximum  rate  which 
the  railway  company  are  entitled  to  charge  ? — I 
understood  the  maximum  was  4 d.  a ton  upon 
loaf  sugar. 

10063.  You  do  not  pay  those  rates  yourselves  ? 
— No,  the  grocer  who  buys  the  sugar  pays  the 
rate. 

10664.  Suppose  you  were  to  get  the  sugar 
carried  at  the  same  rate  per  ton  out  of  Lon- 
don as  you  do  the  Greenock  sugar,  would  the 
sugar  refiners  here  in  London  get  the  benefit  of 
the  saving  of  tlie  carriage,  or  would  the  public? 
— The  public,  as  we  could  sell  so  much  cheaper. 

10665.  Would  you  have  to  sell  so  much 
cheaper?— We  should  be  compelled  to;  the 
competition  in  our  trade  is  exceedingly  keen. 

10666.  Is  the  bounty  which  in  your  opinion  is 
given  to  the  Greenock  refiners,  and  also  to  the 
foreign  refiners,  equal  to  a fair  trade  profit? — ■ 
It  would  be  a very  good  profit. 

10667.  Is  that  10  s,  quite  suflficlent  to  divert 
trade  from  London  to  the  Clyde? — Yes,  quite 
sufficient. 

10668.  Or  to  cause  sugar  to  be  refined  in 
France  instead  of  here? — Quite  sufficient. 

10669.  Then  in  addition  to  that  bounty  which 
the  sugar  refiners  complain  of  a.s  being  granted 
by  the  French  Government,  do  you  complain 
that  the  railway  companies  give  a further  bounty 
of  8 s.  ? — Y es,  that  is  so. 

10670.  You  have  told  the  Committee  that  you 
are  speaking  all  along  of  refined  sugar? — Not 
for  Greenock  ; it  was  only  when  we  began  to 
talk  of  preferential  rates  in  favour  of  the  French, 
that  I was  dealing  with  refined  sugar. 

10671.  And  do  I understand  that  the  low 
rates  you  have  spoken  of  apply  to  raw  sugar 
only? — No,  to  “pieces,”  and  things  of  that  de- 
scription. 

10672.  You  are  sure  that  the  Greenock  rates 
do  not  apply  to  raw  sugar? — Yes,  I am  sure  of 
it,  because  there  is  no  raw  sugar  leaves 
Greenock. 

Mr.  Barclay. 

10673.  In  comparing  the  Greenock  rates  with 
the  London  rates  do  you  take  refined  sugar  in 
both  cases  ? — We  are  talking  of  the  same  qua- 
lities in  both  instances. 

Sir  Edward  Watkin. 

10674.  You  stated  that  the  rate  from 
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Greenock  to  London  was  20  s. ; was  that  for 
refined  or  raw  sugar? — It  is  refined  sugar  in 
this  sense,  that  it  is  soft  sugar. 

10675.  But  it  is  not  refined  sugar  in  the  sense 
of  being  loaf  sugar  ; it  is  the  ordinary  brown 
sugar  ? — It  is  white  or  brown. 

10676.  But  it  is  not  loaf  sugar? — It  is  not 
loaf  sugar. 

Mr.  Barclay. 

10677.  In  comparing  the  Greenock  rates  with 
the  London  rates,  have  you  taken  sugar  in  bags 
in  the  one  case,  and  loaves  in  the  other? — No, 
it  is  sugar  in  bags  in  both  cases. 

10678.  You  have  taken  precisely  the  same 
arlicle  in  the  London  and  the  Greenock  case  ? — 
Yes. 

10679.  And  in  speaking  of  the  French  rates 
you  have  spoken  of  the  same  article  in  each 
case? — Yes,  it  is  loaf  sugar  in  that  case. 

10680.  They  do  not  make  much  loaf  sugar  in 
Greenock, do  they? — No,  they  do  not  make  any; 
in  fact,  there  is  no  loaf  sugar  made  at  the  present 
time  in  Greenock  at  all. 

10681.  In  Loudon  do  they  make  loaf  sugar? 
— In  London  they  do  make  loaf  sugar,  and  soft 
as  well. 

10682.  Isthe  effect  of  these  differential  rates  to 
very  much  prejudice  the  London  business  ? — It 
is ; by  water  carriage  we  can  only  go  up  a cer- 
tain distance  into  the  country  ; the  Greenock 
people  come  and  meet  us  a certain  distance 
through  the  country. 

10683.  You  do  not  contend  that  this  differen- 
tial rate  is  money  directly  out  of  your  pocket  ? — 
It  is  very  much  to  their  advantage  and  against 
us. 

10684.  But  you  do  not  mean  that  it  is  money 
directly  out  of  your  pocket? — It  is  indirectly  out 
of  my  pocket. 

10685.  It  is  Indirectly  destroying  your  busi- 
ness, and  knocking  up  the  London  trade  ? — 
It  is. 

10686.  Now,  passing  from  that  point,  what  is 
the  through  rate  upon  this  loaf  sugar  from  Paris 
to  any  station  upon  the  London  and  South 
Western  Railway  ? — 'The  London  and  South 
Western  Company  quote  a through  rate  from 
Paris  to  London,  Yeovil,  or  any  station  between, 
via  Southampton,  of  30  s.  a ton. 

10687.  What  is  the  rate  from  Paris  to  South- 
ampton ?— Twenty-six  shillings  and  eight-pence 
per  1,000  kilos.,  or  27  s.  1|  d.  per  ton. 

10688.  Therefore,  they  follow  very  much  the 
policy  that  the  Brighton  Company  do  in  putting 
a large  amount  upon  the  sea  passage  and  very 
little  upon  the  railway  ? — Yes,  I understand  they 
give  a considerable  reduction  upon  the  sugar 
which  is  to  be  shipped. 

10689.  Sugar  coming  to  Southampton  to  be 
transhipped  would  be  charged  considerable  under 
that  rate  ? — It  would.  Now,  from  Southampton 
to  Godaiming,  taking  the  London  rate,  the  rail- 
way charge  would  be  19.y.  8.1  d.  ; adding  to  that 
the  freight  from  Paris  to  Southampton  of 
27  s.  11  d.,  the  whole  would  amount,  if  charged  at 
th  e London  rate,  to  46  5.  11  d. 

Chairman, 

10690.  You  bring  it  out  to  this,  that  the  com- 
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pany  give  a bounty  to  Frencb  sugar  by  tbat  rate 
of  16  s.  10  rf.?— Yes. 

]\Ir.  Barclay. 

10691.  That  is  assuming  the  company  were 
going  to  oharge  from  Southampton  to  stations 
upon  the  line  at  the  same  rate  as  they  do  from 
London,  they  would  have  to  charge  16  s.  10  r/. 
more  to  equalise  the  rate,  or  to  give  you 
16  s.  10(7.  less,  and  you  contend  that  that  is  a 
bounty  given  to  the  French  products? — Yes,  de- 
cidedly. 

10692.  I suppose  you  do  not  ask  for  an  in- 
crease of  rates  to  Greenock,  or  to  France?— Not 
at  all 

10693.  What  you  wish  is  a reduction  of  the 
rates  against  you  ? — That  is  so. 

1C694.  And  your  contention  further  is,  that 
the  effect  of  these  high  rates  out  of  London  is  to 
centralise  your  natural  advantages  to  serve  the 
foreigner  ? — Quite  so. 

10695.  You  presume  that  the  rates  charged  to 
the  northern  part  of  the  country  are  remunerative 
rates,  and  you  contend  that  you  ought  to  have 
something  like  the  same  rates? — 1 do. 

10696.  Are  you  prepared  to  pay  something- 
additional  in  consequence  of  the  more  expensive 
terminals  in  London  ? — That  is  so. 

10697.  And  your  contention  further  is,  that 
this  policy  is  injurious  to  the  trade,  and  that 
London  is  suffering  in  consequence  of  being 
denied  its  natural  advantages  ? — That  is  our  con- 
tention. 

10698.  What  alterations  do  you  recommend? 
— There  was  a Memorial  prepared  by  the  Com- 
mittee of  the  London  Sugar  Trade  Association, 
and  perhaps  the  Committee  Avill  allow  me  to  read 
from  it. 

10699.  Will  you  hand  that  Memorial  in? — 
I will.  Cllie  same  loas  read  as  folloios  : — ) 

“ Memorial  of  the  London  Sugar  Trade.  Fail- 
way  Rates  Committee,  unto  the  honourable  the 
Chairman  and  Members  of  the  Select  Com- 
mittee appointed  by  the  House  of  Commons,  to 
inquire  into  the  Cliarges  made  by  Raihvay  and 
Canal  Companies  for  the  Conveyance  of  Mer- 
chandise, &c. 

“ The  Memorial  of  the  undersigned  respectfully 
showeth, — 

“ 1st.  That  they  are  appointed  by  the  sugar 
refiners  and  wholesale  grocers  of  London,  repre 
senting  about  one-third  of  the  sugar  trade  of  the 
United  Kingdom,  for  the  purpose  of  attending  to 
the  interests  of  the  trade  in  connection  with  rail- 
Avay  rates  and  charges. 

“ 2nd.  That  their  trade  is  seriously  injured  by 
the  practice  of  railway  companies  of  charging 
unequal  rates  for  the  conveyance  of  the  same  and 
similar  goods  as  between  different  towns  ; the 
rates  charged  for  sugar  sent  from  London  being- 
very  much  higher  in  proportion  than  the  rates 
charged  for  sugar  sent  from  rival  trading  districts 
in  this  country,  and  for  foreign  sugars. 

•‘This  preference  is  in  effect  a bounty  to 
rival  manufacturers  and  traders,  and  diverts  the 
course  of  trade  from  its  natural  channel. 

“ By  these  unequal  charges  the  London 
sugar  trade  is  seriously  injured. 


Mr.  Barclay — continued. 

“3rd.  That  to  prevent  the  disastrous  results  of 
the  preference  given  by  railway  companies  to 
certain  towns  and  foreign  countries  upon  the 
general  trade  of  the  country,  the  law  as  to  illegal 
preference  should  be  more  clearly  defined  and 
enforced,  and  your  memorialists  Avould  suggest 
that  each  railway  comjiany  should  be  compelled 
to  carry  the  same  or  similar  goods  on  its  own 
system  at  a uniform  rate,  excejit  where  the  sanc- 
tion of  the  Railway  Commissioners  has  been  first 
obtained,  and  where  an  inequality  was  justified 
by  difference  in  the  actual  cost  of  conveyance. 

“4th.  That  the  powers  of  the  Railway  Com- 
missioners should  be  continued  and  enlarged,  and 
that  they  should  have  power  to  stop  illegal 
charges. 

“oth.  Your  memorialists  consider  tliat  owing 
to  the  vast  power  of  tlie  railway  corporations,  it 
is  necessary  that  the  Board  of  Trade,  or  some 
other  public  authority,  should  act  on  behalf  of 
the  public  in  enforcing  obedience  by  the  railway 
companies  to  the  law. 

“ 6th.  That  the  railway  companies  carrying 
goods  partly  by  rail  and  partly  by  steamers  under 
their  control  at  through  rates  from  foreign 
countries,  should  be  compelled  to  distinguish  in 
their  rate  books  how  much  of  such  through  rate 
is  for  conveyance  by  the  railway  and  how  much 
for  freight. 

“Fortlie  London  Sugar  Trade  Railway 
Rates  Committee. 

“ James  Duncan,  Chairman,” 

“ 9,  Mincing-lane,  London,  E.C., 

22  June  1881.” 

10700.  Do  you  think  that  anybody  less  powei’- 
ful  than  the  State  is  competent  to  keep  the  rail- 
way companies  within  their  privileges  under 
their  Acts  of  Parliament  ? — I do  not. 

10701.  And  that  that  duty  ought  to  be  under- 
taken by  the  State,  Avhich  has  given  them  these 
special  privileges  ? — Certainly. 

Sir  Edward  JVathm. 

1070-2.  I think  in  the  presence  of  the  French 
bounty  system  you  did  a wise  thing  in  bringing . 
your  works  to  the  market,  or  as  near  as  you 
could  to  the  market  ? — That  is  so. 

10703.  And  you  succeeded? — Yes,  I think  so. 

10704.  I believe  I am  not  Avrong  in  saying 
that  you  are  one  of  the  very  fcAv  refiners  avIio 
have  not  been  ruined  by  the  French  bounty  ? — - 
There  are  a good  many  still  living  besides  my- 
self. 

10705,  The  Greenock  and  Bristol  peoide  have 
been  affected,  have  they  not,  by  the  French 
bounty  ? —The  bounty  system  has  not  affected 
Greenock  at  all. 

10700.  But  the  largest  sugar  manufacturer  in 
Bristol  attributed  his  ruin  to  the  bounty  ; I refer 
to  Mr.  Finzel  ? — So  it  Avas  stated,  but  as  a 
matter  of  fact  he  manufactured  an  entirely  dif- 
ferent kind  of  sugar  from  the  Fi-euch. 

10707.  You  contend  that  the  French  bounty 
has  made  no  difference  yet  to  Bristol  or  Greenock? 
— Not  yet,  but  it  may  do  in  the  future. 

10708.  You  liaveAvater  communication  to  Scot- 
land? 
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Sir  Edward  Wathin — continued, 
land  ? — Yes,  I send  250  tons  of  sugar  a week 
by  water. 

10709.  If  you  have  communication  by  water  to 
the  rest  of  the  kingdom,  and  you  have  a market 
of  4,000,000  of  people,  what  more  do  you  want? 
We  want  a larger  market;  we  want  the  interior 
of  England. 

10710.  Like  Alexander,  you  want  further 
worlds  to  conquer;  now  you  have  water  carriage 
at  lower  rates  than  the  railway  rates,  have  you 
not  ? — The  water  rates  are  very  much  lower  than 
the  rail. 

10711.  Wei’e  not  you  one  of  a deputation  to 
the  railway  companies  having  termini  in  London 
upon  the  question  of  rates? — No,  I was  not  ; I 
did  not  join  the  deputation. 

107  1 2.  There  was  such  a deputation,  I believe  ? 
— There  was  such  a deputation. 

10713.  They  were  requested  to  appoint  a 
further  deputation  to  meet  the  railway  com- 
panies, and  have  not  yet  done  so  ; is  not  that  the 
fact  ? — That  is  more  than  I can  tell  you  ; I can- 
not tell  you  how  it  ended. 

10714.  Are  not  the  rates  to  Loudon  higher  for 
one  reason  in  consequence  of  the  large  terminal 
charges  in  London? — Yes,  but  with  regard  to  the 
freights  I have  given  you,  we  quote  8 s.  for 
London  terminals,  against  4 .?.  for  Greenock  ter- 
minals ; we  make  allowance  for  that. 

10715.  You  took  that  off  before  you  gave  the 
rates? — Yes,  if  you  take  Middlesborough;  I think 
I gave  that  rate  to  the  Committee. 

10716.  But  that  is  a place  at  the  sea- side  to 
which  you  can  get  by  water;  London  has  no 
advantage  by  that ; anybody  can  send  his  sugar 
to  Middlesborough  and  get  that  advantage  ? — 
There  is  very  great  expense  in  carting  from 
Whitechapel  to  the  port  of  London,  and  then 
shipping,  so  that  it  does  not  become  a very  low 
rate  for  inland  refiners. 

10717.  You  have  a grievance  against  the  Great 
Eastern  Company  for  not  allowing  you  to  load 
and  unload  your  sugar  in  your  own  premises  ; is 
there  accommodation  convenient  for  loading  and 
unloading  to  and  from  railway  waggons  in  your 
premises  ? — Yes,  there  is. 

10718.  What  is  about  tlie  leno:th  of  sidlnor 
which  you  have  ? — We  have  about  3,000  feet,  1 
should  think. 

10719.  Did  not  the  Railway  Commissioners  to 
whom  you  wish  to  appeal  decide  in  Mr.  Howard’s 
case  that  they  were  not  entitled  to  anything  for 
loading  and  unloading  in  a siding  ? — I am  not 
aware  of  that. 

10720.  Do  you  think  it  would  be  a practicable 
thing  to  carry  sugar  in  coal  waggons ; that  is  to 
say  to  carry  sugar  in  a waggon  that  had  brought 
coal  from  a colliery  ? — W e bring  coal  from  the 
neighbourhood  of  Nottingham,  and  should  find  it 
very  convenient  in  the  same  trucks. 

10721.  You  spoke  about  Tunbridge  Wells,  and 
you  said  that  the  grocer  paid  the  charges  ; how 
did  you  measure  the  distance  of  32  miles  to 
Tunbridge  Wells? — The  distance  was  taken  out 
by  the  secretary. 

10722.  But  does  not  the  traffic  pass  over  much 
more  than  32  miles  between  the  two  places? — I 
cannot  tell  you  off-hand. 

10723.  Now,  with  regard  to  these  packages, 
0.54. 


Sir  Edioard  Watkin — continued, 
are  not  they  generally  under  500  lb.  weight  ? — 
There  are  two  different  weights ; casks  Aveigh 
from  10  to  20  cvvt.,  and  bags,  which  are  most 
convenient  for  the  railway,  and  for  every  person, 
weighing  2 civt.  net. 

10724.  Is  it  tlie  habit  of  the  grocers  of  Tun- 
bridge Wells  to  have  a waggon  load  of  sugar  at 
a time  ? — I should  think  they  would  be  quite 
capable  of  taking  that  quantity. 

10725.  Do  you  think  that  it  is  so? — Not  10 
tons,  but  I should  say  two  tons. 

10726.  Two  tons  in  a waggon  holding  six  tons 
is  one-third  of  the  capacity  of  the  Avaggon,  and 
the  Avaggon  Avould  have  to  be  hauled  both  Avays 
Avith  one-third  of  its  load  if  there  Avere  nothing 
else  to  go  Avith  it?—  That  is  so. 

10727.  Noaa',  in  giving  the  rate  to  Tunbridge 
Wells,  you  did  not  alloAv  anything  for  station 
terminals,  did  you,  that  is  to  say,  Avhen  you 
divdded  the  rate,  and  made  it  into  5 d.  a mile  ? — 
I made  a mistake  there. 

10728.  You  said  the  charge  Avas  5 d.  a mile, 
and  the  maximum  rate  Avas  4 d.  ? — I hat  is  right. 

10729.  I Avanted  to  shoAv  you,  that  before 
getting  a mileage,  you  had  not  added  the  ter- 
minal, and  you  had  not  calculated  the  distance  as 
being  above  32  miles  Avhich  the  traffic  Avent  over; 
noAV  hoAV  do  you  make  it  out  that  the  maximum 
rale  Avas  4 d.  a mile  ? — I Avas  told  that  that  Avas 
the  maximum  rate  Avhich  could  be  charged. 

10730.  Are  you  aAvare  that  there  is  no  maxi- 
mum rate  between  London  and  Tunbridge  Wells? 
—No. 

10731.  You  spoke  in  ansAver  to  an  honourable 
Member  about  your  natural  advantages ; Avhat 
advantages  do  you  Avant  beyond  Avhat  you  have 
got? — We  Avant  to  get  into  the  centre  of 
England. 

10732.  But  you  do  go  into  the  centre  of  Eng- 
land, do  you  not? — No  great  distance. 

10733.  I suppose  in  the  centre  of  England 
there  are  local  sugar  refineries  ; take  Bristol,  for 
example  ? — Bristol  is  a very  small  affair  now. 

10734.  And  Gloucester  ? — No,  there  is  no 
sugar  refinery  at  Gloucester. 

10735.  Manchester;  is  there  not  one  there  ? — 
There  used  to  be  one  there  ; I think  there  is  one 
place  refining  about  from  30  to  40  tons  a Aveek ; 
the  other  refinery  Avhich  you  have  in  your  mind 
is  closed. 

10736.  Has  it  not  been  closed  largely,  because 
of  the  Avay  iu  Avhich  you  in  London  have  been 
able  to  SAveep  the  market? — Manchester  is  not 
the  place  for  a sugar  refinery. 

10737.  Why  not  ? — Because  it  has  no  natural 
advantages,  OAving  to  its  distance  from  the  mar- 
ket ; they  are  very  badly  off  for  a market  in 
Manchester ; the  Manchester  people  must  buy 
either  in  LLerpool  or  London. 

10738.  Would  you  kindly  explain  your  state- 
ment that  there  was  a bounty  of  16  .<?.  10  d.  given 
to  the  French  shippers  by  the  Southampton 
route  ; you  stated  that  the  rate  to  Southampton 
from  Paris  Avas  30  s.  ? — Yes,  30  s. 

10739.  And  then  you  stated  most  of  the  French 
sugar  came  by  Avater  to  London?— Most  of  the 
French  sugar  comes  by  water. 

10740.  Then  I suppose  the  reason  of  the  dif- 
ference betAveen  the  rate  of  27  5.  1 d.  to  Southamp- 
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* Sir  Edtcard  fVtttJdn — continued. 

ton  and  30  s.  to  London  is  that  the  sugar  will  not 
bear  a great  rate  ? — 30  s.  is  the  rate  to  any  station 
via  Southampton. 

10741.  Does  that  include  cartage? — I cannot 
be  quite  clear  whether  the  30  s.  includes  the 
cartage  to  London,  or  whether  it  is  a station  to 
station  rate. 

Chairman. 

1()742.  Supposing  you  take  the  cartage  at  8 s., 
that  would  leave  8 s.  10  d.  bounty  to  the  French 
refiner? — Yes,  it  would. 

Sir  Edward  Watkin. 

10743.  Now  you  said  something  about  the 
trade  being  ruined,  destroying  your  business;  is 
not  your  trade  an  increasing  one? — No;  at  the 
present  time  I do  not  refine  as  much  sugar  as  I 
did  three  years  ago. 

10744.  Do  you  not  throw  any  part  of  that  upon 
the  French  bounty  ? — Yes,  we  do. 

10745.  I thought  you  stated  that  the  French 
bounty  had  done  no  harm  to  Bristol  and  no  harm 
to  Greenock  ? — That  was  because  the  particular 
class  of  sugar  they  make  w’as  never  interfered 
with  by  the  French  bounty. 

10746.  But  taking  a period  of  three  years,  has 
not  your  trade  and  that  of  other  sugar  refiners 
been  an  increasing  trade  ? — The  tendency  has 
been  to  increase. 

10747.  And  you  think  it  would  Increase  still 
more  if  you  paid  a little  less  rate  ? — It  would. 

Chairman. 

10748.  But  I undei’stand  that  the  French 
bounty  is  virtually  supposed  to  be  gone  ? — Not  at 
all ; the  bounty  formerly  was  calculated  upon  a 
duty  of  70  fr.,  and  they  reduced  the  duty  to  40  fr., 


Chairman — continued. 

therefore  in  reducing  the  duty  they  reduced  the 
bounty  to  that  extent. 

10749.  You  come  here  to  say  that  the  sugar 
trade  of  the  country  has  been  materially  injured 
by  these  charges  upon  railways  ? — That  is  so. 

10750.  And  you  stated  that  in  your  opinion, 
the  differential  rates  in  favour  of  foreign  sugar 
were  sufficient  to  make  them  refine  in  France 
instead  of  here  ? — It  is  not  exactly  that : that  is 
perhaps  putting  it  rather  strongly  ; but  it  has  a 
very  strong  tendency  that  way. 

Sir  Edward  JFatkin. 

10751.  What  is  the  rate  for  sugar  from  your 
works  to  Manchester  ? — I have  not  got  that. 

10752.  It  is  a very  low  rate,  is  it  not? — Not 
for  our  sugar. 

10753.  Is  there  any  difference  against  the 
London  producer  of  sugar  in  the  rate  for  sugar 
as  between  London  and  Manchester? — I can- 
not say. 

10754.  Is  there  any  bounty  in  favour  of  French 
sugar  and  against  the  production  of  sugar  in 
London,  as  between  London  and  Manchester;  I 
mean  that  if  a truck-load  of  sugar,  coming  from 
abroad,  loaded  at  a wharf  in  the  Thames  into  a 
railway  w’aggon,  is  sent  to  I\Ianchester,  and  a 
truck  of  your  sugar  is  sent  to  Manchester,  is 
there  any  lower  I’ate  to  the  Frenchman  than  to 
you  ? — I cannot  tell  you  that,  but  there  is  a lower 
rate  to  Cambridge. 

10755.  But  I ask  you  again,  is  there  any 
preferential  rate  whatever  from  London  to  i\Ian- 
chester  in  favour  of  the  French  manufacturers  ? 
— I am  not  aAvare  that  there  is  via  London. 

10756.  Is  it  not  the  fact  with  regard  to  the 
production  of  sugar,  that  the  rates  at  w’hich  sugar 
is  carried  to  all  the  manufacturing  centres  is 
considerably  below  the  maximum  rate? — Yes,  in 
many  cases  they  are,  I believe. 
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Mr.  Richard  Heatheield,  called  in ; and  Examined. 


Chairman. 

10757.  You  appear  before  the  Committee,  I 
think,  on  behalf  of  the  galvanised  iron  trade  of 
Birmingham  and  South  Staffordshire  ? — Yes,  I 
do  ; only,  as  the  rates  charged  for  galvanised  iron 
are  the  same  as  those  charged  to  all  iron  manu- 
factures under  iron  list,  Class  B,,  in  the  classi- 
fication list,  I practically  plead  the  cause  of  a 
large  number  of  other  descriptions  of  goods. 

10758.  Y"ou  are,  I believe,  a partner  in  the  firm 
of  Morewood  and  Company,  of  the  Lion  Galvan- 
ising YVorks,  Birmingham? — Yes,  [ am,  and  of 
the  YYYodford  Iron  YVorks  also. 

10759.  Your  manufacture  is  sheet-iron  for 
galvanising,  galvanised  sheets,  iron  roofs,  and 
nails  of  various  kinds? — Y’^es  ; we  do  a heavy 
trade  in  all  those  things. 

10760.  YVhat  do  you  consider  the  productive 
power  of  the  manufacturers  of  galvanised  iron 
sheets  in  the  United  Kingdom  ? — About  200,000 
tons  per  annum  over  the  whole  of  the  United 
Kingdom,  Avhlch  is  Avorth  betAveen  3,000,000  /. 
and  4,000,000  1. 

10761,  And  the  bulk  of  that  is  made  in  your 
district? — It  was,  originally  ; it  Avas  practically 
the  nursery  of  the  trade,  so  to  speak,  but  now 
the  trade  has  rather  altered. 

10762.  YY^hat  is  the  condition  of  the  trade  in 
your  district  at  present ; is  it  an  increasing  one  ? 
— YYY  find  that,  OAving  to  the  high  rates  charged, 
a large  number  of  manufactories  have  started 
elseAvhere,  upon  the  coast  and  other  places. 
There  has  not  been  a single  new  manufactory 
started  in  Birmingham  or  in  the  district  in  the 
last  five  years,  Avhile  there  have  been  11  new 
manufactories  started  elseAvhere. 

10763.  Have  you  found  any  competition  from 
abroad? — Yes, Ave  have  the  German  and  Belgian 
competition  to  fight  against;  the  Germans  ob- 
tained a prize  medal,  at  Melbourne,  for  galvanized 
sheets,  and  the  Belgians  gained  a medal  there 
also,  so  you  Avill  see  Ave  have  plenty  of  competi- 
tion to  meet. 

10764.  You  come  before  the  Committee  to 
attribute  this  increase  of  trade  outside  your  dis- 
trict to  the  excessive  rates  charged  to  you  to  the 
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different  outports,  London,  Liverpool,  and 
Hull  ? — Entirely  ; and  to  the  favour  shown  by 
the  railway  companies  to  other  ports. 

10765.  YYould  you  enlarge  that  by  giving  the 
names  of  the  ports  you  are  noAv  referring  to  ? — 
There  are  a number  of  ports  Avhich  I consider 
are  nursed  for  some  reason  by  the  raihvay  com- 
panies; as,  for  instance,  NeAvport,  Cardiff,  Swan- 
sea, Plymouth,  and  GlasgOAV  ; there  are  others 
besides,  but  those  are  some  of  them.  Those  I 
call  “ nursed  ” ports  because,  for  some  reason 
Avhich  I do  not  understand,  they  have  very  low 
rates  given  to  them.  The  railAway  companies 
charge  excessively  Ioav  freights  from  Birming- 
ham to  those  places. 

10766.  Have  you  any  figures  Avhich  prOA^e  that? 
— From  Birmingham  to  Cardiff  by  the  Great 
YYYstern  Railway  the  distance  is  115  miles,  and 
the  company  charge  9 s.  2 d.  a ton  in  2-ton  lots 
collected  and  delivered ; that  is  equal  to  "95  d.  ; 
and  then  by  the  London  and  North  W estern  Rail- 
Avay  the  distance  is  169  miles,  and  they  charge  the 
same  rate,  Avhich  in  that  case  Avorks  out  to  ’65  d.  a 
mile  ; those  are  both  from  Birmingham  to  Cardiff. 
Then  from  Birmingham  to  SAvansea,  by  the 
London  and  North  YY^estern  Railway,  the  dis- 
tance is  171  miles,  and  the  charge  is  10  s.  a ton; 
that  is  ’76  d.  per  ton  per  mile.  From  Birming- 
ham to  SAvansea  by  the  Great  YVestern  Raihvay 
the  distance  is  144^  miles  ; they  charge  the  same 
rate  of  10  s.,  Avhich  Avorks  out  to  *83  J.  The  next 
is  Newport,  that  is  103|  miles,  and  the  charge  is 
8 s.  4 d.  a ton  to  go  there  ; that  is  equal  to  ’97  d. 
per  ton  per  mile,  collected  and  delivered  ; that  is 
by  the  Great  YVestern  Railway.  Then  from 
Birmingham  to  Plymouth,  the  distance  by  the 
London  and  North  YVestern  Raihvay  is  222 
miles,  and  they  charge  16  s.  8 d.  to  go  there,  and 
that  is  equal"  to  ‘dOd.  From  Birmingham  to 
Glasgow,  by  the  London  and  North  YVestern 
Raihvay,  the  distance  is  286  miles ; the  charge 
is  17  s.  6 d.  a ton,  or  ’84  d.  per  ton  per  mile. 

10767.  Those  are  Avhat  you  call  the  faA’Oured 
ports  ? — I call  them  the  nursed  ” ports,  and  I 
Avant  my  goods  to  be  carried  to  London  and 
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Chairman — continued. 

Liverpool  at  the  same  rate  ; all  the  rates  to  those 
ports  include  collection  and  delivery,  except  the 
rate  lo  Plymouth,  which  includes  collection  only  ; 
all  those  rates  are  under  1 a ton  per  mile.  In 
the  case  of  the  North  Western  Railway  to  Cardllf 
it  is  a little  over  five- eighths  of  1 d. 

10768.  Would  you  now  give  the  Committee 
some  figures  to  the  ports  which  you  say  are  not 
favoured?  — I object  more  particularly  to  the 
rates  to  London  and  Liverpool.  From  Birming- 
ham to  London,  by  the  London  and  North 
Western  Railway,  the  distance  is  112|  miles,  and 
they  charge  me  15  s.;  that  is  equal  to  P59rf. 
per  ton  per  mile.  From  Birmingham  to  Liver- 
pool, by  the  same  line,  the  distance  is  97  miles, 
and  they  charge  me  1 1 s.  6 d.,  whicli  is  equal  to 
1‘42  d.  per  ton  per  mile. 

Mr.  Caine. 

10769.  Does  the  15  s.  include  free  on  board  In 
London  ? — Yes  ; it  includes  all  collection  and  de- 
livery in  not  less  than  2-ton  lots. 

Chairman. 

10770.  Have  you  the  rate  to  Hull  ? — The  rate 
to  Hull  Is  14  s.  2d.  \ that  /s  equal  to  1’27  d.  per 
ton  per  mile. 

Lord  Randolph  Churchill. 

10771.  What  is  the  distance  from  Birming- 
ham to  Hull  ? — The  distance  to  Hull  is  134 
miles. 

Chairman. 

10772.  Roughly  speaking  the  rates  to  these 
three  ports  are  all  over  a 1 rf.  a mile,  while  the 
others  are  under? — The  first  one  is  over  1^  d. 

10773.  To  what  then  do  you  attribute  this 
difference  ? — I am  entirely  at  a loss  to  say  Avhat 
the  reason  is  for  carrying  at  that  low  rate  to 
the  nursed  ports;  they  make  the  rate  themselves, 
and  why  they  do  it  I do  not  know. 

10774.  Then  there  is  no  question  of  competi- 
tion?—No,  I believe  there  is  none  whatever;  all 
the  railways  hang  together. 

10775.  You  make  a complaint  of  it  as  injuring 
your  business  ? — Decidedly. 

10776.  Will  you  now  go  on  to  the  other  point, 
which  is  about  the  insufficient  drawbacks  which 
are  allowed  to  you  if  you  do  your  own  cartage 
to  the  stations? — I object  to  that;  they  only 
allow  me  1 s.  per  ton  if  I do  my  own  cartage, 
exce])t  on  nails,  upon  which  they  allow  1 5.  6 d., 
except  for  London,  where  they  only  allow  1 5. 

10777.  Whereas  the  drawbacks  are  larger  on 
other  goods,  are  they  not  ? — They  give  a draw- 
back of  Is.  6 £?.  upon  tin  plates,  and  on  other 
goods  still  more,  but  the  main  point  is  that  to 
their  agents  they  allow  2s.6rf.,  and  they  also 
tell  me  (one  of  the  railway  people  told  me  him- 
self), that  the  cartage  and  boatage  in  Birming- 
ham together  cost  them  over  2s.  Ad.-,  so  I main- 
tain that  we  ought  to  be  allowed  what  it  costs 
them. 

10778.  When  you  talk  about  their  agents  are 
you  talking  about  the  regular  employes,  or  peo- 
ple to  whom  they  entrust  the  business?  — In 
some  of  the  j)laces  in  the  district,  the  Great 
Western  at  Greatbridge,  for  example,  pay  their 
agent  2 s.  6 d.  to  collect  the  goods  and  deliver 
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them  to  the  station ; if  the  manufacturers  offer  to 
do  the  work  at  the  same  rate  as  the  agents, 
they  will  not  allow  them  to  do  so ; they  only 
give  them  1 s.  a ton,  and  yet  they  admit  that  they 
give  their  agent  2 s.  Q d. 

Mr.  Nicholson. 

10779.  Are  you  referring  to  such  people  as 
Messrs.  Chaplin  and  Horne  ? — I think  they  get 
a larger  allowance,  because  they  are  in  the  large 
towns  and  they  have  to  do  other  work,  which  the 
small  agents  do  not  have  to  do. 

Chairman. 

10780.  You  come  before  the  Committee  to 
contend  that  the  freighters  should  be  allowed 
something  proportionate  to  what  it  costs  the 
railway  companies  to  do  the  same  service? — That 
is  what  I wish. 

10781.  And  that  they  should  not  be  charged 
more  than  it  costs  the  railway  companies  to  get 
their  work  done  ? — That  is  so  ; will  you  kindly 
allow  me  to  add,  with  reference  to  galvanised 
iron,  that  I think  we  ought  to  be  carried  to  Lon- 
don for  9s.  2d.,  because  it  is,  practically,  the  same 
distance  as  from  Birmingham  to  Cardiff,  and 
that  we  ought  to  go  to  Liverpool  for  8 s.,  because 
it  is  four  miles  short  of  Newport,  where  the 
charge  is  8 s.  4 t?. ; those  are  the  two  rates  which 
I want  to  impress  upon  the  minds  of  the  railway 
companies  if  I can,  because  they  carry  galvanised 
iron  at  equivalent  to  those  rates  elsewhere. 

10782.  You  have  some  complaint  to  make 
about  the  system  of  registered  wharves ; will 
you  explain  that  point? — Yes,  I have;  the  rail- 
way companies  have  started  lately  a number  of 
wharves  about  the  district,  and  if  you  choose  to 
boat  or  cart  your  goods  to  those  wharves  they 
will  allow  you  1 s.  drawback,  although  they  have 
the  whole  cost  of  taking  those  goods  to  the  sta- 
tion afterwards,  also  as  if  they  had  taken  them 
from  your  manufactory,  but  if  you  choose  to  save 
them  that  expense  by  delivering  them  to  the 
station  they  will  not  allow  you  1 d.  for  the  saving 
of  that  expense  of  transfer. 

10783.  Will  you  explain  that  a little  more 
full}^  as  I think  we  hardly'  understand  it  ? — Both 
the  Midland  and  the  Great  Western  Companies 
have  a wharf  at  Smethwick,  for  example,  and  if  I 
choose  to  cart  or  boat  my  goods  to  that  wharf, 
they  allow  me  1 s.  a ton,  exactly  the  same  as  if  I 
took  them  to  the  station  ; they  afterwards  have 
to  take  them  to  the  station,  and  if  I say  let  me 
take  them  to  the  station  and  save  you  the  trouble 
of  loading  them  uj),  they'  will  not  allow  me  1 d. 
extra. 

iMr.  Monk. 

10784.  Y"ou  said  the  company  allowed  you  Is.? 
— The  railway'  companies  started  these  wharves, 
and  they  treat  a wharf  exactly  as  if  it  were  a 
railway  station,  although  it  is  not  a railway 
station,  and  they  have  to  cart  or  boat  the  goods 
from  this  wharf  afterwards  to  the  railway  station, 
and  yet  they'  will  allow  me  the  same  drawback 
if  I take  the  goods  to  the  wharf  as  if  I took 
them  to  the  station.  It  costs  them  2 s.  4 c?.  a ton 
to  take  them  to  the  station,  and  I say  that  if  they 
have  this  large  margin  in  hand  of  2 s.  4 d.  a ton, 
they  can  afford  to  give  the  2 s.  Ad.  to  me,  and 
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Mr.  Monk — continued. 

save  themselves  the  trouble  of  having  the  regis- 
tered wharves. 

10785.  What  induces  you  ever  to  send  your 
goods  to  a registered  wharf? — I never  do  so.  I 
only  show  that  as  proof  that  the  company  have 
something  in  hand  which  they  can  afford  to  give 
me  if  I take  the  goods  to  the  station. 

10786.  You  want  to  make  a complaint,  do  you 
not,  about  the  nail  rates  ?— Yes,  I most  strongly 
complain  about  the  nail  rates. 

10787.  Why  do  you  complain  about  them? — 

I complain  about  them  because  nails  are  unfairly 
classified.  The  company  have  two  rates,  one  for 
railway  spikes,  and  one  for  nails.  Now  railway 
spikes  in  a bag  are  exactly  the  same  thing  to 
look  at  as  nails  ; if  they  are  bagged  up  you  could 
not  tell  the  difference ; whereas  they  charge  us 
in  many  cases  double  for  nails  what  they  charge 
for  tramway  or  railway  spikes.  I can  give  the 
Committee  some  instances  of  that  anomaly. 

Mr.  Bolton. 

10788.  Are  you  referring  to  small  nails? — 
No ; if  I choose  to  send  a 9-inch  spike,  and  it  is 
not  a railway  or  tramway  spike,  it  is  charged 
double  the  rate  of  the  tramway  spike. 

Mr.  Nicholson. 

10789.  The  ordinary  spike  would  pay  double 
what  the  tramway  spike  would  pay? — Yes,  very 
likely  it  would  pay  double.  Now  the  rate  for 
railway  or  tramway  spikes  from  Birmingham  to 
Newport  is  8 s.  4 d.  a ton,  collected  and  delivered 
in  two-ton  lots  ; whereas  nails  from  Birmingham 
to  Newport  are  charged  16  s.  Sd.,  collected  and 
delivered  in  any  lots ; that  is  exactly  double. 
Then  for  railway  or  tramway  spikes,  from  Bir- 
mingham to  Colchester,  for  4 -ton  lots  they  charge 
15  s.  10  d.,  that  is  the  station  to  station  rate  only, 
and  therefore  we  have  to  add  to  that  for  collection 
and  delivery  upon  that  system,  1 s.  6 d.  at  each 
end,  that  being  all  the  drawback  they  will  allow, 
makins:  18  s.  10  c?.  If  I send  nails  to  Colchester 
from  Birmingham,  they  charge  me  30  s.  a ton, 
collected  and  delivered;  that  gives  11s.  2d.  in 
favour  of  spikes,  though  they  cost  exactly  the 
same  to  carry.  Then  with  regard  to  spikes,  rail- 
way or  tram,  from  Birmingham  to  Cardiff  the 
company  charge  9 s.  2 c?.  a ton,  in  two  ton  lots, 
including  collection  and  delivery.  Nalls  from 
Birmingham  to  Cardiff  are  charged  16  s.  8 d., 
that  is  7 s.  6 c?.  in  favour  of  spikes.  All  these 
nail  rates  are  in  lots  of  any  size. 

Chairman. 

10790.  I think  you  have  given  enough  Instances 
in  which  this  question  of  the  carriage  of  nails  is 
an  impoi’tant  matter ; but  will  you  explain  why 
you  make  nails  under  those  circumstances? — 
Because  we  roll  all  our  sheets  for  galvanizing, 
and  we  are  obliged  to  roll  a large  quantity  of 
strong  iron  every  week  to  get  the  rolls  hot,  and 
then  we  cut  those  sheets  into  nails,  otherwise  we 
should  have  a difficulty  of  getting  rid  of  them. 

10791.  You  went  to  some  expense  in  getting 
plant  for  this  branch  of  the  manufacture,  did  you 
not? — Yes,  we  have  about  200  nail  machines,  and 
a great  part  of  them  are  standing  idle,  because 
we  are  shut  out  of  the  market.  I do  not  suppose 
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we  send  10  cwt.  a month  to  London,  or  to  Liver- 
pool, exce2it  for  export. 

Mr.  Caint. 

10792.  Will  you  give  us  the  London  and 
Liverpool  rates  respectively  ? — Railway  and  tram 
spikes  from  Birmingham  to  London  are  charged 
15  5.  a ton,  collected  and  delivered. 

10793.  That  is  the  same  as  galvanised  iron  ? — 
Yes. 

10794.  And  nails? — The  rate  for  nails  from 
Birmingham  to  London  is  18  5.  dd'.  a ton,  in  two- 
ton  lots,  collected  and  delivered  ; that  is  3 s.  4 d. 
extra.  Then  from  Birmingham  to  Liverpool,  the 
rate  for  spikes  is  1 1 s.  6 c?.  a ton  for  two-ton  lots, 
carted  and  delivered,  and  the  charge  for  nails  is 
15  s.  10  d.  in  10-ton  lots,  collected  and  delivered ; 
showing  a difference  of  45.  4(7.  in  favour  of  spikes. 

Lord  Randolph  Churchill. 

10795.  I ask  why  you  do  not  call  them  spikes 
instead  of  nails  ? — The  company  make  such  a row 
if  you  do  this.  I gave  them  notice  that  I should 
declare  all  my  nails  spikes ; but  if  you  do,  they 
bring  it  forward  against  you  at  the  end  of  the 
month  ; they  ojien  the  bags  to  see. 

10796.  Do  you  mean  that  they  were  not  rail- 
way spikes? — Yes;  but  I gave  the  Comjiany  fair 
notice  that  I should  declare  them  as  such. 

Mr.  C ainc. 

10797.  Is  there  any  difference  between  a 5-inch 
dog  sjilke,  and  a cut  nail  of  the  same  size? — No, 
only  that  the  spike  is  the  more  valuable  thing. 

10798.  Whereas  the  nail  which  is  the  less 
valuable  is  carried  at  the  higher  rate  of  the  two  ? 
— Precisely  so. 

10799.  And  it  ought  to  be  carried  at  the 
lower  rate  ? — Very  much  so. 

Chairman. 

10800.  Now  will  you  tell  us  what  the  railway 
companies  charge  for  carrying  the  same  article 
from  Antwerji  via  London  to  Birmingham  ? — 
They  would  carry  nails  from  Antwerp  to  Bir- 
mingham, via  London  and  General  Steam  Navi- 
gation Company,  for  16  5.  8 c?.  per  ton,  whereas 
they  charge  us  18  s.  4 d.  up  the  other  way  to 
London  alone  ; out  of  that  they  have  to  pay  the 
General  Steam  Navigation  Company ; at  least, 
the  General  Steam  Navigation  Company  want 
from  us  5 s.  a ton,  and  1 5 per  cent.  I suppose  it 
would  be  rather  less  for  the  railway  companies. 
Now  in  deducting  tliis  5 s.  off  the  16  s.  8 d.,  and 
the  15  per  cent.,  which  is  primage,  that  brings 
the  net  amount  the  railway  company  receive  to 
11  5.  Id.  per  ton  net  for  carrying  nails  from 
London  to  Birmingham  ; that  is,  supposing  they 
pay  the  same  freight  as  we  do. 

10801.  Would  they  take  them  the  other  way 
at  the  same  rate  ? — They  could  not  stultify 
themselves  by  taking  nails  for  11  5.  1 d.,  because 
they  were  going  to  Antwerj),  when  they  want 
18  s.  4 c?.  if  they  are  going  to  London  only,  so  they 
will  not  charge  less  than  18  s.  4 d.  to  London. 

10802.  But  there  are  many  instances  of  the 
rate  for  export  being  less  than  for  imj)ort? — 
Nearly  all  our  ti’ade  is  export. 

10803.  These  figures  you  have  laid  before  the 
Committee  show  that  the  effect  of  the  railway 
3 Q 3 charges 
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Chairman — continued. 

charges  is  to  give  the  foreigner  an  advantage  ? — 
An  enormous  advantage;  they  give  tlie  foreigner 
the  advantage  of  7 s.  3 cL  a ton  as  against  what 
they  give  us. 

INIr.  Cross. 

10804.  What  is  the  railway  rate  from  Birming- 
liam  to  Antwerp  ? — I have  not  the  slightest  idea, 
because  the  Belgians  can  cut  us  out  of  the 
Jjondon  market  at  the  rate  they  now  charge ; 
therefore  we  ai’e  not  likely  to  send  any  nails  to 
Belgium,  for  as  I said  they  could  not  very  well 
make  the  rate  less  to  Antwerp  than  they  eharge 
to  London.  Woidd  you  allow  me  to  add  that 
sheets  from  Antwerp  are  charged  exactly  the 
same  rate  as  nails;  that  is,  16s.  8 d.  a ton,  and 
yet  they  make  a difference  of  3 s.  4 d.  a ton 
upon  those  goods  if  they  are  going  the  other  way  ; 
they  charge  for  nails  going  to  London  3 s.  4 (7. 
more  than  they  do  for  sheet  iron,  but  backwards 
from  Antwerp  they  charge  identically  the  same 
rate  of  16  s.  8 d.  a ton.  Might  I also  say  that 
the  other  day  I had  occasion  to  get  some  Belgian 
girders,  and  they  sent  them  via  Hartlepool,  and 
the  company  charged  16  s.  8 d.  a ton  for  the 
freight  from  Antwerp.  I asked  what  the  rate 
would  be  back  to  Hartlepool  without  the  freight 
to  Antwerp  at  all,  and  they  said  19s.  2d,  so 
the  company  w^anted  19  s.  2 d.  for  carrying  back 
to  Hartlepool  what  they  would  carry  for  16s.  8d. 
f id  Hartlepool  all  the  way  from  Antwerp. 

Mr.  Caine. 

10805.  Do  you  know  \vhat  railway  company 
gave  the  rate  of  16  s.  8 d.  via  Hartlepool? — 
Messrs.  Sutcliffe  were  the  agents;  they  charged 
the  freight  direct.  I think  they  were  very  much 
ashamed  of  it  themselves,  because  they  did  not 
put  in  the  rate  per  ton ; they  put  it  in  a lump 
sum,  and  I had  to  reckon  it  out.  'flie  companies 
evidently  favour  the  agents  ; 1 cannot  say  ex- 
actly why.  AVc  had  the  rate  from  Birmingham 
to  Brussels  through  an  agent;  the  agent’s  name 
is  C.  Shaw  Lovell ; he  wrote  to  us  the  other  day, 
saying,  “ The  Great  Western  Bailway  Company 
inform  us  that  you  are  asking  for  a through  rate 
for  your  nails  from  Birmingham  ;”  now  we  did 
not  write  to  this  man  Lovell ; we  had  not  asked 
for  a rate  from  Birmingham  to  Brussels  at  all. 
“ I beg  to  quote  you  a rate  for  tw'o-ton  lots  and 
upwards  of  21  s.  6 rf.”  Now  it  is  quite  clear  that 
the  agent  must  be  favoured  in  some  way,  because 
he  cannot  pay  the  railway'  company  18  s.  4 d.  a 
ton  to  London,  and  then  pay  the  steam  freight  to 
Ostend,  and  then  the  railway  rate  to  Brussels  out 
of  the  difference  between  21  s.  6 d.  and  18.9.  4 d. ; 
and  we  can  see,  in  various  other  ways,  that  the 
railway  company  do  favour  a group  of  agents ; 
but  beyond  stating  the  facts  it  is  impossible  to 
say  to  what  extent  they  do  it. 

10806.  I do  not  think  the  case  ymu  have  put 
forward  there  is  absolute  evidence  against  any- 
l)ody  ? — It  is  evidence  (except  that  I cannot  tell 
how  much  of  the  rate  goes  into  the  pocket  of  the 
railway'  company)  that  the  agent  is  favoured. 

10807.  It  is  evident  that  the  agent  cannot  pay 
18  s.  4 r/.? — The  agent  cannot  pay  18  s.  4 r/.  to 
London  and  then  carry  to  Brussels,  paying  sea 
I'reiglit,  and  return  to  Brussels,  for  only  3s.  2d. 
extra;  they  must  give  the  agent  a low  rate,  un- 
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doubtedly,  as  he  certainly  cannot  get  the  sea  and 
railway  freight  done  for  the  above  sum. 

10808.  Besides  that,  the  16  s.  8d.,  which  y'ou 
quoted,  was  from  Antwerp? — Yes;  whereas  this 
is  the  rate  absolutely  into  Brussels. 

Mr.  Bolton. 

10809.  Is  this  gentleman  the  responsible 
agent? — Yes;  he  signs  himself  “C.  Shaw  Lovell, 
Continental  carrier  and  shipping  agent.” 

Mr.  Monk. 

10810.  Did  you  make  an  application  to  the 
railway  company,  and  get  this  rejily  ? — No,  Ave 
did  not  make  the  application  at  all ; but  this  was 
sent  to  us,  I presume,  upon  a misapprehension. 

Chairman. 

10811.  This  gentleman  Avas,  at  all  events,  put 
into  communication  with  you  through  the  Great 
Western  Railway  Company? — Yes;  and  Messrs. 
Sutcliffe  charged  16.9.  8d.  from  Antwerp,  Avhereas 
the  railway  company  wanted  to  charge  19s.  2d. 
to  Hartlepool,  Avithout  any  sea  freight  at  all. 

10812.  I su})pose  the  raihA'ay  company  Avould 
justify  that,  by  saying  it  is  the  large  quantities 
they  bring  Avhich  enable  them  to  quote  a Ioav  rate? 
— No  ; but,  in  this  case  of  Messrs.  Sutcliffe,  the 
rate  Avas  quoted  for  lots  of  four  tons.  I do  not 
suppose  many  local  agents  send  as  much  as  Ave  do 
ourselves  ; Ave  are  one  of  the  largest  traders  in 
Birmingham. 

10813.  Do  y'ou  consider  y'ou  ought  to  have  a 
special  rate? — I do  not  ask  for  any  unfiiir  advan- 
tage against  my  brother  traders  in  respect  of 
that,  but  I think  that  I should  be  treated  at  least 
as  fairly  as  the  agent,  and  I think  my  brother 
traders  should  be  treated  as  fairly  at  least  as  the 
agent,  too. 

10814.  Assuming  that  the  charge  you  are 
bringing  against  the  raihvay  companies  is  a cor- 
rect charge,  the  Baihvay  Commissioners  haA'e 
already  poAver  to  deal  Avith  preferential  charges 
of  that  sort;  but  your  difficulty  is  to  procure 
Avhat  you  consider  sufficient  evidence  of  the  pre- 
ference ? — Yes  ; that  is  it. 

10815.  IIoAv  can  anything  done  by  the  legis- 
lature, or  by  the  House  of  Commons,  ensure  y'our 
getting  evidence  iqAon  questions  of  that  sort  ? — 
They  could  insist  upon  the  raihvay  comjianies’ 
books  being  shown,  and  upon  the  raihvay  com- 
panies j)roving  Avhat  they  actually  did  charge 
those  agents. 

10816.  Is  there  anything  else  Avhich  you  desire 
to  lay  before  the  Committee  ? — I should  like  to 
mention  that  Ave  make  a good  deal  of  roofing  Avork, 
and  the  raihvay  company  ch.arge  very  unfair  rates 
upon  that,  as  compared  Avith  bridge  Avork.  We 
have  had  to  give  the  raihvay  companies  notice 
that  Ave  shall  send  roofing  Avork  as  bridge  Avork, 
for  this  reason  : that  they  charge  roofing  Avork, 
Avhich  is  e.Tsier  to  carry  than  bridge  Avork,  double 
the  rate  in  most  cases.  From  Smethwick  to 
Stockton-on-Tees  the  companies  charge,  at 
OAvner’s  risk,  bridge  work  15s.,  and  roofing  Avork 
30.9.;  and  there  are  lots  of  other  cases  Avhich  I 
could  mention  to  the  Committee  in  Avhich  the 
same  difference  is  made. 

10817.  What  do  you  suppose  is  the  reason  for 
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the  railway  company  making  that  difference  ? — 
I cannot  say  ; I only  know  this : that  we  lost  a 
large  order  this  very  Aveek  from  an  Indian  rail- 
Avay  company  for  an  iron  roof,  the  order  for 
which  Avent  to  Middlesbro’,  owing  to  the  difter- 
ence  in  rate,  as  far  as  I can  make  out,  the  freight 
from  Middlesbro’  to  London  being  so  much  less 
than  the  rail av ay  roofing  rate  from  Birmingham 
to  London. 

]\Ir.  Caine. 

10818.  Do  you  know  that  bridge-Avork  and 
roofing-work  are  classified  differently  in  the 
classification  book? — Yes  ; it  is  very  difficult  to 
get  at  the  classification  book. 

10819.  Bridge-Avork  is  classified  as  special, 
and  roofing-Avork  is  classified  as  No  2 ? — Bridge- 
Avork  is  under  “ iron-Avork,  Class  B.” 

10820.  Noav,  I Avant  to  ask  you  Avhether  you 
think  there  is  any  essential  difference  betAveen 
bridge-work  and  roof-Avork  in  iron  to  justify  this 
very  vast  difference  betAveen  the  special  class  and 
No.  2 class? — Absolutely  none,  because  unless 
Ave  told  the  raihvay  company  Avhat  the  thing  Avas, 
they  could  not  tell  the  difference  in  nine  cases 
cut  of  ten. 

Lord  Randolph  Churchill. 

10821.  As  a matter  of  fact,  you  do  not  tell 
them,  I suppose? — Yes,  Ave  do;  they  knoAV 
Ave  do  not  make  many  bridges  ; Ave  had  a row 
Avith  them  the  other  day  ; Ave  sent  a lot  of  Avork 
to  BarroAV,  and  insisted  upon  having  them  carried 
as  bridge- Avork,  but  they  brought  it  against  us  in 
the  account,  because  bridge-Avork  is  charged  15  s., 
and  roofing  Avork  32  s.  6 d. 

]\Ir.  Caine. 

10822.  At  page  7G  of  the  general  classification 
book,  I find  the  details  of  the  iron-Avork,  Avhich 
is  charged  as  bridge-Avork,  and  of  the  iron  Avhich 
is  charged  as  roof-Avork.  In  bridge-Avork,  Avhich 
would  be  carried  from  SmetliAvick  to  Stockton  at 
15  s.,  it  speaks  of  bars  in  roof-Avork,  Avhich  is 
carried  at  32  s. ; there  are  bars  and  tie-rods  men- 
tioned ; are  not  all  those  identically  the  same 
thing,  except  that  the  tie-rods  are  punched  at  the 
ends  ? — Yes. 

10823.  And  certainly  ought  to  be  carried  at 
the  same  rate  ? — Precisely. 

10824.  Could  not  you  declare  a great  deal  of 
roof-AVork  as  bridge- Avork,  and  it  would  be  utterly 
impossible  for  any  raihvay  comjiany  to  point  out 
the  difference  ? — It  Avould  be  perfectly  impossible 
for  them  to  do  so. 

10825.  Let  me  take  you  back  for  a moment  or 
tAvo,  to  your  first  statement  of  all,  in  Avhich  you 
say  that,  OAving  to  the  high  rates  Avhich  are 
charged  by  the  raihvay  com])any  on  galvanised 
iron,  chiefly  roofing-Avork,  to  certain  ports  Avhich 
you  styled  “ nursed  ” ports,  1 1 neAV  Avorks  have 
sprung  up  elseAvhere  within  the  five  years;  you 
ascribe  that  to  these  high  rates? — Yes,  entirely. 

10826.  I do  not  think  you  have  quite  proved 
your  case,  and  I will  ask  you  a question  or  tAvo, 
to  see  if  you  can  do  so.  Where  are  those  1 1 
Avorks  situated ; first  of  all,  are  there  any  at 
Cardiff? — It  Avould  hardly  be  necessary  to  prove 
that  the  works  Avere  started  at  Cardiff. 

10827.  But  still  I would  ask  Avhere  they  are  ? 
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They  are  started  at  Liverpool,  GlasgOAv,  Lon- 
don, Warrington,  and  Middlesbro’. 

10828.  Then,  in  fact,  they  are  started  at  none 
of  the  “nursed”  ports  ?— No,  but  the  Avorks  are 
started  on  the  coast.  At  Liverpool,  there  are 
five  ; there  is  one  in  GlasgoAv,  three  in  London, 
one  in  Warrington,  and  one  in  Middlesbro’. 

Lord  Randolph  Churchill. 

10829.  None  of  them  are  “nursed”  ports 
except  GlasgoAv  ? — GlasgoAv  is  a “nursed”  port. 

Mr.  Caine. 

10830.  I Avill  just  ask  you  Avith  regard  to 
GlasgOAv ; is  it  not  the  fact,  that  all  gaL'anised 
iron  made  in  GiasgoAV  is  made  of  Scotch  sheets  ? — 
Y"es,  certainly. 

10831.  Then  that  puts  it  out  of  the  question, 
as  far  as  competition  Avith  Staffordshire  is  con- 
cerned ? — AV’^e  argue  that,  if  the  Company  carried 
us  to  London  and  Liverpool  at  the  same  rates  as 
they  charge  to  the  “ nursed  ” ports,  Ave  should  be 
able  to  comj>ete  Avlth  those  places,  and  they 
Avould  never  have  started  those  AVorks  at  the 
outports,  but  Avould  have  started  them  in  the 
south. 

10832.  Are  not  the  rates  upon  galvanised  iron 
and  black  iron  the  same  betAveen  South  Stafford- 
shire and  Liverpool? — YYs. 

10833.  Is  it  not  also  the  fact,  that  all  the 
black  sheet-iron  that  is  galvanised  in  Liverpool, 
goes  from  Staffordshire  to  Liverpool  ? — A good 
deal  of  it  comes  from  Warrino-ton. 

O 

10834.  But  the  bulk  of  it  comes  from  South 
Staffordshire  ? — Some  of  it  comes  from  South 
Staffordshire.  ^ 

10835.  Hoav  can  you  make  out,  AA-hen  the  bulk 
of  the  black  sheet-iron  comes  from  Staffordshire 
to  Liverpool,  at  the  same  price  as  your  galvanised 
iron  goes  from  South  Staffordshire  to  Liverpool, 
that  these  high  rates  have  prevented  yovr  ? — Be- 
cause they  get  their  miu'iatic  acid  at  a cheap  rate, 
Avhereas  Ave  have  to  pay  a high  rate  for  acid  in 
our  district.  The  people  in  St.  Helen’s,  I under- 
stand, are  glad  to  get  rid  of  the  acid  almost  for 
nothing. 

10836.  Then  they  have  started  these  Avorks  in 
Liverpool  on  account  of  the  Ioav  price  of  miu'iatic 
acid,  and  not  on  account  of  the  exceptional  rates  ? 
— Except  that  Ave  say,  that  if  Ave  had  the  same 
loAV  rate  to  Liverpool  as  Avas  charged  to  Cardiff, 
and  those  “ nursed  ” ports,  Ave  should  be  able  to 
compete  Avith  the  outsiders. 

10837.  But  if  the  rate  Avas  reduced  upon  gal- 
A’anised  iron,  it  Avould  also  be  reduced  upon  black 
sheet-iron,  Avould  it  not  ? —But  Llverj)ool  is 
hardly  the  port  to  take  for  the  purpose  of  this 
comparison. 

10838.  I think  you  have  shoAvn  clearly  that 
five  out  of  the  eleven  neAv  Avorks  Avhich  have  been 
started,  as  you  said  to  begin  Avlth,  OAving  to  the 
high  rates  have  been  started  owing  to  the 
muriatic  acid  being  cheaper  there? — I am  afraid 
you  rather  score  off  me  there. 

10839.  I do  not  see  hoAV,  Avlth  the  exception 
of  muriatic  acid,  you  can  shoAV  that  the  Liver])Ool 
Galvanised  IronAVorks  are  more  favourably 
situated  than  you  are,  as  they  have  to  pay  the 
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same  rate  upon  their  black  iron,  as  you  have  to 
pay  upon  galvanised  iron? — But  they  have  a 
large  quantity  of  their  sheets  from  Warrington. 

10840.  Now,  where  do  the  Middlesbro’  gal- 
vanisers  buy  their  sheets  ? — They  make  them  in 
Middlesbro’. 

10841.  Then  again  I do  not  see  that  you  could 
complain  ? — If  we  could  get  cheaply  to  an  out- 
port  we  could  beat  all  these  people  ; w'e  have 
better  plant  for  making  sheet-iron  than  Mid- 
dlesbro’. I would  say  that  if  we  could  get  5 s. 
off  the  rates  I should  not  have  the  least  hesitation 
in  saying  that  we  could  beat  Middlesbro’,  owdng 
to  our  sui)erior  plant  for  making  slieet-iron. 

10842.  I do  not  see  that  you  have  made  out 
your  case  for  saying  that  eleven  new  works  have 
been  started  elsewhere,  owing  to  the  high  rates  ? 
— 1 hope  you  think  I have  made  it  out  that  we 
are  entitled  to  the  same  rates  to  the  principal 
outjjorts  as  we  get  to  Cardiff. 

10843.  You  complain  of  the  rates  between  the 
Great  M estern  and  the  North  Western,  both 
carrying  at  9 s.  2 d.  to  Cardiff,  but  do  not  you 
think  that  one  railway  company  ought  to  be 
allowed  to  compete  with  another  at  the  same 
rate  to  the  same  place  ?—  I do  not  object  to  that, 
but  I say  that  if  it  pays  them  to  carry,  169  miles, 
to  Cardiff  at  five-eighths  of  a penny  a ton  a mile, 
they  surely  can  carry  the  same  distance  for  us 
for  f d.  to  London.  1 -want  them  to  carry  to 
London  for  9 s.  2 d. 

10844.  Is  not  there  a very  great  difference 
between  the  cost  of  the  goods  stations  at  Cardiff 
and  the  cost  of  the  large  goods  stations  in  Lon- 
don ? — You  must  admit  that  Camden  Station, 
wdien  the  railway  was  made,  must  have  been  out 
in  the  green  fields,  therefore  your  heavy  expense 
of  getting  into  London  begins  at  Camden  wm 
will  say.  I can  tell  you  exactly  what  the  rail- 
way conqjanies  consider  that  expense  is,  it  is 
Is.  6 d.  a ton  ; now'  if  you  take  delivery  at  Car- 
dift'  Station  the  company  will  allow  you  1 s.  a 
ton  drawback,  therefore  that  brings  the  Cardiff 
rate  down  to  8 s.  2d.  If  you  add  to  that  the 
1 s.  6 d.,  which  is  the  cost  of  going  from  Camden 
to  Pojdar,  you  get  a rate  of  say  9 s.  6 d,  for 
delivery  at  Poplar,  and  you  have  to  add  another 
1 s.  for  boatage  alongside  the  ship,  and  that 
makes  10s.  6d.,  even  if  you  pay  the  railway 
company  for  the  expense  of  going  through  Lon- 
don. But  then  they  have  a heavy  traffic  in 
exchange  for  that  heavy  expense. 

10845.  How  ditl  you  get  those  figures? — I 
got  them  in  this  way.  I wrote  to  the  railway 
company  and  asked  what  drawback  they  would 
allow'  if  I took  delivery  at  Camden,  and  they 
said  2 s.  6 d.,  and  I then  asked  the  drawback,  if 
I would  take  delivery  at  Poplar,  because,  of 
course,  delivery  at  Poplar  means  saving  the  ex- 
pense of  boating  alongside  to  them,  and  they 
said  that  for  delivery  at  Poplar  they  would  allow' 

1 s.  drawback,  the  difference  between  1 s.  and 

2 s.  G d.  is  1 s.  6 d.,  and  that  1 s.  6 d.  is  for  car- 
riage from  Camden  to  Poplar. 

10846.  Now  with  regard  to  nails,  there  is  one 
little  point  which  it  is  worth  wdiile  emphasizing ; 
you  said  the  railway  couipanies  allow  you  1 s.  a 
ton  for  doing  your  own  cartage  on  nails,  but  that 
they  would  allow  you  1 s.  6 d.  for  doing  the  same 
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with  tin  plates? — The  railway  company  allow  Is. 
on  galvanized  iron,  and  1 s.  on  nails  to  London ; 
to  all  other  places  they  allow  Is.  6 d.  on  nails.  I 
do  not  know  why,  because  the  cost  of  cartage  is 
the  same  whei'ever  it  soes  to. 

10847.  Are  not  tin  plates  made  up  in  exactly 
the  same  weight  of  package  as  nails  ? — Yes,  in 
cwt.  boxes. 

10848.  They  are  just  as  easy  to  handle,  and 
easier,  in  fact? — Yes  ; and  then  again  much  gal- 
vanized iron  is  in  half  ton  cases,  and  a truck  is 
more  easily  loaded  w'ith  galvanized  iron  than 
with  tin  jfiates. 

10849.  Now,  do  not  you  think  that  the  whole 
classification  of  iron  wants  very  careful  going 
over  in  the  classification  book? — I have  the 
classification  book,  but  I have  looked  at  very 
little  exce])t  the  iron  list  in  Class  B. 

10850.  Do  you  make  rivets? — 1 do  not. 

10851.  Do  you  buy  rivets? — Yes,  I do. 

10852.  Rivets  are  charged  at  the  same  rate  as 
spikes,  special,  are  they  not? — I do  not  know'. 

10853.  Is  there  any  substantial  difference 
between  rivets,  spikes,  and  nails? — Not  for  the 
purpose  of  carriage. 

10854.  Are  they  not  all  the  same  articles,  that 
is  to  say,  about  the  same  w'eight,  price,  and  risk 
of  carriage? — About  the  same. 

10855.  When  you  send  nails  from  Birmingham 
to  New'port  at  double  the  rate  of  spikes,  do  the 
railway  company'  take  any  special  care  of  the 
nails ; do  they  sheet  them  or  put  them  in 
covered  waggons? — I'hey  may  do  so,  because  I 
believe  they  put  them  on  the  damageable  rate. 

10856.  Do  the  company' sheet  spikes  ? — Yes; 
and  I am  told  take  bright  locomotive  nuts  and 
bolts  at  the  same  rate,  and  they  are  sheeted  most 
carefully  to  preserve  them  from  injury. 

10857.  Locomotive  nuts  are  taken  at  the  bar 
iron  rate,  are  they  not  ? — I understand  so. 

10858.  Now  galvanised  wire  is  classed  No.  1, 
while  fencing  wire  at  ow'ners’  risk  is  classed 
special,  is  it  not? — It  is. 

10859.  If  galvanised  wire  was  classed  special 
at  owner’s  risk,  would  you  not  send  every  pound 
of  it  at  owner’s  risk  ?—  Certainly. 

10860.  It  is  almost  impossible  to  damage  galva- 
nised iron  w'ire  by  w'et? — Entirely;  you  know' 
you  see  the  telegraph  wire  lying  along  the  lines 
unprotected. 

10861.  Then  here  is  an  undamageable  article 
classed  as  a damageable  article,  virtually'  ? — It  is. 

10862.  Do  you  do  much  in  general  in  iron 
ware  ? — No. 

10863.  I w’ould  like  to  ask  you  about  this 
question  of  rates  from  Antw'erp  to  Birmingham, 
and  to  other  great  centres  in  England.  I do  not 
ask  for  details,  but  is  it  within  your  knowledge 
that  the  rates  from  Antwerp  on  nails  to  various 
other  great  centres,  such  for  instance,  as  to 
Leeds  or  Newcastle,  are  exceptionally  low'  as 
compared  with  the  rates  the  other  way  ? — I have 
never  had  occasion  to  take  these  rates  because 
they  do  not  belong  to  the  district. 

10864.  You  try'  to  sell  nails  in  London,  do  you 
not? — No,  we  do  not  much,  as  it  is  useless  now'. 

10865.  Can  you  not? — No,  exce})t  for  export. 

10866.  As  regards  that  iiarticular  trade  in 
London  the  Germans  and  Belgians  have  got  it, 

have 
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have  tliey  not? — Yes,  but  by  a very  small 
margin ; 5 a ton  would  carry  it  in  favour  of 
Birnungliam. 

10867.  Do  any  nails  come  from  Antwerp  to 
Birmingham  ? — No,  not  now,  but  they  did  at  one 
time. 

10868.  You  ean  keep  foreign  nails  out  of  Bir- 
mingham ? — Yes. 

10869.  But  you  cannot  keep  them  out  of 
London? — We  could  keep  them  out  at  5 s.  a ton 
less  carriage. 

10870.  If  the  carriage  of  nails  were  reduced 
to  the  rate  of  spikes,  could  you  do  it? — No. 

10871.  A reduction  of  3 s.  4 d.  would  not  do 
it? — No,  it  wants  5 s. ; I think  we  could  do  it  at 
that. 

10872.  The  ordinaiy  nail  trade  of  Liverpool 
has  gone  very  much  to  Belgium,  has  it  not  ? — 
Yes. 

10873.  That  trade  comes  very  much  by  sea  ? 
— Yes. 

10874.  Would  a reduction  of  3 5.  4 c?.  enable 
you  to  keep  that  trade  out  there? — There  is 
4 5.  4 c?,  difference  in  the  rates  between  nails  and 
spikes  to  Liverpool. 

10875.  But  as  a matter  of  fact,  the  Germans 
are  eating  your  trade  up  ? — They  are  in  those 
ports. 

Mr.  Monk. 

10876.  Have  you  made  any  complaints  to  the 
Hallway  Commissioners  upon  the  subject  of  these 
rates? — No,  we  have  not  done  so  ; it  is  very  diffi- 
cult for  a single  trader  to  do  so. 

10877.  Have  the  railway  companies  any  legis- 
lative sanction  to  the  peculiar  classification  to 
which  you  object? — I never  heard  that  they 
have  ; it  is  impossible,  almost,  to  wade  through 
all  their  Acts  ; they  might  wedge  in  sanction  for 
it  into  some  entirely  different  Act,  where  you 
would  least  think  to  look  for  it. 

10878.  Then  what  is  the  authority  for  this 
general  classification  of  goods  ? — I understand 
that  they  have  w'hat  they  call  a railway  com- 
mittee, and  that  those  people  all  meet  and  settle 
what  they  shall  charge  for  the  various  classes  of 
goods. 

10879.  Would  you  give  the  Railway  Commis- 
sioners power  to  deal  with  the  different  elasses  ? 
— Yes,  most  decidedly,  where  it  can  be  proved, 
as  I have  proved,  that  a railway  company  can 
afford  to  carry  115  miles  for  a certain  sum,  I 
should  compel  them  to  carry  115  miles  in  another 
direction  for  a similar  sum  where  the  circum- 
stances are  much  alike. 

10880.  Would  you  give  the  Railway  Commis- 
sioners, by  legislation,  power  to  settle  and  revise 
the  different  classes  of  goods? — Yes,  I think  so. 

10881.  Have  you  any  special  contracts  your- 
self with-any  of  these  railway  companies? — No, 
you  cannot  have  them  ; it  is  impossible  to  make 
a contraet  with  them ; they  will  not  give  you  the 
slightest  preference. 

Mr.  Bolton. 

10882.  Would  it  be  desirable  that  traders 
should  have  that  power? — No  ; I would  not  ask 
to  make  a special  contract. 

10883.  But  would  it  be  desirable  in  the  interest 
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of  the  public,  that  traders  should  have  the  power 
of  making  special  contracts  ? — I do  not  think  it 
would  at  all.  I think  that  all  traders  who  send 
over  a given  weight,  should  send  at  one  rate. 

10884.  I think  I understood  you  to  say,  that 
the  London  market  was  closed  to  you  for  nails  ? 
— The  London  market  is  virtually  closed  to  us 
except  for  export. 

10885.  And  Belgium  as  well  as  London  ? — 
Yes,  for  the  class  of  nails  they  require, 

10886.  If  you  got  a reduction  of  5 5.  a ton  in 
the  railway  rate,  you  could  exclude  Belgium, 
could  you  ? — I know  we  could  at  the  present 
time. 

10887.  But  you  could  not  do  it  for  3 5.  Ad.  ? — 
W e could  not  do  it  for  3 5.  4 (?. 

10888.  What  is  the  present  value  of  the  nails? 
— It  is  SI.  155.  for  the  English  nails,  and  for  the 
Belgian  nails  SI.  IO5. 

10889.  That  is  less  than  one  per  cent,  differ- 
ence?— Yes;  but  the  nail  trade  is  very  finely 
cut.  I should  much  prefer  having  a larger  mar- 
gin, because,  although  the  present  rate  of  5 5,  a 
ton  would  now  compete  as  against  Belgium,  it 
does  not  follow  that  it  would  do  so  always. 

10890.  I think  you  stated  that  you  supplied 
American  nails? — We  have  a number  of  ma- 
chines for  making  the  same  kind  of  nails  as  the 
Americans  do  ; we  have  cut  the  Americans  out 
of  Cuba  and  other  places. 

10891,  Are  the  nails  which  you  make  in  Bir- 
mingham particularly  suitable  for  the  London 
market? — Yes;  they  are  exactly  the  same  kind. 
We  have  our  machines  so  arranged  that  we  can 
either  make  American  nails  or  nails  suited  to  the 
London  market. 

10892.  Could  you  give  the  Committee  the 
reason  wdiy,  if  the  Belgians  can  cut  you  out  in 
London,  they  have  not  cut  you  out  in  Cuba  ? — 
Because  they  have  not  the  right  kind  of  ma- 
chinery. 

10893.  So  that  all  the  Belgians  have  to  do  is 
to  obtain  new  machinery,  is  that  so?  — They 
could  cut  us  out  of  the  American  market  then. 

10894,  You  spoke  of  girders  sent  from  Ant- 
werp to  Birmingham,  via  Hartlepool  ; is  there  a 
steamer  from  Hartlepool  to  Belgium?  — There 
must  be,  because  Messrs.  Sutcliffe  are  the  owners 
of  the  steamers. 

10895,  I am  informed  that  there  is  no  such 
thing  as  a steamer  running  from  Hartlepool  to 
Antwerp  ?. — There  must  be,  because  I can  give 
you  the  date  of  the  transaction. 

10896.  Did  you  try  any  other  place,  because, 
I suppose,  it  did  not  matter  to  you  whether  they 
went  back  by  Hartlepool  or  any  other  port  ? — I 
merely  got  the  rate  to  Hartlepool  out  of  curiosity, 
to  check  it,  as  against  the  Antwerp  rate,  via 
Hartlepool.  I have  it  here,  3,103  kilos,  weighing 
3 tons  1 cwt.  0 quarters  17  lbs.,  w'ere  charged  to 
me,  21.  10  5,  11  d.  from  Antwerp,  v/d  Hartlepool, 
to  Birmingham.  Then,  I said,  what  is  the  rate 
back  to  Hartlepool  only? 

10897.  An  honourable  Member  has  suggested, 
probably,  a solution  of  the  difficulty,  that  it  Avas 
a chance  sending  by  Hartlepool,  and  that  for 
returning  it  there  Avas  no  ship  ? — But  the  agents 
must  have  had  a Ioav  rate  to  enable  them  to 
charge  only  16  5,  8 d,  a ton. 
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10898.  I am  told  that  there  have  been  no 
steamers  between  Hartlepool  and  Antwerp  for 
years? — I cannot  tell  you  whether  the  ^irdei’s 
came  by  a regular  steamer  or  not,  but  the  day 
the  girders  came  was  8th  May,  so  that  it  can  be 
inquired  into. 

10899.  I think  it  is  abundantly  clear  that,  as 
regards  nails,  spikes,  and  iron  work  genei'ally, 
about  which  we  have  been  taking  your  evidence, 
a revision  of  the  classification  is  necessai’y  ? — I 
agree  with  that. 

10900.  I presume  you  would  also  admit  that 
the  revision  should  not  be  entirely  downwards,  it 
might  be  upwards  as  well? — I hardly  see  how  it 
could  be ; for  instance,  you  could  hardly  revise 
the  rate  for  galvanised  iron  so  as  to  go  upwards; 
still  there  may  be  things  that  are  classified  too 
low. 

10901.  Take  spikes,  as  compared  with  nails? — 
No.- 

10902.  A railway  company  probably  could  not 
afford  to  carry  everything  at  the  low  rate  of 
spikes,  because,  at  present,  averaging  sjukes  and 
nails,  they^  get  a larger  rate,  do  they  not? — They 
may  upon  the  two  together,  but  they  do  very 
little  nail  trade  ; they  have  killed  the  nail  trade, 
so  to  speak,  owing  to  the  high  rates  which  they 
have  charged  ; spikes  are  charged  exactly  the 
same  as  galvanised  iron.  Now  the  railway'  com- 
pany get  very  heavy  loads  of  galvanised  iron,  and 
if  it  pays  them  to  carry  galvanised  iron  and 
spikes  at  these  very  low  rates,  it  must  pay'  them 
to  carry'  nails. 

10903.  It  would  be  desirable,  in  your  opinion, 
to  have  a revision  of  the  rates,  although  the 
revision  should  end  in  averaging  those  articles  ? 
— I think  the  railway  company  ought  to  be 
treated  fairly  ; if  they  allow  the  traders  to  have 
a revision,  they  ought  to  be  entitled  to  the  benefit 
of  it  themselves. 

10904.  It  would  be  of  advantage  to  the  manu- 
facturers and  to  the  public  to  have  a revision  of 
these  rates,  although  the  revision  should  raise 
the  fates  in  some  cases,  as  in  the  case  of  averag- 
ing the  nails  and  spikes? — In  my  case  I could 
not  find  anything  that  ought  to  be  revised 
upwards. 

10905.  You  want  a reduction  of  the  railway 
rate  as  respects  galvanised  iron  to  enable  y'Oii  to 
compete  with  such  a port  as  Glasgow  ? — Glasgow 
has  to  go  to  London  for  a great  many  ship- 
ments, and  they  pay  about  10  s.  a ton. 

10906.  To  what  ports  do  they  go? — They  do 
not  ship  to  every  port  from  Glasgow  ; if  you 
look  at  the  shipping  list  you  will  find  the  ship- 
ments from  London  are  10  times  the  number 
that  go  from  Glasgow. 

10907.  There  is  only  one  port  in  10  to  which 
ships  go  from  Glasgow  as  compared  with  London ; 
is  that  what  you  would  say  ? — I would  not  say 
that  absolutely;  but  practically  that  is  the 
case. 

10908.  Where  do  you  send  your  galvanised 
iron  ? — The  Australian  market  is  the  largest 
for  us. 

10909.  Are  there  no  steamers  from  Glasgow 
to  Australia  ? — No  doubt  there  are  a few,  and 
they  fill  up  very  quickly. 

10910.  Could  you  give  the  names  of  any  ports 
to  which  there  is  not  shipping  communication 
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-with  Glasgow  ? — I think,  if  you  look  through 
the  shipping  list,  you  will  find  I am  right  in 
what  I state. 

10911.  With  reference  to  the  cartage  rate,  do 
you  think  that  the  1 s.  and  the  1 a.  6 d.  to  which 
you  referred  as  the  amount  which  the  railway 
companies  allow  you  if  you  do  your  own  cartage 
as  respects  the  work  which  you  would  do,  is 
fairly  to  be  compared  with  the  work  which  the 
agents  do  for  the  railway  companies  for  2 s.  6 (/.  ? 
— I took  the  trouble  to  find  out  what  the  agent 
did  for  the  company  at  Greatbridge ; tlie  agent 
finds  one  man  w'ith  his  cart,  and  finds  another 
man  to  assist  in  loading,  and  w'e  find  two  men 
with  a boat,  and  if  it  is  wanted  -n'e  would  find 
a third  man,  or  a fourth  man,  for  the  allow'ance 
which  they  give  to  the  agent ; I understand 
that  the  railway  companies’  agents  do  absolutely 
nothing  at  Greatbridge  beyond  merely  finding 
the  man  to  load,  and  the  man  with  the  w'aggon ; I 
do  not  know  what  the  company  alloAV  to  Messrs. 
Pickford  and  Messrs. Chaplin  and  Horne,  because 
they  probably  do  clerkage  work. 

10912.  Do  they  do  nothing  else  than  that? — 
I do  not  know  that  they  do  not ; I am  perfectly 
willing  to  do  anything  they  do  if  they  give  me 
the  2 s.  Qd. 

10913.  Is  not  the  agent  bound  to  cart  for  the 
same  rate  from  all  round  the  town  ? — Yes,  or 
from  the  registered  wdiarf, 

10914.  But  is  not  the  agent  who  collects  for 
the  railway  company  bound  to  collect  for  any 
distance,  whether  it  be  long  or  short? — The 
stations  lie  so  close  together  in  our  district  that 
he  cannot  have  a very  long  distance  to  go  in 
any  case. 

10915.  But,  if  he  had,  he  w'ould  have  to  carry 
it  ? — Yes,  if  he  had. 

10916.  You  spoke  about  the  difficulty  of  ob- 
taining evidence,  as  one  reason  for  not  appealing 
to  the  Railway  Commissioners;  would  not  the 
Railway  Commissioners  compel  the  production  of 
necessary  evidence  ? — I can  hardly  say  what  the 
pow'ers  of  the  Railway  Commissioners  are  ; if 
they  have  the  power,  I should  be  very  much 
inclined  to  try  a case  against  the  railway 
companies. 

13917.  You  are  not  aware  whether  they  have 
or  have  not  the  power  ? — I am  not  sure,  but  if 
you  w'ill  show  me  that  they  have  the  power  I 
will  undertake  to  try  a case  against  them. 

10918.  In  giving  the  rates,  have  you  given 
the  terminals? — They  all,  unless  the  contrary  is 
stated,  include  collection  and  delivery  except  at 
Plymouth,  where  the  goods  are  carted  only. 

10919.  You  seem  to  aigue  that  the  present 
system  by  which  the  shortest  route  governs  the 
rate  should  be  abolished  ? — I do  not  argue  that 
at  all  ; I am  willing  to  take  the  Great  Western 
rate  to  Cardiff,  which  is  the  shortest  route. 

10920.  But  you  base  something  upon  the  fact 
that  the  North  Western  Railway  from  Birming- 
ham to  Cardiff,  carry  at  '65  d.  per  ton  per  mile ; 
you  argue  from  that  that  it  must  be  a paying 
rate  ? — But  I only  ask  you  to  carry  for  me  to 
London  at  ‘95  d.  I do  not  ask  you  to  carry  at 
•65  d.  per  ton  per  mile. 

10921.  But  for  what  reason  did  you  give  that 
evidence  ? — I gave  the  evidence  to  show  how 
low  it  was  possible  to  carry. 
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10922.  How  do  you  know  that  it  pays  the 
company  to  carry  to  Cardiff’  at  that  rate? — Be- 
cause my  clerk  tells  me  that  the  company  are 
always  pleased  to  get  an  order  to  carry  to  Car- 
diff, so  I presume  it  pays  them. 

10923.  Are  you  opposed  to  that  system  or  in 
favour  of  it? — I am  perfectly  willing  to  take  the 
shortest  route  and  be  charged  at  the  rate  charged 
for  the  shortest  route. 

10924.  You  would  take  the  route  and  take  it 
at  so  maii}^  fractions  of  a penny  a mile,  and  say 
“ The  Railway  Company  carry  at  that  rate”  ? — 
You  would  naturally  take  the  best  evidence  you 
could. 


10925.  Is  that  what  you  would  call  good 
evidence? — I think  so. 

10926.  But  you  argue  from  the  fact  that  a 
railway  company  having  a very  long  route  still 
quotes  a rate  as  against  the  short  route  probably 
for  the  convenience  of  the  traders;  is  that  to  be 
used  as  evidence  against  the  railway  company, 
that  every  rate  through  the  country  is  to  be 
reduced  to  that  rate?  — I have  asked  you  to 
carry  me  to  London,  a distance  of  112  miles,  at 
9s.  2d.,  being  the  same  price  as  you  carry 
169  miles  for. 

10927.  In  answer  to  the  honourable  Chairman, 
you  have  told  us  that  all  these  low  rates  are  by 
the  long  route  ? • — But  when  the  honourable 
Chairman  asked  me  what  rate  I wanted  to  be 
carried  at,  I told  him  that  I wanted  to  be  carried 
at  the  same  rate  as  to  Cardiff,  which  is  about  the 
same  distance  as  from  Birmingham  to  London.  I 
just  made  the  best  of  my  case  by  showing  you 
that  it  is  possible  for  a railway  company  to  carry 
at  g d.  per  ton  per  mile. 


Mr.  Nicholson. 

10928.  You  are  a manufacturer,  as  I under- 
stand, of  cut  nails,  but  not  of  railway  spikes? — 
We  do  not  make  railway  spikes. 

10929.  Do  you  think  it  is  fair  that  you  should 
make  up  the  profit  to  the  railway  company  by 
your  nails,  which  are  alow-priced  article,  because 
they  carry  railway  spikes  for  less  than  they  can 
afford? — I do  not  think  it  is  less  than  they  can 
afford,  because  they  cai’ry  railway  spikes  at 
identically  the  same  rate  as  galvanised  iron. 

10930,  But  the  honourable  Member  put  it  to 
you  in  that  way,  supposing  they  carried  them  at 
a loss  ? — Then  I prove  to  you  that  they  cannot 
be  carrrying  them  at  a loss,  because  they  take 
the  whole  cf  the  galvanised  iron  and  the  bar  iron 
in  Staffordshire  at  the  same  rate. 

10931.  Are  your  firm  members  of  the  Bir- 
mingham Chamber  of  Commerce? — Yes,  we 
belong  to  the  Birmingham  Chamber  of  Com- 
merce. 

10932.  Would  you  think  it  advisable  that 
your  Chamber  of  Commerce  should  have  the 
power  to  go  before  the  Railway  Commissioners  ? 
— No,  because  the  Chamber  of  Commerce  goes 
in  too  much  for  corn  and  timber  and  that  sort  of 
thing  ; that  is  why  I come  here ; they  might 
quarrel  with  the  railway  company’s  rate  for  cocoa- 
nuts  to  Birmingham.  In  the  Chamber  of  Com- 
merce they  discussed  those  rates  for  corn  and  so 
on;  they  did  not  touch  much  upon  hardware; 
they  said  hardware  had  no  case,  so  I thought  I 
would  come  here  myself. 

0.54. 


Mr.  Lowther. 

10933.  I think  you  stated  that  in  consequence 
of  high  rates,  new  works  were  started  in  various 
places,  and  that  you  have  to  compete  also  with 
foreign  countries  ? — Yes,  we  have. 

10934.  Do  you  think  that  the  strikes  have  had 
nothing  to  do  with  foreign  countries  coming  in 
to  your  markets? — Our  men  never  strike;  we 
pay  less  wages  than  the  Ironmasters  Association 
pay  because  we  have  a better  plant,  but  then  Ave 
find  the  men  full  work  whether  we  are  busy  or 
slack  ; we  always  make  for  stock  if  we  are  slack, 
so  that  the  men  never  strike. 

10935.  You  have  complained  against  the  Great 
Western,  and  the  London  and  Nortli  Western 
Companies  at  Birmingham ; have  you  any  com- 
plaint about  the  Midland  Company’s  rates? — I 
never  send  by  the  Midland  Raihvay,  as  the  station 
is  so  far  from  us ; Ave  have  steam  cranes  upon 
oiir  AA'harves,  and  aa'O  load  our  goods  ourselves; 
it  Avould  not  suit  us  to  send  our  goods  by  the 
Midland  Railway. 

10936.  Y^ou  have  not  got  a very  large  business 
Avith  London  and  Liverpool  on  account  of  those 
rates  ? — We  haA'e  a large  export  trade  necessarily 
in  galvanized  iron,  which  goes  to  Ijondon  and 
Liverpool,  and  Ave  say  that  the  export  trade 
might  be  larger  still  if  we  had  loAver  rates,  and 
that  the  trade  is  also  imperilled  in  the  future  by 
the  fact,  that  the  Belgians  and  Germans  can 
come  so  cheaply  into  that  market. 

10937.  Is  the  chief  part  of  your  business  noAV 
with  London  and  Liverpool  ? — Y’es,  much  the 
largest  quantity  is  with  those  places. 

10938.  I think  you  stated  that  Mr.  Lovell 
Avas  put  into  communication  Avlth  you  by  the 
Great  Western  Railway  Company  ? — I do  not 
knoAV  hoAV  it  Avas ; it  is  possible  that  there  Avas  a 
letter  Avritten  upon  the  subject,  but  our  clerk 
could  not  find  out  that  there  Avas ; it  might  have 
been  in  this  Avay,  that  we  buy  wire  nails  from 
Brussels,  and  it  is  possible  that  the  Great 
Western  Company  might  have  made  a mistake, 
saying  Birmingham  to  Brussels,  Instead  of  Brus- 
sels to  Birmingham.  * 

10939.  Or  it  is  possible  that  Mr.  Lovell  might 
have  volunteered  his  services  ? — That  might  have 
been  possible. 

10940.  Have  you  ever  complained  to  the  rail- 
Avay  company  themselves  of  the  rate  charged  ? — 
Constantly ; I am  very  good  friends  Avith  all  the 
managers  of  the  railway,  and  I sometimes  chaff 
them  about  their  rates,  but  it  is  no  use  objecting  ; 
they  have  us  under  their  thumb,  and  they  mean 
to  keep  us  there. 

10941.  Do  you  talk  seriously  to  them,  as  Avell 
as  chaff  them  ? — Yes,  I do  talk  seriously  to  them; 
we  are  on  friendly  terms  together,  and  I think 
they  regard  it  as  rather  a joke,  that  they  are  able 
to  get  these  high  rates  out  of  us ; they  ahvays 
treat  it  rather  in  that  Avay. 

Lord  Randolph  Churchill. 

10942.  Like  the  frogs  in  the  fable,  it  may  be 
sport  to  them,  but  it  is  death  to  you  ? — Precisely 
so;  we  Avant  to  prevent  ourselves  from  being 
gradually  extinguished. 

Mr.  Loxother. 

10943.  I think  you  have  given  the  difference 
of  price  between  Belgian  and  German,  and 
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Englisli  nails? — The  present  price  of  Belgian 
nails  in  London  is  8 5.  6 cL,  and  English  nails 
8 s.  9 d.  ; I was  told  that  this  morning. 

10944.  What  do  you  pay  your  men  compared 
with  the  Belgians? — I have  got  the  Belgian 
rates,  and  there  is  very  little  difference  in  price, 
this  way,  the  Belgian  are  all  hand-feeJing  in 
machines,  while  ours  are  self-feeding  ; they  re- 
quire to  have  a man  to  each  machine,  where  we 
have  one  man  to  six  machines,  so  that  we  save 
in  labour  very  much. 

10945.  Did  you  say  that  the  Belgian  sea 
freight  was  5s.  a ton? — ^The  (General  Steam 
Navigation  Company  said  that  the  rate  from 
Antwerp  to  London  for  Birmingham,  was  5 s.  a 
ton,  and  15  per  cent,  primage. 

1094G.  That  is  the  sea  freight  ; but  nails  come 
from  otiier  places,  as  from  Charleroi  and  Liege  ? 
— That  is  so. 

10947.  Therefore  they  are  subject  to  a railway 
rate  in  Belgium? — Yes,  that  is  so. 

10948.  .Now,  these  agents  give  the  whole  of 
their  time  to  the  railwaj^  companies,  do  they  not  ? 
— No  ; I will  tell  you  one  wlio  does  not.  There 
is  a man  named  Bantock,  who  is  agent  for  the 
Great  Western  Railway  Company  ; he  is  a 
colliery  owner,  and  he  has  also  trucks  upon 
the  line  under  another  name.  I forget  the 
name  of  his  firm,  but  he  does  haulage  upon  the 
line,  and  everything  else,  so  that  he  does  not 
give  all  his  time  to  the  railway.  1 do  not  mean 
to  say  anything  disparaging  to  Mr.  Bantock,  but 
I merely  mention  him  because  he  is  the  agent  at 
Great  Bridge  of  whom  I have  spoken. 

10949.  The  railway  companies’  agents  collect 
goods  in  any  quantities,  and  they  deliver  them 
at  any  distances? — Yes;  they  do  it  if  it  is 
necessary. 

10950.  You  stated  that  it  was  impossible  to 
wade  throuQ:h  all  the  railway  Acts,  did  you  not? 
—Yes,  I did. 

10951,  It  is  a serious  matter  to  you  that  those 
rates  should  be  looked  into,  and  reduced  ? — Yes. 

10952.  AVould  it  not  be  worth  your  while  to 
look  into  those  Acts  ? — I asked  my  lawyer  to 
look  into  the  Canal  Act,  and  he  said  it  would  cost 
about  100  1.  to  see  what  their  freights  were,  they 
were  so  complicated. 

10953.  Su])posing  it  did,  you  would  soon  make 
up  100/.? — Yes;  but  it  would  cost  much  more 
to  look  into  the  Kailway  Acts,  there  are  so  many 
more  of  them.  I do  not  say  that  the  railway 
company  have  not  the  right  to  charge  us  1^  d.  a 
ton  a mile,  but  I argue  that  if  it  pays  them  to  do 
it  for  under  1 d.,  they  ought  to  carry  for  us  at 
under  1 d. 

10951.  It  is  not  impossible  to  wade  through 
Kailway  Acts ; a man  would  survive  that  ? — I 
was  ratlicr  frightened  of  undertaking  it. 

Mr.  Cross. 

10955,  I think,  in  reply  to  an  honourable 
!M ember,  you  stated  that  the  cost  of  making  nails 
in  Belgium  is  not  less  than  it  was  in  Birming- 
ham ? — 1 don’t  think  it  was.  I had  the  rates  over 
once  ; in  some  sizes  they  were  rather  less,  and  in 
some  rather  more. 

10956.  Can  you  tell  the  Committee  what  are 
the  wages  paid  for  the  making  per  ton? — No; 


Mr.  Cross — continued. 

because  there  are  a hundred  sizes  or  so,  and  they 
Avould  vary. 

10957.  But  on  an  average  compared  Avitli 
yours  ? — I should  say  the  average  price  in  Bel- 
gium would  be  10  .s.  a ton,  and  ours  would  be 
very  much  the  same. 

10958.  What  would  it  be  on  cut  nails  ? — The 
value  of  three-inch  cut  nails  is  8 /.  15  s.  in  Lon- 
don, and  the  Belgian,  8 /.  10  s. 

10959.  Their  that  would  substantiate  your 
statement  with  regard  to  carriage  being  an  item 
Avhich  tells  very  heavily  against  you  ? — Yes. 

10960,  Now  there  is  a question  with  reference 
to  bridge  work  and  roof  work  ; when  the  classifi- 
cations were  frst  fixed,  is  it  not  quite  possible 
that  roof  work  was  not  of  the  same  kind  as  it  is 
now? — It  is  quite  possible. 

10961.  That  roof  work  was  of  a lighter  descrip- 
tion, and  generally  used  more  for  houses  than 
bridge  work  ? — No  ; if  you  look  at  the  old  sta- 
tions upon  the  North  Western  line,  you  will  see 
a heavier  class  of  goods  than  is  put  up  now. 

10962.  And  you  wish  that  roof  and  bridge 
work  should  be  classified  together  ? — Y^es, 

Ml'.  Diilwyn. 

10963.  AVith  regard  to  trade  between  Ant- 
werp and  Hartlepool,  I think  you  stated  that 
you  did  not  know  that  there  was  any  existing 
trade  between  Antwerp  and  Hartlepool? — I only 
tell  you  that  in  this  instance  there  appeared  to 
be  a trade  between  Antwerp  and  Hartlepool,  and 
that  the  railway  company  must  have  given  a low 
rate  in  consequence ; moreover  we  often  have 
spelter  from  the  continent  to  Hartlepool,  so  that 
there  must  be  a number  of  steamers  running  from 
the  continent  to  Hartlepool. 

10964.  If  there  were  a regular  trade,  probably 
there  would  be  a better  arrangement  about  the 
rates? — There  must  be  a trade,  because  they 
have  a rate.  I believe  Hull,  Hartlepool,  and 
Grimsby,  are  all  charged  one  rate. 

10965.  YYu  stated  that  you  had  never  had  any 
strikes  among  your  men? — We  have  not  had  a 
strike  for  10  years. 

10966.  Is  that  because  you  always  find  them 
work  ? — Yes. 

10967.  YYu  said  the  ari-angement  between  the 
railway  company,  though  it  might  be  sport  to 
them  was  death  to  you ; it  would  appear,  how- 
ever, that  it  did  not  quite  kill  you? — We  have 
manajied  to  crawl  along,  but  we  want  to  be  able 
to  do  something  in  the  future ; what  we  are 
afraid  of  is  that  we  may  be  extinguished  alto- 
gether. 

Mr.  Pease. 

10968.  You  stated  just  now  that  the  price  of 
a certain  class  of  nails  was  8 /.  15s,;  Avhat  is  the 
highest  price  you  have  known  these  nails  reach  ? 
— I think  they  went  up  to  about  20  s.  in  what 
we  called  the  boom. 

10969.  They  are  all  an  exceptionally  low  price, 
are  they  not? — They  are  about  as  low  as  ever 
they  were. 

10970.  And  there  is  very  little  margin  of 
profit  upon  that  pi'lce  ? — Very  little;  thei'e  is 
absolutely  none. 

10971,  Is 
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]\I  r.  Pease — continued. 

10071.  Is  not  that  the  case  with  many  trades 
in  the  district  ? — No  doubt. 

10972.  Therefore  the  carriage  comes  very 
much  more  into  consideration  now  than  it  did 
Avhen  the  price  of  nails  was  half  as  high  again  f 
— We  naturally  want  to  save  every  farthing  Ave 
can. 

10973.  Do  you  watch  the  ralhvay  companies’ 
expenditure,  as  shown  by  their  returns? — No,  I 
have  not  made  a practice  of  doing  so. 

10974.  You  are  not  perhaps  a railway  share- 
holder?— I am  not. 

10975.  Are  you  aware  that  generally  railway 
companies  Avorking  expenses  are  7 or  8 per  cenr. 
at  least  higher  than  they  Avere  10  or  12  years 
afro  ? — I have  seen  that  stated  in  the  ncAvs- 

O 

papers. 

10976.  You  have  spoken  of  several  ports  as 
“nursed”  jiorts  ; may  I ask  AAdiat  you  mean  by 


Mr.  Pease — continued. 

“ nursed  ” ports  ? — I call  them  so,  because  they 
are  treated  so  tenderly  by  the  railAvay  compa- 
nies. 

10977.  You  spoke  also  of  the  galvanised  iron 
manufacture  at  Middlesborough ; is  there  any 
there? — Yes,  there  is  one  manufactory  there. 

10978.  Do  you  knoAV  where  that  gentleman 
gets  his  plates  from  ? — They  are  rolled  in  Mid- 
dlesborough. 

10979.  If  I told  you  that  he  got  every  plate 
he  used  from  Staffordshire,  Avould  you  be  sur- 
prised to  hear  it  ? — Yes,  I should  ; because  I 
believe  there  are  sheet  mills  in  Middlesboroimh. 

O 

10980.  Would  you  be  surprised  to  hear  that 
he  gets  every  sheet  he  uses  from  Staffordshire  ? 
— Yes,  I should  be  ; I should  say  it  AA'as  A'ery 
little  to  the  credit  of  Middlesborougli  if  it  Avere 

O 

so. 


Mr.  William  Hall,  called  in;  and  Examined. 


Mr.  Gregory. 

10981.  You  are  Chairman,  I think,  of  the 
Shoreham  Harbour  Trustees? — I am. 

10982.  Shoreham  is  near  Brighton,  is  it  not? 
— Yes,  between  Brighton  and  Littlehampton. 

10983.  Shoreham  Harbour,  I think,  is  con- 
nected Avith  the  inland  by  means  of  the  London, 
Brighton,  and  South  Coast  Baihvay  ? — Yes, 
it  is. 

10984.  Have  you  investigated  the  rates  of 
that  raihvay  comjiany  ? — I haA'e  to  some  extent ; 
I made  a special  point  of  visiting  39  stations 
towards  the  end  of  1879. 

10985.  And  Avhat  Avas  the  result  of  that? — 
The  principal  thing  that  I found  Avas,  that  there 
Avere  at  those  stations  100  particular  firms  or 
persons  having  special  rates. 

10986.  And  those,  in  fact,  Avere  preferential 
rates  as  against  the  general  public  ? — As  against 
the  general  public. 

10987.  Do  you  believe  that  those  rates  still 
continue,  as  far  as  you  knoAv  ? — To  the  best  of 
my  belief ; I have  heard  that  some  of  them  have 
been  altered,  but  I have  not  visited  the  stations 
again. 

10988.  Those  rates  you  found  in  the  com- 
pany’s books  on  your  investigation  ? — Yes,  all  of 
them,  or  in  the  rate  tickets  in  the  hands  of  the 
station  master ; Avhere  I could  get  the  rate 
ticket,  I examined  the  rate  ticket  itself,  taking 
that  as  the  authority  for  the  charge,  and  in  most 
cases  the  rates  were  found  in  the  book  itself. 

10989.  Had  you  reason  to  believe  that  pre- 
ference rates  Avere  granted? — I had. 

10990.  In  consequence  of  that  you  made  this 
investigation? — I did. 

10991.  And  that  was  the  result  of  it? — That 
was  the  result. 

10992.  I think  you  have  also  looked  to  the 
rates  betAveen  Littlehampton,  Avhich  is  the  port 
beyond  you  and  Brighton,  and  other  points  Avith 
which  you  are  connected?  — Yes,  that  is,  of 
course,  Avith  regard  to  the  application  of  the 
rates  in  reference  to  places,  Avhich  is  also  a com- 
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plaint  Avhich  I make  against  the  London  and 
Brighton  Company ; that  is  to  say,  that  they 
have  rates  Avhich  have  the  effect  of  favouring  one 
place  at  the  expense  of  another. 

10993.  Can  you  give  the  Committee  the  rate, 
taking  Brighton,  from  Shoreham  to  Brighton 
and  from  NeAvhaven  to  Brighton  ? — I Avill  take,  as 
a sample,  the  article  of  coals : the  company 
charge  the  same  sum  for  coals  from  NewhaA^en 
to  Brighton,  Avliich  is  a distance  of  14  miles 
58  chains,  as  they  do  from  Kingston  Wharf, 
Shoreham,  to  Brighton,  Avhich  is  a distance  of 
five  miles  and  10  chains,  the  charge  being  2 s.  9 rf. 
in  each  case. 

10994.  NeAvhaA’en  is  to  the  eastAvard  of 
Brighton,  I think? — Yes. 

10995.  And  the  other  port  is  on  the  AvestAA'ard  ? 
— Yes. 

10996.  Noav  taking  Littlehampton,  Avill  you 
give  the  Committee  the  rate  upon  any  article 
you  like  from  Littlehampton,  giving  us  first  of 
all  the  distance  from  Littlehampton  to  Brighton  ? 
— The  distance  from  Littlehampton  to  Brighton 
is  21  miles,  seA-en  chains. 

10997.  And  Shoreham? — The  distance  from 
Kingston  station  to  Brighton  is  five  miles,  10 
chains. 

10998.  Kingston  is  the  station  for  Shoreham 
Harbour  ? — Yes,  it  is  the  station  Avhere  the  Lon- 
don and  Brighton  rails  connect  Avith  the  harbour. 
Noav,  taking  the  rate  on  sugar,  the  company 
charge  14  s.  a ton  for  sugar  from  Honfleur  to 
Littlehampton ; they  are  in  the  possession  of  a 
line  of  steamers  Avhich  run  across  the  Channel  to 
Honfleur.  What  I Avish  to  submit  to  the  Com- 
mittee is  this,  that  although  the  rate  from  Hon- 
fieur  to  Littlehampton  for  sugar  is  14  s.,  for 
15  s.,  AvhIch  is  1 5.  more,  they  Avill,  in  respect  of 
that  extra  charge  of  1 s.,  distribute  the  sugar  free 
over  their  entire  system,  and  that  is  a charge 
which  tells  against  other  harbours  and  places 
Avhich  they  serve;  it  does  not  affect  the  sugar 
question  only. 

3 R 3 
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Mr.  Gregory — continued. 

10999.  They  will  distribute  from  Littlehamp- 
tou? — For  nothing,  except  for  that  1 s. 

11000.  While  they  will  not  distribute  from 
Shoreham  ?—  Not  for  this  charge 

11001.  Therefore  Littlebampton  has  a differ- 
ential rate  to  that  extent  ? — Precisely. 

Mr.  Bolton. 

11002.  But  this  is  a sea  rate  ? — No,  1 beg  your 
pardon,  it  is  a railway  rate. 

11003.  What  has  the  railway  got  to  do  with  a 
rate  between  Honfleur  and  Littlebampton  ? — 
Because  the  steamers  are  the  property  of  the 
railway  company,  and  are  run  by  them.  The 
contention  is  this,  that  whereas  for  1 s.  a ton 
they  distribute  sugar  from  Littlebampton  station 
over  the  Brighton  line,  they  charge  their  ordi- 
nary rates  for  distributing  sugar  from  every 
other  station  upon  the  Brighton  line.  I mean  to 
say  that  if  a trader  pays  15  s.  a ton  for  his  sugar 
from  Horndeur,  which  is  only  1 s.  beyond  the 
sea  rate,  he  can  send  his  sugar  to  every  station, 
except  London,  for  nothing  ; London  is  ex- 
cluded. 

Chairnian. 

11004.  You  put  it  that  the  charge  being  the 
same,  the  carriage  beyond  Littlebampton  comes 
to  nothing  at  all  ? — Having  paid  the  1 s.  at  Lit- 
tlehampton,  you  can  keep  the  sugar  there  as  long 
as  you  like,  and  then  distribute  it  for  nothing. 

Lord  Randolph  Churchill. 

11005.  Does  this  rate  apply  to  other  places 
besides  Littlebampton  ; does  it  apply  for  instance 
to  Shoreham  ? — It  does  not ; Littlebampton  is  the 
only  port  or  station  at  which  that  rate  is  made. 

Mr.  Gregory. 

11006.  The  company  having  the  line  of 
steamers  from  Honfleur  to  Littlebampton? — That 
is  so. 

11007.  The  extra  1 5.  a ton  beyond  the  rate 
from  Flonfleur  to  Littlebampton  covers  the  de- 
livery at  any  station  upon  the  Brighton  system  ? 

. — U ndoubtedly . 

Mr.  Caine. 

11008.  Who  gives  you  the  through  rate  from 
Honfleur  ; the  railway  company  or  the  steamship 
company  ? — This  rate  is  quoted  as  the  arrange- 
ment in  the  company’s  books  at  Littlebampton; 
those  are  the  conditions  of  the  contract  entered 
in  the  railway  company’s  books  at  Littlebampton, 
and  they  are  the  owners  of  the  steamers. 

Mr.  Gregory. 

11009.  If  I ship  sugar  from  Honfleur  to  Little- 
hampton  I get  it  carried  all  over  the  Brighton 
company’s  system  for  1 s.  extra? — Yes,  and  de- 
livered ; and  if  you  leave  it  at  Littlebampton 
only,  you  pay  14  s,;  if  you  shipped  it  to  Shore- 
ham you  would  pay  a great  variety  of  rates.  It 
would  be,  for  example,  10  s.  b d.  to  Hastings, 
whereas  you  would  only  pay  1 s.  from  Little- 
hampton. 


Mr.  Gregory — continued. 

11010.  What  Is  the  effect  of  that? — The  effect 
of  that  is  that  it  has  destroyed  all  sugar  importa- 
tion into  Shoreham  harbour. 

11011.  I do  not  know  whether  there  is  any 
other  article  which  you  would  like  to  mention 
which  is  subject  to  the  same  conditions? — No,  I 
took  this  as  a sample  of  the  effect  of  the  through- 
rate  system.  I do  not  think  it  would  be  neces- 
sary to  give  any  further  details. 

11012.  And  I think  you  do  not  6nd  the  classi- 
fication of  the  rates  satisfactoiy  to  you  ?— Not  at 
all ; I venture  to  submit  to  the  Committee  that 
there  is  a Avant  of  definition  in  the  scale  of 
charges.  1 find  upon  looking  into  the  Mitcham 
and  Tooting  Act,  which  is  the  Act  now  regula- 
ting the  rates  of  the  Brighton  Railway  Company, 
that  there  are  129  articles  mentioned.  I think  in 
the  Clearing  House  classification  book  you  will 
find  about  34,080  different  articles,  and  in  the 
London  and  Bi-Ighton  Company’s  books  there  are 
20,022.  For  the  protection  of  the  traders  Ave 
want  a more  complete  definition  in  the  Acts. 
There  are  a great  many  articles  Avhich  you  can- 
not find  at  all  in  the  Act  of  Parliament,  therefore 
traders  have  no  means  of  protecting  themselves 
against  excessive  charges. 

11013.  Take  an  article  AvhIch  is  increasing 
yearly  in  value,  the  article  of  milk? — You  Avill 
not  find  that  in  the  Railway  Comjiany’s  Act  at 
all. 

11014.  There  is  no  rate  at  all  for  It? — There 
is  no  rate  at  all  for  it,  except  so  far  as  that  in 
Class  8,  milk  would  be  included  as  “ all  other 
merchandise,”  that  is  a sort  of  general  clearing 
up  class. 

11015.  You  Avish  to  have  the  rates  more  clearly 
and  better  specified  ? — I wish  to  have  them  more 
accurately  defined. 

11016.  Do  you  know  any  instances  of  the  rates 
upon  milk  operating  prejudicially  to  the  trade  ? — 
I have  heard  of  them,  and  I have  had  correspon- 
dence about  them.  I know  there  have  been 
complaints  at  CraAvley,  not  very  far  from  London, 
about  30  miles,  from  which  station  they  charge 
1|  cZ.  per  gallon. 

11017.  What  is  the  rate  for  milk  from  Derby? 
— It  is  rather  less  than  1 d, 

11018.  The  milk  comes  up  from  Derby  for  1 d., 
and  from  CraAvley  for  1^  d.  ? —Yes,  but  that  is 
not  the  measure  of  the  complaint,  because  they 
have  stations  upon  the  Brighton  line  further 
from  London  than  CraAvley,  which  pay  less. 

11019.  Derby  being  upwards  of  100  miles? — 
Dei’by,  by  the  Midland,  is  about  128  miles. 

11020.  Do  you  know  what  those  stations  are 
which  pay  less  than  CraAvley  for  the  carriage  of 
their  milk? — They  do  not  pay  so  much  at  East 
Grinstead,  Avhich  is  further  from  London. 

Mr.  iSamuelson. 

11021.  You  stated  that  you  ascertained  from 
the  books  of  the  London,  Brighton,  and  South 
Coast  Comjjany,  that  they  granted  preferential 
rates  to  firms ; the  Committee  would  like  you  to 
state  a little  more  in  detail  how  you  ascertained 
that  fact,  and  in  fact  Avhat  you  mean  by  pre- 
ferential rates  given  to  firms? — 1 will  read  you 
the  first  case  on  my  list.  I have  a list  of  100  of 
them;  the  person  in  whose  name  the  rate  is 

granted. 
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Mr.  Samuelson — continued. 

granted,  is  Mr.  Addis;  it  was  given  by  a rate 
ticket,  marked  A 4,598,  and  signed  upon  the  2nd 
of  July  1877,  granting  him  a rate,  from  Tun- 
brid<ie  Wells  to  Ermliton  on  bi’icks,  of  3 s.  2d. 
on  lots  of  4 tons,  the  regular  rate  being  6 s.  \ d. 

11022.  How  did  you  ascertain  that  the  regular 
rate  was  6 s.  \ d.  ? — By  asking  for  the  classifica- 
tion book  at  the  station,  and  comparing  it  v/ith 
the  ordinary  rates. 

11023.  But  how  did  you  ascertain  the  ordinary 
rates?— From  the  company’s  books.  In  each 
of  the  39  stations  as  to  which  I made  this  return 
{handing  the  same  to  the  Committee),  I took  out 
the  ordinai’y  rates  upon  some  forms  which  I had 
printed  for  the  purpose,  aud  then  I examined  the 
special  rates. 

11024.  Then  in  point  of  fact  what  you  found 
was  this,  that  to  certain  firms  whose  names  were 
stated  upon  the  tickets,  a certain  rate  was 
granted  ? — Yes,  precisely. 

Mr.  Bolton. 

11025.  You  mentioned  one  firm,  I think  ? — I 
have  100  firms  before  me. 

11026,  Have  you  100  rates?  — One  hundred 
firms  or  persons  having  preferential  rates. 

Mr.  Samuelson. 

11027.  You  found  that  to  certain  firms  whose 
names  you  ascertained,  lower  rates  were  granted 
than  the  rates  which  were  advertised  at  the 
stations  as  being  the  rates  for  similar  goods 
between  the  same  points  ? — Y es,  that  is  so. 

11028.  And  that  you  found  to  be  the  case,  as 
far  as  you  examined  the  matter,  in  100  different 
instances  — Yes,  in  100  different  instances  in  39 
stations. 

11029.  Those  39  stations  being  all  that  you 
examined? — No,  I should  like  to  state  to  the 
Committee  (of  course  I am  entirely  in  their 
hands),  that  I did  not  go  to  the  Deptford  Station, 
and  by  the  courtesy  of  the  company  I was 
supplied  with  a copy  of  their  rates  in  a book, 
in  which  there  were  a great  many  preferential 
rates  ; but  as  I was  supplied  with  that  informa- 
tion by  their  courtesy,  I doubted  whether  I was 
at  liberty  to  bring  it  here  in  opposition  to  the 
company. 

11030.  Did  you  examine  into  the  rates  at  40 
stations,  or  more  than  40  stations  ? — No,  only  39 
stations. 

11031.  That  is  to  say,  39  stations  and  Dept- 
ford?— Yes,  and  I ascertained  that  the  four  or  five 
London  stations  were  all  the  same. 

11032.  You  consider  that  you  are  not  at 
liberty  to  state,  or  that  you  ouglit  not  to  give  in 
evidence,  of  what  you  know  as  to  Deptford,  but  at 
all  the  other  39  stations  you  found  preferential 
rates  given  to  private  firms,  whose  names  you 
ascertained  ? — I did. 

Mr.  Loiother. 

11033.  What  is  the  extent  of  Shoreham  Har- 
bour?— The  harbour  is  about  five  or  six  miles  in 
length,  inside. 

11034.  Is  it  a very  old  harbour? — Yes,  it  is. 

11035.  Does  it  belong  to  a company  now? — 
No,  it  is  governed  by  a public  trust. 
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11036.  Does  it  pay  well  ? — No,  it  does  not. 

11037.  Has  a large  quantity  of  money  been 
lately  expended  upon  Shoreham  Harbour?  — 
Yes;  I may  say  that  the  shareholders  practically 
gave  up  their  interest  to  enable  the  trustees  to 
borrow  100,000  1.  in  front  of  their  shares  for  the 
repair  of  the  harbour ; they  are  paying  the 
interest,  of  course. 

11038.  Are  they  paying  good  interest?— They 
are  paying  4f  per  cent,  upon  the  sum  borrowed. 

Mr.  Bolton. 

11039.  What  is  the  quay  space  at  Shoreham 
Harbour,  which  you  speak  of  being  five  or  six 
miles  in  extent  ? — There  are  about  60  or  70 
acres  of  locked  water, 

11040.  What  is  the  quay  space  ? — That  I can- 
not say  ; the  railway  company  have  a large 
wharf  at  Kingston,  and  there  are  some  private 
wharves  near  Brighton,  at  Aldrington. 

11041.  I should  like  to  clear  up  the  matter  a 
little  about  the  preferential  rates  ; I understand 
you  to  say  that  100  firms  have  preferential  rates? 
— Yes,  I have  the  names  all  before  me. 

11042.  Then  the  bulk  of  the  traders  must  have 
preferential  rates  ? — Certainly  not. 

11043.  How  many  traders  would  there  be  at 
those  39  stations  ? — Y’’ou  find  they  pick  out  a 
trader  here  and  there;  for  instance,  I take  Mr. 
Chappell,  a large  builder  at  Brighton,  he  has  a 
preferential  rate  on  cement,  from  Battersea  wharf 
to  Brighton,  in  two-ton  lots,  at  65.  1 d.,  the 
regular  rate  being  8 s.  4 d. ; he  is  the  only  builder 
in  Brighton  who  is  quoted  for  that  rate. 

11044,  Would  he  carry  the  cement  in  larger 
lots  than  anybody  else  would  ? — No,  the  condition 
of  the  rate  is  to  take  it  in  two-ton  lots  only,  and 
you  can  take  10  tons  in  a truck. 

11045.  You  discovered  these  rates  in  1879? — 
I did. 

11046,  So,  I presume,  it  is  not  any  secret  in 
Brighton  ? — I do  not  know  that  it  is. 

11047.  Have  you  kept  it  a secret? — No. 

1 1048.  T’hen  it  must  be  known  to  some  of 
Mr.  Chappell’s  ojiponents  or  competitors? — I 
cannot  say  as  to  that. 

11049.  You  have  never  heard  that  any  of  his 
competitors  have  taken  steps  to  obtain  the  same 
privilege  ? — I do  not  know  how  that  may  be, 

11050.  Do  you  know  that  they  have  applied 
for  the  same  privilege  ? — I do  not. 

11051.  What  you  found  was  this,  that  100 
traders  had  rates  differing  from  those  of  the 
general  public  ? — That  is  so, 

11052.  As  far  as  you  could  tell,  because  you 
do  not  know  what  the  general  public  are  charged? 
— I think  I can  carry  it  further  than  that,  be- 
cause the  language  upon  the  rate  ticket  is,  “This 
rate  to  be  in  favour  of  Mr.  Chappell,”  or  what- 
ever the  name  is ; the  words  are  “ in  favour  of.” 

11053.  But  you  also  found  that  100  traders,  at 
all  events,  have  this  distinguishing  mark,  and  for 
all  you  know,  there  may  have  been  200? — No, 
that  cannot  have  been. 

11054.  Did  you  go  through  the  books? — I 
went  through  every  book  at  each  station. 

11055.  I think  the  preferential  rates  do  not 
refer  to  the  40  stations,  but  to  the  39  ? — Yes,  to 
the  39. 

3 R 4 
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110.56.  You  were  asked  whether  Deptford  was 
included  ; there  may  he  a great  many  preferential 
rates  at  Deptford  which  are  not  included  with 
these? — 1 believe  there  are. 

11057.  You  can  give  the  Committee  no  reason 
at  all  to  account  for  the  fact,  that  while  so  many 
as  100  firms  have  preferential  rates,  the  public, 
who  are  excluded  from  tliese  preferential  rates, 
do  not  take  any  action  whatever  to  obtain  the 
same  privilege  ? — I cannot. 

11U58.  Because  you  must  be  aware  that  a 
thing  that  is  confined  to  100  different  firms  can- 
not be  a very  great  secret  ? — -Each  firm  has  its 
own  secret;  I would  agree  with  you  if  it  were  a 
general  secret  applying  to  39  different  persons, 
but  each  one  of  the  39  has  some  special  ad- 
vantage for  his  own  trade,  which  he  keeps  to 
himself. 

11059.  Now,  with  regard  to  sugar,  is  there  no 
other  means  of  communication  between  Little- 
hampton  and  France  except  through  Honfleur? 
— Yes,  there  is. 

1 1060.  Then  why  do  you  I’estrict  your  evidence 
to  Honfleur  ? — Because  that  is  the  only  place 
which  is  named  in  the  rate  book  at  Littlehampton. 

11001.  Is  there  no  French  sugar  imported  ex- 
cept what  comes  from  Honfleur  ? — I do  not  know, 
but  I ])resume  if  there  were  it  would  not  be  sub- 
ject to  that  particular  rate ; I think  this  is  the 
reason  the  railway  company  run  the  boat  from 
Littlehampton  to  Honfleur,  but  they  do  uot  run 
a boat  to  Havre  or  Bouen,  from  which  a good 
deal  of  beetroot  sugar  comes. 

11062.  But  I presume  the  Shoreham  Harbour 
Trustees,  or  the  Littlehampton  Harbour  Trustees, 
if  there  is  such  a body,  Avould  not  exclude  any 
vessel,  whether  a sailing  vessel  or  a steamer,  or 
anything  else  which  brought  sugar  to  the  jiort  ? 
— Certainly  not. 

11063.  Do  you  object  to  the  charge  from  Hon- 
fleur to  Littlehampton  of  14  s.  ? — I do  not,  but  I 
object  to  the  extra  1 s.  being  put  on. 

11064.  What  is  the  charge,  by  sailing  vessel, 
from  Houfleur  to  Littlehampton  ? — Anything 
the  traders  like  to  bring  it  for. 

11065.  Can  it  uot  be  brought  to  Shoreham 
Harbour? — Yes,  but  I cannot  quote  the  freight. 

11066.  Why  cannot  you  ? — Because  I am  not 
aware  of  any  boat  running. 

11067.  I am  now  sjieaking  of  Shoreham  Har- 
bour ?— You  may  assume  that  the  freight  to 
Shoreham  Avould  be  the  same  from  Honfleur  as 
to  Littlehampton. 

11068.  And  that  any  class  of  vessel  can  come 
there  ? — Undoubtedly. 

11069.  So  that  14  5.  we  may  take  to  be  the 
rate  which  no  other  boat  can  compete  with  ?— 
Certainly  not ; I will  assume  that  to  be  a fair  rate. 
The  reason  wliy  a boat  could  not  run  to  Shore- 
ham would  be  this,  that  being  at  Shoreham  and 
paying  here  14  s.  freight  for  the  sea  traffic,  the 
consignee  by  her  would  not  have  the  railway  ad- 
vantages which  a consignee  would  have  at  Little- 
hampfon,  and  therefore  he  could  not  run  a boat 
to  Shoreham  to  pay. 

novo.  AVhy  would  he  uot  have  the  same  ad- 
vantages ? — Because  the  sugar  is  stopped  when  it 
gets  there  ; if  a man  wants  to  get  his  sugar  from 
Littlehampton  to  Hastings  he  would  pay  1 s., 
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but  if  he  Avanted  to  get  the  sugar  fi-om  Shoreham 
to  Hastings  he  Avould  have  to  pay  10  s.  5 d. 

11071.  What  is  the  distance  from  Shoreham 
to  Hastings? — Thirty-nine  miles. 

11072.  Now  Avhat  is  the  distance  from  Little- 
hampton to  Hastings  ?■ — That  would  be  55  miles, 
and  the  rate  Avould  be  1 s. 

Mr.  Grc(jorij. 

11073.  That  Avould  come  through  Shoreham, 
would  it  not?—  It  might  go  up  to  London  first, 
but  probably  it  Avould  go  through  Shoreham, 

Mr,  Bolton, 

11074.  Do  you  say  that  Is.  is  the  rate?  — 
Yes;  you  pay  1 s.  extra,  and  you  go  all  over  the 
line  for  nothing,  but  from  that  port  only. 

1 1075.  If  you  say  so  I must  take  it  ? — I took  it 
from  the  books,  and  I took  great  pains  to  get  it 
accurately. 

11076.  You  think  that  through-rate  is  open  to 
everybody? — I made  inquiries  about  that;  I 
Avas  told  it  Avas  made  use  of  by  one  firm  only,  but 
it  Avas  not  so  stated  in  the  rate  book. 

11077.  You  think  that  the  system  is  open  to 
objection  ? — Yes  ; this  is  very  much  against  fair 
trade  and  competition,  and  it  is  against  the  in- 
terest of  the  consumer. 

11078.  Why  is  that? — Because,  supposing 
that  trade  is  confined  to  one  firm,  he  could  drive 
everybody  else  out  of  the  market. 

11079.  But  can  that  be  legally  confined  to  one 
firm? — It  ought  not  to  be. 

11080.  But  can  it  be  ? — I do  not  knoAV. 

11081.  I ask  you  Avhether  that  rate  is  open  to 
the  public  ? — I cannot  say. 

11082.  You  tell  me  that  sugar  landed  at 
Littlehampton  can  be  carried  all  over  this  dis- 
trict, say  to  Hastings,  a distance  of  55  miles,  for 
1 s.  a ton  ? — Yes, 

11083.  YYu  state  as  a fact  that  the  raihvay 
company  do  that  for  1 s.  a ton  ? — Y^es. 

11084.  Then  I ask  you  if  that  is  confined  to 
any  one  firm  ? — I Avill  tell  you  how  I derive  my 
information.  I inquired  at  Littlehampton  Sta- 
tion and  was  told  that  only  one  firm  had  made 
use  of  that  rate. 

1 1085.  But  you  did  not  hear  at  that  place  that 
it  was  confined  to  one  firm  ? — I did  not,  nor  is  it 
stated  to  be  confined  to  one  firm  on  the  rate- 
book. I gather,  from  the  appearance  of  the  rate- 
book, that  any  trader  could  make  use  of  it, 

11086.  Hoav  is  that  a disadvantage  to  the 
general  public  ? — It  excludes  the  competition  of 
other  ports  and  places. 

11087.  Y^ou  do  not  want  any  competition 
beyond  the  1 s.  for  55  miles  surely  ? — It  Avould 
liave  the  effect  of  keeping  persons  from  bringing 
sugar  from  the  Valley  of  the  Seine,  Eouen,  and 
Havre  to  Shoreham  ; it  has  the  effect  of  break- 
ing up  that  trade. 

11088.  But  Avhat  is  the  objection  to  it,  because 
if  they  take  it  by  Littlehampton  they  get  it 
taken  by  the  rail  for  1 s.  ? — Only  if  they  bring 
it  from  Honfleur  to  Littlehampton,  I take  it, 
that  the  effect  of  giving  this  advantage  to  one 
place  in  a foreign  country  may  tell  very  much 
against  the  home  consumer. 

11089.  But  the  sole  railway  charge  is  1 s.  a 

ton 


SELECT  COMMITTEE  ON  RAILWAYS. 


505 


23  June  1881.] 


Mr.  Hall. 


[ Continued. 
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ton  upon  the  sugar  after  arrival,  whatever  the 
distance  may  be  ? — If  the  sugar  comes  to  a par- 
ticular port  and  from  a particular  place. 

11090.  But  not  “from,”  because  sugar  can  be 
brought  to  Honfleur  from  any  part  of  France  ? — 
Yes,  I presume  so. 

11091.  So  that  you  get  all  the  trade  of  the 
refining  district  centred  at  Honfleur  and  thence 
to  Littlehampton.  Littlehampton,  I understand, 
is  open  to  ships  of  all  kinds  and  classes  which 
choose  to  bring  sugar  there  ? — Yes,  certainly. 

11092.  So  that  there  is  no  restriction;  but  the 
1 .•?.  per  ton  rate  is  open  to  all  makers,  is  it  not  ? 
— No,  that  applies  only  on  sugar  brought  in  the 
company’s  boats  from  Honfleur  to  Littlehamp- 
ton. 

11093.  You  put  that  down  as  a rate  of  14  5., 
do  you  not? — Yes,  if  you  leave  your  sugar  at 
Littlehampton. 

11094.  And  there  is  no  competition? — No. 

11095.  Not  even  for  the  supply  of  Little- 
hampton?— No. 

11096.  So  that  14  s.  you  consider  to  be  a fair 
rate  of  freight  from  Honfleur  to  Littlehampton  ? 
— Yes,  I have  no  reason  to  think  that  it  is  an  un- 
fair rate. 

11097.  If  it  was  not  a fair  rate  there  would  be 
competition? — Would  there  not.  That  I should 
not  like  to  say. 

Mr.  Barclay. 

11098.  Do  you  know  much  about  freights  ? — 
I have  been  a shipowner  several  years  and  know 
something  about  them. 

Chairman. 

11099.  Is  not  there  the  same  sort  of  arrange- 
ment by  the  South  Western  Railway  Company 
between  Southampton  and  Cherbourg  ? — I dare- 
say there  is. 

Mr.  Gregory. 

11100.  You  do  not  object  to  the  rate  from 
port  to  port  ? —No. 

11101.  And  if  they  carried  along  the  other 
parts  of  the  system  from  your  port  at  that  rate 
you  would  be  satisfied  ? — Yes,  we  should. 

Mr.  Bolton. 

11102  Is  there  any  sugar  boiling  at  Little- 
hampton ? — None  whatever. 

11103.  Therefore  if  there  were  a rate  to  carry 
home-produced  sugar,  there  would  be  no  sugar  to 
carry  ? — No,  there  is  none  there. 

Mr.  Gregory. 

11104.  But  you  would  import  it? — We  should 
import  it,  and  import  it  at  Shoreham. 

Mr.  Bolton. 

1 1 105.  And  you  can  do  that  now,  can  you  not  ? 
— Not  in  the  face  of  the  rate. 

Mr.  Sullivan. 

11106.  Are  there  any  wholesale  sugar  mer- 
chants in  Littlehampton  ? — I think  not. 

11107.  W ere  there  before  this  rate  was  made  ? 
— No,  nor  are  there  now. 

Ill  08.  What  is  the  longest  distance  which  the 
0.54. 
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company  carry  for  this  1 s.  from  Littlehampton  ? 
— To  Forest  Hill;  that  would  be  51  miles 
12  chains. 

11109.  Do  the  company  carry  English  manu- 
factured sugar  at  the  same  rate  from  this  port? — 
No;  in  that  case,  you  have  the  ordinary  rate  for 
sugai’. 

11110.  And  what  would  the  rate  be  for  the 
51  miles  ? — About  12  .s.  1 d. 

11111.  Did  you  ever  complain  to  the  Railway 
Commissioners  of  these  preferential  rates  ? — No. 

11112.  Do  you  think  the  people  are  afraid  to 
go  before  the  Railway  Commissioners  to  make 
coinjilaints  against  a railway  company  ? — I do  not 
know  about  their  being  afraid  ; but,  of  course,  it 
is  an  expensive  process. 

11113.  Did  you  ever  know  cases  in  which  a 
railway  company  retaliated  upon  people  who  did 
go  before  the  Railway  Commissioners  with  com- 
plaints against  them? — No;  but  I think  where 
there  is  a system  of  preferential  rates  as  there  is 
here,  and  each  man  has  a little  something,  he 
might  be  afraid  if  he  went  before  tlic  Railway 
Commissioners,  and  in  order  to  get  some  larger 
advantages,  he  might  lose  the  lesser  advantages, 
which  he  enjoys. 

11114.  Are  you  aware  of  any  cases  in  which 
people  have  been  afraid  to  give  evidence  before 
this  Committee  with  regard  to  the  treatment  they 
have  received  from  railway  com[)anies  ? — No,  I 
am  not. 

Mr.  Pease. 

11115.  Is  there  any  line  of  steamers  running 
out  of  Shoreham  to  France  ? — No. 

11116.  While  there  is  from  Littlehampton? — 
Yes. 

11117.  Is  there  much  difference  between  the 
capabilities  of  the  two  ports? — Yes,  there  is. 

11118.  What  is  the  depth  of  water  at  Shore- 
ham ? — At  Littlehampton  there  is  not  much  more 
than  10  feet  of  water.  At  Shoreham  there  would 
be  something  like  18  feet. 

11119.  Is  that  at  low-Avater  spring  tides? — 
No,  they  are  both  of  them  tidal  harbours,  but 
the  depth  of  wa,ter  is  far  greater  at  Shoreham. 

11120.  The  tide  rises  very  evenly,  I suppose, 
at  those  places  ? — There  is  a long  shallow  flat 
in  front  of  Littlehampton,  and  a vessel  could 
come  to  Shoreham  drawing  five  or  six  feet  more 
water. 

11121.  Then  why  do  steamers  prefer  Little- 
hampton ? — They  do  not  prefer  it ; they  are  the 
property  of  the  company. 

Chairman. 

11122.  I think  Newhaven  is  the  port  for  com- 
munication with  France,  is  it  not  now? — Yes; 
and  that  port  is  also  served  by  a line  of  steamers 
belonging  to  the  same  company. 

11123.  They  have  a line  on  both  sides  of 
Bi’ighton,  eastwards  and  westwards? — Yes. 

11124.  Has  money  been  laid  out  at  Shoreham? 
— Yes,  a very  large  quantity  of  money. 

11125.  You  have  a good  depth  of  water,  have 
you  not? — Yes;  we  can  discharge  vessels  afloat, 
drawing  from  15  to  16  feet. 

11126.  That  is  at  low  water  ? — No,  at  all  times; 
we  have  70  acres  of  locked  water  at  Shoreham. 

3 S 11127.  If 
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Mr.  Barclay. 

11127.  If  the  railway  companies  carry  this 
sugar  from  Littlehampton,  about  60  miles  for 
1 s.,  does  not  that  seem  very  strong  evidence  that 
the  rate  of  14  5.  from  Honfleur  to  Littlehampton 
and  Shoreham  is  too  high  ? — It  is  susceptible  of 
that  view,  but  it  is  impossible  to  get  behind  these 
arrangements,  and  ascertain  what  is  the  meaning 
of  them. 

11128.  Have  you  any  trade  whatever  in  the 
Avay  of  vessels  trading  between  Honfleur  and 
Shoreham  ? — Yes  ; vessels  bringing  a good  many 
eggs  come  into  the  harbour. 

11129.  Are  they  steamers? — No,  they  are 
sailing  vessels  generally. 

11130.  “What  is  the  rate  per  ton  by  the  sailing 
vessels  between  Honfleur  and  Shoreham  ? — I do 
not  know. 

Chairman. 

11131.  What  is  your  view  of  the  manner  in 
which  this  Committee  or  the  House  of  Commons 
can  protect  traders  against  these  special  rates, 
for  as  you  have  told  us,  you  had  so  little  difficulty 
in  ascertaining  100  cases  upon  one  line  of  rail- 
way, and  the  law  being  quite  sufficient  to  protect 
the  rest  of  the  traders,  yet  they  have  not  made 
any  effort  to  help  themselves;  how  can  the  House 
of  Commons  or  the  Committee  help  traders  who 
will  not  help  themselves? — I do  not  know  that 
the  traders  have  any  great  protection  from  the 
law  ; what  can  they  do : they  can  come  and  get 
a prohihition  of  that  particular  rate  ; but  what 
use  is  that. 

11132.  No;  the  law  says  that  there  shall  be 
no  preferential  rates,  and  that  traders  have  the 
right  to  go  before  the  Kailway  Commissioners, 
and  with  a clear  case  such  as  you  have  described, 
they  would  get  an  order  that  there  shall  be  the 
same  rate  made  for  them  as  there  is  for  the  other 
traders  as  long  as  that  rate  is  made  ; and  if  the 
railway  company  were  bound  by  agreement  to 
give  certain  traders  a preferential  rate  for  five 
years,  that  raihvay  company  would  be  compelled 
to  give  tlie  same  rate  to  their  fellow  traders  ? — 
The  rate  would  be  in  my  opinion  immediately 
cancelled,  and  what  good  would  the  traders  get. 

11133.  You  meaii  to  say  that  you  are  not 
damnified  by  another  man  having  a preference 
over  you,  but  that  you  are  damnified  merely  by 
the  high  rate  that  you  are  paying  ; if  the  special 
rate  were  cancelled,  you  would  be  put  upon  an 
equality  with  your  tellow  traders? — I do  not  take 
the  view  that  the  competing  trader  is  injured  ; I 
think  the  puldic  are  much  more  injured  than  the 
competing  trader. 

11134.  I thought  you  came  forward  on  behalf 
of  the  traders  ?— No  ; I came  forward  to  repre- 
sent the  Harbour  Board. 

11135.  If  there  is  no  injury  done  to  the 
traders,  and  the  injury  to  the  traders  is  entirely 
beside  the  question,  why  do  you  bring  in  the 
traders  at  all;  why  do  you  not  come  forward 
simply  and  say,  these  rates  are  tco  high  and  they 
ought  to  be  reduced  ?— That  is  not  exactly  the 
line  I have  come  here  to  su])port.  \\  ill  you 
allow  me  to  call  your  attention  to  the  effect  of 
the  rate  1 have  quoted  with  regard  to  cement : 
one  trader  gets  it  at  2*'.  a ton  less  than  the  other. 
Now,  siq)posing  the  Coiqwration  of  Bi'ighton 


Chairman — continued. 

called  for  tenders  for  work  requiring  a large 
quantity,  there  could  be  no  healthy  competition 
with  such  an  upsetting  of  the  rates. 

11136.  But  what  I am  pointing  out  to  you  is, 
that  the  public  have  the  remedy  in  their  own 
hands  ? — Have  they  ? 

11137.  Yes,  certainly  ? — The  public  could  not 
complain  unless  they  were  actual  traders  in  the 
article. 

11138.  You  sejiai’ate  the  public  from  the  rest 
of  the  traders  ? — Yes,  I do.  Now,  I have  been 
asked  with  reference  to  other  countries.  I 
would  say  that  other  countries  have  found  reme- 
dies. In  America  there  are  heavy  penalties  im- 
posed upon  companies  giving  preferential  rates. 
They  do  it  in  the  way  of  a rebate,  returning  10, 
15,  or  20  per  cent,  to  the  trader  ; and  the  legis- 
latures of  those  states  have  met  the  difficulty  by 
imposing  heavy  fines  upon  companies  for  giving 
rebates. 

11139.  I quite  understand  that;  but  at  the 
same  time  I must  point  out  that,  until  the  present 
law  has  been  tried  and  found  wanting,  it  hardly 
lies  in  j^eople’s  mouths  to  make  complaints  of  and 
defects  in  the  laAv.  If  you  could  establish  the 
case  of  a man  having  gone  to  the  railway  com|iany 
and  tried  to  break  down  a preferential  rate,  and 
failed,  that  w'ould  be  quite  another  thing  ?— I do 
not  think  that  they  ever  will  do  so  ; because,  sup- 
posing some  grocer  attacked  the  sugar  rate,  or  a 
builder  the  cement  rate,  and  brought  the  case 
before  the  Kailway  Commissioners,  we  tvill 
assume  the  Kailway  Commissioners  would  con- 
demn the  company ; and  then  he  could  after- 
Avards  go  to  a superior  court  and  get  an  injunction 
against  the  continuance  of  that  rate,  and  by  the 
time  he  had  done  that  the  rate  Avould  be  abolished. 
The  company  will  do  that  for  the  next  100  years, 
unless  you  can  find  some  better  remedy  than 
that. 

1 1 140.  In  many  of  those  cases  I apprehend  the 
railway  company  cannot  do  away  with  a special 
rate,  because  they  are  bound  by  an  agreement 
with  the  traders  for  a tenn  of  years  ; is  that  so?  — 
I am  not  prepared  to  say  how  that  may  be. 

Mr.  Bolton. 

11141.  I think  you  said  that  the  special  rate 
you  quoted  Avas  to  continue  in  force  for  thi-ee 
vears  ? — There  Avas  stated  upon  the  face  of  the 
order,  “ This  to  continue  in  force  to.”  such  a 
date. 

Chairman. 

11142.  Then  the  company  could  not  get  rid  of 
the  special  rate  Avithout  exposing  themselves  to 
damages,  and  you,  a rival  trader,  could  claim  the 
same  rates  for  the  same  time? — No  doubt. 

Mr.  Barclay. 

11143.  Have  you  any  idea  Avhat  going  before 
the  Kaihvay  Commissioners  Avould  cost  you? — 
It  is  like  an  ordinary  law  proceeding,  I pre- 
sume. 

11144.  Would  it  be  likely  to  be  a profitable 
transaction  to  you,  even  if  you  got  the  rate  re- 
duced ?—  Certainly  not. 

11145.  You 
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Mr.  Hall. 


\Cantinued. 


Chairman. 

1 1 145.  You  say  you  would  be  obliged  to  em- 
ploy counsel  ? — Undoubtedly. 

11146.  But  why  undoubtedly? — Amateurs  do 
not  make  very  good  lawyers  going  before  com- 
missioners or  courts. 

11147.  But  we  are  supposed  to  be  dealing  with 
a clear  case  of  a special  rate  granted  by  a railway 
comjiany  for  a term  of  years.  Now,  as  a matter 
of  fact,  as  a rival  trader,  do  you  suppose  that  if 
you  had  let  the  companies  know  that  you  were  in 
possession  of  this  knowledge  and  information, 
and  that  if  they  refused  to  give  you  equality  of 
treatment,  you  would  go  before  the  Railway 
Commissioners,  I say,  do  you  suppose,  as  a matter 
of  matter  of  fact,  that  they  would  not  give  you 
the  same  special  rate  at  once,  without  taking  you 
before  the  Railway  Commissioners? — I do  not 
think  so. 

11148.  Do  you  know  of  any  of  the  other 
traders  who  have  tried  it? — Yes,  I have  thought 
of  one  ; the  London  and  Brighton  Company’s 
charge  for  coals  from  Deptford  Wharf,  and  the 
London  stations  to  Brighton  is  4 s.  9 d.,  but  they 
do  bring  coals  for  Mr.  J.  O.  Rutter,  who  is  the 
manager,  and,  I believe,  the  proprietor  of  the 
Blackrock  Gas  Company,  for  3 s.  1 1 rf. ; that  is  a 
rate  in  his  favour  of  10  ^/.  per  ton  ; on  the  face  of  the 
rate  ticket,  or  order,  upon  which  that  is  granted, 
it  is  stated  that  it  is  a condition  of  the  rate  that 
Mr.  Rutter,  or  the  company,  or  whoever’s  name 


Chairman — continued. 

it  is  in,  brings  to  the  Kemptown  Station  20,000 
tons  a year ; of  course,  there  you  get  a quantity 
which  is  not  in  the  compass  of  an  ordinary 
trader. 

11149.  But  I thought  you  were  going  to  give 
me  a case  in  which  a trader  had  applied  and  been 
refused? — A friend  of  mine  applied  to  Mr. 
Knight,  the  general  manager  of  the  company,  to 
know  whether  he  could  bring  coals  at  the  same 
rate.  [ have  not  the  letter  with  me,  but  it  is 
within  my  knowledge  that  he  said  he  would  see 
him,  but  the  rate  was  not  conceded. 

11150.  That  was  asking  a favour,  but  I am 
asking  about  demanding  as  a right;  would  a 
railway  company,  knowing  that  you  were  deter- 
mined to  enforce  it,  give  you  the  special  rate  ? — 
But  you  see  the  difficulty  of  complying  with  that 
special  condition  ; no  ordinary  person  could  think 
of  bringing  up  20,000  tons. 

Mr.  Barclay. 

11151.  Would  you  consider  it  any  protection, 
if,  to  get  this  protection,  cost  you  more  than  the 
protection  was  worth  ? — Not  much. 

Mr.  Gregory. 

11 152.  You  do  not  suppose  that  a railway  com- 
pany would  submit  without  a contest ; that  is  not 
your  experience? — That  is  not  my  experience  ; 
they  fight  very  well  indeed. 
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The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  'William  Edward  Willson,  called  in ; and  Examined. 


Mr.  Nicholson, 

11153.  You  are,  I believe,  a Miller  and  Corn 
Merchant  ? — I am. 

11154.  And  you  are  also  manager  of  the 
business  of  Charles  Lucy  and  Nephew,  carried 
on  at  Stratford-on-Avon,  Birmingham,  and  Tip- 
ton  ? — I am. 

11155.  You  are  also  chairman  of  the  Birming- 
ham and  Midland  Counties  Corn  Trades  Asso- 
ciation?— Yes;  lam. 

11156.  Have  you  had  considerable  experience 
in  the  traffic  of  grain  and  flour  ? — I have  for 
nearly  40  years. 

11157.  And  what  do  you  wish  with  regard  to 
the  powers  of  the  Railway  Commissioners? — 'We 
wish  the  powers  of  the  Railway  Commissioners 
to  be  continued,  and  also  extended,  so  as  to  bring 
existing  rates  under  their  cognizance,  and, 
especially,  I might  say  that  where  in  any  Bill 
application  is  made  to  vary  existing  tolls  or  rates, 
we  should  wish  that  that  should  be  brought  dis- 
tinctly under  the  notice  and  control  of  the  Rail- 
way Commissioners  as  a body  representing  the 
public.  As  it  is,  alterations  are  from  time  to 
time  made  of  which  the  public  know  either 
nothing  at  all,  or  next  to  nothing,  which  are 
found  afterwards  in  some  cases  considerably  to 
affect  their  interests.  I might  refer,  perhaps,  to 
one  case  in  which  the  London  and  North  Wes- 
tern Company,  in  the  year  1876,  in  one  of  their 
Omnibus  Acts  obtained  power  to  vary  certain 
tolls  upon  the  portion  of  railway  known  as  the 
old  Grand  Junction  Railway,  which  alteration  I 
am  told  by  a person  with  whom  I am  in  frequent 
communication,  might,  under  certain  circum- 
stances, raise  some  of  those  tolls  from  40  to  50 
per  cent.  I do  not  say  that  they  have  raised  the 
tolls  to  that  extent,  but  that  there  is  such  a power 
given. 

11158.  Do  you  wish  to  see  increased  facilities 
for  obtaining  through  rates  given  to  the  traders 
and  the  public? — We  do;  we  have  the  greatest 
difficulty,  first  of  all,  in  obtaining  information 
with  reference  to  rates  at  all.  Lately  I have 
applied  at  different  points  upon  the  railways  for 


Mr.  Nicholson — continued. 

information  with  reference  to  rates  to  places  in 
our  own  district,  Birmingham,  and  South  Stafford- 
shire, and,  amongst  others,  to  Burton-on-Trent. 
Those  rates  furnished  to  me  are  apparently  sup- 
posed to  afford  all  the  information  we  could 
require.  Having  strong  reason  to  believe  that 
grain  was  being  carried  to  Burton-on-Trent  at  a 
different  weight  per  ton  from  what  it  is  into  our 
district,  I referred,  both  by  myself  and  through 
some  friends  of  mine  for  further  information,  to 
the  stations  Avhere  the  first  application  was  made  ; 
we  were  then  told  that  the  barley  rate,  for  in- 
stance— 

Sir  Daniel  Gooch. 

11159.  From  what  stations? — I have  a schedule 
of  the  rates  to  Birmingham,  and  also  to  Burton- 
on-Trent  from  Cardiff^  Newport,  Swansea,  and 
other  places.  There  are  12  of  them  altogether. 
The  first  schedule  I propose  to  put  in  applies 
altogether  to  seaports. 

jMr.  Monk. 

11160.  Including  Bristol? — Yes,  Bristol, 
Sharpness,  and  Gloucester. 

Chairman. 

11161.  Now,  will  you  continue  your  state- 
ment?— When  I referred  back  for  this  informa- 
tion, I Avas  told  that  to  Burton-on-Trent  it  is 
customary  to  carry  barley  at  a computed  ton  of 
six  quarters,  Avhereas  Ave  should  not  ourselves 
get  more  than  five  quarters  to  the  ton,  so  that  in 
the  Aveiglit  alone  there  is  a clear  gain  to  the 
Burton  broAvers  of  20  per  cent. 

INIr.  Nicholson. 

11162.  And  that  Avould  be  a preferential  rate 
over  and  above  other  towns  in  the  district,  as,  for 
instance,  Derby? — Yes  ; but  in  addition  to  that 
Ave  find  in  almost  every  instance  that  the  rates  to 

Burton 
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Mr.  Nicholson — continued. 

Burton  are  lower  to  the  brewers  than  they  are 
to  ourselves  and  to  other  grain  merchants  through- 
out the  centre  of  England. 

11163.  You  have  particulars  of  that  in  the 
schedule  you  will  put  in? — I have  ; I would  like 
to  be  permitted  to  call  attention  to  one  or  two  ot 
those  rates ; take  Swansea,  for  example,  the 
distance  to  Birmingham  is  156  miles,  the  quoted 
rate  is  12  s.  6 ^/.  a ton ; but  it  is  only  fair  that  I 
should  say  tint  as  all  these  rates  which  are  on 
this  schedule  include  delivery  to  mills  situated 
upon  the  canals  in  Birmingham,  I have  deducted 
from  these  quoted  grain  rates  1 s.  per  ton  which 
is  the  allowance  which  the  railway  company 
make  to  us  if  we  cart  the  grain  ourselves  from 
their  stations,  instead  of  their  delivering  it ; T do 
not  say  that  1 s.  is  what  they  would  charge  us, 
but  that  is  all  that  they  allow  us. 

Mr.  Barctny. 

11164.  Is  it  a fair  rate  for  the  service  ? — It  is 
difficult  to  say,  considering  tiiat  they  charge  us 
2 s. ; we  claim  that  we  ought  to  be  allowed  more 
than  1 s.,  because  in  the  case  of  a railway  rate, 
which  does  not  include  delivery  to  waterside 
premises,  the  railway  companies  charge  us  2 s.  a 
ton ; but  from  the  delivered  rates  they  only 
allow  1 s.  if  we  cart  it  ourselves.  Now,  as  I was 
proceeding  to  say,  the  rate  from  Swansea  to  Bir- 
mingham, 12  s.  6 f/.,  minus  Is.,  is  11  s.  6 rf., 
which  amounts  to  -88  d.  per  ton  per  mile.  Now 
the  distance  from  Swansea  to  Burton-on-Trent 
is  187  miles  ; the  ordinary  grain  rate  to  anyone 
but  a Burton  brew'er  is  19  s.  2 c?.;  the  rate  to  a 
brewer  is  11s.  8 c?.,  as  against  19  s.  2 J.,  with  a 
weight  of  six  quarters  to  the  ton  as  against  five, 
which,  at  the  actual  weight  of  2,240  lbs.  to  the 
ton,  reduces  that  rate  to  9 s.  8|c?.  per  ton  to  a 
brewer,  as  against  1 9 s.  2 d.  to  a miller  or  corn 
merchant  residing  in  Burton,  so  that  the  rate  per 
ton  per  mile  from  Swmusea,  to  a Burton  brcAver, 
is  reduced  to  ’62  d.  I will  not  trouble  the  Com- 
mittee by  reading  all  the  figures,  1 will  put  in 
the  Table  ; but  I should  like  to  call  attention  to 
the  Sharpness  and  Gloucester  rates ; there  is 
much  less  difference  in  the  Sharpness  and  Glou- 
cester rates  than  in  any  others,  and  the  reason 
for  that  is,  that  we  have  free  water  communi- 
cation between  those  two  places  to  Birmingham, 
which  happily  for  us,  the  railway  comiianies  have 
not  yet  succeeded  in  getting  into  their  own 
hands  ; the  result  Is,  that  the  difference  of  rate 
to  Birmingham  as  against  Burton,  is  only  6^  d. 
per  ton  from  Sharpness,  and  7|c/.  from  Glou- 
cester, whereas  as  I explained  to  the  Committee, 
from  Swansea,  the  difference  as  against  Bir- 
mingham is  3 s.  4|f/.  2)er  ton.  The  difference 
from  Liverpool,  whicli  is  the  jiort  which  sends 
more  grain  into  Birmingham  and  South  Stafford- 
shire than  all  the  rest  of  the  ports  put  together, 
is  2 s.  11  d.  per  ton  against  Birmingham,  that  is 
to  say,  a Burton  brewer  having  barley  from  there, 
will  have  it  at  2 s.  11  d.  per  ton  less  than  we  in 
Birmingham  have. 

Mr.  Bolton. 

11165.  What  is  the  mileage  from  Liverpool  to 
Birmingham  ? — The  mileage  from  Liverjiool  to 
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Mr.  Bolton — continued. 

Birmingham  is  97,  and  the  delivery  rate  is 
12  s.  6 c?.,  which  we  reduce  to  11  s.  6 d.  by  taking 
ofi'  the  1 s.  for  delivery ; the  rate  ]ier  ton  per 
mile  is  l’42t?.  The  distance  from  Liverpool  to 
Burton-on-Trent  by  the  very  shortest  route  I 
can  find,  is  89  miles  ; the  ordinary  grain  rate  is 
12  s.  6 d.,  but  the  bi'ewer’s  grain  rate  is  9 5.  5 d.. 
with  six  quarters  to  the  ton,  which  brings  it  down 
to  7 s.  \Qd.  per  ton  of  2,240  lbs. 

Mr.  Nicholson. 

11166.  As  against  11  5.  6 d.  to  the  Birmingham 
man? — Yes,  and  the  rate  per  ton  2)er  mile  from 
Liveiqiool  is  l’06d.  to  the  Burton  brewer,  as 
against  1‘42  d.  to  a malster  or  miller  or  corn  mer- 
chant in  Birmingham. 

Mr.  Bolton. 

11167.  Does  an  ordinary  dealer  in  Burton  get 
the  six  quarter  rate  also,  or  only  the  brewers? — 
Only  the  brewers. 

Chairman. 

1 1168.  Does  the  grain  in  the  tw'o  cases  run  over 
the  two  railways? — For  a considerable  distance; 
in  some  cases  it  runs  entirely  over  the  same  rail- 
ways; either  the  London  and  North  Western,  or 
the  Midland,  or  the  Great  Western  would  take 
the  grain  in  the  first  instance  Irom  Liveri)ool,  and 
the  charges  in  Liverpool  would  be  precisely  the 
same  upon  grain,  whether  it  was  going  to  Burton 
or  whether  it  was  going  to  Birmingham. 

Mr.  Nicholson. 

11169.  Are  those  three  lines  in  competition 
from  Liverpool  to  Birmingham? — They  are  in 
comjietition  as  regards  convenience,  but  not  as 
regards  rate-  The  onl}^  competition  is  that  each 
company  solicits  very  hard  for  the  traffic ; they 
cannot  promise  us  any  advantage  in  the  rates, 
but  they  promise  us  everything  excej)ting  the 
rate;  as  to  the  rate,  it  is  in  the  hands  of  the 
three  companies,  the  London  and  North  Western, 
the  Great  Western,  and  the  Midland  Companies. 

Mr.  Monk. 

11170.  Have  you  made  any  complaint  to  the 
Raihvay  Commissioners  about  the  rates  to  the 
Burton  brewers  ? — I have  not  made  any  com- 
plaint to  the  Railway  Commissioners  ; it  is  only 
lately  that  we  have  been  satisfied  of  the  exist- 
ence of  the  agreements  which  the  Burton 
brewers  enjoy. 

Mr.  Nicholson. 

11171.  We  will  deal  with  that  point  presently 
if  you  jdease  ; you  are,  I believe,  of  opinion  that 
the  rates,  tolls,  and  charges  for  carting,  carrying, 
collection  and  delivery  should  in  every  case  be 
made  public  ? — Certainly. 

11172.  Have  you  anything  to  say  with  regard 
to  the  preferential  rates  which  you  complain  of? 
—We  have  this  to  say,  that  we  think  it  is  very 
unfair  that  we  should  have  to  jiay  a higher  rate 
for  English  grain,  for  instance,  than  for  inqiorted 
grain,  my  schedules  here  from  12  distinct  sea- 
ports on  imported  grain,  give  an  average  distance 
of  1171  miles;  the  average  rate  to  Birmingham 
is  IT  d.  jier  ton  per  mile;  the  average  distance 
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T\Ir.  Nicholson — continued, 
to  or  from  the  same  12  ports  to  Burton,  as  near  as 
I can  o-et  it,  is  125^  miles,  and  the  rate  to  the 
Burton  Brewers  is  ‘87  d.  per  ton  ])er  mile,  so 
that  there  is  a ditierence  there  of  *23  d. ; that  is  a 
farthing  per  ton  per  mile  upon  every  ton  of  foreign 
grain  which  comes  into  Birmingham,  as  against 
the  Burton  rates.  Then,  when  we  turn  from  im- 
ported grain  to  British  grown  grain,  we  find  that 
from  12  stations;  that  is  to  say,  Wellingborough, 
Northampton,  Blisworth,  Boade,  lUetchley,  Bed- 
ford, Cambridge,  St.  Neots,  Huntingdon,  St. 
Ives,  Bury  St.  Edmund’s,  and  Stamford,  the 
average  distance  to  Birmingham  is  80.^  miles  ; 
the  rate  per  ton  per  mile  is  1‘65  d.  The  average 
distance,  as  near  as  I can  get  it,  to  Burton-ou- 
Trent,  is  92  miles,  and  the  average  per  ton  per 
mile  from  those  12  stations  is  ‘997  d.,  or  a mere 
fraction  under  a penny  per  ton  per  mile,  so  that  a 
British  farmer  has  to  ])ay  •fi.jS  d.  per  ton  per  mile 
extra  upon  all  his  British  grown  grain,  as  com- 
pared with  what  is  going  into  Burton. 

Mr.  Bolton. 

11173.  Do  I understand  that  from  Liverpool 
there  is  any  distinction  made  between  home- 
grown and  foreign-grown  barley  ? — The  dis- 
tinction between  the  home-grown  and  the  foreign 
barley  is  in  the  weight  per  ton.  I do  not  sup- 
pose that  there  is  any  home-grown  barley  comes 
from  Liverpool. 

11174.  But  there  is  no  distinction  made  if  it 
does? — Not,  as  far  as  I kuow. 

11175.  The  rates  given  in  those  cases  of  the 

o ^ 

12  ports,  are  for  imported  grain  ? — I presume  it 
would  be  imported  grain  as  they  are  sea- 
ports. 

Mr.  Nicholson. 

11176.  Speaking  about  the  Burton  competi- 
tion, you  complain  that  the  preferential  rates 
given  to  Burton  are  unfair  to  the  merchants 
trading  in  other  towns?- — We  do;  the  railway 
companies  have  proved  their  ability  to  carry  at 
very  much  lower  rates,  and  they  are  doing  it 
voluntarily  ; the  railway  companies  are  carrying 
to  the  Burton  brewers  at  these  highly  favoured 
rates,  and  we  contend  that  inasmuch  as  the  rail- 
way companies  have  proved  their  ability  to  carry 
gi’ain  at  those  rates,  such  large  centres  as 
Birmingham  Avith  a million  of  inhabitants,  within 
a few'  miles  of  it,  ought  to  be  put  upon  the  same 
footing. 

11117.  You  are  also  of  ojnnion  that  the  car- 
riage of  grain  by  the  computed  ton  of  2,400  lbs.,  is 
not  only  Avrong  but  illegal  ? — That  is  my  im- 
pression, looking  at  the  Weights  and  Measures 
Act  of  1860,  Avhich  jirescribes  Avhat  the  cwt. 
shall  consist  of,  and  enacts  that  the  ton  shall  con- 
sist of  20  such  CAvts.  The  only  inference  1 can 
draAV  from  that  is  that  the  ton  shall  consist  of 
2,240  lbs.,  nothing  more  nor  less  ; Ave  have  to 
pay  upon  2,240. 

11178.  Do  you  producer  a Table  of  rates, 
shoAving  that  the  Burton  rates  for  barley  and 
malt  are  loAver  than  the  ordinary  current  rates 
to  other  ])oints  of  delivery  in  the  kingdom? — 
I do. — ( The  Witness  handed  in  a Tulle.) 

11179  Have  you  anything  to  say  Avith  refer- 
ence to  preferential  rates  given  to  the  Burton 


Mr.  Nicholson — continued, 
brewer  ? — We  have  this  to  say,  that  Ave  have 
been  very  much  puzzled,  having  had  an  impres- 
sion, amounting  to  knoAvledge,  that  such  a pre- 
ference Avas  given.  To  ascertain  the  Avhy  and 
the  Avherefore,  Ave  applied  for  l ates  lately  ; and 
here  I wdsli  to  call  the  attention  of  the  Committee 
again  to  the  extreme  difficulty  Ave  ha\'e  in  getting 
full  information  Avith  reference  to  distances.  The 
letter  I am  going  to  read  you  is  from  the  Great 
Western  Company,  but  I make  no  more  com- 
plaint about  the  Great  Western  Bailway  Com- 
pany than  about  any  other  company.  First  of 
all  I applied  to  the  head  ofiice  at  Paddington  for 
a list  of  the  rates  of  the  company  from  Banbury, 
Heyford,  Oxford,  Didcot,  Reading,  Wallingford, 
.Molesford,  Wantage  Road,  Swindon,  and  Ciren- 
cester; those  are  stations  from  Avhich  ayc  draw  a con- 
siderable (][uantity  of  grain,  barley,  AYheat,  beans, 
and  })eas,  and  many  of  them  are  stations  from 
Avhich  barley  passes  to  Burton.  VaTiou  I re- 
ceived the  first  list  of  rates  there  aatis  no  men- 
tion made  about  ihe  Aveighc.  1 Avrote  to  the 
Great  Western  Raihvay  Company,  acknow- 
ledging their  letter,  and  saying  that  I had  reason 
to  believe  that  the  rates  to  Birmingham  Avere  not 
at  the  same  Aveight  per  ton  as  they  Avere  to  Bur- 
ton, and  the  reply  to  that  letter  is  dated  10th 
May  1881.  “ Dear  Sir,  I duly  received  your 

favour  of  the  6th  instant  ackuoAvledging  the  list 
of  rates  sent  Avith  my  letter  of  the  5th  instant. 
I dare  say  you  are  aAvare  that  the  Midland  and 
London  and  North  Western  Companies  have  for 
some  years  had  agreements  Avith  the  Burton 
breAvers  under  Avhich  they  haA'e  to  carry  malt 
and  barley  at  computed  Aveight.  We  are  there- 
fore of  necessity  compelled  to  charge  in  the 
same  Avay  from  places  where  we  have  those 
companies  for  competitors  ; in  this  case  the  sta- 
tions thus  affected  are  Banbury  and  Oxford, 
but  from  the  other  stations  the  traffic  is  carried 
at  actual  Aveight.  Yours,  truly — II.  LamhertB 
It  is  true,  certainly,  that  Banbury  and  O.xford 
are  the  onlj'  tAvo  stations  in  the  list  for  Avhich  I 
applied  Avhich  are  eo  affected,  but  there  are  a 
multitude  of  other  stations  upon  the  Great 
Western  RaiLvay  Avhere  either  the  Midland  or 
the  North  Western,  or  both,  come  into  competi- 
tion, and  I think  it  fair  for  me,  therefore,  to 
assume  that  the  same  laAV  applies  to  all  the  other 
stations  so  affected,  as  it  does  to  Banbury  and 
Oxford. 

11180.  At  any  rate,  that  is  an  illustration  of 
the  fact? — But  I should  like  to  mention  (as 
these  railw'ay  gentlemen  Avho  come  after  me  may 
have  an  opportunity  of  contradicting  me)  that 
the  difficulty  of  getting  Avhat  the  actual  Aveight 
is  to  Burton  is  the  greatest  difficulty  Ave  ever 
had;  I Avent  to  Burton,  and  an  intimate  friend  of 
mine  has  been  there;  I Avas  told  plainly  that 
these  agreement  rates,  in  all  cases,  assume  a com- 
puted Aveight  of  six  quarters  to  the  ton.  I have 
letters  from  the  Midland  and  the  London  and 
North  Western  Companies,  saying,  that  Avith 
regard  to  certain  stations,  Avhere  thej'  are  all  in 
competition,  actual  Aveight  is  insisted  upon; 
Avhich  to  believe  I do  not  knoAv.  If  the  Com- 
mittee think  it  worth  Avhile  to  get  at  the  truth,  I 
Avould  like  to  suggest  that  the  different  agree- 
ments betAveen  the  railAvay  companies  and  the 
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Mr.  Nicholson — continued. 

Burton  brewers  be  brought  before  them,  In  order 
that  tliey  might  see  how  far  an  exti’eme  prefer- 
ence is  given  to  the  Burton  brewers  to  tlie  pre- 
judice of  everyone  connected  with  the  grain  trade, 
from  the  grower  to  the  consumer.  I cannot  say 
how  it  is  distributed,  but  I can  say,  with  regard 
to  the  farmer,  tliat  tlie  farmer  is,  in  many  in- 
stances, compelled  to  sell  his  grain,  especially  his 
barley,  at  a lower  rate,  to  enable  the  purchaser 
to  compete  with  Burton,  or  with  imported  grain. 

11181.  You  would  like  the  Committee  to 
have  power  to  alter  this  arrangement,  or 
to  recommend  its  alteration? — I would,  be- 
cause I have  been  informed  that  in  Burton  one 
of  these  agreements  is  expiring,  and  the  reneAval 
of  it  on  foot.  I submit  that  no  private  arrange- 
ment ought  to  exist  Avith  regard  to  railway 
matters;  the  railway  companies  have  absorbed 
the  carrying  poAver  of  the  kingdom  almost  to  the 
greatest  possible  extent,  and  it  is  only  fair,  en- 
joying, as  they  do,  such  monopolies  by  Act  of 
Parliament,  that  the  Avhole  thing  should  be  made 
public.  Now,  Avith  regard  to  question  of  dis- 
tances, I should  like  to  say  that  having  applied 
to  the  Great  Western  PailAvay  Company,  Avhen 
I wrote  to  them  for  these  rates,  I tbrgot  at  the 
moment  to  apply  for  the  distances;  I Avrote 
again  for  the  distances,  and  Avhat  they  say  is 
this : “ The  information  you  have  asked  to  be 
furnished  Avith  does  not  form  part  of  a quotation 
of  rates.”  There  I distinctly  disagree  Avith  them, 
becau.se,  under  the  Railway  and  Canal  Traffic 
Act,  Ave  are  entitled  to  a quotation  of  the  dis- 
tances as  Avell  as  the  rates.  The  letter  goes  on 
to  say,  “ Indeed  it  is  not  usual  for  such  a request 
to  be  made;  however,  as  a special  case,  I enclose 
you  a memorandum  of  our  distances  from  the 
stations  in  questions  to  Birmingham,  Burton, 
Derby,  and  Leicester.”  My  rejAly  to  them  was 
sim[)ly  that  I did  not  consider  myself  under  an 
obligation  ; that  at  each  of  the  sending  stations  I 
had  a perfect  right  to  ask  for  the  distance  as  well 
as  the  rate,  and  I assumed  to  be  saving  myself  and 
the  company  trouble  by  applying  to  headquarters, 
where  the  distance  w^as  known,  as  well  as  the 
rate. 

11182.  Have  you  any  information  to  give  to 
the  Committee  Avith  reference  to  the  carriage  of 
grain  in  Germany  and  France? — The  informa- 
tion I ha  A C is  from  members  of  our  association, 
AAdio  have  dealt  in  barley  coming  to  Burton,  and 
they  assure  me  that  their  rates,  Avherever  they 
have  knoAvn  them,  haA^e  been  less  from  the  north 
and  even  from  the  centre  of  France  to  Burton 
than  the  barley  rates  either  from  Southampton 
or  Basingstoke  in  the  south,  or  from  any  port  in 
the  south  Avhere  French  barley  is  in  the  habit  of 
coming ; and  the  same  observation  Avill  apply  to 
the  6aale  district,  Avhich  is  the  favourite  district 
for  barley. 

11183.  So  that  in  jiolnt  of  fact  the  over-sea 
transit  is  given  for  nothing  I take  it  in  some 
cases  ? — Not  by  the  sea  freighters. 

11184.  But  it  is  given  ? — It  is  given.  I should 
also  say,  that  as  far  as  I can  learn  no  Burton 
brcAver  ever  alloAvs  anybody  to  pay  his  carriage 
for  him  ; he  always  pays  that  for  himself. 

11185.  And  I may  take  it  that  he  gets  a good 
allowance  ? — He  keeps  his  own  secret. 

0.54. 


Chairman. 

11186.  Where  does  the  Saale  barley  land  ? — 
'I  hrough  Hull  and  Grimsby.  I should  say  that 
more  Saale  barley  comes  through  Grimsby  than 
any  other  port,  Grimsby  being  in  direct  commu- 
nication Avith  Burton. 

Mi\  Nicholson. 

1 1 187.  Have  you  any  other  complaint  to  make  ? 
— We  traders  think  that  tlie  facilities  for  coming 
before  the  Raihvay  Commissioners  should  be  in- 
creased. As  the  oAvner  of  a siding,  for  instance, 
I am  not  in  a position  to  ask  for  a through  rate, 
unless  the  railway  company,  into  AAdiose  line  that 
siding  runs,  are  Avilling  to  ajipear  for  me  before 
the  Railway  Commissioners.  Some  time  ago  we 
construted  a siding  at  Stratford-on-Avon,  and  there 
was  a sort  of,  I Avill  not  say  understanding,  but  a 
sort  ofAvantof  understanding;  the  Great  Western 
Avent  on  Avith  us  for  four  or  five  years,  and  then 
they  disagreed  Avith  the  East  and  West  Junction 
Company  ; it  AA^as  only  a matter  of  one-eighth  of 
a mile  haulage  across  the  East  and  West  Junction, 
for  Avhich  they  Avere  Avilling  to  take  reasonable 
terms,  but  the  Great  Western  Raihvay  Company 
Avould  not  see  it,  and  OAving  to  a misunderstanding 
our  siding  Avas  closed  for  some  months  to 
Great  Western  traffic,  and  we  had  to  haul 
our  goods  for  nearly  a mile ; the  easiest  Avay 
would  have  been  to  have  taken  the  matter 
before  the  Raihvay  Commissioners,  but  I was  not 
able  to  go  before  the  Raihvay  Commissioners, 
the  Act  not  entitling  me  to  do  so.  The  conse- 
qiience  Avas  that  I applied  to  both  the  raihvay 
companies,  but  they  said,  “We  Avill  not  go  before 
the  Raihvay  Commissioners  ; Ave  do  not  Avant  to 
have  anything  to  do  Avith  the  Raihvay  Commis- 
sioners,” so  I had  to  bide  ray  time  and  make  the 
best  settlement  I could  ; but  the  matter  is  in  this 
position,  that  either  of  the  companies  might  say  Ave 
will  haA'e  nothing  more  to  do  with  it.  Either  com- 
pany might  bring  us  competitive  traffic,  but  as  to 
local  traffic  might  say,  “ The  other  company  is  very 
aAvkward  to  deal  Avith ; you  must  do  the  best  you 
can.”  Noav,  on  behalf  of  another  member  of  our 
association,  Avho  is  a corn  merchant  to  a consider- 
able extent,  and  also  a trader  in  ironstone,  I should 
like  to  mention  that  only  this  last  Aveek  he  com- 
plained to  me  of  the  same  difficulty.  He  is  for- 
Avarding  over  1,000  tons  a Aveek  of  ironstone, 
Avhich  goes  on  to  tAvo  or  three  different  lines  of 
raihvay,  and  he  cannot  get  the  sending  company 
to  apply  for  a through  rate  ; they  will  not  give 
him  any  assistance  in  that  way.  But  with  regard 
to  my  own  disability,  it  is  one  Avhich  might  be 
common  to  a great  number  of  other  peoj)le.  The 
only  partner,  so  to  speak,  in  our  firm,  is  a lady ; a 
widow,  and  she  Avould  not  care  to  appear  before  the 
Railway  Commissioners.  I,  as  her  manager,  am 
not  qualified  as  the  Act  stands  at  present;  if  1 Avere 
manager  of  a limited  company,  I could  go  before 
the  Raihvay  Commissioners,  but  no  clerk  or  ser- 
vant, or  any  person  but  the  principal,  or  the 
manager  of  a public  company  can  go  before  the 
Raihvay  Commissioners.  I mention  this,  not 
for  the  sake  of  airing  a grievance,  but  because  I 
knoAv  several  other  firms  Avho  are  in  the  same 
position. 

3 s 4 11188.  T suppose 
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Chairman . 

11188.  I suppoi=e  the  coiriplaint  you  are 
making  now  is,  that  the  lady  Avould  not  like  to 
appear  ])ersonally  before  the  Railway  Commis- 
sioners ? — Quite  so. 

11189.  And  not  that  there  is  anything  to  inca- 
pacitate her  from  aj)])earing  ? — Nothing  what- 
ever. 

11190.  Why  do  you  say  that  the  case  cannot 
be  proved  before  the  Railway  Commissioners; 
cannot  a clerk  apj^ear  ? — No  ; that  is  the  rule  ; I 
wrote  one  letter  when  Lord  Sandon  was  at  the 
head  of  the  Board  of  Trade,  to  the  Board  of 
Trade  upon  the  subject. 

Mr.  Barclay. 

11191.  An  ordinary  joint  stock  company, 
which  is  not  limited,  can  appear  before  the  Rail- 
way Commissioners’ — Yes;  but  this  is  not  a 
joint  stock  company  ; it  is  a private  firm. 

Chairman. 

11192.  Will  you  now  continue  your  state- 
ment?— The  wish  of  other  traders,  as  well  as 
myself,  is  this,  that  any  recognised  servant  or 
manager  of  a firm,  who  is  thoroughly  up  in  all 
matters  connected  with  the  carrying  department 
of  their  business,  should  be  able  to  come  before 
the  Railway  Commissioners,  and  state  his  case 
Avithout  having  to  instruct  a solicitor,  for  him 
again  to  instruct  counsel,  for  the  probability  is 
that  the  Railway  Commissioners  would  almost 
more  readily  understand  the  nature  of  the  appli- 
cation, as  stated  by  the  party  interest ed,  than  a 
solicitor  Avhom  he  might  first  have  to  seek  assist - 
.ance  from. 

Mr.  Barclay. 

11193.  I think  you  stated  that  in  one  case 
where  the  canal  Avas  competing  AAuth  the  railway 
companies,  the  rates  Avere  very  nearly  lair  and. 
just,  as  betAveen  the  difierent  parties? — They 
are  the  most  favourable  rates  Ave  have  Avhere  the 
free  navigation  upon  the  water  comes  into  com- 
petition Avith  the  railways. 

11194.  You  believe  that  the  competition  of 
the  canal  companies  prevents  the  railway  com- 
pany from  giving  2:)referential  rates  ? — We  do. 

11195.  And  1 suppose  you  Avould,  in  conse- 
quence, be  averse  to  any  more  canals  passing 
into  the  hands  of  railway  companies? — Most 
distinctly.  I should  like  to  say  that  Ave  strongly 
support  the  allegations  Avhich  the  Avifness,  .Mr. 
Lloyd,  made  last  Aveek  Avith  regard  to  the  War- 
Avick  canal  ; that  is  to  say,  Avith  regard  to  the 
position  Avhich  the  Birmingham  Canal  Company 
holds  over  us  all  in  Birmingham,  by  Avithholding 
its  consent  to  through  tolls  upon  the  canals.  We 
ourselves  are  boatoAvners,  but  in  one  short  run 
of  35  miles,  from  our  mill  to  our  Avarehouse,  Ave 
have  to  pay  three  distinct  sets  of  tolls  to  three 
distinct  com])anies  ; Ave  do  not  complain  of  the 
tolls,  but  Ave  say  that  it  would  be  a great  facility 
if  Ave  could  pay  them  all  in  one  hand.  If  I 
Avent  to  London  I should  have  to  pay  six  distinct 
tolls,  and  if  I Avere  not  in  credit  at  each  of  those 
jilaces,  I should  have  to  j)rovide  a boatman  Avith 
money  to  ])ay  his  passage  through. 

1119G.  In  the  Avay  you  Avould  piefer  to  have 
doubtless,  an  amalgamation  of  the  canals  ? — I do 


Mr.  Barclay — continued, 
not  care  about  the  amalgamation  of  the  canals ; 
but  I Avant  to  have  through  tolls. 

11197.  Could  you  give  a guess  how  far  barley 
is  on  the  average  carried  to  the  principal  market 
by  raihvay ; is  it  20  miles  ? — It  is  considerably 
more ; take  the  barley  lands  of  Berkshire  and 
the  chalk  lands  of  Norfolk  and  Suffolk.  Bury 
St.  Edmunds  is  150  miles  from  Burton. 

1 1198.  Should  you  say  that  60  miles  Avas  under 
the  average  ? — I should,  considerably. 

11199.  And  you  say  English  barley  is  charged  '55 
per  mile  upon  the  average  more  than  foreign  barley? 
— It  is  '55  on  all  English  grain  to  Birmingham; 
it  amounts  to  the  same  thing,  take  it  Avhich  way 
you  Avill,  either  as  in  favour  of  foreign  grain,  or 
against  ordinary  grain  coming  to  Birmingham. 

11200.  I gathered  from  the  evidence  that  you 
gave,  ihat  it  Avurked  out  that  English  barley  on 
the  average  was  charged  ’55  per  ton  per  mile 
more  than  foreign  barley  ? — It  is. 

11201.  If  the  average  distance  Avhich  the 
English  barley  is  carried  to  Birmingham  is  not  less 
than  80  miles,  does  not  that  Avork  out  that  English 
barley  is  charged  3 s.  8 rf.  per  ton  more  than  the 
foreign? — I have  not  Avorked  out  the  calculation 
in  that  Avay  ; but  I should  say  that  the  average 
distance  of  English  barley  travelling  to  Birming- 
ham is  not  less  than  100  miles.  I am  speaking  of 
British  barley,  for  there  is  at  times  a good  deal 
of  Scotch  barley  going  to  Birmingham. 

11202.  But  taking  the  difference  at  3 s.  8 c?. 
per  ton,  that  excess  at  5 quarters  to  the  ton 
Avorks  out  8^  d.  per  quarter  against  English 
barley? — Yes ; 8^  d.  to  9 d,  per  quarter. 

11203.  What  do  you  consider  an  average  crop 
of  barley  to  be? — It  is  betAveen  four  and  five 
quarters  ; certainly  that  Avould  be  a moderate 
estimate. 

1 1204.  Take  4^  quarters  to  the  acre,  the  differ- 
ence against  English  barley  comes  to  3s.  4Jc?.  per 
acre  as  against  the  English  landoAvner  or  farmer? — 
Yes,  it  does.  The  quantity  of  foreign  barley  which 
is  so  very  much  favoured,  imported  into  this  king- 
dom, is  exceedingly  small  as  compai’ed  with  the 
English  barley.  The  total  quantity  of  barley 
imported  into  the  United  Kingdom  for  the  cereal 
year  ending  31st  of  August  iB80,  Avas  3,467,147 
quarters. 

Mr.  Bolton. 

11205.  What  Avas  the  quantity  of  English 
barley? — The  only  Avay  I can  get  at  the  English 
barley  is  by  taking  the  acreage.  The  acreage 
under  barley,  taking  the  agricultural  returns  for 
the  4th  of  June  1880  in  Great  Britain,  excluding 
Ireland,  Avas  2,467,441  acres,  and  the  imported 
barley  is  equivalent  to  a groAvth  of  Ig^  quar- 
ters to  the  acre  upon  that,  and  Avhich  Ave  take  at 
about  ont -third  of  the  actual  yield,  so  that  the 
actual  yield  of  English  barley  AAOuld  be  11,000,000 
quarters. 

11206.  Do  you  think  it  is  fair  to  say  that  this 
differential  charge  of  ‘55  against  English  barlev, 
makes  a difi'erence  of  3 s.  per  acre  to  the  English 
groAver  so  far  as  the  English  land  is  nnder  barley? 
— That  is  so. 

11207.  And  so  far  as  the  average  mileage  is 
longer,  the  disadvantage  to  English  barley  would 
be  still  greater? — It  Avould. 

11208.  I suppose  if  Ave  were  to  take  Saale 

barley 


SELECT  COMMITTEE  ON  KAILWAYS. 


513 


27  June  1881.]  Mr.  Willson.  [Continued. 


Mr.  Bolton — continued. 

barley  it  would  be  the  best  test  for  comparison 
as  between  the  finest  Norfolk  barley,  and  the 
finest  foreign  baidey  ? — The  Saale  barley  is  the 
most  favoured  barley  with  the  Burton  brewers. 

11209.  It  is  the  Saale  barley  which  principally 
competes  with  the  finest  classes  of  Norfolk 
barley  ? — It  is. 

11210.  You  cannot  tell  the  Committee  the 
rates  for  Saale  barley  from  Grimsby  to  Burton, 
can  you? — Yes,  the  rate  for  barley  from  Grimsby 
to  Burton,  the  distance  being  105  miles  by  the 
shortest  route,  is  11  s,  per  ton  computed  weight, 
that  is  equal  to  9 s.  2d.  per  ton  actual  weight, 
and  it  works  out  to  1‘05  d. 

11211.  Can  you  give  the  Committee  the  rate 
from  Norfolk? — I do  not  think  I have  the  Nor- 
folk rates;  but  I have  the  Kings  Lynn  rate,  which 
applies  to  foreign  barley.  Now  with  regard  to 
the  Kings  Lynn  rate,  I should  like  to  state  that 
the  favoured  rate  from  Lynn  to  Burton  works 
out  to  the  brewer  at  *82  d.,  where  as  to  Bir- 
mingham the  malster  in  our  large  district  would 
have  to  pay  1’26  d. 

iMr.  Bolton. 

11212.  Is  that  the  rate  for  foreign  barley  in 
each  case  ? — Yes,  it  is  for  foreign  barley  in  each 
case,  so  that  Birmingham  is  taxed  to  the  extent 
of  4. 9.  11 1 d.  per  ton  upon  all  its  barley  coming 
from  Lynn  as  against  Burton. 

Mr.  Barclay. 

11213.  You  cannot  tell  me  the  rate  per  ton  for 
Norfolk  barley  ? — No,  I cannot ; I have  Bury 
St.  Edmunds,  and  I have  Cambridge,  and  I would 
call  your  attention  in  Schedule  2 to  the  rate  from 
Cambridge.  The  rate  on  grain  coming  into  Bir- 
mingham and  South  StafFordslilre  from  Cam- 
bridge is  as  nearly  as  possible  double  the  rate  per 
ton  per  mile  that  it  is  going  to  the  Burton 
brewer ; the  Burton  brewers  pay  ‘82  d.,  and  we 
have  to  pay  1 dS2  d. 

Mr.  Bolton. 

11214.  That  is  home-grown  barley,  is  it  not? 
— Yes,  home-grown  barley. 

Mr.  Barclay. 

11215.  Are  not  the  rates  all  low  to  Burton- 
on-Trent,  whether  for  foreign,  or  home-grown  ? 
— We  maintain  that  ours  are  high  to  Binning- 

D O 

ham. 

11216.  Do  you  desire  to  have  the  terminal 
rates  separated  from  the  mileage  rates  in  the 
rate  books  of  the  companies  ? — Yes,  we  think  Ave 
ought  to  knoAV  the  terminal  charge. 

11217.  Do  you  think  further  that  you  ought 
to  have  the  right  to  collect  and  deliver  grain  for 
yourselves,  instead  of  paying  the  railway  company 
for  doing  so  ? — In  a great  many  cases  we  have 
the  right  to  collect  and  deliver ; but  we  do  not 
reeeive  from  the  railway  companies  either  for 
collecting  or  delivering,  as  much  as  they  would 
charge  us  if  they  did  the  service. 

11218.  But  if  you  have  the  right  to  do  it  for 
yourselves  have  you  much  ground  of  complaint 
against  the  railsvay  comiiany? — I am  not  com- 
plaining of  the  cost  of  collection  especially. 

11219.  Would  you  desire  to  have  the  right  to 
0.54. 
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have  the  station  to  station  rates  Avhich  the 
railway  company  at  the  present  moment 
charge  for  collection  and  delivery  ? — In  Bir- 
mingham I look  upon  station  to  station  rates 
as  not  jiossible  in  all  cases,  from  the  fact  of  the 
ramifications  of  the  canal  being  so  numerous  as 
to  afford  accommodation  to  premises  greater  than 
perhaps  any  other  town  in  the  United  Kingdom 
can  boast  of. 

11220.  You  have  stated  that  you  do  not  get 
competition  in  rates  from  the  railway  companies, 
but  that  you  get  competition  in  the  accommoda- 
tion and  incidental  services  ? — There  is  a very 
slight  competition  there. 

11221.  Is  there  a large  amount  of  canvassing 
which  goes  on  for  your  traffic  by  the  railway 
companies? — Yes,  there  is  considerable  canvass- 
ing for  the  traffic, 

11222.  Does  not  that  canvassing  inA^olve  a 
great  deal  of  expense  to  the  railway  companies  ? 
— Yes ; if  I go  to  the  Liverpool  market  it  is 
very  seldom  that  a telegram  does  not  come  for 
me  to  Birmingham,  saying  that  such  and  such 
grain  has  been  bought,  and  can  they  have  the 
carriage  ; it  is  a regular  thing  to  have  canA^ass- 
ing  in  all  the  large  markets  Ave  go  to,  Liverpool 
and  London  especially. 

1 1223.  Would  it  be  your  interest,  as  a trader, 
to  take  a raihvay  company  before  the  Kaihvay 
Commissioners? — It  would  be  in  some  things, 
undoubtedly. 

11224.  After  taking  into  consideration  the 
cost  it  Avould  be  to  you  to  get  a decision  from 
the  Bailway  Commissioners? — If  I Avere  in  a 
position  to  go  before  the  RaiLvay  Commissioners, 
and  Avere  likely  to  fare  as  Avell  as  the  private 
traders  Avhose  cases  I have  read,  the  cost  would 
be  small,  because  I see  in  most  cases  the  priA^ate 
traders  have  succeeded  in  carrying  their  cases 
before  the  Kaihvay  Commissioners. 

11225.  Could  you  give  the  Committee  any 
idea  of  the  cost  in  those  cases  ? — I have  heard 
that  in  one  case  the  cost  did  not  exceed  20  1. 

Mr.  Bolton, 

11226.  You  say  that  private  traders  ha\"e  gone 
before  the  Railway  Commissioners  ? — Yes,  and 
in  most  cases  Avhere  the  private  traders  have 
gone  before  the  Raihvay  Commissioners  they^ 
have  generally  succeeded  in  their  application. 

Mr.  Barclay, 

11227.  But  if  it  Avere  going  to  cost  you  200  /. 
or  300  Z.,  AA'hich  is  a considerably  smaller  sum 
than  the  Committee  have  had  in  evidence  here, 
as  the  expense  of  a case,  Avould  you  be  disposed 
to  go  before  the  Railway  Commissioners  and 
incur  such  costs  ? — I hardly  think  I should,  as  an 
individual,  for  my  OAvn  interest. 

Chairman. 

11228.  Will  you  read  out  from  this  Table  in 
the  “ amended  general  orders,  under  the  Regu- 
lation of  Railways  Act,  1873,”  Avhat  the  actual 
fees  charged  are  for  making  an  application  to 
the  Raihvay  Commissioners  ? — “ Receiving  and 
filing  every  application  or  statement  of  case  or 
ansAver  thereto  1 Z.  Receiving  and  filing  every 
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Chairman — continued. 

reply,  afBdavit,  or  other  proceeding  2 s.Q  d.  No 
extra  charge  is  to  be  made  for  documents  that 
may  accompany  any  application,  ansAver,  reply, 
or  affidavit.  Every  summons  upon  interlocutory 
proceedings  5 s.  Every  order  made  thereon 
2 s.  6 d.  rltlendance  by  counsel  or  interlocutory 
proceedings,  each  side  10  s.  Every  order  for 
attendance  of  witnesses,  made  at  request  of  the 
parties,  or  either  of  them,  2 s.  6 d.  Every  sub- 
poena 2 s.  6 d.  Every  hearing  not  in  the  nature 
of  interlocutory  proceeding,  or  of  an  arbitration, 
1 /.  Office  copy  of  proceedings,  per  folio,  6 d. 
Copies  of  2)lans,  sections,  &c.,  to  be  paid  for  by 
the  party  requiring  them,  according  to  the  actual 
cost.” 

Mr.  Barclay. 

11229.  Do  you  think  that  many  traders 
would  like  to  appeal  to  the  Railway  Com- 
missioners?— It  depends  upon  the  nature  of  the 
application ; if  they  are  going  to  be  involved  in 
a knotty  point  of  law,  then  a resort  to  legal 
assistance  is  necessary.  I have  been  present 
before  the  Railway  Commissioners  some  four  or 
five  times,  and  it  struck  me  that  some  of  the 
witnesses  examined  there  seemed  to  make  the 
case  a good  deal  clearer  than  some  of  the  counsel 
Avho  examined  them  ; the  Avitnesses  appeared  to 
me  to  put  their  case  in  a nutshell,  and  the  Com- 
missioners appeared  to  appreciate  it ; of  course, 
I do  not  Avant  to  throw  any  imputation  upon  the 
counsel. 

11230.  Is  there  any  necessity  to  appear  before 
the  Railway  Commissioners  by  counsel? — No,  I 
presume  not. 

Mr.  Monk. 

11231.  Are  you  under  the  impression,  that  it 
is  necessary  to  employ  a solicitor  ? — I am  informed 
that  it  is. 

1 1231*.  I may  tell  you  that  I am  authorised  to 
say  that  it  is  not  necessary  to  ajApear  before  the 
Railway  Commissioners  by  a solicitor? — I Avas 
told  that  it  was  necessary ; a solicitor  Avas  my 
informant.  But  in  speaking  of  barristers,  I 
should  like  to  be  alloAved  to  explain  that  the 
question  of'  difficulty  lies  not  so  much  with  the 
barristers,  who  are  thoroughly  Avell  practised  in 
these  matters ; but  arises  from  the  instructions 
which  they  recei\'e  from  the  solicitors  ; the  diffi- 
culty hes  in  the  plaintiff  putting  his  case  before  a 
solicitor,  Avho  has  in  his  turn  a difficulty  in 
putting  the  case  before  counsel. 

Mr.  Barclay. 

11232.  You  would  prefer  to  appear  before  the 
Railway  Commissioners  as  your  own  counsel  ? — 
Yes,  unless  the  case  involved  an  Intricate  point 
of  hlAV. 

11233.  Do  you  think  that  many  men  would 
like  to  do  so? — I knoAV  many  men  in  the  same 
position  as  myself  who  would  do  the  same. 

Mr.  Cross. 

11234.  Have  you  made  many  complaints  of  the 
rates  to  the  raihvay  companies  Avithiu  the  last 
10  years  ? — We  frequently  do  Avith  regard  to  the 
rates.  I may  say  that  there  is  seldom  a time 
that  Ave  are  not  in  correspondence  Avlth  the 
railway  companies  about  the  rates ; the  diffi- 


Mr.  Cross — continued. 

culty  Ave  have  is  in  the  slowness  Avith  which  we 
can  get  any  rate  altered.  I have  a case  now 
arising  out  of  the  West  Midland  agreement, 
Avhich  amounts  to  saying  that  no  rate  upon  the 
Stratford-on-Avon  branch  can  be  altered  Avithout 
the  consent  of  the  Great  Western  Raihvay  Com- 
pany ; the  company  to  Avhora  I have  aj)plied 
intimate  their  Avillingness  to  accede  to  the  altera- 
tion ; but  the  Great  Western  Railway  Company 
will  not  accede  to  it,  so  I have  been  sending 
traffic  under  protest. 

11235.  You  think  that  the  practice  of  agree- 
ments between  raihvay  companies  tends  very 
much  to  the  keejiing  up  of  the  rates  ? — I think 
it  does. 

11236.  Has  there  been  any  advance  in  the 
rate? — Within  the  last  13  years  there  was  a very 
substantial  advance  of  the  grain  rates  throughout 
the  kingdom. 

11237.  What  was  the  I’eason  of  that  advance  ? 
— It  Avas  a time  of  general  prosperity  in  the 
country  ; everything  Avas  said  to  be  dearer  ; coal, 
and  horse-keep,  and  everything  else,  and  I sup- 
pose the  raihvay  companies  thought  they  might 
as  well  participate  iu  the  general  prosperity. 

11238.  Has  thei’e  been  no  reduction  since  ? — 
None. 

11239.  You  Avould  think  it  reasonable  if  the 
raihvay  company  advanced  its  rates  in  times  of 
general  prosperity,  that  they  should  reduce  them 
noAv? — We  consider  that  the  rates  should  be  re- 
duced noAV  ; our  cartage  rate  was  raised  7 years 
ago  from  Is.  Q d.  to  2 s.  a ton.  From  my  ex- 
perience, as  the  keeper  of  a number  of  horses,  I 
should  say  that  this  charge  might  be  very  Avell 
reduced. 

11240.  Flave  you  applied  for  that  rate  to  be 
reduced  on  the  opposite  grounds  to  those  upon 
Avhich  it  Avas  advanced  ? — I cannot  say  that  I 
have. 

11241.  You  have  put  in  tables  of  rates  to 
Birmingham  on  foreign  and  home  grain  ? — I 
have. 

11242.  I notice  that  the  rate  from  Bury  St. 
Edmund’s  to  Birmingham  is  20  s.  10  rf.,  Avhich 
Avorks  out  to  l'78f/.  per  ton  per  mile? — That 
is  correct. 

11243.  And  foreign  grain  going  a smaller  dis- 
tance,  from  NcAvport,  for  instance,  is  charged 
only  *97  d.  ? — That  is  so. 

11244.  That  would  seem  to  be  a \’ery  much 
greater  difference  than  the  difference  you  quoted 
to  the  honourable  Member  for  Forfarshire  just 
now  ? — Yes,  it  is  ; but  I took  an  average  of  12 
stations,  and  I Avould  like  to  say  that  they  Avere 
not  selected  for  the  purpose  of  shoAving  the 
highest  and  lowest,  but  I took  12  principal  sea- 
ports from  Avhich  grain  comes  to  our  district,  and 
in  Table  No.  2 I took  places  east  and  south-east 
of  Birmingham,  from  Avhich  district,  in  a favour- 
able season,  a very  large  quantity  of  English- 
grown  grain  is  brought  into  our  OAvn  district. 

1 1245.  As  a matter  of  fact,  upon  the  rate  from 
Bury  St.  Edmunds  to  Birmingham  there  appears 
to  be  at  least  | d.  a mile  charged  on  home-grown 
grain  more  than  would  be  charged  on  foreign  grain 
coming  from  the  outports,  the  prices  being  1‘78  d., 
as  against  '97  d.  from  NeAvport  ? — Yes,  as  against 
us;  and  taking  the  average  from  the  ports,  Avhich 
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is  1-1  d.,  that  would  be  '68  d.  as  against  Bury  St. 
Edmuuds. 

1 1246.  You  stated  to  the  honourable  Member 
for  Forfarshire  that  the  average  difference  would 
be  *55  d.  as  against  the  home-grown  grain  com- 
ing from  Birmingham  ? — The  average  on  all 
foreign  grain  is  ITrf.  ; the  average  on  British 
grain  is  1’65(7. ; taking  the  one  from  the  other, 
it  makes  a difference  of  *55  d. ; that  is  to  Bir- 
mingliam  only. 

Sir  Baldioin  Leighton. 

11247.  You  stated  that  sometimes  when  you 
were  from  home  a telegram  would  come  to  your 
Birmingham  house  of  business  asking  for  the 
ti-affic  in  grain,  that  would  relate  to  some  large 
quantity,  I suppose? — Yes. 

11248.  AYould  that  be  where  there  was  com- 
petition ? — Yes,  competition,  such  as  it  is. 

11249.  For  instance,  from  London  to  Birming- 
ham tliere  is  the  competition  of  two  or  three 
railways? — There  is  no  competition  in  the  rate; 
it  is  merely  competition  in  accommodation. 

11250.  In  making  that  application  to  you  I 
suppose  the  company  mentioned  what  may  be 
called  a conti’act  pi’ice? — Not  at  all,  it  was  merely 
asking  for  a ])reference. 

11251.  At  the  usual  rate? — Yes. 

11252.  Which  was  something  not  above  the 
maximum  rate,  I suppose? — I do  not  apprehend 
that  it  is  above  the  maximum  rate  ; I do  not 
believe  that  any  of  those  rates  are  above  the 
maximum  rate. 

11253.  But  it  was  not  a contract  price,  was  it  ? 
— It  was  not. 

11254.  What  sort  of  quantity  would  that  apply 
to  ; would  it  apply  to  something  like  100  tons  ? — 
It  miglit  apply  to  any  quantity  from  100  up  to 
1,000  tons. 

11255.  You  buy  large  quantities  of  grain,  do 
you  not?— Yes,  I buy  very  large  quantities  of 
grain. 

11256.  As  regards  the  expense  of  appearing 
before  the  Railway  Commissioners,  I think  you 
stated  that  the  expense  had  not  or  would  not 
deter  you  from  going  before  them? — As  far  as  I 
know  it  would  not. 

11257.  Have  you  been  before  them  ? — Not  as 
a plaintiff,  I have  only  given  evidence  before 
them. 

11258.  You  have  not  been  before  them  as  an 
applicant? — I have  not  been  before  them  as  an 
apjilicant. 

11259.  Are  you  not  aware  that  the  expense  of 
going  before  the  Railway  Commissioners  has 
stopped  parties  on  more  than  one  occasion? — No 
doubt  it  has,  because  when  they  have  employed 
solicitors  and  counsel  it  amounts  to  a considerable 
sum.  I know  of  a case,  within  my  own  know- 
ledge, where  the  expenses  were  about  treble 
what  the  parties  would  gain  in  the  succeeding 
three  years ; they  gained  this  case,  but  it  was  at 
a serious  cost ; it  cost  them,  I believe,  220  1. 

11260.  You  believe  that  the  expense  has 
deterred  parties  from  trying  their  case? — Yes,  I 
believe  it  has. 

11261.  It  would  be,  I suppose,  the  interest  of 
the  railway  companies  to  make  the  proceedings 
expensive  ? — Certainly. 

0.64. 
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11262.  To  make  the  application  penal,  in  fact  ? 
— Yes,  to  make  it  penal,  to  prevent  us  from 
going  before  the  Commissioners  if  possible. 

Mr.  Dilhcyn. 

11263.  Have  you  ever  known  any  cases  in 
which  the  Railway  Commissioners  have  refused 
to  hear  a ease  in  which  the  principal  has  not 
applied  in  person? — No,  I have  not,  because  Ido 
not  imagine  that  any  case  has  gone  so  far  as  to  get 
before  them  unless  the  principal  were  prepared  to 
appear  before  the  Railway  Commissioners  either 
in  person  or  by  counsel. 

11264-  Supposing  I were  not  prepared  to 
appear  in  person,  do  you  think  the  Railway 
Commissioners  would  refuse  to  hear  my  case? — 
Not  if  you  were  represented  by  counsel,  but  in 
my  case  I went  to  the  clerk  to  the  Railway  Com- 
missioners, and  was  asked  if  I was  a partner  in 
the  firm,  and  I said  “ No,  I was  not.” 

11265.  Had  you  authority  from  your  prin- 
cipal ? — The  case  was  signed  by  the  principal. 

Chairman. 

11266.  An  application  could  have  been  signed 
by  the  principal,  and  filed  with  the  Railway 
Commissioners  ; and  it  did  not  necessarily  follow 
that  she  would  have  to  attend  before  the  Railway 
Commissioners.  You,  as  her  manager,  could  have 
appeared  before  them,  surely  ? — I was  distinctly 
informed  that  it  would  be  absolutely  necessary 
that  she  should  appear  in  the  room. 

11267.  You  were  really  told  that  she  would 
have  to  appear  in  person  ? — I was. 

Mr.  Dillwyn. 

11268,  In  one  case  you  had  a dispute  with  the 
Great  Western  Riiilway  Company,  had  you  not? 
— With  the  Great  Western  Company  and  the 
East  and  West  Junction  Company. 

11269.  And  you  did  not  go  before  the  Railway 
Commissioners? — No;  the  Companies  declined 
to  do  so. 

11270.  They  settled  the  case  satisfactorily  with- 
out?— Not  satisfactorily;  I did  not  get  all  I 
w anted. 

11271.  Do  I understand  that  one  suggestion 
you  made,  as  to  additional  powers  to  the  Railway 
Commissioners,  was  that  they  should  be  em- 
powered to  appear  before  Committees  of  Parlia- 
ment with  regard  to  alteration  of  rates? — What 
I suggested  was,  that  all  questions  of  alterations 
of  existing  rates  should  be  referred  to  the  Rail- 
way Commissioners  as  a special  body  having  a 
special  knowledge  upon  those  subjects. 

11272.  Would  you  refer  it  to  them  to  report 
to  the  House  of  Commons  upon  the  point,  or  that 
they  should  decide  absolutely? — I would  refer  it 
to  them  to  report  to  the  House  of  Commons. 

11273.  You  would  not  allow  the  Railway  Com- 
missioners to  decide  the  case  absolutely? — No; 
I would  not  allow  them  to  interfere  with  the 
powers  of  the  House  of  Commons  any  more  than 
to  report  that  such  and  such  alterations  would  be 
advisable. 

11274.  Would  you  suggest  that  the  Railway 
Commissioners  should  have  the  power  of  dealing 
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Mr.  Dillwyn — continued, 
with  those  rates,  or  merely  to  report  to  the  House 
of  Commons? — I do  not  contemj)late  giving  power 
to  the  Kailway  Commissioners  to  fix  the  rates. 

IMr.  3Ionk. 

11275.  Are  you  aware  whether  a special  rate 
is  given  to  tlie  Burton  brewers  by  all  the  prin- 
cipal railway  companies? — I was  told  in  Burton 
that  the  special  rate  Avas  given  by  every  railway 
company  trading  into  Burton.  With  reference 
to  those  railway  com])anies  who  have  not  termini 
in, or  running  ])OAvers  into,  Burton,  I must  confess 
I am  very  much  at  sea  to  know  what  the  truth  is. 
I have  very  great  difficulty  in  knowing  whom  to 
believe  and  whom  not  to  believe. 

11276.  Have  you  yourself  seen  a special  rate 
in  the  rate-books  of  these  companies? — Yes,  I 
have. 

11277.  Then  are  you  aware  of  the  proviso  in 
Section  14  of  the  Kailway  and  Canal  Traffic 
Act,  requiring  every  company  to  keep  a book  at 
each  of  their  stations  showing  every  rate  for  ihe 
carriage  of  the  iraffic,  including  the  rates  charged 
under  any  special  contract? — Yes,  I am. 

11278.  And  that  requirement  is  complied  with 
by  the  railway  comjjanies,  is  it  not? — Not  in  all 
cases. 

11279.  If  that  were  complied  with,  Avould  it 
meet  your  wishes  Avith  regard  to  the  Burton  con- 
tract ? — No,  because  Avc  contend  that  the  basis 
of  the  Burton  contract  is  Avholly  unfair. 

11280.  Have  you  not  the  power  of  going  be- 
fore the  Kaihv'ay  Commissioners,  and  complain- 
ing of  the  s])ecial  preference  given  to  the  Burton 
brewers? — 1 suppose  the  question  might  arise  of 
local  competition  ; if  I Avere  a miller  carrying  on 
business  in  Burton,  I certainly  should  go  before 
the  Kailw.ay  ( ummissioners  to  know  Avliy  I should 
be  compelled  to  pay  a higher  rate  per  ton  for  my 
barley  or  malt  grain  than  to  the  Burton  breAver. 

11281.  Are  you  quite  sure  that  the  Burton 
millers  are  charged  at  the  rates  of  five  quarters 
per  ton,  Avhereas  the  breAvers  are  charged  at  the 
rate  of  six  quarters  per  ton  ? — Those  are  the  pub- 
lished rates,  and  1 have  sent  goods  mj^self  into 
Burton,  and  1 have  had  to  pay  at  the  actual 
Avelght  of  2,240  lbs.  to  the  ton,  and  at  the  higher 
rate  Avhich  goods  of  the  same  class  to  everyone 
else  but  Burton  breAvers  Avould  pay. 

11282.  Have  the  railway  companies  on  your 
complaint,  or  the  complaint  of  other  traders,  ex- 
plained the  reason  of  this  ? — Some  years  ago  I 
sent  a large  quantity  of  flour  to  Burton.  Noav, 
to  all  places  except  to  Burton-on-Trent,  flour  is 
in  the  same  class  as  baidey  ; all  sorts  of  grain 
are  in  the  same  class  ; but  1 was  charged  a higher 
rate  upon  this  flour  than  a Burton  brcAver  Avould 
have  to  pay  upon  his  barley.  I complained  to 
the  railAvay  company,  and  the  ansAver  I got  Avas 
that  Burton  baidey  Avas  not  in  the  same  class, 
according  to  the  special  classification,  and  that  I 
had  no  remedy,  and  that  if  1 did  not  pay,  Avhich 
I demurred  to  doing,  they  Avould  very  soon  make 
me  by  legal  proceedings. 

IMr.  Bolton. 

11283.  I think,  if  I understood  you  correctly, 
amongst  the  remedies  you  suggested  were  facili- 
ties for  getting  before  the  Kaihvay  Commis- 


Mr.  Bolton — continued. 

sloners  ; but  I think,  if  I understood  what  you 
said  since  you  made  that  statement,  you  virtually 
admitted  that  the  poAvers  already  assumed  to  be 
given  to  the  Commissioners  are  sufficient  to  meet 
the  suggestion  you  have  made.  I understand 
you  to  desire  that  traders  should  be  able  per- 
sonally to  appear  before  the  Kailway  Commis- 
sioners ? — Yes,  either  personally  or  by  their 
acknowledged  representatives. 

11284.  That  is  to  say,  by  their  solicitor? — No, 
either  by  their  clerks  or  acknoAV lodged  repre- 
sentatives. 

11285.  Then  the  Avhole  question  is  as  to 
power  for  the  clerks  to  appear  before  the  Kail- 
Avay  Commissioners  ? — No,  it  is  not  the  Avhole  of 
it.  I also  desire  that  the  facilities  Avhich  the 
Kaihvay  Commissioners  have  it  in  their  power  to 
grant,  might  be  granted. 

11286.  But  I am  noAV  upon  the  question  of 
appearance  before  the  Kailway  Commissioners ; 
assuming  that  the  poAver  already  exists  for 
traders  themselves,  or  their  solicitors,  to  appear, 
Avhat  you  Avish  is,  that  the  traders’  clerks  should 
be  alloAved  to  appear? — Yes,  those  conversant 
Avith  the  business. 

11287.  Then  you  propose  to  give  to  the  Rail- 
Avay  Commissioners  some  poAver  to  fix  the  rates ; 
did  I understand  you  to  say,  that  they  Avere  to 
alter  the  rates  fixed  by  Act  of  Parliament  in  the 
Acts  under  Avhich  the  raihvays  AAwe  made  ? — In 
some  cases  I should  say  it  Avould  be  A^ery 
desirable  that  the  Kaihvay  Commissioners  should 
have  the  poAver. 

11288.  Hoav  Avould  you  define  the  ‘•'some 
cases”? — Under  some  of  these  Burton  rates,  for 
instance,  Ave  are  paying  half  as  much  more  to 
Birmingham  than  Ave  are  paying  to  Burton  for  a 
certain  description  of  grain.  I see  no  reason  Avhy 
some  pOAver  should  not  be  in  existence  to  compel 
a railway  company  to  charge  us  about  as  Ioav  a 
rate  as  to  Burton,  and  at  the  same  Aveight. 

11289.  In  other  words,  you  Avould  give  poAver 
to  the  Railway  Commissioners  to  set  aside  Acts 
of  Parliament  upon  Avhich  the  raihvays  were 
made,  because  I think  you  have  already  stated 
that,  as  far  as  you  are  aavare,  none  of  the  rates 
are  in  excess  of  the  statutory  power  ?--“Not  as 
far  as  I am  aware. 

11290.  Then  you  Avould  give  the  poAver  to  the 
Kaihvay  Commissioners  to  set  aside  the  pOAvers 
given  in  the  Act  of  Parliament  ? — I Avould,  in 
some  cases. 

11291.  But  you  cannot  do  it  in  some  cases 
Avithout  doing  it  in  all ; Avhat  should  be  the  cases 
in  Avhich  you  Avould  give  that  poAver  to  the  Com- 
missioners ? — I think  all  Avill  agree  Avith  me,  that 
looking  at  the  anomaly  of  the  existing  state  of 
things,  poAver  should  be  given  to  the  Kaihvay 
Commissioners  to  revise  the  rates. 

11292.  You  would  give  that  poAver  to  the 
Kaihvay  Commissioners  as  an  improvement  upon 
the  present  system  ; did  you  say  that? — Then  I 
Avill  say  that  I do  Avish  that  the  Kaihvay  Com- 
missioners had  such  poAver. 

11293.  Then  you  complain  that  the  railway 
companies  charge  the  traders  a certain  sum  for 
cartage,  Avhereas,  if  the  traders  prefer  to  do  the 
cartage  themselves,  they  do  not  make  the  same 
alloAvauce? — I think  the  difference  is  too  great 
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between  what  the  companies  chai’ge  for  the 
cartage,  and  what  tliey  allow  if  the  traders  do  it 
themselves. 

11294.  You  would  allow  some  difference? — 
I would  allow  some  difference. 

11295.  Upon  what  around  would  you  allow 
the  companies  anything? — Because  I think  that 
the  railway  company  should  be  entitled  to  some 
jirofit  upon  the  work  that  they  do. 

11296.  Would  you  make  the  rate  the  same  in 
all  cases  ? — I cannot  say  that  I should  make  the 
collection  of  Birmingham  goods  and  Birmingham 
grain  the  same. 

11297.  But  would  you  make  the  allowance 
fixed  in  all  cases  the  same  ? — If  it  were  neces- 
sary, as  a matter  of  convenience,  I would. 

] 1298.  As  I understand  you,  the  railway 
charge  is  2s.,  and  the  allowance  to  you  is  Is.? — 
Yes. 

1 1299.  What  would  you  consider  a fair  rate  ? 
— In  the  first  jfiace,  I consider  that  2 s.  is  an 
exorbitant  charge.  I consider  that  the  railway 
companies  are  as  well  able  to  do  it  now,  as  they 
formerly  were,  at  Is.  6f/.,  which  they  did  seven 
or  eight  years  ago,  and  I think  if  they  paid  us 
75  per  cent,  of  their  charge,  that  would  be  quite 
sufficient. 

11300.  That  would  be  Is.  or/.?  — Yes,  that 
would  be  Is.  6r/.  I would  be  satisfied  with 
Is.  6r/.  at  the  present  time.  If  I could  not  get 
the  whole  rate  reduced  to  Is.  Qd.,  I should  be 
satisfied  with  that. 

11301.  What  distance  are  you  from  the  sta- 
tion?— We  have  four  large  goods  stations  in 
Birmingham  ; two  upon  the  London  and  North 
Western,  one  on  the  Great  Western,  and  one  on 
the  Midland  Railway. 

11302.  What  is  the  distance? — From  our  own 
works  it  would  be  a mile  and  a half  to  two  of 
them,  and  in  the  other  cases  a mile  and  a quarter 
and  a mile,  respectively. 

11303.  I suppose  ymu  will  admit  that  it  would 
be  a better  bargain  for  the  trader  to  cart  his 
own  traffic  where  it  was  only  a mile  than  where 
it  was  two  miles  ? — It  is  not  a question  of  dis- 
tance so  much  as  of  getting  accommodation  at 
the  railway  station. 

11304.  If  you  will  allow  me  I will  come  to 
the  other  question  afterwards  ; would  it  be  a 
greater  advantage  to  the  traders  to  cart  traffic 
where  the  distance  was  short,  than  to  do  so 
where  the  distance  was  long  ? — I do  not  think 
in  a town  like  Birmingham  that  the  difference 
would  be  so  great  that  it  would  make  any 
difference  to  the  trader  whether  he  would  take 
in  one  station  and  leave  another  out. 

11305.  Would  you  not  rather  prefer  to  cart 
the  one  mile  and  to  leave  the  two  miles  ? — Y^es, 
certainly. 

11306.  Then  if  an  allowance  is  made,  do  not 
you  think  that  some  difference  should  be  made 
between  the  short  and  the  long  cartage? — That 
is  just  what  the  railway  companies  do  not.  They 
make  the  same  charge  to  a mill  close  to  a station 
as  they  do  a mill  as  far  from  it  as  I am. 

11307.  You  say  that  the  railway  companies 
do  not  make  any  difference ; I think  the  railway 
companies  invariably  cart  for  the  same  price 
within  a certin  radius,  do  they  not? — Yes. 

11308.  They  cart  for  a man  who  is  at  the  very 
0.54. 
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verge  of  the  radius  at  the  same  rate  as  they  do 
to  a man  who  is  just  Avithin  the  radius? — Yes. 

11309.  Would  it  not  be  reasonable  to  allow 
the  railway  company  to  make  that  difference, 
seeing  that  you  would  probably  cart  when  the 
distance  Avas  short,  and  call  upon  the  railway 
com])any  to  do  it  themselves  Avhen  the  distance 
Avas  long  ? — I Avould  make  the  allowance. 

11310.  Might  not  that  Avork  very  unfairly  to 
you  ? — It  might  under  certain  circumstances. 

11311.  I understand  you  to  say  that  the  Bur- 
ton brewers  got  preferential  rates  for  exactly  the 
same  class  of  traffic  over  the  other  traffic  in 
Burton  ? — Yes. 

11312.  Are  you  quite  sure  of  that? — I am 
positive.  I have  taken  the  rates  fi’om  the  books 
themselves. 

11313.  Is  that  for  the  same  class  of  traffic? — 
Y’es,  for  the  same  class  of  traffic.  BrcAvers’ 
barley  at  Burton  is  put  into  a different  class  from 
all  other  grain ; it  is  the  only  town  in  the  king- 
dom Avhich  I knoAV  of  where  I knoAV  that  is 
done. 

11314.  Are  there  any  millers  in  Burton? — 
None  of  any  magnitude. 

11315.  Would  the  traffic  to  the  smaller  millers 
that  there  are  be  the  same  as  the  traffic  to  the 
brcAvers? — The  same  class  of  traffic. 

11316.  Would  they  receive  it  in  the  same 
quantities  ? — No. 

11317.  Then  it  would  not  be  the  same,  Avould 
it,  in  that  respect  ? — No. 

11318.  Are  there  maltsters  in  Burton? — Ido 
not  knoAV  any  maltsters  Avho  are  not  breAvers. 

11319.  Do  you  knoAv  hoAV  it  came  about  that 
that  preferential  rate  Avas  given  to  Burton  ? — I 
do  not  know  hoAv  it  came  about  that  the  first  firm 
got  the  preferential  rate,  but  I knoAV  how  it  came 
about  that  the  others  got  it. 

11320.  Hoav  did  they  get  it? — The  case  was 
tried  either  by  a joint  Committee  of  the  House 
of  Lords  and  the  House  of  Commons,  or  by  a 
Select  Committee,  in  which  a large  amount  of 
money  Avas  ordei’ed  to  be  repaid  by  the  Midland 
Company  to  Messrs.  Bass  and  others,  brcAvers 
in  Burton,  for  services  rendered  in  excess  of 
Avhat  had  been  charged  to  Messrs.  Allsopp. 

Lord  Randolph  Churchill. 

11321.  Was  not  that  case  heard  before  (he 
Raihvay  Commissioners  ? — I think  I may  say 
that  that  was  the  case  Avhich  led  to  the  institution 
of  the  Railway  Commissioners. 

Mr.  Bolton. 

11322.  You  tell  me  that  this  suit,  or  Avhatever 
it  Avas,  prosecuted  agsinst  the  Midland  Railway 
Company  Avhich  led  to  their  paying  a large  sum 
of  money,  Avas  Avhat  led  to  the  preferential  rates 
being  given  to  the  Burton  brcAvers  over  the 
other  breAvers  in  other  districts? — No,  there  Avas 
a preferential  rate  in  the  first  instance  Avhich  led 
to  this  rate  being  made,  but  then  my  impression 
is  that  other  railway  companies  undertook  to  put 
the  Burton  brewers  upon  as  good  a footing  as 
the  London  and  North  Western  Company  had 
put  Messrs.  Allsopp. 

1 1323.  What  is  the  date  of  that  suit  ?— It  was 
before  the  institution  of  the  Raihvay  Com- 
missioners. 

3 T 3 
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Chairman. 

11324.  The  Committee  on  Railway  Amalga- 
mation sat  in  1872,  and  the  Railway  Com- 
missioners were  established  in  1873  ? — This 
would  be  a short  time  previously  to  that. 

Mr.  Bolton. 

11325.  How  long  has  the  preferential  rate 
existed  to  Burton ; when  did  it  begin  ? — I do  not 
know. 

11326.  What  was  your  experience  of  it? — I 
do  not  know  that  1 was  aware  of  any  advantage 
being  obtained  by  brewers  until  I heard  of  that 
case. 

11327.  Wonld  you  be  sur2)rised  to  hear  that 
Messrs.  Allsopp,  in  order  to  get  their  preferen- 
tial rate  to  Burton,  undertook  to  send  an  amount 
of  traffic  which  should  be  equivalent  to  30,000/. 
a year,  and  to  jiay  that  30,000/.  a year,  even  if 
they  did  not  get  a single  penny  ? — I should  not 
be  surprised  to  hear  that  at  all. 

11328.  Would  you  be  sui’prised  to  hear  that 
that  was  the  reason  why  a preferential  rate  was 
given  to  Burton  ? — No  ; but  if  it  were  so,  I 
should  say  it  was  a grossly  unfair  arrangement. 

Chairman. 

11329.  You  know  that  since  then,  in  1875,  in 
Evershed’s  case,  action  was  taken  before  the 
Railway  Commissioners  to  deal  with  the  London 
and  North  Western  Company,  who  were  making 
a rebate  of  Is.  9d.  a ton  to  three  of  those 
brewers  ; do  you  remember  that  case  ? — I do  ; 
but  I would  ask  if  that  was  not  entirely  upon 
the  question  of  terminal  charges  ? 

11330.  Yes,  quite  so;  but  the  preferential 
matter  arises  all  the  same  ; then  the  judgment 
of  the  Court  of  Queen’s  Bench,  given  in  favour 
of  the  applicant,  reads  thus  : “We  think  the 
railway  company  cannot  really,  for  the  sake  of 
increasing  its  traffic,  reduce  their  rates  in  favour 
of  individual  customers  unless  they  show  that 
there  is  sufficient  consideration  for  such  reduc- 
tion, which  shall  lessen  the  cost  to  the  company, 
of  the  conveyance  of  the  traffic.” — 

Mr.  Bolton. 

11331.  Then  that  preferential  rate  Avhich  was 
then  given  to  Messrs.  Allsopp  was  extended  to 
all  the  brewers  in  Burton,  was  it  not? — It  was 
extended  to  all  the  brewers,  I believe,  who  had 
access  to  the  railway. 

11332.  I suppose  you  mean  those  brewers 
who  had  sidings? — Yes. 

11333.  What  would  be  the  difference  with 
respect  to  the  other  brewers  ? — That  I am  un- 
able to  say,  but  the  case  of  the  other  brewers 
turned  up  in  the  case  of  Evershed,  which  the 
honourable  Chairman  has  just  quoted. 

11334.  You  deny  that  those  preferential  rates 
are  extended  to  all  the  traders  in  Burton,  ajiart 
from  the  brewers  ? — I do. 

11335.  Now  with  reference  to  the  rate  for 
foreign  grain,  I understand  you  to  say  1 think 
that  the  Saale  barley  is  brought  from  the  centre 
of  Germany,  that  is  to  say,  from  the  Saale  dis- 
trict, to  jdaces  where  it  is  consumed  in  England 
at  less  than  the  rate  from  the  [)ort  itself  charged 
on  home  barley  ? — I cannot  say  what  the  rates 
are  in  each  case,  therefore  1 am  unable  to  say  so 
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absolutely,  but  my  information  is  from  most 
reliable  people  who  are  likely  to  know. 

11336.  You  cannot  give  the  Committee  what 
the  rate  is  from  Saale  to  Birmingham,  nor  what 
are  the  rates  which  you  say  are  in  exces.-  of  the 
whole  through  rate?' — I cannot  give  you  the 

o b J 

ngures. 

11337.  But  you  allege  that  it  is  true?  — I 
allege  that  to  the  best  of  my  knowledge  it  is  true, 
but  1 have  no  means  of  verifying  it. 

11338.  Are  you  correct  in  stating  that  the 
actual  ton  is  in  force  everywhere  ? — As  far  as  I 
know  it  is  in  force  everywhere  except  Burton. 

11339.  That  is  the  five  quarter  ton  ? — Yes. 

11340.  And  is  the  computed  ton  rate  of  six 
quarters  only  given  to  Burton  ? — As  I have 
stated,  I had  the  greatest  difficulty  in  ascertain- 
ing the  truth  upon  that  point.  The  information 
I had  gained  at  Burton  was  contradicted  by  the 
letters  of  the  different  railway  companies ; yet, 
since  I was  at  llurton,  one  person  for  wdiom  I 
may  be  said  to  appear  writes  to  me  that  he  has 
been  there,  that  he  has  made  all  inquiries,  and 
is  assured  the  brewers  do  not  pay  the  actual 
weight,  but  will  insist  upon  having  their  six 
quarters  to  the  ton  of  barley,  and  eight  quarters 
to  the  ton  of  malt. 

11341.  But  you  do  not  know  as  a fact  that  it 
is  a comjiuted  ton  from  all  places  to  Burton  ? — 
I could  not  say  so  as  a fact,  but  to  the  best  of  my 
belief  it  is. 

11342.  If  you  will  choose  to  take  it  from  me, 
I will  tell  you  that  it  is  not  so  ; now,  reverting 
to  the  remedies  which  you  suggested,  you  said 
that  there  were  some  alterations  of  tolls  obtained 
by  the  London  and  North  Western  Company  in 
1876  ? — I am  informed  so,  andl  have  seen  the  Act. 

11343.  Did  that  Act  enable  the  company  to 
increase  tlie  rates  upon  grain  and  flour  ? — I will 
not  say  for  certain  that  it  did  upon  grain  and 
flour,  but  my  impression  is  that  it  did  upon 
almost  every  article  carried. 

11344.  But  you  do  not  know  that  it  did  upon 
grain  and  flour? — No,  not  specifically. 

11345.  I think  you  have  shown  that  the  rate 
charged  upon  home-grown  as  compared  with  that 
charged  upon  foreign-grown  barley  is  equal  to 
3s.  per  acre  to  the  prejudice  of  barley  grown  in 
the  kingdom? — Taking  the  rates  for  foreign 
grain  to  Birmingham  and  English  grain  to  Bir- 
mingham, it  is  so. 

11346.  You  tell  the  Committee  that  you  have 
made  that  calculation  ? — I have. 

11347.  Would  you  give  the  Committee  some 
idea  hoAV  you  made  that  calculation ; did  you 
take  the  quantity  of  foreign  grain  sent  from  each 
station  to  Birmingham,  and  the  quantity  of  home 
grain,  and  the  distance  that  each  class  was  carried 
in  each  case? — No,  certainly  not;  I have  not 
analysed  the  figures  to  anything  like  that  extent. 

11348.  Then  it  is  a guess? — No,  indeed,  it  is 
not  a guess. 

11349.  Upon  what  principle  did  you  proceed? 
— I had  a list  of  12  seaports,  into  which,  we  may 
say,  barley  and  grain  is  imported.  I have  given 
you  the  names  of  them  already.  I have  taken 
12  English  grain  rates,  chiefly  in  the  Northamp- 
tonshire, Cambridgeshire,  South  Lincolnshire, 
and  Suffolk  districts,  and  my  reason  for  taking 
that  district  is,  that  when  there  is  a fair  quality  of 
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Mr.  Bolton — continued. 

grain  grown  in  this  kingdom,  we  in  Birmingham 
are  in  the  habit  of  receiving  very  large  quantities 
of  grain  from  that  district ; therefore  I consider 
it  a fair  thing  to  compare  traffic,  of  which  at 
certain  seasons  there  is  a good  deal  coming  to 
Birmingham,  with  traffic,  of  which  a good  deal  is 
croino:  to  Burton. 

1 1350.  There  is  a great  difference  in  the  quan- 
tity taken  from  each  of  those  12  ports,  is  there 
not? — 1 should  think  that  there  is  a very  great 
difference. 

11351.  But  you  take  them  as  if  they  were 
equal  ? — For  the  purpose  of  average ; it  was  the 
only  thing  I could  do. 

il352.  But  you  have  done  so,  I say  ? — Yes. 

11353.  Now,  I think  you  stated  that  there  was 
more  barley  came  from  the  port  of  Grimsby  to 
Burton  than  from  any  other  port  ? — No;  from 
Liverpool  the  largest  quantity  comes; 

11354.  You  stated  that  there  was  more  grain 
imported  at  Liverpool  than  at  all  the  other  ports 
put  together,  but  that  more  barley  came  from 
Grimsby  to  Burton  ? — That  is  my  impression. 

11355.  Do  not  you  see  that  such  calculations, 
founded  upon  such  data,  must  be  altogether  mis- 
leading, and  cannot  be  correct  ? — It  may  be  so  ; 
but  I do  not  think  it  is.  Taking  the  distance 
from  Grimsby  to  Burton,  105  miles,  the  grain  is 
carried  at  T05d.  per  ton  per  mile. 

11356.  That  is  not  a very  high  rate? — No,  it 
is  not. 

11357.  Now,  supposing  all  the  grain  came  from 
Grimsby,  then  the  difference,  even  taking  your 
own  calculation  with  reference  to  home-grown 
grain,  would  be  very  much  less,  and  it  would  not 
be  anything  like  35.  per  acre? — The  imported 
grain  rate  from  Grimsby  to  Burton  is  T05d.  per 
ton  per  mile. 

11358,  Then  there  is  more  going  to  Burton 
for  brewing  than  to  Birmingham  ? — That  is  so, 
no  doubt,  for  brewing. 

11359.  Then  from  Lynn,  what  is  the  rate? — 
From  Lynn  to  Burton  the  rate  is  "82  d. 

11360.  But  if  the  greater  part  of  the  grain 
came  through  one  of  these  cheaper  ports,  then 
your  calculation  would  be  quite  upset,  would  it 
not? — No,  I do  not  think  so,  because  there  have 
been  seasons  when  the  quantity  of  grain  going 
from  Lynn  to  Birmingham  is  fully  equal  to  the 
amount  of  barley  going  to  Burton. 

11361.  The  calculation  by  which  you  have 
arrived  at  your  conclusions  is  open  to  great 
question,  because  to  get  exactly  at  the  calcula- 
tion you  ought  to  have  the  number  of  quarters 
drawn  from  each  district  of  the  home-grown,  the 
number  of  miles  carried,  and  the  number  of 
quarters  of  foreign  grain  carried,  and  the  number 
of  miles  carried  in  each  case,  and  the  exact  rate 
charged  ? — Will  you  allow  me  to  make  one  re- 
mark with  regard  to  those  distances.  In  every 
case  I have  taken  the  shortest  distance  I could 
obtain,  but  many  of  these  distances  are  far  below 
the  actual  distance  run. 

11362.  Therefore  it  would  appear  that  it  is 
not  correct  ? — If  the  return  were  to  be  made,  as 
the  honourable  Member  wishes,  of  taking  the 
actual  quantity  from  each  port,  and  the  actual 
distance  run  from  that  port  to  Burton,  it  would 
show,  I think,  a greater  difference  than  I have 
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stated,  because  it  would  show  that  a certain 
number  of  miles  were  run  for  a given  rate,  and 
would  reduce  the  rate  to  Burton. 

11363.  1 am  not  questioning  the  possibility  of 
that ; all  I desire  to  show,  and  that  you  should 
see,  is  that  your  statement  may  not  be  correct, 
but  may  be  misleading  either  up  or  down  ; that 
it  may  be  too  much  or  too  little ; that  the  state- 
ment you  have  given  of  the  35.  4d.  per  acre 
against  English-grown  gi’aln  cannot  be  correct  ? 
— I can  only  leave  the  inference  to  the  Com- 
mittee. 

Chairman. 

11364.  Do  you  adhere  to  what  you  stated,  or 
do  you  desire  to  modify  it  ? — I certainly  desire 
to  adhere  to  what  I stated,  because  my  impres- 
sion is,  that  if  the  distances  actually  run  in  each 
case  could  be  proved,  the  distance  found  to  be 
run  would  be  vex'y  much  greater  than  I have 
shown  it.  Now,  the  distance  from  Newport  to 
Burton  I have  put  down  as  132  miles,  but  I know 
as  a fact  that  much  of  the  barley  sent  round  goes 
very  much  further  than  that. 

Mr.  Barclay. 

11365.  Does  your  calculation  depend  upon  the 
total  respective  quantities  ? — No, 

11366.  What  does  it  depend  upon? — It  de- 
dends  uj)on  the  rate  from  the  12  ports  in  question, 
and  upon  the  respective  distances  from  those 
ports  to  Birmingham  and  to  Burton-on-Trent. 

Mr.  Bolton. 

11367.  And  you  assume  that  from  each  port 
the  same  quantity  comes  ? — Yes,  for  the  purpose 
of  this  calculation. 

Mr.  Barclay. 

11368.  You  have  not  taken  the  average  of  the 
quantity,  but  you  have  taken  the  average  dis- 
tance and  the  average  rate  ? — Exactl}^ ; I have 
not  taken  the  quantities  at  all.  I have  left  the 
quantity  out. 

Mr.  Bolton. 

11369.  Therefore  you  have  taken  it  equally, 
by  leaving  it  all  out ; if  you  got  an  alteration  of 
the  quantities,  900  from  one  port  and  100  from 
the  12th,  that  would  upset  the  calculation,  would 
it  not? — No  doubt  it  would, 

11370.  Now,  the  import  into  the  different 
places  must  be  much  larger  in  some  than  in 
others;  you  have  taken  them  all  as  the  same, 
and  divided  them  by  the  rates  and  the  distance, 
without  reference  to  the  quantity  from  each  port  ? 
— That  is  so. 

11371.  Now  you  have  stated  that  the  rate 
charged  for  home-grown  barley  is  a higher  rate 
per  mile  than  the  rate  charged  on  foreign  bar- 
ley ? — That  is  so. 

11372.  Are  the  ciecumstances  under  which  the 
home  and  foreign-grown  grain  are  carried  by  the 
railways,  identically  the  same,  as  far  as  your 
knowledge  goes? — No;  they  are  not  precisely 
the  same. 

11373,  The  home-grown  is  carried  in  small 
quantities,  is  it  not  ? — Generally  speaking,  more 
or  less. 

11374.  Half-a-dozen  or  a dozen  farmers  do  not 
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club  together  and  fill  up  a train  with  barley? — 
It  is  well  for  the  railway  companies  that  they  do 
not ; because  we  have  found  sometimes,  that 
trucks  were  not  obtainable  in  consequence  of  the 
pressure  of  barley  travelling  to  Burton. 

11375.  A farmer  gets  a truck  of  barley,  and 
that  is  put  into  the  siding  at  a roadside  station ; 
the  goods  trains  stop  there,  and  there  is  a good 
deal  of  shunting  done,  in  oixler  to  enable  the 
truck  of  barley  to  be  shunted  into  and  out  of 
that  roadside  station  ? — That  is  so,  no  doubt,  to  a 
certain  extent. 

11376.  Now  the  foreign  barley  you  get  in  a 
cargo  ? — Yes. 

11377.  And  the  whole  cargo  is  taken  in  one 
train  load,  or  in  two  or  three,  to  Burton  ? — In 
one,  or  two,  or  three  train  loads,  as  the  case  may 
be. 

11378.  I suppose  you  w’ould  be  of  opinion 
that  that  foreign  barley,  coming  in  bulk,  might 
be  carried  by  the  railway  company  at  con- 
siderably less,  cost  than  the  barley  home  grown, 
taken  in  small  lots,  as  the  home  grown  is? — It  is 
a concession  that  none  of  us  have  been  able  (o 
obtain.  I could  have  freighted  a train  load  often 
and  often  from  London,  but  we  never  could  get 
the  same  terms. 

11379.  Have  you  ever  tried  it  ? — No. 

11380.  Why  not? — Because  I have  been  told 
that  that  is  the  rate  under  all  circumstances  ; in 
some  cases  they  say  that  this  rate  is  for  two  ton 
lots,  and  in  some  cases  for  four  ton  lots  ; in 
London  the  railway  companies  give  rates  for  20 
ton  lots,  and  the  Great  Eastern  Company  give 
rates  for  50  ton  lots,  so  that  the  railway  com- 
panies themselves  meet  the  case. 

11381.  Have  you  ever  gone  to  a railway  com- 
pany and  asked  for  a special  rate  in  consequence 
of  your  ability  to  carry  a similar  quantity  to 
that  for  foreign  imports  ? — Yes,  we  have  done 
it. 

11382.  When  ? — That  was  more  than  20  years 
ago ; before  the  Burton  agreement  was  in  ex- 
istence. 

11383.  Was  there  a special  foreign  rate  still 
in  existence  then? — Yes,  there  Avas. 

11384.  Now  with  reference  to  the  preferential 
rates  given  to  some  traders  over  others,  have 
you  made  any  application  to  the  Bailway  Com- 
missioners, or  to  the  courts,  to  remedy  that  ? — 
No. 

11385.  None  at  all? — No. 

11386.  Why  have  you  not  done  so? — In  the 
first  place,  as  a trader,  and  as  an  individual 
trader,  it  would  be  met  by  such  an  amount  of 
opposition  that  it  would  necessitate  the  employ- 
ment of  solicitors  and  counsel,  and  involve  a 
great  deal  of  ex])ense. 

11387.  But  I understood  you  to  say,  that 
where  private  traders  had  applied  to  the  Railway 
Commissioners,  they  had  been  usually  success- 
ful ? — Where  private  traders  have  applied,  they 
have  been  usually  successful,  because  they  have 
confined  themselves  to  simple  cases  ; but  I con- 
sider this  would  be  a very  complicated  case 
indeed. 

11388.  You  object  to  being  canvassed,  do  you, 
for  your  traffic  ? — I object  to  everybody  know- 
ing what  I have  been  buying  in  the  market. 


Mr.  Bolton — continued. 

11389.  Hoav  do  they  find  that  out?— From 
the  merchants,  or  their  clerks. 

11390.  Then  is  that  an  obligation  which  should 
be  urged  against  the  railway  companies ; should 
it  not  rather  be  against  those  who  sell  you  your 
goods  ? — If  they  Avere  not  tempted  I daresay  they 
would  not  inform,  but  raihvay  companies  can 
easily  make  it  Avorth  the  while  of  clerks  to  tell 
them  Avhere  the  traffic  is  o-oinci  to. 

11391.  Would  you  object  to  that? — If  I were 
to  gain  anything  by  it  I might  not,  but  I object 
to  caiiA'assing  Avhen  I have  nothing  to  gain 
by  it. 

11392.  You  get  the  benefit  of  Avhatever  com- 
petition there  is  ? — It  is  only  a question  of 
expedition ; instead  of  having  one  raihvay  com- 
pany to  cart  all  the  grain  to  the  mill,  Avhich  they 
Avould  fail  to  do  in  a single  day,  Ave  prefer  to  have 
it  brought  by  three  companies,  and  in  one  day 
instead  of  three ; that  is  the  benefit  of  competi- 
tion Avhich  Ave  get;  I had  rather  that  Ave  had 
amongst  the  raihvay  companies  something  like 
Avhat  Ave  had  amongst  raihvays  years  ago,  A’iz., 
real  competition. 

11393.  That  is  to  say,  competition  for  rates  ? 
—Yes. 

11394.  Then  you  Avould  make  the  companies 
live  as  they  used  to  do,  like  Kilkenny  cats? — Not 
at  all  ; but  tliat  Ave  should  have  a fair  competi- 
tion in  rates,  and  get  some  little  advantage 
from  it. 

Sir  Daniel  Gooch. 

11395.  You  complained  that  you  could  not 
get  the  distances  A\’hen  you  applied  for  the  rates ; 
have  you  ever  looked  at  the  rate-books? — Yes, 
and  in  some  cases  the  distances  Avere  left  out 
entirely. 

11396.  There  is  a column  for  the  distance  in 
the  rate-book,  is  there  not  ? — Yes,  but  in  many 
cases  they  Avere  left  out  entirely. 

11397.  Were  those  cases  in  Avhich  you  ap- 
plied?— In  those  cases  I did  not  go  to  the 
stations,  because  I Avrote  to  the  head- quarters 
at  Paddington  for  the  rates,  and  the  ansAver  I 
received  Avas,  that  they  made  a great  favour  in 
furnishing  me  AA’ith  the  distances  from  Pad- 
dington. 

11398.  But,  I suppose,  you  could  not  expect 
the  raihvay  companies  to  ansAver  every  letter 
sent  by  everybody  Avho  Avished  to  knoAv  all  these 
questions  ; it  Avould  be  impossible  to  ansAver 
them,  Avould  it  not  ?— It  Avould  be  less  trouble 
for  the  company  to  answer  me,  Avhen  Avriting  to 
the  head  office  of  the  company,  than  Avhen 
AA'i'iting  to  each  individual  station ; aa’C  con- 
sidered that,  in  Avriting  to  ihe  head  office,  aac 
Avould  be  put  into  possession  of  all  the  informa- 
tion Ave  Avanted. 

11399.  But  that  is  not  so;  these  rate-books 
arc  kept  at  the  separate  stations,  and  not  at  the 
head  station  ? — In  many  cases,  I should  say,  the 
distances  are  left  out  altogether,  and  in  many 
other  cases,  Avherc  there  are  tAvo  or  three  dif- 
ferent routes  to  the  same  place,  the  distances 
are  not  all  stated,  so  that  it  is  impossible  to  knoAv 

Avhat 


SELECT  COMMITTEE  ON  RAILWAYS. 


521 


27  June  1881.] 


Mr.  Willson. 


[^Continued. 
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what  route  is  being  followed  by  the  traffic  in 
question. 

1 1400.  But  the  shortest  distance  is  always 
taken  as  the  distance  for  the  rate,  is  it  not? — 
It  is,  I presume ; I may  say  that  I have  been 
careful  upon  that  assumption  to  get  the  shortest 
distance. 

11401.  But  you  can  always  get  that  from  the 
rate-book,  can  you  not  ? — No,  you  cannot  always 
get  it  from  the  rate -book. 

11402.  Will  you  give  an  instance?  — I will 
instance  a place  at  which,  since  this  Committee 
has  been  sitting  during  the  last  fortnight,  there 
has  been  such  an  amount  of  information  and 
revision  put  into  the  rate-book  as  never  was 
before  ; that  is  Perry  Bar. 

Mr.  Monk. 

11403.  Upon  what  line  of  I’ailway  is  that? — 
Upon  the  London  and  North  Western  Railway. 

Sir  Daniel  Gooch. 

11404.  You  made  some  complaint  of  your 
trade  being  interfered  with  between  the  two 
comj)anies,  the  Great  Western  and  the  East  and 
West  Junction  at  Stratford-on-Avon? — Yes. 

11405.  What  inconvenience  did  you  suffer; 
the  East  and  West  Junction  Company  used  to 
carry  your  traffic  to  the  Great  Western,  did  it 
not  ? — The  East  and  West  Junction  lay  between 
our  traffic  and  the  Great  Western,  and  they 
have  a Parliamentary  Junction  with  the  Great 
Western,  and  we  have  a siding  with  the  East  and 
West  Junction;  the  consequence  is,  that  all  Great 
Western  traffic  coming  to  our  mills  at  Stratford 
must  pass  over  the  East  and  West  Junction;  I 
endeavoured  to  get  such  an  arrangement  with 
the  two  companies  when  the  East  and  West 
Junction  opened  eight  years  ago,  as  would  run 
the  traffic  into  our  works  without  any  further 
trouble  to  us.  The  only  arrangement  I could 
get  made  was,  that  the  East  and  West  Junction 
Company  were  to  charge  me  for  the  service  per- 
formed. I was  to  pay  them  and  collect  the 
money  again  from  the  Great  Western  Company, 
wdiich  had  to  be  done  every  month,  and  was  a 
very  troublesome  and  tedious  proceeding,  be- 
cause sometimes  there  might  be  a discrepancy  in 
the  figures.  I wanted  to  have  it  done  through 
the  Clearing  House,  but  the  Great  Western 
Company  objected  strongly,  and  said  they  would 
have  nothinii  whatever  to  do  with  the  Clearing 
House  in  the  matter;  that  it  was  for  our  con- 
venience, and  we  must  pay  the  toll  ourselves, 
and  they  would  repay  us.  An  arrangement  was 
sketched  out  by  the  late  goods  manager  of  the 
Great  Western  Railway  Company  with  us  which 
I objected  to  have  anything  to  do  with.  This 
w’ent  on  for  some  five  or  six  years,  until  some 
traffic  was  going  in  the  opposite  direction,  and 
there  the  Great  Western  Company,  perhaps,  for 
very  good  reason,  charged  Is.  6 J.  a ton  for 
going  from  A to  13,  whereas  it  was  9 d.  from  B 
to  A ; the  other  company  immediately  set  their 
backs  up  and  said,  that  if  it  was  worth  while  to 
charge  as  much  upon  the  traffic  going  in  that 
direction,  JMessrs.  Lucy  must  pay  as  much  for 
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their  traffic,  and  at  last  both  companies  served 
us  with  a notice,  that  they  would  not  convey 
that  traffic  any  longer.  The  siding  was  closed, 
and  we  had  to  draw  our  grain  by  carts  to  and 
from  the  station. 

11406.  Did  you  actually  cart  the  grain  ? — Yes, 
I had  to  buy  horses  and  carts  for  the  purpose, 
and  to  take  the  grain  to  the  mill  and  bring  that 
portion  of  the  flour  back  again,  which  had  to  go 
upon  the  railway.  About  15  or  16  months  after 
the  dispute  arose,  we  eventually  got  it  settled 
upon  our  own  terms,  which  were  these,  that  the 
Great  Western  Company  undertook  to  pay  the 
charge  of  the  East  and  West  Junction,  and  that 
we  were  to  be  no  longer  in  the  position  of  col- 
lectors wdiich  we  had  declined  to  be.  But  I 
have  no  agreement  whatever ; it  is  in  the  pow'er 
of  either  of  these  companies  to  say  at  any  mo- 
ment, we  wdll  not  take  your  traffic  any  longer, 
and  you  must  get  it  to  and  from  the  station  as 
you  can,  wdiich  is  a very  unsatisfactory  condition 
to  be  in. 

11407.  The  Great  Western  Company  doing 
the  traffic  Avith  you  at  the  old  rate  ? — Yes. 

11408.  Are  you  satisfied  with  that? — Yes,  we 
are  satisfied  with  it  as  long  as  it  exists. 

11409.  You  stated  that  the  rates  had  been 
raised  10  years  ago,  and  that  they  had  not  been 
reduced  since  ? — Yes,  that  is  so. 

11410.  Do  you  ever  go  through  railways  ac- 
counts; are  you  a railway  shareholder? — Yes, 
I am. 

11411.  And  you  see  the  accounts?  — Y*es, 
I do. 

11412.  Do  you  find  that  raihvays  used  to  be 
Avorked  much  more  cheaply  than  they  can  be 
noAv  ? — I have  not  gone  into  those  points. 

11413.  Do  you  think  that  the  Railway  Com- 
missioners should  settle  all  those  points  ? — Y"es, 
I do. 

11414.  Noav  the  price  of  bread  is  a very  im- 
portant matter  in  this  country,  is  it  not? — No 
doubt. 

11415.  Would  you  like  to  haA-e  that  settled 
by  a body  of  Commissioners  ? — 1 hat  is  quite  a 
different  thing. 

11416.  Is  there  competition  in  that  case  ^ — 
Y^es,  undoubtedly. 

11417.  Is  there  not  competition  in  railway 
rates? — No,  the  competion  is  closed  practically 
in  our  country. 

11418.  Noav,  Avith  regard  to  the  competition 
of  the  foreign  rates  to  Birmingham  from  the 
Avestern  ports,  are  not  the  rates  in  that  case 
governed  by  the  Avater  comi)etltion  of  Gloucester 
and  Shar[)ness? — Except  as  regards  those  two 
points,  the  raihvay  rates  are  not  governed  by  the 
AA’ater  navigation. 

11419.  But  goods  coming  from  France,  Avould 
be  governed  by  the  short  route  as  between 
Gloucester  and  Birmingham,  and  the  freight  as 
betAveen  the  foreign  port  and  Gloueester,  as  com- 
pared Avitli  the  rate  betAveen  the  foreign  ports 
and  Southampton,  that  Avould  have  some  effect, 
would  it  not  ? — It  may  have  this  cfi'ect,  that  it 
may  bring  more  corn  into  Gloucester  than  AA'ould 
be  the  case  if  the  rates  AA’ere  put  up  to  the  same 
rate  per  ton  per  mile,  as  from  Liverpool ; it  must 
have  some  effect  undoubtedly,  in  that  Avay. 

3 IJ  11420.  Now, 
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Mr.  Barclay. 

11420.  Now,  cargoes  of  foreign  barley  are  dis- 
tributed, are  they  not,  in  comparatively  small 
quantities  at  these  same  railway  rates  over  the 
country  ? — Yes,  they  are  ; imported  barley  is  sold 
by  merchants  to  the  maltsters  in  Birmingham 
and  Wolverhampton,  and  all  over  the  neighbour- 
hood, and  is  distributed  in  small  quantities;  and 
one  of  our  causes  of  complaint  is,  that  the  barley 
goes  to  Burton  at  six  quarters  a ton,  whereas  the 
same  barley,  out  of  the  same  ship  to  our  district, 
only  comes  at  the  actual  weight. 

11421.  Do  you  sometimes  send  lots  of  home 
barley  from  several  of  these  outports  by  rail  ? — 
Barley  is  not  so  much  our  ti’ade,  hut  there  are 
maltsters  in  Birmingham  who  have  very  consider- 
able consignments  of  English  barley,  as  well  as 
of  foreign  barley. 

11422.  The  point  comes  to  this  I suppose; 
that  as  a general  rule,  the  foreign  barley  may  be 
landed,  and  carried  in  somewhat  greater  quanti- 
ties than  home  barley,  but  that  there  is  no  essen- 
tial difference  in  the  quantity? — Seeing  the 
enormous  quantity  of  English  barley  converted 
into  malt  as  compared  with  foreign  barley,  the 
matter  of  surjirise  to  me  is,  that  the  single  article 
of  Burton  barley  should  have  such  an  enormous 
preference  in  the  rate.  I do  not  take  it  that  the 
whole  consumption  of  barley  in  Burton  is  more 
than  1,000,000  of  quarters. 

11423.  The  question  was,  whether  there  was 
such  a great  difference  between  the  quantities  of 
foreign  and  home  barley  in  se])arate  lots? — No, 
with  the  exception  of  the  single  cargoes  on  special 
occasions,  the  quantities  were  the  same. 


Mr.  Bolton. 

11424.  Am  I to  undei’stand  that  the  foreign 
barleys  are  not  carried  in  large  lots  compared 
with  home-grown  barleys? — Not  in  all  cases.  I 
cannot  say  what  is  the  rule,  and  what  is  the  ex- 
ception, hut  in  some  of  these  cases  I have  heard 
of  the  ports  being  glutted  by  several  steamers 
arriving  with  barley  when  trucks  were  scarce, 
and  then  after  that  there  were  no  more  for  some 
months. 

1 1425.  Is  it  within  your  knowledge  that  barley 
is  carried  to  the  place  of  consumption  in  small 
lots  similar  to  the  way  in  which  home-grown 
barley  is  undoubtedly  carried  ? — I should  say 
that  foreign-grown  barley  would  travel  in  larger 
quantities  than  the  home-grown  barley. 

Chairman. 

11426.  Is  it  the  fact  that  foreign  barley  is 
sometimes  carried  in  small  quantities  ? — Yes, 
very  frequently. 

11427.  And  when  foi’elgn  baidey  is  carried  in 
small  quantities,  is  it  charged  the  home  rate  or 
the  foreign  rate  ? — It  is  charged  at  the  imported 
rate,  and  not  at  the  rate  for  home  grown. 

11428.  Is  Perry  Bar  a railway  station  ? — It  is 
so  quoted  in  the  company’s  printed  list 

Sir  Daniel  Gooch. 

11429.  Do  you  not  know  that  it  is  a private 
station  ? — The  raihvay  company  may  find  it  con- 
venient to  call  it  a private  station,  but  they  use 
it.  It  is  only  a question  of  ownership. 


Mr.  William  Frederic  Hatdon,  called  in  ; and  Examined. 


Mr.  Caine. 

11430.  You  are  Secretary  to  the  Birmingham 
Chamber  of  Commerce  ? — I am. 

11431.  And  you  have  been  deputed  by  them 
to  come  before  this  Committee  to  call  attention 
to  the  way  in  which  Birmingham,  as  a district,  is 
unfairly  treated  as  regards  the  carriage  of  goods 
which  are  manufactured  there  ? — Y"es. 

11432.  YYu  are  also  deputed  by  others,  private 
traders,  to  give  evidence  before  this  Committee  ? 
— I am. 

1 1433.  Are  you  prepared  to  show  that  exces- 
sive and  difterential  rates  exist  to  the  disadvan- 
tage of  Birminfjham  ? — I am. 

O O 

11434.  And  that  the  South  Staffordshire  dis- 
trict is,  as  compared  with  other  districts,  unfairly 
treated  as  regards  the  carriage  of  undamageahle 
bar-iron  to  London  ? — That  is  so. 

1 1435.  Have  you  a table  to  show  it,  or  can  you 
give  the  Committee  the  particulars  ? — I can  give 
the  ])articuhirs  of  the  rate  for  undamageahle  bar- 
iron  in  two-ton  lots.  From  Birmingham  to  Lon- 
don, 113  miles,  collected  and  delivered,  the  rate 
is  15  .•?.  per  ton  ; the  rate  for  the  same  iron  from 


Mr.  Caine— continued. 

Swansea  to  London,  a distance  of  216  miles, 
station  to  station, is  12  s.  6 c/.  ; and  from  Middles- 
borough  to  London,  a distance  of  238^  miles,  the 
station  to  station  Tate  is  20  s.  per  ton. 

Chairman. 

11436.  You  have  taken  the  rates  charged  by 
three  different  railway  companies,  I see? — Yes. 

Mr.  Caine. 

11437.  l"ou  have  taken  the  London  and  North 
Western  from  Birmingham  to  London,  the  Great 
Western  Railway  from  Swansea  to  London,  and 
the  Midland  from  Middlesborough  to  London  ? — 
YYs. 

11438.  YYu  have  tables,  I think,  in  your 
hand  to  show  that  the  rates  charged  by  the  rail- 
way companies  for  the  carriage  of  hardware 
generally  from  Birmingham  to  other  towns  vary 
from  Is.  3 d.  per  ton  j)er  mile  to  1 1 d.  per  ton  per 
mile  ? — That  is  so. 


11439.  Will 
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Mr.  Caine — continued. 
11439.  Will  you  read  it? — I will. 


[ The  same  was  read,  as  follows : — ] ] 
Table  A. 

Railway  Rates  for  Hardware  from  Birmingham. 


Town. 

Distance 

in 

Miles. 

Rate 
per  Ton. 

Rate  per 
Ton  per  Mile 
in  Pence. 

5. 

d. 

d. 

Walsall 

- 

- 

- 

- 

8 

10 

- 

15-00 

Wolverhampton 

- 

- 

- 

121 

11 

8 

11-43 

Hereford 

- 

- 

- 

- 

57 

27 

6 

5-79 

Helper  - 

- 

- 

- 

- 

49 

22 

6 

5-51 

Machynlleth 

- 

- 

- 

- 

101 

45 

- 

5-34 

Oxford  - 

- 

- 

- 

- 

CG 

27 

6 

5-00 

Sheffield 

- 

- 

- 

- 

79 

30 

- 

4-67 

Watford 

- 

- 

- 

- 

94^ 

35 

- 

4-44 

Bedford 

- 

- 

- 

- 

82 

26 

8 

3-90 

Reading 

- 

- 

- 

- 

931 

30 

- 

3-86 

Huddersfield 

- 

- 

- 

1051 

32 

6 

3-70 

York 

- 

- 

- 

- 

130 

40 

- 

3-69 

Ashton-undei’-Lyne 

- 

- 

85 

25 

10 

3-65 

Lincoln 

- 

- 

- 

- 

911 

26 

8 

3-50 

Prestoa 

- 

- 

- 

- 

106 

30 

- 

3-40 

Birkenhead 

- 

- 

- 

- 

90 

23 

4 

3-11 

Bath 

- 

- 

- 

- 

981 

25 

- 

3-05 

Peterboro’ 

- 

- 

- 

• 

9G1 

24 

2 

3-00 

London 

- 

- 

- 

- 

113 

27 

6 

2-92 

Liverpool 

- 

- 

- 

- 

971 

23 

4 

2-87 

Bristol  - 

- 

- 

- 

- 

94 

22 

6 

2-87 

Hull  - 

- 

- 

- 

- 

134 

27 

6 

2-46 

Swansea 

- 

- 

- 

- 

1561 

28 

4 

2-17 

Carlisle  - 

- 

- 

- 

- 

196 

35 

- 

2-14 

Glasgow 

- 

- 

■ 

- 

286 

40 

- 

1-68 

Aberdeen 

• 

- 

- 

- 

4371 

65 

- 

1-51 

* Smethwick  to  Gloucester,  12  s.  6 d. ; Smethwick  to 
Worcester,  17*’.  Gd. 


11440.  Would  you  explain  that  the  1 5.  3 
is  upon  an  exceedingly  short  distance  of  eight 
miles,  but  that  exclusive  of  that,  the  examples 
have  been  taken  very  fairly  all  round? — They 
have. 

1 1441.  Have  you  the  differential  rates  to  any 
ports  for  hardware  for  export,  and  for  the  home 
trade? — I have. 

11442.  Will  you  give  the  Committee  an  in- 
stance of  that? — The  rate  from  Birmingham  to 
Southampton  for  home  trade  is  41s.  S d.  per 
ton,  but  for  shipment  it  is  27  s.  6 d.  only. 

Chairman. 

11443.  You  do  not  come  to  complain  of  that, 
do  you? — My  contention  is,  that  if  the  railway 

0.54. 


Chairman — continued. 

companies  can  afford  to  send  hardware  to  South- 
ampton at  all  for  27  s.  6 d.  per  ton,  it  makes  no 
difference  to  them  whether  it  is  shipped,  or 
whether  it  is  delivered  in  the  town. 

Mr.  Caine. 

11444.  Do  you  pay  additional  expenses  for 
delivery  in  the  toAvn,  or  does  it  include  delivery 
in  both  instances,  to  ship  and  to  store  ? —It  in- 
cludes delivery  in  both  instances. 

11445.  Now  screws  are  charged  as  hardware? 
— Yes. 

11446.  Are  they  charged  more  than  rivets? — 
They  are  charged  considerably  more. 

11447.  How  much  more  are  they  charged?  — 
In  some  instances  they  are  charged  as  much  as 
50  per  cent,  more,  although  rivets  in  many  in- 
stances are  more  expensive  than  screws,  and 
there  is  this  further  difference,  that  there  is  an 
advantage  given  to  consignors  of  large  quantities 
of  rivets  ; specially  low  rates  are  given  for  quan- 
tities of  two  tons  and  upwards. 

1 1448.  Is  not  the  fender  trade  a very  large 
one  in  Birmingham  ? — It  has  been. 

11449.  Is  it  increasing  or  decreasing? — It  is 
decreasing ; the  excessive  rates  charged  by  the 
railway  companies  to  the  north  of  England  are, 
to  a certain  extent,  drivino;  out  the  Birinino-ham 
trader  from  those  districts,  and  makers  are  com- 
mencing business  in  the  north,  as  in  Glasgow  for 
example. 

Mr.  Boltm. 

11450.  Those  would  be  fenders  for  domestic 
use  ? — Yes,  for  fireplaces. 

Mr.  Caine. 

11451,  You  have  a list  of  those  comparative 
rates,  have  you  not  ? — I have. 

11452.  Will  you  read  it  ? — I will. 

[ The  same  loas  rend,  as  folloios  : — ] 

Table  B. 

Rates  on  Fenders  from  Birmingham  to  Towns 
named. 


Collected  and  delivered  at  ownei’’s  risk. 


A, 

— Hig 

u Rates. 

Towns. 

Miles. 

Rates 

Towns. 

.Miles. 

Rates 

per  Ton. 

per  Ton. 

s.  d. 

s.  d. 

Loughboro’  - 

53 

20  - 

Oldham 

891 

26  8 

N orthampton 

54 

21  8 

Reading 

93i 

30  - 

Crewe  - 

54 

21  8 

Holton 

93f 

30  - 

(rt)  Nottingham 

58 

23  4 

(5)  Doncaster  - 

96 

30  - 

Kettering  - 

59 

21  8 

Huddersfield 

105^ 

32  6 

Clay  Cross  - 

61 

24  2 

Basingstoke 

1081 

32  6 

Chesterfield  - 

651 

25  - 

(d)  Aldershot  - 

110 

40  - 

Oxford 

66 

27  6 

Cambridge 

nil 

31  8 

Sheffield 

79 

30  - 

Ely  - 

127 

35  - 

Bedford 

82 

26  8 

(c)  York  - 

1301 

40  - 

Ashton-under- 

85 

25  10 

(e)  Yarmouth  - 

201 

50  - 

Lyne. 

B. — Low  Rates. 

(a)  Gloucester  - 

561 

15  - 

Barnstaple 

181 

41  8 

(b)  Bath  - 

98J 

23  4 

Doi-chester 

184 

40  - 

(c)  Swansea 

1561 

28  4 

Ilfracombe 

195 

44  2 

(rf)  Exeter 

1691 

38  4 

(e)  Plymouth  - 

222 

41  8 

3 u 2 11453.  Then 
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Mr.  Caine — continued 

1 1453.  Then  metallic  bedsteads  is  another 
large  trade  in  Birmingham,  is  it  not? — Yes. 

11454.  "Will  you  give  the  Committee  the  rates 
upon  the  carriage  of  bedsteads  from  Birmingham 
to  other  towns? — To  Hull,  a distance  of  134 
miles,  the  rate  is  25  s.  ; to  Scarborough,  a dis- 
tance of  173  miles,  the  rate  is  40  s. ; and  to 
"Whitby,  which  is  about  the  same  mileage,  the 
charge  is  40  s, 

11455.  Those  rates  are  upon  the  same  system  ? 
— Yes,  upon  the  North  Eastern  system,  and 
when  we  come  to  Edinburgh,  with  a distance  of 
298  miles,  and  Hastings,  with  a distance  of  192 
miles,  and  Lowestoft,  a distance  of  183  miles,  the 
rate  for  eacli  of  those  jdaces  is  the  same,  viz., 
41s.  8 d.  ; to  Glasgow,  a distance  of  286  miles, 
and  Brighton,  a distance  of  170  miles,  the  rate  is 
38  s.  4 r/.  against  157  miles  to  Ipswich  for 
38  s.  4 d.,  the  same  rate. 

11456.  Is  not  that  partly  accounted  for  from 
the  keen  competition  which  you  say  exists  in 
Glasgow,  that  if  the  companies  did  not  quote  a 
low  rate,  they  would  not  get  any  of  the  traffic  at 
all  ? — No  doubt,  that  would  account  for  it. 

11457.  There  is  no  coini)ctition  for  bedsteads 
in  Glasgow,  is  there? — No,  the  competition  is 
principally  in  fenders. 

11458.  "What  is  the  rate  to  London  ? — The 
distance  to  London  is  113  miles,  and  the  rate  is 
28  s.  4 d. 

11459.  And  what  is  the  rate  to  Hull? — The 
distance  to  Hull  is  134  miles,  and  the  rate  is  25  s. 

11460.  Now  we  will  come  to  the  question  of 
bricks;  can  you  give  the  Committee  the  rates 
charged  by  the  railway  company  for  firebricks 
from  Stourbridge  to  T.ondon? — Yes,  the  rate  for 
firebricks  from  Stourbridge  to  London  is  10  s. 
per  ton. 

11461.  "What  is  the  rate  for  blue  bricks,  for 
instance? — Six  and  eight  pence  per  ton. 

11462.  Is  there  any  actual  difference  between 
blue  bricks  and  fire  bricks,  afi'ording  any  reason 
why  the  rate  should  be  higher  in  the  one  case 
than  the  other? — None  whatever  ; in  many  cases 
the  blue  bricks  are  the  more  valuable. 

11463.  And  neither  are  damageable? — Not 
at  all. 

11464.  Can  you  give  the  Committee  the  rates 
from  Birmingham  ? — The  rate  f rom  Birmingham 
to  London  for  bricks  is  6 s.  8 d.  per  ton,  and  the 
distance  is  113  miles.  The  rate  for  the  same 
bricks  from  Birmingham  to  Bournemouth,  a dis- 
tance of  173  miles,  is  21s.  8 d.,  being  11s.  Qd 
in  excess  of  the  other  rate,  taking  the  London 
rate  as  the  standard  ; the  rate  for  bricks  from 
Birmingham  to  Kidderminster,  18  miles,  is  2 s.  6 d. 
])er  ton,  Avhereas  if  they  take  the  same  bricks  to 
Churchill,  which  is  three  miles  less  distance,  they 
charge  double  the  rate,  5 s. 

11465.  "What  is  the  rate  to  Guildford? — The 
rate  to  Guildford,  a distance  of  119  miles,  is 
12  s.  6 1'/.  per  ton,  being  an  excess  of  5 s.  8 r/. 
per  ton  over  the  London  rate. 


Mr.  Caine — continued. 

[Y/ie  Witness  handed  in  the  following  Table  : — 
Table  C. 


Railway  Rates  for  Bricks  from  Birmingham  to 
the  tbllowing  Stations. 


Station. 

Railway  Company. 

Rate 

per 

Ton. 

Miles. 

Propor- 
tionate Excess 
per  Ton 
taking  London 
as  a Basis. 

s.  d. 

s.  d. 

London 

Lonilon  and  North 
Western,  Mid- 
land, and  Great 
Western  Railway. 

G 8 

113 

Leek 

London  and  North 
Western  and 

Midland. 

5 10 

G2 

2 3 

Bournemouth 

London  and  North 
Western  running 
powers. 

21  8 

173 

11  9 

Windsor 

Great  Western 

Railway. 

9 2 

113 

2 8 

Wellingboroujjh 

London  and  North 
Western. 

6 3 

Go 

2 G 

Wolverton 

London  and  North 
Western. 

G 7 

CO 

3 2 

Cheltenham  - 

Midland 

5 - 

49 

2 2 

Guildford 

London  and  North 
W’estern. 

12  G 

119 

5 8 

Kidderminster 

London  and  North 
Western  running 
powers  over 

Great  Western 
Railway. 

2 G 

18 

• 

Churchill 

Great  Western 

Railway. 

5 - 

15 

Double  rate 
for  three 
miles  less 
distance. 

Malvern  Wells 

Midland 

5 - 

38 

2 10 

Rugby  - 

London  and  North 
Western. 

3 6 

30 

1 9 

11466.  Then  there  is  a considerable  trade  in 
Birmingham,  is  there  not,  in  citric  acid  ? — 
There  is. 

11467.  It  is  not  a very  large  or  heavy  traflic 
at  any  time,  is  it? — It  is  not. 

11468.  Have  you  anything  to  say  with  regal’d 
to  that? — The  rate  charged  per  ton  by  the  rail- 
way companies  from  London  to  Liverpool,  a dis- 
tance of  202  miles,  delivered  alongside  ship,  is 
25  s.,  and  from  Birmingham  to  London,  113 
miles,  for  shipment,  not  alongside  ship,  34  s.  2 d. 

11469.  Ho  not  you  think  that  can  be  ex- 
jilained  away  by  tbe  fact  that  th.ei’e  is  water 
competition  from  London  to  Liverpool  ? — I think 
that  is  so. 

11470.  AYe  now  come  to  the  most  inqiortant 
subject  of  the  traffic  that  you  have  to  refer  to, 
viz.,  the  rates  for  undamageablc  iron,  in  lots  of 
two  tons  and  upwards  ; could  you  give  the  Com- 
mittee the  rates  charged  by  the  company  from 
Bloomfield  Basin,  Tipton,  Spoil  Lane,  and 
Smethwick  to  Harwich,  Swansea,  and  other 
ports,  and  compare  them  with  the  rates  to  other 
towns  ? — I can  ; the  rate  from  Bloomfield  Basin 
to  Swansea,  a distance  of  144  miles,  is  10s.,  and 
the  rate  for  the  same  iron  from  Birmingham,  or 
those  stations  ju’eviously  mentioned,  to  Liver- 
jiool,  a distance  of  97  miles,  is  11s.  per  ton. 

11471.  Is 
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Mr.  Came — continued. 

11471.  Is  not  there  a much  larger  traffic  to 
Liverpool  than  there  is  to  Swansea,  upon  iron  of 
this  description, from  thisdistrict? — Undoubtedly. 
Now  compare  the  rate  to  Swansea,  a distance 
of  144  miles  for  10  s witli  the  rate  to  Sheffield, 
a distance  of  79  miles  also  at  10  s.  I may  add 
that  in  the  case  of  Swansea  the  rate  includes  col- 
lection, while  the  Sheffield  rate  I have  quoted  is 
a station  to  station  rate. 

11472.  Is  not  Sheffield  a district  to  which  a 
great  deal  of  iron  goes  from  your  centre  ? — A 
great  quantity  goes  there. 

11473.  And  it  is  a district  which  is  competed 
for  by  a great  many  other  iron  districts? — It  is. 

11474.  You  have  prepared  this  very  elaborate 
Table,  showing  on  a large  and  comparative  scale 
the  favourable  and  unfavourable  rates,  wc  need 
not  go  into  that  Table  in  detail  if  you  will  hand  it 
in  ? — I will  {the  same  was  handed  in). 

11475.  Have  you  considered,  or  is  it  the 
opinion  of  your  chamber,  that  they  ought  to  have 
a locus  standi  before  the  liailway  Commis- 
sioners?— Most  certainly. 

]Mr.  Loicther. 

11476.  I think  you  stated  that  the  business  in 
fenders  and  bedsteads  had  fallen  off  in  Birming- 
ham ? — The  trade  in  fenders  has  fallen  off  par- 
ticularly. 

11477.  Has  the  trade  of  anything  else  fallen 
off? — I have  no  doubt  the  trade  in  other  goods 
has  fallen  off  lately  on  account  of  the  general 
depression  in  trade. 

11478.  And  not  on  account  of  the  high  rates 
charged  by  the  railroads? — I have  no  doubt  that 
that  has  had  a great  deal  of  influence  upon  it. 

11479.  But  have  not  other  trades  wliich  wei’e 
of  no  Importance  10  years  ago,  that  were  quite 
unknown  in  Birmingham,  sprung  up? — Yes, 
they  have. 

1 1480.  Would  you  mention  some  of  them  ? — 
The  button  trade  has  very  much  increased,  the 
jewellery  trade  has  also  increased. 

11481.  And  the  trade  in  brass? — I do  not 
think  there  is  any  trade  in  brass  that  has  par- 
ticularly developed  in  the  last  10  years. 

11482.  Is  there  not  a gi’eat  deal  of  brass  work’ 
exported  to  South  America? — Yes,  there  is. 

Mr.  Bolton. 

11483,  In  the  rates  you  have  given  for  hard- 
ware do  you  include  collection  and  delivery?  — 
Yes. 

11484.  In  every  case  ? — Yes. 

11485.  Why  do  you  take  Southampton  as  the 
port  of  export  upon  Avhich  you  make  a comparison 
as  to  the  cost  of  carriage  of  goods  for  home  use 
anti  goods  for  export  ? — 1 took  it  because  it  ap- 
pe;irs  on  a paper  which  I had  under  my  hand. 

11486.  Was  it  an  accidental  selection,  or  was 
it  with  some  object  in  view? — It  was  an  accidental 
selection. 

11487.  The  export  rate  from  Southampton  is 
27  s.  6 d.,  I think,  is  it  not  ? — It  is. 

11488.  And  the  home  rate  is  41  s.  8 d.  ? — Yes. 

11489.  And  you  argue  that  if  it  will  suit  the 
railway  companies  to  carry  to  Southampton  for 
27  s.  6 d.,  it  should  also  pay  them  to  carry  at  the 
same  rate  for  home  consumption  ? — That  is  the 
contention  of  the  gentlemen  who  send  me  here. 
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1 1490.  The  41s.  8 c?.  is  not  above  their  statutory 
powers,  I presume,  and  the  railway  company 
might  equalise  you  by  cancelling  the  export  rate  ; 
W'ould  that  suit  you  ? — It  would  not. 

11491.  Is  it  your  contention  before  this  Com- 
mittee that  railway  companies  should  be  com- 
pelled by  some  court  or  other  to  work  below 
their  statutory  powers  ? — No,  I would  not  go  so 
far  as  that ; my  contention  is  mainly  that  the 
railway  companies  do  carry  hardware  goods  from 
Birmingham  to  Southampton  at  27  s.  Qd.  per  ton, 
and  the  inference  to  be  drawn  from  that  is  that 
it  pays  them  so  to  carry  ; if  it  did  not  do  so  they 
would  not  carry  at  that  rate. 

11492.  But  takino;  it  for  granted  that  the  com- 
pany  are  within  their  statutory  powers  in  charging 
41s.  Hd.l — 1 am  not  prepared  to  give  evidence 
upon  that  jioint. 

Chairman, 

1 1493.  How  many  miles  is  it  from  Birmingham 
to  Southampton  ? — I do  not  think  I can  give  it 
you  accurately. 

Mr.  Bolton. 

11494.  You  do  not  deny  that  it  is  ivithin  their 
statutory  power? — I do  not  know  that  it  is  not. 

11495.  Then  if  they  cancel  the  rate  for  export 
you  would  have  no  cause  of  complaint  ? — I 
should  say  most  certainly  I should. 

1 1496.  Why? — Because  the  railway  companies 
have  proved  to  traders  that  they  are  able  to  carry 
at  a very  much  lower  rate. 

11497.  And  that  therefore  their  Act  of  Parlia- 
ment should  be  cancelled  ? — I do  not  see  that 
that  follows. 

11498.  It  follows  of  course,  because  the  com- 
pany have  now  the  power  under  that  Act  to  carry 
for  41s.  8^?  ; is  it  a disadvantage  to  the  traders 
in  Birmingham  that  there  should  be  a reduced 
rate  for  export  from  Southampton  ? — No. 

11499.  It  is  a great  advantage,  is  it  not? — It 
is  an  advantage  to  some  traders. 

11500.  It  is  an  advantage  to  all  exporter.3,  is 
it  not  ? — Yes. 

11501.  And  if  it  were  cancelled,  which  Avould 
be  the  case  if  you  compelled  the  railway  com- 
panies to  quote  the  same  rate  for  all  export  and 
home  trade,  it  would  be  a great  disadvantage  to 
the  exporter,  would  it  not  ? — It  rvould. 

11502.  The  disadvantage  would  be  this,  that 
they  would  be  tied  to  tlie  nearest  seaport  reached 
by  the  railway  ? — 1 should  say  that  the  dis- 
advantage would  be  this,  that  whereas  ex- 
porters had  been  previously  enabled  to  send 
their  goods  for  27  5.  6 d.,  the  rate  had  been  in- 
creased. 

11503.  The  rate  would  have  been  increased, 
and  they  practically  couhl  not  send,  via  South- 
ampton, but  would  have  to  send  all  the  traffic,  as 
far  as  Birmingham  is  concerned,  to  the  nearest 
seaport? — I do  not  see  that;  because  the  Penin- 
sular and  Oriental  boats  load  at  Southampton 
and  at  London ; the  goods  must  either  go  to 
Southamptoir  or  to  London. 

11504.  But  there  is  no  advantage  in  sending 
by  the  Peninsular  and  Oriental  boats  over  the 
Messagerie  boats  or  the  Glen  Line,  or  a score  ol 
other  lines? — I am  not  prepared  to  give  evidence 
upon  that  point. 

11505.  Then  it  does  not  matter  to  your  con- 
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Mr.  continued. 

stituents  which  boat  takes  the  traffic,  provided 
tlsey  take  it  with  safety,  and  at  the  same  rate  of 
freight ; have  you  any  difficulty  iu  offering  an 
opinion  upon  that  point? — I would  rather  not 
offer  an  oj)inion  upon  that  point. 

11506.  Jn  your  opinion,  would  the  traders  be 
benefited  by  the  ti’ade  being  limited  to  one  port  ? 
— It  would  be  a disadvantao-e  that  it  should  be 

O 

so  limited. 

11507.  Do  you  not  su])pose,  now  that  the 
trade  pay  less  to  the  port  of  delivery  abroad,  in 
consequence  of  the  ability  to  send  to  Southamp- 
ton at  27  s.  6 d.,  as  compared  with  the  rate  to 
Liverj)Ool  of  23  s.  4 ; do  you  suppose  that  the 

traders  get  their  goods  out  cheaper,  via  Liver- 
pool, at  23  ,s.  4 f/.,  than  they  do,  via  Southampton, 
at  27  6 rf.  ? — I cannot  say. 

11508.  Would  you,  if  you  w'ere  an  exporter, 
send  goods,  via  Southampton,  at  27  .s.  Gd.,  if  the 
whole  cost  to  the  iiort  of  delivery  v;as  more  than 
if  they  went  by  Liverpool  at  23  s 4 d.  ? — I do 
not  follow  you. 

11509.  You  have  in  one  case,  by  rail,  Bir- 
mingham to  Liverpool,  and  thence  by  steamer  to 
Calcutta,  w'e  will  say,  and  the  whole  rate,  in- 
cluding rail  and  steamer  (we  will  take  any  sum 
you  like)  is,  say  50  5. ; the  23  s.  6 d.  to  Liverpool 
would  leave  26  s.  G d.  for  steamer;  do  you  sup- 
pose that  sending  \ivid  Southampton  at  27  s 6 d., 
the  rate  is  4 s.  more  to  Calcutta? — I do  not  say  it  is. 

11510.  It  would  be  the  same,  would  it  not? — 
Probably  it  would. 

11511.  Therefore,  practically,  it  matters 
nothing  to  the  general  public,  or  to  the  trade, 
what  are  the  rates  betiveen  Birmingham  and 
Southampton  for  export,  as  compared  wdth  the 
rates  between  Birmingham  and  Liverpool  ? — It 
must  certainly  matter  to  the  manufacturer. 

11512.  In  what  w'ay  ? — The  bulk  of  his 
goods  may  have  to  go  to  a certain  port.  For 
shipping  to  certain  districts  goods  go  to  certain 
ports,  consequently  if  the  rates  to  those  jiorts  are 
high,  or  in  excess  of  the  rate  to  other  ports,  it  is 
to  the  disadvantage  of  that  trader. 

11513.  Can  you  give  me  one  destination  for 
which  they  must  go  to  a certain  port  in  Enorland? 
— I do  not  know  that  I can  name  an  article  for 
the  moment. 

11514.  Can  you  not  give  one? — None  occur 
to  me  at  the  moment. 

11515.  Now  Avith  reference  to  the  fender 
trade,  you  say  that  the  ti’ade  has  gone  from 
Birmingham  to  Glasgow,  or  is  going? — That  is 
the  contention  of  the  fender-makers. 

11516.  What  is  that  owing  to? — The  makers 
contend  that  it  is  oiving  to  competition  in  those 
towns,  the  carriage  being  bigh. 

11517.  What  competition  are  you  speaking  of  ? 
— The  rate  being  high  to  the  North  Eastern 
Counties. 

11518.  The  fender  trade  I understand  you  to 
say  has  gone,  or  is  going  from  Birmingham  to 
Glasgow  ; what  has  caused  the  migration  of  the 
trade  ? — The  high  rate  charged  by  the  railway 
company. 

11519.  Upon  Avhat  ? — On  fenders. 

11520.  On  fenders  going  where? — To  the 
North. 

11521.  Those  rates  are  for  the  home  trade, 
are  they  not? — Yes. 


Mr.  Bolton — continued. 

11522.  Then  the  high  rates  upon  the  Birming- 
ham made  fenders,  I presume  prevents  them 
being  sent  to  Glasgow  in  competition  with  the 
Glasgow-made  fenders  ? — I would  rather  say  in 
and  around  York  and  the  district,  in  between  the 
two  manufacturing  centres. 

11523.  Would  you  say  Grangemouth? — I 
cannot  localise  the  point,  as  I am  not  in  the  trade. 

11524.  But  I think  there  is  a very  large 
foundry  trade  in  Glasgow  and  the  neighbour- 
hood ; where  is  the  iron  obtained  for  the  use  of 
those  places  in  Glasgow?— I have  no  doubt  that 
a great  deal  of  it  is  obtained  in  the  district. 

11525.  And  some  of  it  from  .Middlesborough, 
is  it  not  ? — There  may  be  some  of  it,  but  not  very 
much. 

11526.  There  is  a very  large  import  of  Mid- 
dlesborough  iron  into  Scotland,  is  there  not? — 
Yes,  1 believe  there  is. 

11527.  What  is  that  used  for? — I dare  say  for 
manufacturing  purposes. 

11528.  Is  it  not  used  at  the  foundries  almost 
exclusively  ? — I dare  say  it  is. 

11529.  How  is  that  iron  carried  from  Middles- 
borough  to  Glasgow  ? — By  water. 

11530.  Is  it  carried  by  water  entirely? — I 
would  not  say  entirely,  but  very  largely. 

11531.  It  goes  by  the  Grangemouth  Canal, 
and  steamer  from  Middlesborough  ? — Yes. 

1 1532.  There  is  no  railway  rate  there  ; that  is 
a Avater  rate  ? — It  is. 

11533.  Then  is  that  the  high  rate  to  Avhich  the 
Birmingham  maker  has  been  subjected,  or  what 
is  it? — It  is  on  the  carriage. 

11534.  It  cannot  be  upon  the  railway  carriage, 
Avhich  is  Avhat  Ave  have  to  do  Avith,  because  that 
is  Avater  cai-riage  ; you  told  the  Committee  that 
the  trade  in  fenders  had  been  abstracted  from 
Birmingham  by  the  districts  ai’ound  Glasgow, 
OAving  to  the  high  rates  charged  by  the  railway 
company.  Now  upon  what  are  the  high  rates 
charged,  because  GlasgoAV  is  a seaport,  and  for 
the  ])ig  iron  there  can  be  no  high  rates  chai’ged. 
Noav  as  to  the  fenders,  Avhere  are  they  consumed? 
— They  are  sent  from  Birmingham  to  GlasgOAv. 

11535.  But  Avhy  should  they  send  fenders  from 
Birmingham  to  GlasgoAA’,  seeing  that  Glasgow  is 
the  seat  of  a very  large  foundry  industry,  and 
has  access  to  iron  by  Avater  in  addition  to  the 
iron  Avhich  it  produces  itself ; can  you  give  me 
any  information  upon  the  point? — I cannot. 

Chairman. 

11536.  Is  there  any  other  point  AA'hich  you 
wish  to  mention  to  the  Committee  ? — I beg  to 
present  tAvo  memorials;  one  from  Messrs.  Elliott’s, 
Metal  Company,  and  the  other  I'roin  the  Chemists 
and  Druggists’  Trade  Association  of  Great 
Britain  [handhiff  in  the  same). 

Lord  Rand  dph  Churchill. 

11537.  Your  contention  is,  is  it  not,  that 
Avhereas  formerly  Birmingham  used  to  supply 
the  North  of  England  Avith  fenders,  the  high 
rates  charged  from  Birmingham  to  the  North 
compared  with  the  low  rates  charged  from  Glas- 
gOAV  to  the  North  of  England  have  abstracted 
the  trade  of  Birmingham,  and  distributed  it 
partly  to  GlasgOAV  ? — I cannot  go  so  far  as  that ; 
I do  not  propose  to  go  into  the  carriage  offenders 
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Lord  Randolph  Churchill — continued. 

from  Glasgow  to  the  intermediate  district ; I 
merely  state  that  the  high  rate  of  carriage  on 
fenders  to  the  North  has  paralysed  the  Birming- 
ham trade  in  fenders,  and  caused  other  makers 
in  the  North  to  increase  their  trade  and  develop 
their  trade  at  the  expense  of  Birmingham. 

Mr.  Callan. 

11538.  Are  you  in  favour  of  the  principle  of 
giving  to  each  port  the  advantage  of  its  geogra- 
phical position  i — I am  not  prepared  to  give 


Mr,  Cdllan — continued. 

evidence  with  regard  to  district  rates ; I have 
not  thought  it  out  sufficiently. 

11539.  I ask,  are  you  in  favour  of  the  principle 
of  giving  to  each  port  the  advantage  of  its 
geogi’aphical  position  ? — I have  not  thought  the 
matter  out  sufficiently  to  give  my  opinion  upon 
it. 

11540.  Supposing  the  principle  of  giving  to 
each  port  the  advantage  of  its  geographical  posi 
tlon  were  carried  out,  would  not  Birmingham  be 
deprived  altogether  of  the  benefit  of  the  27  s.  6 d. 
rate  to  Southampton  ? — It  would. 


Mr.  Donald  Josiaii  Kempson,  called  in  ; and  Examined. 


Chairman. 

11541.  You  are  the  managing  partner  in  the 
firm  of  'f homas  and  Leonard  J eiikins,  iron  and 
steel-wire  manufacturers  in  Birmingham? — 1 am. 

11542.  And  you  wish  to  put  in  a table  to  show 
that  the  railway  companies  favour  foreign 
competition  over  your  goods ; and  I will  ask  you 
a question  or  two  upon  that  point;  will  you  then 
give  the  Committee  the  rate  from  Birmingham 
to  London  on  bright  iron  wire? — 28  s.  4d. 

11543,  And  what  is  the  distance  from  Bir- 
mingham to  London  ? — 113  miles. 

11544.  Now  I want  you  to  give  me  the  dis- 
tance from  Antwerp  or  Bottei  dam  to  Birmingham, 
via  London,  for  the  same  thing  ? — As  far  as  I am 
able  to  judge  the  distance  is  313  miles. 

11545.  What  is  the  rate  ? — 16  s.  8 d. 

11546.  That  is  to  say,  the  Belgians  can  send 
wire  from  Antwerp  to  Birmingham  for  16  s.  8 d., 
via  London,  while  you  are  charged  on  your  wire 
from  Bii’mingham  to  London  28  s.  4d.  ? — Pre.- 
cisely  so. 

11547.  Does  any  wire  come  from  Belgium  to 
Birmingham  ? — Hundreds  and  hundreds  of  tons. 

11548.  Will  you  tell  me  this:  supposing  that 
the  through  rate  were  raised  proportionately  to 
the  rate  from  Birmingham  to  London,  ivould  it 
shut  out  that  foreign  competition  from  Birming- 
ham ? — To  a great  extent,  of  course  it  would. 

11549,  Do  you  know  the  price  of  Belgium 
wire  delivered  in  Birmingham,  say  the  No.  6, 
just  as  an  example  ? — The  prices  are  so  various 
that  it  would  be  difficult  to  say. 

11550.  Take  the  last  price  you  have? — The 
price  is  8 s.  6 d.  per  cwt.  deli%'ered. 

11551.  And  what  is  your  price  in  Birmingham? 
— Our  list  prices  in  Birmingham  would  be  10  s. 

11552.  But  what  would  you  take  good  wire? — 
You  must  ask  me  what  the  Belgians  would  take; 
they  would  take  any  price. 

11553.  If  the  Belgians  would  take  8 s.  6 d., 
would  you  be  prepared  to  take  8 s.  6 d. ; that  is 
to  say,  is  this  competition  in  consequence  of  the 
excessive  rates  charged,  or  is  it  in  consequence 
of  the  Belgians  being  able  to  produce  wire 
cheaper  than  you  can? — Their  ability  to  produce 
wire  cheaper  militates  very  much  in  their  favour; 
but  Avhat  enables  them  to  compete  is  very  much 
from  our  being  .shut  out  from  the  London 
market ; in  other  words,  if  we  send  wire  to  Lon- 
don to  stop  there,  or  shipped  to  Australia,  we 
have  to  pay  28  s.  4 d.,  but  if  we  send  it  to 
Antwerp  or  Rotterdam,  then  we  have  to  pay 
only  1 6 s.  8 d. 
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Mr.  Callan. 

11554.  You  were  asked  by  the  honourable 
Member  if  the  rate  from  Antwerp  to  Birming- 
ham w'ere  raised  jiroportionately  to  the  rate  from 
Birmingham  to  London ; would  that  not  shut 
out  the  Belgium  wire  from  the  market  of  your 
district  ? — I was  asked  that  question. 

11555.  Would  it  shut  it  out? — To  a certain 
extent  it  Mould. 

11556,  Are  you  in  favour  of  raising  the  rates 
from  Belgium  to  Birmingham? — Certainly,  I am. 

11557.  Are  you  a free  trader? — On  both  sides 
I am  not  a one-sided  free  trader. 

11558,  I suppose  you  are  in  favour  of  recipro- 
city ; the  question  is  asked  by  a free  trader  : if 
the  rate  from  Antwerp  to  Birmingham  were 
raised  proportionately,  would  that  not  shut  out 
the  Belgian  wire  from  the  market  of  your 
district ; and  you  answered  that  to  a certain 
extent  it  would ; you  are  in  favour  of  that  being 
done  ? — Yes,  I am. 

11559.  You  are  in  favour  of  protection  to 
Birmingham  by  the  raihvay  rates? — Yes. 

11560.  Though  theoretically  you  are  a free 
trader  ? — A free  trader  on  both  sides. 

11561,  Theoretically  you  are  a free  trader, 
but  you  are  in  favour  of  shutting  out  Belgian 
wire  from  the  Birmingham  market,  by  a prohibi- 
tive railway  rate  ? — By  similar  I’ates. 

11562.  Therefore,  theoretically,  you  would  be 
in  favour  of  ])rotecting  Birmingham  industry,  by 
prohibitive  railway  rates? — Yes,  in  that  sense. 

Mr,  Bolton. 

11563.  Is  it  the  fact  that  there  is  Belgian 
wire  used  in  Birmingham  ? — Certainly. 

11564.  In  large  quantities  ? — Yes. 

11565.  And  are  the  Belgians  actually  able  to 
produce  wire  in  I’elgium  and  sell  it  in  Birming- 
ham against  the  Birmingham  makers  ? — Y^es,  they 
are. 

11566.  Then  how  does  the  raihvay  rate  enter 
into  that,  because  you  do  not  pay  any  charge 
upon  your  Birmingham  w ire  in  Birmingham  ; the 
Belgian  wire  is  no  doubt  charged  with  a railway 
rate,  but  the  Birmingham  wire  has  not  seen  a 
railway  yet;  do  I understand  you  to  say  that 
the  Belgian  wire,  with  the  addition  of  the  freight 
to  London,  and  the  railway  rate  from  London  to 
Birmingham,  is  cheaper  in  Birmingham  than 
Birmingham  wire  ? — Yes,  it  is  cheaper. 

1156L  Then  how  is  that  owing  to  the  railway 
rate  on  Birmingham  wire  ? — If  they  paid  the 
same  price. 
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Mr.  Bolton — continued. 

11568.  But  it  is  the  Birmingham  wire  I am 
asking  about;  is  there  any  charge  at  all  upon  the 
Birmingham  wire  in  the  manufacturers’  premises? 
— Yes,  there  is  the  railway  charge  upon  the  raw 
material  in  the  first  instance,  from  which  the 
wire  is  produced  ; that  is  to  say,  upon  the  rods 
from  which  the  wire  is  drawn. 

11569.  The  fact  is,  that  the  Belgian  wire  can 
be  laid  down  in  Birmingham  at  a lower  rate  than 
the  Birmingham  manufacturers  can  produce  the 
same  wire  ? — 1 do  not  say  that  it  can  be  laid 
down  lower. 

11570.  But  it  is  done  ? — It  is  done. 

11571.  What  is  the  price  of  Belgian  wire  in 
Birmingham  now  ; you  stated,  I think,  that  the 
price  of  Belgian  wuis  Ss.  6f/.  and  of  Birmingham 
10  5.,  that  is,  per  CAvt.  ? — Yes. 

11572.  Those  are  the  same  qualities,  are  they? 
— I should  not  admit  that;  I should  not  say, 
myself,  that  the  Belgian  wire  is  so  good  as  the 
home  made. 

11573.  But  it  answers  the  same  purpose? — I 
W'ould  not  say  that. 

11574.  What  I want  to  get  at  is,  whether 
there  is  competition  between  those  two  articles ; 
if  they  will  not  answer  the  same  purpose,  there 
can  be  no  comjietition  between  them  ? — Our 
complaint  is  not  Avith  regard  to  the  Avire  coming 
to  Birmingham,  but  that  we  are  shut  out  from 
London. 

11575.  But  you  cannot  account  for  the  fact 
that  the  Belgians  can  send  the  same  Avire  from 
Belgium  to  Birmingham,  })aying  the  railAAmy 
carriage  and  the  steamer  freight,  and  yet  sell  it  in 
Birmingham  at  1 s.  6 t/.  a ton  beloAV  the  rate  at 
Avhich  you  in  Birmingham  can  produce  it  ? — I do 
not  say  Ave  could  not  jjroduce  it  at  the  jjrice  of 
Belgian,  but  that  is  our  price. 

11576.  Then  hoAv  AA'ould  you  be  benefited  if 
you  used  that  wire,  by  liaA'ing  the  cost  of  it  in- 
creased to  you;  I do  not  mean  you  indiA'idually, 
but  Birniingham;  because  there  seems  to  be  a 
considerable  trade  in  that  AA'ire  ; there  are  three 
consumers  in  Birmingham? — Yes,  there  are. 

1 1577.  And  the  three  people  manufacture  it  for 
what  purpose? — For  wire  netting,  amongst  others, 

11578.  Is  that  for  home  consumption  or  for 
export? — For  both. 


Mr.  Bolton — continued. 

11579.  Then  how  would  you  in  Birmingham 
be  benefited  by  the  cost  of  the  Belgian  material 
being  increased  to  the  Birmingham  manufiic- 
turers  by  the  addition  of  some  more  raihvay 
charge? — They  AA'ould  have  to  pay  more  for  the 
Belgian  Avire,  and  then,  if  they  could  get  English 
Avire,  AA-e  Avill  say  at  10  s.  per  ton  less,  they  Avould 
prefer  it  to  the  Belgian  Avire. 

11580.  Just  now  they  can  get  English  Avire 
also,  can  they  not? — Yes. 

11581.  Therefore  they  have  the  advantage 
nOAV  ; in  addition  to  the  English  Avire  thev  haA’e 
the  cheap  Belgian  Avire  ; how  Avould  they  com- 
pete Avith  their  foreign  competitors  in  the  foreign 
markets  more  advantageously  than  they  do  at 
present,  if  in  addition  to  the  present  cost  of 
Belgian  Avire,  you  added  Is.  6 d.  a cwt.  more  for 
carriage,  or  5s.,  or  any  amount  you  like?  — Of 
cou’-se  the  consumer  of  the  Avire  Avould  not  bene- 
fit by  it  at  all. 

11582.  You  say  you  are  cut  out  of  the  London 
market  ? — Yes. 

11583.  What  is  the  sea  freight  from  Antwerp 
to  London  ? — In  some  cases  it  is  4 s.,  and  in  some 
cases  it  is  5 s.,  according  to  the  nature  of  the 
goods. 

] 1584.  That  is  less  than  the  raihvay  rate  from 
Birmingham  to  London? — A great  deal  less. 

11585.  Do  you  Avant  the  raihvays  to  carry  it 
at  the  same  rate  as  the  sea  freight?  — I Avant 
them  to  carry  the  Avire  either  to  or  from  London 
at  the  same  rate  as  they  charge  the  foreigner  to 
bring  his  A\ire  tlierc  or  to  take  it  hence ; 11  s.  8 d. 
per  ton,  I believe,  is  the  railway  rate  from 
Antwerp  to  Birmingham,  plus  the  5 s.  which  I told 
you  Avas  the  steamer  rate. 

11586.  ^Yl'.at  is  the  rate  from  Birmingham  to 
London  upon  English  Avire  ? — TAventy  - eiglit 
ehilliuLS  and  fourpence  for  bright  Avire,  and 
22  .9.  6 d.  for  undamageable  Avire,  or  black  Avire. 

11587.  Are  those  present  rates  beyond  the 
maximum  rates  of  the  Company? — I have  every 
reason  to  believe  they  are. 

11588.  Then  Avhy  do  you  not  apply  to  the 
courts  ? — 4Ye  decline  to  pay  the  rates  cliarged, 
and  they  seek  redress  through  the  court,  Avhich 
action  avc  defend,  and  therefore  by  doing  so,  aa'B 
indirectly  apply  to  the  decision  of  the  courts. 


JNIr.  Jesse  IIaavkes,  called  in  ; and  Examined. 


Mr.  Caine. 

11589.  You  are  a large  Glass  Manufacturer 
and  Dealer,  I believe  ? — I am. 

11590.  You  are  the  largest  manufacturer  in 
the  country,  I believe? — In  looking  glasses  Ave 
are. 

11591.  And  you  are  a delegate  from  the 
Birmingham  Chamber  of  Commerce  to  this  Com- 
mittee?— I am. 

11592.  You  have  to  complain  of  the  classifica- 
tion of  merchandise  used  by  the  raihvay  com- 
panies, especially  as  regards  your  oavu  trade  ? — 
Yes. 

11593.  Will  you  jdease  tell  me  Avith  regard 
to  polished  plate  glass  Avhich,  I believe,  you 
manufacture  very  largely,  and  deal  in  largely  ; 
if  manufactured  in  Belgium,  and  carried  into  this 
country,  what  is  the  rate  ? — It  is  equal  to  the  first- 
class  rate. 


Mr.  Caine — continued. 

11594.  And  hoAv  is  the  plate  glass  charged  in 
England  ? — According  to  the  classification  book 
it  is  the  fifth  class,  the  highest ; but  it  is  con- 
stantly carried  at  the  second-class  rate,  at  OAA'ner’s 
risk. 

11595.  Do  you  think  that  a similar  rate  to  that 
charged  upon  the  Belgian  class  should  be  charged 
upon  the  home  manufacture  ? — Yes,  ami  that  the 
owner’s  risk-rate,  Avhich  is  not  noAv  in  the  classifi- 
cation book,  sliould  be  entered  in  the  classifica- 
tion book,  so  that  it  can  be  open  to  everyone. 

11596.  You  say  that  plate-glass  is  put  in  the 
fil'th  class,  but  1 presume  you  get  it  carried  for 
yourself  at  the  second-class  rate? — Very  fre- 
quently. 

11597.  But  the  small  manufacturers  and 
dealers  get  it  carried  second  class  ? — We  did  not 
Avhen  Ave  Avere  in  a small  Avo.y. 


11598,  When 
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Mr.  Caine — continued. 

11598.  When  you  were  In  a small  way  of 
business  your  glass  was  carried  at  the  fifth  class- 
rate  ? ■ Yes. 

11599.  Why  do  you  think  it  is  charged  fifth 
class  ; I suppose  it  is  on  account  of  the  fragile 
quality  of  the  goods  carried  ?—  Of  the  supposed 
fragile  nature  of  them  ; but  they  are  not  so  as  a 
matter  of  fact. 

11600.  Why  do  you  say  “supposed”? — It  is 
supposed  to  be  an  article  of  a very  fragile  nature 
by  those  who  have  not  an  intimate  knowledge  of 
it,  but  in  a traffic  of  over  70,000/.  worth,  we  have 
not  had  20  /.  worth  of  breakage. 

11601.  How  would  you  propose  to  deal  with 
that  fragile  article  ; would  you  have  an  insu- 
rance rate  ? — I think  a small  rate  would  be  quite 
sufficient  to  cover  it. 

11602.  A low  class  and  an  Insurance  rate  ? — 
Yes. 

11603.  Now  we  will  take  the  rates  upon 
plate  glass  from  Belgium ; what  are  the  rates 
upon  plate  glass  cai’ried  from  Brussels  via  Ant- 
werp to  Birmingham,  via  Goole  ? — The  distance 
is  130  railway  miles,  and  it  is  carried  at  a through 
rate  of  22  s.  6 d.  a ton  from  Antwerp  and 
Brussels  to  Birmingham. 

11604.  Now  what  is  the  charge  from  Birming- 
ham to  London? — From  Birmingham  to  London 
a distance  of  113  miles  the  charge  is  28  s.  4 d. 
per  ton ; from  Birmingham  to  Liverpool  a dis- 
tance of  94  miles  the  charge  is  24  s.  2 d.  per  ton ; 
and  from  Birmingham  to  Hull  a distance  of  137 
miles,  the  charge  is  25  s. 

11605.  Then  although  the  rate  from  Antwerp 
to  Birmingham  includes  the  sea  freight,  and  130 
railway  miles,  it  is  charged  less  than  any  of  the 
three  you  have  giren? — Yes. 

11606.  Then  what  remedy  have  you  for  that; 
would  you  reduce  the  home  I’ate? — Yes. 

11607.  On  what  theory? — That  the  home 
manufrcturers  should  be  put  on  an  equal  footing 
with  the  foreign  manufacturers,  and  be  able  to 
get  their  goods  to  the  port  to  trade  on  more 
equal  terms. 

11608.  Your  opinion  is  that  if  the  company 
can  carry  goods  130  railway  miles  as  well  as 
paying  the  ship  charge  for  22  s.  6 d.  a ton,  it 
certainly  ought  to  be  able  to  carry  from  Birming- 
ham to  London  a distance  of  113  miles  at  a cost 
of  less  than  28  s.  4 d.  ? — Most  undoubtedly. 

11609.  Now  what  is  the  fifth  class  rate  ? — The 
fifth  class  rate  to  London  and  Liverpool  is  50  s. 
in  each  case,  and  to  Hull  60  .9.  per  ton. 

11610.  And  the  small  manufacturers  have  to 
pay  that  now  ? — Yes. 

11611.  Do  I infer  from  that,  that  railway  com- 
panies give  an  advantage  to  you  over  the  smaller 
manufacturers? — There  is  no  doubt  about  it; 
the  small  manufactui'ers  and  dealers  would  be 
able  to  get  our  rates  if  they  were  in  a larger  way 
of  business.  I ought  to  add  that  of  course  upon 
that  rate  the  railway  companies  take  the  risk  for 
breakage  which  I have  stated  ; but  that  as  I 
have  stated  is  so  small  as  to  be  infinitesimal. 

11612.  Are  there  unequal  rates  according  to 
distance  ? — Yes. 

11613.  Will  you  give  the  Committee  a few  of 
the  inequalities  of  which  you  complain  ? — From 
Birmingham  to  London  a distance  of  113  miles, 
the  rate  is  50  s.  per  ton,  equal  to  5^  d.  per  ton 
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per  mile ; from  Birmingham  to  Liverpool  a 
distance  of  97^  miles  the  rate  is  50  s.  per  ton,  or 
6 d.  per  ton  per  mile,  and  from  Birmingham  to 
Manc.hester  a distance  of  85  miles,  the  rate  is  also 
50  s.,  being  a charge  of  7 d.  per  ton  per  mile. 

11614.  The  rate  to  Manchester  is  the  same 
rate  as  to  London,  though  it  is  a much  shorter 
distance? — Yes,  that  is  so. 

11615.  What  is  the  rate  to  Coventry? — The 
rate  from  Birmingham  to  Coventry,  a distance  of 
19  miles,  is  22s.  6d.  per  ton,  or  Is.  2d.  per  ton 
per  mile ; to  Stafford,  a distance  of  29  miles,  the 
rate  is  25s.,  or  Is.  0|d.  per  ton  per  mile;  to 
Glasgow,  a distance  of  286  miles,  the  rate  is 
100s.,  or  4:^d.  per  ton  per  mile;  to  Edinburgh, 
298  miles,  the  rate  is  105 s.,  or  4:^d.  per  ton  per 
mile  ; to  Aberdeen,  a distance  of  437  miles,  the 
rate  is  120  s.,  being  3^d.  per  ton  per  mile  ; and 
to  Wolverhampton,  a distance  of  13  miles,  the 
rate  is  22s.  6d.,  being  a charge  of  Is.  9d.  per 
ton  per  mile,  the  rate  there  being  exactly  the 
same  as  the  charg-e  from  Brussels  to  Birmingham. 

11616.  Then  the  fact  of  the  matter  is,  that 
you  pay  as  much  for  carrying  from  Birmingham 
to  Wolverhampton,  a distance  of  13  miles,  as  is 
paid  from  Antw^erp  to  Birmingham? — Yes,  on 
exactly  the  same  article. 

11617.  Now,  with  reference  to  looking-glasses 
or  mirrors  ; the  charges  on  them  are  much  higher 
than  on  plain  polished  plate-glass  ; are  they  not? 
— They  are  carried  in  the  5th  class,  with  20  per 
cent,  added. 

11618.  What  difference  is  there  in  value 
between  polished  plate-glass  and  plate-glass  sil- 
vered by  the  process  now  in  use  ? —It  is  about 
10  per  cent,  upon  the  value  of  the  plate,  and  no 
further  risk  arising  from  the  silvering. 

11619.  And  the  railway  rate  is  considerably 
more  than  double  that  charged  you  on  polished 
plate  ? — It  is. 

11620.  What  remedy  do  you  pi’opose  for  that; 
what  do  you  think  should  be  done  ? — That  if  the 
consignor  should  send  it  at  owners  risk,  the 
second  class  rate  should  be  charged,  or  (if  I could 
get  my  former  contention)  if  I could  get  on 
the  1st  chiss  rate  the  same  as  the  Belgian  manu- 
facturer, I should  give  the  1st  class  rate  to  both 
descriptions. 

11621.  What  is  the  rate  on  silvered  plate  from 
Birmingham  to  London? — 60 5. 

11622.  What  is  the  distance  ? — 113  miles. 

11623.  What  is  the  rate  from  Antw'erp  to 
Birmingham  via  London  on  the  same  article ; 
that  is  to  say,  mirrors,  looking-glass,  and  silvered 
plate-glass? — 27s.  6d. 

11624.  Now,  passing  to  another  point,  have 
you  to  complain  of  anomalous  rates  upon  sheet- 
glass  carried  at  owner’s  risk  ? — I have. 

11625.  Will  you  give  the  Committee  a list  of 
some  of  them  ? — I hese  are  all  owner’s  risk  rates  ; 
I here  compare  London  at  19s.  2d.  per  ton  with 
Didcot  at  21s.  8d.,  Harrow  at  30  s.,  and  Oxford 
at  22  s.  6d. 

11626.  Those  three  towns,  I notice,  are  situated 
between  Birmingham  and  London  ? — They  are. 

11527.  So  that  while  the  rate  to  London  is 
19s.  2d.,  those  places  which  are  nearer  Birming- 
ham than  London,  are  all  charged  at  a higher 
rate? — They  are.  Then  with  Southampton  we 
have  a 23  s.  4d.  rate. 

3 X 
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Mr.  Bolton. 

11628.  Is  that  tlie  export  rate?  — It  is  the 
same  as  if  it  was  not  exported  ; it  is  the  same 
with  plate  glass.  I compare  that  with  Gos- 
port at  38s.  AlL,  Littlehampton  at  40s.,  Netley 
at  31  s.  8d..  Portsmouth  at  33 s.  Ad.  ; then  again 
we  have  Harwich  at  23s.  4 rZ.  per  ton;  that,  I 
presume,  is  on  account  of  the  low  imjwrt  rate, 
as  against  that  to  Hastings,  a similar,  or  nearly 
similar  distance,  from  London  the  rate  is  41s.  8 el. 

11629.  Those  are  all  rates  for  goods  carried  at 
owner’s  risk  ? — Yes,  all  carried  at  owner’s  risk, 
and  the  terminal  charges  are  paid  at  Birmingham  ; 
those  services  are  perfurmed  by  the  consignor  in 
every  instance. 

11630.  Lou  heard  the  previous  witness,  I 
think,  state  that  the  rate  on  wire  was  the  same 
from  Birmingham  to  Antwerp  as  from  Antwerp  to 
Birmingham  ; what  is  your  rate  from  Birming- 
ham to  Antwerp  ? — 37  s.  6 d.  as  against  27  s.  6rZ. 
inwards, 

11631.  So  that  the  railway  comjianies  charge 
10  s.  more  from  Birmingham  to  Antwerp  than 
they  do  from  Antwerp  to  Birmingham? — d'liey  do. 

11632.  Do  you  think  that  all  goods  ought  to 
have  an  undamageable  rate  granted  by  the  rail- 
way company  ? — I do. 

11633.  You  see  no  reason  why  plate  glass 
should  not  be  carried  at  owner’s  risk,  at  the  same 
rate  as  bar  iron? — Quite  so,  it  is  the  same 
thing  in  respect  of  being  similar  cube  weight. 

11634.  Are  you  also  deputed  by  the  timber 
trade  of  Birmingham,  I believe,  to  give  the  Com- 
mittee some  evidence  with  reference  to  differ- 
ential rates  upon  timber  ? — I am. 

11635.  You  are  also  yourself  a timber  buyer, 
I believe  ? — I buy  a considerable  extent  of  timber. 

11636.  What  do  you  say  with  reference  to 
the  rates  u])on  timber? — The  general  classifica- 
tion of  timber  by  railway  companies  ref[uires 
amendment,  birch  and  maple  being  classed  under 
different  rates,  although  so  closely  allied  in  value 
that  they  are  frequently  shipped  to  this  country 
in  mixed  consignments.  Tlie  rate  from  Liver- 
pool to  Birmingham  is  12  s.  6 d.  on  birch,  and 
on  maple  17  s.  6 d.  per  ton.  Many  of  the  rates 
now  charged  by  the  railway  comjianies  are  pre- 
sumed by  the  trade  in  Birmingham  to  be  illegal. 
The  rate  charged  on  mahogany  and  other  hard 
woods  from  Bristol  to  Birmingham  is  10  s.  per 
ton,  and  (fom  Liverj)Ool  to  Birmingham  is  17  s.  6^/. 
per  ton,  and  Is.  9 cZ.  cartage  in  addition,  making 
a total  of  19  s.  3 fZ.  The  10  s.  from  Bristol  in- 
cludes cartage. 

11637.  I believe  cartage  on  timber  from 
Liverpool  is  always  charged  ? — Cartage  is  always 
charged  on  timber  from  Liverpool,  whether  it  is 
performed  or  not. 

] 1638.  That  is  the  only  point  which  the  timber 
merchants  have  1o  bring  before  this  Committee, 
is  it  not  ? — That  is  all  that  is  jmt  before  me. 

11639.  Have  you  ever  seen  the  classification 
book  of  the  railway  comjiany  ? — I have. 

11640.  Have  you  studied  it  with  some  care? 
— I have,  in  respect  of  all  the  articles  which  my 
evidence  a])plics  to. 

11641.  Have  you  studied  the  book  at  all  in 
connection  Avith  the  Birmingham  Chamber  of 
Commerce  ? — The  book  has  not  been  in  the 
hands  of  the  members  generally. 

11642.  Do  you  think  that  the  classification 
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book,  from  its  numberless  anomalies,  should  be 
thoroughly  revised  by  the  llaihvay  Commis- 
sioners ? — That  is  my  opinion,  speaking  from  the 
experience  of  my  own  trade. 

11643.  I think  I heard  you  say  that  the  rate 
for  glass  from  Birmingham  to  AVolverhampton,  a 
distance  of  13  miles,  Avas  22  s.  6 d. 

11644.  Is  there  a trade  between  those  tAvo 
places  in  glass? ---A  very  large  trade. 

11645.  Does  the  glass  actually  go  by  rail  for 
22  s.  6 d.  ? — It  does. 

11646.  Why  does  it  not  go  by  cart? — It  is  a 
very  heavy  trade. 

1 1647.  But  surely  22  s.  6 rZ.  a ton  for  13  miles 
is  a remarkable  sum  ; the  Committee  have  had 
evidence  before  them  that  goods  are  carted  for 
about  a fourth  of  that? — That  is  the  rate  charged. 

11648.  You  stated  also,  I think,  that  plate 
glass  of  foreign  manufacture  Avas  classed  as  first 
class  ? — It  is  not  classed  at  all,  but  it  is  carried 
at  that  rate. 

11649.  They  are  identically  the  same  articles 
in  ev'ery  respect,  but  the  home  manufacture  is 
carried  at  the  fifth  class  rate  ? — That  is  so. 

11650.  Are  you  quite  sure  about  that? — ! am 
quite  sure  about  it  according  to  the  classification 
book. 

11651.  You  also  stated  that  large  traders  got 
preference  ; does  that  mean  under  similar  circum- 
stances?— The  large  traders  get  their  manufactures 
carried  at  the  second  class  rate,  instead  of  the 
fifth,  by  taking  the  risk  ; small  traders,  of  course, 
could  not  get  the  second  class  I’ate ; we  could 
not  for  many  years. 

11652.  That  is  a complaint  Avhich  does  not 
exist  now  ? — It  exists  in  a great  many  cases;  I 
am  representing  the  Chamber  of  Commerce  and 
not  my  individual  case. 

11653.  Then  why  do  they  submit  to  it? — For 
the  same  reason  as  we  had  to  submit  to  it;  Ave 
Avere  not  strong  enough  to  oppose  it. 

11654.  Did  you  ever  try  ? — We  have  done  it 
by  persuasion  more  than  anything  else ; moral 
suasion. 

Sir  Daniel  Gooch. 

11655.  And  you  have  not  succeeded? — We 
have  succeeded  at  last,  but  there  are  many 
people  in  the  country  Avho  have  not. 

Mr.  Bolton. 

11656.  Then,  as  far  as  your  knoAA’ledge  goes, 
the  evil,  if  it  CA'er  existed,  is  remedied  ? — In  my 
case  it  is,  but  I do  not  come  to  speak  to  my 
individual  case  only. 

11657.  But  as  far  as  you  knoAV  ? — No,  cer- 
tainly not ; I knoAV  many  cases  in  Avhich  it  is 
not  remedied. 

11658.  You  mean  that  although  it  is  well 

knoAvn ? — It  is  not  well  knoAvn  except,  to 

large  dealers. 

11659.  It  Is  known  to  the  Birmingham 
Chamber  of  Commerce,  at  all  events? — The 
small  dealers  are  not  members,  therefore,  they 
do  not  knoAV. 

11660.  How  did  you  get  to  knoAV  it? — By 
having  a great  many  interviews  with  the  different 
managers  at  Birmingham ; that  is  hoAv  I got  to 
know  it. 


11661.  You 
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Mr.  Bolton — continued. 

11661.  Your  view  is  that  there  should  be  mile- 
age rates  according  to  distance  ? — Yes. 

11662.  What  would  be  the  practical  effect  of 
that  ? — To  charge  so  much  per  ton  per  mile  for 
the  different  classifications  for  any  distance  up  to 
50  miles. 

11663.  And  what  then? — Then  take  the 
second  rate  up  to  100  miles. 

11664.  What  would  the  man  60  miles  distant 
say  to  that  ? — He  would  not  have  so  much  cause 
to  complain  as  he  has  now. 

11665.  Take  the  51  miles  man,  what  would 
he  say? — You  must  draw  the  line  somewhere. 

11666.  I take  it  that  you  are  in  tiivour  of  what 
we  call  “ zones”? — Yes. 

Mr.  I.,owt]ier. 

11667.  With  regard  to  the  price  of  plate  glass 
in  Birmingham,  do  you  think  that  if  the  rates 
upon  the  railways  were  reduced,  Belgium  plate 
glass  could  be  made  to  compete  with  the  English 
glass  ? — It  does  compete  Avith  it,  and  it  always 
Avill ; it  is  not  a question  so  much  of  the  cheap  rates 
benefiting  the  foreign  manufacturer,  as  it  is  the 
high  rates  handicapping  the  home  manufacturer  ; 
it  is  putting  a premium  ui)on  all  that  is  manu- 
factured in  this  country  ; that  is  the  complaint  of 
the  manufacturers  ; Ave  cannot  go  and  trade  in 
Belgium  on  equal  terms  on  account  of  the  duty 
in  Belgium  ; Avhich  is  10  per  cent,  ad  valorem, 

11668.  You  stated  that  differential  rates  are 
char<red  in  Birmingham  to  large  traders  and  to 

o o o 

small  ? — Yes,  some  of  them  are. 

11669.  Could  you  give  an  instance  of  differen- 
tial rates  being  charged  upon  any  one  article 
between  the  same  places  ? — I could  give  you  our 
OAvn  instance  ; Ave  paid  for  years  50  s.  to  London, 
whereas  now  Ave  can  get  it  carried  for  28  s.  4 d. 


Mr.  Loivtlier — continued. 

11670.  You  are  a large  trader,  are  you  not  ? — 
Yes,  but  we  have  not  been  always  large. 

11671.  But  can  you  now  give  me  an  instance 
of  the  rates  charged  to  A,  Avho  is  a large  trader, 
and  to  B,  Avho  is  a small  trader,  as  compared  Avith 
those  charged  to  C,  Avho  is  an  ordinary  trader  ? 

• — I can  say  this,  that  avc  are  the  only  people  in 
Birmingham  Avho  send  to  London  at  the  285.  4(7. 
rate. 

11672.  You  are  the  only  firm  that  gets  this 
differential  rate  ? — Yes,  in  that  particular  branch 
of  business,  except  the  Birmingham  Plate  Glass 
Company,  avIio  send  upon  equal  terms. 

11673.  But  there  is  no  small  trader  Avho  gets 
that  rate? — Certainly  not. 

11674.  I understood  you  to  say  that  the  differ- 
ential rates  Avhere  charged  for  glass  from  Bir- 
mingham to  large  and  small  traders  ? — That 
applies  to  another  list. 

11675.  A fact  cannot  relate  to  different  lists; 
it  must  either  be  so,  or  not  ? — The  28  s.  4 d.  is 
for  plate  glass;  the  difterential  lists  apply  to 
those  goods  sent  all  over  the  country,  and  not  to 
London. 

11676.  By  all  traders  large  and  small  ?— By 
all. 

Mr.  Cross. 

11677.  I did  not  quite  understand,  Avhether 
you,  as  a large  ti'ader,  send  your  glass  to  London 
at  a distinctly  lower  rate  than  the  small  traders 
are  sending  it  at  ? — I do  knoAv  that  as  a fact. 

11678.  And  you  know  that  other  traders  are 
put  to  a disadvantage  as  compared  Avith  yourself? 
— That  is  so. 

11679.  You  knoAv  that  as  a positive  fact? — I 
knoAV  it  as  a fact ; that  is,  as  to  the  second  class 
rate. 


Mr.  David  Southall,  called  in ; and  Examined. 


Chairman. 

11680.  You  are  the  President  of  the  Birming- 
ham Fish  and  Game  Dealers’  Association,  arc 
you  not? — I am. 

11681.  And  you  come  here  to  give  evidence 
upon  several  points,  the  first  of  Avhich  is  as  to 
the  rates  charged  from  various  places  from  Avhich 
supplies  of  fish  come  to  Birmingham? — Yes. 

11682.  Does  your  evidence  relate  to  fish 
only? — ‘My  evidence  relates  to  game,  fish,  poul- 
try, and  rabbits. 

11683.  You  AA^ant  to  shoAv  that  the  chax’ges  are 
very  high  on  those  as  compared  Avith  the  charges 
on  other  goods  ? — 1 do. 

11684.  Will  you  do  so  as  shortly  as  you  can? 
— Upon  the  point  you  are  referring  to  I am 
comparing  the  different  rates  of  the  charges  for 
fish  Avith  other  kinds  of  goods.  With  regard  to 
that,  I say,  that  supposing  a truck  of  fish  is  sent, 
a four-ton  truck  of  sprats  for  instance,  value  in 
the  market  for  about  24  /.,  the  carriage  of  that 
Avould  be  15  1.,  and  with  regard  to  herrings . 

]\Ir.  Bolton. 

11685.  Wherefrom? — Taking  any  place,  say 
in  Scotland. 

0.54. 


Chairman. 

11686.  Upon  fish  to  the  value  of  24  7.  the 
carriage  Avould  come  to  15  /.,  you  say? — Yes. 

11687.  Will  you  give  the  Committee  one  or 
tAVo  of  the  rates? — For  instance,  the  rate  from 
PAvllhell,  in  Wales,  is  4 5.  per  cwt. ; the  rate  from 
GlasgoAV  on  sprats  and  herrings  is  4 5.  3 d. ; 
salmon  4 s.  9 d.  ; game  6 5.  3 d.,  and  from  Leith 
the  rate  on  sj)rats  and  herrings  is  3 5.  9 d. ; from 
Aberdeen  all  fish,  excejxting  salmon,  4 5.  3 d.  ; 
salmon  5 5.  3 d.,  and  game  7 5.  3 d.  per  CAvt. 

11688.  What  is  the  value  of  1 CAvt.  of  sprats? 
— About  8 5. 

11689.  Is  that  the  selling  price  ? — Yes,  it  Is. 

11690.  The  Avholesale  selling  price? — Yes. 

11691.  Will  you  give  the  Committee  one  or 
tAVO  more  instances  of  those  rates  ? — The  Grimsby 
rate  upon  fish  is  2 5.  3 d.  per  cAvt.,  and  Hull  is 
the  same,  Avhile  the  Yarmouth  rate  is  3 5.  3 d. 

11692.  Do  you  mean  that  the  rate  is  the  same 
for  all  descriptions  of  fish  ? — We  get  soles,  her- 
rings, plaice,  and  mackarel  from  Yarmoutli,  and 
the  rate  on  them  is  3 5.  3 <7.  I have  mentioned 
some  of  the  cases  in  Avhich  there  is  a difference 
in  the  rate.  From  some  places  the  supplies  are 
of  the  commoner  kinds  offish,  v/hich  are  charged 
all  one  rate.  From  Ncav  Milford  Ave  get  large 

3x2  supplies 
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Chairman — contiuued. 

supplies  of  Kinsale  mackerel,  and  the  charge  is 

2 s.  6 </.  per  cwt. ; from  Cardiff  fish  is  charged 

3 s.  6 d.,  and  game  5 s.  j)er  cwt.  ; from  Greenock 
game  and  rabbits  are  charged  6 s.  6 «/.  per  cwt. ; 
from  Annan  we  get  fish,  game,  rabbits,  and 
poultry,  and  a large  quantity  of  shrimps,  the  rate 
on  which  is  5 s.  3 d.  per  cwt. 

11693.  Have  you  any  figures  to  .show  what 
the  rate  is  from  the  north  of  Scotland ; take 
Shetland  for  example? — From  Inverness  and 
the  district  in  boxes  salmon  are  charged  4 s.  9 d,, 
and  in  baskets  thsy  are  charged  6 s.  3 c/.;  her- 
rings are  charged  3 s.  9 d.  per  cwt.,  and  till  lately 
they  were  charged  4 s.  3 d.  ; cod  and  ling  are 
charged  the  same  rate ; game,  rabbits,  and  poul- 
try are  charged  from  Inverness  and  the  district 
7 s.  3 d.  per;  wt. 

11694.  Those  rates  you  maintain  are  exces- 
sive ?-— I do. 

11695.  The  rates  are  the  same  by  all  the  rail- 
way companies,  I presume? — They  are.  Then 
we  conqrlain  not  only  about  Scotland  ; it  is  prin- 
cipally the  west  of  Scotland  ; but  we  say  that  as 
to  Ireland  these  excessive  rates  shut  out  as  we 
believe  a larjie  trade  that  would  be  done  in 

O 

Birmingham. 

Mr.  Callan. 

11696.  You  have  not  given  an  instance  of  a 
single  Irish  port  ? — From  Dublin,  herrings  are 
charged  3 .v.  6 d.,  salmon  4 s.  9 d.,  and  game 

4 5.  3 d.  ; from  Cork,  common  fish  are  charged 
3 5.  6 c/.,  and  salmon  85.  4 </.  Arklow,  all  kinds 
of  fish  are  chai’ged  5 s.  6 d.  ])er  cwt. ; from  Tooma 
Bridge  greylings,  or  pullen,  as  they  ai’e  pro- 
perly called,  are  charged  4 5.  Id.  a cwt.,  and 
eels  and  salmon  5 5.4  c/.;  from  Waterford,  sal- 
mon are  charged  4 5.  10  d.,  and  from  Tralee  fish 
are  charged  3 5.  9 f/.  So  that  it  will  be  seen 
that  from  our  English  ports  the  rate  varies  from 
1 5.  9 d.  to  4 5.  in  fish  ; on  game  from  4 s.  to  5 5. 
From  Wales  the  charges  vary  from  2 5.  6c/.  to 
45.  9 c/.  Scotland,  from  the  lower  parts,  the  rate 
is  about  65.  3 c/.  per  cwt.,  and  from  the  higher 
parts  it  is  about  7 5.  3 d. 

11697.  What  are  the  extremes  over  which  the 
rate  ranges  in  Ireland  ? — In  Ii-eland  the  rate 
varies  from  3 5.  6 c/.  to  8 5.  4 d. 

11698.  Where  is  the  8s.  4c/.  rate? — Fi’om 
Cork. 

11699.  Upon  what  class  of  fish  is  that? — 
Salmon  ; it  is  not  so  mueh  on  the  salmon,  though 
that  is  a case  which  needs  pointing  out ; yet  it 
is  not  as  to  the  best  class  of  fish  that  our  com- 
plaints are  chiefly  made,  it  is  with  regard  to  the 
commoner  class  of  fish,  sprats,  herrings,  and  cod 
fish,  ])laice  and  ling,  and  those  kind  of  things. 
In  regard  to  them  the  charge  bears  more  heavily, 
because  Birmingham  being  so  centrally  situated, 
it  is  possible  to  do  a large  trade  with  all  this  dis- 
trict if  it  ivere  not  for  the  high  rate  of  charges. 
1 have  plenty  of  evidence  to  show  how  they 
affect  us. 

Chairman. 

11700.  Have  you  any  reason  to  believe  that 
these  charges  or  any  of  those  that  you  have 
mentioned  to  the  Committee,  are  above  the  legal 
maximum  rates  alloived  ? — Upon  the  question  of 


Chairman — continued. 

legal  maximum,  I have  nothing  at  all  to  say  ; it 
is  as  bearing  upon  our  trade,  and  upon  the  public 
that  I take  up  the  question.  ' 

11701.  Will  you  proceed  to  show  the  Com- 
mittee how  the  railway  charges  affect  the  ti’ade? 
— If  you  take  any  distance  you  like  the  average 
will  be  about  what  I said,  namely,  that  on  a truck 
of  sprats  worth  24  /.,  the  carriage  would  be  15  /. 

Mr.  Bolton. 

11702.  Upon  how  much  weight  of  sprats  ? — A 
four  ton  truck  wmuld  cost  you  15  /.  ; whereas  for 
a like  distance,  if  you  were  to  send  a four  ton 
truck  of  live  cattle,  which  would  be  worth,  say 
120  /. ; the  carriage  upon  that  would  be  6 /.,  as 
compared  with  15  /.  charged  on  sprats.  A^ow,  a 
four  ton  truck  of  poultry,  rabbits,  and  game, 
comes  to  about  the  same  value  as  a truck  of  liye 
cattle,  and  yet  upon  120  1.  worth  of  game,  rabbits, 
and  poultry,  the  carriage  would  be  26  /.,  while  on 
the  truck  of  live  cattle  the  carriage,  as  I said, 
would  be  only  6 /.  So,  with  regard  to  a box  of 
horses,  that  would  be  worth,  perhaps,  120/.,  and 
the  carriage  is  still  6 /.  I may  also  say  that, 
although  these  cattle  rates  are  really  by  goods 
train  (the  one  is  a goods  train  and  the  other  is  a 
passenger  train),  yet  they  are  conveyed  by  a fast 
goods  train ; and,  supposing  there  was  only  one 
truck  of  cattle,  the  company  would  be  bound  to 
take  it.  Our  contention,  further,  is  that  as  our 
fish  is  carted  and  loaded  by  the  senders’  own  men, 
and  put  into  the  truck,  it  is  no  trouble  to  the 
company,  but  it  is  just  linked  on  to  the  passenger 
train  and  brought  into  Birmingham ; for  there  is 
this  difference  between  the  London  and  the  Bir- 
mingham trade  that  ive  cart  by  our  own  men, 
whereas  the  London  rates  include  delivery  as 
well,  so  that  the  railway  company  has  no  trouble 
at  all  with  our  goods,  yet  the  difference  is  so 
great  as  between  the  different  classes  of  traffic. 
If  you  have  a truck  of  cod  fish  of  4 tons  in 
weight,  which  xvould  be  worth  in  the  market 
about  48  /.,  upon  that  the  carriage  would  be  16  /., 
leaving  32  /.  to  cover  all  the  expenses  of  buying 
and  carting,  and  all  the  things  necessary  for  car- 
rying on  the  trade  ; so,  in  comparing  the  charges 
on  fish  with  those  on  other  goods,  looking  at  the 
value  of  the  goods  themselves,  we  say  that  the 
charges  are  excessive.  Will  you  allow  me  to 
read  a case  or  two.  A cwt.  of  lobstei’s  would  be 
worth  in  the  market  about  5 /.  ; this  is  taking  the 
average  between  England,  Scotland,  and  Ireland ; 
the  carriage  on  those  would  be  about  4 5.  9 d., 
and  the  commission  and  other  charges  would  be 
about  6 5.,  making  a total  of  10  5.  9 d.,  leaving  to 
pay  all  costs  and  expenses  4 / 9 5.  3 f/.  Salmon 
of  equal  weight  would  fetch  in  the  market  about 
7/.  10  5.,  and  the  carriage  on  that  wmuld  be 
4 5.  9 d.,  commission  and  expenses  8 5.  6 d., 

making  a total  of  13  5.  3 d.,  leaving  6 /.  16  5.  Qd. 
to  cover  the  purchase  and  all  other  expenses  of 
the  sender  ; tiu’bot  would  be  Avorth  about  4 /.,  the 
carriage  Avould  be  3 5.,  and  commission  65.,  leav- 
ing 3 /.  11  5.;  soles  would  be  Avorth  about  4/., 
and  the  commission  and  carriaa:e  Avould  come  to 
8 5.,  leaving  '61.  12  5.;  mackerel  Avould  be  worth 
in  the  market  15  s.  a CAvt.,  the  carriage  Avould  be 
4 5’.  6 d.,  and  the  commission  1 5.  6 d.,  making  a 
total  of  6 5.,  leaA’ing  9 5.  to  be  returned  to  cover  all 
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Mr,  continued. 

the  sender’s  expenses;  codfish  would  be  worth  in  the 
market  about  1 25.,  the  carriage  would  be  45.  \)d.,  and 
the  commission  1 5.  3rf.,  leaving  6 s.  for  the 
sender.  Ling  would  be  worth  12  5.,  the  carriage 
would  be  3 s.  9 d.,  the  commission,  &c.,  1 s.  3 d., 
leaving  7 5.  Plaice  is  worth  16  s.,  the  carriage 
is  3 5.,  and  the  commission  1 s.  3 d.,  leaving  a 
balance  of  11s.  Sid,  Herrings  are  worth  12  s, 
the  carriage  is  3 s.  6 d.,  the  commission  1 s.  3 d., 
leaving  7 s.  'id.  for  the  sender.  Sprats  are  worth 
6 s.,  the  carriage  is  3 s.  9 d.,  the  charges,  &c.  1 s., 
leaving  a balance  of  1 s.  3 d.  Skate  is  worth  8 s. 
the  carriage  is  4s.,  and  the  commission  Is. 
leaving  3 s.  balance.  Haddocks  are  worth  16  s. 
the  carriage  is  3 s.  6 d.,  the  commission  1 s.  6 d. 
leaving  11  s.  for  sender.  Conger  eels  are  worth 
16  s.,  the  carriage  being  is.Qd.,  the  charges 
1 s.  6 d.,  and  the  balance  left  1 1 s.  Fresh-water 
eels  are  worth  1 1.  16  s.,  the  carriage  being  4 s. 
the  charges  2 s.  6 d.,  and  the  balance  left  1 /.  9 s.  6 rf. 
Pullen  are  worth  16  s.,  the  carriage  is  4 s.  4 c?., 
the  commission  1 s.  6 d.,  and  the  balance  left 
10s.  2d.  Shrimps  are  worth  ll.2s.  6 tZ.,  the 
carriage  is  5 s.,  the  commission  Is.  Q d.,  and  the 
balance  left  16  s.  Finnon  haddocks  are  worth 
16  s.,  the  carriage  is  2 s.  9 d.,  the  commission,  &c. 

1 s.  3 d.,  and  the  balance  1 2 s.  Kippered  her- 
rings are  worth  1 /.,  the  carriage  is  4 s.,  the 
charges  1 s.  9 d.,  and  the  sender’s  balance  14  s.  3 d. 
Crabs  are  worth  12  s.,  the  carriage  is  4 s.,  the 
commission  is  Is.  id.,  and  the  sender’s  balance 
6 s.  9 d.  Whelks  are  worth  10  s,,  the  carriage  is 

2 s.,  and  the  commission  1 s.,  leaving  7 s.  for  the 
sender. 

11703.  In  general  then,  what  you  mean  is, 
that  there  is  great  irregularity  and  want  of  uni- 
formity of  charge  upon  the  different  sorts  of  fish 
by  the  railways  themselves?  — - Yes,  that  the 
charges  are  altogether  disproportionate,  and  that 
the  disproportion  bears  not  only  upon  the  trade, 
but  upon  the  public ; it  bears  just  upon  the  class 
of  people  who  cannot  help  themselves;  that  is  to 
say,  the  poor.  I wish  further  to  say  this,  that  it 
is  not  only  that  these  charges  are  heavy  ; we 
believe  that  the  charges  upon  our  particular  class 
of  goods,  fish,  game,  poultry,  and  rabbits,  are 
very  high  all  through  the  country  ; but  we  com- 
plain that  we  are  unfairly  dealt  with  as  far  as 
Birmingham  is  concerned  ; for  instance,  Kinsale 
mackerel  coming  to  New  Milford  and  from  New 
Milford  to  Birmingham,  are  charged  50  s.  a ton, 
while  the  same  mackerel  are  sent  to  .Manchester 
at  35  s.  a ton,  and  the  same  mackerel  are  sent  to 
Liverpool  at  25  s.,  or  just  half  what  the  Bii’- 
mingham  man  has  to  pay. 

Mr.  Callan. 

11704.  Would  you  tell  the  Committee  what 
those  fish  are  sent  to  London  for  ? — 

Chairman. 

11705.  What  is  the  result  of  this  preferential 
rate  ? — The  result  is,  that  the  buyer  from  Man- 
chester, and  especially  from  Liverpool,  is  able  to 
go  to  Kinsale  and  offer  2 s.  6 rf.  a cwt.  more,  and 
yet  sell  them  at  the  same  price  as  our  men.  If 
the  stock  is  small  he  is  able  to  outbid  our  men 
altogether ; and  he  is  able  to  do  this  moreover  : 
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supposing  the  market  is  bad  in  Liverpool  and  is 
pretty  brisk  in  Birmingham,  he  can  have  his 
mackerel  sent  from  new  Milford  to  Liverpool, 
and  then  send  them  on  from  Liverpool  to  Bir- 
mingham, and  the  cost  altogether  of  the  carriage 
Avould  not  be  more  to  him  than  the  cost  of  bring- 
ing mackerel  from  New  Milford  to  Birmingham, 
and  that  we  say  is  an  anomaly  which  might,  and 
ought  to  be  rectified. 

Mr.  Bolton. 

11706.  Will  you  explain  to  the  Committee,  if 
you  can,  how  this  fish  traffic  is  conducted,  say 
from  the  noi’th  of  Scotland  to  Birmingham,  or  to 
London  ; you  have  told  the  Committee  that  upon 
one  truck  offish  worth  24  Z.,  the  railway  carriage 
would  be  15/.;  that  seems  rather  an  exorbitant 
amount  at  first  sight ; but  that  truck  of  fish  is 
canned  at  a very  high  rate  of  speed,  is  it  not,  all 
the  way  from  the  north  of  Scotland  to  Birming- 
ham ; it  is  carried  at  the  tail  of  the  express  or  the 
limited  mail,  at  a speed  of  over  40  miles,  all  the 
way  ? — No  doubt  it  is. 

11707.  If  that  truck  were  filled  with  passen- 
gers, what  would  be  the  amount  it  would  realise  ? 
— No  doubt  a considerable  amount  if  they  were 
first-class. 

11708.  It  would  be  an  enormous  amount,  would 
it  not,  taking  them  as  a truck  load  of  third-class 
passengers? — No  doubt  it  would  come  to  some- 
thing. 

11709.  They  have  to  be  carried  at  a very  high 
rate  of  speed  in  order  that  you  may  receive  the 
fish  fresh  from  the  sea  in  the  north  of  Scotland  ? 

- — No  doubt. 

11710.  You  said  that  the  rate  for  mackerel, 
from  Glasgow,  was  4s.  dd.,  did  you  not? — For 
salmon  ; for  other  fish  the  rate  is  4 s.  3 d. 

11711.  But  there  are  no  salmon,  in  Glasgow, 
are  there  ? — There  are  near  at  hand. 

11712.  Where  ? — They  come  from  the  west 
coast. 

11713.  In  that  case  they  would  come  from 
Greenock.  Now  you  spoke  also  of  salmon  in 
boxes  and  salmon  in  baskets.  I suppose  salmon 
in  baskets  would  be  single  fish? — Not  at  all. 

11714.  You  do  not  pack  a number  of  salmon 
into  baskets,  do  you  ? — No. 

11715.  I thought  they  were  always  put  in 
boxes? — Not  always. 

11716.  Is  there  any  preference  for  baskets  ? — 
Not  at  all;  the  preference  is  for  boxes;  if  you 
have  a box  you  can  put  ice  in  it,  whereas,  if  you 
have  a basket,  you  can  put  very  little  ice  in  it, 
therefore  they  say  that  the  risk  is  greater  ; it  is 
just  possible  that  the  fish  may  be  thrown  upon 
their  hands,  and  that  they  may  have  to  pay  for 
it. 

11717.  You  contend  that  they  could  put  the 
ice  into  baskets  ? — No  doubt  they  could. 

11718.  Could  they  put  the  ice  into  baskets? 
— Cei'tainly  they  could. 

11719.  Would  it  not  run  away  ? — To  a certain 
extent  it  would. 

11720.  Could  not  the  trader  put  the  salmon 
into  boxes  to  prevent  that? — No  doubt  he  could, 
and  moreover  it  might  be  knocked  about  in  the 
baskets. 

11721.  Then  what  would  be  the  objection  to 
3x3  the 
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the  increased  price  for  the  salmon  in  the  baskets; 
does  the  trader  prefer  the  baskets?— No,  he  pre- 
fers tlie  boxes. 

11722.  'I'hen  he  and  the  company  are  both 
agreed  upon  that  pai'tlcnlai'  article  ? — But  there 
is  this  ])oint  where  it  touches;  some  of  the 
traders  when  they  are  sending  a few  fsh,  would 
send  it  in  baskets  ; he  may  not  have  the  con- 
venience for  sending  it  in  boxes,  and  we  do  not 
think  he  should  be  debarred  from  sending  Ids  two 
or  three  lish  by  an  excessive  chaige  being  put 
upon  them  ; and,  moreover.  If  a box  is  eharged  a 
less  price,  there  is  of  course  the  weight  of  the 
box  which  goes  into  the  account  too. 

11723.  In  other  words,  everything  should  be 
done  for  the  convenience  and  advantage  of  the 
traders,  but  nothing  should  be  done  for  the  con- 
venience and  advantage  of  the  railway  com- 
panies ? — I have  no  fear  but  that  the  railway 
companies  will  take  care  of  that. 

11724.  What  is  the  price  of  sprats  in  your 
market;  it  comes  out  under  \ d.  a lb.,  I think, 
taking  24/.  for  four  tons  ?—  The  ])rice  varies 
from  \d.  a lb.  wholesale  to  1^  a.  a lb.  retail. 

11725.  Then  the  difference  is  Id.  a lb.?  — 
The  jirice  varies  according  to  who  sells  them, 
and  Avhere  they  are  sold. 

11726.  The  24  /.  would  woi’k  out  to  I d.  a lb.  ? 
— I should  say  about  that. 

11727.  The  wholesale  price  would  be  from 
about  4 d.  a lb.,  and  they  are  sold  at  d.,  that  is 
50  per  cent  ? — It  is. 

11728.  Now,  is  it  not  the  fact  that  fish  is 
brought  from  these  distant  markets,  and  is  sent 
back  to  them  in  the  afternoon ; that  is  to  say, 
fish  is  sent  from  the  markets  to  London,  and 
sent  back  to  the  West  of  England  in  the  after- 
noon sometimes  ? — As  far  as  it  will  travel,  and 
we  complain  that  the  charge  to  those  small  places 
seriously  Injures  the  trade  of  Birmingham. 

Mr.  Callan. 

11729.  I suppose  you  know  very  little  of  the 
Irish  fish  traffic? — Personally,  I knovv"  nothing 
of  it, since  I am  not  a wholesale  dealer  or  salesman. 

11730.  You  spoke  of  KInsale ; what  is  the 
custom  of  the  dealers  at  Kinsale  ? — As  a rule, 
buyers  go  to  Kinsale  and  buy  mackerel,  and  send 
it  off  to  the  different  places. 

11731.  You  have  compared  the  traffic  for 
Kinsale  fish  at  Milford  to  Manchester,  Birming- 
ham, and  Liverpool ; now,  have  tlie  buyers  of 
Kinsale  fish  the  option  of  route ; which  way  do 
they  send  the  fish  from  Kinsale  ; has  not  the 
buyer  at  Kinsale  for  the  English  markets  different 
routes  o])en  to  him  ? — Yes,  he  has  ; but  I should 
say  that  buyers  of  mackerel  at  Kinsale  are  men 
sent  out  from  Liverpool,  Manchester,  and  Bir- 
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mingharn,  they  are  the  bu3mrs  of  mackerel  at 
Kinsale. 

^ 11732.  But  how  do  they  send  the  fish  from 
Kinsale  market  to  Birmingham  ? — Thev  are  sent 
by  boat  to  New  JMilford,  and  by  train  to  Bir- 
mingham. 

11733.  Plow  do  they  send  to  Manchester? — 
The  same  way. 

11734.  And  to  Liverpool? — "^I'lie  same  way. 

11735.  Does  no  fish  come  to  Holyhead  by  sea? 
— No. 

11736.  Or  to  Liverpool  direct? — No. 

11737.  Then  the  mackerel  from  Kinsale  to  the 
English  markets  is  sent  to  Milford  Haven  ? — Yes, 
the  mackerel  from  Kinsale  is  sent  to  New  Mil- 
ford, and  then  by  rail  to  the  different  markets. 

11738.  You  also  spoke  of  herrings  coming  from 
Inverness  to  Birmingham  for  3 5.  Q d.  per  cwt.  ? 
— Yes. 

1 1739.  Are  you  correct  in  your  statement  that 
tlie  charge  is  5 5.  6 d.  from  Arklow  ? — That  is  the 
priee  sent  to  me  ; I should  not  make  any  point  of 
that ; all  kinds  of  fish  are  put  down  at  5 5.  6 d. 
from  Arklow. 

11740.  How  does  the  Arklow  fish  come  to 
Bii  mingham  ? — I cannot  tell  yon. 

11741.  You  know  nothing  about  the  rate  or 
the  distance  ? — I do  not. 

11742.  Have  you  taken  the  Howth  r.ate  ? — 
I have  not  that. 

11743.  Is  not  Howth  the  principal  herring 
fishery  of  Ireland  ? — A good  many  herrings  come 
from  Ii’eland ; those  are  principally  put  down 
as  samples;  I have  no  dealings  with  those 
men. 

Mr.  Lowther. 

11744.  With  regard  to  these  baskets,  and 
hampers,  and  boxes,  what  sort  of  shape  are  the 
hampers? — They  are  all  sorts  of  shapes,  some 
like  cradles,  and  some  real  hampers. 

11745.  But,  as  a fact,  a greater  weight  can  be 
put  in  a truck  of  fish  when  they  are  in  boxes 
than  when  they  are  in  hampers  ? — That  is  very 
reasonable. 

11746.  Now,  considering  the  expedition  and 
the  regularity  with  which  the  fish  and  poultry  are 
brought  to  Birmingham,  do  you  really  think  the 
prices  are  excessive  ? — I do. 

11747.  That  is  your  firm  belief? — That  is  my' 
firm  conviction. 

Mr.  Barclay. 

11748.  Do  you  know  av hat  time  fish  take  to 
come  up  from  Scotland  to  Birmingham  ? — It 
would  vary'  from  the  different  places,  but  it  would 
be  sent  in  the  afternoon  and  come  up  the  next 
morninfi. 
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The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Buckingham  Pope,  called  in ; and  Examined. 


Chairman. 

11749.  You  are  Chairman  of  the  Denaby 
Main  Colliery  Company,  are  you  not  ? — I am. 

11750.  The  Committee  have  heard  about  the 
j^roceeding's  which  were  taken  by  the  Denaby 
Colliery  Company,  before  the  Railway  Commis- 
sioners, against  the  Manchester,  Sheffield,  and 
Lincolnshire  Company,  in  the  matter  of  their 
grouping  rates  ? — Yes,  the  Denaby  Colliery 
Company,  some  time  ago,  were  compelled  to  take 
proceedings,  and  to  a great  extent  they  gained 
their  case. 

Mr.  Callan. 

11751.  Is  not  there  an  action  pending  for 
damao-es  arising  out  of  that  decision  ? — There 

O O 

is. 

The  Committee-room  was  cleared. 

After  a short  time,  the  Witness  w^as  again 
called  in. 

Chairman. 

11752.  I think  you  have  some  fault  to  find 
with  the  evidence  given  by  Mr.  Baxter  before 
this  Committee,  with  regard  to  this  question  of 
grouping  ? — 1 have. 

11753.  What  is  that? — I think  the  evidence 
Mr.  Baxter  gave  is  calculated  to  create  a very 
erroneous  impression  with  regard  to  what  group- 
ing really  means.  Mr.  Baxter,  in  answer  to 
Question  No.  920U,  “ The  latter  was  the  deci- 
sion in  the  Denaby  Main  case,  was  it  not,”  says, 
“Yes;  another  thing  that  railway  did,  and 
which  they  did  not  do  in  consequence  of  any 
desire  to  do  it,  but  because  it  was  pressed  upon 
them,  was  to  group  collieries.  In  South  York- 
shire, we  have  a distinct  within  a radius  of  five 
miles  from  a place  called  Wombwell  (so  it  is,  of 
a diameter  of  about  10  miles),  containing  about 
20  to  30  collieries,  to  which  the  railway  com- 
panies charge  the  same  price.  They  adopted 
that  system  30  years  ago,  and  have  continued  it 
for  30  years,  to  the  universal  satisfaction  of  the 
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trade,  the  railways,  and  the  colliery  owners,  ex- 
cepting one  or  two  which  lie  nearest  to  the  place 
of  sale,  and,  therefore,  consider  that  they  have  a 
right  to  an  advantage  above  their  fellows.”  Now 
it  w'ould  seem  by  that,  and  I think  the  impres- 
sion conveyed  to  the  mind  of  anyone  reading 
that  statement  wmuld  be,  that  grouping  meant 
grouping  generally  in  all  directions,  and  that 
collieries  within  a certain  radius  should  have 
equal  rates;  and,  appai’ently,  Mr.  Baxter  implies 
that  that  was  so,  and  that  the  Denaby  Colliery, 
thinking  that  they  had  not  sufficient  advantage 
by  that  arrangement,  upset  the  arrangement,  and 
went  before  the  Railway  Commissioners.  Now 
that  is  not  the  case.  It  is  perfectly  true  that 
the  Denaby  Colliery  Company  were  grouped 
with  the  other  collieries  for  all  coals  going  to  the 
East,  Denaby  being  considerably  the  nearer 
colliery  to  the  East;  some  17  to  20  miles  nearer 
than  many  of  the  other  collieries.  Denaby  was 
charged  to  Doncaster,  a distance  of  about  four 
and  a half  miles,  as  much  as  other  collieries 
whose  coals  were  brought  21  miles,  those  latter 
coals  being  brought  through  a most  crowded 
portion  of  the  Manchester,  Sheffield,  and  Lin- 
colnshire Railway  ; I may  say,  the  portion 
Avhich  is  the  most  difficult  to  work,  in  conse- 
quence of  the  general  block  of  the  traffic.  Now 
a canal  passes  Denaby  Colliery,  which  belongs 
to  the  Manchestei’,  Sheffield,  and  Lincolnshire 
Company.  The  Denaby  Colliery  Company  are 
also  grouped  upon  this  canal ; that  is  to  say,  all 
coals  going  to  the  east,  where  Denaby  has  the 
natural  advantage,  were  carried  some  13  to  14 
miles  down  that  canal  at  the  rate  of  a halfpenny 
per  ton,  as  compared  with  the  Denaby  rate ; that 
is  to  say,  they  were  a halfpenny  per  ton  more 
than  Denaby  ; there  it  began,  and  there  it 
finished.  But  Denaby  was  not  grouped  to  the 
west  ; it  had  to  pay  according  to  its  geographi- 
cal position  to  the  west,  so  that  instead  of  being 
in  the  best  position  in  the  district,  as  far  as  trade 
3x4  went, 
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went,  it  was  absolutely  in  the  worst  and  most 
deplorable  condition  ; it  bad  to  pay  according  to 
its  distance  to  places  even  upon  the  Manchester, 
Sheffield,  and  Lincolnshire  Kailway. 

11754.  Do  I understand  you  by  that  to  say 
that  the  Denahy  Colliery  did  not  share  the  same 
rates  as  the  large  group  within  the  diameter  of 
10  miles? — Ko, it  was  rated  according  to  its  geo- 
graphical position  the  moment  it  attempted  to 
go  west,  but  all  other  collieries  were  brought  to 
compete  with  it  going  to  the  east,  so  that  its  own 
markets,  where  it  had  any  particular  advantage, 
were  flooded  witii  other  people’s  coals  upon 
equal  terms  ; but  Avhen  it  attempted  to  return, 
the  Manchester,  Sheffield,  and  Lincolnshire 
Company  charged  it  according  to  its  distance. 

11755.  Is  there  any  form  of  grouping  which 
you,  as  a colliery  ownei’,  would  aj^prove  of? — 
Certainly  not  to  that  extent;  to  the  extent  of  two 
or  three  miles  I might,  hut  to  the  extent  of  23 
miles  against  four  and  a half  I think  it  is  per- 
fectly ahsurd- 

11756.  Supposing  you  had  the  same  rates  ap- 
plicable from  a similar  group  to  the  west,  would 
you  luive  been  satisfied?  — If  we  had  been 
grouped  universally  in  every  direction,  although 
the  Denahy  Company  might  have  thought  that 
the  greater  part  of  their  coals  w'ent  to  the  cast, 
still  the  Denahy  Colliery  Company  would  never 
have  thought  of  upsetting  an  arrangement  of 
that  sort. 

11757.  Still  I may  tell  you  that  grouping 
arrangement  exists  in  other  parts  of  England  ? — 
It  does ; hut  it  does  not  exist  upon  the  Midland 
Hallway,  nor  does  it  exist  in  North  Yorkshire. 

11758.  In  Wigan  it  does  exist?  — Yes,  hut 
then  I may  take  it  that  it  is  done  fairly,  that  the 
collieries  are  grou])ed  fairly,  whichever  way  you 
go,  that  would  he  a reasonable  arrangement ; 
hut  this  was  a ruinous  arrangement  simjjly  for 
one  colliery.  May  I give  another  instance. 
There  are  several  railway  companies  who  buy 
locomotive  coal  in  South  Yorkshire  ; the  South 
Yorkshire  hard  coal  is  a great  locomotive  coal. 
Several  of  these  collieries  receive  their  coal  at 
Doncaster,  distant  from  Denahy  four  and  a half 
miles.  There  all  the  other  collieries  are  grouped 
with  Denahy  for  the  delivery  of  locomotive  coal, 
that  is  to  say,  the  same  rates  are  charged ; hut 
some  of  the  collieries  receive  their  coals  to  the 
west  of  Denahy,  at  Barnsley,  Sheffield,  and  other 
places ; there  the  Denahy  coal  has  to  pay  a 
higher  rate  than  the  others. 

Mr.  Ba  rues, 

11759.  It  is  not  grouped  there?  — It  is  not 
grou])ed  there.  Now  there  is  the  canal,  which 
also  belongs,  as  I have  stated  before,  to  the 
Manchester,  Sheffield,  and  Lincolnshire  Com- 
pany. 

Chairman. 

11760.  The  Committee  do  not  want  to  go  into 
any  details  upon  the  subject,  hut  we  want  to  get 
generally  what  you  would  lay  down  as  the  priu- 
ci])lc  that  you  Avould  contend  for  ? — But  I would 
submit  that  it  makes  my  case  very  much 
stronger  if  I may  he  allowed  to  explain  the 
water  case,  for  it  is  a most  remarkable  case  of 
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unfair  grouping.  The  other  coals  are  brought 
down  13  miles  to  the  east,  and  taken  down 
through  locks  and  through  a most  expensive 
canal,  and  brought  past  Denahy,  which  does  not 
use  the  canal,  but  is  on  the  river,  and  these  coals 
are  brought  there  for  within  a halfpenny  a ton 
of  the  railway  coals. 

11861.  When  you  say  you  do  not  use  the 
canal,  is  that  because  it  does  not  suit  you? — No; 
we  are  so  far  to  the  east  that  the  canal  has 
dropped  into  the  river  by  that  time.  All  these 
coals  were  brought  to  compete  with  us  at  this 
rate.  Now,  when  we  attempt  to  go  down  the 
canal  to  Sheffield,  and  to  places  to  the  Avest,  we 
find  Ave  are  rated  according  to  our  geographical 
position,  that  is  to  say,  we  are  charged  a rate  on 
the  canal  of  5 cZ.  a ton  more  than  some  of  the 
collieries  Avhich  are  near  Sheffield ; therefore  that 
works  out  in  this  way,  that  collieries  near  Shef- 
field are  enabled  to  send  coals  over  that  piece  of 
Avater  AAdiich  exists  hetAveen  themselves  and  the 
Denahy  Colliery  to  compete  with  Denahy  in  its 
OAvn  market,  within  a halfpenny  a ton  of  what 
Denahy  can  do  it  at. 

Mr.  Callan. 

11762.  Is  this  canal  question  before  the  Rail- 
Avay  Commisioners  at  present  ? — It  is  before  the 
Kailw'ay  Commissioners,  but  it  is  a matter  of  fact 
Avhich  is  alloAved  ; it  is  undisputed. 

Chairman. 

11763.  Would  you  make  Avhat  remarks  you 
have  to  make  Avith  regard  to  the  answer  to 
question  9295,  in  which  Mr.  Baxter  says  that  if 
the  raihvay  raises  its  rates  beyond  a prudent 
point,  the  effect  of  that  is  to  kill  the  traffic  ? — 
But  there  is  another  statement  aaNIcIi  gives  a very 
false  impression  tOAvards  the  end  of  the  ansAver 
to  Question  9200,  to  Avhich  I wish  to  refer. 
“ Another  great  advantage,”  in  favour  of  grouping, 
he  saj^s,  “ is  that  ships  come  into  Hull  Avanting 
2,000  or  3000  tons  directly  ; they  send  down  to 
any  of  those  collieries  (they  are  all  at  the  same 
price  and  the  same  carriage),  they  order  their 
coals,  and  get  them  in  the  course  of  the  next 
day,  Avhereas  if  the  rates  differed  to  each  colliery, 
they  Avould  have  to  make  a bargain  Avith  each 
colliery,  and  buy  at  the  loAvest  colliery,  learning 
hoAv  much  that  colliery  could  serve,  and  probably 
be  delayed  several  days,  instead  of  being  expe- 
dited as  at  present.” 

11764.  The  only  thing  I say  about  all  that  is 
that  you  have  really  obtained  the  order  of  the 
RaiLvay  Commissioners,  so  that  as  far  as  the 
past  is  concerned,  Ave  cannot  Avaste  our  time  to 
go  into  it ; and  as  far  as  anything  is  now  pending 
before  the  Raihvay  Commissioners,  Ave  Avould 
not  Avish  to  hear  about  it,  so  I do  not  think  you  need 
take  the  trouble  to  controvert  everything  that  Mr. 
Baxter  may  have  said  ; noAAq  Avill  you  proceed  to 
Question  No.  9295  ? — Mr.  Baxter  is  asked  at  that 
question,  “ You  say  that  if  a raihvay  company 
increases  its  rates  beyond  a prudent  point,  the 
effect  of  it  is  to  kill  the  traffic?”  To  Avhich  he 
replies,  “Always.”  “(Q.)  But  is  not  that 
dying  of  the  trade,  as  I may  call  it,  rather  a 
sloAv  process;  for  instance,  you  cannot  open  a 
colliery  or  iron  works  in  one  Aveek,  and  shut 
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them  up  another,  according  to  the  rate?  — (A.) 
Certainly  not.  (Q.)  Is  it  not  rather  the  tact 
that  the  companies  carrying  on  the  trade  would 
go  on  losing  their  money  until  they  ■were  abso- 
lutely in  a position  to  go  on  no  longer  before 
they  left  off?  — {A.)  As  a rule  they  do  go 
on  most  unwisely,  as  it  a^ipears  to  me.”  Now  it 
is  perfectly  obvious  that  a colliery  c.annot  close 
under  those  circumstances.  Mr.  Baxter  does 
not  close  his  own  collieries  when  he  is  making 
no  profit,  as  he  confesses.  A man  may  be  losing 
in  a colliery  2,000/.  or  3,000/.  by  working,  but 
he  may  lose  10,000/.  or  12,000/,  if  he  stops ; the 
difference  is  9,000/.  a year  if  he  stops,  so  he 
is  obliged  to  go  on  till  the  railway  companies 
have  extracted  the  last  shilling  he  has  in  tbe 
wmi’ld,  when  he  is  obliged  to  go. 

11765.  But  Mr.  Baxter  aj)pears  to  take  that 
view,  does  he  not? — No;  he  says  in  another 
place  that  the  moment  the  balance  turned  against 
him,  the  colliery  owners  would  close.  I think  at 
Question  9299  he  s.ays,  “ They  cannot  overcharge 
Avithout  losing  traffic  or  feeling  it ; ihe  vei’y  cir- 
cumstances of  the  trade  Avill  bring  them  within 
bounds,  because  if  they  actually  kill  a colliery, 
what  then ; the  ti-affic  is  gone  for  ever ; if 
they  restrict  a colliery,  what  then  ; the  traffic 
is  not  so  great,  and  they  get  less  ; the  pulse  of 
the  traffic  tells  them  what  ihey  are  doing;  if  in- 
creasing, all  right,  and  if  diminishing,  how  is 
that  ; you  have  raised  your  rates.  The  railway 
companies  have  men  of  the  first  talent  managing 
their  traffic  ; very  keen  men  of  business,  and  then 
the  chairmen  and  the  board  have  always  their 
eyes  upon  them,  so  that  they  tvill  not  do  .an 
unwise  thing,  or  will  undo  it  as  soon  as  they 
discern  it.”  Now,  Mr.  Baxter  forgot  to  give  a 
very  remarkable  instance  to  the  contrary  which 
has  just  happened  in  South  Yorkshire.  Wlien 
the  Deiiaby  case  w.as  decided  before  the  Commis- 
sioners, the  Denaby  Colliery  Company  expected 
naturally  to  get  a reduction  in  its  r.ate  to  the 
East.  The  railway  company  immediately,  al- 
though the  trjxde  was  in  a perfectly  moribund 
condition,  and  although  very  large  collieries  had 
just  closed,  left  the  Denaby  rates  just  as  they 
were  to  the  East,  and  they  raised  all  the  further 
people  to  a higher  rate  than  they  had  been 
before. 

11766.  They  levelled  up,  in  fact? — Yes,  they 
did,  and  they  also  charged  the  Denaby  Colliery 
Company  a higher  rate  to  all  its  Avestern  places  ; 
therefore  they  made  a veiy  large  advance  in  rates 
at  a time  Avhen  the  trade  Avas  simply  dying.  The 
railway  company  were  warned  that  the  effect 
would  be  most  disastrous.  The  effect  has  been 
disastrous;  another  large  colliery  has  been  throAvn 
out  of  Avork.  Church  Lane  Colliery  has  been 
thrown  out  of  AVOrk,  and  500  or  600  men  have 
been  thrown  upon  the  market.  Noav  this  case 
is  as  strong  as  I can  possibly  put  it  in  the  Avay 
of  proving  that  r.ailw'ay  companies  do  not  always 
attend  to  this  sort  of  matter.  The  great  fact 
that  I have  to  shoAv  in  this  case  is  this,  that  the 
Manchester’,  Sheffield,  and  Lincolnshire  traffic 
during  the  six  months  in  Avhich  they  have  tried 
this  on  has  shown  a decrease  of  51,000/.,  Avhich 
is  the  largest  decrease  of  any  line  in  the  United 
Kingdom  ; that  is  spread  over  a distance  of  268^ 
miles  of  raihvay,  and  it  is  very  difficult  to  tell 
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Avhether  the  effect  of  that  extraordinary  policy 
has  been  more  disastrous  to  the  collieries  or  to 
the  Manchester,  Sheffield,  and  Lincolnshire  share- 
holders. 

11767.  Would  you  not  rather  argue  from  that, 
that  that  is  an  illustration  of  the  evils  Avhich 
AA’ould  occur  to  traders  as  Avell  as  to  r.ailway 
companies,  by  forcing  equal  mile.age  rates  upon 
railway  comp.anies  ? — I do  not  see  hoAV  it  affects 
the  question  at  all.  The  Manchester,  Sheffield, 
the  Lincolnshire  Company  made  that  decision  the 
excuse  for  an  enormous  rise  in  rates  ; Avhat  reason 
Avas  there  that  the  Denaby  Colliery  Company’s 
rates  should  not  have  been  reduced. 

11768.  Then  I may  point  out  to  you  tlnat  you 
Avant  a further  step  ; you  Avant  not  merely  that 
an  equal  mileage  rate  should  be  ordered,  but  that 
that  equal  mileage  rate  should  be  upon  the  scale 
of  the  loAvest  charge? — I Avish  the  equal  mile.age 
rate  to  be  upon  the  same  scale  as  upon  the  Mid- 
land Hallway.  The  reason  they  make  so  much  a 
point  of  the  grouping  question  is,  that  they  wish 
to  have  the  power  to  group ; but  they  do  not 
wish  to  be  compelled  to  group,  therefore  they 
can  take  a colliery,  such  as  the  Denaby  Colliery, 
Avhich  is  situated  entirely  upon  their  own  system, 
and  very  advantageously  connected  Avilh  the 
markets,  and  say  to  this  colliery,  “ We  have  got 
you  tight ; you  must  send  your  coal  by  our  rail- 
Avay  and  by  our  canal,  therefore  Ave  Avill  charge 
you  the  same  rates  as  it  p.ays  us  to  charge  from 
collieries  20  miles  further  off’,  and  Ave  put  in  that 
Av.ay  the  profit  Avhrch  would  come  to  you  through 
the  advantage  of  your  geographical  position, 
Avhich  you  spent  some  hundreds  of  thousands  of 
pounds  to  obtain,  into  our  pockets  ; and  we  also 
hold  ourselves  at  liberty  to  extract  still  further 
moneys  from  you,  by  making  you  pay  in  other 
directions.” 

11769.  Many  people  h.ave  come  here  to  ask 
for  an  equal  mileage  rate,  and  I ask  Avhether  this 
does  not  prove  that  an  equ.al  mileage  rate,  Avith- 
out  anything  further,  would  be  disastrous  instead 
of  beneficial  ? — I do  not  see  it. 

11770.  The  Manchester,  Sheffield,  and  Lin- 
colnshire Company  Avere  ordered  to  give  an 
equal  mileage  rate  of  charge  ? — No,  that  Avas  not 
so. 

11771.  Roughly  speaking,  Avas  it  not  so? — 
The  Railway  Commissioners  recognised  that  they 
had  a right  to  charge  a shilling  a ton  terminals  for 
moving  anything ; but  after  that  they  decided 
that  the  charge  should  be  in  proportion  to  the 
distance. 

Mr.  CaHan. 

11772.  What  else  is  that  but  an  equal  mileage 
rate  ? — It  Avould  work  out  considerably  in  our 
favour  if  there  Avere  no  terminals. 

11773.  You  object  to  terminals  altogether,  do 
you  not?— -I  object  to  terminals  altogether,  but 
not  for  that  reason. 

Chairman. 

11774.  Surely  you  could  not  have  a better 
illustration  of  an  equal  mileage  rate  than  that 
you  should  be  charged,  beside  that  terminal,  ac- 
cording to  distance  / — Under  the  equal  mileage 
rate  Ave  should  have  much  more  advantage  than 
3 Y we 
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we  have  at  present ; supposing  the  terminals  had 
been  2 s.  Qd.,  and  the  ditterence  between  that  and 
the  real  rate  had  been  6rf.,  it  would  only  be  6rf. 
divided  amongst  tlie  number  of  miles ; but  the 
Denaby  rate,  in  that  case,  might  be  simply 
nothing,  or  it  might  be  the  full  rate,  and  we 
should  be  all  gi’oiqied. 

11775.  dhe  company  have  not  raised  your 
rates  since,  have  they  ?— No. 

11776.  What  they  have  done  is  to  raise  the 
other  I ates  ? — Yes. 

11777.  And  give  you  the  same  mileage  rate  as 
you  had  before  to  the  West  ? — I may  say  that  a 
few  weeks  ago,  in  consequence,  I suppose,  of 
bad  trade,  or  colliery  shutting  up,  they  have 
altered  that  rate,  and  have  now  given  us  a 
reduction  on  traffic  going  East,  and  have  rated 
the  other  collieries  according  to  distance  ; there- 
fore, the  contention  that  it  was  necessary  to 
raise  the  rates,  all  through  the  district,  because 
of  the  grouping,  falls  to  the  ground  entirely, 
because  the  tiling  is  all  altered  now.  But  the 
most  remarkable  instance  which  I have  to  bring 
forward  with  reference  to  the  unfairness  of  this 
groujiing  question  is  this  : we  are  within  a mile 
and  a quarter  ol'  the  Midland  Bail  way  ; that  is  to 
say,  a mile  and  a quai-ter  to  the  West;  our  rate 
for  that  one  and  a quarter  miles  has  been  \s.  Ad. 
a ton,  charged  by  the  Manchester,  Sheffield,  and 
Lincolnshire  Company,  for  carrying  coals  that 
way.  The  consequence  is,  that  we  have  been 
unable  to  send  a single  ton  of  coals,  practically, 
over  the  Midland.  Although  our  colliery  is  a 
colliery  raising  beEveeu  1,500  and  1,600  tons  a 
day,  and  although  we  are  within  this  exceedingly 
short  distance  from  the  Midland,  we  are  abso- 
lutely ])revented  from  sending  any  coals  there  at 
all,  and  that  is  the  great  market  for  our  coal. 
And  when  yon  come  to  consider  that  to  the  West 
these  collieries  have  been  sending  to  compete 
with  us  17  miles  upon  equal  terms,  aucLwdien 
you  consider  that  when  we  attempt  to  return 
towards  them  only  a mile  and  a quarter,  the 
company  have  jnit  on  a prohibitive  rate. 

11778.  It  may  be  density  on  my  part,  but 
w'hat  has  that  to  do  w’ith  the  grouping  question  ? 
— In  this  W'ay,  that  if  they  bring  coal  17  miles 
from  the  West,  jiast  our  colliery,  to  compete 
wdth  us  in  our  geographical  market,  we  have  a 
right  to  say,  “ Carry  our  coals  to  the  West,  a 
mile  and  a quarter,  for  nothing.” 

11779.  But  Is.  Ad.  must  be  an  illegal  charge 
for  a mile  and  a quarter,  surely  ? — But  w'e  are 
upon  the  question  of  grouping. 

11780.  You  come  before  the  Committee  to  say 
that  you  have  a mile  and  a quarter  to  reach  to  the 
Midland  Railway,  and  that  the  company  put  on 
1 s.  4 d.  for  that  distance  of  a mile  and  a quarter  ; 
surely  that  must  be  a conq)letely  arbitrary 
charge? — No,  they  do  that  under  their  termi- 
nals. 

Mr.  Bolton. 

11781.  Is  the  coal  consumed  at  the  end  of  a 
mile  and  a quarter,  or  is  it  part  of  the  through 
rate? — The  Is.  Ad.  is  part  of  the  through  rate 
to  the  Midland  Eaihvay.  I say  that  1 s.  4 d.  per  ton 
is  Ad.  a ton  above  their  maximum. 

11782.  If  it  is  part  of  the  through  rate,  how 
do  you  ascertain  that  the  charge  for  that'  mile 


Mr.  Bolton — continued. 

and  a quarter  is  \s.Ad.  ?— Because  the  Midland 
Company  told  us  so. 

11783.  The  Midland  Company  must  give  them 
a larger  mileage  rate  than  ihey  receive  them- 
selves ? — I know  nothing  of  that. 

Chairman. 

1 1 1 84.  Is  there  any’  rule  as  to  wffiich  com- 
pany shall  quote  through  rates  for  coal  ?— There 
is  no  rule  at  present,  and  the  collieries  are  very 
much  affected  by  the  fact. 

11785.  Can  you  give  instances  in  which  that 
has  worked  hardly  upon  the  consignor  ? — I can 
give  you  instances  upon  that  point.  The  Man- 
chester, Sheffield,  and  Eincolnshire  Company 
have  charged,  or  rather  the  Great  Northern 
Company  have  charged,  to  the  Denaby  Main 
Company  a through  rate  for  coals  to  Lon- 
don. The  Manchester,  Sheffield,  and  Lincoln- 
shire Comj)any  carry  these  coals  to  Doncaster,  a 
distance  ol  about  four  and  a-half  miles,  and  de- 
liver them  on  to  the  Great  Northern  Railway  ; 
the  Great  Northern  RaiBvay  Company  charging 
the  through  rates.  Before  the  Railway  Com- 
missioners wm  elicited  the  fact  that  the  amount 
paid  to  the  Manchester,  Sheffield,  and  Lincoln- 
shire Company  wms  Is.  Ad.  per  ton. 

Mr.  Bolton. 

11786.  That  w’as  about  the  charge  for  about 
four  and  a-half  miles  ? — The  distance  was  about 
four  and  a-half  miles  to  four  and  three-quarters  ; 
I am  not  quite  sure  exactly’.  We  represented 
to  the  Great  Northern  Company  that  this  w’as 
an  illegal  charge,  and  wm  represented  it  also  to 
the  Manchester,  .Sheffield,  and  Lincolnshire 
Company,  but  the  Great  Northern  Company 
recognised  the  fact  at  once,  and  said  to  us, 
“ Consign  your  coals  to  us  at  Doncaster,  pay  the 
Manchester,  Sheffield,  and  Lincolnshire  Com- 
pany the  maximum,  which  is  Is.,  and  we  will 
quote  you  our  ordinary  rate  from  Doncaster,  and 
by’  that  means  you  will  sas'e  4cl.  a ton.”  At 
present  we  w’ork  under  that  system,  but  for 
years,  not  being  able  exactly  to  find  out  how 
this  through  rate  business  was  carried  out,  we 
have  lost  Ad.  a ton,  and  have  been  carried  above 
the  maximum  rate.  Not  content  with  having 
the  colliery’  grouped  wdthin  four  and  a-half  miles, 
the  Company  charged  25  per  cent,  more  than 
the  maximum  rate.  Now’  there  is  another  com- 
pany which  takes  coals  from  Doncaster  in  the 
same  w’ay,  the  London  and  Northwestern  Com- 
pany. Now  the  London  and  North  Western  Com- 
pany, although  we  wrote  to  them  and  asked  to  have 
the  same  arrangement,  said.  We  will  quote  you 
rates  from  Doncaster  to  different  2)laces  ; but 
when  w'e  came  to  get  these  rates  we  found  that 
somehow  the  4^/.  has  not  turned  up  in  this  in- 
stance, and  through  some  arrangement  between 
the  two  companies  w’e  can  get  nothing  at  all. 
The  Great  Northern  Company  met  us  fairly, 
but  the  Loudon  and  North  Western  Company 
and  the  Manchester,  Sheffield,  and  Lincolnshire 
Company,  by  collusion  together,  are  now  dividing 
this  4f/.  in  some  way  amongst  themselves.  Our 
manager  has  written  over  and  over  again,  and, 
lastly’,  he  can  get  no  answ’er.  But  it  w’ould  be 
a very  serious  matter  to  have  to  move  the  Rail- 
way 
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way  Commissioners  in  all  these  cases  ; therefore 
I think  it  is  very  necessary  that  a rule  should 
exist  that  the  company  receiving  the  coal  from 
the  consignor  should  be  bound  to  quote  through 
rates,  otherwise  the  question  arises  always,  Who  is 
your  contract  with  ? If  the  coal  is  sent  over  two 
or  three  lines  they  mix  themselves  up  together  ; 
the  one  quotes  a through  rate  and  another  quotes 
a through  rate ; you  never  know  in  the  least 
where  you  are;  you  never  know  whom  your  con- 
tract is  with,  and  if  some  companies  are  for  a 
short  distance  getting  over  their  maximum,  you 
cannot  find  out  what  the  charges  are.  It  would 
be  a perfectly  clear  arrangement  if  the  Company 
receiving  the  traffic  were  compelled  always  to 
quote  the  through  rate. 

Mr.  Nicholson. 

11787.  And  to  show  how  that  rate  is  divided? 
— Yes,  and  to  show  how  that  rate  is  divided  and 
what  projiortional  part  each  company  received. 

Chairman. 

11788.  Have  you  anything  to  say  with  refer- 
ence to  terminals,  and  will  you  kindly  do  so  as 
briefly  as  you  can? — Y'es;  on  the  question  of 
terminals,  I think  that  they  should  be  done  away 
with  to  a great  extent,  if  not  entirely.  I am 
more  especially  referring  now  to  the  siding  rents, 
and  those  things  which  are  left  as  a question  of 
reasonableness  to  be  decided  upon  according  to 
the  nature  of  the  case  from  time  to  time.  I 
think  that  all  charges  and  rates,  be  they  much 
or  little,  be  they  for  long  distancns  or  for 
short  distances,  should  be  included,  and 
that  the  rate  which  Parliament  sanctions 
should  cover  all  reasonable  facilities  to  the 
public  for  siding  accommodation  in  every  way. 
Then  nothing  is  left  to  be  decided  by  the  railway 
companies,  and  the  public  can  tell  at  once,  whereas 
now  whether  they  are  being  overcharged  or  not, 
they  are  comjfietely  mystified,  for  if  a company 
is  found  to  be  charging  more  than  its  maximum 
rate,  they  would  say,  we  are  entitled  to  charge 
for  siding  accommodation  a reasonable  amount. 
It  is  impossible  for  the  public  to  tell  exactly 
what  is  reasonable  and  what  is  unreasonable  ; 
but  the  railway  comjtanies  constitute  themselves 
the  judges  of  that,  and  in  order  to  raise  that 
question  you  must  have  an  expensive  action 
before  the  Railway  Commissioners,  whereas  the 
thing  may  be  only  a matter  affecting  you  to  the 
extent  of  20Z.  a year  at  any  one  station,  and  you 
would  have  to  try  the  matter  in  20  different 
ways. 

11789.  Would  not  it  suit  you  if  the  terminals 
were  fixed  by  Act  of  Parliament  ? — Yes;  but  it 
seems  to  me  there  would  be  no  difficulty  in  lay- 
ing down  a rate  which  would  include  all  reason- 
able facilities  to  the  public,  just  as  the  railway 
ticket  includes  all  reasonable  accommodation  to 
the  passenger  at  a station,  waiting  and  refresh- 
ment-rooms, and  so  on. 

11790.  Are  you  aware  that  there  was  a Bill 
before  Parliament  some  years  ago  to  fix  the  ter- 
minals at  1 s.  6 d.,  w’hich  was  withdrawn  mainly 
on  the  opposition  of  the  coal-owners? — Very  likely 
that  would  be  the  case,  but  it  seems  to  me  that  it 
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gives  the  railway  companies  an  enormous  amount 
of  power,  and  to  a sreat  extent  nullifies  and 
renders  nugatory  the  action  of  Parliament  if  any- 
thing is  left  in  an  undecided  state  ; because  then 
the  railway  companies  are  simply  the  judges  of 
what  is  reasonable. 

11791.  Have  you  anything  to  say  about  maxi- 
mum charges  ? — The  maximum  charges  I think 
should  be  revised.  I am  not  now  suggesting  that 
in  my  opinion  it  is  necessary  to  reduce  the  rates ; 
but  I say  that  railway  companies,  through  the 
use  of  maximum  rates,  are  enabled  to  work  very 
great  hardship  upon  the  individuals ; for  instance, 

I do  not  think  I can  give  a stronger  point  than  this 
maximum  charge  by  the  Midland  Railway  Com- 
pany. Surely  it  was  never  intended  by  Parlia- 
ment that  an  enormous  colliery  raising  an  im- 
mense quantity  of  coal  within  a mile  of  a large 
market  should  be  absolutely  prevented  by  an  un- 
due terminal  charge  from  competing  in  the 
market. 

Mr.  Bolton. 

11792.  It  is  the  minimum  charge  which  you 
object  to  in  that  case;  it  is  1 s.  ? — It  is  the  mini- 
mum charge  in  that  case ; either  the  maximum 
charges  or  the  minimum  charges  ; I cannot  say 
which  ; that  is  as  strong  an  instance  as  I think  it 
is  possible  to  bring  to  bear  of  the  evils  which 
result  from  these  maxima  and  minima  charges  as 
at  present  raised.  The  whole  question  wants  revis- 
ing, because  companies  have  from  time  to  time 
obtained  powers  to  charge  heavy  maxima  charges 
for  long  distances.  Now  the  consequence  is  that 
the  com])anles  ever  hardly  work  up  to  their 
maxima  in  long  distances  ; they  always  charge 
considerably  less,  simply  because  they  could  not 
get  the  trade  if  they  attempted  it;  but  it  gives 
them  the  opportunity  in  the  short  distances  to 
work  great  hardship,  and  in  this  case  it  abso- 
lutely keeps  our  coal  entirely  to  the  Manches- 
ter, Sheffield,  and  Lincolnshire  Railway,  and  pre- 
vents our  getting  on  another  line. 

Chairman. 

11793.  What  would  you  say  xvas  a fair  charge 
for  a mile  and-a-quarter  ? — I think  that  w’here  it 
is  a question  of  joining  another  railway  the  rate 
should  be  very  much  less  than  that.  In  this 
case  it  is  a junction  with  another  railway,  and  the 
rate  should  be  very  much  less  than  if  the  coal 
is  going  to  an  ironworks,  say  upon  the  line  where 
you  have  to  meet  a large  consumption  of  coal. 

11794.  In  the  case  you  mentioned,  I presume 
that  Is.  4 c?.  includes  a large  terminal ; would 
not  that  cover  any  long  distance  upon  the  next 
line  ? — Not  a yard. 

Mr.  Callan. 

11795.  Do  the  Midland  Railway  Company 
charge  terminals  also?— I'here  is  no  terminal 
there,  because  it  is  a through  rate  to  the  Mid- 
land, but  it  absolutely  stops  all  traffic. 

Mr.  Bolton. 

11796.  It  cannot  be  a through  rate  to  the  Mid- 
land alone ; if  it  is  a through  rate  at  all  it  must 
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apply  to  both  or  all  companies  ; a through  rate 
must  he  a misnomer  as  applied  to  one  line? — 
Decidedly ; it  must  refer  to  two  or  more  lines. 

Mr.  Nicholson. 

11797.  Vour  contention  is  really  that  this  short 
distance  upon  the  Manchester,  Sheffield,  and  Lin- 
colnshire line  should  be  added  to  the  Midland 
mileage,  and  your  rate  accordingly  ? — Our  rate 
accordingly,  or  that  the  company  should  be 
allowed  to  run  its  own  engines  through. 

]\fr.  Bolton. 

11798.  I take  it  that  all  through  this  1 5.  4 d. 
is  a part  of  the  through  rate?  — Not  at  all.  I 
will  put  it  perfectly  clear  in  this  way ; the 
Manvers  mine  adjoining  Denaby,  about  two 
miles  from  Denaby,  is  on  the  ISlidland  line,  as 
Avell  as  on  the  Manchester,  Sheffield,  and  Lin- 
colnshire line;  it  is  just  at  the  junction;  their 
rates  are  1 s.  4 d,,  or  Avere  a very  short  time 
ago,  I believe,  Is.  4rZ.  loAver  on  the  Midland 
than  the  Denaby  Colliery  Company  had ; that 
shoAvs  that  1 s.  4 d.  is  for  just  the  mile  between 
the  Denaby  Colliery  and  the  Midland  Railway. 

1 1 799.  But  that  tiaffic  Avhich  is  charged  1 s.  4f/. 
less  than  yours  upon  the  Midland  is  local  traffic 
to  the  Midland ; it  arises  upon  the  Midland  and 
terminates  upon  the  Midland  ; the  colliery  has 
also  a connection  Avith  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway,  but  I think  the  coal  to 
Avhich  vou  refer  as  being  carried  at  Is.  4(/.  less 
than  yours,  does  not  touch  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway? — Certainly 
not ; it  is  u])on  the  Midland  solely,  and  it  is  more 
favourably  situated  than  Denaby  by  1 s.  4 d.  a 
ton. 

Clinirman. 

11800.  It  seems  to  me  that  your  remedy  Avould 
be  to  try  to  get  a through  rate? — Yes,  and  in 
those  circumstances  I think  the  rates  ought  to  be 
revised. 

11801.  This  evidently  is  charged  to  you  by  the 
Midland  Company  as  a local  rate,  Avhether  rightly 
or  Avrongly  ? — It  is,  and  paid  to  the  Sheffield  and 
Lincolnshire  Company. 

11802.  And  your  remedy  Avould  be  to  get  it  as 
part  of  a through  rate  ? — Y"es,  and  then  Ave 
should  have  to  pay  for  a mile  more. 

Mr.  Bolton. 

11803.  Is  it  not  practically  a through  rate 
noAV  ? — It  is  ; if  a through  rate  is  a rate  charged 
by  the  farther  company,  and  a certain  sum  paid 
by  the  company  Avhich  conveys  the  coal  to  the 
colliery,  it  is  a through  rate. 

Chairmnn. 

11804.  Now  Avlth  regard  to  preferential  rates 
for  large  quantities,  Avhat  have  you  to  say  ? — I 
see  that  one  or  tAVO  Avitnesses  have  been  in  favour 
of  preferential  rates  for  large  quantities.  Noav 
it  appears  to  me  to  be  a Avrong  jirinciple  to  alloAV 
preferential  rates  for  any  quantities  ; anybody  can 
send  large  quantities  if  you  give  him  preferential 
rates.  Some  years  ago  a large  firm  on  the 
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Great  Eastern  Raihvay  had  preferential  rates, 
and  they  Avorked  the  Avhole  of  the  coal  traffic 
upon  the  Great  Eastern  line,  and  the  argument 
Avas  that  they  took  a very  large  quantity.  Now 
that  is  unfair  to  the  general  traders,  and  not  only 
that,  but  it  gives  the  raihvay  company  so  much 
poAver. 

11805.  The  raihvay  company  draAV  the  line 
themselves  as  to  Avhat  constitutes  a large  quan- 
tity, and  Avhat  does  not? — They  do,  and  1 con- 
tend that  the  great  object  of  legislation  should  be 
not  to  leave  them  the  poAver  to  make  tiiose  dif- 
ferences, as  they  can  use  them  if  they  please  in  a 
most  arbirrary  manner ; some  do,  and  some  do 
not;  but  for  the  people  treated  in  that  arbitrary 
manner,  it  is  extremely  luiinous  treatment. 

1 1806.  What  you  put  in  your  proof  as  “ draw- 
b-ack  ” is  another  thing  from  preferential  rate  ? — 
DraAvback  is  another  and  more  serious  question ; 
as  long  as  draAvbacks  can  be  alloAved  to  exist, 
equality  Acts  and  all  other  Acts  for  the  protec- 
tion of  the  public  in  the  matter  of  trade,  can  be 
rendered  nugatory. 

11807.  What  is  the  difference  between  a draAV- 
back  and  a preferential  rate  ? — A preferential 
rate  Avould  be  a public  rate  ; it  AA'Ould  be  knoAvu 
that  it  Avas  given,  because  of  the  lai’ge  quantity, 
but  the  draAvback  is  a secret  arrangement,  Avhicli 
is  much  more  damaging  to  the  traders. 

11808.  And,  therefoi-e,  much  more  difficult  to 
deal  with  ? — It  is  much  more  difficult  to  deal  Avith 
than  any  other  point ; railway  companies  have 
succeeded  in  obtaining  from  Parliament  far 
higher  maxima  charges  for  long  distances  than 
they  really  use ; as  a rule,  they  charge  far  bcloAV 
them ; but  if,  for  instance,  they  Avish  to  put 
pressure  upon  some  particular  colliery,  they  can 
say  Ave  have  the  right  to  charge  these  high  rates, 
and  Ave  shall  charge  them  generally  through  the 
district ; j’ou  shall  pay  them,  and  everybody  else 
shall  pay  them,  but  they  can  go  to  other  people 
and  say,  Ave  shall  not  charge  these  rates  really  ; 
Ave  Avill  alloAV  you  1 s.,  or  9 d,,  or  6 d.  back.  The 
colliery  which  does  not  get  any  draAvback  is  com- 
pelled to  pay  these  high  rates ; the  company  is 
Avithin  its  poAver,  and  at  the  same  time  that  col- 
liery is  unable  to  compete,  because  adA'autages 
are  given  to  other  traders  Avho  may  be  a long 
Avay  further  off  than  they  are  ; the  power  Avielded 
in  that  way  by  a raihvay  company  is  enormous, 
so  long  as  these  draAApacks  are  allowed  to  exist. 

11809.  When  you  talk  about  draAvbacks  being 
alloAved  to  exist,  do  you  mean  as  a matter  of  fact, 
or  as  a matter  of  laAv,  because  I apprehend  that 
the  draAvback  would  be  a form  of  preferential 
rate  Avhich  the  Raihvay  Commissioners  Avould  at 
once  interfei'e  Avith  ? — Y es,  but  the  difficulty  is 
to  find  out,  because  the  receivers  of  that  form  of 
preferential  rate  are  very  reluctant  to  mention  it. 

11810.  Would  you  have  any  suggestion  to 
make  upon  that  point? — I Avas  going  to  suggest 
a considerable  number  of  alterations. 

11811.  Let  us  take  this  first? — I Avould  sug- 
gest tliat  an  inspector  of  raihvay  rates  be  ap- 
])ointed  as  an  officer  of  the  Raihvay  Commi.s- 
sioners  Court,  and  that  he  could  be  set  in  motion 
by  any  trader  on  any  particular  line  to  inquire 
into  the  rates,  and  also  should  have  power  to 
e.xamine  into  the  books  of  rates.  Further,  that 
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all  those  rates  should  be  quoted  in  one  particular 
book,  and  all  charges  and  all  allowances,  and 
everything  altering  in  any  way  the  rates,  be  they 
allowances  direct  or  indirect,  should  appear  in 
that  particular  book. 

11812.  As  a matter  of  fact,  at  present,  do  you 
suppose  that  these  drawbacks  would  be  seen  upon 
the  books  of  the  companies  ? — I do  not  believe 
they  would  be  seen  at  all,  even  if  the  railway 
inspector  of  rates  were  to  go  to  look  for  them  ; 
but  I propose  to  suggest  that  lie  should  have 
power  to  put  the  general  manager,  the  chairman, 
and  the  accountant  on  oath,  to  say  that  no 
arrangement  exists  affecting,  directly  or  indi- 
rectly, any  rates  which  appear  in  those  books  ; I 
think  in  that  way  the  difficulty  would  be  entirely 
got  over,  but  I am  perfectly  certain  of  one  thing, 
and  that  is,  that  by  simply  going  and  looking  at 
the  railway  companies  books,  it  would  be  abso- 
lutely impossible  to  find  out  anything  of  that 
description,  because  I know  perfecily  w'cll,  in 
the  case  of  my  father’s  collieries,  how  drawbacks 
were  allowed,  and  how  they  were  paid  ; they 
w^ere  never  paid  by  cheque ; they  w'ere  paid  in 
sovereigns  over  the  office  table  always.  Hov/ 
the  drawbacks  were  treated  in  the  books  it  is 
impossible  to  say,  but  that  is  an  example  of  the 
difficulty  which  it  would  be  to  trace  these  things, 
unless  the  Railway  Commissioners  had  the  power 
which  I propose. 

11813.  Would  this  travelling  inspector  of  rates 
that  you  suggest  sit  in  open  court  in  the  district, 
or  would  it  really  all  take  place  in  the  court  up 
here? — No,  my  idea  is  that  cn  complaint  being 
received  by  the  Railway  Commissioners  Court, 
the  Railway  Commissioners  should  at  once  state 
the  complaint  to  the  offending  company,  and 
should  ask  them  what  the  rates  were  ; and  if  the 
company  replied  to  an  effeet  differing  from  the 
petitioner’s  complaint  in  any  way,  saying  that 
there  was  no  variation,  and  that  no  drawbacks 
were  allowed,  the  petitioner  should  have  power 
at  once  to  send  down  the  inspector  of  rates,  and 
that  he  should  have  the  power  I formerly  spoke 
of. 


11814.  All  I asked  you  w'as  whether  the  in- 
spector was  to  exercise  that  powder  in  the  open 
court?  — Certainly  not.  I intended  that  to  be 
entirely  in  private ; that  the  Inspector  should 
have  power  to  look  at  the  books,  and  make  his 
report  to  the  court. 

11815.  But  I was  referring  to  the  suggestion 
that  the  inspector  should  put  the  chairman  and 
manager  on  oalh? — No,  it  might  be  simply  a 
printed  ^form  which  he  should  send  down,  ask- 
ing them  to  make  an  affidavit  with  reference 
to  the  fact  that  no  differential  rates  or  drawbacks 
were  given.  Now  another  effect  of  the  drawback 
system  is  this,  that  it  has  the  effect  of  effectually 
gagging  the  recipient’s  mouth;  1 may  say  in  my 
district  in  South  Yorkshire  that  there  have  been 
very  strong  complaints  for  many  years  upon  the 
question  of  rates ; it  has  been  one  continuous 
grumble.  Colliery  owners  have  complained  for 
many  years,  and  have  had  meetings  Avith  the 
directors  of  various  companies  from  time  to  time, 
and  nothing  has  been  done  ; but  it  is  a very 
lamentable  fact  that  none  of  these  colliery  OAvners 
in  a case  of  this  sort  except  Mr.  Baxter,  av ho  gave 
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very  tender  evidence  occasionally  on  behalf  of 
the  raihvay  companies,  have  come  forward  to 
give  any  evidence  upon  the  state  of  things  Avhlch 
exists  in  South  Yorkshire.  I am  not  saying  that 
they  have  draAvbacks  ; but  I say  that  if  they  have 
drawbacks,  their  mouths  are  effectually  closed. 

I Avill  say  for  m3’self  that  if  this  inquiry  had 
taken  place  two  years  ago,  I do  not  think  I should 
have  been  justified  in  coming  forAvard  and  giving 
evidence  as  I am  doing  noAV. 

11816.  Did  you  receive  a drawback? — The 
Denaby  Colliery  Company  received  certain 
advantages  in  its  terms  Avhich  Avere  promptly 
taken  off  Avhen  they  Avent  to  laAv,  and  I Avas 
free  ; but  I do  not  think  I should  have  con- 
sidered I Avas  free  Avhen  I should  have  run  the 
risk  of  losing  some  thousands  a year  by  coming 
and  giving  evidence  before  the  Committee.  Now, 
with  regard  to  the  Railway  Commissioners  Court, 

I further  think  the  Raihvay  Commissioners 
should  have  power  to  assess  damages  ; at  present 
they  can  only  grant  relief  for  the  restraint  of 
illegal  practices. 

11817.  By  injunction?  — By  injunction. 
Noav,  suppose  raihvay  companies  put  pressure 
upon  individuals  Avho  have  been  to  htAv  Avith 
them ; suppose  they  act  in  an  Illegal  manner,  all 
you  can  do  is  to  go  before  the  Railway  Commis- 
sioners and  obtain  an  injunction  to  restrain  them 
from  doing  it  in  future;  but  then, supposing  they 
ring  the  clianges,  and  Avithin  a week  or  two 
commence  other  illegal  practices,  you  can  only 
do  the  same  thing,  and  so  you  may  keep  on  for  a 
very  considerable  time,  at  a most  enormous  cost, 
Avhich  puts  it  completely  out  of  your  poAver  ; on 
the  other  hand,  you  may  commence  actions  for 
damages  for  these  things,  and  then  Ave  might  have 
40  actions  going  on  at  the  same  time,  all  Avending 
their  way  by  sIoav  degrees  up  to  the  House  of 
Lords.  You  have  no  possibility  of  dealing  Avllh 
them ; it  may  be  a matter  of  40  1.  or  50  /.,  but 
they  Avill  defend  the  action,  and  you  may  CA'cn- 
tually  find  yourself  before  the  House  of  Lords  in 
a vei’y  trumpery  matter.  But  the  number  of 
these  trumpery  matters  tells  enormously  in  the 
long  run ; therefore  I suggest  that  the  Raihvay 
Commissioners  should  have  poAver  to  assess 
reasonable  damages  for  any  small  complaint,  just 
as  the  county  court  has  ; you  should  be  able  to 
put  it  in  motion  as  easily  and  at  once  upon  any 
complaint  of  any  sort  or  kind  before  them  Avhich 
it  should  have  poAver  to  deal  Avith,  and  settle  then 
and  there. 

11818.  Would  jmu  make  any  suggestion  with 
reference  to  the  personnel  of  the  Commissioners  i 
— I think  the  Commissioners  Court  should  have 
a full  staff,  as  the  Vice-Chancellor,  or  the  Con:- 
mon  Law  Judges  have. 

11819.  That  is  to  say,  that  there  .should  be  a 
master,  a chief  clerk,  and,  in  fact,  a full  staff,  and 
that  you  should  be  able  at  once  to  lay  your  com- 
plaint, and  take  out  a summons,  say  before  the 
master  or  chief  clerk  ; that  a sort  of  ordinary 
interlocutory  order  should  be  obtained  from  the 
master? — Yes,  or  from  the  chief  clerk. 

11820.  And  Avith  the  right  of  appeal  to  the 
full  court  ? — Yes,  on  any  questions,  either 
matters  of  overcharges,  or  upon  any  such  matters. 
That  the  court  should  have  poAver  to  put  ques- 
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tions  if  they  thought  fit,  to  the  railway  compa- 
nies, and  if  the  reply  was  not  considered  satisfac- 
tory by  the  petitioners,  then,  if  it  were  on  a 
question  of  rates,  that  the  inspector  of  rates 
should,  at  the  option  of  the  petitioners,  be  sent 
down ; of  course  the  petitioner  paying  the  costs 
if  the  case  Avas  not  made  out.  If  the  railway 
companies  did  not  allow  these  drawbacks,  and 
matters  of  that  sort,  the  })ublic  would  be  perfectly 
secure  ; and  there  would  lie  no  harm  done  by 
the  ajipointment  of  such  an  officer  as  1 speak  of. 
But  1 say  the  way  to  simplify  the  matter  is  this  : 
I think  in  nine  times  out  of  ten,  if  a summons 
were  taken  out,  and  the  com^iany  having 
appeared  before  the  clerk  or  master  in  a small 
matter,  if  he  gave  the  order  the  matter  would  be 
settled  there  and  then  Avithout  reference  to  the 
full  court ; but  I knoAV  that  it  is  impossible  to  j)ut 
the  Eaihvay  Commissioners  Court,  as  at  present 
constituted,  into  action  upon  small  matters  Avhich 
makes  them  unable  to  act  as  they  Avoidd. 

11821.  To  put  it  shortly,  you  Avish  that  the 
Railway  Commissioners  should  be  set  in  motion 
more  easily,  as  Avell  as  that  they  should  have  more 
poAver  ? — Yes.  Again,  I do  not  think  the  ordi- 
nary rules  of  evidence  as  applied  to  the  Common 
LaAv  Courts  should  apjily  there.  I think  that 
a great  deal  of  money,  and  time,  and  trouble, 
could  be  saved  by  the  Railway  Commissioners  at 
once  asking,  say,  for  instance,  an  offending  com- 
pany Avhether  tlie  allegations  of  the  petitioners 
were  true,  and  if  they  were  not  true,  to  state 
exactly  the  facts  of  the  case ; if  the  Railway 
Commissioners  had  poAver  to  call  upon  the  com- 
panies to  do  that,  a great  saving  Avoidd  be  made 
in  that  Avay  in  Avitnesses. 

11822.  In  fact,  you  think,  like  a good  many 
other  ])eo])le,  that  the  rules  of  evidence  in  our 
common  laAv  courts  are  too  rigid  — I am  not 
speaking  Avith  regard  to  common  laAv  courts ; but 
I think  the  rules  could  be  altei’ed  with  advantage 
before  the  Raihvay  Commissioners. 

11823.  In  Clause  7 of  the  Act  of  1873,  it  says  : 
“ Wh  ere  the  Commissioners  have  received  any 
complaint,  alleging  the  infringement  by  a rail- 
Avay  company  or  canal  company  of  the  provisions 
of  any  enactment  in  respect  of  Avhich  the  Com- 
missioners have  jurisdiction,  they  may,  if  they 
think  fit,  before  requiring  or  permitting  any 
formal  jiroceedings  to  be  taken  on  such  com- 
plaint, communicate  the  same  to  the  company 
against  Avhom  it  is  made,  so  as  to  afford  them  an 
op])ortunity  of  making  such  observations  thereon 
as  they  may  think  fit”? — That  is  so  ; I kncAV 
that ; but  at  the  same  time,  I think  that  supposing 
the  comjdaint  Avere  that  some  particular  company 
Avere  charging  in  a through  rate  more  than  their 
pro])er  maximum  rate,  the  Raihvay  Commis- 
sioners should  have  poAver  to  ask  the  offending 
company,  not  only  Avhether  the  allegations  Avcre 
true,  but  also  to  state  the  exact  sum  they  did 
receive,  and  Avhether  any  alloAvance  Avas  made  or 
not,  and  ask  for  an  explanation  of  the  Avhole 
matter  ; for  the  facts,  in  short. 

11824.  You  Avant  something  more  in  this  form  ; 
that  communications  should  he  made  to  the  rail- 
Avay  companies  from  the  Raihvay  Commissioners 
to  the  effect  that  if  the  answers  Avere  not  satis- 
factory, proceedings  Avould  be  taken  agianst  them. 
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1 1825.  "Whereas  the  effect  of  this  clause  I have 
just  quoted  is  rather  to  stop  the  proceedings  till 
the  railway  companies  have  an  opportunity  to 
reply?— That  is  so.  I think,  moreover,  that  in 
cases  where  an  Act  of  Parliament  has  been  de- 
liberately rendered  nugatory  and  utterly  worth- 
less by  the  deliberate  action  of  a raihvay  com- 
pany, where  they  have  gone  about  to  evade  it, 
as  in  the  case  of  the  equality  Acts  and  draiv- 
backs  there  should  be  a special  course  followed. 
At  present,  Avhere  such  can  be  distinctly  proved, 
there  is  no  doubt  that  a right  of  action  lies  against 
the  raihvay  company  from  anyone  comjilaining, 
not  having  received  the  same  amount  of  draw- 
back or  preference  ; that  has  been  settled  in  the 
Burton  Brewery  case  ; but  I think  under  those 
circumstances  the  company,  as  such,  should  not 
be  liable  ; I think  the  directors  personally  should 
be  liable.  They  have  done  it  wb  rasa  ; the  share- 
holders are  not  aAvare  that  these  illegal  practices 
have  existed ; the  shareholders  have  given  the 
directors  no  authority  to  make  these  drawbacks; 
and  I think  that  if  a body  of  men,  who  are  really 
public  servants,  go  to  the  extent  of  frustrating 
an  Act  of  Parliament,  if  anybody  is  liable,  they 
Avho  have  done  it  Avith  their  eyes  open,  and  have 
done  it  designedly,  should  be  liable  to  damages. 

Mr.  Callan. 

11826.  Do  you  mean  that  they  should  be 
liable  to  damages  civilly  or  criminally  ? — 
Civilly. 

Chairman. 

11827.  You  Avould  treat  them  like  trustees 
Avho  ha\’e  not  attended  to  the  clauses  of  the  trust  ? 
— This  Avould  have  been  done  not  merely  care- 
lessly, but  designedly. 

11828.  Bui  many  of  them  Avould  be  unaware 
of  it  probably? — You  might  take  the  chair- 
man. 

Wr.  Holton. 

11829.  You  would  first  alter  the  rule  of  oau- 
dence,  and  then  hang  the  chairman  on  suspicion  ? 
—I  Avould  not  go  so  far  as  that,  but  I would  in- 
troduce the  principle  of  personal  liability. 

11830.  I understand  that  you  ha\"e  not  any 
objection  to  the  system  of  grouping  if  that  system 
Avere  fairly  carried  out  ? — I should  vastly  prefer 
that  grouping  Avere  not  allowed  under  any  cir- 
cumstances, except  to  the  extent  of  tAVo  or  three 
miles,  merely  for  convenience  sake.  In  a long 
distance,  a matter  of  one  or  two  miles  Avould  not 
affect  it. 

11831.  But  you  are  going,  as  I understand  your 
evidence,  to  tie  the  railAvay  companies  doAvn  A'ery 
tightly  indeed  ; I think  you  stated  that  you  Avould 
give  them  no  latitude  ; you  said  that  there  should 
be  nothing  undecided  ; that  yon  would  parti- 
cularly object  to  anything  left  in  an  undecided 
state  ? — I do. 

11832.  Therefore  I Avill  put  it  to  you  whether 
the  system  of  grouping  is  one  Avhich  you  would 
approve  or  condemn  ? — Generally  speaking,  I 
Avould  condemn  it. 

11833.  I am  taking  your  own  Avords;  you  have 
given  the  Committee  very  strong  evidence,  and 
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among  other  things  you  stated  that  you  par- 
ticularly objected  to  anything  being  left  in  an 
undecided  state  ? — I do. 

11834.  Therefore  I ask  do  you  approve  or  dis- 
approve of  the  principle  of  grouping? — I dis- 
approve of  it. 

11835.  The  only  alternative  of  grouping  is  the 
exact  mileage  rate  ? — It  is. 

11836.  Do  you  ap-prove  of  an  exact  mileage 
rate  in  all  cases  and  under  all  circumstances  ? — I 
do.  I see  it  has  worked  upon  other  lines,  and  it 
would  Avork  upon  ours  to. 

11837.  I daresay  you  have  read  Mr.  Baxter’s 
evidence  which  he  gave  before  this  Committee  ? 
— I have. 

11838.  And  have  seen  that  remarkable  table 
he  gave  to  the  Committee  with  regard  to  the 
supply  of  coal  to  London? — I have- 

11839.  Are  you  prepared  to  recommend  the 
Committee  to  adopt  exact  mileage  rates  In  the 
face  of  that  evidence  which  would  go  to  show 
that  only  the  nearest  collieries  could  possibly 
send  coal  to  London  by  railway  ? — I think  the 
argument  has  not  the  slightest  weight.  I think 
the  same  remark  would  a})ply  if  coals  were 
found  within  ten  miles  of  Finsbury -park. 

11840.  But  coal  is  not  found  within  10  miles 
of  Finsbury-park,  it  is  not  found  within  1 00  miles 
of  London ; at  any  rate,  it  is  not  sent  by  rail 
from  a nearer  distance  than  that,  and  the  great 
bulk  of  the  coal  which  comes  to  London  comes 
from  a much  longer  distance  ; are  you  prepared 
to  recommend  the  Committee  to  apply  that  rate, 
or  to  report  in  favour  of  an  exact  mileage  rate 
being  aj)plied  to  that  particular  traffic? — I think 
the  exact  mileage  rate  is  a fair  rate  to  quote; 
there  may  be  disadvantages,  but,  at  the  same 
time,  I think  the  advantages  counterbalance  the 
disadvantages. 

11841.  I will  take  the  case  of  two  seaports  as 
an  illustration  ; take  the  port  of  Greenock  and 
the  port  of  Liverpool,  by  sea  there  is  a very  easy 
and  constant  communication  between  those  ports  ; 
if  the  same  rates  Avere  applied  over  the  raihvays 
in  that  case  as  are  applied  to  very  short  distances, 
the  raihvay  communication  betAveen  Greenock 
and  Liverpool  must  cease  ? — I have  not  entered 
into  that  question  at  all. 

11842.  You  have  advocated  exact  mileage 
rates? — I think  that  it  Avould  be  better,  generally 
speaking,  and  for  the  public  good,  that  exact 
mileage  rate  should  be  given. 

11843.  I ask  you  Avhether  it  would  be  good  in 
that  particular  instance  ; that  is  to  say,  whether 
it  would  be  good  in  respect  to  the  supply  of  coal 
to  London  by  railway,  or  Avhether  it  Avould  be 
good  in  respect  of  the  traffic  betAveen  Liverpool 
and  Greenock? — I think  it  highly  probable  that 
the  mileage  rate  might  possibly  affect  some  places 
very  detrimentally  ; but  it  would  amount  to  this 
in  the  long  run,  that  every  place  Avould  get  the 
advantage  of  its  position.  We  do  not  complain 
that  Ave  cannot  send  coals  to  Ncav castle,  we  are 
so  far  off,  and  why  should  those  other  people 
complain  that  they  cannot  send  coal  to  London  ; 
I see  no  reason  for  a railway  company  being  able 
to  make  a kind  of  handicap  of  the  people  of  the 
whole  of  England,  putting  a weight  on  some 
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people  and  taking  it  off  others  In  order  to  give 
them  all  a fair  chance.  The  proper  thing  to  do 
is  to  take  up  a stand,  and  if  a man  sinks  a col- 
liery Avhere  he  is  a long  Avay  from  the  market,  he 
must  naturally  expect  that  he  Avill  have  to  pay 
more ; the  natural  thing  is  that  in  time  things 
settle  themselves. 

11844.  You  are  of  opinion  that  every  place 
should  have  the  advantage  of  its  geographical 
position  ? — Yes. 

11845.  I Avculd  also  ask  whether  it  should  have 
the  disadvantage  of  its  geographical  position  and 
not  have  the  poAver  of  extricating  Itself  from  the 
disadvantage  of  its  geographical  position  ? — No 
doubt  it  folloAvs,  as  a matter  of  course,  that  every 
place  should  have  the  disadvantage  of  its  geo- 
graidiical  position  as  Avell  as  the  advantage. 

11846.  You  stated  with  regard  to  grouping, 
that  you  Avould  alloAV  grouping  ; but  that  the 
railway  conqtanies  should  not  be  com])elled  to 
group  ; I understood  this  was  a question  with 
regard  to  the  traders  and  not  with  regard  to  rail- 
Avays  ; I understood  you  to  say  that  you  Avould 
allow  the  traders  to  agree  Avith  the  raihvay  com- 
panies to  grouj),  but  that  you  Avould  not  eompel 
raihvay  companies  to  group  ? — I do  not  think  I 
put  that  forAvard. 

11847.  Then,  with  respect  to  the  equal  mileage 
rates,  as  far  as  you  have  advocated  them,  they 
Avere  to  include  the  terminals  and  every  other 
charge  ? — I think  the  rate,  Avhatever  it  amounted 
to,  should  include  the  terminals,  whether  they 
Avere  much  or  little. 

11848.  Do  you  think  it  Avould  be  fair  to  a rail- 
way company  to  compel  them  to  provide  expen- 
sive raihvay  stations  for  v’ery  short  traffic  alone  ? 
— I do  perfectly. 

11849.  And  you  think  that  traffic  brought  to 
the  station  is  not  more  costly,  as  regards  the 
terminal  station,  Avhether  it  is  carried  one  or  one 
hundred  miles  ? — I think  there  is  a difference, 
deeidedly. 

11850.  Then  you  Avould  approve  of  differential 
rates  ? — I consider  that  the  poAver  of  charging 
rates  should  be  In  this  Avay ; I think  it  jtossible 
that  there  may  be  a larger  proportion  for  five 
miles  than  for  seven  miles  ; but  one  place  should 
not  have  its  coals  carried  at  1 d.,  and  the  other  be 
charged  2 d.,  although  it  may  be  quite  neces- 
sary to  give  the  com])anies  a larger  proportionate 
charge  on  a distance  of  five  miles  than  you  Avould 
give  for  tAventy  miles. 

11851.  'fhen  it  is  not  an  exact  equal  mileage 
rate  that  you  advoeate  ? — Not  in  that  sense. 

11852.  YouAVOuld  give  in  the  shorter  mileage 
an  equivalent  for  the  terminals  ? — I Avould  give  in 
the  shorter  mileage  an  equivalent  for  the  ter- 
minals. 

11853.  Hoav  Avould  you  arrange  that,  because 
you  have  advocated  that  nothing  should  be  left 
in  an  undecided  state ; how  Avould  you  fix  it  so 
as  to  apply  to  all  railways,  and  all  their  different 
circumstances  ; because  you  are  aAvare  that  there 
are  very  varying  circumstances  ? — It  must  be  a 
matter  of  evidence.  There  Avould  be  some  com- 
mission, I presume,  which  Avould  be  empowered 
to  inquire  into  the  matter,  and  they  might  pos- 
sibly, under  certain  circumstances,  even  alloAV  a 
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larger  rate  owing  to  gradients  or  something  of 
the  kind,  to  some  jiarticular  companies  ; but  that 
should  be  mentioned  at  the  time  before  the  Rail- 
way Commissioners. 

11854.  Is  not  that  done  now? — It  is  done,  and 
much  more  than  done. 

11855.  Is  it  not  done  by  Committees  who  sit 
on  Private  Bills  ? — Yes,  very  large  maxima  are 
given. 

1185G.  What  change  would  you  propose? — I 
propose  that  the  mileage  rate,  in  the  sense  I 
referred  to,  should  be  carried  out. 

11857.  That  is,  an  exact  mileage  rate,  varying 
with  the  circumstances  ? — An  exact  mileage  rate 
for  the  short  distances. 

11858.  But  not  for  all  short  distances  alike  ? — 
I really  am  not  ])repared  to  say  ; if  there  could 
be  any  considerable  difficulty  shown  in  the  case 
of  one  or  two  companies  ; any  very  strong  case 
made,  it  might  be  essential  that  there  should  be  a 
special  clause  in  the  Act  for  that  purpose. 

11859.  Then  you  do  not  advocate  an  exact 
equal  mileage  rate  ? — Generally  speaking  I do. 

11860.  But  “generally,”  would  leave  things 
in  an  undecided  state? — They  might  be  perfectly 
definitely  decided ; the  law  might  be  one  thing, 
and  a special  exception  might  be  made  in  case 
it  could  be  shown  that  immense  expense  had  been 
incurred  by  the  railway  companies. 

11861.  But  how  would  you  define  “ immense,” 
because  in  the  case  of  the  London  and  North 
Western  Company  a sum  of  money  inieht  be 
relatively  very  small,  which,  in  the  case  of  a 
small  company,  would  be  very  large  ? — I could 
not  define  that  in  words,  but  broadly  speaking, 
I say  that  a mileage  rate  is  the  fairer,  taking 
everything  into  consideration. 

11862.  Then  let  me  refer  you  back;  you  are 
charged  by  the  Manchester,  Sheffield,  and  Lin- 
colnshire Company  1 s.  4 d.  for  a mile  and  a 
quarter  ; would  you  tell  me  that  that  is  not  part 
of  a through  rate  ; is  there  any  separate  charge 
made  upon  you  for  tliat  mile  and  a quarter? — 
Certainly  not. 

11863.  Is  it,  then,  not  part  of  the  whole  through 
rate  ? — I will  explain  to  you  what  the  rate  is, 
and  YOU  may  form  your  own  inqtression  as  to 
whether  it  is  a through  rate  or  not ; it  is  the  rate 
quoted  by  the  Midland  Railway  Company  to  us. 
The  Midland  Company  does  not  run  to  our 
colliery,  and  the  Manchester,  Sheffield,  and  Lin- 
colnshire Company  has  to  take  the  coal  about  a 
mile  and  a quarter  to  the  Midland  Railway ; the 
rate  is  a rate  in  which  wc  do  not  have  anything 
to  do  with  the  hlanchcster,  Sheffield,  and  Lin- 
colnshire Railway  ; the  Midland  Company  is  the 
paymaster  to  receive  and  pay  the  money.  I really 
cannot  say  whether  that  is  a through  rate  or  not 
in  the  ordinary  acceptation  of  the  term. 

11864.  That  traffic  of  yours  passes  over  more 
than  one  railway ; it  passes  over  the  Manchester, 
Sheffield,  and  Lincolnshiie  and  the  Midland 
Railways  and  then  it  becomes  a through  rate  ? — 
That  is  so. 

11865.  You  say  the  Midland  Company'  quotes 
the  through  rate  for  you  ? — Yes. 

11866.  Is  the  whole  through  rate  an  excessive 
cue? — It  is  excessive  to  this  extent,  that  for  a 
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mile  and  a quarter  the  rate  is  1 s,  4 d.  more  than 
a colliery  upon  the  Midland  Line  pays. 

1 1867,  If  your  colliery  were  situated  upon  the 
Midland  Railway,  or  if  the  Midland  Railway 
came  up  upon  the  other  side  of  your  colliery,  you 
w'ould  not  have  that  rate  to  pay  ? — No. 

11868.  Do  you  object  to  the  Manchester, 
Sheffield,  and  Lincolnshire  Company  getting 
anything  for  that  distance? — Yes,  I do,  in  this 
Avay 

11869,  I want  the  information  Avith  reference 
to  this  ; you  allege  that  the  hlanchester,  Shef- 
field, and  Lincolnshire  Company  receive  1 s.  4 d., 
I think  ? — I do,  but  I Avill  not  say  that  it  is  not 
altered  to  1 s.  noAV,  since  the  question  of  maxima 
charges  has  come  uj), 

11870,  Do  you  object  to  paying  anything  to 
them,  cr  Avhat  is  it  you  Avant  to  pay  ? — I think 
that  the  maxima  rates  should  be  revised,  and 
that  cases  of  this  sort  should  be  pointed  out  before 
a Commission,  or  Avhatever  body  might  be  ap- 
pointed. 

11871.  But  I presume  the  Avhole  through  rate 
does  not  exceed  the  maximum  ? — The  1 s.  4 d. 
does. 

11872.  But  as  far  as  that  is  concerned,  it  is 
part  of  the  through  rate ; it  is  possible  that  as 
betAveen  the  Midland  and  the  Manchester,  Shef- 
field, and  Lincolnshire  Companies,  the  Man- 
chester, Sheffield,  and  Lincolnshire  Company 
may  get  more  than  their  proper  share,  but  I 
Avant  to  knoAV  hoAV  that  affects  you  in  any  sense  ; 
if  the  through  rate  is  a fiiir  and  ])roper  rate,  hoAV 
can  it  affect  you  Avhether  or  not  the  Manchester, 
Sheffield,  and  Lincolnshire  Company  gets  a 
larger  proportion  of  the  through  rate  than  you 
think  they  are  entitled  to  out  of  the  Avhole  ? — 
Because  if  the  Manchester,  Sheffield,  and  Lin- 
colnshire Company  only  charged  the  JMidlaud 
Company  their  1 s,,  Avhich  they  are  entitled  to  as 
the  maxima,  the  IMidland  Company  AA’ould  only 
charge  us  the  1 s. 

11873.  But  you  do  not  knoAV  that? — I have 
asked. 

11874.  If  you  have,  say  a through  rate  from 
the  Midland  Company,  and  the  through  rate  is 
not  an  excessive  rate,  except  in  this  respect,  that 
if  that  rate  is  made  up  of  a certain  proportion  to 
the  Midland,  and  the  1 s.  4 d.  for  the  mile  and  a- 
half,  you  think  the  1 s.  4 d.  is  too  much? — There 
is  a difference  of  1 s.  4 d.  between  us  and  the 
next  colliery  ; noAv  the  Manvers  Colliery  Com- 
pany is  on  the  Midland  Ralhvay,  and  therefore 
it  is  a question  of  local  traffic, 

11875.  But  are  you  quite  sure  that  the 
Manvers  Colliery  Company  do  pay  1 s.  Ad.  less 
than  you  pay?— I have  already  stated  that  I do 
not  knoAV  Avhether  since  Ave  raised  the  question 
of  maxima  rates,  the  rate  has  not  been  reduced 
to  1 s. : I think  it  highly  probable  that  it  has. 

11876.  Therefore,  possibly,  all  this  statement 
you  have  made  here,  has  no  foundation  Avhat- 
ever ? — Indeed  it  has. 

11877.  Will  you  state  Avhether  that  charge  is 
made  or  not  ? — I have  the  authority  of  the  Mid- 
land Railway  Company  themselves  to  say  that 
some  months  ago,  or,  possibly,  a year  ago,  Avheu 
I inquired,  the  charge  Avas  1 s.  4 <7.  a ton,  and  I 
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said  to  tlie  Midland  Company  then,  “ Do  you 
mean  to  say  this ; that  if  we  can  get  our  coal 
carried  to  this  junction  for  nothing  by  the_Man- 
chester,  Sheffield,  and  Lincolnshire  liailway, 
Avould  our  rates  be  the  same  as  the  Manver’s 
Main  ; would  they  be  1 s.  4 d.  a ton  less  than  we 
are  now  paying?’’  And  the  gentleman  who  was 
acting  then  for  the  general  manager,  said,  “ Yes, 
certainly,  but  you  will  not  get  the  Manchester, 
Sheffield,  and  Lincolnshire  Company  to  carry 
them  for  nothing.” 

11878.  f think  you  probably  drew  attention  to 
the  fact  that  the  Manver’s  Company  were  get- 
ting their  coals  carried  at  a somewhat  loiver  rate 
than  you  were  by  some  accident  or  mistake,  and 
that  as  soon  as  you  pointed  that  out,  the  Mau- 
ver’s  Main  Colliery  were  charged  the  same  as 
you  Avere  charged  ? — Nothing  of  the  kind  ; the 
Manver’s  Main  is  on  the  Midland  Railway,  and 
they  do  not  pay  anything  to  the  Manchester, 
Sheffield,  and  Lincolnshire ; and,  from  experience 
that  I have  of  the  Manchester,  Sheffield,  and 
Lincolnshire,  one  is  perfectly  certain  that  they 
Avill  not  do  that  amount  of  work  for  nothing  ; 
neither  does  one  expect  that  they  should  do  that 
amount  of  Avork  for  nothing,  but  they  should  not 
jret  1 s.  4 d.  or  1 s.  a ton  for  it, 

Mr.  Barnes. 

11879.  But  they  do  not  take  a proportion  of 
the  mileage  rate  ; they  take  an  absolute  rate  ? — 
They  take  an  absolute  rate. 

Chairman. 

11880,  Mr.  Bolton  asked  you  if  you  Avere  sure 
that  the  1.9.  4 r/.  Avhich  the  Manver’s  Colliery 
Avore  let  off  paying,  Avas  not  let  off  by  oversight, 
and  that  Avhen  the  attention  of  the  Midland 
Company  Avas  draAvn  to  it,  it  Avas  set  on  ? — I am 
not  aware  that  tlie  Manver’s  Company  have  been 
let  off  anything;  they  are  upon  the  Midland 
Raihvay;  but  the  cjuestion  here  is  the  question 
of  a foreign  line  sending  your  coal. 

Mr.  Bolton. 

11881.  But  the  Manvers  and  the  Denaby 
coals  are  both  taken  over  some  part  of  the  Mid- 
land, and  you  are  taken  partly  over  the  Man- 
chester, Sheffield,  and  Lincolnshire  as  Avell ; 
your  allegation  is,  that  you  Avere  charged  1 s.  ^d. 
more  than  the  Manvers,  although  you  Avere  only 
a mile  and  a quarter  from  the  junction  at  Avhich 
the  Manver’s  colliery  is  situated  ; noAV  I ask,  are 
you  perfectly  certain  that  that  is  so  ? — I have 
already  stated  that  I put  the  question  plainly  to 
the  Midland  Raihvay  Company.  I said  The 
rate  by  the  Manchester,  Sheffield,  and  Lincoln- 
shire line,  is  1 5.  4 t7.”  “ No,”  they  said,  “ it  is 
1 s.”  ; they  said,  that  goes  to  the  Midland.” 

11882.  The  question  is  Avhether  your  claim  for 
the  reduction  of  the  1 5.  4 d.  has  not  drawn  at- 
tention to  the  faet  that  the  Manver’s  colliery  Avas 
getting  their  coal  carried  a feAv  pence  too 
cheaply? — No,  the  maximum  rate  is  practically 
useless  to  us ; it  does  not  apply  to  us  ; Ave  have 
not  been  able  to  send  a ton  of  coal  upon  the 
Midland  Railway  for  years. 

11883.  But  you  could  call  upon  the  Man- 
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Chester,  Sheffield,  and  Lincolnshire  Company, 
and  the  Midland  Company,  to  quote  a through 
rate? — We  have  a through  rate,  so  far  as  I un- 
derstand through  rates. 

11884.  You  spoke  of  preferences  given  to  cer- 
tain traders? — 1 did. 

11885.  And  you  said  that  you  objected  jjarti- 
cularly  to  them,  because  the  railway  coinpanies 
could  decide  what  would  constitute  a fair  and 
reasonable  preference  ? — Certainly. 

1 1886.  Is  there  any  appeal  against  the  decision 
of  the  railway  companies  ? — People  cannot  be 
always  appealing. 

11887.  Is  it  the  fact  that  the  raihvay  com- 
panies can  decide  ? — Practically  they  can  ; I do 
not  knoAv  Avhether  they  can  legally  decide, 

11888.  The  I’alhvay  companies  have  tried  it 
over  and  over  again,  and  the  Railway  Commis- 
sioners have  decided  o\'er  and  over  again  Avhether 
the  applicants  or  the  companies  Avere  in  the 
right ; do  you  know  hoAV  the  laAV  stands  in  that 
respect  ? — I cannot  say  exactly  Iioav  the  laAv 
may  be, 

11889.  You  also  allege  that  the  system  of  draw- 
backs is  very  disadvantageous  to  traders.  If  it 
exists,  I quite  agree  Avith  you ; but  are  you 
certain  that  such  a system  exists  ? — I am 
certain. 

1 1890.  You  told  the  Committee  that  the  draAV- 
backs  Averc  paid  in  sovereigns  over  the  counter? 
— Over  the  office  desk  many  years  ago. 

11891.  Who  do  you  suppose  is  cognisant  of 
the  fact  that  the  draAvbacks  are  alloAved,  and  that 
the  money  is  so  paid  ? — I do  not  speak  of  the 
present  time ; I say  it  Avas  the  case  many  years 
ago  at  my  father’s  collieries. 

11892.  Do  drawbacks  exist  now  ? — They  exist 
now ; I knoAV  that  ; but  they  are  not  paid 
to  us. 

11893.  You  said  that  a short  time  ago  you 
yourself  avouUI  not  have  dared  to  give  evidence 
before  this  Committee  for  fear  of  the  raihvay 
companies  ? — I should  not. 

11894.  Was  that  because  you  youi’self  Avere  in 
receipt  of  these  draAvbacks  ? — We  had  certain 
advantages  Avhlch  Avere  equivalent  to  draAv- 
backs. 

11895.  How  did  you  manage  these  things? — 
By  arrangement ; they  Avere  deducted. 

11896.  Did  you  go  to  the  office  and  get  the 
sovereigns? — No,  the  payments  Avere  done  in  a 
more  loose  manner. 

11897.  Hoav  Avas  it  done  ? - It  Avas  a matter  of 
arrangement  betAveen  the  secretary  of  one  com- 
pany and  the  secretary  of  another  company. 

11898.  But  still  the  money  Avas  entered  in  your 
books  ?— It  Avas  entered  in  our  books. 

1 1899.  And  the  money  Avas  entered  in  the  rail- 
way books? — I do  not  knoAv  how  the  raihvay 
books  Avould  be  kept. 

1 1900.  Who  Avould  be  cognisant  of  the  fact  on 
the  part  of  the  raihvay  company  that  such  i)ay- 
inents  Avere  made  ; you  must  remember  that  you 
have  been  proposing  to  hang  the  chairman  ? — I 
did  not  propose  to  make  it  a criminal  olIence,but 
to  make  him  civilly  liable. 

11901.  How  is  this  thing  managed?— It  is  a 
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matter  of  arrangement  between  the  two  secre- 
taries. 

11902.  Is  there  nobody  else  cognisant  of  it 
but  the  secretary  on  the  part  of  the  railw.ay  com- 
pany ? — The  general  manager  certainly. 

11903.  Anybody  else? — I cannot  say. 

11904.  As  a matter  of  fact,  did  you  ever  see 
the  general  manager’s  name  attached  to  any 
freislit  notes? — I do  not,  as  a matter  of  fact,  see 
the  accounts  when  they  come  in  ; that  is  a matter 
in  the  hands  of  the  secretary. 

11905.  Was  there  any  secrecy  attempted  in 
this  arrangement  ivith  you  ? — I think  that  it  is 
hardly  fair  to  the  railway  company  to  ask  such  a 
question,  but  there  certainly  was. 

11906.  You  have  brought  a horrid  accusation 
against  the  companies,  as  I understand  ; I would 
like  to  know  which  are  the  railway  companies 
which  have  given  these  drawbacks  to  you,  and 
hoiv  it  was  arranged  ? — It  was  arranged  between 
myself  and  the  manager. 

] 1907.  The  general  manager  ? — Yes. 

Mr.  CaUan. 

11908.  Of  the  Manchester,  Sheffield,  and  Lin- 
colnshire Company  ? — Yes. 

Mr.  Bolton. 

11909.  I presume  you  will  admit  that  such 
drawbracks  as  these  to  which  you  refer,  -which 
are  given  for  the  purpose  of  securing  traffic,  I 
suppose,  as  against  another  line,  are  illegal? — 
Yes  ; but  excuse  me,  I do  not  think  I quite 
followed  you. 

11910.  I say  that  as  regards  drawbacks  being 
given,  of  the  kind  to  which  you  have  alluded, 
which  were  to  profess  to  charge  one  thing,  so 
that  the  public,  or  your  competitors,  might  sup- 
pose you  were  charged  such  a rate,  whereas,  you 
were  not  paying  so  much ; you  will  admit  that 
that  was  illeo-al  ?— It  is  illegal  ; but  it  could 
hardly  be  said  to  be  illegal  in  our  case,  lor  this 
particular  reason 

11911.  But  you  are  making  yourself  the  judge 
of  that  ? — But  I -will  give  you  my  reason,  and 
then  1 shall  not  be  the  only  judge;  it  was  done 
in  this  way  ; instead  of  our  rates  being  lowered, 
owing  to  our  proximity  to  the  market,  we  being 
much  nearer  than  other  people,  a small  sum  ivas 
allowed  in  certain  circumstances,  instead  of  the 
rate  being  lowered. 

11912.  But  that  was  not  publicly  m.irked  ? — 
No. 

11913.  And  the  understanding  with  the  other 
collieries  was  that  the  same  rate  should  be  main- 
tained to  each  ? — I have  nothing  to  do  with  other 
collieries. 

11914.  But  you  were  aware  of  that? — Yes,  I 
was  aware  of  that. 

11915.  You  spoke  of  the  facilities  which  it  was 
desirable  that  applicants  should  have  for  going 
before  the  Kailway  Commissioners,  and  you  pro- 
])ose,  I think,  to  change  in  many  serious  respects 
the  ])resent  mode  of  procedure ; that  is  to  say, 
that  the  ordinary  mode  of  taking  evidence  was 
not  to  1)0  followed  ; do  you  mean  that  this  Com 
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missioner  should  come  down  and  secretly  inquire 
as  to  the  rates.  I do  not  see  why  he  should  have 
to  come  down  and  get  the  rate,  because  the  rate 
would  be  upon  your  account  ? — I did  not  mean 
anything  of  that  sort ; I simply  meant  that  when 
a petition  was  filed,  or  an  allegation  made 
against  a certain  railway  company,  the  company 
should  be  asked  first  of  all  whether  the  allegation 
were,  true,  and  if  not,  to  point  out  what  were  the 
facts.  Su})posing  it  were  a matter  of  a compli- 
cated rate  question,  and  the  petitioner,  or  trader, 
petitioned  the  court,  that  then  the  court  should 
have  ])Ower  to  ask  the  company  not  only  whether  it 
was  true,  but  what  were  the  facts  of  the  case. 
Then  I say  that  if  the  petitioner  were  not  satisfied 
with  the  answer,  he  might  have  power  to  ask  the 
Commissioners  to  send  down  an  inspector  of  rates, 
who  should  examine  the  company’s  books. 

11916.  But  why  is  the  inspector  to  go  down, 
because  when  you  make  a claim  you  must  state 
the  rate  ? — But  suppose  it  was  a question  of 
drawbacks. 

11917.  How  is  the  Inspector  to  find  out  when 
it  is  a question  of  drawbacks? — There  should, 
first  of  all,  be  an  order  that  all  rates  and  every- 
thing varying  those  rates  in  any  and  every  par- 
ticular ivhatever,  should  be  in  the  rate  book,  and 
then  the  inspector  should  have  power  to  examine 
them. 

11918.  I think  you  stated  that  the  directors 
should  be  personally  liable  for  things  of  that 
sort? — If  it  were  found  out  afterwards  that  by 
a secret  arrangement  a certain  comjiany  had  for 
years  past  been  in  the  receipt  of  drawbacks,  and 
that  the  thing  had  been  hidden  for  that  time,  and 
if,  as  at  present,  a right  of  action  would  lie  against 
the  railway  company,  I say  that,  in  that  case,  the 
directors,  and  not  the  shareholders,  should  be 
liable  ; that  is  to  say,  if  it  could  be  shown  that 
the  directors  had  kept  the  fact,  not  only  from  the 
knowledge  of  the  public,  but  from  the  knowledge 
of  the  shareholders. 

11919.  You  do  not  limit  that  to  conduct  which 
has  been  pursued  for  a certain  definite  period, 
but  would  apply  it  to  the  fact  of  the  conduct 
being  pursued  at  all  ? — I do  not  follow  you. 

11920.  You  said,  “ if  the  company  had  been 
acting  in  that  ivay  for  some  time  ” ? — I say  that 
if  it  could  be  shown  that  a system  had  been  jjur- 
sued,  which  was  contrary  to  the  Act  of  Parlia- 
ment, then  the  directors  should  be  jiersonally 
liable. 

11921.  Such  an  accusation  as  5^11  are  bringing 
just  now,  would  be  a very  hard  one  to  be  brought 
against  any  honest  man,  would  it  not;  because 
you  said  that  the  Railway  Commissioners  should 
have  power,  as  I think  they  have  already,  to 
award  damages.  Now,  on  the  other  hand,  would 
you  give  the  Commissioners  power  to  award 
damages  for  this  libel  if  the  trader  were  found  to 
be  incorrect  in  his  statement  ? — It  ivould  not  be 
a libel. 

11922.  You  are  in  the  ])laln  sense  of  the  words 
])roposing  to  charge  the  directors  with  fraud  ? — 
If  peo])lc  who  have  allowed  drawbacks  are  guilty 
of  fraud,  it  would  be  so  in  that  case. 

11923.  I ask  whether  you  would  give  the 
Railway  Commissioners  power  to  grant  damages 
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as  against  the  trader  for  this  false  accusation,  if 
it  so  turned  out  ? — If  any  case  of  libel  or  slander 
arises,  that  would  be  a matter  for  the  common 
law  courts. 

Mr.  Callan. 

11924.  You  spoke  about  being  grouped  with 
all  the  other  collieries  for  goods  going  eastwards, 
but  not  being  grouped  for  goods  going  west- 
wards ; have  you  any  trade  westwards  ? — -We 
have  had  a trade  westwards. 

11925.  Where  to? — To  Manchester  and  other 
places. 

11926.  What  is  the  principal  place  ? — We 
have  trade  principally  to  Manchester. 

11927.  Have  you  any  trade  to  a place  called 
Winsford  ? — I believe  we  have. 

11928.  I believe  going  eastwards  you  are 
favourably  placed  by  from  20  to  30  miles  over 
other  collieries,  going  eastward? — It  is  not  so 
much  as  30  miles ; I think  we  should  be  21  miles 
from  the  furthest  collieries. 

11929.  Taking  the  average  of  the  group,  how 
far  would  you  be  favoured  by  distance? — We 
should  be  about  10  miles  nearer  than  the  average 
of  the  group. 

11930.  Are  your  coals  taken  westwards  to  any 
place  you  ask  for  a through  rate  to,  at  as  low  a 
rate  as  is  given  to  any  of  the  other  collieries? — 
We  might  have  been  in  one  or  two;  but  in  the 
bulk  of  the  places  we  were  not  grouped. 

11931.  In  ) our  examination  in  chief,  you  com- 
plained that  you  wei’e  grouped  with  the  other 
collieries  in  the  district  for  "oods  ffoins:  east,  and 
were  not  grouped  with  other  collieries  for  goods 
going  to  the  west  ; is  that  so  ; were  you  correct 
in  that  statement? — That  was  so  until  we  went 
before  the  Railway  Commissioners  ; just  befoi’e 
we  went  to  the  Railway  Commissioners,  the 
Manchester,  Sheffield  and  Lincolnshire  Com- 
pany  grouped  us  to  the  west  upon  their  main 
line. 

11932.  Taking  Winsford  for  example,  have 
you  had  at  all  times  as  low  a rate  to  Winsford  as 
any  other  colliery  in  the  district  ? — It  is  quite 
possible  we  may  have  had,  but  I am  not  the 
manager  of  the  colliery  ; I am  only  the  chairman, 
and  cannot  speak  to  all  the  details. 

11933.  Were  you  told  that  if  you  wished  to 
send  to  any  other  place  in  the  west  to  which  you 
could  Avork  up  a trade,  equally  low  rates  would 
be  charged  to  you  ? — I do  not  really  know. 

11934.  Was  any  communication  made  to  you 
that  to  any  place  to  the  westward  you  would 
have  equally  low  rates  ? — I do  not  know  that 
it  Avas. 

11935.  Would  it  be  incorrect  to  say  that  it 
was  ? — I have  no  knowledge  that  it  Avas. 

11936.  You  will  not  undertake  to  contradict 
the  statement? — I will  undertake  to  say  that  if 
Ave  thought  Ave  could  get  a reduction  to  any 
place,  we  should  have  asked  for  it. 

11937.  Did  you  have  as  Ioav  a rate  at  Wins- 
ford as  at  any  other  place  in  the  district  ? — V ery 
possibly. 

11938.  Were  you  also  told  that  if  you  worked 
up  a trade  to  any  station  in  the  Avest,  as  Ioav  a 
rate  Avould  be  charged  to  you  as  to  any  other 
colliery  ? — If  Ave  Avorked  up  a trade  on  a false 
rate,  Ave  still  should  not  be  grouped. 
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11939.  Noav,  you  made  a statement  Avith  re- 
gard to  the  Great  Northern  Railway  Company, 
that  they  advised  you  to  consign  your  coal  to 
Doncaster  ? — Yes,  they  did. 

11940.  Who  advised  you? — The  manager  was 
communicated  Avith,  and  Ave  pointed  out  the  state 
of  affairs,  and  Ave  suggested  that  we  should  send 
our  coal  to  Doncaster,  and  that  he  AA'Ould  quote 
the  ordinary  rate  to  London. 

11941.  You  said  at  first  that  you  were  advised 
to  do  so  ?—  It  Avas  a matter  of  arrangement 
betAveen  us. 

11942.  You  cannot  tell  who  advised  you? — • 
No,  the  Denaby  people  Avould  naturally  go  to 
the  Great  Northern  people  first  ; it  Avas  a matter 
of  arranofement. 

11943.  You  have  been  examined  about  the 
1 s.  4 d.  charged  from  Denaby  to  the  Midland 
Raihvay,  and  you  stated  that  the  1 5.  4 d.  is  paid 
to  the  Manchester,  Sheffield,  and  Lincolnshire 
Company?  — It  Avas. 

11944.  Who  gave  you  that  information? — 
The  manager  of  the  Midland  Raihvay,  for  the 
time  being  possibly;  I may  say  the  sub-manager, 
for  he  is  not  the  present  manager  ; but  it  Avas  a 
gentleman  Avhom  I saAV  Avho  gave  me  that  infor- 
mation ; I Avent  to  Derby  for  the  purj)ose  of 
seeing  the  general  manager,  and  I saw  this 
gentleman,  the  general  manager  being  aAvay ; 
but  I Avas  given  to  understand  that  he  A\\as  the 
second  in  command. 

11945.  What  ai'e  rates  paid  to  the  Manches- 
ter, Sheffield,  and  Lincolnshire  Company,  for 
goods  going  by  the  Great  Northern  Railway  ? — 
1 s.  4 d.  a ton. 

11946.  Do  the  Manchester,  Sheffield,  and 
Lincolnshire  Company  receive  that? — Y"es. 

11947.  Who  gave  you  that  information  ? — The 
Company  gave  rhe  information  themselves  Avheu 
Ave  Avent  before  the  Railway  Commissioners; 
they  admitted  it. 

11948.  Is  it  the  fact  as  Avas  stated  on  oath, 
that  the  Great  Northern  Company  do  not  pay 
the  Manchester,  Sheffield,  and  Lincolnshire 
Company  1 s.  4 d.  a ton  for  the  coal  Avhich  your 
statement  referred  to  ? — I am  not  aAvare  of  any- 
thing of  the  sort ; I knoAV  that  Ave  are  noAv  in 
receipt  of  4 d.  a ton,  by  consigning  the  coal  to 
Doncaster. 

11949.  Did  you  hear  that  statement  given  on 
oath? — No,  the  fact  Avas  admitted  before  the 
Railway  Commissioners. 

11950.  Could  it  have  been  given  on  oath  in 
your  hearing? — No,  certainly  not. 

11951.  Do  you  now  say  that  it  Avas  not  stated 
in  you  hearing  on  oath,  that  the  Great  Northern 
Company  do  not  pay  the  Sheffield  Company 
1 s.  4 d.  a ton  on  that  coal  ? — That  was  not  stated 
in  my  hearing  certainly. 

11952.  Did  you  ever  pay  the  1 5.  4 cZ.  separate 
from  tlie  through  rate  from  Denaby? — Never; 
Ave  noAV  pay  the  1 s.  separate. 

11953.  Do  you  noAV  come  before  this  Com- 
mittee to  give  evidence  on  behalf  of  the  pro- 
prietors of  collieries,  grouped  upon  this  system 
or  solely  or  your  OAvn  behalf? — Solely  on  my  own 
behalf. 

11954.  Only  on  your  own  behalf.^ — Certainly. 

11955.  Will  you  tell  the  Committee  Avhetlicr 
the  opinion  you  have  given  noAV  Avith  regard  to 
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these  grou{)ing  rates  is  agreed  to,  or  opjiosed  by 
the  other  projirietors  ? — 1 do  not  know;  I think 
to  a great  extent  it  would  be  opposed  by  all 
colliery  owners  whose  collieries  are  a very  long 
way  off,  like  Mr.  Baxter’s,  which  is  the  farthest 
off  ; he  naturally  approves  of  having  a grouped 
rate. 

11956.  How  many  collieries  would  there  be  in 
the  district  ; 20  ? — There  would  be  more,  I 
think. 

11957.  Would  there  be  50? — I do  not  know 
in  the  least. 

11958.  The  expression  of  your  opinion  here  is 
opiiosed  to  the  oi)inion  of  the  other  proprietors, 
say  50  in  number? — Certainly  not;  I do  not 
know  what  their  impression  is;  naturally  they 
like  to  be  gi'ouped  if  they  are  a long  way  off,  it 
stands  to  reason. 

11959.  Have  you  through  rates,  at  present, 
by  the  Midland  Railway  to  all  the  markets  Avhich 
you  wish  to  send  coal  to  ? — W^e  have  rates,  quoted 
by  the  Midland  Railway,  to  all  the  markets,  but 
it  includes  this  toll  to  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway;  and  that  practically 
prevents  our  sending  coal  to  those  markets. 

11960.  How  much  coal  do  you  raise  gene- 
rally?— VVe  raise  between  1,600  and  1,700  tons 
a day. 

11961.  Where  is  that  coal  sent? — It  is  sent 
all  over  the  Shelheld  system  by  railway  or 
canal. 

11962.  Is  all  the  carrying  power  provided  by 
the  railway  companies  ? — The  engine  power  is. 

11963.  And  all  arrangements  are  made? — 
Yes. 

11964.  Must  the  railway  company  not  pro- 
vide for  a rainy  day  ; is  not  at  present,  all  the 
locomotive  poAver  provided  for  your  company 
lying  idle,  or  likely  to  lie  idle? — I do  not  know 
hoAv  much  locomotive  poAver  may  be  lying  idle, 
but,  I knoAv,  if  there  is  any  sudden  demand  for 
coal  it  is  impossible  to  get  it  moved. 

11965.  Is  this  correct,  which  I read  in  the 
“ Daily  Telegraph  ” this  morning,  that  “ the 
pony  driver  at  Denaby  main  struck  Avork  on 
Monday  last  for  an  advance,  thus  throAving  2,000 
men  out  of  employment ; the  effect  of  this,  on  the 
Manchester,  Sheffield,  and  Lincolnshire  Com- 
pany, is  that  its  line  and  plant  are  idle,  and  the 
working  expenses  going  to  Avaste,  and  no  pay  for 
it?” — 1 understand  that  the  men  are  going  to 
resume  Avork  either  to-morrOAV  or  the  next  day  ; 
but  as  regards  the  concluding  statement,  it  is 
not  at  all  the  fact ; we  have  a very  large  stock  of 
coal  ready,  and  there  is  exactly  the  .same  traffic 
going  over  the  raihvay  as  Avhcn  Ave  Avere  Avork- 
ing. 

11966.  You  stated  that  the  Raihvay  Commis- 
sioners’ Court  should  be  re-constituted? — I did. 

11967.  And  that  this  inspector  should  examine 
the  books  of  the  raihvay  companies,  and  hold  a 
private  and  not  a public  investigation  ? — I think 
the  inspector  of  rates  should  go  and  examine  the 
books. 

11968.  And  luave  poAver  to  report  upon  all  the 
circumstances  of  the  case?  — Yes,  and  have 
jiOAvc  r to  report  ujion  all  the  circumstances  of  the 
case. 

11969.  Would  you  extend  his  poAver  to  in- 
quire into  this  dispute  of  the  Denaby  Main 
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Colliery,  and  report  upon  all  the  circumstances? 
— Oh,  no. 

11970.  Yon  Avould  give,  in  fact,  one  laAv  for 
the  raihvay  companies  and  another  for  the  col- 
lieries ? — I think  that  the  Ins])ector  of  Rates 
should  be  able  to  inquire  into  what  the  through- 
rates  Avere,  and  Avhether  anything  existed  affect- 
ing, Avhat  appeared  to  be,  the  rates  in  the  books. 

11970*.  In  fiict,  acting  on  private  information, 
Ave  should  have  the  power  to  come  doAvu  and 
investigate  the  circumstances  of  any  dispute  be- 
tAveen  the  carrying  company  and  a trader  ? — The 
inspector  Avould  not  be  acting  upon  private  in- 
formation, but  after  an  appeal  had  been  made  to 
the  Railway  Commissioners. 

• 11971.  Yon  propose  that  the  RailvAvay  Com- 
missioners should  have  poAver  to  send  the  inspector 
down  to  make  these  inquiries  Avith  reference  to 
rates  instead  of  going  into  the  usual  inquiries 
themselves  ? — Instead  of  having  all  the  Avitnesses 
up,  and  the  degree  of  uncertainty  Avhich  uould 
exist. 

11972.  Would  you  delegate  the  authority  ot 
the  Commissioners  to  him  ? — Xo,  there  avouIcI  be 
no  authority  delegated,  but  it  is  simply  that  the 
inspector  Avould  have  power  to  examine  the  books, 
and  report. 

11973.  And  then  for  the  RaiLvay  Commis- 
sioners to  act  upon  his  report? — Yes,  they  should 
act  upon  his  report. 

11974.  Upon  his  report,  and  not  upon  evi- 
dence ? — Yes,  as  to  the  rates. 

11975.  Is  not  that  a delegation  of  authority? 
— I do  not  think  it  is  a delegation  of  authority 
any  more  than  in  the  case  of  a police  magistrate 
issuing  a Avarrant  to  a policeman  to  arrest  a man  ; 
it  is  a delegation  of  authority  to  a certain  extent, 
because  the  magistrate  does  not  run  after  the 
man  himself. 

11976.  In  this  case  you  would  issue  the  Avar- 
rant to  the  inspector  to  go  and  try  the  raihvay 
company,  and  all  you  Avould  leave  to  the  Court 
then  Avould  be  to  pass  sentence  ? — That  is  not  at 
all  Avhat  I ju’opose. 

Chairman. 

11977.  The  Local  Government  Board  have  a 
complaint  made  to  them,  and  they  send  doAvn  an 
inspector  to  hold  an  inquiry  upon  the  spot  ; the 
Local  Government  Board  Inspector  holds  an 
inquiry,  and  reports  to  the  Board,  and  the  Board 
decide? — Exactly  so;  similarly  I suggest  that 
this  commissioner  should  report  upon  the  exact 
state  of  the  rates. 

]\Ir.  Barnes. 

11978.  Would  not  that  jiarticular  case  be  met 
by  this  suggestion  in  the  memorial  of  the  Mining 
Association  of  Great  Britain  ; I Avill  read  the 
second  sub-scciion  of  the  4th  section,  “ That 
Avhen  a railway  conq)any  gives  a special  rate  to 
any  trader,  such  rate  shall  be  entered  in  the  rate- 
book at  the  general  office  of  the  company,  and 
also  at  the  station  dealing  Avith  the  traffic  ” ? — 
That  Avould  meet  us  at  both  end.-:.  Xow  breaches 
of  the  law  occur  at  times,  as  Ave  knoAv,  or  there 
might  be  a dispute  as  to  through  rates,  and  as  to 
hoAV  much  each  company  obtained,  and  that 
Avould  come  before  the  Court ; but  at  the  same 
time  I think  that,  if  it  Avere  carried  out,  it  might 
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meet  our  views  if  they  simply  had  the  rates  quoted 
at  each  end,  nevertheless,  I think  that  the  in- 
spector of  rates  would  be  an  officer  of  very  great 
imjiortance. 

11979.  'I'hat  would  be  a matter  of  detail  upon 
which  the  Commission  would  form  its  own  rules? 
— It  would. 

11930.  Have  you  read  the  memorial  of  the 
Mining  Association  of  Great  Britain  ? — I have. 

11981.  Will  you  refer  to  sub-section  5,  section 
3,  which  says,  That  the  decision  of  the  Kailway 
Commissioners  ought  to  be  final  and  conclusive, 
except  on  questions  of  law,  as  to  which  there 
should  be  one  appeal  only,  and  that  to  the  House 
of  Lords”? — Most  assuredly  there  should  be  no 
further  appeal  than  one ; if  there  is  more  than 
that,  the  public  are  really  prevented  from  going 
to  law  at  all,  the  expenses  are  so  great. 

11982.  I suppose  the  point  in  your  contention 
with  the  Manchester,  Sheffield,  and  Lincolnshire 
Company  was,  that  you  did  not  get  the  advan- 
tage of  your  geographical  position? — We  got  it 
upon  one  side  but  not  upon  the  other,  when  we 
Avent  over  exactly  the  same  piece  of  water,  the 
rate  was  § d.,  so  far  as  other  collieries  Avere  con- 
cerned, in  competition  with  Denab3'  ; but  over 
the  same  piece  of  Avater  it  was  5d.,  Avhcn  Denaby 
attem])ted  to  compete  Avith  the  other  collieries. 

11983.  And  after  they  had  levelled  the  rates 
up  of  the  other  collieries  they  reduced  them 
aftei’Avards  ? — Yes,  they  did,  to  the  east. 

11984.  Have  they  reduced  the  rates  to  the 
Avest  asAvell? — I cannot  say  Avith  reference  to 
that,  because  Ave  are  rather  in  a fog  about  that. 

11985.  I suppose  Manvers  not  being  in  their 
hands  they  could  not  level  that  rate  very  much  ? 

— 1 he  Manvers  colliery  naturally  have  much 
more  poAver,  because  they  have  tAvo  means  of 
access,  one  over  the  Manchester,  Sheffield,  and 
Lincolnshire  Kailway,  and  the  other  over  the 
Midland  Kailway. 

1198G.  Then  the  1 5.  4 <7.  charged  to  you  to  get 
on  to  the  Midland  is  noAV  1 s.  ? — I do  not  know 
Avhat  it  is. 

11987.  But  you  suppose  it  to  be  1 s.  ? — I sup- 
pose it  Avould  be  1 5. 

11988.  That,  practically,  shuts  you  out  from 
the  Midland  Kailway? — Yes,  it  practically  shuts 
us  out  from  the  Midland  Kaihvay. 

11989.  It  is  impossible  for  you  to  compete  Avith 
the  Manvers  colliery  at  a 1 5.  a ton  against  you  ? 

— That  is  so  ; our  contention  is,  that  if  you  bring 
coal  17  miles  to  compete  Avith  us  at  A d.  per  ton, 
Avhy  not  put  us  on  for  nothing  on  the  Midland 
Kailway,  Avhich  is  only  a mile  from  us. 

11990.  Do  the  Manchester,  Sheffield,  and  Lin- 
colnshire Company  find  you  sidings ; do  they 
marshal  the  ti’ains  in  their  sidings  or  in  your 
sidino-s? — In  our  sidings. 

o o 

11991.  They  simply  hang  to? — They  simply 
hang  to. 

11992.  They  have  their  junctions  and  the 
signals,  and  they  Avould  naturally  have  some- 
thing for  that? — They  Avould  naturally  get  some- 
thing for  that. 

11993.  And  that  Avould  be  added  to  the  mile- 
age Avhich  they  Avould  get? — I suppose  so. 

11994.  There  Avoidd  be  a terminal  Avlfich  one 
Company  Avould  get  at  one  end  and  one  at  the 
other  end,  and  after  that  there  Avould  be  the 
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Avhole  mileage  ? — My  suggestion  is  that  the 
mileage  should  include  all  charges;  it  is  merely 
a matter  of  arrangement  Iioav  much  the  charge 
should  be,  but  it  should  include  everything. 

11995.  You  say  that  it  should  include  every- 
thing : but  if  there  Avere  four  companies  those  at 
each  end  Avould  get  the  mileage,  plus  the  ter- 
minal ? — Yes. 

11996.  I suppose  you  feel  that  you  cannot 
practically  put  the  laAv  in  force  where  you  think 
the  raihvay  company  have  charged  more  than 
their  maximum  rates? — As  I pointed  out,  you 
are  compelled  to  go  before  the  Kaihvay  Com- 
missioners, and  you  are  only  able  to  get  an 
injunction  to  prevent  them  doing  it  in  future ; 
and  Avhen  you  go  to  law  you  are  dragged  about 
from  court  to  court,  and  the  Avhole  proceeding  is 
to  the  last  degree  vexatious  and  costly. 

11997.  Then  Avith  regard  to  the  draAvbacks, 
if  that  point  Avere  carried  out  as  to  the  railway 
company  being  obliged  to  enter  the  rate  in  a 
book  at  the  two  ends,  those  draAvbacks  could  not 
exist? — They  could  exist  just  as  they  do  noAV 
unless  the  Kaihvay  Commissioners  had  j^O'ver 
either  by  an  inspector  of  rates,  or  some  other 
Avay,  to  make  the  chairman,  and  the  manager, 
and  the  secretary,  declare  on  oath  that  no  agree- 
ment existed  to  alter  directly  or  indirectly  the 
rates  Avhich  appeared  in  those  books ; if  that  is 
done,  you  make  the  drawbacks  an  impossibility, 
unless  three  j^ersons  Avould  commit  perjury, 
Avhich  is,  of  course,  a thing  not  possible  to  con- 
ceive. But  whether  that  is  so  or  not,  the  public 
will  not  feel  satisfied  that  this  system  does  not 
exist,  unless  the  chairman  and  manager  swear 
that  there  is  nothing  existing  to  at  all  vary  these 
rates. 

11998.  I suppose  from  your  past  experience, 
when  you  have  found  that  drawbacks  have  ex- 
isted, you  have  not  knoAvn  of  them  for  months 
and  years  after  their  existence? — Most  assuredly 
those  Avho  receive  them  Avill  not  mention  them. 

Mr.  Lowther. 

11999.  I think  you  stated  that  it  Avould  be 
convenient  to  have  all  the  rates  put  into  one 
particular  book  ? — A rate  book  should  be  kept. 

12000.  Do  you  know  at  all  Avhat  number  of 
rates  there  Avould  be  in  a large  company  such  as 
the  Midland  Company  or  the  Lancashire  and 
Yorkshire  Company? — When  I said  in  one  book, 
I did  not  mean  exactly  in  one  cover ; but  that 
Avhether  there  Avere  one  volume  or  40,  all  the 
information  should  be  contained  at  one  place. 

12001.  But,  I ask,  do  you  knoAV  how  many  rates 
there  are  belonging  to  any  large  railway  com- 
pany ? — I have  no  idea. 

12002.  Do  yon  knoAv  that  the  rates  of  the  Lon- 
don and  North  Western  Conqjany  are  contained 
in  600  volumes? — I have  not  the  least  idea,  but 
I snj)pose  there  is  some  means  of  referring  at  once 
to  a particular  rate  if  it  is  Avanted,  and  I assume 
that  the  rate  inspector  should  have  the  means  of 
getting  at  that  rate. 

12003.  When  I tell  you  that  10,000,000  rates 
are  in  use,  do  you  mean  that  tliey  should  bo  put 
into  one  book? — Certainly  not ; I do  not  mean 
by  one  book  one  volume,  but  that,  as  now,  any 
rate  can  be  discovered  by  the  railway  people 
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themselves ; the  same  means  of  discovering  that 
rate  sliould  belong  to  the  people  who  have  to  jiay 
the  rates. 

12004.  If  the  rates  are  contained  in  600 
volumes,  do  you  think  that  those  600  volumes 
could  be  given  to  the  public? — I am  not  saying 
anytliing  about  the  public,  but  that  the  rate  in- 
spector should  have  power  to  see  the  rates. 

12005.  You  stated  that  all  the  rates  should  be 
seen  in  one  particular  place  ? — I did  not  mean 
exactly  in  one  cover. 

Mr.  Barnes. 

12006.  Y"ou  mean  in  one  place  of  reference? — 
Exactly  ; I did  not  at  all  mean  that  they  should 
be  in  one  cover,  but  that  they  should  be  in  such 
a particular  spot  that  the  railway  rate  Inspector 
should  have  the  power  to  find  out  any  particular 
information  he  required,  and  should  have  power 
to  ask  for  such  information. 

Mr.  Loudlier. 

12007.  You  wish  to  make  the  directors  liable 
for  any  misconduct  with  regard  to  drawbacks?— 
I would  indeed. 

12008.  A railway  board  consists  of  a chairman 
and  a certain  number  of  directors,  who  have  or 
who  take  the  power  of  doing  certain  things  con- 
nected with  the  railways ; those  directors  have 
been  elected  by  the  shareholders ; would  you 
oblige  the  directors  before  they  entered  into 
arrangement  with  any  of  those  merchants  to  tell 
the  shareholders  Avhat  they  are  going  to  do  ? — 
Certainly  not. 

12009.  Therefore  the  directors  would  first  do 
what  they  thought  for  the  benefit  of  the  railway, 
and  then  if  they  were  found  fault  with  by  the 
shareholders,  they  should  be  punished? — I take 
it  that  the  shareholders  elect  the  directors  for 
the  purpose  of  carrying  on  the  railway  company 
according  to  law,  and  if  they  do  not  carry  on 
the  railway  according  to  law,  if  they  render 
the  shareholders  liable  to  pay  a very  considerable 
sum  of  money,  and  are  absolutely  frustrating  or 
rendering  null  and  void  an  Act  of  Parliament, 
and  doing  that,  not  only  wuthout  the  knowdedge 
of  the  public  at  large,  but  without  the  knowledge 
of  the  raihvay  shareholders,  they  should  be  held 
liable,  and  not  the  railway  shareholders. 

12010.  They  must  always  tell  the  shareholders 
what  they  are  going  to  do? — Not  at  all,  they 
have  to  act  according  to  lawu 

12011.  You  w'ere  asked  whether  you  mar- 
shalled the  trains ; do  you  marshal  the  trains 
yourself? — I do  not  know  exactly  what  you  refer 
to  ; we  have  locomotives  wdiich  arrange  the  trains 
upon  the  sidings ; we  have  our  own  engines  ujion 
the  sidings. 

12012.  And  they  pull  the  trucks  about  the 
sidings  ? — Those  engines  pull  the  trucks  up  and 
down  the  sidings. 

12013.  You  further  state  that  when  you  go  to 
law'  with  regard  to  anything  connected  with  rail- 
ways, you  are  dragged  about  from  court  to 
court  ? — I believe  that  is  the  case. 

12014.  Do  you  believe  that  you  are  more 
dragged  about  when  you  have  to  deal  with  the 
railways  than  wdien  you  have  to  deal  with  any- 
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thing  else  ? — It  is  very  much  so  in  that  case  ; it 
is  a private  individual  fighting  millions  of  money, 
or  the  amount  of  power  which  the  latter  oives. 

12015.  Have  you  had  much  to  do  with  law 
not  connected  with  reilways  ? — I am  at  the  bar ; 
I have  been  in  practice. 

12016.  You  have  been  in  pi’actice  younself  ? — 
I have. 

12017.  I think  you  suggested  that  the  mana- 
gers and  the  directors  were  to  sw'ear  that  they 
had  not  done  certain  things  ? — I say  tlie  manager, 
the  chairman,  and  the  secretary  ; I think  it  would 
cover  everything  if  they  merely  made  an  affidavit 
to  the  effect  that  nothing  in  their  knowledge 
existed,  altering  the  published  rates  directly  or 
indirectly  ; the  public  w'ould  then  be  perfectly 
satisfied  that  nothing  of  the  kind  did  exist. 

1201 8.  And  therefore  the  directors  would  swear 
tlu'ough  those  three  ? — It  w'ould  be  less  cumber- 
some than  dealing  with  the  whole  of  the  directors. 
Practically,  in  the  general  w'ay,  these  things  are 
managed  by  the  chairmen,  to  a certain  extent  ; 
the  chairman  is,  in  nine  cases  out  of  ten,  the 
board  ; that  is  my  experience  of  boards. 

12019.  And  therefore  the  punishment  to  fall 
upon  the  directors  w'ould  fall  iqion  those  three  ? 
— If  you  like  ; that  is  a matter  of  arrangement. 

Mr.  Cross. 

12020.  I think  you  stated  that  there  w-ere 
certain  collieries  closed  on  account  of  the  exces- 
sive rates  charged  bv  the  Manchester,  Sheffield, 
and  Lincolnshire  Kailway,  and  I think  you  in- 
stanced Church  Lane? — Yes  ; the  Church  Lane 
Colliery  is  just  closed,  and  it  has  been  in  a most 
deplorable  condition.  I say,  if  the  rates  bad  been 
lower,  in  all  probability  that  colliery  would  not 
have  been  closed.  Another  very  large  colliery, 
the  Thorps  Gorbard  Colliery,  was  closed  just 
before. 

12021.  Do  you  know  any  reason  why  that  col- 
liery should  close  on  account  of  the  rates,  more 
than  any  other  colliery  ?— The  colliery  might  not 
have  been  managed  so  successfully  as  others ; of 
course  the  weakest  must  go  to  the  w'all  first. 

12022.  You  do  not  mean  that  excessive  rates 
were  particularly  charged  in  respect  of  that  col- 
liery ? — Not  at  all;  only  Mr.  Baxter  said  that 
w'hen  the  railway  company  found  the  trade  was 
in  a moribund  condition  the  companies  felt  the 
jmlse  of  the  traffic,  and  protected  themselves. 
J\ow,  I say  this  is  an  instance  to  the  contrary, 
and,  in  spite  of  everything  going  to  the  bad,  the 
railway  company  suddenly  ])ut  on  a large  rise  in 
rates.  The  proof  of  that  j^osition  of  affairs  is 
shown  more  by  the  decrease  of  traffic  ujion  that 
railway  than  by  anything  else. 

12023.  With  regard  to  the  Increase  of  rates 
that  you  mention,  was  there  a considerable  in- 
crease in  the  rates  charged  by  the  railway  com- 
panies in  the  years  1871  and  1874  ? — There  was 
a very  large  increase. 

12024.  Has  any  jiortion  of  the  increase  been 
taken  off? — I think  not ; not  to  London;  I think 
some  slight  alteration  may  have  been  made  in 
the  rate  to  Hull ; but  it  was  very  small  whatever 
it  was,  if  the  alteration  has  taken  place. 

12025.  Would  that  increase  of  rates  amount 
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to  30  per  cent.  ? — To  something  very  large,  and 
now  that  coal  is  sold  at  a less  price  than  it  ever 
was  known  to  be  sold  before,  the  rates  are  very 
crushing  indeed. 

12026.  The  increase  was  made  on  account  of 
the  existing  price  of  coal,  was  it  not  ? — Yes,  on 
account  of  the  existing  price  of  coal  the  com- 
panies had  to  pay  such  an  excessive  price  for  the 
coal  for  locomotive  purposes  that  they  were 
obliged  to  raise  the  price ; but  now  the  com- 
panies are  able  to  purchase  coal  cheaper  than 
ever  they  could,  and  the  rate  is  still  much  the 
same. 

Mr.  D'lllwyn. 

12027.  I think  you  stated  that  there  ought  to 
be  an  inspector  of  rates  appointed  on  behalf  of 
the  Railway  Commissioners? — Yes;  that  he 
should  be  an  officer  of  the  court. 

12028.  And  that  he  should  be  a superior 
officer? — Yes. 

12029.  Would  you  have  him  at  the  beck  of  all 
the  freighters  on  the  line  ? — I would  have  him 
simply  kept  to  do  certain  things  by  the  Railway 
Commissioners,  that  is,  upon  their  receiving  com- 
plaint from  any  trader,  they  should  ask  for  the 
railway  companies  to  state  whether  the  complaint 
was  true. 

12030.  You  said,  with  regard  to  the  inspector 
who  was  sent  down  to  inspect  the  rates,  tLat  he 
should  be  sent  down  by  the  direction  of  the 
Railway  Commissioners,  at  the  Instance  of  the 
traders,  I suppose  ? — Yes;  in  the  first  instance 
upon  local  complaints. 

12031.  Do  you  suppose  that  one  Inspector 
would  be  sufficient  ? — 1 take  it  that  it  would  be 
enough,  at  all  events,  for  a considerable  time. 

12032.  You  do  not  think  there  would  be  many 
complaints  against  the  railway  companies?  — I 
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do  not  expect  a great  rush  of  complaints  all  at 
one  time ; if  there  were,  they  would  have  to  wait 
till  the  railway  inspector  had  more  time,  and  if 
there  were  too  many  for  one  inspector  to  deal 
with,  then  they  would  have  to  appoint  more 
inspectors. 

12033.  You  do  not  think  the  complaints 
would  be  frivolous  ? — In  that  case  the  petitioners 
would  have  to  jjay  the  costs  of  the  proceedings 
if  there  were  not  sufficient  ground  for  the  appli- 
cation. 

12034.  I wish  also  to  ask  you  this  : you  stated 
that  you  thought  the  Railway  Commissioners 
should  have  the  power  to  assess  damages,  in 
point  of  fact,  to  fine  the  companies  ? — No  ; to 
inquire  into  a case  and  say,  “ A breach  of  the  law 
has  been  established ; we  find  that  the  petitioners 
have  sustained  a certain  damage  through  that 
breach,  and  we  order  so  much  to  be  paid  by  way 
of  damages.” 

12035.  That  would  give  them  an  arbitrary 
power  of  inflicting  fines? — Not  of  fining,  any 
more  than  any  other  court  has  the  power  to  fine ; 
any  civil  court  has  power  to  giv'e  damages  for 
injury  sustained,  and  the  Railway  Commissioners 
would  be  in  the  position  of  an  ordinary  court  to 
find  out  what  injury  had  been  sustained,  and 
assess  damages  accordingly. 

12036.  Would  you  give  them  power  to  call 
out  a jury? — No;  it  should  be  just  like  a case 
tried  before  two  or  three  judges  ; these  are  not 
cases  in  which  a jury  could  possibly  be  a fitting 
tribunal,  that  is  the  very  reason  we  wish  to  get 
these  cases  removed  to  courts  in  which  juries 
Avould  not  be  called  into  play. 

12037.  You  wish  to  establish  an  arbitrary 
tribunal  ? — No  more  arbitrary  than  any  other 
tribunal. 

12038.  With  an  appeal  to  the  law  ? — Yes. 
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12039.  I BELIEVE  you  wish  to  make  a state- 
ment to  the  Committee  upon  the  subject  before 
them?— I have  spoken  to  several  persons  from 
time  to  time  who  I knew  had  many  complaints 
to  make  against  Irish  railways,  and  I found 
several  of  them  had  been  afraid  to  give  their 
evidence.  You  have  heard  from  many  of  the 
witnesses  whom  you  have  had  before  you  that 
they  were  afraid  to  go  before  the  Railway  Com- 
missioners for  fear  the  Railway  Company  would 
retaliate  upon  them.  I know  that  one  most 
respectable  ti'ader  in  the  south  of  Ireland,  who 
is  a Member  of  this  House,  told  me  he  had 
great  complaints  to  make  against  the  south  of 
Ireland  railways,  particularly  the  Great  Southern 
and  Western  Company,  and  that  he  would  write 
to  his  manager  and  get  him  to  give  evidence. 
He  told  me  afterwards  he  had  been  informed 
that  his  manager  was  afraid  to  give  evidence, 
fea.ring  that  the  railway  company  would  retaliate 
upon  him,  and  that  it  would  be  better  to  bear 
what  they  had  to  sustain,  than  get  into  the  hands 
of  the  railway  companies.  I can  bear  out  what 
these  witnesses  say  because  I may  say  that  the 
0,54. 
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railway  companies  have  not  only  ventured  to 
retaliate  upon  the  witnesses;  but  have  done 
so  pei’sonally  upon  myself  as  a member  of  the 
Committee.  I wrote  myself  to  the  Great 
Southern  and  Western  Company  complaining 
of  the  special  rate  which  existed  between  Kil- 
mallock  and  Cork,  on  ale  and  porter  in  casks, 
which  was  a great  deal  too  high,  and  much  higher 
than  they  were  charging  upon  other  portions 
of  the  line.  I could  never  get  any  reduction  of 
the  rate  ; I wi’Ote  again,  so  recently  as  the  10th 
of  March  last,  complaining  of  the  rate,  telling 
them  that  the  commission  on  porter  and  ale 
was  so  very  small  that,  in  fact,  we  should  aban- 
don a great  portion  of  our  trade  if  they  did  not 
make  some  reductions.  That  was  the  first  time 
I got  any  favourable  answer  to  any  of  my  letters. 
In  that  case  I received  this  letter  from  the  mana- 
ger of  the  Great  Southern  and  Western  Railway ; 
it  is  dated  the  llth  of  March  this  year,  and  is  as 
follows  : “ My  dear  Sir, — I am  in  receipt  of  your 
letter  of  the  10th  instant,  and  will  take  an  early 
opportunity  of  speaking  to  my  directors  on  the 
subject.”  That  was  simply  acknowledging  my 
3 z 4 letter. 
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letter.  Then  upon  the  16th  March  I received 
a further  reply  to  iny  letter : “ My  dear  Sir, — 
"Wilh  reference  to  your  letter  of  tlie  10th 
instant,  upon  the  subject  of  rate  from  Cork 
to  Kilmallock.  I have  been  thinking  tlie 
matter  over,  and  before  submitting  it  to  my 
directors  -would  be  giad  to  know  how  you 
would  view  a rate  of  6 s.  8 cl.  per  ton  for  full 
truck  loads  of  five  tons  (owner’s  risk),  and  labour, 
the  actual  weight  being  charged  for. — Yours 
fsdi\\h\\\y , George  Edward  Ilhery  ; ” that  would  be 
a reduction  of  about  1 s.  per  ton.  ISIy  reply  to  that 
letter  was  upon  the  22nd  of  March.  “ My  dear 
Sir, — I am  in  receipt  of  yours  ( f the  16th  instant 
(forwarded  to  me  from  Kilmallock),  In  reply,  I 
beg  to  inform  you  that,  pending  the  report  of  the 
Select  Committee  on  Railways  (now  sitting),  I 
do  not  think  it  right  that  I should  oiler  an 
opinion  regarding  carriage,  more  particularly  as 
I am  myself  a Member  of  that  Committee.  I 
must,  therefore,  respectfully  leave  the  decision 
on  the  subject  of  last  letter  in  the  hands  of  your 
directors.  1 will  merely  add  that  I can’t  see 
why  the  Cork  brewers  would  not  get  the  benefit 
of  a special  rate  for  three-ton  lots  as  well  as  the 
Dublin  brewers.”  My  reason  for  that  was,  that 
there  was  a special  rate  from  Dublin  to  Kilmal- 
lock for  three-ton  lots,  and  he  wanted  a five-ton 
lot  to  Cork,  though  the  brewers  there  are  smaller 
than  they  are  in  Dublin.  I never  heard  a word 
in  reply  to  my  letter  of  the  22nd  of  March  ; we 
never  got  the  reduction  proposed  in  Mr.  Ilbery’s 
letter  of  the  16th  of  March,  and  nothing  further 
took  place  until  my  peo]de  in  Kilmallock  got  this 
letter  upon  the  3rd  of  June.  “ Sir,” — (you  will 
see  that,  before  this,  it  was  “ Dly  dear  Sir  ” ; but 
now  the  tone  is  changed,  and  we  have  come  down 
to  “ Sir.”  In  the  meantime  I had  to  get  out 
evidence  from  several  witnesses  which  showed 
the  Great  Southern  and  Western  Comj)any  at  a 
great  disadvantage  in  reference  to  their  rates), 
“ We  have  received  applications  for  reductions  in 
the  rates  for  ale  and  jiorter  from  Cork  to  places 
adjacent  to  Kilmallock,  on  the  grounds  of  the 
existing  exceptional  arrangement  to  carry  this 
traffic  between  Cork  and  Kilmallock  at  a com- 
puted weight  of  21  cwt.  to  the  ton.  The  fjuestion 
has  been  very  fully  considered,  and  I am  in- 
structed to  acquaint  you,  that  from  the  10th  in- 
stant, the  rate  for  ale  and  porter  between  Cork 
and  Kilmallock  will  be  9 s.  2 d.  per  ton  of  20 
cwts.”  The  rate  mentioned  in  that  letter  would 
be  9s.  2d.,  against  the  offer  of  a rerduction  10 
weeks  previously  to  6 s,  8 J.  It  was  now,  10 
weeks  afterwards,  to  be  increased  to  9 s.  2 d.  ; 
then,  when  I went  home,  I replied  as  follows : 
“Kilmallock,  9th  June  1881. — Dear  Sir, — 1 am 
in  receipt  of  yours  of  3rd  instant,  informing  me 
that  your  directors  intend  .abolishing,  on  the  10th 
instant,  the  special  r.ate  (for  ale  and  porter  in 
casks),  which  exists  for  many  years  from  Cork  to 
Kilmallock,  and  to  charge,  in  future,  for  20  cwt. 
as  much  as  has  been  charged  heretofore  for 
24  cwt.,  thereby  adding  20  per  cent,  to  the 
present  charge  for  conveyance  of  those  goods 
between  Cork  and  this  station.  In  reply,  1 beg 
to  say  1 can  scarcely  believe  that  your  directors 
are  in  earnest  in  their  threat  to  carry  out  such  a 
sweeping  change  at  this  station.  I need  hardly 
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inform  you  that  the  firm  of  which  I am  the  head 
get  more  than  three-fourths  of  all  the  porter  and 
ale  coming  to  this  station.  Under  those  circum- 
stances 1 must  look  on  such  an  unexpected  and 
uncalled  for  change  as  a special  attack  on  my- 
self. What  makes  it  appear  more  clearly  so  Is 
that  I have  on  several  occasions  complained  of 
this  special  rate  being  so  very  high  between  this 
station  and  Cork,  and  so  recently  as  the  10th  of 
IMarch  last,  I also  complained  of  it,  and  I hold 
your  letter  of  the  16th  of  March  proposing  a 
rate  of  65.  8 J.  per  ton  at  owners’  risk  and 
labour;”  all  labour  at  present  we  undertake,  “in 
truck  loads  of  five  tons;  and  now,  in  less  than 
three  months  after  the  date  of  that  letter,  you 
give  me  notice  to  say  that  .after  the  10th  insbant  you 
will  give  me,  not  the  proposed  reduction,  but  an 
increase  of  20  per  cent,  over  and  above  a charge 
which  was  already  far  too  high.  To  prove  my 
statement  I w 111  just  contrast  a few  items  under 
your  new  tariff.  For  five  tons  of  beer  manufac- 
tured in  Cork  your  charge  to  this  station  (41 
miles)  will  be  2 /.  os.  10 rZ.,  while  you  convey 
five  tons  of  beer  manufactured  in  Burton,  from 
Dublin  to  Cork,  a distance  of  164  miles,  for 
1 Z.  13-5.  4 d.  But  to  confine  my  present  letter 
to  the  charges  you  make  for  other  goods  between 
the  same  stations,  you  convey  six  tons  of  English 
coals  from  Cork  to  Kilmallock  for  1 /.  2 a.  6 J.; 
while  at  the  same  time  you  charge  21.  5 s.  10  d., 
or  more  than  double  the  amount,  for  five  tons  of 
Cork  jjoiter,  and  you  send  a truck  load  of  cattle 
over  the  same  journey  for  1 Z.  6 s.  2 tZ.  per  truck, 
though  you  run  fifty  times  the  risk  in  such 
cases.  I will  not  continue  these  remarks  further 
at  present,  but  will  merely  say  that  I can 
see  no  reason  whatever  for  the  proposed  change 
at  this  station  unless  it  is  this,  that  in  the  discharge 
of  my  duty  as  a Member  of  the  Select  Committee 
on  Railway's  sitting  in  the  House  of  Commons,  I 
asked  questions  of  witnesses  which  clearly  proved 
by  the  answers  given  that  your  company  were 
giving  an  undue  })refercnceto  English  and  to  Scotch 
manufactured  goods  over  Irish  manufacturers. 
In  conclusion,  I beg  to  assure  your  directors  that 
they  never  in  their  lives  made  a greater  mistake 
than  they  do  if  they  think  for  a moment  that  they 
can  deter  me  fj-om  discharging  my  duty  to  my 
country  by  overtaxing  my  business.  Ko,  Sir,  if 
they  charged  me  50  times  the  amount  it  would 
not  prevent  me  from  exposing  any  practice  which 
injures  or  oppresses  my  country.”  Now  that 
was  written  by  me  upon  the  9th,  and  upon  the 
10th  I got  this  reply  : “ Sir  ( Porter,  Cork  and 
Kilmallock), — Replying  to  your  favour  of  the  9th 
instant,  I beg  to  remind  you  that  for  many  years 
the  Kilmallock  traders  have  enjoyed  special  ad- 
vantages in  tl)e  conveyance  of  ale  and  porter 
from  Cork,  owing  to  an  arrangement  by  which 
this  company  conveyed  24  cwt.  at  the  rate  for 
20  cwt.,  amounting  ])ractically  to  a reduction  of 
20  per  cent,  in  the  rate,  as  intimated  in  my  letter 
of  the  3rd  instant.  We  have  recently  been  called 
upon  to  extend  this  to  other  places,  and  ina,smuch 
as  the  question  ivas  thereby  likely  to  assume 
serious  projiortions,  the  directors  considered  it 
better  to  place  all  parties  on  an  equal  footing.” 
This  was  not  an  exceptional  rate  for  me ; it  was 
to  the  station.”  “ For  this,  and  for  no  other 
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reason,  was  tlie  long  weight  arrangement  between 
Cork  and  Kilmallock  superseded.  Permit  me 
to  correct  an  error  into  which  you  have  fallen 
with  regard  to  this  company’s  proportion  of  the 
through  rate  from  Burton  to  Cork.  We  would 
receive  3 Z.  -s.  10  rZ.  for  the  freight  of  live  tons  of 
heer,  not  32  s.  4rf.,  as  stated  in  your  letter.  I 
think  you  can  hardly  be  serious  in  contrasting  the 
charges  for  carriage  of  coal  with  ale  and  porter.” 
I replied  to  that  letter  upon  the  13th  as  follows : 
“ Sir, — I am  in  receipt  of  yours  of  lOth  instant. 
In  reply  I beg  to  say  I am  well  aware  of  tlie 
special  rates  which  existed  for  many  years  be- 
tween this  station  and  Cork,  but  I have  over  and 
over  again  contended  tliat  that  rate  was  far  more 
than  it  should  be  in  common  justice.  Without 
again  contrasting  this  rate  with  the  special  pri- 
vileges you  give  for  the  carriage  of  Burton  beer 
over  that  of  Irish  beer,  but  confining  my  remarks 
to  your  rates  for  the  same  article  on  your  own 
line  from  Dublin  to  Cork  and  from  Dublin  to 
Limerick  (both  of  which  pass  by  this  station), 
you  convey  the  same  goods  to  those  stations  at 
tfom  60  to  70  per  cent,  in  proportion  to  mileage 
less  than  youroldcharge  from  Cork  to  this  station.” 
My  reason  for  making  that  remark  is  that  you  may 
remember  they  say  they  give  special  privileges  to 
my  station,  “ and  yet  you  now  propose  to 
add  20  per  cent,  more  to  that  rate.  Eegarding 
the  proposition  of  the  through  rate  from  Burton 
to  Cork,  via  Dublin,  you  state  1 am  in  error  in 
supposing  that  you  only  receive  32  s.  4 d.  as  your 
share  of  that  rate  for  five  tons  of  Burton  beer 
from  Dublin  to  Cork,  and  you  add  that  }'Ou 
receive  3 Z.  - s.  10  d.  for  that  quantity.  I based 
my  calculation  on  the  evidence  given  before  our 
Committee,  but  taking  your  own  statement  as 
the  correct  one,  it  amounts  to  this : that  you 
convey  five  tons  of  Burton  beer  165  miles  for 
3 Z.  -s.  10  d.,  while  you  charge  2 Z.  5 g.  10  d.  for 
the  same  quantity  of  Cork  beer  for  41  miles,  or  a 
little  more  than  three-fourths  of  the  amount  for 
exactly  one-fourth  of  the  journey.  You  think  I 
can  hardly  be  serious  in  constrasting  the  carriage 
of  coals  with  ale  and  porter ; I assure  you  I am 
always  serious  in  what  I say  and  do,  on  business 
matters.  I simply  contrasted  those  two  items  to 
shoAV  that  five  tons  of  one  article  rvere  charged 
more  than  double  the  rate  charged  for  six  tons 
of  the  other.  I will  now  constrast  a few  of  the 
charges  your  company  make  for  English  coal  as 
against  Irish  culm,  for  equal  distances,  and 
though  you  must  know  it  is  not  more  than  one- 
half  the  value  of  coals,  and  besides  it  is  chiefly 
used  for  burning  lime  to  manure  the  lands,  you 
convey  eoals  from  Cork  to  Lombardstown,  a dis- 
tance of  28  miles,  for  15  s.  per  truck,  while  you 
charge  for  a truck  of  culm  from  Banteer  to  Fer- 
moy,  the  same  distance,  1 8 s.  Coals  from  Cork  to 
Charleville,  36^  miles,  are  19  s.  6 d.  per  truck,  and 
you  charge  for  culm  from  Thurles  to  Kilmallock, 
37^  miles,  1 Z.  2 s.  6 d.  per  truck.  You  convey  coals 
from  Corkto  Kilmallock, a distance  of41  miles,  for 
1 Z.  2 s.  6 d.  per  truck,  and  at  the  same  time  you 
charge  1 !.  4:  s.  per  truck  for  culm  from  Thurles  to 
Charleville,  a distance  of  42  miles.  I could  follow 
up  those  comparisons  which  in  every  instance  would 
clearly  show  that  your  company  invariably  give 
an  undue  advantage  to  all  English  over  Irish 
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goods.  I called  on  your  station-master  at  this 
station  yesterday  to  let  me  know  how  tlie  rate  of 
9 s.  2 d.  pen  ton,  which  he  charged  for  porter 
and  ale  from  Cork  to  Kilmallock,  was  made  up; 
but  he  could  not  give  me  any  informalion  on  the 
subject.  The  only  information  he  could  give  me 
was  that  he  w'as  ordered  to  charge  9 g.  2 d.  per 
ton  on  and  after  the  lOtli  instant;  neither  could 
he  give  me  any  information  how  the  old  sjiecial 
rate  is  made  iq).  I will  thank  you  to  supply  me 
with  this  information,  as  your  station-master  here 
cannot  do  so.  In  conclusion,  I beg  to  assure 
you  that  I do  not  require  any  favour  from  your 
company,  but  I will  try  to  get  them  to  give  as 
good  terms  to  Irishmen  as  they  have  always  done 
to  Englishmen  and  to  Scotchmen.  I remain 
yours  truly,  hVrn.  H.  O'Sullivan. — I*.S. — I think 
the  public  will  require  a little  more  explanation 
than  you  have  yet  given  for  your  sudden  and 
exceptional  increase  on  carriage  of  goods  to  this 
station,  when  itis  well  known  that  you  have  been 
making  several  reductions  on  fares  and  freights 
since  the  Select  Committee  commenced  their 
inquiry.”  That  is  a fact.  They'  have  made 
several  reductions,  though  putting  a very  large 
increase  on  the  Kilmallock  station.  Upon  the 
14th  I had  a letter  acknowledrcino;  mine  of  the 
13th.  I did  not  get  anything  further  until  the 
24th,  last  Friday,  and  it  is  this: — “In  further 
reply'  to  your  letter  of  13th  instant,  wdiile  ad- 
mitting that  we  carry  goods  for  long  distances  at 
a lower  rate  per  ton  per  mile  than  for  short  dis- 
tances, I Avish  to  remind  you  that  the  position  of 
a Cork  brewer  trading  in  Kilmallock  is  exactly 
similar  to  that  of  a Dublin  brewer  trading  at  a 
point  equally"  distant  from  Dublin.  With  regard 
to  the  question  of  the  company’s  proportion  of 
the  rate  for  ale  traffic  from  Burton  to  Cork,  you 
state  y'our  calculalion  is  based  on  the  evidence 
given  before  the  Select  Committee  on  Railway's. 
I have  referred  to  the  evidence  given  on  the 
subject,  and  beg  to  say'  that  the  statement  made 
by  witness  is  inaccurate.  Touching  the  subject 
of  the  conveyance  of  English  coals  versus  Irish 
culm,” — I will  not  trouble  you  with  that  matter. 
“ The  apparent  discrepancies  betAveen  the  rates 
you  name  arise  from  the  fact  that  in  fixini>'  rates 
Ave  adopt  a scale  the  gradations  of  Avhich  are  by 
five  miles  distances.”  Then  they  give  an  ex- 
ample of  that.  I had  asked  him  hoAv  the  rate  of 
9s.  2d.  Avas  made  up,  and  he  say's  in  reply: 
“You  ask  hoAV  the  rate  of  9 5.  2d.  per  ton  for 
porter  and  ale  from  Cork  to  Kilmallock  is 
made  up.  I have  to  say  that  this  is  our  third- 
class  rate,  according  to  scale,  for  the  same  dis- 
tance on  any  part  of  the  line.”  Noav,  I am  pre- 
pared to  shoAV  that  it  is  not  the  scale  that  they' 
go  by  on  many  parts  of  the  line.  I find  from  the 
Table  before  the  Committee,  that  the  rate  from 
Cork  to  Fermoy  on  ale  and  porter  in  casks,  a 
distance  of  38  miles,  is  only  6 s.  a ton  ; whilst 
they  want  to  charge  9 5.  2 d.  to  Kilmallock,  a 
distance  of  41  miles  ; that  is  50  per  cent,  more 
than  their  rate  to  Fermoy.  Then,  from  Cork  to 
Limerick,  a distance  of  6 If  miles,  the  chai’ge  is 
7 5.  9 d.,  against  the  rate  to  my  station  of  9 s.  2 d. 
for  41  miles.  Then,  again,  from  Dublin  to  Cork, 
a distance,  of  165  miles,  the  rate  on  the  same 
articles  is  15^.;  that  is  only  5 .v.  lOrf.  more  for 
4 A four 
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four  tiiiies  the  distance,  though  he  says.  In  this 
letter,  that  they  charge  the  third-class  rate,  “ ac- 
cording to  scale,  for  the  same  distance  on  any 
])art  of  the  line.”  Then  he  concludes  by  saying, 
“ The  company  having  been  constrained  to  with- 
draw the  exceptional  arrangement  of  carrying 
24  cwt.  as  a ton  for  reasons  explained  in  luy 
letter  of  the  3rd  instant,  the  ti’affic  falls  into  its 
class.”  Then  this  Is  the  last  letter  I wrote  to 
him:  “ 27th  June  1881. — Sir, — I am  in  receipt 
of  yours  of  24th  instant,  in  reply  to  mine  of  the 
13th.  Though  you  have  written  nearly  a full 
page  of  that  letter  to  try  to  explain  the  discrep- 
ancies between  the  rates  which  you  charge  for 
carriage  of  Irish  culm  and  for  English  coals,  and 
you  close  the  paragraph  by  stating  chat  \ou  could 
supply  me  with  a number  of  instances  where  the 
scale  turns  in  favour  of  Irish  culm  against  im- 
ported coals ; though  in  my  letter  1 named  six 
stations  on  your  line  where  your  charge  was 
higher  for  carriage  of  Irish  culm  than  it  was  for 
English  coals  on  corresponding  distances,  yet  you 
do  not  name  one  case  where  the  rate  for  Irish 
culm  was  lower,  or  even  equal,  to  that  charged 
for  inqiorted  coals.  You  further  inform  me  that 
I am  in  error  in  stating  that  Irish  culm  is  not 
much  more  than  half  the  value  of  English  coals, 
which  culm,  you  admit,  is  delivered  at  some 
stations  on  your  line  at  10  s.  per  ton ; but  you 
then  add  that  the  price  of  small  English  coal 
delivered  at  one  of  your  stations  that  day 
was  only  10  s.  per  ton.  I believe  the  freight 
is  6 s.  6 (/.  to  any  part  of  Ireland.  “1  will 
thank  you  to  give  me  the  name  of  the  station 
where  thPvt  bargain  is  to  be  had  as  I cannot  pur- 
chase coals  at  any  station  on  your  line  at  less 
than  from  18  s.  2 d.  to  20  s.  per  ton.  I asked  you 
in  my  letter  of  the  13th  to  inform  me  how  the 
rate  of  9 s.  2 d.  jjer  ton  for  porter  and  ale 
between  Cork  and  Kilmallock  was  made  up,  as 
your  station-master  at  Kilmallock  could  not  give 
me  any  information  on  the  subject.  And  though 
you  have  taken  10  days  to  answer  that  letter  the 
only  information  you  give  me  on  the  subject  is 
that  this  is  your  third  class  rate,  according  to 
scale,  for  the  same  distance  on  any  part  of  the 
line.  I will  clearly  show  by  your  own  return  that 
you  do  not  follow  that  rule  in  every  case,  as  you 
have  various  rates  for  the  same  article  between 
other  stations  on  your  owm  line  at  a much  lower 
rate  than  you  ever  charged  betw^een  Cork  and 
Kilmallock.  In  conclusion,  1 now  again  request 
that  you  will  send  me  the  information  asked  in 
my  letter  of  the  13th  instant.  That  is  to  know 
how  the  rate  of  9 5.  2 d.  per  ton  I'or  j)orter  and 
ale  between  Cork  and  Kilmallock  (a  distance  of 
41  miles),  is  made  up,  and  also  to  inform  me  how 
the  Ibllowing  rates  are  made  up,  as  charged  on 
your  line  for  the  same  class  goods,  6 s.  per  ton, 
between  Cork  and  Fermoy,  Is,  Q d.  per  ton 
between  Cork  and  Limerick,  15  s.  per  ton 
betw'cen  Dublin  and  Cork,  and  also  the  rate  of 
1 2 s.  2 d.  per  ton,  which  you  state  your  company 
get  as  their  portion  of  the  through  rate  for  same 
goods  from  Burton  to  Cork,  via  Dublin.  If  I 
have  not  this  Information  by  Wednesday  next  I 
must  take  it  for  granted  that  you  refuse  to  give 
it,  so  I will  bring  the  matter  under  the  attention 
of  the  Select  Committee  on  Kailwaj  s.”  I got  a 
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reply  to  that  letter  this  morning,  but  all  I got 
was  this : he  commences  by  a quotation  of  dis- 
tances and  charges  on  coals  as  c mpared  wdth 
those  on  culm,  showing  that  a difference  of  '2\ 
miles  often  altered  the  charges ; then  he  says,  “ In 
answer  to  your  question  as  to  how  the  rate  of 
9 s.  2 d.  per  ton  for  ale  and  porter,  Cork  to 
Kilmallock,  is  made  up,  I regret  I can  give  you 
no  further  information  than  that  contained  in  my 
letter  of  24th  instant that  is,  that  it  is  their 
third  class  rate  and  no  more  ; I asked  for  the  rate 
from  Cork  to  Limerick,  Cork  to  Fermoy,  and 
Cork  to  Dublin,  but  they  have  not  replied  to 
either  of  those  queries.  Then  they  say,  “ That 
there  are  exceptions  to  class  rates  for  goods 
traffic  is  an  admitted  fact  all  over  the  United 
Kingdom ; the  circumstances  that  give  rise  to 
them  are  of  varied  nature,  for  example,  in  the 
instances  you  mention  we  have  competition  by 
sea  and  by  carriers  on  the  road  to  contend  with. 
Our  proportion  of  the  rate  for  ale  between  Burton 
and  Cork  is  the  amount  received  in  accordance 
with  arrangements  for  division  of  cross-channel 
traffic  in  force  between  companies,  parties  to  the 
soutli  of  Ireland  conference.  I admit  and  regret 
the  delay,”  and  so  on. 

Mr.  Barclay. 

12040.  Have  there  been  increased  charges 
upon  this  railway  during  the  last  15  or  20 
years? — There  have  been  very  considerable 
increased  charges.  Someivhere  about  15  or  20 
years  ago  the  rate  from  Cork  to  Kilmallock  was 
only  about  7 s.  a ton.  It  w'as  a very  iiiqiortant 
difference  then,  because  at  that  time  the  company 
took  back  empties  free. 

12041.  What  is  the  charge  now  ? — The  charge 
is  9 s.  2 d.,  and  they  charge  for  back  empties  3 d. 
each,  which  is  28  per  cent,  more  than  they  used 
to  charge  at  that  time.  But  in  many  cases  with- 
in the  last  month  or  tivo  this  last  company 
particularly  has  reduced  its  rates  and  fares ; I am 
not  aware  of  any  station  except  Kilmallock  to 
which  they  have  increased  them. 

12042.  You  say  that  in  many  parts  of  the  line 
they  have  recently  reduced  the  rates,  but  they 
have  raised  the  rate  to  Kilmallock  ? — Yes. 

12043.  So  far  as  your  traffic  was  concerned  the 
company  have  increased  the  rate  as  against 
you  ? — Yes,  as  against  this  traffic  in  particular, 
they  have  increased  the  rate  I'rom  7 s.  8 d.  to 
9 s.  2 (/. 

12044.  And  you  are  not  aware  that  they  have 
Increased  their  rates  on  any  other  jiart  of  the 
line  corresjiondingly  ? — I am  not  aware  of  any 
other  increase  over  the  line. 

12045.  Have  3-011  complained  before  about  the 
management  of  the  raihvay  ? — Yes,  I called 
attention  at  two  or  three  of  the  meetings  of  the 
shareholders  to  the  charges;  particular'}-  as  to 
the  charges  they  made  for  sugar  manufactured 
in  Scotland,  as  against  sugar  manufactured  in 
Dublin,  and  to  the  charges  on  turf  and  culm. 

12046.  Had  that  any  effect  upon  the  rates? — 
It  had  ; the  company  have  reduced  the  rates  for 
sugar,  the  rates  for  tiiiT,  and  the  rates  for  culm 
since  then. 
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Mr.  Cross. 

12047.  I think  you  are  a Cotton  Spinner 
and  Manufacturer  in  Preston? — I am  ; I repre- 
sent the  cotton  spinners  and  manufacturers  of 
Preston,  and  North  and  North-East  Lanca- 
shire. 

12048.  Preston  is  a very  large  manufacturing 
town  in  Lancashire? — It  is. 

12049.  And  you  are  greatly  Interested  in 
cotton  spinning? — We  are. 

12050.  The  railways  serving  the  town  are  the 
Lancashire  and  Yorkshire,  and  the  London  and 
North  Western? — They  divide  the  traffic;  practi- 
cally there  is  no  competition  whatever. 

12051.  You  have  something  to  say,  I think, 
about  the  acquisition  of  the  Fleetwood  and  West 
Riding  Junction  in  1876? — Yes,  the  Midland 
Railway  Company  would  have  had  a separate 
entrance  into  Preston,  had  the  Lancashire  and 
Yorkshire  and  the  London  and  North  Western 
Company  not  purchased  the  Fleetwood,  Preston, 
and  West  Riding  Railway  in  1866,  immediately 
after  they  got  their  Act  of  Parliament. 

12052.  You  would  have  had  competition,  and 
you  would  have  expected  to  have  lower  rates  ? — 
Yes. 

12053.  I believe  in  1872  the  railway  com- 
panies increased  the  rates,  did  they  not? — Yes; 
they  increased  the  rates  between  10  and  12  per 
cent.  I think  the  rate  for  cotton  was  increased 
from  8s.  Qd.  or  9.9.  to  10s. 

12054.  Has  there  been  any  px’otest  made  about 
this  matter? — Yes,  over  and  over  again;  three 
times  within  my  own  knowledge  by  the  cotton 
spinners  and  the  corporations  of  the  various 
towns. 

12055.  What  has  been  the  effect  of  those  re- 
monstrances?— There  has  been  no  effect;  the 
last  effect  was  that  they  declined  to  see  us. 

12056.  You  and  others  have  made  remon- 
strances and  asked  to  see  the  company  with  regard 
to  a reduction  of  rates,  and  they  have  refused  to 
see  you  in  reply  to  a memorial  which  you  sent  to 
them  ? — Yes,  along  with  Darwen,  Blackburn,  and 
other  places. 

12057.  I think  you  have  something  to  say  with 
regard  to  the  overcharges  made  on  the  carriage 
of  cotton,  which  is  the  largest  commodity  and 
that  of  most  consequence  to  Preston  ? — 1 have. 

12058.  And  you  have  compared  those  rates 
with  the  legal  rates  allowed  to  be  charged  by  the 
railway  company  ? — I have. 

12059.  Do  you  find  those  rates  are  in  excess 
of  the  maximum  rates  allowed  to  the  two  com- 
panies?— I do. 

12060.  Will  you  tell  the  Committee  how  you 
make  up  the  rate  on  cotton  for  instance  ; that  is 
to  say,  how  do  you  make  up  the  legal  rate  ? — 
The  legal  rate  is  3 d.  2ths  per  ton  per  mile  ; that 
is  the  legal  maximum  rate. 

12061.  In  addition  to  that,  do  you  make  some 
allowance  for  terminals  and  cartage  within  the 
borough  ? — Y es. 

12062.  Taking  the  case  of  cotton  from  Liver- 
pool to  Preston,  what  is  the  rate  ? — The  distance 
is  28^  miles  and  the  rate  is  10  5.,  and  has  been 
so  since  1872. 
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12063.  Allowing  Is.  per  ton  for  cartage? — 
Yes,  for  terminals  and  cartage  at  Preston. 

12064.  How  much  does  that  make  the  over- 
charge?— Sixpence  per  ton. 

12065.  What  becomes  of  the  cotton  v/hen  it 
has  been  dealt  with  at  Preston  ? — The  yarn  is 
usually  sent  to  Blackburn  and  East  Lancashire. 

12066.  Does  the  same  rate  obtain  there  ? — It 
is  3 d.  |ths  per  ton  per  mile,  calculated,  with  1 s. 
at  each  end  for  terminals ; that  is  to  say,  it  is 
1 s.  additional  at  Blackburn,  and  1 s.  at  Preston 
for  collection  and  terminals. 

12067.  Will  you  tell  the  Committee  what  is 
the  rate  ? — The  rate  from  Preston  to  Black- 
biu’n  is  6 s.  8 rf.  per  ton,  and  the  overcharge  is 
1 s.  4 ^ rf. 

12068.  That  is  an  overcharge  of  20  per  cent.  ? 

— Yes,  which  causes  a large  quantity  of  yarn 
between  Preston  and  Blackburn  to  be  carted  ; I 
have  carted  a lai’ge  portion  of  my  ov/n ; in  fact, 
the  Lacashire  and  Yorkshire  rate,  allowing  1 s. 
at  each  end  for  tex’minals,  axxd  chax'ging  3 d.  | ths 
per  ton  per  mile  for  cotton  in  bale,  and  for  cloth, 
carried,  as  it  is  on  flats,  is  no  advantage  what- 
ever to  Lancashire  ; for  distances  under  20  xniles 
it  can  be  carted  at  the  same  rate. 

12069.  You  iiave  some  complaint  to  make 
about  cloth  carried  fronx  Blackburn  to  Man- 
chester, have  you  xxot? — Yes,  thex’ateis,  10  s.  10  r/., 
but  the  maximum  rate,  as  I take  it,  which  the 
Act  of  Parliament  allows  is  9 s.  6 d.,  showing  axx 
overcharge  of  1 s.  4</. 

Mx’.  Bolton. 

12070.  What  is  the  terminal  chai’ge  ? — One 
shilling. 

Mr.  Cross. 

12071.  Flave  you  had  the  same  complaint 
with  regard  to  cotton  cloth  when  it  is  sent  to 
Bolton  to  be  bleached  ? — I have  had  exactly  the 
same  complaint ; oxx  cloth  sent  fx’oxxx  M anchester 
to  Bolton  to  bleach,  the  rate  is  6 s.  8 d.,  the  ovex’- 
charge  being  1 s.  4^  d. 

12072.  Tlien  it  is  also  sent  back  again  to 
Manchester  to  be  packed? — Thex’eis  exactly  the 
same  excess  in  that  case. 

12073.  So  that,  altogethex*,  taking  a ton  of 
cottoxi  cloth,  the  excess  charged  on  the  ton  of 
mateidals  amounts  to  5 s.  11^  J.? — Yes;  the 
total  charge  paid  fx’om  tlxe  raw  cotton  imported 
at  Liverpool  to  Its  going  back  as  manufactured 
goods,  amounts  to  2 I,  10  s.  10  d. 

12074.  That  total  chax-ge  does  not  apply  to 
all  goods  ? — It  does  not  apply  to  all  goods  ; 
but  that  is  about  the  fair  average.  You  may 
take  it  as  50  s.  a ton,  and  upon  that  there  is 
an  overchai'ge  of  5s.  \\\d.\  the  Lancashire 
and  Yorkshire  Railway  Company  are  not  within 
their  maximum,  I take  it,  upon  any  goods  except 
for  the  xnanufactured  cloth  going  from  Manches- 
ter  to  Liverpool ; the  distance  there  is  32  miles, 
and  the  rate  is  10  s.,  including  the  terminal. 

12075.  You  have  some  other  complaints  to 
make  with  reference  to  the  action  of  the  railway 
companies  as  x’egards  Preston  ? — I have. 

12076.  Will  you  state  them  as  shortly  as  pos- 
4 A 2 sible  ? 
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sible  ? — I Avill  endeavour  to  do  so.  Considering 
how  we  are  geograpliically  situated,  I think  we 
are  worse  treated  in  Preston  than  any  other 
town  in  Lancashire  ; we  get  little  or  no  benefit 
from  our  geographical  position  ; I Avill  give  the 
Committee  one  instance  of  that  ; the  rate  for 
cotton  between  Liverpool  and  Preston  is  10  s.,  a 
distance  of  28^  miles ; the  rate  for  cotton  between 
Liverpool  and  Lancaster,  a distance  of  50  miles, 
is  10  s.;  coming  through  Preston,  21^  miles 
further.  The  rate  for  cotton  between  Liverpool 
and  Manchester,  a distance  of  32  miles  as  against 
28^  miles  to  Preston,  is  only  9 s.,  all  carried  by 
the  same  companies. 

12077,  So  you  ai’e  in  this  position,  that  though 
you  have  to  pay  the  same  price  for  cotton  from 
Liverpool,  you  have  to  compete  with  the  makers 
from  Manchester,  who  get  a loAver  rate  for  a 
longer  distance? — They  have  the  cotton  taken 

miles  further  for  1 s.  less. 

12078.  I think  you  wish  to  compare  Avhat  is 
charged  for  the  carriage  of  cotton  with  the  prices 
charged  upon  the  carriage  of  other  materials  ? — I 
do.  From  my  experience  I have  no  doubt  that 
grain  and  sugai',  and  beer  and  spirits,  ought  to 
be  charged  at  least  as  much  as  cotton,  or  more  ; 
they  are  more  expensive  materials  for  the  rail- 
Avay  company  to  carry.  Now,  as  a matter  of 
fact,  grain  is  charged  7 s.  between  Liverpool  and 
Preston,  and  6 s.  8 d.  between  Liverpool  and 
Lancaster,  as  against  10  s.  for  cotton  in  both 
instances  ; grain  is  carted  at  both  ends,  cotton  at 
only  one,  which  makes  another  1 s.  extra  for 
terminals. 

12079.  Would  you  say  that  grain  is  as  easy  of 
carriage  as  cotton  ? — I would  say  that  cotton  Is 
the  easier  article  for  the  railway  company  to 
carry  ; it  is  sooner  loaded  and  unloaded,  and 
easier  delivered.  The  same  remark  applies  to 
sugar,  which  is  charged  9 s.  2 cf.  a ton,  carted  at 
both  ends,  between  Liverpool  and  Preston  ; beer 
is  charged  8 s.  4 c?.  a ton  carted  at  both  ends,  ns 
against  10  s.  for  cotton,  which  is  our  staple 
article  ; where  Ave  have  one  ton  of  beer  Ave  have 
100  tons  of  cotton,  and  we  Avant  the  rate  for  cot- 
ton reduced  to  the  beer  rate  at  least. 

12080.  And  of  course  coal  is  a large  article  of 
consumption  Avith  you  ? — Yes,  very  large. 

12081.  Have  you  any  complaint  to  make  about 
coal?  — Yes,  the  raihvay  companies  charge  a 
maximum  rate  of  1 d.  a ton  on  all  coal  coming  to 
Preston ; on  all  coal  going  through  Preston  to 
rieetAvood  from  the  Wigan  coalfields,  the  com- 
pany charge  only  at  the  rate  of  | d. 

12082.  Givins  FleetAVOod  the  advantage  over 
Preston  ? — Y^es,  it  gives  Fleetwood  a very  serious 
advantage,  and  the  same  Avill  apply  to  many 
other  tilings  as  Avell ; in  fact,  the  rates  fre- 
quently from  Fleetwood  do  not  give  Preston  the 
benefit  of  their  geographical  position ; the  rate 
for  cotton  from  FleetAvood  to  Manchester,  a 
distance  of  50  miles,  is  9 s.,  Avhereas  from  Liver- 
jiool  to  Preston,  a little  more  than  half  the  dis- 
tance, the  rate  is  10.s’.,  and  that  applies  to  grain, 
and  to  sugar,  and  to  other  things  in  proportion. 

12083.  Have  you  any  other  complaint  to  make 
Avith  regard  to  Preston  not  being  fairly  treated 
as  a port? — We  have  been  very  unfairly  treated 


upon  the  que.stion  of  coal,  because  the  vessels 
that  come  to  Preston  Avould  all  load  back  Avith 
coal.  Vessels  coming  from  Plynioutb  Avith 
China  clay  Avould  take  coal  as  a return  cargo,  and 
nothing  but  coal,  but  they  are  seriously  handi- 
ca]iped,  because  the  rate  is  almost  the  same  at 
Preston  as  to  FleetAvood. 

12084.  Is  Preston  more  difficult  of  access  than, 
FleetAvood  ? — A little. 

12085.  And  you  think  you  ought  to  have  the 
little  advantage  derived  from  your  geographical 
position  as  regards  the  carriage  of  your  coal  to 
your  part  ? — We  do. 


Mr.  Bolton. 


12086.  I think  there  is  some  mistake  about 
your  quotations,  or  else  there  is  on  my  part;  did 
you  not  say  that  the  rate  fur  cotton  from  Liver- 
pool to  Preston,  and  to  Manchester,  Avas  the 
same  ? — No,  from  Liverpool  to  Preston,  a dis- 
tance of  28^  miles,  the  rate  is  IO5.,  Avhereas  from 
Liverpool  to  Ylanchester,  a distance  of  32  miles, 
the  rate  is  only  9 s. 

12087.  Is  the  rate  to  Manchester  from  Liver- 
pool, not  a station  to  station  rate  ? — All  the  cot- 
ton in  Liverpool  is  delivered  to  the  railway  com- 
pany ; there  is  no  terminal  in  Liverpool,  but  the 
raiLvay  company  deliver  it  in  all  other  tOAvns. 

12088.  I am  told  that  the  cotton  rate  from 
Liverpool  to  Manchester  is  a station  to  station 
rate? — I do  not  knoAV  that,  but  the  cotton 
brokers  in  Liverpool  deliver  all  the  cotton  ; they 
deliver  cloth,  I am  sure,  and  I feel  pretty  sure 
that  would  apply  to  cotton. 

12089.  Are  you  quite  sure  that  they  deliver 
it  in  Manchester? — I am  sure  they  deliver  cloth, 
but  I Avill  not  be  certain  about  the  cotton. 

12090.  I am  assured  with  regard  to  cotton 
that  the  the  Manchester  rate  is  a station  to 
station  rate,  and  the  Preston  rate  is  a delivered 
rate  ? — The  Preston  rate  is  a delivered  rate. 

12091.  As  respects  the  total  charge  of 
2 1.  10  s.  10  r/.  a ton,  if  I caught  your  figui’es 
correctly,  I think  you  said  that  Avas  in  excess  of 
the  legal  charge  by  5 s.  11|  c?.  ? — I did. 

12092.  Hoav  many  terminals  are  there  in  that? 

— Seven,  I make  it,  I think. 

12093.  So  that  if  your  calculation  of  1 s.  for 
the ‘terminal  charge  was  not  correct,  including 
delivery,  then  your  5 s.  11^  (f.  may  not  be  the 
excess  ? — But  1 do  not  like  to  assume  that  it  is  not 
correct.  I Avould  be  glad  to  do  it  for  the  money. 

12094.  What  would  you  do  for  the  money  ; 
Avould  you  build  a station? — No. 

12095.  Because  the  station  is  there  and  built? 

— It  is  there,  undoubtedly. 

12096.  MTiat  Avouldyou  do  for  the  money? — I 
AA'Ould  collect  and  deliver. 

12097.  "What  do  you  mean  by  collect  and  de- 
liver ? — I Avould  load  it  on  the  Avaggons  and  cai’t 
it  in  the  boroimh  for  the  1 s. 

O 


12098.  Y'ou  must  provide  some  caiiA’cniences 
for  that ; Avhat  are  a’ou  calculating  In  this  1 s.  ? — 
I am  calculating  the  cost  of  loading,  unloading, 
collection  and  delivery  ; that  is  the  Act  of  Par- 
liament quotation  for  terminals  ; those  are  the 
Avords  of  the  Act  of  Parliament,  and  I am  includ- 
incr  the  duties  under  the  Act  of  Parliament  as 

far 


SELECT  COMMITTEE  ON  RAILWAYS. 


557 


29  June  1881.]  Mr.  Walmsley.  \_Continued. 


Mr.  Bolton — continued. 

far  as  the  Company  is  entitled  to  charge  ter- 
minals fur  them. 

12099.  And  the  1 5.  just  covers  that  alone  ; the 
loading,  unloading,  collection  and  delivery  ? — It 
is  1 s.  at  each  end. 

12100.  Unloading  and  delivering  is  1 s.? — Yes. 
12101.  Are  you  quite  prepared  to  do  that  for 
yourself?— \Ye  should  be  glad  to  do  it  for  the 
money. 

12102.  And  there  are  seven  terminals  in  the 
calculation  you  have  made  ? — Yes. 

12103.  How  is  the  operation  performed  ; the 
cotton  goes  first  from  Liverpool  to  Preston? — 
From  Liverpool  to  Preston,  a distance  of  281- 
miles,  it  is  charged  3|  d.  a ton  per  mile. 

12104.  It  first  goes  to  Preston,  where  it  is 
spun? — Yes,  I took  the  average  distance;  some 
of  it  goes  to  other  ])laces. 

12105.  Then  from  Preston  to  Blackburn  to  be 
woven  ? — Yes. 

12106.  From  Blackburn  to  Manchester  to  be 
sold  ; from  Manchester  to  Bolton  to  be  bleached  ? 
—Yes. 

12107.  And  from  Bolton  to  Manchester  to  be 
packed,  and  from  Manchester  to  Liverpool  to  be 
exported  in  bales? — Yes. 

12108.  Now  does  all  the  cloth  perform  all  those 
journeys? — I think  the  cloth  performs  all  the 
journeys  you  have  mentioned ; Bolton  is  the 
nearest  bleaching  place,  but  much  of  it  comes  to 
Chorley  and  to  Leyland,  to  be  bleached. 

12109.  There  is  bleaching  carried  on  at  Pres- 
ton, is  there  not? — No. 

12110.  Do  you  see  any  of  the  cotton  actually 
bleached  and  woven  at  Preston? — No;  I have 
averaged  the  quantities. 

Mr.  Cross. 

12111.  Your  remarks  do  not  apply  solely  to 
the  Bolton  trade? — I say  the  entire  weight  of  the 
cotton  that  comes  into  Lancashire  travels  the 
distance  I have  given,  either  to  Oldham  or  to 
Pmchdale,  or  to  Ashton-under-Lyne,  or  to  the 
other  places  I have  mentioned.  The  shortest 
distance  for  bleaching  is  11  miles,  but  much  of  it 
goes  25  miles. 

O 

Mr.  Bolton. 

12112.  I am  speaking  of  a bale  of  cotton  which 
goes  to  Preston  ? — I may  say  that  v/e  weave 
more  yarn  than  we  spin  at  Preston. 

12113.  Now  taking  cotton,  the  great  bulk  of 
the  cotton  you  send  to  Preston  is  both  spun  and 
woven  there? — I daresay  half  of  it  is;  not  more. 

121 14.  Is  there  such  a thing  as  any  bleaching 
nearer  than  Bolton  ? — Yes. 

12115.  Where  is  that? — At  Leyland  and 
Chorley,  about  six  miles  distant. 

12116.  I daresay  a good  deal  of  what  is  woven 
in  Preston  is  actually  bleached  at  those  places  ? 
— Only  a small  quantity ; there  is  only  one 
bleaching  works  at  Leyland,  and  two  at  Hor- 
wich. 

12117.  When  it  is  bleached  and  taken  to 
Manchester  to  be  sold,  does  it  actually  go  to  the 
bleaching  place  and  from  the  bleaching  place  to 
Manchester  to  be  sold? — It  goes  in  the  grey  to 
be  sold  as  a rule. 

0.54. 


Mr.  Bolton — continued. 

12118.  Does  the  whole  of  the  cloth  go  in  the 
grey  to  be  sold  ? — No. 

12119.  Only  a sample  of  it? — More  than 
that. 

hlr.  Cross. 

12120.  What  proportion  of  the  cloth  woven  in 
Lancashire  would  go  to  Manchester  to  be  sold? 
— I could  not  say. 

12121.  Do  you  use  very  large  quantities  of 
cotton  yourself? — No;  I am  a spinner  of  very 
fine  yarns ; I spin  nineties  weft. 

Mr.  Bolton. 

12122.  Is  there  any  necessity  for  taking  any 
proportion  or  the  whole  goods  to  Manchester? — 
Yes,  I think  so. 

12123.  Does  the  buyer  actually  examine  the 
whole  of  this  cloth? — The  buyer’s  servants  do. 

12124.  Is  there  not  an  immense  quantity  of 
cloth  shipped  from  England  witliout  the  buyer 
or  any  of  his  servants  ever  seeing  it  ? — My  ex- 
])erience  teaches  me  quite  the  contrary  ; one  of 
the  largest  shippers  in  Preston  examines  the 
cloth  before  it  is  bleached,  a,nd  examines  it  after 
it  is  bleached,  every  yard  of  it,  to  see  that  there 
are  no  scratches  in  it ; he  keeps  a man  oii  pur- 
pose for  that  examination. 

12125.  A large  maker  will  not  send  his  cloth 
to  Manchester  to  be  sold,  if  he  is  going  to  ship 
it? — Some  portion  of  it  is  not  shipped. 

12126.  What  he  does  not  ship  does  not  go  to 
Manchester  to  be  sold? — Not  always. 

12127.  I will  cut  the  matter  short  by  merely 
asking  you  a sim])le  question  ; if  any  person  took 
the  quantity  of  cotton  which  is  introduced  into 
Liverpool,  and  estimated  that  every  ton  of  that 
cotton  before  it  was  sent  abroad  had  cost  21.  10  a-. 
for  railway  carriage,  would  he  not  be  misleading 
himself  very  much? — Not  very  much. 

12128.  You  say  not  ? — No. 

12129.  Are  there  not  gentlemen  who  spin  and 
weave  their  own  products  for  the  foreign  market? 
— Yes,  there  are. 

12130.  Would  those  who  ship  their  own  manu- 
facture send  their  goods  through  all  this  number 
of  places  which  you  have  named  to  the  Com- 
mittee ? — I only  know  one.  I believe  Mr.  Leigh, 
of  Preston,  ships  all  his  goods  ; but  he  is  the 
only  one  I know  in  Lancashire  to  whom  your 
question  would  apply,  an.I  he  sends  all  from 
Preston  to  Ramsbottom  to  bleach,  and  has  it  sent 
back  to  Preston;  total  rates,  including  transit  to 
Liverpool,  2 ?.  5 s.  lOr/. 

12131.  But  you  know  a good  many  who  ship 
a portion  ? — Not  many  ; it  mainly  goes  to  Man- 
chester. 

12132.  Do  you  know  any  ? — I know  Mr. 
Leigh. 

12133.  Do  you  know  Ilorrocks,  Miller,  and 
Company,  of  Preston  ?■ — They  send  cloth  to 
Manchester. 

12134.  But  do  they  not  ship  a large  quantity 
of  their  cloth? — I do  not  know  what  they  do  with 
the  cloth  after  they  send  it  to  Bolton  to  bleach. 
I should  presume  that  this  question  would  aj)ply 
to  Horrocks,  Miller,  & Co.,  because  they  do 
their  own  trade.  I do  not  include  Ilorrocks  in 
this  21.  10a.  lOrf.,  but  I gave  that  as  the  average. 
4 A 3 12135.  AVhat 
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Mr.  Boltvn — continued. 

12135.  What  do  you  mean  about  this  coal  for 
ships  to  load  at  Preston  ; you  make  a grievance 
of  it  that  the  railway  companies  do  not  favour 
Preston  as  a coal  loading  port;  is  that  it? — Yes. 

12136.  Under  what  obligation  are  they  to  do 
anything  of  the  kind  ; are  there  conveniences 
already  at  Preston  for  that  purpose? — Yes. 

12137.  As  good  as  there  are  at  Fleetwood? 
— Not  so  good  as  there  are  at  Fleetwood  ; but  I 
say  that  the  railway  company  having  the  mono- 
poly between  Wigan  and  Fleetwood  should  not 
charge  Preston  almost  the  same  rate  as  Fleet- 
wood  when  they  do  not  take  the  traffic  half  the 
way. 

12138.  In  other  words,  you  advocate  the  com- 
pulsory clause  being  enforced  upon  the  railw'ay 
companies  to  make  equal  facilities  for  every  kind 
of  traffic  ? — To  a certain  extent  I would  ; but  I 
would  not  allow  a railway  company  to  charge  the 
same  for  20  miles  as  for  50. 

Mr.  Lowther. 

12139.  How  many  bales  of  cotton  do  you  use 
in  a month  ? — I use  very  few  ; 1 use  nothing  but 
Egyptian,  and  .spin  very  fine  weft.  I do  not  use 
more  than  two  tons  a week.  I spin  a smaller 
quantity  than  anybody  else  in  Preston,  but  I sjnn 
nothing  but  nineties  weft.  In  Preston  we  have 
about  2,000,000  spindles,  and  34,000  looms ; and 
I am  specially  sent  here  by  the  master  spinners 
and  manufacturers  to  represent  these  2,000,000 
sjiindles  and  34,000  looms. 

Mr.  Bolton. 

12140.  How  many  spindles  have  you? — I have 

12,000. 

Mr.  Lowther. 

12141.  You  stated,  I believe,  that  the  people 
connected  with  the  railroad  had  refused  to  see 
you? — Yes,  I would  give  you  the  date;  we  had 
two  interviews  with  them. 

12142.  The  interviews  led  to  nothing,  I be- 
lieve?— We  had  two  interviews,  and  then  we 
wrote  to  them  again  in  connection  with  Black- 
burn and  Darwen.  A deputation  was  appointed 
in  January  by  the  corporations  of  Blackburn, 
Darwen,  Preston,  and  other  towns  asking  for  an 
appointment  with  the  Lancashire  and  Yorkshire 
Company,  and  the  company  said  that  they  did 
not  see  that  any  good  could  be  done  by  the  inter- 
view. That  was  with  regard  to  a reduction  of 
the  rates  which  they  had  raised  in  1872  on 
account  of  the  high  price  of  coal. 

12143.  Now,  with  regard  to  the  statement  that 
you  would  undertake  to  unload  and  deliver  cotton 
and  cloth  at  1 s.  ; when  this  cotton  arrives  from 


Mr.  Lowther — continued. 

abroad  it  is  placed  somewhere? — It  is  placed 
upon  a siding. 

12144.  Without  any  protection? — In  this 
weather  it  is  without  any  protection. 

12145.  But  this  weather  does  not  last  all  the 
year? — When  the  cotton  arrives  it  is  perhaps 
put  in  a warehouse,  but  generally  it  is  covered 
with  tarpaulines  ; it  is  very  seldom  put  in  a ware- 
house. 

12146.  That  cotton  would  occupy  a certain 
amount  of  space? — Yes,  no  doubt. 

12147.  Is  land  dear  in  Preston? — No  doubt. 

12148.  But  you  would  not  want  to  pay  for 
that? — I would  do  all  the  Act  of  Parliament 
requires  for  terminals  for  1 s.,  and  make  money 
out  of  it ; that  is  to  say,  loading,  unloading,  col- 
lecting, and  delivering,  taking  the  terminals  at 
both  ends,  where  you  gather  the  traffic  and  de- 
liver it.  For  instance,  slack  is  delivered  at 
Preston  at  an  average  of  d.  all  over  the 
borough  from  several  places,  and  slack  is  a more 
expensive  article  to  deliver  than  cotton. 

Mr.  Barclay. 

12149.  Is  slack  loaded  by  hand  out  of  the 
trucks? — Yes,  it  is. 

Mr.  Lowther. 

12150.  Slack  can  be  exposed  to  the  weather? 
— Yes,  but  slack  is  carried  at  1 d.  and  cotton  at 
31  d. 

12151.  Are  those  bales  of  cotton  left  there 
exposed  to  the  weather  ? — They  are  generally 
left  under  tarpaulins. 

12152.  And  they  are  not  put  under  a roof? — 
Cotton  is  not ; I do  not  think  that  one-fourth  of 
the  cotton  that  comes  to  Preston  is  kept  under  a 
W'arehouse  at  night. 

12153.  The  cotton  is  all  delivered  in  the  day- 
time, is  it  not? — Whatever  cotton  comes  in 
during  the  night  is  delivered  generally  the  next 
forenoon. 

12154.  It  never  remains  there  for  24  hours  ? — 
Very  rarely  indeed,  unless  it  is  a Sunday. 

12155.  H as  there  been  any  cotton  imported 
into  Fleetwood  during  the  last  five  years  ? — 
Yes. 

12156.  You  do  not  know  that  of  your  own 
knowledge,  do  you  ? — I do  not  know  it  of  my 
own  knowledge ; I have  never  seen  any  of  it 
imported  ; I hear  of  it  in  the  newspapers. 

Mr.  Barclay. 

12157-  Do  you  understand  that  the  mileage 
rates  include  everything  incidental  to  the  convey- 
ance of  the  goods,  except  loading  and  unloading  ? 
—I  do. 


Mr.  Alfred  Hewlett,  called  in  ; and  Examined. 


Chairman. 

12158.  You  are  Managing  Director  of  the 
AVigan  Coal  and  Iron  Company,  Limited? — 
I am. 

12159.  It  is  a very  large  company  for  produc- 
ing coal,  is  it  not? — That  is  so. 

12160.  You  produce  about  from  1,500,000  to 
2,000,000  tons  of  fuel  per  year? — Yes. 


Chairman —continued. 

12161.  And  pig-iron  to  the  amount  of  120,000 
tons  a year? — Yes,  that  is  about  the  present 
make. 

12162.  The  great  bulk  of  this  fuel  is  delivered 
in  waggons  belonging  to  the  AA^igan  Coal  and 
Iron  Company,  and  the  carriage  is  paid  by  your 
company  ? — Yes. 

12163.  Those 
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Chairman — continued. 

12163.  Those  materials  are  used  for  smelting  ; 
and  is  the  carriage  of  the  pig-iron  also  paid  by 
your  company  ? — That  is  so. 

12164.  Will  you  give  the  Committee  your 
figure  of  what  the  payment  of  carriage  on  your 
materials  comes  to  in  the  year  ? — The  payments 
on  the  carriage  of  fuel  on  materials  for  making 
pig-iron,  on  pig-iron,  and  on  other  materials  vary 
from  170,000/.  a year  to  300,000  /.  a year,  accord- 
ing to  the  state  of  the  trade  and  the  markets  in 
which  we  are  trading  at  the  time. 

12165.  You  come  before  this  Committee  prin- 
cipally to  give  your  opinion  upon  the  question  of 
equal  mileage  rates  ; will  you  please,  as  shortly 
as  you  can,  tell  the  Committee  your  views  ? — I 
will ; an  equal  mileage  rate,  in  my  judgment, 
would  be  absolutely  fatal  to  the  trade  of  our 
country  ; as  far  as  coal  and  iron  goes,  at  any  rate. 
It  might  possibly  benefit  some  particular  pei’sons 
or  works,  but  in  the  aggregate  I think  it  would 
be  fatal  to  the  trade  of  the  country. 

Mr.  Barnes. 

12166.  When  you  say  the  country,  do  you 
mean  Lancashire  ? — No,  I mean  the  country 
generally  ; I begin  with  Lancashire,  and  apply 
the  observation  generally. 

Chairman. 

12167.  An  equal  mileage  rate  would  localise 
trade,  would  it  not  ? — It  would  prevent  fuel  from 
seeking  the  distant  markets,  and  would  keep  it 
at  home,  until  the  collieries  which  were  the 
nearest  to  the  markets  had  filled  up  their  order- 
books. 

12168.  Then  an  equal  mileage  rate  would 
destroy  a great  part  of  the  existing  competition 
amongst  traders  ? — An  equal  mileage  rate  would 
do  away  with  competition,  in  my  opinion.  I will 
give  an  example  from  the  London  coal  trade ; 
the  London  coal  trade  is  very  large,  and  the 
market  is  a long  distance  from  most  of  the 
collieries,  and  I will  just  show  hmv  it  would 
affect  the  trade  of  the  country  if  the  London 
rate  were  made  an  absolutely  equal  mileage,  rate  ; 
I am  takln"  the  figures  from  those  which  Mr. 

O O 

Baxter  gawe  the  other  day,  and  deducing  my  re- 
sults from  them.  From  AWgan  to  London,  the 
distance  is  194  miles,  and  the  rate,  exclusive  of 
city  dues,  is  7 s.  1 d.,  wdiich  is  equal  to  ‘43  d.  per 
ton  per  mile.  Now,  AYarwickshire  is  the  nearest 
coalfield,  and  that  is  102  miles  from  London,  the 
rate  is  4 s.  Sd.,  exclusive  of  city  dues,  which  is 
equal  to  "55  d.  per  ton  per  mile.  The  distance 
from  Leicestershire,  which  is  the  next  nearest 
9oalfield  to  London,  is  1 15  miles  ; the  rate  in  that 
case  is  5 s.  1 d.,  or  53  d.,  per  ton  per  mile  ; those 
last  tAvo  are  practically  the  same.  The  difference 
betAveen  the  Wai’Avickshlre  coalfield  and  the 
Lancashire  in  rate  is  2 s.  5 d.  a ton,  and  betAV'een 
the  Leicestershire  and  the  Lancashire  coalfields, 
the  difference  is  2 s.  a ton.  Noav,  the  price 
realised  at  the  pit,  on  the  coals  sent  to  London 
from  our  district,  is  the  lowest  price  of  all ; Ave 
use  the  London  market  as  a sort  of  safety  valve 
to  take  aAvay  coal  out  of  our  own  immediate 
markets,  and  send  it  to  London,  so  as  to  gee  a 
better  average  price  at  home.  I simply  Avant  to 
0.54. 


Chairman — continued. 

shoAv  you  that  Ave  have  a very  low  price,  to  begin 
with,  for  Avhat  we  send  to  London.  Noav, if  the  basis 
of  rate  upon  coal  sent  from  the  nearest  district 
were  to  be  made  the  same  as  that  on  the  farthest 
district,  Avhich  is  Durham,  the  distance  being  260 
miles,  the  charge,  8 s.  7 d.,  Avhich  is  ‘39  d.  per  ton 
per  mile,  it  Avould  bring  the  rate  from  the  nearest 
district,  Avhich  is  AA^arAvickshire,  to  3 s.  3/oths  d., 
instead  of,  as  it  is  now,  ds.  H d.,  so  that  unless 
corresponding  reductions  Avere  made  to  other 
districts,  it  is  manifest  that  it  Avould  be  fatal  to 
those  districts.  Of  course,  I should  be  glad  to  see 
the  rates  reduced,  but  I do  not  tliiuk  it  is  at  all 
reasonable  to  expect  the  railway  company  to 
carry  for  short  distances  at  the  same  rate  as  the)’’ 
do  long  distances. 

12169.  AYithout  going  Into  figures,  Avould  you 
say  that  what  you  have  told  the  Committee  Avith 
regard  to  the  coal  trade  applies  equally  to  the  pig- 
iron  trade  ? — Precisely  the  same  argument  ap- 
plies as  regards  the  pig  iron. 

12170.  'Fake  the  distance  from  AYIgan  to  Man- 
chester ? —in  pig-iron  I Avill  take  Manchester  as 
the  market  for  a moment.  From  AA'^igan  to 
JManchester  the  toll  is  2 s.  9 d.  a ton ; here  I 
ought  to  say  that  the  raihvay  companies  pro- 
A’ide  the  Avaggons  for  the  iron  trade ; for  the 
coal  trade  the  traders  provide  the  Avaggons;  the 
distance  is  17|  miles,  and  the  r.ate  is  1‘86  d.  per 
ton  per  mile.  Now,  from  Middlesbro’  to  Man- 
chester the  rate  is  8 s.  4 d.,  and  the  distance  is 
125  miles,  and  the  rate  per  ton  per  mile  is '80, 
so  that  is  1‘06  d.  less  than  the  rate  Ave  pay  to 
l^^anchester.  From  Barrow  to  Manchester  the 
rate  is  7 s.  ; the  distance  is  90J  miles,  and  the 
rate  is  ’92  d.  Noav,  everyone  of  these  rates  in  all 
these  instances  graduate  themselves  according  to 
distance;  there  is  no  absolute  defined  scale  laid 
down,  but  the  exigencies  of  the  trade  have  been 
dealt  with  from  time  to  time  as  they  have  arisen. 
If  you  take  Liverpool,  jmecisely  the  same  Avould 
apply. 

12171.  I think  one  illustration  is  as  good  as 
three,  but  you  Avould  say  that  if  these  distant 
works  were  charged  as  high  a mileage  as  the 
nearer  markets,  they  would  naturally  be  debarred 
from  trading  Avith  those  markets  ? — Precisely. 
Supposing  BarroAV  were  charged  l'86d.  per  ton 
to  Manchester,  it  Is  manifest  they  could  not  send 
anything  there  until  Ave  had  filled  up  our  books. 

12172.  AVill  you  tell  the  Committee  about  the 
system  of  grouping  the  collieries  in  the  AA'’igaQ 
district;  you  have  the  grouping  system  in  the 
AVigan  district,  have  you  not? — Yes,  there  Avas 
a very  strong  fight  before  Parliament  about  the 
year  1864  ; the  coaloAvners  in  the  neighbourhood 
of  AA'^igan  tried  to  get  a cheaper  rate  to  the  sea- 
board, and  it  eventuated  in  an  Act  of  Parliament 
being  obtained  called  the  Lancashire  Union  liail- 
Avays  Act,  and  in  that  the  coal  OAvners  undertook 
to  send  certain  quantities  of  fuel  per  annum  to 
the  Mersey  ports  other  than  Liverpool.  The 
reason  Avhy  this  Act  of  Parliament  Avas  sought 
Avas,  that  the  cost  we  had  to  pay  for  reaching 
the  IMersey  was  so  exceedingly  high,  owing  to 
the  high  charges  in  getting  to  Liverpool,  which 
was  practically  our  only  jjort  at  that  time,  that 
Ave  asked  the  London  and  North  AVestern  Com- 
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Chairman — continued. 

jiany  to  join  us  in  making  a line  of  railway  : if  I 
remember  riglitly,  we  undertook  to  contribute 
200,000/.,  and  the  London  and  North  Western 
Railway  Company  then  took  it  up.  The  Act  of 
Parliament  was  got,  and  the  collieries  in  the 
whole  of  the  Wigan  district  extending  to  near 
hlanchester,  were  grouped  at  a uniform  rate  of 
1 s.  2 d.  to  Garston,  Widnes,  and  Runcorn,  the 
three  ports  upon  the  Upper  Mersey.  Tlie  effect 
of  that  has  been  enormously  to  develop  the  coal 
trade  of  the  district;  it  has  taken  the  fuel  out  of 
the  local  markets,  and  given  entire  satisfaction 
to  the  coal-owners  and  everybody  concerned  ; I 
should  think  the  trade  done  on  the  Upper 
Ajersey  is  pretty  much  eight  or  tenfold  what  it 
Avas  before  ; I ought  to  say  that  the  diameter  of 
the  grouping  circle  is  about  18  miles  from  east  to 
Avestj  and  within  that  circle  every  colliery  goes 
at  the  same  rate  down  to  the  seaboard,  and  I 
have  never  heard  a word  of  grumbling  about  it 
since  it  was  put  in  force. 

Air.  Barclay. 

12173.  What  is  the  greatest  difference  in 
mileage  between  the  nearest  and  the  most  dis- 
tant of  those  collieries  from  the  port  ? — The 
nearest  colliery  Avould  be  about  12  miles,  and 
the  most  distant,  about  30, 

12174.  Do  they  carry  coals  for  the  30  miles  at 
the  same  rate  as  they  carry  for  the  12  miles? — 
Precisely  ; for  that  particular  purpose.  For  the 
ex])ort  trade  of  those  three  ports,  Avherever  a 
colliery  is  situated  within  what  was  called  the 
charmed  circle  before  the  Committee,  it  is  all 
the  same  rate.  For  instance,  some  of  our  own 
collieries  are  almost  nearest  to  the  port ; others 
are  almost  the  farthest  off ; others  are  eight  or 
ten  miles  beyond  the  first,  but  they  all  go  at  the 
same  rate  ; the  railway  companies  did  not  ask  us, 
but  Ave  asked  them,  and  Ave  got  Avhat  Ave  con- 
sidered a low  rate  in  consequence. 

12175,  What  is  the  rate? — The  rate  is  Is.  2d. 
per  ton. 

12176.  For  hoAV  many  miles? — I think  the 
aA'erage  distance  is  25  miles, 

12177.  What  is  the  greatest  distance  they 
carry  the  coals  for  Is.  2d.? — Thirty-two  or 
thirty-four  miles. 

Chairman. 

12178.  And  although  you  have  so  much  coal 
that  you  can  supply  your  oAvn  market,  still  you 
are  competed  Avith  by  coal  coming  from  other 
parts  of  England,  as,  for  example,  from  Wales, 
and  from  Cannock  Chase? — Yes;  in  all  our 
local  markets  we  have  to  compete  Avith  coal 
coming  a long  distance,  and  that  comes  in  at  a 
loAver  rate  i)er  ton  per  mile,  than  ours  does  ; but 
A\'e  do  not  object  to  that,  because,  although  our 
rate  is  higher  per  ton  per  mile,  it  is  much  loAver 
in  the  aggregate  than  on  that  Avhich  comes  in 
from  a long  distance. 

12179.  What  is  your  local  rate? — The  local  rate 
is  invariably  1 d.  per  ton  j)er  mile. 

12180.  If  a mileage  rate  prevented  the  distant 
coal  coming  at  all  to  the  Mersey,  do  you  think 
it  Avonld  confer  a boon  u])on  your  district  or  not  ? 
— A\’e  should  have  an  advantage  by  keeping  out 
that  particular  coal ; but  on  the  other  hand,  it 
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would  be  absolutely  fatal  to  the  district.  I can- 
not imjiress  this  too  strongly  ujion  the  Com- 
mittee, that  many  of  the  collieries  in  the  district 
Avould  have  to  be  shut  up  absolutely,  if  the  ec^ual 
mileage  rate  Avere  adopted ; it  Avould  be  utterly 
impossible  for  us  locally  to  consume  the  fuel. 

Mr.  Barclay. 

12181.  Within  Avhat  distance  do  you  call 
“ local  ” ? — Anything  Avithin  about  35  miles  to 
40  miles  Avithin  the  Lancashire  district,  and  bor- 
dering on  to  the  Avestof  Yorkshii’e.  AYigan  (and 
I am  speaking  particularly  of  the  Wigan  coal- 
field) is  situated  half  Avay  betAA^een  Alanchester 
and  Liverpool,  and  Ave  call  our  local  trade,  any- 
thina;  betAveen  our  collieries  and  the  A^erge  of 
Yorkshire  on  the  one  hand,  and  the  seaboard  on 
the  other. 

Chairman. 

12182.  You  have  formed  ojfinions,  I under- 
stand, Avith  reference  to  the  charges  on  iron- 
making materials  in  England,  and  you  think 
they  are  higher  than  they  are  abroad  ? — Yes, 
they  are.  I think  the  railway  companies  might, 
Avith  very  great  adA'antage  to  themselves,  and  to 
the  trade  of  this  country,  reconsider  the  ques- 
tion of  charges  on  ii'on-making  materials  ; they 
are  certainly  very  much  higher  now  than  they 
are  abroad,  and  I venture  to  recommend  to  the 
raihvay  companies  a serious  consideration  of  that 
subject.  So  long  as  there  Avas  not  the  excessive 
competition  Avhich  has  prevailed  for  the  last 
three  or  four  years,  perhaps  it  did  not  matter 
quite  so  much,  but  noAv  it  is  a question,  not  of 
pennies,  but  of  decimals  of  a penny  in  eveiy- 
thing  that  Ave  have  to  deal  Avith,  because  the 
trade  is  utterly  unremunerativc,  and  if  Ave  are  to 
hold  our  OAvn,  not  alone  as  competing  in  this 
country,  but  as  competing  with  the  foreigner,  Ave 
must  have  everything  brought  to  the  loAvest  pos- 
sible level. 

12183.  Would  you  advocate  the  power  of 
fixing  tolls  being  given  to  the  Raihvay  Commis- 
sioners, or  any  body  of  that  sort? — I Avould  not 
indeed.  I think  that  the  Iversons  to  fix  the  tolls 
are  the  2>ersons  Avho  are  interested  in  the  tolls, 
viz.,  the  freighters  on  the  one  hand,  and  the  jier- 
sons  carrying  on  the  other.  I do  not  think  you 
can  put  trade  into  leading  strings,  and  let  any 
outsider  fix  the  rate  ; in  my  judgment  it  Avould 
be  a fatal  error  to  attemjit  it. 

12184.  That  is  the  jmesent  condition  of  things, 
that  the  tolls  are  fixed  by  agreement  betAveen 
the  traders  and  the  raihray  comjianies  ; Avould 
you  have  them  fixed  by  any  formal  body  consti- 
tuted of  traders  and  representative  of  traders  ? — 
No,  I have  not  that  in  contemjfiation.  I have  it 
rather  in  contemplation  that  the  traders  of  each 
particular  district  Avould  go  to  their  OAvn  jiarti- 
cular  raihvay  company. 

12185.  Practically,  you  Avould  leave  things  as 
they  are  Avitli  reference  to  that? — Yes,  I Avould 
leave  things  as  they  are. 

12186.  1 think  you  are  of  opinion  that  the 
Raihvay  Commissioners  ought  to  be  strengthened 
by  some  commercial  element  ? — I think  it  Avould 
be  very  desirable  indeetl. 

12187.  That  is  to  say  as  assessors? — I Avould 

rather 
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Chairman — continued. 

rather  increase  the  number  of  the  Commissioners 
to  five  ; I would  have  them  all  of  the  same 
calibre,  and  introduce  a moi-e  commercial  element 
into  their  body.  I do  not  think  it  would  be 
desirable  to  have  two  classes  of  Commissioners. 

12188.  I think  you  are  further  of  opinion, 
that  the  carry inoj  trade  of  this  country  would 
never  have  reached  its  present  height  if  the  rates 
had  been  fixed  by  an  outside  tribunal  ? — I do 
not  think  it  would  at  all. 

12189.  Do  you  think  that  if  such  a power 
were  now  given  it  would,  on  experience,  be 
found  to  succeed  so  as  to  last,  or  that  it  would  be 
found  by  experience  not  to  succeed? — I think 
the  trade  would  fall  off.  I think  it  would  be 
looked  at  simply  as  a dry  matter  of  arithmetic, 
and  that  the  particular  exigencies  of  the  trade 
could  not  be  recognised  as  they  can  by  the  rail- 
way managers  and  the  carriers,  in  constant  con- 
junction with  the  freighters  of  the  district.  If 
trade  is  disturbed  in  the  least  degree,  it  is  very 
difficult  to  get  it  back  into  the  same  channel 
again,  and  it  would  be  virtually  impossible  to  settle 
this  question  by  a tribunal  which  was  outside, 
in  other  words,  had  no  sympathy,  as  it  wei’e,  but 
looked  at  everything  as  a court,  constituted,  I 
was  going  to  say,  •without  a soul.  The  ralhvay 
companies  have  competition  one  among  another 
now,  and  it  is  their  Interest  to  foster  the  trade  of 
a district  as  much  as  they  can,  and  although 
cases  of  hardship,  no  doubt,  do  arise  from  time 
to  time,  yet  on  the  whole  I think  the  railway 
companies  do  foster  the  trade  of  the  various  dis- 
tricts. But  I think  it  would  be  otherwise  if  it 
were  left  to  a tribunal  such  as  the  Kailway 
Commissioners ; in  fact,  it  would  be  utterly  im- 
possible, iu  my  judgment,  for  any  body  such  as 
that  to  deal  with  the  rating  and  carrying  system 
of  this  country. 

i\Ir.  Bar  clay. 

12190.  You  say  there  is  a very  keen  competi- 
tion going  on  in  this  country  now  in  manufac- 
tured goods,  coal,  and  ii’on? — Yes,  that  is  so. 

12191.  I suppose  these  works  and  mines  which 
are  most  favourably  situated  would  be  able  to 
])roduce  the  goods  at  the  least  possible  price  ? — 
Yes,  as  a rule,  that  would  be  so. 

12192.  You  propose  that  those  works  which 
are  most  favourably  situated  shall  pay  higher 
mileage  rates  than  those  which  are  more  distant, 
and  less  favourably  situated? — Not  at  all. 

12193.  Do  you  recommend  equal  mileage 
rates? — I do  not  recommend  equal  mileage  rates 
at  all. 

12194.  You  recommend,  as  I understand,  lower 
rates  for  the  longer  distances  ? — That  is  so. 

12195.  What  do  you  mean  by  equal  mileage 
rates  specially? — An  equal  mileage  rate  1 take 
to  mean  that,  for  a certain  article,  the  rate  should 
be  the  same  per  ton  per  mile,  whether  the  distance 
travelled  was  one  mile  or  1,000  miles. 

12196.  Has  anybody  recommended  that  pro- 
posal?— I have  lieard  it  spoken  of;  I do  not 
know  whether  it  has  been  spoken  of  before  this 
Committee,  but  1 think  some  of  the  evidence  in 
the  earlier  part  of  the  proceedings  seemed  to 
point  very  strongly  in  that  direction. 

12197.  In  speaking  of  the  great  competition 
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which  now  exists,  I suppose  you  refer  chiefly  to 
the  competition  with  other  countries  in  the  ex- 
ported article  ? — Not  specially,  but  there  is  an 
enormous  competition  between  the  works  in  our 
own  countries  as  well  as  with  foi*eign  counti'ies; 
there  is  a power  of  production,  both  of  coal  and 
iron,  far  in  excess  of  the  consumption  at  ])resent, 
and  thus  there  is  a considerable  competition  at 
home. 

12198.  There  is  considerable  competition  not 
only  in  this  country,  but  there  is  also  considerable 
competition  with  the  foreigner  ? — There  is  both. 

12199.  Would  the  works  which  are  most 
favourably  situated,  naturally  be  in  the  best 
position  to  compete  with  the  foreigner  ? — Some 
of  them  would  be  in  a good  position,  and  some  of 
them  would  not.  There  are  two  points  to  be 
considered  in  regard  to  works  being  favourably 
situated;  I do  not  know  which  you  have  in  your 
mind. 

12200.  1 have  not  any  particular  natural  ad- 
vantages in  my  mind  at  all  ; I ask  whether  the 
works  which  would  be  most  favourably  situated, 
taking  natural  advantages  into  account,  would 
be  those  Avhieh  could  produce  goods  at  the 
cheapest  price,  and  be  best  able  to  compete  with 
the  foreigner  ? — There  are  two  elements  in  the 
question,  first,  cheapness  of  production,  and, 
secondly,  situation  as  regards  the  market,  which, 
perhaps,  is  more  important  than  the  other ; those 
two  elements  do  not  at  all  of  a necessity  go 
together. 

12201.  I am  taking  the  whole  of  the  natural 
advantages  into  account ; the  question  1 asked 
was  more  in  the  nature  of  a platitude,  that  the 
Avorks  most  favourably  situated,  taking  all  the 
circumstances  into  account,  were  those  which 
could  best  and  longest  compete  with  the  foreigner 
in  the  articles  they  manufacture  ? — Those  most 
favourably  situated  Avould  be  those  which  could 
ju’oduce  best,  and  were  nearest  the  markets,  no 
doubt. 

12202.  As  far  as  distance  was  concerned,  those 
Avorks  that  have  the  least  carriage  AAmuld  be  the 
most  favourably  situated  for  competition  Avith 
the  foreigner? — Yes. 

12203.  Your  proposal  of  differential  mileage 
rates  Avould  place  a higher  mileage  rate  upon  the 
shorter  distance  than  upon  the  longer? — Clearly. 

12204.  And  to  that  extent  Avould  deprive  this 
particular  Avork  of  its  natural  advantage  in  re- 
gard to  distance  ? — I do  not  think  so. 

12205.  Assuming  that  you  charge  that  par- 
ticular Avork  1 d.  per  ton  per  mile,  instead  of 
\d.  per  ton  per  mile,  the  Avorks  Avould  be 
di.sadvantagod  to  the  extent  of  \d.  per  ton  per 
mile? — No  doubt  it  does,  to  a certain  extent, 
deprive  that  Avork  of  that  advantage,  and  it  gives 
it  to  the  public,  because  if  you  have  another  set 
of  Avorks  Avhich  are  20  or  30  miles  further  aAvay, 
and  you  charged  them  an  equal  mileage  rate, 
they  could  not  come  in  at  all ; but  if  you  give 
the  persons  Avho  arc  farthest  away  an  easier  rate, 
they  come  in,  and  then  competition  ensues,  and 
the  public  are  benefited  by  the  price  of  the 
article  being  kept  down. 

12206.  Supjiosing  this  differential  rate  of 
carriage  amounts  to  2.v.  Qtd.  per  ton  as  against 
the  works  more  favourably  situated  in  respect  of 
distance,  Avho  gets  this  additional  2 s.  6d.  per 

4 B ton ; 


562 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


29  June  188  1.] 


Mr.  Hewlett. 


Continued. 


Mr.  Barclay — continued, 
ton ; does  it  affect  the  price  which  goes  to  the 
manufacturer  ? — It  affects  the  selling  price. 

12207.  Does  it  affect  the  price  of  producing 
the  goods  ? — It  does  not  affect  the  price  of  jiro- 
ducing  the  goods. 

12208.  You  are  speaking  of  the  price  of  the 
goods  which  are  delivered  to  the  consumer? — 
It  affects  the  price  to  the  consumer. 

12209.  And  supposing  it  were  an  equal  mile- 
age rate  in  this  case,  and  the  carriage  were  re- 
duced 2 s.  %d.  a ton,  would  the  public  or  the 
manufacturer  get  the  benefit  of  it  ? — The  public 
would  get  the  benefit  of  it  in  that  case. 

22210.  But  you  stated  a little  while  ago  that 
the  public  would  get  the  benefit  of  the  differential 
rales,  whereas  now  you  work  it  out  that  the 
public  would  be  disadvantaged  to  the  extent  of 
the  differential  rates  ? — The  public  do  now'  get 
the  advantage. 

12211.  What  system  do  you  recommend,  if  you 
do  not  approve  the  equal  mileage  rate  ? — I 
approve  the  system  of  being  charged  according 
to  distance,  and  according  to  the  particular  neces- 
sities of  the  trade  at  the  time.  I would  have  no 
hard  and  fast  line  laid  down. 

12212.  Who  do  you  propose  should  judge  of 
the  necessities  of  the  trade  ? — The  trader  on  the 
one  hand,  and  the  carrier  on  the  other. 

12213.  Do  you  find  that  the  traders  have  any- 
thing to  say  in  the  meanlime  to  the  price  that  is 
fixed  on  coals? — Yes,  constantly. 

12214.  You  get  the  railway  company  to  ac- 
commodate the  rates  according  as  you  wish  ? — 
Certainly. 

122215.  Do  you  tell  the  Committee  that  the 
majority  of  the  works  in  this  country  are  not 
situated  in  what  are  naturally  the  most  advan- 
tageous positions? — That  is  a question  I can 
scarcely  answer. 

12216.  You  told  the  Committee,  to  begin 
with,  tlial  an  equal  mileage  rate  would  be  fatal 
to  the  great  bulk  of  the  trade  of  the  country, 
from  which  I infer  that  the  great  bulk  of  the 
trade  of  the  country  is  situated  in  places  which 
are  under  natural  disadvantages  in  regard  to 
distance?  — A great  number  of  the  works  are 
situated  a very  long  distance  from  the  markets, 
and  if  those  works  had  to  pay  an  equal  mileage 
rate  wdth  those  which  were  nearer,  they  would 
simply  be  shut  out. 

12217.  You  have  a very  considerable  local 
market,  have  you  not?- — Yes;  we  sell  from 
1,500,000  to  2,000,000  tons  a year. 

12218.  And  you  have  a very  large  export 
business  ; you  are  very  favourably  situated  for 
that? — Yes  ; a fair  share  of  our  trade  is  export. 

12219.  You  still,  in  addition,  wish  to  have  a 
share  in  the  London  trade? — We  always  send 
some  to  the  London  market. 

12220.  What  proportion  do  you  send  to  the 
London  market? — From  about  50,000  to  60,000 
tons  a year;  about  l-30th  part  of  our  total  pro- 
duction. 

12221.  Do  I understand  that  if  you  were  shut 
out  of  the  London  market  by  the  equal  mileage 
i-ate  it  would  be  very  fatal  to  the  Wigan  coal 
trade? — I instance  that  by  Loudon ; but  Ido 
not  limit  it  to  London. 

12222.  What  other  places  do  you  send  coals  to? 
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— W e send  them  all  over  the  country ; we  begin 
at  home,  and  go  down  to  the  south  coast,  and  all 
over  the  country. 

o 12223.  You  told  the  Committee  also  that  the 
^outh  Wales  coal  owners  send  a considerable 
cjuantity  of  coals  into  your  market  ? — The  South 
Wales  coal  owners  send  a very  considerable 
quantity  to  Liverpool. 

12224.  Is  it  by  a very  favourable  mileage  rate 
that  they  are  able  to  do  that? — 'Ihey  have  a 
very  favoui’able  mileage  rate. 

12225.  Assuming  London,  on  the  one  hand, 
to  be  supplied  ])artially  by  you,  and  Liverpool, 
on  the  other  hand,  supjilied  partially  from  South 
Wales,  if  an  ecjual  mileage  rate  were  imjjosed, 
do  I understand  that  it  would  shut  you  out  of 
the  London  market  and  the  South  Wales  coal 
out  of  the  Liverpool  market? — The  South  Wales 
coal  could  not,  under  an  equal  mileage  rate,  go 
to  Liverpool,  and  our  coal  could  not  go  to 
London.  Now  our  coal,  which  we  send  to 
London,  could  not  be  replaced  by  the  South 
Wales  coal,  because  it  is  not  fit  for  the  purpose; 
while,  on  the  other  hand,  the  South  Wales  coal, 
which  Avould  be  excluded  from  Liverpool,  is  more 
fitted  for  the  purpose  for  which  coal  is  largely 
required  at  Liverpool. 

12226.  If  the  Wigan  coal  people  were  con- 
fined very  much  to  their  own  district,  including 
Liverpool,  where  they  have  the  natural  advan- 
tage, and  excluded  from  the  London  market,  as 
they  would  be  by  reason  of  the  distance,  and,  on 
the  other  hand,  if  the  South  Wales  people  were 
excluded  from  the  Liverpool  market  and  confined 

to  their  natural  market ? — We  should  have 

to  eat  each  other  up. 

Chairman. 

12227.  Is  it  not  true  that  coal  is  coal  but  still 
it  is  not  coal ; that  coal  is  wanted  in  one  place 
which  must  be  supplied  from  another;  for  in- 
stance, in  South  Wales  there  is  steam  coal  which 
would  not  be  of  any  use  in  lighting  fires  in 
London? — 'I'liat  is  so.  The  South  Wales  is 
steam  coal,  and  a very  large  proportion  of  what 
we  sell  is  gas  coal,  which  w'ould  be  comparatively 
useless  for  the  production  of  steam. 

Mr.  Barclay. 

12228.  At  a certain  price,  the  gas  companies 
in  London  prefer  a certain  proportion  of  coal  from 
your  collieries,  do  they  not? — As  a matter  of 
fact,  we  do  not  sell  coal  for  gas  in  London 
itself,  because  there  the  water  carriage  comes 
in. 

12229.  The  people  in  London  would  get  on 
without  the  Wigan  coals  altogether,  and  not 
suffer  any  detriment  ?— We  should  not  get  on 
very  w'ell.  I suppose  we  would  get  on  without 
any  even  of  South  Wales  coal,  but  I daresay 
none  of  us  would  like  it  so  well. 

Mr.  Lowther. 

12230.  You  have  a very  large  traffic,  have  you 
not  ? — We  have  a very  large  business. 

12231.  Do  you  pay  the  railroad  very  much 
money? — Yes,  we  pay  them  from  170,000/.  to 
300,000/.  a year.  In  good  times  we  have  paid 
them  as  much  as  300,000/.  a year. 


12232.  That 
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Mr.  Loiother — continued. 

12232.  That  would  have  been  about  10  or  12 
years  .ago? — Yes.  As  a matter  of  fact  we  really 
paid  the  railway  companies  more  before  the  coal 
famine  came  on  than  we  have  since. 

12233.  And  you  send  all  over  the  country  ? — 
Yes,  nearly  everywhere. 

12234.  The  long  and  the  short  of  what  you 
have  said  is  that  you  are  satisfied  with  things  as 
they  are  with  regard  to  railways  ? — Yes  ; at  any 
rate  if  I am  not  quite  satisfied  I would  very  much 
rather  deal  with  railway  companies  than  I would 
deal  with  a tribunal  like  the  Railway  Commis- 
sioners, to  fix  the  rates  for  me.  I do  not  want 
anybody  to  come  in  between  me  and  the  people 
with  whom  I have  to  deal. 

Mr.  Baines. 

12235.  You  say  that  the  railway  companies, 
as  a rule,  meet  your  wislies? — Yes,  fairly  well. 

12236.  Are  you  not  aware  that,  for  the  last 
two  or  three  years,  the  railway  companies  have 
been  asked  repeatedly  to  reduce  their  rates  to 
London  ? — Yes. 

12237.  And  they  persistently  refuse  to  do  so  ? 
— They  do. 

12238.  And  they  have  been  taking  practically 
an  amount  out  of  your  pockets  in  consequence  ? 
— I am  not  so  sure  that  it  has  been  out  of  our 
pockets. 

12239.  Are  you  aware  that  the  freights  by  sea 
in  the  north  of  England  have  di’opped  35.  a ton  ? 
— No,  I am  told  45.,  or  45.  6</.,  is  the  living  or 
paying  rat(;. 

12240.  And  it  was  75.? — I daresay  it  was  as 
high,  or  higher,  than  that  in  the  best  times. 

12241.  And  to  what  extent  have  the  railways 
reduced  their  rate  ? — Sixpence ; and  I should 
like  another  6^7,  reduction  as  well  as  anybody, 
but  I do  not  know  that  I should  get  it  from  the 
Railway  Commissioners. 

12242.  You  stated,  I think,  that  freighters 
could  practically  rule  the  rates  ? — I did  not  say 
that. 

Mr.  Barclay. 

12243.  You  told  me  that  railway  companies 
always  complied  with  the  wishes  of  the  traders 
in  regard  to  rates  ? — They  do  not  always  comply, 
but  they  are  men  of  business  the  same  as  other 
people,  and  they  have  sense  and  reason,  and, 
as  a rule,  we  get  on  pretty  well  together. 

Mr.  Barnes. 

12244.  But  do  not  they  carry  the  whip? — I 
do  not  let  them  whip  me.  1 never  would  pay 
the  railway  companies  anything  more  than  I 
thought  they  were  entitled  to. 

12245.  But  cannot  the  railway  company  shut 
you  out  of  a market  ? — I never  have  been  shut 
out  yet. 

12246.  If  you  were  in  the  South  of  England, 
and  your  coal  wei'e  nearer  the  south,  should  you 
approve  of  the  Wigan  rate  ; if  your  colliery  were 
situated  in  Leicestershire,  should  you  approve 
of  Wigan  taking  the  advantage  of  your  geo- 
graphical position  away  from  you  ? — It  so 
ha2ipen3  that  I am  the  chairman  of  a colliery 
company  in  Nottinghamshire,  which  is  the  same 
thing  as  Leicestershire,  and  I do  not  object  in 
the  least  to  the  arrangement. 
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12247.  But  do  not  you  think  each  place  should 
have  the  advantage  of  its  geographical  position  ? 
— It  has  it  already. 

12248.  In  a degree?  — It  has  it  in  a very 
marked  degree.  Before  we  in  Wigan  can  live 
at  all,  we  in  Nottinghamshire  have  25.  start  in 
the  rates,  and  if  I could  get  anything  like  2 s. 
profit,  I should  be  very  thankful. 

12249.  But  have  you  your  natural  advantages 
there  ? — You  have  the  advantage  wherever  you 
can  do  the  business. 

12250.  You  can  do  the  business  wherever  you 
ai’e  given  a bounty  by  the  railway  companies? — 
We  are  not  given  a bounty  by  the  railway  com- 
panies. 

12251.  You  are  given  a cheaper  rate  per  mile  ? 
— Because  for  the  long  distance  it  is  fair  and 
reasonable  to  give  a less  rate. 

12252.  l)o  you  mean  to  say  you  can  carry 
coals  more  cheaply  150  miles  than  you  can  100  ? 
— Yes  ; I say  Parliament  has  from  the  very  first 
recognised  the  principle  of  rates  for  distances  ; 
that  distances  of  over  50  miles  shall  be  carried 
at  a less  rate  than  under  50  miles. 

Mr.  Barclay. 

12253.  Are  you  .speaking  with  knowledge 
upon  that  point? — I know  it  is  so  in  our  North 
country  Acts. 

12254.  What  is  the  difference  allowed  be- 
tween a long  distance  and  a short  distance  in 
the  railway  Acts  ? — If  I remember  rightly, 
roughly  speaking,  I would  say  1 d.  up  to  50  miles, 
and  I d.  over  50  miles.  With  reference  to  the 
actual  figure,  I speak  subject  to  correction,  but 
as  to  the  fact  that  there  is  a difference,  I am 
certain. 

Mr.  Barnes. 

12255.  In  the  Denaby  case,  I think  it  was 
laid  down  that  the  system  you  propose  was 
against  the  law? — Yes,  and  I have  no  doubt  that 
the  Denaby  case  will  be  upset. 

12256.  As  not  being  the  law  ? — Yes,  as  not 
being  the  law.  All  I can  say  is,  that  the  trade 
of  the  country  cannot  be  carried  on  if  that  deci- 
sion is  to  be  carried  on  to  its  logical  sequence. 

12257.  Have  there  been  any  serious  com- 
plaints in  your  neighbourhood  about  the  rail- 
ways ? — There  has  been  nothing  of  any  moment  ; 
we  have  always  little  grievances ; but  we  can 
settle  them  outside  the  court. 

12258.  Do  you  remember  the  case  of  Gidlow 
against  the  Lancashire  and  Yorkshire  Company  ? 
— Yes,  I bought  the  colliery. 

12259.  What  was  the  case? — It  was  a ques- 
tion of  terminals. 

12260.  It  was  a large  question,  was  it  not? — 
It  was  a large  question,  and  that  is  an  instance 
of  a small  colliery  pro[)rietor  fighting  a railway 
company,  and  carrying  it  through  and  winning 
the  victory  ; that  is  a sort  of  case  in  which,  I 
submit,  it  is  far  better  to  deal  with  it  ourselves, 
than  to  go  to  any  Railway  Commissioners. 

Mr.  Bolton. 

12261.  May  I take  it  as  your  opinion,  that  tlie 
present  system,  by  which  the  railway  companies 
and  traders  are  allowed  within  the  limits  laid 
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Mr.  Bolton—  continued. 

down  in  their  Acts  to  make  their  own  arrange- 
ments with  reference  to  iMtes,  is  better  for  the 
public  and  the  traders,  as  a whole,  than  having 
these  rates  governed  by  such  a tribunal  as  has 
been  suggested  here,  namely,  the  Hallway  Com- 
missioners ? — I think  so,  very  strongly. 

12262.  You  think  that  the  competition 


Mr.  Bolton — continued. 

amongst  the  railway  companies  themselves,  such 
as  it  is,  and  the  pressure  brought  to  beaj-  upon 
the  railway  companies  by  the  traders  themselves, 
has  in  the  past,  and  is  likely  in  the  future,  to 
produce  a better  result  than  any  Legislative 
interference  •which  you  can  suggest  ? — Tliat  is 
my  opinion. 
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Chairman. 

2263.  You  are  General  Manager  of  the 
Great  Western  Railway  ? — I am. 

12284.  And  you  have  followed  the  evidence 
which  has  been  given  before  this  Committee? — 
Generally,  I have  done  so  ; I have  not  been  foi'- 
tunate  enough  to  be  in  the  room  all  the  time  ; 
but  generally  I know  the  purport  of  the  evidence 
which  has  been  given  before  the  Committee. 

12265.  Will  yon  now  proceed  to  make  any 
statement  to  the  Committee  upon  the  matter 
before  them  ? — 'I'he  first  question  upon  which  I 
would  desire  to  make  some  observations  before 
the  Committee,  is  the  subject  of  the  terminal 
charges. 

12268.  I believe  you  gave  evidence  before  the 
Royal  Commission  in  1867,  and  also  before  the 
Joint  Select  Committee  of  the  House  of  Lords 
and  House  of  Commons  in  1872? — I did  ; I 
think,  probably,  if  I were  to  remind  the  Com- 
mittee of  a statement  made  by  one  of  the  wit- 
nesses, which  has  been  more  or  less  repeated, 
although  more  briefly  by  other  witnesses,  I could 
bring  more  clearly  before  the  Committee  the  point 
to  which  I would  first  draw  their  attention.  It 
was  stated  by  Mr.  Hunter,  in  reply  to  Question 
81,  as  follows  : “ Now,  the  gross  sum  is  ^lald  to 
the  company  that  receives  the  goods,  or  to  the 
company  that  delivei's  them,  as  the  case  may  be; 
it  would  not  be  fair,  as  between  the  companies, 
to  divide  this  gross  sum  merely  according  to  the 
mileage,  because  the  Intermediate  company  ren- 
ders no  service  except  the  use  of  its  line  or  its 
locomotive,  whereas  tlie  terminal  companies  have 
all  the  trouble  of  collecting  and  invoicing  the 
goods,  and  providing  station  accommodation. 
As  between  the  three  companies,  therefore,  it  is 
reasonable  that  there  should  be  an  allowance  to 
the  companies  at  both  ends,  of  a certain  sum  be- 
fore the  gross  sum  is  distributed  according  to  the 
mileage  rate,  and  that  is  what  is  done  by  the 
Clearing  House.”  And  then  he  was  asked,  “ Then, 
using  the  word  ‘ terminal,’  now,  as  regards  the 
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public,  is  a railway  company  entitled  to  charge  for 
any  terminal  services  incidental  to  conveyance, 
which  it  is  not  specially  authorised  to  charge  under 
its  j)rivate  Act,”  to  which  he  replied  ‘‘No.” 
(2.)  Will  you  explain  to  the  Committee  what 
services  you  hold  to  be  included  in  the  maximum 
rate  clause  where  there  is  no  exception?  (/L) 
The  words  are,  ‘Every  service  incidental  to  con- 
veyance,’ aud  in  the  absence  of  an  express  judi- 
cial decision  I hardly  like  to  give  any  distinct 
opinion.  (2.)  Do  you  think  loading  service  in- 
cidental to  conveyance  ? (H.)  I should  say'  so. 

(2.)  Do  you  think  that  the  maximum  rate  in- 
cludes the  service  of  loading?  (N.)  Certainly, 
unless  it  is  especially  excepted.”  It  is  to  that 
point,  and  it  is  repeated  more  or  less,  and  con- 
firmed by  the  view  of  other  witnesses,  that  I 
would  desire  first  to  draw  the  attention  of  the 
Committee.  Mr.  Hunter  states  that  it  is 
very  I'casonable,  that  as  between  three  companies, 
the  two  terminal  companies  should  receive  some 
compensation  for  providing  station  accommo- 
dation. Now  I will  take  the  case  of  goods  pass- 
ing from  Stoke  to  Stoiu’brldge.  Stoke  being 

o o o 

upon  the  North  Staffordshire  Railway,  and  Stour- 
bridge upon  the  Great  Western  Railway  ; and  I 
will  assume  that  they  are  nearly'  equidistant ; 
about  12  miles  ujion  each  line.  The  London  and 
North  Western  Company’s  toll  I will  assume  to 
be  2 d.  per  ton  per  mile,  aud  that  the  London  and 
North  ITestern  Company  are  entitled  to  say  that 
that  is  the  sum  they  will  chai’ge,  and  the  only 
sum  that  they  will  take  as  part  of  the  through 
rate,  which  they  are  quite  entitled  to  do.  The 
North  Staffordshire  Company  would  say  the  same, 
and  the  Great  Western  Company  would  say  the 
same,  that  at  '2d.  per  ton  per  mile  would  be  2s. 
to  each  company.  Mr.  Hunter  says  the  two  ter- 
minal companies  are  entitled  to  some  terminal 
allowance.  Now  how  is  that  to  be  contributed 
out  of  the  rate  ; the  maximum  rate  is  2 s.  to  each 
company  ; it  must  be  manifest  that  it  could  be 
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only  contributed  in  one  way,  and  that  is  by  the 
public.  The  London  and  North  Western  Com- 
pany could  not  contribute  it ; the  only  sugges- 
tion lliat  can  be  made,  other  than  that  the  public 
should  pay,  is  that  the  com})anies  must  pay  it 
out  of  the  mileage  rate ; if  so,  the  maximum 
rate  would  not  be  the  maximum  rate  that 
they  can  charge-  Therefore  I state  that  Mr. 
Hunter's  statement  is  inconsistent,  and  admitting 
the  reasonableness  of  a railway  company  being- 
entitled  to  a terminal  charge,  he  is  wrong  in  as- 
suming that  they  should  not  charge  the  public, 
l am  pointing  out  that  the  intermediate  company 
is  entitled  to  require  their  maximum  rate,  and  in 
that  case  I would  ask  Mr.  Hunter  how  is  the  ter- 
minal company  to  get  their  terminals  unless  they 
are  charged  to  the  public.  I do  not  hesitate  to 
say  that  there  is  no  answer  to  it  whatever,  ex- 
cej»t  that  it  must  be  charged. 

12267.  AVhat  you  wish,  I believe,  is  very 
briefly  to  give  a history  of  the  origin  of  terminals  ? 
— I would  propose  to  do  so  for  this  reason: 
It  is  denied  by  some  of  the  witnesses  that  the 
companies  are  entitled  to  charge  terminals  at  all. 
Statements  have  been  put  in  before  the  Com- 
mittee to  show  that  the  companies  have  over- 
charged. If  the  Committee  are  satisfied  that 
legally  and  reasonably  the  comjjanies  are  entitled 
to  terminals,  the  complaints  of  overcharge  will, 
to  a large  extent,  if  not  entirely,  vanish.  Now, 
inasmuch  as  this  subject  is  one  wdiich  has  been 
brought  before  Parliament  frequently,  from  time 
to  time,  up  to  20  years  ago,  but  has  been  asleep, 
in  fact,  during  the  last  20  years,  and  has  now  been 
raised  again,  it  is  very  desirable  that  it  should  be 
settled  once  for  all.  Therefore,  if  the  Com- 
mittee would  allow  me,  I would  briefly  give  some 
information  with  regard  to  the  history  of  the 
present  position  of  those  terminal  charges  ; I will 
give  the  Committee  a history  of  all  the  clauses, 
but  not,  of  course,  attemitt  to  put  a legal  con- 
struction upon  them,  but  no  doubt  you  will  have 
able  evidence  from  some  of  the  legal  gentlemen 
connected  with  railways  following  me,  who  will 
answer  any  question  you  wish  to  put  with  refer- 
ence to  their  construction. 

Lord  Randolph  Churchill. 

12268.  I do  not  understand  that  any  of  the 
witnesses  have  contended  that  there  should  be 
no  terminal  charges  ; the  only  thing  that  there 
has  been  any  contention  about  before  the  Com- 
mittee, has  been  the  amount  of  the  charge  ; but 
the  mere  fact  of  the  company  being  allowed  to 
charge  some  terminals  has  been  admitted  ? — Will 
you  allow  me  to  point  to  the  answer  that  I have 
read  of  Mr.  Hunter’s,  in  which  he  says,  that 
unless  loading  and  unloading  is  mentioned  in  the 
clause  as  an  extra  beyond  the  maximum  rate,  he 
goes  so  far  as  to  contend  that  the  company  are 
bound  to  load  and  unload  without  any  payment 
whatever.  I do  not  know  hoiv  much  further  he 
could  put  it  than  that.  1'lien  a witness  from 
Lancaster  stated  that  he  could  load  and  unload 
his  goods  for  4 d.  a ton,  therefore  he  contended 
that  the  London  and  North  'Western  Company, 
and  the  Lancashire  and  Yorkshire  Company 


Lord  Randolph  Churchill — continued, 
were  only  entitled  to  4 d.  a ton  terminals  upon 
the  goods  which  he  sent  by  their  railway.  That 
is  utterly  denying  the  right  of  a company  to  ter- 
minals. I have  no  hesitation  in  saying  that  I can 
satisfy  the  Committee  that  the  railway  conqianies 
could  not  exist,  and  that  railway  companies  never 
would  or  could  have  been  carriers,  unless  they 
received  a payment  for  tlie  use  of  their  stations, 
and  for  the  services  they  performed  in  the 
stations. 

iMr.  Barclay. 

12269.  Will  you  allow  me  to  say  that  I think 
the  point  at  issue  is  really  this,  whether  these 
terminals,  to  which  you  have  referred  just  now, 
are  included  in  the  maximum  rates,  or  not  ? — 
That  is  exactly  my  statement.  I have  taken  Mr. 
Hunter’s  own  printed  words,  and  not  my  view  of 
them,  because  I liave  read  them  to  you. 

Mr.  Bolton. 

12270.  But  I think  the  point  still  remains  ; 
whence  is  the  terminal,  to  xvhich  the  terminal 
companies  are  entitled  to  come  from,  if  all  the 
companies  are  entitled  to  receive  their  maximum 
rate  ? — I will  take  that  point  in  my  state- 
ment. 

Chairman. 

12271.  Will  you  jn-oceed  to  give  the  Com- 
mittee, as  briefly  as  you  possibly  can,  a historical 
account  of  the  existence  of  maximum  charges, 
and  how  those  rates  have  arisen  ? — At  the  time 
when  railways  were  first  projected,  goods  were 
conveyed  between  towns  and  places  principally 
by  carriers;  i^eople  who  laid  themselves  out  for  the 
business.  They  expended  capital  in  providing 
horses,  boats,  vehicles,  and  premises,  charging 
the  owners  of  the  goods  what  they  thought  fit,  or 
could  get,  and  they  paid  the  tolls  for  the  use  of 
the  turnpike  roads  and  canals.  The  theory  of 
the  early  Railway  Acts  was,  that  railway  pro- 
prietors should  derive  revenue  for  their  capital, 
mainly,  if  not  altogether,  from  tolls  levied  for  use 
of  the  railroad  by  carriers,  or  owners  of  goods. 
It  was  ncit  contemplated  that  they  should  be  pro- 
prietors of  rolling  stock,  or  act  as  carriers  them- 
selves ; but  in  practice  this  theory  has  proved  to 
be  erroneous.  Neither  carriers  nor  owners  of 
goods  provided  engines  or  waggons,  and,  as  a 
matter  of  fact,' railway  companies  from  the  com- 
mencement have  not  only  had  to  provide  the  rail- 
road, but  they  also  had  eventually  to  undertake  the 
duty  of  carriers.  In  their  capacity  as  carriers,  rail- 
way proprietors  have  expended  enormous  capital 
beyond  the  mere  cost  of  the  railroad,  which  they 
would  not  have  done  had  their  railroads  been 
used  as  contemplated  by  the  early  Acts;  most  of 
the  early  Railway  Acts,  in  fact  I may  say  all  of 
them,  enabled  companies  to  charge  tolls.  Firstly, 
for  the  use  of  the  railway.  Secondly,  for  the  use 
of  waggons.  And,  thirdly,  for  the  use  of  engines. 
The  classification  of  goods  being,  to  a great 
extent,  if  not  practically,  the  same  classification 
as  was  authorised  for  canals. 

12272.  The  railway  companies  borrowed  then 
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Chairman — continued. 

from  the  canals,  did  they  not  ? — The  fact  is  that 
as  respects  terminals  the  difficulty  that  probably 
the  railway  companies  are  In  before  the  Com- 
mittee is,  that  the  Parliamentary  agents  un- 
doubtedly copied  the  clauses  to  a great  extent 
from  the  Canal  Acts,  without  taking  into  con- 
sideration the  difference  of  circumstances  ; there- 
fore, there  is  no  doubt  a certain  amount  of 
ambiguity  in  some  of  the  clauses. 

12273.  The  Committee  have  heard  already 
from  Mr.  Hunter  that  about  1845  maximum 
rate  clauses  were  introduced  into  Acts?— That 
was  the  first  year  in  Avhich  any  maximum  rates 
were  introduced. 

12274.  The  terminal  clauses  were  also  intro- 
duced then,  Avere  they  not?— Yes,  the  London 
and  Birmingham,  noAv  the  London  and  North 
Western  Company’s  Clause,  Avas  the  first  ter- 
minal clause  Avhich  Avas  inserted. 

12275.  Will  you  state  Avhat,  in  your  opinion, 
those  maximum  rates  are  intended  to  include  ? — 
They  Avere  intended  for  conveyance,  and  they 
included  the  use  of  the  railway  Avaggons,  loco- 
motive poAver,  and  every  service  incidental  to 
conveyance.  They  are  for  conveyance  of  goods 
from  point  to  point  on  the  railroad,  but  nothing 
more.  Terminal  charges  are  for  those  services, 
and  accommodation  incidental  to  the  business  of 
a carrier,  and  beyond  the  conveyance,  and  are 
made  to  cover,  first,  the  interest  on  the  cajiital 
laid  out  on  land  for  station  and  roads  and  on  the 
cost  of  construction  and  maintenance  of  stations, 
sidings,  sheds,  platforms,  Avarehouses,  cranes, 
turntables,  Aveighing  machines,  hydraulic  ])ower, 
and  all  the  fixed  appliances  and  machinery  and 
other  property.  Second,  all  the  Avorking  charges, 
repairs,  reneAval,  and  insurance  of  station  build- 
ings, loading  and  unloading,  and  other  labour  of 
all  kinds,  clerkage,  stores,  shunting  by  horses  and 
engines,  gas,  rates,  and  risk  of  damage  in  loading 
and  unloading,  cartages,  and  all  those  other  ser- 
vices Avhich  are  incidental  to  the  duty  of  a 
carrier,  inclusive  of  profit. 

12276.  In  short.  It  comes  to  this,  that  you 
Avould  contend  that  the  maximum  rates  originally 
fixed  Avere  not  fixed  Avith  the  prospect  of  raihvay 
companies  becoming  common  carriers? — I do 
contend  that,  and  as  you  get  a little  further  on  I 
am  quite  satisfied  you  Avill  find  that  to  be  so ; 
you  Avill  find  the  terminal  clauses  differ  very 
much  ; in  some  cases  there  will  be  no  dispute 
Avhatever  to  the  right  of  some  companies  to  charge 
for  all  that  I have  stated  here. 

12277.  Can  you  tell  the  Committee  Avhat  was 
the  custom  of  the  old  canal  companies  Avith  re- 
gard to  the  charges  which  you  call  terminals  ? — 
They  a?  ere  toll  takers  oidy,  the  carriers  made 
the  charges  for  the  wharfage,  craneage,  sheds, 
and  other  accommodation,  when  not  provided  by 
the  canal  company,  and  the  canal  companies 
made  a charge  for  such  of  them  as  they  provided. 
If  the  raiLvay  companies  had  remained  toll 
takers  only,  the  carriers  would  have  had  to  con- 
struet  their  own  stations,  and  would,  of  course, 
have  been  at  liberty  to  make  whatever  charge 
they  thought  proper  or  could  obtain,  being  under 
no  such  Parliamentary  restrictions  as  raihvay 
companies. 
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12278.  Whll  you  give  the  reason  Avhy,  in  your 
opinion,  terminal  charges  might  not  be  abolished- 
and  the  mileage  rate  be  made  to  include  all 
charges? — If  terminal  charges  Avere  abolished, 
and  the  rate  included  not  only  the  conveyance, 
but  the  station  accommodation  and  services,  the 
maximum  rate  per  mile  Avould  have  had  to  be 
made  very  high,  as,  for  instance,  say/or  12  miles; 
the  present  maximum  rate  for  sugar  for  12  miles 
is,  say,  2d.  a,  mile  ; that  Avould  be  2s.,  and  the 
terminals  (2  s.  at  each  end)  are  4 s.,  so  that  the 
actual  cost  Avould  be  6 s. ; or  equal  to  6 d.  per 
ton  2ier  mile,  station  to  station.  So  that  taking  a 
case  where  sugar  would  have  to  be  conveyed  for 
100  miles  the  rate  Avould  be  50.9.  per  ton,  station 
to  station,  Avhich  would  be  such  an  excessive  rate 
that  the  traffic  would  not  bear  it,  showing  that  an 
uniform  rate  per  mile  to  include  terminals  is  im- 
practicable. 

Mr.  Barclay. 

12279.  Would  you  refer  to  Mr.  Hunter’s 
statement  upon  this  point? — Mr.  Hunter  states 
that  the  maximum  rate  includes  all  terminals. 
When  I get  further  I shall  satisfy  the  Com- 
mittee that  there  are  companies  whom  no  person 
Avili  contend  have  not  the  full  poAver  to  charge 
what  they  do. 

Chairman. 

12280.  1 think  you  Avill  say  that  circumstances 
have  altered  since  the  raihvay  companies  Avere 
first  constituted,  since  the  first  imposition  of  these 
maximum  rates? — Yes;  as  I have  before  stated, 
the  clauses  in  the  Raihvay  Acts  were  copied 
from  the  Canal  Acts,  and  from  the  Tiamroad 
Acts,  and  no  doubt  the  classification  and  maxi- 
mum rates  Avere  fixed  upon  insufficient  data  as  to 
the  requirements  of  trade,  and  also  at  a time 
when  the  cost  of  conveying  traffic  Avas  less  than 
it  is  noAV. 

12281.  Why  is  the  co^t  of  conveying  traffic 
greater  noAV  than  it  Avas  then  ? — The  cost  of 
Avorking  railways  is  incomparably  greater  noAV 
than  it  was  at  first ; 1 do  not  quite  remember, 
but  I think  the  Great  Western  Company’s  per- 
centage of  working  expenses  was  originally  about 
35  per  cent  ; it  is  noAV,  at  the  present  moment, 
52  per  cent. 

Mr.  Barclay. 

12282.  Should  Ave  get  these  figures  from  the 
Board  of  Trade  Returns? — I Avill  give  them  ac- 
curately a little  further  on. 

Lord  Randolph  Churchill. 

12283.  But  that  is  taking  the  Avhole  system 
of  the  Great  Western  Raihvay,  including,  no 
doubt,  a number  of  unremunerative  lines  ? —No 
doubt  it  is,  taking  the  Avhole  system. 

12284.  But  you  have  not  ansAvered  the  ques- 
tion of  the  honourable  Chairman,  whether  the 
working  expenses  have  increased? — Assuming 
that  the  figure  I have  given  dees  include 
branches  upon  Avhich  the  traffic  is  not  so  large  as 
upon  the  main  line,  you  are  quite  accurate  in 
4 B 4 suggesting 
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Lord  Randolph  Churchill — continued, 
suggesting  that  it  would  affect  the  per-centage ; 
but  in  addition  to  that  the  actual  working  ex- 
penses themseb.  es  are  greater ; a vastly  larger 
number  of  men  are  required  now  to  work  the 
railway  than  were  formerly,  and  the  rates  at 
Avhich  Ave  arc  carrying  arc  lower,  and  therefore 
that  to  a lai'ge  extent  affects  the  per-centage. 

ISIr.  Burnes. 

1228.5.  Although  you  liaA'e  the  price  of  coal 
lower  tlian  ever  you  have  had  it  yet  ? — The  price 
of  coal  is  lower  at  the  present  moment. 

12286.  Lower  than  ever  it  has  been  brought 
before  ? — We  are  getting  coal  low,  no  doubt. 
However,  the  fact  remains  that  with  cheap  coal 
and  so  on,  the  expenses  are  very  much  higher 
than  they  formerly  were. 

Chairman. 

12287.  All  I wished  lo  get  at  was,  whether 
you  meant  that  the  working  per  mile  Avas  more 
expensive  than  it  Avas;  but  1 apprehend  Avhat 
you  mean  is,  that  in  order  to  work  the  raihvay  at 
a profit  a larger  return  is  required  than  Avas  a 
number  of  years  ago  ? — What  I meant  Avas,  that 
the  per-centage  of  ex})enses  compared  Avith  the 
gross  receipts  is  much  greater,  even  upon  the 
main  lines. 

12288.  I Avant  to  ret  your  vicAV  of  the  basis 
upon  Av Inch  the  classification  and  maximum  rates 
Avere  fixed? — From  the  earliest  Canal  Acts  the 
basis  of  the  classification  Avas,  no  doubt,  the 
nature,  bulk,  A'alue,  and  liability  to  damage,  of 
the  articles  carried.  For  instance,  the  loAvest 
maximum  rates  ai)])ly  to  such  articles  as  lime, 
dung,  coals,  and  rough  stones,  Avhich  are  prac- 
tically undamageable,  and  are  almost  invariably 
carried  in  large  quantities,  never  less  than  in 
full  truck  loads,  Avhilst,  on  the  other  hand,  the 
higher  maximum  rates  ap])ly  to  the  more  valu- 
able articles  of  merchandise,  such  as  tea,  sugar, 
cotton,  Avools,  &c.,  and  articles  more  often  sent 
in  smaller  quantities  and  requii'ing  greater 
handling  and  different  kind  of  accommodation, 
and  extra  care  in  the  conveyance. 

12289.  I)o  you  know  any  Acts  in  Avhich  a 
charge  for  the  use  of  Avharves  and  Avarehouses 
is  expressly  authorised  ? — Some  Acts,  subsequent 
to  1845,  provide  that  in  addition  to  the  maximum 
rates,  a charge  should  be  made  for  the  use  of 
Avharves,  Avarehouses,  depots,  and  other  such 
like  accommodation.  Such  clauses  also  shoAv 
Avhat  Avas  the  intention  of  the  Legislature  20 
years  ago,  for  a Avharf  or  depot  or  other  such 
like  accommodation  is  the  same  as  a station,  and 
the  other  accommodation  provided  thereat. 

12290.  Have  the  conqianies  spent  much  money 
under  those  clauses? — Every  large  company  has 
spent  millions  of  money  upon  the  stations,  to 
enable  them  to  act  as  carriers. 

12291.  Which,  you  say,  they  Avould  not  liax-e 
done  simply  as  proprietors  of  the  road  ? — Clearly 
not. 

12292.  You  are  aAvare  that  doubts  have  been 
raised  as  to  the  company’s  rights  to  charge  ter- 
minals from  the  construction  of  the  provisions 
in  some  of  their  Acts  ? — Yes,  as  before  stated,  the 
Kaihvay  clauses  Avere  based  upon  the  Canal  and 
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Tramroad  elauses,  and  therefore  it  w'ould  he 
desirable  if  the  Committee  Avould  allow  me  to 
refer  to  this  matter  very  briefly  hereafter. 

12293.  You  mentioned  the  old  canal  and  tram- 
road  companies ; Avhat  is  the  analogy  betAveen 
them  and  raihvay  companies? — The  old  canal 
and  tramroad  companies  Avere  simply  toll-takers. 
They  ])erformed  no  services  ; and,  as  I Avlll  state 
])resently,  in  many  cases  they  did  not  provide  any 
terminal  accommodation  at  all  themselves,  but 
simply  received  the  tolls  for  the  use  of  their  rail- 
Avay  or  canal.  I have  told  you  that  Avhen  first 
established,  the  raihvays  Avere  expected  to  be  in 
the  same  position  as  higliAvays,  freely  open  to 
the  public  to  pass  along  Avith  engines  and 
carriages  as  and  Avhen  required  by  them  ; 
and  as  I have  stated,  in  the  earlier  Canal 
Acta  there  is  no  obligation  on  the  canal  com- 
panies to  construct  Avharves,  sheds,  or  warehouses, 
as  in  Raihvay  Acts,  there  is  no  obligation  to  con- 
struct stations  or  sheds,  although  there  are  some 
cxceptioniil  cases  in  Avhich  raihvay  companies 
have  been  {)ut  under  obligation,  either  by  a com- 
pany Avho  opposed  their  Bill,  or  by  a landoAvner, 
to  build  a station,  but  those  are  very  exceptional 
cases. 

Lord  Randolph  Churchill. 

12294.  Do  you  state  that  there  is  no  provision 
in  the  Raihvay  Acts  comjielling  the  companies  to 
provide  accommodation  for  the  traffic? — None, 
as  regards  station  accommodation  ; nor  is  there 
anything  shown  upon  the  Parliamentary  plans, 
nor  in  their  Acts.  It  is  a voluntary  undertaking 
on  the  part  of  the  raihvay  companies,  except  in 
the  case  I have  just  mentioned. 

12295.  Was  not  it  decided  before  the  Railway 
Commissioners  in  the  case  of  Hastings,  that  the 
raihvay  companies  Avere  bound  to  provide  station 
accommodation  ? — The  Raihvay  Commissioners 
undoubtedly  did  put  a construction  upon  their 
j)OAvers,  and  upon  the  Act  of  1854,  Avhich  Avas  not 
confirmed  by  the  superior  courts. 

Mr.  Barclay. 

12296.  It  Avas  confirmed  to  this  extent,  that 
a raihvay  comi)any  Avas  bound  to  give  adequate 
accommodation  and  facilities  for  passenger  traffic  ? 
— To  some  extent,  no  doubt.  It  Avas  decided  that 
the  company  Avere  bound  to  provide  additional 
ticket  cases. 

Mr.  Barnes. 

12297.  And  that  could  not  be  done  without  a 
station  ?— As  carriers.  All  I said  Avas  that  the 
raihvay  companies  are  not  bound  by  any  Acts  to 
provide  station  accommodation. 

12298.  Before  you  leave  that  part  of  the  sub- 
ject, will  you  tell  the  Committee  Avhat  is  the  re- 
sult of  your  researches  as  to  in  Avhat  cases  the 
canal  comjianies  liad  to  erect  Avharves  and  sheds? 
— I have  looked  back  to  the  original  Canal  Acts, 
and  there  are  several ; and,  as  a case  in  point,  I 
may  mention  the  Worcester  and  Birmingham 
Canal  Act,  Avhich  authorises  the  lords  of  manors 
to  construct  Avharves,  quays,  landing-places,  and 
provide  cranes,  Aveigh-beams,  Avarehouses,  and  so 
on,  and  also  to  make  a charge  for  them ; that  is 
to  say,  the  canal  company  Avere  to  consti'uct  the 
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Mr.  Barnes — continued. 

canal,  and  tlie  lords  of  manors  may  jR’ovide  the 
terminal  aecommodation. 

Chairman. 

12299.  Were  they  authorised  to  charge  for  this 
accommodation? — Yes,  they  were.  I will  put  in 
the  clauses  instead  of  reading  them  at  length. 

12300.  AVith  regard  to  the  cost  of  constructing 
wharves  and  other  accommodation  on  a canal, 
and  of  constructing  stations  and  sheds  and  other 
accommodation  upon  a railway,  which  would  be 
the  most  costly  ? — The  Great  Western  Company 
are  the  owners  of  the  Kennet  and  Avon  Canal, 
and  I have  obtained  from  our  engineer  the  value 
of  a wharf  and  building  as  it  is  there  now,  which 
was  used  before  the  railway  was  constructed  ; 
the  value  of  that  is  taken  at  888/.  We  have  just 
recently  constructed  a new  goods  station  at  Bath, 
where  no  other  station  existed  before,  and  the 
actual  cost  of  that  in  land  and  works  is  24,457  /., 
to  accommodate  the  same  town. 

12301.  I think  you  would  modify  your  state- 
ment, that  there  are  no  limitations  in  the  chai’ges 
upon  wharves  and  canals  ? — There  are  some  in- 
stances in  Avhich  there  Avere  limitations  made  as 
to  the  payments  for  Avharfage  and  Avarehousing, 
having  reference  to  the  time  Avhen  the  goods 
remained  on  the  Avharves,  but  as  canal  traffic 
Avould  then  generally  remain  much  longer  than 
goods  noAv  do  at  raihvay  stations,  they  must  even 
in  such  cases  have  been  profitable  to  the 
OAvners  of  the  Avharves,  and  to  the  canal  com- 
panies themselves.  But  as  I before  jiointed  out 
to  you,  the  canal  companies  Avere  prohibited  from 
constructing  the  terminal  accommodation  where 
the  lords  of  the  manor  chose  to  do  so. 

Mr.  Barclay. 

12302.  Should  we  not  rather  use  the  word 
“ station”  accommodation,  instead  of  “terminal” 
accommodation  ? — It  might  not  be  at  the  end  of 
tlie  canal ; it  might  be  an  intermediate  place. 

12303.  You  do  not  call  an  intermediate  station 
a terminus  ? — It  may  not  be  the  terminus  of  the 
canal  or  the  railway,  but  it  may  be  the  terminus 
of  the  traffic  for  that  point. 

Chairman. 

12304.  Do  you  find  instances  in  the  old  Tram- 
road  Acts  in  Avhich  provision  is  made  for  the 
terminal  charges  ? — Yes,  in  the  Monmouthshire 
Tramroad  Act  of  1802,  Avhich  Avas  constructed 
first  as  a tramroad,  but  has  been  converted  into 
a railway,  and  is,  in  fact,  part  of  the  Great 
Western  system  ; a clause  is  inserted  similar  to 
that  in  the  AVorcester  and  Birmingham  Canal 
Act,  Avhich  I have  referred  to,  authorising  the 
lords  of  the  manor  to  construct  terminal  accommo- 
dation. I ought  to  have  stated  before  that  in 
the  case  of  the  canals,  Avhere  the  lords  of  the 
manor  failed  to  provide  the  Avharfage  accommoda- 
tion, then  the  canal  company  v/ere  at  liberty  to 
do  so,  and  further,  that  Avhere  the  lord  of  the 
manor  provided  the  Avharf,  and  did  not  provide 
cranes  or  sheds,  then  the  canal  company  Avere  at 
liberty  to  erect  the  shed  and  provide  the  cranes 
upon  the  Avharf  of  the  lord  of  the  manor,  and 
generally  it  Avas  provided  that  they  might  make 
the  same  charges  as  the  lord  of  the  manor  would 
have  made  if  he  had  provided  them. 
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12305.  You  are  prepared  to  give  certain  illus- 
trations of  what  you  said,  to  show  that  the  earlier 
Acts  Avere  modelled  upon  the  Canal  and  Tram- 
road  Acts,  but  I do  not  think  that  it  is  necessary 
for  you  to  do  so  ? — I Avouhl  only  mention  that 
the  first  Act,Avhich  is  the  Stockton  and  Darlington 
Act,  copies  the  actual  clause  which  was  in  the 
Canal  Acts. 

Mr.  Greyory. 

12306.  Could  you  give  the  Committee  any 
specimen  of  a clause  which  gives  a power  for 
the  construction  by  the  lords  of  manors,  of  the 
sheds  and  stations  ? — Clause  65  of  the  AYorcester 
and  Birmingham  Canal  Act,  1791,  is  as  follows: 
“ Provided  always,  and  be  it  further  enacted, 
that  any  lord  or  lords  of  any  manor  or  manors, 
or  the  OAvner  or  owners  of  any  lands  or  grounds 
thi’ough  Avhich  the  said  canal  shall  be  made,  may 
erect  or  use  any  Avharves,  quays,  lauding  places, 
cranes,  Aveigh  beams,  or  warehouses  in  or  upon 
their  respective  lands,  grounds,  or  wastes,  ad- 
joining or  near  to  the  said  canal,  and  may  land 
any  goods  or  other  things  upon  such  wharfs, 
quays,  or  landing  places,  or  upon  the  banks 
lying  betAveen  the  same  and  the  said  canal ; and 
also  may  make  and  use  proper  and  convenient 
places  for  boats  and  other  vessels  to  lie  in,  turn, 
and  pass  by  each  other,  so  that  the  making  or 
using  thereof,  do  not  obstruct  or  prejudice  the 
navigation  of  the  said  canal,  or  any  toAving  path 
on  the  sides  thereof,  and  all  rates  that  shall  be 
paid  for  the  use  and  benefit  of  the  said  Avharfs, 
quays,  landing  places,  cranes,  Aveigh  beams,  and 
Avarehouses  res])ectively,  shall  be,  and  the  same 
are  hereby  A'ested  in  the  lord  or  lords  of  such 
manor  or  manors,  or  the  owner  or  OAvners  of  such 
lands  or  grounds,  AAdio  shall  make  and  erect  the 
same  as  aforesaid,  his,  her,  and  their  heirs  and 
assigns.”  Then  folloAving  that,  you  Avill  find  the 
clauses  Avhich  I have  stated,  enabling  the  canal 
companies  to  do  it  in  default  of  the  lords  of  the 
manor  providing  them. 

12307.  If  they  do,  I suppose  they  take  the 
tolls? — If  they  do,  they  take  the  tolls  and  the 
same  arises  in  the  Monmouthshire  Tramroad  Act, 
Avhich  is  noAv  part  of  the  Great  AVesteim,  and  the 
same  upon  the  Stratford  and  Moreton  TraniAvay 
Act,  Avbich  is  a tramway  still  used  by  carrier’s, 
and  not  by  the  Great  AYestern  Kaihvay  Com- 
pany. 

12308.  Are  the  rates  limited  by  the  Act  or 
are  they  arbitrary  ? — The  clauses  generally  pro- 
vide hoAv  much  the  lords  of  the  manor  are  to 
charge. 

Lord  Randolph  Churchill. 

12309.  Is  there  any  instance  in  any  of  those 
clauses  in  Avhich  it  is  left  to  the  Avill  of  the  com- 
pany to  charge  Avhat  they  like,  or  is  a distinct 
charge  made  for  Avharfage  in  all  those  clauses? — 
I am  not  prepared  to  say  that  there  is  any  case 
in  Avhich  the  charge  is  left  open. 

12310.  You  do  not  recollect  any  ? — I do  not  ; 
the  same  clause  exists  in  the  Avon  and  Gloucester 
TraiuAvay  Act  of  1828,  Avhich  Avas  after  the 
Stockton  and  Darlington  Act. 

Mr.  Bolton. 

12311.  I think  that  Act  also  authorises  a “ rea- 
sonable charge  ” ? — It  does. 
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Mr.  Bolton — continued. 

12312.  Or  “such  charge  as  the  owners  of 
goods  were  willing  to  pay  ” ? — Yes,  that  jiro- 
bably  answers  the  noble  Lord’s  i^uestion. 

Chairmaui 

12313.  Mill  you  now  pass  to  the  Great  Wes- 
tern Railway  Company’s  Act  of  1835  ? — By  the 
Great  \Yestern  Act,  1835,  they  were  empowered 
to  charge  certain  tolls  for  the  use  of  the  railway, 
and  Avere  authorised  to  carry  passengers,  cattle, 
and  goods,  and  to  charge  for  the  same  such  reason- 
able sum  as  they  might  determine,  provided  that 
the  rate  for  passengers  was  not  to  exceed  3.^  d. 
per  mile.  In  some  Railway  Acts  the  companies 
were  authorised  to  demand,  in  addition  to  the 
tolls  and  charges  authorised  for  conveyance,  a 
reasonable  sum  for  the  expense  of  stopping,  as 
well  as  for  loading  and  unloading.  A clause  to 
that  effect  is  in  the  Monmouthshire  Railway  Act, 
1845  ; that  is  a railway  now  belonging  to  the 
Great  Western  Company.  The  charge  was  con- 
tested by  certain  freighters  in  recent  years,  and  a 
case  was  tried  in  a superior  court ; the  Court  of 
Exchequer,  I believe  ; Avhich  decided  In  favour  of 
the  Monmouthshire  Company,  that  they  tvere 
entitled  to  charge  1 d.  per  ton  for  merely  stop- 
ping the  train  and  picking  up  the  coal  at  the 
siding  of  a private  trader,  which  confirms  the 
view  I hold  that  it  was  never  intended  by  Parlia- 
ment that  companies  should  not  receive  a pay- 
ment for  any  service  they  might  perform,  beyond 
the  simple  conveyance. 

Mr.  Barnes. 

12314.  Is  that  a solitary  instance  in  a number 
of  Acts  of  Parliament  ? — ^It  is  not  a solitary  in- 
stance, because  I Avill  give  another  instance 
on  the  Great  Western  Railway.  The  North 
Wales  Mineral  A.ct  of  1844  has  it  in  ; of 
course  I have  not  gone  so  far  as  to  I’efer  to  all  the 
Acts  of  all  the  railway  companies.  I merely 
searched  principally  through  the  Acts  of  the 
Great  Western  Railway  Company,  because  there 
are  some  very  able  gentlemen  to  follow  me  Avho 
will  o-ive  information  with  reference  to  their  own 

O 

lines. 

Chairman. 

12315.  AYas  that  penny  charged  for  stopping, 
in  addition  to  the  toll  ? — It  was. 

12316.  It  was  in  addition  to  the  maximum 
charge  ? — It  was. 

Mr.  Barclay. 

12317.  AA'ould  that  charge  there  be  for  a full 
train  load,  out  of  a siding  ? — It  is  charged  at  the 
present  moment  for  all  traffic  permitted  by 
freighters  between  Bassalleg  and  Newport. 

12318.  Is  it  charged  for  a full  train  load  ? — I 
said  “ lor  all  traffic^”  Avhich,  of  course,  includes  a 
full  train  load. 

Mr.  Barnes. 

12319.  AA^here  is  that  charge  made  ? — The 
charge  is  made  at  the  ])oint  Avhere  the  tolls  are 
charged. 

Mr.  Greyory. 

12320.  Are  we  to  understand  that  the  pro- 
prietor of  a siding  requiring  your  train  to  stop. 


Mr.  Gregory — continued, 
pays  1 d.  per  ton  for  everything  that  he  consigns  ? 
— Yes,  upon  the  Monmouthshire  Railway,  upon 
the  traffic,  and  between  tlie  points  mentioned  ; 
that  is  a railway  which  has  only  been  taken  over 
by  the  Great  AA^estern  Railway  Company  within 
the  last  18  months. 

12321.  AYhat  are  the  termini  of  the  Mon- 
mouthshire Railway  ? — Newport  is  its  southern 
terminus;  it  runs  up  into  the  hills,  amongst  the 
collieries. 

Mr.  Barnes. 

12322.  It  is  a gathering  line,  is  it  not? — Yes. 

Mr.  Barclay. 

12323.  You  would  charge  that  1 d.  per  ton  for 
a full  train  load  out  of  the  siding  ? — It  is  charged 
as  before  stated,  upon  full  train  loads  or  other- 
wise, but  whether  there  ever  is  a full  train 
load  to  take  or  not,  I cannot  say  ; Ave  only  took 
the  line  over  a year  ago,  so  I am  not  fully 
acquainted  with  all  the  details  of  it. 

JMr.  Gregory. 

12324.  As  I understand,  that  sum  is  paid  by 
anybody  requiring  you  to  stop  and  take  up  ? — 
Y^es,  at  the  points  mentioned. 

Mr.  Barnes. 

12325.  Does  that  refer  to  putting  down  as  well 
as  picking  up?- -The  charge  is  made  for  stopping, 
Avhich  embraces  both  the  picking  up  and  putting 
doAvn. 

Chairman. 

12326.  Is  it  usual  for  any  other  services,  such 
as  loading,  covering  or  unloading,  to  be  expressly 
mentioned  as  specially  chargeable  ? — In  the  later 
RaiLvay  Acts  the  companies  were  authorised,  in 
addition  to  the  maximum  rates,  and  in  addition 
also  to  the  charge  for  loading  and  unloading,  to 
make  a reasonable  charge  for  covering.  The 
Raihvay  Construction  Facilities  Act,  1864, 
Table  4,  Clause  8,  also  provides  for  loading, 
covering,  and  unloading,  in  these  terms:  “In 
addition  to  the  charge  in  Table  3,  a reasonable 
charge  is  to  be  payable  for  the  loading,  covering, 
and  unloading  of  goods  at  any  station  being  a 
terminal  station,  in  respect  of  such  goods,  and 
for  delivery  and  collection,  and  any  other  ser- 
vices incidental  to  the  duty  or  business  of  a car- 
rier, Avhen  such  services  or  any  of  them  are  or 
is  performed  by  the  proprietors  of  the  railwa3^ 
A station  is  not  to  be  considered  a terminal 
station  in  respect  of  goods,  unless  they  are  re- 
ceived there  direct  from  the  consignor,  or  are 
directed  to  be  delivered  there  to  the  consignee.” 
Then  the  Great  AAYstern  Raihvay  Company’s 
Act  of  1847  limited  the  power  of  the  Great 
AAYstern  Railway  Company ; previously  they 
Avere  at  liberty  to  cliarge  any  reasonable  sum 
Avhich  they  might  think  fit;  but  in  1847  the 
maximum  rate  clauses  Averc  inserted,  and  Clause 
49  provides,  “ And  with  respect  to  the  convey- 
ance of  goods,  the  maximum  i-ates  of  charge  to 
be  made  by  the  company  for  the  conveyance 
thereof,  along  the  said  railways,  including  the 
tolls  for  the  use  of  the  said  raihvays  and  Avag- 
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Chairman — continued. 

gons  or  trucks,  and  locomotive  power,  and  eveiy 
expense  incidental  to  such  conveyance,  except  a 
reasonable  sum  for  loading,  covering,  and  un- 
loading of  goods,  and  for  delivery  and  collection, 
and  any  other  services  incidental  to  the  business 
or  duty  of  a carrier,  where  such  services  or  any  of 
them  are,  or  is  performed  by  the  company,  shall 
not  exceed  the  following  sums;”  so  you  see  the 
clause  provides,  in  the  first  place,  that  the  maxi- 
mum rates  are  for  the  “ conveyance  thereof 
along  the  said  railways,  while  the  other  portion 
of  the  clause  refers  to  the  terminals. 

12327.  On  what  points  of  this  clause  have 
any  doubts  arisen  ? — vV  doubt  has  been  raised 
upon  the  construction  of  the  words"  loading,  cover- 
ing, and  unloading  of  goods,”  and  " other  services 
incidental  to  the  business  or  duty  of  a carrier.” 
Now,  I hold  that  you  cannot  load  and  unload 
without  accommodation ; that  loading,  and  un- 
loading, and  terminal  services,  are  incidental  to 
the  business  of  a carrier.  If  the  Great  Western 
Company  were  simply  to  take  the  tolls,  they 
Avould  not  provide  the  terminal  accommodation  ; 
they  would  not  perform  those  services,  therefore, 
they  would  have  to  be  provided  by  the  carrier, 
and  charged  for  by  him. 

Lord  Randolph  Churchill , 

12328.  I assume,  from  your  answer,  that  this 
question  has  been  raised  before  ? — About  from 
20  to  30  years  ago  a number  of  carriers  raised 
the  same  questions,  but  did  not  go  so  far  as 
Mr.  Hunter  has  done;  they  never  put  such  a 
construction  upon  the  clause  as  he  has  done,  but 
they  did  x’aise  doubts  as  to  the  power  to  charge 
for  terminal  services,  and  I will  state,  if  it  is 
necesary,  the  coiu’se  they  took  upon  that. 

Chairman. 

12320.  You  would  say  that  an  examination  of 
the  Railways  Companies  Acts  of  various  periods 
shows  very  clearly  that  the  anomalies  which 
exist  in  the  clauses  were  the  result  of  their  being 
drafted  without  an  accurate  knowledge  of  what 
was  the  practical  working  of  traffic  on  railways, 
by  companies  when  they  acted  as  carriers,  and 
that  Parliament  never  intended  that  the  maximum 
mileage  rates  were  to  cover  terminal  accommoda- 
tion and  other  services  performed  by  the  com- 
pany as  carriers  ? — I say  that  because  in  many 
of  the  Acts  of  Parliament,  apart  from  what  I am 
going  to  explain  to  the  Committee  hereafter. 
Parliament  has  sanctioned  the  charges  which 
cover  the  interest  upon  the  cost  of  station  accom- 
modation, as  well  as  the  services  in  the  station, 
therefore  it  could  not  have  been  the  intention  of 
Parliament  to  make  exceptions  as  between  one 
company  and  another.  If  it  was  fair  and  reason- 
able that  one  company  should  be  allowed  to  take 
a terminal,  it  would  be  equally  fair  and  reason- 
able that  another  company  should  also  be  allowed 
to  take  terminals. 

12330.  'Will  you  give  the  Committee  examples 
of  Railway  Acts  where  you  say  terminal  charges 
are  expressly  sanctioned  ? — I would  refer  to  the 
Lancaster  and  Carlisle  Railway  Act,  1844,  Clause 
313  : " And  be  it  enacted  that  it  shall  be  lawful 
for  the  said  company  to  charge  for  locomotive  or 
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steam  power  and  carriages,  and  for  loading  and 
unloading  the  said  goods,  wares,  merchandise, 
articles,  matters  or  things,  and  for  the  use  of  the 
stations  or  other  accommodation  or  services  pro- 
vided or  performed  by  them,  such  sum  or  sums, 
and  that  either  per  ton  or  per  mile,  or  by  bulk, 
measure,  number  or  admeasurement,  or  by  fixed 
charges,  as  they  shall  think  expedient:  Provided 
always,  that  in  whatever  way  the  charges  are 
made  by  the  comjrany  hereby  incorporated,  on 
charges  of  the  same  description  by  any  other 
comjxany  or  party  with  whom  the  company 
hereby  incorporated  may  enter  into  any  con- 
tract or  arrangement  pursuant  to  the  provision 
hereinafter  contained,  they  shall  be  made  equally 
to  all  persons  in  respect  of  all  animals  and  of  all 
goods,  wares,  merchandise,  articles,  matters,  or 
things  of  the  same  description  and  quantity,  and 
conveyed  or  propelled  by  a like  carriage  or  engine 
passing  only  over  the  same  portion  along  the 
railway  by  this  Act  authorised  (and  also  any 
other  railway)  and  at  the  same  speed  and  in  the 
same  direction,  and  in  the  same  class  of  train  or 
carriage,  and  in  all  other  respects  under  the  same 
circumstances,  and  in  respect  of  all  accommoda- 
tions of  the  same  nature  aftbrded  in  respect 
thei’eto  : and  no  reduction  or  advance  in  any  of 
such  charges  shall  be  made  partially,  either 
directly  or  indirectly,  in  favour  of  or  against 
any  particular  comjiany  or  person;  but  the  s.ml 
company  shall  not  be  compellable  to  charge  after 
the  same  I’ates  per  mile  or  per  ton,  or  in  the  same 
manner  for  long  as  for  short  distances,  or  for 
goods  or  passengers  carried  to  or  from  places 
beyond  their  own  line  as  for  goods  on  passen- 
gers carried  on  or  along  their  owo  line.”  That 
was  in  1844,  just  t'he  year  the  London  and  Bir- 
mingham clause  was  inserted. 

Mr.  Barclay. 

12331.  Is  that  Act  still  in  force,  or  has  it  been 
suspended? — That  I would  not  venture  to  say. 
Mr.  Findlay,  the  general  manager  of  the  London 
and  North  Western  Company  will  succeed  me, 
and  no  doubt  he  will  answer  that  question,  but 
that  clause  clearly  provides  for  it. 

Mr.  Gregory . 

12332.  Are  the  Lancaster  and  Carlisle,  and 
the  London  and  North  Western  Companies 
amalgamated  by  Act  of  Parliament,  or  is  it 
worked  under  agreement  ? — It  is  by  Act  of 
Parliament ; but  whether  their  capital  is  mei’ged 
in  that  of  the  London  and  North  Western  Com- 
pany, I do  not  know. 

Chairman. 

12333,  I think  that  clause  of  the  Lancaster 
and  Carlisle  Railway  Act  must  have  been 
repealed,  judging  from  Lord  Skelmersdale’s 
Return  ; but  perhaps  you  are  not  able  to  tell  the 
Committee  that  ? — I am  not. 

12334.  The  next  Act  to  which  you  wish  to 
refer,  is  the  Shrewsbury  and  Chester  Railway 
Act  ? — The  Shrewsbury  and  Chester  Railway 
Act  also  provides  that  the  company  may  charge 
for  wharfage ; and  in  the  Shrewsbury  and 
Bii’mingham  Railway  Act,  1852,  Clause  9,  and 
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Chairman — continued. 

the  Charing  Cross  Railway  Act,  1859,  Clause 
109,  each  of  those  companies  Avere  at  liberty 
to  charge  for  Avharfage.  I will  put  the  clauses 
in.  ( T/te  same  teas  handed  in.') 

Mr.  Barclay. 

12335.  What  do  you  understand  by  “ whar- 
fage ” ? — I will  give  the  Committee  the  defini- 
tion I have  taken  from  Johnson  and  Webster ; 
“IVharf,”  Johnson  says  is,  “A  perpendicular 
bank;  a mole  raised  for  the  convenience  of  load- 
ing or  emptying  vessels  ; a quay  or  key,”  and 
then  Webster  says, ‘‘ From  IlAveorfan  to  turn; 
a per])eiidicular  bank  or  mould  of  timber  or  stone, 
and  earth  raised  on  the  shore  of  a harbour,  river, 
canal,  or  the  like,  or  extending  some  distance 
into  the  water  for  the  convenience  of  ladins;  or  un- 
lading  ships,  and  other  vessels,”  and  then  the 
meaning  of  “ wharfage  ” is,  according  to  Johnson, 
“D  lies  for  landing  at  a wharf,”  and  according  to 
Webster,  “ The  fee  or  duty  paid  for  the  privilege 
of  using  a wharf  for  loading  or  unloading  goods.” 
Then  depot,  according  to  Johnson,  is  defined  as 
“ A place  in  which  stores  are  deposited  for  the 
use  01  an  army ; ” and  according  to  Webster 
“ A place  of  deposit ; any  place  of  deposit  for  the 
storing  or  safe  kee])ing  of  goods  ; a warehouse  ; 
a storehouse  ; a railway  station  ; a building  for 
the  accommodation  and  protection  of  railway 
passengers  or  freight.”  So  that  either  the  word 
“ depot  ” or  “ wharfage,”  I contend,  covers  the 
use  of  the  raihvay  station. 

Chairman. 

12336.  The  Avord  “depot”  is,  in  America,  the 
usual  Avord  for  station  ? — It  is  so. 

Sir  Edward  Watkin. 

12337.  The  wharfage  Avould  include  all  the 
charges  of  every  kind  upon  the  raihvay  ; eA’ery 
part  of  a station  used  for  loading  and  unloading- 
goods  or  animals  or  passengers  Avould  be  included 
in  the  AVOrd  Avharf  ? — It  would. 

Air.  Barclay. 

12338.  Do  you  know  Avhether  there  has  been 
any  legal  definition  of  the  Avord  “ Avharfage  ” ? — 
I do  not  knoAV  that  I have  any  authority  ujion  the 
point ; Ave  have  had  no  legal  decision  upon  it  at 
all ; Ave  have  had  no  contest  Avith  regard  to  the 
Great  Western  Company’s  terminal  charges  since 
the  year  1859. 

Chairman. 

12339.  Would  you  give  the  Committee  an 
instance  in  Avhich  jirivate  carriers  have  found 
their  OAvn  shed  accommodation  and  performed 
all  the  terminal  services  in  res])ect  of  goods 
carried  by  raihvay  companies? — I Avill  merely 
mention  shortly,  because  it  Avill  be  mentioned 
more  I’ully  in  evidence  by  Air.  Findlay,  that 
Avhen  the  raihvays  Avere  first  0})ened  the  carriers 
provided  that  accommodation  or  rented  it  from 
the  companies;  in  the  case  of  Alessrs.  Pickford 
& Co.,  I a])plied  to  them  shortly  after  this 
Committee  sat,  and  they  Avere  good  enough  to 
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give  me  Information  as  to  Avhat  they  did.  AA^hen 
the  London  and  Birmingham  Raihvay  opened  it 
appeared  that  they  rented  a shed  and  accommo- 
dation from  the  London  and  Birminaiham  Com- 
pany,  and  the  London  and  Birmingham  Company 
simply  charged  them  the  maximum  rate  for  the 
haulage  from  point  to  point,  all  the  other  services 
being  performed  by  Alessrs.  Pickford. 

Sir  Edward  JVaihin. 

12340.  And  they  had  their  own  receiving  and 
distributing  officers  all  over  London  ? — Alessrs. 
Pickford  did  all  the  services  Avhich  are  noAv  per- 
formed by  the  raihvay  companies  acting  as 
caiT’iers. 

Air.  Barclay. 

12341.  Do  Ave  understand  that  Alessrs.  Pick- 
ford unloaded  from  the  main  line  ? — No,  they  un- 
loaded from  the  depot  which  they  either  built 
themselves  or  rented. 

12342.  And  Avho  put  in  the  sidings? — The 
sidings  Avere  the  property  of  the  London  and 
North  AA’estern  Company,  and  rented  by  Alessrs. 
Pickford. 

12343.  Do  you  say  that  the  London  and  North 
AA^estern  Company  had  not  any  public  sidings 
apart  from  their  main  line  ? — That  does  not  come 
Avithin  my  OAvn  knoAvledge.  I am  telling  you 
Avhat  the  Alessrs.  Pickford  did,  they  then  being 
carriei’s,  Avhile  the  London  and  Birmingham 
Company  Avere  not  carriers.  I am  not  aware 
that  they  had  any  other  sidings  than  those  Avhic  h 
Alessrs.  Pickford  rented  from  them.  There 
might  have  been  other  carriers  besides  Alessrs. 
Pickford.  Upon  the  Great  Western  line  there 
Avere  a number  of  carriers. 

Air.  Gregory. 

12344.  AVho  were  the  OAvners  of  the  line? — 
The  London  and  Birmingham  Company. 

12345.  They  carried  in  the  trucks  of  the  com- 
pany?— Yes,  the  raihvay  company  finding  the 
locomotive  poAver  and  the  Avaggons.  The  docu- 
ment I have  before  me  is  dated  1845. 

12346.  Did  nobody  but  carriers  send  goods 
upon  the  raihvays  in  those  days  ? — Nobody  but 
carriers  ; there  Avere  Bickford’s  all  over  the 
country;  there  were  the  IvenAvorthy’s  in  Alan- 
chester,  Avho  sent  to  London  as  well  as  to  Bir- 
mingham. Upon  the  Great  AA^estern  there  Avas 
Smith,  and  our  greatest  carrier  Avas  a man  named 
Parker,  Avho  tried  a great  many  actions. 

Air.  Bat  clay. 

12347.  Do  1 understand  you  to  say  that  there 
Avere  no  sidings  at  Avhich  goods  could  be  un- 
loaded, except  those  Avliich  Avere  the  priA'ate 
property  of  the  company? — I thought  I had 
distinctly  stated  that  I could  not  ausAver  that 
question,  because  I do  not  know  that ; but  Avhat 
I am  assured  is,  tliat  they  rented  the  siding  and 
shed,  Avhich  they  used,-  from  the  London  and 
Birmingham  Company ; Avhether  the  London  and 
Birmingham  Company  ])rovided  otlicr  sheds  for 
other  carriers,  I do  not  knoAV. 

12348.  Did  the  company  pi’ovide  sheds  for  the 

public  ? — 
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Mr.  Barclay — continued, 
public? — The  ])ublic  really  did  not  send  at  all 
themselves ; it  is  within  my  own  knowledge  that 
the  carriers  carried  on  the  trade  entirely. 

Sir  Daniel  Gooch. 

12349.  Messrs.  Chaplin  & Horne  were  great 
carriex’s  also  ? — Yes,  they  were. 

Chairman. 

12350.  AVill  you  put  in  a copy  of  the  charges 
made  by  the  company  and  the  charges  made  by 
Messrs.  Pickford? — Yes,  I will.  i^The  same  was 
handed  in.) 

12351.  I think  that  shows  that  the  carriers  had 
an  advantage  of  rate  in  accordance  with  the  class 

O 

of  goods  carried?  — Yes,  Messrs.  Pickford 
charged  twice  as  much  upon  the  5th  class  as 
they  did  upon  the  2nd  ; they  were  not  carriers 
of  1st  class  goods  at  all,  as  they  were  then 
classified. 

Mr.  Samuelson. 

12352.  Who  did  carry  the  1st  class  goods  ? 
— Those  were  simply  station-to-station  goods; 
they  were  minerals. 

12353.  How  wei'e  the  minerals  loaded  and 
unloaded  ? — I do  not  suppose  there  was  any  coal ; 
in  fact,  I may  say  1 know  that  no  coal  was 
carried  at  that  time  between  Birmingham  and 
London. 

12354.  It  was  only  after  that  that  the  London 
and  Birmingham  Railway  began  to  carry  coal  ? 
— Yes. 

Chairman. 

12355.  Do  you  think  that  railway  companies 
would  have  become  carriers  themselves,  or  that 
it  would  even  have  been  pecuniaidly  possible  for 
them  to  have  done  so  if  they  were  not  to  be 
allowed  to  charge  for  the  accommodation  they 
provided,  and  services  they  perfoi’ined,  which  the 
private  carriers  had  previously  provided  and  per- 
formed ? — It  cannot  be  supposed,  when  the  rail- 
way companies  themselves  became  carriers,  and 
constructed  stations,  sheds,  and  other  accommo- 
dation which  the  private  carriers  had  previously 
provided  and  charged  for,  that  they  would  have 
been  so  unwise  as  to  incur  such  an  outlay,  un- 
less tliey  were  to  be  allowed  to  cover  the  outlay 
and  cost  in  the  same  way  as  private  carriers 
wei’e  doing.  Assuming  that  they  had  not  been 
able  to  do  this,  they  would  simply  have  had  to 
bear  the  cost  of  such  sheds  and  stations  out  of 
the  mileage  I’ates  which  they  were  obtaining  from 
the  carriers,  and,  in  such  cases,  it  would  gene- 
rally have  been  utterly  impossible  for  a railway 
company  to  have  carried  on  their  business. 

Lord  Randoljdi  Churchill. 

12356.  Did  you  state  just  now  that  the  com- 
panies were  in  the  habit  of  charging  the  max- 
imunr  rates  to  the  carriers  ? — I am  not  prepared 
to  say  that  in  1844  or  1845  they  did  charge  the 
maximum  rate  ; in  all  cases  they  charged  accord- 
ing to  the  scale  which  I have  handed  in, 

12357.  'lhat  was  a toll? — It  Avas  a charge  for 
0.54. 


Lord  Randolph  Churchill — continued, 
the  conveyance  ujxon  the  railway,  but  nothing 
else. 

12358.  You  do  not  know  whether  It  Avas  the 
maximum  rate,  or  Avhether  it  Avas  Avithin  it? — I 
could  easily  test  that  for  you,  but  not  at  this 
moment ; I avIH  supply  the  information. 

Chairman. 

12359.  Will  you  continue  your  statement? — 
Take,  for  instance,  the  case  of  short  distances  or 
small  companies.  The  cost  of  terminal  service 
and  accommodation  Avould  have  cost  them  more 
than  the  Avhole  receipts  for  carrying.  I can  tell 
you  that  Messrs,  Pickford  and  Company  charged 
8 .9.  10  d.  a ton  on  the  second  class,  and  1 7 s.  8 d. 
upon  the  fifth  class  for  their  terminal  services 
and  their  profit  as  betAveen  London  and  Birming- 
ham, 

Mr.  Phipps. 

12360.  That  included  delivery  in  the  toAvns, 
did  it  not? — Yes. 

Mr.  Barclay. 

12361.  Did  that  charge  include  collection  as 
Avell  as  deliverv  ? — Yes,  it  included  collection 
and  delivery. 

Chairman. 

12362.  Will  you  just  tell  the  Committee  Avhat, 
if  the  views  Avhich  have  been  put  foiuvard  Avere 
realised  and  carried  out,  the  charge  Avould  be  ? 
— According  to  Mr.  Hunter  the  minimum  mile- 
age charge  of  six  miles  Avould  have  to  cover  all 
those  charges  Avhich  Messrs.  Pickford  & Co. 
made  against  the  public  at  that  time,  except  for 
cartage,  so  that  he  really  contends  that  the  rail- 
Avay  companies  were  placed  in  a position  to 
accept  a six-mile  minimum  rate,  and  provide  the 
terminals  at  both  ends,  and  perform  the  services 
for  that  sum. 

Mr.  Barclay. 

12363.  Which  services  do  you  include?  — 
Loading  and  unloading  and  rent,  in  the  case  of 
Messrs.  Pickford  & Co. 

12.364,  But  noAv,  as  you  have  said  that  Mr, 
Hunter  contended  that  the  six-mile  clause  covered 
the  Avhole  of  the  charges  for  terminals  and  other 
services,  I Avish  to  ask  what  the  terminals  and 
other  services  were  Avhich  you  liad  in  your  mind 
Avhen  you  made  that  statement  ? — The  interest  on 
cajjital  laid  out  Avould  be  one  thing. 

12365.  I do  not  mean  that ; did  you  mean  the 
charge  for  station  besides  the  charge  for  loading 
and  unloading? — Yes;  of  course  Mr.  Hunter 
does  make  an  exception ; he  says,  Avhere  a com- 
pany are  authorised  specially  by  Act  of  Parlia- 
ment to  charge  for  loading  and  unloading,  then 
they  may  make  that  an  extra,  but  not  otherAvise, 
so  that  he  is  brought  to  say  that  the  companies 
Avillingly  accepted  a six-mile  minimum  charge  as 
sufficient  to  cover  all  their  expenses  and  their 
jirofit,  including  the  use  of  the  railway. 

12366.  The  companies  miglit  not  have  ac- 
cej)ted  it  Avillingly  ? — I Avill  say  tiis  Avith  regard 
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Mr.  Barclay — continued, 
to  tliat,  that  I could  not  imagine  that  Parliament 
would  force  upon  a railway  company  such  a scale  of 
charges  that  it  could  not  possibly  exist  as  a carry- 
ing company.  Then,  further,  I could  not  imagine 
a railway  comjiany  exercising  in  such  a case  the 
optional  ])ower  to  carry  which  Parliameut  gave 
them.  What  they  would  have  done,  at  least,  what 
I think  any  sensible  board  of  directors  would 
have  done,  v/ould  have  been  to  have  allowed  the 
carriers  to  carry  on  the  business,  and  for  them 
simply  to  have  done  the  hauling  along  the  rail- 
way, in  which  case  the  question  as  to  terminals 
would  not  have  arisen. 

Chairman. 

12367.  You  have  sta.ted  very  properly  that 
IMr.  Hunter  excepts  cartage? — Mr..  Hunter 
excepts  cartage,  and  loading  and  unloading  when 
sjrecially  menticned. 

12368.  Take  any  one  of  these  classes  which 
you  have  given  in  the  first  list.  What  propor- 
tion of  that  do  you  think  would  be  cartage.  Take 
Class  5,  where  Piekfoixrs  charge  was  17  s.  8^  rf.; 
have  you  any  idea  what  proportion  of  that  would 
be  cartage? — It  would  be  very  difficult  to  say, 
becau-e  clearly  the  same  sum  per  ton  which  would 
be  remunerative  for  handlinfi  and  carting;  sugar, 
'would  not  be  sufficient  in  the  case  of  the  lighter 
goods,  such  as  china,  furs,  pianos,  sj'onges,  silks, 
and  so  on  ; they  are  charged  no  doubt  as  an  arbi- 
trary charge  ; but  I only  assnine  that.  At  least 
it  must  be  twice  as  much  in  the  one  case  as  in  the 
other. 

12369.  I named  the  highest,  Class  5,  which  I 
su})pose  includes  pianos,  those  being  the  total  of 
m essrs.  Pickford  ck  Co.’s  charges,  how  much 
of  that  would  represent  cartage  alone,  which 
hlr.  H unter  says  he  would  allow  railway  com- 
panies ; although  he  would  not  allow  anythiiig 
else? — Probably  it  would  behalf  at  that  time, 
because  the  circuit  of  delivery  would  be  very 
much  smaller,  and  the  cost  of  delivery  very  much 
cheajier.  I think  I am  quitting  it  high  when  I 
say  that.  The  cost  of  the  cartage  now  and  the 
extent  of  the  circuit  of  delivery  is  very  different 
indeed  ; there  is  no  comparison  with  what  it 
was. 

12370.  I believe  you  are  going  at  a later 
2)eriod  of  your  examination  to  give  what  you 
consider  sample  cases  showing  rvhat  you  consider 
to  be  the  actual  cost  of  terminal  accommodation, 
and  services? — I have  taken  out  the  cost  to  the 
Great  Western  Coinjiany  at  about  45  stations  ; 
that  is  to  say,  we  have  taken  about  three  stations 
upon  each  division  of  the  line.  We  have  had  the 
land  valued,  the  works  valued,  the  maintenance 
estimated,  and  the  actual  cost  of  handling  and 
carrying  on  the  business  of  the  station,  and 
I can  show  you  what  the  total  cost  is  ; but  it  is 
exceedingly  difficult  to  spread  it  over  the  various 
classes  of  goods.  I can  only  show  it  to  you  in  a 
total,  and  ujion  the  average. 

Lord  Randolph  Churchill. 

12371.  NV'as  the  valuation  made  by  your  own 
officials? — It  has  been  made  by  15  different  gen- 
tlemen, who  each  have  a district  upon  the  Great 


Lord  Randolph  Churchill — continued. 
Western  line  ; each  goods  manager  was  required 
to  take  out  three  stations  in  his  division. 

12372.  "iYould  you  say  that  only  persons  of 
that  class  Avho  made  that  valuation  were  compe- 
tent to  make  the  valuation  ? — Any  person  compe- 
tent to  value  land,  or  any  engineer  would  be 
competent  to  estimate  the  works. 

12373.  But  this  is  not  an  indejiendent  valua- 
tion ? — No,  it  is  our  own  valuation.  It  was  only 
for  my  own  information  that  it  was  taken.  I 
have  a table  before  me  and  will  answer  any  ques- 
tion uj^on  it.  I have  the  total  tonnage  according 
to  the  classification  of  each  class,  viz.,  coal  and 
coke,  other  mineraks,  carted  goods,  and  not  carted 
goods,  and  then  showing  the  total  tonnage. 
Then  I have  the  total  cost  worked  out  to  show 
the  average  cost  jier  ton  ; but  the  expenses  on 
coal  and  coke  would  be  very  small  com^iared 
with  that  on  the  general  traffic,  but  it  is  very 
difficult  to  dissect  it,  and  to  attribute  to  each 
particular  class  of  goods  its  own  projier  charge. 
I will  put  the  table  in  if  the  Committee  desire  it. 

Chairman. 

12374.  It  would  be  satisfactory  if  you  would 
select  half-a-dozen  inst.ances  and  cite  them  to  the 
Committee? — I will.  The  average  terminal 
expense  on  the  whole  tonnage  in  the  case  of  a 
station  wliere  there  were  about  15,000  tons  of 
traffic,  one  half,  or  ratlier  more  than  half,  of 
which  was  mineral  traffic,  comes  out  to  l)-68  d. 
per  ton — that  is  exclusive  of  cartage — that 
is,  taking  15,000  tons  for  the  year  ending  the 
30th  January  last — that  is  apportioned  over  the 
whole  of  the  minerals  and  goods. 

Mr.  Barnes. 

12375.  That  is  for  dead  plant,  services,  and 
staff’?-— Yes. 

Mr.  Samuelson. 

12376.  Is  that  an  average  of  vai'ious  stations 
of  tliat  size,  or  is  it  ap^ilicable  to  some  particular 
station  ? — It  would  vary  very  much  indeed. 

Mr.  Bolton. 

12377.  What  does  it  cover? — It  covers  interest 
of  ca2utal,  maintenance  of  stations,  sheds,  cranes, 
turntables,  and  hydraulic  ])Ower,  and  other  fixed 
a2i2>hances ; but  we  have  excluded  from  the  es- 
timate, the  warehouses. 

Lord  Randolph  Churchill. 

12378.  Is  not  this  general  estimate  of  yours 
very  misleading,  because  this  11 '68  d.  is  only  the 
average  of  all  sorts,  while  the  expense  on  many 
kinds  of  goods  would  be  a great  deal  higher  than 
on  others  ? — I will  give  some  of  the  items  2R'e- 
sently.  Now  the  second  item  included  is,  repair, 
renewals,  insurance  of  stations  and  buildings, 
loading  and  unloading,  and  other  kinds  cf  labour, 
stores,  shunting,  gas,  rates,  risk  of  damage,  2101'- 
tcrage,  and  other  services. 

12379.  There  is  no  ex2)enditure  by  the  com- 
2'»any  on  terminals  which  is  not  included  in  this 
figure  ? — None. 


12380.  Is 
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Mr.  Gregory. 

12380.  Is  there  any  allowance  uiKler  the  head 
of  demurrage  ? — No,  there  is  no  allowance  for 
demurrage. 

Chairman. 

12381.  Would  you  give  the  Committee  the 
name  of  the  station  to  which  the  11 ‘68  cl.  applies  ? 
— That  was  the  Albrighton  station,  below 
Wolverhampton  ; the  not  carted  traffic  at  that 
station  was  only,  roundly,  5,000  tons  ; at  the 
next  station,  the  cost  amounts  to  2 s.  2^  d. 

Mr.  Gregory. 

12382.  What  is  the  name  of  that  station  ? — 
— Batli ; there  is  a tonnage  there  of  51,000  tons, 
of  which  15,000  tons  was  coal,  5,000  tons  other 
minerals,  and  tlie  rest  was  goods  traffic. 

Mr.  Barnes. 

12383.  You  have  averaged  the  coal  in  with  the 
rest  of  the  traffic  ? — I have. 

12384.  Is  that  a fair  thing  to  do  ? — It  is  not 
quite  fair,  except  to  show  that  the  cost  is  so  high 
tliat  we  could  not  carry  any  traffic  without  a con- 
siderable payment  for  terminals  on  merchandise  ; 
it  serves  to  dilute  the  total,  because  the  cost  of 
terminals  on  coal  is  very  small;  the  next  one  is 
a very  special  station;  it  is  a station  where  there 
is  a large  transfer  traffic  carried  on,  and  a very 
large  coal  traffic,  and  the  average  there  is5‘78  d., 
but  there  1,000,000  tons  of  coal  come  in. 

Lord  Randolph  Churchill. 

12385.  What  station  is  that? — Birkenhead. 

Mr.  Gregory. 

12386.  You  do  not  give  that  as  a special  ex- 
ample ? — I wiU  put  in  the  whole  table. 

Mr.  Paget. 

12387.  Could  you  give  the  Committee  an  ex- 
ample from  the  station  at  Bath  of  the  highest 
average  and  the  lowest  average,  distinguishing 
between  the  various  goods  ; it  all  works  out  at 
2 s.  2}  d.  per  ton,  but  what  would  be  the  highest, 
and  what  would  be  the  lowest?  — Upon  the 
highest  class,  furniture,  you  might  take  it  that 
the  rate  would  probably  be  10  s.  a ton. 

12388.  That  would  be  t!ie  highest  class  ? — 
Yes. 

^Ir.  Bolton. 

12389.  I hold  that  it  wmuld  be  impossible  to 
give  that  detail,  because  tlie  same  charge  covers 
the  furniture  which  covers  the  goods  ? — It  must 
be  tu  some  extent  an  estimate,  but  this  is  the 
foundation,  showing  that  it  costs  the  company,  in 
interest  on  capital,  rejiairs,  and  services,  tliat 
sum. 

Mr.  Paget. 

12390.  Then  putting  that  as  the  highest,  what 
would  you  put  at  the  other  end  of  the  scale  as  the 
smallest  ? — Mineral  traffic  is,  perhaps,  3 c?.  or  4 d. 
per  ton  ; that  would  vaiy  naturally  owing  to  the 
cost  of  the  works  and  the  cost  of  the  land.  Where 
the  land  is  upon  the  level,  and  there  is  nothing 
to  do  but  to  ballast  and  lay  down  the  line  of  rails, 
and  metal  the  roads,  the  cost  is  comparatively 
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small,  but  at  Bath  we  had  to  fill  up  the  ground, 
and,  of  course,  it  is  more  costly. 

Lord  Randolph  Churchill. 

12391.  What  was  the  total  tonnage  at  Birken- 
head ? — 1,110,125,  and  of  that  1,000,000  tons 
was  coal  ; the  next  is  Bilston,  a station  in  South 
Staffordshire,  close  to  Wolverhampton  ; there  the 
mineral  traffic  is  about  79,000  tons  out  of  102,000 
tons,  and  there  the  cost  is  about  7|  d. 

Ml*.  Caine. 

12392.  That  traffic  is  almost  entirely  mineral, 
is  it  not? — Three-fourths  of  it  is,  and  therefore 
the  average  is  low  again. 

Lord  Randolph  Churchill. 

12393.  Could  you  give  the  Committee  the 
figures  for  Birmino-ham  ? — I am  "oinj?  to  give 
Birmingham  next ; the  total  tonnage  at  the  Bir- 
mingham station  was  250,000  tons,  of  which 
17,000  tons  was  coal  and  23,000  tons  other 
minerals,  and  therefore  the  great  bulk  of  the  trade 
is  goods ; there  the  average  terminal  expense 
comes  to  25.  7|<'7.  for  interest  on  capital,  main- 
tenance, and  terminal  charges ; then  I take 
Bristol. 

Ml*.  Paget. 

12394.  Are  you  making  a calculation  of  the 
interest  upon  the  expenditure  upon  the  stations 
upon  other  than  goods  traffic  ? — Simply  goods 
and  minerals. 

12395.  Then  the  receipts  you  would  get  from 
other  sources  of  traffic,  say  passenger  traffic, 
would  not  be  affected  ? — The  receipts  from  pas- 
sengers would  not  be  affected  at  all,  because  they 
do  not  use  the  same  station  ; no  expenditure  in 
respect  of  passenger  traffic  is  included ; in  fact, 
it  is  simply  the  expenditure  which  would  have 
had  to  be  provided  by  the  cai*riers,  if  the  Great 
Western  Company  had  not  been  carriers  them- 
selves. 

Mr.  Bolton. 

12396.  May  I ask  if  anything  is  allowed  here 
for  profit  and  depreciation? — Nothing  whatever 
is  allowed  for  profit,  but  depreciation  is  allowed 
for  to  the  extent  that  maintenance  is  included. 

12397.  If  anything  happened  to  change  the 
flow  of  traffic  so  as  to  make  the  station  useless, 
would  there  be  anything  allowed  for  that? — 
Nothing  is  allowed  for  that  contingency ; the 
engineers  have  made  an  average  estimate  of  the 
cost  of  maintenance  only. 

12398.  It  is  not  like  a miller  building  a mill 
and  providing  for  it  becoming  totally  useless  in 
the  course  of  a few  years  ? — A private  individual 
would  not  have  been  satisfied  with  receiving  this 
sum  ; he  would  have  required  a larger  profit. 

Chairman. 

12399.  Do  you  claim  that  you  are  entitled  to 
charge  such  a sum  as  would  give  you  a profit  ? — 
I do. 
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Mr.  Barnes. 

12400.  Do  you  claim  that  by  law? — Yes 
under  our  clause  as  it  is  now  framed  ; I claim  the 
right  to  make  these  charges,  and  we  have  done  it, 
anti  we  have  stated  distinctly  to  Parliament  that 
we  had  done  it. 

12401.  But  you  have  not  had  the  question  be- 
fore the  Railway  Commissioners  ? — We  have 
not. 

Chairman. 

12402.  What  do  you  say  would  be  the  effect 
of  not  allowing  any  jR'ofit  upon  the  terminal  ex- 
jienses  in  the  working  of  a railway  ? — I will  illus- 
trate that  in  this  way  : upon  one  portion  of  our 
system,  the  New'port,  Abergavenny,  and  Here- 
ford Railway,  we  are  only  allowed  to  charge  as 
a minimum  two  miles.  Now,  take  the  case  of 
stations  three  or  four  miles  apart,  our  maximum 
rate  for  the  conveyance  of  any  article,  I would 
assume,  would  be  \^d.  a ton;  we  would  be  at 
liberty  to  charge  6 d.,  whereas  the  cost  of  ter- 
minals in  any  one  of  those  cases  would  come  to 
at  least  twice  as  much  upon  the  goods  at  each 
end,  so  that  it  would  be  utterly  impossible  for  us 
to  carry  on  business  for  this  short  distance  unless 
those  expenses  were  to  be  recou))ed  to  us. 

12403.  That  is  an  exceptionally  short  distance 
for  a minimum,  is  it  not? — It  is  an  exceptionally 
short  distance ; the  most  important  jiortion  of 
the  Taff  Vale  Line  passes  through  mineral  dis- 
tricts, and  when  the  Bill  was  passed  the  colliery 
proprietors,  in  view  of  the  importance  to  them  of 
having  low  charges  on  minerals,  passing  from  one 
district  to  another,  got  a limiting  clause  of  two 
miles, 

124U4.  Then,  with  reference  to  the  machinery 
which  you  have  put  up,  would  you  claim  to  be 
allowed  to  include  that  in  the  charge  for  ser- 
vices ? — Thei'e  is  no  contention  that  we  are  not 
at  liberty  to  charge  for  loading  and  unloading  ; 
therefore,  if  we  use  manual  poAver  and  it  costs 
6 d.  a ton  for  the  service,  no  person  could  dispute 
the  charge  ; but  if  Ave  put  up  hydraulic  machi- 
nery, I understand  the  contention  is  that  Ave  are 
not  entitled  to  make  any  charge  for  that,  though 
it  may  reduce  the  cost  of  loading  and  unloading 
to  3 d. 

Mr.  Barclay. 

12405.  Who  supports  that  statement? — The 
statement  of  Mr,  Hunter  is  quite  sufficient  to  do 
that. 

iNIr.  Paget. 

12406.  Do  you  claim  that  you  have  the  legal 
right,  taking  the  case  of  Birmingham,  to  charge 
in  that  case  an  average  terminal  of  2 5.  7 d.,  so  as 
to  repay  to  you  Avdiat  you  consider  to  be  a fair 
interest  upon  the  expenditure? — Yes,  upon  tlie 
average  of  the  v hole  traffic,  but  if  you  came 
there  with  a quantity  of  sugar,  I Avould  certainly 
not  contend  that  Ave  Avere  entitled  to  charge  the 
full  average;  but  if  you  came  Avith  a quantity  of 
loose  furniture,  or  light  bulky  valuable  articles, 

I should  contend  that  you  Avould  pi'obably  ha\'e 
to  ])ay  three  or  four  times  as  much  as  upon  the 
sugar. 


Mr.  Bolton. 

12407.  Then  your  contention  is  not  that  you 
are  entitled  to  charge  at  Birmingham  Avhat  will 
give  you  2 s.  Ihd.,  but  that  the  cost  of  perform- 
ing the  service  to  you  is  that  amount? — Yes. 

Mr.  Barnes. 

12408.  Is  the  interest  you  have  charged  for  on 
the  capital  actually  in  use,  or  on  all  the  capital 
exjiended,  taking  this  table? — It  is  the  actual 
capital  in  use  for  ])resent  requirements ; I have 
already  stated  that  I have  had  the  stations 
valued. 

12409.  But  is  that  for  the  traffic  for  the  time 
being,  because  many  of  the  stations  have  been 
constructed  to  carry  double  their  present  require- 
ments?— The  Great  Western  Railway  Uompany 
have  not  been  in  a financial  condition  to  provide 
accommodation  for  prospective  traffic  for  so  many 
yeai’s  in  the  future. 

Mr,  Barclay. 

12410,  I understand  you  to  say  that  the 
average  cost  of  the  terminals  at  Birmingham  is 
2 s.  7^  d. ; that  Avould  be  upon  other  goods,  I sup- 
pose, than  minerals? — The  minerals  there  are 
small,  therefore  the  average  is  higher,  and  be- 
sides that,  Birmingham  Avas  a very  costly  station 
owing  to  the  nature  of  the  ground;  it  had  partly 
to  be  filled  up  and  partly  to  be  excavated. 

12411.  Your  contention  would  be,  that  under 
the  head  of  “ reasonable  charge,”  you  Avould  be 
entitled  to  make  a charge  against  the  traders  of 
at  least  2 s.  Ihd.  for  terminals  in  respect  of  the 
use  of  the  Birmingham  station? — A “reasonable 
charge,”  on  the  average,  Avould  mean  that  clearly, 
but  Ave  do  not  ahvays  charge  it. 

12412.  A “ reasonable  charge  ” Avould  be 
something  more  thaiiAvliat  it  cost  you  ? — Clearly. 

12413.  So  that  at  Birmingham  you  Avould  be 
entitled  to  charge  a sum  of  2 s.  7^  d.  ? — Yes. 

Chairman. 

12414.  You  do  not  say  that  you  claim  under 
that  a right  to  charge  a terminal  of  that  amount 
upon  coal  or  mineral  carried  ? — Certainly  not. 

Lord  Randolph  Churchill. 

12415.  This  estimate  Avhich  you  give  the  Com- 
mittee does  not  include  any  estimate  of  profit? — 
No,  only  the  actual  cost. 

Mr.  Paget. 

12416.  Would  you  put  this  into  one  actual 
sum? — As  it  at  2'>i’eseut  stands  the  clause  says 
that  it  is  to  be  a “ reasonable  charge,”  and,  there- 
fore, of  course,  Ave  could  not  projierly  or  legally 
charge  as  much  at  a country  station  Avhere  the 
cost  of  land  and  Avorks  Avould  be  comparativelv 
loAv,  and  Avhere  the  expenses  of  Avorking  were 
also  low,  as  avc  Avould  in  cities  like  London,  Man- 
chester, Liverpool,  or  Binffingham  ; it  Avould  not 
be  “ reasonable.” 

12417.  Is  that  your  habit  noAv  ? — We  have 
not  gone  into  the  cost  in  that  Avay ; Ave  have 

rather 
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Mr.  Paget — continued. 

rather  assumed  our  rates  upon  a scale  which,  as  a 
rule,  is  very  much  below  the  cost  of  our  ter- 
minals. 

Mr.  Caine. 

12418.  Then  you  do  not  get  a profit  ujion  your 
terminals? — I am  not  prepared  to  say  that  at 
some  of  our  stations  we  do  not  get  a profit ; that 
is  to  say,  at  the  country  stations ; but  I go  so  far 
as  to  say  that  we  are  entitled  to  a profit  upon  the 
terminal,  and  also  something  beyond  the  cost  to 
cover  the  risk,  particularly  as  to  fragile  goods, 
wines  and  spirits,  because  a great  deal  of  the 
damao'c  which  occurs  to  "oods  arises  at  the  sta- 
tions,  and  the  company  have  to  pay  ; that  is, 
over  and  above  the  rates  where  we  are  insurers. 

Mr.  Bolton, 

12419.  Is  that  risk  to  wines  and  spirits  in- 
cluded in  this  average  ? — It  is  not. 

O 

Mr.  Gregory. 

12420.  Is  not  the  interest  upon  capital,  in  fact 
the  profit  of  the  railway  ? — It  is  interest  to  the 
investor,  but  it  is  not  a profit  to  the  company  as 
a trader. 

12421.  It  is  an  interest  to  the  shareholder  in 
the  railway? — Yes,  it  is  interest  to  him. 

12422.  He,  therefore,  profits  to  that  extent  ? — 
Yes. 

Mr.  Paget. 

12423.  You  mentioned  the  word  risk,”  I 
think,  just  now,  as  included  in  this  average  ? — 
No.  What  I said  in  answer  to  Mr.  Bolton  was, 
that  the  figures  I have  given  to  the  Committee 
as  the  actual  cost  at  these  particular  stations,  do 
not  include  anything  for  risk  or  profit ; but  I 
rather  answer  the  question  as  a matter  of  prln- 
cijile.  I would  contend  that  it  is  essential  that  we 
ought  to  liave  some  allowance  to  cover  risk. 

12424.  With  reference  to  the  way  in  which,  as 
a matter  of  practice,  your  terminals  are  now 
charged,  you  do  not  absolutely  allot  them  in  pro- 
portion to  the  expenses  at  the  station  ; but  do 
you  do  so,  to  some  extent? — We  have  rather 
adopted  a scale  of  rates  without  going  closely  into 
the  question  whether  the  stations  are  more  or  less 
expensive. 

12425.  Would  you  have,  for  a similar  class  of 
goods,  the  same  terminals  at  different  stations 
upon  your  line  ? — No,  in  practice  our  rates  rise, 
therefore  I consider  that  the  terminals  we  are 
charging  upon  the  higher  class  of  goods  we 
are  entitled  to,  and  they  are  greater  than  the  ter- 
minals we  charge  upon  the  lower  class  of  goods. 

12426.  But,  taking  a single  class  of  goods  at 
different  stations,  upon  a single  class  of  goods,  do 
you  charge  the  same  rate  of  terminals  at  dif- 
ferent stations  ? — Yes  ; you  may  take  it  that  we 
do  as  a rule. 

Chairman. 

12427.  Now,  will  you  return  to  your  table, 
and  give  the  Committee  the  figures  for  Bristol 
0.54. 


Chairman — continued. 

and  Paddington  ? — At  Bristol  there  were  495,000 
tons  of  goods  for  the  year  1880  ; of  that  quan- 
tity, about  115,000  tons  were  coal  and  minerals, 
and  the  average  cost  was  2 s.  <J.  At 
Paddington  last  year  the  tonnage  was  513,000 
tons;  178,000  tons  were  minerals  and  coals. 

Sir  Daniel  Gooch. 

12428.  Do  you  mean  in  addition  ? — No,  in- 
cluded ; and  the  cost  was  3 5.  3d. 

Mr.  Came. 

12429.  Does  that  include  Brentford  and  Dow- 
gate  ? — No,  only  the  tonnage  that  is  delivered 
there  ; I can  give  you  a peculiar  station.  I will 
take  the  station  under  Smithfield  Market  where 
there  are  no  minerals,  and  there,  we  can  get  the 
cost  very  accurately,  because  the  station  was 
constructed  specially  in  connection  with  the 
City ; and  there  we  know  what  Ave  had  to  pay 
accurately ; the  tonnage  AA'as  144,000  tons,  and 
there  the  cost  is  3 5.  8 d. 

Mr.  Barclay. 

12430,  Is  that  traffic  nearly  all  beef? — No; 
general  goods. 

Mr.  Samuelson. 

12431.  Can  you  give  an  instance  of  a water- 
side station  in  London  as  Avell  ? — Dowgate  is  a 
Avharf ; Ave  do  not  treat  that  as  a station;  Ave 
have  Brentford,  Avhich  is  a Avaterside  station, 
but  of  that  I have  not  the  particulars  ; the  great 
bulk  of  the  tiaaffic,  I think  I might  say  l^ths  of 
the  traffic,  at  Brentford,  Avould  be  minerals. 

Mr.  Caine. 

12432.  Is  that  a through  traffic? — Yes;  and 
there,  as  at  Birkenhead,  I would  not  place  much 
importance  upon  the  figures  as  it  is  a transfer 
station  ; it  is  not  a station  in  the  ordinary  accep- 
tation of  the  term,  like  the  others. 

12433.  Does  the  cost  of  the  terminal  at 
Paddington  include  the  cost  of  building  accom- 
modation warehouses  at  Paddington  ? — No,  it 
does  not  include  the  cost  of  building  Avare- 
houses. 

12434.  You  exclude  the  accommodation  of 
Avarehouses  at  Paddington  and  at  Smithfield  ? — 
At  Smithfield  everything  is  included,  but  at 
Paddington  Avarehouses  are  not  included, 

12435.  You  include  the  Avarehousing  in  the 
rates? — To  a certain  extent,  but  Avhen  they  remain 
over  a certain  length  of  time  the  company  do 
make  a charge. 

12436.  Five  years  is  the  period,  is  it  not  ? — 

I do  not  think  it  is  so  long  as  that. 

12437.  Are  there  not  tin  plates  at  Paddington 
which  have  been  there  five  years  Avithout  any 
chai-ge  upon  them? — I should  hardly  think  so. 
The  reason  Avhy  I have  excluded  Avarehouses  is 
that  Ave  can  make  a separate  charge  for  that. 

Chairman. 

12438.  What  would  be  the  probable  future 
position  of  railway  companies,  Avere  it  held  that 
4 D they 
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Chairman — continued. 

they  have  no  power  to  charge  for  terminals  ? — If 
railway  companies  decided  to  cease  being  carriers, 
and  were  to  revert  to  the  position  of  toll  takers, 
they  Avould  still  be  able  to  collect  from  the 
public  their  maximum  tolls  on  all  description  of 
goods,  without  performing  the  services  they  now 
render  at  the  terminal  stations.  It  would  follow 
that  the  ])resent  stations  would  be  let  to  firms 
undertaking  the  business  of  carriers,  who  would 
make  their  own  charges  for  the  services  rendered, 
beyond  the  haulage  and  use  of  road  and  trucks 
from  point  to  point,  and  would  be  subject  to  no 
restrictions  beyond  what  the  traffic  would  bear. 

Lord  Randolph  Churchill. 

12439.  How  do  you  mean  that  they  would  be 
subject  to  no  restrictions  beyond  what  the  traffic 
would  bear? — The  canders  are  not  subject  to 
any  restrictions. 

12440.  Do  you  contend  that  railway  companies 
are  ? — Clearly. 

12441.  But  with  regard  to  terminal  charges? 
— Yes,  that  they  must  be  “reasonable.” 

Mr.  Barclay. 

12442.  Would  not  the  carriers  be  subject  to  a 
like  restriction? — In  Common  Law,  it  would 
have  to  be  a “ reasonable  charge  ” ; but  they 
■would  not  be  subject  to  precisely  the  same  re- 
striction. I will  give  you  an  illustration  of 
carriers’  charges.  Some  years  ago  there  were 
carriers  competing  with  the  Great  Western 
Company  between  London  and  Bristol ; I sent 
six  small  bags  of  rice  through  some  of  these 
carriers,  and  six  small  boxes  of  tea,  one  to  each 
of,  I think,  12  diffei’ent  consignees  in  Bristol, 
with  whom  1 had  arranged.  The  Great  Western 
Company’s  charge  for  each  package  would  have 
been  1 s.  2 d.  To  persons  in  the  trade,  such  as 
Budgett’s,  I believe,  rvho  were  one  of  the 
consignees, they  charged  10  <7.,  which  was  4 d.  less 
than  the  Great  Western  Company  would 
have  charged  ; to  all  persons  out  of  trade,  the 
carriers  charged  from  2 5.  to  2 s.  6 d. 

12443.  How  did  the  earriers  compete  with 
you  ; hud  they  carts  upon  the  road  of  their  own  ? 
— Tliey  brought  these  goods  to  Paddington  in 
bulk,  and  delivered  them  as  one  consignment; 
they  paid  us  one  lump  sum  per  ton,  and  then 
divided  the  packages  at  Bristol,  and  charged,  as 
I tell  you,  in  these  cases  where  the  people  were 
in  trade  4 d.  less,  or  thereabouts,  than  we 
charged  ; but  to  all  others  they  charged  nearly 
double,  and  in  some  cases  as  high  as  2 s.  6 d. 

12444.  And  why  did  private  people  send  their 
parcels  by  those  private  carriers  ? — That  class  of 
carrier  now  is,  practically,  done  away  with,  be- 
cause the  railway  companies  afford  such  facilities, 
and  their  charges  are  so  well  known,  that  the 
great  bulk,  in  fact  nearly  the  whole  of  the  car- 
riage, is  done  by  the  railway  companies. 

Mr.  Baines. 

12445.  Messrs.  Pickford,  and  those  people,  are 
practically  done  away  with  as  carriers  ? — They  arc 
practically  done  away  with  as  carriers,  but  I sup- 
pose the  honourable  Member  refers  to  packed  small 
parcels.  There  are  carriers,  such  as  Sutton’s, 


Mr.  Barnes — continued. 

who  bring  the  parcels  to  the  stations  in  bulk,  and 
then  divide  them  out  to  the  public,  makino-  in 
some  cases  charges  under  what  the  railway  com- 
panies do  ; they  pay  us  so  much  a ton,  and  charge 
the  public  so  much  each  package. 

Mr.  Barclay. 

12446.  Upon  the  whole,  the  carriers  must 
charge  tlie  small  parcels  to  the  people  very  con- 
siderably less  than  goods  ? — Small  parcels  they 
do,  because  they  pack  them. 

12447.  They  have  to  receive  them  singly,  and 
send  them  out  singly  ? — Yes,  that  is  so. 

Mr.  Caine. 

12448.  The  carriers  break  the  bulk  in  Bristol 
at  their  warehouse,  and  distribute  the  packages  ? 
— Yes. 

Mr.  Barnes. 

12449.  Was  that  held  to  be  legal? — Yes,  it 
was. 

Mr.  Pell. 

12450.  The  railway  companies  went  to  law 
upon  that  ground  years  ago,  did  they  not  ? — 'fhere 
was  a series  of  cases  on  that  ground. 

Mr.  Caine. 

12451.  The  railway  companies  will  now  do  the 
same  thing,  will  they  not  ? — They  do  not  pack 
themselves. 

12452.  But  they  will  carry  at  the  two-ton  rate 
a number  of  parcels,  w^eighing  in  the  aggregate 
two  tons,  and  then  distribute  them  in  London  ? — 
I do  not  think  so  ; they  charge  for  all  parties 
alike. 

12453.  But,  take  for  instance,  an  ironmaster 
in  Staffordshire,  sending  two  tons  of  bar-iron 
from  Birmingliam  to  London  in  five  different 
parcels  marked  differently,  you  would  carry  them 
for  him  at  the  two-ton  rate,  and  then  distribute 
them  at  4s.  a ton  all  over  England? — No,  Ave  do 
not  do  that ; each  separate  consignment  is  charged 
separately. 

Mr.  Gregory. 

12454.  You  do  not  compete  Avith  the  small 
carriei’S,  do  yon  ? — We  only  comjiete  by  our  pub- 
lished rates,  Avhich  are  known  all  over  the 
country. 

Chairman. 

12455.  Let  us  return  to  our  main  subject;  as 
a further  illustration  of  Avhat  you  have  stated  as 
your  contention,  that  these  terminal  charges  have 
been  recognised  by  Parliament,  will  you  give  the 
Committee  a reference  briefly  to  proceedings 
which  have  taken  place  since  the  time  when  the 
raihvay  companies  themselves  performed  these 
tei'ininal  services? — As  I before  stated,  about 
24  years  ago,  there  vA’ere  a number  of  carriers 
Avho  brought  actions  against  the  Great  Western 
Raihvay  Company,  contending  that  Ave  Avere  not 
entitled  to  charge  the  rates  which  we  were  then 
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Chairman — continued. 

charging,  and  that  resulted  in  the  Gi’eat  Western 
Company  applying  to  Parliament  in  1859  for 
a clearer  definition  of  their  terminal  power,  and 
also  for  the  purpose  of  obtaining  power  to  re- 
adjust the  classification. 

12456.  The  Bill  was  opposed,  was  it  not?  — 
It  was  strongly  opposed  by  the  traders. 

12457.  And  you  wish  to  state  to  the  Com- 
mittee what  the  learned  counsel  for  the  opponents 
stated? — Upon  the  ojaposition  of  the  traders,  the 
Committee  said  they  would  not  deal  with  the 
Bill  in  an  exceptional  manner,  and  I would  like 
to  read  what  Sir  Thomas  Phillips,  one  of  the 
counsel  for  the  opponents,  said  upon  the  subject; 
he  said,  “ With  regard  to  terminal  charges,  it 
seems  to  us  that  if  there  be  legislation  on  the 
subject  it  ought  to  be  general.  It  is  not  a matter 
specially  affecting  this  company  as  distinguished 
from  other  railway  companies,  and  it  would  be 
very  inconvenient  to  legislate  on  a subject  of 
general  interest  affecting  the  general  public  by 
legislating  exceptionally  in  a particular  Act  of 
Parliament  affecting  j)arties  who  have  no  oppor- 
tunity, probably,  of  stating  the  grievance  to 
which  it  Avould  subject  them,  and  therefore  it  is 
a matter,  not,  as  it  seems  to  us,  to  be  correctly 
dealt  with  in  the  present  Bill.”  Then  the  Com- 
mittee intimated  to  us  that  they  would  be  quite 
willing  to  authorise  an  advance  of  rates  and  fares 
to  a certain  extent,  but  they  were  not  willing  to 
do  all  the  company  required;  upon  which  Mr. 
Burke,  the  counsel  for  the  Great  Western  Com- 
pany, said,  “ That  inasmuch  as  it  was  absolutely 
essential  that  railway  companies  should  take 
terminal  charges,  they  must  of  necessity,  for  their 
own  protection,  seek  from  the  hands  of  Parlia- 
ment some  general  law  applicable  to  the  sub- 
ject.” And  the  Bill  was  withdrawn. 

12458.  In  the  following  year  the  promoters 
of  new  lines.  In  some  instances,  I believe,  inserted 
in  their  vai’ious  Bills  the  ordinary  terminal  clause, 
which  had  previously  been  sanctioned,  did  they 
not  ? — The  Board  of  Trade  at  that  time  began 
to  draw  attention  to  the  terminal  clauses  which 
were  inserted  in  all  Acts  ; the  clause  was  this. 
“ And  with  respect  to  the  conveyance  of  animals 
and  goods,  the  maximum  rates  of  charge  to  be 
made  by  the  company  for  the  conveyance  thereof 
along  the  railway,  including  the  tolls  for  the  use 
of  the  railway,  and  waggons  or  trucks,  and  loco- 
motive power,  and  every  expense  incidental  to 
such  conveyance,  except  a reasonable  sum  for 
loading,  covering,  and  unloading  of  goods,  and 
for  delivery  and  collection,  and  any  other  ser- 
vices incidental  to  the  business  or  duties  of  a 
carrier,  where  such  services,  or  any  of  them,  are 
or  is  performed  by  the  company,  shall  not  ex- 
ceed” so  and  so.  That  clause  was  the  usual 
clause  which  passed,  without  any  objection,  up  to 
that  time  in  all  Acts  ; that  is  up  to  1860.  It  was 
in  1860  that  the  Board  of  Trade  began  to 
draw  attention  to  the  terminal  clauses,  and  to 
point  out  that  it  might  be  desirable  that  mileage 
rates  should  be  made  to  cover  the  terminals. 

12459.  But  when  you  say  that  up  to  that  time 
this  clause  was  adopted  in  most  Acts,  do  you 
mean  that  the  maximum  rates  were  adopted,  be- 
cause it  says,  “ Maximum  rates  ” ? — That  is  the 
preamble  to  what  follows. 
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Mr.  Barclay. 

12460.  I wisb  to  know  whether  you  under- 
stand, that  “any  services  incident  to  the  business 
or  duties  of  a carrier,”  mean  duties  outside  or 
inside  the  station  ? — I consider  they  would  in- 
clude both. 

12461.  What  are  the  services  inside  the  sta- 
tion ? — Any  services  which  are  done  by  a carrier 
over  and  above  the  simple  conveyance  from  point 
to  point. 

12462.  So  that  the  charge  for  the  services 
there  referred  to,  includes  services  inside  as  well 
as  outside? — Yes. 

Chairman. 

12463.  Could  you  put  it  more  shortly,  than 
by  saying  that  it  would  include  all  those  services 
which  Messrs,  Pickford  used  to  do  in  the  early 
history  of  the  railways,  and  which  the  railway 
companies  took  over  from  Messrs.  Pickford  ? — 
Adding  simply  to  that,  “ and  the  accommodation 
afforded.  ” 

Mr.  Barclay. 

12464.  What  are  the  “other  services  incident 
to  the  business  of  a carrier,”  for  which  the.  rail- 
way company  is  entitled  to  charge  under  that 
clause  ? — I consider  that  all  the  accommodation 
which  is  necessary  for  the  loading  and  unloading 
and  the  covering,  which  may  be  a shed,  is  to  be 
paid  for  under  this  clause,  and  any  other  service 
which  is  incidental  to  the  loading  and  unloading, 
or  anything  beyond  the  simple  conveyance  upon 
the  railway. 

_ 12465.  1 wanted  an  example  of  what  the  ser- 
vice might  be  ? — Take  shunting,  for  example. 

Mr.  Gregory. 

12466.  I gather  from  you  that  you  consider 
the  tolls  upon  the  railway  merely  to  include  the 
locomotive  power,  trucks,  and  the  haulage  from 
point  to  point? — Yes,  as  the  clause  says,  along 
the  railway. 

12467.  Everything  beyond  that,  you  consider 
the  business  of  the  carriers  ? — Yes. 

12468.  For  that  you  are  entitled  to  charge  ter- 
minals under  the  words  “reasonable  sum”? — 
Under  the  words  of  the  clause. 

Chairman. 

12469.  Beginning  with  the  word  “covering,” 
you  would  not  say  that  “covering”  meant  the 
roof  of  the  shed,  would  you  ? — It  is  clearly  open 
to  that  construction. 

Mr.  Barclay. 

12470.  That  is  to  say,  where  it  Is  specifically 
mentioned  ? — Where  it  is  specifically  mentioned, 
and  it  is  specifically  mentioned  in  this  clause. 

12471.  Then  I was  driving  at  some  other  ser- 
vice, and  the  only  other  example  you  have  given 
of  any  other  service,  is  shunting? — I refer  to  all 
the  various  services  at  a station. 

12472.  Will  you  give  the  Committee  another 
specific  example  ? — I will  put  it  in  this  way  : in 
making  up  our  terminal  charges,  we  include  the 
cost  of  the  land,  the  cost  of  the  sidings  and  sheds, 
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Mr.  Barclay — continued, 
building?,  cranes,  turntables,  and  all  the  outlay 
necessary  for  loading  and  unloading  the  goods, 
and  for  marshalling  the  trucks,  and  then  the 
porterage,  the  clerkage,  watchmen,  and  people 
connected  with  the  station,  the  Avorking  charge 
of  the  station,  engine  and  horse  shunting,  in  fact 
everything  that  would  have  to  he  done  by  the 
carriers  to-day,  if  the  railway  companies  Avere  to 
cease  to  carry. 

12473.  Do  you  happen  to  he  able  to  refer  to 
any  legal  decisions  in  support  of  that  vicAV  ? — 
There  has  been  no  legal  decision  given  upon  the 
point. 

Mr;  Barnes. 

12474.  At  present  it  is  simply  railway  laAv  ? — 
It  is  practice,  and  practice,  I ought  to  say,  Avith 
the  full  knoAvled2:c  of  Parliament. 

Mr.  Parjet. 

12475.  Would  that  not  also  include  any  risk 
for  which  a carrier  Avould  be  liable  for  injury 
done  to  goods  in  the  station? — Yes  ; I mentioned 
that  before,  and  insurance  to  goods. 

Chairman. 

12476.  You  stated  that  the  Board  of  Trade 
Intervened  after  1860  ; Avill  you  give  the  Com- 
mittee a list  of  the  Bills  in  Avhich  the  clause  VA^as 
inserted,  and  in  Avhich  it  Avas  disalloAved? — The 
clause  Avas  inserted  in  all  the  Bills  that  Session. 
It  Avas  passed  in  the  Cork  and  Limeidck  Direct 
Act,  but  in  the  Denbigh,  lluthen,  and  CorAven  ; 
the  Aylesbury  and  Buckingham  ; the  Farringdon  ; 
the  Belfast,  IIolyAvood,  and  Bangor ; the  Con- 
Avay,  LlanrAvst,  and  BettAvs-y-Coed  ; the  Mat- 
ford,  Bickmansworth,  and  Uxbridge;  the  Finn 
Valley  ; and  Liskeard  and  Caradon  Acts  ; the 
Terminal  Clause  Avas  struck  out  altogether,  and 
the  promoters  had  no  option  but  to  take  their 
Bill  Avithout  the  clause,  or  drop  their  scheme.  But 
in  some  Bills  of  that  year  the  clause  Avas  intro- 
duced in  a difterent  manner ; in  this  form  : “ Pro- 
vided ahvays,  that  it  shall  be  lawful  for  the  com- 
pany to  demand  and  take,  in  addition  to  the  tolls, 
rates  and  charges  Avhich  are  hereinbefore  autho- 
rised, a reasonable  sum  for  the  delivery  and  col- 
lection and  other  services  incidental  to  the  busi- 
ness of  a carrier  Avhen  such  services  respectively 
shall  be  pei'formed  by  the  company.”  That  Avas 
passed  in  the  Burton-on-the- Water ; the  Sud- 
bury, Melford,  and  Clare,  and  the  Disley  and 
Hayfield  Acts ; but  Avas  struck  out  altogether  in 
the  Caine  ; and  the  Chard,  and  the  Stockport  and 
Woodley  Junctions  Acts  of  the  same  year. 
Again  in  the  same  Session,  1860,  another  form 
of  clause,  of  a more  comprehensive  character,  was 
passed  in  the  Inverness  and  Aberdeen  Junction, 
and  Inverness  and  Koss-shire  Acts.  In  that 
case  it  Avas  as  folloAVs: — “ It  shall  be  laAvful  for 
the  company  to  demand  and  take,  in  addition  to 
the  above-mentioned  tolls,  rates,  and  charges,  a 
reasonable  sum  for  the  use  of  any  Avarehouse, 
Avharf,  or  depot  or  other  similar  accommodation, 
and  a further  reasonable  sum  for  the  trouble 
occasioned  by  collecting  or  delivering  goods  and 
other  articles,  and  for  other  services  incidental 
to  the  business  of  a carrier  Avhere  such  services 
respectively  shall  be  performed  by  the  company 
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otherwise  than  upon  the  premises  of  the  railway. 
It  shall  also  be  laAvful  for  the  company  to  take, 
for  the  use  of  any  cranes  or  Aveighing  machines 
erected  by  the  company  of  and  from  the  OAvner 
or  person  having  charge  of  any  goods,  articles, 
or  things  loaded  or  unloaded,  Aveighed  or  mea- 
sured by  means  of  the  same,  such  reasonable  sum  as 
the  company  shall  from  time  to  time  appoint.  ’ 

Mr.  Barclay. 

12477.  Do  you  contend  that  that  clause 
enables  the  railAvay  company  to  charge  for  loading 
and  unloading  ? — It  does  not  specifically  mention 
it,  but  I cannot  imagine 

12478.  Do  you  contend  that  it  does,  in  spite 
of  the  Bill  Avhich  the  Great  North  of  Scotland 
Company  Avas  promoting  I he  other  day  before 
the  House  ? — I did  not  knoAV  that  it  Avas  that 
company ; but  I Avould  contend  that  they  Avere 
not  bound  to  load  and  unload,  and  that  if  they 
did  load  and  unload,  they  were  entitled  to  make 
a charge  for  doing  so. 

Chairman. 

12479.  AVill  you  continue  your  statement? — 
Then  1 say,  notwithstanding  the  fact  that,  as  has 
already  been  shoAvn,  somewhat  similar  clauses 
had  been  in  some  cases  disalloAved  altogether  in 
the  ensuing  Session,  1861,  the  same  difficulty 
and  difference  arose.  In  the  folloAving  Acts,  viz., 
Alva,  Barnsley  Coal,  Bishop’s  Stortford,  Cocker- 
mouth,  and  KesAvick  and  Penrith,  CornAvall, 
Eastern  Counties,  Eastern  Counties  and  Saffron 
Walden,  Inverness  and  Perth,  Kirkcudbright, 
Lndlow  and  Clee  Hill,  Lynn  and  Hunstanton, 
Marlborough,  Southampton  and  Netley,  SAvansea 
and  Neath,  the  ordinary  terminal  clause  I have 
lately  read  Avas  passed  ; Avhereas  in  the  Charing 
Cross  and  City  Terminus  Act,  the  Blyth  and 
Tyne,  the  Somerset  Central,  and  the  Strathspey 
Acts,  the  clause  Avas  struck  out  altogether ; I 
have  examined  the  Bills  as  they  Avere  introduced, 
and  as  they  came  out  from  the  Committee. 

12480.  Did  they  throAv  any  light  upon  the 
matter? — The  fact  was  that  Lord  Bedesdale 
be2:an  about  that  time  to  strike  the  terminal 
clauses  out. 

12481.  You  can  give  no  idea  Avhy  Parliament 
admitted  those  clauses  in  the  major  portion  of 
the  Acts,  but  struck  them  out  in  the  others?  — 
No,  1 had  nothing  to  do  with  any  one  of  the  Acts. 

Mr.  Bolton. 

12482.  You  did  not  happen  to  notice  Avhether 
those  Bills  Avere  submitted  to  the  same  Com- 
mittees?— No,  it  is  quite  probable  that  those 
Bills  Avhich  Avere  before  opposed  Committees 
passed  Avith  the  clause,  and  those  which  Avent 
lAcfore  Lord  Bedesdale  unopposed  might  have 
been  dealt  Avith  by  him  ; I can  give  no  sugges- 
tion further  than  that. 

Chairman. 

12483.  Noav  Ave  come  to  Avhat  Ave  may  call  the 
model  clause  upon  its  fii’st  appearance  ? — That 
Avas  in  1861.  In  the  DoAvnpatidck  and  NeAvry 
Junction  Act  of  1861  (Clause  44),  the  Terminal 
Clause,  known  as  the  “ model  clause,”  Avhich  I 
am  about  to  refer  to,  Avas  passed,  notAvithstanding 
that,  in  some  cases,  terminal  clauses  Avere  struck 

out 


SELECT  COMMITTEE  ON  RAILWAYS. 


581 


1 Jiihj  1881.] 


Mr.  Grierson. 


[ Continued. 
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out  altogether.  These  instances  are  sufficient  to 
show  that  the  principle  of  terminal  cliarges  was 
recognised  as  it  had  been  from  tlie  time  of  the 
early  canals  and  tramroads,  although,  owing  to 
objections  made  by  the  Board  of  Trade  in  their 
annual  reports  to  all  terminal  charges,  the 
clauses  in  some  Bills  were  struck  out,  so  that 
in  them  there  was  no  recognition  of  terminals 
whatever;  that  is  to  say,  in  the  limited  num- 
ber of  Bills  which  I have  mentioned.  Now 
this  interference,  as  regards  terminals,  ap- 
pears to  have  principally  affected  the  Bills  for 
short  lines  only,  and  to  have  been  acquiesced  in 
by  the  promoters  of  those  Bills,  probably  in 
ignorance  of  the  effect  of  the  innovation. 

12484.  That  was  your  impression  at  the  time? 
— That  was  the  view  which  the  lax’ger  companies 
took  of  the  matter  at  that  time  ; I am  speaking 
of  it  from  my  own  recollection.  The  result  was 
that  the  pi’incipal  railway  companies  foreseeing 
by  the  opposition  which  at  this  time  was  brought 
to  bear  against  terminal  charges,  and  by  the 
difficulty  experienced  in  carrying  the  usual  ter- 
minal clauses  in  the  Bills  then  before  Parliament, 
that  the  principle  of  such  charges  was  being 
attacked,  made  communications  to  the  authorities 
of  both  Houses  of  Parliament,  and  a meeting 
took  place  between  the  Chairman  of  the  Railway 
Committees  in  the  House  of  Commons,  at  which 
Lord  Redesdale  attended,  on  June  5th,  when 
Mr.  Paxter  and  Mr.  Coates  addressed  the  Com- 
mittee on  behalf  of  the  railway  companies.  The 
names  of  the  Committee  are  names  not  unknown 
still  as  being  men  of  great  experience  at  that 
time  in  railway  legislation  ; they  met  together, 
and  eventually  Lord  Redesdale,  who  had  been 
asked  to  do  so,  agreed  to  sit  with  them,  and  was 
with  them  throughout  the  investigation  which 
took  place.  Mr.  Coates,  the  well-known  Parlia- 
mentary agent,  prepared  and  circulated  a memo- 
randum upon  the  subject,  which,  if  the  Committee 
will  allow  me,  I will  read:  ‘‘Note  on  terminal 
charges  on  railways.  The  charges  which  railway 
companies  are  entitled  to  make  are  of  two  dis- 
tinct kinds  ; those  pertaining  to  them  as  owners 
of  a railway  which  are  not  in  question  here  ; and 
those  attaching  to  their  function  of  carriers.  The 
charges  of  railway  companies  in  their  character 
of  carriers  consist  partly  of  remuneration  for  the 
mere  conveyance  of  goods  ; and  this  remunera- 
tion is  subdivided  into  tolls  for  the  use  of  the 
railway,  for  the  use  of  cari’iages  and  Avaggons, 
and  for  the  supply  of  locomotive  power.  The 
amount  of  these  tolls  is  ahvays  fixed  by  statute  ; 
and  a maximum  toll,  comprising  the  three  several 
tolls,  is  also  fixed  by  statute,  and  is  usually  some- 
Avhat  less  in  amount  than  the  aggregate  of  the 
three  separate  tolls.  Besides  these  tolls  there  is 
a charge  for  loading  or  unloading  goods,  Aveighing 
them,  covering  them,  providing  sidings  or  sta- 
tion room  for  them,  shunting  trueks,  and  doing 
Avhatever  is  necessary,  beside  absolutely  convey- 
ing them  on  the  raihvay.  This  is  called  the 
terminal  charge.  The  duties  out  of  Avhich  the 
terminal  charge  arises  involve  a vast  expendi- 
ture; in  the  case  of  one  company,  the  ex- 
penditure exceeded,  in  the  year  1860,  256,000/., 
exclusively  of  carting,  and  other  services  out- 
side the  stations.  Sometimes  the  terminal 
charge,  measured  by  the  absolute  expense 
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incurred  in  handling  the  goods,  is  50  per  cent, 
of  the  whole  charge  made  by  the  railway 
company  Avith  respect  to  those  goods.  Upon  an 
average  of  the  income  of  all  companies,  the  ter- 
minals have  been  roughly  estimated  as  consti- 
tuting: one-fifth  of  their  Avhole  rcA'cnue  from  scoods. 
and  they  represent  a corresponding  expenditure 
of  somewhat  similar  amount.  Lest  it  should  be 
supposed  that  the  maximum  toll  included  termi- 
nals, and  to  obviate  any  doubt  of  the  right  of 
railway  companies  to  make  charges  for  use  of 
their  stations,  and  for  labour  performed  by  them 
at  their  stations,  Avhen  they  assumed,  as  they 
are  noAV,  by  Mi’.  CardAvell’s  Act,  compelled  to 
assume,  the  office  of  carriers.  Railway  Acts, 
until  the  last  three  or  four  vears,  contained  e.x- 
press  authority  to  make  charges  for  labour  per- 
formed by  the  company  as  carriers,  in  addition  to 
the  maximum  tolls  alloAved  for  the  mere  convey- 
ance of  goods  on  the  railway.  In  the  Acts  of 
every  great  railway  company,  Avithout  excep- 
tion, the  following  enactment,  or  some  similar 
enactment,  is  to  be  found.”  Then  he  cites 
the  well-knoAvn  clause  Avhich  I recently  read. 
“ Of  late  the  Board  of  Trade  has  in  its  annual 
Reports  on  Railway  Bills,  reiterated  its  ob- 
jection to  all  terminal  charges,  and  to  any 
recognition  of  such  charges  in  RailiA’ay  Bills ; 
alleging  (in  entire  forgetfulness  of  the  uniform 
course  of  past  legislation)  that  the  maximum  toll 
is  intended  to  comprehend  remuneration  for  ter- 
minal duties.  Acting  on  this  suggestion,  the 
Chairman  of  Committees  in  the  House  of  Lords, 
and  the  Committees  on  Railway  Bills  in  the 
House  of  Commons,  have,  as  a rule,  and  Avith 
rare  exeeptions,  struck  out  from  Bills  every 
recognition  of  terminals;  and  this  is  the  grievance 
from  Avhich  railway  companies  are  noAv  seeking 
relief.  It  is  true  that  this  novel  interference 
Avith  the  right  of  railway  companies  (heretofore 
uniformly  acknoAvledged  by  Parliament)  to 
charge  for  services  performed  by  them  as  carriers 
has  affected  usually  Bills  only  for  short  lines,  and 
has  been  acquiesced  in  more  or  less  by  the  pro- 
moters of  those  Bills,  probably  in  ignorance  of 
the  effect  of  the  innovation ; but  if  the  prohibi- 
tion to  charge  terminals  is  admitted,  as  a rule, 
for  new  companies,  that  rule  will  infallibly  be 
extended  to  old  companies  Avhensoever  these 
jiromote  in  Parliament  a Bill  which  may  bring 
their  tolls  into  question.” 

12485.  Then  they  suggested  a clause  on  be- 
half of  the  railway  companies  ? — Yes.  “ It  shall 
also  be  laAvful  for  the  company  acting  as  carriers 
to  charge  a reasonable  sum  for  any  accommoda- 
tion or  service  rendered  by  them  in  respect  of 
any  goods,  minerals,  or  cattle,  other  than  the 
actual  conveyance  thereof  along  the  raihvay.” 
That  Committee,  Avhom  I have  before  referred 
to,  sat  again  upon  the  13th  of  June  1861,  and 
passed  a model  terminal  clause,  and  it  Avas  agreed 
by  Lord  Redesdale  and  that  Committee  that 
that  terminal  clause  should  be  inserted  in  all 
future  Bills,  That  terminal  clause  I Avill  noAV 
read:  “Model  terminal  clause,  agreed  to  at 
the  meeting  of  the  Chairmen  of  the  Raihvay 
Committees  in  the  House  of  Commons  on  13th 
June  1861.  It  shall  also  be  laAvful  for  the  com- 
jiany  acting  as  carriers  to  make  a reasonal)le 
terminal  charge  for  the  accommodation  afforded 
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and  service  rendered  by  them  in  respect  of  any 
goods  or  minerals  other  than  the  actual  convey- 
ance thereof along  Ihe  railways:  Provided  always, 
that  such  charge  shall  in  no  case  exceed  the  rate 
of  2 s.  per  ton  for  goods  and  9 d.  per  ton  for 
minerals  at  each  terminal  station  of  such  traffic, 
unless  the  matters  to  which  such  charge  relates 
shall  remain  on  the  jn-emises  of  the  company 
more  than  24  hours  by  tlie  desire  or  default  of  the 
consignor  thereof,  or  shall  so  remain  by  the 
desire  or  default  of  the  consignee  thereof  for  24 
hours  (Sunday,  Christmas-day,  and  Good  Friday 
excepted)  after  notice  of  the  arrival  of  the  same 
shall  have  been  dispatched  to  the  consignee,  in 
either  of  which  eases  it  shall  be  lawful  for  the 
company  to  charge  an  additional  reasonable  sum 
for  such  occupation  of  their  premises,  and  for  ser- 
vices performed  by  them  in  consequence  of  such 
delay  ; and  when  the  company  performs  any  ser- 
vice witli  respect  to  traffic  outside  their  premises 
they  may  charge  a further  reasonable  sum  for 
such  service  ; for  a fraction  of  a ton  the  company 
may  demand  the  aforesaid  terminal  charges, 
according  to  the  number  of  quarters  of  a ton  in 
such  fraction,  and  if  there  be  a fraction  of  a 
quarter  of  a ton  such  fraction  shall  be  deemed  a 
quarter  of  a ton,  and  small  j)arcels  shall  be  alto- 
gether exempt  from  such  terminal  charges ; and 
no  station  is  to  be  considered  a terminal  station 
in  regard  to  any  goods  or  minerals  conveyed  or 
to  be  conveyed  on  the  railway  which  have  not  been 
loaded  thereat  direct  from  the  consignor  of  such 
traffic,  or  unloaded  for  delivery  thereat  to  the  con- 
signee.” That  was  a jierfect  terminal  clause  as  be- 
tween railway  com})anies  and  the  2)ublic,  but  a mi- 
nority of  the  comiianies  objected  to  the  clause  and 
would  not  at  first  accept  it.  I,  acting  for  the 
Great  AVestern  Comjiany,  being  one  of  them, 
thinking  it  inequitable  that  there  should  be  a 
maximum,  and  that  the  2 s.  per  ton  should  be 
applicable  to  all  classes  of  goods,  it  being  clearly 
impossible  to  jirovide  accommodation  and  jierform 
the  services  iqion  the  higher  class  of  goods  at  the 
same  rate  as  Ave  could  ujion  the  lower  class,  and 
that  in  such  stations  as  Birmingham  the  comjiany 
to  have  a higher  terminal  than  at  the  cheaper 
country  stations.  But  ujion  the  representations 
of  the  companies,  I remember  jiarticulai’ly  u^ion 
those  of  Mr.  Allport,  the  Great  Western  Com- 
jiany  gave  their  assent,  and  that  clause  was 
finally  acce])ted  ; it  was  inserted  in  two  Bills ; 
but  although  late  in  the  Session,  the  attention  of 
Parliament  was  immediately  drawn  to  it  ; the 
two  Bills  were  the  Downpatrick  and  Newry 
Junction  and  the  Newcastle-ujion-Tyne,  Der- 
went and  AVeardale  Railway  Bills;  the  former 
Bill  was  jiassed  with  the  clause  intact,  but  on 
the  latter  coming  before  the  House,  Mr.  Woods, 
acting  on  behalf  of  the  colliery  proprietors, 
having  given  notice  that  he  intended  to  move  the 
omission  of  the  Model  Clause  from  the  Bill, 
stated  that  the  clause  was  intended  to  fix  the 
charge  for  carrying  coal  at  9 d.  per  ton,  which 
would  create  an  increase  of  500,000  L per  annum 
in  one  coal  field  alone.  Mr.  Milner-Gibson 
said  that  the  effect  of  striking  out  the  clause  at 
that  period  of  the  Session  Avould  be  to  endanger 
the  Bill.  The  clause,  no  doubt,  was  a very  im- 
portant one,  affecting,  as  it  did,  very  seriously 
the  mining  and  trading  interests,  but  as  he  under- 


Chairmau — continued. 

stood  the  Chairmen  of  Committees  were  ^ire- 
pared  to  give  the  subject  a rehearing,  he  would 
suggest  that  whatever  decision  they  might 
arrive  at  should  be  introduced  in  the  shape  of  an 
altered  clause  when  the  Bill  Avent  before  the 
House  of  Lords.  Mr.  Hodgson,  on  the  part  of 
the  promoters,  undertook  to  introduce  Avhatever 
clause  the  Chairman  might  agree  to.  General 
Lindsay  said  that  the  proposed  charge  of  9 J.  a 
ton  in  parts  of  the  country  Avould  amount  to  con- 
fiscation. Mr.  Puller  said  that  he  belieA^ed  the 
jianel  of  Chairmen  Avere  perfectly  willing  to 
meet  again.  At  the  same  time  he  believed  the 
apprehensions  of  the  effect  of  the  clause  Avere 
exaggerated.  The  great  bulk  of  the  traffic  Avas 
not  regulated  by  statute,  but  Avas  matter  of  pri- 
vate agreement.  Colonel  Wilson  Patten  said 
that  the  members  of  the  panel  of  Chairmen  feel 
that  if  they  could  agree  upon  any  resolution  it 
would  save  an  immensity  of  time  and  discussion ; 
but  as  it  Avas  felt  by  a large  portion  of  the  com- 
munity that  only  one  side  had  been  heard,  it  Avas 
but  fair  to  the  2)ublic  that  they  should  have  an 
opjiortunity  of  putting  forth  their  vieAvs.  The 
Railway  Committees  had  been  sitting  uninter- 
rujitedly  since  (he  commencement  of  the  Session, 
and  it  Avas  Inqiossible  that  greater  progress  could 
have  been  made.  Mr.  Adair  stated,  that  he  Avas 
authorised  by  his  colleagues  to  exjiress  their 
willingness  to  hear  any  evidence  which  those  Avho 
considered  themselves  prejudiced  by  this  course 
might  Avish  to  offer,  and  added  that  Lord  Redes- 
dale  concurred  in  that  feeling.  Mr.  Thompson 
said,  that  Ave  could  assure  the  House  that  the 
jirovislon  Avouid  only  amount  to  a diminution  and 
restriction  of  the  poA\mrs  at  present  possessed  by 
the  princi]ial  raihvay  companies.  Mr.  Mowbray, 
as  a member  of  the  panel  of  Chairmen,  said  that 
he  Avas  anxious  that  the  fullest  consideration 
should  be  given  to  the  clause,  and  thought  it 
Avould  be  desirable  that  an  officer  of  the  Board 
of  Trade  should  attend  to  assist  them  in  their 
deliberations.  Mr.  Massey  said,  that  he  con- 
sidered that  it  Avould  be  hardly  fair  to  the  jR’o- 
motei's  to  reject  the  clause.  On  the  other  hand, 
it  Avould  not  be  right  to  deprive  those  Avho  felt 
their  Interests  jirejudiced  by  it  of  an  opportunity 
of  stating  their  case.  The  amendment  Avas  then 
AvithdraAvn,  and  the  Bill  AA'as  considered.  The 
passing  of  this  clause,  hoAvever,  alarmed  the 
colliery  ^^ropi'letors  in  many  districts,  and  upon 
an  apjdication  from  the  rejiresentatives  of  the 
AVigan  coal  interest,  Avho  pointed  out  that  the 
effect] of  authorising  a 9d.  terminal  upon  minerals, 
even  as  a maximum  might  seriously  affect  their 
interests,  the  Avhole  subject  Avas  reconsidered. 
The  Committee  met  again.  It  Avas  explained 
before  that  further  meeting  of  the  panel  of 
Chairmen,  that  it  Avas  quite  understood  that  the 
raihvay  companies  AA'ere  charging  terminals  upon 
minerals  and  goods  traffic,  and  the  principles  and 
amounts  Avere  stated,  and  the  railway  comjianies 
were  asked  whether  they  AAmuld  be  content  if  the 
usual  terminal  clause  Avere  inserted  in  the  future 
Bills  as  had  been  done  in  the  past.  Some  of  the 
raihvay  comjnanies  strongly  urged,  that  Inasmuch  as 
doubt  had  been  throAvn  upon  their  right  to  charge 
terminals,  except  for  loading  and  unloading,  the 
question  having  been  raised  it  ought  to  be  settled 
finally  ; but  at  a further  meeting  on  the  5th 
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July,  In  consequence  of  the  urgent  representa- 
tions of  the  rej)reseutatives  of  the  traders,  stating 
that  they  were  satisfied  with  the  position  of 
matters,  and  owing  to  the  lateness  of  the 
Session,  the  Committee  considered  it  would 
be  better  for  the  present  Session,  at  all  events,  to 
rescind  their  previous  resolution,  and  substi- 
tute for  the  model  clause  the  ordinary  one. 
That  is  the  clause  which  they  had  been  striking 
out  of  the  Bills  in  1860  and  1861  ; the  Com- 
mittee considered  that  that  clause  should  be  re- 
inserted, and  that,  it  must  be  borne  in  mind,  was 
after  a full  explanation  to  the  Committee  of  the 
course  which  had  been  adopted  all  over  the 
country,  of  charging  terminals.  In  my  case  I am 
sorry  to  say  I was  again  found  dissenting,  because 
I thought  it  was  very  unfortunate,  having  made 
such  progress,  that  we  should  go  back  again ; 
and  inasmuch  as  the  only  opposition  was  on  the 
part  of  the  coal  owners  for  fear  of  9 c/.  a 
ton  being  charged  upon  coal,  we  thought  it  would 
be  much  better  to  adhere  to  the  model  terminal 
charge  upon  goods  ; but,  however,  upon  the  rail- 
way companies  being  satisfied  that  the  old  clause 
upon  which  we  were  all  acting  should  be  inserted 
again,  the  opposition  was  withdrawn. 

Sir  Edward  Watkin. 

12486.  That  was  the  opposition  of  only  a small 
portion  of  the  coal  owners? — I remember  per- 
fectly well  that  Mr.  Part,  a solicitor,  came  up 
and  argued  the  matter  before  the  Committee,  and 
stated  the  coalowners’  objections  to  the  intro- 
duction of  the  clause. 

12487.  A very  small  proportion  of  the  coal- 
ownei’s  affected  assisted  Mr.  Part  in  pursuing 
his  opposition  ? — That  is  so,  but  this  was  a clause 
wdiich  was  to  affect  all  future  Bills. 

Mr.  Barnes. 

12488.  Perhaps  they  Avere  not  aware  of  that? 
— It  very  rapidly  became  known  throughout  the 
country,  because  a very  short  time  elapsed  before 
this  agitation  began ; notice  indeed  had  been  drawn 
to  the  subject  by  the  discussion  in  the  House  of 
Commons. 

Mr.  Gregory. 

12489.  And  in  the  result  the  clause  was 
abandoned  ? — The  clause  was  abandoned  upon 
the  understanding,  in  Committee,  that  they  would 
re-insert  the  old  clause. 

Chairman. 

12490.  No  further  action  was  taken  at  the 
time? — No,  and  no  Parliamentary  discussion  has 
since  taken  place  upon  the  subject ; we  have  been 
acting  upon  the  clauses  under  which  we  were 
previously  charging.  When  the  Great  Western 
Company  were  before  a Committee  ia  1859,  we 
stated  distinctly  the  charges  which  we  Avere 
making,  and  before  the  panel  of  Chairmen, 
Mr.  Baxter  and  Mr.  Coates  pointed  out  distinctly 
the  course  which  all  the  companies  were  adopt- 
ing,  and  no  general  objection  has  been  raised 
from  that  time  to  this. 

0.54. 
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12491.  You  Avish,  I believe,  to  lay  before  the 
Committee,  an  extract  from  the  report  of  the 
Devonshire  Commission  of  1867  ?• — Before  the 
Royal  Commission  the  subject  Avas  fully  gone 
into,  and  the  evidence  of  a number  of  managers, 
I believe,  Mr.  CaAvkAvell,  the  then  general  mana- 
ger of  the  London  and  North  Western  Company, 
Mr.  Allport,  of  the  Midland  Company,  and  Mr, 
Smithells,  of  the  Caledonian  Railway  Company, 
and  a number  of  others,  including  Mr.  Seymour 
Clarke,  gave  evidence,  and  the  Committee  reported 
that  Parliament  had  recognised  the  right  of  rail- 
way companies  to  make  some  charge  beyond  the 
mere  rate  for  moving  the  goods  along  their  lines, 
but  that  it  was  not  easy  to  define  the  intention 
of  Parliament  in  allowing  a reasonable  sum  for 
loading,  unloading,  and  terminal  expenses.  • That 
the  convenient  arrangement  of  trucks  into  a train 
by  a railway  company,  after  receipt  at  a station, 
Avould  be  a service  incidental  to  the  transport, 
and  one  not  warrantingr  a terminal  charge.  That 
if  the  company  had  to  provide  conA'enieuce  for 
the  carts  coming  to  the  station  to  load  and  unload 
the  trucks,  and  some  service  had  to  be  performed 
by  the  company  in  addition  to  the  transit  of  the 
goods,  the  Commissioners  saw  no  reason  Avhy  the 
trader  who  required  this  additional  service  should 
not  pay  an  extra  charge.  Or  if  the  goods  Avere 
kept  or  warehoused  at  the  station,  a further  ser- 
vice is  performed  for  which  an  additional  charge 
should  be  made  ; and  that  in  the  case  of  collection 
and  delivery  a further  charge  might  reasonably 
be  made  for  carting.  The  Commissioners  consider 
it  undesirable  to  give  Parliamentary  sanction  to 
the  clearing  house  terminal  rates ; and  inasmuch 
as  the  terminal  services  at  docks  Avhlch  in  some 
cases  are  the  termini  of  railways  Avere  of  a dif- 
ferent character  to  those  ordinarily  required  ; the 
scale  to  be  just  and  practical  Avould  involve  a 
great  variety  of  maximum  charges.  The  only 
alternative  that  suggested  itself  as  worthy  of  con- 
sideration Avas  that  the  terminal  rates  should  in 
case  of  dispute  be  settled  by  arbitration.  They 
further  recommended  that  the  terminal  charges 
should  be  defined  to  be  charges  for  all  services 
rendered  by  the  raihvay  company  beyond  con- 
veyance from  station  to  station,  and  that  they 
should  be  based  upon  the  expenses  incurred  in 
the  receipt  and  delivery  of  the  goods  on  and  from 
the  line.  Also,  that  the  railway  companies 
should  be  required  to  notify  publicly  at  each 
station  the  charge  they  make  for  all  such  terminal 
services,  and  that  at  the  request  of  a freighter 
they  should  be  required  to  separate  these  charges 
from  the  mileage  rate  in  their  account  Avith 
him. 

12492.  That  recommendation  has  virtually 
been  carried  out? — We  are  bound  to  dissect  the 
charge  now  Avhen  called  upon  at  the  request  of 
the  freightei’s. 

Mr.  Paget. 

12493.  Is  it  often  you  are  asked  to  dissect  the 
rates? — We  have  been  asked  to  do  it  over  the 
Great  Western  system,  17  times  in  13  years.  I 
may  say  that  taking  the  joint  lines  as  Avell  as  the 
Great  Western  Company’s  own  lines,  we  run 
ujAwards  of  2,300  miles. 

4 D 4 
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Chairman. 

12494.  You  quote  this  merely  to  prove  that 
the  Royal  Commission  of  1867  recognised  more 
or  less  the  general  question  ? — I look  upon  the 
report  of  the  Royal  Commission  as  recognising 
terminal  charges. 

12495.  Will  you  now  pass  to  the  recommen- 
dations of  the  joint  Committee  of  1872  ? — 'Ihe 
Select  Committee  in  their  Rejiort  of  1872,  after 
stating  the  difficulties  that  exist  in  the  way  of 
com])anies  publishing  their  terminal  charges,  ex- 
pressed their  opinion  that  information  as  to  how 
such  charges  are  made  up  should  be  given  to  any 
trader  on  application,  or  that  some  sort  of  scale 
distinguishing  between  terminal  and  mileage 
charges  should  be  exhibited,  and  they  considered 
that  the  fact  of  such  a scale  being  used  in  the 
C'earing  House  as  betvveen  the  companies  was  an 
answer  to  some  extent  to  the  Ciuestion  of  diffi- 
culty. They  concluded  by  saying,  “That  every 
company  should  be  compelled  to  keep  at  every 
station  a book  of  all  rates,  including  special  con- 
tracts, chargeable  at  that  station,  and  distinguish- 
ing terminals  from  mileage  rates  ; that  no  rate 
should  be  legally  chargeable  unless  first  entered 
in  this  book ; and  that  this  book  should  always 
be  accessible  to  the  j)ublic.”  I take  that  as  an- 
other illustration  that  the  Committee  of  1872, 
though  they  were  not  appointed  to  consider  that 
question,  did  recognise  terminal  charges. 

Mr.  Barnes. 

12496.  Was  this  book  at  each  end  to  be  at  the 
terminal  station,  and  the  starting  station? — i\o 
doubt  that  is  the  book  that  they  refer  to. 

Chairman. 

12497.  You  have  not  been  often  asked  to  show 
the  rate-book,  have  you  ? — We  have  had  61 
applications  since  that  time  to  look  at  our  rate- 
books ; the  Report  was  in  1872,  but  the  Act  was 
passed  in  1873. 

12498.  Now  the  Railway  and  Canal  Traffic 
Act  of  1873  recognises  terminals  in  Clause  15, 
because  it  allows  tbe  Railway  Commissioners  to 
fix  them  ? — It  is  a recognition  of  them,  because 
it  allows  the  Railway  Commissioners  to  say  wliat 
is  a reasonable  charge. 

12499.  You  desire,  I believe,  to  give  an  ex- 
ample as  to  tbe  Paddington  Goods  Station? — 
Yes;  there  is  no  dispute  that  the  Great  'Western 
Railway  Company  would  be  entitled  to  charge 
whatever  the  cost  of  carting  is  from  Paddington 
to  any  place  in  the  City  ; assume  the  cost  was 
6 s.  a ton,  and  that  that  was  a reasonable  cost  for 
certain  classes  of  goods,  the  consignee  would  be 
bound  to  pay  it;  but  assuming  that  the  Gi'eat 
w estern  Company  made  another  station  in  addi- 
tion to  the  Smithfield  Market  Station,  it  is  held, 
according  to  Mr.  Hunter,  that  we  would  not  be 
entitled  to  any  return  for  the  outlay.  If  that 
were  to  be  so  we  had  better  remain  as  avc  are  at 
present,  and  let  the  public  pay  the  cartage. 

12500.  Has  that  been  a matter  of  practical 
discussion  by  the  Great  Western  Company’s 
board  ; you  are  not  putting  it  forward  as  a hypo- 
thetical case,  are  you? — I cannot  say  that  I am 
putting  it  forward  as  a practical  case,  because  we 
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have  had  no  disunite  with  regard  to  our  terminal 
charges  from  1861  up  to  the  present  time. 

12501.  But  I mean  the  con.struction  of  the 
Central  City  Station? — No;  that  question  has 
not  arisen,  because  we  never  had  any  doubt  that 
the  proper  construction  of  the  clause  enables  us 
to  make  the  charge ; but  my  reason  for  putting 
forward  that  as  an  illustration  is  that  Mr. 
Hunter  holds  that  we  are  not  entitled  to  make 
these  charges. 

Mr,  Barnes. 

12502.  Mr.  Hunter  holds  that  in  law  but  not 
in  expediency? — I do  not  know  that;  he  ignores 
all  the  words  of  the  clause  altogether,  and 
being  a lawyer,  he  has  put  that  construction 
upon  the  clauses,  and  coming  here  as  an  advocate 
1 assume,  he  says  that  the  maximum  rate  should 
cover  the  terminals. 

12503.  That  is  to  say  till  further  legislation 
takes  place  ? — He  has  not  said  so.  I should  like 
to  mention  to  the  Committee  that  about  the  time 
the  Loudon  and  Birmingham  and  Great  Western 
Acts  were  passed  in  1835,  there  Avas  a Bill 
passed,  called  the  Birmingham  Canal  (Consolida- 
tion) Act,  and  there  the  Canal  Company  are 
distinctly  authorised  to  make  separate  charges 
upon  the  canal,  or  Avhat  I may  call  terminal 
charges,  and  they  are  fixed  in  the  Act.  Now  I 
submit,  that  all  these  facts  go  to  show  that  ter- 
minals are  beyond  conveyance.  That  charges 
for  terminal  accommodation  and  services  have 
invariably  been  made  by  carriers,  Avhether  by 
canal,  tramroads,  or  raihvays.  That  it  is  an 
absolute  necessity  that  raihvay  companies  should 
make  such  charges.  That  it  is  in  the  interest  of 
the  public  that  they  should  be  authorised  to  do 
60.  That  Parliament  has  recognised  such  charges, 
and  that  any  doubt  Avhich  has  been  raised  as  to 
the  poAvers  of  the  companies  to  make  such  charges 
has  arisen  simply  from  some  ambiguity  in  the 
clauses.  And  lastly,  that  any  reasonable  charge 
for  terminals  must  A^ary  according  to  the  nature, 
value,  or  bulk  of  the  goods,  and  also  of  the  ex- 
penses of  and  at  the  resjiective  stations. 

IMr,  Gregory. 

12504.  Will  you  alloAv  me  to  refer  you  to 
Questions  81  to  85  of  hlr.  Hunter’s  evidence. 
As  I understand  the  evidence  of  Professor 
Hunter,  it  comes  to  this,  that  the  company  are 
not  alloAved  to  charge  terminals  unless  there  is 
special  provision  for  them  in  their  Acts  ? — Yes, 
he  says  so. 

12505.  But  Avhen  there  is  a terminal  clause  in 
an  A ct  of  Parliament,  that  is  a special  provision 
to  charge  for  terminals,  is  it  not? — Yes,  but  as 
I understand,  Mr.  Hunter  does  not  put  that  con- 
struction upon  the  ordinary  terminal  clause  ; that 
is  to  say,  the  terminal  clause,  Avhich  has  been 
recently  inserted  in  Acts  as  enabling  raihvay 
companies  to  charge  for  terminal  services. 

12506.  But  Mr.  Hunter  says  that  it  does  allow 
them  to  charge  for  loading  and  unloading  ? — Yes, 
Avhen  the  Avords  are  in  the  Act,  he  says  the  yare 
alloAved  ; but,  AA'hen  the  Avords  are  not  in  the  Act, 
then,  he  says,  you  are  not  at  liberty  to  charge  ; 
that  is  pushing  his  contention  very  far. 

12507.  But 
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12507.  But  Mr.  Hunter  does  not  say  that 
there  is  no  right  to  charge  terminals  at  all? — No, 
certainly  not. 

12508.  His  contention,  as  I understand,  is 
that  the  companies  are  only  to  charge  for  that 
■which  is  specifically  provided  for  in  their  Acts  ? 

■ — The  -whole  question  is,  what  is  the  construction 
of  the  clause  in  the  Act. 

12509.  But  his  evidence  does  not  go  to  anni- 
hilate terminal  charges  altogether  ? — It  does  not 
annihilate  terminal  charges  altogether. 

Clutirman. 

12510.  I think  you  have  already  told  the  Com- 
mittee, and  we  need  not  repeat  it,  that  the  classi- 
fication of  the  Railway  Acts  have  been  copied 
from  the  Canal  and  Tramway  Acts  ? — Tes  ; in 
fact  some  of  the  words  of  the  clauses,  inserted  up 
to  very  recently  at  all  events,  are  actually  the 
Avords  which  may  be  found  in  the  Stockton  and 
Darlington,  and  the  Liverpool  and  Manchester 
original  Acts. 

12511.  I think  you  have  a few  instances  to 
show  the  Committee  that  the  tolls  Avhich  the 
canal  companies  were  authorised  to  charge,  vary 
accordins:  to  the  nature  and  the  value  of  the 
goods  ? — Yes  ; taking  the  case  of  canals  receiving 
tolls  on  the  traffic  carried,  Avliere  the  canal  com- 
pany could  not  have  been  interested,  nor  could 
have  been  put  to  any  additional  expense  in 
the  conveyance  on  their  canal  of  traffic  of 
different  descriptions,  they  are,  nevertheless, 
alloAved  to  make  different  charges.  In  the  Wor- 
cester and  Birmingham  Canal  Act  of  1791,  coal 
was  chargeable  at  3 d.  per  ton  per  mile,  whilst 
limestone  was  chargeable  only  \d.  It  must  have 
been  perfectly  immaterial  to  the  canal  company 
Avhat  was  in  the  barge,  because,  when  passing 
along  the  canal,  it  would  have  been  a barge  load 
whether  it  was  one  kind  or  the  other  ; but  Par- 
liament recognised  that  there  should  be  a differ- 
ence of  charge  according  to  the  different  value  of 
the  article. 

Mr.  Paget. 

12512.  Was  not  there  any  risk  to  the  canal 
proprietor  in  case  of  accident  ? — None  whatever  ; 
the  carrier  was  the  party  liable  if  there  was  any 
risk;  in  fact  it  is  clear  that  Parliament  intended 
that  the  owners  of  the  canal  should  derive  such 
revenue  as  would  recoup  them  for  the  outlay 
they  had  made,  perhaps  in  a rough  manner,  in 
proportion  to  Avhat  the  traffic  would  bear. 

Mr.  Barnes. 

12513.  That  is  to  say  on  value  ? — Yes,  on 
value.  Now,  in  the  Monmouthshire  Canal  Act 
of  1 792,  coal  was  chargeable  at  2|  d.  per  ton  per 
mile,  manure  at  \\d.,  and  iron,  lead,  and  all 
goods  at  5 d.  Again,  it  must  have  been  perfectly 
imm.aterial  to  the  Monmouthshire  Canal  Company 
whether  it  was  a barge  load  of  lead  or  a barge  load 
of  coal,  but  there  is  great  difference  in  the  charge. 
Then,  in  the  Grand  Junction  Canal  Act  of  1793, 
limestone  and  lime  Avas  charged  \d.,  which  Avas 
raised  in  1796  to  ^ d. ; pig-iron  and  ironstone  was 
charged  ^d.,  and  raised  in  1796  to  |c/.;  coal  Avas 
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charged  |J.,  and  raised  in  1796  told.;  other 
goods  Avere  charged  Id.,  and  then  i-aised  to  14 d., 
still  maintaining  their  differential  relations.  In 
the  Stratford-on-Avon  Canal  x\ct,  1793,  the 
company  Avere  authorised  to  charge  for  lime  and 
limestone, -g  d.  ; for  coal,  iron,  ironstone,  and  all 
other  goods,  l-^d.  Under  tlie  Kennet  and  Avon 
Act,  1794,  Clause  106,  dung  and  hay  Avere 
charged  Id.,  coal,  &c.,  \',d.-,  corn,  iron,  and  lead 
Avere  charged  2d.,  and  all  other  goods  2^d. 
Then,  in  the  Brido-water  and  Taunton  Canal 
Act,  1811,  Clause  104,  coal,  iron  ore,  pig-iron, 
and  limestone  Avere  charged  2 d. ; corn  and  other 
grain  and  bar  iron  were  charged  2|d.,  and  all 
other  goods  3 d. 

Mr.  Pell. 

12514.  I Avould  ask  Avhether  those  charges  in- 
cluded carrying,  or  were  those  tolls  for  the  use  of 
the  canal  only  ? — They  are  simjily  tolls  for  the 
use  of  the  canal. 

Mr.  Barnes. 

12515.  The  parties  finding  their  own  boats, 
and  the  haulage? — Yes,  Parliament  here  clearly 
recognising  that  the  canal  company  Avere  entitled 
to  an  additional  charge,  although  they  incurred 
no  additional  cost  in  respect  of  one  class  of  goods 
more  than  another.  Noav,  under  the  Stockton  and 
Darlington  Railway  Act,  1821,  Clause  62,  dung, 
limestojie,  coal,  ironstone,  and  slates  Avere  carried 
at  4 d.  per  ton  per  mile;  pig  lead,  bar  iron,  and 
timber  Avere  carried  at  6d.  per  ton  per  mile. 
Under  the  Liverpool  and  Manchester  Act,  1826, 
Clause  134,  limestone  was  carried  at  Id.;  coal 
and  dung  at  1 J d. ; stones,  bricks,  and  flags  at 
2 d.  ; sugar,  grain,  and  iron  at  2^  d.,  and  cotton 
manufactured  goods  Avere  carried  at  3 d.  per  ton 
per  mile.  And  in  all  subsequent  Railway  Acts 
differential  tolls  have  been  allowed,  according  to 
the  nature  and  value  of  the  goods. 

Chairman. 

12516.  So  that  it  is  the  value  and  the  bulk  of 
the  articles,  and  Avhether  they  Avill  bear  a high 
rate,  that  has  appeared  to  govern  the  rate  ? — I 
think  that  is  shoAvn  by  the  difference  authorised 
betAveen  coal,  limestone,  and  lead. 

12517.  You  do  not  I assume  come  here  to  con- 
tend for  the  classification  adopted  in  the  RaihA'ay 
Acts  ? — That  classification  has  been  simply  taken 
by  the  Parliamentary  agents  from  the  early 
Canal  and  Tramway  Acts,  and  put  into  the  Rail- 
way Acts  Avithout  any  comment  whatever  ; it  has 
not  been  a matter  of  discussion  or  objection  on  the 
part  of  Committees,  until  in  recent  years,  Avhen 
Lord  Redesdale  has  sanctioned  Avhat  the 
charges  should  be,  or  what  the  classification 
should  be. 

12518.  In  the  Acts  of  Parliament  the  number 
of  articles  classified  is  really  very  small  ? — It  is. 

12519.  Could  you  put  before  us  any  statement 
of  the  number  of  articles  classified  in  the  Raihvay 
Clearing  House  classification  ? — Yes  ; in  the 
Great  Western  RaihA'ay  Act  of  1847  the  number 
of  articles  mentioned  is  50  or  60,  but  the  Rail- 
Avay  Clearing  House  classification,  Avhich  all  the 
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Chairman — continued. 

companies  in  England  act  ujjon  contained  in  the 
year  184?,  .326  articles;  in  the  year  1852,  710 
articles;  in  the  year  1860,  1,028  articles;  in  the 
year  1870,  2,387  articles  ; and  in  1881  the  number 
of  articles  classified  was  4,088  ; therefore,  I con- 
tend that  although  the  Companies  Acts  are  very 
meagre  indeed  in  the  tlescription  of  goods,  yet 
the  public  have  not  suffered  from  that  circum- 
stance, because  the  railway  companies  have  met 
the  requirements  of  the  public  by  preparing  a 
classification  which  does  reasonably  and  mode- 
rately, I do  not  say  perfectly,  meet  the  require- 
ments of  trade. 

Mr.  Barnes. 

12520.  Are  you  satisfied  with  that  classifica- 
tion ? — I should  not  be  satisfied  with  that  classifi- 
cation as  a permanent  classification,  because  it  is 
simply  a compromise. 

12521.  Are  the  public  satisfied  with  that 
classification? — The  public  are  not  satisfied  with 
the  classification,  if  they  think  they  have  any 
chance  of  gettin«’  their  goods  classed  lower ; 
everybody,  manufacturer  or  merchant,  would  be 
glad  to  get  his  goods  classed  one  class  lower. 

Mr.  Pell. 

12522.  Is  there  any  opportunity  to  get  to  see  the 
classification? — Yes,  in  practice,  v.'hen  any  trader 
goes  to  the  station  to  see  the  rate,  lie  refers  to 
the  classification  book  to  see  wbat  class  the  rate 
quoted  applies  to. 

Chairman. 

12523.  There  is  a revision  each  year  made  of 
the  classification  book,  is  there  not  ? — The  goods 
managers  of  the  Clearing  House  meet  once  in 
each  year  to  revise  the  classification. 

12524.  Therefore  it  is  not  done  upon  any  kind 
of  system,  but  each  goods  manager  urges  the  in- 
terests of  his  own  railway? — Of  course  all  the 
information  which  the  goods  managers  possess 
with  regard  to  the  carriage  of  goods  must  come 
originally  from  the  traders ; if  there  is  any  new 
article  of  commerce  or  any  new  description  of 
goods  manufactured,  the  merchant  or  manu- 
facturer immediately  calls  upon  the  Railway 
Company  to  classify  it,  and  of  course  endea- 
vours to  get  the  lowest  possible  rate  for 
it.  My  experience  is  that  the  goods  managers 
of  the  various  companies,  and  the  goods  managers 
of  the  various  districts  of  the  various  com- 
panies do  all  they  possibly  can  to  meet  the 
requirements  of  the  public,  and  to  get  the  goods 
classified  reasonably,  and  very  often  as  low  as 
they  possibly  can.  When  they  meet  .at  the 
Clearing  House,  every  goods  manager  feels  it 
incumbent  upon  him  to  fight  for  his  client  in  his 
own  district,  and  on  his  own  system,  and  to  get 
the  best  terms  he  can  for  the  classification  of 
goods  ; and,  eventually,  the  matter  is  determined 
by  vote  or  compromise.  fVith  reference  to  the  so- 
called  anomalies  which  have  been  brought  in 
evidence  before  you,  I would  only  say  that  1 do 
not  think  it  would  be  possible  to  make  a classi- 
fication in  which  there  would  not  be  anomalies 
without  everything  were  brought  into  the  lowest 
class. 


Cha  innan — continued. 

12525.  I have  a fly-sheet  showing  the  following 
changes  wliich  came  into  operation  in  June  1881, 
and  again  in  July,  so  that  it  is  not  altogether  an 
annual  revision? — No,  the  great  revision  is  made 
annually  ; but  on  urgent  occasions  special  altera- 
tions are  made. 

Mr.  Barnes. 

12526.  I he  classification  is  made  entirely  by 
the^  railway  companies  in  the  conferences,  so  that 
it  is  part  of  their  unwritten  law? — The  public 
have  no  vote  upon  it,  so  far  as  that  goes. 

12527.  The  public  do  not  suggest  it?— If  it 
were  left  to  the  public  it  would  clearly  never  be 
settled  at  all. 

Sir  Edward  Watkin. 

12528.  It  is  upon  the  information  of  the  public 
that  you  act?' — I venture  to  say  that  the  fact  of 
the  railway  comjianies  having  only  50  or  60 
articles  in  their  Acts,  and  having  upwards  of 
4,000  in  the  Clearing  House,  shows  that  they 
have  answered  to  the  whip  of  the  public  very 
effectually.  I may  say  with  regard  to  the 
Great  estern  Company  for  a long  jieriod  of 
years  we  had  a classification  of  our  own,  because 
we  had  no  through  rates  with  other  railway 
companies.  Being  broad  gauge,  and  under  our 
own  classification,  we  obtained  higher  mileage 
rates  than  we  do  now ; but  we  found,  when  we 
came  to  book  through,  that  we  must  adopt  the 
railway  classification,  and  that  if  we  did  that  we 
must  give  a re-classification,  and  I have  no  doubt 
that  our  adoption  of  the  Clearing  House  classi- 
fication was  a loss  to  ourselves  for  some  time. 

Mr.  Bolton. 

12529.  The  classification  has  been  the  result 
of  the  ])ressure  brought  upon  the  r.ailway  com- 
panies by  trades  ? — Tartly  that,  and  I think  from 
a broad  view  of  the  neces.sities  of  the  public 
taken  by  the  railway  companies. 

Mr.  Barnes. 

12530.  Was  not  it  really  the  fact  that  the  trade 
itself  found  that  it  could  not  be  carried  on  with- 
out it  ? — You  may  put  it  as  the  interest  of  both 
parlies.  I think  I may  ask  the  Committee 
whether  what  I have  stated  shows  that  the  rail- 
way companies  have  really  tried  to  meet  the  re- 
quirements of  trade,  and  I hope  have  done  so. 

Mr.  Gregory. 

12531.  Does  that  classification  prescribe  a 
uniform  rate  over  all  railways? — Ao,  the  toll 
clauses  of  the  various  railway  companies  differ 
very  much  indeed. 

Chairman. 

12532.  Do  you  think  it  would  be  possible  to 
frame  a classification  applicable  to  all  parts  of 
the  country  ? — I do  not  think  it  would  be  possible 
to  frame  a permanent  model  classification,  that  is 
to  say,  a classification  which  the  comjianies  were 
not  at  liberty  to  vary,  unless  you  place  many  of  the 
articles  in  classes  higher  than  what  various  com- 
panies 
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Chairman — contimied. 

panics  would  act  upon  in  particular  instances. 
For  instance,  to  give  an  illustration,  iron  in  South 
Staffordshire  could  not  bear  to  be  placed  in 
the  same  class  going  for  shipment,  or  in  large 
quantities,  as  iron  passing  into  Dorsetshire  or 
Scotland  to  a smith  in  half-ton  lots,  so  that  it 
would  be  exceedingly  difficult  to  prepare  a classi- 
fication which  would  be  permanent  and  bind- 
ing upon  the  railway  companies  unless  that 
were  taken  into  consideration,  and  so  framed 
as  to  afford  a little  elasticity  to  allow  the  com- 
panies to  do  what  they  are  doing  now,  namely, 
making  special  arrangements  to  meet  the  require- 
ments of  trade,  because,  of  course,  the  special 
classification  would  be  the  maximum,  beyond 
which  they  could  not  go. 

Mr.  Paget. 

12533.  Would  not  that  elasticity  be  naturally 
acquired  if  there  were  power  given  to  charge 
variojus  under  the  classification  ? — If  the  Toll 
Clauses  were  revised  accordingly,  and  that 
was  taken  into  consideration  fairly  and  reasonably, 
something  might  be  done  in  that  way,  no  doubt ; 
but  I am  bound  to  say  that  I consider  it  v/ould 
be  a very  difficult  thing  to  do,  and  I do  not  quite 
see  how  you  are  to  approach  the  matter. 

Sir  Edtonrcl  Watliin. 

12534.  Supposing  you  could  get  a uniform 
rate  for  a particular  article,  it  does  not  follow  that 
the  quantity  in  separate  consignments  of  the 
same  article  to  the  different  parts  of  the  country 
would  be  the  same  ? — It  would  not  be  the  same. 
Iron  passing  from  South  Staffordshue  to  Liver- 
pool for  shipment  there,  even  from  South  Stafford- 
shire to  Liverpool  to  be  stored,  would  not  bear 
the  same  rate  as  iron  passing  even  in  a truckload 
into  Cornwall. 

12535.  Wonld  not  that  disturb  the  classifica- 
tion ? — If  you  place  iron  in  a low  class  suitable 
for  the  trade  between  South  Staffordshire  and 
Liverpool,  then  it  would  be  too  low  to  be  reason- 
able for  railways  in  agricultural  districts. 

12536.  That  is  to  say,  for  iron  which  would 
make  a plough  it  would  be  umeasonable  to  take 
the  same  price  as  for  iron  that  would  make  a ship  ? 
— Quite  so. 

Mr.  Barnes. 

12537-  Does  not  that  give  you  an  unlimited 
power  of  charge  ? — No,  that  is  not  quite  so;  it  is 
simply  a classification  of  the  articles  ; but  it  does 
not  increase  the  power  of  the  railway  companies ; 
we  must  still  fall  back  upon  our  powers. 

12538.  But  you  fall  back  again  upon  your  clas- 
sification to  interpret  your  power  ? — That  is  the 
classification  adopted  in  the  Acts  of  Parliament, 
but  it  does  not  raise  the  power  of  the  company 
with  reference  to  the  rates  they  are  empowered 
to  charge  under  their  original  Act. 

12539.  But  it  gives  a good  deal  of  elasticity  to 
the  power  to  charge?— I do  not  see  that  ; if  we 
were  beyond  our  powers  that  classification  would 
not  save  us. 

Chairman. 

12540.  Do  not  you  think  it  would  be  an  advan- 
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tage  now  to  revise  the  classification  book,  in  con- 
cert with  the  traders  ?— It  is  perfectly  manifest 
that  if  traders  were  to  be  placed  upon  the  same 
footing  as  raifrvay  companies  to  decide  what  the 
classification  would  be,  we  never  could  satisfy 
the  traders  except  by  bringing  their  goods  very 
much  lower  than  they  are  now,  to  the  great  loss 
of  the  companies ; it  depends  upon  what  you 
mean  by  “ concert  with  the  traders ; ” if  it  is 
simply  to  consult  with  them,  then  you  may  rely 
upon  it  that  is  done  every  day,  because  the  goods 
managers  of  all  companies  are  in  fact,  and  as  a 
matter  of  duty,  very  anxious  to  please  the  traders 
and  manufacturers  ; they  are  very  ready  to  hear, 
and  very  anxious  to  know,  their  wishes  with 
regard  to  the  classification  of  their  goods  ; if  you 
only  mean  by  concert  to  consult  them,  that  is 
what  we  do ; if  you  mean  they  are  to  have  a 
voice  or  a veto,  that  would  be  another  thing  alto- 
gether. 

Mr.  Monk. 

12541.  Would  you  object  to  a uniform  classi- 
fication by  arrangement,  subject  to  Act  of  Par- 
liament, applicable  to  all  railways? — If  the 
classification  were  made  wide  enough  to  meet 
the  circumstances  I have  just  mentioned,  I would 
not  object  to  it;  but  I would  only  speak  for  the 
Great  Western  Railway  Company,  because  no 
doubt  other  witnesses  would  tell  the  Committee 
that  a classification  which  is  suitable  for  the 
Great  Western  Railway  Company  would  be 
quite  unsuitable  to  them,  as  a maximum.  At  the 
present  time  the  companies,  who  are  voluntary 
members  of  the  Clearing  House,  accept  that 
classification  ; but  next  year  it  might  be  altered 
by  the  vote  of  the  companies. 

12542.  Is  there  sufficient  notice  given  of  an 
alteration  of  the  classification  ? — I think  the 
practice  of  railway  companies  is  to  give  about  a 
month’s  notice. 

Chairman. 

12543.  What  do  you  say  to  the  suggestion 
that  a Government  department  should  approve 
of  the  classification? — Upon  that  I would  ask 
whether  you  mean  that  the  Board  of  Trade 
should  force  upon  the  railway  companies  a par- 
ticular classification. 

12544.  No,  except  that  the  Board  of  Trade 
should  have  the  power  of  approval  of  the  revision 
of  the  classification  ? — That  would  actually 
amount  to  the  Board  of  Trade  fixing  the  classi- 
fication. 

Mr.  Barnes. 

12545.  With  an  appeal  to  the  Railway  Com- 
missioners ? — I am  not  sure  that  we  would  not 
be  better  off  with  the  Board  of  Trade. 

Mr.  Barclay. 

12546.  You  have  some  exjierience  with  the 
Board  of  Trade  ways  of  doing  these  things? — ■ 
We  have  daily  communication  with  the  Board  of 
Trade,  and  though  I consider  them  occasionally 
to  be  somewhat  hard  npon  the  railway  companies, 
yet  I must  confess  that,  as  a rule,  the  Board  of 
Trade  conduct  the  business  in  a very  reasonable 
and  proper  manner. 
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Mr.  Barclay — continued. 

12547.  Have  the  Board  of  Trade  ever  inter- 
fered about  the  question  of  rates? — No,  they 
have  not. 

Sir  Edioard  Watkin. 

12548.  Have  not  the  Board  of  Trade  deter- 
mined that  certain  questions  involving  rates 
were  fit  points  to  be  decided  by  the  Government, 
that  is  to  say,  questions  involving  in  their  con- 
sequences a charge  to  the  public  I — No  such 
case  has  occurred  to  the  Great  Western  Railway 
Company. 

Mr.  Paget. 

12549.  Would  there  be  any  difficulty  in  giving 
sanction  to  a reclassification  by  an  annual  Act, 
which  should  be  subject  to  revision  if  necessary  ? 
—Still  I must  ask  you  who  is  the  party  to  decide 
what  the  classification  is  to  be.  Your  suggestion 
amounts  to  the  alteration  of  the  power  of  railway 
companies,  and,  in  fact,  to  a diminution  of  our 
power  to  charge.  M e are  voluntarily  acting  in 
considerable  diminution  of  our  power  at  the  pre- 
sent time,  but  your  question  amounts  to  its  being 
forced  upon  us,  therefore  the  question  is,  who  is 
to  do  that.  If  it  were  done  by  any  tribunal,  or 
by  Act  of  Parliament,  that  is  to  say,  if  it  were 
forced  upon  us,  it  would  be  a departure  from  the 
bargain  which  Parliament  has  practically  made 
with  railway  companies. 


Mr.  Bolton. 

12550.  Would  you  think  it  reasonable  that 
any  tribunal,  either  the  Board  of  Trade  or  the 
Railway  Commissioners,  or  a body  of  traders, 
should  be  able  by  veto  only  to  control  the  rates 
charged  by  the  railway  companies,  those  rates 
being  within  the  powers  of  their  Acts  of  Parlia- 
ment, the  railway  directors  being,  of  course, 
responsible  to  the  shareholders  and  to  the  public 
also,  while  either  the  Government  Department 
or  the  body  of  traders  to  whom  you  have  referred 
are  responsible  to  no  one,  and  for  nothing  ? — I 
should  suppose  that  the  Go\ eminent  Department 
and  Parliament  would  be  very  much  disposed  to 
meet  the  demand  and  the  pressure  put  upon 
them  by  the  public,  and  they  would  do  so  at  the 
expense  of  the  railway  companies. 


Chairman, 

12551.  I think  it  is  admitted  by  everybody 
round  the  table,  that  the  classification  is  an  im- 
perfect one,  and  unfair ; would  you  give  the 
Committee  a practical  suggestion  of  how  rve 
should  rem.odel  it  ? — I would  say,  so  far  as  the 
Great  Western  Railway  Company  is  concerned, 
that  if  other  companies  will  concur,  they  ivill  join 
in  preparing  a classification  based  upon  the  Clear- 
ing House  classification,  and  will  be  prepared  to 
consider  an  equitable  re-adjustment  of  their 
maximum  rates,  in  accordance  with  such  classifi- 
cation, based  upon  our  present  toll  powers. 

Mr.  Barclay. 

12552.  You  are  aware  that  in  all  recent  Acts 
of  Parliament  there  is  a clause  introduced  saying 
that  the  powers  granted  to  the  railway  company 
arc  subject  to  revision  by  Parliament  at  any  time 
I’arliamcut  thinks  proper ; do  you  think  that 


Mr.  B'irclay — continued, 
clause  means  anything  ? — I do  not  think  that 
clause  means  this,  that  Parliament  would  practi- 
cally confiscate  the  property  of  the  railway  com- 
panies, even  if  they  had  power  to  do  so. 

Sir  Edward  IVatkin. 

12553.  Is  it  not  ex  post  fad o"? — I could  not 
Imao-ine  that  that  clause,  whatever  the  newer  of 
Parliament  is,  means  that  they  would  do  any- 
thing that  was  inequitable  towards  the  railway 
companies,  but  that  if  the  railway  companies  will 
not  meet  the  requirements  of  the  public  fairly. 
Parliament  will  require  them  to  do  so.  I venture 
to  say  in  the  case  of  the  classification  that  we 
are  meeting  the  requirements  of  the  public,  and 
I have  not  heard  nor  have  I read  that  there  is 
anything  in  the  classification,  exce})tiug  one  or 
two  anomalies,  that  is  unreasonable  or  unflilr. 

12554.  I merely  wished  to  know  wdiether  you 
thought  that  that  clause  which  had  been  intro- 
duced into  Acts  of  Parliament,  a good  many 
years  back,  meant  anything,  or  whether  it  did 
not  ? — A clause  in  an  Act  of  Parliament  must 
mean  something,  but  I should  not  conceive  that 
Parliament  would  depart  from  the  construction 
which  has  been  hitherto  put  upon  it,  and  which 
I have  just  stated.  Upon  the  general  question  I 
would  say  that  the  classification  should  be 
framed  by  some  tribunal  : I cannot  think  it 
should  be  forced  upon  them,  for  then  it  must 
be  recollected  that  it  would  be  one  which 
the  railway  companies  would  have  to  carry 
out,  and  which  might  aflPect  their  power  of 
charging,  I should  like  to  read  to  the  Com- 
mittee the  following  paragraph  from  the  5 th 
Report  of  the  Select  Committee  on  Railway  and 
Canal  Bills,  1853,  which  was  presided  over  by 
Mr.  Cardwell,  in  which  they  state  : “ Your  Com- 
mittee consider  that  the  principle  heretofore 
established  at  law,  that  an  Act  of  Parliament 
constitutes  an  engagement  between  the  pro- 
moters on  the  one  side,  and  the  public  on  the 
other,  is  a princiiile  deserving  of  more  considera- 
tion than  it  has  liitherto  obtained,  as  a guide  to 
future  legislation.  This  principle,  rightly  under- 
stood, conveys  to  the  promoters  no  right  that 
their  privileges  shall  be  exclusively  maintained 
when  they  cease  to  be  consistent  with  the  gene- 
ral advantage ; but  it  does  imply  that,  having 
been  authorised  by  the  Legislature  to  construct 
expensive  works  for  public  use,  the  resources 
from  which  their  just  remuneration  was  to  spring 
shall  not  be  taken  away  upon  any  other  than 
clear  grounds  of  public  policy.  The  observance 
of  such  a principle  is  valuable  to  the  public,  as 
well  as  to  shareholders,  since  it  is  of  impoitance 
to  the  whole  community  to  develop,  by  every 
judicious  means,  those  communications  on  which 
the  freedom  and  facility  of  trade,  and  the  safety 
and  convenience  of  personal  locomotion,  now  de- 
pend, and,  tlierefore,  to  ensure,  to  a reasonable 
extent,  the  stability  of  the  property  so  in- 
vested.” 

klr.  Barclay. 

12555.  Does  not  that  rather  refer  to  compet- 
ing lines? — No,  the  inquii-y  of  1853  did  not  refer 
to  comjietlng  lines.  1 think  the  general  prin- 
ciple of  that  clause  is  one  which  I wmuld  like  the 
Committee  to  consider.  It  was  upon  the  Report 
of  that  Committee  that  the  Act  of  1854  was 
framed. 


12556.  Then, 
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Chairman. 

12556.  Then,  in  fact,  you  urge,  with  regard  to 
that,  that  it  would  sliake  public  contidence  in 
this  country  if  the  powers  given  to  railway 
companies  to  charge  were  lightly  iiiteriered 
.jyith  ?— I hold  that  it  would  be  a breach  ot  con- 
tract as  between  Parliament  and  the  railway 
companies,  and  it  would  shake  all  confidence  in 
future  legislation  if  there  were  any  interference 
with  the  rights  of  companies,  vuiless  there  were 
some  clear  public  necessity  for  it.  As  far  as  I 
understand  the  evidenee  given  before  the  Com- 
mittee, I am  not  aware  of  any  necessity  (or  such 
interference. 

Sir  Edward  Watkin. 

12557.  Do  you  think  that  the  Government  of 
this  eouiitry  would  be  able  to  sell  consols  at  102, 
and  borrow  at  .3  per  cent.,  if  they  played  fast 
and  loose  with  the  engagements  they  have  made 
with  the  country  ? — No  ; I think  the  stability  of 
this  country  depends  upon  confidence  and  a faith- 
ful adherence  to  the  terms  of  public  contract. 

Mr.  Bolton. 

12558.  Do  you  think  that  4 per  cent,  aeben- 
tures  would  be  worth  from  14  to  16  premium,  if 
the  public  got  it  into  their  heads  that  Parliament 
played  fast  and  loose  with  the  rights  ot  railway 
comiiauies  ? — Certainly  not;  and,  further,  theie 
would  not  be  the  same  disposition  in  future  to 
invest  in  the  undertakings  of  the  i ail  way  com- 
panies, if  this  interference  took  place. 

Chairman. 

12559.  Have  you  any  suggestion  to  make  in 
detail  with  regard  to  the  preparation  of  a new 
classification? — I would  repeat  on  the  part  of  the 
Great  Western  Company,  that  we  are  prepared 
to  concur,  if  other  companies  do,  in  preparing 
a classification  based  on  the  Pailway  Clearing 
House  classification,  and  should  be  prepared  to 
consider  an  ecjuitable  re-arrangement  of  our 
maximum  rate  clauses,  to  accord  with  such  classi- 
fication based  upon  the  existing  toll  and  rate 
powers. 

12560.  That  is  very  vague,  but  it  is  all  you 
can  say  at  the  present  moment  ? — It  is  all  I can 
say  at  the  present  moment. 

Mr.  Samuelson. 

12561.  Would  you  Intend  that  that  new  clas- 
sification should  be  afterwards  sanctioned  by  law  ? 

I would  assume  that  such  a classification  would 

become  an  Act  of  Parliament,  but  no  such  re- 
classification would  be  equitable  without  taking 
into  consideration  the  powers  of  each  company, 
because,  taking  the  case  of  the  Great  Western 
Company,  it  is  an  amalgamation  of  a large 
number  of  companies,  and  Parliament  has  spe- 
cially permitted  that  amalgamation  to  take  place 
with  the  existing  tolls  of  the  lines  which  we  took 
over  remaining  in  force.  In  fact,  I may  state  that 
in  1863,  when  the  great  amalgamation  took  place 
of  the  Great  Western,  the  South  Wales  and  the 
West  Midland  Companies,  the  South  Wales  and 
the  West  Midland  tolls  being  much  higher  than 
the  Great  Western  Company’s,  an  effoi't  was 
made  before  the  Committee  to  force  the  tolls  down 
0.54. 


Mr.  Samuelson — continued. 

to  the  level  of  those  of  the  Great  Western  Com- 
[)auy.  The  Committee  refused  to  allow  that  to 
be  done,  but  put  in  a clause  to  state  that  if  the 
Great  Western  Company  for  two  years  in  suc- 
cession paid  a dividend  of  six  per  cent.,  then 
that  the  Board  of  Trade  might,  if  they  thought 
proper,  reduce  the  toll  all  over  the  system  to  the  ■ 
lower  level.  Since  that  time  the  Great  Western 
Company  have  taken  over  the  Bristol  and 
Exeter,  and  they  have  paid  to  that  company  a 
dividend  of  six  and  a half  per  cent.  Now,  of 
course,  the  Bristol  and  Exeter  Company  based 
their  claim  to  their  dividend  upon  the  net  revenue 
they  were  deriving  at  the  time,  and  this  net 
revenue  came  from  the  tolls  they  were  authorised 
to  charge.  Those  tolls  are  very  much  higher 
than  on  the  Great  Western  Hallway,  so  it  would 
be  clearly  impossible  that  the  Great  Western 
Hail  way  Company  could  assent,  as  being  now  the 
possessors  of  that  undertaking,  to  the  scale  in 
operation  on  their  main  line  being  made  applic- 
able all  over  the  system  without  very  great  loss 
to  themselves. 

12562.  The  only  remedy  would  he  for  the 
Great  Western  Company  to  seek  from  Parlia- 
ment to  be  relieved  from  that  arrangement?  — 

That  would  be  impracticable. 

Sir  Edward  Watkin. 

12563.  If  you  were  to  get  rid  of  the  Bristol 
and  Exeter,  it  would  mean  the  ruin  of  the  people 
whom  you  have  seduced  under  the  fixith  of  Par- 
liament into  taking  your  guarantee  ? — I could 
not  conceive  that  such  a state  of  circumstances 
could  arise. 

Mr.  Barclay. 

12564.  Could  not  the  Bristol  and  Exeter  peo- 
ple get  the  line  back  again? — We  have  spent  a 
large  amount  of  money  since  we  took  the  line 
over. 

12565.  But,  at  all  events,  it  would  not  be  ruin? 

— I hardly  think  it  is  a subject  worth  discussing, 
as  I do  not  suppose  we  are  about  to  arrive  at 
such  a state  of  things  in  England  yet. 

Chairman. 

12566.  Of  course  the  Clearing  House  classi- 
fication is  based  very  much  upon  the  value  of  the 
goods  conveyed? — It  is,  and  upon  the  neeessity 
of  making  such  charges  as  would  enable  manu- 
facturers and  traders  to  cai’ry  on  their  business. 

12567.  You  wish  to  say  something  in  regard 
to  the  answer  to  Question  No.  2843,  given  byl^V 
Mr.  Harrison,  in  which  he  denies  that  value 
ought  to  enter  into  the  consideration  of  charge 
at  all? — Yes.  He  says  the  charge  should  be 

upon  the  basis  of  the  cost  of  conveyance  solely. 

Mr.  Hunter,  I think,  suggested  that  it  should  be 
upon  the  cost  of  conveyance,  except  by  special 
sanction  of  the  Hallway  Commissioners,  and  that 
the  charge  for  long  distances  might  be  less  pro- 
portionately than  for  short  distances.  I think 
those  were  his  exceptions ; in  fact  it  may  be 
stated  that  the  cost  of  conveyance  of  ingots 
of  copper  is  no  greater  to  a railway  company, 
exce])t  the  risk  of  theft,  than  the  conveyance  of 
pig  ii’on,  and  therefore,  according  to  Mr. 
Harrison,  the  rats  for  copper  should  be  reduced 

4 E 3 to 


590 


MINUTES  OF  EVIDENCE  TAKEN  BEFOBE  THE 


1 July  1881.] 


Mr.  Grierson, 


[ Continued. 


Chairman — continued. 

to  the  rate  for  pig-iron.  But  I might  put  that 
a little  further.  W e carry  specie  from  Liverpool 
and  Plymouth  in  lai’ge  quantities  to  London, 
now  we  are  not  liable  for  that. 

Sir  Edward  Watldn. 

12568.  Unless  you  insure? — Yes;  but  we  are 
not  liable  if  we  do  not  insure,  therefore,  accord- 
ing to  that  theory,  we  ought  to  cany  gold  at  the 
same  rate  as  pig  iron.  That  is  where  you  at 
once  ])ush  it  to,  if  you  make  the  cost  of  convey- 
ance the  basis  of  the  charge. 

Chairman. 

12569.  I think  it  is  hardly  just  to  Mr.  Harrison 
not  to  mention  that  he  meant  the  interest  upon 
capital  to  be  included  as  jjart  of  the . cost  ? — 
Quite  so ; I assume  that.  I understood  Mr. 
Harrison  meant  that  the  scale  of  charges  should 
be  framed  upon  the  cost  of  conveyance  as  be- 
tween one  thing  and  another;  but  I believe  he 
and  Mr.  Hunter  also  said  that  large  quantities 
mi^ht  be  conveyed  at  a somewhat  less  rate  than 
small  quantities. 

Mr,  Barclay. 

12570.  The  main  element  was  the  cost  to  the 
railway  company  of  performing  the  work? — Yes. 

Mr.  Cross. 

12571.  I think  Mr,  Harrison’s  evidence  was, 
that  yon  ought  not  to  get  out  of  one  article  an 
amount  of  carriage  which  would  repay  you  for 
carrying  other  articles  at  a loss? — His  evidence 
which  1 read  does  not  bear  that  construction. 

Chairman. 

12572.  I see  that  you  have  given  in  your 
memorandum  the  case  of  passenger  traffic  as  an 
illustration  ; 1 do  not  knov/  whether  you  would 
adhere  to  that ; you  say  upon  that  principle  the 
second  class  passengers  should  be  carried  at  the 
same  rate  as  the  third,  except  in  so  far  as  that  a 
second  costs  more  than  a third  class  carriage  ? — 
Yes,  so  I have  said.  But  we  then  seat  10 
second  class  or  10  third  class  passengers  in  a 
compartment ; the  size  of  the  carriage  makes 
little  difference  in  the  cost. 

Mr.  Pell. 

12573.  The  cost  of  conveyance  implies  a con- 
tract to  convey ; you  would  not  contract  to 
convey  a lb.  of  gold  at  the  same  pi’ice  as  a 
lb.  of  coal,  because  you  would  have  a higher 
class  of  servants  to  deal  with  it  ? — We  hav^e  men 
to  go  with  it,  and  it  is  entrusted  to  a higher  class 
of  servants  altogether. 

Mr.  Barnes. 

12574,  It  costs  no  more  haulage  as  far  as  that 
goes  ? — It  costs  no  more  for  haulage. 

Ml'.  Samiielson. 

12575,  You  do  not  charge  more  for  conveying 
Baron  Bothschild  in  a first  class  carriage  than 


Mr.  Samuelson — continued. 

you  do  for  conveying  his  clerk  ? — Xo,  certainly 
not. 

Chairman. 

12576.  Would  you,  before  we  leave  that  ques- 
tion of  classification,  say  what  beside  this  element 
of  value  you  would  take  as  the  points  upon  which 
you  would  base  your  remodelled  classification ; 
wffiat  points  would  guide  you  with  reference  to 
what  class  you  ivould  put  the  different  articles 
in? — Risk,  bulk,  and  (following  all  the  ])rece- 
dents  that  I have  seen  from  the  earliest  Canal 
clauses)  the  value  of  the  goods,  because  it  is 
perfectly  manifest  that  persons  can  afford  to  pay 
a higher  rate  for  a high  class  article  than  they 
can  for  a low  one. 

Mr.  Barclay. 

12577.  What  would  you  say  with  reference  to 
quantity  ? — Quantity  is  a matter  now  settled  by 
common  law ; you  can  make  a distinction  between 
the  rale  for  a large  quantity  and  the  I'ate  for  a 
small  quantity,  when  it  can  be  shown  that  the 
railway  companies  obtain  an  advantage  by  having 
the  large  quantity. 

Mr.  Barnes. 

12578,  Would  you  also  include  distance? — 
Distance,  of  course,  is  an  element. 

Mr.  Bolton. 

12579.  And  gradients  are  an  element  in  the 
cost  of  conveyance  ? — Quite  so. 

Sir  Edward  IVatkin. 

12580,  Is  there  not  also  the  question  of  the 
regularity  of  supply ; it  makes  a great  deal  of 
difference  whether  you  have  a regular  supply 
through  the  week,  or  whether  you  have  half  a 
hundred-weight  any  day? — That  is  one  of  the 
points  that  we  have  taken  into  consideration  in 
framing  our  present  scale  of  rates. 

Chairman. 

12581.  Of  course  it  would  be  Impossible  to 
put  quantity  into  your  re- classification  except  in 
the  form  of  a limit  as  to  amount  ? — It  would  have 
nothing  directly  to  do  with  the  classification  book. 

Mr.  Barclay. 

12582.  Would  not  the  quantity  of  goods  of  a 
particular  kind,  travelling  upon  a railway,  enter 
into  the  question  of  the  classification  ; there  are 
some  kinds  of  goods  of  which  you  would,  per- 
haps, get  5,000  tons  a week? — I do  not  see  how 
it  would  be  possible  to  provide  for  that  in  the 
classification  book ; that  might  occur  in  a certain 
part  of  the  country,  and  be  quite  the  reverse  in 
all  other  parts  ; therefore  you  could  not  provide 
for  that  in  the  classification  ; what  we  do  now,  is 
to  provide  for  that  in  the  special  lesser  rate. 

12583.  Take  the  case  of  silk,  for  instance  ; that 
is  to  say,  whether  the  quantity  of  the  article 
should  be  taken  into  consideration  upon  the 
classification  ? — It  would  not  be  possible  to  2•)ro- 
vide  for  that  except  under  the  head  of  a special 

rate. 


SELECT  COMMITTEE  ON  RAILWAYS. 


591 


1 July  1881.] 


Mr.  Grierson. 


l^Cont'nued. 


Mr.  Barclay — continued. 

rate.  If  you  will  allow  me,  as  we  are  upon  this 
point,  I will  give  some  illustrations,  because  I 
have  had  some  goods  measured  while  this  Com- 
mittee has  been  sitting,  and  though  the  statement 
is  not  by  any  means  as  complete  or  as  accurate  as 
I would  desire,  still  it  will  give  some  illustration 
of  the  difference  of  the  bulk  of  tlie  goods  that  we 
have  to  convey.  I have  had  actual  consignments 
of  traffic  measured,  and  of  course  weighed.  I 
have  found  many  discrepancies,  and,  therefore, 
we  arc  having  it  done  again  at  the  present 
moment ; but  I will  lay  these  figures  before  you 
for  what  they  are  worth,  subject  to  correction 
hereafter;  I have  coal  put  down  in  this  Table  at 
about  40  feet  to  the  ton  ; bricks,  29  ; coke,  85  ; 
common  manure,  65  ; but  that  last  item  varies 
very  much,  because,  in  some  places,  even  the 
stable  manure  is  heavier  than  in  othei’s.  Now, 
this  is  the  mineral  class,  and  without  taking  up 
the  time  of  the  Committee  further,  I may  state 
that  in  ihat  class  the  measurements  run  from 
13  feet  up  to  85  feet  to  the  ton,  which  latter  is 
coke. 

Sir  Edward  Watliin. 

12584.  The  measurement  varies,  say,  from  the 
figure  of  20  to  the  figure  of  100,  being  a variation 
of  80  per  cent.? — Yes;  then  I have  scrap  iron 
down  in  this  Table  at  99,  but  scrap  iron  will  go 
up  to  even  300,  therefore  you  see  that  if  scrap 
iron  is  jmt  into  any  particular  class,  it  might  be 
reasonable,  as  regards  one  consignment,  but  most 
unreasonable  as  regards  either  the  company  or 
the  public  in  the  other,  as  it  varies  so  much  in 
measurement.  Therefore,  as  I explained  to  you, 
if  a classification  were  fixed  which  did  not  allow 
some  elasticity,  it  w'ould  be  a very  great  hardship 
upon  the  raihvay  companies.  Accordingly,  I 
would  suggest  that  it  would  be  reasonable  that 
the  classification  should  be  framed,  leaving  some 
latitude  to  the  railway  companies  to  deal  with 
special  cases,  as  is  done  at  present. 

IMr.  Barclay. 

12585.  Can  you  explain  what  Avould  be  the 
difference  to  the  railway  companies  between 
carrying  light  and  heavy  scrap  iron  ? — It  w-ould 
amount  to  this,  that  in  heavy  scrap  iron  you 
would  get  four  tons  to  a truck,  while  in  light 
scrap  iron  you  wmuld  get  one  ton  to  a truck. 


Mr.  Barclay — continued. 

tinctly.  Now  I wmuld  ask  if  you  can  give  the 
Committee  some  indication  of  wdrat  the  difference 
of  cost  to  the  railway  company  would  be  in  this 
case ; assume  you  get  a truck  load  of  this  scraji 
iron  in  both  cases,  but  in  one  case  it  is  four  tons, 
and  in  the  other  it  is  only  one  ton,  and  you  take 
it  between  the  same  places ; I want  to  knoAv  the 
difference  in  cost  to  the  railway  company  between 
taking  a truck  of  scrap  iron  100  miles  with  four 
tons  to  the  truck,  and  taking  a truck  of  scrap 
iron  containing  one  ton  to  the  truck,  always 
assuming  in  company’s  Avaggons  ? — Assuming  a 
train-load  in  eacli  case,  that  is  a train  of  20  trucks, 
carrying  w'hen  full  four  tons  in  each  truck,  and 
assuming  another  train  of  20  trucks  Avith  one  ton 
each,  and  that  the  rate  Avas  1 d.  per  ton  per  mile, 
in  the  one  case  the  company  Avould get  8 Z.  6 s.  8 d., 
Avhile  in  the  other  it  AAmuld  get  upAvards  of 
331. 


12590.  What  would  be  the  difference  in  cost 
to  the  raihvay  company  ? — The  difference  in  cost 
Avould  be  nil ; the  cost  of  running  the  train 
Avould  be  in  each  case  precisely  the  same ; the 
engine  Avould  be  there,  tlie  trucks  Avould  be 
there,  and  the  guards  Avould  be  there. 


Mr.  Cross. 

12591.  The  consumption  of  coal  being  a little 
less? — There  Avould  be  a little  less  consum{>tion 
of  fuel,  but  it  must  be  perfectly  manifest  to  you 
that  Ave  must  earn  a certain  sum  per  train  mile 
to  leave  a profit,  and  if  you  can  get  your  trucks 
fully  loaded  Avith  four  or  six  tons  you  can  make 
a profit,  but  if  your  are  only  carrying  trucks 
with  15  CAvt.  or  one  ton,  you  may  make  a loss. 


INIr.  Barclay. 

12592.  Do  I understand  you  to  say  that  the 
difference  of  cost  to  the  railway  companies  A\muld 
be  the  figure  you  have  just  given? — No,  that 
AAmuld  be  the  amount  it  Avould  earn. 

12593.  I have  asked  what  Avould  be  the  cost  to 
the  raihvay  company  betAA^een  the  tAvo  seiwices  ? 
— Assuming  in  the  one  case  100  miles  at  2 s.  per 
mile  Avorking  expenses,  thatAvouldbe  10  which 
Avould  rather  exceed  tlie  amount  that  we  re- 
ceived. In  the  other  case  the  working  expenses 
Avould  be  equally  10  Z.,  Avhlch  Avould  leave  23  Z. 
profit. 


Sir  Edward  Watkin. 

12586.  So  it  all  dejiends  upon  your  having  the 
same  quantities?  — You  cannot  get  the  same 
Aveight  into  the  truck. 

12587.  But  sometimes  a man  consigns  half-a- 
ton  to  a village  blacksmith ; that  Avould  be  one 
thing ; tAVO  or  three  tons  Avould  be  another  ? — 
Quite  so. 

1 2588.  Is  it  possible  to  include  the  question  of 
quantity  in  dealing  with  the  classification? — Not 
the  quantity  per  truck. 

Mr.  Barclay. 

12589.  But  you  covered  that  by  the  word 
“ bulk,”  and  then  I wanted  to  know  if  you  Avould 
take  the  quantity  of  goods  into  account,  and, 
contrary  to  my  expectation,  you  said,  No,  dis- 
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Chairman. 

12594.  That  strikes  me  as  astonishing  ; if  you 
have  so  many  tons  of  ii’on  to  be  carried,  and  you 
have  to  employ  four  times  as  many  waggons  in 
the  one  case  as  in  the  other,  surely  the  excess  of 
cost  to  you  is  exactly  the  difference  of  the  three 
waggons ; you  have  to  carry  over  100  miles  a 
certain  amount  of  iron,  say  one  ton.  The  ton  of 
one  description  of  iron  goes  into  one  Avaggon  and 
the  other  ton  takes  four  waggons,  therefore  in  the 
case  of  the  lighter  scrap  iron  you  have  to  put  on 
so  many  moi’e  Avaggons  ? — You  must  run  so  many 
more  trains  to  carry  the  same  quantity  and  get 
the  same  amount  of  receipts . 

12595.  Or  four  times  the  same  length  of  train? 
— That  Avould  be  impossible. 

12596.  But  you  Avere  telling  the  honourable 
4 E 4 Member 
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Mr.  Grierson. 
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Chairman — continued. 

1\]  ember  that  the  cost  of  the  carriage  is  the  same  ? 
— The  difference  in  the  cost  of  mere  haulage 
Avonld  he  somewhat  in  favour  of  the  lighter 
load. 

ISIr.  Barnes. 

12597.  Still,  in  one  case  you  haul,  say,  three 
tons  to  the  waggon,  and  in  the  other  case  12 
tons  ? — Just  so,  the  weight  of  the  waggons  would 
he  the  same,  it  would  he  the  difference  of  load. 

Pdr.  Barclay. 

12598.  The  difference  Avould  be  that  you 
would  send  one  train  away  with  20  tons  behind 
it,  and  the  other  with  80  tons  behind  it  ; would 
you  consider  that  good  management  ? — The  same 
thing  would  arise  if  you  alter  your  figure,  if  you 
jiut  40  trucks  ; it  depends  upon  the  load  the 
engine  could  take,  and  the  particular  weight  of 
your  iron. 

Sir  Edward  Wathin. 

12599.  That  depends  upon  the  daily  traffic; 
you  have  to  spread  the  expense  over  the  whole 
quantity  ? — I understand  Mr.  Barclay  to  desire 
a comparison  between  the  cost  of  conveying  light 
and  heavy  scrap  iron,  and  I therefore  took  a 
moderate  train  load ; but  I did  not  do  that  with 
the  object  of  making  the  case  out  favourably  to 
myself. 

Mr.  Barclay. 

12600.  I wish  you  to  take  the  calculation  as  a 
truck  of  heavy  and  a truck  of  light? — I could 
not  illustrate  it  so  well  as  by  taking  a train  load  ; 
there  is  no  other  way  which  would  so  fairly 
illustrate  the  result. 

Mr.  Bolton. 

12601.  Would  you  state  the  weight  of  the 
truck  and  the  weight  of  the  load ; what  would  be 
the  weight  of  a truck  carrying  a four-ton  load  ? 
— You  may  take  it  that  the  weight  of  a truck 
carrying  a four-ton  load  is  seven  or  eight  tons. 

]\Ir.  Barclay. 

12602.  What  do  you  call  an  average  train-load 
of  ordinary  commercial  goods  ? — Unfortunately, 
upon  railways  in  England,  the  general  goods 
average  very  little  indeed ; I do  not  suppose  they 
would  avei'age  above  2 tons  10  cwt.  or  3 tons 
per  truck  ; on  foreign  railways  they  will  average 
probably  double  that. 

12603.  I am  referring  to  what  you  would  call 
merchandise  traffic  ? — A train-load  of  merchandise 
traffic  would,  of  course,  depend  upon  the  gra- 
dients. Over  certain  portions  of  your  line  you 
could  convey  general  goods  in  40  trucks,  and 
over  others  in  35  trucks.  Of  minerals,  we  would 
carry  22  trucks  on  portions  of  the  line  in  wag- 
gons fully  loaded,  and  in  other  cases  twice  that 
number. 

12604.  What  do  you  call  a full  load  for  coal? 


Mr.  Barclay — continued. 

— Waggon- makers  construct  waggons  nominally 
to  carry  10  tons ; but  you  may  take  it  that  the 
mineral  traffic  is  carried  at  seven  or  eight  tons 
per  truck. 

Mr.  Gregory. 

12605.  Are  the  gradients  less  favourable  on 
the  English  railways  than  on  the  foreign  ? — In 
mineral  districts  ; but  on  the  main  line  of  the 
Great  Western  the  gradients  are  exceedingly 
good. 

12606.  And  upon  the  North  Western  they 
have  sacrificed  everything  to  obtain  good 
gradients,  have  they  not 't — They  have  very 
favourable  gradients,  as  a rule,  upon  the  London 
and  North  Western  Railway. 

Sir  Edward  Wathin. 

12607.  But  upon  the  Grand  Junction  they 
have  bad  gradients  ? — They  have  in  one  place. 
I was  giving  you  the  measurements  of  the 
special  class.  Flour  I have  taken  at  71  cubic 
feet,  grain  at,  108,  bar  iron,  38,  and  rags,  176 
cubic  feet.  Noav,  blooms,  that  is  iron  in  a certain 
state  of  manufacture,  6 feet  to  the  ton,  so  that 
you  run  in  that  class  from  6 feet  np  to  228  ; 
the  first  class  varies  from  34  up  to  264  feet  to 
the  ton. 

Mr.  Cross. 

12608.  Could  you  give  us  feathers  ? — I have 
not  got  feathers ; but  I have  chairs,  827  feet  to 
the  ton  ; those  would  be  in  the  fifth  class. 

12609.  IIow  much  weight  would  that  give  to 
a truck  ? — Probably  12  cwt.  ; from  12  to  14 
cwt. 

Mr.  Barclay. 

12610.  If  we  are  to  go  by  these  figures,  we 
should  requme  to  know  how  that  was  set  out? — 
Those  are  ineasured  upon  the  square  ; furniture 
I take  as  766  feet  to  the  ton. 

1261 J.  In  giving  the  Committee  that  estimate 
about  the  figures,  did  you  measure  each  chair  by 
itself? — No,  as  they  lay  in  the  truck,  taking  the 
space  occupied  ; we  got  our  timber  measurers  to 
do  it  wherever  we  could,  and  we  emjdoyed  pro- 
fessional men  in  certain  districts  to  do  it. 

Mr.  Bolton. 

12612.  This  was  an  actually  loaded  truck,  was 
it  not? — Yes,  those  were  consignments  at  the 
stations  before  the  goods  departed. 

Sir  Edward  Wathin. 

12613.  Upon  that  cubical  measurement  it 
would  come  to  under  a ton  per  truck? — Yes. 

12614.  Which  would  carry  five  or  six  tons; 
how  much  furniture  would  a truck  carry,  and  what 
would  be  the  total  weight-carrying  capacity  of 
that  truck? — I have  some  furniture  766  feet,  and 
you  may  take  a truck  18  feet  long,  and  7 feet  wide, 
that  is,  say  400  cubic  feet;  if  that  were  loaded  up 
to  the  toi)  it  might  carry  a ton  of  furniture. 

12615.  What 
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Sir  Edward  Watkin — continued. 

12615.  What  might  it  carry  of  other  goods? — 
It  would  carry  six  tons. 

Mr.  liarnes. 

12616.  And  what  would  be  the  weight  itself 
of  the  truck  ? — That  would  be  from  five  to  six 
tons. 

Sir  Edward  JV athin. 

12617.  Then  practically  it  comes  to  this,  that 
with  regard  to  this  furniture  that  has  been  talked 
about,  you  only  load  the  waggon  to  about  one- 
sixth  of  its  capacity? — That  is  so. 

Mr.  Barclay. 

12618.  I would  ask  you  with  regard  to  the 
bulk  of  furniture,  whether  you  mean  the  Com- 
mittee to  understand  that  the  figures  you  have 
given  are  a fair  average  of  the  comparison  be- 
tween the  weight  and  bulk  of  the  furniture,  or 
whether  it  is  an  exceptional  article  ? — I Avill  see 
whether  I can  give  you  the  actual  instances  that 
were  taken  ; I am  bound  to  say  I would  not  act 
upon  them  myself  in  any  practical  Avay  without 
havino;  them  tested  over  and  over  again. 

12619.  That  answer  means,  that  you  do  not 
give  them  as  a fair  average  ? — I give  them,  as  I 
said,  for  what  they  are  worth  ; those  are  the 
oases  which  were  taken  {exhibiting  a Table  of 
figures). 

Chairman. 

12620.  I wish  to  ask  you  as  a final  question 
from  the  chair,  whether  you  have  any  practical 
suggestion  to  make  with  reference  to  what  your 
company  -would  be  prepared  to  accept  as  a settle- 
ment of  this  terminal  question,  not  in  detail,  but 
as  a foreshadowing  of  the  arrangement  ? — On 
behalf  of  the  Great  Western  Railway  Company, 
I can  state  to  you  a suggestion  which  was  not 
made  by  myself,  but  by  a very  able  gentleman 
w’ho  will  probably  give  evidence  before  the 
Committee,  and  it  is  one  which  I think  is  very 
■well  deserving  of  consideration,  although  I must 
say,  as  I stated  when  I saw  it,  that  it  does  not  ap- 
pear to  be  quite  equitable  towards  the  railway  com- 
panies, for  the  reasons  that  I have  given  ; namely, 
that  any  fixed  terminal  which  did  not  take  into 
consideration  the  difference  in  the  cost  of  provi- 
ding the  whole  of  the  accommodation,  and  per- 
forming all  the  services  on  the  higher  class  of 
goods,  and  those  which  occupy  a greater  space, 
and  a greater  length  of  time  in  handling,  and 
which  also  did  not  provide  for  the  additional  cost 
and  expense  of  stations  such  as  London  and 
Birmingham  ; and  in  the  case  of  the  other  com- 
panies, Manchester  and  Liverpool  (which,  as 
there  is  no  doubt  you  will  hear  from  Mr.  Findlay, 
are  probably  the  most  expensive  in  the  country), 
would  not  be  fair  to  the  companies.  ’At  the 
same  time,  coining  from  a gentleman  in  whose 
judgment  we  have  very  great  confidence,  it  is 
one  which  induces  me  to  say  that,  as  far  as  we 
are  concerned,  we  would  be  disposed  to  agree  to 
the  suggestion,  that  the  terminal  charges  for 
terminal  accommodation  shall  be  fixed,  based 
upon  the  1 s.  6 d.  terminal,  now  allo-ft'ed  between 
companies  on  station-to-station  traffic.  I say 
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Chairman — continued. 

that  although  not  sufficient  or  equitable  in  the  case 
of  the  higher  and  lighter  and  more  valuable  class 
of  goods,  or  for  the  much  more  expensive  stations, 
it  seems  a very  moderate  proposal,  and  one  which 
deserves  consideration. 

Sir  Edward  Watkin. 

12621.  Does  that  include  London? — It  is  sug- 
gested to  include  London ; but  for  the  reason  I 
have  indicated  to  you,  I feel  that  difficulty  in 
agreeing  to  it,  that  in  itself  it  would  not  be  a per- 
fectly equitable  arrangement ; but  for  the  sake 
of  settlement,  I would  agree  to  it. 

Mr.  Barclay. 

12622.  Do  you  mean  by  that,  two  terminals 
of  1 5.  6 d.  each  ? — Of  course  I mean  Is.  fid.  for 
each  station. 

12623.  That  is  3 s.  on  the  average  for  every 
ton  of  goods  you  carry  ? — Clearly. 

12624.  On  all  kinds  of  goods? — Excluding 
minerals. 

Mr.  Gregory. 

12625.  Do  you  mean  3 s.  a ton  over  the  whole 
line? — Yes,  that  is  practically  what  the  companies 
are  charging  at  the  pi’esent  moment.  We  charge 
much  higher  on  the  other  goods. 

Mr.  Barnes. 

12626.  That  is  tbe  average,  is  it  not? — That 
is  the  lowest,  in  fact ; if  we  send  a ton  of  goods 
and  do  not  handle  them,  passing  over  an  inter- 
mediate railway,  we  get  Is.  6 d.  and  the  other 
company  gets  1 s.  6 d. 

Mr.  Barclay. 

12627.  Have  you  any  suggestion  to  make  to 
the  Committee  with  respect  to  minerals  ? — 1 have 
not  thought  of  that. 

Mr.  Bolton. 

12628.  The  Is.  fid.  means  station  accom- 
modation ? — Yes,  the  Is.  fid.  would  be  for 
station  accommodation. 

Mr.  Barclay. 

12629.  You  want  this  3 s.  in  addition  to  your 
present  maximum  rates  ? — Clearly,  and  to  the 
other  charges  if  you  cart  or  handle. 

12630.  Not  including  collection  and  delivery? 
— Clearly  not. 

12631.  But  it  would  Include  everything  except 
collection  and  delivery  ? — And  handling. 

12632.  Would  you  charge  further  for  loading 
and  unloading  ? — Yes. 

12633.  This  loading  and  unloading  would  be 
an  additional  charge  to  your  3 s.  ? — Yes. 

12634.  Would  you  charge  anything  for  any- 
thing else? — No. 


12635.  You 
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Mr.  Barclay — continued. 

12635.  You  could  not  say  what  the  loading 
and  unloading  would  amount  to?  — You  may 
take  it  that  in  loading  and  unloading  loose  fur- 
niture, the  cost  per  ton  is  very  high,  and  there- 
fore you  could  not  do  it  at  the  same  price  as  you 
could  load  and  unload  raw  sugar. 

12636.  Excepting  minerals?  — We  do  not  load 
and  unload  minerals. 


[ Continued. 


Mr.  Barclay — continued. 

12637.  Excepting  minerals,  should  you  say 
that  loading  and  unloading  should  be  1 s.,  or 
someway  between? — The  loading  or  unload- 
ing of  heavy  goods,  could  be  done  for  6 d. 

Sir  Edward  Watkin. 

12638.  You  would  not  load  a cwt.  at  that 
price  ? — No. 
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Chairman. 

12639.  W HAT,  in  your  view,  would  be  the 
result  of  Mr.  Hunter’s  opinion,  that  the  rates 
should  be  equal  in  all  cases,  except  by  the 
express  sanction  of  the  Railway  Commissioners  ? 
— If  his  view  were  to  be  adopted,  it  would 
entirely  annul  the  contract  between  Parliament 
and  the  railway  companies,  on  the  faith  of  which 
the  latter  have  expended  a large  amount  of 
capital.  Further,  the  effect  of  such  legislation 
would  be  either,  that  practically  there  would  be 
no  differential  rates  made,  or  that  railway  com- 
panies would  be  carrying  on  their  business  at  the 
greatest  possible  disadvantage,  their  time  being 
occupied  continuously  before  the  Railway  Com- 
missioners. Such  a result  would,  no  doubt, 
yield  constant  employment  to  the  Railway  Com- 
missioners, but  it  must  be  apparent  to  every 
merchant,  manufacturer,  or  other  person  in  any 
large  business,  from  his  own  experience,  that  it 
would  be  utterly  imj)0ssible  to  carry  on  business 
successfully  under  such  conditions.  If  Parlia- 
ment were  of  opinion  that  any  such  legislation 
were  desirable,  the  proper  and  equitable  course 
to  adopt  would  be  for  the  Government  to  acquire 
the  railways,  and  try  it  themselves. 

12640.  Now  let  us  go  from  that  to  the  ques- 
tion of  differential  rates ; what  do  you  say  as  to 
the  complaint  of  some  of  the  witnesses,  that  rates 
are  unequal  for  corresponding  distances,  and  that 
competition  alone  is  no  excuse? — Some  of  the 
witnesses  have  complained  that  rates  are  unequal 
for  corresponding  distances,  and  that  it  has  been 
decided  that  competition  alone  does  not  justify 
an  inequality  in  i-ates. 

12641.  Is  it  not  a fact  that,  not  only  by  the 
Railway  Clauses  Act  of  1845,  railway  companies 
are  expressly  allowed  to  vary  their  tolls  accord- 
ing to  circumstances,  but  that  a similar  provision 
is  to  be  found  in  the  Canal  Act  of  the  same 
year? — When  the  earlier  Railway  Acts  were 
passed.  Parliament  provided  that  the  rates  were 
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Chairman — continued. 

to  be  chai’ged  equally  throughout  the  railway. 
The  following  is  a copy  of  one  of  the  clauses  that 
were  inserted : “ Provided  always,  and  be  it 
further  enacted,  that  the  aforesaid  rates  and  tolls 
to  be  taken  by  virtue  of  this  Act  shall  at  all 
times  be  charged  equally,  and  after  the  same  rate 
per  ton  per  mile,  throughout  the  whole  of  the 
said  railway,  in  respect  of  the  same  description 
of  articles,  matters,  or  things,  and  that  no  reduc- 
tion or  advance  in  the  said  rates  and  tolls  shall, 
either  directly  or  Indirectly,  be  made  partially  or 
in  favour  of,  or  against  any  particular  person  or 
company,  or  be  confined  to  any  particular  part  of 
the  said  railway,  but  that  every  such  reduction 
or  advance  of  rates  and  tolls  upon  any  particular 
kind  or  description  of  articles,  matters,  or  things, 
shall  extend  to  and  take  place  throughout  the 
whole  and  every  part  of  the  said  railway,  upon 
and  in  respect  of  the  same  description  of  articles, 
matters,  or  things  so  reduced  or  advanced,  and 
shall  extend  to  all  persons  whomsoever  using  the 
same,  or  carrying  the  same  description  of  articles, 
matters,  or  things  thereon,  anything  to  the  con- 
trary thereof  in  anywise  notwithstanding.” 

12642.  You  infer  from  this,  I suppose,  that 
Parliament  intended  to  allow  a variation  of 
rate? — In  the  year  1845,  Parliament,  by  a 
Public  Act,  cancelled  the  prohibition  against 
differential  rates  by  the  following  clause  : “ And 
whereas  it  is  expedient  that  the  company  should 
be  enabled  to  vary  the  tolls  upon  the  railway,  so 
as  to  accommodate  them  to  the  circumstances  of 
the  traffic,  but  that  such  power  of  varying  should 
not  be  used  for  the  purpose  of  prejudicing  or 
favouring  particular  parties,  or  for  the  purpose 
of  collusively  and  unfairly  creating  a monojioly 
either  in  the  hands  of  the  company  or  of  par- 
ticular parties;  it  shall  be  lawful,  therefore,  for 
the  company,  subject  to  the  provisions  and  limi- 
tations herein  and  in  the  special  Act  contained, 
from  time  to  time  to  alter  or  vary  the  tolls  by 
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the  special  Act  authorised  to  be  taken  either 
upon  the  whole  or  upon  any  particular  portions 
of  the  railway,  as  they  shall  think  fit  : provided 
that  all  such  tolls  be  at  all  times  charged  equally 
to  all  persons,  and  after  the  same  rate,  whether 
per  ton,  per  mile  or  otherwise,  in  respect  of  all 
passengers,  and  of  all  goods  or  carriages  of  the 
same  description,  and  conveyed  or  jjropelled  by 
a like  carriage  or  engine,  passing  only  over  the 
same  portion  of  the  line  of  railway  under  the 
same  circumstances  ; and  no  reduction  or  advance 
in  any  such  tolls  shall  be  made  either  directly 
or  Indirectly  in  favour  of  or  against  any  par- 
ticular company  or  person  travelling  upon  or 
using  the  railway.”  In  like  manner,  in  an  Act 
of  the  same  year,  entitled,  “An  Act  to  empower 
Canal  Companies  and  the  Commissioners  of 
Navigable  Rivers  to  vary  their  Tolls,  Rates,  and 
Charges  on  dift'erent  parts  of  their  Navigations,” 
Parliament  authorised  canal  companies  to  vary 
the  tolls  by  the  following  clause  : “ Whereas  by 
divers  Acts  of  Parliament  various  canal  com- 
panies and  the  commissioners  or  trustees  of 
several  navigable  rivers  have  been  authorised 
and  empowered  to  levy  and  receive  certain  tolls, 
rates,  and  charges  for  the  use  of  their  respective 
canals  and  navigations,  which  tolls,  rates,  and 
charges  are  for  the  most  2')art  required  to  be 
levied  at  one  uniform  rate  per  ton  or  per  mile 
throughout  the  entire  length  of  the  said  naviga- 
tions and  rivers,  respectively,  without  regard  to 
any  difference  of  circumstances  which  may  exist 
in  reference  thereto.  And  whereas,  by  an  Act 
of  Parliament  Ipassed  in  this  present  Session, 
called,  “ The  Railways  Clauses  Consolidation 
Act,  1845,”  powers  have  been  given  to  railway 
companies  to  vary  the  tolls,  rates,  and  charges 
upon  railways,  so  as  to  accommodate  them  to 
the  circumstances  of  the  traffic  thereon  : And 
■whereas,  greater  competition  for  the  public  ad- 
vantage would  be  obtained  if  canal  companies 
and  the  commissioners  or  trustees  of  navigable 
rivers  which  have  already  been,  or  may  hereafter 
be,  from  time  to  time  incorporated  or  established, 
or  which  are  regulated  under  the  authority  of 
Parliament,  were  to  have  the  like  powers  granted 
to  them  ill  respect  of  their  several  canals  and 
navigations,  and  other  works  connected  there- 
with, but  such  beneficial  jmrposes  cannot  be 
effected  without  the  authority  of  Parliament : 
Be  it  therefore  enacted  by  the  Queen’s  Most 
Excellent  Majesty,  by  and  with  the  advice  and 
consent  of  the  Lords  Spiritual  and  Temporal  and 
Commons  in  this  present  Parliament  assembled, 
and  by  the  authority  of  the  same ; That  from 
and  alter  the  passing  of  this  Act,  and  subject  to 
the  provisions  and  limitations  herein  contained, 
it  shall  be  lawful  for  the  comjiany  of  proprietors 
of  any  canal,  or  for  the  undertakers,  commis- 
sioners, or  trustees  of  any  navigation  or  navigable 
river  already  or  hereafter  to  be  established  or 
incorporated,  or  which  is  regulated  under  the 
authority  of  Parliament,  or  for  their  respective 
lessees,  committees,  directors,  or  managers,  or 
their  superintendents  or  other  agents  by  them 
severally  authorised,  in  such  manner  as  may  be 
required  by  their  respective  Acts  of  Incorpora- 
tion, or  for  regulating  such  canals  or  navigations, 
from  time  to  time  to  alter  or  vary  the  tolls,  rates, 
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and  duties  granted  to  them,  or  by  them  respec- 
tively authorised  to  be  levied  and  received  for 
the  use  of  their  several  canals  or  navigations,  or 
any  branches  therefrom,  or  any  railways  or  tram- 
ways connected  therewith,  and  made  under  the 
authority  of  such  Canal  or  Navigation  Acts,  re- 
spectively, either  upon  the  whole  or  upon  or  for 
any  particular  portion  or  portions  of  such  canals, 
navigations,  branches,  railways,  or  tramways, 
according  to  local  circumstances  or  the  quantity 
of  traffic  or  otherwise,  as  they  shall  think  fit ; 
and  also  from  time  to  time  to  lower  or  reduce, 
and  again  to  raise  or  advance,  such  tolls,  rates, 
and  duties,  and  also  any  tolls  or  charges  by  them 
respectively  authorised  to  be  levied  and  received 
for  any  haulage,  trackage,  or  other  power  sup- 
plied by  them,  either  upon  the  whole  or  upon 
any  particular  portion  or  portions  of  their  said 
several  canals,  navigations,  branches,  I'ailways, 
and  tramways  as  to  such  companies,  commis- 
sioners, trustees,  or  lessees  or  their  committees, 
directors,  managers,  or  superintendents  respec- 
tively shall  seem  fit,  anything  in  the  several 
Acts  of  Incorporation,  or  for  regulating  any  such 
canals  or  navigations  contained  to  the  contrary 
notwithstanding : Provided  always,  that  in  no 
case  shall  the  tolls,  rates,  duties,  and  charges  to 
be  at  any  time  levied  or  made  by  any  such  com- 
panies, commissioners,  trustees,  or  lessees  for 
the  use  of  any  such  canals,  navigations,  branches, 
railways,  or  tramways,  or  for  the  supply  of  any 
such  haulage,  trackage,  or  other  power  exceed 
the  amount  which  they  are  by  their  said  several 
Acts  respectively  authorised  to  levy  or  re- 
ceive.” 

12643.  Can  you  find  any  example  from  any 
Railway  Act  of  a lower  toll  being  expressly 
authorised  for  goods  for  shipment? — With  a 
view  of  showino;  that  Parliament  has  recognised 
such  differential  rates,  I would  refer  to  the  Act 
of  incorporation  of  the  first  railway,  viz.,  the 
Stockton  and  Darlington,  Clause  62  of  which 
provides  for  a lower  toll  to  be  taken  for  coal  for 
shipment. 

12644.  Does  the  Stockton  and  Darlington  Act 
of  1821  also  contain  a provision  for  variation  of 
rates? — Clause  63  of  the  same  Act  also  autho- 
rises the  company  to  vary  their  rates. 

12645.  Supposing  the  Great  Western  Com- 
pany were  compelled  to  charge  a uniform  rate 
per  ton  per  mile,  what,  in  your  opinion,  would  be 
the  effect  upon  the  rates  on  railways  generally  ? 
— If  one  railway  comjiany  were  compelled  to 
charge  a uniform  rate  per  ton  per  mile,  it  would 
practically  have  the  same  effect  as  making  it  com- 
pulsory upon  all  the  companies  in  the  country  to 
charge  a uniform  rate,  unless  they  ceased  to  com- 
pete with  each  other.  Thus,  if  the  Great 
Western  charged  a particular  rate,  say  '2d.  per 
ton  per  mile,  between  Basingstoke  and  London, 
the  South  Western,  who  have  also  a railway  be- 
tween those  jdaces,  would  have  to  chai'ge  the  same 
rate  ; and  the  same  charge  being  apjilicable  on  the 
whole  Great  Western  system,  in  like  manner  the 
London  and  North  Western  Company  competing 
with  the  Great  Western,  for  instance,  between 
Leamington,  Birmingham,  Shrewsbury,  and 
Chester,  would  have  to  adopt  the  same  rate  ; and 
the  iSIidland  and  Great  Northern  competing  with 
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the  London  and  North  Western,  would  be  com- 
pelled to  do  the  same. 

12646.  So  that  in  the  end  there  would  be  but 
one  rate  all  over  the  country  ? — Precisely  so ; 
the  rate  would  become  universal  over  the  whole 
country,  otherwise  the  railway  companies  would 
cease  to  compete  with  each  other. 

12647.  What  do  you  think  would  be  the  effect 
upon  trade  if  such  a uniform  rate  per  mile  wei’o 
compulsory  ? — A uniform  rate  throughout  the 
countiy,  whether  brought  about  in  this  manner 
or  by  a Parliamentary  enactment  that  all  charges 
were  to  be  uniform  per  mile,  would  act  very  pre- 
judicially to  trade  in  various  ways,  unless  it  were 
made  in  many  cases  unnecessarily  low,  whereby 
the  railway  companies  would  suffer  serious  loss. 
For  Instance,  the  rate  which  might  be  reasonable 
for  the  conveyance  of  iron  from  Wolverhampton 
to  Basingstoke,  for  the  small  consumption  of  the 
latter  place,  would  be  a very  heavy  burden 
upon  the  ii’on  trade  between  Wolverhampton 
and  London,  for  consumption  there,  against  iron 
imported  by  sea. 

12648.  What,  for  instance,  would  be  the  effect 
upon  the  export  traffic  of,  say  South  Stafford- 
shire ? — It  would  tend  to  put  a stop  to  export 
traffic  between  South  Staffordshire  and  London 
or  Liverpool  as  against  Middlesbrough  and 
the  South  Wales  iron  districts  situated  close 
to  the  sea.  It  would  also  give  to  any  town  or 
port,  particularly  those  which  ai’e  favourably 
situated,  such  as  Liverpool  for  the  American 
trade,  or  any  manufacturing  town  or  district 
where  the  cost  of  production  is  low,  a practical 
monopoly  of  the  supply  of  all  the  adjacent 
country,  and  in  many  cases  a system  of  uniform 
mileage  rates  would  entirely  shut  up  trade  and 
manufacture. 

12649.  Can  you  give  any  other  Instance  from 
the  Great  Western  (company’s  system  of  the 
injury  uniform  rates  would  cause  to  trade  in  par- 
ticular districts? — Yes,  at  Westbury  and  Seend, 
in  Wiltshire,  there  is  an  extensive  deposit  of 
iron  ore,  containing  only  about  30  per  cent,  of 
iron,  but  no  coal  has  been  found  in  the  neigh- 
bourhood suitable  for  smelting  it,  and  therefore 
the  Great  Western  Company  have  given  low 
rates  for  the  conveyance  of  coal  from  South 
Wales,  and  for  coke  from  Bristol  to  those  places 
for  smelting  purposes  ; and  as  these  places  are 
160  miles  from  South  Staffordshire,  they  have 
also  given  low  rates  for  the  conveyance  of  pig 
iron  to  that  district  for  the  purpose  of  manufac- 
ture. 

12650.  Then  if  rates  were  uniform  the  Great 
Western  Company  would  either  have  to  adopt 
universally  the  low  rates  given  to  Westbury  and 
Seend,  or  else  to  raise  the  Westbury  rates  to  a 
scale  more  favourable  to  themselves,  which  would, 
I presume,  put  an  end  to  the  Westbury  iron 
trade? — If  the  Great  Western  Company  were 
required  to  charge  a uniform  rate,  they  would 
not  adopt  the  rates  given  to  Westbury  and 
Seend  universally  over  their  line,  but  in  their 
own  interest  would  be  comj^elled  to  charge  rates 
obtained  in  districts  more  favourably  situated, 
and  the  consequences  would  be  that  the  ii’on- 
works  in  Wiltshire  would  be  shut  up. 

12651.  Which  is  more  profitable  to  railway 
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companies,  to  carry  for  long  distances  at  low 
rates,  or  for  short  distances  at  higher  rates,  and 
which  is  more  beneficial  to  the  public? — It  is 
more  profitable  to  the  railway  company  to  carry 
at  fair  rates,  and  more  beneficial  to  the  ])ublic  to 
carry  for  a long  distance  at  a comparatively  low 
rate,  than  it  is  for  them  to  carry  for  a short  dis- 
tance at  a higher  rale, 

12652.  Would  the  establishment  of  a uniform 
rate  allow  the  continuance  of  this  mutual  advan- 
tage ? — No ; both  the  railway  company  and  the 
public  would  lose  the  advantage  with  a uniform 
rate  of  charge. 

12653.  What  would  be  the  effect  on  the  traffic 
of  railway  companies  competing  with  the  sea, 
say  as  between  Liverpool  and  London  ? — In  the 
cases  of  railways  competing  with  the  sea,  as  the 
Great  Western  Company  do  between  places  in 
South  Wales  and  London,  and  of  the  carriage  of 
import  and  export  goods  at  reduced  rates,  as 
between  Liverpool  and  London,  the  competition 
in  the  one  case,  the  accommodation  to  the  trade 
of  the  respective  ports  in  the  other,  would  to  a 
great  extent  cease. 

12654.  And  the  public  would  lose  the  benefit 
of  the  competitive  route  by  land  or  by  sea? — 
Yes,  almost  entirely. 

12655.  Can  you  offer  any  explanation  why 
persons  in  Liverpool  should  be  anxious  to  obtain 
the  adoption  of  uniform  rates  ; would  they  not 
suffer  too  ? — It  can  be  understood  why  persons 
residing  in  Liverpool  should  recommend  the 
adoption  of  a uniform  rate,  having  regard  to  the 
fact  that  within  a radius  of  50  miles  of  Liverpool, 
and  excluding  Liverpool  itself,  there  is  a popu- 
lation of  something  like  4,169,984  which  Liver- 
pool itself  might  supply,  and  have  the  practical 
monoiioly. 

12656.  Would  it  not  be  much  simpler  if  uni- 
form rates  were  adopted? — So  far  as  railway 
comjianies  are  concerned,  it  would  be  very  much 
simpler  to  conduct  their  business, ; and  I think 
if  it  were  possible  to  fix  the  rates  at  one  uniform 
scale,  and  that  such  principle  were  adopted,  the 
companies  might  obtain  the  same  amount  of  net 
revenue. 

12657.  But  as  to  the  trade  of  the  country,  you 
are  sure  that  a uniform  rate  would  be  ]jre- 
judicial  ? — I am  convinced  that  it  would  seriously 
reduce  the  trade  of  the  country  and  be  very 
disastrous  to  some  ports  and  towns. 

12658.  Now  as  regards  fixing  rates,  ■what  have 
you  to  say  as  to  Mr.  Hunter’s  suggestion,  that 
the  initiative  in  asking  for  a through  rate  should 
be  entrusted  to  the  Board  of  Trade? — I cannot 
concur  in  it,  inasmuch  as  railway  companies  wish 
to  look  upon  the  Board  of  Trade  as  im2iartial, 
and  not  as  acting  for  the  traders  in  ojijmsition 
to  them. 

12659.  What  is  your  ojilnion  as  to  the 
suggestion  of  Mr.  For  wood,  that  the  iiower  of 
fixing  rates  should  be  given  to  the  Railway 
Commissioners  ? — Having  regard  to  the  many 
thousands  of  rates  that  are  being  constantly 
arranged,  emjiloying  a number  of  clerks,  I think 
this  suggestion,  if  carried  out,  would  rctaid  the 
issue  of  new  rates  and  would  necessitate  the 
Commississioners  having  a large  staff,  and  con- 
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seqiieiitly  largely  increase  the  cost  to  the  public 
purse. 

12660.  Have  you  considered  the  evidence 
given  before  the  Committee  by  Mr.  Hunter  with 
reference  to  the  Illinois  Railroad  Commission  ; 
Mr.  Hunter  stated  that  though  the  Commission 
had  reduced  the  maximum  j)assenger  rates,  the 
increase  in  the  passenger  traffic  had  more  than 
compensated  for  the  decreased  rates ; also  that 
the  goods  rates  had  been  diminislied  during  tlie 
last  five  years;  what  do  you  take  to  have  been 
the  object  of  the  witness  in  thus  referring  to  the 
Illinois  Railway  Commission? — A body  called 
the  Illinois  Railway  Commission  were  aj)pointed 
some  years  ago  to  supervise  and  control  the 
charges  made  by  the. railways  in  that  State,  and 
.Mr.  Hunter  stated,  as  you  have  said,  that  though 
the  Commission  had  reduced  the  maximum 
passenger  rates,  there  had  been  a large  increase 
of  passenger  traffic,  which  more  than  compensated 
for  the  decreased  rate.  He  also  referred  to  the 
fact  that  during  the  last  five  years  there  had 
been  a steady  decrease  in  the  rates  for  the 
carriage  of  goods.  It  may  be  assumed  that  Mr. 
Hunter  in  thus  referring  to  the  Illinois  Railway 
Commission  was  attempting  to  show  the  ap- 
plicability of  the  American  system  to  England, 
but  even  if  it  could  have  been  shown  to  have 
been  of  advantage  in  America,  there  are  certain 
general  features  which  he  would  appear  to  have 
overlooked,  and  which  are  entirely  dissimilar. 

12661.  What  are  the  general  features  in 
w'hich  the  American  and  English  systems 
differ?  — The  Illinois  Railway,  one  of  the  chief 
railways  in  that  State,  was  assisted  by  a grant  of 
2,314,143  acres  of  land.  There  is  no  such  fea- 
ture attendant  upon  railway  construction  in  this 
country,  but  quite  the  contrary.  In  the  United 
States  other  railways  have  also  been  very  largely 
aided  in  the  same  way,  as  well  as  by  bonuses  and 
pecuniary  contributions  from  the  public  purse. 

12662.  Have  you  compared  the  cost  of  the 
construction  of  railways  in  tbe  United  States 
W’ith  that  of  British  railways  ? — Comparing  the 
cost  of  construction  of  railroads  per  mile  in  the 
United  States  with  that  of  British;  railways,  it 
appears  that  in  the  year  1867  the  cost  of  the 
latter  was  more  than  four  times  as  much,  and  in 
1879  nearly  four  times  as  much,  as  of  the  rail- 
roads in  the  United  States. 

12663.  Wliat  do  you  find  to  be  the  resjiective 
average  cost  per  mile  ? — In  1867  the  average 
cost  per  mile  of  British  railways  w'as  35,254/., 
and  of  the  United  States  railways  about  7,819/. 
In  1879  the  average  cost  was  40,518  /.  on  British 
railways,  and  11,780/.  on  United  States  rail- 
ways. 

12664.  Can  you  tell  us  what  the  average  cost 
is  in  Illinois  ? — It  was  about  8,630/.  per  mile. 

12665.  Can  you  tell  us  what  is  ihe  condition 
of  railways  in  the  State  of  Michigan  ? — The 
Rej)ort  of  the  Railway  Commissioners  of  Michi- 
gan, for  last  year  (1880),  shows  that  out  of  48 
railway  com])anies  in  that  State  only  six  paid 
dividends,  and  no  less  than  27  showed  a defi- 
ciency in  jiayment  of  exj)cnscs. 

12666.  What  is  the  condition  of  the  railways 
in  the  State  of  Illinois? — The  Illinois  Railway 
Commissioners,  in  their  Sixth  Annual  Rejiort, 
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showed  that  17  railways  of  that  State,  embracing 
about  2,249  miles  of  track,  out  of  a total  of  7,285 
miles,  were  bankrupt;  that  five  of  these  com- 
panies failed  to  earn  money  enough  to  pay  even 
their  running  expenses ; and  that  in  regard  to 
many  others  the  same  remarks  could  be  made, 
as  a rigid  examination  of  the  accounts  would 
show  large  amounts  charged  to  capital  instead  of 
revenue. 

12667.  Now,  to  go  back  to  ivhat  Mr.  Hunter 
said,  as  to  the  decreased  passenger  rates  in  Illi- 
nois having  been  more  than  compensated  by  the 
increased  fratfic ; can  you  give  us  an  inst.i.nce  of 
an  Illinois  railway  to  show  that,  as  a fact,  the 
revenue  has  decreased  ? — The  operation  of  the 
Act  referred  to  upon  the  Illinois  Central  Rail- 
way, which  is  one  of  the  most  substantial  lines, 
and  represents  1,286  miles,  may  be  seen  from  the 
following  figures.  The  gross  earnings  of  the 
line,  in  1873  (ivhen  the  Commissioners  were 
appointed),  were  8,268,325  dollars  ; in  1874, 
7,900,721  dollars;  in  1875,  7,802,555  dollars; 
in  1876,  7,040,969  dollars;  in  1877,  6,639,845 
dollars;  in  1878,  7,111,184  dollars;  and  in  1879 
they  were  7,234,464  dollars,  which  shows  that  if 
the  carrying  has  Increased,  the  revenue  has  not. 

12668.  What  does  Poor  say,  in  his  Manual, 
as  to  railway  legislation  generally? — In  his 
Manual  for  1880,  he  says:  “That  during  the  year 
1879  there  has  been,  fortunately  for  the  country, 
an  unusual  freedom  from  adverse  lesfislation 
tending  to  regulate  the  operations  of  the  railroad 
companies,  and,  as  a consequence,  the  companies 
have  been  left  to  themselves  to  work  out  the 
problem  of  cheap  transportation,  governed  only 
by  the  inevitable  laws  of  trade.” 

12669.  In  your  opinion,  can  the  traffic  on 
American  railways  be  compared  with  that  on 
British  railways  . I mean  as  to  nature  and  quan- 
tity?— As  instancing  another  point  of  dissimi- 
larity between  Britisli  and  American  railways, 

I may  state  that  the  great  mass  of  the  traffic  in 
the  latter  case  consists  of  grain,  cattle,  cotton, 
and  other  produce  of  the  farm  and  field  sent  in 
full  train  loads  over  long  distances,  the  cars 
being  loaded  to  their  full  cajiacity,  and  sometimes 
beyond  their  proper  loads ; whereas  on  British 
railways,  with  the  excepiion  of  the  coal  traffic, 
there  is  very  little  traffic  to  compare  with  that  of 
American  railways.  Now,  with  reference  to 
Mr.  Hunter’s  evidence  as  to  Evershed’s  case  and 
others,  I do  not  propose  to  go  into  any  of  the 
cases  which  have  been  before  the  courts  affecting 
other  companies,  because  those  companies  ivill  be 
represented  by  their  managers  before  the  Com- 
mittee. I only  wish  to  point  out  that  the 
effect  of  these  decisions  undoubtedly  does  tend 
to  the  prevention  of  competition ; and  if  a 
great  number  of  similar  cases  are  tried  through- 
out the  country,  no  doubt  in  the  course  of  a 
few  years  it  ivould  result  in  the  railw-ay 
companies  to  a great  extent  ceasing  to  com- 
pete, and  that  clearly  would  not  be  for  the  public 
interest.  Now,  before  I leave  the  subject  of 
fixing  rates,  I would  like  to  mention  one  case 
which  did  affect  the  Great  Western  Railway 
Comjiany,  and  which  came  before  the  Railway 
Commissioners.  That  was  an  application  by  the 
East  and  West  Junction  Railway  Company  to 
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compel  the  Great  AVestern  Company  to  accept  a 
certain  mileage  rate  over  a portion  of  their 
system  for  iron  ore  from  Northamptonshire  to 
South  Wales.  The  contention  of  the  East  and 
West  Junction  Company  was,  that  the  Great 
Western  Railway  Company  were  receiving  a 
mileage  proportion  of  about  a halfpenny  per  ton 
per  mile  upon  similar  traffic  carried  by  the  London 
and  North  Western  and  the  Midland  Railway  Com- 
panies over  portions  of  the  Great  Western  system. 
The  East  and  West  Junction  Company  con- 
tended that  their  I’oute  being  20  miles  shorter, 
they  ought  to  have  the  benefit  of  that  mileage  rate 
of  a halfpenny,  so  as  to  compete  with  the  other 
districts.  What  they  really  desired  was  there- 
fore a preferential  rate.  The  case  went  before 
the  Railway  Commissioners,  and  they  decided 
that  the  Great  Western  Company  were  to  accept 
the  rate  asked  for  by  the  East  and  AVest  J unc- 
tion Comjtany,  but  with  the  condition  that  the 
East  and  AVest  Junction  Company  were  to  gua- 
rantee 500  tons  a week.  Rut  the  effect  of  that 
decision  was  this,  that  immediately  the  Railway 
Commissioners  gave  their  decision,  the  London 
and  North  AYestern  and  the  Midland  Companies 
both  reduced  their  rate  to  the  same  gross  sum,  and 
therefore,  in  respect  of  any  traffic  that  passed  over 
the  Great  Western  line,  we  stood  to  receive  a less 
mileage  rate  from  them  than  formerly.  The  East 
and  AYest  Junction  Company  then  gave  notice  of 
another  application  to  the  Railway  Commission- 
ers, to  require  the  Great  Western  Railway  Com- 
pany to  acce])t  the  same  reduced  mileage  rate  from 
them.  They  did  not  proceed  with  their  applica- 
tion, but  if  they  had  done  so,  it  is  difficult  to  see 
how  the  Railway  Commissioners  could  have 
avoided  requiring  us  to  do  under  the  second 
application  what  they  had  required  us  to  do 
under  the  first,  and  must  have  gone  on  we  cannot 
tell  how  far,  because  the  London  and  North 
AYestern  Railway  Company  and  the  Midland 
Railway  Company  felt  themselves  bound  to  sup- 
port the  iron  ore  merchants  who  were  depen- 
dent upon  them,  otherwise  they  would  have  been 
excluded  from  the  market  altogether.  I give  that 
as  one  instance  of  the  difficulties  which  may  arise 
from  putting  into  the  hands  of  a tribunal  the  fixing 
of  rates. 

1267U.  Now  let  us  come  to  deal  with  the 
question  of  alleged  overcharges ; you  would 
wish  to  be  examined  on  that  point? — I would 
state  generally  that  the  calculations  in  the 
Board  of  Trade  Returns  are  simply  a comparison 
of  the  mileage  rate,  showing  the  difference  be- 
tween the  mileage  rate  and  the  gross  rate 
charged  ; of  course  the  difference  includes  cart- 
age in  the  case  of  the  five  carted  classes  ; and  it 
includes  the  terminal  charges,  which  we  claim 
the  right  on  the  part  of  the  companies  to  make, 
and  which  most  undoubtedly,  in  the  case  of  a 
great  many  companies,  they  have  a legal  right  to 
charge;  and  which,  as  I stated  on  Friday,  in  the 
other  cases  upon  an  equitable  construction  of  the 
clauses,  they  have  a right  to  charge.  Those  two 
items  in  all  the  lower  classes  cover  the  whole  of 
the  alleged  overcharges.  In  the  case  of  the 
higher  classes,  it  must  be  taken  into  consi- 

0.54. 


— continued. 

deration  that  fragile  goods  cannot  be  handled 
or  dealt  with  at  the  same  rate  as  the  lower 
classes. 

12671.  In  your  opinion,  therefore,  these  cases 
of  alleged  overcharge  rest  upon  a mistaken 
notion  as  to  the  right  of  companies  to  charge  for 
terminal  services? — Quite  so.  Assuming,  how- 
ever, that  such  charges  are  properly  made,  and 
that  they  must  be  made  either  by  the  companies 
or  by  the  carriers,  the  general  complaint  as  to 
overchar i>ing  must  be  modified  or  abandoned  if 
and  when  the  changes  made  can  be  shown  to  be 
reasonable. 

12672.  I suppose  the  cost  of  tenninal  services 
varies  according  to  circumstances  ? — The  cost  of 
terminal  services  which  I have  given  is  an  average 
charge. 

12673.  And  I suppose  the  natui’e  of  the  goods 
materially  affects  the  cost  of  terminals? — It  will 
be  manifest  that  the  cost  of  terminal  services, 
such  as  loading,  unloading,  and  cartage  must 
vary  according  to  place  and  circumstances.  The 
Committee  will  also  be  aware  that  by  the  very 
nature  of  the  goods  grouped  in  the  different 
classes  the  terminal  expenses  and  the  cartage 
must  vary. 

12674.  Will  you  give  us  some  examples  of  this? 
— Take  a ton  of  pig  iron,  the  cost  of  handling  which 
■would  be  less  than  a ton  of  loaf  sugar,  and  very 
considerably  less  than  that  of  pier  glasses,  boxes 
of  hats,  and  similar  fragile  and  bulky  articles. 
AA^ith  respect  to  the  cost  of  cartage,  which  varies 
according  to  class,  it  is  obvious  that  a consign- 
ment of  tallow  in  casks  can  be  carted  at  a cheaper 
rate  than  a number  of  small  consignments  of 
drapery  for  different  consignees.  In  the  former 
case  the  whole  vanload  would,  as  a rule,  be  for 
one  firm  ; in  the  other  case,  the  load  would  consist 
of  consignments  for  various  persons  at  some  dis- 
tances apart,  the  time  occupied  in  the  delivery  in 
the  one  case  being  probably  twice  and  three 
times  as  much  as  in  the  other.  Then  again,  there 
is  also  the  question  of  risk  to  be  considered, 
which  would  affect  the  cartage,  as  well  as  the 
other  charges. 

12675.  Have  you  found  that,  assuming  the 
charges  for  terminal  services  may  be  varied,  there 
are  many  instances  of  overcharge  by  the  Great 
AYestern  Company  ? — Assuming  that  railway  com- 
panies are  entitled  to  charge  for  terminal  accom- 
modation and  services  in  the  same  way  as  carriers 
would  if  railway  companies  were  not  carriers, 
the  instances,  as  shown  by  the  list  produced  by 
the  Board  of  Trade  in  which  the  Great  AYestern 
Company  chai’ge  in  excess  of  their  powers,  are 
comparatively  few.  Then  I would  wish  ^larticu- 
larly  to  draw  the  attention  of  the  Committee  to 
the  following  figures,  which  are  an  analysis  of 
a week’s  traffic  at  90  stations  on  the  Great 
AYestern  Railway,  and  that  table  will  show  you 
the  per-centage  of  traffic  of  each  class ; it  is  upon 
the  4th  and  5th  class  rates  that  the  alleged  over- 
charges are  made,  and  you  will  observe  that  even 
supposing  it  could  be  shown  that  there  were  any 
overcharges,  it  is  upon  a perfect  trifle  of  the 
traffic. 

12676.  It  is  a very  small  proportion,  under 
4 F 4 2 per 
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'2  per  cent.,  is  it  not? — Yes,  the  figures  ai’e 
these. 


Mineral  Class  - 

- Sa-.SO  per  cent. 

Special 

- 23-GO 

First 

- 7-90 

Sccoiid 

- 4-93 

Third 

- - - 2-55 

Fourth 

- 1-17 

Fiftli 

•44 

5) 

Empties  - 

•88 

Exceptional 

•14 

Mr.  Monk. 

12677.  It  might  be  a mere  trifle  to  the  rail- 
way companies,  but  it  would  not  be  a trifle  to 
the  traders?— I would  venture  to  put  it  the 
other  way ; that  it  would  be  a much  smaller 
trifle  to  the  respective  traders  than  it  would  be  to 
the  company. 

Chairman. 

12G78.  There  are  certain  allegations  as  to 
overcharges  upon  milk  traffic.  Have  you  con- 
sidered Mr.  Hunter’s  evidence  on  that  point? — 
Mr.  Hunter  in  giving  evidence  has  made  calcu- 
lations as  to  the  rates  for  conveyance  of  milk, 
basing  them  upon  the  rates  for  the  conveyance  of 
goods  by  goods  trains.  He  has  assumed  either 
tliat  tlie  railway  companies  are  bound  to  charge 
goods  rates  by  passenger  trains,  or  his  evidence 
on  the  subject  appears  to  have  no  point. 

12679.  You  say  then  that  Mr.  Hunter’s  calcu- 
lations are  wrong,  as  they  are  based  on  the 
assumption  that  companies  are  bound  to  charge 
goods  rates  by  passenger  trains.  Is  this  not  the 
case  ? — Most  railway  companies  have  clauses  in 
their  Acts  empowering  special  charges  for  traffic, 
such  as  milk,  meat,  fish,  or  other  articles  carried 
by  passenger  trains. 

12680.  Have  the  Great  Western  Company 
any  special  clauses  as  to  milk  and  other  similar 
traffic,  and  if  so  will  you  state  what  that  clause 
is? — Yes;  the  Great  Western  Company  have  a 
clause  bearing  on  the  subject;  it  is  in  the  Great 
Western  Act,  1847,  10  & 11  Viet.  c.  226-55,  and 
is  as  follows : “ Provided  always,  and  be  it 
enacted,  that  nothing  herein  contained  shall  be 
held  to  prevent  the  said  company  from  taking  any 
increased  charge  over  and  above  the  charges 
hereinbefore  limited  for  the  conveyance  of  goods 
of  any  description,  by  agreement  with  the  owners 
of  or  persons  in  charge  of  such  goods,  either  in 
respect  of  the  conveyance  thereof  by  passenger 
or  other  trains,  or  by  reason  of  any  other  sjjecial 
services  perfoi-med  by  the  said  company  in  rela- 
tion thereto.” 

12681.  Under  that  clause  you  say  that  the 
Great  Western  Company  are  entitled  to  charge 
special  rates,  and  to  make  any  conditions  they 
like  as  to  the  carriage  of  milk  by  passenger 
trains  ? — Yes,  the  Great  Western  Company  give 
notice  at  what  rates  and  on  what  conditions  they 
carry  milk. 

12682.  What  do  these  special  rates  Include  ? — 
They  include  loading  and  unloading,  and  the  con- 
veyance frequently  involves  trucks  being  sent  by- 
passenger  train  without  being  I’ully  loaded,  and 
special  exertions  have  always  to  be  made  to  afford 
facilities  to  load  and  unload  the  empty  cans, 
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so  as  to  prevent  detention  of  the  passenger 
trains. 

12683.  Would  the  Great  Western  Company 
prefer  to  carry  the  milk  by  goods  trains  at  a 
lower  rate  ? — If  it  were  possible  they  would  much 
prefer  that  no  milk  should  be  sent  by  passenger 
train. 

12684.  Have  the  Great  Western  Company 
ever  tried  sending  milk  by  goods  train  ? — They 
have  often  desired  to  try  and  arrange  for  a special 
train  to  be  run  for  the  conveyance  of  milk,  horses, 
carriages,  &c. ; but  as  the  milk  comes  from  such 
a variety  of  places,  from  such  long  distances,  and 
in  such  variable,  and  even  insufficient,  quantities, 
it  would  not  justify  the  company  running  such 
special  trains.  If  milk  were  to  be  sent  by 
ordinary  goods  trains  at  lower  rates  than  are  now 
in  force,  it  would  be  more  profitable  and  much 
moi'e  convenient  to  the  companies. 

12685.  In  effect,  then,  it  is  for  the  interests  of 
the  farmers,  and,  therefore,  of  the  public,  for  milk 
to  go  by  passenger  trains,  although  the  interest  of 
the  companies  would  be  to  carry  it  by  goods 
trains  ? — Precisely  so. 

12686.  Taking  the  views  as  expressed  by  Mr. 
Hunter,  what,  in  your  opinion,  w'ould  be  the 
effect  upon  the  farmers  and  consumers  if  the  com- 
panies acted  upon  them  ? — The  views  which  Mr. 
Hunter  expressed,  if  put  into  practice,  wmuld 
make  it  rather  to  the  interest  of  the  railway 
companies  to  exclude  milk  from  jiassenger  trains, 
and  this  would  put  not  only  the  farmers  but  the 
consumers  also  at  a great  disadvantage. 

12687.  You  say  that  Mr.  Hunter  in  his  table 
has  assumed  that  goods  rates  only  can  be  charged 
for  milk  even  though  carried  by  passenger  trains 
has  he  allow^ed  anything  for  the  loading  and  un- 
loading which  is  performed  by  the  company  ? — 
In  the  table  w’hich  Mr.  Hunter  has  put  in,  he  has, 
as  before  stated,  not  only  assumed  the  goods  rates 
to  be  chargeable  in  respect  of  milk  carried  by 
passenger  trains,  but  in  tliis,  as  in  other  cases,  he 
has  not  allowed  anything  for  tlie  service  of  load- 
ing and  unloading  performed  by  the  company. 

12688.  Is  Mr.  Hunter  correct  in  saying  that 
comjianies  make  it  a special  condition  that  senders 
and  consignees  should  assist  in  the  loading  and 
unloading? — Mr.  Hunter  says  that  railway  com- 
panies make  it  a special  condition  that  senders 
and  consignees  should  assist  in  the  loading  and 
unloading.  The  Great  Western  Company  do 
not  make  this  condition,  but  I consider  it  reason- 
able that  they  should  do  so  in  the  interest  of  the 
senders  and  consignees  themselves. 

12689.  What  have  you  to  say  as  to  Mr. 
Hunter’s  complaint  as  to  the  minimum  charge 
for  short  distances  ? — Apart  from  the  reasonable- 
ness of  such  charges,  it  may  be  explained  that  as 
a fact  very  little  milk  traffic  is  conveyed  by  rail- 
way for  short  distances,  inasmuch  as  farmers 
themselves  can  in  some  cases  deliver  it  much 
more  conveniently  than  if  it  w-ere  sent  by  rail. 

12690.  As  you  understand  it  then,  Mr. 
Hunter’s  complaint  is  that  farmers  living  neai-er 
towns  are  prejudiced  by  the  milk  from  long  dis- 
tances being  curried  at  low  rates  ? — As  far  as  I 
understand  Mr.  Hunter’s  view,  it  really  amounts 
to  a comifiaint  that  milk  traffic  for  long  distances 
is  carried  at  low  rates,  and  that  competition  is 
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broufTht  about  to  the  disadvantage  of  farmers  re- 
siding  nearer  to  towns  or  to  the  metropolis. 

12691.  What,  in  your  opinion,  would  really  be 
the  effect  of  charging  higher  rates  for  long  dis- 
tances ? — Milk  is  an  article  that  will  fetch  a cer- 
tain price,  and  no  farmers  living  nearer  towns 
Avould  sell  their  milk  at  a lower  price,  however 
low  the  rate  at  which  it  might  be  carried  ; whereas 
higher  proportionate  rates  for  long  distances 
would  tend  to  exclude  all  the  distant  milk,  or 
very  much  reduce  the  quantity  supplied.  It  is 
therefore  to  the  interest  of  the  consumers  as  well 
as  to  the  distant  farmers  that  the  course  adopted 
by  the  railway  companies  should  be  continued. 

12692.  What  is  the  scale  for  milk  traffic  in 
force  upon  the  Great  Western  Railway? — The 
scale  which  has  been  in  force  on  the  Great 
Western  Railway  for  the  last  few  years  for  the 
conveyance  of  milk  to  the  metropolis  has  really 
been  experimental,  and  prepared  with  a view  to 
seeing  how  for  a large  trade  can  be  developed. 

12693.  Can  you  give  the  Committee  any  figures 
to  prove  whether  or  not  that  scale  has  been  a 
successful  one  ? — The  quantity  of  milk  carried 
into  London  by  the  Great  Western  Company  in 
the  year  1865  was  520,668  gallons;  in  1876  it 
had  increased  to  2,624,373  gallons;  and  in  1880 
it  amounted  to  5,071,164  gallons. 

12694.  What  then  is  the  conclusion  you  arrive 
at  as  to  the  practice  of  companies  in  milk  traffic, 
and  as  to  the  objection  raised  by  Mr.  Hunter 
thereto  ? — I cannot  imagine  anything  much  less 
in  the  interest  of  the  consumers,  or  the  great 
body  of  the  farmers,  than  the  objection  raised  by 
Mr.  Hunter  to  the  practice  which  has  been 
adopted,  inasmuch  as  if  his  views  were  put  into 
practice,  it  would  naturally  result  in  giving  a 
monopoly  to  a few,  and  would  practically  reduce 
the  supply  to  the  consumers. 

12695.  You  say  that  you  disagree  with  Mr. 
Hunter’s  view  as  to  there  having  been  any  over- 
charge by  the  companies? — I entirely  disagree 
with  the  view  expressed  by  him  that  there  has 
been  any  overcharge  made  by  the  company  at  all. 

12696.  Will  you  go  as  far  as  to  say,  that  in  any 
cases  the  charges  made  by  them  are  not  enough, 
and  why  not? — I am  clearly  of  opinion  that  the 
charges  are  in  some  cases  too  little  for  the  ser- 
vices performed,  considering  the  irregular  quan- 
tities carried,  and  the  difficulty  in  carrying  it. 
Now,  I may  say  generally,  with  reference  to 
this  milk  question,  that  I fail  to  see  the  object  of 
bringing  that  before  the  Committee,  unless  it  was 
to  show  that  we  were  overcharging.  I venture 
to  assert,  that  we  are  doing  very  cheaply  what  is 
very  difficult,  and  what  is  sometimes  regarded  as 
objectionable,  viz.,  bringing  the  milk  by  our  pas- 
senger trains. 

Mr.  Barclay. 

12697.  Do  you  say  that  Mr.  Hunter  stated 
that  you  were  overcharging  ? — I said  I did  not 
see  what  was  the  object  of  his  evidence,  unless  it 
Avas  to  show  that. 

12698.  You  do  not  say  that  Mr.  Hunter  was 
accusing  the  raibvay  companies  of  overcharging  ? 
— I do  not  say  that ; and  I think  both  consumer 
and  producer  should  be  delighted  with  what  the 
railway  companies  are  doino-. 
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12699.  But  you  say  that  Mr.  Hunter  in  giving 
evidence  has  made  calculations  as  to  the  rates  for 
eonveyance  of  milk,  basing  them  upon  the  rates 
for  the  conveyance  of  goods  by  goods’  trains? — 
I think  I can  give  you  reference  to  his  evidence 
in  whiclq  he  did  so,  as  a matter  of  fact ; I will 
deal  with  that  point  subsequently. 

Chairman. 

12700.  What  do  you  wish  to  say  to  the  Com- 
mittee about  the  decline  of  the  pig  iron  ti’ade  in 
South  Staffordshire,  and  with  reference  to  the 
rates  for  the  carriage  of  pig  iron  ? — A Avitness, 
Mr.  Hickman,  in  answer  to  question  4567,  attri- 
butes the  falling  off  to  the  iron  stone  having  been 
Avmrked  out  to  a very  great  extent,  to  the  opera- 
tion of  the  Mines  Regulation  Act,  and  the  limi- 
tations as  regards  young  persons,  and  the  hours 
of  Avorking.  Further,  in  ansAver  4585,  he  admits 
that  the  discovery  of  a ncAV  producing  iron  dis- 
trict, the  Cleveland  Field,  has  led  to  the  dimin- 
ished trade  in  South  Staffordshire.  Again,  in 
ansAver  4656,  the  same  Avitness  says  that  before 
the  days  of  raihvays.  South  Staffordshire  had  the 
market  Avith  canals  altogether  to  themselves. 
Other  younger  producing  districts  Avith  the  local 
advantages  of  plentiful  supplies  of  the  raAv  mate- 
tial  have  competed  Avith  South  Staffordshire  in 
the  production  of  pig  iron.  In  the  year  1852 
there  Avere  in  Yorkshire  and  Derbyshire  35 
furnaces  in  blast,  and  154  in  the  year  1880,  or  an 
increase  of  119.  In  Lancashire  and  Cumberland, 
taking  the  same  periods,  the  number  increased  by 
93.  In  other  districts  the  increase  has  been  47, 
Avhilst,  on  the  contrary,  in  the  other  older  Welsh 
districts  there  has  been  in  common  Avith  South 
Slaftbrdshire  a falling  off  of  75  furnaces  in  blast. 
In  addition  to  this  there  has  been  a very  largely 
increased  production  in  the  United  States  of 
fi'om  1,916,611  in  1869,  to  4,295,414  tons  in 
1880,  besides  a considerable  increase  in  the  pro- 
duction of  Germany  and  France.  It  is  obvious, 
therefore,  that  in  addition  to  the  reasons  above 
admitted  by  Mr.  Hickman  the  increase  of  the 
supply  in  other  and  more  favoured  districts 
has  lessened  the  demand  upon  South  Stafford- 
shire. On  the  other  hand,  Mr.  Hickman, 
admits,  in  his  reply  4583,  that  the  capacity  of  the 
furnaces  has  increased  by  about  50  per  cent.  I 
Avould  say  Avith  regard  to  that,  that  although  the 
competition  of  other  districts  has  very  seriously 
affected  South  Staffordshire,  yet  a large  portion 
of  the  present  make  in  that  district  could  not 
have  been  manufactured  if  it  had  not  been  for  the 
railways.  The  importation  of  iron  ore  into  South 
Staffordshire  at  very  Ioav  rates  is  the  only  thing 
Avhich  to  a very  large  extent  keeps  South  Stafford- 
shire going  as  it  is  ; it  is  a small  iron-producing 
district  compared  Avith  Avhat  it  Avas  formerly. 
There  is  no  comparison  between  the  position  of 
South  Staffordshire  as  an  iron-producing  district 
of  to-day  Avith  Avhat  it  was  30  years  ago.  With 
regard  to  the  rates,  as  far  as  I can  see  there  are 
no  cases  of  overcharge. 

12701.  Pig  iron  comes  into  South  Staffordshire 
from  Shropshire,  Lancashire,  Derbyshire,  Cleve- 
land, and  other  iron-producing  districts,  docs  it 
not  ? — Yes,  this  shoAVS  that  Birmingham  and 
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South  Staffordshire  generally  are  not  altogether 
dependent  upon  locally-produced  pig  iron,  and 
Mr.  Hickman’s  evidence  should  be  taken  as  that 
of  a gentleman  suffering  from  the  competition  of 
other  districts,  which  operates  to  the  advantage 
of  the  manufacturers  of  the  various  products  of 
pig  iron.  On  the  whole,  he  should  he  regarded 
as  a producer  of  pig  iron  only,  and  not  as  repre- 
senting the  entire  iron  trade  of  the  district.  Of 
course,  Mr.  Hickman  is  an  ironmaster;  hut  pig 
iron  is  now  imported  into  South  Staffordshire  from 
all  districts  in  the  country  for  manufacture  at 
very  low  rates. 

12702.  The  Great  Western  Company  are  not 
willing  to  take  a lower  rate  than  9d.  on  coal  from 
Round  Oak  to  Dudley  for  Deepfields.  The 
distance,  as  I understand,  is  on  the  Great 
Western,  2 miles  49  chains,  and  on  the  London 
and  Rorth  Western,  4 miles  2 chains,  making 
a total  of  six  miles? — That  is  so. 

IMr.  Barclay. 

1270.3.  AYould  you  give  the  Committee  a re- 
ference to  the  Act? — It  is  the  Oxford,  Worcester, 
and  MYlverhampton  Act  of  1845. 

Chairman. 

12704.  Will  you  now  proceed  with  your  re- 
marks ? — The  rate  for  coal  in  owners’  waggons 
from  Round  Oak  to  Dudley  is  9f/.,  and  not  10 d., 
per  ton,  and  this  is  for  a minimum  distance  of  six 
miles  at  Id.  per  ton  per  mile,  making  6 d.,  and 
3d.  added  for  terminals. 

12705.  What  do  you  say  as  to  Mr.  Hickman’s 
opinion,  that  a fair  maxiiuum  rate  for  haulage 
would  he  Id.  ])er  ton  per  mile?' — Mr.  Hickman 
seems  to  base  this  ojiinion  on  the  rate  for  iron  ore 
from  Northamptonshire  (Question  No.  4411), 
which,  in  Answer  No.  4570,  he  admits  to  be  an 
exceedingly  low  rate.  Afterwards  he  denies  this  ; 
hut  in  No.  453G  he  explains  that  he  intends  the 
5 d.  per  mile  for  haulage  to  include  the  tolls  for 
the  railway.  Dealing  with  the  rate  for  coal  be- 
tween Round  Oak  and  Deepfields,  it  has  already 
been  explained  that  the  rate  from  Round  Oak  to 
Dudley  is  9d.,  and  not  10  d.,  pier  ton,  and  that 
this  is  for  a minimum  distance  of  six  miles,  in  lieu 
of  the  actual  distance  of  2 miles  and  49  chains. 
The  London  and  North  Western  part  of  the 
charge,  9 d.,  is  jiresumahly  within  their  piowers. 
This  makes  the  rate  throughout  1 s.  6 d.,  and  not 
1 5.  7 d.,  in  owner’s  waggons,  as  stated  by  Mr. 
Hickman.  In  estimating  the  total  maximum 
legal  charge  he  apipicars  to  have  ignored  the 
minimum  mileage  charge  apjilicahle  to  each  com- 
pany, and,  thcrclbre,  the  excess  of  charge  which 
he  pints  at  Is.  5od.,  falls  to  the  ground.  Inde- 
pendently of  this,  the  unfairness  of  pintting  7 1 d. 
per  ton  as  the  total  maximum  legal  charge  for 
toll,  locomotive  power,  terminal  and  junction  e.\- 
pienses,  as  compiarcd  with  Mr.  Hickman’s  own 
figure  of  6d.  pier  ton  for  the  waggons  only, 
is  so  manifest  as  not  to  call  for  comment.  The 
charge  of  Gd.  pier  waggon  does  not,  hoAvever, 
seem  unreasonable.  The  rate  for  piig  iron 
from  Decpifields  to  Brettel-lane,  2s.  lid.  pier 
ton,  is  correct ; it  is  quite  reasonable,  and 
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within  the  piowers  of  the  London  and  North 
Western  and  Great  AYestern  Companies.  From 
Dudley  to  Brettel-hme,  3 miles  and  70  chains, 
the  toll  is  as  for  6 miles  at  Q d.,  making  9 d., 
to  which  has  to  be  added  9 d.  for  terminal  services 
at  Brettel-hme,  including  the  service  of  unload- 
ing from  trucks  into  boats.  The  London  and 
North  AYestern  toll  is  as  for  G miles  at  1|  d.^^9  d., 
to  which  has  to  be  added  9 d.  per  ton  for  terminal 
allowance  at  the  forwarding  station,  making 
together  1 s.  6 d.,  and  the  Great  AA^estern  charge 
of  1 s.  ‘6  d.  added  to  that  of  the  London  and  North 
AA^estern  Company,  gives  3 s.,  or  1 d.  more  than 
the  rate  charged.  In  this  it  has  been  assumed 
that  the  compianles  have  the  right  to  an  allow- 
ance for  terminal  services.  This  dispioses  of  the 
other  alleged  excess  of  charge  of  Is.  9 d.,  in 
which  the  Great  AA^estern  Compiauy  are  con- 
cerned, and  on  which  alleged  overcharge  Mr. 
Hickman  founded  his  statement  as  to  the  effect 
on  the  cost  of  piroductiou.  The  cases  from  which 
the  witness  argued  that  | d.  pier  mile  would  be  a 
fair  maximum  rate,  were  those  of  ironstone  from 
Northampitonshire  to  Deepfields  (4411),  and  coal, 
Durham  to  London  (4412),  both  rates  charged 
under  exceptional  circumstances,  the  former  to 
pireserve  the  trade  of  South  Staffordshire 
(4670),  and  the  other  to  meet  the  competition 
by  sea. 

12706.  IIow  do  you  account  for  the  statement 
made  by  Mr.  Hingley  that  before  the  canals  in 
South  Staffordshire  came  into  the  hands  of  the 
railway  companies  the  rates  were  lower  than 
they  are  now  ? — Mr.  Hingley  cannot  be  speaking 
from  his  own  knowledge  ; it  must  be  from  in- 
formation given  to  him  that  before  there  were 
railways  the  ironmasters  had  their  iron  carried  at 
G s.  6 d.  pier  ton ; it  occurred  within  my  own 
knowledge  in  the  years  from  1849  to  1853,  and 
the  rates  he  referred  to  were  rates  in  competition 
betw’een  the  London  and  North  AA^estern  Com- 
piany,  the  Shrewsbury  and  Birmingham  Company, 
and  the  Shrewsbury  and  Chester  Company,  who 
were  then  completing  with  each  othei',  and  the 
canal  had  to  come  down  to  their  rates,  so  that  he 
is  taking  credit  for  a low  rate  being  given  by  the 
canals,  whereas  it  really  was  owing  to  the  com- 
petition between  the  railways. 

12707.  How  far  is  it  from  Dudley  to  Liver- 
piool  ? — Ninety  miles. 

12708.  It  would  not  piay  the  canal  carriers  to 
carry  iron  from  Dudley  to  Liverpiool  at  6 s.  Gd. 
per  ton,  would  it  1- — No;  if  it  would  the  canals  are 
open  to  the  ironmasters  to  do  it ; there  is  no  change 
upion  the  canals ; the  Shropishire  Union  Canal  is 
certainly  under  the  control  of  the  London  and 
North  AA'estern  Railway  Company,  but  as 
regards  the  other  canal  company,  they  would 
only  be  too  glad  to  get  the  traffic  off  the  rail- 
way. 

12709.  AAdiat  do  you  say  as  to  Mr.  Ilingley’s 
comparison  between  the  rates  from  Dudley  to 
London  and  Cardifl'  and  London,  and  from 
IMiddlesborough  to  Hull  and  Dudley  to  Hull, 
and  from  Middlesborough  to  Liverpiool  and 
AA'olverhainpiton  to  Liverpiool? — There,  of  course, 
Mr.  Hingley  is  compiaring  the  rates  from  an 
inland  pilace  to  London,  with  the  rate  from  a 
pilace  like  Middlesborough  to  London.  NA'hether 
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railways  carry  in  competition  with  the  sea  or  not, 
it  would  be  utterly  impossible  to  stop  an  iron- 
master at  Middlesborough  from  getting  his  iron  to 
London  at  low  rates  ; in  fact,  this  strikes  at  the 
root  of  the  question  as  to  whether  railway  com- 
panies are  to  compete  with  the  sea  or  not. 

12710.  Then  a remark  was  made  with  re- 
ference to  whether  South  Stalfordshire  was  better 
off  Avithout  railways  altogether  ; Avhat  Avould  you 
say  as  to  that  ?— I Avill  put  in  a table  of  rates 
between  London  and  Birmingham  and  between 
South  Staffordshire  and  Liverpool,  Avhich  pro- 
bably is  the  more  material  point,  in  1831,  1866, 
and  1880,  and  the  Committee  will  see  for  them- 
selves whether  the  districts  Avere  better  off  then 
in  the  hands  of  the  canal  than  noAv  Avlth  the 
raihvays  and  canals.  ( 7’Ae  Witness  handed  in 
the  'Cables,  vide  Ay-pendix.)  It  is  a fact, 
notorious  to  everyone,  that  unless  the  I’aihvays 
had  taken  into  South  Staff  irdshire  ironstone, 
limestone,  coke,  and  other  materials,  the  distriet 
Avould,  as  regards  its  iron  manufactur-e,  have  been 
placed  in  a very  serious  difficulty,  and  it  may  be 
doubted  Avhetlier  anyone  conversant  Avith  the  iron- 
making business . could  have  been  found  to  en- 
dorse Mr.  Hingley’s  statement.  The  introduc- 
tion by  raihvays  of  the  Northamptonshire  iron- 
stone especially,  consequent  on  the  supply  of  the 
local  ore  falling  short,  has  to  a great  extent  kept 
the  district  from  almost  total  extinction  as  regards 
its  iron  business. 

12711.  Your  next  point  is,  that  you  have  an 
ansAver  to  make  Avith  reference  to  the  complaint 
of  the  Royal  Agricultural  Society.  As  to  the 
carriage  of  brocoli  and  potatoes  from  Penzance  to 
London,  Avhat  are  the  rates  really  charged  ? — 
The  rates  on  both  articles  are  40  s.  per  ton,  in 
lots  of  one  ton  and  upAvavds,  Avhile  potatoes  are 
charged  45  s.,  and  brocoli  47  s.  6 d.  in  less  quan- 
tities. 

Mr.  Barclay. 

12712.  At  Avdiose  risk  are  they  carried? — At 
our  risk. 

12713.  That  is  the  company’s  risk? — Yes. 

12714.  Why  is  the  carriage  of  brocoli  more 
expensive  than  that  of  potatoes? — Brocoli  is 
packed  in  crates,  and  is  of  a more  bulky  cha- 
racter than  potatoes  in  baskets;  hence  the  dif- 
ference in  rate  for  quantities  of  less  than  a ton  is 
amply  justified  by  the  difference  in  the  character 
of  the  traffic ; it  is  in  any  case  a long  Avay  beloAV 
our  maximum  rates  ; it  is  an  article  sold  at  a very 
high  price  early  iii  the  spring ; it  brings  a high 
price  in  London,  Birmingham,  Manchester,  and 
other  tOAvns  ; it  is  a traffic  Ave  have  been  exceed- 
ingly anxious  to  develope,  and  have  given  very 
moderate  rates  for  its  conveyance  ; it  is  always 
carried  by  special  trains  all  the  way  to  London 
or  Bristol, 

Lord  Randolph  Churchill. 

12715.  I see  there  is  a direct  conflict  of  evi- 
dence between  the  rates  which  the  Royal  Agri- 
cultural Society  put  forAvard  and  those  you 
state? — It  is  an  error  on  their  part. 

Mr.  Barclay. 

12716.  Is  this  the  rate  for  quantities  under  a 
0.54. 
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ton  ? —It  is  a general  rate  for  any  quantity  over 
500  lbs.  and  not  exceeding  one  ton. 

12717.  And  carried  at  company’s  risk? — Yes. 

12718.  Ai’e  you  quite  sure  of  that? — I am. 

Chairman. 

12719.  You  have  something  to  say  Avith  re- 
ference to  the  charge  on  articles  from  Jersey  and 
Cherbourg  to  London  ? — With  regard  to  brocoli 
and  potatoes  from  Jersey  or  Cherbourg  to  Lou- 
don, the  rate  for  brocoli  is  2 s.  6 J.  per  ton  liigher 
than  for  ])otatoes,  OAving  to  the  same  circum- 
stance. The  distance  from  Cherbourg  to  London 
via  Weymouth,  is  about  230  miles  {via  South- 
ampton, about  180  miles),  as  against  328  miles 
from  Penzance;  and  the  rates,  therefore,  bear 
favourable  comparison  with  each  other.  I under- 
stood the  argument  to  be,  that  we  Avere  charging 
too  high  rates  from  Penzance  to  London,  as  com- 
pared Avith  from  Cherbourg  and  Jersey  ; of 
course  the  cost  of  conveyance  by  steamer  to 
Southampton  is  very  much  loAver  ihau  the  same 
distance  Avould  be  by  railway. 

Mr.  Barclay. 

12720.  Is  that  carried  at  the  company’s  risk,  or 
the  trader’s? — I am  not  sure,  AAuth  reference  to 
Jersey  or  Cherbourg  ; then  also,  I should  like  to 
add,  that  there  is  direct  sea  communication  be- 
tween Cherbourg  and  Jersey  and  London  in  the 
vegetable  season  ; and  the  rates  by  the  combined 
sea  and  rail  route  are,  therefore,  controlled  by 
this  circumstance.  Tlie  rate  for  brocoli  from 
Jersey  and  Clierbourg  is  shoAvn  to  be  35  s.,  but 
is  really  32  s,  6 d.  per  ton,  I think,  taking  into 
consideration  the  328  miles  Rom  Penzance,  as 
against  the  180  miles  via  Southampton  by  sea, 
Avhich  fixes  the  rates,  the  rates  from  Penzance 
are  exceedingly  moderate. 

Chairman. 

12721.  The  statement  has  been  made  before 
this  Committee,  that  persons  are  unAvilling  to 
come  and  give  evidence  before  them ; Avhat  do 
you  say  Avlth  reference  to  that  ? — I heard  that 
statement  made  in  this  room,  and  I heard  it  Avith 
very  great  surprise.  Upon  hearing  it  I caused 
a circular  to  be  addressed  to  each  g-oods  manag-er  in 
our  several  districts  to  ascertain  Avhat,  if  any. 
grounds  there  Avere  for  such  a remark.  They  all 
Avithout  e.\ception  state  that  there  is  not  the  slight- 
est foundation  for  such  an  assertion  ; speaking  for 
myself;  I may  say  that  I knoAV  no  grounds  for  it  ; 
further,  I hold,  on  the  contrary,  a very  strong  vicAV 
indeed,  that  it  would  be  very  much  to  the  in- 
terests of  raihvay  companies  that  every  trader  or 
every  person  avIio  Avould  give  evidence  should  be 
heard.  I am  perfectly  satisfied  the  Committee 
Avould  then  have  found  that  a great  deal  of  the 
complaints  which  the  traders  make,  is  really  that 
they  do  not  get  preferences  for  themselves  as 
against  other  districts  ; in  fact  the  AAutnesses  from 
one  district  as  a rule  Avould  ansAver  the  witnesses 
from  another  district ; shoAving  that  it  is  quite 
impossible  for  railAvay  companies  to  satisfy  them 
all.  I consider  it  is  a misfortune  for  the  raihvay 
companies  that  the  evidence  of  the  traders  has  had 
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to  be  limited  at  all.  Further  than  that,  I think 
it  would  he  ■very  advantageous  if  the  witnesses 
who  did  not  volunteer  their  evidence  had  been 
desired  to  come  tip ; that  is  to  say,  people  who 
would  have  been  re])resentative  of  the  trade  of 
the  country  ; 1 do  not  mean  to  say  that  you  have 
not  had  some  of  such  representative  evidence 
before  you,  hut  you  have  not  had  evidence  from 
anything  like  a tithe  of  those  who  are  carrying 
on  the  trade  of  the  country,  and  whom  you  would 
find  perfectly  satisfied  with  the  present  system, 
excepjt  that  they  would  all  like  to  have  lower 
rates ; every  trader  would  of  course  like  lower 
rates. 

12722.  The  Committee  would  have  had  to  sit 
ten  Sessions  to  hear  such  evidence  as  you 
suggest? — No  doubt  that  might  have  been  so, 
hiit  on  the  other  hand  it  is  very  desirable  with 
regard  to  the  raihvay  com])anies  that  the  diffi- 
culties they  have  to  contend  with,  and  the  facts 
Avith  regard  to  the  mode  of  charging  by  the  rail- 
way companies  should  be  understood,  especially 
if  there  is  any  chance  of  legislation  based  upon 
the  evidence  which  has  been  given  before  the 
Committee. 

Sir  Baldwyn  Leighton. 

12723.  The  very  gist  of  the  evidence  before  the 
Committee  Avas  the  differential  rate  ? — If  that  is 
the  only  charge  against  the  railway  companies,  then 
I Avould  venture  to  say  that  Ave  have  acted  upon 
the  special  authority,  indeed  instructions,  of  Parlia- 
ment, and  that  Ave  liaA^e  not  made  these  differen- 
tial rates  merely  at  the  Avhim  and  fancy  of  the 
railway  company,  but  that  Ave  have  obeyed  the 
desire  of  the  public.  It  is  they  Avho  come  and 
ask  us  to  make  a differential  rate  ; the  raihvay 
comjiany  does  not  go  and  propose  it  itself.  A 
trader  goes  to  the  company  and  says,  “ I can  do 
a certain  business  if  you  can  make  a certain  rate, 
but  I have  competition  to  meet  by  Avater  or  from 
a district  elsewhere,  Avhich  I cannot  meet  if  you 
do  not  make  me  a special  rate.” 

Chairman. 

12724.  Noav  I Avill  ask  you  Avith  regard  to 
Mr.  Foi’Avood’s  evidence.  What  do  you  infer 
from  that  Avith  regard  to  raihvay  companies 
OAvning  docks  ? — As  far  as  the  Great  W'^estei'ii 
Company  are  concerned,  they  have  a fcAv  docks. 

Lord  JRandoIph  Churchill. 

12725.  Where  are  they  situated  ? — Plymouth 
is  the  principal  one,  but  they  have  other  small 
docks.  I may  state  generally  that  I bave  not 
found  the  directors  of  the  Great  Western  Com- 
pany desirous  of  possessing  docks,  but  the  public 
are  exceedingly  anxious  to  induce  the  raihvay 
companies  to  construct  them  ; Avithin  three  Aveeks 
Ave  have  had  an  apidication  from  one  of  the  largest 
. towns  upon  our  system  for  the  directors  to  pur- 
chase an  important  dock  and  improve  it,  and 
they  said  that  if  avc  did  it,  it  Avould  more  than 
double  the  trade  of  the  port.  The  directors  at 
the  time  declined  the  suggestion,  thinking  that 
the  local  peojile  should  do  it  themselves;  butAvhat- 
cver  other  companies  may  do,  I may  say  distinctly 


Lord  Randolph  Churchill — continued, 
that  the  directors  of  the  Great  Western  Kail- 
way  Comj)any  are  not  at  all  desirous  of  possess- 
ing docks. 

Mr.  JSIonk. 

12726.  Will  you  state  to  the  Committee  what 
docks  the  Great  Western  Company  possess? — I 
have  said  that  they  have  docks  at  Plymouth  ; 
they  have  one  at  Llanelly  and  one  at  Briton- 
ferry ; those  are  probably  the  three  most  im- 
portant docks  that  Ave  have.  We  have  a port  at 
Saltney,  near  Chester,  on  the  Dee  ; Ave  have  also 
one  atBulloPill,  near  Lydney,  in  Gloucestershire, 
and  also  the  dock  at  PorthcaAvl,  Avhich  belonged 
to  the  Llynvi  and  Ogmore  Raihvay  Company. 

Mr.  Caine, 

12727.  You  have  nothing  at  Bristol,  have  you, 
at  Avonmouth? — We  are  not  the  jiossessors  of 
any  docks  there  ; Ave  have  a Avharf  upon  the  tioat 
at  Bristol. 

Chairman. 

12728.  Would  you  for  the  Great  Western 
Company  be  glad  if  the  Legislature  forbade  you 
taking  docks  so  as  to  relieve  you  from  the  pres- 
sure of  peojile  having  docks  asking  the  railway 
company  to  take  them  over  ? — I think  it  would 
be  scarcely  desirable  to  carry  the  objection  so 
far,  because,  although  speaking  for  the  Great 
Western  Company,  they  have  not  desired  to 
possess  doeks,  still  they  have  inA’ested  money  in 
these  docks  and  Avharves  for  the  mutual  benefit 
of  themselves  and  the  public. 

12729.  I am  speaking  of  the  future  rather  than 
of  the  past  ? — I think  every  case  should  stand 
upon  its  OAvn  merits. 

Lord  Randolph  Churchill. 

12730.  I suppose  the  Great  Western  Eaihvay 
Company  have  never  been  asked  to  take  over 
docks  Avhich  have  been  paying  concerns;  those 
they  liaA-e  been  asked  to  take  over  have  not  been 
paying  ones  ? — The  one  I spoke  of  is  not  a pay- 
ing dock,  but  the  people  object  to  the  expen- 
diture of  the  capital  Avhich  ought  to  be  made  to 
make  the  dock  efficient. 

Chairman. 

12731.  I believe  you  aaIsIi  to  lay  before  the 
Committee  the  particulars  of  the  dispute  between 
the  Neston  Colliery  Company  and  the  Birken- 
head Raihvay  Company  ; Avill  you  describe  the 
position  of  the  colliery  ? — The  Neston  Colliery  is 
situate  at  the  end  of  the  Parkgate  branch,  and 
about  three  quarters  of  a mile  from  the  Parkgate 
Station  on  the  Birkenhead  Railway. 

12732.  Under  what  circumstances  was  the 
Parkgate  branch  constructed  ? — The  branch  line 
Avas  constructed  by  the  joint  comjianies,  the 
London  and  North  Western  and  the  Great 
Western,  for  the  accommodation  of  the  Earl  of 
ShrcAvsbury,  under  an  obligation  entered  into  by 
agreements  dated  26th  May  1862  and  23rd  July 
1867,  in  the  purchase  of  the  land  required  to  be 
taken  from  the  Earl  for  the  construction  of  the 
line,  and  in  consideration  of  tb.e  AvithdraAval  of 
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Chairman  — continued. 

opposition  to  the  Bill  for  the  promotion  of  the 
Parkgate  Branch  Railway. 

12733.  When  was  the  Neston  Colliery  opened? 
— About  March  1875  ; but  very  little  coal  was 
got,  and  the  pits  had  to  be  sunk  deeper.  The 
traffic  was  therefore  mainly  “ inwards,”  prin- 
cipally pitwood  and  materials  I’equired  in  sinking 
the  pits,  and  it  was  not  until  1878  that  any  con- 
sidei’able  quantity  of  coal  was  raised. 

12734.  Has  the  colliery  company  ever  pro- 
posed to  lease  the  whole  or  any  part  of  the  Park- 
gate  branch?— The  colliery  company  undertook 
in  December  1876  to  pay  a rent  of  50/.  a year 
for  a portion  of  the  branch  line,  at  the  extreme 
end,  which  they  desired  to  use  exclusively  for 
colliery  purposes. 

J2735.  Has  this  agreement  ever  been  com- 
pleted ; has  any  rent  been  paid  ? — Considerable 
delay  subsequently  occurred  on  the  part  of  the 
colliex’y  company  in  settling  the  terms  of  the 
aijreement,  and  when  this  v/as  done,  in  IMarch 
1879,  the  secretary  of  the  colliery  company  asked 
that  the  rent  might  commence  from  March  1878 
instead  of  from  March  1877  ; and,  subsequently 
writing  on  21st  August  1879,  the  colliery  com- 
pany asked  that  the  rent  might  not  begin  until 
1st  July  1879,  on  the  ground  that  the  collieries 
were  flooded  shortly  after  the  requisite  sidings 
had  been  put  in,  and  that  no  considei’able  traffic 
had  been  sent  out  until  July  1879.  In  the 
meantime  the  sidings  had  been  laid  down,  and 
the  land  set  apart  and  used  exclusively  for 
colliery  purposes,  but  the  agreement  has  not  yet 
been  executed,  and  no  rent  has  ever  been  paid, 
and  200  /.  was  due  on  31st  December  last. 

12736.  Who  has  worked  the  traffic  of  the 
Neston  Colliery  ? — The  traffic  of  the  colliery  is, 
and  always  has  been,  worked  by  the  railway  com- 
panies, though  there  was  no  engagement  to  the 
Earl  of  Shrewsbury  to  do  so  ; a charge  for  work- 
ing the  branch  over  and  above  the  rate  being 
made. 

12737.  What  charge  do  the  companies  make 
for  working  the  branch  ? — At  first  the  charge 
was  2 s.  per  waggon  in  and  out,  but,  at  the 
request  of  the  colliery  company,  the  charge  was 
reduced  to  1 s.  per  loaded  waggon,  which  the 
colliery  company  themselves  consider  a fair 
charge  to  make,  as  they  estimated  it  would  cost 
them  the  same  amount  if  they  worked  the  branch 
themselves.  No  question,  therefore,  arises  on 
this  head.  Takino;  the  avera2:e  truck-load  as 
7 tons  10  cwt.,  this  would  represent  a charge  of 
about  \ld.  a,  ton. 

12738.  In  whose  trucks  is  the  traffic  carried; 
where  does  it  chiefly  go  to  ? — The  traffic  from 
the  colliery  is  carried  in  private  trucks,  and  goes 
chiefly  to  Neston,  a distance  of  three-quarters  of 
a mile,  and  Grange-lane,  Birkenhead,  10|-  miles 
distant;  from  the  colliery  the  distance  would, 
however,  be  about  one  mile  more. 

12739.  How  are  the  rates  charged  by  the  rail- 
way companies  made  up  ? — The  rates  charged  are 
made  up  in  the  usual  way,  viz.,  mileage  plus  ter- 
minal. 

12740.  Under  what  Act  are  the  rates  charged? 
— Under  a clause  in  the  Birkenhead,  Lancashire, 
and  Cheshire  Junction  Act,  1852. 

12741.  What  tolls  and  rates  are  authorised  by 
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that  Act? — Road  tolls,  1 d. ; carriage^  | d.  ; loco- 
motives, 1 d. ; maximum  charge,  1 d. ; and  mini- 
mum distance  six  miles. 

12742.  Now,  will  you  tell  us  what  the  dispute 
was  with  regard  to  the  companies’  charges  ? — The 
colliery  company  contended  that,  under  this 
clause,  the  railway  companies  are  entitled  to 
charge  1 d.  per  ton  per  mile  as  a maximum, 
without  terminals ; and,  further,  although  sub- 
sequently this  was  not  pressed,  that  as  they  find 
trucks,  they  are  entitled  to  a rebate  of  | <7.  per 
ton  per  mile  off  the  mileage  rate  of  1 d.,  and  they 
made  a deduction  from  the  companies’  accounts 
accordingly,  which  has  not  been  settled  up  to 
the  present  time. 

12743.  Then  the  colliery  company  contended 
that  the  maximum  charge  was  limited  to  1 d.  per 
ton  per  mile  without  terminals,  and  also  that 
they  were  entitled  to  a rebate  for  finding  their 
own  waggons? — Yes,  that  was  their  contention. 

12744.  When  Avas  this;  did  the  companies 
attempt  to  arrive  at  any  compromise  ? — On  the 
22nd  Januaiy  1880  a meeting  took  place  betAveen 
some  of  the  officers  of  the  railway  companies 
and  the  secretary  of  the  colliery  company,  Avhen 
certain  modified  rates  AA^ere  offered  to  the  colliery 
company,  Avho  refused  to  accept  them  and 
claimed  that  rates  based  on  1 d.  per  ton  should 
be  put  in  force.  The  offer  of  the  railway  com- 
panies not  having  been  accepted,  was  AvithdraAvn, 
and  the  original  rates  continued  to  be  charged. 

12745.  Did  any  further  negotiations  take 
place? — ^A  meeting  took  place  on  26th  June 
1880,  Avith  a vicAV  to  an  arrangement  Avhich  failed, 
and  it  Avas  then  intimated  to  the  Neston  Colliery 
Company  that  the  joint  companies  Avould  have  to 
decline  to  carry  their  coal. 

12746.  Then  did  the  companies  proceed  to  Issue 
the  notice  you  speak  of,  that  they  would  cease  to 
carry  the  Neston  Company’s  coal  ? — The  raihvay 
companies  having  thus  made  every  effort  to  effect 
a settlement  Avith  the  Neston  Colliery  Company, 
but  without  success,  issued  a notice  (In  July 
1880)  that  on  and  after  the  1st  of  September  of 
that  year  they  would  cease  to  be  common  carriers 
of  coal,  coke,  &c. 

12747.  VVIth  regard  to  the  Parkgate  Branch 
Raihvay,  who  do  you  say  are  the  actual  OAvners 
of  that?  — I he  London  and  North  Western 
Company  and  the  Great  Western  Company, 
jointly. 

Mr.  Barclay. 

12748.  Is  there  any  difference  betAveen  it  and 
any  other  part  of  the  line,  so  far  as  obligations 
to  the  public  are  concerned?  — I should  say 
certainly  ; it  is  a branch  put  in  under  an  agree- 
ment Aviih  the  landowner. 

12749.  By  virtue  of  an  Act  of  Parliament? — 
By  virtue  of  an  agreement  come  to  before  Parlia- 
ment. 

12750.  That  is  to  say,  you  hold  the  line  under 
an  Act  of  Parliament? — No  doubt;  but  there  is 
no  point  that  really  turns  upon  that.  I should 
Avish  to  say  to  the  Committee  that  it  is  not  a case 
that  it  is  Avorth  Avhile  taking  up  the  Committee’s 
time  upon  at  all,  and  that  the  effect  of  the 
proposal  of  the  Neston  Colliery  Avas,  that  if  Ave 
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had  agreed  to  their  views,  tliey  would  have  got 
us  to  carry  coal  for  about  five  or  six  miles  for  ,3  d. 
a ton.  That  would  have  been  the  result  of  their 
proj)Osal  to  us.  Of  course,  it  was  utterly  im- 
possible for  any  railway  company  to  carry  traffic 
at  Such  prices  as  that ; therefore,  we  were  either 
driven  to  exercise  the  powers  Parliament  gax’e 
us,  or  to  drift  into  litigation.  AVe  certainly 
desired  to  avoid  litigation  if  we  could,  and  they 
having  tlie  power  to  send  their  own  engines  over 
the  line,  after  the  notice  intimated  to  us  thiit 
they  would  do  it,  and  tliey  asked  me  if  we 
would  lend  them  an  engine  in  the  meantime 
until  they  got  one,  and  then  afterwards,  when 
they  had  the  offer  of  an  engine,  they  came  to 
terms. 

Sir  Daniel  Gooch. 

12751.  There  Is  a long  correspondence,  is  there 
not,  with  the  Board  of  Trade  about  the  Neston 
Colliery? — The  matter  was  brought  before  the 
Board  of  Trade  by  the  Neston  Colliery  Company, 
and  the  Board  of  d'rade  had  a correspondence 
with  the  Neston  Colliery  Company,  and  we  sent 
in  our  explanations. 

12752.  Are  you  putting  in  the  correspondence  ? 
— I did  not  propose  to  do  so,  but  I will  hand  it 
t<.>  the  Chairman  for  inspection. 

12723.  'I'he  Neston  Colliery  Company  owe  the 
London  and  North  Western  Company  money, 
do  they  not? — They  owe  us  both  money  ; they 
have  not  paid  it  yet. 

Mr.  Caine. 

12754.  Have  you  tried  to  make  them  ? — The 
matter  is  put  into  the  solicitors’  hands.  I may 
also  state  that  the  chairman  of  the  colliery  is  a 
Great  Western  Director,  and  quite  able  to  look 
after  himself. 

IMr.  Samuelso7i. 

12755.  You  gave  your  opinion  with  reference 
to  the  evidence  before  the  Committee  as  to  the 
Illinois  Railroad  Commission,  and  the  effect  of  it 
was  that  the  Western  railways  of  America  have 
been  largely  assisted  by  the  State,  and  that  they 
have  not  been  paying  good  dividends  ? — That 
is  so. 

12756.  And  then  you  inferred  from  that  that 
the  plan  of  fixing  rates  by  a consultative  com- 
mission was  not  answering?---!  merely  men- 
tioned first  of  all  that  the  railways  had  been 
assisted  by  the  grant  of  a very  large  amount  of 
land,  which  is  the  very  o])posite  of  the  way  in 
which  railway  companies  have  been  dealt  with 
in  England,  because  not  only  has  no  land  been 
given  to  them  here,  but  they  have  had  to  pay 
most  exorbitant  prices  for  it ; therefore  I 
say  there  is  the  very  greatest  possible  difference 
in  the  manner  in  which  the  I'ailway  companies 
have  been  dealt  with  in  the  two  countries. 
I do  not  say  because  they  have  been  granted 
the  land  that  they  are  not  ju’ofitable,  but  what  I 
])oint  out  is  the  simple  fact  that  they  are  not  pro- 
fitable, and  that  the  construction  of  railways  in 
certain  j)arts  of  America,  according  to  Poor,  has 
ceased  since  the  appointment  of  this  Railroad 
Commission,  which,  morcovei’,  is  not  consulta- 
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five  but  compulsory,  for  the  Commissioners  fix 
the  rates. 

12757.  Then  do  you  attribute  the  xvant  of 
success  of  the  railways  in  America  to  this  prac- 
tice of  fixing  the  rates  by  an  outside  body  ? — 
Certainly  not  entirely ; I only  mean  that  it  is 
scarcely  a case  in  point  to  hope  to  induce 
Parliament  to  adopt  a similar  system  in  Eng- 
land. 

12758.  Then  you  do  not  attribute  the  want  of 
success  of  the  American  railways  to  the  action  of 
the  Illinois  Railroad  Commission  ? — Not  entirely, 
although  it  is  the  case  that  the  Illinois  Railways 
have  not  been  so  prosperous  since  the  Commis- 
sion was  appointed  as  they  were  before. 

12759.  'When  you  say  that  the  construction  of 

raihvays  has  ceased  In  America ? — I did  not 

say  in  America;  I meant  only  in  the  State  of 
Illinois. 

12760.  Are  you  aw'are  that  railways  are  being 
constructed  in  America  at  the  rate  of  7,000  or 
8,000  miles  a year  ? — It  was  the  case  of  Illi- 
nois that  was  brought  generally  before  the  Com- 
mittee. It  is  only  with  regard  to  Illinois  that  I 
have  brought  information  before  you. 

12761.  You  do  not  xvish  the  Committee  to 
understand  that  all  the  lines,  or  even  all  the 
principal  lines,  in  America  have  been  assisted  by 
the  State  ? — I do  not. 

12762.  You  are  perfectly  aware  that  in  the 
Eastern  States,  containing  those  lines  which  carry 
the  largest  traffic,  and  which  cost  the  most  in 
construction,  no  assistance  wdiatever  has  been 
rendered  by  the  States  ? — I would  not  say  that 
no  assistance  had  been  rendered  by  the  States, 
because  I am  not  aivare  of  the  facts  sufficiently 
to  say  that ; but  I am  aware  that  in  the  Eastern 
States  no  land  xvas  given.  As  1 have  already 
stated,  when  the  Railroad  Commissioners  were 
first  a2)poInted,  the  gross  earnings  of  the  Illinois 
Railway  xvere,  in  1873,  8,268,325  dollars,  and  in 
1879  they  were  7,234,464  dollars,  almost  exactly 
a million  less. 

12763.  But  the  earnings  fell  as  loiv  as  6,639,845 
dollars  in  1877,  and  they  increcased  again  after 
that  time? — Yes,  of  course  one  would  have  to  be 
acquainted  with  the  local  reasons,  in  order  to  lie 
perfectly  satisfied  ivhatthe  causes  of  the  variation 
"were,  but  it  is  not  unreasonable  to  assume  that 
the  earnings  fell  to  6,000,000  dollars,  by  reason 
of  these  compulsory  low  rates,  and  that  by  the 
natural  increase  of  the  traffic  they  are  increasing 
again  in  spite  of  the  low  rates  ; but  there  is  a 
falling  off  of  1,600,000  dollars  between  1873  and 
1877. 

12764.  Are  you  aware  that  there  is  a contract 
annually  entered  into  between  the  traders  in  the 
Eastern  States  and  the  railway  companies,  for 
instance,  between  the  Pittsburgh  manufacturer 
and  the  Pennsylvania  railways  ? — I will  take  it 
from  you  that  it  is  so. 

12765.  Would  you  also  take  it  from  me  that 
those  lates  are  fixed  a twelvemonth  in  advance, 
and  that  they  are  mileage  rates? — 1 will  take  it 
from  you. 

12766.  Will  you  also  take  it  from  mo  that  that 
system  is  attended  with  every  satisfaction  lo  the 
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traders  and  also  to  the  railway  companies  ? — May 
I ask  if  it  is  a universal  mileage  rate  ? 

12767.  It  is  a graduated  mileage  rate,  diminish- 
ing as  the  distance  increases? — Such  arrangement 
may  suit  a continent  like  America,  but  it  -would 
create  quite  a revolution  in  this  country. 

12768.  Would  it  create  a revolution  in  this 
country  for  good  or  for  evil  ? — It  would  be  a 
revolution  which  might  not  at  all  affect  the 
dividends  of  a railway  company  if  the  charges 
were  fair,  but  it  would  vary  very  much  in  its 
effects  upon  ports,  manufacturers,  and  places;  it 
would  be  very  advantageous  for  some,  and  it 
would  be  disastrous  to  others.  If  we  were  to 
adopt  mileage  rates  upon  the  Great  VV  estern 
system,  I can  tell  you  of  places  which  would  be 
practically  closed  for  certain  manufactures  ; but 
of  course  a manufacturer  who  would  be  placed  in 
a convenient  ])Osilion  might  make  a fortune  out 
of  the  change. 

12769.  At  present  there  is  no  such  system  In 
this  country  ?— No. 

127  rO.  Therefore,  may  I take  it  that  we  should 
regard  the  railwaj^s  as  a sort  of  special  Pro- 
vidence to  bring  up  the  less  favoured  districts  to 
the  position  of  the  more  favoured  ones  ?— Special 
Providence  would  be  your  term,  and  not  mine  ; 
but  I would  say  that  we  have  met  the  require- 
ments of  the  country,  and  have  furthered  the 
interests  of  trade  by  the  way  In  which  the  rates 
have  been  framed.  Still  I do  not  attribute  that 
all  to  the  railway  companies  ; it  is  from  informa- 
tion afforded  to  us  by  the  traders  that  the  rates 
have  been  framed. 

12771.  You  do  think  that  the  action  of  the 
railway  companies  in  giving  preferential  rates  to 
different  districts  has  been  of  advantage  to  the 
trade  of  the  country? — Most  distinctly.  In  fact 
I may  tell  you  that  I have  informed  the  Great 
Western  directors  that  if  a mileage  rate  were 
adopted  throughout  the  system,  and  it  were  a 
fair  and  reasonable  rate,  1 do  not  think  they 
need  be  afraid  of  their  dividend.  I do  not  think 
it  is  a question  which  need  affect  them  ; give  us 
a power  Avithin  our  limits  to  make  a moderate 
mileage  rate,  and  I think  I can  undertake  that 
the  Great  Western  shareholders  shall  not  suffer 
thereby,  but  the  public  will  suffer  considerably  ; 
trade  will  be  considerably  diminished  ; there  will 
be  less  traffic  to  carry. 

12772.  You  believe  that  the  policy  of  the 
railway  companies  has  been  advantageous  to  the 
trade  of  the  country  ? — Most  clearly. 

12773.  But  that  policy  has  been  in  a certain 
sense  arbitrary  ; what  I mean  by  “ arbitrary  ” is 
this,  that  the  raihvay  companies  remaining  Avithiu 
their  maximum  rates  have  been  able  to  fix  the 
rates  as  they  thought  best? — No  doubt  the  fixing 
of  the  rates  has  rested  Avith  the  railAvay  companies, 
as  Parliament  has  given  them  power  to  do  it, 
but  you  must  ahvays  take  this  into  consideration, 
that  the  public  have  very  great  influence  upon  the 
raihvay  companies,  not  only  as  traders  but  as 
shareholders,  and  they  can  exercise  great  influence 
upon  the  directors.  The  Great  Western  (Com- 
pany is  exceedingly  sensitive  to  the  pressure  of 
the  traders. 

12774.  Then  if  a raihvay  company  made  any 
mistake  in  their  policy  they  might  equally  in- 
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fluence  the  trade  of  the  country  for  evil? — No 
doubt  it  Avoidd  be  so,  but  in  time  it  would  re- 
medy itself.  I do  not  think  1 could  put  that 
more  forcibly  before  the  Clommittee  than  it  Avas 
put  by  Mr.  Baxter,  who  pointed  out  that  if  the 
raihvay  companies  adopted  any  such  course  as 
that  which  you  state  it  A\muld  very  soon  correct 
itself. 

12775.  But  you  do  admit  that  the  present 
power  possessed  by  the  raihvay  comj)anies  of 
fixing  their  rates  arbitrarily  in  the  sense  in  which 
I have  used  the  Avord  does  enable  them  to  aft'ect 
the  country  for  evil  as  Avell  as  for  good? — It 
Avould,  no  doubt ; but  then  we  have  had  the  ex- 
perience of  30  years,  and  I say  that  during  that 
period  the  policy  pursued  by  railw'ay  companies 
has  not  been  for  evil,  but  has  distinctly,  on  the 
contrary,  been  for  good. 

12776.  You  think  the  trade  of  the  country  has 
developed  under  that  system? — Very  much  so. 
In  fact  1 fail  to  see  Avhat  the  specific  comjdaint  is 
against  the  railway  companies  in  carrying  out 
the  present  system. 

12777.  Do  you  think,  for  instance,  that  there 
is  no  ground  for  complaint  upon  the  part  of  agri- 
culturists, that  their  produce  should  be  carried 
betAveen  tAvo  termini  at  a very  much  higher  rate 
than  produce  imported  from  abroad? — If  you 
refer  to  the  question  of  meat,  you  may  take  that 
as  a special  case  ; and  I may  admit  that 
I Avould  not  be  prepared  to  defend  every  rate 
thiit  is  in  force  upon  the  raihvay s.  I Avould  not 
defend  every  rate  in  force  even  upon  the  Great 
Western  liaihvay.  There  must  be  rates  Avhich 
it  may  ajipear  ought  to  be  revised,  no  matter 
hoAV  the  scale  is  fixed. 

12778.  That  being  so,  do  not  you  think  it 
Avould  be  of  advantage  to  the  public  if  some  in- 
dependent authority,  having  neither  the  interest 
of  the  raihvay  compa.nies  nor  the  interest  of 
special  traders  to  defend,  were  to  exercise  some 
influence  over  the  fixing  of  rates  Avhich  may  or 
may  not  be  differential  ? — I Avould  in  the  first 
place  like  to  knoAV  Avhat  the  tribunal  is  to  be ; if 
it  is  to  be  a tribunal  Avith  the  poAver  to  fix  the 
rates,  then  I say  it  Avould  be  an  injustice  to  the 
raihvay  companies  to  begin  Avith ; and  secondly, 
I consider  tha,t  it  Avould  be  unworkable.  Of 
course  I am  aware  there  has  been  a suggestion 
made  to  the  Committee  that  the  Kaihvay  Com- 
missioners should  fix  the  rates.  If  any  such  duty 
Aveie  allotted  to  the  llaihvay  Commissioners  there 
can  be  no  doubt  that  they  Avould  have  full  em- 
ployment, but  I do  not  know  hoAV  the  business 
of  the  country  Avould  be  carried  on.  It  would 
be  a very  serious  undertaking  to  put  into  the 
hands  of  any  tribunal,  even  supposing  it  were 
equitable,  Avhich  I say  it  woidd  not  be. 

12779.  I do  not  think  it  Avas  suggested  that 
the  Kaihvay  Commissioners  should  have  absolute 
poAver  to  fix  the  rates,  but  that  they  should  haA'e 
j)Ower  to  prevent  the  giving  of  unjust  differential 
rates  ? — They  have  that  power  now. 

12780.  The  Raihvay  Commissioners  have 
jiOAA'er  in  those  cases  in  Avhich  the  circumstances 
arc  precisely  alike,  but  they  have  no  j)OAver  to 
assess  the  difference  proi)ortionate  to  different 
circumstances? — No,  they  have  noC 

12781.  I think  the  evidence  given  before  us 
4 G 4 only 


608 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


4 July  1881.] 


Mr.  Grierson. 


\_Continiied. 


Mr.  Samuelson — continued. 

only  -went  so  far  as  to  suggest  that  tiie  Railway 
Commissioners  should  have  the  power  of  such 
proportionate  assessment? — I think  I could  give 
the  Committee  a great  many  cases  in  which  the 
evidence  went  the  whole  length  of  suggesting 
that  the  Commissioners  should  have  the  power  to 
fix  the  rates. 

12782.  Assuming  it  only  went  to  their  having 
the  power  of  assessing  the  value  of  the  difference 
between  different  circumstances,  do  you  think 
that  is  a jiower  which  should  not  be  given  to  ihe 
Railway  Commissioners? — Clearly.  I do  not 
xhink  that  it  would  be  to  the  intei’est  of  the 
public ; the  effect  of  their  action  would  only  be 
to  limit  competition,  as  the  other  decisions  they 
have  given  have  tended  to  do.  At  the  present 
time  railway  companies  endeavour  to  develope  the 
trade  of  their  districts,  compared  with  the  produce 
of  other  districts  Avhich  is  brought  in  by  other  rail- 
ways, in  competition  with  themselves.  If  that 
power  were  put  into  the  hands  of  the  Railway 
Commissioners,  of  course  they  must  adjust  the 
rates  in  the  best  Avay  they  eould,  and  clearly  that 
adjustment  would  have  a tendency  to  limit  com- 
petition. 

12783.  Therefoi’c  there  have  been  deeisions 
given  by  the  Railway  Commissioners  wdiieh  have 
been  mischievous  to  the  trade  of  the  country, 
and  would  have,  if  followed  up,  a tendency  to 
destroy  competition? — I did  not  intend  to  say  that 
they  had  been  mischievous,  but  only  to  say  that 
the  effect  of  those  decisions,  if  continued,  would 
be  to  limit  eompetition. 

12784.  You  suggest  that  if  their  principle  of 
action  were  carried  out,  it  would  be  mischievous 
in  the  result? — It  w’ould  be  mischievous  in  the 
end,  certainly,  and  not  only  that,  but  I believe 
that  their  decisions  over  a period  of  years  would 
result  in  such  a complicated  state  of  cireumstances, 
they  being  tied  to  ])rinciples  laid  down  by  their 
own  decisions,  that  they  would  have  great  diffi- 
culty in  carrying  them  out ; I take  the  East  and 
West  Junction  Railway  case  as  an  instance. 

12785.  If  those  deeisions  are  upheld,  it  may  be 
assumed  that  further  effect  w'ill  be  given  to  that 
principle  ? — If  they  are  carried  out,  to  a certain 
extent,  there  is  no  doubt  it  will  have  a great  effect 
upon  trade. 

12786.  Will  you  state  to  the  Committee  what 
remedy  you  would  suggest  for  this  contingent, 
and  probable  mischief?  — If  it  is  not  pushed 
much  further  w’C  can  put  up  with  it,  but  if  it  is 
pushed  to  the  fullest  extent,  over  a period  of 
years,  then  it  is  quite  possible  that  Parliamentary 
interference  -will  be  necessary. 

12787.  But  that  would  not  be  in  the  power  of 
the  Kailway  Commissioners  to  control,  because  if 
the  applications  are  made  to  them,  they  must 
decide  in  accordance  with  the  precedents  they 
have  made? — Quite  so;  that  would  go  to  show 
that  it  is  not  desirable  to  define  or  to  legislate 
too  much  with  regard  to  the  fixing  of  rates. 

12788.  I would  ask  whether  you  think  the 
poAver  of  the  Raihvay  Commissioners  or  the  law, 
as  they  have  declared  it  to  be,  should  be  changed  ? 
— I do  not  say  that,  because  I do  not  now  go  into 
the  merits  of  those  particular  cases,  but  I am 
specially  acquainted  Avith  Avhat  the  effects  of  the 
decisions  are,  and  I think  no  one  Avill  venture 
to  say  that  they  do  not  tend  to  limit  competition. 


IMr.  Samuelson — continued. 

12789.  Upon  this  ])olnt  I Avould  like  to  hand 
you  this  table.  No.  46,  of  the  Appendix,  prepared 
by  Mr.  Holland,  of  a firm  of  breAvers  at  Banbury, 
shcAving  the  inequalities  of  rates;  I take  espe- 
cially the  rates  for  beer,  and  I Avould  call  your 
attention  to  the  Great  Western  Company’s  rates ; 

I think  you  Avill  find  that  the  rates  charged  be- 
tween Burton  and  certain  places,  and  betAveen 
Banbury  and  certain  places,  present  very  great 
discrei)ancies  ? — Assuming  those  figures  are  cor- 
rect, that  is  so  ; but  you  Avould  first  of  all  have  to 
knoAv  Avhether  the  rates  Avere  accurate,  Avhether 
there  had  been  an  alloAvance  for  terminals  at  each 
end,  before  you  could  be  sure  that  it  shoAvs  Avhat 
it  purports  to  do,  namely  a fair  comparison. 

12790.  But  admitting  them  to  be  correct, 
they  Avould  shoAV  a great  inequality  in  the  rates 
as  between  the  tAvo  places  ? — Might  I ask  you  to 
name  one. 

12791.  Would  you  take  the  rate  charged  from 
Burton  to  Leamington  and  from  Banbury  to 
Leamington  ? — It  is  one  penny  difference  accord- 
ing to  this  table. 

12792.  For  a distance  of  more  than  tAvice  as 
great  ? — That  is  so. 

12793.  Then  take  Burton  to  Pershore  and 
Banbury  to  Pershore,  the  distance  from  Burton 
being  the  greater  and  the  charge  from  Banbury 
being  50  percent,  the  higher  of  the  two? — That 
is  so. 

12794.  Then,  perhaiis,  you  Avould  kindly  turn 
to  the  first  page,  and  take  the  maximum  rates 
for  coal ; from  South  Staffordshire  to  Banbury, 
the  rate  is  5 s.  2 d. ; from  South  Staffordshire  to 
Aynhoe,  Avhich  is  six  miles  more,  the  rate  is  one 
penny  less  ? — I am  bound  to  say  that  I cannot 
understand  it  if  it  is  so  ; if  it  is  so,  I call  that  an 
error ; but  I Avill  ascertain  Avhether  it  is  so  or  not. 

12795.  Whether  it  be  an  error  or  not,  it  Avould 
operate  prejudicially  to  the  Banbuiy  trader  ? — 
You  may  take  it  that  if  this  is  accurate,  it  is  a 
mistake  in  fixing  the  chai’ge. 

12796.  And  a difference  Avhich  ought  not  to 
exist? — It  Avould  be  a mistake  in  the  rate  office, 
Avhich  Avill  be  put  right  immediately. 

12797.  But  in  the  meantime  it  is  a disad- 
vantage to  the  Banbury  trader  ? — Yes,  to  the 
extent  of  the  penny. 

12798.  If  it  is  an  accurate  statement,  it  shoAVS 
that  there  are  differential  rates  to  one  place 
against  another? — In  the  case  of  the  beer  it  is 
so;  everyone  knOAvs  of  the  Burton  agreement 
betAveen  the  London  and  A'orth  Western  Rail- 
Avay  Company  and  the  brewers,  to  give  the 
Burton  brcAvers  very  Ioav  rates. 

12799.  In  point  of  fact,  a preference  in  faA'our 
of  the  Burton  brcAvcrs  ? — It  is  so,  but  that  is  a 
very  large  trade. 

12800.  But  Avould  it  be  possible  at  another 
])lace  ever  to  develope  a large  trade  in  face  of 
this  preferential  rate  ? — I never  heard  of  breAvers 
at  Banbury  before,  but  there  are  brcAvcrs  at 
Stratford-on-Avon,  Avho  are  developing  business 
very  much  there,  making  themselves  into  a 
little  Burton,  but  Avithout  all  the  advantages  of 
preferential  rates  that  Burton  has. 

12801.  Their  rates  Avould  be  the  same  to 
London,  I presume  ? — No  doubt  they  Avould. 
Then,  again,  those  rates  for  ale  are  all  for  a short 
distance;  it  must  be  a small  local  breAver  sending 
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a few  casks,  whereas  the  Burton  brewer  sends 
full  truck  loads  as  a rule. 

12802.  If  you  take  the  rates  as  between 
'Wolverhampton  and  Birmingham  to  various 
places  quoted  on  page  1,  and  the  rates  from 
Banbury,  I think  you  will  find  they  are  in  every 
instance,  taking  it  in  some  cases  absolutely,  and 
in  others  taking  the  mileage,  differential? — I do 
not  know  how  this  table  is  made  up,  but  taking 
the  first  distance  it  is  clearly  not  145  miles  from 
Wolverhampton  to  Bath;  the  distance  from 
Wolverhampton  to  Bath  would  be  about  100 
miles  ; that  is  the  first  inaccuracy  in  that  state- 
ment. The  distance  is  about  30  miles  from  Wol- 
verhampton to  Worcester,  and  30  miles  from 
Worcester  to  Gloucester,  and  40  miles  from 
there  to  Bath.  Figures  unless  they  are  accurate 
are  very  misleading. 

12803-4.  I suppose  the  rates  have  been  taken 
as  rates  for  traffic  carried  upon  your  own  line  ? 
— One  of  the  complaints  appears  to  be  that,  be- 
cause there  is  a rate  through  Worcester,  which  is 
the  short  route,  and  because  we  are  carrying 
through  Didcot,  we  are  doing  wrong,  because  we 
are  charging  u]ion  the  shorter  distance  route. 

12805.  I suppose  the  complaint  would  be  that, 
in  carrying  goods  past  a town  situate  upon  your 
line,  and  charging  more  to  that  town  than  you 
do  to  the  further  place,  you  are  giving  a pre- 
ference to  the  further  2)lace  ? — That  is  another 
way  of  saying  that  we  ought  to  be  carrying  at 
mileage  rates ; either  we  must  carry  at  competi- 
tion rates,  or  we  must  drop  the  traffic  ; the  j)ub- 
lic  will  not  give  us  more  than  our  competitor  is 
taking,  therefore  we  must  drop  the  carriage. 

12806.  Now  you  were  asked  about  Mr.  Hun- 
ter’s statement,  that  jreople  were  unwilling  to 
give  evidence  before  this  Committee,  and  you 
stated  that  you  had  issued  a circular  to  your 
managers  to  ascertain  if  there  wmre  any  ground 
for  the  impression  that  was  stated  to  jrrevail  ? — 
I did  ; the  circular  was  sent  out. 

12807.  Do  you  think  that  any  persons  who 
were  unwilling  to  give  evidence  before  this  Com- 
mittee would  be  likely^  to  communicate  that  fact 
to  your  managers  ? — I have  had  acquaintance 
with  railways  for  30  years,  and  I venture  to  say 
that  there  is  no  such  relationship  betw'een  the 
traders  and  the  railway  companies  as  would 
induce  any  person  to  say  that  he  was  afraid  to 
give  evidence  ; you  would  find  very  few  persons 
upon  the  Great  Western  line  who  M ould  make 
such  a statement;  we  do  not  stand  in  that  rela- 
tionship to  our  customers  at  all. 

12808.  But  I am  referring  to  the  fact  of  your 
having  asked  your  managers  to  give  information 
with  reference  to  the  tiuth  of  these  statements? 
— I do  not  wish  to  juit  it  too  much  upon  their 
view  at  all ; but  I consulted  our  chief  goods’ 
manager  to  know  if  he  had  heard  anything  of 
the  kind,  and  as  he  had  not  he  consulted  the  local 
goods’  managers  to  know  if  they  knew  anything 
of  it,  and  all  M'ere  equally  unaware  of  it. 

12809.  You  believe  that  the  relations  between 
the  Great  Western  Railway  Com^^any  and  the 
traders  along  the  line  are  such  that  the  persons 
interested  would  not  hesitate  to  come  before  this 
Committee  to  give  evidence  ? — That  is  so  ; and, 
so  far  as  I understand  the  matter,  I do  not  con- 
sider the  relationship  between  the  traders  and 
the  Great  Western  Railway  Company  is  any 
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better  than  the  relationshij)  between  other  traders 
and  other  comi)anies. 

12810.  Ton  stated  you  thought  it  would  be 
desirable  if  infiucutial  persons  M’ere  called  before 
us  to  give  evidence  iq^on  that  very  question,  did 
you  not? — No,  not  upon  that  very  question,  but 
to  give  information  with  reference  to  the  i)resent 
system  of  charging  rates  by  railway  comjjanies ; 
it  does  not  follow  that  it  should  be  ahvays  the 
largest  trader,  but  take  such  a variety  as  would 
satisfy  any  imj)artial  body  of  gentlemen  that  they 
were  getting  the  ndiole  facts. 

12811.  I su])pose  you  would  not  wish  to  imply 
that  the  evidence  which  has  been  given  before 
this  Committee  has  not  been  given  by  gentlemen 
of  influence  ? — No  doubt  it  has,  but  they  are 
simj^ly  a drop  in  the  bucket  comj)ared  with  the 
traders  of  this  country.  The  otliers  who  will  not 
waste  their  time  by  coming  forward,  and  who 
are  i:)eo2:>le  carrying  on  the  great  bulk  of  the 
trade,  are  people  who  would  have  been  able  to 
give  you  unbiassed  and  valuable  information. 

12812.  You  think  that  evidence  of  an  opposite 
character  might  have  been  obtained  to  controvert 
the  evidence  of  the  witnesses  who  have  been 
before  the  Committee? — Yes;  of  course,  you 
would  get  from  the  traders  the  statement  that 
they  were  under  very  great  difficulties,  that  they 
were  subject  to  competition  by  sea,  and  competi- 
tion from  abroad,  and  would  like  to  have  a 
remedy  for  the  difficulties  which  exist  ; they 
would,  of  course,  all  like  to  have  lower  rates. 

12813.  Do  you  think  they  would  be  prepared 
to  say  the  public  have  no  grievances? — No,  I 
never  found  an  Englishman  who  would  say  that. 

12814.  'VYould  they  clash  with  each  other? — 
Yes,  in  many  cases  they  would  ; I entertain  very 
strongly  the  opinion  that  it  would  have  been 
desirable  to  have  heard  more  Avitnesses  from  dis- 
tricts whose  interests  are  at  variance  -with  each 
other. 

12815.  Your  opinion  is,  that  it  would  have 
been  well  if  more  evidence  had  been  heard  ? — 
Clearly. 

12816.  Do  not  you  think  that  it  is  desirable 
that  the  railway  companies,  or  those  acting  with 
them,  should  tender  indej^endent  evidence  ? — 
The  railway  conijianies  have  no  })ower  to  bring 
up  traders  to  give  evidence  here,  I may  mention, 
however  in  connection  with  this  point,  that  I have 
seen  a correspondence  with  regard  to  some  evi- 
dence which  has  been  given  here,  in  which 
some  jieople  in  the  district  affected  by  the  evidence 
entirely  repudiate  the  evidence  which  has  been 
given,  but  witnesses  wull  not  come  up  and  waste 
their  time  with  regard  to  those  statements. 

12817.  But  if  rebutting  evidence  could  be 
obtained  through  the  agency  of  the  railway  com- 
panies, you  might  consider  whether  the  railway 
comj^anies  should  not  suggest  the  jn-oduction  of 
that  evidence  ? — I did  not  throw  out  my  remark 
with  the  view  that  the  I’ailway  companies  should 
suggest  the  witnesses,  but  merely  to  intimate  that 
you  do  not  get  complete  reliable  evidence  merely 
from  having  a few  complainants  before  you. 

12818.  But  your  evidence  clearly  leads  up  to 
the  jioint,  that  it  would  be  desirable  to  have 
further  evidence,  therefore  I would  ask  whether 
you  would  not  consider  it  to  be  in  your  own 
interest  to  bring  before  the  Committee  that 
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furtlier  evidence? — Speaking  for  one  of  the  rail- 
way companies,  I should  hope  the  Committee 
were  nol  so  much  impressed  with  the  evidence 
as  to  think  it  necessary  to  alter  the  present 
system  on  account  of  it. 

12819.  It  is  very  difficult  to  speak,  for  the 
impression  which  may  have  been  produced  upon 
the  minds  of  20  or  30  members  of  the  Committee, 
but  I may  just  put  it  to  you  in  this  way;  will  you 
kindly  consider  the  proposition  that  the  railway 
companies  should  suggest  the  names  of  witnesses 
whom  it  would  be  desirable  should  be  called 
before  the  Committee? — I will  do  so. 

12820.  Now  with  regal’d  to  the  charge  that  a 
railway  cempany  favour  their  own  ports  to  the 
prejudice  of  other  places,  I think  you  have  only 
answered  for  the  Great  Western  llallway  Com- 
pany I — Certainly ; and  1 know  of  no  such  thing 
upon  the  Great  Western  Kailway. 

Lord  Randolph  Churchill 

12821.  In  your  examination  on  the  last  occa- 
sion, you  made  this  remark,  “ An  examination  of 
Railway  Companies’  Acts  of  various  periods, 
shows  very  clearly  tliat  the  anomalies  which  exist 
in  the  clauses  were  the  result  of  their  being 
drafted  without  an  accurate  knowledge  of  what 
was  the  ])ractlcal  working  of  traffic  on  railways 
by  companies  when  they  acted  as  carriers,  and 
that  Parliament  never  intended  that  the  maxi- 
mum mileage  rates  were  to  cover  terminal  ac- 
commodation, and  the  other  services  performed 
by  the  company  as  carriers ; ” so  you  attributed 
the  omission  of  the  power  to  charge  terminals  in 
the  original  Acts,  to  the  want  of  knowledge  on 
the  part  of  Parliament  of  the  practical  working 
of  railways  ? — I do  not  say  tliat  there  is  any 
omission  of  the  power  in  the  original  Act. 

12822.  You  stated  that  Parliament  never  in- 
tended that  the  maximum  mileage  rates  were  to 
cover  the  terminal  accommodation,  and  the  other 
services  jierformed  by  the  carriers? — In  saying 
that,  I do  not  mean  to  say  that  it  can  be  con- 
tended that  as  the  Acts  stand  now  (with  the 
clauses  generally  to  be  found  in  them ),  that  the 
railway  companies  are  unable  to  charge  ter- 
minals. 

12823.  The  model  clause  is  a modern  inven- 
tion, is  it  not? — That  clause  is  a slight  modifica- 
tion of  that  whicli  has  been  put  in  all  Railway 
Acts  since  1845. 

12824.  Rut  there  were  Acts  before  1845  ? — 
Before  1845  there  was  a power  to  charge  “any 
reasonable  sum  which  the  comjiany  might  think 
fit.” 

12825.  But  there  was  no  maximum  rate? — 
There  was  no  maximum  rate  at  all. 

12826.  M"ere  the  terminal  clauses  of  the  same 
period  as  the  maximum  rate  clause  ? — Yes,  1845  ; 
there  are  some  companies  who  ai’e  in  this  position, 
that  they  have  no  maximum  rate,  and,  as  far  as  I 
know,  they  charge  as  reasonable  rates  as  those 
which  have  a limitation  of  their  power.  The 
Midland  Railway  Com i)any,  1 believe, for  instance, 
have  no  maximum  rates,  and,  as  far  as  I know  any- 
thing of  the  Midland  Comjjany,  they  are  as 
moderate  and  reasonable  in  their  rates  as  we 
are. 

12827.  Does  not  it  strike  you  as  rather  odd, 
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that  Parliament  while  fixing  maximum  rates 
should  not  have  fixed  maximum  terminals? — I 
have  stated  what  I have  no  doubt  is  the  fact,  that 
the  Parliamentary  agents  copied  the  clauses  from 
the  Canal  and  Tramroad  h cts ; therefore  I should 
admit  that  in  some  clauses  there  is  ambiguity 
with  reference  to  the  power  to  charge  terminals, 
but  in  others  there  is  no  doubt  about  it ; that  is, 
the  power  to  charge  interest  upon  capital  or  the 
works  of  the  station. 

12828.  I su])pose  you  would  admit  that  that 
want  of  knowledge  which  caused  the  ambiguity 
you  have  alluded  to  in  regard  to  terminals  might 
have  influenced  Parliament  in  fixing  the  maxi- 
mum rates  ? — I think  it  c[uite  probable,  except 
so  far  as  this,  that  when  that  clause  was  put  into 
the  London  and  Birmingham  Act  of  1845  the 
Committee  quite  understood  that  2 d.  was  a 
lower  charge  than  3 d. ; it  was  a reduction  upon 
the  rates  that  were  then  being  charged ; that 
would  be  clear  enough  to  any  Committee. 

12829.  Supposing  that  the  Great  Western 
Company  were  to-morrow  to  charge  upon  any 
goods  passing  over  their  line  the  maximum  rate 
they  were  authorised  to  charge  by  Parliament, 
what  would  be  the  position  of  the  trade  of  the 
country?— The  position  of  that  portion  of  the 
trade  would  be  that  certain  works  would  be  closed, 
but  the  railway  companies  have  not  done  that. 

12830.  What  works  would  you  mention  par- 
ticularly ? — I mentioned  one  before  in  my  ex- 
amination in  chief,  and  I did  so  because  it  would 
be  simply  illustrative  of  the  facts.  Take  West- 
bury,  where  there  is  a deposit  of  iron  ore  a long 
Avay  from  any  coal  ; if  we  were  to  charge  the 
maximum  rate  upon  the  pig  iron  which  is  manu- 
factured there,  or  upon  the  coal  which  is  brought 
from  South  Wales  to  manufacture  it,  that  would 
stop  both  trades. 

12831.  I suppose  you  would  admit  that  the 
maximum  rates  w hich  had  been  fixed  by  Parlia- 
ment are  so  extremely  high  that  if  the  companies 
were  to  charge  them  a great  part  of  the  trade  of 
the  country  would  stop  ? — To  a certain  extent, 
but  for  short  distances  and  moderate  distances, 
we  require  our  full  power. 

12832.  What  do  you  call  short  distances; 
would  you  say  six  miles  ? — It  would  be  much 
more  than  six  miles. 

12833.  Do  you,  in  j)oint  of  fact,  in  short  dis- 
tances charge  your  maximum  rates  ? — Yes,  for 
short  distances. 

12834.  What  sort  of  distance;  would  you  say 
50  miles? — Yes,  up  to  50  miles,  no  doubt, 

12835.  Do  you  charge  your  maximum  rates 
upon  minerals  for  short  distances? — Yes. 

12836.  Right  up  to  the  level? — Yes,  except 
that  I ought  to  give  that  with  this  qualification, 
that  there  are  cases  in  which,  for  consumption  at 
the  works,  we  carry  for  very  short  distances  at 
a very  low  price,  and  hardly  make  a profit  out  of 
it  at  all ; we  also  carry  coal  for  smelting -works 
at  a very  low  price,  our  object  being  to  enable  the 
manufacture  to  be  carried  on. 

12837.  You  say  you  carry  coal  to  some  places 
at  low’  prices  to  enable  the  snieiting  to  be  carried 
on;  did  you  read  Mr;  Hickman’s  evidence? — I 
glanced  it  over.  I cannot  say  that  I read  it 
through. 


12837.*  Mr. 
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12837*.  Mr.  Hickman  lias  some  works  at 
Deepfields;  tins  is  bringing  in  the  rate  you  have 
alluded  to  of  9 d.  ; Mr.  Hickman  was  advocating 
a rate  of  ^ d.  per  ton  per  mile  on  eoal,  and  I asked 
him,  at  Question  No.  5213,  “ Supposing  the  rates 
were  lowered,  as  you  suggest,  to  that  i d.  rate, 
what  traffic  would  you  yourself,  as  a large  iron 
smelter,  supply  the  company  with  on  that 
bit  of  line,”  and  he  said,  “ I should  be  able 
to  take  a (rain-load  myself  every  day  with 
my  present  consumption,  but  if  those  rates  were 
altered,  I should  be  able  to  double  my  consump- 
tion in  a very  short  time,”  so  that  he  would  be 
able  to  take  two  train-loads  a day ; then  I asked 
him,  “ How  often  do  you  suppose  you  take  a 
train-load  now  from  Round  Oak  to  Dee[)field  ? ” 
to  which  he  replied,  “ I never  take  a train-load 
at  ail,  we  might,  perhaps,  have  240  tons  once  in 
a month  or  six  weeks.  (Q.)  So  that  it  comes  to 
this,  that  for  yourself  alone,  if  the  rates  were 
reduced,  the  companies  would  take  from  you  7 1. 
a day,  or  42  /.  a week,  whereas  at  the  present 
time  they  do  not  take  from  you  19  Z.  a month  ; 
that  is  the  result  of  the  policy  they  are  now 
pursuing?  (A.)  Precisely  so;”  what  remark  do 
you  make  upon  that?  — As  I understand,  Mr. 
Hickman  proposes  that  we  should  carry  for  that 
short  distance  at  ^ d.  a ton  per  mile. 

12838.  And  he  proves  that  if  you  did  carry  at 
I d.  per  ton  per  mile,  and  Avhen  I say  you,  I am 
speaking  of  the  two  railway  companies,  you 
would  take  from  him  42  Z.  a week,  instead  of  as 
at  present  19  Z.  a month  ? - I would  say  that  the 
traffie  would  not  be  worth  carrying,  it  would 
have,  and  must  have,  the  effect  of  blocking  our 
main  line,  for  the  traffic  would  have  to  pass  up  a 
very  heavy  incline,  and  the  rate  would  be  too  low 
to  block  our  main  line  for  it. 

Sir  Edward  Wathin. 

12839.  Mr.  Plickman  further  made  that  state- 
ment upon  the  hypothesis  that  there  were  240 
tons  in  a train-load  ? — But  you  could  not  carry  it 
in  this  case. 

Lord  Randolph  Churchill. 

12840.  He  said  he  could  take  double  the  quan 
tity  in  a sliort  time,  if  there  were  a J d.  rate  ? — 
There  is  six  miles,  and  we  should  get  | cZ.  a ton 
for  carrying  the  coal  up  a bank,  at  a gradient  of 
1 in  50.  It  would  not  pay  us. 

12841.  Then  I asked  Mr.  Hickman,  “And 
I suppose  that  argument  and  calculation  would 
apply  to  several  other  large  iron  smelters  besides 
yourself ; ” to  which  he  replied,  “ It  would  apply 
to  a large  extent,  it  would  cause  furnaces  to  be 
built,  and  it  would  cause  trade  to  spring  up ; ” I 
put  this  to  you,  because  you  stated  that  j'ou  did 
not  carry  at  your  maximum  rates  in  cases  where 
you  wanted  to  benefit  the  trade  ? — I have  never 
had  an  application  from  Mr.  Hickman  for  this 
purpose,  but  if  he  were  to  ask  us  to  carry  at  that 
rate,  I would  say  we  cannot  do  it. 

12842.  You  are  quite  certain,  that  if  you  could 
take  from  him  42  Z.  a week  now,  and  84  Z.  a week 
in  a very  short  time,  you  would  say  that  would 
not  pay  you,  that  you  would  prefer  to  take  19  Z. 
a month  ? — I must  ask  you  to  bear  in  mind,  that 
every  railway  company  looks  at  something  else 

0.54. 


Lord  Randolph  Churchill — continued, 
than  gross  receipts  ; (hey  must  look  at  the  profit 
upon  what  they  do,  and  view'ed  in  that  Avay  it 
would  not  })ay  us  to  carry  the  traffic. 

Mr.  Caine. 

12843.  You  might  easily  lose  5 Z.  uj)on  the 
larger  traffic,  and  make  5 Z.  upon  the  smaller 
traffic? — Yes,  clearly;  there  are  cases  in  which 
we  can  make  low  rates  to  encourage  traffic,  but 
that  is  not  one  of  them. 

Lord  Randolph  Churchill. 

12844.  Now  you  made  some  comment  upon 
Mr.  Baxter’s  evidence ; I asked  him  at  Question 
No.  9261,  “ Do  you  think,  altogether,  that  Avith 
the  present  rates  it  ivould  be  safe  for  Parliament 
to  cut  out  the  maximum  rates  altogether,  and  let 
the  railway  companies  charge  .what  they  like  ? ” 
To  Avhich  he  replied,  “ I think  it  AAmuld  be  quite 
safe  to  abolish  all  statutory  rules  whatever  on 
raihvays,  and  let  them  charge  what  they  can.” 
Noav  Avhat  I ask  you  is,  Avhether  you,  on  the 
part  of  the  railway  companies,  Avould  like  some- 
thing of  that  kind  ? — It  Avould  not  make  much 
difference  to  us.  We  have  endeavoured  to  suit, 
under  the  tuition  of  the  public,  otir  rates  to  their 
requirements.  Very'  little  difference  would  be 
made  to  us  if  Ave  Avent  back  to  the  position  of 
things  before  1845. 

12845.  As  far  as  the  public  is  concerned,  the 
fact  of  the  maximum  rates  being  included  in  the 
Acts,  is  a delusion  ; is  that  so  ?— -It  is  a delusion  to 
this  extent,  that  the  public  are  getting  their  goods 
carried  for  much  less  than  the  maximum  rate. 

12846.  In  all  cases? — Except  for  short  dis- 
tances. 

12847-  Do  }'OU  ever  charge  more  than  the 
maximum  rate  ? — Taking  the  Tables  jmt  in  by 
the  Board  of  Trade,  I consider  Ave  do  not  charge 
over  our  maximum  rate,  but  in  the  higher  classes 
of  goods  it  comes  to  be  a question  of  the  nature 
of  the  goods,  and  Ave  charge  different  terminals 
from  AvhatAve  do  upon  the  loAver  class  traffic. 

12848.  Noaa',  Avith  reference  to  the  rates  for 
coal,  Mr.  Baxter  stated  that  in  July'  1871,  the 
Great  Northern  Raihvay  Company  carried  coal 
to  London  for  6 s.,  and  in  1873  the  charge  Avas 
9 s.  9 cZ.  I asked  him  Avhy  the  difference  Avas  so 
large,  and  he  stated  that  in  1871  there  Avas  Avhat 
he  called  a duel  betAveen  the  Great  Northern  and 
the  Midland  Companies,  and  they  fought  it  out 
in  this  Avay,  they  took  to  reduction  of  rates.  So 
you  observe  that  in  1871,  Avhen  there  Avas  com- 
petition betAveen  tAVO  large  raihvay  companies,  the 
coal  Avas  carried  at  6 s.  a ton,  and  in  1873  AA'hen 
the  tAvo  companies  Avere  combined,  the  coal  AA'as 
carried  at  9 s.  9 d.  'Which  should  you  say  Avas 
the  most  beneficial  to  the  public,  the  combination 
or  the  competition? — The  consumer  gets  the 
benefit  of  that  competition,  but  it  cannot  be  a 
benefit  to  the  public  that  the  raihvay  company 
should  carry  goods  at  a de.ad  loss. 

12849.  What  Avould  it  matter  to  the  public  whether 
the  raihvay  company  carried  at  a dead  loss  or  not  ? 
— The  public  are  very  much  interested  in  the 
raihvay  companies  being  in  such  a financial  condi- 
tion that  they  can  meet  the  requirements  of 
trade  in  the  Avay  of  m.aking  a reduetion  on  that 
kind  of  trade  Avhich  Avill  not  bear  the  full  rate. 
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If  the  company  was  losing  upon  half  its  traffic  it 
is  clear  that  it  could  not  make  any  concession  on 
the  other  half;  therefore,  I say  that  it  is  impor- 
tant to  the  public  that  the  railway  companies 
should  be  in  a financial  position  sufficiently  good 
to  enable  them  to  make  an  equitable  adjustment 
of  tbe  rates  as  between  one  description  of  trade 
and  another. 

12850.  You  think  it  is  of  interest  to  the  public 
that  the  railway  companies  should  combine  to 
arrange  their  charges  rather  than  comjjete  with 
each  other  ? — I say  competition,  in  a certain 
sense,  is  utterly  impossible  between  two  railway 
companies.  In  the  days  of  coaching  proprietors, 
when  one  man  started  with  5,000  1.  and  another 
with  3,000  /.,  and  they  went  on  with  competition, 
of  course  the  man  who  had  5,000  1.  had  the  benefit 
of  having  the  whole  of  the  trade  to  himself  as 
soon  as  the  other  one  was  run  off  the  road ; that 
is  impossible  with  railway  companies;  it  is  im- 
possible to  close  a railway,  and  it  is  impossible 
to  make  them  bankrupt,  so  they  must  arrange 
the  rates.  It  would  be  as  unreasonable  to  ex- 
pect that  after  a competition,  such  as  existed 
between  the  Midland  and  Great  Northern  Com- 
panies, they  would  not  raise  their  rates  to  a 
reasonable  sum,  as  to  expect  that  the  Great 
Northern  and  North  Western  Companies,  who 
carried  passengers  formerly  from  Manchester  to 
London  for  5 s.  should  not  go  back  to  their  fair 
rate. 

12851.  You  admit  that  the  companies  do  ar- 
range their  rates  ? — Yes,  clearly. 

12852.  How  is  the  practice  carried  on? — As 
between  the  Great  Western  Company  and  the 
London  and  Nortli  Western  Company  on  the  one 
hand,  and  the  Great  Western  and  the  Midland 
Company  on  the  other  hand  ; we  arrange  them 
under  the  Act  of  Parliament  of  1863, 

12853.  What  is  the  wording  of  that  Act  ? — 
The  woi'ding  of  one  of  the  clauses  is,  “ The  rates 
between  competitive  places,  such  as  London  and 
Birmingham,”  and  so  on,  “ shall  be  equal.” 

12854.  Was  there  active  competition  before 
that  Act  was  passed,  between  the  two  com- 
panies?— There  was  just  the  same  competition  as 
at  present. 

12855.  How  can  you  affirm  that  there  is  any 
competition  at  present,  while  you  say  they  charge 
the  same  rates? — There  never  was  competition 
between  London  and  Birmingbam  for  rates. 
When  the  Great  Western  liailway  opened  in 
1852  between  London  and  Birmingham,  the  rates 
were  arranged’ then,  and  have  been  accepted  ever 
since.  Between  1852  and  1863  the  practice  was 
precisely  the  same  as  it  has  been  under  the  Act 
of  Parliament  since. 

12856.  Was  it  the  London  and  North 
'Western  Com])any  who  put  it  into  the  Act  that 
they  Avould  not  carry  at  higher  rates? — It  was, 
upon  an  agreement,  confirmed  by  Act  of  Parlia- 
ment; an  agreement  made  upon  the  amalgama- 
tion of  the  Great  Western,  the  South  Wales, 
and  the  West  Midland  Companies.  The  Mid- 
land and  the  North  Western  Companies  were 
before  Parliament  as  opponents  to  that  Bill. 

12857.  And  they  voluntarily  agreed  with  the 
Great  Western  Comi)any  to  put  tills  agreement 
into  the  Act? — Yes,  that  was  an  agreement  in 


Lord  Randolph  Churchill — continued, 
which  great  advantages  were  given  by  each  com- 
pany to  the  other  in  the  interest  of  the  public. 

12858.  In  the  interest  of  the  public,  do  you 
say? — Yes,  very  extensive  advantages  indeed. 

12859.  What  sort  of  advantages  were  they? — 
Through  rates  ; compulsory  through  rates,  and 
running  powders. 

12860.  Is  not  there  at  this  present  moment 
very  great  conqietition  between  the  railway  com- 
panies with  regard  to  the  carrying  of  passengers? 
— It  is  precisely  the  same  as  before. 

12861.  Is  there  precisely  the  same  combina- 
tion ? — Yes,  the  fares  between  all  competitive 
jilaces  are  agreed.  I do  not  know  how  it  could 
be  otherwise. 

12862.  Did  you  happen  to  have  your  attention 
directed  to  the  evidence  of  Mr.  Taylor,  a large 
grocer  from  Swansea? — Y'es,  I saw  his  evidence. 

12863.  I should  like  to  ask  you  a few  questions 
about  that ; he  stated  that  with  respect  to  the 
class  of  goods  which  he  dealt  in,  which  we  may 
call  house  stores,  when  he  first  began  business 
the  only  railway  that  ran  into  Swansea  was  the 
Great  Western,  and  that  at  the  present  day  there 
were  the  Great  Western,  the  North  Western,  and 
the  ISlidland,  which  all  ran  into  Swansea ; but 
that  the  rates  for  goods  had  increased  rather 
than  decreased  ; do  you  take  that  as  a correct 
statement? — I did  not  check  it ; but  I will  take 
it  from  him. 

12864.  Do  you  think  it  altogether  natural  that 
when  a place  is  supplied  by  three  railways  in- 
stead of  by  one,  the  rate  should  increase  rather 
than  decrease  ? — Yes,  if  we  had  been  charging 
too  low  rates  before. 

12865.  But  as  far  as  he  was  concerned  he  did 
not  derive  any  advantage  from  the  two  extra 
railways;  lie  might  just  as  well  have  kept  to 
one  ? — I have  not  challenged  that  statement ; 
but  I do  not  think  there  could  be  much  difference 
in  the  rates  after  and  before. 

12866.  Mr.  Taylor  says  they  have  increased? 
— But  he  does  not,  as  I understand,  say  how 
much  the  rates  have  increased. 

12867.  It  is  more  as  regards  small  quantities 
than  large  quantities ; the  rates  on  small  quan- 
tities, he  says,  have  been  increased  very  consider- 
ably?— Mr.  Taylor  is  referring  to  packages  under 
500  lbs.  I should  very  much  doubt  whether 
there  had  been  any  general  ajipreclable  increase. 

12868.  Would  you  say  that  the  rates  had 
decreased? — I will  endeavour  to  let  the  Com- 
mittee have  the  information.  [In  very  many  in- 
stances the  rates  have  been  reduced-] 

12869.  At  any  rate  the  fact  of  the  London  and 
North  Western  Company  running  into  Swansea 
did  not  exercise  any  competitive  effect  upon  the 
Great  Western  Kailway  ? — No  doubt  it  did  not, 
but  the  London  and  North  Western  Company 
would  scan  the  rates  to  see  if  there  were  anything 
in  them  they  ought  to  knock  down,  and  if  there 
were  not  they  would  adopt  them, 

12870.  Mr.  Taylor  says  the  distance  by  the 
Great  Western  Eailway  from  Swansea  to  Lon- 
don, being  216  miles,  and  by  the  London  and 
North  Western  Bail  way,  being  50  or  60  miles 
further,  the  London  and  North  Western  Com- 
pany and  the  Great  Western  Company  carry 
goods  at  the  same  rate  ; what  I want  to  know  is 
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this,  can  it  pay  tlie  London  and  North  Western 
Company  to  carry  goods  50  or  60  miles  further 
at  the  same  rate  as  the  Great  Western  Company 
carry  at? — Upon  his  class  of  goods  I should 
think  it  would. 

12871.  But  I wish  to  take  it  generally  ? — Mr. 
Taylor’s  class  of  goods  are  goods  which  bear  a 
vei’y  fair  rate,  as  a rule. 

12872.  He  did  not  appear  to  think  so ; now  we 
find  a railway  going  a long  way  round,  and  a 
railway  going  a direct  route,  carrying  goods  at 
the  same  rate;  we  have  numerous  instances  of 
that ; what  I want  to  know  is  this  : does  it  pay 
both  companies  alike  ? — It  cannot  pay  both  com- 
panies alike. 

12873.  Does  the  company  carrying  the  longer 
distance  lose  by  it? — I am  not  prepared  to  say 
that  there  are  cases  in  which  railway  companies 
are  carrying  goods  a long  way  round  and  losing 
by  it;  but  I know,  speaking  for  myself,  that  we 
are  carrying  some  of  the  traffic  for  Mr.  Taylor  at 
rates  which  do  not  more  than  pay  our  working 
expenses. 

12874.  What  sort  of  traffic  is  that? — Traffic 
from  Bristol  to  Swansea. 

12875.  There  is  water  competition  in  that 
case?- -It  is  a question  of  a special  traffic  which 
■we  carry  at  very  low  rates,  which  I can  explain 
presently. 

12876.  Supposing  you  find  a railway  going  be- 
tween two  places  within  a certain  distance  of  each 
other,  and  another  going  betw’een  the  same 
places,  a considerably  longer  distance,  both 
carrying  at  the  same  rate  ; are  you  not  landed  in 
one  of  two  alternatives,  either  that  the  one  going 
the  shorter  distance  is  making  very  much  larger 
profit  than  ought  fairly  to  be  taken,  or  that  the 
railway  going  the  longest  distance  makes  an  ex- 
cessive loss  'I — It  does  not  follow  either  that  the 
one  would  be  making  an  excessive  profit,  or  that 
the  other  would  be  making  an  excessive  loss ; 
but  each  must  be  taken  upon  its  own  merits.  As 
between  London  and  Swansea,  the  London  and 
North  Western  Company  would  not  make  so 
large  a profit  as  the  Great  Western  Bailway 
Company. 

12877.  Then  it  might  even  be  that  the  profit 
which  the  Great  Western  Comfiany  was  making 
might  be  too  large  ? — I have  not  found  that  to  be 
the  case. 

12878.  If  the  London  and  North  Western 
Company  w'ere  making  a profit,  it  is  quite  clear 
that  the  Great  Western  Company  were  making 
too  much  profit? — The  London  and  North 
Western  Company  might  make  10  or  20  per 
cent.,  and  the  Great  Western  Company  might  be 
making  30  or  40  per  cent. 

Sir  Daniel  Gooch. 

12879.  You  mean  40/.  out  of  100/.? — Yes, 
40  /.  out  of  100  / for  the  rate. 

Lord  Randolph  Churchill. 

12880.  Have  you  many  rates  which  pay  you 
40  per  cent.  ? — The  general  goods  rate  between 
certain  places,  where  we  get  full  truck  loads, 
ought  to  yield  that. 

12881.  You  mean  that  over  the  working  ex- 
penses only  ? — Yes. 
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Sir  Edward  Watkin. 

12882.  Without  allowing  anything  for  the 
capital  ? — Clearly. 

12883.  The  working  expenses  being  over  52 
per  cent,  of  the  whole? — Yes,  and  moi'e  than 
that,  because  there  is  nothing  put  down  there  for 
porterage. 

Lord  Randolph  Churchill. 

12884.  Now,  with  regard  to  the  charge  for 
sugar  from  London  to  Swansea,  as  compared 
with  the  charge  from  Bristol  to  Swansea,  the 
Committee  Avent  into  this  matter  with  Mr. 
Taylor,  and  we  found  that  there  was  a difference 
of  distance  ; that  the  goods  from  Bristol  to 
Swansea  would  have  to  go  round  a good  way 
coming  by  rail  ; is  that  a correct  statement  ? — It 
would  be  about  140  miles. 

12885.  And  the  distance  from  London  to 
Swansea  was  216  miles? — That  is  so. 

12886.  And  the  charge  from  Bristol  to  Swan- 
sea was  10  5.  a ton,  and  from  London  to  Swan- 
sea was  32  ,s.  6 d.  ; so  that  for  the  extra  distance 
of  76  miles  there  was  an  increased  charge  of 
nearly  25  s.  ? — I think  there  is  a mistake  about 
that. 

12887.  Because  it  comes  to  thi.s : we  find  that 
for  the  distance  from  London  to  Swansea,  whicli 
is  greater  by  50  per  cent,  than  between  Bristol 
and  Swansea,  the  charge  for  the  carriage  of 
goods  by  railway  was  350  per  cent,  higher  / — If 
the  witness  stated  that  the  through  rate  from 
London  to  Bristol  was  32  s.  6 d.,  and  did  not  in- 
form the  Committee  that  there  was  a rate  of  20  s. 
upon  two-ton  lots,  he  did  not  give  them  the  full 
information ; you  must  compare  the  20  s.  Avith 
the  10  s. 

12888.  I am  comparing  it  Avith  your  32  5.  a 
ton  ; how  do  you  account  for  that  great  differ- 
ence ? — There  is  a great  disprojiortion  there,  and 
I Avill  explain  that  ; that  is  a special  case ; it 
arose  in  this  Avay  : there  was  a small  indepen- 
dent raihvay  promoted,  called  the  Bristol  and 
South  Wales  Union,  which  company  constructed 
a line  from  Bristol  to  Ncav  Passage  ; they  under- 
took to  construct  machinery  for  loading  and  un- 
loading goods,  so  that  they  conld  be  taken  across 
the  Severn  and  then  transhipped  and  taken  by  the 
Great  Western ; but  they  never  carried  that  out. 
The  Great  Western  Kaihvay  Company  had  un- 
dertaken to  work  the  line  ; it  was  not  profitable, 
and  very  naturally  they  put  great  pressure  upon 
the  company,  notAvithstanding,  they  did  not  make 
proper  provision  for  the  conveyance  of  the  goods 
that  they  Avished  Ave  should  carry.  We  very 
strongly  objected  to  do  it,  but  we  being  a large  com- 
pany and  they  a poor  company,  our  directors  gave 
way  and  proceeded  to  carry  the  traffic,  although 
Ave  pointed  out  to  them  that  it  Avould  be  probably 
at  a loss  to  us  to  do  it.  We  Avere  the  Avorkers  of 
the  line ; Ave  worked  at  a per-centage  of  the 
receipts,  so  that  if  we  got  a sovereign  they  Avould 
get  10s.  And  on  the  Avhole,  rather  than  Jiave  any 
difficulty  with  them  we  proceeded  to  carry  the 
traffic.  The  South  Wales  Junction  people  had 
a local  resident  gentleman  to  look  after  their 
interests  in  Bristol,  and  the  rates  Avhich  he  jiro- 
])osed  were  adopted  after  the  Great  Western 
Company  had  looked  into  the  matter.  I myself 
pointed  out  on  several  occasions  last  year  to  the 
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traffic  manager  that  the  traffic  ivould  not  pay  ns 
to  carry ; he  consulted  the  goods  manager  in 
South  Wales,  and  he  urged  that  we  ought  not  to 
cancel  the  rates,  and  that  even  though  it  was  not 
ja-ofitahle  in  itself,  it  ivas  a little  higher  than  the 
rates  would  be  by  water,  and  thought  that 
inasmuch  as  the  tunnel  would  be  constructed  in 
a comparatively  short  time,  we  ought  not  to 
cancel  the  rates,  so  that  it  is  quite  a special 
question  arising  in  that  way  with  regard  to  the 
clisjiroportion  of  the  rates  on  sugar. 

12889.  Now  Mr.  Taylor  made  a statement 
about  the  twc-ton  lot  which  he  said  bore  very 
hardly  upon  the  puhlic;  I asked  him  at  Question 
3348,  “ Is  it  necessary  in  order  to  enjoy  the 
advantage  of  this  twc-ton  rate  that  your  goods 
should  all  be  purchased  at  the  same  jilace  and  be 
packed  together  in  the  same  cases?  To  which  he 
rejilied,  “ They  must  not  only  be  purchased  at  the 
same  jjlace,  but  they  must  be  lying  at  the  same 
wharves.”  And  then  I asked  him,  “ So  that  if  you 
bought  goods  to  the  amount  of  two  tons,  Avhich 
were  ivhat  I may  call  collected  goods,  from 
different  })arts,  you  would  not  enjoy  the  two-ton 
rate.”  He  said  he  would  not  ; is  not  that  rather 
hard,  that  if  you  give  a tivo-ton  rate  you  sliould 
surround  it  ivith  such  difficulties,  that  the 
ordinary  trader  could  not  avail  himself  of  it  ? — 
He  would  scarcely  be  getting  two  tons  of  sugar 
from  different  manufacturers. 

12890.  He  is  constantly  doing  it;  he  says,  “ If 
we  bought  tivo  tons  of  currants  or  two  tons 
of  tea  the  same  day  at  tlie  same  house,  it  ivould 
be  ten  to  one  that  they  did  not  lie  at  the  same 
wharf”? — I believe  as  regards  tea,  Avherever  it 
lies,  the  one  charge  is  made;  and  moreover  tea  is 
collected. 

12891.  Is  it  not  hard  if  you  say  to  people  that 
if  they  send  hvo  tons  of  goods,  they  shall  get  a 
certain  rate,  that  you  shoidd  take  that  away  if 
the  goods  are  not  lying  at  the  same  wharf? — But 
the  cost  of  collection  is  an  element,  and  that  cost 
has  to  be  borne  by  the  company,  and  is  increased 
if  they  have  to  go  to  two  or  three  buildings  to 
make  up  a tivo-ton  load. 

12892.  Now  I wish  to  ask  you  about  the 
carriage  of  tea  about  which  Mr.  Taylor  stated 
some  curious  facts;  he  said  he  paid  a rate  of  45  s. 
a ton  from  London  to  Swansea,  and  from  London 
to  Exeter,  which  is  the  same  distance,  the  carriage 
w’as  33  s.  4 d.,  and  from  London  to  Plymouth, 
Avhich  is  50  miles  further,  the  carriage  ivas  24s.  2d.\ 
can  you  explain  that  anomaly  ? — There  is  no 
doubt  an  apparent  anomaly  in  the  rates,  but  that 
arises  from  competition  by  sea.  We  must  either 
charge  a competitive  rate  with  the  sea  traffic  or 
give  up  the  traffic  altogether. 

12893.  Is  the  24  s.  2d.  on  tea  to  Plymouth  a 
remunerative  rate  to  you  ? — It  ivill  leave  a small 
profit,  but  only  a very  small  one. 

12894.  If  it  leaves  a small  profit  it  is  perfectly 
clear  that  the  rate  from  London  to  Swansea 
must  leave  a vei'y  large  profit  ? — It  leaves  a much 
larger  one,  no  doubt,  but  it  is  i)erfectly  obvious 
that  a railway  company  could  not  exist  if  the 
traffic  only  yielded  such  a profit  as  that  obtained 
from  the  tea  betiveen  London  and  Plymouth. 
Then,  again,  the  question  is,  is  the  railway  com- 
pany to  compete  Avitli  the  sea  or  not ; that  is  the 
simple  question. 
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12895.  What  is  your  opinion  upon  that  point? 
— I think  it  is  clearly  to  the  interest  of  the 
public  that  they  should  compete  w'ith  the  sea; 
and  give  the  trader  the  benefit  of  a railway 
communication  daily,  even  although  they  do  not 
carry  at  the  same  rate  as  the  sea. 

12896.  Do  you  think  it  w’ould  not  be  in  this  ivay, 
that  your  profit  tq)on  the  London  and  Plymouth 
rate  is  so  small  that  you  are  obliged  to  make  a 
larger  profit  ujjon  the  London  and  Swansea  rate 
than  you  ivould  be  obliged  to  if  you  did  not  carry 
between  London  and  I'lymouth?  — I do  not  ])ut 
it  that  way  at  all,  because  if  we  got  any  profit 
upon  the  Plymouth  rate  at  all,  that  is  no  hard- 
ship upon  the  Swansea  man. 

12897.  Supposing  the  Plymouth  rate  ivas  not 
remunerative,  would  you  not  have  to  charge  a 
higher  figure  to  other  jdaces  to  Avhicli  there  Avas 
not  sea  competition,  in  order  to  make  a ])rofit  ? — 
No,  not  if  the  traffic  paid  its  expenses ; but  if 
the  company  suffered  a loss  by  reason  of  that 
traffic,  that  certainly  might  be  the  case. 

12898.  Do  you  think  that  the  company  ahvays 
competes  Avith  the  sea  at  a jR'ofit? — As  I said 
before,  it  is  difficult  to  sajq  unless  the  case  Avas 
put  before  me  in  all  its  a,spects  ; I Avould  not  like 
to  say  that  there  are  not  cases  in  AvhIch  the  rates 
are  too  Ioav.  Indeed  I think  the  raihvay  compa- 
nies have,  in  some  cases  as  against  the  sea,  unne- 
cessarily reduced  the  rates. 

12899.  Do  you  think  there  Avould  be  many 
such  cases? — 1 should  say  not. 

12900.  The  com])any  Avould  not  have  un- 
necessarily reduced  the  rates  to  any  inland  to Avn? 
— I should  say'  not. 

12901.  I Avas  going  to  ask  Avhether  your  low 
rate  to  Plymouth  had  anything  to  do  with  your 
having  a dock  at  Plymouth? — Nothing  Avhat- 
ever ; the  traffic  Avould  not  touch  the  dock. 
The  traffic  AA'ould  be  carted  right  into  the  town, 
and  not  go  to  the  dock  at  all. 

12902.  You  carry  no  tea  for  export  to  Ply- 
mouth?— None  Avhatever;  there  is  no  such  trade. 

12903.  Noaa',  will  y’ou  tell  me  about  the  classi- 
fication ; Avhat  is  the  Clearing  House  classifica- 
tion, and  hoAv  docs  it  differ  from  the  Parliamen- 
tary' classification  ? — I explained  in  my  evidence 
on  the  last  occasion  that  although  there  is  a very 
meagre  classification  in  the  Acts  of  Parliament, 
as  a rule  the  raihvay'  companies  have  adopted  a 
classification  which  embraces  4,000  articles, 
with  the  vicAV  of  meeting  the  requirements  of 
trade. 

12904.  Did  you  go  into  the  question  of  AAdiether 
you  considered  it  a perfect  classification  ? — I 
stated  that  the  classification  might  be  advanta- 
geously remodelled  in  some  points,  but  the  rail- 
Avay  companies  revise  it  every  year. 

12905.  I Avill  ask  you  Avhether  this  is  a classi 
fication  Avhicli  has  anything  rational  about  it;  the 
charge  from  London  to  SAvansea  is  36  s.  Sd.  for 
carrying  chicoiy,  and  32  s.  6 d.  for  carrying 
coffee,  Avhercas  Mr.  Taylor  says  that  coffee  is  the 
more  valuable  of  the  tAvo,  and  ought,  if  there 
AA'ere  any  difference,  to  be  charged  the  higher 
price? — My' note  upon  that  is  that  both  articles 
are  charged  at  the  same  rate. 

12906.  But  Mr.  Taylor  actually  produced  his 
bills  for  many  of  these  things,  he  had  them  Avith 
him  ? — Perhaps  they'  Avere  for  small  quantities. 

12907.  They 
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12907.  They  were  not  under  a ton,  and  he  gaA'e 
the  rate  per  ton  for  the  two  articles  ; now  he 
further  stated  you  put  saltpetre  in  the  first  class, 
and  carbonate  of  soda  in  the  third  class,  saltpetre 
being  about  double  the  A-alue  of  carbonate  of 
soda,  and  the  two  articles  so  much  resembling  each 
other,  that  anybody  not  knowing  the  trade  Avould 
not  know  the  difference  ? — I am  not  conversant 
wdth  the  trade,  but  saltpetre,  I assume,  passes  in 
very  much  larger  quantities  than  carbonate  of 
soda,  which  latter  Avhen  carried  in  casks  in  lots 
of  two  tons  is  charged  special  class,  17  5-  6 d.; 
and  in  less  lots,  first  cla‘^s,  32  s.  6 d 

12908.  That  would  be  the  reason  for  the  diffe- 
rence of  charge  between  the  one  and  the  other, 
would  it  not? — I could  not  say,  off-hand,  Avhat 
was  the  reason. 

12909.  Tlien  Mr.  Taylor  made  a most  extra- 
ordinary statement  about  blacking;  he  stated 
that  your  charge  from  liondon  to  Swansea  for 
blacking,  was  so  high  that  he  had  it  sent  by 
steamer  to  Liverpool,  and  then  from  Liverpool 
to  Swansea  again  by  steamer;  would  not  that 
sbow  that  you  had  a very  high  rate  for  blacking  ? 
— It  shows  that  he  had  another  way  of  carrying 
it ; I say  again  we  cannot  attempt  to  carry  many 
of  the  articles  at  the  rates  they  carry  by  steamer. 

Sir  Edtrard  Watkm. 

12910.  Have  not  Messrs  Day  and  Martin  a 
dei)6t  in  Liverpool  from  which  goods  ai’e  sent  to 
Swansea  ? — I do  not  know  at  all  how  that  may  be, 
but  there  are  many  articles  carried  from  London 
to  Plymouth  and  Swansea,  Avhich  we  cannot 
attempt  to  carry. 

Lord  Randolph  Churchill. 

12911.  Then  I asked  Mr.  Taylor,  “Do  you 
think  that  the  traffic  of  goods  on  the  railway  lines 
which  you  use  in  ymur  business  would  be  largely 
increased  if  the  London  rate  were  lowered  ? 
(A.)  I have  no  doubt  that  the  London  traffic 
Avould  be  increased  many  times.”  Then  he  says 
he  has  spoken  upon  that  point  Avith  the  local 
managers  at  Swansea,  and  they  agree  Avith  him 
that  the  London  traffic  Avould  be  considerablv 
increased  if  the  charges  Avere  lowered  ; Avould  you 
agree  Avith  that  vieAV  ? — I would  not  like  to 
express  an  opinion  upon  that  point  unless  I had 
the  facts  before  me ; of  course  you  must  have 
the  facts  and  discuss  the  matter  with  him,  or 
other  persons  conversant  Avith  the  trade,  before 
you  know  exactly  what  conclusion  to  draw,  but  I 
was  very  much  surprised  to  see  his  remarks  about 
the  relative  advantage  of  getting  a supply  from 
London  and  Bristol,  considering  that  Bristol  is 
the  depot  for  the  supply  of  the  Avhole  of  South 
Wales,  and  not  only  that,  but  it  sends  up  in  com- 
petition Avith  London  to  places  A'ery  close  to 
London. 

12912.  Then  you  talked  about  arrangements 
made  by  the  companies  to  facilitate  the  trade. 
Mr.  Hickman  told  the  Committee  a curious  cir- 
cumstance; he  said  that  the  rate  for  Warwick- 
shire coal  on  the  Midland,  from  Nuneaton  to 
Portsmouth,  was  17  s.  10  f/.,  a distance  of  197 
miles,  and  to  Nottingham,  a distance  of  47  miles, 
it  Avas  3 s.  4 d,  ; to  liugby,  34  miles,  it  was  2 s., 
and  to  Wolverhampton,  a distance  of  30  miles, 
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the  rate  was  4 s,  3 d.  ; and  he  Avas  asked  in  expla- 
nation of  that,  “ how  do  you  account  for  the  ex- 
traordinary discrepancy  ” ; and  he  accounts  for  it 
by  supposing  that  the  Midland  Company  Avere  in 
the  ring.  Then  I asked  him,  “ did  not,  in  fact, 
Mr.  Allport,  the  manager  of  tlie  Midland  Com- 
pany, state  on  oath  before  a Committee  of  the 
House,  that  if  the  Midland  Raihvay  Comjiany 
Avere  allowed  to  come  into  this  district,  and  to 
make  this  tine  they  AA^ere  then  proposing,  it  Avould 
result  in  a very  large  reduction  of  the  rate,”  and 
his  ansAver  Avas,  “ it  Avas  his  opinion  that  it 
Avould.”  Mr.  Allport  came  to  the  House  repre- 
senting the  Midland  Company,  and  giving  evi- 
dence in  faA’our  of  the  making  of  the  line,  and 
stating  that  the  public  Avould  derive  considerable 
advantage  from  tlie  reduced  rates,  Avhereas,  as  a 
matter  of  fact,  the  rates  instead  of  being  reduced 
Avere  kept  at  the  same  figure  as  they  Avere  before. 
Do  you  agree  Avith  IMr.  Hickman  generallj^,  that 
Avhen  tiie  Midland  Company  came  into  the  Staf- 
fordshire district  they  had  to  accept  your  rates, 
and  Avere  precluded  from  charging  the  loAA'er 
rates  Avhich  had  been  held  out  to  induce  Parlia- 
ment to  grant  the  line? — I knoAv  nothing  AA'hat- 
ever  of  the  circumstances  stated  by  Mr.  Hick- 
man, or  of  the  evidence  supposed  to  have  been 
given  by  Mr.  Allport;  as  far  as  I knoAv,  the  Mid- 
land Company  Avhen  they  came  into  the  South 
Staffordshire  district  Avere  under  no  compulsion 
AvhateA'er;  they  would  go  into  the  rates  and 
satisfy  themselves  Avhether  they  thought  they 
Avere  reasonable  rates,  and  if  they  thought  they 
were  not  reasonable  they  AAmuld  have  been  under 
no  compulsion  to  adopt  them. 

12913.  But  is  it  not  a curious  thing  that 
Avhereas  their  rates  upon  their  oAvn  line  ? — But  I 
Avas  going  to  ask  whether  that  Avas  a rate  for  coal. 

12914.  For  Warwickshire  coal  the  rate  Avas 
4s.  3d.  to  Wolverhampton,  a distance  of  30 
miles  ? — 1 Avould  suggest  that  there  must  be  some 
mistake  about  that,  but  the  general  manager  of 
the  Midland  Company  Avill  follow  shortly,  and  he 
Avili  be  able  to  explain  the  circumstances  I have 
no  doubt  Avliatever. 

12915.  I asked  you  that  question  because  you 
Avere  talking  about  combination  in  your  evidence  ? 
— You  may  take  it  t'lat  there  Avould  be  no  com- 
bination which  Avould  bring  about  such  a result 
as  that. 

12916.  Y’^ou  Avould  not  say  that  because  they 
came  into  Staffordshire,  they  had  to  charge 
double  Avhat  they  Avould  have  otherAvise  charged? 
— Clearly  not. 

Air.  Barclay. 

12917.  When  you  wore  commenting  upon  Mr. 
Hunter’s  statement,  that  persons  Avere  unAvilling 
to  give  evidence  before  the  Committee,  you  said 
you  Avould  like  to  see  such  pei’sons  ; did  you  moan 
by  that  to  throAv  doubt  upon  Air.  Hunter’s  state- 
ment ? — No;  I meant  that  I Avould  like  to  see 
that  person  upon  the  Great  Western  Company’s 
system,  and  see  Avhat  his  reason  AA'as  ; if  a person 
made  that  statement  I should  like  to  ask  him  the 
grounds  upoiiAvhich  he  came  to  such  a conclusion. 

12918.  According  to  a large  portion  of  the 
evidence  which  you  have  giA'^en  to  the  Committee, 
this  terminal  question  is  a very  long  story,  and 
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Mr.  continued. 

has  seriously  engaged  the  attention  of  railway 
companies  and  Parliament  since  1859? — No,  not 
during  the  last  20  years. 

12919.  I thought  you  stated  that  the  Great 
M'estei’n  Pailway  Company  came  to  Parliament 
in  1859,  and  wished  Parliament  to  fix  a terminal 
charge  ? — That  was  so. 

12920.  And  Parliament  refused,  in  short,  to  fix 
a terminal  charge  for  you? — For  one  company. 
Then  the  legislation  took  place  in  1861,  and  upon 
the  understanding  then  come  to  it  was  agreed 
that  the  Committees  would  re-insert  the  clause 
w’hich  had  been  formerly  adopted,  but  which  for 
two  years  they  had  struck  out  of  some  of  the 
Bills,  and  modified  in  others  ; therefore,  upon  that 
settlement  nothing  has  been  done  since. 

12921.  Has  there  been  any  clause  enacted  in 
any  Act  of  Parliament  fixing  the  charge  for 
terminals  ? — Yes,  in  the  North  Staffordshire  Act 
I find  that. 

12922.  When  was  that  Act  passed  ?— Last 
year. 

12923.  Is  there  any  other  case  that  you  can 
mention? — The  London  and  North  Western,  and 
the  Lancashire  and  Yorkshire,  have  terminal 
clauses  upon  certain  traffic,  but  not  such  full 
clauses  as  the  North  Slafibi’dshire  clause. 

12924.  Does  that  refer  to  the  charge  to  the 
coalmasters  of  3 d.  a ton? — I do  not  know  whether 
you  are  referring  to  the  Lancashire  and  Yorkshire 
clause. 

12925.  I am  referring  to  the  North  Stafford- 
shire clause  ? — That  clause  is  before  the  Com- 
mittee ; but  that  clause  goes  much  further  than 
minerals ; it  says,  “ Provided  always,  that  the 
company  may  in  addition  to  the  foregoing 
charges  for  the  aforesaid  conveyance  make  such 
charges  as  are  respectively  authorised  by  the 
85th  and  87th  sections  of  the  Acts  of.  1847,  the 
24th,  25th,  and  26th  sections  of  the  North  Staf- 
fordshire Railway  Act  of  1879,  and  by  this  Act, 
and  also  reasonable  charges  for  the  use  of  sleep- 
ing carriages,  saloon  carriages,  refreshment  car- 
riages, or  receiving  offices  for  parcels  or  goods,  or 
for  collecting,  loading,  unloading,  or  delivering 
traffic,  or  for  the  use  of  covers  or  tarpaulins, 
storehouses  or  sheds,  or  for  the  use  of  stations  or 
sidings  for  loading  or  unloading,  or  for  any  other 
accommodation  or  service  not  incidental  to  the 
aforesaid  conveyance,  where  such  accommodation 
or  service  shall  have  been  provided  by  the  com- 
pany, but  nothing  herein  shall  affect  the  provi- 
sion as  to  coal,  cannel,  culm,  slack,  coke,  or 
cinder  traffic  in  Section  26  of  the  Act  of  1879.” 

12926.  Did  the  North  Staffordshire  Bill  pass 
through  Parliament  as  an  unopposed  Bill? — Last 
year  it  did. 

Sir  Edward  Watkin. 

12927.  Was  it  an  unopposed  Bill  because  the 
traders  of  the  district  had  agreed  to  it  with  the 
North  Staffordshire  Comj)any  ? — So  I under- 
stand. In  the  previous  Session  the  North  Staf- 
fordshire Company  had  a Bill  in  Parliament 
which  was  strongly  opposed  by  the  traders, 
particularly  by  one  company,  but  in  the  last 
Session  of  Parliament  they  came  to  an  arrange- 
ment, and  the  Bill  passed  unopposed. 


Mr.  Barclay. 

12928.  The  fact  remains  that  the  Bill  passed 
through  this  House  as  an  unopposed  Bill  ? — Yes, 
under  those  circumstances. 

12929.  The  preamble  of  the  Bill  stating  that 
certain  traders,  and  the  railway  company,  had 
agreed  ujion  those  charges? — Yes. 

12930.  But  the  general  public,  who  are 
affected  by  these  clauses  as  well  as  the  traders, 
had  no  appearance  made  for  them? — The  public 
in  London,  or  Southampton,  or  whoever  there 
might  be  interested  indirectly,  were  not  before 
the  Committee. 

12931.  But  those  in  North  Staffordshire;  were 
they  represented  ? — I cannot  say  to  what  extent 
they  had  any  meeting  with  the  traders  in  North 
Staffordshire,  but  the  circumstances  of  the  opposi- 
tion of  the  previous  session  were  perfectly 
notorious. 

Sir  Edward  Watkin. 

12932.  The  Bill,  I suppose,  went  before  Lord 
Redesdale  ? — The  Bill  went  before  Lord  Redes- 
dale  on  several  occasions;  I may  state  that  I had 
something  to  do  with  this  Bill  of  last  Session  and 
the  Session  before,  and  1 know  it  was  before 
Lord  Redesdale  several  times. 

Mr.  Ear  clay. 

12933.  The  fact  remains  that  though  certain 
traders  agreed  with  the  railway  company  upon 
this  clause,  the  general  public  in  the  North 
Staffordshire  district,  who  were  also  affected  by 
the  clause,  were  not  I'epresented  upon  the  Bill 
coming  into  the  House,  and  the  Bill  passed  un- 
opposed ? — They  did  not  oppose  the  Bill,  and 
they  could  have  opposed  the  Bill  if  they  had 
liked,  so  I presume  they  were  satisfied. 

12934.  Upon  the  question  of  overcharge,  the 
px’incipal  difference  between  you  and  Mr.  Hunter 
is,  whether  you  are  entitled  to  charge  terminals? 
— It  is;  of  course  Mr.  Hunter  does  not  dispute 
the  right  to  charge  cartage,  which  is  also  included 
in  the  difference  between  the  maximum  rate  and 
the  charge  made. 

12935.  By  terminals  we  understand  those 
charges  which  are  referred  to  in  your  evidence 
under  the  second  head? — Under  the  first  and 
second  heads. 

12936.  The  right  to  make  those  charges 
according  to  your  contention  is  usually  contained 
in  the  terminal  clauses  of  the  Bill? — Yes. 

12937.  That  is  the  clause  interpreting  what 
the  toll  clauses  mean,  or  what  you  are  entitled  to 
charge  for,  besides  the  tolls  ? — In  many  cases  it 
is  the  preamble  to  the  maximum  rates. 

12938.  Do  you  contend  that  whei’e  a railway 
company  has  no  terminal  clause,  it  is  entitled  to 
charge  for  those  terminals  mentioned  by  you  ? — 
In  the  case  of  some  of  the  small  companies,  to 
which  I referred  on  Friday,  companies  whose 
lines  were  authorised  in  the  years  1860  and  1861 
without  terminal  clauses,  I would  not  be  pre- 
pared to  say  what  the  e fleet  would  be,  but  those 
would  be  very  few  ; they  were  all  very  small 
companies  ; there  are  no  large  companies  in  that 
position  in  the  country. 

12939.  In  respect  to  those  companies  that  have 
not  terminal  clauses,  you  do  not  contend,  what- 
ever your  opinion  may  be,  that  they  can  law- 
fully charge  for  those  terminal  services  ? — I 

would 
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would  rather  not  express  any  opinion  at  all  upon 
that  point.  I have  told  you  the  fact  tliat  these 
coni2:)anies  applied  for  the  pov/er,  but  they  ac- 
cepted their  Bills  without  a clause. 

Sir  Edward  Watldn. 

12940.  Would  you  read  any  clause  in  any  of 
those  Bills  which  compels  those  companies  which 
have  no  terminal  clause  to  2)i’ovide  any  terminal 
accommodation  ? — There  is  no  such  thing  as  a 
clause  in  any  Act  compelling  railway  com2)anies 
to  construct  a station  upon  their  railway,  except 
in  such  cases  as  I have  stated  where  a landowner 
has  forced  them  by  appeai-ance  before  Committee 
or  by  agreement  to  do  so. 

Mr.  Gregory. 

12941.  But  they  are  under  the  liability  of 
common  cariners,  are  they  not  ? — I do  not  under- 
stand tliat  any  railway  company  is  under  tlie 
liability  of  common  carriers  ; we  have  had  the 
best  advice  in  England  to  the  effect  that  railway 
companies  are  not  bound  to  become  common 
carriers.  I may  say  that  we  have  had  that  advice 
repeated  to  us  within  the  last  few  days. 

12942.  You  have  had  no  judicial  decision  upon 
that  question,  have  you  ? — We  have  had  no 
judicial  decision  upon  that. 

12943.  Was  not  that  question  raised  the  other 
day  ? — There  was  the  Great  North  of  Scotland 
case,  if  you  refer  to  that. 

Mr.  Barclay. 

12944.  In  respect  to  any  compulsion  upon  the 
railway  companies  to  provide  terminal  accommo- 
dation, there  is  no  difference  in  the  clauses 
between  a I’ailway  company  that  has  those  clauses 
and  a railway  company  which  has  not,  is  there  ; 
there  is  no  more  obligation  upon  a railway  com- 
pany which  has  terminal  clauses  to  provide 
station  accommodation  than  upon  one  which  has 
not? — You  may  take  it  generally  that  in  no 
case  has  a railway  company  ever  been  required 
to  provide  station  accommodation  by  their  Act  of 
Parliament. 

12945.  By  any  special  clause  in  their  Act? — 
By  no  Act  at  all,  special  or  otherwise,  with  the 
exception  I have  mentioned,  of  the  landowner 
forcing  it. 

12946.  In  the  case  of  the  Great  Western 
Railway  Company  you  depend  for  your  power 
to  charge  terminals  upon  Section  49  of  the  Act 
of  1847,  do  you  not? — That  is  so. 

12947.  In  your  case  there  would  be  no  dispute, 

I suppose,  as  to  your  power  to  charge  for  loading, 
covering,  and  unloading  ? — I assume  that. 

12948.  What  do  you  refer  to  in  saying  that 
there  is  some  doubt  about  the  construetion  of  the 
words  loading  and  unloading? — Those  doubts 
were  raised  by  the  carriers  about  the  years  1851 
and  1859  ; they  wished  to  have  it  laid  down  that 
we  were  only  entitled  to  charge  for  loading  and 
unloading,  and  not  for  interest  upon  the  station 
accommodation,  but  no  one  has  attempted  to  raise 
such  a question  against  the  company  since  1859. 

12949.  But  did  the  carriers  say  that  you  were 
not  entitled  to  charge  for  loading  and  unloading 
if  you  performed  the  service?—!  said  any  other 
charge  than  loading  and  unloading. 
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12950.  Would  you  refer  to  your  evidence  upon 
the  subsequent  clause,  where  you  say  that  the 
doubt  raised  is  upon  the  construction  of  the  words 
loading  and  unloading  ? — I say  we  contend  that 
loading  or  unloading  must  mean  the  means  for 
loading  and  unloading.  It  must  mean  .sheds, 
cranes,  and  so  on ; something  more  than  the 
simjde  porter’s  wages. 

12951.  You  contend  that  it  means  a good  deal 
more  than  the  mere  taking  out  of  and  putting 
into  the  Avaggons,  whether  by  manual  or  mecha- 
nical power  ? — It  means  all  the  expense  that  a 
railway  is  put  to,  and  must  be  put  to,  to  enable 
them  to  load  and  unload  the  goods. 

Sir  Edward  Watldn. 

12952.  Including  the  interest  on  capital? — 
Yes,  including  interest  on  capital.  If  the  Com- 
mittee Avill  alloAv  me,  I have  brought  Avith  me 
some  statements  shoAving  the  cost  of  three  stations, 
one  at  Smithfield,  one  at  Bath,  and  one  at  Eve- 
sham, Avhich  are  simple  illustrative  cases,  not 
mixed  up  Avith  any  passenger  station  accommoda- 
tion at  all  ; those  tables  Avill  shoAv  the  actual  cost 
of  the  land  and  the  Avorks,  and  the  exact  manner 
in  Avhich  Ave  have  arrived  at  the  figures,  so  that 
the  Committee  Avill  be  perfectly  satisfied  that 
the  company  are  put  to  the  charges  I have  stated, 
and  that  cost  Avould  have  to  be  paid  by  the 
carriers,  if  the  company  ceased  to  carry  or  re- 
fused to  do  the  terminal  services.  (^The  Witness 
handed  in  the  Tables.) 

Mr.  Barclay. 

12953.  Let  me  refer  you  to  an  opinion  upon 
that  question,  quoted  by  Hodge  on  Raihvays 
(^handing  a hook  to  the  Witness)  ? — I Avill  read  the 
passage : “ It  remains  to  speak  of  terminal 
charges.  Those  are  charges  for  loading  and  un- 
loading, and  other  services  of  a like  nature,  which 
raihvay  companies  perform  for  their  customers 
Avhen  the  Avork  of  carrying  is  over;  terminals  are 
not  mentioned  in  the  Railway  Clauses  Acts, 
Avhich  authorise  charges  for  carrying  only  ; each 
company  derives  its  authority,  if  any,  to  make  a 
terminal  charge  from  its  own  sjiecial  Act,  and 
the  nature  of  the  charge  is  variously  defined  in 
those  Acts ; sometimes  the  Terminal  Clauses 
authorise  a reasonable  sum  for  loading  and  un- 
loading, covering,  and  for  delivery  and  collection 
of  goods  and  other  services  incidental  to  the 
business  of  carriers,  and  a further  reasonable  sum 
for  Avarehousing  and  Avharfage,  and  for  any  other 
extraordinary  services  Avbich  may  reasonably  be 
performed  by  the  company.”  I Avould  entirely 
concur  Avith  this  statement ; those  are  e.xactly  the 
vieAvs  I have  been  expressing. 

12954.  You  entirely  agree  v'ith  Hodge  in  his 
vieAvs  upon  that  subject  ? — I entirely  agree  Avith 
Hodge  upon  the  paragraph  Avhich  I have  read  ; 

I would  not  like  to  say  that  I agree  with  all  that 
book  contains. 

12955.  Are  you  acquainted  with  GidloAv’s 
case? — Generally!  am,  but  not  specifically ; you 
will  have  the  manager  of  the  railway  before  you. 

12956.  I think  you  have  given  the  Committee 
an  opinion  upon  this  question,  and  I Avant  to  see 
hoAV  far  your  opinion  agrees  with  the  decision  I 
propose  to  call  your  attention  to? — I only  Avent 
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Mr.  Barclay — continued, 
as  far  as  to  say  that  that  decision  and  the  others 
tended  to  restrict  competition. 

12957.  Do  you  know  anything  of  the  case  of 
Ivens  V-  The  London  and  North  Western  Com- 
pany ? — I do  not  remember  the  case. 

12958.  You  have  expressed  a very  decided 
opinion  upon  this  question  -with  reference  to  the 
power  of  the  companies  to  charge  terminals  ? — I 
suppose  you  founded  that  opinion  upon  some 
examination  of  the  cases,  or  of  the  law  as  laid 
down,  or  of  the  Acts  of  Parliament  ? — Of  course 
we  have  not  gone  to  an  examination  of  any  other 
Company’s  Acts  to  know  what  our  own  powers 
are ; I have  gone  upon  the  construction  of  the 
powers  in  our  own  Acts, 

12959.  I must  ask  you  to  refer  to  this  case  in 
which  Mr.  Ivens  made  an  application  against 
the  London  and  North  Western  Company  for  a 
charge  which  they  made  under  the  15th  section 
of  the  36  & 37  Viet.  c.  48  {liaudiug  a book  to 
the  Witness)!.  — It  appears  that  this  was  a case 
which  went  before  the  11  ail  way  Commissioners 
and  was  never  heard. 

12960.  The  case  to  which  I refer  is  the  case  of 
Ivens  V.  The  London  and  North  Western  Rail- 
way Company,  described  in  Mr.  Browne’s 
“ Practice  before  the  Railway  Commissioners,” 
in  these  words ; “ One  application  has  been  made 
to  the  Railway  Commissioners  under  this  sec- 
tion ; the  applicant  was  W.  Ivens,  and  the  de- 
fendants the  London  and  North  Western  Rail- 
way Companv.  The  ap})lication  referred  to  an 
order  made  by  the  Commissioners  enjoining  the 
defendant  company  to  distinguish  the  items  of 
their  charges  in  the  book  of  rates  and  distances, 
and  set  out  the  entry  made  in  consequence  of  such 
order  in  the  said  books.  The  details  of  terminals 
in  the  said  entry  were  as  follows : that  is  to  say, 
at  forwarding  station,  station  accommodation,  1 s. ; 
cranage,  4 d.  ; clerkage,  1 d. ; ropes,  chains,  and 
labels,  1 d.  ; accommodation  at  receiving  station, 
1 s. ; maliing  a total  of  2 s.  6 d.  It  is  also  stated 
that  the  said  company  charged  the  applicant 
beyond  and  in  addition  to  the  rates  for  round 
timber  specified  in  their  books,  1 s.  6 d.  per  ton 
for  each  ton  of  timber  loaded  by  them,  the  un- 
loading of  the  same  being  arranged  for  by  the  con- 
signee, who  were  charged  1 s.  6 d.  per  ton  for  all 
timber  unloaded  by  the  said  company,”  Do  you 
think  if  those  services  had  been  performed  upon 
your  line  you  would  have  been  entitled  to  make 
similar  charges  under  the  clause  in  your  Act  ? — 
Yes,  I do. 

1296  1.  Are  you  aware  that  this  case  never 
came  to  a hearing,  applicant  obtaining  all  he 
required  from  the  railway  company  without  an 
order  of  the  Commissioners  ? — I only  know  it 
from  seeing  it  in  the  book ; I did  not  know  it 
before. 

12962.  Will  you  refer  to  Clause  60,  page  9 
I may  inform  you  that  that  is  a clause  in  the 
Great  North  of  Scotland  Railway  Act,  under 
which  they  are  working  at  the  ju’esent  moment 
(hundiny  a hook  to  the  Witness) ; I wish  to  ask 
you  what  is  the  difference  between  that  clause 
and  the  clause  in  the  Great  Western  Railway 
Act,  upon  which  you  rely,  as  this  clause  distinctly 
states  that  the  Great  North  of  Scotland  Railway 
Company  are  entitled  to  charge  for  any  wharf 


Mr.  Barclay — continued. 

(there  is  no  question  about  warehouse,  therefore 
I do  not  refer  to  that),  depot,  or  such  other  like 
accommodation,  and  a further  reasonable  sum  for 
the  trouble  occasioned  by  the  collection  and 
delivery  of  the  goods? — It  does  not  put  it  under 
the  words  ‘‘  loading  and  unloading.” 

12963.  They  have  in  addition  to  your  clause 
the  words  “depot”  or  “wharf”? — Yes,  or  “such 
other  like  accommodation  which  includes  the 
whole  station.” 

12964.  And  you  have,  which  they  have  not, 
the  power  to  charge  for  loading  and  unloading? — 
Yes,  this  does  not  provide  for  loading  and  un- 
loading specifically,  whereas  the  Great  Western 
Railway  Act  does,  and  our  maximum  rate  clause 
states  that  that  is  the  charge  for  “ conveyance 
along  the  railway.”  If  you  refer  to  Clause  49 
of  our  Act,  you  will  see  that  your  clause  does  not 
include  the  ■word  “ covering,”  while  the  Great 
Western  Company’s  clause  does.  Then,  again, 
the  Great  North  of  Scotland  Company’s  clause 
has  not  the  words,  “ Other  duties  incidental  to 
the  business  of  a carrier  as  applicable  to  the 
station,  to  wit,”  but  “ other  duties  incidental  to 
the  business  of  a carrier  in  and  upon  the  rail- 
ways,” which  is  a difterent  mode  of  expressing 
the  same  thing. 

12965.  Do  you  know  that  the  Great  North  of 
Scotland  Railway  Comjiany  were  before  the 
Railway  Commissioners  upon  an  important  case 
some  time  ago? — Yes,  it  was  a case,  no  doubt,  of 
importance  in  its  degree. 

12966.  That  was  the  case  of  the  Traders  v.  The 
Great  North  of  Scotland  Railway  Company? — 
Yes,  that  was  about  three  years  ago. 

12967.  The  complaint  in  that  case  was  that 
the  railway  company  w’ere  charging  more  than 
the  maximum  rates  allowed  for  the  conveyance 
of  the  goods,  was  it  not? — You  know  better  than 
I do,  but  I thought  the  cause  of  complaint  was 
that  the  company  were  charging  guano  and  arti- 
ficial manure  under  a class  higher  than  they  had 
the  power  to  do ; it  was  stated  by  the  complain- 
ants that  it  must  come  under  the  head  of  dung, 
because  the  charging  clause  contained  the  words 
“ and  all  sorts  of  manure.” 

12968.  If  the  railway  company  had  been  enti- 
tled to  charge  for  terminals,  ■would  they  not  have 
been  entitled  to  charge  something  in  addition  to 
the  dung  rates  ? — So  they  would  have  been  ; I 
cannot  conceive  that  there  can  be  any  doubt  upon 
that. 

12969.  Did  not  the  Railway  Commissioners 
give  an  injunction  not  to  charge  more  than  the 
maximum  rates  on  that  class  ? — The  company  did 
not  ask  for  power  to  charge  terminals  before  the 
Railway  Commissioners ; it  was  on  that  point  a 
very  imperfectly  fought  out  case,  and  if  any  such 
case  is  fought  out  with  any  raihvay  company  in 
England  I hope  it  will  be  very  differently  con- 
tested and  brought  to  a very  different  conclusion. 

12970.  The  Great  North  of  Scotland  Company 
■nmre  rejiresented  by  two  of  the  ablest  counsel  at 
the  bar,  were  they  not  ? — I throw  not  the  slightest 
reflection  upon  them,  but  I say  the  case  was  not 
a representative  case,  and  could  not  be  accepted 
by  any  railway  company  as  binding  against 
them. 

12971.  Whether  the  judgment  was  right  or 
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wrong,  tlie  liailway  Commissioners  granted  an 
injunction  against  the  Great  North  of  Scotland 
Railway  Company,  prohibiting  them  from  charg- 
ing anything  more  than  their  maximum  manure 
rates  for  guano  ? — They  did,  and  they  granted  a 
special  case  to  the  Court  of  Session  in  Scotland, 
which  special  case  w'as  so  framed  that  as  far  as  I 
can  read  it,  as  a layman,  the  Court  of  Session  had 
no  other  option  than  to  decide  against  the  com- 
pany : they  did  not  permit  the  Court  to  hear  the 
case  fully,  but  limited  the  power  of  the  Court  of 
Session ; I say,  therefore,  that  such  cases  as  that 
must  tend  to  litigation  rather  than  to  leading 
each  company  to  know  what  its  legal  position  is. 

12972.  Whose  fault  was  it  that  this  ease  was 
not  properly  heard  before  the  Railway  Commis- 
sioners ? — It  is  not  for  me  to  say  that  it  was  the 
fault  of  anyone  acting  for  the  company ; I am 
simply  saying  that  I would  not  be  satisfied  as  a 
railway  man  to  have  a similar  case  dealt  with  on 
behalf  of  the  Gi’eat  Western  Railway  Company 
in  such  a manner  as  that  in  which  the  Great 
North  of  Scotland  case  was  dealt  wdth. 

12973.  Are  you  awai’e  that  the  Great  Nordh 
of  Scotland  Company  were  also  dissatisfied  ? — 
No  doubt  they  were  dissatisfied  ; no  company  or 
person  is  satisfied  -when  the  decision  is  against 
them,  therefore  they  were  not  only  dissatisfied 
with  the  decision,  but  they  were  also  dissatisfied 
with  the  manner  in  which  the  case  rvas  submitted 
to  the  Court  of  Session. 

12974.  Are  you  aware  that  the  Great  North 
of  Scotland  Company  had  an  independent  action 
in  the  Supreme  Court  of  Scotland  against  the 
complainants  for  the  payment  of  their  account  ? 
— I am  not  aware  of  that. 

12975.  Are  you  aware  that  a decision  might 
have  been  got  in  that  case  entirely,  independently 
of  the  Railway  Commissioners  ? — Not  knowing 
the  facts  I cannot  answer  that  question. 

12976.  Assuming  that  the  Great  North  of 
Scotland  Railway  Company  had  an  entirely  in- 
dependent action  before  the  Supreme  Courts  in 
Scotland,  and  that  the  decision,  whatever  it 
might  have  been,  was  api)ealable  to  the  House 
of  Lords,  and  that  the  railway  company  did  not 
prosecute  that  appeal  to  the  House  of  Lords, 
we  may  assume  that  the  Great  North  of  Scotland 
Railway  Company  were  advised  that  they  had 
not  the  power  to  make  those  charges  ? — I will 
not  assume  that,  but  I will  assume,  that  if  the 
Great  North  of  Scotland  Railway  Company  had 
the  power  to  raise  the  whole  question  before  the 
Court  of  Session,  so  as  to  get  an  appeal  to  the 
House  of  Lords,  it  would  have  been  very  desir- 
able to  have  done  so. 

12977.  Could  not  they  have  done  so  by  prose- 
cuting the  companies  for  unpaid  accounts? — I 
think  you  had  better  ask  that  question  of  one  of 
the  legal  gentlemen  who  will  follow  me,  as  my 
opinion  would  not  be  worth  anything  upon  a 
matter  of  that  kind. 

12978.  This  railway  company,  the  Great  North 
of  Scotland  Company,  has  been  in  Parliament  this 
Session  with  a Bill  ? — It  has. 

12979.  And  the  clause  in  that  Bill,  as  first 
introduced  in  the  House  of  Commons,  was  to 
enable  them  to  charge  for  sidings  in  a manner 
similar  to  the  North  Staffordshire  clause  ? — They 
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had  a very  wide  clause  ; I do  not  recollect  how 
it  was  worded  when  they  introduced  the  Bill,  but 
as  it  went  into  the  House  of  Commons  it  stood 
as  the  Committee  afterwards  passed  it;  they  al- 
tered the  clause  before  it  went  into  the  Committee. 

12980.  You  are  aware  that  the  Board  of  Trade 
refused  to  allow  that  Bill  to  proceed  to  the  second 
reading  unless  the  promoters  undertook  to  with- 
draw the  clause?  — I know  the  Board  of  Trade 
required  them  to  alter  the  clause. 

12981.  The  clause,  as  modified,  was  understood 
to  be  what  is  known  as  the  model  clause,  was  it 
not  ? — The  clause  as  it  was  passed  by  the  House 
of  Commons,  enabled  the  Great  North  of  Scot- 
land Company  to  charge  for  loading  and  unload- 
ing, and  1 think  any  other  duties  incidental  to 
the  business  of  a carrier. 

12982.  And  the  House  of  Lords  have  thrown 
out  that  Bill  ? — Yes,  they  have. 

12983.  They  have  refused  to  grant  the  terminal 
services? — They  have  refused  the  powers  which 
were  sought. 

Chairman. 

12984.  Which  I understand  was  maimyonthe 
ground  of  the  sitting  of  this  Committee  ? — I gave 
evidence  before  the  Committee  both  in  the 
House  of  Commons  and  in  the  House  ot  Lords, 
and  the  purport  of  the  cross-examination  was 
that  the  fact  that  a Committee  was  sittinof  to 
consider  the  whole  question,  made  it  undesirable 
that  there  should  be  any  special  legislation  at 
this  time ; but  notwithstanding  that  the  Com- 
mittee of  the  House  of  Commons  passed  the  Bill. 

12985.  Are  you  representing  that  as  the 
ground  upon  which  the  House  of  Lords  threw 
out  the  Bill? — I did  not  do  that;  I could  not  say 
that  that  was  the  reason  wdiy  the  Ct)mmittee  threw 
it  out.  I said  that  was  one  of  the  grounds  of  the 
cross-examination.  The  Committee  of  the  House 
of  Lords  might  of  eourse  have  thrown  out  the 
Bill  under  any  circumstances. 

Mr.  Barclay. 

12986.  Do  you  consider  that  this  case  of  the 
Great  North  of  Scotland  Railway  and  the  deci- 
sions of  the  Railway  Commissioners,  and  of  the 
Court  of  Session,  at  all  affect  you  under  that 
clause  ? — As  far  as  the  Great  Western  Company 
are  concerned,  they  would  take  no  notice  of 
these  decisions. 

12987.  Are  you  aware  that  the  Railway  Com- 
missioners are  a final  court  in  regard  to  terminals  ? 
— Yes,  and  if  any  person  objected  to  the  Great 
Western  Company’s  charge  for  terminals,  we 
should  contest  the  matter  before  the  Railway 
Commissioners  in  the  same  manner  as  if  the 
Great  North  of  Scotland  Railway  Company  had 
never  been  before  them. 

12988.  Do  you  think  your  clause  is  stronger 
than  the  Great  North  of  Scotland  Company’s 
clause  ? — I do  not  understand  that  the  Great 
North  of  Scotland  Company  ever  brought  this 
part  of  their  case  before  the  Railway  Commis- 
sioners. 

12989.  The  Great  North  of  Scotland  Company 
were  taken  before  the  Railway  Commissioners 
for  overcharging  for  the  cartage  of  artificial 
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manure  ? — And  the  Great  North  of  Scotland 
Ccinpany  allowed  the  case  to  be  heard  before  the 
Railway  Commissioners  as  a simple  question  of 
whether  they  were  entitled  to  charge  a higher 
rate  per  ton  per  mile  for  guano  and  packed 
manure  than  they  rvere  for  common  dung  ; they 
did  not  raise  the  question  of  terminals  ; they 
might  have  raised  that  clearly  at  common  law  in 
suing  the  parties,  because  there  they  might  have 
sued  for  the  whole  of  their  account,  and  shown 
that  even  with  the  lower  rate  per  ton  per  mile 
and  a terminal  they  were  entitled  to  the  Avhole 
sum.  That  is  what  I meant  by  saying  that  they 
did  not  fight  their  case  properly. 

12990.  The  Railway  Commissioners  held  that 
the  Company  were  bound  to  charge  the  lower  rate 
for  the  carriage  of  the  guano,  and  they  did  not 
alloAV  a terminal ; was  not  tliat  so? — The  Rail- 
Avay  Commissioners  held  that  they  ivere  bound 
by  the  words  of  the  clause  which  specified  the  rate 
for  dung,  and  all  kinds  of  manure,  which  are  the 
Avords  to  be  found  in  the  Stockton  and  Darlington 
and  the  Liverpool  and  Manchester  first  Acts ; 
and  although  guano  is  an  article  Avhich  has  only 
been  brought  into  use  in  this  country  during  the 
last  thirty  odd  years,  and  although  it  is  more 
valuable  than  dung,  and  not  only  more  valuable, 
but  liable  to  diunage,  Avhich  dung  is  not,  the 
Railway  Commissioners  held  that  they  had  no 
option  but  to  say  that  it  came  into  the  lower 
class. 

Mr.  Gregory. 

12991.  I suppose  this  case  which  you  are  re- 
ferring to  is  reported? — It  is. 

Mr.  Barclay. 

12992.  You  know,  in  point  of  fact,  from  your 
acquaintance  with  the  case,  that  the  Rail- 
way Commissioners  did  not  allow  the  Great 
North  of  Scotland  Railway  Company  any  sum 
for  terminals  upon  the  carriage  of  manures?- — • 
I say  that  as  fir  as  I understand  that  case 
that  point  was  never  before  the  Railway  Com- 
missioners. I think  upon  that  point  If  the 
honourable  Member  thinks  there  is  anything  in 
it,  it  would  be  much  better  to  have  a ivitness  from 
the  Great  North  of  Scotland  Railway  Company, 
and  I have  no  doubt  he  ivill  admit  that  they 
never  raised  that  point. 

12993.  It  Avas  quite  Avithin  the  competence 
of  the  Great  North  of  Scotland  Raihvay  Com- 
pany and  their  counsel  to  raise  the  question,  Avas 
it  not? — Undoubtedly  it  Avas;  but  they  fought 
before  the  Raihvay  Commissioners  as  to  the 
class  in  Avhich  artificial  manure  should  stand  ; 
they  Averc  not  fighting  before  the  Raihvay  Com- 
missionei’s  for  the  jiayment  of  the  account. 

12994.  Then  you  think  the  counsel  for  the 
Great  North  of  Scotland  Railway  Company 
hardly  made  the  most  of  their  case  ? — 1 do  not 
say  that  it  AA-as  the  counsel.  I think  it  Avas  the 
company  ; the  counsel  Avould  no  doubt  deal  Avith 
the  case  as  it  Avas  laid  before  them. 

Sir  Edward  IVatldn. 

12995.  You  mean  that  a Avrong  inference  is 
being  draAvn  from  the  case  ? — 1 do  mean  that  a 
Avrong  inference  is  being  draAvn  from  it.  I think 
that  is  Avhat  has  been  done. 


Mr.  Barclay. 

12996.  Are  you  aAvare  that  the  Raihvay  Com- 
missioners did  give  them  terminals  in  that  case  ? 
— Ylay  I ask  for  Avhat? 

12997.  For  the  use  of  the  rails  in  the  harbour? 
— But  that  is  a small  bye-point  not  Avorth  dis- 
cussing. 

12998.  The  railway  companj-  claimed  a certain 
sum  Avith  respect  to  the  use  of  the  harbour  rails, 
and  the  Raihvay  Commissioners  gave  them  \d. 
per  ton? — Yes,  that  Avas  so,  but  do  you  mean 
to  contend  that  the  Great  North  of  Scotland 
Company’s  clause  does  not  enable  them  to 
charge  terminals,  because  unless  you  do  I ven- 
ture to  say  that  any  reference  to  the  case  before 
the  Raihvay  Commissioners  is  not  AVorth  dis- 
cussing. 

12999.  I say  it  does  not  give  them  that 
poAver? — I very  respectfully  say  I Avould  not 
have  the  slightest  hesitation  in  going  before  any 
independent  person,  or  an  independent  court, 
and  satisfying  that  individual  or  that  court 
that  the  Great  North  of  Scotland  Raihvay 
Company  are  entitled  to  terminals.  I say  that 
with  as  much  confidence  as  anything  I could 
say. 

13000.  Then  your  opinion  is  that  the  Great 
North  of  Scotland  counsel  or  the  company  them- 
selves mismanaged  that  case,  in  not  claiming 
Avhat  they  Avere  fairly  entitled  to? — I AA'Ould  not 
like  to  accept  the  Avord  “ mismanaged.”  I feel 
regret  that  the  company  did  not  I’aise  the  ques- 
tion of  terminals  Avhen  they  had  the  power, 
namely,  before  the  Raihvay  Commissioners,  in- 
stead of  alloAving  the  case  to  be  fought  out  upon 
one  point  only. 

13001.  Hoav  do  you  explain  their  coming  noAV 
before  Parliament,  and  asking  for  authority  to 
charge  for  loading  and  unloading,  if  they  Avere 
entitled  to  charge  for  that  before  ? — Sinqily  for 
this  reason,  that  Avhen  you  have  dropped  upon 
jieople  Avho  desire  to  contest  every  little  point 
with  you,  it  is  very  much  better  to  have  a clause 
Avhich  clearly  enables  you  to  make  a charge  for 
loading  and  unloading  rather  than  having  the 
question  raised  after  you  have  done  the  AAmrk 
upon  a past  act;  the  Great  North  of  Scotland 
Company  are  not  bound  to  load  or  unload  at  all, 
but  if  they  do  load  and  unload  it  is  much  better 
that  they  should  be  clearly  entitled  beforehand  to 
charge  lor  it  rather  than  to  have  any  question 
raised  afteinvards. 

13002.  If  the  case  is  so  clear  as  you  look  upon 
it,  Avhy  did  not  the  Great  North  of  Scotland 
Raihvay  Company  ask  the  Raihvay  Commis- 
sioners to  give  a decision  upon  the  point? — I did 
not  advise  them  in  the  case,  and  I cannot  be  held 
accountable  for  that. 

13003.  Do  you  perform  the  same  terminal 
services  for  animals  as  you  do  for  goods  ? — We 
do  not  lift  them  out  of  the  truck ; they  Avalk  out 
themselves;  avc  give  the  station  accommodation. 

13004.  Do  3’ou  not  load  and  unload  animals? 
— The  loading  and  unloading,  so  far  as  finding 
the  accommodation  goes,  Ave  do ; but  the  animals 
Avalk  in  themselves ; there  is  no  porterage  ujion 
them. 

13005.  It  is  a ditference  of  cost  in  that  re- 
spect ? — That  is  so. 


13006.  You 
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Mr.  Caine. 

13006.  You  drive  the  animals  in  ? — Yes. 

13007.  If  they  will  not  go  in  you  put  them 
in? — That  is  so. 

Mr.  Barclay. 

13008.  Do  you  charge  for  terminal  services  in 
the  case  of  animals? — No,  the  rates  are  not  cal- 
culated to  show  any  terminal  charge  for  animals. 
As  between  companies,  terminal  charges  are 
allowed  wherever  the  receipts  are  divided  over 
two  or  more  railways,  but  the  maximum  rates  in  all 
the  old  Acts,  and  speaking  for  the  Great  Western 
liailway  Company,  are  so  much  in  excess  of  what 
the  companies  do  charge,  that  we  never  take  into 
consideration  any  question  of  terminals  in  this 
case.  This  is  another  illustration  of  Avhat  Mr. 
Baxter  stated,  that,  even  without  maximum 
rates,  the  companies  would  not  charge  excessive 
rates  ; we  are  charging  for  cattle  now  enormously 
less  than  we  could  charge  if  we  liked. 

13009.  And  you  only  want  to  charge  for  ter- 
minals in  excess  of  your  maximum  rates  where 
you  think  your  maximum  rates  are  insufficient  ? 
— We  ought  to  have  the  power  to  charge 
wherever  we  perform  the  service ; but,  as  I said, 
in  the  case  of  goods,  we  provide  the  accommo- 
dation, and  the  gross  rate  that  we  charge  would 
not  be  sufficient  without  the  charge  for  terminals. 
In  the  case  of  cattle  it  is  more  than  sufficient  to 
cover  it. 

13010.  In  the  case  of  some  goods  the  maximum 
rate  is  more  than  enough  to  include  the  mileage 
and  the  terminals  ? — Y es,  much  more. 

13011.  Should  you  prefer  that  the  terminals 
should  be  charged  separately  from  the  mileage 
rates? — I have  no  objection  to  see  a reasonable 
scale  of  terminals  settled,  if  that  is  what  you 
mean. 

13012.  And  a separate  scale  for  mileage? — 
We  have  a separate  scale  for  mileage.  At  the 
present  time,  as  you  know,  the  terminal  has  to  be 
a ‘‘reasonable  sum.”  It  no  doubt  would  simplify 
matters  if  moderate  charges  were  agreed  to,  so 
as  to  satisfy  the  public. 

13013.  Who  is  to  determine  between  the  ter- 
minal services  in  respect  of  passengers  and  in 
respect  of  goods  ? — In  respect  of  passengers  we 
provide  the  station  accommodation,  but  there  is 
no  loading  and  unloading. 

13014.  You  load  and  unload  their  luggage  ? — 
Yes,  we  load  and  unload  the  passengei  s’  luggage. 

Sir  Edward  Watliin. 

13015.  Are  you  bound  to  do  that;  is  there 
any  Act  anywhere  to  say  you  shall  have  porters 
to  carry  a man’s  baggage  ? — I am  not  aware 
that  there  is,  but  I may  tell  you  that  the  rate 
paid  for  short  distance  passengers  very  often 
would  not  cover  the  station  accommodation  and 
the  service.  I have  no  doubt  there  are  such 
cases. 

Mr.  Barclay. 

13016.  Do  you  consider  yourself  entitled  to 
charge  terminals  in  respect  of  passengers  as  well 
as  goods? — We  raise  no  such  question  at  all, 
and  have  never  charged  terminals  for  passengers. 
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13017.  Do  you  claim  under  your  Act  that  you 
have  the  power  ? — I have  not  looked  at  that 
question  ; it  is  not  a question  I have  ever  dis- 
cussed or  considered. 

13018.  In  those  cases,  where  you  are  within 
the  maximum  rates  and  charging  terminals,  I 
suppose  that  your  maximum  rates  are  higher 
than  necessary  ? — They  are  higher  for  longer 
distances,  that  is  to  say,  higher  than  the  traffic 
would  bear,  and  than  we  think  it  is  the  interest 
of  the  public  and  ourselves  to  enforce. 

13019.  Do  you  say  you  keep  up  to  your  maxi- 
mum rates  for  short  distances  on  all  goods?  — I 
would  not  say  on  all  goods  ; I daresay  there  are 
many  articles  in  the  highest  class  in  the  railway 
classification  where  we  are  not  up  to  our  maxi- 
mum rate,  where  the  traffic  will  not  bear  it. 

13020.  Do  you  think  that  Parliament  intended 
that  you  should  charge  the  maximum  rates?  — 
Parliament  intended  us  clearly  to  charge  the 
maximum  rate,  else  they  would  not  have  given 
us  the  j)ower. 

13021.  What  do  you  think  of  section  86  of  the 
Railway  Clauses  Act,  1845? — That  is  one  of  the 
clauses  I referred  to  on  Friday;  this  is  a per- 
missive clause,  authorising  the  company  to  carry 
and  to  charge  any  reasonable  sum  they  like. 

13022.  Not  in  excess  of  their  maximum  rate  ? 
— These  are  not  the  maximum  rates.  Will  you 
allow  me  to  read  the  clause,  “ It  shall  be  lawful 
for  the  company  to  use  and  employ  locomotive  en- 
gines or  other  moving  power,  and  carriages  and 
waggons,  to  be  drawn  or  propelled  thereby;  and 
to  carry  and  convey,  upon  the  railway,  all  such 
passengers  and  goods  as  shall  be  offered  to  them 
lor  that  purpose,  and  to  make  such  reasonable 
charges  in  respect  thereof  as  they  may  from  time 
to  time  determine  upon,  not  exceeding  the  tolls 
by  the  special  Act  authorised  to  be  taken  by 
them.” 

Sir  Edward  Watkm. 

13023.  They  “may”  carry;  it  is  not  that  they 
“ shall  ” carry  ? — Quite  so,  that  clause  clearly 
provides  that  the  companies  may  charge  up  to  the 
very  limit  of  their  tolls. 

Mr.  Barclay. 

13024.  Is  not  your  Act  of  Parliament  subject 
to  this  Act,  this  is  the  General  Act  of  1845  ? — I 
do  not  think  that  Act  applies  to  the  Great 
Western  ; the  Great  Western  line  was  authorised 
before  that  time. 

13025.  You  are  working  under  your  Act  of 
1847  ? — That  is  with  regard  to  the  tolls,  but  I 
do  not  think  the  General  Act  applies  to  the 
Great  Western  system  ; it  applies  to  certain  of 
the  lines  which  have  been  authorised  since;  but 
in  any  case  it  does  not  matter  whether  it  aj)plies 
or  not,  that  only  shows  that  it  was  intended  that 
the  company  might  go  up  to  its  maximum  rate. 

13026.  Provided  they  are  within  a reasonable 
sum,  “ and  to  make  such  reasonable  charges  in 
respect  thereof  as  they  may  from  time  to  time 
determine  upon  ” ? — Any  other  construction  of 
that  clause  than  that  which  I give  would  mean 
that  Parliament  had  given  power  to  make  un- 
reasonable charges, 
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Mr.  Barclay — continued. 

13027.  This  clause  says  you  must  make  reason- 
able charges,  not  exceeding  the  maximum  rate  ? 
— Then  1 say  that  the  construction  of  that  clause 
is  that  the  maximum  rate  is  a reasonable  charge. 

13028.  Do  you  think  that  Parliament  could 
have  had  any  idea  what  was  the  fair  and  proper 
rate  to  charge  when  those  tolls  were  fixed  ? — 
I do  not  think  there  were  sufficient  data  before 
Parliament  when  the  rate  clauses  were  inserted 


Mr.  Barclay — eontinued. 

in  the  Act ; I think  they  were  inserted  without 
consideration  simply  by  the  Parliamentary  agents, 
and  passed  by  Parliament  without  much  inquiry. 

13029.  And  that  Parliament  in  fixing  the 
rates  could  not  have  had  any  clear  idea  whether 
they  were  too  high  or  too  low? — Not  in  the 
earlier  Acts,  but  when  it  came  to  1845  or  1846 
Parliament  began  to  limit  the  power  of  railway 
companies. 


Mr.  M ILLIAM  Menelaus,  Called  in ; and  Examined. 


Chairman. 

13030.  You  are  the  manager  of  the  Dowlais 
Coal  and  Iron  Works? — I am. 

13031.  That  is  a very  large  works,  is  it  not  ? 
— It  is. 

13032.  Will  you  give  the  Committee  the 
figures  of  the  tons  of  coal  you  raised  last  year, 
and  will  you  also  tell  them  how  much  steel  you 
have  sent  over  the  railway,  and  also  finished  iron, 
so  as  to  give  an  idea  of  the  size  of  your  transac- 
tions?— We  raised  last  year  1,180,296  tons  of 
coal,  and  we  sold  just  half  that  quantity,  viz., 
590,304  tons.  We  made  of  finished  steel  and 
blooms,  and  sent  over  the  railway,  106,028  tons, 
and  of  iron  51,428  tons,  practically  3,000  tons 
per  week  together ; and  of  pig  iron,  spiegel,  and 
crops  we  sent  over  the  railway  19,864  tons.  Of 
coal  we  sent  590,304  tons.  In  all  there  was  sent 
off  from  the  works  767,624  tons.  We  received, 
in  the  shape  of  iron  ore,  coal,  and  coke  as  fol- 
lows: of  iron  ore  we  received  through  Cardiff 
417,872  tons;  of  coal  and  coke  we  received 
145,392  tons  ; of  pitwood  we  received  13,260 
tons,  and  of  other  materials,  12,376  tons;  making 
a total  of  materials  received  by  railway  of  588,900 
tons.  The  total  materials  sent  off  and  received 
by  railway  upon  which  we  paid  railway  rates 
w'ere  1,356,524  tons,  and  the  amount  of  tolls 
that  we  and  our  friends  paid  on  the  materials 
received  and  delivered  was  217,549  L,  or  4,183  1. 
per  week. 

Sir  Henry  Tyler. 

13033.  Who  are  your  “friends”? — Our 
friends  are  the  sellers  of  the  coal  and  cole  and 
the  receivers  of  the  rails.  Sometimes  we  sell  to 
people  who  pay  freight  to  Liverpool. 

13034.  You  mean  the  people  you  deal  with? — 
Yes. 

Mr.  Caine. 

13035.  What  you  mean  is  that  the  218,000/. 
w^as  paid  to  the  raihvay  companies  for  the  car- 
riage of  1,356,524  tons  of  stuff? — Yes. 

Chairman. 

13036.  What  do  you  pay  for  conveyance  to 
Cardiff',  which  is  24^  miles  distant? — We  send 
the  bulk  of  our  coal  to  Cardiff,  and  we  pay  for 
the  carrying  of  the  coal  1 s.  8 cl.  per  ton,  which 
comes  to  ‘816  J.  per  ton  per  mile,  and  then  there 
is  added  to  that  the  one-eighth  of  a penny  per 
ton  per  mile  for  wmggons,  but  the  waggons  are 


Chairman — continued. 

our  own.  For  iron  ore,  of  which  there  is  a large 
quantity,  we  pay  1.9.  11c/.,  and  it  comes  to 
’870  d.  per  ton  per  mile,  and  the  waggons  come 
to  one-ninth  per  ton  per  mile. 

Mr.  Caine. 

13037.  Do  you  find  the  waggons  up  and  down? 
— Yes,  we  find  all  the  waggons  up  and  down  for 
the  Cardiff  traffic. 

Chairman. 

13038.  Why  should  there  be  any  variation  in 
the  cost  of  waggons  uji  and  down,  though  it  is 
very  small  ? — There  is  a variation  in  the  cost  of 
coal  and  iron  waggons,  because  the  coal  waggons 
often  stop  at  the  collieries,  and  for  shipment  at 
Cardiff. 

13039.  Would  you  now  give  the  Committee 
the  steel  and  iron  rate?  — For  iron  down  to 
Cardiff  we  pay  within  a fraction  of  Is.  11c/.,  and 
that  comes  to  *883  d.  per  ton  per  mile. 

Mr.  Caine. 

13040.  Is  that  for  pig  iron? — No,  it  is  finished 
iron ; 'we  sell  practically  no  pig  iron,  except  in 
the  shape  of  spiegel.  We  send  also  a large 
quantity  of  coal  to  Birkenhead,  a distance  of  143 
miles,  at  6 s.,  and  that  comes  to  jiractlcally  | c/. 
per  ton  per  mile. 

Chairman. 

13041.  I think  you  meant  to  exjilain  that  the 
iron  and  steel  is  carried  a mile  and  a half  farther 
than  the  coal,  because  the  collieries  are  neai’er 
Cardiff? — The  collieries  are  nearer  Cardiff ; the 
works  are  a mile  and-a-half  from  the  collieries. 

13042.  You  have  given  the  rate  to  Birkenhead 
and  Liverpool ; now  what  is  the  rate  of  carriage 
to  London  ? — The  rate  of  carriage  to  London, 
184  miles,  is  8 s.  5 c/.,  and  that  comes  to  a frac- 
tion more  than  I d.  per  ton  per  mile,  say  '55  d. 

13043.  What  is  the  rate  for  iron  and  steel 
into  London  ? — 12  s.  6 c/. ; that  is  ‘81  d.  per  ton 
per  mile. 

13044.  What  is  the  rate  to  Birmingham  ? — 
We  pay  for  iron  to  Bii-mingham,  Os.  2d.’,  that 
comes  to  lT5c/.,  which  I consider  a high  rate, 
but  we  do  very  little  trade  with  Birmingham, 
and  I do  not  care  a button  about  it. 

13045.  The  rate  to  Liverpool  and  Birkenhead 
is  the  same,  is  it  not  ? — They  are  the  same  rate. 

13046.  What 


SELECT  COMMITTEE  ON  RAILWAYS. 


623 


4 July  1881.] 


Mr.  Menelaus, 


\_Continued. 


Chairman — continued. 

13046.  What  do  you  wish  to  say  about  the 
Railway  Commissioners  ? — As  far  as  we  are  con- 
cerned we  do  not  care  anything  about  the  Rail- 
way Commissioners ; we  are  strong  enough  to 
fight  the  railway  companies  ourselves  ; we  appeal 
to  their  selfishness;  but  I can  quite  understand 
that  there  are  weak  people  to  whom  the  Rail- 
way Commissioners  would  be  invaluable  ; that 
is  to  say,  strong  companies  like  ourselves  get 
concessions  which  would  put  the  small  people  to 
a disadvantage,  whereas  the  Railway  Commis- 
sioners might  compel  the  railway  companies  to 
equalise  the  rates. 

Mr.  Barnes. 

13047.  You  mean  to  say  that  the  railway  com- 
panies cannot  ride  over  you  as  they  can  over  the 
small  collieries  ? — That  is  so. 

Chairman, 

13048.  You  are  in  favour,  I believe,  of  group- 
ing rates  for  long  distances? — Yes,  entirely,  for 
the  reason  that  otherwise  it  Avould  keep  the 
further  collieries  entirely  out  of  the  Liverpool 
market.  If  you  put  ^ cZ.  a ton  a mile  on  six 
miles,  which  would  be  Z d.,  that  would  keep  you 
out  of  the  Birkenhead  market. 

Mr.  Caine. 

13049.  If  your  rate  were  raised  to  6*-.  Z d.  do 
you  mean  you  would  not  be  able  to  send  any 
coal  to  Birkenhead  ? — If  my  rate  was  raised  to 
6 s.  3 d.,  and  the  Rhymney  Company’s  rate,  our 
competitors,  remained  at  6 s.,  we  should  be  cut 
out  of  the  market. 

13050.  But  if  the  whole  of  the  South  Wales 
rate  was  raised  to  6 s.  3 d.  you  would  not  be  kept 
out  of  the  market,  would  you? — We  were  kept 
out  of  the  market  at  one  time  ; we  sent  very 
little  to  Liverpool,  and  a clever  Welshman  ad- 
vised the  company  to  lower  the  rate  to  6 s.,  and 
then  we  did  a very  large  trade. 

13051.  Is  not  that  the  case  of  the  North 
Welshmen  who  are  now  before  the  Railway 
Commissioners,  that  it  is  giving  you  a bonus  ? — 
Yes,  and  we  think  we  deserve  it. 

13052.  You  could  send  your  traffic  by  sea  for 
less,  could  you  not? — Yes,  that  is  what  I argue, 
that  railway  companies  ought  to  have  the  power 
to  modify  the  rates  so  as  to  compete  with  the 
sea ; if  the  railway  company  had  not  modified 
the  rates  to  Liverpool  and  London,  it  would  have 
been  very  much  against  our  interest. 

Mr.  Samuelson. 

13053.  You  say  you  deserve  the  bounty ; 
may  I ask  why  you  deserve  it? — First,  we  de- 
serve it  because  we  are  very  good  people;  and 
secondly,  because  we  have  the  best  coal  in  the 
kingdom. 

Mr.  Caine. 

13054.  Could  you  tell  the  Committee  what  is 
the  sea  rate  to  Liverpool  ? — I could  not  tell  you 
that ; nobody  sends  any. 

13055.  But  the  rate  by  sea  would  be  very 
much  under  6 s.,  would  it  not  ? — It  would. 

0.54. 


Chairman. 

13056.  You  are  strongly  opposed,  as  I under- 
stand, to  any  suggestion  of  an  equal  mileage  rate  ? 
— I think  that  would  be  fatal  to  the  trade  of  the 
country. 

13057.  And  with  reference  to  a graduated 
rate,  what  would  be  the  consequence  of  that  ? — 
That  means  much  the  same  thing.  As  I under- 
stand a graduated  rate,  it  is  a question  of  50 
miles  further,  or  50  miles  nearer,  I think  the 
thing  ought  to  be  looked  at  in  a much  larger 
view ; we  ought  to  take  a more  comprehensive 
view  of  it  and  see  what  is  the  best  thing  for  the 
railway  companies  themselves. 

Mr.  Barnes. 

13058.  The  public  first  and  the  railways  after- 
wards ; would  you  not  agree  to  that  ? — You  may 
talk  about  that,  but  you  will  not  have  it. 

13059.  I suppose  you  would  not  have  given 
that  evidence  if  your  collieries  had  been  in  North 
Wales,  and  you  had  been  nearer  the  market  ? — 
If  I bad  been  a North  Welshman,  I should  have 
felt  as  North  Welshmen  do. 

Mr.  Gregory. 

13060.  Have  you  been  sending  coals  to  North 
Wales  and  Birkenhead  ? — Yes  ; I am  sending 
every  day  ; we  send  out  considerably  over 
2,000  tons  of  coal  a day,  and  a very  large  quantity 
goes  to  Birkenhead, 

13061.  Would  it  be  fair  to  ask  you  your 
price  ? — I could  not  tell  you  that. 

Mr.  Barclay. 

13062,  The  present  arrangement  suits  you,  I 
suppose,  better  than  an  equal  mileage  rate  or  a 
graduated  scale  ? — It  suits  us  very  much  better. 

13063.  Have  the  rates  been  advanced  against 
you  generally,  during  the  last  10  years  ? — No. 

13064.  Not  any  higher  than  they  wei’e  10 
years  ago  ? — No. 

13065.  I am  speaking  of  the  coal  and  iron 
rates,  did  they  alter  them  in  1875-76? — I think 
not  then. 

13066.  You  told  us  incidentally  just  now,  that 
you  had  the  best  coals  in  England? — I mean  for 
steam  purposes. 

13067.  Does  not  that  give  you  a very  great 
advantage  over  other  collieries  ? — Yes. 

13068.  And  you  want  further  the  advantage 
of  a cheap  rate  ? — Of  course  I do. 

Ml*.  Monk. 

13069.  Have  you  any  special  rate  with  the 
railway  companies  ? — No,  I do  not  think  that 
there  are  any  special  rates  in  our  district, 

Mr.  Barclay. 

13070.  I did  not  quite  understand  what  you 
meant  when  you  said  that  3 cZ.  a ton  would  keep 
you  out  of  the  market  in  Liverpool  ? — I Avill 
give  the  Committee  an  example  ; there  are  some 
of  the  finest  collieries  in  South  Wales  in  the 
Aberdare  Valley,  which  is  about  six  miles  further 
from  Liverpool  than  we  are,  and  there  is  the 
Rhymney  colliery ; I say  that  3 cZ.  a ton  would 
keep  Sir  George  Elliott  and  Messrs.  Dickson 
out  of  the  Liverpool  market. 
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Mr.  Barclay — continued. 

13071.  Is  tlie  pi'ofit  on  coals  less  than  3 d.  ? — 1 
should  have  no  hesitation  in  the  least  in  saying 
that  the  jirofit  on  South  Wales  coal  has  not  been 
U.  a ton.  Of  course  some  people  have  made  much 
more,  but  1 have  no  hesitation  in  saying  that, 
putting  an  accountant  to  make  out  the  account, 
aud  taking  a fair  deiireciatlou,  the  South  Wales 
coal  has  not  made  a 1 (/.  a ton  profit. 

13072.  Would  you  tell  the  Committee  what 
the  margin  of  profit  was  per  ton  in  1873,  when 
coal  was  at  the  highest? — You  may  lake  it  that 
coal  costs  at  the  pits  in  South  AYales  about  6 5. 
a ton ; aboiit  65.  a ton  was  what  we  could  get  for 
it  a month  ago.  The  price  has  gone  up  6 d.  or 
9 d.  since.  My  remarks  apply  to  a period  two 
or  three  months  ago,  and  then  6 was  a good 
price  to  get  for  South  Wales  coal  at  the  pit's 
mouth;  in  1873  it  was  selling,  of  course,  at  a 
higher  price. 

1307^  Would  3 d.  a ton  have  been  a matter  of 
importance  at  that  time  ? — No. 

13074.  'I'hreepence  less  profit  at  the  time  you 
speak  of  in  1873,  would  not  have  kept  you  out 
of  the  market? — But  1873  only  lasted  a year  ; 
matters  have  just  taken  a turn  now,  but  even 
with  that  I take  it  that  in  the  last  five  or  six 
years  there  has  been  little  or  no  profit  made 
upon  the  raising  of  coal. 

13075.  I suppose  that  you  would  rather  say 
that  some  of  the  colliery  owners  have  lost  money  ? 
— Some  of  the  large  colliery  owners  have  stopped 
working ; Sir  George  Elliott,  for  example,  has 
stopped  many  of  his  pits,  because  he  could  not 
work  at  a profit. 

13076.  Has  the  fact  of  the  production  being 
too  large  reduced  the  price  ? — The  production 
of  so  much  coal  has  reduced  the  price. 

13077.  Has  not  the  fact  of  collieries  being 
opened  up  by  preferential  rates  had  that  effect  ? 
— I do  not  know  what  has  induced  people  to 
sink  pits  in  South  Wales,  but  I know  people 
who  have  sunk  pits  in  South  Wales  who  have 
ruined  themselves. 

13078.  If  it  were  not  for  the  cheap  rates 
offered  by  the  Great  AYesterii  Company  to  Liver- 
pool, would  there  not  have  been  fewer  pits  sunk 
in  South  Wales? — Beyond  all  question. 

13079.  And  the  over-production  would  not 
have  been  so  great  at  the  present  moment  ? — 
Clearly. 

Mr.  Samuelson. 

13080.  You  stated  that  you  had  no  special 
rate;  have  you  any  knowledge  of  the  rates  which 
are  given  to  other  collieries  and  works  in  your 
district? — My  impression  is  that  there  is  an  all- 
round rate  within  a certain  area,  and  my  impres- 
sion is  that  we  have  that  rate,  and  not  a farthing 
more  or  less. 

13081.  That  is  to  say  that  the  collieries  are 
grouped? — Yes,  we  have  a group  of  Avhich 
lihymney  is  the  outside  on  one  side,  and  Aher- 
dare  on  the  other. 

13082.  Do  you  mean  the  outside  with  regard 
to  Liverpool  or  Cardiff? — With  respect  to  Liver- 
pool ; I believe  there  is  no  gi’ouping  to  Cardiff  at 
all,  because  the  distance  is  only  24^  miles. 

13083.  Have  you  com])ared  the  rates  chai-ged 
iu  your  district  with  the  rates  charged  in  other 


Mr.  Samuelson — continued. 

districts ; for  instance,  with  the  Cumberland  and 
Lancashire  rates  ? — I have  not  cared  to  compare 
them,  but  I have  read  Mr.  Jeans’  book. 

13084.  You  do  not  consider  that  the  rates 
charged  to  you  are  inordinately  low  or  unfair  to 
the  railway  companies? — I do  not  think  so. 

13085.  If  the  other  rates  are  lower,  they  Avould 
be  unfairly  low,  and  a disadvantage  to  the  rail- 
way conqianies  ? — I should  say  so  ; the  best 
answer  I can  give  to  that  is,  that  the  Bhymney 
Company  pay  10  per  cent.,  and  the  Taff  Vale,  15 
per  cent. 

13086.  And  they  are  doing  very  well  at  the 
rates  they  give  you? — Yes,  they  are  the  two 
most  healthy  railways  in  England  I should  say. 

13087.  if  the  rates  in  other  districts  having 
conditions  analogous  are  very  much  higher,  you 
would  consider  that  ratlier  a grievance  upon  the 
jiart  of  the  other  districts  ? — 1 woidd. 

13088.  You  do  not  suggest  for  a moment  that 
the  poAvers  of  the  llailway  Commissioners  should 
be  diminished,  because  you  consider  them  to  be 
a protection  for  smaller  firms  than  yours  ? — 
Yes. 

13089.  You  being  quite  able  to  protect  your- 
self?— Yes  ; and  1 may  tell  you  that  the  Rhym- 
ney  Company,  Avliich  is  the  raihvay  that  carries 
our  coals,  comes  up  for  it  1,000  feet  above  the 
sea;  that  is  to  say,  they  rise  1,000  feet  to  our 
pits. 

13090.  Therefore,  these  very  Ioav  rates  that 
are  given  you,  are  given  under  very  unfavour- 
able circumstances,  as  far  as  the  railway  com- 
panies are  concerned? — No,  the  load  goes  down 
hill  for  one  thing. 

13091.  But  the  empty  Avaggons  have  to  come 
up,  or  the  Avaggons  with  the  JSpanish  ore  Avhich 
you  import? — Yes,  that  is  so. 

]\]r.  Caine, 

13092.  But  there  is  more  goes  doAvn  hill  than 
up  hill,  is  there  not? — Yes,  there  is. 

Sir  Baldioyn  Leighton. 

13093.  Is  the  arrangement  to  carry  at  the  6 s.  rate 
upon  any  understanding  that  so  many  tons  should 
be  sent  ? — There  is  no  understanding  whatever. 
I believe  the  smallest  man  in  South  Wales,  the 
man  Avho  raises  100  tons  of  coal  a day,  could 
send  it  as  cheaply  as  Ave  could  Avho  raise  about 
3,000  tons. 

13094.  What  is  the  distance? — The  distance 
is  143  miles  to  Liverpool,  and  184  to  London. 

13095.  Is  it  the  same  rate  to  London  ? — No  ; 
the  rate  is  8 s.  5d.  to  London,  and  6 s.  to  Liver- 
pool. 

13096.  But  It  is  the  rate  to  Liverpool  that  Ave 
were  speaking  of ; that  is  Avhere  your  principal 
traffic  is,  is  it  not  ? — Yes  ; the  rate  per  mile  to 
London  to  the  Paddington  station  is  slightly 
over ; it  is  55  d.,  as  against  50  d , per  ton  per  mile 
to  Liverpool. 

13097.  That  6s.  rate  includes  everything, 
terminals  and  all? — Yes,  it  includes  every- 
thing. 

13098.  Do  you  kuoAV  what  the  rate  from 
North  Wales  is? — No,  I do  not  kuoAA'  anything 
about  North  M ales. 


13099.  You 
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Sir  Baldwyn  Leighton — continued. 

13099.  You  stated  that  you  did  not  require 
any  assistance  from  the  Railway  Commissioners, 
because  you  were  a large  body  able  to  take  care 
of  yourselves,  but  that  you  thought  the  small 
people  should  have  protection  ? —Yes,  quite  so; 
I think  that  would  be  fair. 

13100.  For  Instance,  a small  person  living 
between  you  and  Liverpool  might  have  a right 
to  the  same  rate,  or  a less  rate  ? — I think  the 
railway  companies'  rates  are  all  fair  at  present, 
but  another  manager  might  be  appointed  instead 
of  Mr.  Grierson,  who  might  say  that  for  any  man 
who  did  not  send  up  so  many  tons  a day  the  rate 
should  be  Is. 

13101.  Do  you  think  the  Railway  Commis- 
sioners are  a proper  body  to  apply  to,  or  the 
Board  of  Trade  ? — I have  not  formed  any  opinion 
upon  tlie  subject. 

13102.  I suppose  you  would  consider  that  the 
form  of  application  to  them  should  be  as  simjile 
and  as  cheap  as  possible  ? — I think  the  appli- 
cation should  be  as  simple  and  as  cheap  as 
possible. 

13103.  You  have  formed  no  opinion  whether 
the  Board  of  Trade  would  be  the  suitable  body  ? 
— I have  not. 

Mr.  Payet. 

13104.  I understood  you  to  say,  that  your 
rate  had  not  been  raised  by  the  I’ailway  company 
in  1874  ? — 1 do  not  think  it  was,  to  my  recollec- 
tion. 

13105.  Do  you  think  it  would  be  a reasonable 
action  on  the  part  of  the  railway  company  if  they 
Avere  to  raise  your  rates,  if  the  value  of  the  goods 
Avere  to  increase  ; if,  for  instance,  the  price  of 
coal  went  up,  do  you  think  it  Avould  be  a reason- 
able action  on  the  part  of  the  railway  company 
to  raise  the  rates  ? — The  only  excuse  AAmuld  be, 
that  the  coal  which  Ave  sell  them  Avould  cost  them 
more  ; if  they  could  show  that  the  locomotive 
power  cost  more,  and  the  rails  cost  more,  it  might 
be  reasonable ; but  it  Avould  require  very  great 
caution,  because  the  moment  you  come  to  allow 
the  railway  companies  to  alter  their  rates,  you 
could  not  make  contracts. 

13106.  You  think  it  Avould  be  fair  to  alloAv 
them  to  increase  their  rates,  as  their  own  Avorking 
expenses  Avere  increased  by  the  increased  value 
of  coal  and  iron  ? — I think  so. 

13107.  But  you  Avould  not  admit  the  principle 
that  the  railway  rate  should  bear  a proportion  to 
the  value  of  the  article  that  AA'as  taken? — I 
would  not,  because  I think  it  Avould  be  intro- 
ducing a dangerous  pi’inciple. 

J3108.  I think  you  stated  that  your  rate  for 
coal  from  your  Avorks  to  Liverpool  and  London 
was  ‘50  and  ’55  respectively  ? — Yes ; but  it  is 
much  more  for  the  short  lead  to  CardilF. 

13109.  Do  you  think  those  rates  are  remune- 
rative rates?  — Yes,  I have  no  doubt  they 
are. 

13110.  Have  you  entered  into  a calculation  to 
shoAV  Avhether  a halfpenny  rate  would  be  a fairly 
remunerative  rate  for  long  distances?  — My 
reason  for  thinking  they  pay  is  simply  this,  that 
a very  clever  felloAv,  who  understood  the  story 
from  beginning  to  end,  settled  the  rates,  and 
they  have  been  in  operation  for  15  years. 

0.54. 


Mr.  Paget — continued. 

13111.  And  the  company  have  been  doing  at 
those  loAv  rates  a very  large  traffic  ? — Yes,  a very 
large  traffic. 

13112.  Have  you  ever  had  occasion  yourself 
to  go  before  the  Railway  Commissioners  ? — No, 
nothing  Avould  induce  me  to  do  so. 

JMr.  Lowthev. 

13113.  You  Avould  take  care  to  avoid  the 
Railway  Commissioners  if  possible? — I Avould. 

Sir  Henry  Tyler. 

13114.  I suppose  it  would  be  very  aAvlvAvard  if 
the  rates  of  the  railways  Avere  to  alter  if  the 
price  of  coal  went  up  and  down  ? — It  AAmuld. 

13115.  You  Avould  not  be  able  to  make  con- 
tracts, or  carry  on  your  business  ? — We  should 
not. 

13116.  Would  you  tell  us  Avhether  it  Avould  be 
to  the  advantage  of  the  public  that  the  system 
of  rates  now  prevailing  should  continue,  or  that 
it  should  be  altered? — I tliink  that  there  Avould 
be  a great  loss  to  our  company  if  it  Avere  altered, 
and  certainly  it  Avould  be  a great  loss  to  Liver- 
pool, and  moreover  a great  loss  to  the  raihvay 
companies  in  South  Wales. 

13117.  The  railway  companies  are  not  making 
any  excess  of  profit  out  of  the  carrying  of  your 
coals? — No;  1 presume  they  are  paying  them- 
selves, but  I do  not  know  Avhether  they  have 
made  an  excessive  profit. 

13118.  The  Committee  have  heard  about  the 
increased  production  Avhich  has  been  brought 
about  by  the  coal  being  carried  at  low  rates;  is 
not  that  to  the  advantage  of  the  public? — Un- 
doubtedly. 

13119.  Whilst  the  coal-getters  have  been  losing 
for  years,  and  the  raihvay  companies  have  been 
carrying  at  Ioav  rates,  the  public  have  got  all  the 
benefit  ? — That  is  so. 

Sir  Hdioard  PVatkin. 

13120.  Are  you  in  favour  of  what  has  been 
advocated  before  this  Committee,  namely,  an 
equal  mileage  rate,  irrespective  of  distance  ? — 
1 could  not  be  in  favour  of  that,  because  I am 
grouped  under  a system. 

13121.  Did  I correctly  gather  your  evidence 
to  be  that  if  the  grouping  system  in  your  dis- 
trict Avere  not  adopted,  and  if  Sir  George  Elliott, 
Avho  is  sending  an  immense  quantity  of  coal  to 
Liverpool,  had  to  pay  3d.  a ton  extra,  it  Avould 
exclude  him  from  the  market  ? — It  Avould. 

13122.  Would  that  be  for  the  public  benefit? 

■ — Certainly  not. 

13123.  Is  that  a conclusive  argument  against 
the  adoption  of  this  system  of  equal  mileage  rate  ? 
— It  is  with  me  a conclusive  argument. 

13124.  That  is  to  say,  enormous  quantities  of 
coal  Avould  have  been  kept  out  of  the  Idverpool 
market  if  this  system  had  been  adopted? — Yes, 
and  out  of  the  London  market  also. 

13125.  Is  this  coal  you  send  to  Liverpool 
and  Birkenhead  a steam  coal  for  ocean-going 
steamers  ? — It  is. 

13126.  Then  it  does  not  come  inco  competition 
Avith  the  North  Wales  coal  ? — If  the  North  Wales 
coal  smokes,  it  does  not. 
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Sir  Edward  — continued. 

13127.  Now,  with  regard  to  theEailway  Com- 
missioners, you  stated  that  while  you  were  totally 
independent  of  any  legal  tribunal,  ihe  small  men 
might  require  the  assistance  of  such  a tribunal  ? 
— I think  so. 

13128.  Can  you  state  any  reason  why,  if  there 
is  to  be  a tribunal  at  all,  it  should  not  apply  to 
large  and  small  jjeople  together? — I am  merely 
speaking  for  myself.  I say  we  do  not  want  the 
Railway  Commissioners,  because  we  are  strong 
and  can  fight  our  own  battles.  At  the  'same 
time,  when  I say  that,  I say  the  Railway  Com- 
missioners or  some  other  machinery  ought  to  be 
maintained  for  the  purpose  of  doing  justice  to 
small  men  Avho  might  be  unable  to  obtain  it 
otherwise. 

13129.  Are  you  in  favour  of  a system  of  law 
which  shall  be  specially  constructed  to  favour 
small  men  and  leave  the  large  ones  unprotected  ? 
— It  must  act  fairly.  It  would  not  be  fair  to 
say  to  a man,  because  you  are  small  you  shall 
have  an  appeal,  and  to  a big  man,  because  you 
are  big  you  shall  not. 

13130.  Do  not  you  think  that  if  there  is  a 
special  system  to  protect  small  men,  it  should 
protect  them  from  comjietition  with  larger  manu- 
facturers ? — I know  of  no  machinery  by  which 
it  would  be  ])ossible  to  do  that. 

13131.  But  if  that  were  possible,  would  you 
be  in  favour  of  that  ? — I ivould  not  be  in  favour 
of  it  if  it  could  be  prevented. 

13132.  Would  you  approve  of  no  machinery 
which  should  be  intended  to  protect  the  small 
man  from  being  crushed  by  the  large  one? — I 
do  not  know  what  you  mean  by  jn-eventing  his 
being  crushed  ; if  you  mean  his  being  crushed 
by  the  big  man,  by  exceptional  rates,  then  I 
should  say  there  ought  to  be  a law  to  pi’event 
that  ; but  you  cannot  give  to  the  small  man  the 
advantages  which  we  large  men  have,  because 
we  can  do  the  work  at  a price  that  a small  man 
cannot.  My  argument  for  ])rotccting  the  small 
man  is  this,  that  the  railway  company  might, 
from  a whim,  or  from  thinking  it  to  their  interest, 
put  1a.  on  his  coal  to  Liverpool,  because  he  can 
only  send,  say  100  tons  a week.  1 think  the 
small  man  ought  to  be  protected  from  any  such 
exercise  of  power. 

13133.  Have  you  ever  known  a case  of  that 
kind  in  South  Wales? — I have  not,  of  late  years. 
In  the  days  of  20  years  ago,  when  there  was  no 
competition,  I am  afraid  they  did  play  tricks  ; 
but  tliat  time  has  passed  away. 

13134.  Since  you  have  been  in  South  Wales, 
conducting  a large  enterprise,  have  you  ever 
known  a case  where  a railway  company  have  j)ut 
special  rates  upon  a small  man,  with  the  view  of 
driving  him  out  ? — I have  not  known  of  such  a 
case  within  my  own  knowledge. 

13135.  As  far  as  your  knoivledge  goes,  and  as 
far  as  South  Wales  is  concerned,  there  is  no  case  of 
grievance  which  would  justify  the  fixing  of  rates 
by  a tribunal  like  the  fixing  of  Irish  rents, or  any 
interference  for  the  protection  of  these  small  men? 
— Excei)t  in  the  sense  that  I put  it,  that  if  a rail- 
way cc-mjiany  attem])t  to  impose  higher  than  the 
average  district  rate  upon  a man  because  he  is  a 
small  man,  there  ought  be  a tribunal  to  which 
he  might  apply  to  have  it  put  right. 


Sir  Edward  Watkin — continued. 

13136.  But  ought  you  to  imagine  an  oflence 
Avhich  has  not  been  committed,  and  then  fix  a 
tribunal  to  deal  with  the  imaginary  otfence,  be- 
cause you  told  the  Committee,  as  far  as  South 
Wales  was  concerned,  that  you  never  appealed 
to  the  Railway  Commissioners,  and  never  knew  a 
case  of  this  capricious  fixing  of  the  rates  to  which 
you  would  apply  a remedy  ? — I never  knew  such  a 
case  within  my  own  knowledge. 

Chairman. 

13137.  I may  remind  you  that  during  the 
period  of  time  over  Avhich  your  experience  is 
spread  there  has  been  a tribunal  to  jjrotect  the 
trader  ; before  the  Railway  Commissioners  there 
was  the  Court  of  Common  Pleas  to  which  he 
could  resort  ? — That  is  so,  no  doubt. 

13138.  So  that  there  has  been  no  absence  of 
protection  ? — There  was  a time  when  I can  re- 
collect when  we  were  entirely  in  the  hands  of 
the  Taff  Vale  Company.  They  began  with  earn- 
ing large  dividends,  and  very  dictatorially  over- 
charging. I myself,  though  belonging  to  a 
large  company,  have  felt  the  way  in  which  they 
managed  matters  a considerable  grievance,  and  I 
think  if  the  Railway  Commission  had  been  in 
existence  at  that  time  I would  probably  have 
gone  before  them,  but  that  is  a long  time  ago, 
and  all  that  is  forgotten  and  forgiven.  Now  we 
have  three  companies  coming  into  South  Wales 
and  other  small  ones,  and  that  competition  has 
brought  a proper  state  of  things. 

Sir  Edward  Wathin. 

13139.  Would  not  the  answer  to  that  question 
be  that  you  had  been  protected  against  this  very 
conduct  by  that  which  protects  us  all,  namely, 
com])etition  ; do  you  think  that  if  you  had  had 
the  Raihvay  Commissioners  without  compel ition 
you  would  have  been  better  off  than  with  the 
competition,  without  the  Railway  Commissioners? 
— I would  rather  have  had  the  competition  and 
no  Commissioners,  than  the  Commissioners  with- 
out competition. 

13140.  You  stated,  in  answer  to  an  honourable 
Member,  the  cheap  rates  to  Liverpool  have  been 
one  common  cause  of  opening  out  a very  large 
number  of  collieries  in  South  Wales,  and  there- 
fore a depreciation  of  the  profit  in  raising  coal  ; 
would  you  say  that  that  was  a misfortune  ? — No, 
I would  not. 

13141.  Although  a coal  owner  has  been  for  a 
time  under  a difficulty,  like  the  British  farmer, 
you  Avould  hope  that  matters  will  in  course  of 
time  re-adjust  themselves ? — I hope  so;  and  all 
parties  make  a living. 

13142.  Therefore  you  would  not  think  it 
sound  policy  to  follow  the  lead  of  the  honour- 
able IM  ember,  if  that  tvas  his  argument,  and  abo- 
lish the  low  rates  ? — Certainly  not. 

Sir  Daniel  Gooch. 

13143.  The  low  rate  to  Liverpool  was  not  the 
cause  of  the  increase  of  the  collieries  in  South 
Wales;  it  was  the  higher  price  of  the  coal,  was  it 
not?— It  was  working  both  ways;  a large  num- 
ber of  collieries  were  being  sunk  at  that  time,  and 
a large  number  had  not  been  sunk  before  that  time ; 
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Sir  Daniel  Gooch — continued. 

of  course  it  is  a wonderful  trade,  and  any  man 
witli  liis  eyes  open  can  see  from  the  steamers 
building  by  hundreds  upon  the  stocks,  that  there 
must  be  a demand  for  the  South  Wales  steam  coal; 
but  the  misfortune  was  .that  too  many  men  saw 
the  ])rospect  of  that  demand,  and  too  many  men 
came  into  the  country  and  sank  pits. 

Mr.  Gregory. 

13144.  Now  with  regard  to  the  competition 
you  have  alluded  to,  is  that  a competition  by  rail 
or  a competition  by  sea  ? — There  is  a competition 
by  sea  ; but  the  competition  of  course  is  active 
between  the  railways  themselves. 

13145.  You  have  the  benefit  of  that  competi- 
tion ? — Yes,  we  have  four  great  railways  coming 
into  the  works,  competing  for  our  traffic,  not  for 
the  coal,  because  that  is  pretty  well  settled,  but 
for  the  ore,  the  steel,  and  the  iron. 

13146.  And  having  the  benefit  of  that  compe- 
tition you  do  not  care  so  much  for  the  tribunal  ? 
— That  is  so. 

Chairman. 

13147.  So  that  in  your  case  you  have  the 
active  competition  of  four  great  railways  ? — 
Yes. 

Sir  Henry  Tyler. 

13148.  Can  you  give  the  Committee  the 
figures  of  the  amount  of  coal  which  has  been 
raised  in  the  last  two  years,  and  the  increase  in 
the  last  year  only  : is  the  increase  from 
134,000,000  to  146,000,000  ?— The  amount  of 


Sir  Henry  Tyler — continued. 

Coal  shipped  at  Cardiff  last  year  was  600,000  ; 
I cannot  give  any  statement  as  to  the  other 
figures. 

Mr.  Barnes. 

13149.  You  stated  that  it  was  open  to  the  ma- 
nager of  the  Great  Western  Railway  Company 
to  adopt  a different  policy  from  that  which  is 
now  adopted  ?— Yes,  he  might  come  back  to  his 
Act  of  Parliament. 

Air.  Barclay. 

13150.  Is  there  active  competition  amongst 
the  railway  companies,  or  do  they  agree  upon 
the  rates  ? — They  agree  upon  the  rates,  I be- 
lieve ; but  the  treatment  of  the  big  companies  is 
so  reasonable  that  I do  not  think  it  could  be  im- 
proved. 

13151.  You  are  sure  that  you  have  had  the 
same  rates  for  the  last  15  years  ? — Yes ; there 
may  have  been  some  little  change,  but  notliing 
appreciable. 

Sir  Edward  Watldu. 

13152.  I wish  to  ask  you  whether  in  dealing 
with  these  large  masses  of  transport,  the  facili- 
ties of  dispatch,  and  the  certainty,  have  not  a 
great  deal  to  do  with  the  sending  of  the  coal  ? — 
Yes,  there  can  be  no  doubt  about  it. 

13153.  Then  it  is  not  merely  a question  of  the 
price,  but  the  amount  of  facilities  you  get  for  the 
price? — Quite  so. 
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Mr.  Samiielson. 

13154,  You  are  Commercial  Secretary  to  the 
Embassy  at  Berlin,  are  you  not? — Yes,  I am. 

13155.  And  you  are  consul  general  at  Diissel- 
dorf? — I am. 

1315G.  You  were  prepared  to  give  evidence 
before  this  Committee  with  respect  to  the  Rail- 
way Conference  between  traders  and  the  railwa)' 
companies  in  the  district  of  Westphalia,  with 
which  you  are  well  acquainted? — 1 was. 

13157.  You  were  prevented  from  doing  so  in 
consequence  of  yonr  public  duties  in  connection 
with  the  negotiation  of  the  French  Treaty? — 
That  is  so. 

13158,  W^ill  you  have  the  kindness  to  read  the 
Paper  -which  you  have  prepared  upon  that  sub- 
ject?— I Avill.  After  the  annexation  of  Alsace- 
Lorraine  in  1870-71  th.e  German  authorities 
determined  to  establish  a new  system  of  manage- 
ment for  the  administration  of  the  railways  ,of 
these  two  provinces  ; and  they  determined  like- 
wise to  work  the  goods  traffic  on  a plan  entirely 
different  from  that  which  had  been  laid  down  by 
tbe  French  authorities.  In  a report  which  I drew 
up  in  February  of  the  present  year,  for  the  use 
of  the  Foreign  Office,  an  outline  is  given  of  the 
method  in  which  this  system  is  worked  under  the 
name  of  the  combined  space  and  measurement 
system.  In  order  to  facilitate  this  mode  of 
traffic,  and  enable  merchants  and  manufacturers 
to  understand  it  thoroughly,  in  order  also  to  pre- 
vent or  smooth  away  differences  between  com- 
jianies  and  freighters,  it  was  agreed  that  periodical 
conferences  should  be  held  in  -which  railway 
directors  and  representatives  of  the  Chambei's  of 
Commerce  of  Alsace-Lorraine  should  meet  and 
settle  quietly  all  points  in  dispute.  In  con- 
sequence of  the  successful  application  of  this 
])rincij)le,  the  Union  or  Verein,  founded  at 
Diisseldorf  for  the  ])rotection  of  the  intei’csts 
of  trade  and  manufactures  in  the  Rhenish 
province  and  M’estphalia,  proiiosed  to  the 
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managers  of  the  three  principal  Rhenish 
railway  companies  in  1875,  to  give  their  counte- 
nance and  sanction  to  a movement  for  calling  into 
existence  an  institution  similar  in  scope  to  that 
which  had  worked  so  well  in  the  annexed  pro- 
vinces ; the  suggestion  being  that  delegates 
selected  from  the  commercial  and  manufacturing 
classes  should  be  authorised  to  meet  the  railway 
directors  in  council  to  discuss  the  wants  of  the 
public  in  respect  of  goods  traffic,  and  the  ine.ans 
of  suiiplying  these  w^ants  in  the  most  appropriate 
form.  Not  satisfied,  however,  with  the  goodwill 
of  the  companies  as  to  the  proposed  Innovation, 
the  Fercm  forwarded  a copy  of  its  scheme  to  the 
Government  at  Berlin,  with  a view  to  establish 
a pressure  on  the  Rhenish  companies.  The 
directors  of  the  Rhenish  lines  met  to  consider  the 
question,  immediately  after  it  was  submitted  to 
them,  but  resolved  not  to  give  their  sanction  to 
any  interference  of  the  kind  suggested.  The 
Alsace-Lorraine  lines  are  not  the  only  railways 
in  Germany  that  come  under  the  superinten- 
dence of  the  State.  For  many  years  previous  to 
1870  there  were  .railways  in  the  eastern  part  of 
Germany  which  belonged  to  the  State,  and  others 
in  the  ivest,  which  though  in  the  hands  of  a share 
])roj)rietary,  still  were  managed  by  the  State. 
In  1875-6  the  German  Government  introduced 
the  system  of  conferences,  as  sketched  in  the  fore- 
going sentences,  into  the  districts  of  Eastern 
Prussia  ; and  the  result  was  so  satisfactory  that 
the  system  ivas  recommended  with  all  the  weight 
of  official  authority  to  the  directors  of  tiie  Rhenish 
lines.  The  railway  directors  who  had  reluscd  to 
accede  to  the  request  of  the  Verein,  so  long  as 
it  was  not  backed  by  the  Government,  yielded 
immediately  when  they  found  it  advocated  by 
authority,  and  in  1879  the  system  of  con- 
ferences was  finally  established  by  a selection 
of  delegates  from  commercial  and  manufacturing 
bodies  to  meet  the  managers  of  the  Coin  Mindeu, 
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Rhenish,  and  Bergisch-Mtirkisch  Companies  at 
Cologne  and  Hanover.  The  first  disadvantage 
that  manifested  itself  was  one  which  it  was  found 
easy  to  remedy  in  practice.  The  number  of 
delegates  was  so  larffc  at  first  that  the  conference 
assumed  the  aspect  of  a small  parliament.  Tlie 
evil  was  abated  by  the  creation  of  a commission 
chosen  by  the  conference  itself,  and  empowered 
to  act  as  advisers  to  the  companies,  and  to  prepare 
the  questions  and  draft  resolutions  proposed  for 
discussion.  In  this  way  the  meetings  of  1879  at 
Cologne  and  Hanover  were  held  with  great  har- 
mony  and  success,  for  though  railway  officials  at 
first  showed  some  jealousy  as  to  the  interference 
of  the  public  in  their  affairs,  and  the  public  was 
not  free  from  the  ajiprehension  that  the  superior 
technical  knowledge  of  the  companies  Avould 
paralyze  the  action  of  the  delegates,  calm 
deliberation  and  discussion  soon  produced  the 
necessary  harmony.  In  some  cases  the  delegates 
succeeded  in  convincing  the  railway  managers 


Mr.  Samuelson — continued, 
that  certain  improvements  in  traffic  were  neces- 
sary ; in  other  cases  they  threw  such  light  on 
claims  fitfully  urged  by  the  public,  that  they 
were  advantageously  withdrawn.  The  delegates 
succeeded  more  than  once  in  convincing  the 
companies  of  the  necessity  of  certain  changes, 
and  goods  rates  or  fares  ivere  in  several  cases 
lowered  by  their  intervention.  The  conferences 
are  now  widely  extended  They  embrace  the 
whole  of  Western,  Central,  and  Northern  and 
Eastern  Germany  ; and  they  are  considered  use- 
ful institutions  by  parties  on  both  sides  and  of 
all  shades  of  opinion.  Their  value  has  been 
admitted  so  completely  by  the  German  Govern 
ment,  that  since  Prince  Bismarck  was  enabled  to 
carry  out  his  new  system  of  purchasing  lines  from 
private  companies,  and  making  them  the  property 
of  the  State,  the  system  has  not  been  discon- 
tinued, but  plans  have  been  drafted  and  submitted 
to  the  Prussian  Legislature  to  transform  the 
conferences  into  State  institutions. 


Mr.  James  Grierson,  called  in;  and  further  Examined. 


Mr.  llurclay. 

13159.  You  told  the  Committee  that  so  far  as 
the  Great  Western  Railway  Company  Avas  con- 
cerned, they  Avould  be  satisfied  Avith  an  average 
charge  in  respect  of  terminals  (other  than  loading 
and  unloading,  which  you  claim)  of  the  sum  of 
3 s.  on  goods,  that  is  to  say,  1 5.  6 d.  at  each 
end? — Other  than  loading  and  unloading; 
that  is  to  say,  for  station  accommodation.  ! 
only  say  that  because  of  the  desire  that  there 
should  be  a simple  charge  knoAvn  to  all  the 
parties.  I do  not  consider  it  equitable  either  for 
high  class  goods  or  for  expensive  stations.  I 
should  certainly  prefer  our  present  position  of 
being  able  to  make  a reasonable  charge. 

13160.  That  Is.  6 f/.  per  ton,  I understand, 
would  be  the  average  sum  that  5-ou  Avould  chai’ge 
in  respect  of  these  terminals  other  than  loading 
and  unloading  ; Avould  you  propose  to  charge 
that  Is.  6 c?.  at  each  end  on  all  kinds  of  goods 
alike? — Not  upon  all  kinds  of  goods,  if  you  in- 
clude minerals  Avith  “ goods.” 

13161.  But  excluding  minerals  ? — The  1 s.  (S  d. 
at  each  end  Avould  be  upon  general  merchan- 
dize. 

13162.  Would  it  be  a fixed  charge  upon  all 
goods  alike  ? — It  Avould  be  a fixed  charge  upon 
all  goods  alike  Avhich  the  compan}''  Avould  be 
enabled  to  make,  but  it  Avould  not  be  made  if 
the  traffic  Avould  not  bear  it ; the  princijJe 
of  the  charge  Avould  be  as  at  jwesent,  that 
Ave  Avould  reduce  it  Avhere  Ave  could  afford 
to  do  so,  to  encourage  trade.  Having  the 
poAver  to  make  a charge,  and  charging,  are  tAvo 
very  different  matters.  W e do  not  charge  noAV 
to  the  extent  that  Ave  have  the  povver  to  do. 

13163.  Would  you  like  Parliament  to  give 
you  poAA'er  to  charge  1 s.  6 rf.  upon  the  average,  in 
addition  to  your  pi’esent  maximum  rates  ? — This 
is  merely  throAvn  out  as  a suggestion  to  make  a 
simple  charge.  I Avould  rather  myself  that  the 
railway  companies  were  authorized  to  charge  a 
reasonable  sum  under  the  varying  circumstances. 
0.54. 
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13164.  Is  it  not  your  contention  (hat  they  are 
that  at  the  present  moment? — Yes;  but  if  Ave 
agree  to  a Is.  6 d.  charge,  of  course  that  poAver 
Avould  lapse. 

13165.  I want  to  knoAV  how  this  additional 
1 s.  6 d.  charge  Avould  help  the  public,  because  I 
understand  you  Avould  not  charge  that  except  in 
certain  instances  ? — It  Avould  hel])  the  public  in 
this  way  ; that  the  public  would  then  knoAv  Avhat 
the  power  of  the  company  to  charge  Avas.  At 
the  present  moment  they  Avould  have  to  ask  Avhat 
the  sum  for  terminals  Avas  at  each  end,  and  the 
charge  might  vary.  In  the  case  of  Smithfield, 
as  I said  before,  the  cost  Avould  be  3 s.  a ton ; of 
course  it  Avould  be  very  much  less  at  Slough. 

13166.  Suppose  (this  system  being  adopted) 
I asked  you  the  terminals  iqion  sugar,  and 
suppose  1 asked  you  the  terminals,  for  instance, 
upon  silk,  Avould  they  be  1 5.  Q d.  in  each  case  ? 
— They  Avould  in  that  case. 

13167.  Then  you  Avould  propose  a fixed  ter- 
minal charge  of  1 5.  6 d.  per  ton  upon  all  goods 
Avhich  you  would  have  the  liberty  to  charge, 
Avhether  you  actually  charged  it  or  not  Avould  be 
another  question  ? — That  is  another  question. 
You  Avill  remember  that  the  Committee  of  Chair- 
men of  1861  fixed  upon  2 5.  as  the  terminal,  to 
include  porterage. 

13168.  But  Parliament  did  not  sanction  that 
charge,  did  they  ? — They  did  ; it  Avas  passed  in 
one  Act;  the  poAver  exists  in  the  case  of  one 
railway  now. 

13169.  And  when  the  raihvays  came  back 
next  year,  after  the  public  had  notice  of  this 
proposal.  Parliament  declined  to  sanction  any 
more  such  charges,  did  they  not  ? — I am  afraid  I 
did  not  make  myself  sufficiently  clear.  The 
Committee  passed  the  clause  upon  the  5th  of 
July;  a fortnight  afterAvards  there  Avas  a dis- 
cussion in  Parliament  upon  that  question,  and 
then  the  Committee  met  again,  not  in  fear  of  any 
increased  charge  upon  goods,  but  for  fear  lest  the 

4 K 3 company 


630 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


6 July  1881.] 


Mr.  Grierson. 


[ Continued. 


Mr.  Barclay — continued, 
company  should  put  forth  their  full  jiower  to 
charge  the  9d.  upon  minerals,  and  then  the  Com- 
mittee asked  the  companies  if  they  would  be 
satisfied  if  the  old  clause  were  again  put  in  new 
bills:  that  was  the  clause  which  they  had  been 
altering  or  striking  out  occasionally  for  two  years, 
and  the  companies  said  they  would  be  satisfied  with 
that,  and  therefore  the  model  terminal  clause  was 
withdrawn,  and  the  old  terminal  clause  re-estab- 
lished. 

13170.  What  legal  effect  had  these  proceedings 
which  you  describe  upon  the  powers  of  railway 
companies  to  charge  for  terminals ; did  it  affect 
the  law  of  the  case  ? — Of  course  where  the  model 
terminal  clause  was  i)ut  into  the  Bill  it  clearly 
defined  that  the  company  should  charge  2 5., 
neither  more  nor  less;  that  is  to  say,  in  the  Act 
which  was  passed  that  Session  ; in  the  other  cases 
it  left  it  to  be  settled,  now,  of  course,  by  the  Hall- 
way Commissioners,  as  to  what  is  a reasonable 
charge. 

13171.  In  point  of  fact.  Parliament  has  never 
sjjecially  authorised  this  charge  for  terminals 
except  in  the  Act  to  which  you  refer? — Parliament 
has  never  defined  the  charge  except  in  that  case. 

13172.  And  once  since  the  present  Govern- 
ment came  into  office,  in  the  North  Stafl’ord- 
shire  Act  of  last  year? — That  is  on  minei’ids; 
the  charge  for  goods  is  not  fixed. 

13173.  You  do  not  require  this  additional 
power  for  terminals  in  those  cases  where  you  are 
considerably  within  your  power  at  the  present 
moment? — The  railway  companies  do  not  always 
require  it  for  the  purpose  of  making  the  charge, 
but  it  would  enable  the  public  to  know  what  the 
power  of  the  railway  company  was ; it  would 
undoubtedly  be  much  more  simple  for  the  public, 
and  much  more  in  their  interest,  but  not  quite 
equitable  to  the  railway  comjianles. 

13174.  Is  it  not  practically  the  same  as  an 
addition  to  the  maximum  rate  in  those  cases 
where  you  are  in  excess  of  your  mileage  rates? 
— Of  course  it  is  in  addition  to  the  maximum 
rales,  but  not  in  addition  to  the  power  which  the 
companies  have  now,  except  in  the  case  of  the 
companies  whose  Bills  wei  e passed  in  1860  and 
1861,  without  the  terminal  clause  at  all. 

13175.  What  would  you  charge  for  loading 
and  unloading,  in  addition  to  this  Is.  6 d.  ? — It 
depends  upon  the  nature  of  the  goods. 

13176.  You  Avould  not  have  it  fixed  ? — If  you 
fix  it  you  must  fix  it  so  as  to  be  equitable;  you 
could  not  make  the  same  charge  for  loading  pig 
iron  as  you  would  for  loading  loaf  sugar. 

13177.  But  would  not  the  same  apply  to  the 
terminal  charge  ? — I have  said  so  distinctly 
already,  and  the  same  a]>j)lies  to  cartage. 

13178.  How  Avould  this  proposal  work  in  the 
case  of  short  distances,  say  10  miles,  beginning  to 
char<i'e  the  soods  with  3 5.,  besides  loadlns;  and 
unloading  ? — That  is  exactly  what  the  companies 
are  doing  to-day  all  over  England. 

13179.  How  much  would  this  bring  out  the 
rate? — If  the  rate  were  2d.  per  ton  per  mile 
that  would  be  4 5.  8 d.  for  the  whole  distance. 

13180.  And  how  much  in  addition  for  loading? 
— That  depends  upon  the  nature  of  the  goods ; it 
might  be  from  3 d.  to  1 s.  j)er  ton. 

13181.  That  would  amount,  station  to  station. 


Mr.  Harc/ay —continued, 
including  all  charges,  to  at  least  5 5.  a ton?—  Y"es, 
with  loading  and  unloading  it  would. 

13182.  Would  not  that  be  practically  prohibi- 
tive of  short  distance  traffic  altogether? — I do 
not  suppose  it  would;  but  if  it  were  I do  not 
imagine  that  you  would  suppose  that  railway 
companies  coidd  carry  on  their  business  at  a loss; 
there  cannot  be  the  remotest  doubt  that  equitably 
the  railway  companies  ought  to  have  a terminal, 
nor  that  if  they  were  prevented  from  charging 
terminals  they  would  leave  the  business  to  carriers 
who  would  be  entitled  to  make  the  charge  ; you 
cannot  make  a railway  work  without  payment 
any  more  than  you  can  make  a horse  work  with- 
out food. 

13183.  This  charge  would  work  out  to  6 d. 
per  ton  per  mile  at  your  rate  ? — Yes,  taking  2d. 
per  ton  per  mile  for  the  conveyance  for  that 
distance. 

13184  Could  not  the  parties  cart  them  cheaper 
in  that  case  than  the  railway  would  carry  them  ? 
— Then  they  would  cart  them  ; you  must  con- 
sider Avhat  is  reasonable  as  between  the  public 
and  the  persons  finding  the  capital. 

13185.  Do  you  think  it  would  be  at  all  in  the 
public  interest  that  this  charge  iqion  a railway 
for  a distance  of  10  miles  should  be  greater  than 
the  goods  could  be  carted  for  ? — I think  it  is  in 
the  public  interest  that  the  railways  should  be 
paid  equitably  for  any  service  they  perform ; it 
clearly  cannot  be  in  the  interest  of  the  public 
that  a railway  company  is  lo  be  comjielled  to  do 
a certain  ])orticn  of  iis  work  at  a loss,  and  there- 
fore to  b.andicap  the  other  traders  with  a higher 
charge  in  order  to  make  up  for  that  loss. 

13186.  What  would  be  the  effect  of  the 
suggestion  you  are  making  ? — It  is  jirecisely  what 
is  done  to-day,  and  what  Parliament  was  told  in 
1859,  and  afterwards  in  1861,  that  all  the  railway 
companies  were  doing,  and  what  I say  they  can- 
not do  without. 

13187.  Nevertheless,  Parliament  refused  to 
sanction  by  any  special  jirovision  the  charges  for 
terminals  you  name  ? — I am  not  aware  of  any 
case  except  the  refusal  in  1859  and  1861,  which 
gave  rise  to  the  meeting  of  the  panel  of  chairmen. 

13188.  That  came  up  in  1859  ? — That  came 
up  in  1859  for  the  purpoise  of  making  the  terminal 
clause  clearer,  and  avoiding  litigation. 

13189.  Did  you  not  say  somewhere  in  your 
evidence  that  the  Board  of  Trade  of  those  days 
refused  to  admit  that  clause  ? — The  Board  of 
Trade  reports  of  1859,  1860,  and  1861  drew 
attention  to  the  terminals  with  the  view  of  en- 
deavouring to  have  a maximum  rate  fixed  so  as 
to  avoid  having  terminals  at  all,  but  after  that 
matter  was  fully  discussed  before  the  panel  of 
chairmen  it  was  seen  that  that  was  an  impossibility, 
and  the  Board  of  Trade  have  never  taken  that 
line  since. 

13190.  Are  you  satisfied  Aviih  your  present 
maximum  rates  upon  the  Great  AA'estern  Bail- 
way  ? — We  should  like  to  have  some  a little 
higher,  I have  no  doubt. 

13191.  What  price  is  your  stock  standing 
at  in  the  market  ? — I think  about  128. 

13192.  The  shareholders,  seem  pretty  well 
satisfied  with  that  rate  with  the  stock  standing 
above  par? — They  are  more  satisfied  than  when 
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the  stock  was  down  at  50,  no  doubt ; but  if  you 
take  the  average  dividends  of  the  Great  Western 
Company  for  a long  period  of  years,  it  will  not 
be  considered  to  have  been  over  satisfac- 
tory. 

13193.  I need  hardly  ask  you,  I suppose, 
whethei;  you  approve  of  equal  mileage  rates 
biased  on  the  maximum  rates  allowed,  without 
the  special  allowance  for  terminals? — It  would 
be  lm])ossible  to  carry  on  business;  railway 
companies  would  have  to  cease  being  common 
carriers,  it  is  perfectly  clear ; it  is  not  a matter 
about  which  there  can  be  any  dispute  ; the  com- 
panies could  not  carry  on  their  business. 

13194.  Assuming  the  companies  "were  to  be 
allowed  to  make  a special  charge  for  terminals, 
such  as  we  were  speaking  about,  would  you 
approve  of  the  preposition  with  regard  to  an 
equal  mileage  rate  ? — So  far  as  the  Great  Western 
Railway  Company  is  concerned,  assuming  that 
we  have  the  ri<rht  to  charo-e  a terminal,  and  that 
Parliament  requires  us  to  charge  equal  rates,  I 
do  not  fear  at  all  that  the  Great  Western  Com- 
pany’s dividend  would  suffer,  but  we  should  carry 
a gi-eat  deal  less  traffic,  and  should  close  many 
works,  and  seriously  injure  many  ports  and  towns; 
therefore  it  would  be  the  public  who  would  suffer, 
and  not  the  Great  Western  Railway  Company. 
You  must  not  consider  that  it  is  a question  which 
would  so  seriously  affect  a large  railway,  as  it  is 
the  public  who  would  suffer. 

13195.  In  that  statement  you  are  speaking 
upon  the  assumption  that  Parliament  will  sanc- 
tion a charge  of  3 s.  for  terminals,  in  addition  to 
the  maximum  rates  authorised  already  ? — 1 am 
assuming  that  Parliament  will  do  what  is  simply 
equitable  to  the  railway  companies,  namely, 
allow  them  to  make  a reasonable  charge. 

13196.  You  were  saying  that  the  Great  West- 
ern Company  would  be  satisfied  with  their  pre- 
sent maximum  rates,  as  I understand,  provided 
Parliament  sanctioned  this  additional  3 5.  a ton, 
that  they  would  accept  an  Act  of  Parliament 
with  that  additional  power  to  charge  by  an 
equal  mileage  rate  ? — If  you  ask  whether  the 
Great  Western  Railway  Company  would  be 
satisfied  with  equal  mileage  rates  and  no  terminals, 
I would  say  distinctly  that  they  could  not  exist 
as  carriers  without  them. 

13107.  But  if  they  had  this  additional  power 
they  w'ould  be  satisfied  ? — I do  not  admit  the 
word  additional,  because  I consider  we  have  the 
power  to  charge  terminals  already,  but  I say  if 
it  were  referred  to  yourself  you  would  never 
expect  that  the  shareholders  would  find  the 
capital  and  build  stations  without  charge  ; rail- 
ing companies  have  no  more  power  to  do  things 
for  nothing  than  other  people. 

13198.  Nobody  expects  them  to  do  so,  I think? 
— I have  rather  begun  to  doubt  that. 

13199.  Assumino;  Parliament  were  going  to 
lay  down  this  principle,  that  railway  companies 
should  charge  for  the  same  class  of  goods  equal 
profits  to  themselves  per  mile  over  their  system, 
what  would  you  say  to  such  a system  ? — I have 
endeavoured  to  explain  that  such  a system,  in 
the  case  of  the  Great  Western  Company,  whose 
ramifications  go  over  about  30  counties,  and  who 
therefore  might  be  recouped  in  one  county  what 
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they  lost  in  others,  might  probably  be  injurious 
to  certain  railways  which  were  passing  through 
districts  of  a peculiar  descri[)tion  ; but  as  regards 
the  public  and  the  traders  the  result  would  be 
very  serious  indeed.  If  any  of  the  public,  think- 
ing they  had  any  grievances  against  the  railways, 
obtained  a remedy  in  that  way,  you  may  rely 
upon  it  that  the  manufacturing  and  commercial 
part  of  the  country  avould  find  out  that  they  had 
a very  serious  grievance  against  Parliament 
afterwards. 

13200.  Did  you  observe  the  principle  I in- 
dicated, that  railway  comjianies  should  charge 
equal  profits  per  mile  upon  the  same  class  of 
goods  under  all  circumstances  ? — That  means 
equal  mileage  rates. 

13201.  I do  not  think  so? — Then  I do  not 
understand  your  question. 

13202.  I suppose  it  costs  the  railway  company 
so  much  for  working  expenses  to  carry  a ton  of 
goods  a mile? — Of  course  you  are  speaking  of  a 
mile  over  a long  route  ; you  are  not  speaking 
of  the  first  mile ; you  mean  per  train  mile,  I 
presume. 

13203.  Upon  any  particular  distance  it  costs  a 
railway  company  a certain  sum  of  money  out  of 
pocket  to  carry  goods  per  mile? — It  costs  them 
something,  but  I do  not  quite  understand  your 
question. 

13204.  You  have  certain  running  expenses 
upon  goods  which  you  are  out  ofjiocket  in  respect 
of  that  mile  ? — Yes,  and  that  sum  varies. 

13205.  That  varies  in  different  circumstances? 
—Yes. 

13206.  The  proposal  that  I suggest  is  that 
after  paying  all  out  of  pocket  expenses  in  respect 
of  those  goods,  the  company  should  charge  an 
ecjual  profit  in  addition  upon  the  same  class  of 
goods  upon  their  Avliole  system  ? — I do  not  quite 
follow  your  question,  but  so  far  as  I do  so,  even 
if  I could  imagine  it  being  worked  out,  I am 
afraid  I should  not  be  competent  to  do  it. 

13207.  Is  that  because  you  do  not  know  the 
cost  of  carrying  your  goods  ? — You  cannot  know 
the  actual  cost  of  carrying  goods  ; we  know  what 
it  is  upon  the  average.  I myself  have  over  a 
period  of  years  made  very  careful  calculations 
with  the  view  of  trying  to  ascertain  it;  but  I 
venture  to  say  that  you  must  at  last  come  to  an 
assumption,  you  cannot  actually  know  it,  of  course 
you  do  very  nearly  in  the  case  of  full  train  loads 
of  coal,  but  you  cannot  ax’rlve  at  it  upon  general 
goods.  A truck  load  of  goods  passing  between 
London  and  Cirencester,  will  consist  probably  of 
goods  of  all  classes.  I do  not  see  how  you  could 
possibly  arrive  at  the  actual  cost  upon  each 
class. 

13208.  Taking  the  case  of  coals  as  the  simpler, 
on  them  you  charge  ^ d.  per  ton  per  mile  in  cer- 
tain cases  ? — Yes,  we  do. 

13209.  And  a certain  proportion  of  that  you 
call  profit,  meaning  by  profit  interest  on  capital  ? 
—Yes. 

13210.  The  proposal  I suggest  is,  that  the 
margin  of  profit  on  coal  in  all  instances  should 
be  the  same  ; whatever  you  may  establish  in  one 
case,  it  should  be  the  same  all  round  ? — In  that 
case  you  must  take  the  average  charge,  and 
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therefore  you  must  raise  the  rates  for  the  longer 
distances,  and  reduce  them  for  the  shorter. 

13211.  AVliy? — Because  if  the  jR’ofits  are  to 
be  the  same  per  mile  wliatever  distance  the 
traffic  passes,  tliat  must  be  the  case. 

13212.  I thouglit  you  maintained  it  was 
cheaper  for  you  to  carry  for  a longer  distance 
than  for  a shorter  one  ? — Yes,  but  not  to  that 
extent;  of  course  it  is  cheaper  per  mile  to  carry 
traffic  for  100  miles,  than  it  is  to  carry  traffic  for 
20  miles, 

13213.  Sup])osing  you  ascertain  what  it  does 
cost  you  for  tlie  long  distance  as  against  the 
short,  you  might  add  15  or  20  per  cent,  to  the 
one  as  against  the  other? — I am  afraid  you  do 
not  quite  know  the  intricacies  of  railway  work- 
ing, for  that  could  never  be  done.  A\^e  can  work 
full  train  loads  between  South  AVales  and  Lon- 
don, because  there  is  1,000,000  tons  per  annum 
to  carry,  and  Ave  can  rvork  the  same  and  the 
London  and  North  AA^estern  and  ourselves  do  to 
Birkenhead. 

jSIr.  Barnes. 

13214.  AA'hat  is  a full  train  load  ? — It  is  from 
220  to  240  tons  or  so  to  Swindon,  and  from 
Swindon  to  London  about  400  or  500  tons  ; it 
varies  considerably,  according  to  the  line.  I 
knoAv  that  in  France  very  intricate  calculations 
are  made;  they  are  very  ingenious,  and  their  cal- 
culations are  very  interesting,  but  I could  not 
imairiue  their  ever  being;  carried  to  .such  an  extent 
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as  to  carry  our,  your  ideas ; that  is  to  say,  not  for 
any  practical  purpose. 

Mr.  Barclay. 

13215.  You  do  not  think  it  would  be  ]n’acti- 
cable  for  a railway  company  to  ascertain  the 
actual  cost  of  Avorking? — Not  as  you  put  it,  and 
as  for  putting  it  in  j)ractice  for  any  useful  pur- 
pose it  is  beyond  my  comprehension  ; nor,  to  go 
a little  further,  do  I see  the  object  of  it,  and  I do 
not  see  the  use  of  doing  such  a thing  unless  it 
has  a ]iractical  object. 

13216.  Is  it  not  the  case  in  most  Avholesale 
businesses  that  the  merchant  charges  an  eijual 
amount  of  jirofit  to  all  his  customers  on  different 
classes  of  goods? — 1 do  not  know  much  about 
Avholesale  business ; but  I venture  to  say  there  is 
no  business  in  Avhich  a man  does  not  make  a less 
ju’ofit  on  some  parts  than  on  others. 

13217.  The  comjiarison  Avould  be  this,  that  on 
one  kind  of  goods  the  merchant  should  charge  a 
profit  of  10  per  cent,,  another  25,  and  another  50; 
is  not  that  practically  Avhat  the  raihvay  companies 
do  ? — That  is  Avhat  Parliament  has  alloAved  the 
raihvay  comjianies  to  do. 

13218.  I Avant  to  ask  if  that  is  Avhat  the  rail- 
Avay  companies  do? — I Avill  not  admit  the  figui’es, 
but  I say  that  is  the  principle,  and  that  it  is  dis- 
tinctly in  the  interest  of  the  public,  Avhere  the 
traffic  Avill  bear  a reasonable  charge  Avithout  being 
injurious  to  the  trade,  that  the  companies  ought  to 
be  allowed  to  obtain  it,  and  then  they  are  in  a 
])osition  to  cai  ry  other  traffic  <at  lower  rates  ; for 
instance,  raAv  material  to  be  Avorked  up  and 
carried  again  as  the  manufactured  article ; they 
Avould  not  be  able  to  do  that  if  they  Avere  com- 


Mr.  Barclay — continued, 
polled  to  make  their  charges  to  all  alike;  it  Is 
clearly  to  the  interest  of  the  public,  especially 
the  manufacturing  public,  that  a raihvay  company 
should,  out  of  the  other  traffic  which  can  afford  it, 
get  the  higher  charges. 

13219.  All  I Avant  to  knoAv  is  whether  you 
Avouhl  decidedly  object  to  raihvay  companies  being 
restricted  to  charging  equal  rates  of  profit  upon 
the  same  class  of  goods  to  all  individuals  ? — I do 
so  in  the  interest  of  the  public  more  than  in  the 
interest  of  the  raihvay  companies.  I hope  I Avill 
make  myself  perfectly  clear  upon  that  point,  be- 
cause I hold  that  it  is  not  In  the  interest  of  the 
raihvay  companies,  so  much  as  in  the  interest  of 
the  public,  that  Parliament  has  laid  it  doAvn  as 
an  instruction  to  the  companies,  not  in  any  pri- 
vate Act  of  a company,  but  in  public  Acts. 

13220.  By  the  Avay,  Avhat  do  you  charge  for 
cartage  in  London? — The  cost  in  London  of  cart- 
age varies  very  much,  and  especially  in  the  case 
of  the  Great  AYestern,  because  Paddington  is  a 
long  Avay  from  the  east  end  of  London,  Avhere 
many  of  the  goods  have  to  be  collected  and 
delivered  ; it  costs,  I daresay,  as  much  as  7 5.  a 
ton  to  the  east  of  London. 

13221.  I thought  the  cartage  district  was 
divided  into  tAvo  areas? — AYe  have  a station 
at  Smithfield,  but  Avith  a limited  amount  of  ac- 
commodation ; of  course  the  charge  is  much  less 
from  Smithfield  than  It  is  from  Paddington. 

13222.  Hoav  much  is  the  charge  in  each 
case  ?— The  average  cost  at  Smithfield  is  about 
5 s.,  and  at  Paddington  about  7 s. 

13223.  Do  you  do  the  Avhole  of  your  cartage? 
— No. 

13224.  Hoav  much  do  you  alloAv  Messrs. 
Pickford  & Co.  for  carting  your  goods,  taking 
the  general  arrangement  ? — I think  it  is  2 s.  a 
ton  they  get  to  Smithfield,  and  3 s.  4 d.  to  Pad- 
dington. 

13225.  And  to  the  outside  carters,  hoAv  much 
do  you  allow  ? — I he  same. 

13226.  You  make  no  difference  betAveen  the 
allowance  to  Messrs.  Pickford  & Co.,  and  to 
outside  carriers  ? — I do  not  think  there  is  any 
difference  Avhatever;  it  is  an  agreed  alloAvance 
by  all  the  raihvay  comjianies,  and  I do  not  know 
that  there  is  any  difference  Avhatever. 

13227.  'I'he  point  I Avish  to  knoAV  is,  whether 
you  make  any  difference  in  the  rebate  and  allow- 
ance you  make  to  Messrs.  Pickford  & Co.  as 
against  outside  traders  ? — I really  do  not  know; 
it  is  the  alloAvance  Avhich  is  settled  by  the  metro- 
politan conference  of  raihvays,  Avhich  meets  to 
settle  the  London  questions. 

13228.  What  is  the  average  rate  you  get  per 
ton  of  goods  all  over  your  system  ? — I have  not 
calculated  that  out ; but  it  is  very  easily  calcu- 
lated. 

13229.  It  appears  from  the  calculation  in  the 
accounts;  do  you  not  knoAv  it? — No,  it  is  a cal- 
culation Avhich  is  not  of  the  slightest  practical 
use. 

13230.  I have  calculated  it  out,  and  I find  in 
1879  the  average  sum  you  got  for  goods  traffic 
Avas  8 s.  3 d.  ? — That  is  no  information  to  me. 

13231.  Do  you  admit  the  correctness  of  that 
figure  ? — Certainly' ; but  it  is  not  a calculation 
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I sliould  ever  think  of  making,  except  for 
curiosity’s  sake  ; 1 could  do  nothing  useful  ui)on 
it,  either  to  make  it  more  or  to  make  it  less,  if  I 
had  to  do  it.  We  have  to  look  at  every  par- 
ticular rate  on  every  particular  article  of  goods, 
as  between  each  two  places ; we  have  to  do  it  in 
detail,  not  iu  the  gross.  We  calculate  what  we 
get  upon  the  1st,  2nd,  and  3rd  class  passengers, 
only  to  show  whether  the  fares  are  going  up  or 
down,  and  taking  a line  2,000  miles  long,  the 
fact  that  the  traffic  may  increase  between  A.  and 
B.,  and  decrease  between  C.  and  D.,  is  a matter 
over  which  we  have  no  control,  therefore  that 
calculation  is  of  no  value  whatever. 

13232.  But  you  do  not  dispute  the  statement 
that  the  average  rate  you  got  last  year  was 
85.  3 6?.  ? — I have  no  doubt  you  made  the  calcu- 
lation accurately. 

13233.  'I’hat  included  also  mileage  as  well  as 
the  terminal  charges  ? — If  you  had  taken  the 
gross  receipts  and  divided  it  by  the  number  of 
tons,  you  would  include  all  our  charges  except 
cartage. 

13234.  Have  you  given  in  evidence  what  your 
terminal  expenses  cost  you  ? — I have  given  it  to 
the  Committee  at  three  or  four  stations,  and  I 
have  since  put  in  the  actual  capital  cost  at  three 
of  the  stations  in  land  and  works,  and  also  the 
actual  cost  of  works,  maintenance,  and  staff  ex- 
penses, so  you  can  test  it  yourself. 

13235.  I think  you  stated  that  on  the  average 
the  terminals  cost  you  about  2 s.  per  ton,  and 
that  you  would  accept  1 5.  6 A ? — No,  I did  not 
do  that ; I did  not  go  into  it  that  way,  because 
that  would  be  saying  it  cost  us  2 5.  and  that  we  are 
giving  up  6 d.  ; I could  not  do  that ; I do  not 
think  I could  tell  you  what  our  average  is,  be- 
cause I would  have  to  get  out  the  cost  at  all  the 
stations  upon  our  line,  and  we  only  have  it  at  40 
stations. 

13236.  I find  that  iu  your  evidence  you  give 
the  cost  of  terminals  at  about  2 s.  ? — That  is  only 
an  assumption. 

13237.  Would  you  say  it  is  at  least  3 s.  ? — 
Yes,  and  more  than  that, 

13238.  What  strikes  me  is  this,  that  you 
say  the  terminals  cost  somewhere  between  3 s. 
and  4 s.  for  loading  and  unloading  for  each 
ton  of  goods,  and  the  total  sum  that  you 
have  got  in  respect  of  each  ton  of  goods  in 
1879  was  8 s.  3 d.  ? — But  you  are  leaving  out 
of  consideration  that  when  I tell  you  what  the 
cost  of  terminal  accommodation  and  services  at 
Smithfield  is,  1 am  also  giving  you  the  interest  on 
the  capital. 

13239.  The  only  point  I wished  to  bring  out 
was,  the  difference  between  the  sum  you  re- 
ceived for  mileage  in  respect  of  distance,  and 
what  you  received  for  terminals? — But  you  are 
not  comparing  two  figures  which  are  alike  ; in 
the  case  of  terminals  I have  told  you  what  it 
cost  for  accommodation  and  services  ; in  the  case 
of  the  mileage  charges  you  arc  only  showing 
what  the  rate  is  per  ton. 

13240.  The  total  sum  which,  according  to  your 
account,  you  got  in  1879  for  each  ton  of  goods 
you  carried  was  8 s.  3 d.,  and  according  to  your 
evidence  the  cost  to  the  company,  or  the  charge 
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made  by  the  company  in  respect  of  full  terminals 
alone,  was  somewhere  up  to  4 s.,  leaving  only  a 
balance  of  4 s.  3 d.  to  be  charged  in  respect  of 
distance? — Very  likely;  if  that  is  so  it  ought 
clearly  to  satisfy  your  mind  how  absolutely  neces- 
sary it  is  that  a railway  company  .should  have 
terminals. 

13241.  It  suggested  a doubt  in  my  mind 
whether  you  were  not  overstating  the  terminals? 
— I have  given  you  the  cost  at  lour  stations  ; I 
shall  be  very  ha[)py  to  give  you  the  remaining 
36,  of  which  I have  an  account.  Although  I 
have  not  seen  the  figures  of  any  gentlemen  who 
are  going  to  succeed  me,  I have  no  doubt  what- 
ever that  if  they  give  you  their  figures,  they  will 
come  out  about  the  same  as  those  I have  given 
you. 

13242.  You  hold  to  the  opinion  then,  that  al- 
though you  only  get  8s.  3r/.  in  respect  of  the 
carriage  of  the  goods,  somewhere  about  4s.  of 
that  was  in  respect  of  terminals  ? — May  1 ask, 
do  you  include  the  receipts  for  minerals. 

13243.  No,  that  is  only  goods;  I will  come  to 
the  minerals  presently? — Will  you  tell  me  the 
number  of  tons  of  goods  that  you  assume  that  we 
carried  in  the  yenr,  and  the  gross  receipts,  and  I 
will  tell  you  at  once  whether  you  are  right. 

13244.  I took  the  statement  from  the  Board 
of  Trade  Returns  1879? — Will  you  fell  me  the 
number  of  tons,  and  the  gross  receipts,  and  I 
shall  be  able  to  tell  near  enough  whether  that 
includes  minerals. 

13245.  It  certainly  does  not ; you  will  accept 
it,  I think,  that  I w'ent  over  the  matter  carefully, 
and  I bring  out  the  sum  you  received  for  goods 
at  8s.  3d.  In  1879,  the  minerals  carried  by  the 
Great  Western  Railway  were  15,000,000  tons, 
and  the  goods 4,692,000  tons;  the  receipts  in  re- 
spect of  minerals  were  1,823,000/.,  and  in  re- 
spect of  goods  the  receipts  were  1,939,000/. 
Now'  what  terminal  would  you  propose  for  the 
coals? — In  the  country  3 d.  or  4 c/.  a ton  w’ould 
probably  cover  the  coals,  but  in  London  the 
charge  would  be  very  much  greater. 

13246.  It  is  difficult  to  separate  the  terminals 
from  the  mileage  rates,  is  it  not  ? — It  is  very  dif- 
ficult to  do  so. 

13247-  Would  you  charge  that  terminal  from 
a private  colliery  siding  ? — I suj)pose  we  would 
not  be  allowed  to  make  the  same  charge  from  a 
private  colliery  siding  if  we  did  not  provide  the 
siding  or  perform  any  services,  although  I have 
pointed  out  to  you  that  in  some  Acts  of  Parlia- 
ment we  are  specially  allowed  to  make  a charge 
for  stopping  to  pick  up. 

13248.  What  I wished  to  know  was  what  really 
was  the  proposal.  I understood  you  were  making 
a suo;o;estion  about  these  terminals  ? — I con- 
veyed  to  you  the  suggestion  which  w’as  made  to 
me,  and  which  I understood  was  in  respect  of 
goods  traffic. 

13249.  I want  a corresponding  suggestion 
with  regard  to  minerals  ? — If  you  will  allow  me 
we  Avill  think  it  over,  and  enable  one  of  the  other 
witnesses  to  put  it  before  you.  If  you  ivill  refer 
to  the  last  line,  in  the  first  column  of  page  579  of 
the  printed  evidence,  you  will  find  the  words 
beginning,  “ Sometimes  the  terminal  charge 
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measured  by  tlie  absolute  expense  incurred  in 
handling  the  goods,  is  50  per  cent,  of  the  whole 
charge  made  by  the  railway  comp.any  with  re- 
sfject  to  those  goods,”  so  that  was  a rough  calcu- 
lation made  by  Mr.  Coates  at  that  time. 

13250.  “ Sometimes,”  he  says;  I could  under- 
stand it  in  respect  of  some  goods,  but  I was  sur- 
prised to  find  that,  taking  out  the  average,  the 
proportion  of  terminals  was  so  larjie.  I wanted 
to  know  whether,  when  the  figures  were  brought 
before  you,  you  still  adhered  to  the  former 
opinion? — I adhere  to  what  I have  stated,  cer- 
tainly, because,  with  respect  to  the  cost,  it  is  a 
matter  upon  which  there  can  be  no  dispute  or 
doubt. 

13251.  Is  it  the  case  that  about  one-half  of  the 
gross  revenue  of  a railway  company  goes  in  re- 
spect of  capital  account  ? — The  balance  goes  to 
pay  interest  upon  its  debentures,  j^i’^fcrence 
shares,  and  ordinary  shares ; it  is  about  that. 

13i;52.  If  we  take  the  gross  freight  of  1 1.  for 
a ton  of  goods,  assuming  that  goods  and  pas- 
sengers pay  equally  well,  10  s.  of  that  charge 
would  be  in  respect  of  caj)ital  ? — Yes,  assuming 
that  they  jiaid  equally. 

13253.  And  that  is  in  the  nature  of  a fixed 
charge,  whether  the  working  expenses  are  large 
or  small  ? — The  working  expenses  are  very 
various, 

13254.  I was  speaking  of  the  Great  \Yestern 
Railway  ? — The  working  expenses  on  the  Great 
'Western  Railway  were  52  per  cent. 

13255.  IVere  they  that  last  year? — Yes. 

13256.  The  point  I wished  to  have  your  opinion 
about  w'as,  whether,  taking  a 20  s.  freight  for  a 
ton  of  goods,  taking  it  upon  the  average,  and, 
assuming  you  get  the  same  profit  upon  goods  as 
you  do  on  passengers,  10  s.  of  that  went  to  meet 
the  charge  on  capital  ? — Yes,  the  interest  to  the 
shareholders. 

13257.  And  that  charge  would  be  the  same, 
wliether  the  quantity  of  goods  was  small  or  great, 
would  it  not  ? — No,  certainly  not. 

13258.  You  get  a certain  sum  paid  now  to 
your  shai’eholders,  and  to  keep  up  the  same  rate 
of  dividend  you  require  the  same  total  sum,  I 
suppose? — M^e  should  require  the  same  net  sum. 

13259.  And  the  charge  in  respect  of  capital  to 
pay  the  same  dividend  would  be  the  same, 
whether  the  quantity  of  goods  was  greater  or 
smaller  ? — If  we  are  to  pay  the  same  dividend, 
yes  : but  it  does  not  follow  that  we  will  always 
pay  the  same  dividend,  whether  we  have  a large 
amount  of  trade  or  a small  amount. 

13260.  I quite  understand  that;  but  the  point 
I want  to  know  is,  whether  that  proportion  of 
charge  on  goods  is  a fixed  charge,  irrespective  of 
quantity,  and  how' much  of  it  depends  iqion  the 
quantity  and  the  actual  services  to  the  goods?  — 
It  varies  so  infinitely  that  no  one  can  answer  the 
question  accurately. 

13261.  U])on  the  average,  10  s.  of  every  1 Z. 
charged  upon  the  freight  of  goods,  goes  to  capital 
account? — Yes,  in  the  way  you  put  it;  but  that 
is,  assuming  one  class  of  goods  is  as  profitable  as 
another. 

13262.  Is  there  any  proportion  of  the  fixed 
charge  that  does  not  vary  according  to  the  dis- 
tance that  the  goods  go  ? — It  does  vary. 


Mr.  Barclay — continued.. 

13263.  But,  of  the  remaining  10  s.,  is  there  any 
portion  which  is  a fixed  charge  not  dependent 
upon  the  actual  services  rendered  to  the  particu- 
lar ton  of  goods  ? — Of  course  there  are  standing 
expenses  on  the  railway  ; there  are  what  we  call 
general  charges,  if  that  is  what  you  refer  to. 

13264.  Precisely  ? — Of  course  you  would  re- 
quire more  jiorters,  and  you  would  require  more 
locomotives  if  your  traffic  were  larger  than  if  it 
were  smaller;  but  there  are  certain  charges,  such 
as  general  charges.  Take  myself,  for  instance,  I 
am  there,  whether  the  traffic  fell  off  or  increased 
100,000  I or  200,000  L a year. 

13265.  A certain  proportion  of  it  is  fixed 
charge  ? — Undoubtedly,  in  all  concerns  that  is  so  ; 
it  is  so  in  a colliery,  whether  you  put  out  100,000 
tons  or  200,000  tons. 

13266.  Then  I will  ask  you  whether  you  can 
tell  me  what  proportion  of  the  10  s.  would  repre- 
sent the  fixed  charge  ? — I could  not,  but  it  would 
not  represent  a very  large  pro])ortion  unless  you 
include  the  staff  at  the  stations  ; you  may  take 
that  as  a fixed  charge  also  ; that  is  to  say,  station 
masters,  signalmen,  and  so  on. 

13267.  The  station  masters  are,  I suppose, 
maintained  at  the  stations,  whether  the  quantity 
of  goods  is  large  or  small? — Yes,  and  the  signal- 
men also. 

13268.  AVhat  I want  to  know  is,  what  propor- 
tion of  the  50  per  cent,  would  be  attributable  to 
the  fixed  charges  ? — I could  not  say,  oft-hand ; we 
could  give  you  a very  rough  estimate  of  that ; 
but  I am  not  prepared  to  do  so  now,  because  I 
never  addressed  my  mind  to  it  as  being  a question 
of  any  practical  value. 

13269.  Would  it  not  be  a question  of  jiractical 
value  to  know  how  much  of  your  charges  related 
to  the  quantity  of  goods,  and  how  much  to  the 
fixed  charges  ? — No,  we  must  keep  the  railway 
open  to  begin  with,  and  for  that  purpose  we  must 
have  a certain  number  of  station  masters,  porters, 
and  signalmen.  If,  at  any  particular  station,  the 
traffic  increases,  say  double,  you  must  double 
your  porters  and  staff,  and  if  the  tonnage  increases 
to  such  an  extent  as  to  require  it,  you  may  have 
to  double  your  trains. 

13270.  What  I wanted  to  find  out  ivas,  nhen 
there  is  one  half  of  the  freight  goes  to  capital 
account,  what  proportion  of  the  remaining  50 
per  cent,  was  a variable  charge  depending  upon 
the  services  to  the  goods,  and  how  much  a fixed 
charge,  inde^iendent  of  the  quantity  of  the 
goods?  — In  the  case  of  minerals  the  charge 
would  be  principally  in  locomotive  power  and 
j)ermanent  way,  because  we  do  not  handle  the 
minerals  ; in  general  goods  it  would  be  the  same, 
plus  porters,  and,  of  course,  grease  and  stores, 
and  so  on  ; but  what  the  per-centage  is  I really 
could  not  tell  yon. 

13271.  "Would  it  not  be  of  interest  to  a rail- 
way manager  to  know  how  much  he  increased 
his  expenses,  when  be  increased  his  quantity  of 
goods  carried? — "We  do  actually  know  that;  we 
actually  know  what  the  gross  increase  at  every 
station  is  every  half  year  ; and,  indeed,  eveiy 
four  weeks  ; that  Ave  Avatch  most  carefully.  We 
Avatch  the  gross  increase  of  expenditure,  and  we 
Avatch  also  the  tonnage,  and  see  Avliether  there  is 
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Mr.  Barclay — continued, 
a justification  for  it;  but  not  in  tlie  way  you 
suggest. 

13272.  I want  to  know  whether  it  would  not 
be  of  interest  to  a railway  manager  to  know  how 
much  his  expenses  increased  with  the  increased 
quantity  of  goods  ?— We  should  like  it  very 
mush  indeed  if  we  could  get  more  accurate 
knowledge  of  the  proportion  of  expenses  upon 
each  class  of  goods. 

13273.  Have  you  never  tried  to  ascertain  it 
upon  each  class  of  goods  ? — I should  like  to  take 
you  to  Paddington,  and  discuss  it  with  you  for 
half  a day,  and  ascertain  what  your  views  were  at 
night. 

13274.  I thought  you  might  be  able  to  tell  the 
Committee  how  much,  on  the  average,  were  fixed 
charges,  and  how  much  was  attributable  to  the 
quantity  ? — i could  not  give  that  to  you  ; where 
the  traffic  was  carried  in  full  train  loads  you  might 
ascertain  it  approximately,  but  where  the  general 
goods  traffic  is  mixed  up  with  the  conveyance  of 
stone,  coal,  and  wood,  and  other  articles  of  traffic, 
1 do  not  hesitate  to  say  that  it  is  a simple  im- 
possibility to  know  the  proportion  of  expense 
attributable  to  each  quantity. 

13275.  The  average  cost? — No,  we  know  the 
average  cost,  but  not  the  proportion  attributable 
to  each  quantity. 

13276.  I have  been  trying  to  get  at  the  pro- 
portion of  expenses  which  goes  with  the  increase 
of  the  quantity  of  goods  ? — If  you  will  kindly 
■write  down  specifically  the  questions  that  you 
would  desire  to  have  answered,  I would  go  into 
them  with  the  earnest  desire  to  give  you  the  in- 
form ition,  if  it  is  possible  ; and  if  not,  I Avill  put, 
in  Avriting,  the  reason  why  we  cannot. 

12277.  To  put  it  shortly,  I wish,  in  the  first 
place,  to  find  out  whether  one-half  of  the  charge 
is  a charge  in  respect  of  capital,  Avhich  does  not 
vary  according  to  the  quantity  of  goods,  to  produce 
the  same  sum;  yourequire  the  same  sum  to  procure 
your  dividend  and  interest  Avhether  the  quantity 
of  goods  carried  is  large  or  small  ?— W e want  it 
if  we  can  get  it. 

13278.  Then  I wanted  to  know  what  jiropor- 
tion  of  the  other  50  per  cent,  tvas  of  a fixed 
character,  and  not  shifting  xvith  the  quantity  of 
goods  ? — I Avill  endeatmur  to  ascertain  it ; Avould 
you  alloAV  me  to  read  to  you  Paragraph  No.  77, 
from  the  Report  of  the  Joint  Committee  of  1872 
upon  tliis  question  : “ But  a still  more  serious 
question  with  respect  to  periodical  revision  is  the 
question,  on  what  principle  is  it  to  be  done, 
and  by  whom  ? If  it  is  to  be  purely  arbitrary,  if 
no  rule  is  to  be  laid  down  to  guide  the  revisers, 
the  power  of  revision  will  amount  to  a power  to 
confiscate  the  property  of  the  companies.  It  is 
not  likely  that  Parliament  would  attempt  to 
exercise  any  such  power  itself,  still  less  that  it 
would  confer  such  a poAver  on  any  subordinate 
authority.  Accoi’dingly,  all  the  Avitnesses  have 
suggested  that  the  revision  should  take  effect 
under  conditions  which  would  reserve  to  the 
companies  a reasonable  amount  of  profit ; and  to 
some  revision,  founded  on  this  principle,  it  seems 
that  the  raihvay  companies  would  not  object. 
This  leads  to  the  consideration  of  the  further 
important  question,  whether  it  is  possible  or  de- 
0.54. 


Air.  Barclay — continued, 
sirable  to  fix  by  law  a maximum  of  profit  or 
diA'idend.  If  it  is  not  possible  or  desirable  to  do 
so,  any  periodical  and  systematic  revision  of 
charges  by  any  authority  subordinate  to  Parlia- 
ment may  be  pronounced  impracticable ;”  that 
seems  just  the  point  that  you  are  referring  1o. 

13279.  We  have  not  made  any  jjrogres^s  in  the 
Avay  of  obtaining  information  Avith  reference  to 
the  cost  of  performing  railway  services  since  that 
time  ? — I do  not  think  Ave  have  practically. 
I have  seen  very  many  suggestions  theoretically 
in  the  raihvay  newspapers,  that  the  railway  com- 
panies should  be  called  iqron  to  jrroducc  certain 
information,  and  it  has  been  suggested  that  the 
Board  of  Trade  should  be  asked  to  call  upon  the 
railway  companies  to  jrroduce  it.  I accordingly 
called  iqion  tire  Board  of  Trade  to  ask  how  it 
should  be  done,  but  I did  not  come  aAAmy  any 
AA^iser  than  I Avent,  because  Mr.  Calcraft,  the 
Secretary  to  the  Board  of  Trade,  although  a 
A'ery  able  man,  could  not  inform  me  hoAv  it  Avas 
to  be  done. 

13280.  Let  me  call  your  attention  to  a return 
made  out  by  Air.  Rendel  in  1879,  showing  the 
cost  on  each  of  the  Indian  raihvays,  and  Avhat  it 
cost  each  of  them  to  carry  goods.  ( The  following 
Table  was  handed  to  the  Witness  for  inspection): — 


Inoian  Railavays. — Goods  Traffic. 


— 

East  Indian 
Main 

and  Jrtbalpur 
lines 
together. 

Great  Indian 

Peninsula. 

Madras. 

Bombay, 
Baroda,  and 
Central 
India. 

Tons. 

T071S. 

Tons. 

Tons. 

Tons  of  goods  car- 
ried one  mile. 

782,760,719 

371,791,765 

76,995,600 

90,136,480 

d. 

d. 

d. 

d. 

Average  sum  le- 
ceived  for  carry- 
ing one  ton  one 
mile. 

•848 

1088 

106 

M02 

Sind, 

Punjab, 

and 

Dellii. 


Eastern 

Ilengal. 


Oudh  and 
llohil- 
kund. 


Rajputana 

(Stale 

Line) 

(Narrow 

Cause). 


AH 

together. 


Tons. 


Tons. 


Tons. 


Tons. 


Tons. 


Tons  of  goods  car- 
ried OJie  mile. 


121,876,000 


42,518,500 


64,532,500 


26,357,713 


1,577,060,282 


d.  d.  d,  d.  4. 


Average  sum  re- 
ceived for  carry- 
ing one  ton  one 
mile. 


1-148 


1-29 


•79  1*31 


•971 


Assuming  that  they  have  taken  out  the  number 
of  tons  carried,  and  multiplied  them  by  the 
number  of  miles  carried,  what  is  the  use  of  it ! 


Chairman. 

13281.  1 do  not  understand  you  to  say  that 
there  is  any  difficulty  in  raihvay  companies 
finding  out  Avhat  is  the  cost  of  the  different 
classes  ? — It  is  so ; that  information  Avhich  is 
put  into  my  hands  will  be  of  no  use  Avhatever 
to  me. 

4 L 2 


13282.  You 
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Chairman — continued. 

13282.  You  can  always  give  the  averages,  can 
you  not  ? — You  can  get  out  the  average,  and  can 
work  it  out  as  a curious  calculation,  but  1 do  not 
see  how  it  would  enable  you  either  to  get  more 
profit,  or  to  reduce  your  expenses,  or  to  increase 
your  trade. 

Mr.  Barclay. 

13283.  You  know,  I suppose,  that  Mr.  Craw- 
ford was  the  chairman  of  the  East  India  Railway 
Company  ?— I know  he  was  chairman  ; 1 do  not 
know  whether  he  is  now. 

13284.  In  the  discussion,  Mr.  Crawford  spoke 
as  follows  : “ A very  different  state  of  tilings 
existed  now  from  v/hat  there  had  been,  and  this 
was  mainly  owing  to  the  extremely  accurate  and 
exhaustive  statistics  which  had  been  prepared  by 
Mr.  Rendel,  and  the  method  which  the  com- 
panies now  had  of  ascertaining  the  exact  cost  of 
doing  every  item  of  their  work you  do  not 
agree  with  that?— Most  distinctly  1 agree  with 
that  to  this  extent,  that  we  must  keep  an  accu- 
rate account,  and  that  we  do  ascertain  the  cost  in 
each  department;  that  is  done  as  a matter  of 
regular  routine  and  practice.  The  directors 
have  a statement  put  before  them,  certainly  once 
a month,  of  the  cost  in  each  department. 

1328.').  Mr.  Crawford  is  sjieaking  of  the 
statistics  that  I handed  to  yon  ? — I should  very 
much  like  Mr.  Crawford  or  hlr.  Rendel  to  say 
what  use  the  calculations  were  after  they  got 
them. 

13286.  Then  Mr.  Crawford  says,  “ Formerly 
it  had  been  thought  impossible  to  bring  grain 
from  the  tip])er  jiarts  of  India,  where  large  quan- 
tities Avere  known  to  be  stored,  to  Calcutta,  at  a 
profit,  but  this  had  been  done,  and  recently 
grain  had  been  brought  from  Cawnpore  to  Cal- 
cutta, a distance  of  684  miles,  at  a cost  of  G 5.  4 d, 
a quarter,  and  ari-angements  had  recently  been 
made  by  Avhich  a large  quantity  of  wheat  which 
Avas  raised  in  more  distant  parts  of  Delhi  and 
Lahore,  Avould  be  brought  to  Calcutta  for 
12  s.  6 d.  per  quarter.  AVas  there  any  railway  in 
England  which  could  afford  to  carry  a com- 
modity like  that  such  a distance  at  such  a cost, 
Avith  profit  to  it?  But  for  Mr.  Rendel’s  method 
of  ascertaining  the  cost  of  Avorklng,  and  Avhat 
they  could  really  aftbrd  to  carry  their  goods  for, 
these  things  could  not  be  carried  successfully  ” ? 
— I should  make  a comparison  there  between  the 
conA'eyance  of  coal  in  this  country  in  full  train 
loads,  supi)osing  the  conveyance  of  grain  in  India, 
is  also  in  full  train  loads. 

13287.  It  is  not  a question  of  the  cost,  but 
Avhether  ihe  statistical  information  Avhich  is  sub- 
mitted in  this  Paper  is  useful  or  not ; I under- 
stood you  to  say  that  it  Avas  not  of  any  use  ? — I 
say  the  average  cost  per  ton  per  mile  over  the 
system  is  of  no  value,  but  1 say  the  cost  per 
train  mile  is  most  important ; Ave  know  exactly 
or  very  nearly  what  is  the  cost  per  train  mile, 
because  Ave  know  the  cost  of  Avorking  the  raihvay, 
and  the  cost  i)er  mile  of  raihvay  very  much 
depends  upon  the  number  of  miles  run ; Ave 
have  made  the  calculation  here  Avlth  regard  to 
the  carriage  of  coal,  and  they  can  make  it  there, 
no  doubt,  as  to  the  conveyance  of  grain. 


Chairman. 

13288.  I should  rather  gather  that  the  railway 
companies  in  India  Avere  beginning  to  obtain  that 
information  which  you  have  already  got? — Un- 
doubtedly. I should  say  that  if  they  had  not 
kept  that  return  Rom  the  first  opening  of  their 
railway,  they  Avere  someAvhat  behind, 

Mr.  Barclay. 

13289.  \Yill  you  then  kindly  tell  me  the  in- 
formation which  is  contained  in  the  lines  I have 
marked? — I say  that  the  average  per  ton  Avhich 
is  shoAvn  in  this  Return,  and  the  information 
Avhich  that  paragraph  refers  to,  are  two  different 
things  altogether,  to  my  mind. 

13290.  That  Table  professes  to  tell  Avhat  they 
receive  for  carrying  a ton  of  goods  a mile  all 
over  the  system  ? — Then  I say  it  is  possible  that 
you  can  tell  the  average,  but  you  cannot  tell  it 
actually. 

13291.  I say  the  Table  professes  to  tell  the 
sum  they  receiA’^e  per  ton  per  train  mile  ? — Then 
I say  you  can  tell  it  upon  the  avei’age  ; you  can 
make  the  calculation  I have  stated,  but  1 say  it 
is  perfectly  useless  Avhen  it  is  made,  because  it 
must  vary  infinitely.  We  carry  traffic  up  gra- 
dients of  1 in  40  ; we  carry  it  down  gradients  of 
1 in  40;  Ave  carry  it  upon  the  level ; Ave  carry  it 
in  places  Avhere  we  have  to  use  a bank  engine  ; Ave 
carry  it  in  places  Avhere  it  is  up  and  dowm  over 
the  Avhole  route,  so  that  it  Avould  be  impossible 
to  make  any  calculation  that  Avould  be  of  any  use 
upon  the  average. 

13292.  Would  you  tell  me  Avhat  the  passage  I 
have  marked  contains? — 'I'he  first  is  the  number 
of  tons  carried  one  mile. 

13293.  Have  you  any  information  upon  that 
subject?  — No,  Ave  have  not  ; Ave  used  to  keep  it, 
and  Ave  gave  it  up ; it  cost  us  a great  deal  of 
money.  We  kept  2)rabably  as  elaborate  statistics 
as  Avere  ever  kept  by  a raihvay  company ; but 
Ave  could  not  make  any  use  of  this. 

13294.  What  is  the  next  item? — The  average 
sum  for  carrying  traffic  one  mile  ; that  again  is 
perfectly  useless,  the  figures  are  very  interesting 
I have  no  doubt,  but  they  are  perfectly  useless. 
Would  you  let  me  add  this,  that  I assure  you 
there  is  no  indisposition  on  the  part  of  any  rail- 
Avay  company  to  keep  any  statistics  that  Avould  be 
useful ; they  would  only  be  too  glad,  being  the 
parties  themselves  most  interested. 

13295.  All  I can  ask  you  is  Avhether  yon  agree 
with  Mr.  CraAvford  in  the  usefulness  of  these  sta- 
tistics?— I do  not  agree  Avith  Mr.  CraAvford  in 
the  usefulness  of  that  table,  but  I do  agree  with 
the  report  you  have  read  Avith  reference  to  the 
usefulness  of  the  table  as  to  cariying  grain. 

1329G.  In  the  same  discussion  Mr.  DauAcrs 
said,  “ Rates  and  fares,  for  instance,  should  be 
regulated  chiefly  by  the  cost  of  transport,  and  as 
such  charges  are  made  by  the  ton,  and  for  the 
passengei’s  per  mile,  it  is  most  important  that  the 
cost  of  conveying  a passenger  and  a ton  a mile’s 
length  should  be  ascertained.  This  has  been 
done  by  Mr.  Rendel,  avIio,  by  an  intelligent 
analysis  of  the  traffic  returns,  has  from  time  to 
time  prepared  tables  Avhich  shoAV  not  only  the 
cost  but  the  amount  earned  from  each  passenger, 
and  each  ton  of  goods  carried  one  mile.”  The  ques- 
tion I have  to  ask  you  is  Avhether  you  agree  Avith 

Nlr. 
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J/r.  Barclay — continued. 

Mr.  Danver-s  in  tliis  statement? — If  you  assume 
that  on  a railway  you  are  going  to  charge  a mile- 
age rate  all  over  the  system  with  the  object  of 
leaving  just  such  a sum  out  of  the  gross  receipts 
as  will  pay  a particular  dividend,  then  I agree 
that  the  information  would  be  useful ; hut  that 
is  not  tl)e  state  of  circunistances  in  this  country. 

13297.  You  want  to  have  a variable  dividend 
here? — Of  course  Ave  desire  to  have  an  increasing 
one,  not  a variable  one  in  the  direction  of  going 
down. 

13298.  Was  not  that  the  case  with  the  East 
India  Railway  ? — I am  not  sufficiently  acquainted 
with  the  circumstances  of  the  East  India  Rail- 
way to  answer  that  question. 

13299.  Was  not  that  a private  company  until 
it  was  bought  up  by  the  Government  last  year  ? 
— Yes,  and  if,  either  as  an  independent  company 
or  under  the  Government,  they  are  bound  to 
charge  mileage  rates,  I think  that  information 
would  be  useful. 

13300.  Now,  passing  to  the  question  of  prefer- 
ential rates,  you  have  given  an  account  of  the 
legislation  upon  the  subject? — Yes,  1 read  to  the 
Committee  one  of  the  clauses  wdiich  have  been 
inserted  in  the  earlier  Acts,  where  companies 
were  prohibited  from  varying  their  rates. 

13301.  There  is  no  law  against  differential 
rates,  but  there  is,  as  I understand,  a law  against 
preferential  rates  ? — That  is  under  the  Act  of 
1854  ; of  course  there  Avould  be  no  preferential 
rates  if  the  Act  of  1835  had  not  been  repealed. 

13302.  A differential  rate  is  one  thing,  and  a 
preferential  rate  is  another  ? — That  is  so. 

13303.  In  giving  that  statement  do  you  mean 
the  preferential  or  the  differential  rate? — I mean 
both,  of  course. 

13304.  Then  hoAvdidyou  come  to  omit  Clause 
2 of  the  Act  of  1854  ? — It  Avas  not  necessary  to 
refer  to  it. 

13305.  Is  not  that  the  clause  Avhich  is  the  law 
at  the  present  moment? — Clearly;  you  refer  to 
Mr.  Cardwell’s  Act. 

13306.  That  is  the  clause  Avhich  is  the  laAV 
Avith  respect  to  raihvays  and  canals  at  the  present 
moment  ? — With  regard  to  preference. 

13307.  You  have  not  referred  to  that  in  your 
evidence  ? — It  was  not  necessary,  that  is  the  laAv 
we  are  bound  to  obey ; my  evidence  is  only  in- 
tended to  ansAver  a suggestion  that  we  should 
charge  mileage  rates,  or  at  least  upon  that  point. 

13308.  What  do  you  mean  by  the  reference  to 
Evershed’s  case  ; do  you  find  fault  Avith  the 
decision  reported  in  the  Law  Journal”? — I 
think  I shall  be  in  the  recollection  of  the  Com- 
mittee in  saying  that  I made  no  remarks  upon 
that  except  that  that  decision  tended  to  restrict 
competition.  I further  stated  that  Mr.  Findlay, 
the  general  manager  of  the  London  and  North 
Western  Company,  and  Mr.  Noble,  of  the  Mid- 
land Company,  would  follow  me,  and  that  the 
Committee  had  better  have  the  ev'idence  first 
hand  than  second  hand. 

13309.  Am  I to  understand  from  you  that  you 
find  fault  Avith  the  interpretation  of  the  law  and 
the  laAv  itself? — I do  not  find  fault  Avith  the  pro- 
per interpretation  of  the  law  ; all  I Avished  to 
point  out  Avas  that  if  a tribunal  Avere  fixing  our 
rates,  the  result  must  be  great  complication,  or 
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that  it  Avould  go  a long  Avay  to  prevent  com- 
petition. 

13310.  Do  you  object  to  Clause  2 of  the  Act 
of  1854? — It  is  no  use  olijectlng  to  it,  it  is  the 
laAv. 

13311.  Do  you  ihlnk  that  that  clause  ought  to 
be  repealed  ? — I do  not  say  anything  about  that. 

13312.  What  is  the  meaning  of  the  reference 
to  Evershed’s  case? — I did  not  go  into  that  case, 
I merely  said  that  these  decisions  Avhich  have 
been  given  by  the  Railway  Commissioners  Avould 
tend,  if  multiplied,  to  companies  not  competing 
Avith  one  another. 

13313.  AIIoav  me  to  read  to  you  from  Clause  2 
of  the  Act  of  1854,  the  particular  Avords  applica- 
ble to  this  question,  that  “ no  such  com{)any  shall 
make  or  give  any  undue  or  unreasonable  prefer- 
ence or  advantage  to  or  in  favour  of  any  parti- 
cular person  or  company,  or  any  particular 
description  of  traffic;”  Avas  Evershed’s  case 
decided  upon  this  clause  ? — I Avas  not  arguing 
against  the  decision  in  Evershed’s  case.  I Avas 
only  pointing  out  the  simple  fact. 

13314.  I Avant  to  knoAv  Avhether  you  object  to 
that  clause  of  the  Act,  or  Avhether  you  think  that 
case  Avas  not  decided  according  to  the  Act  ? — I do 
not  object  to  the  clause,  but  I do  object  to  the 
rates  being  fixed  by  a tribunal  Avhich  would  tie 
us  up  so  that  companies  could  not  comj)ete  Avlth 
one  another,  nor  Avith  the  sea. 

13315.  Do  you  think  that  raihvay  companies 
should  have  the  jiower  to  grant  undue  or  unrea- 
sonable ])reference  to  any  person  or  company  ? — 
I do  not  see  that  there  is  anything  in  my  evi- 
dence Avhich  makes  it  necessary  to  ask  the 
question. 

13316.  I understand  you  to  agree  Avith  that 
Clause  2 of  the  x\ct  of  1854  ? - It  is  the  existing 
law,  and  it  is  not  necessary  for  me  to  express  an 
opinion  upon  it;  but  I do  say  it  is  undesirable  in 
the  interest  of  the  public  that  there  should  be  any 
more  interference  with  the  rates  chaiged  by  the 
companies  than  can  possibly  be  avoided.  I do 
not  say  that  there  are  not  cases  in  Avhich  the  law 
ought  not  to  interfere,  but  I say  that  those  cases 
shoAV  that  it  might  come  to  be  very  much  against 
the  public  interest. 

13317.  Then,  if  I understand  you  aright,  you 
say  it  is  against  the  Interest  of  the  public  that 
raihvay  companies  should  be  prohibited  from 
giving  undue  or  unjustifiable  preference? — Then 
if  that  is  the  conclusion  you  draiv  I need  not 
ansAver  the  question. 

13318.  Can  you  tell  me  upon  Avliat  principle 
rates  are  fixed  at  all  ? — They  are  fixed,  of  course, 
in  the  first  place,  having  reference  to  the  pOAver 
of  the  company  to  charge,  and  in  the  next,  as  to 
the  nature  of  the  article,  Avhether  it  is  bulky  or 
fragile,  Avhether  it  is  valuable,  and  Avhetlier  there 
is  competition  by  sea  or  by  inland  navigation  ; 
and,  in  fact,  generally  by  Avhat,  under  the  poAvers 
of  the  company,  the  traffic  Avill  bear. 

13319.  How  do  you  ascertain  Avhat  the  traffic 
Avill  bear  ? — The  public  take  A^ery  good  care  to 
let  us  knoAV  that.  The  goods  managers  of  rail- 
ways are  in  constant  and  continual  communica- 
tion Avith  the  traders.  Of  course,  it  is  the 
interest  of  the  companies,  as  it  is  the  interest 
of  the  traders,  that  there  should  be  frequent  com- 
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munication  upon  a matter  of  that  kind,  and  it 
is  their  mutual  interest.  The  officers  of  railway 
companies  are  to  a large  extent  educated  by  the 
traders  in  their  business,  by  their  telling  them  what 
the  nature  of  the  goods  is,  and  what  the  value  of 
them  is,  what  their  competition  as  traders  is ; that 
is  what  every  trader  does  do.  The  goods 
manager  makes  use  of  all  the  information  which 
is  given  to  him  by  the  traders,  and  brings  his 
influence  to  bear,  either  upon  his  superior  officer, 
if  he  has  not  full  powers,  or  upon  another  com- 
pany, if  necessary,  with  the  view  of  pulling  the 
rate  down,  if  the  trader  can  satisfy  him  it  ought 
to  be  done. 

13320.  Would  the  raising  or  the  lowering  of 
the  rate  depend  upon  the  traders’  faculty  for 
makiiiLi  complaints  ? — I would  not  have  used  that 
word,  but  I should  say,  a mutual  consideration  of 
their  interests. 

13321.  Who  is  in  the  end  responsible  for  the 
fixing  of  the  rates  ; is  it  the  managers  of  the 
companies,  or  the  directors  ? — You  may  take  it 
that  it  is  simply  iinjiossible  for  the  directors  to 
fix  the  rates.  fhe  directors  are,  of  course, 
responsible  for  the  action  of  their  officers,  and 
wherever  the  public  are  dissatisfied  with  any 
rate  they  would  go  into  it;  but  the  directors 
could  not  sit  and  fix  the  rate.  Therefore,  if  the 
directors  of  the  concern  could  not  do  it  for  their 
own  concern,  it  is  simply  impossible  that  any 
tribunal  could  do  it. 

13322.  VYould  they  look  to  you  to  do  it? — My 
responsibility  would  be  to  the  directors,  but  I 
cannot  fix  all  the  rates.  There  is  a staff 
of  officers  whose  business  it  is  to  know  the 
business  of  every  district,  and  in  the  Siime  way  to 
know  evei’y  trader,  what  comjietition  each  man  has 
to  meet  with,  men  who  give  their  lives  to  it ; no 
Railway  Commission  could  do  that ; it  would  be 
utterly  imi)ossible. 

13323.  It  depends  upon  the  views  which  those 
gentlemen  take  as  regards  what  the  traffic  will 
bear,  what  are  the  rates  they  will  impose  within 
the  maximum  rates? — Yes,  but  I will  ask  you 
to  assume  this,  that  they  are  men  of  some  know- 
ledge and  business  habits,  and  not  only  zealous 
in  the  interests  of  their  employers,  but  exceed- 
ingly anxious  to  do  what  is  right  towards  the 
public. 

13324.  I suppose  they  are  men  of  like  feelings 
and  passions  as  other  men  upon  the  Avhole  ? — I 
hope  so. 

13325.  Is  it  not  a bare  possibility  for  those 
officials  to  have  friends  ? — If  you  mean  by  that 
tliat  they  Avould  favour  any  person,  I am  happy 
to  say  that  over  a period  of  30  years,  during  Avhich 
I have  been  manager  of  railways,  I have  never 
known  such  a case  arise  either  upon  the  Great 
Western  or  any  of  the  lines  I have  been  con- 
nected with,  and  I do  not  remember  such  a case 
becoming  public  with  regard  to  any  other  Com- 
pany. 

13326.  Has  it  ever  been  the  case,  either  in  your 
com})any  or  any  other,  that  railway  officials  have 
been  interested  in  coal,  and  so  on  ? — I have 
knoAvu  in  small  lines  instances  of  persons  acting 
for  the  company  being  interested  in  trade,  but 
there  is  no  such  thing  upon  the  Great  Western, 
nor  upon  any  large  and  well-regulated  raihvay. 


Mr.  ZiftrcZay  — continued. 

13327.  Has  there  never  been  any  case  upon 
the  Great  Western  Railway  Avhere  the  railway 
officials  have  been  interested  in  the  rates  ? — Are 
you  referring  to  the  Ruabon  Colliery  case? 

13328.  I am  not  referring  to  any  case  in  pai- 
ticular  ? — I know  a case  in  Avhieh  certain  officials 
of  the  Great  Western  Company  invested  in  a 
colliery  comjiany,  but  they  had  no  influence  what- 
ever in  the  flxing  of  the  rates.  I may  say  that  I 
myself  had  no  interest  in  that  concern.  You  may 
take  it  from  me  that  if  you  had  known  anything 
of  the  Avorking  of  large  and  properly  managed 
lines,  you  would  never  haA'e  asked  such  a ques- 
tion. 

13329.  You  said  that  the  cost  of  Avorking  the 
railways  had  considerably  increased  of  late  years  ; 
can  you  tell  me  what  the  Increase  in  cost  has 
been  of  working  the  Great  Western  Railway  per 
train  mile? — I can  give  you  the  per-centage  of 
Avorking  expenses;  I have  giA’eu  you  that 
already. 

13330.  But  the  cost  per  train  mile  is  the  best 
cricerion,  I take  it  ? — You  must  consider  what  the 
residue  is,  as  far  as  the  Company  is  concerned,  of 
the  gross  receipts;  the  cost  per  train  mile  is  only 
one  of  the  items  of  cost. 

13331.  What  is  there  beyond  the  cost  per  train 
mile? — All  t!ie  staff’  and  the  maintenance  of  the 
line. 

13332.  Is  not  that  Included  in  the  cost  per 
train  mile  ! — It  depends  upon  Avhat  you  include 
in  the  cost  per  tr.ain  mile. 

13333.  I took  this  statement  from  the  Board 
of  Trade  Returns  of  1877,  and  that  gives  the  cost 
per  train  mile  upon  tlie  Great  Western  Rail- 
Avay  as  29-21  rf.? — Xoav  I understand  the  ques- 
tion; I did  not  previously;  but  that  figure  indi- 
cates that  the  cost  per  train  mile  is  taken  over 
the  Avhole  of  the  expenses. 

13334.  I should  like  to  knoAv  hoAV  I could 
otherAA-ise  have  expressed  it? — The  cost  per  train 
mile  Ave  take  as  haul.age. 

13335.  I AAMs  speaking  of  the  total  cost  per’ 
train  mile  ? — I did  not  understand  that,  but  that 
figure  includes  general  expenses,  AA'hich  is  not  a 
cost  per  train  mile,  as  you  yourself  pointed  out 
a little  earlier. 

13336.  The  Returns  of  the  .Board  of  Trade 
state  the  folloAving  as  the  cost  jier  train  mile : on 
the  Great  AYestern,  the  cost  per  train  mile  in 
1858  Avas  29'21(Z.  ; In  1869,  30-78rZ.  ; in  1880, 

I have  Avorked  it  out  myself  that  the  cost 
Avas  3 1 d.  ? — Then  that  is  higher. 

13337.  The  difference  betAveen  1858  and  1880, 
upon  those  calculations,  Avould  be  only  T79rf.  per 
train  mile? — AYhatever  that  may  shoAv,  as  a matter 
of  fact  betAveen  1872,  the  year  A\diich  many  of 
the  Avitnesse.s  referred  to  as  the  year  Avdien  they 
said  some  of  the  rates  Avere  advanced,  and  the 
year  1880,  our  Avorking  expenses  are  three  per 
cent,  higher  all  o\'er,  and  that  amounts  to  207,000 1, 
a year  loss  to  the  company. 

13338.  Can  you  tell  the  Committee  the  dif- 
ference in  the  cost  per  train  mile  during  that 
time  ? — You  have  just  given  it  me  yourself  noAv. 

13339.  Speaking  of  the  cost  of  working  the 
railway,  the  cost  per  train  mile  indicates  any 
increase  or  decrease  of  the  cost  to  the  company 
performing  the  service  ? — Clearly  ; but  there  you 
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are  of  course  taking  every  cliarge  being  an  ex- 
pense connected  with  the  railway. 

Sir  Daniel  Gooch. 

13340.  You  have  given  the  receij)ts  per  train 
mile  ? — I have. 

Mr.  Barclay. 

13341.  I will  ask  you  to  look  over  this  small 
table  {handing  a Table  to  the  Witness^  and  to  put 
it  in  evidence? — I have  given  you  the  per-centages 
of  cost  in  1872  and  in  1880.  I may  as  well  tell 
you  that  going  back  to  1844,  the  line  was  worked 
at  33  ])er  cent.  ; in  1850  it  was  worked  at  38  per 
cent.  ; in  1860  it  was  44  |jer  cent.  ; in  1870  it  was 
46  per  cent.,  and  now  it  is  52  per  cent. 

13342.  Will  you  tell  me  whether  the  per  cent- 
age  of  profit  is  a conclusive  indication  of  whether 
the  cost  of  woi’kiug  the  line  is  increasing  or  de- 
creasing?— It  arises  in  two  ways:  it  arises  from 
the  ex))cnses  increasing,  and  also  from  the  com- 
pany carrying  the  traffic  at  lower  rates. 

13343.  And  it  may  be  also  running  too  numer- 
ous trains  ? — Of  course,  if  the  company  were  run- 
ning unnecessary  trains,  that  would  be  so. 

13344.  Can  you  tell  me  whether  the  average 
weight  of  your  goods  trains  is  increasing  or  de- 
ci'easing  of  recent  years  ? — The  average  loads  of 
our  trains  are  stationary  during  the  last  few 
years,  because  we  keep  them  up  to  the  maximum ; 
we  have  a maximum  load  fixed  for  each  portion 
of  the  line,  according  to  the  gradients,  and  it  is 
the  duty  of  the  officers  to  see  that  the  trains  do 
carry  those  loads ; those  which  ai’e  called  “ specials  ” 
are  not  run  until  the  ordinary  trains  cannot  carry 
the  traffic. 

13345.  What  do  you  call  the  average  load  of  a 
goods  train  upon  a goods  line  ? — It  depends  upon 
the  gradient. 

13346.  Let  us  take  the  main  line? — I stated 
that  in  South  Wales  an  average  load  was  220  tons, 
perhaps,  upon  the  ordinary  gradients  there ; but 
that  when  you  get  to  the  more  level  line  this 
side  of  Swindon  it  would  be  at  least  double 
that. 

Mr.  Barnes. 

13.347.  Would  you  give  the  Committee  the 
number  of  trucks  ? — This  side  of  Swindon  you 
might  take  it  at  40  trucks,  and  on  the  other  side, 
perhaps,  26  or  27  trucks. 

Mr.  Barclay. 

13448.  Would  you  kindly  merely  tell  me  the 
facts.  I began  by  asking  w'hat  was  the  avei'age 
load  of  your  goods  trains ; that  is  to  say,  the 
merchandise  trains,  and  I understand  you  have 
given  me  the  average  load  of  the  minei’al  trains  ? 
— Yes,  those  were  minerals. 

13349.  Now  take  the  goods  trains? — It 
entirely  depends  upon  the  gradients. 

13350,  You  have  given  it  to  me  in  the  case  of 
South  Wales  in  regard  to  minerals,  and  also  upon 
the  main  line  up  to  London  from  Swindon.  Now 
would  you  let  us  have  the  goods  trains  cor- 
respondingly ? — I could  not  give  it  from  recollec- 
tion ; but  I can  hand  in  to  you  the  instructions 
that  arc  given,  with  the  maximum  loads  all  over 
the  system,  if  you  desire  to  have  if. 
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13351.  I wish  your  approximation  to  an  aver- 
age load  for  goods  trains  upon  the  line  between 
Swindon  and  Loiidon,  for  instance  ? — They  vary, 
because  some  of  the  trains  are  quick  goods  trains 
running  at  high  speed ; others  are  slower  and 
carry  more  waggons,  so  that  I cannot  give  you 
the  average  load  from  memory ; but  I would 
give  you  this  information  with  regard  to  the 
receipts  per  ti’ain  mile  following  up  the  per- 
centages. 

13352.  I rather  wished  to  have  the  increase  in 
cost  per  train  mile,  and  I handed  you  a Table, 
which  I wish  you  to  look  to  ; will  you  read  that 
Table  ? — According  to  this,  in  1855  the  Great 
Western  Railway  cost  per  train  mile  29*2 1 d. ; in 
1869,  30’78fZ. ; in  1874,  34T2(7.,  and  in  1880, 
31  d. 

13353.  And  upon  the  other  side  of  the  Table 
it  gives  the  receipts  per  train  mile  for  goods  ? — In 
1869  the  earnings  per  train  mile  for  goods  are 
given  as  65*42  d.,  and  for  passengers  62*31  ; that 
is  the  very  information  you  declined  to  allow  me 
to  give  you. 

Sir  Daniel  Gooch. 

13354.  That  is  not  your  own  information  ? — 
No,  these  figures  are  furnished  to  me  by  Mr. 
Barclay. 

Mr.  Morley. 

13355.  Do  you  adopt  these  figures  ? — I could 
not. 

13356.  Then  you  do  not  want  them  to  be 
entered  as  your  evidence  ? — I certainly  do  not 
adopt  them  ; I only  read  them,  because  Mr.  Bar- 
clay desired  me  to  read  them. 

Mr.  Barclay. 

13357.  Could  you  give  the  Committee  the 
average  receipts  25er  train  mile  upon  your  line  ? 
— {The  Witness  handed  in  the  following  Table): — • 

Great  Western  Railway. 


Train  Mileage  and  Receipts  per  Train  Mile. 


PASSENGER. 

Train  Miles. 

Receipts. 

Per  Train  Mile. 

1840  - 
1850  - 
1860  - 
1870  - 
1880  - 

- - - Train 

1,473,900 
4,585,745 
7,968,485 
13,202,399 

£. 

miles  not  publisl 
552,485 
1,055,276 
1,799,385 
3,198,606 

s.  d. 

led. 

7 5-94 

4 7-23 

4 6-20 

4 10-14 

GOODS. 

Train  Miles. 

Receipts. 

Per  Train  Mile. 

1840  - 
1860  - 
1860  - 
1870  - 
1880  - 

- - - Train 

374,447 
2,919,966 
8,108,500 
14,654,675 

£. 

miles  not  publish 
279,770 
1,192,368 
2,218,998 
3,935,676 

s.  d. 

ed. 

14  11-32 

8 2-00 

5 5-68 

5 4-45 
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You  will  see  that  it  has  fallen  since  1850  from 
15  5.  to  about  5 s,  5 rf. ; that,  of  course,  mainly 
arises  from  the  railway  carrying  traffic  at  lower 
rates. 

13.358.  Have  you  seen  a statement  made  that 
the  railway  company  could  carry  minerals  at  a 
per  ton  at  a profit  of  50  per  cent.  ? — I saw 
that  Mr.  Baxter  had  given  that  evidence,  .Mr. 
Baxter  is  an  exceedingly  good  lawyer,  but  he 
would  not  make  a railway  pay  at  that  price. 

13359.  Assuminof  a mineral  or  coal  train  to  be 
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180  tons,  Avould  not  that,  at  \d.  per  ton  per  mile, 
bring  up  very  considerably  over  ihe  average  rate 
that  you  get  per  train  mile? — It  brings  it  up 
considerably  le.ss. 

13360.  How  is  that? — It  only  brings  it  up  to 
3.':.  9(/.,  because  you  must  remember  that  if  an 
engine  travels  in  one  direction  it  must  gob.ack  in 
the  other. 

13361.  Ilow  much  would  have  to  be  deducted 
from  your  mileage  account  in  respect  of  running 
empiy  trains;  not  a full  half? — Of  course  it 
would  not  be  quite  so  costly  to  carry  back  a train 
of  ein])ty  waggons,  but  I could  not  tell  you  ac- 
curately what  it  would  be. 

13362.  What  I ask  is  this,  you  have  a cer- 
tain amount  of  train  mileage,  how  much  ought 
to  be  deducted  from  that  mileage  in  respect  of 
empty  trains? — It  would  be  impossible  for  me 
to  tell  you  off-hand  how  many  empty  train  miles 
have  been  run,  but  in  calculating  the  earnings  of 
the  coal  traffic,  of  course,  we  alwa,ys  take  in  the 
double  train  mileage. 

13363.  If  we  suppose  that  one-fourth  had  to 
be  taken  off  the  total  train  mileage  for  running 
back  empties,  that  would  Increase  your  receipts 
to  8‘Ot/.  per  train  mile  from  55.  4 r/.  to  8'Or?.  per 
train  mile,  w'ould  it  not  ? — Assuming  your  figui’es 
are  correct,  tluat  would  be  so  ; but  I do  not  see 
Avhat  advantage  there  is  in  making  that  calcula- 
tion, 

13364.  I wanted  to  know  if  your  account 
showed  how  much  upon  the  average  you  got  for 
running  a loaded  train  mile,  exclusive  of  the 
empty  returns  ? — I could  make  that  calculation 
for  you. 

13365.  I wish  you  would  make  at  the  same 
time,  also,  a calculalion  showing  how  much  you 
would  require  to  carry  of  coals  at  i d.  a ton  to 
bring  up  that  average,  and  how  much  of  general 
goods?  — I will  endeavour  to  supply  it  for  you. 

13366.  iN'ow'  I want  to  ask  you  some  questions 
about  the  rate  for  carrying  milk  ; do  you  can-y 
all  your  milk  by  passenger  trains  into  London  ? 
— I am  informed  by  the  chief  goods  manager 
that  not  a gallon  of  milk  comes  in  by  goods  train, 

13367.  In  consequence  of  the  scale  of  charges 
and  this  jiassenger  train  service,  I understand 
you  to  say  that  the  trade  is  very  greatly  de- 
veloped, and  you  have  given  figures  to  that  effect  ? 
—Yes. 

13368.  As  I cipher  it  out,  it  comes  to  about 
80  tons  of  milk  a day  that  you  bring  into  Lon- 
don ? — I have  not  made  the  calculation,  but  it  is 
easily  made. 

13369.  You  have  told  the  Committee  that  you 
thought  of  })utting  on  special  trains  for  this  ser- 
vice?— I have  always  been  urging  the  super- 
intendents to  try  and  ari’ange  a special  train  for 
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it,  because  it  is  a very  objectionable  traffic  by 
passenger  trains. 

13370.  You  have  thought  of  putting  on  special 
trains  for  the  service? — I have  been  trying  to 
arrange  if,. 

13371.  You  have  been  thinking  of  it? — 
Clearly,  if  I have  been  giving  instructions  to  the 
superintendents  for  that  purpose,  1 have  been 
thinking  of  it. 

13372.  Do  yon  think  it  would  be  possible  to 
arrange  for  it  ? — If  the  milk  traffic  were  to  in- 
crease very  largely,  it  might  be  possible  from 
certain  districts  ; but  the  milk  traffic  is  picked 
uj)  from  ])laces  as  far  down  as  Brent,  in  Devon- 
sliire,  and  you  can  understand  that,  though  it 
might  be  possible  to  have  full  train  loads  as  it 
approached  London,  it  would  be  quite  impossible 
to  get  a full  train  load  from  as  far  as  Brent,  or 
even  the  Wiltshire  districts, 

13373.  In  point  of  fact,  it  is  convenient  for 
yon  in  the  meantime  to  carry  a certain  quantity 
of  milk  by  passenger  trains  ; but  if  the  trade 
were  to  increase  very  largely,  you  would  be 
obliged  to  put  on  special  milk  trains? — I should 
be  very  glad  to  see  it. 

13374.  In  the  meantime,  it  suits  the  company 
better  to  carry  tlie  milk  by  ])asseuger  trains  than 
by  goods  trains? — You  may  assume  that  the 
milk  could  not  be  carried  in  anything  like  the 
quantities  in  which  we  now  carry  it,  if  we  did  not 
give  these  S23ecial  facilities  for  its  conveyance, 

13375.  And  you  contend  that  you  are  entitled 
to  charge  specially  for  milk  carried  by  j^assenger 
trains? — Tes,  certainly. 

13376.  Does  not  the  Act  say  that  that  is  to  be 
by  agreement? — Yes  ; and  it  is  by  agreement. 

13377.  Have  the  public  anything  to  say  to  the 
matter  ? — We  tell  them  the  scale  u2:)on  which  we 
are  willing  to  carry  the  milk, 

13378.  And  they  make  no  objection  to  the 
scale  ? — We  have  had  certain  a2)plications,  when 
2)eo2)le  are  a long  way  from  London,  that  we 
should  agree  to  bring  down  the  scale  ; that  is  to 
say,  2''arties  whose  farms  are  beyond  the  100 
miles  scale  are  very  anxious  to  have  their  charge 
brought  within  the  100  miles  scale;  and  they 
also  object  to  the  charge  for  em2)ty  cans,  but 
otherwise  we  have  had  no  difficulty  from  any 
person. 

13379.  You  charge  the  same  for  milk  for  10 
miles  as  for  170  ? — You  may  take  it  for  granted 
that  there  is  no  milk  carried  from  anywhere  near 
London  ; near  London  they  can  sell  it  all  locally. 

13380.  At  your  rate  what  would  it  cost  2)er 
ton  to  carry  the  milk  six  miles  into  London,  say 
assuming  180  gallons  to  the  ton  ? — It  is  1 d.  25er 
gallon. 

13381.  And  how  much  is  that  per  ton? — 
Fifteen  shillings. 

13382.  And  that  is  the  rate  you  charge  per 
ton  for  any  distance  into  London? — U2i  to  70 
miles  that  is  the  rate. 

13383.  Do  you  think  that  you  are  likely  to 
get  much  milk  carried  from  short  distances  into 
London  when  you  are  charging  at  the  rate  of 
15  5.  a ton  ? — I do  not  think  that  we  are  likely 
to  get  much  milk  carried  at  any  rate  into  Lon- 
don from  places  near  to  it. 

13384.  But  within  10  miles  of  Loudon  ? — 
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Within  10  nrdles  we  have  carried  143  gallons  in 
the  course  of  the  year.  I sent  specially  in  the 
neighbourhood  of  London  to  ascertain  what  they 
did  with  the  milk,  and  I found  they  could  sell  it 
locally,  and  that  they  did  not  require  to  send  it 
to  London.  - 

13385.  Do  you  think  you  would  be  likely  to 
get  much  to  carry  if  it  were  carried  at  the  rate 
of  15s.  a ton? — No,  because  they  can  dispose 
of  it  otherwise  ; milk  begins  to  come  in  at  Slough, 
which  sends  18,000  gallons  a year.  Maidenhead 
sends  35,000  gallons  a year,  and  from  Thame  we 
carry  294,000  gallons. 

Mr.  Phipps. 

1338G.  How  many  miles  is  Thame  from  Lon- 
don ? — Forty-eight.  'I'hen  when  we  get  down 
to  Challow,  which  is  near  Swindon,  a distance  of 
64  miles,  we  carry  284,000  gallons.  Swindon  is 
the  largest  milk-producing  disirict,  a distance  of 
77  miles  from  London,  and  from  there  we  carried 
366,000  gallons  last  year. 

. Mr.  Barclay. 

13387-  I asked  you  upon  the  last  occasion 
when  you  were  before  the  Committee  if  you 
would  refer  me  to  Mr.  Hunter’s  evidence  (with 
which  you  entirely  disagreed),  that  there  had 
been  any  overcharge  made  by  the  railway  com- 
panies at  all.  I should  be  glad  if  you  Avould 
refer  to  Mr.  Hunter’s  answer  in  the  evidence 
before  us,  in  which  he  states  that  Illegal  charges 
have  been  made? — That  relates  to  milk ; I adhere 
to  that. 

13388.  I would  ask  you  to  refer  to  Mr.  Hunter’s 
answer  which  supports  yours  tatement? — In  my 
answer  I did  so  for  the  Great  Western  Railway 
Company. 

13389.  Yousay  ‘'made  by  the  railway  companies 
at  all,”  which  covers  that — Then  I correct  that 
to  that  extent ; I am  not  aware  that  I made  that 
statement  verbally  ; but  if  I did  I certainly  did 
not  intend  to  convey  that  I was  here  to  disprove 
any  complaint  of  overcharges  upon  any  railway 
under  any  circumstances,  because  I have  not 
looked  into  the  cases  of  other  railways. 

13390.  Does  Mr.  Hunter  say  that  the  railway 
company  have  charged  illegally  ? — Mr.  Hunter 
handed  in  a statement ; I think  it  is  at  page  8, 
in  which  he  shows  what  he  calls  the  overcharge, 
and  the  actual  rate  ; it  is  headed  “ Milk-rate  for 
the  conveyance  of  12  miles  upon  the  London 
railways.”  I assume  this  is  put  in  for  some 
purpose,  and  when  I see  the  actual  rate  and  the 
maximum  rate  I assume  that  he  considers  the 
difference  to  be  overcharge.  Now  1 say  we 
carry  milk  by  special  agreement,  and  it  cannot 
be  therefore  said  to  be  an  overcharge,  and  that 
we  do  it  by  specific  Parliamentary  authority. 

13391.  You  do  not  consider  it  of  any  interest 
to  the  public  to  know  that  you  are  carrying  at  the 
same  I’ate  for  70  miles  as  you  are  for  10? — It  is 
published  in  our  published  time  tables. 

13392.  I asked  you,  on  the  last  occasion,  w’hat 
were  the  rates  for  broccoli  and  potatoes  from 
Cornwall  (say  Penzance)  to  London,  and  you 
told  me  that  there  was  an  error  in  the  quoted 
rates  in  connection  with  the  papers  handed  in  by 
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the  Royal  Agricultural  Society  ; that  the  rates 
were  405.  in  one  ton  lots  and  upwards  at  com- 
pany’s risk,  and  that  for  under  one  ton  lots  it  was 
■15.5.  for  potatoes.  Do  you  adhere  to  the  state- 
ment that  that  Avas  at  the  company’s  risk  ? — I am 
now  informed  that  it  is  at  owner’s  risk  rate. 

13393.  The  rates  are,  for  small  lots,  45  5.  at 
owner’s  risk,  and  405.  in  one  ton  lots  ? — Yes. 

13394.  How  much  was  the  rate  for  under  one 
ton,  but  over  500  lbs.,  at  company’s  risk?— Sixty 
shillings. 

13395.  Is  that  at  company’s  risk? — Yes. 

13396.  AVhat  is  the  rate  for  broccoli? — The 
rate  is  40  s.  in  one  ton  lots,  and  47  s.  6 d.  in  smaller 
lots,  and  715.  3d.  at  company’s  risk. 

13397.  I ask  you  the  question  now,  because 
when  I asked  you  on  the  last  occasion  you  said 
the  low  rates  tvere  at  comjAany’s  risk  ? — Then  I 
correct  that  at  once. 

13398.  Is  it  the  case  that  you  convey  fresh 
butter  from  Cherbourg  in  any  quantity  at  305., 
station  to  station,  and  that  the  charge  from 
Weymouth  for  any  quantity  is  45  5.,  collected 
and  delivered  ? — The  rate  for  fresh  butter  from 
Cherbourg  is  30.5.,  station  to  station. 

13399.  And  from  Weymouth  what  is  the  rate? 
— I have  not  the  Weymouth  rate  with  me. 

13400.  Can  you  tell  me  the  rate  on  dead  meat 
(foreign)  from  Cherbourg  to  London,  station  to 
station  ? — I will  take  it  from  you. 

13401.  I have  that  at  30  5.,  then  in  hampers 
and  cloths  from  AVeymouth,  405.;  I Avanted  to 
knoAv  hoAV  you  explained  the  grounds  (or  making 
so  great  a difference  against  Weymouth? — The 
Cherbourg  rates  are  the  same  as  the  South 
AA^estern  Company  charge  via  Southam])ton. 
The  South  AVestern  Company’s  route  is  only 
about  80  miles  by  rail,  and  of  course,  in  carrying 
over  our  longer  distance,  Ave  must  carry  at  the 
same  rate,  or  not  at  all. 

Sir  Daniel  Gooch. 

13402.  Is  there  any  butter  comes  through 
AA'^eymouth  ? — There  is  none  at  all  ; the  rate  is 
in  the  rate-book,  but  the  trade  is  not  there. 

Sir  Edioard  Wathin. 

13403.  You  would  consider  it  absurd  to  quote 
a rate  Avhere  there  is  no  trade  ? — I consider  the 
existence  of  the  trade  a very  essential  element. 

Mr.  Barclay. 

13404.  The  point  I Avish  to  get  out  is  the 
charge  for  fresh  butter  from  Cherbourg,  station 
to  station,  at  30  5.,  and  from  Weymouth  45.5.,  in- 
cluding collection  and  delivery  ? — I have  stated 
that  that  is  the  rate  from  Cherbourg,  but  I can- 
not answer  for  the  AA^eymouth  rate. 

13405.  What  is  the  rate  for  cider  from  France 
to  London,  station  to  station  ?— From  Cherbourg 
the  rate  is  155. 

13406.  AA'^ill  you  tell  me  Avhat  it  is  from  AA^ey- 
mouth  ? — There  is  no  cider  comes  from  AVey- 
mouth  ; there  is  not  such  a thing  manufactured 
there. 

13407.  But  you  have  such  a charge  in  your 
rate -book  ? — Yes,  that  is  Avhat  I say  ; you  look 
at  the  classification,  and  you  look  at  the  rate- 
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book, and  you  say  the  rate  is  so  and  so ; but  there  is 
nothing  of  the  kind  manufactured  there  ; there  are 
no  apples  grown  there ; the  trade  in  cider  is  from 
Devonshire  and  Worcestershire. 

1.3408.  AVhat  is  the  rate  for  cider  from  Wey- 
mouth ; is  it  not  21  s.  8rf.? — No  doubt  the  gentle- 
man who  su})plied  you  with  that  evidence  has 
seen  the  rate-book.  But  1 say  there  is  no  trade  ; 
if  there  were  any  trade,  the  ])eople  interested  in 
the  trade  would  very  soon  let  our  officers  knov/, 
and  the  rate  would  soon  be  arranged. 

13409.  AVhat  is  the  rate  for  potatoes  from 
Jersey  to  London,  station  to  station.  I mean  the 
rate  for  old  potatoes  ? — There  are  no  old  potatoes 
come  from  Jersey. 

13410.  Or  Cherbourg,  or  France? — I am  not 
prepared  to  say  w'hether  any  have  ever  come 
from  Cherbourg,  but  they  are  only  spring  pota- 
toes that  come  from  Jersey. 

13411.  I asked  your  rate  for  old  jiotatoes  from 
Cherbourg  and  Jersey  to  London,  via  Wey- 
mouth ? — I would  say  from  my  notes  that  I think 
the  rate  must  be  30  5.  from  Jersey. 

13412.  The  evidence  we  have  from  the  rate- 
book is,  that  it  is  15  s.  for  ordinary  potatoes? — 
There  are  no  old  potatoes  which  come  from 
Jersey  to  London. 

13413.  Nor  Cherbourg? — I do  not  know  any- 
thing about  Cherbourg,  but  you  may  take  it  that 
whatever  the  rates  are  via  Southam[)ton  from 
Cherbourg  to  London,  w'e  charge  the  same. 

Sir  Baldwyn  Leiyhton. 

13414.  As  regards  terminals,  assuming  your 
figures  and  contention  are  correct,  and  I do  not 
question  them  for  a moment,  they  would  not 
affect  the  rates  differentially  ; that  is  to  say,  they 
would  not  make  a railway  company  able  to  bring 
goods  more  cheaply  from  a long  distance  than 
a short  distance? — No,  the  terminal  expense 
would  be  the  same  whether  the  traffic  jiassed  over 
a long  or  a short  distance. 

13415.  That  would  not  aftect  the  question? — 
It  would  not  affect  the  rate  per  mile. 

13416.  It  would  not  enable  you  to  bring 
goods  for  a long,  distance  more  cheajily  than  for 
a short  distance  ? — The  cost  per  ton  would  be  the 
same. 

13417.  You  stated,  in  answer,  I think,  to  Lord 
Kandol])h  Churchill,  tiiat  if  all  statutory  obliga- 
tions as  regards  rates  w'ere  abolished  it  would 
make  little  or  no  difi'erence  at  all  to  the  railway 
companies  as  regards  present  charges  ? — I believe 
that  to  be  the  fact. 

13418.  And  you  contend  that  the  companies 
(I  am  not  s])eakiug,  of  course,  only  of  the  Great 

esteru  Company,  but  of  your  knowledge  of  the 
railways  genei’ally)  are  acting  legitimately  as 
regards  rates  with  a view'  to  benefit  the  share- 
holders, and  to  bring  all  the  traffic  they  can  dowm 
to  the  line  under  the  present  system  ? — They  do 
benefit  the  shareholders  by  also  benefiting  the 
public  in  their  mutual  interest. 

13419.  That  is  in  their  private  capacity  ? — As 
carriers ; a raihvay  is  a commercial  undertaking. 

13420.  F'or  instance,  they  are  acting  as  ship- 
pers from  Livcrj)Ool  to  America.  I am  sjieaking 
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of  freights  ? — If  you  mean  that  we  accept  a lower 
freight  on  certain  good^  which  are  imported  from 
America  than  on  home-produced  goods,  we  do  in 
certain  cases. 

13421.  You  would  contend  that  the  policy  of 
the  railway  companies  (I  am  speaking  only  as 
regards  these  rates)  would  be  similar  to  that  of 
a steam  navigation  comjiany  bringing  goods  from 
such  places  as  Amei’ica,  Spain,  or  anywhere  else  ? 
— To  this  extent,  that  when  wm  cannot  get  a 
higher  rate  we  modify  the  charge  if  it  will  leave 
a profit.  Take  the  case  of  goods  wdiich  might  be 
shipped  in  Liverpool,  we  give  a special  rate  for 
their  shipment  in  London.  They  would  not 
come  to  London,  and  therefore  would  not  be 
shii)ped  in  London  unless  that  special  rate  were 
given. 

13422.  That  is  a low^er  rate  ? — Yes,  that  is  a 
low'er  rate.  For  Manchester  packs  I think  it  is 
40  s.  a ton  for  use  in  London,  but  it  is  25  s.  when 
it  is  for  shi]iment. 

13423.  AVe  have  had  evidence  of  a differential 
rate  for  wheat  between  Liverpool  and  London 
by  the  Great  AVestern  Railway  ? — I do  not  know 
of  it.  I do  not  think  there  is  a differentiiil  rate 
for  wheat  between  Liverpool  and  London. 

13424.  Have  you  ever  heard  of  the  doctrine 
called  “ eminent  domain  that  is  to  say,  the 
principle  of  tlie  State  giving  compulsory  powers 
to  public  companies  to  purchase  land  for  public 
purposes,  subject  to  certain  statutory  regulations 
or  obligations.  I know'  that  in  America  some  of 
the  railway  companies  receive  very  large  grants 
of  land  in  consideration  of  their  constructing  the 
lines. 

1 3425.  I am  speaking  of  compulsory  purchase  ? 
— I do  not  know  anything  as  to  that. 

13426.  Supposing  a company  were  promoted 
to  take  up  land  for  market  gardening  near  Lon- 
don, say  at  a place  like  Bromley,  you  do  not 
suppose  they  could  come  to  Parliament  and  ask 
for  compulsory  pow'ers  to  purchase  10,000  acres 
at  Bromley,  for  the  purpose  of  having  a large 
market  garden  there  to  supply  London  w'e  will 
say  with  vegetables  ? — The  company  might  come, 
but  Parliament  would  not  give  them  the  iiower. 
May  I ask  w'hether  you  are  speaking  of  a rail- 
way company  ? 

13427.  No,  I am  speaking  of  an  ordinary  com- 
pany, call  it  a market  garden  company  if  you 
like.  Parliament  would  only  give  the  jiow'er 
under  some  statutory  obligations  probably  ; for 
instance,  to  supply  vegetables  at  a certain  low 
rate? — I cannot  imagine  Parliament  giving  any 
company  power  to  acquire  land  compulsorily 
unless  it  were  in  the  public  interest. 

13428.  I assume  a company  having  jiow'er  to 
take  land  compulsorily  for  public  purposes  ? — It 
was  upon  those  grounds  that  the  raihvay  com- 
panies obtained  statutory  pow'er.s. 

13429.  And  to  do  that  they  became  subject  to 
statutory  regulations  ? — Undoubtedly. 

13430.  You  acknowledge  the  existence  of  pre- 
ferential rates  as  favouring  individuals,  or  asso- 
ciations, or  companies.  I am  not  speaking  of 
the  Great  AA'estcrn  Raihvay,  but  of  railways  in 
England  generally  ? — - Not  as  favouring  in- 
dividuals. 
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Sir  Baldwyu  Leighton — continued, 
dividuals.  I do  not  say  that ; probably  you  will 
explain  wbat  you  mean  by  individuals. 

13431.  Tbe  Committee  have  bad  evidence  that 
foreign  cattle,  for  instance,  are  favoured  from 
Newcastle  to  sucb  places  as  Middlesbro’  or  Dar- 
lington ? — I know  of  no  rates  wbicb  are  quoted 
to  any  particular  individtials ; they  are  quoted  to 
all  persons  alike  under  tbe  same  circumstances. 

13432.  That  Is  your  opinion;  as  far  as  you 
know,  that  is  so? — Yes,  it  is. 

13433.  You  would  acknowledge  that,  if  there 
is  that  preferential  state  of  things,  it  would  be  in 
contravention  of  the  statute  ? — If  it  is  a preference 
to  one  individual  over  another,  it  would  be  against 
the  Act  of  1854. 

13434.  The  section  you  quoted  has  never  been 
repealed,  namely,  no  reduction  or  advance  in 
any  such  tolls  shall  be  made  either  directly  or  in- 
directly in  favour  of  or  against  any  particular 
company  or  person  travelling  upon  or  using  the 
railway.”  Tliat  remains  in  force  ? — That  is  the 
Act  of  1845. 

13435.  And  that  remains  in  force  ? — Clearly. 

13436.  Therefore  if  there  are  preferential  and 
differential  rates  favouring  parties  or  places,  it 
would  be  in  contravention  of  that  clause,  and 
would  be  clearly  against  the  statute  ? — If  it  is  a 
contravention  of  the  clause,  it  would  be  against  the 
law,  because  it  is  in  force. 

13437.  Is  it  your  contention  that  such  a state 
of  things  does  not  exist  in  England  ? — If  you 
refer  to  such  a case  as  the  conveyance  of  foreign 
meat  between  Liverpool  and  London,  which  I 
can  understand,  I can  answer  at  once. 

13438.  You  say  that  it  does  exist  in  that  case  ? 
— It  does  exist.  We  give  a special  rate  for  the 
importation  of  American  meat  into  London,  lower 
than  the  carriage  of  meat  from  Lancashire  or 
Cheshire  to  London. 

13439.  At  per  ton  ? — Yes,  at  per  ton,  what- 
ever it  may  be. 

13440.  Supposing  a Cheshire  producer  were  to 
propose  to  convey  the  same  bulk  of  meat  from 
Liverpool  to  London,  would  you  charge  him  the 
same? — I think  it  quite  possible,  if  he  were  to 
send  the  same  quantity  ; but  there  is  none  carried 
that  I am  aware  of. 

13441.  Do  you  say  there  is  no  English-grown 
meat  carried? — There  is  not  any  from  Liverpool 
or  Birkenhead  that  I know  of. 

Mr.  Caine. 

13442.  There  is  Irish  meat  ? — There  is  Irish 
meat ; that  is  carried  at  through  rates  from  Ire- 
land to  EnMand. 

O 

13443.  Is  it  carried  as  low,  proportionately,  as 
the  American  ? — I do  not  know  what  the  rates 
are  at  the  present  moment ; I can  get  them  for 
you. 

Sir  Buldwyn  Leighton. 

13444.  Is  that  upon  the  Great  Western  Rail- 
way ? — Upon  all  the  lines. 

13445.  When  you  are  speaking  of  the  quantity 
carried,  are  you  speaking  of  one  parcel  and  one 
consignment,  or  so  much  per  year,  or  per  week, 
or  per  month  ? — We  charge  so  much  a ton  ; but 
as  a rule  the  meat  is  carried  as  far  as  the  Great 
0.54. 


Sir  Baldwyn  I^eighton — continued. 
Western  Company  carry  it,  in  special  trains, 
between  Birkenhead  and  London. 

13446.  What  number  of  trucks  would  be  taken 
at  the  same  time  ? — I think  15  trucks  would  be 
sufficient ; we  would  run  a train  full. 

13447.  Four-ton  trucks? — Hardly  as  much  as 
that. 

13448.  Say  from  40  to  50  tons?  — I would 
hardly  like  to  give  the  exact  figure. 

13449.  If  a butcher  were  to  offer  such  a 
quantity  as  that,  would  you  give  him  tbe  same 
rate  ? — That  is  a matter  the  companies  would 
have  to  discuss  between  themselves  for  the  first 
time;  the  matter  has  never  been  raised  yet.  I 
would  say  at  once  that  the  companies  cannot 
arrange  the  matter  individually  ; they  must  con- 
sult with  each  other  upon  a point  of  this  kind. 

Sir  Edward  Wathin. 

13450.  I understand  you  to  say  that  there  is 
no  local  trade  which  has  led  to  a demand  for  a 
similar  rate  upon  the  local-bi’ed  meat  to  that 
which  is  given  to  the  American  ; but  that  if  such 
a thing  arose,  the  same  rate  would  be  applied  to 
the  local  produce  as  applies  to  the  foreign  ? — 
I think  the  probabdity  is  that  that  would  be  the 
case  ; but  it  will  be  clear  to  you  that  they  could 
not  send  any,  because  they  import  for  their 
own  requirements. 

Sir  Baldwyn  Leighton. 

13451.  When  you  speak  of  the  companies,  you 
mean  the  Midland  and  the  North  Western? — 
And  the  Great  Northern;  they  are  all  interested 
in  the  rates  between  Liverpool  and  London. 

13452.  There  the  rates  are  all  arranged?  — 
They  must  be  arranged  between  the  com2)anies  ; 
the  companies  could  not  underbid  one  another; 
they  must  come  to  what  is  a fair  rate. 

13453.  I see  you  have  given  considerable  at- 
tention to  the  whole  policy  and  history  of  railway 
legislation  ? — I have  ujion  this  point. 

13454.  Are  you  acquainted  with  the  maxim  of 
law,  that  grants  by  the  Goverument  are  to  be 
construed  strictly  against  the  grantee,  and  in 
favour  of  the  public  ? — I know  there  is  great 
risk  when  a railway  company  is  either  plaintiff 
or  defendant,  that  it  will  be  construed  against 
them. 

Sir  Edward  Wathin. 

13455.  But  is  this  a grant  from  the  Govern- 
ment ? — It  is  practically  a treaty  under  special 
Act. 

Sir  Baldwyn  Leigldon. 

13456.  I believe  the  railway  companies  are 
agitating  about  the  passenger  duty  (I  am  not 
going  into  that),  and  the  public  may  be  said  to  be 
to  some  extent  in  conflict,  or  have  been  in  conflict 
with  some  of  the  railway  comjianies  upon  such  a 
subject  as  rating ; I am  speaking  of  parochial 
rating,  and  also  upon  the  railway  rates.  I am  only 
asking  whether  this  is  not  the  case? — Clearly  it  is. 

13457.  And  the  public  have  complained,  I 
think,  that  there  is  difficulty  and  expense  in 
obtaining  information,  both  as  regards  the  profits 
for  rating  purposes,  and  as  regards  obtaining  the 
tables  of  rates  at  stations  ; have  they  made  com- 
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Sir  Baldwyn  Leighton — continued, 
plaints  to  that  effect  ? — Not  as  far  as  I am  aware ; 
the  book  of  rates  is  open  to  the  public;  the  rail- 
W'ay  company  cannot  prohibit  them  from  seeing  it. 

Chairman. 

13458.  Can  they  understand  it  when  they  see 
it? — Any  person  in  the  trade  interested  in  the 
subject  can  understand  it,  and  although,  as  I 
stated  to  you,  a great  deal  was  said  in  1873,  and 
previously  in  1867,  about  the  importance  of  the 
public  seeing  the  rate-books  and  having  an  op- 
portunity of  getting  them  at  the  stations,  I 
stated  that  we  had  only  had  66  applications  over 
ujiwards  of  2,300  miles  of  railway  to  see  the 
rate-books  in  the  last  eight  years. 

13459.  I tliink  we  have  it  in  evidence  that 
there  was  some  difficulty  in  the  matter;  but,  as 
far  as  you  are  concerned,  your  company  make  no 
difficulty  about  it? — It  must  be  quite  excep- 
tional if  there  be  any  difficulty,  because  the  rail- 
way companies  are  bound  to  exhibit  their  rates. 

Sir  Bahhoyn  LeighUm. 

13460.  You  will  agree  probably  with  this: 
Seeing  that  there  are  these  questions  as  between 
the  public  and  the  railways,  do  not  you  think 
that  it  would  be  more  advisable  that  the  railways 
should  make  known  their  profit  and  loss,  and 
trust  the  public,  and  that  they  would  be  thus 
more  fairly  treated  by  the  public  and  by  Par- 
liament, than  if  there  is  an  idea  that  they  are 
disguising  their  condition,  or  in  any  w'ay  acting  • 
unfairly  towards  the  freighters  ? — Tlie  public 
must  know  the  financial  condition  of  the  rail- 
way company  as  w'ell  as  the  shareholders,  be- 
cause they  know  the  dividend  the  company  is 
paying.  A comjiany  cannot  hide  its  position  ; 
the  accounts  that  are  jmblished  half-yearly  are 
vouched  for  by  the  chairman,  by  the  secretary, 
and  by  the  accountant  signing  them,  and  by  the 
auditors,  and  therefore  any  person,  even  if  he  is 
not  a shareholder,  is  as  wise  as  any  shareholder 
can  be,  that  is  to  say  if  he  wishes  to  be. 

13461.  You  must  be  aware  that  in  cases  which 
have  been  tried  as  to  the  rating  of  a railway 
company,  there  has  been  considerable  difficulty 
in  getting  access  to  the  figures? — If  there  has 
been  any  difficulty,  I can  only  imagine  that  to 
arise  from  the  difficulty  in  making  calculations 
to  show  the  earnings  over  a particular  district  in 
the  case  •which  has  to  be  dealt  with.  If  traffic 
passes,  for  instance,  from  Dover  to  Penzance  or 
Aberdeen  over  a piece  of  our  western  line 

13462.  I know  all  the  difficulties  of  the  case  ? 
— It  would  not  arise  from  the  company  placing 
any  difficulties  in  the  way  of  giving  information  ; 
but  from  the  very  difficult  and  complicated  cal- 
culation which  -would  have  to  be  made  to  give  it. 

13463.  You  know  there  have  been  cases  in 
■which  the  rating  of  railways  has  been  raised  40 
per  cent.  ? — The  rating  of  railways  has  been 
raised  considerably  of  late  years,  and  I know  of 
some  cases  lately  in  which  the  parishes  have  not 
only  not  succeeded,  but  have  had  to  pay  the  costs. 

ISIr.  Cross. 

13464.  A question  arose  as  to  the  can-lage  of 
dead  meat,  I think,  from  Liverpool  to  London  by 


Mr.  Cross — continued. 

your  line,  and  you  stated  that  if  a sufficient 
quantity  were  offered  in  Liverpool,  you  thought 
your  company  would  carry  English  meat  at  the 
same  rate  as  they  carry  foi'eljjn  meat  at  ? — In  the 
same  quantities  from  Liverpool,  I think  we 
probably  might. 

13465.  We  have  had  witnesses  w'ho  have 
stated  that  if  Irish  meat  were  killed  in  Liver- 
pool it  would  be  charged  double  the  rate  to 
London  that  foreiirn  meat  was  charged ; what 
would  you  say  to  that? — I do  not  know  of  any 
such  case ; I should  prefer,  if  you  would  allow 
me,  that  that  question  should  be  put  to  the 
general  manager  of  tlie  London  and  North 
Western  Conqiany,  because  the  Great  Western 
Company  are  practically  not  in  Liverpool ; we 
have  not  had  any  dead  meat  tendered  to  us  there, 
and  no  such  case  has  come  under  my  knowledge. 

13466.  It  is  quite  possible  that  meat  might  be 
offered  at  intermediate  places?.— -It  is  quite  pos- 
sible that  the  meat  might  be  offered  at  inter- 
mediate jfiaces. 

13467.  And  upon  that  there  would  be  a differ- 
ence of  charge? — It  would  be  much  higher. 

13468.  Even  if  that  meat  were  offered  in  very 
large  quantities  at  those  intermediate  stations, 
you  would  have  no  hesitation  in  saying  the  charge 
■would  be  very  much  higher  than  it  would  be  for 
foreign  meat  from  Liverpool  ? — 1 would  not  say 
that,  because  meat  has  never  been  offered  to  us 
in  special  train  loads  at  any  place  but  Bir- 
kenhead. 

13469.  It  is  offered  you  in  special  train  loads 
at  Birkenhead  ? — That  is,  practically,  the  only 
way  we  carry  it. 

13470.  Suppose  you  were  offered  two  trucks  at 
Birkenhead,  at  the  foreign  rate,  would  you  take 
tliem  ? — 1 do  not  think  we  would  refuse  to  take 
it ; I am  not  aware  that  we  have  taken  so  small 
a quantity  as  that ; but  I do"  not  know  that  we 
should  refuse  it. 

13471.  Do  you  think  you  would  refuse  to  take  a 
single  truck  ? — As  a matter  of  practice,  probably 
we  would  take  it.  As  a matter  of  fact,  if  the 
railway  companies  refuse  to  carry  the  meat 
betAveen  Liverpool  and  London  at  or  about  that 
rate,  we  are  sure  it  Avould  be  imported  direct 
into  London ; therefore,  the  consumer  Avould 
still  get  the  meat,  but  he  Avould  get  it  by  Avater 
instead  of  ])artly  by  I’ail  as  Avell  as  Avater. 

13472.  You  stated  that  the  cost  of  the  carriage 
of  goods  had  increased  very  greatly  since  the 
rates  Avere  fixed  ? — The  cost  of  Avorking  raihvays 
has  increased. 

13473.  Do  you  distinguish  the  cost  of  AA’orkiug 
raihvays  from  the  cost  of  the  carriage  of  goods  ? 
— I meant  all  the  expenses  connected  with  the 
Avorking  of  the  railways.  I did  not  mean  the 
simple  haulage. 

13474.  This  Committee  is  not  called  upon  to 
consider  the  question  of  the  cost  of  Avorking  rail- 
Avays,  but  as  to  the  railway  rates  upon  goods ; 
therefore,  your  ansAver  Avould  scarcely  ap])ly  to 
the  carriage  of  the  goods  over  any  of  the  railAvays 
of  this  kingdom  ? — I simply  mention  the  no- 
torious fact  that  the  cost  of  raihvays  has  ma- 
terially increased. 

13475.  Would  you  say  that  the  cost  of  carrying 
goods  per  train  mile  is  anything  like  so  great 
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now  as  it  was  previously  to  1872  ? — It  would  be 
no  less  than  it  was  before  1872. 

13476.  Would  it  be  much  less  than  it  was  in 

1872  ? — It  would  be  less  probably  than  it  was  in 

1873  and  1874  ; fuel  Avas  very  high  for  a shoi’t 
time  then,  but  as  far  as  the  wages  of  the  drivei’s 
and  guards  go,  Ave  Avere  ])aying  precisely  the  same 
wages  to  the  men  Avho  Avere  in  our  service  in 
1873  and  1874  as  Ave  do  noAv. 

13477.  Were  not  the  prices  charged  for  the 
conveyance  of  minerals  and  goods  materially  en- 
hanced in  1873? — They  Avere. 

13478.  And  have  not  been  materially  reduced 
since  ? — There  were  certain  advances  in  certain 
places,  but  it  was  not  a universal  advance  over 
the  system. 

13479.  Was  not  the  advance  general  ? — 
Whei'ever  avc  thought  the  traffic  Avould  bear  an 
increase  it  Avas  put  on. 

13480.  There  Avere  advances  made? — There 
Avere  advances  made. 

13481.  And  they  Avere  made  Avherever  you 
thought  the  traffic  Avould  bear  it? — Yes. 

13482.  That  is  Avherever  you  thought  you  could 
squeeze  it  out  of  the  traders  ? — The  public  must 
pay;  it  must  be  got  out  of  the  consumers  in  some 
Avay. 

13483.  It  is  not  necessary  that  the  public 
should  always  pay,  as  in  the  case  of  collieries,  for 
instance  ; you  knoAv  that  a colliery  Avill  go  on 
working  at  a dead  loss,  even  when  the  public  are 
getting  the  coal  cheaply  ? — The  loss  upon  coal, 
as  far  as  I understand,  does  not  arise  in  any  Avay 
whatever  from  the  rates  charged  by  the  raihvay 
company  ; the  high  prices  of  coal  in  the  years 
1873  and  1874  induced  people  in  London  and 
Lancashire  to  put  money  into  ncAV  collieries  in 
South  Wales,  Avhich  if  they  had  all  been  com- 
pleted Avould  have  raised  5,000,000  tons  more  of 
coal  per  year  than  had  been  raised  in  1872  ; 
many  of  those  collieries  have  been  completed,  and 
it  is  the  competition  noAv  betAveen  the  collieries 
themselves  Avhich  has  brought  the  price  so  low. 
If  we  Avere  to  reduce  the  coal  rates  to-morroAv, 
it  would  not  benefit  the  collieries  ; it  is  a ques- 
tion Avhich  colliery  can  keep  on  sending  the 
longest. 

13484.  You  refer  to  a general  reduction? — I 
do  not  assume  that  it  can  be  expected  that  a 
railway  company  should  reduce  the  rate  to  one 
colliery  and  not  to  another ; therefore  I say  that 
to  make  a univ'ersal  reduction  of  rates  from  South 
Wales  to  London,  AA'ould  be  no  benefit  to  the 
colliery  proprietors  ; the  competition  betAveen 
them  Avould  go  on  just  the  same. 

13485.  Do  you  really  consider  the  interest  of 
the  colliery  proprietors  in  not  making  a reduction 
of  the  rate  ? — I am  speaking  of  the  present 
circumstances  ; the  non-profitableness  of  the 
collieries  at  the  present  time  does  not  arise  in 
any  Avay  from  the  railway  rates. 

1348*6.  I did  not  say  that  it  did  ; I asked 
whether  it  Avould  be  of  advantage  to  the  colliery 
OAvners  to  have  the  rates  reduced  ? — Then  I say  a 
reductio.n  of  6 c?.  a ton  from  South  Wales  to  Bir- 
kenhead Avould  not  benefit  the  colliery  proprietors 
in  the  least. 

13487.  Do  you  think  it  would  be  an  advantage 
to  the  other  traders  to  have  their  rates  reduced  ? 

0.54. 
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—Every  trader  would  certainly  desire  to  have 
his  rates  reduced,  no  doubt;  but  Avhat  really 
underlies  the  Avhole  question  is  that  everyone  de- 
sires to  have  an  advantage  over  his  neighbour. 
Whether  it  is  an  individual  colliery  proprietor  or 
whether  it  is  a toAvn  or  a port,  Avhat  they  Avant  is, 
not  a general  levelling  doAvn,  but  an  individual 
advantage. 

13488.  Noav  let  us  have  a Avord  or  two  Avith 
reference  to  the  comparative  cost  in  1872,  1873, 
and  1881  ; I think  you  Avill  alloAV  that  upon 
several  articles  Avhioh  are  items  of  cost  in  rail- 
AA^ays,  there  has  been  a material  decrease  in  price? 
— Coal  is  a very  material  one. 

13489.  And  steel  rails  ? — Steel  rails  is  a A'ery 
material  one. 

13490.  And  timber? — Yes. 

13491.  And  the  rate  of  interest? — Yes,  no 
doubt  the  rate  of  intei'est. 

13492.  Do  not  you  think  that  the  rate  of  in- 
terest noAv  paid  upon  the  Great  Western  gives 
them  a great  advantage  as  compared  with  the 
rate  they  paid  in  1872  ? — Yes,  some  advantage, 
no  doubt,  but  the  Great  Western  Company’s 
preference  shares  and  debentures  are  fixed,  and 
therefore  there  could  be  no  alteration  as  to  any 
capital  Avhich  had  been  expended  at  that  time. 

13493.  But  4 per  cent,  debentures  could  be 
issued  at  a great  deal  higher  ])rice  noAV  than  they 
could  in  1872  ? — Yes,  no  doubt  they  could. 

13494.  Can  you  form  any  judgment  at  all  as 
to  the  advantage  Avhich  the  railAvay  companies 
derive  from  the  reduction  in  the  price  of  those 
Cuticles  ?— I cannot  tell  you  offhand,  but  there 
is  no  great  advantage  as  compared  Avitli  the  period 
prior  to  those  advances ; it  would  be  scarcely 
fair  to  compare  1880  Avith  1873,  or  1874,  Avhich 
is  the  highest ; the  comparison  should  be  be- 
tAveen 1880  and  1871. 

13495.  The  reason  I take  1873  is  that  there 
Avas  a considerable  advance  in  the  rates  in  1873, 
Avhich  advance  has  not  yet  been  taken  off? — 
There  Avas  an  advance  of  6r/.  a ton  upon  the  coal 
rate  between  South  Wales  and  London,  and  Ave 
are  now  carrying  at  | r/.  ; the  fact  is  Ave  Avere 
carrying  too  cheaply  at  that  tune. 

13496.  Was  not  there  an  advance  of  10  per- 
cent. on  the  average  over  the  system  ? — I should 
say,  certainly  not;  I should  not  have  thought 
that  any  company  could  have  succeeded  in  getting 
that  advance. 

13497.  I am  asking  you  as  a fact  Avhat  the 
average  amount  of  advance  Avas? — I may  say 
very  distinctly  that  the  Great  Western  Company 
did  not  succeed  in  getting  anything  like  that 
proportion  of  advance. 

Mr.  Pease. 

13498.  Do  you  think  that  upon  any  railway 
there  could  have  been  any  such  advance  as  that  ? 
— I never  heard  of  anyihing  like  that  advance  ; 
I know  there  Avas  an  advance  in  some  places 
Avhere  the  rates  wei-e  supposed  to  be  too  Ioav,  but 
not  anything  like  that  general  advance. 

Mr.  Cross. 

13499.  I ask  what  Avas  the  advance  made  in 
1873,  and  what  was  the  reason  given  for  the  ad- 
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vance? — Taking  the  case  of  coal,  which  I men- 
tioned to  yon  from  South  Wales  to  London,  I 
think  we  raised  the  rate  6 cT.  a ton  to  London. 

Sir  Edioard  Watkin. 

13500.  But  not  to  all  places? — No;  pi-acti- 
cally  there  would  be  no  alteration  of  the  rates 
locally.  It  was  a combined  reason ; the  high 
price  of  coal,  and  the  fact  that  we  were  carrying 
it  at  too  low  a rate,  were  the  two  elements. 

Mr.  Cross. 

13501.  I take  it  that  your  company  must  be 
.an  exception  to  the  rule  ? — I would  not  .attempt 
to  speak  for  other  companies ; but  I never  heard 
of  any  such  general  advance  as  that  which  you 
referred  to. 

13502.  Now,  with  regard  to  the  cost  of  work- 
ing goods  traffic  as  comp.ared  with  passenger 
traffic,  do  you  think  there  has  been  any  advance 
in  the  cost  of  working  the  former  as  compared 
with  the  latter  ? — There  have  been  increased 
w.ages  and  shorter  hour’s. 

13503.  Have  you  not  had,  in  working  the  pas- 
senger traffic,  other  material  additions  to  the  cost 
which  do  not  appl}’  to  goods?— Nothing  speci.ally 
with  regard  to  the  working  of  the  passsenger 
trains,  but  there  has  been  the  block  system,  and 
the  interlocking,  which  is  available  for  goods 
tr.ains  as  well  as  passenger  trains. 

13504.  It  is  available,  but  is  it,  in  practice, 
used  for  goods  as  well  as  passengers  ? — Certainly  ; 
it  must  be  used. 

Sir  Edioard  Watkin. 

13505.  It  must  cost  more  for  goods  trains  in 
respect  of  sidings,  because  there  is  a great  length 
of  siding  required  ? — No  doubt,  it  applies  equally 
upon  the  main  lines  ; and,  of  course,  in  the  case 
of  goods  you  have  to  put  in  longer  sidings  than 
you  have  for  passengers. 

13506.  Practically,  could  you  tell  the  Com- 
mittee what  was  the  advantage  which  the  company 
derived  from  the  low  rate  of  the  timber,  steel 
rails,  coal,  and  grease,  in  1880,  .as  compared  with 
the  high  price  of  coal  in  1873? — I could  fur- 
nish that  inform.ation,  no  doubt,  but  our  work- 
ing expenses  now  are  3 per  cent,  higher  than 
they  were  at  the  former  jieriod. 

13507.  But  that  depends  very  much  upon  your 
other  working  exi>enses,  and  in  that  you  include 
passenger  expenses,  as  well  as  goods  ? — Yes,  no 
doubt,  but  you  may  rely  upon  it  that  the  full 
proportion  applies  to  goods ; in  working  goods 
and  mineral  trains  you  always  attempt  to  take 
full  lo.ads  ; you  cannot  do  that  with  passenger 
trains  ; you  must  run  the  passenger  trains  whether 
they  are  full  or  not,  but  as  regsirds  goods  you 
run  just  sufficient  trains  to  carry  the  quantity 
you  have  to  convey. 

IMr.  Pease. 

13508.  Il.as  the  mile.ao-e  on  the  goods  engines 
increased  out  of  proportion  to  the  goods  con- 
veyed ? — Clearly  not ; that  is  what  I meant  by 
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saying  that  all  well-regulated  railways  carry  full 
loads. 

Sir  Edward  Watkin. 

13509.  But  you  do  not  mean  that  you  carry 
train  loads  of  general  merchandise,  where  one 
night  you  may  have  20  truckloads  and  the  next 
120? — Those  goods  trains  that  run  from  Man- 
chester to  London  to  deliver  goods  the  next 
morning  are  obliged  to  be  run  whether  they  are 
full  or  not. 

IMr.  Cross. 

13510.  But  you  say  you  would  take  p.ains  to 
avoid  running  without  full  train  loads  ? — As  far 
as  possible. 

13511.  And  you  do  not  suppose  that  there  are 
more  empty  goods  trains  run  now  than  there 
were  in  1873  ? — I do  not  think  there  are. 

13512.  Then  you  would  s.ay  that  the  goods 
are  better  marshalled  and  better  managed  than 
they  were? — I do  not  think  so;  the  Great  Western 
Railway  Company  Inave  been  obliged  to  be  very 
economical  and  careful  in  every  direction  during 
the  last  10  years. 

13513.  Then,  with  regard  to  the  delivery  of 
goods,  is  that  about  the  same  as  it  was  20  years 
ago  ? — That  would  be  about  the  same. 

13514.  Take  the  item  of  horse  keep?— That 
varies  very  much ; upon  the  Great  Western 
Railway  we  pay  our  agents  a fixed  sum,  and 
therefore  we  do  not  get  much  advantage  out  of 
that,  except  in  London,  where  we  have  a large 
number  of  our  own  horses. 

13515.  What  is  the  proportion  of  the  cost  of 
keeping  horses  now,  and  in  1873  ? — I could  tell 
you  that  at  Paddington,  but  I have  not  the  in- 
formation here. 

13516.  There  is  just  one  question  I have  to 
ask  you  about  the  Railway  Commissioners  ; you 
do  not  seem  to  have  a very  great  regard  for  the 
Railway  Commissioners  from  what  you  said  ? — 
Undoubtedly  the  R.ailway  Commission  has  not 
commanded  the  confidence  of  the  railw.ay  com- 
panies. 

13517.  And  you  Avoidd  think  it  not  to  the  dis- 
advantage of  the  public  that  the  Commission 
should  cease  to  be  ? — The  railway  companies 
have  never  objected  to  there  being  a tribunal, 
but  they  do  object  to  the  constitution  of  the 
tribunal  as  it  now  exists.  As  you  ask  me  that 
question,  I m.ay  perhaps  be  allowed  just  to  take 
this  op})ortunity  of  laying  before  you  this  uiemo- 
r.anduin,  which  w.as  submitted  by  the  Railway 
Comp.anies’  Association  fo  the  Board  of  Trade,  as 
suggestions  for  the  future  constitution  of  the 
Riiilway  Commission. 

Sir  Edward  Watkin. 

13518.  This  was  a Paper  prepared  at  the  in- 
vitation of  the  Board  of  Trade  two  years  ago,  was 
it  not ; will  you  read  it  ? — I will  do  so : “ In 
compliance  with  the  invitation  of  the  Board  of 
Ti’ade,  and  in  view  of  any  proposed  legislation, 
the  Railway  Companies'  Association  beg  to  sub- 
mit for  the  consideration  of  the  iloard  the  follow- 
ing observations  upon  the  question  of  the  con- 
stitution 
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stitution  of  the  Railway  Commission,  a point 
upon  which  they  feel  the  deepest  anxiety.  The 
Association,  as  they  have  previously  represented, 
do  not  object  to,  but,  on  the  contrary,  approve  of 
the  maintenance  of  a special  tribunal  for  the  con- 
sideration and  ready  determination  of  questions 
arising  between  the  public  and  railway  com- 
panies, with  respect  to  the  ob]i>>ations  imposed 
upon  tliose  companies,  either  by  general  or 
special  Acts  of  Parliament.  That  the  same 
tribunal  should  be  competent  and  empowered  to 
deal  with  questions  arising  between  railway  com- 
panies inter  se  would  be  an  obvious  advantage. 
It  may  be  unnecessary  to  dwell  upon  the  magni- 
tude of  the  interests  involved,  but  this  considera- 
tion has  a twofold  bearing  on  special  legislation 
afiectino;  those  interests.  If  such  leo-islation  !)e 
inequitable  and  oppressive,  not  only  will  it  be 
widely  lujjust  as  affecting  an  Interest  greater  than 
any  other  single  commercial  interest  in  the  king- 
dom, but  it  would  be  contrary  to  public  policy,  as 
tending  to  shake  confidence  in  the  binding  nature 
of  Parliamentary  contracts,  and  thus  to  check  the 
investment  of  capital  (hitlierto  freely  provided)  in 
a form  of  enter[)rise  which  has  so  enormously 
enriched  the  country,  though  the  averajie  return 
to  the  individual  investor  has  been  small.  It  will 
be  granted  that  courts  of  law  should  be  so  consti- 
tuted as  to  secure  the  confidence  of  the  public  and 
of  suitors,  and  exceptional  care  should  be  taken 
to  obtain  this  when  a special  and  experimental 
tribunal  is  appointed,  with  so  wide  a jurisdiction, 
and  euirusted  with  the  administration  of  the  Rail- 
way and  Canal  Traffic  Act,  1854.  The  language 
of  that  Act  is  not  precise  or  definite  ; it  enjoins 
‘ reasonable  facilities,’  and  prohibits  ‘ undue 
prejudice,’  but  lays  down  no  principle  for  inter- 
preting these  terms.  The  Act  of  1873  again  does 
not  attem2)t  definition,  but  relies  upon  the  discre- 
tion of  the  court,  constituted  under  it ; that  court  is 
armed  with  wfide  powers  over  aproperty  amounting 
to  between  six  and  seven  hundred  millions  sterling, 
but  the  right  of  appeal  against  its  decisions  is 
strictly  limited.  The  cases  coming  before  the 
court  are  of  at  least  equal  magnitude  with  those 
dealt  wdth  in  the  High  Court  of  Justice  ; the 
amounts  at  stake  are  usually  heavier ; and  ques- 
tions of  principle  are  more  frequently  involved, 
often  aflhcting  entire  systems  of  railway,  and  the 
conduct  of  whole  branches  of  trade  ; added  to  this, 
the  evidence,  in  many  of  the  cases,  is  voluminous, 
and  the  facts  complicated,  and  out  of  these  facts 
difficult  questions  of  law  arise.  The  reports  of 
the  cases  heard  during  the  last  five  years  show 
how  much  more  frequently  decisions  have  turned 
upon  questions  of  law  than  of  fact.  The  Associa- 
tion feel  bound  to  state,  as  their  deliberate 
ojjinion,  founded  upon  five  years’  experience  of 
the  jjresent  system,  that  a court  composed  as  the 
Act  of  1873  prescribes,  is  not  fitted  to  deal  with 
cases  of  the  natui’e  and  importance  above 
described,  and  that  it  does  not  give  to  the  In- 
terests which  the  Association  represent  that 
security  which  those  interests  have  a right  to 
demand.  With  all  deference  to  the  jrresent 
court  the  railway  companies  cannot  feel  for  its 
decisions  such  respect  and  confidence  as  attach  to 
those  of  the  various  divisions  of  the  High  Court. 

0.54. 
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While  unwilling  to  allege  or  suggest  anything 
which  might  appear  to  be  wanting  in  I’espect  to 
the  Commissioners  themselves,  the  Association 
would  refer  to  the  uniform  discouragement  of 
ap{)eals,  and  to  many  of  the  suggestions  made  in 
the  Commissioners’  Annual  Reports,  as  inconsis- 
tent with  the  spirit  which  should  animate  a court 
of  justice.  As  evidence  of  the  w^ant  of  confidence 
in  the  court,  as  at  present  constituted,  its  failure 
as  a court  of  arbitration  between  railway  com- 
2)anies  may  be  cited.  Although  arbitrations 
between  companies  ai’e  numerous,  and  either 
j)arty  is  empowered  to  require  that  they  should 
be  submitted  to  the  Railway  Commissioners,  the 
number  of  such  references  to  them  has  been  very 
small,  and  shows  a tendency  to  decrease.  The 
Association  would  also  call  attention  to  the  ex- 
pense attending  the  jiresent  court.  It  has  cost 
in  salai’ies  nearly  10,000  /.  per  annum,  while  the 
whole  of  the  cases  tried  betbre  it,  viz.,  complaints 
against  railway  companies,  opjiosed  working 
agreements  between  companies  and  arbitrations, 
have  averaged  less  than  18  per  annum,  a cost  to 
the  country  of  rather  more  than  550  1.  per  case  ; 
the  expense,  on  the  other  hand,  to  the  companies 
who  have  been  j^arties  to  these  cases  has  been 
greatly  in  excess  of  that  incurred  before  other 
tribunals  or  in  private  arbitrations.  The  Com- 
missioners themselves  appear  to  have  been 
struck  by  the  dispro})ortion  betw’een  the  cost  of 
maintaining  their  tribunal,  and  the  work  done  by 
it,  for  they  have,  in  some  of  their  annual  reports, 
made  suggestions  with  a view  to  increasing  their 
business,  as,  for  instance,  that  upon  receiving  an 
affidavit  showing  a prima  facie  cause  of  comjilaint 
against  a railway  company,  the  Commissioners 
shall  be  authorised  to  require  the  Board  of  Trade 
to  prosecute  such  com^ilaint  before  them,  of 
course,  at  the  public  cost.  They  have  also  taken 
other  measures  (wdiich  it  is  difficult  to  see  that 
the  Act  requires  or  even  justifies)  tending  in  the 
same  direction.  Their  reports  show,  for  example, 
that  they  have  caused  visits  to  be  made  to  sta- 
tions on  different  railways  to  see  whether  the 
books  of  rates  required  by  the  Act  of  1873  have 
been  duly  supplied,  and  have  incited  the  Board 
of  Trade  to  lay  complaints  against  companies 
found  in  default.  And  in  1874  they  caused  an 
advertisement,  signed  by  their  registrar,  to  be 
inserted  in  newspapers,  signifying  their  desire  to 
entertain  comjfiaints  against  railway  companies 
with  respect  to  the  maintenance  of  canals.  The 
foregoing  considerations  appear  to  the  Associa- 
tion sufficient  to  justify  them  in  the  opinion  that, 
alike  from  the  jioint  of  view  of  the  railway  com- 
panies and  of  the  public,  the  jjresent  system 
(Avhich  was  established  as  an  experiment  only) 
has  proved  to  be  eminently  unsatisfactory,  and  to 
lead  to  the  conclusion  that  the  constitution  of  the 
court  should  be  altered,  and  that  the  best  remedy 
will  be  found  by  substituting  for  the  three  Com- 
missioners, a single  judge  of  ecjual  rank  and  ex- 
perience with  those  of  the  High  Court  of  Justice. 
The  Association  believe  that  such  a judge,  sitting 
alone,  would  be  found  caj)able  of  dealing  with  the 
great  majority  of  the  cases  coming  before  him. 
In  support  of  this  opinion  they  may  call  attention 
to  the  fact  that,  though  cases  of  an  essentially 
4 M 4 technical 
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technical  character  are  being  constantly  tried  in 
the  High  Court  of  Justice,  and  though  the 
Judicature  Acts  contain  full  provisions  for 
the  trial  of  such  cases,  if  need  be,  by 
a judge  sitting  with  skilled  assessors;  yet, 
as  the  Association  believe,  there  is  scarcely  a 
single  instance  to  be  found  of  those  ju’ovisions 
being  utilised,  unless  the  ancient  custom  of  the 
Trinity  IMasters  sitting  in  the  Admiralty  Court 
affords  an  cxamj)le.  To  meet,  however,  cases  in 
which  the  judge  himself,  or  the  parties,  might 
think  it  desirable  that  he  should  have  the  assist- 
ance of  skilled  assessors,  it  will  only  be  necessary 
to  retain,  or  possibly  to  extend  somewhat,  the 
provisions  for  assessors  already  contained  in  the 
Act  of  1873.  One  of  the  most  important  points 
to  which  the  Association  wish  to  refer,  is  the 
right  of  appeal.  It  was  j^ointed  out  in  1873, 
and  experience  has  since  confirmed  the  view, 
that  the  right  of  appeal  given  by  the  Act  of  1873 
is  altogether  inadcqua,te,  and  indeed  illusory. 
Since  the  act  of  1873  was  passed  the  Legislature 
has  deliberately  affirmed  in  the  Judicature  Acts 
the  right  of  appeal  up  to  the  House  of  Lords 
from  all  orders  or  judgments  whatsoever  of  the 
High  Court;  and  the  Association  submit  that, 
however  strong  the  court  may  be  made,  looking 
to  the  nature  and  importance  of  its  jurisdiction, 
companies  or  persons  are  entitled  to  the  same 
rights  of  appeal,  neither  more  nor  less,  as  the 
Legislature  has  declared  to  be  necessary  for  the 
])rotecti(iU  of  suitors  in  the  High  Court  of  ,J  ustice. 
The  Association  submit,  for  the  consideration  of 
the  Board  of  Trade,  the  following  sugggestions 
for  the  amendment  of  the  Act  of  1873,  so  far  as 
the  constitution  of  the  tribunal  is  concerned : 
That  in  the  place  of  the  court  of  the  Railway 
Commissioners  as  at  jiresent  constituted,  one 
judge  or  commissioner  should  be  appointed,  who 
should  be  a lawyer,  having  the  same  status  and 
emoluments  as  a judge  of  the  High  Court  of 
Justice,  and  available  to  act  in  a division  of  the 
H igh  Court  when  not  bccu])ied  by  the  duties  of 
his  special  court.  The  jurisdiction  of  the  court  so 
formed  might  advantageously  comprise,  (1).  The 
matters  at  present  referred  to  the  Railway  Com- 
missioners, with  the  exception  of  the  subject 
matter  of  Sections  11  and  12  of  the  Regulation 
of  Railways  Act,  1873,  which  sections  should  be 
repealed  as  being  both  unjust  in  principle  and  use- 
less in  practice.  (2 ).  All  rating  appeals  to  which  a 
railway  or  canal  company  is  a party  if  both  parties 
so  desire.  (3).  Any  action  to  which  a railway  or 
canal  company  is  a party,  if  both  parties  so  desire, 
requisite  provision  being  made  for  trial  by  jury. 
(4).  All  questions  as  to  compensation  for  land 
taken  compulsorily,  or  Injuriously  affected  by 
railway  or  canal  companies,  or  for  minerals  re- 
quired for  the  support  of  railways  or  canals. 
The  decisions  of  the  court  should  be  given  in  the 
case  of  arbitrations  by  award,  which  should  be 
subject  to  all  the  incidents  of  an  ordinary  award 
made  by  an  arbitrator.  In  all  other  cases  by 
order  or  judgment.  All  orders  or  judgments  of 
such  judge  or  commissioner  should  be  subject  to 
appeal  in  the  same  way  as  orders  or  judgments  of 
any  divisional  court  of  the  High  Court  of  Justice 
in  England,  due  ])rovision  being  also  made  for 
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appeals  in  Scotch  and  Irish  cases.  It  would  be 
desirable  to  continue  a small  special  and  sepai’ate 
staff  to  conduct  the  routine  business  of  the  court. 
The  jjower  possessed  by  the  present  commis- 
sioners of  calling  in  assessors  under  Section  23 
of  the  Act  should  be  retained,  and  provision 
should  be  made  for  givin<r  to  the  parties  certain 
rights  of  requiring  the  judge  or  commissioner  to 
call  in  such  assessors.  The  Association  feel  as- 
sured that  a court  so  constructed,  and  with  such 
right  of  ai)peal  as  they  have  described,  would 
command  the  entire  confidence  both  of  the  public 
and  of  railway  companies,  and  would  combine 
the  prompt  and  efficient  administration  of  the 
law  with  a considerable  economy  in  cost.  In 
offering  these  remarks  and  suggestions,  the 
Association  desire  to  reserve  full  liberty  of  action 
in  the  future,  and  propose  to  submit  hereafter  a 
further  statement  upon  other  questions  which 
may  arise  upon  the  intended  Bill,  should  it  ap- 
pear desirable  to  do  so.” 

Mr.  Puget. 

13519.  The  Great  Western  Company,  I think, 
has  upwards  of  2,000  miles  of  line? — It  has. 

13520.  And  your  railway  has  been  the  result 
of  the  amalgamation  of  a great  variety  of  dif- 
ferent railways  ?— It  has 

13521.  Could  you  state  shortly  to  the  Com- 
mittee how  many  separate  railways  have  been 
absorbed  to  form  the  Great  Western  system  ? — 
The  number  of  railways  absorbed,  and  now  form- 
ing  part  of  the  capital  of  the  Great  Western 
Company,  and  the  lines  worked  by  the  Great 
Western  Company,  amount  to  about  80. 

13522.  A.re  all  the  original  Acts  under  which 
those  separate  lines  were  brought  into  existence, 
still  in  existence? — Not  all,  but  a great  portion 
of  them. 

13523.  In  those  Acts  I presume  there  would 
be  found  conditions  as  to  rates,  tolls,  and  ter- 
minals which  would  vary  ? — The  tolls  and  rates 
do  vary  in  nearly  all  those  Acts. 

13524.  I think  we  had  it  from  you  that  in 
some  instances  the  Acts  from  their  wording  giv'e 
rise  to  certain  ambiguities  i* — They  have  given 
rise  to  certain  ambiguities  with  regard  to  termi- 
nals, not  with  resard  to  I’ates. 

13525.  Would  it  be  for  the  general  convenience 
if  a Consolidation  Act  could  be  passed  which,  in 
your  instance  as  the  Great  ’W^estern  Railway 
Company,  would  absorb  all  those  into  one 
general  Act? — It  would  be  simpler,  and  of 
course  the  Company  could  not  object  if  it  were 
done  equitably,  or  if  the  lower  charges  were  made 
the  same  as  the  higher  charges  in  the  various 
Acts  ; that  is  to  say,  if  the  higher  scale  were 
made  applicable  to  the  whole  system.  But  I ex- 
plained to  the  Committee  that  in  1847  the  Gi’eat 
Western  Company’s  tolls  were  reduced.  In 
1863  they  acquired  the  West  ^Midland  and  the 
South  Wales  lines,  and  there  was  an  effort  on 
the  part  of  some  of  the  traders  to  get  the  tolls  upon 
those  sections  of  the  line  likewise  reduced,  but  the 
Committee  deliberately  passed  the  Bill  with  the 
powers  of  the  various  lines  as  they  then  existed. 
Since  that  time  we  have  amalgamated  with  the 
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Bristol  and  Exeter  which  had  high  toll  powers, 
and  the  Great  Western  Company  have  given 
them  a per  cent,  dividend.  I would  point  out 
that  it  would  be  inequitable  to  the  company 
(^having  purchased  the  Bristol  and  Exeter  Rail- 
way upon  that  understanding)  to  reduce  these 
tolls  to  the  general  level  of  those  on  the  Great 
Western  line. 

13526.  But  granting  that  you  do  not  think 
there  would  be  any  objection  to  consolidating  the 
whole  of  your  Acts  into  one? — 1 have  already 
said  that  the  Great  Western  Company  are 
willing  to  consider  the  question  of  an  equitable 
consolidation. 

13527.  And  that  in  any  future  case  in  which 
an  amalgamation  occurred,  you  would  let  the 
fresh  railway  be  introduced  into  your  general 
system  upon  the  general  terms  of  your  own  Act? 
— That  would  be  a question  no  doubt  for  the 
Committee,  according  to  the  circumstances,  when 
the  Bill  was  before  them. 

13528.  I will  now  ask  you  a question  about 
your  railway  rates  ; I take  it  that  your  rates  are 
made  up  of  two  separate  items,  one  being  your 
profits  as  toll  collectors,  and  the  other  the  profits 
which  we  presume  you  ought  to  make  upon  your 
duty  with  regard  to  those  services  at  and  about 
the  stations? — I am  afraid  we  do  not  make  any 
profit  upon  the  terminals. 

13529.  I do  not  think  it  unreasonable  that  you 
should;  but  the  actual  cost  at  anyone  station  for 
the  same  class  of  goods  as  a terminal  chai  ge  would 
be  the  same.  I will  take  the  example  you  gave 
us  of  Bristol ; now,  having  once  ascertained  what 
is  the  amount  which  you  have  expended  at  that 
station,  you  reach  an  average  sum  which  you  say 
would  fairly  represent  the  annual  average  charge 
upon  your  expenditure? — The  cost  must  be  taken 
upon  goods  of  the  same  class. 

Sir  Edward  Watkin. 

13530.  And  of  the  same  quantity  ? — Yes,  and 
of  the  same  quantity,  and  under  the  same  cir- 
cumstances. 

13531.  And  with  the  same  regularity;  is  not 
that  so  ? — Yes. 

Mr.  Paget. 

13532.  And  those  expenses  would  be  much 
higher  at  some  stations  than  they  would  at 
others? — Clearly;  the  cost  of  work  varies,  and 
the  cost  of  handling  goods  varies. 

13533.  AYould  it  be  reasonable  that  in  sending 

^ ^ o 

goods  as  a trader  Irom  a station  where  the  charge 
was  a very  small  one  in  consequence  of  the 
smaller  expenditure  upon  it,  that  is  to  say,  from 
a station  with  a low  rate  of  terminal  to  a station 
with  an  equally  low  rate  of  terminal,  the  terminal 
should  be  a small  one  ? — That  is  the  present 
position  of  the  company  ; they  are  entitled  only 
to  make  a “ reasonable  charge.” 

13534.  In  No.  12416  you  said,  in  answer  to 
my  question  that  “ we  could  not  probably  legally 
charge  so  much  at  a country  station  as  at  the 
stations  of  London,  Manchester,  and  Liverpool”? 
— That  is  under  our  present  power. 

13535.  I may  have  misundersi  ood,  but  I under- 
stood you  afterwards  to  intimate  that  your  general 
practice  was  not  in  accordance  with  that  principle, 
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but  that  you  really  charged  a fixed  terminal  rate 
at  all  stations  for  the  same  class  of  goods  ? — If 
Ave  Avere  charging  our  maximum  rates,  and  our 
charge  Avas  contested,  then  that  question  would, 
arise  ; but  we  do  not  as  a rule  charge  our  maxi- 
mum rate,  so  it  does  not  arise. 

13536.  But  Avould  it  not  arise  if  the  trader 
Avere  to  avail  himself  of  his  statutory  poAver  to 
ask  you  to  separate  the  charge  of  your  toll  and 
your  terminal? — We  Avould  have  to  satisfy  him 
that  the  gross  charge  Avas  Avithin  our  poAver. 

13537.  Are  you  aware  that  by  statute  the 
trader  could  always  ask  you  to  separate  that 
charge,  and  that  by  the  statute  you  would  have 
to  separate  it  ? — That  is  so. 

13538.  You  gave  the  Committee  the  case  of 
the  high  rate  of  cost  at  Smithfield  and  the  Ioav 
rate  at  Evesham ; if  an  instance  were  made  of 
that,  and  a dissection  of  your  charges  Avere  made 
at  Evesham  and  at  Liverpool,  would  you  in  the 
one  case  put  in  the  smaller  terminal,  and  in  the 
other  put  in  the  larger  one  ? — Clearly  Ave  Avould 
if  the  mileage  rate  did  not  cover  the  Avhole 
charge  we  made. 

13539.  Is  it  the  fact  that  the  actual  rate  you 
do  charge  depends  upon  the  fact  that  certain 
stations  demand  a high  terminal  and  others  a low 
one  ? — Not  ahvays  ; as  I told  you,  we  adopt  a scale 
of  rates,  but  they  are  usually  so  low  that  it  is  not 
necessary  for  that  question  to  arise ; that  Avould 
be  more  especially  the  case  in  all  long  distance 
traffic,  not  short  distance  traffic.  For  instance, 
between  London  and  Evesham,  it  is  quite  pro- 
bable that  the  rates  per  ton  per  mile  would  cover 
the  Avhole  charge  that  Ave  make,  and  it  is  held 
that  Ave  need  not  dissect  the  terminals  in  that 
case,  nor  shoAv  them  separately. 

13540.  Will  you  kindly  explain  that  ? — 
Suppose  the  rate  was  3d.  per  ton  per  mile,  and 
the  distance  Avas  say  300  miles,  that  Avould  be 
75  5. ; if  our  rate  Avas  74  s.  it  Avould  be  unnecessary 
to  go  into  the  question  of  terminals. 

13541.  It  has  been  held  that  so  long  as  the 
Avhole  rate  you  charge,  including  the  toll  and  the 
terminals,  is  Avithin  the  maximum  rate,  the 
trader  has  no  right  to  ask  you  to  dissect  it  ? — 
Quite  so,  because  you  can  see  at  once  that  the 
object  of  dissecting  the  rate  is  to  shoAv  him 
whether  he  has  been  overcharged. 

13542.  Does  not  that  shoAv  a certain  advan- 
tage from  the  point  of  view  of  the  trader  in  the 
existence  of  a maximum  rate  ? — As  it  stands  at 
present  it  is  an  advantage  to  him  to  know  that 
the  company  cannot  charge  above  a certain  sum. 
All  I said  Avas  that  I did  not  think  if  the  com- 
pany had  no  maximum  charges  that  they  would 
make  much  difference  in  the  rates. 

13543.  Would  you  kindly  tell  the  Committee 
the  principle  upon  Avhich  the  maximum  rate  la 
fixed ; we  had  it  from  you  that  the  rates  Avex'e 
originally  fixed  upon  the  basis  of  the  old  canal 
rates? — I think  there  is  no  doubt  about  that. 

13544.  The  actual  rates  that  you  charge  are 
fixed  somewhere  Avithin  the  limits  of  the  rates 
which  are  prescribed  in  your  Act  of  Parliament  ? 
— Clearly. 

13545.  Sometimes  they  are  up  as  high  as 
those  rates,  and  in  other  cases  they  fall  much 
below  ? — That  is  so. 
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13546.  And  it  is  in  this  way  whether  up  to 
your  inaxiinum  rate  or  down  below,  that  you 
exercise  your  discretion  in  fixing  the  rates? — 
That  is  so. 

13547.  Upon  what  general  principle  do  you 
exercise  that  discretion  ? — Where  a trader  shows 
that  the  article  will  not  bear  a higher  charge, 
then  we  reduce  the  rate ; the  companies,  of 
couise,  are  the  parties  who  actually  fix  the  rate 
and  charge  it,  but  it  is  only  under  the  instruction, 
in  fact,  1 may  say  the  tuition,  of  the  public  that 
that  is  done,  because  the' knowledge  comes  from 
the  trader  ; he  is  the  man  who  knows  whether 
his  goods  c;in  get  into  the  market  at  a certain 
rate  or  not : the  company  cannot  know  it  without 
that  information  from  him, 

13548.  If  you  charge  him  too  much  you  stop 
his  trafiic? — Clearly;  and  that  it  is  the  interest 
of  the  company  not  to  do. 

13549.  In  fixing  your  original  rate,  did  you 
take  into  consideration  the  cost  of  construction, 
the  working,  the  gradients,  and  so  on  ^ — No,  we 
did  not  take  into  consideration  the  construction 
of  the  railway. 

13550.  That  would  not  enter  into  considera- 
tion in  fixing  the  rate  ? — It  would  not. 

13551.  Would  the  cost  of  -working  enter  into 
consideration  ? — In  cases  of  bad  gradients  you 
would  no  doubt  take  that  into  consideration  ; that 
is  to  say,  you  would  refuse  to  reduce  in  certain 
cases,  because  you  would  say  you  could  not  take 
above  a certain  load  over  the  ground. 

13552.  Your  rates  would  be  fixed  I take  it  at 
the  lowest  rate  Avhen  you  have  to  meet  sea  com- 
petition ? — Very  often  that  would  be  so,  but  not 
always ; for  instance,  in  the  conveyance  of  iron 
ore  to  an  iron  -works  inland,  there  is  no  competi- 
tion there  for  its  conveyance  ; but  we  have  the 
simple  fact  before  us  that  the  manufacturer  could 
not  use  the  ore  unless  it  were  carried  at  a very 
low  rate. 

13553.  So  that  to  develope  the  traffic  sometimes 
you  carry  at  a low  rate? — Not  only  sometimes, 
but  that  is  the  case  all  over  the  country  ; the 
more  evidence  you  have  from  parties  all  over  the 
country  the  more  you  will  find  that  railway  com- 
panies have  endeavoured  to  meet  the  require- 
ments of  the  districts  by  these  very  low  rates. 
The  only  complaints  such  as  these  are,  are  com- 
plaints by  parties  who  object  to  an  attack  upon 
their  monopoly  by  having  goods  brought  in,  or 
by  having  parties  enabled  to  compete  with  them 
•when  they  think  they  should  not  be  so  enabled. 

13554.  But  it  is  a fact,  is  it  not,  that  where 
you  have  to  meet  the  sea  competition  you  reduce 
your  rates  very  largely  to  meet  it  t — Clearly. 

13555.  Do  you  in  such  cases  ever  reduce  your 
rates  to  such  an  extent  that  you  -n'ork  at  a loss  ? 
— I think  not;  there  may  be  cases  in  which  the 
profit  is  exceedingly  small,  but  it  would  not  be 
wise  to  carry  at  a loss  ; I certainly  -would  not  ad- 
vocate that  at  all,  under  any  circumstances. 

13556.  You  stated  to  the  Committee  that  you 
ought  to  get  40  per  cent,  of  the  gross  receipts  as 
a profit  ? — It  must  vary  according  to  the  article 
conveyed  and  according  to  the  expenses  arising 
upon  the  gradients  of  the  line.  It  is  impossible  to 
fix  the  per-centage  of  the  profit  wc  would  like; 
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I would  rather  have  90  per  cent.,  if  that  were 
possible. 

13557.  But  Avhen  you  come  below  that  40  per 
cent,  you  are  working  your  line,  I think  you  told 
the  Committee,  at  a rate  at  which  it  would  be 
ruinous  to  work  if  that  extended  over  large  areas 
of  the  line? — If  we  were  to  reduce  our  rates  all 
round  to  the  lowest  rates  we  are  chargino-,  it 
-n'ould  be  ruinous. 

13558.  Then  does  not  it  follow  that  if  you  are 
reducing  your  rates  to  meet  a competing  sea  rate 
you  are  actually  throwing  a burden  upon  all  the 
rest  of  the  line,  to  obviate  the  injury  you  are 
doing  yourself  by  leaving  so  small  a profit  upon 
that  large  trade  ? — That  would  not  be  so  unless 
we  were  incurring  a loss  by  competing  with  the 
sea;  if  we  gain  10  percent,  profit  on  the  rate  the 
company  would  be  better  off  than  if  they  did  not 
get  it,  although  we  might  think  that  20  or  30 
per  cent,  was  the  proper  profit  to  make  ; so  that 
no  district  suffers  merely  because  the  company 
have  only  obtained  10  per  cent.  ; on  the  contrary, 
it  is  the  interest  of  every  district  that  the  railway 
company  should  compete  with  the  sea,  and  obtain 
all  the  profit  it  can,  so  as  to  be  able  to  make  re- 
ductions whei'e  they  are  required. 

13559.  But  if  you  are  bringing  the  profit  down 
so  low  as  to  cause  the  amount  of  your  work  to 
increase  inconveniently,  then  that  would  lead  to 
difficulties,  would  it  not  ? — No  doubt  that  would 
be  a fair  argument ; but  I do  not  know  any  such 
state  of  circumstances. 

13560.  As  regards  Mr.  Hickman’s  case  ; you 
told  the  Committee  that  it  -would  not  answer 
your  purpose  to  develojie  a large  traffic  -which 
would  interfere  with  your  traffic? — 1 said  it 
would  not  answer  to  carry  traffic  at  | d.  2)er  ton 
over  the  Dudley  Bank  ; it  would  not  suit  our 
purjiose  to  block  an  imfiortant  district  by  carry- 
ing a traffic  which  did  not  2)ay  us  ; I do  not  at  all 
mean  to  say  we  might  not  do  something  to  meet 
Mr.  Hickman’s  requirements  in  that  case  ; in- 
deed he  has  made  a communication  to  us  in  the 
last  few  days,  and  I think  it  is  worthy  of  consi- 
deration. I do  not  mean  to  say  something  may 
not  be  done  though,  not  what  he  proposes. 

Sir  Pdivard  JVatkin. 

13561.  He  had  not  made  a similar  communica- 
tion before,  had  he  ? — He  had  not. 

Mr.  Paget. 

13562.  You  take  what  rate  the  traffic  will 
stand? — Always  within  our  maximum  rate ; and 
you  may  tahe  it  that  though  it  is  not  dictated  by 
the  jmblic,  it  really  is  based  upon  the  require- 
ments of  the  public,  and  fixed  much  at  their  insti- 
gation. 

13563.  In  short,  may  I take  it,  that  if  it  is  an 
article  of  considerable  value  you  feel  yourselt 
justified  in  imjiosing  a rate  as  high  as  you  can, 
always  within  your  legal  rates,  because  the  value 
of  the  article  you  hold  will  stand  the  rate  ? — Yes, 
and  you  will  find  that  in  the  earliest  Acts  that 
was  the  prineijile  Parliament  laid  down  for  the 
canal  companies. 

13564.  But  was  not  that  principle  laid  down 
by  Parliament  with  regard  to  the  class  of  goods 
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which  was  called  “ nndamageable  ”? — No,  I gave 
the  Committee,  as  an  example,  the  case  of  lime- 
stone carried  at  1 d.  per  ton  per  mile,  and  coal  at 
1|  i/.,  while  lead,  which  is  quite  as  undamageable, 
and  which,  if  stolen,  the  canal  company  would  not 
have  been  responsible  for,  Avas  5 d.,  simply  for 
passing  along  the  canal  in  the  boat  of  the  trader. 

13565.  All  trades  want  their  rates  reduced  ; 
Ave  may  take  that  as  a general  principle  ? —Cer- 
tainly; no  one  ever  offers  to  pay  more. 

13566.  And  all  the  raihvay  companies  Avish  to 
pay  good  dividends  ? — Certainly. 

13.567.  They  Avish  to  keep  up  the  rates  as  high 
as  they  can? — They  consider  that  their  interest 
is  closely  allied  to  the  interest  of  the  public  ; 
where  the  public  can  pay  it  is  only  right  that 
they  should  do  so,  and  Avhere  they  cannot  the 
raihvay  companies  are  anxious  to  meet  them. 

13568.  Is  not  there,  at  the  same  time,  in  spite 
of  that  alliance,  a certain  aut.agonism  ? — Of 
course  the  trader  Avould  like  a little  more  of  the 
profit  to  go  into  his  pocket,  and  probably  the 
raihvay  company  Avould  like  a little  more  of  the 
profit  to  go  into  their  pocket. 

13569.  I Avish  to  ask  you  if  such  a plan  Avere 
devisable  Avould  it  not  be  a better  thing  that  the 
system  of  cliarging  the  rates  should  be  'upon  a 
simple  and  intelligible  plan,  rather  than  that  it 
should  be  left  to  the  discretion  of  railway  com- 
panies to  raise  the  rates  as  far  as  they  can,  in 
proportion  to  the  value  of  the  articles  they  carry? 
— First  of  all,  I cannot  imagine  the  simple  plan  ; 
you  must  remember  that  a raihvay  company  has 
to  compete  Avith  the  sea,  and  being  in  an  island 
that  is  one  of  the  first  questions  Avhich  has  to 
be  settled.  If  the  raihvay  is  not  to  compete  Avith 
the  sea  then  you  may  devise  some  plan  of  equal 
mileage  rate  by  law.  If  not  the  next  question  is, 
the  tribunal.  I cannot  imagine  any  tribunal,  or 
any  dozen  tribunals,  doing  it,  because  it  Avould 
hav’e  to  be  a matter  of  contest  betAveen  the  rail- 
way companies  and  the  traders  before  that 
tribunal.  A calculation  has  been  put  into  my 
my  hands  (I  could  not  be  answerable  as  to  Avhe- 
ther  it  is  accurate  or  not),  shoAvingthat  the  Great 
Western  Kaihvay  Company  have  20,000,000 
rates ; if  the  object  is  to  give  the  Railway  Com- 
mission occupation  they  clearly  Avoukl  have  it  if 
they  are  to  fix  our  rates.  Rut  it  is  no  use  sug- 
gesting a system  unless  you  can  see  that  it  is  one 
which  Avouid  be  Avorkable.  I cannot  imagine  such 
an  one  which  Avould. 

13570.  You  do  not  consider  a system  fea,sible 
of  fixing  the  rates  at  20,  50,  and  100  miles  ? — 
Clearly  it  would  be  feasible,  but  then  you  must 
consider  what  would  be  the  effect  upon  trade  if 
you  fix  it.  I say  the  railway  companies  can 
make  a moderate  living  upon  it ; but  you  Avould 
in  some  instances  be  charging  more  than  the  trade 
would  bear. 

13571.  What  is  your  idea  of  a moderate 
dividend  for  a railway  company? — Parliament  has 
given  it  in  the  Act  as  10  per  cent. 

Mr.  Monk. 

13572.  Has  the  Gi’eat  Western  Company  ever 
paid  as  much  as  10  per  cent.  ? — No,  it  has  never 
paid  so  much  as  that. 

0.54. 


Mr.  Paget. 

13573.  Are  you  in  favour  of  a system  of  group- 
ing the  stations  ?— In  certain  cases  it  is  an  un- 
doubted advantage  to  the  merchants  ; take  the 
case  of  coal  from  the  collieries  for  London  or 
SAvansea  : it  has  been  pressed  u])on  us  that  it  is  an 
advantage  to  the  merchant  to  knoAv  that  he  can 
get  his  coal  from  half  a dozen  collieries  at  the 
same  rate  per  ton,  so  that  in  sending  for  coal  he 
Avill  not  require  to  have  half  a dozen  pi  ices  to 
deal  Avith  ; as  far  as  the  rallAvay  comjianies  are 
concerned,  they  may  only  have  an  indirect  interest 
in  that;  but  they  have  a very  direct  interest  if  it 
affects  the  trade. 

13574.  Would  you  be  prepared  to  recommend 
the  application  of  the  system  beyond  the  tAvo 
instances  which  you  haA’e  given  to  the  Committee? 
— Yes,  there  are  many  cases  in  Avhich  goods 
rates  are  grouped  Avhen  Ave  get  to  long  distances  ; 
In  the  case  of  South  Wales  Ave  group  a large 
number  of  collieries  together  for  SAvansea,  Lon- 
don, and  Birkenhead,  and  in  Monmouthshire 
also  in  the  same  way;  but  that  has  not  been  done 
at  the  suggestion  of  the  raihvay  company  ; that 
is  done  at  the  suggestion  of  the  traders,  and  it 
certainly  ought  not  to  be  brought  foi’Avard  as  a 
complaint  against  the  railway  companies,  because 
that  is  an  idea  which  the  raihvay  com})anies  pro- 
bably Avould  never  think  of  for  themselves,  so 
long  as  they  could  get  a largo  trade  at  satis- 
factory rates,  they  would  go  on  charging  their 
ordinary  rates ; but  if  the  traders  jiress  it  upon 
them  that  it  is  for  the  advantage  of  the  Lade, 
then  they  give  Avay. 

13575.  Will  you  alloAv  me  to  refer  you  to 
Paper  No.  23,  showing  the  Great  Western  Rail- 
Avay  Company’s  rates  Avhich  have  been  extracted 
by  the  officials  of  the  Board  of  Trade  and  placed 
before  the  Committee.  There  are  comjiarisons 
made  here,  and  if  you  turn  to  page  9 of  the 
Table,  I will  take  an  example  from  it.  In  the 
second-class,  under  the  head  of  avooI,  the  maxi- 
mum rate  in  the  .^ct  of  the  company  is  stated  at 
3 s.  from  Bristol  to  Bath,  while  the  charge  is 
stated  at  8 s.  4^/.,  and  the  difference  betAveen 
No.  2 and  No.  3 is  put  at  5 s.  4 d.  ; that  seems 
upon  the  face  of  it  to  assert  that  the  railAA'ay 
comj)any  is  charging  in  excess  of  its  maximum 
legal  rates  ? — If  you  Avill  kindly  look  at  that 
column  you  Avill  find  there  the  letters  C.D., 
that  means  that  the  rate  includes  collection  and 
delivery ; that  is  cartage  in  Bristol  and  cartage 
in  Bath. 

13576.  Then  running  your  eye  doAvn  that 
difference  of  5 s.  4 d.,  and  so  on,  Avould  all  those 
differences  be  explained  in  a similar  manner  ? — 
By  cartage  and  terminals,  according  to  the  class 
of  goods. 

13577.  Would  that  be  the  general  explanation 
of  the  differences  Avhich  are  set  forth  in  this  re- 
turn ? — Yes,  except  in  the  case  of  station  to  sta- 
tion traffic,  where,  of  course,  there  would  be  no 
collection  and  delivery,  and  it  Avould  be  only 
terminals. 

Sir  Edioavd  Watkin. 

13578.  But,  Avith  regard  to  the  divisor  in  this 
case,  do  you  concur  that  the  Clearing  House 
mileage,  as  between  company  and  company,  is 
the  only  mileage  you  can  charge  the  public  ? — 
Obviously  not. 
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13579.  Then,  obviously,  that  return  taking  the 
Clearing  House  mileage,  that  is  not  the  mileage 
you  can  charge  the  public? — Certainly  not;  the 
latter  is  much  greater,  because  you  can,  in  many 
cases,  charge  the  public  upon  the  longer  route. 

13580.  The  rate-book  distance  is  not  a thing 
between  the  public  and  the  company  ; the  rate 
book  oives  the  distance  as  between  company  and 
company,  by  mutual  arrangement,  and  tlie  whole 
fallacy  rests  upon  that  altogether? — That  is  so. 

13581.  Do  you  mean  to  say  that  the  distance 
given  ill  the  railway  company’s  rate  book  is  not 
the  distance  which  the  goods  travel  over,  but  is 
an  artificial  distance  between  the  different  com- 
panies, parties  to  the  Clearing  House? — Yes,  in 
many  cases  it  is  so.  I will  give  the  Committee  a 
case  in  jioint;  we  have  just  opened  the  Banbury 
and  Cheltenham  Kailway,  and  that  makes  a 
sliorter  route  from  Cheltenham,  say  to  Dover, 
than  the  Great  Western  route  from  Cheltenham, 
via  Gloucester  and  Swindon  ; the  goods  are  car- 
ried and  will  be  carried  from  Clieltenham  to 
Keading  via  Swiiidnu,  and  sent  over  the  South 
Eastern  to  Dover,  but  the  Clearing  House  will 
divide  the  receipts  as  between  the  South  Eastern 
Company  and  the  Great  Western  Company,  as  if 
the  traflfic  passed  over  the  shortest  route. 

13582.  It  never  can  be  in  excess,  and  it  very 
often  is  less  than  the  mileage? — Yes;  that 
Cheltenham  case,  if  I explained  it  sufficiently 
clearly,  would  be  an  illustration  of  that. 

Mr.  Paget. 

13583.  But  you  furnished  your  rates  to  the  Board 
of  Trade  ? — Yes.  I may  say  at  once,  whoever 
did  it  upon  the  part  of  the  Board  of  Trade,  it  is 
very  well  done  ; there  is  no  fault  to  be  found  with 
the  distance  in  this  particular  case  as  between 
Bristol  and  Bath,  the  Great  Western  Kailway 
being  the  shortest  route  in  that  case. 

13584.  I should  like  to  ask  you  one  more  ques- 
tion about  the  Liverpool  rate  on  dead  meat ; if 
that  rate  is  the  rate  for  American  meat  it  has 
been  given  the  Committee  at  25  5.  a ton,  and  if  a 
similar  rate  is  in  the  rate  book  to  be  quoted  for 
English  meat  or  Irish  meat  at  50  5.  a ton,  does 
not  that  aj)pear  to  be  a breach  of  the  Act  of  1854, 
both  articles  being  meat,  in  one  case  it  being 
American,  and,  in  the  other  case,  it  being  English 
meat  ? — That  is  a legal  question  which  could  very 
soon  be  tested  under  the  law  as  it  stands;  it 
would  not  require  any  new  legislation  to  deal 
•with  that,  if  it  is  contrary  to  law. 

13585.  Then  we  may  gather  from  your  view 
that  you  would  not  contend  that  there  was  a legal 
right  inherent  in  a comj)any  to  make  that  differ- 
ential rate  ? — The  question  is,  -whether  it  is  a 
diffei’ence  of  circumstance  within  the  Actor  such 
a difference  of  circumstance  as  to  entitle  ustomake 
the  differential  charge.  I fail  to  see  what  ma- 
terial difference  it  would  make  to  farmers  in  Lan- 
cashire or  Cheshire  if  that  rate  did  not  exist,  be- 
cause the  meat  would  then  come  to  London  by  sea. 

1358G.  You  -will  see  that  the  farmers  might  be 
injured  in  this  Avay  : American  meat  arriving  in 
Liverpool,  and  not  finding  there  as  good  a market 
as  they  desire,  would  then  have  tlie  extra  ad- 
vantage of  being  carried  on  to  London  at  a very 
low  rate  ; 1 am  now  taking  the  case  of  meat 
actually  sent  and  consigned  to  Liverpool ; but 
finding  itself  there,  and  not  having  a ready  sale. 
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it  has  the  chance  of  going  on  further  to  London 
at  an  exceptionally  favourable  preferential 
rate? — Yes;  but  that  is  not  the  case  rvith  the 
meat  we  bring  from  Birkenhead,  because  it  is 
landed  at  Birkenhead  and  not  at  Liverpool. 

13587.  I -would  only  call  your  attention  to 
this,  that  we  had  it  in  evidence  that  a good  deal 
of  Irish  stock  are  imported  at  Birkenhead,  there 
slaughtered,  and  the  meat  sent  off  from  there  to 
London  ? — I do  not  know  that  myself ; you  will 
have  a much  better  witness  upon  that  point 
following  me;  but  I believe  there  is  none. 

iMr.  Pease. 

13588.  Are  we  to  understand  that  your  office 
is  an  emjrorium  for  complaints,  and  that  your 
time  is  principally  occupied  in  hearing  complaints 
from  enraged  or  dissatisfied  traffic  senders  ? — It 
is  quite  the  contrary  ; of  course  if  a person  doing 
business  with  the  company  has  ground  of  com- 
plaint, and  it  is  not  adjusted  by  the  local  officers 
it  does  come  to  me ; I do  receive  them  in  that 
case,  l)ut  they  are  not  large  in  number. 

13589.  Do  they  occupy  any  large  portion  of 
your  time  ? — They  do  not ; thei-e  was  a very 
great  misapprehension,  I think,  in  1872,  when 
the  Joint  Committee  sat  upon  that  very  point;  I 
think  the  Committee  must  have  been  under  the 
idea  that  some  tribunal  Avas  required  to  remedy 
an  immense  number  of  grievances  of  the  public, 
and  therefore  they  appointed  the  Kailway  Commis- 
sioners. Now,  experience  has  shown  that  the 
public  have  not  many  grievances  against  the 
railway  comiianies. 

13590.  With  regard  to  the  rate-book,  Avhen  a 
new  traffic  springs  up,  is  it  not  almost  always  a 
matter  of  correspondence  with  the  local  aaent ; 
it  does  not  generally  come  forward  to  you  as 
to  Avhat  rate  can  be,  or  rvill  be,  charged  upon  that 
traffic? — It  is  better  than  that,  because  it  is 
generally  a matter  of  personal  discussion  behveen 
the  local  officer  and  the  person  avIio  is  principally 
interested,  and  the  local  officer,  if  he  has  not 
jiower  to  deal  with  it  by  himself,  brings  it  up  to 
the  general  goods  manager  of  the  Great  Western 
Kail  way,  and  only  occasionally  after  that  it  comes 
to  me. 

13591.  I suppose  the  number  of  cases  settled 
in  that  way  are  1,000  to  1 against  those  in  which 
there  is  any  complaint  made? — Unquestionably; 
the  great  bulk  of  the  cases  are  settled  amicably. 

13592.  You  have  been  asked  by  the  Com- 
mittee several  questions  with  reference  to  the 
decrease  of  the  value  of  certain  articles  of  late 
years ; could  you  tell  the  Committee  wdiat  has 
been  the  expense  xvhich  the  Great  Western 
Kaihvay  Company  has  been  put  to  in  the  block 
system  of  late  years? — I could  not  tell  the 
amount,  though  it  has  been  a very  large  amount, 
but  the  first  outlay  is  not  so  serious  as  the  con- 
tinual expense  of  maintenance,  and  worse  still 
of  Avorking ; I Avent  over  the  Banbury  and 
Cheltenham  line  Avhich  I referred  preA'iouslv  to  a 
fortnight  after  it  had  been  opened,  and  I told  the 
chairman  I Avas  shocked  to  see  three  men  at  a 
station  Avhere  formerly  Ave  had  only  one. 

13593.  Could  you  tell  the  Committee  Avhat 
sum  the  block  system  has  cost  you  in  annual 
expenditure  ? — A very  large  sum  indeed. 

13594.  A larger  sum  than  anything  you  hax'e 
saved  out  of  the  articles  -which  have  been  put 
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to  you  as  having  decreased  in  price?  Immensely  ; 
I might  say  that  from  1872  to  1880  our  working 
expenses  are  equal  to  200,000/.  a yeai’  more  in 
proportion  to  the  gross  receipts  than  they  were 
previously. 

13595.  Has  not  there  been  a steady  increase  m 
the  demands  upon  the  railway  companies  by  the 
Board  of  'frade  in  those  matters  which  they  con- 
sider essential  to  the  safety  of  the  travelling 
public  which  have  involved  the  railway  companies 
in  a A'cry  large  increase  of  expense  ?— That  is  as 
well  known  to  the  public  as  to  the  railway  com- 
panies, 

13596.  That  applies  to  every  stopping  station 
and  to  every  signal  cabin? — It  apjilies  to  almost 
every  individual  work  upon  the  railway. 

13597.  The  result  has  been  satisfactory  as  far 
as  the  public  are  concerned  ? — I have  no  doubt 
that  is  so. 

13598.  Now  with  reference  to  the  question  of 
terminals ; can  you  speak,  sitting  there,  with 
reference  to  the  amount  your  company  allows 
monthly  for  breakages,  and  reductions  of  that 
sort  to  traders  ? — It  would  be  only  a guess,  but 
I should  say  that  it  Avould  be  about  30,000  /.  a 
vear. 

13599.  Thisexpense  would  arise  from  delivery, 
would  it  not  ? — A certain  proportion  would  arise 
from  bad  package  and  want  of  care  in  transit ; 
but  the  great  bulk  of  the  losses  and  breakages 
occur  at  the  stations. 

Mr.  Dillwyn. 

13600.  You  stated  in  the  beginning  of  your 
evidence  that  you  were  in  favour  of  a differential 
rate  as  against  a universal  general  rate  ? — Quite 
so. 

13601.  Have  you  ever  considered  what  effect 
a general  rate  would  have  upon  the  food  supply 
of  London  ?—  I have  not  considered  the  question 
from  that  point  of  view. 

13602.  Would  it  riot  limit  the  supply  of  food, 
or  at  least  give  an  immense  preference  for  the 
food  supply  to  the  districts  in  the  immediate 
neighbourhood  of  London,  from  which  that  supply 
would  come  ? — Take  the  case  of  milk,  it  would 
enhance  the  cost  of  milk  in  London  very  con- 
siderably. 

13603,  As  far  as  your  own  line  is  concerned? — 
Undoubtedly,  because  we  bring  milk,  although 
not  in  very  large  quantities,  from  more  than  200 
miles,  and  a universal  rate  per  ton  per  mile,  unless 
it  were  made  very  low,  must  Increase  the  cost  of 
the  milk  in  London. 

13604.  The  same  thing  would  happen  as 
regards  vegetables,  meat,  and  other  food,  would 
it  not? — Yes;  I state  unhesitatingly  that  what- 
ever might  be  the  effect  upon  railways,  it  would 
be  very  disadvantageous  to  the  public. 

13605.  Have  you  any  doubt  that  if  the  prin- 
ciple of  a universal  general  rate  were  adopted 
it  would  enormously  increase  the  jirice  of  food 
in  London? — It  would,  unless  such  an  extremely 
low  rate  were  forced  upon  the  railway  companies 
that  they  could  not  live. 

Mr.  Barnes. 

13606.  Would  you  be  kind  enough  to  look  at 
the  memorial  of  the  Mining  Association  of  Great 

0.54. 


Mr.  Barnes — continued. 

Britain,  which  says,  “ Your  memorialists  are  of 
opinion  that  the  powers  of  the  Railway  Commis- 
sioners should  be  continued,  and  that  they  might 
he  extended  with  benefit  to  the  trades  repre- 
sented by  your  memoi’ialists  as  follows.”  They  are 
of  opinion  that  the  powers  of  the  Railway  Com- 
missioners should  be  continued  ? — I have  stated 
that  the  railway  companies  have  no  objection 
whatever,  and  they  fully  concur  that  a tribunal 
should  be  continued ; in  fact,  if  you  have  read 
that  Paper  which  I handed  in,  you  will  remember 
that  it  is  distinctly  stated  there. 

13607.  With  increased  powers? — I do  not 
know  what  you  call  increased  powers. 

1 3608.  I mean  increased  powers  as  to  the 
Board  of  Trade  and  the  Chambers  of  Commerce 
coming  before  them,  and  having  locus  standi'i — 
We  do  not  propose  'that  tlie  Chambers  of  Com- 
merce should  go  before  them,  but  parties  inter- 
ested now  have  the  power  to  go  before  the  Rail- 
way Commissioners,  and  they  would  have  the 
power  to  go  before  any  substituted  tribunal. 

13609.  If  the  case  of  Mr.  Hickman  had  gone 
before  them,  he  could  have  established  a through 
rate  between  you  and  the  London  and  North 
ITestern,  at  Round  Oak,  could  he  not  ? — 
Clearly. 

13610.  You  stated  that  you  would  rather  take 
the  opinion  o(  ISIr.  Baxter  on  a point  of  law  than 
on  railway  management? — I only  referred  to  the 
cost  of  conveying  coal ; he  stated  that  a farthing 
per  ton  per  mile  was  quite  high  enough ; I am 
quite  sure  he  would  not  say  that  as  an  in- 
vestor. 

13611.  Mr.  Baxter  stated  that  private  works 
had  the  power  under  the  Railways  Clauses  Act 
of  making  connections  with  railroads  ; are  you 
aware  that  there  have  been  considerable  difficul- 
ties thrown  in  the  way  of  private  works  in  mak- 
ing connections  with  railways  ? — I recollect  the 
point ; I heard  it  with  surprise,  for  I can  say  that, 
although  the  Great  Western  is  an  extensive 
system,  Ave  never  had  such  a difficulty ; I only 
knoAV  two  cases  in  which  Ave  declined  to  have 
sidings  constructed  upon  the  Great  Western 
Raihvay  ; one  Avas  on  account  of  the  gradient,  and 
the  other  because  there  was  not  enough  traffic  to 
justify  it. 

13612.  The  Act  clearly  gives  you  poAver  to 
make  the  connection  upon  the  dead  level? — It 
does. 

13613.  Therefore,  practieally  speaking,  you 
could  make  iio  connection  Avith  the  railway,  inas- 
much as  nearly  all  lines  are  upon  some  incline  ? 
— These  are  the  words : “ The  company  shall  not 
be  bound  to  make  any  such  openings  in  any  place 
Avhich  they  shall  have  set  apart  for  any  specific 
purpose,  with  Avhich  such  communication  would 
interfere,  nor  upon  any  inclined  plane  or  bridge, 
nor  in  any  tunnel.” 

Chairman. 

13614.  Mr.  Barnes’  point  is,  that  the  company, 
being  entitled  to  refuse  on  certain  grounds,  used 
those  words  in  a forced  sense,  and  declined  ? — I 
know  of  no  such  case ; Ave  not  only  have  per- 
mitted junctions  to  be  constructed  wherever  they 
have  been  asked  for,  except  as  far  as  my  recol- 
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lection  goes,  in  two  cases  ; but  we  have  been  very 
desirous  of  making  them  anywhere  we  could  bring 
in  traffic,  and  further,  in  all  the  agreements  we 
make  with  the  parties  when  they  put  in  junctions, 
we  require  them  to  come  under  the  condition  that 
they  are  to  permit  the  junction  and  siding  to  be 
used  by  any  other  party  who  can  make  a junc- 
tion Avith  it  if  it  is  reasonable  ; I have  two  clauses 
cut  out  of  a draft  agreement  here,  to  that 
effect. 

Mr.  Barnes. 

13615.  We  have  it  in  evidence  that  the  Lon- 
don and  North  AYestern  Company  refused  in 
several  instances  to  alloAv  sidings  to  be  made, 
and  they  were  lirought  before  the  Railway 
Commissioners  ? — I am  not  aAvare  of  the  in- 
stances ; I should  think  it  must  be  some  very 
special  case. 

13616.  Now,  with  reference  to  the  case  of 
special  rates  in  sub-section  No.  2,  of  tlie  fourth 
paragraph  of  the  memorial  of  the  Mining  Asso- 
ciation of  Great  Britain,  it  says  : ‘‘  That  when  a 
railway  company  gives  a special  rate  to  any 
trader]  such  rate  shall  be  entered  in  the  rate- 
book at  the  general  office  of  the  company,  and 
also  at  the  station  dealing  witli  the  traffic do 
you  do  that  now? — Yes,  clearly. 

13617.  AA'^here  you  grant  a special  rate  ? — Yes; 
it  is  inserted  in  the  rate-book. 

13618.  Do  you  infoi-m  the  traders  of  it? — We 
do  not  give  a special  rate  to  any  one  person ; Ave 
do  not  give  any  special  rates  to  any  person. 

3619.  Nor  for  any  kind  of  traffic? — AYs, 
clearly  ; Ave  do  for  the  traffic  ; but  Ave  give  it  to 
all  parties  alike. 

13620.  And  do  you  inform  them  all  of  it? — It 
is  entered  in  the  rate-book. 

13621-  At  both  ends? — At  both  ends  ; lam 
told  by  the  goods  manager  that  there  are  s])ecial 
rates  ; I am  told  that  Ave  give  special  gas  coal  rates 
to  Birmingham  and  AA^iudsor,  and  Ave  inform  the 
parties  about  it. 

13622.  AAAll  you  turn  to  Mr.  Hickman’s 
evidence  at  Question  4339  ; Avill  you  explain  the 
prAate  arrangement  that  he  speaks  of  there 
betAveen  himself  and  the  London  and  North 
AYestern  Company  ; do  you  charge  1 s.  a ton,  if 
the  traffic  is  only  carried  100  yards.  Mr.  Hick- 
man says,  “ That  being  so,  Ave  could  not  get  the 
rate  reduced,  because  the  discharging  company 
taking  1 s.,  the  Great  Western  Company  Avere 
not  Avilling  to  take  less  than  lOd.  ; that  is  rather 
singular  ? — Mr.  Hickman  is  referring  to  an  ar- 
rangement betAveen  the  Great  AA’^estern  and  the 
London  and  North  AAYstern  Companies,  av  here  by 
Avhen  Ave  take  traffic  upon  each  others  lines,  we 
give  each  other  1 s.  as  the  minimum  charge. 

13623.  That  is  his  experience  ? — That  is  Air. 
Hickman’s  experience  ; but  still,  as  I pointed  out 
to  you,  the  rate  is  9 d. , and  not  1 0 d.  ; he  is 
slightly  mistaken  in  that. 

13624.  AATll  you  refer  to  Question  434], 
where  the  question  is  put  by  Air.  Craig,  “ So 
that  you  pay  really  two  rates,  Avhich  together 
amount  to  Is.  Id.,  instead  of  the  quoted  through 
rate  of  1 s.  10  d.  to  Avhich  he  replied,  “ That  js 
so:” that  is  Avith  regard  to  the  Dudley  rate  ; he  is 
asked,  “ Do  you  actually  jiay  that  1 s.  10  d.,”  and 
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his  answer  is,  “ No  ; I found  that  the  London 
and  North  AA'^estern  Raihvay  have  a local  rate  of 
9 d.  from  Dudley,  which  is  the  point  of  junction, 
and  so  by  consigning  the  coal  to  Dudley,  and  re- 
consigning it  from  Dudley  to  Deepfields,  we  got 
the  Great  AAYsterii  Company’s  rate  of  IQd.,  and 
the  London  and  North  AYestern  Company’s  rale 
of  9 d.,  making  1 s.  7 d.  instead  of  1 s.  10  <7.”  He 
had  to  go  that  roundabout  way  to  consign  it  to 
one  place  and  bring  it  back  again  before  he  could 
get  your  rate? — That  may  be  a case  in  Avhich 
two  companies  should  concur  in  a through  rate. 

13625.  Do  not  you  think  that  it  was  a rather 
extraordinary  thing  to  charge  Air.  Hickman 
1 s.  7 d.  a ton  for  a mile  and  a quarter ; do  you 
not  think  that  Avas  a case  for  a special  rate  ? — It 
seems  a high  rate. 

13626.  Bnt  are  you  taking  your  maximum 
rate  and  3 d.  for  terminal  ? — It  de])ends  ujion 
Avhat  Ave  do  for  it. 

13627.  Have  you  any  right  to  that  terminal  of 
3 d.  ? — AYe  must  provide  siding  accommodation 
for  him  at  Dudley. 

13628.  You  find  the  sidings  for  the  London 
and  North  AA'^estern  Raihvay  Company? — It 
must  be  for  the  traffic. 

13629.  He  did  not  take  it  from  there? — The 
traffic  could  not  be  carried  on  Avithont  sidings. 

13630.  Could  not  you  have  made  some  arrange- 
ment for  a through  rate,  and  hax'e  you  not  prac- 
tically put  up  a toll-bar  for  him  there,  that  he 
could  not  possibly  get  over  ? — I never  heard  of  it 
till  I saAv  it  here. 

13631.  Have  you  any  legal  right  to  charge 
that  3 d.  terminal  ; what  is  your  Act  of  I’arlia- 
ment  under  Avhich  you  charge  the  3 d.  terminal  ? 
— AA^e  claim  to  charge  it  under  the  clause  Avhich 
I referred  to  ; that  Avould  be  the  Oxfoi'd  and 
AYorcester  Act. 

13632.  Is  not  thei’e  some  doubt  as  to  your 
right  to  charge  the  terminal  ? — I hope  not. 

13633.  Have  you  had  no  express  decision  ujion 
the  point? — None, 

13634.  It  is  your  own  construction  of  the 
danse  ? — It  is  our  oavu  construction  of  the  clause 
of  the  Act  under  Avhich  Ave  obtained  the  poAver. 

13635.  It  is  a raihvay  construction  of  it? — 
That  can  be  settled  by  having  a legal  con- 
struction put  upon  it. 

13636.  Can  ymu  be  surprised  that  Air.  Hickman 
cannot  compete  with  other  manufacturers? — I do 
not  think  it  is  quite  right  to  bring  a case  of  this 
kind  here  and  say  that  neither  of  the  companies 
Avould  meet  him  in  the  matter ; he  may  have  sent 
a small  quantity  as  a test  and  not  applied  again; 
if  Air,  Hickman  really  Avished  to  enter  into  an 
arrangement  he  should  have  applied  to  our  goods 
manager  or  to  me,  but  he  has  not  done  so. 

13637.  If  you  read  the  evidence  he  has  given 
this  Avould  appear  to  have  been  going  on  for 
some  time? — Let  me  read  a letter  of  his  Avith 
reference  to  an  answer  he  gave  at  No.  4438, 
Avhich  is  ns  folloAVs : “ AABien  a private  indivi- 
dual goes  to  a great  railway’-  company  for  redress 
of  any  grievance,  if  he  says,  ymu  are  charging  me 
more  than  the  maximum  rate  for  this  or  that, 
the  raihvay  company  simply  laughs  him  to  scorn, 
as  they  knoAv  they  have  the  poAver  of  oppressing 
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him  in  all  soi’ts  of  ways;”  then  lie  goes  on  to 
say,  that  is  his  own  experience.  Now,  it  is 
not  in}’  experience,  so  I sent  to  him  to  know 
what  he  meant  by  it,  and  this  is  his  letter ; it 
is  dated  4th  July,  and  is  as  follows:  “James 
Grierson,  Esq.,  Dear  Sir,  it  has  been  suggested 
to  me  that  in  my  answer  to  Question  4438, 1 made 
a charge  against  railway  companies  of  want  of 
due  courtesy  to  traders  applying  to  them  on  the 
subject  of  rates.  I beg,  therefore,  to  be  allowed 
to  sav  that  I had  no  intention  of  making  any  such 
charge.  Personally,  I have  always  received  Ifom 
your  company,  as  indeed  from  all  others,  the 
utmost  courtesy  and  consideraiion,  whether  you 
were  able  to  accede  to  my  application  or  not. 
You  will  find  that  1 stated  this  in  my  answer 
to  Question  5337.  Yours  faiihfully,  Alfred 
Hickman.”  I think,  possibly,  if  I were  to  see 
Mr.  Idickrnan  and  discuss  this  matter  with  him, 
Ave  should  not  be  so  much  at  variance  as  appears 
upon  the  printed  evidence. 

13638.  Still  it  looks  awkward  upon  the  face  of 
it? — I should  prefer  to  see  a gentleman  come 
forward  and  say  he  has  exhausted  all  means  to 
get  the  matter  settled  in  a satisfactory  manner  ; 
I think  if  I were  in  Mr.  Hickman’s  position,  I 
should  go  to  head  quarters  and  see  if  the  matter 
could  not  be  arranged,  before  I came  here  to  give 
evidence  upon  it. 

13639.  You  say  that  there  is  no  competition 
upon  the  part  of  the  raihvay  companies  ? — There 
is  competition  of  accommodation,  but  they  do 
not  undercut  one  another  in  the  rates. 

13640.  They  form  a ring? — They  arrange  the 
rates  ; you  will  readily  understand  that  that  must 
be  so  ; it  could  not  be  otherwise. 

13641.  It  is  not  the  interest  of  the  public  cer- 
tainly, is  it  ? — The  public  could  not  expect 
anything  else.  If  you  mean  the  railway  company 
should  carry  at  a loss,  that  certainly  Avould  not 
be  in  the  interest  of  the  public. 

Chairman. 

13642.  Would  it  be  in  the  interest  of  the 
public  if  all  the  railway  companies  should  become 
bankrupt? — Nothing  is  worse  for  a district  than 
a poor  railway  company. 

Mr.  Barnes. 

13643.  But  you  will  admit  that  you  charge  a 
loAV  rate  upon  one  trade  and  a high  rate  upon 
another? — That  Avould  be  unwise  if  it  were  done 
improperly. 

13644.  Do  not  you  know  that  that  is  done? — 
It  is  done  in  the  way  I have  explained,  that  the 
higher  class  of  goods  pays  a higher  rate  than  the 
lower  class. 

13645.  Do  not  you  know  that  that  is  done  in 
the  case  of  coal  ? — I think  coal  is  carried  at  an 
exceedingly  low  rate ; we  carry  coal  at  about 
*47  d. ; I do  not  think  we  carry  anything  at  a lower 
rate  than  that. 

13646.  Y’^ou  do  not  get  a train-load  of  anything 
else,  do  you^ — Except  iron  ore. 

13647.  It  is  handed  over  to  you  without  any 
expense  w’hatever ; you  simply  hang-to  Avith 
your  engine,  and  away  you  go  ? — That  is  all. 

13648.  You  stated  that  you  had  only  raised 
your  rates  in  1872  from  South  Wales  to  London 
by  6 d.  ? — By  6 d.  only. 

0.54. 
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13649.  Were  not  then  your  rates  in  the  ring  the 
same  as  the  others ; there  are  four  of  you  carry- 
ing coal  to  London ; you  are  all  in  conference 
together,  are  you  not? — We  are  not  all  in  con- 
ference together,  but  Ave  carry  to  London  at 
Understood  rates. 

13650.  Ilow  have  you  kept  your  rates  up  in 
these  low  times? — We  discuss  the  subject  be- 
tween ourselves ; there  is  no  actual  agreement 
between  the  parties. 

13651.  But  there  is  a verbal  understanding 
between  you,  is  there  not? — We  know  Avhat 
each  others  rates  are,  and  we  discuss  them 
together. 

13652.  Do  you  mean  to  say  that  you  only 
lowered  the  rates  6 d.  below  Avhat  they  were  in 
the  dearest  times  of  coal? — -We  were  too  low 
before  the  rise  in  the  price  of  coal. 

13653.  You  have  to  compete  Avith  the  sea,  and 
the  freights  have  been  reduced  from  7 s.  to  4 s. 
from  the  north  of  England  ; hoAV  do  you  account 
for  it  that  you  have  only  dropped  6 d.  upon  the 
rail,  Avhile  the  freights  have  dropped  4 s.  at  sea  ? 
More  coal  is  coming  to  London  by  sea  this  year 
than  has  come  for  many  years,  and  still  the  trade 
from  South  Wales  to  London  by  rail  has  in- 
creased in  a very  satisfactory  manner. 

13654.  At  Avbose  expense  ? — At  the  expense 
of  the  consumers. 

13655.  At  the  expense  of  the  colliery  owners? 
— Certainly  not.  If  there  Avere  only  half  as  many 
collieries  in  South  Wales  as  there  are  at  the 
present  time,  they  would  raise  the  price  of  coal. 

13656.  That  is  to  say,  in  South  Wales  ? — Yes, 
in  South  Wales. 

13657.  But  not  in  the  London  market? — 
They  Avould  have  to  limit  carefully  the  amount 
by  which  they  advanced,  but  the  competition  is 
betAveen  the  colliei’y  proprietors  themselves,  as 
you  must  knoAV  jierfectly  Avell. 

13658.  The  colliery  proprietors  may  fight 
amongst  themselves,  I suppose,  but  when  they 
have  to  fight  against  the  loAverlng  of  the  sea 
freight,  and  the  competition  of  the  north  as  well, 
can  they  bear  them  both  ? — It  depends  upon  the 
extent  of  the  competition. 

13659.  You  say  that  no  reduction  of  rates 
would  benefit  the  coaloAvners  ? — No  universal 
reduction  of  rates  by  raihvay  Avould  benefit  the 
colliery  proprietors  at  all. 

13660.  Do  you  mean  to  say  that  it  Avould  not 
enable  them  to  compete  against  sea  coal  ? — It 
might  enable  an  inland  proprietor  to  compete 
against  sea  coal,  but  a reduction  to  a colliery 
proprietor  in  Yorkshire,  combined  with  a reduc- 
tion upon  the  rate  for  coal  from  South  Wales, 
would  leave  the  colliery  owners  the  same  as  they 
Avere. 

13661.  How  do  you  make  that  out  ? — It  Avould 
be  a general  reduction  in  all  coal  brought  by 
raihvay. 

13662.  Do  you  knoAv  that  sea  coal  is  increasing 
again  ? — I do. 

13663.  Why  is  that?  — Because  the  sea 
freights  are  lower.  It  Avould  benefit  the  coal- 
OAvners  in  a certain  district  to  get  their  rates 
reduced  to  London,  as  against  the  sea,  in  that 
particular  district. 

13664.  That  is  the  Avhole  of  the  trade  to 
4 N 4 London? 


656 


MIKUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


6 July  1881.] 


Mr.  Grierson. 


\^Coritinued. 


Mr.  Barnes — continued. 

London?  — My  answer  was  that  no  universal 
reduction  would  be  a benefit  to  them.  Of 
course  it  would  be  so  as  against  the  sea  ; I admit 
that. 

13665.  You  state  that  witnesses  have  come 
forward  voluntarily ; that  you  never  heard  of 
anybody  who  \vould  not  come  forwai’d  to  give 
evidence  before  this  Committee? — A statement 
was  made  by  a gentleman  that  witnesses  would 
not  come  forward  because  they  were  afraid  of  the 
railw'ay  companies. 

13666.  Would  it  surprise  you  if  I tell  you  that 
it  was  with  the  greatest  possible  difficulty  we 
could  induce  one  of  the  coal  owners,  who  was 
raising  1,000,000  tons  a year,  to  appear  before 
this  Committee? — It  would  not  surprise  me  if 
he  had  no  ground  of  complaint. 

13667.  But  he  had  a large  ground  of  com- 
plaint; he  did  come  here?  — I can  only  say  I 
should  have  a great  contempt  for  any  trader  upon 
the  Great  Western  RaiKvay,  if  he  had  any  ground 
of  complaint,  and  was  afraid  to  come  forward  and 
state  it-  I have  a list  of  gentlemen  here  who 
are  willing  to  come  forward  by  and-bye. 

13668.  You  stated  that  your  dividends  had  not 
been  satisfactoi’y  ? — For  a period  of  years  they 
were  not  so. 

13669.  Why  w-as  it  not  so? — Because  they 
were  not  large  enough. 

13670.  Was  not  your  capital  made  too  large 
by  the  mistake  you  made  with  reference  to  the 
gauges  ? — No  doubt  that  increased  the  expense. 

13671.  Did  it  not  increase  it  by  millions? — 
Certainly  not. 

13672.  Who  is  to  pay  for  the  battle  of  the 
gauges,  and  your  change  of  guage  upon  your 
line  ?— The  cost  of  altering  the  gauge  was  not 
a very  large  sum,  and  all  the  cost  of  the  roll- 
ing stock,  and  a great  portion  of  the  expense  was 
taken  out  of  revenue. 

13673.  Do  you  mean  to  say  it  was  no  loss  to 
you,  that  you  could  not  interchange  traffic  with 
any  other  line  for  years  and  years? — I did  not 
refer  to  that. 

13674.  Was  not  that  the  cause  of  your  dividend 
being  so  low  ? — Not  at  all  ; you  are  quite  under 
a misapprehension  in  putting  it  so  high  as 
that,  or  at  millions. 

Mr.  Monk. 

13675.  What  was  the  cost  of  altering  the 
gauge  ?—  I think  the  cost  of  altering  the  gauge 
from  South  Wales  up  to  Swindon,  and  upon  the 
Hereford,  Boss,  and  Gloucester  Bailway,  was 
about  500,000  /.  or  600,000  1. 

Mr.  Craig. 

13676.  Would  that  sum  include  the  expense  of 
the  alterations  of  the  rolling  stock  ? — Yes  ; I am 
told  that  the  total  expense  would  be  about 
530,000  /.,  Including  the  rolling  stock. 

Mr.  Barnes. 

13677.  Is  it  completed  now;  you  have  not 
done  with  the  alterations  of  gauge  yet,  have 
you  ? — The  alteration  is  not  complete  as  yet ; it 
was  a disadvantage  both  to  the  public  and  the 
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company,  therefore  the  gauge  has  been  altered  ; 
but  we  are  narrowed  to  Exeter  and  broad  beyond, 
so  that  when  it  is  narrowed  beyond  Exeter  we 
shall  be  able  to  take  up  about  250  miles  of  line. 

13678.  A complaint  has  been  made  before  this 
Committee,  that  when  railway  companies  get  the 
power  for  an  Act  to  make  lines,  they  sometimes 
do  not  make  them,  and  the  public  consequently 
suffer  ; do  you  know  anything  of  the  kind  ? — I can 
only  sny  I have  no  knowledge  of  any  lines  which 
the  Great  W estern  Company  have  not  made. 

13679.  You  have  completed  all  the  Acts  you 
have  power  for? — The  Severn  Tunnel  is  not 
completed,  but  it  is  being  completed. 

13680.  With  regard  to  the  Neston  Colliery, 
you  were  jointly  -working  there,  were  you  not  ? — 
Yes, 

13681.  Was  not  it  a very  high  handed  pro- 
ceeding upon  the  part  of  the  companies  to  stop 
the  traffic  without  taking  a remedy  in  a court, 
but  taking  the  matter  into  your  own  hands  ? — • 
The  question  was  whether  we  should  be  driven 
to  litigatioii,  or  let  them  carry  their  own  traffic, 
and  we  preferred  not  to  have  litigation. 

13682.  You  preferred  to  take  the  law  in  your 
own  hands  ? — I must  put  it  the  other  way,  they 
took  the  law  into  their  hands  and  would  not  pay  us 
anything;  why  are  we  to  be  driven  to  litigation  be- 
cause parties  choose  to  dictate  what  the  rates  are 
to  be.  They  chose  to  dictate  what  the  rates  were 
to  be,  and  they  said  there  must  be  a reduction 
from  those  rates  for  the  w^aggons,  and  they  actually 
asked  us  to  carry  coal  a distance  of  five  or  six 
miles  for  3 r/.  In  all  my  experience  of  30  years  I 
never  met  with  such  an  unreasonable  thing ; w-e 
never  had  to  take  such  a course  Avith  anybody 
before.  It  is  A ery  undesirable  for  two  parties 
Avho  are  interested  in  trade  to  differ  at  all,  and  Ave 
certainly  had  no  desire  to  differ  Avith  them,  but 
Avhen  we  found  that  they  Avere  impracticable  we 
Avere  bound  to  take  some  course ; Ave  took  legal 
advice,  and  then  Ave  took  that  course  of  Avhich 
you  have  heard.  It  Avas  not  until  after  every 
means  had  been  exhausted  of  bringing  them  to 
reason  that  Ave  took  that  course  ; Ave  gave  them 
due  notice,  even  iioav  they  have  not  yet  even  paid 
their  account. 

13683.  You  spoke  of  a terminal  of  Ad.  a ton 
on  coal,  do  not  you  think  that  a very  extraordinary 
terminal  on  coal? — It  depends  upon  Avhere  it 
is. 

13684.  Even  in  London  you  are  aAvare  that 
that  rate  is  not  charged? — We  alloAv  6 rf.  per 
ton  terminal  to  the  other  companies. 

13685.  Upon  goods? — No,  upon  coals. 

13686.  That  is  Avhei’e  drops  are  used  ? — No, 
where  drops  are  not  used.  I was  asked  Avhat  it 
might  be  uijon  minerals,  and  I said  it  might  be 
3 d.  or  4 r?. 

13687.  Do  not  you  think  that  it  ought  to  be 
done  for  1 d.  ? — If  it  could  be  done  for  1 d.  it 
might  be,  but  I need  not  tell  you  that  you  may 
lay  sidings  on  fiat  ground  and  have  nothing  to  do 
but  to  ballast  it : and  if  you  do  not  require  to  pave, 
you  may  provide  terminal  accommodation  very 
cheapl}"  indeed. 

13688.  With  reference  to  the  question  raised 
by  Mr.  Barclay  as  to  equal  profits;  I do  not 
think  you  quite  understand  one  another;  I 

understand 
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understand  it  in  this  way  ; you  take  four 
collieries,  A,  B,  C,  D;  the  first  is  100,  and  rising 
50  ; that  would  be  250  for  D ; you  should  carry 
each  of  those  at  an  equal  profit  for  each  according 
to  the  mileage ; I am  taking  a train  load,  and 
there  you  have  simply  to  hang  to  and  take  the 
train  load  away,  and  that  each  of  those  distances 
should  be  carried  at  an  equal  profit  per  mile;  do 
you  see  any  objection  to  that? — If  you  did  that, 
of  course  in  many  cases  you  would  exclude  the 
coal  from  the  longer  distances. 

13689.  Under  your  present  system  you  give 
D a preference  over  A,  do  you  not? — No;  you 
enable  the  collieries  further  off  to  do  the  business 
which  they  are  not  otherwise  able  to  do. 

13690.  And  you  take  away  from  A its 
geopraphical  position,  do  you  not? — As  I said 
before,  many  of  the  complaints  which  have  been 
made  before  this  Committee  are  from  the  desire 
of  individual  parties  to  be  placed  in  a better 
position  than  others. 

13691.  But  do  not  you  think  that  is  creating 
a false  position  ? — I do  not  think  so ; I should 
think,  taking  the  country  generally,  that  it  has 
been  beneficial. 

13692.  Do  not  you  think  that  every  town  and 
district  should  be  allowed  its  geographical  position, 
and  that  railway  companies  should  not  be  allowed 
to  take  it  away  from  them  ? — It  is  not  the  rail- 
way companies  that  take  it  away  from  them;  the 
railway  companies  might  derive  the  same  amount 
of  gross  profit  probably  from  the  trade,  even 
sujiposing  the  further  colliery  did  not  come  in. 

13693.  That  is  a question  of  equal  profit  then  ? 
— If  it  were  decided  that  any  scale  of  that  kind 
were  to  apply,  I do  not  think  it  would  seriously 
affect  the  railway  ; but  it  would  seriously  affect 
the  trade. 

13694.  Do  not  you  think  that  you  are  giving  a 
bonus  to  other  places,  that  you  are  taking  away 
the  geographical  position  of  A,  B,  and  C,  and 
giving  D the  preference  ? — You  do  not  allow  A, 
B,  and  C to  get  the  whole  benefit  of  the  market, 
and  that  underlies  chiefly  the  complaints  that  are 
made. 

13695.  Then  you  might  bring  in  the  collieries 
from  Ayrshire  ? — It  is  simply  a question  of  prin- 
ciple. 
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13696.  Is  it  not  practically  giving  a bonus  to 
D at  the  expense  of  A ? — It  enables  D to  com- 
pete ; but  1 do  not  see  that  it  gives  him  a bonus. 

13697.  He  could  not  get  to  the  market  with- 
out ? — He  could  not  get  there  unless  you  put  him 
in  a position  to  compete  ; but  it  simply  amounts 
to  this,  that  you  enable  him  to  compete  with  A, 
B,  and  C. 

13698.  You  deprive  him  of  a position  for  which 
he  has  paid  a large  sum  to  his  lessors  to  enable 
him  to  carry  on? — No  collieries  have  been  started 
of  late  years  without  knowing  the  condition  of 
circumstances  around  them. 

13699.  But  many  collieries  have  been  started 
more  than  40  years  ago  ? — Parliament,  in  1845, 
enabled  the  railway  companies  to  vary  the 
rates,  so  that  that  possibility  has  been  known  all 
that  time.  I could  not  expect  to  satisfy  the 
nearest  colliery  proprietor  that  any  rate  was 
satisfactory  which  did  not  give  him  a benefit. 

13700.  Do  not  you  think  it  would  be  fairer 
that  you  should  make  an  equal  profit  out  of  D 
and  A ? — That  is  putting  it,  in  other  words,  in 
this  way  ; would  it  not  be  reasonable  to  exclude 
D from  coming  into  the  market.  It  means  that 
or  nothing. 

13701.  Then  your  view  is  that  A’s  geogra- 
phical position  should  be  taken  away  ? — I do  not 
say  that. 

Chairman. 

13702.  D’s  geographical  position  is  to  be  im- 
proved?— I think,  clearly  in  the  Interest  of  the 
jiublic  and  the  consumer,  it  is  desirable  that,  if 
possible,  D should  be  allowed  to  come  into  the 
market  at  the  price  at  which  he  can  make  a 
profit. 

Mr.  Barnes, 

13703.  Do  not  you  know  that  that  is  contrary 
to  the  law  as  it  stands ; I refer  to  the  Denaby 
Main  case  ? — I’hat  was  a question  of  grouping. 
Under  that  decision  there  is  no  difficulty  in  any 
colliery  proprietor  in  the  position  of  A prevent- 
ing the  railway  companies  from  doing  what  you 
complain  of. 
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Mr.  Monk. 

13704.  May  I take  it  that  you  are  not  pre- 
pared to  lay  down  any  principle  upon  which  rates 
should  he  fixed  ? — Not  any  principle  of  mileage, 
if  that  is  what  you  refer  to. 

13705.  Nor  any  definite  principle  upon  which 
rates  should  be  fixed  generally  throughout  the 
country  ? — I am  not  prepared  to  lay  down  any 
other  principle  than  what  has  been  the  practice 
hitherto,  but  I do  not  say  tliat  in  the  mere  in- 
terest of  the  railway  companies  : I mean  that 
the  effect  of  any  alteration  in  their  system 
W'ould,  I think,  be  very  hurtful,  and  in  some 
cases  I think  I might  even  say  disastrous. 

13706.  Are  you  aware,  as  has  been  already 
stated,  that  the  Railway  and  Canal  Traffic  Act 
of  1873  provides  that  there  shall  be  no  undue  or 
unreasonable  prejudice  or  preference  given  by 
any  railway  company  ? — That  is  the  Act  of  1854, 
as  embodied  in  the  Act  of  1873. 

13707.  Do  you  consider  that  those  conditions 
are  observed  generally  by  the  Great  AYestern 
Railway  Company  ? — I do. 

13708.  Plow  would  you  interpret  the  words 
“ undue”  or  “ unreasonable  ” ? — Supposing  the 
Great  Western  Railway  Comjiany  were  to  give  a 
certain  rate  between,  say,  London  and  Gloucester 
to  one  person,  and  not  to  give  the  same  rate  to 
another  ; I should  say  that  was  “ undue  ” pre- 
ference. 

13709.  Would  you  agree  with  what  has  been 
stated  by  several  of  the  wdtnesses,  that  all  per- 
sons should  be  treated  alike  under  the  same 
conditions  ? — Clearly. 

13710.  Then  I may  take  it  also  that  you 
object  to  a uniform  scale  of  rates?  — That  is, 
practically,  a mileage  scale ; I do  object  to 
that.  If  the  raihvay  companies  had  been 
worked  on  the  principle  of  the  clause  in  the 
Act  of  1835,  I have  no  doubt  that  trade  would 
have  grown  up  even  under  that  clause ; but  the 
alteration  of  1845  has  made  such  an  enormous 
difl’erence  that  to  go  back  now  to  the  clause  of 


Mr.  Monk — continued. 

the  Act  of  1835,  would,  as  I have  stated,  be  very 
disastrous  in  many  cases. 

13711.  I think  it  is  generally  admitted  that  it 
would  be  uttei’ly  impossible  to  have  recuri-ence 
now  to  a mileage  rate  ? — AYe  sometimes  hear 
some  well  disposed  theorists  bring  it  forward 
because  it  would  be  very  simple  ; and  if  it  could 
be  carried  out  it  would  be  very  much  easier  for 
that  reason ; but  I do  not  think  practical  men 
would  support  it. 

13712.  The  Committee  would  be  glad  to  learn 
whether,  in  your  opinion,  the  rates  ought  to  be 
regulated  by  any  other  authority  than  that  of 
the  railway  dii'ectors,  under  the  powers  of  their 
Acts? — I consider  that  no  other  authority  ought 
to  interfere  between  the  railway  companies  and 
the  public,  in  fixing  their  rates  within  the 
maximum. 

13713.  You  mean  within  their  Parliamentary 
maximum? — Yes;  allow"  me  upon  that  again  to 
read  a pai'agraph  of  the  Report  of  the  Joint 
Committee  of  1872.  “In  the  second  place  the 
proposal  to  limit  dividend  implies  that  the 
authority  to  whicli  revision  is  committed  is  to 
judge  what  rates  W"ill  enable  the  company  to 
make  the  given  dividend  on  a given  capital. 
This  is  a function  which  no  Government  depart- 
ment ought  to  undertake.  It  involves  the 
necessity  of  determining  what  are  the  proper 
expenses  of  the  companies,  and  what  economies 
they  cart  practise.  These  are  matters  wdiich  re- 
quire the  knowledge,  skill  and  experience  of  the 
managers  themselves,  and  any  attempt  on  the 
2)art  of  any  Government  department  to  do  it  for 
them  is  impossible,  unless  the  agents  of  the 
Government  were  to  undertake  an  amount  of  in- 
terference with  the  internal  concerns  of  the 
companies,  wdiich  is  neither  desirable  nor  practi- 
cable.” Then  in  page  51  of  the  same  Report 
there  are  two  conclusions  wdiich  are  very  brief, 
which  I might  also  read ; one  is,  “It  is  im- 
practicable to  establish  any  standard  for  the 
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Mr.  Monk — continued. 

revision  of  rates  and  fares  founded  on  cost  and 
profit,”  and  the  next  is  “ Periodical  revision  of 
rates  and  fares  is  impracticable  without  some 
standard  for  revision.”  First  of  all  the  Report 
says,  it  is  impossible  to  lay  down  a standard,  and 
then  it  says,  that  revision  is  impossible  without 
a standard.  The  pamphlet  from  which  I have 
(1  noted  these  paragraphs  is  written  by  a very  able 
railway  solicitor,  Mr.  Carter.  I will  follow  up 
the  quotations  I have  read  from  the  Report  of 
the  Joint  Committee  of  1872,  by  reading  an  ex- 
tract from  a speech  by  Mr.  Chichester  Fortescue, 
who  as  the  Committee  will  remember  was  the 
President  of  the  Board  of  Trade  at  the  time  ; he 
says,  “ There  was  the  question  whether  tliere 
should  not  be  reserved  the  power  of  periodical 
revision  (uf  rates)  by  some  public  authority. 
There  was  the  question  whether  the  unlimited 
power  of  varying  their  charges  to  the  public, 
which  railway  companies  now  used  certainly  with 
crreat  freedom,  and  in  a manner  which  led  to 
complaint  and  sometimes  to  suspicion,  ought  not 
to  be  limited ; and  whether  the  system  of  equal 
mileasre  rates  according  to  distance  should  not  be 
imposed  upon  companies.”  These  were  strongly 
urged  before  the  Committee.  They  were  very 
carefully  considered,  and  in  all  these  three  cases 
the  Committee  came  to  the  conclusion  unani- 
mously that  they  were  not  conditions  which  it 
was  either  practicable  or  for  the  public  interest 
to  impose  on  railway  companies. 

Mr.  Barclay. 

13714.  Where  and  when  did  Lord  Caidingford 
make  that  speech  ? — You  will  find  it  in  Hansard, 
10th  February  1873,  p.  712.  I may  also  per- 
haps be  permitted  to  read  a few  words  written 
by  Mr.  Carter  himself  on  page  14  of  the  pamphlet. 
He  says,  “ It  is  not  possible  that  the  affairs  of  a 
great  railway  company  can  be  conducted  by  its 
responsible  directors  and  managers  with  the 
faintest  hope  of  success,  if  a superior  and  irre- 
sponsible authority  has  the  power  of  revising 
the  rates.  Such  a division  of  authority  must  in- 
evitably paralyse  everything  like  independent 
action.  The  fixing  of  the  rates  is  itself  a chief 
part  of  the  management  of  a railway. 

Mr.  Monk. 

13715.  We  can  take  that,  of  course,  for  what 
it  is  worth,  Mr.  Carter  was  the  solicitor  for  the 
Midland  Railway  Company,  was  he  not? — He 
had  been ; he  was  retired  at  the  time. 

13716.  You  agree  entirely  with  what  Lord 
Carlingford  and  Mr.  Carter  said  upon  the  subject 
of  the  revision  of  rates? — As  i-egards  what  I have 
just  read,  I do. 

13717.  I think  you  have  drawn  a parallel 
between  the  case  of  railways  as  they  now  exist, 
and  canal  companies  before  railways  came  into 
existence ; has  it  not  occurred  to  you  that  the 
condition  of  canals,  before  the  existence  of  rail- 
ways, was  very  different  to  that  of  railways  of 
the  pi’esent  day  ? — It  was  quite  different ; I did 
not  intend  to  draw  an  actual  comparison ; I re- 
ferred to  the  powers  which  were  given  to  canal 
companies  with  regard  to  the  tolls,  showing  that 
the  tolls  were  varied  upon  the  more  valuable 
0.54. 
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articles,  although  no  further  service  was  per- 
formed upon  them. 

13718.  Practically,  have  not  the  railways  a 
monopoly  of  the  cari'ying  trade  ? — Of  course  the 
great  bulk  of  the  trade  of  the  country  for  long 
distances  is  carried  by  railway,  but  there  are 
cases  in  which  a portion  of  the  trade  of  the 
country  is  still  carried  upon  canals. 

13719.  Have  not  the  railway  companies  a 
great  interest  in  those  canals  ? — Not  in  all  of 
them. 

13720.  Have  not  the  railway  companies  pur- 
chased many  of  them  ? — In  many  cases  they  were 
forced  to  purchase  them;  the  Great  Western 
Company  are  the  possessors  of  several  of  the 
canals  which  Parliament  forced  them  to  purchase 
when  they  obtained  power  to  construct  their 
railways. 

13721.  Under  your  Acts  are  not  the  railway 
companies  bound  to  provide  waggons  for  the 
conveyance  of  the  traffic  ? — ■!  do  not  understand 
it  to  be  so ; we  are  at  liberty  to  do  so. 

13(722.  But  you  are  not  bound  to  provide 
waggons  for  forwarding  traffic  ? — I do  not  know 
of  any  clause  which  compels  railway  companies 
to  provide  waggons  ; there  may  be  some  cases  in 
which  the  railway  companies  have  to  do  so  ; but 
generally  I should  say  not. 

13723.  Are  you  bound  to  provide  stations  and 
sidings  for  them,  whether  they  belong  to  you  or 
belong  to  the  traders  ? — There  is  no  clause  that 
I know  of  which  requires  railway  companies  to 
do  so,  but  as  a fact,  they  do  it. 

13724.  Do  you  admit  that  Parliament  is  per- 
fectly justified  in  imposing  upon  railway  com- 
panies the  obligation  of  erecting  stations  and 
sheds,  and  providing  the  requisite  accommodation 
for  carrying  traffic  ? — I admit  the  power  of 
Parliament  to  do  anything,  but  I assume  that 
Parliament  will  not  break  its  contract  with  the 
railway  companies,  especially  when  the  railway 
companies  have  fairly  carriedout  the  objectforand 
upon  which  they  Avere  authorised  to  construct  the 
ways ; I know  of  vei’y  few  cases  in  Avhich  any 
good  grounds  of  complaint  can  be  found  against 
railway  companies  for  not  providing  stations  or 
sidings. 

13725.  With  regard  to  terminal  charges,  would 
you  approve  of  fixed  terminal  charges  for  the 
different  classes  of  goods? — I Avould  approve  of  a 
fixed  sum  for  terminals  for  simplicity,  and  only 
for  simplicity ; I would  prefer  our  present 
position  as  a matter  of  equity  both  to  the  public 
and  to  the  railway  companies;  that  is  to  say  that 
when  a station  is  not  costly  the  charge  will  be 
smaller,  and  that  when  the  station  was  costly  and 
the  service  expensive  the  charge  should  be 
higher,  but  there  is  no  doubt  much  to  be  said  in 
favour  of  a fixed  terminal  for  simplicity. 

13726.  Do  you  approve  of  Section  15  of  the 
Railway  and  Canal  Traffic  Act,  which  gives  the 
Railway  Commissionei's  powers  to  fix  terminal 
charges  ? — There  can  be  no  objection  Avhatever  to 
a tribunal  settling  that  point  if  it  is  disputed;  we 
never  object  to  that ; Ave  cannot  expect  that  the 
raihvay  companies  are  to  say  what  is  a reasonable 
sum  themselves. 

13727.  1 dare  say  you  are  aAvare  that  the 
Bristol  traders  have  raised  from  time  to  time 
complaints  against  the  charges  made  for  the  con- 
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veyance  of  goods  upon  the  Great  Western  Rail- 
way ; do  you  admit  that  the  Bristol  traders  have 
gi'ounds  for  their  complaints  that  higher  rates  are 
charged  for  goods  sent  to  Bristol  than  to  other 
places  on  the  line  ? — I think  I only  know  of  one 
communication  that  was  received  from  Bristol  upon 
the  subject  of  its  rates,  and  there  I certainly  fail 
to  see  any  grounds  of  complaint  ; I was  in  expec- 
tation that  some  gentleman  from  Bristol  would 
have  ap])eared  here  in  order  that  questions  might 
have  been  asked  upon  that  complaint ; I should 
be  very  glad,  if  any  questions  were  put  to  me 
now,  to  answer  them. 

13728.  Are  you  aware  that  higher  charges  are 
made  to  Bristol  than,  say,  to  Exeter? — From 
certain  places. 

13729.  Upon  the  Great  Western  Kailway? — 
You  must  take  a starting  point  before  i can 
answer  that  question. 

13730.  Say  from  London,  and  I will  go  further 
than  Exeter,  say,  to  Plymouth? — I could  not  say 
that  the  rates  generally  are  lower  to  Plymouth 
than  they  are  to  Exeter. 

13731.  Evidence  was  given  the  other  day  that, 
owing  to  the  sea  carriage,  the  rates  were  lower  to 
Plymouth  than  they  were  to  other  parts  of  the 
line,  which  were  at  a shorter  distance  ? — The 
comparison  was  London  and  Swansea  and  Lon- 
don and  Plymouth  ; I do  not  think  Bristol  was 
mentioned,  nor  do  I think  Bristol  has  ever  made 
such  a complaint. 

13732.  Complaint  has  been  made  of  the  rate  on 
drapery  goods  to  Bristol,  and  it  was  stated  that 
the  rate  was  47  per  cent,  against  Bristol,  in  com- 
parison with  the  rates  for  a similar  distance  upon 
the  London  and  North  W estern  Kailway ; are 
you  aware  of  any  such  discrepancy  ? — I could 
not  admit  anything  of  the  kind.  A statement 
was  sent  up  by  a gentleman  who  is  president  of 
the  Chamber  of  Commerce  in  Bristol,  Mr.  Wills, 
in  which  he  made  some  calculations,  but  they 
were  founded  upon  inaccurate  distances,  and  also 
some  inaccuracies  in  the  rates ; for  instance, 
he  has  in  his  table  the  distance  from  London  to 
Leeds  as  225  miles;  it  is  really  185.  From 
London  to  Cambridge  he  has  taken  the  distance 
as  92.^  miles;  it  ought  to  be  54. 

13733.  Then  you  dispute  the  accuracy  of  the 
figures  ? — It  was  answered  at  the  time,  but  if  the 
gentleman  had  come  up  himself,  and  tried  to 
prove  his  paper,  it  would  have  been  better.  Our 
interest  is  to  do  everything  we  can  for  Bristol ; it  is 
a very  important  place  for  the  Great  Western 
Kail  way,  second  only  to  London,  and  the  people 
in  Bi-istol  do  not  feel  more  interest  in  it  than  we 
do. 

13734.  Do  you  consider  that  the  word  “facili- 
ties,” in  the  Kailway  and  Canal  Traffic  Act,  1873, 
Includes  structural  works? — I do  not. 

13735.  Can  you  define  the  meaning  of  the  word 
“facilities  ”? — It  would  be  difficult  for  me  to  do 
that  ; I should  not  like  to  put  myself  forward  as 
the  jjerson  to  do  that,  but  I think  that  no  person 
who  has  read  all  the  evidence  which  was  given 
before  Mr.  Cardwell’s  Committee  will  rise  from 
that  perusal  with  the  impression  that  the  Com- 
mittee ever  intended  that  “ facilities  ” should  in- 
clude structural  works.  I know  some  of  the  cases 
which  went  before  the  Committee,  and  upon 
which  the  legislation  of  1854  was  based;  they 
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Avere  within  my  knowledge  at  the  time.  I have, 
since  the  Committee  sat,  read  through  a great 
portion  of  the  evidence  to  see  whether  any  such 
construction  could  be  put  iq»on  it,  and  I do  not 
hesitate  to  say  that  if  the  book  Avas  put  into  the 
hands  of  an  impartial  person,  he  could  not  come 
to  such  a conclusion. 

13736.  And  you  object,  I understand,  to  such 
an  interpretation  being  given  to  the  word 
“facilities”  in  any  future  legislation? — I would 
A^ery  strongly  ; it  is  giving  the  power  of  forcing 
a raihvay  company  to  expend  capital  Avhich  cer- 
tainly Avas  never  contemplated. 

13737.  I think  you  admitted,  if  not  you  Avill 
correct  me,  that  the  maximum  rates  have  been 
exceeded  to  some  extent  in  classes  4 and  5 : do  you 
admit  that? — Of  course,  I only  speak  for  the 
Great  Western  Kailway  Company ; I consider 
they  are  not  exeeeded  if  you  make  a reasonable 
allowance  for  the  higher  class  of  goods  requiring 
more  accommodation  and  more  expensiA'e  services, 
greater  risk,  and  so  on,  which  ought  to  be  com- 
pensated for  by  these  higher  rates.  I may  tell 
you  that  some  of  the  measurements  that  we  have 
made  of  the  goods  since  this  Committee  has  been 
sitting,  shoAv  that  some  of  the  lighter  goods  o-q 
800  to  1,000  feet  to  the  ton,  and  therefore  you 
can  easily  understand  that  Ave  could  not  provide 
the  accommodation,  or  perform  the  services  at 
anything  like  the  prices  Ave  charge  upon  ordinary 
goods. 

13738.  You  charge  for  all  your  goods  by 
weight? — Yes,  by  weight ; but  after  all  I assure 
the  Committee  that  that  is  a very  immaterial 
matter  ; it  Avould  be  very  undesirable  that  the 
Committee  should  be  led  off  on  a small  point  like 
that,  even  supposing  there  w^ere  a small  OA^er- 
charge  on  the  4th  and  5th  class  traffic,  because 
upon  the  Great  Western  Kailway  the  4th  and 
5th  class  traffic  only  amounted  to  Ij  per  cent, 
ujion  the  gross  traffic. 

13739.  If  a raihvay  has  exceeded  in  any  class 
the  maximum  rates  allowed  by  its  Act,  do  you 
think  the  public  Avould  have  full  confidence  in 
the  raihvay  fixing  its  own  charges  Avithout  some 
supervision  by  an  independent  authority  ? — The 
Kailway  Commissioners  can  determine  the 
amount  of  terminals,  and  the  county  court  judge 
could  settle  a question  of  overcharge. 

13740.  I wish  to  ask  you  a question  or  tivo 
about  canals  ; can  you  explain  to  me  the 
present  condition  of  the  Avon  navigation  ; does  it 
belong  to  the  Great  Western  Kailway  Company  ? 
— It  does  not  belong  to  the  Great  Western  Kail- 
way Company,  and  ncA^er  did  belong  to  them. 

13741.  Didnotthe  Great  WesternCompany  take 
it  over  with  the  Oxford,  Worcester,  and  Wolver- 
hampton Kuilway,  at  the  time  of  the  West  Mid- 
land amalgamation  ? — The  Oxford  and  Worcester 
Company,  a great  many  years  ago,  allowed  the 
manager  of  the  Stratford-on-Avon  Canal  to  make 
some  arrangement  for  keejiing  the  Avon  naviga- 
tion open,  and  that  was  the  jiosition  of  matters 
Avhen  Ave  took  it  over  in  1863. 

13742.  Was  that  INIr.  Broughton?  — Mr. 
Broughton  was  not  connected  with  it  at  the  time 
the  amalgamation  took  place,  but  that  A\'as  the 
name  of  the  gentleman ; they  allowed  him  to 
make  some  arrangement  for  the  purpose  of  keep- 
ing the  navigation  open,  with  the  vicAv  of  allowino- 
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the  traffic  over  the  navigation  to  pass  to  and  from 
to  the  river. 

13743.  Did  not  the  Great  Western  Railvpay 
Company  then  acquire  any  rights  over  the  Avon 
navigation  ? — I stated  what  was  the  position  of 
the  matter  when  we  took  over  the  Oxford,  Wor- 
cester, and  Wolverhampton  Kail  way. 

13744.  Will  you  explain  the  present  position 
of  the  navigation  ? — I cannot ; although  the 
Great  Western  Railway  Company  were  under 
no  liability  to  keep  open  the  navigation,  they 
were  quite  willing  to  have  borne  a portion  of  the 
cost  to  keep  it  open,  but  the  local  parties  would 
net  join  them  in  it.  Some  of  the  local  parties 
applied  to  the  Railway  Commissioners  to  compel 
the  Great  Western  Railway  Company  to  keep 
the  navigation  open,  but  the  Railway  Commis- 
sioners found  that  there  was  no  liability  of  any 
kind  upon  the  Great  Western  Company  to  do  so, 
but  still  they  made  us  pay  half  the  cost  of  the 
application;  what  the  Oxford  and  Worcester  had 
done,  and  what  the  Great  Western  Company  for 
a time  continued,  was  a voluntary  act,  and  not 
one  that  they  were  bound  to  do  at  all. 

13745.  Could  you  tell  us  in  whom  the  legal 
estate  is  now  vested  ? — I do  not  know. 

13746.  Does  not  the  Great  Western  Company 
exercise  rights  of  ownership  over  that  navigation? 
— Their  manager  collected  the  tolls  upon  it  for 
the  purpose  of  assisting  to  keep  up  the  naviga- 
tion, but  not  for  their  own  benefit ; the  Great 
Western  Company  never  received  a farthing  that 
way. 

13747.  Is  not  a portion  of  the  Avon  Canal  now 
unnavlgable  ? — I am  told  that  a portion  of  it  has 
been  kept  open  by  local  parties  interested ; but 
not  by  the  Great  Western  Railway  Company. 
I may  say,  with  respect  to  the  Stratford-on-Avon 
Canal,  that  on  the  first  of  this  month  we  had  a 
communication  from  a trader  to  say  that  a 
portion  of  the  canal  was  not  up  to  its  full  depth  ; 
that  is  the  only  communication  that  I know  of 
that  we  have  received  upon  the  subject. 

13748.  Do  you  Intend  to  take  any  action  upon 
the  matter? — Certainly,  if  there  is  any  ground 
for  it.  That  communication  was  received  from  a 
gentleman  who  gave  evidence  here ; as  soon  as 
he  returned  home  he  wrote  the  letter. 

13749.  Do  you  know  any  cases  of  canals  being 
abandoned  in  connection  with  the  Great  W estern 
Railway  Company  ? — I know  of  one  where  we 
applied  for  Parliamentary  power  to  construct  a 
raihvay,  and  to  use  the  bed  of  the  canal,  or  a 
portion  of  the  bed  of  the  canal,  for  the  construc- 
tion of  the  railway. 

13750.  Do  you  allude  to  the  Hereford  and 
Gloucester  Canal? — I do. 

13751.  Have  you  obtained  Parliamentary 
power  for  that  ? — Yes,  that  canal  was  useless  as 
a canal. 

13752.  Is  that  canal  dry  now? — No,  it  is  not 
dry  yet. 

13753.  But  it  is  not  kept  open  by  the  Great 
Western  Railway  Company,  is  it  ? — It  has  been 
kept  open  from  the  time  it  came  into  our  posses- 
sion up  to  the  present  time.  The  fact  is,  that 
there  was  not  enough  traffic  upon  it  to  pay  for 
the  maintenance  of  the  canal,  and  the  canal  was 
sold  to  the  Great  Western  Company  with  the 
view  of  utilising  it  for  the  construction  of  a railway. 
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13754.  Does  that  canal  now  belong  absolutely 
to  the  Great  Western  Railway  Company? — It 
does,  and  under  special  Parliamentary  authority 
the  canal  will  be  closed,  and  the  railway  con- 
structed instead ; in  fact,  the  railway  is  under 
construction  at  the  present  moment.  I know  of 
no  canal  upon  which  there  was  any  traffic,  being 
closed  ; but  here  the  traffic  which  had  existed, 
was  diverted  to  the  Hereford,  Ross,  and  Glou- 
cester Railway  ; I think  the  tolls  on  it  only 
amounted  to  2,000  1.  a year. 

13755.  Does  the  closing  of  that  canal  interfere 
with  the  general  navigation  of  the  country  ? — 
Certainly  not ; it  was  a canal  which  ended  at 
Hereford,  and  afforded  no  through  communication 
whatever. 

13756.  The  canal  entered  the  Severn  some- 
where about  Gloucester,  did  it  not  ? — It  did. 

13757.  Is  there  no  canal  navigation  beyond 
Hereford? — That  was  the  terminus;  iipon  a 
portion  of  the  canal  there  was  no  navigation  at 
all ; the  receipts  upon  that  canal,  of  about  30  or 
40  miles  in  length,  were,  as  I have  stated,  about 
2,000  1.  a year. 

13758.  May  I ask  what  is  the  rate  for  the  con- 
veyance of  coal  upon  the  Great  Western  system  ? 
— It  varies  very  much  indeed,  according  to  dis- 
tricts and  distance. 

13759.  According  to  distance  I am  aware  that 
the  rate  varies  ; but  does  it  vary  according  to  the 
districts  too? — Yes,  if  you  will  name  any  2)ar- 
ticular  district  I will  be  able  to  answer  you. 

13760.  There  is  no  general  charge,  I believe  ? 
— No,  we  carry  at  from  W d.  a ton  per  mile  down 
to  less  than  \ d.  so  that  the  rate  varies  con- 
siderably. 

13761.  Does  that  variation  depend  principally 
upon  the  distance  or  principally  upon  the  district, 
and  the  gradients,  and  so  on,  of  tlie  railway? — It 
depends  partly  upon  both  ; of  course,  coal  could 
not  bear  l^d.  per  ton  per  mile  for  a very  long 
distance. 

13762.  Do  you  make  the  same  charge  for  ter- 
minals on  coal  throughout  the  line ; have  you 
any  general  charge  for  terminals  ? — Not  abso- 
lutely; the  scale  of  tolls  in  the  Acts  of  Parlia- 
ment varies  considerably  over  our  system  ; but 
whatever  our  power  is,  we  must  consider  wdiat 
the  traffic  will  bear. 

13763.  AYould  it  not  be  possible  for  you  to  fix 
an  unvarying  rate  for  terminals  ? — It  would  be 
possible  to  fix  it,  but  it  would  not  be  always 
possible  to  collect  it. 

13764.  You  think  it  would  not  be  fair? — In 
many  cases  the  traffic  would  not  bear  the 
charge. 

13765.  Has  the  charge  increased  in  the  last 
20  years  on  the  Great  Western  system  ? — I think 
not. 

13766.  Have  you  any  agreement  with  the 
Ruabon  Colliery  Company  ? — No,  we  have  no 
agreement  with  any  company  or  person ; but  I 
must  make  one  exception  to  that  in  respect  to  a 
railway  which  the  Great  Western  Railway 
amalgamated  with  last  year  ; that  was  the  Mon- 
mouthshire Railway.  They  had  a special  agree- 
•ment  with  the  Ebbw  Vale  Company,  and  of 
course  we  have  inherited  that,  but  otherwise  the 
Great  Western  Company  have  no  agreements 
with  any  person  or  company. 
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13767.  Is  no  preference  shown  by  the  Great 
Western  Company  to  the  Ruabon  coals  ? — None 
whatever  to  any  pei’son  or  company. 

13768.  And  there  is  no  contract  existing? — 
None  whatever. 

13769.  I have  only  one  other  question  to  ask 
yon  ; can  yon  suggest  any  other  tribunal  which 
would  be  more  satisfactory  intheojiinionofrailway 
companies  than  the  Court  of  the  Railway  Com- 
missioners ?• — There  is  one  suggestion  in  the 
paper  presented  to  the  Board  of  Trade,  which  I 
have  already  handed  in. 

13770.  I gather  from  that  that  you  would 
rather  have  one  judge? — I think  the  raihvay 
companies  are  unanimous  upon  that  jioint. 

13771.  You  would  rather  have  one  judge 
instead  of  three  commissioners? — That  is  the 
02)inIon  of  the  railway  companies. 

13772.  You  do  not  desire  to  have  a com- 
missioner versed  in  railway  matters? — The  rail- 
way companies  would  be  perfectly  satisfied  with 
the  position  of  having  one  judge  with  the  power 
of  appeal. 

Mr.  O'  Sullivan. 

13773.  Could  you  tell  me  upon  what  principle 
the  rates  for  heavy  goods  are  generally  classi- 
fied ? — First  if  the  goods  are  undamageable  and 
of  low  value,  and  carried  in  large  quantities,  they 
wmuld  go  in  the  lower  class. 

13774.  I suppose  you  take  into  account  the 
risk,  the  bulk,  and  the  value  ? — Yes. 

13775.  If  you  go  by  the  risk,  the  bulk,  and  the 
value,  how  do  you  reconcile  that  with  the  fact 
that  you  have  in  the  same  class  refined  sugar  worth 
about  from  30  1.  to  32  1.  a ton,  which  you  admit 
is  subject  to  a good  deal  of  risk  in  handling, 
and  you  have  also  porter  and  ale,  ■which  is  not 
worth  half  the  amount  ? — I do  not  mean  to  say 
that  the  classification  is  framed  in  such  a way  as 
to  place  every  article  according  to  its  value:  but 
in  the  case  of  sugar  in  casks,  which  you  refer  to, 
it  is  carried  quite  as  easily,  except  that  the  casks 
are  rather  larger  than  ale  casks  and  require 
cranage. 

13776.  If  I know  the  trade,  a cask  of  sugar  is 
generally  from  14  to  15  cwt.,  wdiile  casks  of 
porter  and  ale  vary  from  2 to  5 cwt. ; how  do 
you  reconcile  that  in  the  case  of  a country  station, 
■where  you  have  only  two  or  three  porters,  with 
goods  as  heavy  to  handle  as  15  or  16  cwt.  casks 
of  sugar  as  compared  ■with  casks  of  porter  and 
ale  at  the  same  charge  ? — I need  hardly  say  that 
it  would  be  utterly  impossible  to  frame  a classifi- 
cation which  would  meet  every  circumstance  and 
the  value  of  every  article  ; like  everything  human, 
it  is  open  to  objections  and  anomalies,  no  doubt. 

13777.  But  these  goods  are  generally  sold  by 
the  same  class  of  persons,  and  I want  to  know 
how  it  is  ) oil  have  arrived  at  the  decision  of 
charging  so  much  for  au  article  which  is  not  half 
the  value  ? — If  you  ask  the  sugar  refiners  you 
will  be  told  that  they  make  little  profit ; thegrocers 
will  often  tell  you  that  they  make  no  profit  on 
sugar  but  you  never  hear  the  people  who  sell  the 
ale  tell  you  that  they  make  no  profit. 

13778.  What  do  you  charge  for  Irish  bacon* 
from  Dublin  to  London  ?— Twenty-eight  shillings 
and  fourpence. 


Mr.  S'  OuUivan — eontinued. 

13779.  What  do  you  charge  for  American 
bacon  from  Liverpool  to  London? — Twenty- five 
shillings. 

13780.  AVhat  is  the  difference  in  mileage 
between  the  two? — By  railway,  via  Holyhead,  I 
suppose  it  would  be  perhaps  60  miles  further  and 
70  by  water  ; I think  it  is  120  miles  to  Liver- 
pool from  Dublin  if  it  goes  by  w'ater. 

13781.  What  do  you  charge  for  fresh  meat 
from  Dublin  to  London  ? — If  any  is  carried,  the 
London  and  North  Western  Company  would 
carry  it ; the  Great  Western  Company  w'ould 
not  generally  carry  it. 

13782.  But  you  carry  some  of  it  also,  do  you 
not? — We  carry  all  we  can  get. 

13783.  Do  you  give  the  owners  of  low  class 
goods  all  the  privileges  of  doing  the  loading  and 
unloading  at  both  ends  ; both  the  receiving  and 
the  sending  stations  ? — Yes,  on  the  low  class  of 
goods. 

13784.  Where  they  do  this  labour  do  you 
make  them  any  allowance  off  the  ordinary  charge 
for  so  doing? — No,  we  fix  the  rales  with  the 
statement  that  it  is  a station  to  station  rate,  exclu- 
sive of  loading  and  unloading,  so  that  no  allowance 
has  to  be  made. 

13785.  In  some  cases  where  you  find  the 
parties  do  not  load  and  unload,  do  they  get  it  at 
the  same  charge  as  those  who  load  and  unload  ? 
— No,  in  that  case  the  charge  is  made  for  loading 
and  unloading. 

13786.  Is  a charge  made  for  that? — If  the 
company  do  the  service  they  would  make  a 
charge. 

13787.  Have  you  two  classes  of  rates? — No, 
we  have  not  two  classes  of  rates,  but  in  the  case 
you  mention  the  rate  is  exclusive  of  loading  and 
unloading,  so  that  instead  of  being  a deduction 
if  the  service  is  not  performed,  there  is  an  addi- 
tion for  performing  the  service. 

13788.  How  do  they  make  the  charge  for  the 
conveyance  of  newspapers  and  periodicals  on 
your  line  ? — It  is  according  to  a scale  which  is  in 
our  published  table.  This  is  the  London  and 
North  Western  Company’s  scale,  and  I dare  say 
we  are  both  the  same  : not  exceeding  50  miles, 
1 lb.,  1 d. ; 3 lbs.,  2d.-,  6 lbs.,  3d.;  12  lbs.,  4 d.  ; 
varying  up  to  300  miles;  and  then  the  charge  is, 
lib.,  5f/. ; 3lbs.,  7d. ; 6lbs.,  9d. ; 12  lbs.,  lid. 

13789.  Is  that  the  rate  by  ordinary  trains,  or 
by  the  special  trains  which  are  sent  in  the  morn- 
ing ? — That  is  the  rate  by  any  passenger  train 
by  which  you  choose  to  send  them ; but  they 
would  generally  go  to  Ireland  by  the  London  and 
North  Western  Railway  7.15  train. 

13790.  We  have  had  evidence  before  us  that 
many  railway  companies  charge  less  for  the  car- 
riage of  Roods  to  a long-distance  station  than  they 
do  to  a station  50  or  60  miles  nearer;  what  is  the 
cause  of  that? — In  any  case  that  I am  aware  of 
it  arises  from  a competition  with  the  sea,  if  it  is 
in  England  that  you  refer  to. 

13791.  It  is  ill  England  that  I refer  to,  and  it 
is  the  same  also  in  Ireland  ? — Competition  is  the 
cause  ill  England. 

Air.  Monk. 

13792.  Alay  it  not  be  a case  of  competition  by 
railways,  as  in  the  case  of  Exeter  ? — No,  not  in 
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a case  of  that  kind,  because  both  companies  would 
charge  a higher  rate  if  they  could  get  it.  The 
rates  between  London  and  Exeter  are  agreed 
between  the  Great  W^estern  and  the  South 
Western  Companies,  precisely  as  they  are  agreed 
between  any  other  two  competing  places,  so  that 
there  is  a cause  over  and  above  that  which  com- 
pels it. 

hlr.  O'  Sullivan. 

13793.  If  you  can  afford  to  take  a longer  dis- 
tance at  a certain  rate,  why  not  leave  the  goods 
50  or  60  miles  nearer  at  the  same  rate,  at  all 
events? — Of  course  we  do  not  get  the  same 
amount  of  profit  upon  the  lower  rate  for  the  long 
distance  as  we  do  upon  the  shorter  distance  ; but 
if  we  get  a profit  at  all  we  think  it  better  than 
nothing  ; we  do  not  consider  that  the  intermediate 
person  suffers  merely  because  we  are  in  competi- 
tion with  the  sea  further  off. 

13794.  Take  two  persons  doing  business,  one 
50  miles  nearer  to  the  London  end  of  the  line 
than  another,  and  both  served  at  the  same  rate, 
is  not  that  a disadvantage  to  the  one  nearer  to 
London? — The  one  who  has  the  advantage  of 
sea  competition  is,  of  course,  in  a better  position 
than  the  other. 

13795.  But  I want  to  know,  if  you  take  it  50 
miles  further  at  the  same  rate,  why  not  drop  it 
50  miles  nearer  at  the  same  rate,  at  all  events? — 
It  is  only  because  we  have  competition  with  the 
sea  that  we  are  obliged  either  to  charge  these  low 
rates  or  not  to  carry,  because  another  alternative 
from  that  would  be  that  we  would  not  carry 
at  all- 

13796.  It  must  be  either  that  you  are  working 
at  a loss,  or  that  you  could  charge  less  to  the 
man  at  the  shorter  distance? — We  may  not  be 
working  at  a loss,  but  we  may  be  making  a small 
profit;  there  is  no  doubt  that  the  man  who  has 
the  benefit  of  the  sea  is  better  oft'  than  the  man 
who  has  not. 

Mr.  Bolton. 

13797.  You  were  asked  a good  many  questions 
by  IMr.  Barclay  yesterday  with  regard  to  equal 
mileage  rates,  and  I think  that  one  answer  tvliich 
you  gave  may  be  liable  to  some  misapprehension 
unless  it  is  further  explained  ; I think  you  stated 
on  behalf  of  the  Great  Western  Bailway  Company 
that  you  would  have  no  objection  to  an  exact 
equal  mileage  rate,  protected  by  a proper  ter- 
minal, but  you  did  not  see  that  that  eould 
possibly  be  to  the  advantage  of  the  public? — I 
do  not  think  I suggested  that  that  should  be 
actually  adopted ; what  I intended  to  convey 
was,  that  if  we  were  compelled  to  charge  a 
universal  mileage  rate  all  over  the  system,  I 
believed  that  it  might  be  so  adjusted  as  not  to 
affect  the  dividends  of  the  Great  Western  Rail- 
way Company.  There  are  many  cases  in  which 
I have  no  doubt  it  would  be  very  injurious  to 
certain  lines ; but  to  the  company  whose  line 
runs  into  a great  many  districts,  what  they  might 
lose  upon  one  would  probably  be  I’ecouped  upon 
the  other,  therefore  I should  have  no  fear  on 
behalf  of  the  shareholders  of  the  Great  Western 
Railway  that  such  a system  would  be  injurious 
to  them ; but  I certainly  do  not  advocate  it, 
although  it  is  what  I would  not  fear. 
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13798.  Aslookingtb  the  dividend  of  the  Great 
Western  Railway  Company? — As  looking  at  the 
matter  from  a railway  point  of  view, 

13799.  Looking  at  tlie  interest  of  the  public, 
you  think  it  would  be  very  bad  policy  ? — I do 
not  wish  to  use  strong  language,  but  I should  not 
hesitate  to  say  that  it  would  be  disastrous  to 
many  persons. 

13800.  I think  Mr.  Barclay,  upon  further  ex- 
amination, leaving  the  question  of  an  equal  mile- 
age rate,  proceeded  to  speak  of  a “fairer  charge;” 
that  is  to  say,  a charge  which  would  produce 
equal  profit  to  the  railway  company ; I wish  to 
know  what  is  your  opinion  of  that  proposal,  and 
further,  whether  such  a jR’iuciple  as  that  would 
be  compatible  with  an  equal  mileage  rate? — I 
endeavoured  to  explain  yesterday  that  if  such  a 
principle  as  that  of  equal  profits  were  laid  down, 

I could  not  see  how  it  ever  could  be  carried  out ; 
the  equal  mileage  rate  system  would  be  very 
easily  carried  out ; it  would  be  very  simple  for 
tlie  public,  and  very  simple  for  the  railway  com- 
pany ; but  I cannot  imagine  our  ever  being  able 
to  arrive  in  a practical  way  at  the  fixing  of  the 
rates  upon  the  jirinciple  of  equal  mileage  profit. 

I do  not  mean  to  convey  that  calculations  might 
not  be  made  which  would  appear  to  do  it,  but 
they  would  be  so  intricate  and  so  numerous,  that 
I cannot  imagine  business  being  carried  out  under 
that  system.  In  rejily  to  the  second  part  of  your 
question,  I would  say  that  the  equal  mileage 
profit  is  quite  inconsistent  with  the  equal  mile- 
age rate. 

13801.  In  effect,  a charge,  or  an  authority  to 
charge  all  over  your  system,  such  an  amount  as 
would  produce  equal  profits  all  along  the  line, 
would  be  in  reality  to  give  you  the  power  to 
charge  different  rates  over  almost  every  section 
of  the  line  ? — Quite  so  ; if  you  had  a section  of 
the  length  of  the  railway  from  end  to  end,  with 
fiat  gradients,  rising  gradients,  and  falling  gra- 
dients all  over  it,  you  would  at  once  see  how 
utterly  impracticable  it  would  be. 

13802.  That  is  as  respects  the  structure  of  the 
railway  ; but  I think  there  are  other  considera- 
tions Avhich  would  require  to  be  taken  into 
account,  such  as  the  quantity  of  the  traffic  and 
the  regularity  of  the  traffic? — The  regularity  of 
the  traffic  and  the  quantity  of  the  traffic,  and 
whether  tlie  traffic  had  to  be  taken  up  by  a bank- 
engine  or  not,  would  all  come  into  the  question ; 
in  fact  it  is  not  a principle  which  really  could  be 
carried  out  in  dally  practice. 

13803.  You  have  been  asked  a good  many 
questions  with  respect  to  the  cost  per  train  mile, 
and  with  respect  to  the  cost  per  ton  of  traffic, 
and  you  were  asked  also  to  allocate  to  capital 
and  to  other  component  parts  of  the  total  cost 
the  necessary  portion  to  pay  those  costs ; is  not 
that  simply  an  impo.ssibility  ? — I was  just  going 
to  say  that  that  would  be  quite  as  impossible  as 
the  other  theory  of  an  equal  profit  per  mile. 
You  might  make  some  very  interesting  calcula- 
tions ; but,  to  a great  extent,  business  would 
have  to  stand. 

13804-  Y^ou  gave  the  Committee  as  an  instance 
one  portion  of  your  line,  over  ivinch  200  tons 
could  generally  be  taken  in  one  train,  while  over 
another,  400  tons  could  be  taken  ; now  the  cost 
of  working  the  200  tons  would  be  nearly  double 
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the  price  per  ton  of  working  the  400  tons  ; is  not 
that  so  ? — It  would  be  approaching  that. 

13805.  Is  not  the  true  and  only  test  with 
refei’ence  to  the  cost  of  working  a line  the  residue 
there  is  left  after  paying  all  expenses? — Yes, 
aided  by  the  knowledge  of  what  you  earn  per 
train  mile. 

13806.  Still,  to  come  to  the  end  of  it,  the  test 
as  to  profit  or  otherwise  of  working  the  line  is 
the  amount  that  is  left  out  of  the  receipts  after 
the  payment  of  all  expenses? — Yes,  of  course 
that  IS  so  ; but  in  the  practical  working  we  are 
very  much  assisted  by  seeing  what  our  cost  is 
per  train  mile,  and  what  our  receipts  are  per 
train  mile. 

13807.  But  any  attempt  to  allocate  the  cost  in 
the  way  suggested  I think  could  not  be  of  any 
practical  benefit  at  all? — I cannot  imagine  it 
being  carried  out  in  practice. 

13808.  Is  it  not  the  fact  that  if  we  go  back  to 
30  years  ago  the  receipts  per  train  mile  were 
getting  on  to  nearly  three  times  what  they  are 
at  present;  I think  you  gave  them  at  14  s.  11  d., 
the  highest,  as  compared  with  5 s.  4 d.  now  ? — 
That  arises  to  some  extent  from  the  opening  of 
branches  which  have  not  quite  as  large  a traffic 
as  the  main  lines ; that  must  be  taken  as  one 
cause,  but  it  also  arises  from  the  railway  com- 
panies having  developed  a larger  amount  of  traffic 
at  lower  rates  ; the  merchandise  traffic  pays  about 
the  same  rates  now  as  it  did  20  years  ago,  but  the 
bulk  of  the  new  traffic  which  has  been  brought 
upon  the  railways  travels  at  very  much  lower 
rates. 

13809.  In  giving  the  Committee  the  train  miles 
by  wdiich  you  ascertain  the  cost,  do  you  include 
shunting  and  piloting  ? — No,  only  the  simple  run- 
ning. 

13810.  So  that  there  is  a great  deal  of  v\ork 
done  for  the  5s.  Ad.  per  mile  at  present  which 
does  not  appear  in  your  accounts  ? — Certainly  ; 
the  train  engines  have  to  marshal  their  waggons  at 
the  intermediate  stations,  and  that  is  not  included 
in  the  number  of  miles  run. 

Mr.  Morley. 

13811.  I wanted  to  ask  you  whether  you  are 
aware  of  the  great  dissatisfaction  at  Bristol  as  to 
what  they  regard  as  unfair  treatment  towards 
themselves? — I am  not  aware  of  any  great  dis- 
satisfaction at  Bristol.  I am  aware  of  the  dissatis- 
faction of  one  gentleman. 

13812.  I believe  their  great  complaint  is  about 
ptissenger  fares  ; but  that  we  do  not  touch  at  pre- 
sent ? — I know  some  people  at  Bristol  do  complain 
about  the  express  fares. 

13813.  They  state  that  the  charge  for  drapery 
goods  sent  to  eight  district  towns  by  tlie  Great 
Western  Railway  as  compared  with  the  charges 
upon  the  London  and  North  Western  Railway  to 
towns  at  the  same  distance  show  47  per  cent, 
against  Bristol  ? — The  information  which  that 
gentleman  had  before  him  was  not  correct;  I have 
shown  that  to  IMr.  Monk  in  answer  to  questions 
put  by  him,  that  his  mileage  is  inaccurate. 

13814.  It  would  be  necessary  to  have  evidenoe 
up  from  Bristol,  would  it  not? — I think  so,  most 
decidedly. 


Mr.  Morley — continued. 

13815.  Because  it  is  alleged  to  be  so  serious  as 
materially  to  interfere  with  the  trade  of  Bristol  to 
those  towns  ? — AYe  have  never  heard  of  it,  but 
from  one  gentleman. 

13816.  He  is  Chairman  of  the  Chamber  of 
Commerce  ? — He  is  interested  in  that  class  of 
goods. 

13817.  So  I am  too,  if  you  will  allow  me  to  say 
so  ; therefore,  it  is  a subject  which  must  be  looked 
at,  and  I hope  you  are  clear  about  it? — I should 
like  him  very  much  to  have  come  up  and  given 
evidence  upon  the  matter. 

13818.  Then  a further  charge  is  made,  that  as 
between  London  and  Bristol  by  the  Great 
Western  they  will  send  goods  from  London  to  a 
number  of  towns  at  nearly  50  per  cent,  less  than 
they  charge  from  Bristol  to  the  same  towns  ? — 
That  is  quite  a mistake ; that  has  all  been 
answered  in  a letter  to  the  Chamber  of  Com- 
merce pointing  out  the  mistake. 

13819.  Pointing  out  that  there  is  no  ground  for 
the  complaint  at  all,  or  that  the  50  per  cent,  is  a 
mistake  ? — I could  not  state  that  there  are  no 
grounds  of  complaint  until  I know  what  the  com- 
plaint is  ; but  I say  that  there  is  no  reasonable 
ground  of  complaint  with  reference  to  the  drapery 
rates. 

13820.  One  of  the  objects  of  this  Committee  is 
to  ascertain  whether  there  is  any  unequal  treat- 
ment of  one  town  as  against  another  ? — If  I am 
permitted  to  do  so  I wdll  make  an  accurate  calcu- 
lation ; you  may  rely  upon  it  that  if  there  is  any- 
thing wrong  we  will  be  only  too  glad  to  have  it  put 
right,  and  if  not  we  will  take  steps  to  have  the 
minds  of  those  gentlemen  disabused. 

13821.  You  have  had  to  do,  no  doubt,  with 
Bills  promoted  before  Parliament  by  the  Great 
AYesteru  Railway  Company  ? — Yes,  frequently. 

13822.  And  you  have  seen  the  method  adopted 
with  regard  to  the  clauses  giving  power  to  charge 
rates  ? — As  far  as  the  Great  AYestern  Company  is 
concerned  there  is  no  special  power  ever  sought, 
because  the  powers  which  they  have  are  merely 
continued  in  the  Bills  for  the  construction  of  any 
new  line.  Pi’obably  you  refer  more  to  the 
construction  of  branch  lines  by  independent  com- 
panies allied  to  the  Great  AA’^estern  Comjiany. 

13823.  I am  referring  to  the  fact  that  we  are 
often  met  by  the  statement  “ we  are  within  our 
power  of  charge  ” ? — I think  we  are  always  so. 

13824.  Still  there  is  the  question  remaining  as 
to  how  these  powers  are  granted  ; do  you  think 
the  public  are  sufficiently  protected  by  the  mode 
in  which  these  clauses  are  inserted  in  the  Rail- 
way Acts? — In  recent  years,  I think,  the  public 
have,  been  very  amply  protected  by  Lord  Redes- 
dale,  because  be  does  not  allow  any  Bill  to  pass 
now  without  a most  strict  scrutiny  as  to  the 
power  of  charging.  In  former  days,  there  is  no 
doubt,  that  whatever  clause  was  put  in  by  the 
Parliamentary  agent  was  passed  ; but  that  is  not 
so  now. 

13825.  Does  Lord  Redesdale’s  interference  go 
to  the  point  of  charge  ? — It  goes  to  the  point  of 
charge  most  decidedly,  and  it  is  with  the  most 
extreme  difficulty  we  can  ever  get  Lord  Redes- 
dale  to  pass  a Bill  with  any  special  charges 
in  it,  if  he  can  get  them  out. 

13826.  Have  you  been  present  when  these 
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matters  have  been  discussed  before  Lord  Redes- 
dale  ? — I was  present  before  Lord  Redesdale 
when  a short  line  called  the  Frincetown  Ilail- 
Avay  Bill  was  before  him,  in  which  we  asked  for 
exceptional  tolls  on  account  of  the  gradients  and 
the  sj)arse  population  of  the  district.  It  was 
with  very  great  difficulty  that  we  could  convince 
Lord  Redesdalc  that  it  Avas  a proper  case  for 
granting  the  tolls  that  we  asked,  and  avc  had 
to  go  to  him  two  or  three  times  before  Ave  got 
them. 

13827.  Is  there  any  one  representing  the 
public  in  regard  to  these  charges  before  Lord 
Redesdale  ? — Ko;  but  you  may  rely  upon  it  that 
the  public  do  not  require  any  one  to  aid  Lord 
Redesdale  in  looking  after  their  interest. 

13828.  Noav  Avith  regard  to  the  Railway  Com- 
missioners, I should  like  to  ask  you  Avliether  it 
would  be  in  the  interest  of  the  public  to  sec  the 
Railwav  Commissioners  swept  away.  People 
sometimes  have  to  make  complaints  about  the 
rail\A'ays;  Avould  it  be  their  interest  that  there 
should  be  no  courts  to  resort  to  except  the  courts 
of  law  ? — From  the  amount  of  business  the  Rail- 
Avay  Commissioners  have  had  before  them,  it 
AA’ould  not  make  much  difference  Avhether  you  had 
their  court  or  not;  but  the  raihvay  companies,  as 
I have  already  said,  do  not  object  to  a tribunal. 

13829.  What  kind  of  tribunal  do  you  refer 
to  ? — I have  laid  before  the  Committee  a printed 
statement  Avhich  was  submitted  to  the  Board  of 
Trade  making:  sutrgestions  with  reference  to  a 
tribunal. 

138;d).  Then  I Avill  not  trouble  you  further 
upon  that  point.  Noav  you  have  said  it  Avould 
not  be  material  Avhether  the  Raihvay  Commission 
Averc  sAvept  aAvay  or  not,  looking  at  the  amount 
of  business  Avhich  they  do ; do  you  know  Avhat 
leads  to  the  smallness  of  the  business? — The 
absence  of  grounds  of  complaint. 

13831.  That  is  a very  fair  ansAver ; but  is  not 
smallness  of  the  business  due  also  to  the  exces- 
sive expense? — I should  certainly  not  consider  it 
is  the  cost  Avhich  deters  people,  because  if  the 
Railw'ay  Commissioners  Avere  to  give  their  deci- 
sions in  such  a Avay  that  the  public  and  the  com- 
panies Avould  knoAv  Avhat  the  laAv  Avas,  it  Avould  be 
Avorlh  the  Avhile  of  the  tr.aders  to  subscribe  to- 
gether to  get  that  brought  about  if  they  had  any 
ground  of  complaint.  I cannot  imagine  that  it 
is  the  cost  itself  Avhieh  prevents  more  a])plication3 
being  made. 

Mr.  Bolton. 

13832.  'With  respect  to  Lord  Redesdale,  Ave 
are  in  the  habit  of  saying  that  Lord  Redesdale 
does  so  and  so;  but  as  a matter  of  fact,  I believe 
there  is  an  office  of  Avhich  Lord  Redesdale  is  the 
head  ? — He  has  a very  competent  staff  indeed  ; 
they  are  all  gentlemen  who  take  very  strong 
vieAvs  as  to  what  are  the  interests  of  the  public, 
and  they  are  very  hard  in  driving  a bargain  with 
the  raihvay  companies. 

13833.  You  Avere  shoAvn  yesterday  some 
statistics  Avith  respect  to  the  Indian  raihvays, 
and  some  suggestions  Avere  made  then  as  to  the 
desirability  of  adopting  some  of  the  methods 
which  have  been  adopted  in  India  of  ascertaining 
the  cost,  and  basing  some  portion  of  your  con- 
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duct  upon  the  result  of  such  calculations ; now 
I Avill  ask  you  Avherher  there  is  any  comparison 
possible  to  be  draAvn  betAveen  Indian  railways 
and  our  own  railways? — I think  not. 

13834.  Is  it  not  the  fact  that  the  Indian  rail- 
Avmvs,  as  a general  rule,  have  a guaranteed  5 per 
cent,  dividend? — I think  all  of  them  have  been  gua- 
ranteed ; but  Avhat  I intended  to  convey  in  answer 
to  Mr.  Barclay  upon  this  point  was,  that  although 
some  of  the  calculations  Avere  very  interesti'..g, 
they  Avere  not  of  any  practical  value.  Row,  for 
instance,  every  half  year  Ave  make  a calculation 
of  Avhat  we  have  received  from  the  first,  second, 
and  third-class  passengers,  and  it  is  rather  curious 
to  observe  the  smaller  sum  that  avc  are  getting 
every  year  ; but,  except  as  a matter  of  curio.sity, 
the  calculation  is  of  no  value ; Ave  cannot  add  a 
passenger  to  the  number  we  carry,  nor  can  Ave 
add  a penny  to  the  average.  All  I mean  is,  that 
though  it  is  interesting,  it  is  not  useful. 

13835.  Noav  I Avill  ask  you  Avhether,  in  your 
opinion,  if  the  raihvay  companies  in  this  kingdom 
were  guaranteed  a minimum  dividend,  there 
Avould  not  then  be  very  little  objection  on  the 
part  of  the  railway  companies  to  test  any  of  these 
theories  practically? — If  you  make  the  dividend 
high  enough,  no  doubt;  but  the  simpler  Avay  would 
be  f)r  the  Government  to  take  the  raihvays,  and 
then  adopt  any  system  they  thought  best. 

13830.  And  Avith  respect  to  the  milk  traffic, 
about  Avhicli  yoti  Avere  asked  some  questions 
yesterday,  I think  your  charge  is  the  same  for 
10  miles  as  for  a much  longer  distance,  up  to  70 
miles  ? — It  is. 

13837.  I^ractically,  there  is  no  milk  traffic  from 
a short  distance  into  London  ? — That  is  so  ; there 
is  veiy  little  milk  traffic  Avithin  10  miles,  but  the 
article  is  Avoith  the  same  price,  Avhether  it  comes 
20  or  30  miles,  or  60  or  70  miles  ; therefore  if 
parties  had  any  to  come,  they  Avould  send  it  quite 
as  successfully. 

13838.  Is  it  not  the  fact  that  Avithin  a certain 
distance  of  London  the  local  demand  exceeds 
the  local  production  ? — That  is  the  information 
I obtained  in  answer  to  special  inquiries  I made. 

13839.  Is  not  that  the  reason  Avhy  in  fact  there 
is  no  differential  rate,  for  the  short  as  against  the 
long  distance  ; if  there  Avere  a larger  supjily  Avithin 
a short  distance  than  Avas  required  for  the  local 
demand,  undoubtedly  there  would  be  a call  upon 
you  to  carry  that  milk  to  London? — Undoubt- 
edly. 

13840.  And  then  no  doubt  that  the  rate  would 
be  fixed  in  accoi-dance  Avith  the  service  in  some 
Avay  ? — Yes,  the  service  Avhich  has  to  be  rendered 
on  milk  carried  by  passenger  train  is  just  the 
same,  except  for  the  haulage  ; Avhether  it  is  10  or 
70  miles,  there  is  the  same  objection  to  the  traffic, 
and  the  same  delay  to  the  trains  to  get  it  in. 

13841.  If  there  Avere  a trade  the  railway  com- 
panies Avould  find  it  to  their  interest  to  make 
rates  a^ipropriate  to  Avork  it?  — Yes,  undoubt- 
edly. 

13842.  The  only  reason  why  the  rates  remain 
as  at  present,  and  appear  to  be  anomalous,  is  that 
there  is  no  trade,  and  cannot  be  trade,  because 
the  local  production  is  less  than  the  local  con- 
sumption ?— Quite  so. 

13843.  Noav  to  go  upon  another  point,  is  there 
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any  secrecy  about  railway  accounts? — There  is 
none  that  I am  aware  of. 

13844.  Is  it  not  the  fact  that  railway  accounts 
are  always  open  to  the  shareholders,  except  for  a 
limited  period,  before  the  accounts  are  made  up 
for  the  half-year? — Yes,  with  the  exception  of  a 
few  days  ; there  is  no  secrecy  whatever  about 
it. 

i:-i845.  Not  only  are  the  accounts  open  to  the 
sharenolder,  but  the  shareholder  is  entitled,  is  he 
not,  to  bring  professional  assistance  to  help  him 
in  the  examination  of  the  accounts,  if  he  is  so 
disposed  ‘t- — I think  that  is  the  law,  but  I am 
bound  to  say  that  I am  not  quite  sure,  as  I never 
knew  of  any  shareholder  being  desirous  of  seeing 
our  books. 

13846.  You  stated  recently,  in  reply  to  a ques- 
tion put  to  you,  that  you  approved  of  fixed 
terminals  simply  from  their  simplicity? — I stated 
that  I would  approve  of  them  on  that  account. 

13847.  That  is  the  only  advantage  you  saw  in 
them  I — That  is  the  only  advantage  1 saw  in 
them. 

13848.  Would  not  the  simplicity  also  involve 
unfairness  ?— That  is  what  I desired  to  explain. 

13849.  And  that  is  the  real  objection  to  fixed 
terminals? — It  is. 

13850.  Can  you  give  the  Committee  any 
reason  why  in  deciding  that  case  to  which  the 
honourable  jMember  referred,  namely,  the  Strat- 
ford-on-Avon Canal  case, the  Commissionershav- 
ing found  the  Great  Western  Company  in  no 
way  to  blame,  if  I understood  it  rightly,  held 
them  liable  in  half  the  expense? — I am  bound  to 
say  that  we  were  very  much  puzzled,  not  at  the 
decision  in  our  favour,  but  at  that  part  ot  the  deci- 
sion which  made  us  liable  for  half  the  costs  ; we 
were  very  much  more  puzzled  about  a month  ago 
when  the  inhabitants  of  Merthyr  ajiphed  to  the 
Railway  Commissioners  against  the  Talf  Vale 
and  Great  Western  Companies,  to  compel  the  two 
companies  to  afl'ord  facilities  into  Cardiff  station. 
^Ve  went  before  the  Railway  Commissioners; 
the  Taft' ValeRailway  Company  were  represented, 
but  never  defended  their  part  of  the  case  at  all. 
We  proved  to  the  Railway  Commissioners  that 
for  years  we  had  been  willing  to  allow  the  Taft' 
Vale  Railway  Company  to  use  the  Cardift'  station, 
and  also  that  the  whole  of  the  terms  should  be 
settled  by  arbitration,  which  the  Taff  Vale  Com- 
pany always  declined.  Then  we  made  them  an 
offer  of  terms  which  they  also  declined  ; and  then 
we  made  them  an  offer  of  reduced  terms,  which 
they  accepted;  but  we  stipulated  that  those  terms 
should  be  subject  to  revision  by  arbitration. 
That  revision  by  arbitration  the  Taff  Vale  Com- 
pany would  not  accept,  so  the  Merthyr  people 
took  the  two  companies  before  the  Railway 
Commissioners,  and  although  there  was  nothing 
that  we  omitted  which  we  ought  to  have  done, 
and  although  there  was  nothing  we  had  done 
which  we  were  shown  we  ought  not  to  have  done, 
and  although  the  Taff  Vale  Railway  Compary 
never  defended  the  case,  the  Kail  way  Commis- 
sioners made  us  pay  half  the  costs. 

Mr.  Monk. 

13851.  Is  that  case  reported?  — It  will  be 
rejiorted.  I am  bound  to  say  it  would  be 
extremely  difficult  for  any  jierson  conversant 


Mr.  Monk — continued. 

with  the  circumstances  of  that  case  to  have  confi- 
denee  in  a court  which  gave  such  a decision. 
We  offei'ed  terms  by  arbitration  ; we  thought  we 
could  not  do  more  than  that.  We,  however, 
offered  terms  which  were  accepted,  and  we  could 
not  do  more  than  that.  The  only  point  was  that 
the  Taff  Vale  Railway  Company  did  not  accept 
the  revision  by  arbitration,  which  we  could  not  be 
expected  to  forego. 

13852.  Did  not  the  Taff  Vale  Railway  Com- 
pany put  in  an  appearance  ?• — They  were  repre- 
sented by  counsel  who  sat  there,  but  they  never 
asked  a single  question,  and  yet  we  were  mulcted 
in  cost.«. 

Chairman. 

13853.  I suppose  the  Railway  Commissioners 
are  afraid  of  discouraging  applicants  ?— It  is  not 
for  me  to  say  that ; but  I tell  you  frankly  that 
that  is  the  general  impression  amongst  railway 
companies. 

Mr.  Bolton. 

13854.  You  say  it  is  not  for  you  to  say  that ; 
but  I think  you  have  had  some  hand  in  the  Paper 
that  has  already  been  put  in,  would  you  read  the 
last  part  of  that? — ‘‘They  (the  Commissioners) 
have  also  taken  other  measures  (which  it  is  diffi- 
cult to  see  that  the  Act  requires  or  even  justifies) 
tending  in  the  same  direction.  Their  Reports 
show,  for  example,  that  they  have  caused  visits 
to  be  made  to  stations  on  different  railways  to 
see  whether  the  books  of  rates  required  by  the 
Act  of  1873  have  been  duly  supplied,  and  have 
incited  the  Board  of  Trade  to  lay  complaints 
against  companies  found  in  default.  And  in 
1874,  they  caused  an  advertisement  signed  by  their 
registrar,  to  be  inserted  in  newspajiers  signify- 
ing their  desire  to  entertain  complaints  against 
railway  companies  with  respect  to  the  mainte- 
nance of  canals.”  That  was  tlie  first  act  of  the 
Railway  Commissioners ; and  it  certainly  did 
astonish  the  railway  comjianies  that  a court 
which  we  had  looked  ujion  as  being  established 
for  the  purpose  of  giving  decisions  impartially, 
should  advertise  in  that  way  that  they  were 
willing,  if  not  anxious,  to  hear  complaints  against 
the  railway  companies. 

13855.  I think  in  regard  to  the  Stratford-on- 
Avon  Canal  case,  it  will  be  found  that  some 
reason  was  given  for  mulcting  you  in  half  the 
charges;  I have  the  decision  of  the  Commissioners 
before  me? — I did  not  say  the  Commissioners 
had  given  no  reason  in  the  Stratford-upon-Avon 
case,  but  in  the  'I'aff  Vale  case  the)’  gave  no 
reason  for  charging  us  with  costs.  This  is  what 
the  Commissioners  said  with  regard  to  the  Strat- 
ford-on-Avon Canal  case,  “But  considering  they 
had  been  managing  since  1860,  some  public 
notice  might  well  have  been  given  that 
the  railway  company  no  longer  claimed  or  pos- 
sessed, and  if  that  was  their  view,  were  by  law 
unauthorised  to  possess  any  kind  of  interest,  and 
as  they  are  responsible  for  the  uncertainty  as  to 
the  ownership  and  liability  to  rej)air  which  has 
occasioned  these  proceedings,  it  will  be  reason- 
able that  they  should  pay  at  least  part  of  the 
costs  of  the  apj)lication.  The  applicants  accord- 
ingly are  granted  half  the  costs.'’ 


13856.  I think 
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13856.  I think  you  were  taken  before  the 
liailway  Commissioners  by  the  traders  and  by  the 
public  on  the  Kennet  and  Avon  Canal ; can  you 
give  the  Committee  any  of  the  facts  ? — The  Great 
W esterii  Company  are  tlie  possessors  of  the 
Kennet  and  Avon  Canal ; and  when  the  Act 
passed  authorising  the  Company  to  become  pos- 
sessed of  it  in  1852,  a clause  was  j)ut  in  enabling 
the  Board  of  Trade  to  revise  the  tolls,  and  upon 
an  application  which  was  made  to  the  Board  of 
Trade  in  1868  they  tvere  revised  by  a barrister 
appointed  by  the  Board  of  Trade.  Then  in  1876 
or  1877  the  traders  ajtpliedto  the  Board  of  Trade 
again,  and  they  referred  the  matter  to  the  Railway 
Commissioners  who  heard  the  evidence  of  the 
traders,  who  stated  that  if  the  tolls  were 
reduced  the  amount  of  traffic  would  very  largely 
increase,  and  that  there  would  be  a largely  in- 
creased revenue  upon  the  canal.  Upon  that  the 
Railway  Commissioners  reduced  the  tolls,  and  the 
result  lias  been  that  while  in  the  year  1876,  there 
were  159,000  tons  of  traffic  carried  upon  the 
canal  with  a revenue  of  7,245  L,  in  the  year  end- 
ing the  31st  January  1881,  there  were  156,000 
tons  carried  with  a revenue  of  4,878  1. ; so  the 
effect  has  been  that  the  traffic  has  not  increased, 
while  nearly  one-third  of  the  revenue  has  been 
taken  from  us ; the  tonnage  -has  only  slightly 
fallen  off,  but  the  revenue  has  been  immensely 
diminished.  That  is  the  only  case  of  revision  of 
tolls  which  has  come  before  them,  I believe. 

13857.  We  have  heard  a great  deal  before 
this  Committee  about  the  Aberdeen  Com- 
mercial Company  and  the  Aberdeen  Lime 
Company  v.  the  Great  North  of  Scotland  Rail- 
way Company.  You  remember  that  in  that  case 
the  Hailway  Commissioners  stated  a case  for  the 
opinion  of  the  Court  of  Session ; would  you 
mind  reading  the  first  question  submitted  to  the 
Court  of  Session? — ^It  is  as  follows:  “We  have 
stated  the  foregoing  case  for  the  opinion  of  the 
Court  of  Session  in  Scotland  upon  the  following 
questions:  (1.)  Whether  our  determination  that 
a railway  company  does  not  afford,  according  to 
its  powers,  all  reasonable  facilities  within  the 
meaning  of  Section  2 of  the  Railway  and  Canal 
Traffic  Act,  1854,  if  it  makes  illegal  or  excessive 
charges  for  the  conveyance  of  traffic,  is,  or  is  not, 
in  accordance  with  the  true  construction  of  that 
section.” 

13858.  Can  you  explain  that  a little  more  ? — 
Tiiat  means,  is  it  proper  to  do  an  illegal  act. 

13859.  If  a man  kills  another  with  malice 
aforethought,  does  he  commit  a murder?  — It  is 
very  much  the  same  thing. 

Mr.  Craig. 

13860.  I wish  to  ask  you  one  or  two  ques- 
tions about  the  principle  upon  which  you  do  fix 
the  I’ates  ; I understand  you  entirely  repudiate 
the  princij)le  of  equal  mileage  rates,  and  I un- 
derstood you  yesterday  to  say  that  the  public 
fixed,  or  materially  assisted  iu  fixing,  the  rates 
by  the  information  which  they  gave  to  you  ; is 
that  so  ? — Yes,  that  is  so. 

13861.  That  is  to  say,  the  value  of  the  article 
is  considered  by  the  railway  company,  and  the 
charge  is  made  so  far  as  they  see  it  can  bear  it? 

0.54. 
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— The  value  of  the  article,  combined  with 
whether  it  is  damageable  or  bulky,  and  also, 
which  is,  perha])S,  the  most  material  point  to  a 
trader  or  manufacturer,  whether  he  can  get  it 
into  the  market  at  a certain  jn'ice. 

13862.  But  you  say,  when  the  public  or  any 
traders  show  that  the  value  of  the  article  will 
not  bear  the  rate,  you  reduce  it  ? — Where  it  can 
be  reasonably  done,  taking  into  consideration 
what  we  are  doing  for  other  pei’sons  at  other 
j)laces.  Take  the  case  of  a man  desiring  to  get 
round  timber  into  Birmingham ; he  wouhi  say,  if 
you  will  carry  for  me  at  1 J.  a ton  per  mile  I will 
get  it  iu,  but  if  it  is  to  destroy  the  trade  of 
another  man  who  is  paying  2 d.  2)cr  ton  per  mile, 
it  would  be  manifestly  unjust  to  do  that ; and 
we  have  to  decide  between  the  two. 

13863.  You  would  not  lower  the  rate  of  one 
merely  to  destroy  the  trade  of  another  man  ? — 
Certainly  not. 

1386L  Then  w ith  respect  to  iron  ore  in  the 
districts  where  the  article  is  discovered  or  pro- 
duced, do  you  consider  that  question  infixing  the 
rate  U2)on  the  article  in  the  first  instance  ? — 
Clearly. 

13865.  You  do  all  you  can  to  stimulate  the 
trade  in  that  district? — Yes,  because  unless  we 
do  that  we  would  have  no  trade  ; therefore,  we 
look  upon  it  as  being  to  the  interest  of  the  com- 
pany if  possible  to  enable  the  promoters  of  new 
works  to  get  into  the  market. 

13866.  Then  I understand  that  if  there  is  any 
pi’inciple  at  all,  it  is  this,  that  you  consider  the 
centre  of  j)roduction,  and  the  centre  of  consump- 
tion, and  fix  your  rates  so  as  to  meet  the  con- 
ditions of  ti-ade  from  the  one  place  to  the  other  ? 
— We  do,  taking  into  consideration  the  variety 
of  the  circumstances,  including  what  I have  said, 
namely,  that  we  must  behave  fairly  to  all  parties, 
so  that  if  a man  came  to  my  office  I could  give 
him  a reason  why  the  rate  xvas  what  it  xvas,  a 
reason  which  he  could  appreciate  himself. 

13867.  Do  you  apply  that  to  parties  or  to 
districts  ? — To  individuals  as  affecting  their  own 
trade,  and  also  to  the  representatives  of  districts. 
For  instance,  a deputation  came  up  from  Shrop- 
shire a few  weeks  ago  to  meet  Mr.  Findlay  of 
the  London  and  North  ^Vestern  Company  and 
myself,  upon  the  subject  of  the  rates  for  iron 
and  ironstone  in  the  district.  They  came  to  point 
out  what  they  considered  was  absolutely  necessary 
to  enable  them  to  carry  on  the  manufacture  of 
iron  there.  In  that  case  it  was  a district  practi- 
cally coming  uj),  and  of  course  each  added  some 
information  to  the  subject. 

13868.  I suppose  about  the  best  example  at 
the  present  time  of  the  principle  you  have  alluded 
to,  is  the  coal  rate  betxveen  Durham,  Lancashire, 
and  Staffordshire  to  London? — Yes,  I think  that 
is  a very  fair  illustration. 

13869.  That  is  not  upon  an  equal  mileage  rate, 
but  there  is  a certain  difference  according  to  the 
distance  ? — It  is  so. 

13870.  And  that  has  been  brought  about,  has 
it  not,  by  a very  severe  rubbing  or  attrition 
between  tlie  traders  and  the  railway  companies  ? 
— It  is  the  pressure  of  the  traders  upon  the  rail- 
way companies  which  induces  us  to  reduce,  other- 
wise the  railway  company  would  naturally  prefer 
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the  rates  remaining  up,  if  they  could  at  the  same 
time  get  the  trade. 

11187 1.  So  you  admit  that  the  railway  com- 
panies require  ])ressure  before  they  would  come 
to  such  a suitable  arrangement  as  that?— We 
must  have  the  knowledge  of  the  traders  conveyed 
to  us,  because  the  railway  companies  cannot  of 
course  possess  the  knowledge  without  its  being 
conveyed  to  them  from  the  traders. 

13872.  Does  not  that  necessitate  competition 
amongst  the  railways  to  protect  tlie  traders 
against  unjust  charges  upon  their  goods  from  any 
particular  districts  ? — It  enlists  the  trader  upon 
the  side  of  the  railway  company,  and  the  railway 
company,  upon  the  other  side,  desire  the  assist- 
ance of  the  trader,  to  enable  them  to  get  at  a 
trade.  AVhatever  witnesses  may  come  before  you, 
you  will  find,  if  asked  the  question,  that  they 
struggle  to  assist  every  trader  in  their  own  district 
as  if  they  were  partners  with  him. 

13873.  No  doubt  that  is  so,  but  still  there  is  a 
combination  between  the  railway  companies ; 
rates  are  fixed  which  are  unalterable  by  any  one 
company  without  the  consent  of  the  whole? — It 
scarcely  amounts  to  combination ; it  is,  at  all 
events,  an  arrangement  of  the  rates  ; but  it  is 
very  much  the  same  as  ironmasters  do  in  the  way 
of  agreeing  the  price  per  ton  of  iron. 

13874.  I think  you  stated  yesterday  that  the 
great  evil  that  lay  at  the  root  of  all  the  trade  at 
present,  the  coal  and  iron  trade  esjieeially,  was 
the  severe  competition  one  with  another,  and 
that  the  reduction  of  railway  rates  would  not 
materially  assist  them  ? — It  is  so  with  production. 

13875.  So  that  you  have  upon  the  one  side 
among  the  traders  a severe  competition  ; but 
upon  the  part  of  the  railway  comjianies  the 
traders  have  none  whatever? — They  have  this 
competition  : the  Midland  Company  will  do  all 
they  can  to  bring  in  coals  from  their  district,  the 
Great  Northern  will  do  the  same  from  theirs,  the 
Great  Western  from  theirs,  and  the  London  and 
North  Western  from  theirs. 

13876.  I am  quite  aware  of  that,  but  they  will 
not  alter  the  rates  ; I believe  they  have  an  agent 
who  goes  to  each  colliery  district,  and  they  do  all 
that  they  can  to  get  the  trade  on  to  their  line, 
but  that  agent  dare  not  offer  any  reduction  of 
rate  to  do  that? — The  canvasser  could  not  go  to 
the  colliery  proprietor  and  say  his  company 
would  reduce  the  rates;  the  rates  had  been 
arranged  beforehand. 

Mr.  Pease. 

13877.  Is  not  the  London  rate  governed  by 
the  sea  freight  from  the  north  to  the' Thames,  or 
at  all  events  that  is  a considerable  factor? — No 
doubt  it  is. 

]\Ir.  Barnes, 

13878.  If  that  be  so,  why  has  the  one  fallen  and 
the  other  not  ? — Because  the  railway  freights 
have  been  low  already. 

13879.  But  the  railway  rates  have  not  been 
lowered?  — You  must  take  into  consideration 
what  the  companies  have  the  power  to  charge  and 
what  they  are  charging. 


Air.  Craig, 

13880.  I think  the  rate  from  North  Stafford- 
shire to  London  and  from  Lancashire  to  London 
gives  a difference  of  6 d.  a ton  in  favour  of  North 
Staffordshire  ; the  distance  of  the  one  is  151 
miles,  and  of  the  other  it  is  194  ; that  would 
mean  something  like  half  a farthing  a ton  upon 
that  distance  ; I h.ave  taken  that  from  a printed 
statement  of  the  railway  comjianies? — The  dif- 
ference shown  on  Mr.  Baxter’s  Table,  which  I 
have  had  handed  to  me,  is  1 s. 

13881.  The  one  is  6.9.  8 d.  and  the  other  is 
7 s.  2d.  in  1877  ; do  not  you  think  they  have 
materially  altered  since  then  ? — Aecording  to  Air. 
Baxter’s  statement  it  is  a difference  of  1 s. 

13882.  Perhaps  Air.  Baxter’s  statement  took 
the  early  part  of  1877? — But  I will  accept  your 
figure  for  the  purpose  of  argument. 

13883.  Now  the  rate  from  Durham  is  9 s.  3 d. ; 
the  difference  of  distanee  between  Lancashire 
and  Durham  is  66  miles,  and  the  difference  of 
rate  as  between  the  one  and  the  other  is  2 5.  1 d.  ? 
— I will  take  it  from  you. 

13884.  So  that  there  is  ^ d.  upon  the  distance 
of  66  miles,  whereas  the  difference  of  rate  works 
out  as  between  North  Staffordshire  and  Lanca- 
shire at  only  half  a farthing  ? — But  I would  .say 
should  you  not  com})are  Durham  with  North 
Staffordshire  if  you  compare  Wigan  with  North 
Staffordshire. 

13885.  But  I want  to  see  whether  Air.  Pease 
is  correct  in  s.oying  that  you  are  guided  entirely 
by  water  carriage  as  the  basis  ? 

Air.  Pease. 

13886.  I said  it  was  a factor  in  determining 
the  rate. 

Air.  Craig. 

13887.  How  does  the  factor  appear? — From 
the  Paper  I have  before  me,  put  in  by  Air.  Bax- 
ter, they  are  carrying  coals  from  Durham  to 
London  at ‘39  d.  (that  is  the  lowest  rate,  and  that 
is  in  competition  with  the  sea),  so  that,  probably, 
that  rate  Avas  fixed  by  reason  of  the  competition 
of  the  sea. 

13888.  But  the  difference  between  AVigan  and 
North  Staffordshire  is  only  half  a farthing,  and 
the  difference  bettveen  Durham  and  AVigan  is  a 
halfj)cnny  ; hoAV  can  it  be  that  there  is  a lower 
rate  gLen  there  ; has  the  Avater  carriage  any- 
thing to  do  Avith  the  fixing  of  that  rate  ? — You 
will  ])robably  hear  from  Air.  Findlay  that  the 
North  Staffordshire  Company  get  a local  payment 
for  the  short  distance  over  their  line,  that  they 
could  not  accept  a mileage  projiorticn,  and  that 
is  the  reason  Avhy  the  rate  from  Ncrtli  Stafford- 
.shlre  is  higher  in  proportion  than  from  AA'igan, 
Avhich  is  entirely'  ujion  the  North  AA^estern  system. 
If  the  North  AYestern  Kaihvay  carried  the  coal 
direct  from  the  colliery',  and  it  Avas  their  own 
all  the  Avayq  the  North  Staffordshire  rate  might 
be  a little  loAver. 

13889.  Taking  the  rates  all  through,  they 
appear  not  to  be  unfairly'  fixed  ; have  you  the 
same  system  in  fixing  the  rates  in  other  depart- 
ments of  industry  Avhere  there  has  not  been  the 
same  friction  betAveen  the  traders  and  the  railway 
company  as  there  has  in  the  case  of  coal  ? — I do 

not 
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not  think  that  coal  is  any  exception  at  all.  I 
think  the  competition  in  England  is  so  keen  now^ 
in  every  department  ol"  business,  that  the  traders 
feeling  is  stlli,  to  put  pressure  ui)on  the  railway 
companies  with  respecc  to  all  articles  conveyed, 
except  where  the  rates  are  perl'ectly  satisfactory, 
that  is  to  say,  as  between  tlie  consumer  and  the 
districts,  because  Avdiere  though  tliere  is  not  corn- 
jietltion  in  rates  between  the  railways,  there  is 
competition  between  district  and  district,  and  be- 
tween manufacturer  and  manufacturer. 

13890.  Does  that  apply  to  the  conveyance  of 
milk? — It  apidies  to  the  conveyance  of  milk 
most  certainly,  and  to  the  conveyance  of  sugar  ; 
for  instance,  Bristol  people  compete  with  Liver- 
pool and  London. 

13891.  And  does  it  apply  to  dead  meat  ? — I do 
not  remember  any  application  for  an  alteration  of 
the  rates  for  dead  meat  coming  to  the  Great 
W estern  from  any  jiart  of  our  system. 

13892.  Because  you  have  one  class  of  pro- 
ducers living  in  America  and  Australia  and  the 
other  class  in  England,  and  the  case  is  different 
between  that  and  where  the  traders  are  living  in 
the  same  district  ? — Yes,  but  the  rate  for  meat 
between  Liverpool  and  London  is  a special  rate, 
and  it  would  come  by  water  altogether  if  the 
railway  companies  did  not  carry  it;  the  consumer 
in  London  -would  not  be  debarred  from  having  it, 
if  it  did  not  go  partly  by  rail. 

13893.  So  the  railway  companies  consider  their 
own  interest  with  regard  to  the  water  competition, 
irrespective  altogether  of  how  far  it  might  aflect 
the  interests  of  the  ordinary  traders? — They  do 
not  consider  their  ow'n  interests  solely,  but  in 
that  special  case  they  iiave  to  consider  wdiether  it 
will  pass  over  the  railways  or  not. 

13894.  But  you  will  admit  that  it  would  be  a 
great  temptation  on  the  part  of  the  raihvay  com- 
panies when  they  have  the  thing  in  their  own 
bands,  to  fix  a rate  wdiich  should  last  for  years, 
to  do  that  which  is  unjust  to  individuals  and  dis- 
tricts?— If  there  is  such  a temptation,  I think 
that  the  experience  of  the  last  quarter  of  a 
century  shows  that  the  companies  have  not 
given  Avay  to  it  and  abused  their  power  of  charg- 

13895.  Then  xvhence  arise  the  various  com- 
plaints between  one  district  and  another  ? — 
Because  each  desires  to  haVe  an  advantage  over 
another,  and  each  desires  that  the  railway  com- 
pany should  give  it  that  advantage.  If  you  will 
allow  me  I will  illustrate  that  by  the  Kennet  and 
Avon  case.  The  prineijial  parties  who  took  that 
case  before  the  Railway  Commissioners  came  to 
me  after  the  Raihvay  Commissioners  had  given 
their  decision,  probably  two  or  three  years 
afterwards,  and  said  they  were  going  to  apply  to 
the  Railway  Commissioners  again.  I told  them 
that  if  they  did  that  we  should  certainly  call 
upon  them  to  raise  the  rates;  the  parties  suggested 
that  we  need  not  reduce  the  charges  to  every- 
body ; cannot  you  make  a reduction  to  us.  1 
told  them  we  would  not ; but  that  is  what  people 
are  trying  to  do ; they  are  trying  to  get  an  ad- 
vantage for  themselves  or  their  district. 

13896.  Whov/ere  those  pai’ties,  would  you  name 
them  ? — I do  not  want  to  publish  their  names. 

13897.  That  desire  I suppose  for  each  man  to 
0..54. 


ilr.  Craig — continued. 

get  as  much  as  he  can  is  not  peculiar  to  the 
traders,  but  extends  to  the  railway  proprietors  as 
well,  does  it  not? — Railway  companies  naturally 
desire  to  get  all  the  traffic,  and  all  the  revenue 
they  can. 

13898.  What  I want  to  ask  you  is  this, 
whether  it  is  right  without  some  check  to  have 
a combination  on  the  one  hand  of  railway  pi-o- 
prietors,  and  on  the  other  hand  a number  of 
traders  who  ai’c"  In  sharp  competition  with  each 
other;  whether  it  is  right  to  have  that  state  of 
things  existing  for  the  regulation  of  rates  with- 
out  some  judicial  check  upon  it? — I could  answer 
that  by  saying  that  no  practical  or  serious  griev- 
ance has  been  or  can  be  alleged  against  the  present 
system,  and  that  therefore  there  is  no  necessity 
for  taking  the  power  out  of  the  hands  of  the  rail- 
way conqianles  Avhich  was  given  to  them  by 
Parliament. 

13899.  I suppose  you  would  regard  it  as  a very 
serious  infringement  of  your  power  indeed  to  have 
any  court  to  fix  the  rates ; but  would  you  give 
any  court  the  power  of  vetoing  any  rate  which 
was  fixed  at  your  railway  conference,  after  a fair 
hearing  ? — That  would  be  practically  the  same 
thing. 

13900.  You  mean  that  after  you  have  once 
fixed  the  rate  at  the  conference,  there  should  be 
no  power  of  revision  in  the  hands  of  any  tribu 
nal  ! — I do  not  consider  it  would  be  advisable  to 
take  out  of  the  hands  of  tlie  railway  companies 
the  power  to  fix  their  own  rates,  but  in  saying 
that  I base  it  very  largely  upon  this  view,  that 
there  has  been  no  substantial  ground  of  complaint 
shovv'ii  against  the  railway  companies.  I do  not 
care  Avhat  system  you  adopt,  there  will  always  be 
jiartles  Avho  think  they  have  grounds  of  complaint. 
Even  assuming  the  suggestion  you  have  thrown 
out  were  adopted,  in  the  course  of  a few  years 
parties  would  object  to  it  and  would  want  some- 
thing else.  The  working  of  railways  and  the 
fixing  of  rates  is  of  course  very  complicated, 
involving  a vast  variety  of  circumstances,  and  it 
would  be  simply  utterly  impossible  to  please 
everybody,  but  I say  that  in  my  opinion  no  sub- 
stantial grievance  has  been  set  out  before  this 
Committee. 

13901.  The  standard  of  reference  that  has  been 
set  up,  that  is  to  say  the  geographical  position 
and  uniform  mileage  rates,  has  been  repudiated, 
and  I think  justly  so,  but  there  is  no  other  stan- 
dard suggested,  and  the  railway  companies,  I 
gather  from  you,  have  been  quite  unable  to  lay 
down  any  general  principle  upon  whicli  they  may 
judge,  or  at  least  explain  their  judgment  to  others 
of  the  pi-Inciple  of  fixing  railway  rates? — The 
.railway  companies  could  lay  down  a prineijile  of 
charging  rates,  probably  in  a different  way  from 
what  we  do  now,  but  not  one  which  I think 
would  answer  the  requirements  of  the  public. 

13902.  I suppose  the  basis  you  have  alluded 
to,  if  it  were  clearly  understood  by  the  traders 
and  yourselves,  taking  into  consideration  the 
centres  of  consumption  and  the  centres  of  produc- 
tion, would  be  exjdainable  to  the  court  easily 
enough  if  you  came  for  a decision  upon  that 
ground ; there  could  be  no  great  complication 
upon  that,  could  there  ? — Will  you  allow  me  to 
remind  you  that  this  Kennet  and  Avon  Canal  case 
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was  one  simply  of  tolls,  with  no  serious  complica- 
tion at  all  about  it,  except  that  it  had  some  refer- 
ence to  the  rates  that  have  been  charged  upon 
the  Berks  and  Hants  Railivay  (a  railway  in  that 
district ),  and  yet  it  cost  the  railway  company 
upwards  of  800  1.  to  fight  that  case  before  the 
Railway  Commissioners.  Further,  I am  informed 
by  our  chief  goods  manager,  as  I mentioned 
yesterday,  that  he  has  made  a calculation  that  we 
have  20,000,000  rates  ; just  fancy  a state  of  law 
under  which  we  might  be  taken  before  the  Rail- 
way Commissioners  upon  any  one  of  those  rates  ; 
bow  on  eartli  could  the  business  of  the  company 
ever  be  carried  on.  I tell  you,  at  once,  it  would 
be  either  one  of  two  things,  either  it  would  be  the 
Railway  Commissioners  sitting  in  court  and 
having  nothing  to  do,  or  we  would  be  eternally  be- 
fore the  court,  and  could  not  carry  on  our  business. 

1.3903.  You  do  not  see  any  means  of  making 
an  alteration  upon  the  present  system,  manipu- 
lated as  it  is  by  mono{)oly  on  the  one  side,  and 
the  j)ressure  of  a number  of  individual  traders 
on  the  other  ? — I cannot  accept  your  ' word 
“ mono])oly,”  because  railways  have  not  the 
monopoly  of  the  trade  of  this  country.  There 
are  not  only  the  great  inland  navigations  we  are 
in  competition  with,  but  being  an  island  we  must 
be  governed,  to  a large  extent,  by  the  sea. 

13904.  Will  you  confine  your  attention  for  a 
moment  to  the  four  companies,  your  own,  the 
Midland,  tlie  London  and  North  Western,  and 
the  Great  Western;  they  fixed  rates  in  1873,  I 
think  it  was,  which  have  not  been  materially 
altered  since,  and,  although  they  have  agents, 
each  one  engaged  in  trying  to  get  the  traffic  on 
to  their  lines  at  each  ])roductive  centre,  yet  they 
dare  not  reduce  the  rates ; is  that  not  exercising 
all  the  attributes  and  powers  of  monopoly  as  far 
as  rates  are  concerned? — 1 venture  to  say  there 
is  not  one  of  those  companies  who  would  not  dare 
to  alter  the  rates  at  any  moment  when  they  thought 
them  inequitable  as  they  stand.  There  is  nothing 
whatever  to  prevent  them  ; they  have  not  only 
the  will,  but  they  have  the  power,  and  they  would 
exercise  it,  no  matter  Avhat  any  other  company 
said  if  they  thought  the  trade  in  their  district 
was  unfaii'ly  handicaj)ped.  I consider  the  rates 
are  equitably  framed ; but  if,  at  any  moment, 
from  any  cii'cumstance,  either  of  the  companies 
could  show  a fair  reason  why  they  should  be 
altered,  and  tlie  others  would  not  agree,  I am 
perfectly  certain  that  company  Avould  not  wait 
for  their  consent ; they  would  act  upon  their  own 
judgment,  excejb  where  they  were  found  to  go  to 
arbitration. 

13905.  Let  us  admit,  for  the  sake  of  argument, 
that  the  rates  on  coal  are  e(|uitable  and  fair;  but 
that  has  only  been  brought  about  after  a great 
deal  of  friction  between  the  two  parties.  Is  it 
quite  fair  to  assume  that  every  other  branch  of 
industry  is  now  ])laced  in  the  same  favourable 
position,  and  if  that  be  not  so,  you  do,  as  to  those 
industries,  exercise  all  the  powers  of  monopoly 
as  far  as  the  rates  are  concerned,  do  you  not  ? — 
It  seems  to  me  that  your  objections  are  not  so 
much  to  the  results  as  to  the  mode  in  wliich  they 
have  been  brought  about. 

13906.  They  are  to  the  results  in  other  depart- 
ments of  industry? — 1 think  they  are  in  other 
departments  as  lully  and  entirely  just  as  in  the 
coal  trade. 
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13907.  That  is  a matter  of  your  judgment, 
and  although  I am  quite  sure  you  are  very  intel- 
ligent, and  I think  very  fair,  yet  your  interests 
would  naturally  guide  you  in  the  direction  of  the 
interests  of  the  railway  company  ? — We  are  a 
commercial  company,  and  as  such  must  take  the 
company’s  interest  into  consideration,  but  I ven- 
ture to  say  that  the  railway  comjianies  do  also  take 
into  consideration  the  interests  of  the  public. 

13908.  But  you  may  err  in  your  judgment  ? — 
Anyone  may  err  in  judgment,  and  a tribunal  such 
as  the  Railway  Commissioners  may  have  erred  in 
fixing  our  tolls,  as  I have  suggested  to  you. 

13909.  You  stated  that  the  colliery  owner® 
were  competing  against  each  other,  and  that  the 
foolish  expenditure  which  was  induced  in  1873, 
caused  a great  number  of  collieries  to  be  esta- 
blished for  the  produce  of  which  there  was  now  no 
demand,  and  that  no  general  reduction  would 
help  them  ? — I stated  that. 

13910.  I suppose  they  would  be  relieved  from 
the  unenviable  state  of  things  so  soon  as  the 
demand  equaled  the  supply? — .No  doubt. 

13911.  And  that  equality  of  supply  and  de- 
mand might  be  brought  about  by  a diminution  of 
the  supply,  or  an  increase  of  the  demand? — No 
doubt. 

13912.  You  are  aware,  I daresay,  that  last 
year  13,000,000  tons,  or  thereabouts,  of  coal 
were  produced  beyond  the  quantity  produced  in 
previous  year  ? — I will  take  that  from  you. 

13913.  If  that  goes  on  increasing  in  that  ratio, 
would  you  not  have  a state  of  things  brought 
about  which  would  relieve  these  col  iery  pro- 
prietors, and  get  them  a better  jn’ice,  that  is,  if 
the  demand  increases  in  the  same  ratio  ?— If  the 
demand  increases  in  that  ratio  no  doubt  ; but  I 
understood  you  to  say  that  the  supi)ly  had 
increased. 

13914.  You  will  not  eat  food  unless  you  have 
the  apj)etite  to  receive  it ; that  increased  supply 
im])lies  that  the  demand  has  increased,  dees  it 
not? — As  I understand  it,  the  enhanced  price  of 
coal  in  1873  and  1874,  arose  from  tliere  not  being 
quite  sufficient  coal  to  supj)ly  the  demand.  Now 
there  is  coal  in  excess  of  demand,  and  the  collieries 
are  forcing  it  upon  the  market,  and  running  down 
the  orice  against  one  another,  and  I do  not  see  how 
the  railway  companies  could  step  in  to  alter  that. 

13915.  You  admit  that  there  must  be  a de- 
mand for  the  13,000,000  tons,  or  it  would  not 
have  been  ju’oduced? — There  must  have  been  a 
demand  in  a certain  way,  but  not  in  the  usual 
healthy  manner. 

13916.  I supjtose  you  will  admit  that  that  de- 
mand was  encouraged  or  brought  about  by  the 
low  price  ? — Yes  ; to  a certain  extent. 

13917.  If  that  equality  of  demand  and  sujqdy 
would  relieve  the  colliery  proju'ietors ; and  if 
that  is  brought  about  by  the  low  price  of  the 
article,  would  it  not  be  fair  for  the  railways 
throughout  the  country  to  contribute  something 
towards  bringing  that  about  as  early  as  j)ossible, 
by  a reduction  of  the  rates  which  were  fixed  in 
1873? — I fail  to  see  how  any  small  amount  of 
reduction  which  the  railway  comj)anies  could 
afford  to  make  in  the  rates,  could  materially 
affect  the  slate  of  the  coal  trade. 

19218.  M ill  you  allow  me  to  enlighten  you. 
I suppose  you  are  aware  that  all  collieries  in 
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England  for  the  last  two  or  three  years  have 
been  worked  at  a loss  ? — That  is  too  true. 

13919.  Your  rate,  as  you  stated  yesterday, 
was  raised  6 d.  per  ton  in  1 872  ? — Yes. 

13920.  If  you  took  that  6 d.  per  ton  off,  do 
you  think  that  would  not  have  a material  effect 
in  increasing  the  demand  ? — I cannot  imagine 
anybody  burning  a ton  of  coal  more,  merely  be- 
cause it  is  6 (7.  a ton  cheaper. 

13921.  I quite  agree  with  you  there,  that  no- 
body would  put  a fire  on  because  coal  was  6 (7.  a 
ton  cheaper;  but  iron  manufacturers,  and  so  on, 
are  brought  into  existence,  and  encouraged  by 
the  low  price  of  the  raw  material,  are  they  not  ? 
— That  is  in  local  districts  ; but  that  would  not 
arise  as  between  South  Wales  and  London. 

13922.  Why  not  ? — I cannot  imagine  anybody 
establishing  a manufactory  in  London,  merely 
because  the  rate  was  to  be  reduced  6 d.  a 
ton. 

13923.  How  do  you  look  upon  the  increase  of 
supply  in  London  every  year? — I attribute  that 
to  the  increase  of  business. 

13924.  Are  you  aware  what  the  average  cost 
of  coal  has  been  at  the  pit’s  mouth  in  the  last 
12  months? — 1 have  only  a general  knowledge 
that  it  is  about  6 s.  a ton. 

13925.  You  may  take  it  from  me  that  it  is  not 
more  than  5 s.  6d.;  so  that  6 d.  would  be  a very 
large  proportion.  Would  it  not,  therefore,  be 
fair  for  the  railway  companies  to  bring  about  a 
state  of  things  which  you  admit  would  relieve 
the  traders,  by  a reduction  of  rates? — I do  not 
see  that  it  would  relieve  the  traders  to  any  con- 
sidernble  extent,  but  v/hat  I fail  even  more  to 
see  is,  w'hy  the  railway  companies  should  be 
com])elled  to  reduce  the  rates  merely  because  a 
large  number  of  people  have  gone  into  specula- 
tion in  coal  mines. 

13926.  Why  did  you  increase  the  rates? — 
Because  they  were  too  low  at  the  time. 

13927.  The  rates  were  increased  largely  upon 
the  main  lines  ? — Even  if  they  were,  taking  them 
as  a rule  from  '37  d.  to  ‘53  d.,  that  is  not  more 
than  half,  at  the  highest,  what  the  companies  are 
pei-mitted  to  charge,  so  that  they  are  exercising 
their  power  in  a very  moderate  manner.  Ac- 
cording to  the  theory  you  lay  down,  the  railway 
companies  ought  to  be  compelled  to  keep  to  the 
lowest  rates,  and  never  to  raise  them  at  all. 

13928.  Not  at  all.  I admit  you  might  have 
raised  them  in  1873,  because  the  price  was  high 
then  ; but  when  consumption  was  checked  by  the 
high  prices  of  coal,  and  proprietors  were  induced 
to  take  a low  price  to  increase  the  demand  again, 
I ask  why  you  should  not  be  induced  to  reduce 
your  rates  again  ? — I am  informed  that  the  coal 
rates  to  London  were  raised  6 (7.  a ton  each  year 
in  1872  and  1873,  and  have  been  reduced  since, 
so  that  they  are  now  exactly  the  same  as  they 
were  before  they  were  advanced. 

13929.  Do  you  mean  to  say  that  the  rates  are 
the  same  as  they  were  in  1870? — Here  is  the 
memorandum  handed  to  me  (handing  in  the 
same). 

13930.  I go  by  the  statements  published  by 
the  London  and  North  Western  Company,  and  I 
find  that  the  rate,  in  1870,  was  7 s.  1 d.,  and  in 
1877  it  was  7 s.  8 d.,  and  I find  the  same  upon 
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the  North  Staffordshire  line?— You  may  take  it 
upon  the  merits  of  the  rates  themselves  ; we  are 
carrying  coal  now  at  ’47  d.,  which  is  a very  low 
rate  indeed. 

13931.  No  doubt;  but  that  is  a very  different 
question  altogether  from  the  question  1 put  to 
you,  which  is  a question  whether  the  colliery 
proprietors  would  not  be  relieved  by  the  in- 
creased demand,  and  whether  that  increased 
demand  is  not  brought  about  by  the  lowering  of 
the  price  of  the  material,  and  whether  that  lower- 
ing of  the  railway  rates  would  not  be  a consider- 
able item  in  the  reduction  in  tlie  price  of  the 
article  ? — It  depends  upon  what  the  reduction  in 
the  price  would  be,  and  I venture  to  say  that  the 
railway  companies  could  not  afford  to  make  such 
a reduction. 

13932.  That  is  your  opinion  as  a manager  of 
railways,  but  I want  to  know  this,  whether, 
having  regard  to  these  facts,  it  is  nut  an  unsafe 
state  of  things  which  now  exists  for  railway  com- 
panies to  be  allowed  to  combine  in  a union  to 
form  a rate  which  they  keep  at  a fixed  standard 
for  years.  Irrespective  of  the  state  of  trade,  while 
ti’adersare,  on  the  other  hand,  like  so  many  sepa- 
rate sparks? — The  old  colliery  propi’ietors  who 
were  engaged  in  collieries  previously  to  the  year 
1872  are  of  course  suffering  from  new  collieries 
being  opened,  and  your  suggestion  is  that  the 
railwa}'  company  should  suffer  because  a state 
of  competition  with  new  collieries  is  going  on. 
I would  ask  yoix  to  judge  as  to  whether  any 
alteration  is  necessary  by  examining  those  rates, 
and  seeing  whether  they  are  fair  or  unfair ; call 
it  combination,  or  call  it  whatever  you  like,  I 
say  those  rates  are  exceedingly  fair. 

13933.  I have  admitted  that  the  coal  rates 
are  very  fair,  but  it  is  stated  that  the  rates  are 
very  unfair  as  regards  other  departments  of  in- 
dustry ; I want  to  know  whether  you  can  sug- 
gest any  j)roper  check,  whether  it  be  a court  or 
anything  else,  in  order  to  give  the  public  a fair 
chance  against  the  combined  system  of  railway 
proprietors  ? — I am  not  here  to  say  that  there 
may  not  bo  some  anomalies  in  rates  over  all  the 
railways  in  the  country  ; I am  not  here  to  say 
that  they  may  not  be  altered  in  the  interest  of 
the  railway  companies  themselves  in  some  cases, 
but  if  you  admit  that  the  coal  rates  are  equitably 
framed,  my  contention  is  that  the  general  goods 
rates  are  also  equally  equitable  on  the  whole. 

13934.  You  would  have  no  objection  to  submit 
that  point  to  a tribunal  ? — I should  greatly  ob- 
ject to  submit  my  private  business  to  a tribunal, 
while  I was  competent  to  conduct  it  myself. 

13935.  You  were  granted  jour  powers  upon 
the  ground  that  they  were  conducted  consistently 
with  the  public  good  ? — I am  perfectly  willing 
to  submit  here  the  question  upon  the  issue  that  the 
railway  companies  have  done  that,  and  have 
carried  out  the  provisions  of  the  Act  of  1845 
fairly,  and  in  the  interest  of  the  public. 

1,3936.  1 see  one  of  your  statements  of  yester- 
day was  that  you  do  not  object  to  the  court,  but 
you  wish  a re-constitution  of  the  court ; you 
desii’e  that  a single  judge  should  sit  with  as- 
sessors ; may  I ask  as  to  whether  you  would 
hold  that  the  antecedents  of  that  judge  should  at 
least  ensure  a considerable  experience  in  dealing 
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with  railway  matters,  or  would  you  prefer  that 
he  should  be  selected  indiscriminately  from  the 
bar? — A counsel  at  the  Parliamentary  bar  makes 
himself  as  a m .tter  of  necessity  acquainted  ivith 
many  of  the  matters  connected  with  the  rail- 
w'ays  : and  our  experience  is  this,  that  the  judges 
are  perfectly  competent  to  deal  with  all  railway 
matters  which  come  before  them, 

13937.  You  would  admit,  I daresay,  that  it 
involves  an  enormous  amount  of  technical  detail, 
because  you  have  to  consider  the  various  trades 
which  are  afiected,  and  it  would  be  very  difficult 
for  any  judge,  who  has  not  had  experience  at 
the  Pariiamentary  bar  to  deal  with  such  ques- 
tions?—If  it  is  only  a question  of  undue  prefer- 
ence, and  if  a barrister  can  understand  it,  to 
plead  for  the  plaintiffi  or  defendant,  surely  the 
iudge  will  understand  it  when  it  is  put  before 
him. 

13938.  Would  you  extend  the  jurisdiction  of 
the  court  to  deal  with  districts  when  a complaint 
is  raised  by  any  representative  body,  or  confine 
it,  as  it  is  now,  to  independent  and  individual 
traders  ? — My  opinion  is  that  it  ought  to  be  con- 
fined to  individual  traders : but  the  railvray 
company  coidd  not  object  to  any  district  com- 
bining together  to  pay  the  expenses  of  any 
plaintiff;  they,  therefore,  have  full  power  to  deal 
with  the  interest  of  any  individual  who  is  in- 
terested, and  the  matter  of  expense,  if  it  is  the 
exjiense  which  you  refer  to,  would  be  a matter 
between  the  pardes  of  the  district,  and  the  party 
in  whose  name  the  proceedings  were  taken. 

13939.  Take  the  case  of  Liverpool  and  Barrow 
which  has  been  stated  here,  would  the  court  be 
competent  to  deal  with  that  question,  or  would 
you  contend  that  it  ought  to  be  confined  entirely 
to  a Barrow  individual  ? — I am  not  acquainted 
with  the  Barrow  case  ; I only  know  some  com- 
plaint has  been  made  as  to  the  rates  from  Barrow 
being  the  same  as  from  Liverpool. 

13940.  Taking  it,  as  it  was  slated  by  a Liver- 
pool witness,  that  Liverpool  was  suffering  from 
the  preference  given  to  Barrow,  tvould  the  court 
be  able,  as  a whole,  to  deal  with  that  question 
upon  the  complaint  of  the  Liverpool  trader? — 
I would  rather  not  answer  the  question,  for  I am 
not  sufficiently  acquainted  with  the  subject. 

13941.  I will  ask  you  this  : ivouldit  not  be  fair 
to  give  the  court  jurisdiction  in  such  a case? — • 
Unless  I knew'  what  the  complaint  was  1 could 
not  answ'cr  the  question. 

13942.  The  complaint  being  that  the  trade  of 
Liverpool  was  suffering  from  the  undue  prefer- 
ence given  to  the  trade  of  Barroiv  ? — As  I under- 
stand the  complaint,  it  is  not  that  there  is  any 
undue  ])rcfereuce  given  to  Barrow,  but  against 
giving  Barrow  the  same  rates  as  they  give  to 
Liverpool. 

13943.  It  was  put  in  evidence  that  that  was 
so,  and  if  it  was  so,  -would  you  give  the  court  the 
power  to  adjudicate  upon  that  question  ? — I do 
not  think  that  any  court  ought  to  have  pow'cr 
over  the  rates  of  any  raihvay  except  in  the  case 
of  undue  preference. 

13944.  This  is  a case  of  undue  preference  al- 
leged to  be  given  to  Barrow  over  Liverpool,  and 
I ask  you  this  (juestion  as  to  -whether  the  court 
ought  not  to  be  able  to  deal  with  the  question 
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if  presented  by  some  corporate  brdy  as  a com- 
plaint ? — I do  not  consider  that  there  should  be 
any  extension  of  the  pow'ers  which  have  been 
given  by  the  Act  of  1873;  but  in  saying  that, 
I say  it  with  some  diffidence,  because  I do  not 
quite  follow  w'hat  your  case  is  asbetw'een  Liver- 
pool and  Barrow. 

Chairman. 

13945.  What  the  honourable  Member  asks  is, 
whether,  as  the  Baihvay  Commission  is  now 
constituted,  the  power  to  decide  as  between  one 
individual  and  another,  ought  to  be  extended  to 
the  pow-er  to  decide  between  tw'o  tow’ns? — It 
comes  back  really  to  this  : that  it  w ould  be  a 
power  to  fix  the  rates  to  w'hat  eventually,  with 
such  a power,  w'ould  amount  to  the  control  of 
all  the  rates  upon  our  system,  because  if  they 
could  fix  the  rates  as  betw'ecn  Barrow  and  Liver- 
pool, in  the  same  way  they  can  do  it  as  betw’een 
Bristol  and  Gloucester,  and  then  New'port  w'ould 
have  an  interest  in  the  rate  as  betw'een  Bristol 
and  Gloucester,  and  then  Swansea  and  Cardiff 
also,  so  eventually  that  body  would  have  the 
control  of  all  the  rates. 

Mr.  Cruiy. 

13946.  Now,  all  your  statements  upon  these 
questions  I am  quite  aware  are  very  interesting, 
and  more  than  that,  they  are  instructive,  but  as 
I do  not  w'ish  to  detain  the  Committee,  let  me 
ask  your  attention  to  the  question,  and  beg  that 
you  w’ill  give  me  a categoi’ical  answer;  I assume 
that  the  court  have  now  pow'er  to  rectify  any 
grievance  betw’cen  the  individual  and  the  railway 
company ; I ask,  in  the  event  of  a similar 
grievance  extending  to  a whole  district,  whether 
you  would  give  the  Commission  power  to  deal 
with  that  or  not  ; I make  no  allusion  to  fixing 
the  rates  at  all,  but  to  hear  it  and  decide  upon 
it? — I am  desirous  of  giving  you  the  most  direct 
answer  possible ; I cannot  imagine  any  com- 
plaint of  a district  in  the  w'ay  you  suggest,  ex- 
cept upon  the  question  of  rates,  therefore,  I have 
answered  the  question  by  saying  that  I should 
strongly  object  to  the  Kailway  Commissioners 
having  the  power  to  fix  all  the  rates  in  the  dis- 
trict, which  would  practically  give  them  the 
power  to  fix  all  the  rates  throughout  the 
country. 

13947.  When  there  is  a question  betw'een  an 
individual  and  a railwav  company  brought  before 
the  court,  do  you  consider  it  a fixing  of  the  rate 
when  the  court  has  to  adjudicate  upon  it? — 
Clearly. 

13948.  You  w'ould  not  extend  that  power  to 
the  district,  but  you  -w'ouhl  confine  it  entirely  to 
the  individual  ? — I would,  because  it  is  only 
saying  in  other  -words,  will  you  allow-  the  Rail- 
W'ay  Commissioners  to  fix  all  the  rates  of  the 
country. 

13949.  But  you  admit  the  justice  of  giving 
the  court  power  to  deal  ivith  a case  betw'een  the 
individual  and  the  I'ailway  company  ? — Under 
the  same  circumstances,  but  the  case,  as  I under- 
stand you  are  putting  it,  is  as  between  two  dis- 
tricts under  differenti  circumstances. 

13950.  No;  suppose  that  a gentleman  who 
Avas  a trader  complained  to  the  court  that  his  rate 
had  been  fixed  higher  than  those  with  whom  he 
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was  In  competition,  and  that  the  court  decided, 
after  having  fairly  heard  both  sides,  that  the  rate 
was  to  be  lowered,  or  at  least  an  equality  estab- 
lished ; do  you  consider  that  would  be  a proper 
and  just  decision? — That  is  the  law  at  the  pre- 
sent moment. 

13951.  Sometimes  it  is  a very  difficult  thing 
for  an  individual  to  do  ; it  is  expensive  to  begin 
Avith  ; but  supposing  there  were  a district  such 
as  llrlstol,  in  the  same  relation  to  another  district, 
as  Liverpool  stands  to  Barrow,  would  you  alloAV 
that  district  to  come  before  the  court  and  make 
a complaint,  and  receive  a decision  of  the  same 
nature  ? — I am  afraid  I cannot  answer  the  ques- 
tion more  completely  than  I have  done.  I say  I 
should  strongly  object  to  it.  It  is  practically 
handing  over  the  control  of  all  the  rates  upon  the 
railways  to  another  tril'unal.  I think  the  owner- 
ship and  the  poAver  Avithin  the  conditions  Avhich 
Parliament  has  imposed  upon  us  should  be  in  the 
same  hands.  But  I have  a preliminary  objection, 
and  that  is,  that  I fail  to  see  any  grounds  for  such 
a poAver  being  asked. 

13952.  The  same  objection  might  have  been 
raised  before  the  constitution  of  the  court,  as  you 
raise  at  present  by  saying  that  there  Avas  no 
ground  for  individual  complaint?  — I think  that 
the  experience  of  the  few  years  that  the  Kailway 
Commission  has  been  in  existence  shoAvs  that  Ave 
Avere  quite  right  in  saying  so,  and  Ave  certainly 
did  say  so. 

13953.  Assuming  that  there  are  grounds,  is 
not  the  one  as  just  as  the  other  ? — You  must  not 
take  it  that  the  railway  companies  assented  to  the 
appointment  of  the  Kailway  Commission,  because 
they  did  not. 

Chairman. 

13954.  This  doctrine  of  undue  preference  Avas 
not  started  contemporaneously  with  the  starting 
of  the  Kaihvay  Commission  ? — No,  it  Avas  started 
in  1854  ; it  was  simply  a transference  of  the 
poAvers  of  the  Court  cf  Common  Pleas  to  the 
Kaihvay  Commissioners. 

ISIr.  Callan. 

13955.  I believe  the  fish  supply  of  London  is 
a matter  Avhich  is  at  present  attracting  a great 
deal  of  attention  ? — It  has  for  many  years,  and  is 
again  attracting  the  attention  of  the  public. 

13956.  I believe  your  company  is  one  of  the 
principal  means  of  the  fish  supply  to  London, 
especially  the  supply  from  the  Avest  coast  of 
Ireland  ? — W e are  about  the  third  as  carriers  of 
fish,  and  the  Great  Western  Company  carries  a 
large  quantity  of  fish  from  the  Avest  coast  of 
England,  and  also  from  the  coast  of  Ireland. 

13957.  What  are  the  principal  fishing  stations 
from  Avhich  you  carry  in  England  ? — Brixham, 
Plymouth,  St.  Ives,  and  Penzance. 

13958.  And  Milford  Haven  ? — Yes,  Milford 
Haven  for  fish  from  Kinsale  and  the  south  coast 
of  Ireland. 

13959.  But  not  for  local  purposes? — Not  for 
local  purposes. 

13960.  Taking  the  fish  supply  furnished  from 
Milford  Haven  is  it  as  large  as  that  from  Brix- 
ham  ? — I should  say  it  is  larger. 

0.54. 
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13961.  Then  I may  take  it  that  Milford  Haven 
is  your  principal  fish  station  ? — I should  say 
it  is. 

13962.  Have  you  any  Idea  what  are  your 
rates  from  Milford  Haven  to  London  ; have 
you  a through  rate  from  Kinsale,  or  is  it  a local 
rate  from  Milford  Haven  ? — It  is  a local  rate 
from  Milford  Haven. 

13963.  Have  you  no  arrangements  with  the 
scrcAV  steamer  coming  from  Kinsale? — We  have 
no  arrangements  for  rates  Avith  them ; Ave  only 
give  them  facilities  at  Milford  Haven ; we  gi\'e 
them  every  facility  Ave  possibly  can  at  Milford 
Haven. 

13964.  You  send  the  fish  that  come  by  the 
passenger  mail  trains,  do  you  not  ? — When  the 
fish  season  is  on,  Ave  send  it  by  special  trains. 

13965.  Take  mackerel,  is  not  that  on  at  pre- 
sent?— Yes,  it  is  toAvai’ds  the  end  of  the  season 
for  mackerel,  but  it  has  not  been  a good  year  for 
them. 

13966.  E.xcept  from  Limerick  and  the  mouth 
of  the  IShannon? — Yes,  a good  deal  of  that  has 
gone  through  Dublin. 

13967.  The  facilities  that  you  afford  the  fish 
traffic,  are  that  you  send  it  by  mail  and  by  pas- 
senger train  ? — Yes,  but  you  may  take  it  that  it 
nearly  all  goes  by  special  train. 

13968.  Those  are  the  increased  facilities  ? — 
Yes,  it  is  an  increased  facility  in  the  consignors 
own  interest  as  Avell  as  in  our  Interest,  because 
Ave  could  not  carry  that  large  amount  of  fish  in 
a passenger  train  Avithout  causing  undue  de- 
tention. 

13969.  What  do  you  charge  for  a box  of  fish 
from  Milford  Haven  to  London  ? — From  Milford 
Haven  to  London  the  rate  is  65  s.  6 cf.  per  ton, 
including  delivery. 

13970.  What  do  you  pay  for  delivery? — It 
varies  from  6 s.  to  8 s.  per  ton. 

13971.  Comparatively  speaking,  the  charge  is 
heavier  than  any  other  terminal  for  a similar 
commodity  ? — It  is  heaA'y  because  there  is  a 
A^ei'y  great  delay  in  getting  fish  into  the  market. 
We  unload,  say  a four-ton  truck,  at  Paddington, 
in  about  15  or  20  minutes.  Then  we  race  it 
down  to  the  market,  getting  there,  perliaps,  in 
three-quarters  of  an  hour,  and  then  Ave  are 
delayed  at  the  market  so  long  that  I am  in- 
formed it  takes  three  hours  to  unload  the  same 
quantity  there  as  Avas  unloaded  at  Paddington  in 
15  or  20  minutes. 

13972.  When  that  fish  is  brought  to  Padding- 
ton, do  the  fish  dealers  meet  the  train  at  Pad- 
dington ? — No  ; it  is  generally  consigned  direct 
to  the  market. 

13973.  Is  it  the  custom  at  Paddington  to  re- 
sort the  fish,  and  re-transmit  it  back  again  to  the 
country,  taking  the  case  of  general  fish  ? — Not 
to  such  an  extent  as  it  used  to  be,  if  you  are  now 
referring  to  the  West  of  England  fish. 

13974.  Are  there  any  facilities  at  Paddington 
for  re-distribution  ? — It  is  done  at  the  passenger 
platforms. 

13975.  To  the  great  inconvenience  of  all  par- 
ties, I presume? — Yes;  to  the  great  inconve 
nience  of  all  parties  I am  afraid,  except  the  fish 
dealers. 

13976.  With  regard  to  the  Billingsgate  Mar- 
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ket,  and  the  terminals  there,  is  not  the  large  ex- 
pense of  terminals  consequent  upon  the  great 
delay  arising  from  the  insufficient  accommodation 
at  Billingsgate  Market? — Yes;  I am  told  by  our 
carting  agent,  "who  has  delivered  the  fish  by  the 
Great  Western  Railway  for  the  last  30  years, 
that  he  has  been  delayed  as  much  as  eight  hours 
in  unloading  a cart  load  of  fish ; in  tact,  that  his 
carts  have  been  sent  away  to  Tower  Hill,  and 
have  had  to  remain  there  until  they  could  take 
it  in. 

13977.  Has  your  attention  been  directed  to 
the  evidence  which  has  been  given  within  the 
last  few  days  before  the  Committee  sitting  upon 
that  subject  ? — I saw  that  that  Committee  had 
begun. 

13978.  Is  this  statement  true  which  was  made 
before  them,  “ That  the  railway  coihpanies 
afford  fish  salesmen  no  facilities  for  bringing  fish 
to  London  ” ? — I hope  it  is  not  true  ; I believe 
that  all  the  railway  companies  are  exceedingly 
anxious  to  develop  the  fish  traffic. 

13279.  As  far  as  you  are  aware,  is  it  not  an 
utterly  untrue  statement  ? — As  far  as  it  affects 
us,  it  is  utterly  incorrect,  and  as  far  as  it  affects 
the  Eastern  Counties  Company,  I believe,  it  is 
also  utterly  untrue. 

13980.  Do  you  believe  iu  this  statement: 
“ The  railway  companies  could  afford  to  bring 
fish  to  London  50  per  cent,  cheaper  than  they 
do  ” ? — Fifty  per  cent,  cheaper  than  they  do 
would  be  an  enoi’mous  reduction,  but  I am  cer- 
tain of  this,  that  the  companies  would  be  very 
willing  to  encourage  the  trade  in  coarse  fish  to  a 
large  extent,  if  it  could  be  done  ; it  is  quite 
their  interest  to  do  so.  I suppose  there  is 
scarcely  likely  to  be  an  appreciably  larger  de- 
mand for  the  best  fish  ; but  we  are  always  told 
that  we  might  bring  more  coarse  fish. 

13981.  Another  statement  which  has  been 
made  is  this : “ The  reason  why  the  railway 
companies  afforded  no  facilities  for  the  transfer 
offish  to  London  was  that  they  had  too  much 
traffic  already  iu  hand.”  Is  that  the  case  with 
you  ? — It  has  not  been  the  case  with  the  Great 
Western  Company  ; we  should  be  very  glad  to 
see  10  times  as  much  fish,  and  could  deal  with  it 
without  difficulty. 

13982.  Are  you  aware,  at  any  time,  of  fish 
Laving  been  detained  upon  your  system  of  rail- 
ways, in  consequence  of  telegrams  from  London 
about  market  operations? — JNot  to  my  know- 
ledge ; I would  not  like  to  say  all  I have  heard 
about  the  way  in  which  the  fish  trade  of  London 
is  managed. 

13983.  But  you  have  heard  it  from  your 
subordinates,  on  the  railway,  I presume  ? — ^^I 
have  heard,  as  everybody  else  has,  that  there  is 
what  is  called  a “ fish  ring.”  Of  course  it  must 
be  obvious  to  everybody  that  fish  in  London  is 
not  consumed,  as  an  article  of  food,  but  as  an 
article  of  luxury. 

13984.  Have  you  ever  had  fish  in  your  trains 
awaiting  orders  from  Billingsgate  market? — I 
have  not ; but  we  have  heard  of  it. 

Chairman. 

13985.  Have  you  heard  of  fish  coming  up  to 
Paddington,  and  being  sent  back  into  the  country 
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immediately  on  arrival  ? — I have  seen  it  myself, 
but  that  would  be  fish  probably  which  had  come 
up  to  London  direct  from  Brixham,  and  was  sent 
back  say  to  Bath.  Of  course,  that  is  a thing 
which  quite  suits  the  railway  company. 

IMr.  Pell. 

1 3986.  That  is  nothing  but  what  I may  call  the 
usual  middleman’s  transactions  ? — I have  been 
told  in  that  case  that  parties  at  the  fishing  stations 
send  fish  to  certain  salesmen  in  London,  and 
that  the  tradesmen  in  the  towns  can  rely  upon  a 
regular  supply  from  London  better  than  they  can 
from  the  fishing  station. 

Mr.  Callan. 

13987.  Do  you  not  think,  taking  into  consider- 
ation also  the  complaints  which  you  have  heard 
made  with  regard  to  Billingsgate  Market  that  if 
you  had  a station  somewhere  upon  the  north 
western  side  of  London  for  the  redistribution  of 
fish  which  could  be  got  at,  and  served  by  the 
Great  Northern,  the  London  and  North  Western, 
and  the  Midland  Company  and  yourselves,  that 
for  the  country  districts  around  London  and  for 
the  suburbs,  it  would  be  a very  great  conveni- 
ence ? — It  would  be  a very  great  advantage  to 
have  some  different  arrangement  for  the  supply 
of  fish  both  in  the  interest  of  the  public  and  of 
the  railway  companies,  and  that  I assume  must 
result  from  this  inquiry  to  which  you  have  re- 
ferred. 

13988.  Then  if  there  were  a station  somewhere 
on  ihe  north  west,  served  by  these  railways,  the 
increased  facilities  of  distribution  over  the  Metro- 
politan and  Metropolitan  District,  the  North 
London  and  the  Suburban  Railways,  would  ma- 
terially tend  to  lower  the  price  of  fish  to  the 
consumer  in  London  instead  of  having  these  heavy 
terminals  to  pay  for  transmission  to  Billingsgate, 
and  the  long  delays  consequent  thereon? — If  a 
convenient  station  could  be  fixed  upon  to  which 
all  fish  might  be  sent,  it  would  very  likely  tend 
to  break  down  the  restrictions  which  exist  now 
upon  the  fish  trade,  and  so  would  reduce  the 
price. 

13989.  Naturally? — I do  not  like  to  speak 
strongly  upon  a matter  which  I only  know  at 
second  hand. 

13990.  As  far  as  your  company  is  concerned 
you  would  be  able  to  furnish  through  another 
witness  detailed  evidence  upon  this  subject 
directly  ? — Yes. 

Mr.  Lowther. 

13991.  If  there  were  such  a depot  as  the 
honourable  Member  suggests  in  the  north 
western  part  of  London,  it  would  be  a very  ex- 
pensive affiiir  probably,  would  it  not? — I say  if 
it  were  at  a convenient  site,  accessible  to  all  the 
companies. 

13992.  But  would  it  not  be  a very  expensive 
thing  to  construct  such  a depot? — It  depends 
upon  where  it  is ; if  it  were  iu  the  heart  of  the 
city  it  would  be. 

Mr.  Callan. 

13993.  I rather  meant  towards  Willesden  or 
some  part  like  that  ? — So  I understood. 

13994.  Did 
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Mr.  Lowther. 

13994.  Did  you  ever  hear  of  fish  being  sup- 
plied to  Swansea  by  railway  ? — Yes,  we  carry 
fish  every  morning  from  Grimsby  and  the  East 
Coast  to  Swansea. 

Mr.  Callan. 

13995.  Is  there  no  fish  in  the  Bristol  Channel? 
— Not  to  any  large  extent;  we  w'ould  rather  look 
to  the  western  coast  of  Ireland  as  the  place  from 
which  an  increased  supply  of  fish  will  come  at  all 
events  to  the  Great  Western  Railway  system. 

13996.  Have  you  any  through  fisli  rates  from 
Waterford  ? — Yes. 

13997.  Has  that  rate  been  to  any  extent 
availed  of? — No,  not  to  the  extent  that  we  had 
expected  ; we  have  been  rather  disappointed. 

13998.  What  is  the  rate? — We  carry  it  at 
three-eighths  of  a penny  per  pound. 

13999.  And  what  is  the  rate  from  Milford 
Haven  to  London? — About  a farthing. 

14000.  You  carry  mackerel  from  Milford 
Haven  to  London  at  a farthing  a pound  ; is  that 
correct  ? — We  do. 

14001.  Have  you  any  idea  what  mackerel 
costs  from  Kinsale  to  Milford  Haven? — No. 


Mr.  Lowther. 

14002.  It  has  been  suggested  that  the  railway 
companies  should  reduce  their  coal  rates,  because 
the  coal  trade  is  unprofitable;  is  that  so? — '1  hat 
is  the  suggestion,  as  I understand,  which  was 
made  by  two  Members  of  the  Committee. 

14003.  Other  trades  may  be  doing  a better 
business  than  the  collieries  ; have  you  raised  the 
rates  to  those  which  are  more  prosperous  ? — In 
1872  and  1873  advances  were  made  in  some  of 
the  rates  in  other  trades,  but  only  in  cases  in 
Avhich  it  was  thought  that  the  rates  had  been 
unduly  reduced  owing  to  the  excessive  com- 
petition. 

14004-  Would  you  think  it  advisable  for  the 
railway  companies  to  raise  and  lower  rates  ac- 
cording to  the  good  and  bad  trade  3 — Only  in  the 
case  of  the  manufactures  of  iron,  and  articles  of  that 
description  ; I think  it  would  be  very  undesirable 
to  be  altering  our  rates  to  meet  all  the  fluctua- 
tions in  the  market;  but  as  at  present,  when  the 
iron  trade  is  in  a very  bad  state,  we  are  very 
desirous,  as  far  as  Ave  can,  to  meet  them  in  the 
cost  of  the  conveyance  of  the  raw  material. 

14005.  Mr.  Pope  I think  it  was  suggested 
that  all  the  rates  should  be  put  into  one  book  ; 
do  you  think  that  is  possible ; that  is  to  say,  that 
all  the  rates  of  each  railway  company  should  be 
put  into  one  book,  or  set  of  books  ? — You  might 
put  them  into  a'library  of  books;  of  course  we 
have  the  rate  books  in  the  chief  goods  manager’s 
office  for  every  station  upon  the  line,  and  I sup- 
pose we  have  600  stations. 

14006.  It  would  not  be  pi-acticable  to  publish 
such  a book  as  that,  would  it  ? — It  Avould  not  be 
practicable,  but  I might  go  further  and  add  that 
we  have  only  had  60  applications  to  see  our  rate 
books  ever  since  the  railway  companies  were 
required  to  allow  the  ])ublic  to  see  their  rate 
books  ; and  certainly  nobody  would  ever  buy 
them. 

14007.  Of  course  the  railway  companies  would 
not  give  them.  Now  it  has  been  suggested  that  the 
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four  great  railways  combine  rather  against  the 
public  interest  to  keep  up  the  rates ; is  there  a 
combination  of  that  kind  in  the  shipping  business 
do  you  think  ? — Nearly  all  trades  combine  to 
agree  to  prices,  I believe,  but  I think  it  could 
scarcely  be  said  that  the  railway  comiianies  com- 
bine, because,  as  I said  before,  I am  quite  certain 
that  any  one  of  them  would  retire  from  any 
arrangement  as  to  rates  immediately  they 
thought  it  equitable  to  do  so. 

14008.  When  the  representatives  of  the  four 
great  railroads  come  together,  are  ihey  always 
unanimous;  do  they  always  agree? — No,  they 
do  not  always  agree,  and  then  it  has  to  be  a 
matter  of  argument,  and  facts  have  to  be  brought 
to  bear  in  supj)ort  of  the  views  of  each  party  ; 
ir  must  obviously  be  a matter  of  information  and 
reason. 

14009.  You  have  to  make  very  large  contracts 
for  coals  ; do  you  find  the  possessors  of  the  coals 
combine  against  the  railway  companies  in  that 
sort  of  way  ?— We  are  told  that  they  combine  as 
to  the  prices  at  which  they  will  tender. 

14010.  You  have  stated  that  upon  the  Great 
Western  system  you  do  not  carry  anything  at  a 
loss  ? — We  do  not,  knowingly. 

14011.  But  you  have  had  to  take  over  occa- 
sionally some  lines  of  rails  which  have  not  been 
profitable  to  you? — es,  the  lines  themselves 
have  not  been  profitable  in  all  cases.  But  I re- 
ferred to  the  charges  upon  the  articles  of  goods  ; 
we  do  not  knowingly  charge  such  low  rates  as 
that  there  would  be  a loss  upon  the  conveyances. 

14012.  It  is  a convenience  to  the  public  that 
you  should  have  taken  these  lines,  and  that  they 
should  have  been  brought  into  your  system  ?— 
No  doubt  it  is. 

14013.  I think  you  stated  that  you  might  have 
a higher  rate  for  cattle,  if  you  chose  ? — Our  rates 
for  cattle  are  less  than  half  Avhat  we  are  entitled 
to  charge.  As  a rule  cattle  are  charged  about 
6 d.  per  truck  per  mile,  and  I should  think  that 
nearly  all  the  companies,  certainly  the  Great 
Western,  could  charge  twice  that  amount. 

14014.  I think  it  was  Mr.  Holland  who  said 
that  people  were  sometimes  nervous  about  coming 
here  to  give  evidence  ; do  you  believe  that  if  Mr. 
Holland  or  anybody  else  had  a real  complaint 
which  he  Avauted  to  make  public  he  Avould  be 
prevented  from  coming  here  by  any  such  fear  to 
make  a complaint?— I do  not  knoAv  Mr.  Holland 
personally,  but  I have  already  expressed  my 
opinion  upon  that  point  in  saying  that  I do  not 
knoAV  any  persons  on  the  Great  \Yestern  system 
Avho  would  be  deterred  from  coming  forward  if 
they  had  a real  grievance,  nor  do  I know  any 
persons  Avho  Avould  decline  to  come  forward 
at  all. 

Mr.  Pell. 

14015.  You  have  been  examined  about  the  milk 
rates  ; I do  not  know  whether  any  questions  were 
put  to  you  about  the  delivery  of  milk  in  London  ? 
— None. 

14016.  Will  you  tell  the  Committee  what  your 
practice  is  upon  the  Great  Western  with  regard 
to  milk  Avhen  it  arrives  at  the  station? — Hitherto 
it  has  been  unloaded  upon  the  up  arrival  ])latforra, 
and  distributed  there  ; but  we  are  at  present  con- 
structing a new  jflatforra  aAvay  from  the  passenger 
platform  upon  Avhich  they  Avill  be  able  to  carry 
on  the  milk  business. 
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14017.  You  run  no  special  trains  for  milk,  do 
you  ? — We  cannot,  I am  sorry  to  say,  run  spe- 
cial trains  for  milk. 

14018.  Did  you  not,  some  years  ago,  run  spe- 
cial trains  I’or  the  conveyance  of  killed  meat,  such 
as  lamb  from  the  west  ? — I do  not  remember 
that ; we  do  run  a train  now  which  brings  up 
perisiiables,  but  that  is  a regular  train. 

14019.  What  do  you  call  perishables  ; meat, 
vegetables,  and  milk  ? — Milk  is  taken  by  passen- 
ger train,  but  this  is  a sort  of  mixed  goods  train 
running  more  rapidly  than  the  general  goods 
trains. 

14020.  You  never  carried  milk  by  goods 
trains,  did  you? — We  may  have  carried  a little, 
but  it  is  not  within  my  knowledge  that  we  have 
carried  any  at  all. 

14021.  Have  you  any  other  articles  which  are 
treated  in  the  same  Avay  as  milk  with  regard  to 
delivery  beyond  the  station  when  they  are 
brought  up  by  passenger  trains? — No,  there  is 
nothing  that  comes  in  in  any  considerable  quan- 
tity. 

Mr.  Lowthcr. 

14022.  And  you  do  not  deliver  the  milk,  do 
you  ? — No,  we  do  not. 

Mr.  Pell. 

14023.  I wished  to  ascertain  if  there  were 
any  other  articles  treated  in  the  same  way  as 
milk,  namely,  delivered  on  the  platform  and 
fetched  by  the  consignees  ? — None, 

14024.  M hy  do  you  and  other  railway  com- 
panies adopt  this  exceptional  practice  with  regard 
to  miik  ? — Because  it  is  a perishable  article 
which  must  be  delivered  with  as  little  delay  as 
possible. 

14025.  Is  it  more  perishable,  for  instance,  than 
the  red  mullet  which  you  bring  up  from  Torbay  ? 
— A goed  deal  of  the  fish  which  is  brought  up 
by  special  train  is  also  taken  to  the  goods  plat- 
form, but  the  company  deliver  that  themselves ; 
it  all  goes  to  one  place,  viz.,  the  market. 

14026.  I suppose  the  system  which  all  rail- 
way companies  adopt  of  requiilng  the  consignees 
to  fetch  the  milk,  enormously  increases  the  price 
of  milk  ? — I was  not  aware  of  that,  I should 
have  thought  that  the  consignees  of  milk  had 
facilities  of  their  own  wdiich  w’ould  have  made 
t advantageous  to  them  to  come  and  take  it  away. 

14027.  Have  you  ever  witnessed  the  discharge 
of  a train  of  milk  and  the  removal  of  it  from  your 
station  ? — Yes,  I have. 

14028.  Have  you  ever  seen,  as  I have  seen 
upon  the  Great  Eastern  and  the  London  and 
INorth  Western,  a four-wheeled  vehicle  come  up, 
with  a horse  in  it,  to  fetch  aw'ay  only  two  churns 
of  milk  ? — I have  not  observed  that. 

14029.  It  has  not  struck  you  that  there  is  a 
waste  of  money,  time  and  powder  in  the  fetching 
of  the  milk  away  from  the  station  in  small 
quantities  by  the  smaller  dealers  ? — That  is  a 
matter  to  which  I have  not  addressed  my  atten- 
tion, nor  have  we  had  any  communications  with 
regard  to  the  delivery  of  milk.  My  owm  im- 
pression would  have'  been  that  it  would  have 
been  much  more  convenient  for  the  consignees 
to  fetch  it  themselves,  because  the  railway  com- 
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panics  would  scarcely  be  able  to  send  out  a cart 
with  only  two  cans  in  it. 

14030.  Most  of  the  milk,  I suppose,  comes  in 
the  morning  train  and  during  the  night  time  ? — 
Yes,  they  always  desire  to  have  the  milk  twice 
a day. 

14031.  You  make  no  arrangements  for  bring- 
ing up  milk  and  other  perishables  in  chilled  cars, 
do  you;  that  is  to  say,  cars  fitted  with  any  chilling 
apparatus  ? — No. 

14032.  AVould  delivery  by  your  own  vans  add 
much  to  the  freight  of  milk  coming  up  50  or  60 
miles  to  London  ? — Not  much  per  ton;  but  we 
would  have  to  keep  sjiecial  vehicles  for  the  pur- 
pose, and  those  vehicles  would  be  no  use  to  us 
during  the  other  portions  of  the  day. 

14033.  You  have  done  something  of  that  sort 
with  regard  to  passengers,  have  you  not ; I see 
small  omnibuses  now  going  about  London  to  meet 
a want  ? — Yes ; several  of  the  railway  companies 
have  now  established  a system  of  omnibuses. 

14034.  Has  the  Great  Western  many  of  them? 
— Yes,  the  Great  Western  has  some  of  them. 

Mr.  Dillunjn. 

14035.  Have  you  many  consignees  of  milk? — 
Yes,  great  numbers, 

14036.  And  in  very  small  quantities,  I suppose? 
— The  Aylesbury  Company  is  a very  large  con- 
signee ; the  others  are  smaller. 

Ml’.  Lou'tlier. 

14037.  They  w’ould  all  want  their  milk  delivered 
about  the  same  time  ? — They  would. 

Mr.  Pell. 

14038.  The  night  milk,  I suppose,  is  fetched 
aw’ay  about  four  o’clock  in  the  morning? — Yes, 
about  four  or  five  in  the  morning. 

Mr.  Bolton. 

14039.  You  would  require  a cart  for  each  con- 
signee ? — Yes,  for  each  consignee,  to  give  them 
satisfaction. 

Mr.  Pell. 

14040.  What  led  you  to  run  these  small  om- 
nibuses ? — Because  the  other  companies  adopted 
them. 

14041.  I am  a consignee  of  milk  myself;  if  I 
could  persuade  one  company  to  deliver  milk,  we 
Avill  say  the  Great  Eastern  Company,  you  pro- 
bably w’ould  follow'  suit ; we  can  send  off  the 
North  Western  line  into  Broad-street,  which  is 
w’all  to  wall  with  the  Liverpool-street  station  of 
the  Great  Eastern  ? — We  are  always  willing  to 
do  anything  which  is  reasonable  and  mutually 
advantageous  ; but  I think  considering  that  the 
consignees  have  their  own  carts  generally  for 
delivering  the  milk  about  the  streets,  it  w’ould 
really  be  unnecessary,  hloreover,  it  w'ould  be 
very  difficult  to  give  satisfaction  to  the  small 
dealers ; you  might  be  able  to  deliver  the  milk 
in  full  cartloads  to  the  larger  dealers,  and  they 
are  just  the  people  who  would  not  thank  you  for 
it,  because  they  could  do  it  themselves. 

14042.  I want 
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14042.  I want  to  ask  you  one  question  in 
clearing  up  your  cvitlence;  you  stated,  in  answer 
to  an  honourable  Member,  that  you  would  not 
agree  that  any  principle  should  be  laid  down  as 
to  the  adjustment  of  the  rates  beyond  what  now 
exists;  now  no  rule  exists  at  present,  exccjit  the 
maximum  which  is  put  into  the  Act  of  Parlia- 
ment ; but  everything  within  that  maximum  is 
left  to  the  will  of  the  railway  companies? — 
Subject  to  there  not  being  undue  preference. 

14043.  The  motive  which  guides  the  railway 
company  in  fixing  their  rates  is  to  obtain  the 
largest  amount  of  revenue,  is  it  not  ? — To  obtain 
the  largest  amount  of  net  revenue. 

14044.  When  the  company  first  started  they 
had  no  option  of  lowering  their  rates  at  all ; that 
option  was  given  in  1845,  and  coupled  with  the 
condition  that  they  should  not  give  undue  pre- 
ference ; that  was  so,  was  it  not? — That  is  so. 

14045.  Would  you  consent  to  something  of 
this  sort  being  inti'oduced,takc  a fixed  terminal  at 
so  much,  and  then  divide  the  distances  into  equal 
portions  of  50  miles,  say  50  miles,  100  miles,  and 
150  miles,  and  then,  for  instance,  say  that  there 
should  be  so  much  a mile  for  the  first  50,  so  much 
a mile  less  for  the  second  50,  and  so  much  a mile 
less  for  the  third  50,  but  always  making  it  a rule 
that  the  mileage  charge  for  the  second  or  third  or 
fourth  of  those  intervals  should  be  added  to  the 
full  amount  of  what  had  been  paid  before.  For 
instance,  supposing  a fixed  terminal  of  2 s.  a ton, 
and  that  the  first  50  should,  for  the  sake  of  argu- 
ment, be  a penny  a mile,  that  Avould  be  6 s.  2^/. 
for  50  miles,  and  then,  when  you  entered  into 
the  second  50,  it  might  be  reduced  to  a halfpenny 
a mile,  but  that  halfpenny  a mile  must  be  added  to 
the  6s.  2d.  which  applies  to  the  first  period  of  50. 
Now,  if  a rule  were  made  fixing  a mileage  rate 
which  would  apply  to  each  of  those  intervals  or 
distances,  it  would  com.e  to  what  you  object  to, 
viz.,  that  railway  companies  should  be  subject  to 
having  their  rates  fixed  by  an  outside  tribunal  ; 
but  supposing  it  were  thought  well  to  say  that 
the  railway  companies  might  reduce  their  mile- 
age as  they  liked,  but  must  vary  it  upon  this  prin- 
ciple, that  the  charges  in  each  division  of  50  must 
bear  the  proper  ratio  to  the  preceding  50,  or  the 
following  50  ; how  would  that  work.  I will  give 
you  one  case  as  illustrating  what,  at  all  events, 
it  would  prevent.  I had  a case  sent  to  me  from 
Hereford  in  which  they  make  this  complaint,  that 
the  charge  for  flour  from  Liverpool  to  Swansea 
is  so  much  less  than  from  Liverpool  to  Hereford 
(although  it  passes  through  Hereford  on  its  way) ; 
that  it  prevents  altogether  the  Hereford  man 
from  carrying  on  his  business  as  a miller  in  com- 
petition with  Swansea.  Tliose  suggestions  which 
I have  thrown  out  for  your  consideration  would 
prevent  at  anytime  such  a thing  from  happening  as 
that  a man  should  be  living  at  a spot,  and  see 
goods  carried  past  his  door,  paying  a very  much 
less  rate  than  he  pays  at  that  point? — If  that 
were  put  in  force,  it  would  tend  very  much  in- 
deed to  prevent  railway  companies  competing 
with  the  sea,  because  there  must  be  a point  at 
which  it  must  bo  more  profitable  to  a railway 
company  to  keep  up  their  rates  to  places  on  the 
coast  rather  than  reduce  their  inland  rates. 
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14046.  But  I rvould  leave  the  railway  com- 
panies full  play  within  their  maximum  rates,  to 
lower  the  rate  in  any  degree  tiiey  like  so  long  as 
they  keep  that  distance  pro])ortion  ? — Th.en  it 
would  be  slmi)ly  a question  of  what  the  figures 
were  ; if  the  companies  had  full  liberty  to  do  that, 
and  if  the  scale  was  equitable,  they  could  com- 
pete ; 1 do  not  see  any  reasonable  objection  to  it. 

14047.  Because  it  would  prevent  railways 
giving  this  extraordinary  advantage  to  some 
towns  carrying  goods  the  rvliole  distance  for  a 
less  sum  than  they  carry  half  the  distance  ; but 
yet  it  would  enable  the  railway  company  within 
those  limits  to  lower  their  rates  to  any  point  they 
like  ? — I am  afraid  I have  misunderstood  you, 
because  if  it  would  have  the  effect  you  have  just 
stated,  then  we  would  not  be  at  liberty  to  carry 
to  the  sea  coast,  beyond  Hereford,  at  less  rates 
than  the  rate  to  Hereford. 

14048,  Then  you  would  not  agree  to  that? — 
The  answer  which  I would  give  to  that  is  that 
it  Avould  be  an  inducement  to  the  railway 
comj)anios  to  avoid  competition  with  the  sea,  in 
many  places.  I Avill  give  you  a case  in  point : 
the  Great  Western  Company  are  in  Liverpool, 
and  they  are  also  in  Plymouth  ; steamers  run 
regularly  between  Liverpool  and  Plymouth  ; we 
would  take  it  into  consideration  whether  we 
would  fix  a rate,  of  course  not  so  low  as,  but  in 
com{)etition  with  the  steamers ; 1 Avill  assume 
that  the  rate  Ave  fixed  would  be  20  5.  a ton,  but 
then  Ave  would  not  be  at  liberty  to  charge  to  an 
intermediate  place  between  Liverpool  and  Ply- 
mouth more  than  20  s.  a ton.  We  might  be 
obliged  to  come  to  the  conclusion  that  the  in- 
termediate traffic  betAveen  Liverpool  and  Ply- 
mouth was  Avorth  10  times  as  much  as  the  Liver- 
pool and  Plymouth  traffic,  and  therefore  Ave  Avould 
let  tlie  steamers  carry  it  all;  it  then  becomes 
simply  a matter  of  consideration  Avhich  Ave  Avould 
do;  Avhether  Ave  Avould  compete  Avith  the  steam- 
ers, or  Avhether  Ave  Avould  not ; and  in  all  cases 
Avhere  Ave  Avould  lose  more  by  the  competition 
than  Ave  Avould  gain,  Ave  would  say,  we  Avill  not 
compete  Avith  the  sea,  let  the  steamer  carry  it. 

Mr.  Pease. 

14049.  And  raise  your  inland  rate  accordingly 
to  make  an  equal  profit  ? — Quite  so. 

Chairman. 

14050.  Mr.  Barclay  asked  you  if  you  kncAV  of 
the  case  before  the  Hallway  Commissioners,  of 
the  tin-plate  manufacturers  from  Swansea? — 
I referred  to  that  case  in  my  evidence  upon  the 
first  or  second  day ; it  Avas  Budd’s  case,  and  I 
said  if  that  princi})ie  is  to  be  carried  out  through- 
out the  country,  I am  as  certain  as  that  I am 
here  that  the  comjietition  betAveen  the  railways 
and  the  sea  Avill  to  a large  extent  be  reduced. 

14051,  When  you  say  between  Liverpool  and 
Plymouth,  it  must  be  a place  upon  the  direct 
line  of  communication  ? — I instanced  Liverpool 
and  Plymouth  because  that  is  a direct  route,  and 
is  about  250  miles,  and  therefore  the  rates  be- 
tAveen the  extreme  places  Avould  govern  the  rates 
to  all  intermediate  })laces,  and  then,  of  course, 
we  could  not  compete  with  the  sea. 

14052.  Do  you  justify  by  sea  competition  this 
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case  of  the  charges  as  between  Liverpool,  Here- 
ford, and  Swansea? — 'I'hat  is  our  justification  if 
we  are  to  be  permitted  to  compete  with  the  sea  at 
all  ; it  is  perfectly  clear  that  a consignee  in 
Plymouth  will  not  pay  us  a very  much  higher 
rate  tlian  he  pays  to  the  steamer;  he  would  be 
doubtless  willing  to  pay  us  something  more  on 
many  classes  of  goods,  because  the  railway 
company  can  give  him  a facility  which  the 
steamer  cannot  do,  that  is  to  say,  the  railway 
carries  every  day,  whereas  the  steamers  may  only 
carry  once  a week. 

14053.  Your  answer  would  be  that  Hereford, 
before  the  days  of  railways,  would  have  had  no 
chance  of  getting  its  goods  at  the  same  rate  as 
Swansea? — None  whatever;  and  also  I may  add 
that  there  is  no  flour  which  passes  between 
Liver])ool  and  Swansea,  there  is  some  which 
passes  between  Chester  and  Swansea;  but  even 
if  there  were  any  flour  traffic  between  Liverpool 
and  Swansea  they  would  send  it  by  Avater  if  we 
raised  their  rate,  and  the  Hereford  man  v\ould 
be  no  better  oft*  than  he  is  now. 

J4054.  The  Great  Western  Company  has 
bought  up  the  Gloucester  and  Hereford  Canal, 
has  it  not  ? — The  canal  was  forced  upon  us,  I 
can  assure  you  ; it  was  not  bought  up  Avith  any 
desire  on  our  part  to  have  it. 

14055.  Has  not  the  action  of  the  Great  West- 
ern Pailway  Company,  Avhether  forced  upon 
them  or  not,  taken  aAvay  the  independent  com- 
petitioii  Avhich  Hereford  Avould  have  had  ? — 
They  have  had  it  up  to  to-day,  and  they  have  not 
suffered  by  it ; it  is  Avorking  still. 

Mr.  Monk. 

14056.  Was  not  the  canal  closed  upon  the  1st 
July? — Notice  Avas  given  to  close  it  upon  the 
1st  July  ; but  it  is  not  actually  closed  yet. 

Mr.  M or  ley. 

14057.  I am  rather  curious  to  ask  why  if  you 
did  not  Avant  it,  you  bought  it?- — It  Avas  one  of 
the  engagements  that  Ave  rather  inherited ; the 
fact  of  the  matter  was  that  the  canal  belonged  to 
j)arties  to  Avhom  it  Avas  not  profitable,  and  they 
did  not  see  their  Avay  to  its  being  profitable. 
They  Avere  very  anxious  to  have  a raihvay  in  the 
district,  and  I think  it  Avas  part  of  an  arrange- 
ment between  the  promoters  of  a line  running  to 
Mai  vern  and  doAvn  that  distinct,  and  somehoAV  Ave 
got  saddled  Avith  it.  But  it  Avas  from  no  desire 
on  our  part  to  have  it ; the  traffic  on  the  canal  as 
a matter  of  fact  is  so  small  that  it  Avould  be  of 
very  little  consequence  Avhether  it  Avas  closed  or 
not. 

14058.  But  it  used  to  be  enormous  before  you 
became  carriers,  did  it  not  ? — Before  the  Here- 
ford, Ross,  and  Gloucestershire  line  Avas  con- 
structed, and  before  the  Worcester  and  Hereford 
line  Avas  constructed,  there  Avas  some  traffic  uiion 
it,  but  the  tolls  Avere  last  year  only  about  2, COO  /. 
upon  30  or  40  miles  of  canal. 

Chairman. 

14059.  Turning  for  a moment  to  the  Ajipendix 
to  a Taper  Avhich  I handed  in  Avith  regard  to  the 
Great  AVestern  rates,  I avouUI  ask  you  to  test 
one  or  tivo  of  those  apparent  anomalies  ; take  for 
instance  the  special  class  rate  to  Slough,  which  is 
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less  than  to  Southall;  Avhy  should  that  be  so  ; they 
are  both  of  them  non-competitive  places?  — The 
rate  between  London  and  Windsor  many  years 
ago  for  the  special  class  of  traffic  was  reduced 
in  competition  Avith  the  river,  and  i think, 
about  8 or  10  years  ago,  the  people  in  Slough 
complained  that  their  rate  Avas  higher  than  to 
AA'indsor,  and  thereupon  down  came  the  Slough 
to  the  AViiidsor  rates,  and  the  other  rates  have  not 
been  touched, 

14060.  It  is  the  survival  of  an  extinct 
competition  ? — There  is  no  large  amount  of 
comj)etition  by  the  river  noAV,  but  the  r.ates  have 
been  unaltered. 

14061.  There  is  another  anomaly  Avhich  is 
not  explained  by  competition,  namely,  betAveen 
Reading  and  Pangbourne.  The  sjoecial  and  the 
fifth  classes  are  the  same,  and  in  all  the  other 
classes  the  rates  vary ; is  there  any  reason  for 
that? — There  is  only  five  miles  difference  betAveen 
Reading  and  Pangbourne,  and  in  looking  at  the 
matter  I find  the  Reading  rates  Avere  revised 
some  years  ago  in  connection  Avith  the  two  other 
companies  which  run  to  Reading,  and  no  notice 
was  taken  of  the  Pangbourne  rates. 

14062.  Then  it  is  an  oversight  ? — Yes,  but  it 
is  a very  small  traffic  to  Pangbourne  ; and  Ave 
do  not  profess  to  fix  the  rates  exactly  on  the 
mileage. 

14063.  As  the  raipAay  company  have  agreed 
to  the  classification  in  the  Clearing  House  list, 
is  there  any  reason  Avhy,  if  the  rate  is  reduced 
upon  one  article  on  the  list,  it  should  not  be  re- 
duced upon  all  the  other  articles  in  the  same 
class  ? — We  Avould  only  give  a reduced  rate  to 
one  article  in  the  class,  because  v\e  Avere  satisfied 
that  it  Avould  not  bear  the  ordinary  rate  ; but  if 
we  had  to  reduce  the  rate  upon  every  other 
article  in  the  class,  then  it  Avould  come  A'ery  much 
to  the  question  that  1 referred  to,  as  regarded 
the  competition  betAveen  Liverpool  and  Ply- 
mouth, that  Ave  might  not  reduce  u})on  it  at  all. 
In  many  parts  of  the  country  the  traffic  Avould 
not  bear  the  full  rate  according  to  the  class  in 
Avhich  the  goods  Avere.  There  are  cases  in  Avhich. 
a traffic  Avhere  it  jjasses  in  large  quantities,  or 
Avhere  it  is  an  article  used  for  manufacture,  re- 
quires us  to  give  a special  rate  to  enable  pcojde 
to  carry  on  the  business.  In  other  parts  of  the 
country  the  same  ti’aflic  may  pass  in  very  small 
quantifies,  and  in  Avhat  small  quantities  it  does 
pass  in,  can  bear  the  full  rates. 

14064.  Noav  about  your  Ioav  rates  on  imjiorted 
goods;  is  that  general  or  particular ; do  you  do 
it  all  over  your  system  ? — \Ye  haA*e  rates  for 
import  and  ex])ort  goods,  as  betAveen  London  and 
Liverpool,  and  Liverpool  and  SAvansca,  but  they 
are  almost  ahvays  for  goods  in  transit  exce])t  in 
the  case  of  meat ; Ave  do  not  charge  loAver  rates 
upon  import  traffic  than  we  do  for  local  rates  as  a 
general  rule.  BetAveen  Liverpool  and  London 
we  have  a rate  of  25  5.  for  import  and  -export 
goods,  but  Ave  do  not  do  that  say  for  Reading;  they 
are  goods  Avhich  Avould  probably  come  to  London 
and  go  thence  to  Liverj)ool  by  sea  instead  of 
being  taken  to  Liverpool  by  our  oayii  railAvay. 

14065.  That  would  a])ply  to  places  Avhere  there 
is  sea  competition? — Ye< ; that  Avould  apply  to 
jdaces  Avhere  there  is  sea  competition  and  also 
to  direct  competition  from  places  abroad. 

14066.  We 
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Chairman — continued . 

14066.  We  have  had  evidence  that  the  articles 
which  -would  most  easily  find  their  exit  by  Cork 
into  England  were  obliged  to  go  via  Dublin, 
owing  to  the  rates  beingadjusted  to  favour  Dublin, 
and  the  question  I would  ask  you  is,  whether 
through  rates  have  been  ajiplied  for  by  your 
company  through  Cork  ? — No,  I believe  we  never 
applied  for  through  rates  to  the  Greiit  Southern 
and  Western,  either  by  Cork  or  Wa'erford. 

14067.  Then  you  do  not  book  through  to 
Ireland  ? — We  do  not  book  through  to  Ireland 
by  the  Great  Southern  and  W estern,  either  by 
Cork  or  Waterford,  but  we  do  by  the  Waterford 
and  Limerick. 

14068.  Is  that  owing  to  a tenderness  of  feel- 
ing upon  your  parts  towards  the  London  and 
North  Western  Company? — No,  a through  rate 
via  Cork  would  not  be  necessarily  against  the 
London  and  North  Western  Company. 

14069.  They  profit  by  it,  they  get  the  trade 
by  Dublin  ? — If  we  desired  to  have  a through 
rate  -we  would  apply  to  the  Great  Southern  and 
Western  liailway  Company,  and  if  we  showed 
them  good  grounds  why  we  should  have  a 
through  rate  we  might  probably  get  it  without 
going  to  the  liailway  Commissionei's.  But  we 
have  not  at  present  negotiated  the  matter  with 
them. 

14070.  But  surely  it  would  be  very  desirable 
that  the  district  lying  between  Cork  and  W atei’- 
ford  should  have  a throuo-h  rate  to  England  via, 
JMilford,  would  It  not  ; they  have  complained  to 
the  Committee  very  much  about  it  ?-— I did  not 
read  the  Irish  part  of  the  evidence. 

14071.  You  have  not  applied  for  a through 
rate  ? — We  have  not. 

14072.  Have  you  boats  of  your  own? — We 
have  boats  of  our  own  to  W aterford. 

14073.  Could  you  tell  me  -what  extent  a full 
consignment  at  one  time  reduces  the  cost  to  the 
railway  company?  — Full  truck  loads  and  full 
train  loads  undoubtedly  are  a great  advantage  to 
railway  companies. 

14074.  How  much  would  full  train  loads 
reduce  the  cost  of  conveyance  ? — First  of  all  it 
would  ensure  a good  receipt  per  train  mile,  and 
then  if  the  traffic  is  passing  for  a long  distance 
over  our  system  the  expenses  of  working  are  less 
in  proportion  than  for  a short  distance. 

14075.  I was  talking  rather  about  the  quantity 
consigned  than  the  distance  travelled  ? — There 
is  no  traffic  that  we  get  in  very  large  quantities 
beyond  iron  ore  and  coal,  excepts  in  gluts  of 
perhaps  50  tons  at  a time,  but  not  full  train 
loads ; there  is  nothing  in  this  country  like  what 
they  have  in  America,  viz.,  full  trains  loads  of 
food. 

Mr.  Pell. 

14076.  Would  you  carry  in  a coal  train  a 
couple  of  trucks  of  coal  for  me,  or  for  any  private 
individual,  say  between  the  pits  and  my  station  ? 
— W e carry  coal  for  any  person  over  any  portion 
of  our  system. 

14077.  And  drop  it  out  of  the  train  at  any 
station  ? — Yes,  by  its  proper  train. 

14078.  Would  you  cari’y  it  at  the  same  rates 
as  you  carry  it  for  large  dealers,  who  would 
freight  a whole  train  ? — Precisely  the  same. 

14079.  You  make  no  objection  to  that? — We 
make  no  objection  whatever. 

0.54. 


Mr.  Bolton. 

14080.  A single  truck  would  not  be  as 
convenient  traffic  for  you? — It  would  not.  If 
a system  of  sending  single  trucks  were  carried 
on  to  a large  extent  all  over  the  railway,  there 
is  no  doubt  that  it  would  be  a disadvantage  to 
the  company  ; it  is  an  advantage  to  a railway 
company  that  certain  portions  of  their  trade 
should  be  carried  on  in  few  hands ; you  can 
readily  undei’stand  that  if  you  have  three  or  four 
traders  at  a station  doing  the  coal  trade,  to  do 
which  a certain  amount  of  shunting  of  full  and 
empty  waggons  is  required,  and  if  you  have  !i0 
or  30  persons  doing  the  same  amount  of  trade, 
then  of  course  you  have  five  or  six  times  the 
amount  of  shunting ; therefore  you  see  it  would 
be  a di.sadvantage  if  the  trade  were  split  up  all 
over  the  system ; but  as  a matter  of  practice  we 
do  not  object  to  single  trucks  ; we  carry  whatever 
is  given  to  us. 

Mr.  Pease. 

14081.  The  most  convenient  plan  is  to  send  to 
one  of  the  coal  mercliants  and  make  arrange- 
ments with  him  to  deliver  it,  is  it  not  ? — It  would 
be  most  convenient  to  have  it  all  in  one  hand. 

Mr.  Mulholland. 

14082.  Do  you  know  the  average  weight  of 
goods  carried  in  a train  ? — I have  handed  in  a 
statement  this  morning  to  Mr.  Barclay,  which 
shows  the  loads  which  our  trains  are  represented 
to  carry  over  the  various  portions  of  the  line. 

iMr.  Barclay. 

14083.  The  statement  shows  the  maximum 
number  of  trucks,  I understand? — Yes,  that 
is  so. 

14084.  It  does  not  give  an^  idea  of  the  load? 
— It  is  a copy  of  the  instructions  given  to 
guards  and  the  drivers  ; they  could  not  go  into 
the  question  of  what  was  the  load  in  each  truck  ; 
and  therefore  it  is  simply  a guide  to  them  to  know 
that  the  driver  must  take  a certain  number  of 
waggons. 

Mr.  Mulholland. 

14085.  You  know  the  tonnage  taken  over  your 
system  in  the  year,  do  you  not? — We  know  the 
gross  tonnage ; but  you  require  to  multiply  that 
by  the  number  of  miles  that  each  ton  travelled  to 
give  you  an  idea  of  the  number  of  tons  per 
mile. 

14086.  But  you  do  not  know  the  weight  of 
goods  carried  with  regard  to  the  cost  per  train 
mile  ; when  you  say  that  your  cost  per  train  mile 
is  so  much,  can  you  not  refer  in  any  way  to  the 
weight  of  the  goods  carried  ? — It  varies  very 
much  indeed  ; I have  explained  already  that  on 
some  parts  of  the  line  we  carry  from  180  to  220 
tons,  as  for  example  from  South  W ales  to  Swindon, 
and  then  it  is  from  Swindon  as  much  as  double. 
Upon  part  of  the  Pontypool  line  we  may  take 
as  much  as  300  tons  down,  but  upwards  we  could 
only  carry  60  to  80  tons. 

14087.  Is  the  cost  per  mile  increased  considera- 
bly by  the  weight  carried  ? — It  is  increased  but 
not  substantially,  because  the  engine  is  the  same, 
the  permanent  way  is  the  same,  and  the  guard 
and  the  driver  also. 

14088.  Do  you  believe  it  would  pay  you  to 
carry  goods  from  Liverpool  to  Plymouth  at  the 
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Mr.  MuUiolland — continued. 

rate  you  charge,  whatever  it  is,  if  they  were  not 
taken  in  combination  with  other  traffic,  for 
instance  it  might  help  you  to  fill  up  trains  which 
might  otherwise  be  going  emj)ty  ; therefore  what- 
ever you  got  would  be  profit,  except  what  the  ex- 
tra cost  would  be  owing  to  the  weight,  yet  it  might 
not  pay  you  to  send  a train  from  Liverpooi  to 
Plymouth  alone  for  those  goods.  I want  to  know 
whether  that  traffic  would  })ay  for  itself? — I 


!Mr.  MuUiolland — continued, 
think  it  ought  to  pay  for  itself  if  we  get  a full 
train  load.  Very  often  however  the  traffic  may 
only  leave  a very  small  profit  of  itself,  although 
it  helps  to  make  up  the  average. 

14089.  In  no  case  is  there  such  a loss  upon  the 
through  traffic  as  to  rer^uire  to  be  made  up  by 
higher  charges  upon  the  intermediate  traffic? — 
I do  not  know  of  any  traffic  carried  at  so  low  a 
rate  as  that  would  indicate. 


Mr.  George  Findlay,  called  in  ; and  Examined. 


Chairman. 

14090.  You  are  general  manager  of  the  Lon- 
don and  North  Western  Railway  Company? — 
I am. 

14091.  And  you  have  been  connected  with  the 
comp, any  for  nearly  20  years? — That  is  so. 

14092.  I think  the  London  and  North  Western 
system  has  been  made  up  by  amalgamations  with 
44  separate  undertakings? — It  has. 

14093.  And  in  addition  the  company  are  part 
proprietors  in  23  joint  lines?' — They  are. 

14094.  I do  not  tliink  we  need  trouble  the 
Committee  with  a list  of  those  lines,  but  I may 
ask  you  whether  the  princiital  or  general  toll 
powers  of  the  company  are  all  contained  in  the 
London  and  Noi’th  W estern  Amalgamation  Act, 
passed  in  the  year  1846  ? — Yes,  they  are. 

14095.  Will  you  recite  Section  62  of  that  Act, 
because  that  relates  to  maximum  tolls  ? — Section 
62  of  the  Act  of  1846  reads  as  follows;  And 
w’ith  respect  to  the  conveyance  of  goods,  the 
maxinuim  rates  of  charge  to  be  made  by  the  com- 
pany for  the  conveyance  thereof  along  the  rail- 
way, including  the  tolls  for  the  use  of  the  railway 
•and  waggons  or  trucks  and  locomotive  power, 
and  every  expense  incidental  to  such  conveyance, 
except  a reasonable  sum  for  loading,  covering, 
and  unloading  of  goods,  and  for  delivery  and 
collection,  and  any  other  services  incidental 
to  the  business  or  duty  of  a carrier,  where  such 
services,  or  any  of  them  are,  or  is  performed  by 
the  company.”  Then  I may  say  that  a question 
was  asked  of  Mr.  Grierson  with  regard  to  a clause 
in  the  Lancaster  and  Carlisle  Act  of  1844,  a ra,il- 
way  which  is  now  part  of  the  North  Western 
system  ; whether  that  clause  which  entitles  the 
company  to  make  a charge  for  the  use  of  the 
station  is  now  in  force.  It  is  so  ivith  regard  to 
that  part  of  the  London  and  North  Western 
system. 

14096.  Now  will  you  tell  the  Committee  the 
practice  prior  to  1846  of  the  London  and 
Birmingham  Railway  Comj)any  in  connection 
with  the  different  carriers  who  carried  goods  over 
their  line? — It  will  be  within  the  recollection  of 
the  Committee,  and  I think  Mr.  Grierson 
ex])lained  it  very  clearly,  that  the  carrying 
business  in  the  early  days  of  railroads  was 
conducted  liy  agents.  The  })rincipal  agents  in 
connection  with  the  London  and  North  Western 
Ct)mpany  were  Messrs.  Pickford  & Co,  INIessrs. 
Crowley  & Co.,  Messrs.  Chaplin  and  Horne, 
IMessrs.  Kenworthy  & Co.,  and  Messrs.  Carver, 
and  some  other  i)eople  who  carried  over  the 
whole  of  the  then  existing  lines  of  railway;  they 
paid  a toll,  and  they  performed  the  duty,  Messrs. 
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Pickford  especially,  of  loa,ding  and  unloading  the 
waggons,  and  the  cartage  and  delivering  at 
Bi  nningliam  and  London ; the  railway  company 
being  simply  receivers  of  toll  upon  the  declara- 
tion of  the  carriers  of  that  traffic  -which  passed 
over  their  railway,  Mr.  Grierson  also  correctly 
stated  that  the  first  goods  warehouse  which  was 
built  in  London,  at  least  in  connection  with  the 
London  and  North  Western  Company,  was 
built  by  Messrs.  Pickford ; and  after  a period  of 
time,  very  shortly  after  the  amalgamation,  the 
company  bought  that  warehouse  from  Messrs. 
Pickford  ; it  bec.ame  part  of  the  London  and 
North  Western  Company’s  property,  which  it 
remains  now. 

14097.  And  for  otlier  parts  of  their  business 
premises  did  the  carriers  pay  the  railway 
company  a,  rental  ? — They  did. 

14098.  Will  you  explain  ivhat  took  place  at 
other  places?- — -At  Birmingham,  at  Manches- 
ter, Stockport,  Macclesfield,  Wolverhampton, 
Northampton,  and  other  places,  the  railw.ay 
company  found  the  accommodation,  and  the 
carriers  paid  an  annual  rent  for  the  warehouse 
and  for  the  conveniences  attached  to  it. 

14099.  Then  it  was  I believe  in  1847  that  the 
London  and  North  WTstern  Company  took  into 
their  own  hands  this  business  of  carriers? — On 
the  1st  of  June  1847.  Very  shortly  after  the 
Amalgamation  Act  of  1846  they,  in  connection 
ivith  the  then  existing  companies,  came  to  an 
aiTangement  with  the  carriers  to  rejnesent  the 
company  as  agents  for  the  cartage  and  collection 
of  the  traffic  ; but  the  carrying  business,  the 
invoicing  and  conducting  of  the  business  in 
connection  -with  the  public,  was  transferred  from 
the  hands  of  the  carriers  to  those  of  the  Loudon 
and  North  Western  Company. 

14100.  You  wish,  I believe,  to  put  in  a com- 
parative statement  of  the  accommodation  enjoyed 
now  compared  to  what  was  enjoyed  under  the 
carriers  prior  to  the  opening  of  the  railway  be- 
tween London  and  Birmingham  ? — Referring 
back  to  the  evidence  which  was  given  when  the 
London  and  Birmingham  line  was  promoted  in 
1832,  I find  that  the  extent  of  the  business  that 
ivas  carried  on  between  London  and  Birmingham 
was  by  eight  regular  carriers’  waggons  running  in 
each  direction  daily  for  the  conveyance  of  goods. 
The  loads  to  London  averaged  about  2|  tons  per 
waggon,  and  the  rate  was  5 1.  per  ton ; the  loads 
from  London  to  Birmingham  however  only  aver- 
aged about  one  ton  per  waggon,  and  the  rate 
charged  in  that  direction  was  3 /.  a ton,  the  time 
taken  in  the  ti'ansit  being  generally  from  50  to 
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Chairman — continued. 

60  liours  ; at  the  same  period  35  fly  boats  passed 
up  and  as  many  down,  upon  the  canal  weekly 
between  London  and  Birmingham.  The  whole 
weight  of  traffic  carried  annually  from  Birming- 
ham to  London  was  27,300  tons,  and  the  rate 
charged  was  2 1.  10  s.  per  ton.  The  boats  from 
London  carried  on  an  average  14,560  tons  yearly, 
and  the  rate  charged  from  London  to  Birming- 
ham was  2 1.  2 s.  G d.  per  ton. 

14101.  And  with  regard  to  the  time,  how  long 
did  the  boats  take  ? — They  took  three  days  and 
three  nights  to  carry  that  distance;  the  canals 
were  stopped  annually  at  Whitsuntide  for  about 
10  clays  for  repairs,  and  of  course  there  were 
stoppages  at  certain  periods  of  the  year,  as  in  the 
wintei',  from  frost. 

14102.  Would  you  compare  that  with  the 
present  rates  charged  and  the  time  occu{)ied  in 
transit? — The  present  rates  between  London 
and  Birmingham  upon  the  average  are  18  s.  per 
ton,  and  the  time  occupied  is  not  more  than  six 
or  seven  hours. 

14103.  Will  you  now  state  what  was  the  ton- 
nage carried  between  London  and  Birmingham 
immediately  before  the  construction  of  the  rail- 
way, and  what  it  Avas  in  1880? — Immediately 
before  the  construction  of  the  railway,  the  mer- 
chandise traffic  carried  in  both  directions  l)etween 
J.ondon  and  Birmingham  by  road  and  by  canal, 
amounted  to  45,41 1 tons  a year,  the  traffic  carried 
by  the  London  and  North  Western  Company 
(that  is  exclusive  of  what  is  carried  by  the  (Treat 
Western,  and  the  Midland,  and  by  canal,  and  I 
believe  the  canal  is  carrying  more  than  it  did  in 
those  da^'s),  was  in  187t),  56,000  tons  in  round 
figures,  and  in  1880,  78,741  tonsj  so  tliat  practi- 
cally the  trade  between  London  and  Birmingham, 
although  divided  between  three  great  railway 
companies,  is  a constantly  increasing  quantity  as 
far  as  we  are  concerned. 

14104.  Will  you  give  the  Committee  the  same 
statement  as  between  Liverpool  and  Manchester; 
what  was  the  time  occupied  in  transit,  and  the 
rate  charged  before  the  railway  was  opened? — 
The  traffic  between  Liverpool  and  Manchester 
Avas  carried  by  canal  at  a cost  of  about  15  s.  per 
ton ; that  Avas  by  the  Duke  of  BridgeAvater’s 
canal,  and  the  time  taken  is  stated  to  have  been 
about  20  hours.  When  the  raihvay  Avas  opened 
the  charge  for  the  same  class  of  traffic  Avas  1 0 s. 
a ton. 

Lord  Randolph  Churchill. 

14105.  Is  this  amount  Avhat  the  companies  did 
charge,  or  Avhat  they  were  empoAvered  to  charge 
by  Act  of  Parliament  ? — It  Avas  Avhat  they  charged 
immediately  upon  the  opening  of  the  Liverpool 
and  Manchester  RallAvay  in  1830. 

Chairman. 

14106.  Would  you  just  state  to  the  Committee 
Avhat  were  the  rates  charged  by  Messrs.  Pickford 
and  Company  from  Manchester  to  London 
per  ton  in  1841,  1842,  and  1844  in  railway 
Avaggons  ? — In  1841  Messrs.  Pickford,  who  Avere 
the  principal  carriers  by  raihvay  and  canal 
betAveen  Manchester  and  London,  charged  for 
Avhat  Averc  then  the  principal  articles  passing 
betAveen  those  toAvns,  packs,  bales,  and  cases,  ol  s. 
6 d.  a ton  ; they  issued  that  rate  upon  the  6 th  of 
May  1841.  Upon  the  17th  of  October  1842  they 
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appear  to  have  reduced  the  rate  to  52  s.  6 d.,  but 
in  1844  it  Avas  adA'anced  again  to  2 s.  9 d.  per  cwt., 
Avhich  is  equal  to  55 jier  ton. 

14107.  What  is  the  rate  uoav  charged  by  the 
raihvay  companies  ? — The  rate  uoav  charged  by 
the  raihvay  companies  for  the  same  class  of  traffic 
is  40  5.  AA'hen  delivered  in  London,  for  use  and 
consumption  in  London,  and  for  shipment  it  is 
25  s.  a ton. 

14108.  Would  you  compare  the  charges  of 
Messrs.  Pickford  in  duly  1845  upon  tea,  coffee, 
sugar,  and  soap,  Avlth  the  present  charges  ? — 
Uj)on  the  1st  of  .July  1845,  the  charge  for  tea 
by  jNIessrs.  Pickford  and  Company  Avas  45  s.-  a 
ton,  it  is  noAV  40  5.  ; for  coffee  the  chai’ge  was 
37  5.  6 d.  a Ion,  it  is  noAv  27  s.  6d.  jier  ton  ; for 
sugar  the  charge  Avas  37  5.  6 d.  a ton,  it  is  now 
25  5.  per  ton  ; and  for  soaj)  the  charge  Avas  35  s, 
a ton,  Avhich  is  uoav  carried  at  27  s.  6 d.  pei 
ton. 

Mr.  Monk. 

14109.  Is  this  the  rate,  including  delivery? — 
The  rates  I have  last  quoted  as  the  present  rates, 
include  both  collection  and  delivery. 

Chairman. 

14110.  Would  you  noAV  kindly  mention  to  the 
Committee  the  sums  of  money  Avhich  have  been 
cxj)endcd  by  the  London  and  North  Western 
Company  in  providing  goods  station  accommoda- 
tion in  London,  Birmingham,  Liverpool  and 
Manchester,  and  the  cost  of  carrying  on  business 
in  those  tOAvns? — In  London  Ave  have  spent  in 
construction  of  accommodation,  and  the  necessary 
a})pliances  and  conveniences  in  connection  with 
the  goods  stations,  a sum  of  2,300,000  1.  In 
hlanchester  Ave  have  sfient  812,000  1.  ; in 
Birmingham  Ave  have  spent  250,000/.,  and  in 
Liverpool  (I  am  speaking  in  this  case  of  goods 
not  of  passenger  stations')  a sum  of  1,913,000  /. 

Lord  Randolph  Churchill. 

14111.  Do  the  figures  Avhlch  you  have  given 
as  to  the  other  places  include  passenger  stations? 
■ — No,  they  do  not,  but  I made  that  remark  for 
this  reason,  that  I mii.;ht  tell  the  Committee  that 
Ave  have  actually  spent  in  proA'iding  goods  stations 
in  Liverpool  a sum  tAvice  as  much  as  Avas 
required  originally  to  construct  the  Manches- 
ter and  Liverpool  RailAvay.  In  the  construction 
of  the  ^Manchester  and  Liveiqiool  RailAvay  Avith 
all  its  appliances  (1  am  not  speaking  of  the  first 
prospectus  that  Avas  issued,  but  in  1832  Avhen 
the  raihvay  Avas  completed  and  in  full  Avorking 
order),  Avith  stations  such  as  they  wei'e,  at  each 
end,  and  rolling  stock,  the  Manchester  and 
Liverpool  Company  had  spent  rather  under  a 
million  of  money,  Avhilst  to  day  Ave  have  spent  in 
the  construction  of  goods  stations  in  Liverpool 
alone  a sum  close  upon  2,000,000  /.,  that,  is  to 
say  1,913,000/.  Whilst  dealing  Avith  the 
terminal  question,  I should  like  to  be  alloAved  to 
say  that  the  cost  of  Avhat  Ave  call  the  handling  of 
the  gooc.8  in  London,  that  is  to  say,  the  loading 
and  unloading,  and  the  appliances  and  hydraulic 
Avorks  and  machinery  in  connection  Avitli  the 
Avorking  of  the  goods  stations,  Avas  2 s.  11  d,  per 
ton  in  London. 
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Mr.  Barclay. 

141 12.  That  was  the  charge  simply  for  loading 
and  niiloading  ? — Simply  loading  and  un- 
loading, and  the  wages  and  fuel  and  stores  in 
connection  with  the  Avorking  of  the  hydraulic 
machinery,  engines,  and  so  on. 

14113.  Including  clerks?- — ^Yes,  including 
clerks. 

14114.  And  gate  policemen,  and  so  on? — In- 
cluding everything  in  the  station  exclusive  of 
cartage. 

Mr.  Bolton. 

14115.  That  sum  does  not  include  interest 
upon  the  money  spent  upon  the  station  ? — I am 
going  to  give  that  separately,  but  that  sum 
ineludcs  everything  incidental  to  the  carrying  on 
of  the  business  of  our  station. 

14116.  Does  it  include  anything  for  risk, 
breakage,  and  pilferage  ? — it  includes  nothing  on 
that  account. 

Chairman. 

14117.  What  was  the  cost  per  ton  of  Avorking 
the  goods  traffic  upon  your  system  in  the  year 
1880  ? — The  cost  ])er  ton  at  London  during  1880 
Avas  2 .V.  1 1 -08  rf.,  at  Manchester  it  Avas  1 s.  8'47  f?.,at 
Birmingham  1 s.  5 d.,  and  at  Liverpool  1 s.  7'70d. ; 
then  you  add  interest  u])on  the  stations  at  4 
per  cent,  per  annum,  less  amount  received  in  the 
Avay  of  rent,  and  interest  upon  the  cost  of  construc- 
ing  terminal  stations  in  those  four  large  tOAvns,  it 
makes  the  cost  at  London  4 s.  3 d.  a ton,  at  Man- 
chester 2 s.  4 d.,  at  Birmingham  1 s.  9 </.,  and 
Liverpool  2 s.  3 d.  per  ton.  Then  in  addition  to 
the  expenditure  which  has  been  incurred  in  con- 
structing these  large  stations,  Ave  have  had  to 
provide  in  the  ueighbouihood  of  our  large  tOAvns, 
as  at  Willesden,  Edge  Hill,  and  other  places,  an 
enormous  mass  of  sidings  for  the  reception  of 
full  train  loads,  and  forming  and  shunt- 
ing and  marshalling  those  tiains  for  their 
ultimate  transit  over  the  raihvay.  I may 
say  that  at  Willesden  for  that  purpose,  Ave  liaA'e 
provided  20  miles  of  sidings  at  a cost  of  200,000  /., 
at  Edge  Elill,  that  is  at  Liverpool,  we  have 
constructed  30  miles  of  sidings,  and  have  in  course 
of  construction  eight  more,  making  38  miles  of 
sidings  at  Edge  Hill.  If  that  Avere  made  a 
double  line  of  raihvay,  practically  it  AAOuld  be  19 
miles  of  double  line,  Avbich  Ave  have  had  to  con- 
struct outside  Liver] )ool  to  carry  on  the  business 
in  connection  Avith  that  station.  At  Longsight, 
near  Manchester,  Ave  have  constructed  six  miles 
of  sidings  at  a cost  of  60,000  at  Copley  Hill 
Ave  have  constructed  three  miles  at  a cost  of 
27,000  /.,  at  Bushbury,  Avhich  is  near  Wolver- 
hampton, Ave  have  3^  miles  at  a cost  of  9,213  /., 
at  Adderle)' Park  near  Birmingham,  Ave  have  con- 
structed three  miles  of  sidings  at  a cost  of  7,880  1. 
Of  course  I could  multiply  these  instances  by  a 
great  many  others  throughout  tl.e  lines,  such  as 
Stalford  and  CrcAve,  and  other  places. 

Lord  Randolph  Churchill. 

141 18.  What  is  the  2n’inclj)al  object  of  this  line 
of  evidence  ; is  it  to  set  forth  the  deeds  of  the 
company  or  to  illustrate  any  particular  point? — 
The  object  of  the  evidence  is  to  shoAv  that  so 
costl}'  is  the  terminal  service  in  connection  Avith 
conducting  the  business  of  a large  railway,  and 


Lord  Randolph  Chnrchill — continued, 
so  necessary  Is  it  for  the  convenience  of  the 
public  that  these  facilities  should  be  provided, 
that  as  our  right  to  charge  for  terminal  service 
has  been  challenged,  Ave  say  that  our  right  is 
borne  out  not  only  by  the  statutory  powers  which 
are  given  us,  but  by  the  necessity  of  the  case, 
and  by  the  expense  of  carrying  on  this  large 
class  of  business. 

Chairman. 

14119.  Those  sidings  are  a convenience  to  pri- 
vate traders,  are  they  not? — They  are  a very 
great  convenience  ; in  fact  the  business  of  the 
colliery  owners  and  of  those  trading  in  ironstone 
and  the  heavier  commodities  could  not  be  carried 
on  unless  the  raiLvay  comjAany  did  jn-ovide  these 
conveniences. 

Mr.  Pease. 

14120.  The  only  return  for  those  sidings  being 
the  amount  you  get  in  terminals  ; is  that  so  ? — I 
was  going  to  observe  that  Avith  regard  to  coal  Ave 
do  get  a terminal  alloAA'ance,  Avhich  has  been 
authorised  by  Parliament,  of  Zd.  jjer  ton;  that 
is  the  only  charge  over  and  above  the  mileage 
rate  that  we  are  entitled  to  make, and  as  the  hon- 
ourable Member  has  said,  that  is  the  only  recom- 
jiense,  jn-actically,  that  Ave  get  for  jiroviding  this 
accommodation. 

Mr.  Barclay. 

14121.  For  jAi’ovidlng  Avhat  accommodation  ? • — 
For  providing  this  siding  accommodation. 

Chairman. 

14122.  Do  you  claim  that  you  ought  to  have 
the  right  to  charge  terminals  upon  the  coals  be- 
sides the  3 d.  that  you  have  authority  uoav  to 
charge? — No,  we  do  not;  we  had  the  question 
discussed  with  some  of  the  coal  associations,  par- 
ticularly with  the  Lancashire  Coal  Association 
after  some  question  of  dispute  Avith  regard  to 
GidloAv’s  case,  which  has  been  mentioned  to  the 
Committee,  and  in  consultation  with  some  of  the 
leading  members  of  ihe  coal  trade,  they  admitted 
that  they  thought  the  case  the  railway  companies 
put  before  them  Avas  a fair  one  to  be  dealt  with 
by  Parliament,  and  they  agreed  to  the  clause, 
and  three  years  ago,  i ihink  in  1877,  Ave  had  a 
clause  sanctioned  by  Parliament,  giving  us  the 
2)ower  to  make  a terminal  charge  ujjon  coal  traffic 
where  the  raihvay  comjrany  fiml  the  accommoda- 
tion at  the  stations. 

Mr.  Batclay, 

14123.  But  I understand  you  to  say  that  you 
do  not  consider  yourself  entitled  to  charge  ter- 
minals upon  coals  except  the  3 d.  per  ton  ? — I 
said  there  Avas  a doubt  upon  the  question,  and  as 
that  doubt  had  been  raised  by  a decision  of  the 
court  in  GidloAv’s  case,  although  Gidlow’s  case, 
I believe,  was  an  exceptional  one,  Ave  thought  it 
better,  by  a representation  to  the  coal  trade,  to 
get  the  princii)lc  admitted,  which  they  did  admit 
iqion  a case  we  put  before  them,  and  it  is  now 
j'art  of  the  legislation  upon  the  subject. 

14124.  Is 
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Mr.  Barnes. 

14124.  Is  that  exclusive  of  coal  drops  ? — think 
if  we  put  up  coal  drops  we  should  be  entitled  to 
make  a higher  charge ; I may  say  we  do  not 
adopt  the  principle  of  coal  drops  to  the  extent 
that  some  other  companies  adopt  them. 

Lord  Randolph  Churchill. 

14125.  This  3 e/.  a ton  is  the  only  charge  you 
make  upon  coals?— We  make_  no  charge  for 
taking  it  away  from  a private  siding ; but  if  we 
provide  accommodation  for  taking  it  away  from 
our  own  station,  then  we  make  a 3(?.  charge. 

14126.  You  make  no  other  charge  ?— No,  ex- 
cept as  regards  this,  that  I heard  a question  put 
to  Mr.  Grierson  whether  a charge  was  not  made 
when  the  traffic  Avas  consigned  to  a priA^ate  person, 
and  not  to  a trade.  It  is  a fact  that  if  a gentle- 
man living  in  the  country  has  a truck  of  coal 
consigned  to  his  own  order  at  the  station,  and  he 
has  not  a coal  wharf  at  the  station,  Ave  charge  1 5 
a truck,  instead  of  3 d.  a ton. 

Mr.  Barclay. 

14127.  Would  you  charge  him  the  3 r/.  under 
this  clause,  or  Avould  that  come  under  your  general 
poAvers? — I believe  it  comes  under  this  clause. 

14128.  1 understand  you  to  say  that  this  3 d. 
a ton  Avas  agreed  to  by  the  traders,  because  the 
coal  sidings  were  used  very  much  as  depots,  the 
coals  being  sold  from  there  ? — Not  altogether  so  ; 
it  is  part  of  the  service  Incidental  to  the  carrying 
on  of  the  business  of  the  coal  trade,  and  my  an- 
SAver  to  that  is,  that  the  3 d.  Avas  the  only  pay- 
ment Ave  got  in  addition  to  the  mileage  rate  for 
the  additional  service  of  providing  the  sidings  at 
the  stations. 

14129.  Making  no  charge  if  the  coal  stopped 
three  or  four  days? — We  make  no  charge  if  they 
stop  a Aveek. 

Chairman. 

14130.  You  also  take  it  as  a ground  for  charg- 
ing terminals  that  railway  companies  are  com- 
pelled by  the  exigencies  of  trade  to  put  up  their 
stations  upon  expensive  sites  ? — That  is  so. 

Lord  Randolph  Churchill. 

14131.  Hoav  do  you  mean  that  you  are  com- 
pelled by  the  exigencies  of  trade  ? — Take  the  case 
of  London,  for  instance  ; Ave  have  probably  one  of 
the  most  expensive  stations  at  Broad-street ; Ave 
have  another  at  Haydon-square,  and  if  it  had  not 
been  for  the  public  convenience  that  Ave  built 
those  stations,  there  is  no  doubt  a certain  amount 
of  accommodation  would  have  been  afforded  by 
the  competition  betAveen  private  companies;  but 
the  cost,  as  far  as  the  public  AA'as  concerned,  Avould 
have  been  greater  in  the  AA'ay  of  cartage,  while 
the  convenience  to  the  public  Avould  have  been 
much  less. 

14132.  Do  you  mean  to  say  that  the  interests 
of  the  shareholders  have  not  been,  eonsulted  in 
the  matter,  .but  only  the  Interest  of  the  public  ? 
— We  look  at  it  from  the  point  of  vieAV  of  all 
interests. 

14133.  You  have  not  been  compelled  by  the 
exigencies  of  trade  so  much  as  by  the  competi- 
tion of  other  lines,  have  you  ? — I look  at  it  gene- 
rally. In  the  case  of  Liverpool  as  extensions  of 
docks  have  been  made,  Ave  have  had  to  construct 
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more  expensive  works  and  stations,  and  ff  we  had 
not  made  those  stations  the  public  convenience 
would  not  have  been  met,  and  our  trade  AVould 
not  have  been  so  advantageously  canned  on. 

Chairman. 

14134.  In  1879  the  London  and  North  W est- 
ern  Company  bought  up  the  business  of  Messrs. 
Chaplin  and  Horne,  did  they  not  ? — Yes,  avc  did. 

M essrs.  Chaplin  and  Horne  had  been  the  agents 
of  the  company  for  many  years,  from  the  o|)ening 
of  the  London  and  Birmingham  Kaihvay,  and  we 
thought  it  better  that  the  business  should  be 
taken  into  our  OAvn  hands  ; we  therefore  bought 
Avhat  vested  interests  they  had  in  the  agency,  and 
as  some  doubt  arose  as  to  the  legality  of  our 
standing  in  the  shoes  of  Messrs.  Chaplin  and 
Horne,  having  leases  of  receiving  offices,  and 
carrying  on  the  business  in  the  Avay  that  IMessrs. 
Chaplin  and  Horne  had  carried  it  on,  Ave  came  to 
Parliament  in  that  year,  and  although  our  appli- 
cation Avas  strongly  opposed  by  the  carmen 
and  contractors,  and  railway  agents  in  London, 
we  obtained  special  poAvers  from  Parliament  to 
OAvn  and  keep  open  these  costly  receiving  offices. 

I say,  moreover,  that  there  is  another  reason  Avhy 
raihvay  companies  should  be  paid  something  for 
the  service  incidental  to  and  in  connection  Avith 
the  business  of  carriers.  It  Avas  the  old  practice 
of  Messrs.  Chaplin  and  Horne,  and  other  carriers, 
always  to  charge  a sum  of  2 d.  as  a booking  fee 
for  every  article  that  Avas  taken  to  a receiving 
office,  or  collected  by  them  from  places  of  busi- 
ness ; Ave  thought  that  was  a bad  practice,  and 
gave  up  to  the  public  about  from  12,000 1.  to 
14,000  1.  a year  in  tAVO-pences  alone. 

14135.  ihe  number  of  horses  employed  by^ 
your  company  is  about  4,000,  is  it  not? — Yes,  it 
is. 

14136.  I think  you  desire  to  point  out  that  in 
your  Additional  PoAvers  Act  of  1879,  Clause  41, 
recognised  your  power  to  charge  terminals? — 
Clause  41  provides  “the  company  may  from 
time  to  time  purchase  by  agreement,  or  take  or 
lease  or  otherwise  provide,  and  may  establish  and 
hold,  booking  and  recehdng  offices  and  oilier 
premises  for  the  collection,  reception,  and  book- 
ing of  goods,  parcels,  and  other  matters  and  things 
delivered  to  them  for  the  purpose  of  being  carried 
upon  or  over  their  raihvay,  and  may  collect, 
receive,  hook,  and  invoice  any  such  goods,  parcels, 
and  other  matters  and  things;”  and  then  it  goes 
on  to  add  that  Avherever  any  person  interested  in 
the  carriage  of  goods  applies  to  them  for  such 
information  the  company  shall  distinguish  in  the 
account  to  be  rendered  to  him  any  charge  made 
for  terminal  services,  so  as  to  distinguish  the 
proportion  thereof  due  to  collection  and  delivery  ; 
so  that  that  is  a great  advantage  and  convenience 
as  far  as  the  public  is  concerned,  and  that  the 
fact  of  our  having  been  authorised  to  perform 
those  sei’A'ices  forms  an  important  element  in  the 
question  of  what  the  terminal  services  of  the 
railway  company  are  in  connection  Avith  the 
public  as  carriers. 

14137.  Is  there  any  other  point  which  you 
desire  to  mention  sjiecially  to  the  Committee  ? — 
I Avould  merely  say  that  upon  the  question  of 
terminals  I agree  practically  Avith  the  suggestion 
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Chairman — continued. 

made  by  ]\Ir.  Grierson  ; I say  that  the  practice 
of  the  railway  companies  Avith  regard  to  their 
terminal  cliarges  has  been  known  and  acquiesced 
in  by  Parliament  for  more  than  20  years,  and  that 
specific  recommendations  have  been  made  from 
time  to  time  with  reference  to  the  question  of 
terminals. 

14138.  With  regard  to  the  recommendation 
in  the  report  of  the  joint  committee  that  every 
railway  company  should  he  enabled  “ to  make 
through  rates  and  fares  fiom  or  to  any  station 
on  its  own  line,  to  or  from  any  station  on  any 
other  line  ; the  rates  to  he  divided  as  a general 
rule  according  to  mileage,  after  allowing  for 
terminals;”  you  desire,  I believe,  to  give  an 
example  of  how  the  terminals  came  in  there  ? — 
hlr.  Grierson  gave  an  almost  jiarallel  case  in  the 
case  oi’his  own  company  and  the  North  Stafford- 
shire Company,  the  North  Western  Railway 
Company  being  an  intermediate  company ; this 
case  I am  about  to  name  is  really  the  same  as 
Mr.  Grierson’s  except  that  it  gives  the  case  of  the 
Lancashire  and  Yorkshire  Company  instead  of 
the  North  Staffordshire  Company.  Take,  for 
instance,  traffic  passing  over  three  companies  lines, 
say,  between  I3rettle-lane  and  Rochdale,  the 
Great  Western  Company  would  provide  the  sta- 
tion at  Brettle-lane,  and  the  Lancashire  and 
Yorkshire  Company  would  provide  the  station 
at  Rochdale.  The  mileage  of  each  terminal 
company  would  he  small,  whilst  the  London  and 
North  W estern,  as  an  intermediate  company,  would 
have  a long:  mileage.  It  would  never  be  contended 
that  in  snch  cases  the  terminal  companies  are  not 
entitled  to  be  paid  anything  for  the  capital  they 
have  expended  in  providing  stations ; and  if  it 
be  reasonable  to  make  such  an  allowance  as 
between  companies,  it  is  no  less  reasonable  that 
the  public  should  pay  for  tlie  station  accommoda- 
tion with  which  they  are  furnished,  because  as 
far  as  the  public  are  concerned,  it  makes  no 
difference  to  them  whether  it  passes  over  the  line 
of  one  railway  company  or  over  the  lines  of 
several. 

14139.  You  desire  to  make  some  remarks  with 
regard  to  Avhat  some  of  the  witnesses  have  said 
in  estimating  the  expenses  Avlth  respect  to  the 
carting  and  porterage  and  covering  of  goods  ? — 
The  Mayor  of  Blackburn  considers  that  10  d.  a 
ton  Avould  be  a fair  charge  to  make  for  the  cart- 
age of  cloth  in  Blackburn  and  Manchester.  I 
can  only  ])resume  that  the  mayor  cannot  have 
taken  all  the  elements  of  cost  into  account,  be- 
cause we  have  our  own  horses  and  teams  in  Black- 
burn, and  the  cost  of  our  cartage  is  certainly  quite 

1 s.  6 d.  per  ton,  whilst  in  Manchester  it  is  from 

2 .9.  to  2 s.  ?>d.  at  the  very  least.  Another  witness 
from  Blackburn  considers  2 rf.  a ton  a fair  charge 
for  porterage  ; I haA’C  taken  out  the  average  cost 
jier  ton  of  porterage  ; that  is  the  actual  loading 
and  unloading  of  waggons  throughout  the  Avliole 
of  the  London  and  N orth  M estern  Railway  ; and 
it  is  rather  more  than  9 d.  a ton,  and  I am  certain 
from  my  experience  that  it  is  quite  impossible  to 
load  merchandise  traffic  at  any  such  charge  as 
2 d.  per  ton. 

Mr.  Ci  •OSS. 

ILl-lO.  You  mean  for  the  cost  of  wages?  \ es, 
for  the  cost  of  wages  only  ; the  average  cost  of 


Mr.  Cross — continued. 

loading  and  unloading  throughout  the  Avhole  of 
the  London  and  North  Western  Companies  line 
at  every  station  is  9 <?.  ; that  is  to  say,  9 d.  for 
loading  is  the  actual  cost,  and  9 d.  for  unloading 
for  every  ton  sent,  not  counting  each  ton  twice 
over. 

14141.  What  would  that  Include? — It  Includes 
porterage ; it  includes  not  the  interest  upon  the 
eost,  but  the  station  and  the  cost  of  coal  and 
other  things  in  working  the  hydranlic  engines, 
and  it  would  include  clerkage  I have  no  doubt. 

14142.  It  is  at  any  rate  a great  deal  more  than 
mere  labour? — Yes. 

Mr.  Bolton. 

14143.  It  is  9 d.  for  once  handling  ? — Yes. 

Mr.  Cross. 

14144.  When  goods  come  in  a waggon  into 
one  of  the  stations  upon  the  London  and  North 
Western  line,  from  that  time  until  they  are 
deposited  in  the  railway  truck  they  will  cost  in 
one  Avay  and  another  9rf.  a ton  ? — Yes,  9d.  a ton. 

14145.  That  includes  all  the  expenses  con- 
nected Avith  clerkage? — Yes,  except  the  interest 
upon  the  capital,  and  it  includes  nothing,  of 
course,  for  risk. 

14146.  The  9d.  includes  Avhat  Mr.  Grierson 
described  as  terminals,  does  it  not? — It  Avould 
include  porterage,  it  Avould  include  foreman,  it 
would  inelude  the  man  Avho  sheets  and  covers  the 
waggon,  and  it  Avould  include  the  checker  and 
the  man  who  makes  out  the  invoice. 

Mr.  Pease. 

14147.  And  the  policemen  who  watch  the 
goods? — All  the  people  employed  in  connection 
Avith  the  station. 

Mr.  Bolton. 

14148.  It  Avould  not  include  the  cost  of  the 
station  ? — No. 

14149.  Nor  the  risk  nor  the  breakage? — No. 

Chairman. 

14150.  You  wish  to  say  that  the  scale  of  allow- 
ance for  terminals  betAveen  the  companies  forms 
a reasonable  basis  to  estimate  the  chaige  as 
between  the  raihvay  companies  and  the  public? 
Yes,  I adopt  the  suggestions  made  by  Mr.  Grier- 
son ; Mr.  Grierson  suggested,  although  not  in 
the  same  Avords,  that  l5.  Qd.  per  ton  for  the  cost 
of  raihvay  stations,  plus  something  for  the  cost  oi 
handling,  no  doubt,  AA’Ould  form  a I'easonable 
basis  upon  Avhich  to  calculate  the  cost  of  the  ter- 
minal sei’A’ice.  That  would  be  an  aA’eiage,  of 
course;  and  it  AA’Oiild  haAe  to  be  cousideied 
AAdiether  an  aA'crage  sum  Avhich  is  sufficiently 
definite  and  AA^ell  understood  by  the  public  AA'ould 
be  a fair  thing  to  name,  or  Avhethcr  a sum  to  be 
fixed  by  some  tribunal  Avhich  should  fluctuate 
according  to  the  class  of  traffic,  would  be  the 
better  ])fan  to  adopt.  My  OAvn  view  is,  speaking 
for  the  London  and  North  Western  Company, 
that  it  should  be  a definite  and  reasonable  sum. 
There  has  been  so  much  said  upon  the  question 
of  terminals,  and  the  right  of  the  companies  to 
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charge  them  (in  some  respects  it  has  been  urged 
that  the  public  have  not  been  fairly  dealt  with), 
that  I think  that  question  should  be  settled  in  a 
definite  and  reasonable  form,  so  that  it  should  be 
a well  understood  question  for  the  future,  and 
not  be  constantly  recurring,  as  it  has  been  re- 
curring in  one  Parliament  after  another,  as  to 


Chairman — continued. 

what  those  terminal  charges  are.  I have  a stron 
feeling  upon  that  point,  and  I think  it  should  I 
settled  once  for  all  upon  that  basis. 

14151.  Could  you  make  the  excess  charge 
upon  those  who  neither  ask  nor  receive  station 
accommodation? — Those  cases  would  have  to  be 
met  specially. 


0.54. 
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Mr.  George  Findlay,  called  in  ; and  further  Examined. 


Chairman. 

14152.  Is  there  any  point  you  wish  to  men- 
tion in  anticipation  of  your  further  examina- 
tion ? — At  the  close  of  my  evidence  on 
Thursday  last,  I was  a little  pressed  by  the  hon- 
ourable Member  for  Bolton  as  to  whether  the  9d. 
per  ton  that  I mentioned  as  the  average  cost  of 
labour  throughout  the  whole  of  the  London  and 
North  Western  system,  really  was  for  labour 
only,  or  whether  it  included  other  services,  such 
as  clerkage  and  so  on.  I have  had  the  figures 
checked  in  the  interval ; of  course  they  are  enor- 
mous figures  to  deal  with,  and  I find  the  9(1.  a 
ton  Avhich  I mentioned  is  for  labour  only.  It  is 
9 d.  a ton  at  each  end  for  the  loading  and  unload- 
ing, Avhich  I take  as  being  the  avei’age  cost 
throughout  the  whole  of  the  London  and  North 
Western  system;  and  then,  in  addition  to  that, 
there  is  a sum  of  4‘44d.,  practically  4jd.,  which 
is  spent  in  account  keeping,  clerkage,  invoicing, 
and  other  services  of  account  in  connection  with 
Avhat  wm  call  the  duty  of  a carrier,  so  that  the 
total  terminal  in  respect  of  all  those  services 
woidd  be  1 .9. 1 i d. ; 9 d.  for  loading  and  uidoading, 
and  44 d.  for  clerkage  and  services  of  that 
kind. 

Mr.  Cross. 

14153.  That  is,  taking  the  average  of  all 
classes  of  goods,  is  it  not? — That  is  the  average 
of  all  classes  of  goods,  taking  the  total  expenses, 
and  the  total  tonnage  Avhich  is  dealt  xvith  through- 
out the  line  in  the  year  1880. 

14154  Does  that  average  include  minerals  ? — 
It  is  exclusive  of  minerals. 

J4155.  Is  it  exclusive  of  iron? — Where  iron 
is  handled  and  loaded  at  the  company’s  station 
it  Avould  be  included  ; where  it  is  not  handled 
it  would  be  excluded. 

Mr.  Barclay. 

14156.  Are  those  figures  estimates,  or  are  they 
actual  figures  ? — They  are  actual  figures. 


Mr.  Barclay — continued. 

14157.  I observe  that  you  do  not  give  the 
quantity  of  your  merchandise  traffic  in  your  re- 
turns to  the  Board  of  Trade  ? — If  we  do  not  give 
those  figures  to  the  Board  of  Trade  I presume  it 
is  because  the  Board  of  Trade  do  not  require 
them  ; but  the  weight  is  known  to  ourselves,  and 
I think  the  weight  is  published  every  half  year 
in  our  half-yearly  account. 

14158.  I think  the  Loudon  and  Nort’n  Western 
Railway  Company  is  almost  the  only  railway 
which  does  not  sejiarate  its  minerals  from  its 
merchandise  in  the  Board  of  Trade  Returns  ? — I 
am  not  aware  of  that. 

14159.  Are  you  able  to  s.ay  that  the  quantities 
of  each  are  in  your  annual  published  accounts? 
— I think  I am  correct  in  saying  that  they  are  ; 
the  half-yearly  account  is,  of  course,  a public 
document  which  may  be  had. 

Mr.  Cross. 

14160.  Could  you  give  the  Committee  the 
exact  expense  iqion  an  article  which  is  easily 
estimated,  such  as  cotton  in  bales,  an  article 
which  is  largely  carried  by  the  London  and 
North  Western  Raihvay  Company,  and  which  is 
a great  article  of  commerce  in  this  country  ? — I 
could  not  give  that.  Liverpool  is  the  station 
where  we  do  the  largest  cotton  business,  and  I 
think  I have  stated  to  the  Committee  the  average 
cost  of  conducting  the  business  at  Liverpool. 

14161.  But  you  could  not  give  the  Committee 
the  cost  of  this  particular  article  ?— You  could 
not,  unless  you  w'ere  to  take  a day’s  Avork  and 
take  each  particular  man’s  time  ; you  might  do 
it  then. 

14162.  You  think  it  Avould  amount  to  the  sum 
you  have  named  ? — Yes,  and  if  you  Avere  to  go  to 
the  Canada  Dock  and  see  the  service  which  is  per- 
formed there,  you  Avould  see  that  it  Avould  cost  9d. 
at  the  very  least.  Then  there  appears  to  be  a 
little  doubt  Avith  reference  to  Avhat  I intended  in 
my  evidence  Avith  reference  to  the  station-to- 
station  terminal.  I intended  entirely  to  adopt 
the  suggestion  of  Mr.  Grierson,  that  the  1 6 d. 

would 


SELECT  COMMITTEE  ON  KAILWAYS. 


687 


11  July  1881.] 


Mr.  Findlay. 


[ Continued. 


Mr.  C ross — continued. 

would  form  a basis  of  estimating  what  would  be 
a fair  terminal  for  the  station  accommodation 
which  is  provided  by  the  railway  companies. 

Mr.  Bolton. 

14163.  In  order  to  make  this  point  quite 
clear,  Avould  you  give  the  Committee,  in  detail, 
Avhat  you  consider  should  be  covered  by  the 
station  accommodation? — It  would  Include  the 
buildings  forming  the  station,  the  land  upon 
which  it  is  built,  the  sidings  to  give  convenient 
use,  so  that  the  traffic  could  be  dealt  with  econo- 
mically and  properly ; it  would  include  ci'aneage, 
hydraulic  power,  steam  power,  and  a great  pro- 
portion of  the  horse  shunting,  and  very  likely, 
of  the  steam  engine  shunting,  in  connection  Avith 
the  terminal  services. 

14164.  While  you  are  upon  the  subject  (you 
haA'e  already  given  the  Committee  the  actual 
cost  of  some  of  the  London  stations),  Avould  you 
tell  the  Committee  Avhat  the  cost  of  the  ground 
is  per  yard  at  some  of  those  stations  ? — At 
Broad-street,  taking  the  estimated  cost  which  I 
gave  of  the  value  of  the  London  stations  at 
2,300,000  /.,  Ave  paid  an  aA'erage  of  12  7.  a yard 
for  land.  In  one  particular  purchase,  that  of  the 
site  of  the  Chartered  Gas  Company’s  Avorks  at. 
Broad-street,  Avhich  AA'e  purchased  for  the  pur- 
pose of  making  a coal  yard,  Ave  paid  20  7.  a yard.  At 
Camden  the  average  price  Avas  5 7.  10s.  a yard; 
at  Haydon-squai-e,  Avhich  is  the  centre  of  the  City, 
Ave  paid  12  7.  a yard,  and  at  Poplar  Ave  paid 
4 7.  10  s.  a yard. 

Mr.  Gregory. 

14165.  Is  that  for  passenger  stations  as  Avell 
as  goods  ? — I am  speaking  only  of  goods  noAV. 

14166.  At  Broad-street  Station,  can  you 
separate  the  goods  from  the  passengers? — We 
can  separate  the  goods  from  the  passengers,  be- 
cause Ave  have  a separate  establishment  altogether 
for  goods,  belonging  to  the  London  and  North 
Western  RailAA'ay  Company,  Avhile  the  passenger 
accommodation  is  jointly  OAvned  by  the  North 
London  Company  and  the  London  and  North 
Western  Company. 

Mr.  Bolton. 

14167.  That  Is  the  price  for  the  land,  pure 
and  simple,  and  nothing  else  ? — That  is  the  price 
for  the  land  alone.  In  Lwerpool  the  average 
price  of  land  along  the  docks  has  been  5 7.  a 
yard,  and  at  Waterloo  it  is  7 7.  a yard.  Then,  in 
Manchester,  at  London-road  and  Liverpool- 
road,  Ave  paid  10  7.  a yard  at  the-  former,  and  15  7. 
a yard  for  the  latter.  There  Is  another  point 
which  I should  like  to  mention  Avith  regard  to 
the  question  of  terminals  on  traffic  coming  from 
private  sidings ; I think  I stated  that  it  Avas  our 
practice  not  to  make  any  chai’ge  for  services  per- 
foi-med  at  private  sidings,  but  I should  have 
added  that  Ave  require,  as  a rule,  that  the  colliery 
OAvnei’S  shall  put  in  the  sidings,  and  pay  the  cost 
of  the  junction,  the  maintenance  of  the  junction, 
and  also  the  signalman’s  Avages  ; of  course,  I can 
imagine  that  there  are  certain  cases  Avhere  there 
are  special  deliveries  to  be  made  in  small  lots  to 
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and  from  private  sidings,  or  other  sources,  and 
there  it  Avould  be  fair  that  some  moderate  charge 
should  be  made  Avhere  the  company  perform  ser- 
vices in  respect  of  those  goods. 

Mr.  Barclay. 

14168.  Would  that  arise  under  the  clause  of 
the  Act  of  1877? — There  is  no  doubt  that  in 
1877  we  did  agree  with  the  Lancashire  Coal- 
OAvuers’  Association  to  make  no  charge  Avhatever, 
nor  is  it  our  practice  to  make  a charge  Avhere 
there  is  a fairly  large  trade  going  on  ; but  I Avish 
to  qualify  that  by  saying  that  Ave  require  the 
coaloAvners  to  lay  in  the  junction,  and  pay  the 
signalmen,  and  so  on. 

14169.  The  point  Avas  whether  the  3 ^7.  a ton 
on  coals  covered  the  terminal  services  at  both 
ends  ? — I say  it  does  in  general. 

14170.  The  question  is,  what  do  you  inter- 
pret to  be  the  meaning  of  the  clause  in  the  Act 
of  3 877  ? — If  you  read  the  clause  of  the  Act  of 
1877  you  Avill  find  it  does  not  deal  with  the 
question  of  terminal  at  all  at  the  foi'Avarding 
stations;  it  leaves  that  practically  open;  the 
clause  says  that  nothing  herein  contained  shall 
extend  or  apply  to  coal  traffic,  and  so  on;  nor 
such  traffic  as  is  delivered  into  the  sidings  or 
yards,  OAvned  or  rented  by  the  consignor  or  con- 
signee ; It  says  nothing  as  to  the  sidings  from 
Avhich  the  tratfic  is  received. 

14171.  What  does  the  clause  say  that  the 
3 c7.  is  charged  for?— It  says  in  the  last  part 
of  the  clause  that  Ave  are  to  be  entitled  to 
charge  for  the  use  of  such  siding  or  yard, 
that  is,  Avhere  the  company  provide  it,  a sum  of 
3 (7.  a ton  in  respect  of  such  siding  or  yard. 

14172.  The  cjuestion  arises  then  Avhether  that 
charge  is  authoilsed  upon  general  comjAany 
traffic? — It  is  authorised  over  the  London  and 
North  Westei’ii  Company’s  line  generally, 

14173.  I Avould  ask  you  whether,  beside  that 
clause,  you  are  entitled  to  a terminal  charge  upon 
coals  under  the  general  poAver  of  your  original 
Act  ? — I think  not ; I Avas  rather  pressed  by  the 
honourable  Member,  Mr.  Barnes,  as  to  some 
charo:e  Avith  regard  to  London  terminals.  I 
have  taken  out  the  cost  of  providing  station 
accommodation  in  London  for  coal  traffic  only 
having  no  regard  to  labour  in  connection  wuth 
it,  that  is  the  cost  of  the  land  and  the  works 
for  carrying  on  the  business  of  the  coal  trade  in 
London  ; and,  practically,  as  all  our  rates  are 
beloAV  our  maximum  charges  to  London,  it  came 
out  at  9|  d.  as  the  cost  of  providing  coal  stations 
in  London  for  the  purpose  of  carrying  on  the 
business  of  the  coal  trade. 

14174.  Which  Act  is  the  London  and  North 
VTestern  Company  Avorkiug  under  for  their 
charges? — I think  I may  say  for  the  mainline 
they  are  working  under  the  Amalgamation  Act 
of  1846,  and  all  the  other  Acts  which  ai’e 
specially  mentioned  in  the  return  to  the  Board 
of  Trade,  because  Ave  have  special  toll  2)OAvcrs 
Avith  regard  to  many  important  portions  of  the 
line  Avhich  Ave  have  acquired  since  1846,  as,  for 
instance,  upon  the  Lancaster  and  Caidisle 
Railway. 

4 K 4 
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Chairman. 

14175.  You,  I think,  have  some  acquaintance 
wltli  the  working  of  tiie  foreign  railways,  and 
paid  a visit  a short  time  ago  on  purpose  to 
inquire  into  their  working  arrangements;  will 
you,  as  shortly  as  you  possibly  can,  tell  the  Com- 
mittee w'liat  is  the  rule,  first  of  all, about  terminals 
in  Germany  ? — In  Germany  terminals  are  a re- 
cognised element  in  their  quotation  of  rates  and 
charges  to  the  public,  and  the  only  difference 
between  our  charges  and  theirs  is  that  on  private 
lines,  that  is  to  say,  those  which  are  not  Govern- 
ment lines,  the  amounts  to  be  charged  as  terminals 
must  first  be  approved  by  the  Government  before 
they  are  put  into  operation.  In  North  Gennany 
it  seems  that  the  same  jwinciple  is  enforced  as  in 
France  and  Germany  ; namely,  of  giving  pub- 
licity to  every  charge  that  is  made  for  carrying 
goods,  whether  in  the  form  of  a general  or  special 
tariff,  and  of  requiring  that  the  classification  of 
goods,  the  terminal  and  other  chai’ges,  should  be 
made  known  to  the  public.  In  Prussia  they 
have  just  been  extending  the  operation  of  the 
State’s  railways  by,  I suppose,  the  Government 
purchasing  many  of  the  lines  which  were  separate 
and  Independent,  and  have  placed  them  under 
the  department  of  trade  and  commerce,  as  I 
think  they  call  it,  which  corresponds  very  much 
with  our  Board  of  Trade.  Practically,  in  work- 
ing, the  railways,  both  those  that  are  State 
railways  and  those  that  are  private  railways,  are 
controlled  in  their  rates  and  charges,  and  it  is 
specially  provided  in  Germany  that  the  rates 
shall  be  equal  by  all  routes,  so  that  there  shall 
be  no  competition,  as  it  were,  between  private 
railways  and  Government  railways. 

14176.  Those  rates  are  regulated  by  this 
bureau  ? — They  are  ; what  I mean  is  that  as  be- 
tween point  and  point,  the  rate  is  practically 
equal,  whether  the  railway  is  a Government 
railway,  or  whether  it  is  a private  railway.  Then, 
speaking  again  of  Germany,  it  was  the  practice 
until  very  recently,  until  the  States  began  to 
acquire  more  of  these  railways,  to  adopt  very 
much  the  same  principle  that  has  been  adopted  in 
England  ; that  is,  they  have  special  rales  for 
import  and  for  export  traffic ; they  have  through 
rates  for  transit  trallic  jiassing  through  Germany 
to  Austria  and  to  Russia,  but  since  the  railways 
have  come  under  the  control  of  this  bureau,  or 
pniblic  department,  it  appears  that  the  Prussian 
Government  set  themselves  to  work  to  carry  out 
in  practice  what  appears  to  me  to  be  the  very 
principles  which  some  of  the  gentlemen  who  have 
apj)cared  before  the  Committee  contend  for,  that 
is,  that  for  the  longer  distance  there  shall  be  no 
less  a rate  than  for  the  intermediate  short  dis- 
tance ; they  have  endeavoured  to  put  an  end  to 
the  low  rate  for  transit  goods,  and  in  the  hands 
of  this  department  they  have  used  the  power  of 
making  the  rates  upon  the  railways  oi)erate  as  a 
protective  tariff  against  the  import  of  English,  as 
well  as  other  foreign  goods  into  Gennany.  They 
have  not  the  same  control  over  the  South 
German  railways;  but  that  may  come  by-and-by. 
The  free  navigation  of  the  Rhine  up  as  far  as 
Maycnce,  and  the  low  rates  which  are  charged 
uj)on  the  Dutch  Rhenish,  and  other  railways,  have 
counteracted  to  a certain  extent  the  effect  of  the 
j)olicy  of  the  Prussian  Government,  and  have 
resulted  in  the  import  of  goods  being  diverted 
from  the  Baltic  ports  more  to  the  ports  upon  the 


Chairman — continued. 

estern  coasts  of  Europe.  There  is  a most  in- 
teresting report  upon  the  subject  in  question 
which  has  been  i)resented  to  Parliament,  and 
which  bears  out  fully  what  I ascertained  when  I 
was  there  two  years  ago,  with  reference  to  the 
action  of  the  Government.  It  points  out  con- 
clusively that  they  are  trying  a very  great  experi- 
ment ; but  whether  it  will  result  in  a benefit  or 
not  to  the  country  generally,  is  very  doubtful ; 
it  may  be  beneficial  to  a few  of  those  interested 
in  trade,  but,  generally  speaking,  the  consumers 
and  others  interested  will  have  lo  pay  very  much 
higher  than  they  are  doing  at  present. 

.Mr.  Cross. 

14177.  What  report  are  you  referring  to? — It 
is  a rei)ort  presented  to  Parliament,  called  reports 
trom  consuls  on  the  manufactures  and  commerce 
of  their  consular  districts ; it  was  presented  in 
the  month  of  March  by  the  consul-general  at 
Berlin. 

Mr.  Gregory. 

14178.  Do  I understand  that  it  is  a uniform 
mileage  rate  which  they  are  enforcing  ? — They 
are  attempting,  as  far  as  I can  gather,  to  carry 
out  something  like  the  principle  that  was  sug- 
gested by  the  honourable  Chairman  to  Mr. 
Grierson  the  other  day,  of  a graduated  mileage 
scale,  and  not  a universal  mileage  scale. 

Chairman. 

14179.  How  long-  has  that  been  in  operation? 
— It  is  about  two  years  or  more  since  this  experi- 
ment Avas  tried  ; in  fixct,  the  Government  had 
just  bought  the  Bergisch-Markisch  Railway,  and 
the  Lower  iSilcsian  Railway,  and  had  just  com- 
pleted the  purchase  of  the  Potsdam  Railway 
when  I was  there,  and  it  is  only  rvhere  they  have 
com])leted  the  imrehase  of  those  lines,  that  they 
are  trying  the  experiment  Avhich  has  been  sug- 
gested to  this  Committee. 

Mr.  Paget. 

14180.  Arc  the  through  rates  higher  than 
they  were  before  ? — I could  not  answer  that 
question  accurately. 

IMr.  Nicholson. 

1418i.  I think  the  most  Important  view  of  this 
question  is,  that  the  heavy  through  rate,  say 
from  Hamburg  to  the  Austrian  frontier,  might 
act  as  a prohibition  to  the  importation  of  goods 
into  Austria? — It  has  acted  in  this  wa}"-,  that  the 
exaction  of  these  rates  has  changed  the  route  of 
the  through  traffic,  and  sent  it,  instead  of  by  the 
Baltic  ports,  by  other  and  less  expensive  routes. 

Chairman. 

14182.  Are  the  export  and  import  rates  equal  ? 
— I am  not  quite  sure  Avhether  that  is  so  or  not ; 
there  is  no  doubt  that  the  import  rates  have  all 
been  very  considerably  advanced,  because  my  eye 
catches  a paragraph  in  j)art  3 of  this  report  by 
Consul  General  Crowe,  rvluch  says  : “ Yet  hei'e, 
as  elscAvhcre,  the  2)olIcy  of  burdening  imports  for 
the  sake  of  favouring  home  iiroduction  has  ajqxa- 
rently  been  apj)roved  by  the  authorities  ; and  the 
tendency  to  raise  railway  freights  for  articles 
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coming  from  abroad  is  only  counteracted  by  the 
competition  of  river  navigation.'-’ _ 

14183.  To  return  to  the  question  of  terminals. 
There  is  a terminal  charge  approved  by  the 
o-overnment  of  Germany,  is  there?  There  is. 

^ 14184.  Will  you  state  to  the  Committee  what 
that  is?— For  full  loads  12  marks  per  10,000 
kilogrammes  (or  1 s,  2J  d.  per  ton)  is  charged  as 
a terminal  for  use  of  station ; that  is  divided 
equally  between  the  forwarding  and  receiving 
stations.  For  short  distances,  from  1 to  100  kilo- 
metres, this  charge  is  reduced  to  9 marks  or  9 s. 
This  charge  is  always  included  in  the  rates 
quoted  to  the  public. 

Mr.  Bolton. 

14185.  Do  I understand  that  on  the  short 
distance  traffic,  the  traffic  terminal  is  reduced? — 
It  would  ap])ear  to  be  so. 

Mr.  Gregory. 

14186.  Could  you  give  the  Committee  in 
English  figures  the  rates  that  that  would  work 
out  to  ?— 1 take  it  that  1 s.  2 J d.  per  ton  is  charged, 
and  that  apparently  includes  the  charge  at  both 
ends. 

Mr.  Paget. 

14187.  M^ould  the  same  services  be  included 
under  the  word  “ terminals  ” as  in  England  ? — 
It  would  be  exclusive  of  collection  and  deli- 
very. 

14188.  Would  it  otherwise  exactly  agree  with 
what  we  understand  by  the  terminal  in  England  ? 
— It  is  a charge  for  the  use  of  the  station  ; it  is 
not  a charge,  as  I understand,  for  handling,  and 
it  is  not  a charge  for  cartage  ; practically,  it  would 
be  this : for  what  we  get  1 s.  6 d.,  in  Germany 
they  would  get  lid. 

Mr.  Bolton. 

14189.  Does  that  figure  include  minerals? — It 
is  exclusive  of  minerals.  Then,  in  addition  to 
that,  there  is  a charge  of  5 d.  per  ton  for  loading, 
and  the  same  for  unloading  ; and  for  small  lots 
of  goods  the  terminal  charge  included  in  the  rate 
is  generally  20  pfennings  per  100  kilogs.,  or 
about  2 s.  per  ton. 

14190.  Are  those  charges  for  long  or  short 
distances? — Those  are  irrespective  of  distance, 
except  for  short  distances,  under  100  kilometres, 
where  the  charge  appears  to  be  reduced. 

Mr.  Barclay. 

14191.  The  3 s.  in  England  includes  loading 
and  unloading,  does  it  not? — It  does  not  cover 
the  cost  of  loading  and  unloading ; the  3 s.  in 
England  is  a conventional  sum  for  the  purpose  of 
dividing  the  traffic ; but  we  do  not  admit  that  the 
3 s.  covers  anything  more  than  the  cost  of  the 
station. 

14192.  Then  in  England  you  pay  something 
more  for  loading  and  unloading  ? — It  frequently 
happens  that  our  rates  are  so  low  as  to  be  covered 
0.54. 
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Mr.  Barclay — continued, 
altogether  by  our  toll  power  and,  practically,  no 
terminal  charge  whatever  is  added. 

14193.  I am  only  speaking  of  where  you  charge 
terminals  as  against  the  consignee ; the  3 s., 
where  terminals  are  charged,  would  not  cover  the 
loading  and  unloading  ?— It  would  not  cover  the 
loading  and  unloading. 

Chairman. 

14194.  What  you  have  told  the  Committee 
here  brings  it  out  that  it  is  Is,.  1\  d.  per  ton  for 
all  terminal  services  and  station  services  in  Ger- 
many ; but  then  there  is  another  charge  for  small 
lots  of  goods,  of  2 5.  a ton  ? — Yes. 

14195.  What  is  a small  lot  of  goods? — That 
would  come  within  our  definition  of  under 
500  lbs. 

14196.  Then,  on  the  Prussian  States  railways, 
there  are  some  further  reductions  upon  those 
charges,  are  there  not  ? — There  are  ; from  1 to  10 
kilometres,  the  terminal  charge  is  1‘2  d.  •,  from 
11  to  20  kilometres  l'32r/. ; from  20  to  30  kilo- 
metres 1’44  d. ; from  30  to  100  kilometres  2-4  d. 
Then,  further,  there  Is  a junction  charge  per  ton 
upon  through  traffic,  varying  from  1 d.  to  3 d,, 
where  two  railways  join  each  other,  in  addition  to 
the  tolls  and  rates  which  are  charged : that  is 
practically  for  the  exchange  of  traffic  between 
the  two  railways. 

14197.  Now,  will  you  give  the  Committee  the 
figures  with  reference  to  France?  — In  France 
the  Government  approve  all  rates,  on  suggestion 
from  the  railway  company,  which  are  the  maxi- 
mum rates  ; at  least,  they  approve  them  as  maxi- 
mum suggestions ; but  the  companies  may  be  at 
liberty  to  charge  less.  All  the  rates  in  France 
are  printed  and  published  and  sold  to  the  public, 
and  they  are  revised  every  three  months.  What 
I have  to  say  with  regard  to  France  amounts 
practically  to  this,  that  there  the  railways,  by  the 
original  concessions  to  the  companies,  have  been 
practically  guaranteed  against  competition.  If 
there  are  two  lines  running  between  the  same 
towns,  and  the  one  is  a little  further  round  than 
the  other,  the  shortest  line  carries  all  the  traffic, 
and  the  long  line  carries  none  of  the  traffic,  so 
that  virtually  the  French  railways  have  a sort  of 
territorial  concession  which  secures  them,  under 
the  coiitrol  which  the  Government  exercises  over 
their  power  of  chai’giug,  the  whole  traffic  of  par- 
ticular districts ; of  course  there  is  nothing  like 
that  in  this  country.  Then  they  have  a classifi- 
cation Avhich  includes  seven  classes  altogether,  I 
think,  or  from  six  to  seven  classes. 

14198.  Those  classes  vary  on  different  lines, 
do  they  not? — They  vary  on  different  lines  ; they 
have  not  a uniform  classification  throughout  the 
Avhole  country. 

14199.  They  have  special  rates,  have  they 
not? — In  France  they  have  special  rates,  and  in 
certain  parts  they  have  special  rates  for  English 
produce.  For  instance,  the  companies  have  low 
rates  for  cotton  going  to  Kouen,  and  in  some 
other  cases  which,  probably,  I might  give  you. 

14200.  The  Committee  would  be  glad  if  you 
would  give  them  those  points? — I have  not  the 
details  of  those  rates  before  me  at  present.  It 
has  been  stated  to  the  Committee  that  the  low 
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Chairman — continued. 

through  rates  charged  on  Continental  traffic  are, 
in  some  cases,  lower  than  the  rates  charged  to 
the  English  ports.  I will  call  attention  to  the 
fact  that  these  low  rates,  while  they  undoubtedly 
assist  foreign  producers  in  bringing  their  goods  to 
our  markets,  are  of  equal  advantage  to  our  own 
manufacturers  by  enabling  them  to  place  their 
goods  in  foreign  markets,  the  same  rates  applying 
in  both  directions.  Low  rates,  for  example,  are 
given  by  foreign  railways  for  English  manufac- 
tured goods  in  a partially  finished  state.  Thus, 
grey  calieoes  are  sent  to  France  to  be  printed  or 
dyed,  and  are  charged,  from  Boulogne  to  Paris,  at 
20  francs  per  ton,  and  from  Dieppe  to  Rouen  at 
5 francs  75  centimes:  whereas  the  rate  for  printed 
and  dyed  calicoes  would  be  26  francs,  and  7 francs 
50  centimes,  respectively.  Complaints  have  been 
made  by  the  manufacturers  in  France  of  the  low 
through  rates  put  in  force  between  London  and 
Paris  by  the  Northern  and  Western  Railways  of 
France  on  the  ground  that  they  favour  the  import 
of  English  goods  into  France,  to  the  detriment  of 
goods  manufactured  in  France.  These  are  the 
very  rates  of  which  the  English  manufacturers 
complain,  as  favouring  the  import  of  French 
goods  into  England.  The  fact  is,  the  low  rates 
are  favourable  both  to  the  import  of  goods  from 
France  to  England,  and  from  England  into 
France.  To  this  I would  add,  that  low  transit 
rates  are  given  from  Antwerp  and  I’rom  the 
Fi’ench  ports  to  St.  Galle,  and  other  places  in 
Switzerland,  for  cotton  and  for  colonial  produce 
of  every  kind. 

Mr.  Nicholson. 

14201.  You  have  no  information,  have  you, 
as  to  whether  those  rates  apply  to  the  towns  in 
Alsace  and  Lorraine? — Cotton  to  Switzerland 
goes  principally  by  Luxembourg,  and  through 
Alsace  and  Lorraine  to  Basle. 

iVIr.  Cross. 

14202.  It  would  go  by  the  Dutch  instead  of 
the  French  railways? — It  would  go  by  the  Bel- 
gian, by  the  Duchy  of  Luxembourg,  and  then  by 
the  Alsace  and  Lorraine  railways. 

Chairman. 

14203.  Will  you  tell  the  Committee  how  the 
charges  of  the  French  railways  are  regulated? — 
Article  14  of  the  “ Cahier  des  Charges”  of  the 
French  Railway  Companies  provides  as  follows: 
for  “ Manutention,”  that  is  to  say,  h.andling, 
the  charge  is  1 franc  50  centimes  for  goods  car- 
ried  at  rates  which  are  quoted  iiTespective  of 
weight. 

14204.  That  corresponds  apparently  to  our 
loading  and  unloading  ? — It  does.  Then  the 
rate  is  one  franc  for  goods  chargeable  under  the 
general  or  sjjecial  tariffs,  at  rates  applicable  only 
to  truck  loads  of  4,000  kilogrammes  or  more. 
These  charges  are  made  up  as  follows  ; and  this 
shows  how  minutely  these  services  are  analysed 
by  the  French,  because  there  is  “ loading  at 
sending  station,  40  centimes  per  1,000  j)er  kilos. 
Unloading  at  receiving  station,  40  centimes; 


Chairman  — continued. 

station  charges  at  sending  station,  35  centimes ; 
and  station  charges  at  receiving  station,  35  cen- 
times; making  the  total  of  one  franc  50  centimes 
per  1,000  kilogrammes.  On  goods  carried  at 
rates  per  truck  load  of  4,000  kilos,  or  more,  the 
one  franc  charged  is  sub-divided  in  ])retty  much 
the  same  manner,  viz.,  30  centimes  at  each 
station,  forwarding  and  receiving ; and  the  sta- 
tion charges  are  put  down  at  20  centimes  each, 
making  a franc  altogether ; that  is  the  charge, 
as  at  both  ends,  upon  4,000  kilogrammes.” 

14205.  They  both  include  the  charges  at  both 
ends  ? — d’hey  do.  Then  as  regards  slate,  coal, 
coke,  &c.,  carried  in  truck  loads  of  4,000  kilos, 
or  more,  the  rates  quoted  do  not  include  loading 
or  unloading,  and  senders  and  consignees  generally 
perform  those  services  at  their  own  cost  and  risk; 
in  cases  where  they  have  to  be  performed  by  the 
railway  companies,  they  charge  30  centimes  per 
ton  for  loading,  and  30  centimes  per  ton  for  un- 
loading. The  station  charges  are  made  in  every 
case,  and  on  traffic  from  or  for  private  sidings 
they  are  as  follows  ; 20  centimes  at  first  station 
of  departure  on  main  line,  20  centimes  at  re- 
ceiving station  on  main  line,  and  vice  versa. 

14206.  Then  they  have  also  junetion  charges 
like  the  Germans,  have  they  not  ? — They  have. 

14207.  Then  there  is  an  exception  made,  is 
there  not,  for  small  consignments,  which  are  free 
from  all  loading  und  unloading  charges  ? — That 
is  so. 


Sir  Daniel  Gooch. 

14208.  Do  you  happen  to  have  the  wages  paid 
in  the  different  countries,  as  well  as  the  rates 
charged  ? — I have  not  the  wages ; but  I was 
proposing  to  mention  something  with  regard  to 
the  relative  cost  of  the  railways,  and  some  other 
points,  when  I leave  this  point. 


Chairman. 

14209.  Can  you  give  the  Committee  the  figures 
with  reference  to  the  rate  from  Paris  to  Boulogne 
in  order  to  compare  it  with  the  special  rate  which 
is  given  for  export? — Cotton  yarn,  single  and 
unbleached,  from  Paris  to  Boulogne,  upon  the 
Northern  Railway  of  France,  is  carried  in  the 
second  class,  in  small  lots,  and  in  the  fourth  class 
in  five  ton  lots,  and  the  rate  quoted  in  the  official 
rate  book  is  exelusive  of  station,  loading,  and  un- 
loading charges.  If  the  yarn  is  carried  in  the 
second  class,  the  rate  is  33/'.  70c.  per  1,000  kilo- 
grammes, and  in  the  fourth  class  it  is  2?>f.  60  c. ; 
but  in  addition  to  this  there  is  \f.  50  c.  upon  the 
second  class,  and  one  franc  in  the  fourth  class, 
which  is  added  for  the  services  I have  just  refer- 
red to.  If  the  goods  are  intended  for  export,  the 
special  rate  which  would  be  quoted,  according  to 
the  Northern  Railway  of  E'rance  Company’s 
tai'iff,  would  be  20  francs,  inclusive  of  station, 
loading,  and  unloading  charges.  I give  that  as 
an  instance  corresponding  with  the  difference  in 
the  charge  that  we  make  between  Manchester 
and  London  for  home  consumption  and  for  ex- 
port. 


14210.  As 
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Mr.  Cross. 

14210.  As  a matter  of  fact,  do  you  know 
if  there  is  any  yarn  carried  from  Paris  to  Bou- 
logne ? — I have  taken  these  rates  from  the  printed 
classification  book,  and  I should  presume  that 
there  is  some  carried  ; but  of  my  own  knowledge 
I cannot  say.  Then  with  regard  to  woollen 
goods,  from  Paris  to  Boulogne,  the  ordinary 
charge  would  be  40  francs  30  centimes,  but  if  it 
is  exported  or  imported  (certainly  there  would  be 
traffic  going  from  Yorkshire  to  Paris),  the  charge 
would  be  26  instead  of  40  francs,  inclusive  of 
station,  loading,  and  unloading  charges. 

Mr.  Monk. 

14211.  Do  you  know  upon  what  princii)le  that 
is  arranged  ? — It  is  to  encourage,  1 presume,  the 
importation  of  the  articles  which  are  really  neces- 
sary. 

14212.  But  I thought  you  stated  that  it  was 
for  exportation  as  well  as  for  importation  ? — It  is 
for  both. 

Mr.  Bolton. 

14213.  It  is  not  a through  rate,  I suppose; 
that  is  from  Boulogne  to  Paris  ? — It  is  not  a 
through  rate. 

14214.  Could  you  tell  the  Committee  what  the 
rate  is  booked  through  from  Paris  to  any  place  in 
Yorkshire,  or  from  Paris  to  London  ? — There  are 
no  through  rates  as  far  as  I know  between  York- 
shire and  Paris,  by  way  of  Boulogne.  There  are 
certain  charges  made,  and  I suppose,  in  England, 
we  may  quote  through  rates  by  the  addition  of 
the  local  charges;  but  the  Northern  of  France 
Railway  Company  have  never  yet  consented  to 
the  principle  of  through  booking  between  the  two 
countries.  It  is  different  with  regard  to  the 
Western  of  France  Railway  Companies  by  way 
of  Newhaven  and  Dieppe,  and  by  way  of  Cher- 
bourg and  Weymouth.  There  are  through  rates 
between  England  and  Paris  and  the  northern 
parts  of  Normandy. 

14215.  Then  the  through  rates  which  are 
given  by  way  of  Grimsby  to  the  Yorkshire  ma- 
nufacturing districts  from  Paris,  are  really 
through  rates,  are  they  not  ? — It  is  a contract, 
no  doubt,  with  the  forwarder  of  goods  at  a through 
rate  ; but  the  expediteur  of  the  goods,  no  doubt, 
adds  together  the  charges  of  the  railway,  the 
steamer  and  the  railway  again,  to  make  the 
through  rate. 

Mr.  Gregory. 

14216.  Does  that  charge  include  the  handling 
of  the  goods? — It  does;  but  it  would  not  in- 
clude the  transhipment  at  the  port,  of  the  goods 
from  the  ship  to  the  railway  waggon. 

Mr.  Paget. 

14217.  Could  you  give  the  Committee  a reason 
why  the  import  rate  should  be  smaller  than  the 
home  rate ; it  seems  so  opposed  to  the  French 
protective  system  ? — I am  not  sure  that  the 
French  system  is  so  distinctly  protective  as  the 
German  is. 
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14218.  But  the  French  system  is  protective  as 
regards  this  particular  class  of  goods  from  York- 
shire, is  it  not? — The  rate  may  be  protective  in 
its  amount;  but  the  railway  rates  in  France  are 
not  handled,  as  in  Germany,  by  the  Government, 
with  the  view  of  protecting  the  local  industry. 

14219.  The  Northern  of  France  is  not  a 
Government  railway  ? — It  is  not. 

Chairman. 

14220.  Then  again,  will  you  give  the  Com- 
mittee the  rates  upon  pig-iron ; there  is  a special 
rate  upon  pig-iron  from  Boulogne  to  Paris,  in 
five-ton  lots,  is  there  not  ? — There  is  a special 
rate  for  five-ton  lots  of  9 francs  40  centimes,  in- 
clusive of  station  charge  ; but  exclusive  of  load- 
ing and  unloading,  which  is  generally  performed 
by  consignees ; but  if  performed  by  the  company, 
a charge  of  30  centimes  is  added  lor  each  ser- 
vice. Then  the  charges  for  loadino;  and  unload- 
ing,  &C.5  known  as  ^\frais  accessires^'^  are,  as  in 
Belgium,  distinguished  from  the  rate,  and  pub- 
lished separately. 

14221.  Then  what  have  you  to  say  about  the 
French  railways?  — The  French  railways  are 
more  exactino;  than  the  English  in  the  matter  of 
demurrage.  For  certain  goods  where  senders  or 
consignees  perfom  loading  or  unloading,  the 
trucks  must  be  loaded  within  24  hours  of  the 
time  at  which  they  are  placed  at  the  sender’s 
disposal,  or  otherwise,  8 s.  per  truck  per  day  is 
charged  for  demurrage ; the  highest  charge  that 
we  have  in  England  for  demurrage  is  3 s.  a day, 
when  tlie  consignor  or  the  consignee  loads  or 
unloads,  and  we  always  give  two  clear  days. 

Mr.  Bolton. 

14222.  Practically,  do  you  get  it  if  you  charge 
it? — We  get  a little;  we  do  not  get  a great 
deal. 

14223.  Before  you  leave  France,  would  you 
give  the  Committee  some  figures  with  reference 
to  the  cost  at  the  stations  ? — All  I could  say  upon 
that  point  comes  to  this  : that  although  on  the 
Continent,  in  Germany,  Austria,  Belgium,  and 
France,  the  Government  exercise  complete  con- 
trol over  the  fixing  of  the  rates,  and  the  deter- 
mining of  the  classification,  and,  to  a certain 
extent,  over  the  management  of  the  railways, 
yet  it  should  be  borne  in  mind  that  in  most  of 
those  countries,  especially  in  Belgium,  they 
either  are  absolutely  State  railways  or  guaranteed 
by  the  State;  and  in  the  case  of  France,  where 
certain  territorial  districts  have  been  conceded 
to  the  railways,  and  facilities  given  for  the  con- 
struction of  those  railways,  although  their  charges 
appear  to  be  less  in  some  instances  than  in  ours, 
they  have  resulted  in  continental  railways  being 
constructed  very  much  cheaper  than  the  English 
railways  have  been  under  the  system  which  has 
guided  Parliament  in  determining  and  granting 
the  power  to  construct  English  railways;  because, 
whilst  the  average  cost  per  mile  of  railways  in 
England  has  been  rather  more  than  40,000 1.  a 
mile,  in  Germany  it  is  only  20,500  L per  mile. 
I will  not  mention  Russia,  but  in  France  the 
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average  cost  is  32,800  1.  In  Austria,  the  average 
cost  ])er  mile,  is  21,100/,  and  in  the  low  coun- 
tries, Holland  and  Belgium,  the  average  eost  is 
20,900  /. 

14224.  When  you  speak  of  20,000  /.  a mile, 
are  you  speaking  of  the  actual  cost  of  construc- 
tion, or  are  you  sjzeaking  of  the  capital  of  the 
com])anies  divided  by  the  number  of  miles  they 
own  ? — I am  speaking  of  the  present  ca})ital  of 
the  companies  taking  the  capital  of  all  the  rail- 
rvays  in  the  United  Kingdom  and  abroad,  and 
dividing  them  by  the  actual  mileage  at  present 
existing,  which  gives  the  cost  I have  just  men- 
tioned. 

14225.  That  includes  the  cost  of  the  rolling 
stock,  does  it  not  ? — It  includes  the  cost  of  the 
rolling  stock  and  every  expense. 

Mr.  Greyory. 

14226.  Are  you  assuming  that  the  whole  of 
that  capital  had  been  laid  out  in  the  construction 
of  railways  ? — I think  that  is  a very  fair  assump- 
tion except  what  has  been  spent  in  very  costly 
contests  in  Parliament. 

14227.  Taking  it  all  round,  would  not  that 
make  a very  material  deduction  from  the  cost  of 
construction? — I think  it  would,  and  if  Parlia- 
ment had  in  early  days  adopted  the  system  which 
was  once  considered  desirable,  namely,  that  of 
apportioning  to  each  separate  railway  a parti- 
cular territory,  I have  no  doubt  that  the  railways 
would  have  been  more  cheaply  constructed,  and  a 
great  deal  of  useless  expenditure  of  eapital  would 
have  been  saved  in  the  first  instance.  And,  more- 
over, I have  no  more  doubt  that  all  these  traders 
who  are  eoming  to  complain  about  the  high 
charges  of  railways,  would  have  had  their  goods 
carried  much  more  cheaply  than  they  are  to  day. 

14228.  Are  you  old  enough  to  recollect  1847 
and  1848  ? — I was  not  a railway  manager  in  those 
days ; I was  engaged  then  in  the  making  of 
railways. 

14229.  Do  you  think  that  the  contests  of  those 
days  altogether  arose  from  the  action  of  Parlia- 
ment?— I believe  so,  and  from  the  speculation 
which  was  set  on  foot  by  the  jwlicy  I have  often 
heard  attributed  to  Sir  Robert  Peel  in  the  cele- 
brated speech  he  made  at  Tamworth  on  cutting 
the  first  sod  of  the  Trent  Valley  Line,  that  there 
was  to  be  free  trade  in  railways  as  there  was  to 
be  in  everything  else  at  that  time. 

Chairman. 

4230,  But  we  have  got  something  for  that  if  it 
is  not  cheapness  ; I think  you  will  admit  that 
the  service  of  the  railways  in  England  is  more 
rapid,  certain,  and  convenient  than  the  service  of 
railways  abroad? — When  I went  abroad  two  years 
ago  there  was  a great  deal  said  both  in  and  out 
of  Parliament,  and  even  by  the  then  President 
of  the  Board  of  Trade,  who  thought  that  the 
railways  in  this  country  were  behind  those  upon 
the  Continent  with  regard  to  safety  appliances 
and  block  telegrajihs,  and  all  that  system  of 
working  which  we  have  been  pressed  so  much  to 
adopt.  In  answer  to  the  honourable  Chairman’s 
(jucstion,  I think  I may  say,  and  I shall  probably 
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be  within  the  experience  of  most  of  those  round 
the  table,  that  it  is  no  egotism  to  say,  that  -we  do 
things  in  England  better,  more  cheaply,  and 
safely  than  they  do  upon  the  continental  rail- 
ways. 

14231.  Could  you  tell  the  Committee  what  time 
is  allowed  for  the  conveyance  of  ordinary  goods 
from  Pai'is  to  Boulonge  ; I am  told  it  is  seven 
days  ? — I could  not  say  exactly,  but  there  is  one 
day  allowed  for  the  reception  of  goods,  and  one 
day  for  the  delivery  of  goods,  and  the  time  for 
transit  is  regulated  b_v  distance,  so  I should  not 
be  surprised  to  hear  that  the  time  allowed  by  law 
is  something  like  five  or  six  days  between  Paris 
and  Boulogne. 

14232.  What  distance  is  that,  roughly  speak- 
ing r — I am  informed  that  the  distance  is  137 
miles. 

14233.  Will  you  take  some  corresponding  dis- 
tance upon  the  London  and  North  ^Western  Rail- 
way ; take  from  IManchester  to  London,  what  is 
the  distance  from  Manchester  to  London  ? — One 
hundred  and  eighty-six  miles  ; in  Alanchester  we 
collect  goods  up  to  eight  o’clock  at  night ; our 
exfiress  goods  train  leaves  Manchester  about 
that  hour,  and  the  goods  are  delivered  at  the 
warehouses  in  the  City  before  nine  o’clock  the 
next  morning,  so  that  practically  within  the 
twelve  hours  we  collect  goods  and  deliver  them 
in  the  City,  and  if  they  are  not  there  before  the 
busy  part  of  the  day  begins,  the  warehouseman 
will  send  them  back  again ; he  will  say  they  are 
too  late.  “ You  must  take  them  away  and  bring 
them  back  again  another  day ; we  cannot  be 
bothered  with  them.”  We  are,  in  fact,  making 
deliveries  of  goods  backwards  and  forwards  be- 
tween Manchester  and  London  almost  within  the 
time  of  the  postal  service. 

14234.  Are  you  alluding  to  the  Petite  Vitesse 
or  the  Grande  Vitesse  when  you  are  screaking  of 
the  seven  days  being  occupied  in  the  transit  of 
goods  between  Paris  and  Boulogne? — To  the 
Petite  Vitesse. 

14235.  You  have  told  the  Committee  what  the 
company  are  compelled  to  do  by  law  upon  the 
French  railways ; but  what  is  their  practice;  do 
you  know  in  what  time  they  usually  deliver 
goods  between  Paris  and  Boulogne  ? — That  is  not 
Avithin  my  own  knowledge. 

14236.  Do  you  know  within  what  time  you 
are  bound  to  deliver  goods  in  this  country  ? — A 
“reasonable  time.” 

14237.  That  may  be  a week? — It  may  be  a 
week,  no  doubt,  but  avo  should  have  to  pay  very 
heavy  claims  if  Ave  were  not  up  to  time  uith  the 
delivery  of  our  goods;  if  they  Avere  behind  the 
tick  of  the  clock  they  would  be  sent  back,  and  a 
claim  would  be  made  for  the  delay. 

Air.  Bolton. 

14238.  Is  not  one  point  of  the  case  this,  that  if 
you  Avero  unpunctual  in  delivery  you  would  lose 
the  traffic  by  the  other  company  taking  it  aAvay  ? 
— There  is  perfect  competition  in  that  respect ; if 
there  is  any  difference  as  between  two  companies 
in  regard  to  jmnctuality  and  delivery,  the  mer- 
chant takes  his  traffic  to  the  more  speedy  com- 
pany. 
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Chairman. 

14239.  Are  those  goods  you  have  just  been 
referring  to  Manchester  packs  ? — Fhey  are  Man- 
chester packs. 

14240.  On  the  French  railways  are  that  class 
of  goods  sent  by  the  Petite  or  the  Grande 
Vitesse  ? — They  go  by  the  Petite  Vitesse. 

Mr.  Bolton. 

14241.  Is  not  the  cost  of  station  accommoda- 
tion relatively  higher  in  this  country  than  the 
comparatively  higher  cost  of  the  English  railways 
would  indicate  ? — I should  say  it  was^  because  I 
have  been  to  the  principal  goods  stations  in  Paris. 

I have  seen  the  working  of  the  traffic  at  the 
norther  terminus,  and  looking  at  the  ground  they 
occupy,  and  the  sheds  and  the  accommodation 
they  provide,  I should  say  that  the  French  rail- 
way companies  have  not  spent  nearly  as  much 
money  in  the  station  and  terminal  accommodation 
as  we  are  obliged  to  spend  in  this  country,  on 
account  of  the  speed  and  pace  at  which  we  are 
required  to  perform  our  business. 

Sir  Daniel  Gooch. 

14242.  Is  it  the  fact  that  upon  the  Northern 
Railway  of  France  the  bridges  and  the  earth- 
works are  not  constructed  by  the  railway  com- 
pany but  are  constructed  by  the  Government, 
and  the  railway  companies  have  not  to  pay  any- 
thing upon  them  ; they  are  constructed  upon  a 
40  years’  lease,  the  works  themselves  belonging 
to  the  Government  ? — I was  not  aware  of  that. 

Mr.  Barclay. 

14243.  Do  you  compare  the  expedition  with 
which  goods  are  delivered  in  this  country  with 
that  with  which  they  are  delivered  in  France,  or 
are  you  only  speaking  of  what  is  the  practice  in 
this  country  as  compared  with  what  is  the  law  in 
France,  which  is  six  days  as  between  Paris  and 
Boulogne? — Judging  of  what  I have  been  able  to 
see  of  French  railways,  my  impression  is  that  the 
French  railway  companies  take  advantage,  per- 
haps not  to  the  fullest  extent,  but  to  a great 
extent,  of  the  time  which  Government  allows  for 
the  conduct  of  their  business. 

14244.  What  I wish  to  get  at  is  within  what 
time  would  you  be  prepared  to  deliver  such 
goods  in  this  country  ; would  you  be  prepared  to 
be  legally  responsible  if  you  did  not  deliver  such 
goods  within  six  days  ? — I do  not  know  of  any 
case  in  which  we  should  be  six  days  ; even  from 
the  far  west  of  Ireland,  we  should  not  be  more 
than  three  days. 

14245.  But  traffic  sometimes  does  go  missing, 
does  it  not  ? — Yes,  no  doubt. 

14246.  I would  ask  whether  you  would  hold 
yourself  to  be  responsible  for  the  delay  ? — It 
would  depend  upon  the  nature  of  the  goods.  I 
should  say  that  we  pay  from  20,000 1.  to  30,000  1. 
a year  to  the  public  in  compensation  for  claims 
for  delay  and  breakages,  notwithstanding  the 
speed  wffiich  we  carry  the  goods  at,  and  the  high 
service  which  we  give  them.  Our  total  payments 
for  goods’  claims,  for  which,  as  carriers,  we  are 
responsible,  which  includes  pilferage,  and  damage 
from  Avet,  is  between  50,000  1.  and  60,000  1.  a 
year  ; it  has  been  60,000  /.  or  more. 
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14247.  To  what  would  the  20,000  1.,  to  which 
you  referred  in  your  former  answer,  relate  ? — It 
would  relate  to  delays  entirely. 

14248.  Would  that  be  spread  over  the  Avhole 
country  ? — Yes. 

Chairman. 

14249.  Are  you  able  to  give  the  Committee  a 
statement  of  the  comparative  amount  of  traffic 
passing  over  the  French  lines  and  our  lines? — I 
can  give  the  figure  per  mile  per  annum ; in 
France  it  has  worked  out  to  4,750  tons  per  mile 
per  annum,  and  in  the  United  Kingdom  it  has 
worked  out  to  13,850  tons  per  mile  per  annum  ; 
so  that  practically  there  is  three  times  the  volume 
of  traffic  passing  over  the  English  railways  that 
there  is  over  the  French  railways. 

Mr.  Baget. 

14250.  Does  that  Include  all  the  English  rail- 
ways?— I have  taken  all  the  railways  in  the 
United  Kingdom. 

14251.  And  the  railways  in  France? — Yes,  we 
are  doing  three  times  the  business  over  the 
English  raihvays  per  mile  per  annum  that  the 
French  railways  do.  With  regard  to  passengers 
the  figures  are  in  France  10,700  passengers  per 
mile  compared  Avith  those  in  the  United  King- 
dom of  36,500,  so  that  there  are  3|  times  the 
number  of  passengers  carried  in  England  that 


Mr.  Gregory. 

14252.  Can  you  give  the  Committee  the  total 
profit  per  mile? — 1 can  give  it  in  this  AA'ay  : the 
expense  of  Avorking  the  railways  in  the  United 
Kingdom  per  mile  per  annum  is  1,928  /.,  and 
the  average  profit  upon  the  capital  of  the  railways 
in  the  United  Kingdom  is  4^  per  cent.,  AA'hilst  in 
France,  the  expense  of  Avorking  is  1,315  Z.  per 
mile  per  annum,  and  the  average  profit  upon  the 
capital  of  the  French  raihvays  is  4 per  cent. 

14253.  What  are  the  average  expenses  as 
against  the  totals  for  Avorking.  I do  not  think  you 
have  given  the  Committee  that  yet  ? — I have  not 
worked  that  out.  It  would  appear  that  in  both 
cases  (if  I rightly  apprehend  your  question)  the 
average  expense  of  Avorking  the  railways  in  the 
United  Kingdom  Avould  appear  to  be  about  50 
per  cent.,  and  that  in  France  it  is  rather  less  ; it 
is,  as  far  as  I can  judge,  47  or  48  percent. 

Chairman. 

14254.  After  this  very  long  and  interesting  di- 
gression let  us  get  back  to  Belgium.  You  Avere 
going  to  give  the  Committee  the  figures  upon 
the  Belgian  States  Railways.  Is  it  the  fact  that 
the  Avhole  rates  in  force  on  the  Belgian  States 
Raihvays  for  home  traffic  are  included  in  a book 
published  on  the  1st  of  Februai'y  last? — That 
is  so. 

14255.  Will  you  tell  the  Committee  what 
those  rates  are  ? — They  consist  of  a general 
tariff,  and  of  20  special  tariffs  ; the  rates  given 
in  the  general  tariffs  arc  exclusive  of  loading  and 
unloading,  full  loads  may  be  loaded  or  unloaded 
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Chairman — continued. 

by  senders  or  consignees,  but  goods  in  bulk  must 
be  loaded  by  them.  Small  lots  are  loaded  and 
unloaded  by  the  company,  and  so  are  full  loads 
of  goods  insured. 

14256.  What  is  the  charg-e  for  this  loading;  and 
unloading:? — The  charge  for  loading  and  unload- 
ing  is  10  centimes  jier  100  kilos,  or  10  d.  per 
ton. 

14257.  And  ihere  is  also  a charge  of  \d.,  is 
there  not,  for  what  they  call  demm,  brement  des 
colis-,  that  is,  the  checking  of  packages? — That 
is  so. 

14258.  Do  you  desiie  to  make  any  general 
statement  with  regard  to  the  position  of  the 
Belgian  railways?- — The  Belgian  Government 
have,  practically,  absorbed  all  the  Belgian  rail- 
ways, or  nearly  so  ; they  have  tried  a great  many 
experiments  both  with  regard  to  goods  and  2)as- 
senger  fares,  and,  iiractically,  they  keep  no  sepa- 
rate accounts ; it  is  treated  as  jiart  of  the  State, 
and  they  have  the  State  purse  to  pull  upon  ; 
therefore  they  have  in  that  instance  advantages 
which  of  course  the  English  railways  have  not ; 
consequently  when  it  is  stated  that  the  Belgian 
railways  give  favourable  rates  for  the  conveyance 
of  iron  and  glass,  and  other  things,  it  should  be 
borne  in  mind  that  really  it  is  the  action  of  the 
Government,  and  not  of  the  trading  community 
which  regulates  the  rates  and  charges  with  regard 
to  the  Belgian  railways. 

14259.  Do  you  agree  with  what  was  said  in 
the  Pajier  that  was  handed  in  by  Mr.  Malcolm 
in  the  Joint  Committee  on  Railway  Amalgama- 
tion ? — Yes,  I found  the  state  of  things,  practi- 
cally, the  same  when  I looked  into  the  case  a 
short  time  since,  as  existed  seven  or  eight  years 
ago,  except  that  the  State  had  purchased  some 
more  railways. 

14260.  Now,  passing  to  another  question, 
I think  I understood  you  to  say  that  a uniform 
classification  could  only  be  carried  out  by  great 
concessions  on  the  jiartof'the  railway  companies? 
— That  is  so  ; I think  I might  say,  to  save  the 
time  of  the  Committee,  that  I quite  agree  with 
the  evidence  Mr.  Grierson  has  given  upon  the 
subject  of  the  classification.  He  spoke  in  answer 
to  Question  No.  12551,  on  behalf  of  the  Great 
Western  Company,  to  this  effecl:  and  on  behalf 
of  the  London  and  North  Western  Comjiany, 
I may  say  that  we  should  agree  with  what  Mr. 
Grierson  suggested.  This  is  your  question  to 
him  : “ I think  it  is  admitted  by  everybody  round 
the  table,  that  the  classification  is  an  imperfect  one, 
and  unfair ; would  you  give  the  Committee  a 
practical  suggestion  of  how  we  should  remodel 
it.”  And  his  answer  was : “ 1 would  say,  so  far 
as  the  Great  Western  Railway  Company  is  con- 
cerned, that  if  other  companies  will  concur,  they 
will  join  in  pre])aring  a classification  based  upon 
the  Clearing  House  classification,  and  will  be 
prepared  to  consider  an  equitable  readjustment 
of  their  maximum  rates  in  accordance  with  such 
classification,  based  upon  our  })resent  toll  jiowers.” 
I think  on  behalf  of  the  London  and  North 
^^’estern  Comjiany,  that  I should  agree  with 
every  word  of  what  Mr.  Grierson  says  in  answer 
to  that  question. 

14261.  What  I should  like  to  know  about  that 
is,  are  you  prepared  to  have  that  classification 


Chairman — continued. 

when  prepared  by  yourselves  made  obligatory 
upon  you.  I understand  that  you  would  recom- 
mend that  legislative  jmwer  be  sought,  not  only 
to  authorise  a general  revision  of  the  classification 
in  its  2^1’esent  form  as  settled  by  the  Clearing 
House,  but  also  to  obtain  a full  and  clear  defini- 
tion of  the  terminal  jiowers  of  the  railway  com- 
panies, enabling  them  to  make  a charge  for  the 
use  of  their  stations,  accom2)anied  by  some  revi- 
sion of  the  rates  in  force  for  short  distances  ; I did 
not  quite  understand  whether  Mr.  Grierson  was 
prejiared  after  this  classification  was  settled  to 
have  it  made  obligatory  upon  .all  companies  ? — 
When  it  was  finally  agreed,  I should  say  we 
would  be  prepared  to  have  it  made  obligatory 
upon  us  ; but  I could  not  speak  for  other  com- 
panies upon  that  point. 

14262.  Then  you  are  only  speaking  for  your- 
self?— I am  only  speaking  for  the  London  and 
North  Western  Company  at  the  moment. 

14263.  Supposing,  for  the  sake  of  argument, 
that  this  new  classification  were  adopted,  and 
supposing  the  traders  had  reason  to  complain 
afterwards,  or  wanted  some  alteration  made,  are 
you  {prepared  to  have  any  outside  tribunal  to 
whom  they  could  ajipeal  ? — The  only  course 
which  suggests  itself  to  my  mind  is,  that  the  new 
classification,  assuming  it  is  ever  adoj)ted  and 
made  obligatory,  should  be  as  a maximum,  and 
that  there  should  be  still  a discretion  left  to  the 
railway  comjianies  within  their  toll  pow’ers,  and 
in  conformity  with  the  classification,  to  reduce 
the  charges  or  remove  goods  from  one  class  to 
another  as  a special  case,  according  as  the  cir- 
cumstances would  warrant  and  the  traffic  re- 
quire. 

Mr.  Gregory. 

14264.  Would  that  include  a reduction  for 
distance? — No,  I am  not  suggesting  that  at  the 
moment. 

Chairman. 

14265.  Do  I understand  that,  virtually,  this 
new  classification  book  Avould  override  your 
maximum  rates  in  your  private  Acts  ? — My  A'ieAV 
is,  and  I believe  that  exjiressed  by  Mr.  Grierson 
is,  that  in  lieu  of  the  jmeeent  classification  and 
the  toll  jjowers  in  the  separate  Acts  of  the  several 
companies,  Ave  should  agree  Avith  the  authorities, 
say,  Avith  Parliament  or  Avith  the  Board  of  Trade, 
as  to  a neAv  classification,  and  a ncAv  schedule  of 
toll  poAvers,  having  regard  to  that  new  classifica- 
tion. 

14266.  But  supposing  one  article  in  this  ncAv 
classification  Avere  ]3ut  in  a class  where  the  maxi- 
mum rate  exceeded  what  the  company  Avas  em- 
powered, by  its  own  special  Act.  to  charge  uj^on 
that  one  particular  article,  that  could  not  be 
carried  out  without  legislative  sanction  ? — It 
would  have  to  be  carried  out  in  the  end  by  legis- 
lative sanction  ; I do  not  think  it  could  be  made 
legally  opei'ative  and  binding  upon  all  the  parties 
concerned,  unless  probably  by  some  public  or 
separate  Bill  before  Parliament  to  that  effect. 

Mr.  Paget. 

14267.  Then  that  would  virtually  re-open  the 
question  of  the  rates? — Assuming  Ave  are  agreed 
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upon  the  question  of  the  readjustment  of  the 
classification  in  conformity  with  the  toll  powers, 
it  would  be  necessary  to  go  to  Parliament  to 
sanction  it. 

14268.  Have  you  any  suggestion  to  make  to 
the  Committee  with  reference  to  the  means  by 
which  the  revision  of  the  rates  could  best  be 
arrived  at? — I believe  it  could  only  be  arrived  at 
b}^  consultation  and  compromise,  very  much  in 
the  way  in  which  we  settled  the  question  of  the 
Carriers  Act  some  two  or  three  years  ago,  when 
a Committee  was  appointed  to  consider  the 
question.  The  railway  companies  voluntarily 
made  certain  suggestions  to  that  Committee, 
which  they  have  since  acted  upon  without  any 
legislation  ; but  in  this  case  I think  the  matter  is 
so  important  that  it  could  not  be  made  binding 
and  operative  upon  all  parties,  unless  there  were 
legislation  upon  the  subject. 

14269.  But  what  means  would  you  propose  for 
that  revision ; it  is  a point  of  very  great  im- 
portance; would  you  suggest  that  the  railway 
companies  should  settle  it  themselves,  or  that  a 
department  of  the  State  should  be  brought  in  to 
consider  and  approve  ? — I think  it  would  be  a 
matter  of  consultation  between  the  companies 
and  the  officers  representing  the  Board  of  Trade, 
for  instance  ; but  the  matter  would  have  to  be 
very  cai’efully  considered,  and  I have  not  gone  so 
far  in  consultation  with  the  representatives  of 
other  railway  companies  as  to  be  able  to  suggest 
the  modus  operandi  by  which  it  should  be  carried 
out ; but  it  seems  to  me  that  it  would  be  best  to 
have  a large  eonsultation  of  the  railway  companies 
and  of  the  Board  of  Trade  before  any  legislation 
could  take  place  upon  the  matter. 

Chairman. 

14270.  But  you  would  object  to  its  being 
afterwards  placed  under  the  control  of  the  Rail- 
way Commissioners,  as  I understand? — Yes,  I 
think  those  who  suggest  that  remedy,  either  as 
to  classification  or  rates,  would  be  exchanging  the 
reign  of  the  railway  companies,  however  bad  it 
may  be,  for  the  reign  of  King  Stork.  I think 
they  would  be  very  glad  to  come  back  to 
be  dealt  with  upon  commercial  principles  rather 
than  upon  mere  dry  principles  of  law,  and  to  be 
dealt  with  by  gentlemen  whose  interest  it  is  to 
further  the  interests  of  trade. 

^Ir.  Bolton. 

14271.  I think  the  Committee  are  under  the 
impression  v/hen  you  speak  of  a revision  of  rates 
that  you  are  referring  to  a revision  downwards  ? 
— No,  I was  using  the  term  in  view  of  the  sug- 
gestion as  to  how  the  matter  could  be  settled 
fairly  and  equitably  in  all  interests. 

Mr.  Paget. 

14272.  In  this  revision  of  rates  which  you 
admit  would  be  necessary,  could  you  state  to  the 
Committee  any  kind  of  fixed  principle  upon 
which  you  would  recommend  that  that  readjust- 
ment of  rates  should  be  made? — No,  I could  not 
do  so  at  the  present  moment,  beyond  suggesting 
that  it  should  be  by  consultation  between  a large 

0.54. 


iMr.  Paget — continued. 

representative  body  of  the  railway  companies 
and  the  permanent  officials  of  the  Board  of 
Trade. 

14273.  If  such  a readjustment  were  made,  is  it 
not  evident  that  it  must  be  upon  some  simple 
principle  to  make  it  universally  applicable  ? — 

I admit  the  necessity  of  a principle,  but  I am 
afraid  it  would  be  a very  difficult  and  not  a very 
easy  one.  If  the  labours  of  this  Committee 
result  in  a recommendation  in  the  direction  which 
I have  indicated,  then  I think  we  should  be  able 
to  turn  our  attention  to  it,  and  make  some  sug- 
gestions which  would,  I have  no  doubt,  meet 
finally  with'  a2)nroval ; but  at  the  moment  I could 
not  go  into  the  mode  in  which  it  should  be 
done. 

Chairman. 

14274.  My  attention  has  been  drawn  to  this 
fact,  that  yours  is  the  only  railway  company  which 
does  not  distinguish  between  mineral  and  general 
merchandise  under  the  head  of  goods  traffic  ; is 
there  any  reason  for  that,  because  you  have  given 
the  Committee  the  figure  of  the  general  mer- 
chandise ? — I had  the  figures  extracted.  I was 
not  aware  whether  it  was  distinguished  in  our 
half-yearly  reports  or  the  report  to  the  Board  of 
Trade. 

Mr.  Barclay. 

14275.  Have  not  the  Board  of  Trade  asked 
you  for  these  figures  ? — I am  not  sure. 

Chairman. 

14276.  Now  passing  from  the  question  of  classi- 
fication, will  you  describe  to  the  Committee  as 
shortly  as  you  can  the  princi])les  upon  which  the 
rates  from  the  London  and  North  Western  coal- 
fields to  London  have  been  adjusted? — Dealing 
specially  with  coal  in  the  first  instance,  as  a 
general  rule  for  distances  under  30  miles  from 
any  particular  coal-field,  we  charge  our  full  maxi- 
mum tolls,  plus  the  terminal  of  3 d.  per  ton,  which 
I have  mentioned  as  having  been  conferred  ujion 
the  company  by  the  Joint  and  Various  Powers 
Act  of  1877.  Then  for  longer  distances  we  have 
no  graduated  scale  ; there  come  in  there  the  ques- 
tions of  competition  of  markets,  the  quality  of  the 
coal,  and  various  other  considerations,  so  as  to 
enable  the  traders  in  our  district  to  compete  in 
any  market  throughout  the  kingdom.  The  prin- 
ciple upon  which  we  act,  or  rather  I am  afraid 
there  is  no  jrrinciple  in  it  whatever,  except  the  com- 
petition  of  markets  and  the  desire  of  enabling  our 
traders  to  get  a fair  trade  over  our  railway,  was 
very  fully  explained  by  Mr.  Hewlett,  who  is  one 
of  the  largest  dealers  representing  a very  large 
trade. 

14277.  Is  there  a graduated  scale  for  beyond 
30  miles?—  No,  our  tolls  are  fixed  under  50  miles 
at  a certain  rate,  and  over  50  miles  at  a certain 
scale  under  the  Act  of  1846,  which  is  still  in 
force. 

Chairman. 

14278.  You  would  condemn  the  system  of. 
equal  mileage  rates,  would  you  not? — I think  it 
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would  be  destructive  to  the  trade  of  the  country 
to  adopt  it. 

14279.  Can  you  give  the  Committee  two  or 
three  instances  besides  those  which  you  have 
already  given  of  tlie  rates  upon  a French  railway  ; 
as  for  example  the  Great  Northern  of  France,  in 
which  the  charges  for  similar  goods  passing  over 
the  same  length  of  railway,  vary  according  to  the 
stations  they  are  sent  from  ? — The  rates  for 
woollens  and  merinoes  from  Paris  to  Calais,  for 
example,  show  that  these  goods  are  charged  i ales 
varying  from  44  francs  20  centimes  per  kilo,  to 
14  francs  15  centimes;  namely,  from  Paris  to 
Calais  the  rate  for  local  traffic  is  44  francs  20 
centimes ; for  shipment  it  is  26  francs ; then 
there  are  certain  proportions  of  the  through  ratQs, 
viz.  : to  London,  via  Dover  and  via  the  Thames, 
in  whicli  they  charge,  via  Dover,  27  francs,  on 
one-ton  lots  21  francs  25  centimes,  and  via  the 
Thames,  26  francs.  From  Italy,  for  shipment, 
the  rate  is  26  francs  83  centimes. 

14279.*  In  addition  to  what  you  have  told  the 
Committee  about  the  low  continental  through 
rates  you  have  something  to  state,  have  you  not, 
with  reference  to  the  reason  of  the  low  rates  for 
foreign  barley,  on  which  evidence  has  been 
given  ? — There  is  a large  quantity  of  barley  ; in 
fact,  a larger  quantity  of  barley  required  for  the 
brewing  trades  of  this  country  than  n hat  is  grown 
in  England,  and  considerable  quantities  are 
brought  from  France  ; from  Saumur  to  Burton, 
by  way  of  St.  Nazaire  to  Cardiff,  and  from 
Cardiff  to  Burton  ; upon  that  we  receive  our  full 
local  rate  of  1 1 5.  8 d.  per  ton  from  Cardiff  to 
Burton. 

Sir  Edward  Watldn. 

14280.  That  is  what  you  would  charge  for 
local  barley  from  Cardiff  to  Burton? — That  is  the 
ordinary  rate  that  we  would  charge  to  all  the  world 
if  there  were  any  local  barley  to  go  from  Cardiff  to 
Burton. 

Mr.  Paget. 

14281.  In  what  quantities  ? — That  would  apply 
to  two-ton  lots.  Now  the  reason  for  the  low 
rate  from  Cardiff  to  Burton  is  this,  that  at 
Gloucester  and  Sharpness  Point  there  are  docks, 
and  there  is  the  free  navigation  of  the  Severn 
up  to  beyond  Worcester,  which  rules  the  i-ate 
to  Birmingham,  practically,  by  the  Staffordshire 
and  Worcestershire  Canal.  Tiic  rate  from 
Gloucester  to  Burton,  probably,  does  not  exceed 
7 s.  6 d.  a ton,  and  if  we  are  to  compete,  say, 
with  Gloucester,  from  Cardiff,  we  cannot  get 
more  than  11s.  8d.\  but  the  through  charge 
from  the  district  of  Saumur  to  Burton  is  27  s.  6 d. 
a ton. 

14282.  What  is  the  distance  by  rail  in  this 
country  ? — The  mileage  from  Cardiff  to  Burton 
would  be  probably  about  150  miles. 

Mr.  Gregory. 

14283.  Is  it  all  London  and  North  Western 
from  Cardiff  to  Burton? — No,  we  have  our  own 
goods  station  at  Cardiff ; we  run  a short  distance 
over  the  Bhymney  line,  and  then  on  our  own 
line,  the  Merthyr,  Tredegar,  and  Abergavenny 


IMr.  Gregory — continued, 
line,  and  then  we  run  20  miles  over  the  Great 
Western  from  Abergavenny  to  Hereford,  and 
then  on  to  the  Midland,  and  then  to  our  own 
station  at  Burton. 

Mr.  Mu7ih. 

14284.  Do  you  give  ])refereutial  rates  to  the 
brewers? — I scarcely  understand  the  word  ‘^pre- 
ferential ” in  the  sense  in  which  you  use  it,  but 
we  give  lower  rates  to  Burton  as  being  a large 
place  for  the  consumption  of  malt  and  barley 
than  we  do  to  other  places  where  so  much  brew- 
ing is  not  carried  on. 

14285.  Do  you  give  them  carriage  at  the  rate 
of  six  quarters  to  the  ton,  whereas  you  charge 
to  other  places  at  the  rate  of  five  quarters  ? — 
M^e  do  charge  them  at  the  rate  of  six  quarters 
to  the  ton. 

14286.  Then  you  admit  tliat  you  do  give  a 
preference  to  the  brewer  at  Burton  over  the 
brewers  at  other  districts? — We  give  lower  rates, 
and  to  that  extent  a preference  to  the  Burton 
brewers  over  the  brewers  in  other  districts. 

Mr.  Bolton. 

14287.  Would  you  be  good  enough  to  correct 
a mistake  which  was  made  the  other  day  by 
narrating  the  circumstances  which  led  to  the 
Burton  agreement? — I can  do  so. 

Chahnnan. 

14288.  Could  you  produce  the  agreement  with 
the  brewers  which  was  mentioned  before  this 
Committee? — This  was  the  agreement  entered 
into  between  the  London  and  North  Western 
Company  and  Messrs.  Allsopp&  Company  in  1859, 
and  which  has  now  expired,  and  is  no  longer  in 
force,  as  between  Messrs.  Allsopp  and  ourselves. 
But  as  a matter  of  fact  we  and  the  Midland 
Conqiauy  as  well  with  regard  to  the  other 
brewers,  are  acting  without  any  agreement  as  far 
as  we  are  concerned  in  the  terms  of  that  agree- 
ment, and  charging  the  same  rates  as  we  formerly 
did.  ( The  Agreement  teas  handed  in.) 

Mr.  Paget. 

14289.  Would  that  apply  to  the  rates  you  have 
just  quoted  from  Cardiff? — No,  that  is  the  rate 
for  French  barley,  and  is  outside  the  agreement. 

I should  just  state  that  we  have  another  rate  for 
barley  from  Dieppe  via  Newhaven,  and  from 
Honfleur  via  Littlehampton,  and  from  St.  Malo, 
to  Burton  of  20  s.  per  ton  actual  weight. 

14290.  Is  not  the  difference  between  the  two 
rates  that  you  have  given  us  only  due  to  the  fact 
that  you  have  to  compete  with  the  River  Severn 
and  the  Birmingham  Canal  ? — I say  the  rates  are 
fixed  with  regard  to  that  which  is  in  active  com- 
petition, and  that  they  would  probably  be  higher 
if  it  were  not  for  the  free  navigation  of  the 
Severn. 

Mr.  Gregory. 

14291.  But  that  observation  does  not  apply  to 
the  rates  you  have  just  given  the  Committee, 
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Mr.  Gregory — continued, 
from  Honfleur  and  other  places  ? — It  does  not 
apply  to  the  last  places  I have  mentioned. 

Chairman. 

14292.  Will  you  now  tell  the  Committee  what 
you  have  to  say  about  the  Railway  Commis- 
sioners ? — I have  before  me  a copy  of  the  docu- 
ment read  by  Mr.  Grierson. 

14293.  Do  you  endorse  that? — I do  entirely. 

14294.  Would  you  advocate  the  hearing  of 
parties  by  their  solicitor  as  well  as  by  their 
counsel  before  the  Railway  Commissioners  ? — I 
have  not  sufficient  knowledge  to  enable  me  to 
give  an  opinion  to  the  Committee  which  would 
be  worth  mueh  upon  that  point. 

14295.  The  Railway  Commissioners  do  not,  as 
a matter  of  practice,  hear  solicitors  now  ; do  you 
think  it  would  be  advantageous  if  they  did  ? — I 
do  not  know  whether  they  do  or  not,  but  if  they 
do  not,  I think  they  might  just  as  well  hear  a 
solicitor  as  a barrister. 

14296.  Now  will  you  tell  the  Committee  what 
you  have  to  say  shortly  about  the  Irish  traffic? 
— Something  was  said  with  regard  to  the  control 
exercised  by  the  Irish  Traffic  Conference  upon 
the  through  rates  between  England  and  Ireland, 
and  I Avish  merely  to  state,  for  the  information 
of  the  Committee,  that  it  was  not  until  the  year 
1864  that  the  London  and  North  Western  Com- 
pany, in  conjunction  with  some  others  of  the 
English  raihvay  companies,  succeeded  in  estab- 
lishing through  booking  or  through  rates  between 
the  interior  stations  of  Ireland  for  goods  traffic, 
and  all  the  principal  stations  in  England.  It  was 
a very  difficult  negociation,  and  to  carry  that 
into  practical  effect,  we  bad  to  make  agreements 
and  arrangements  with  the  steamboat  companies, 
and  that  has  resulted  in  the  association  of  railway 
companies  and  steamboat  companies,  which  is 
known  by  the  name  of  the  Irish  and  English  Traffic 
Conference.  That  conference  meets  in  a friendly 
Avay,  and  as  between  themselves  and  the  various 
interests  concerned  both  by  long  sea  and  short 
sea,  they  practically  settle  what  the  through 
rates  should  be  between  the  two  countries,  and 
although  that  has  been  objected  to  as  rather  an 
arbitrary  conference,  yet  speaking  from  my  own 
experience,  it  has  resulted  in  a very  great  de- 
velopment of  the  goods  traffic  between  the  two 
countries ; I do  not  see  how  it  is  possible  that 
the  business  of  the  two  countries  could  be  carried 
on  without  such  an  association.  Mr.  Middleton 
had  some  grievance  against  it,  but  if  he  had  been 
satisfied  to  join  the  Conference  in  the  same  Avay 
that  other  companies  did,  I believe  he  would 
have  heen  admitted  to  the  same  advantages,  and 
the  same  through  booking  as  the  other  parties  to 
the  Conference  ; it  was  because  he  did  not  choose 
to  claim  them  that  he  Avas  excluded. 


Sir  Edward  Wathin. 

14297.  He  had  the  right  to  claim  them  in  the 
same  way,  but  he  did  not  ? —If  he  had  chosen  to 
claim  them  upon  the  same  terms  as  the  other  par- 
ties did,  he  would  have  been  entitled  to  claim 
them. 

0.54. 


Mr.  Paget. 

14298.  But  you  fix  your  own  rules,  do  you 
not  ? — The  rules  are  fixed  upon  a principle,  and 
the  principle  is  this,  that  there  shall  be  through 
booking  betAveen  the  principal  stations  in  Ireland, 
and  the  principal  stations  in  England,  by  every 
route,  carrying  tlirough  Dublin,  Belfast,  or 
Cork,  that  the  rate  shall  be  equal  by  all  routes, 
except  Avhere  there  is  a difference  given  in  favour 
of  certain  steamship  companies,  varying  from  10 
and  15  to  20  per  cent.,  Avhere  they  carry  by  long 
sea  instead  of  by  short  sea. 

Chairman. 

14299.  Would  you  state  Avhether  there  has 
been  an  increase  of  communication  betAveen 
England  and  Ireland  since  you  entered 
into  this  agreement  Avith  the  Irisli  companies  ? 
—The  increase  has  been  very  considerable 
indeed,  both  Avith  regard  to  the  carriage  of 
goods,  live  stock,  poultry,  fish,  and  every 
imaginable  thing  that  can  be  carried.  I can  give 
the  Committee  some  idea  of  it  by  stating  that  the 
traffic  Ave  carry  by  Avay  of  Dublin  and  Holyhead 
exceeds  in  quantity  both  passenger  and  goods 
traffic,  Avhat  the  London  and  North  Western 
Company  are  carrying  betAA'een  England  and 
Scotland. 

14300.  How  many  communications  haA^e  you 
now  between  Dublin  and  Holyhead  daily? — We 
have  four  of  our  own,  and  in  addition  to  that 
Ave  have  a communication  betAveen  Greenore  and 
Holyhead,  and  Ave  are  joint  OAvners  in  the  steam- 
shqAS  trading  betAveen  EleetAvood  and  Belfast. 

Mr.  Pease. 

14301.  What  is  the  size  of  your  own  boats? — 
They  are  very  powerful  boats,  carrying  about 
400  or  500  tons  of  cargo  ; I do  not  "knoAV  Avhat 
their  measurement  is. 


Mr.  Barclay. 

14302.  Have  you  any  objection  to  put  in  the 
agreement  with  the  City  of  Dublin  Steam  Packet 
Company  as  to  the  conveyance  of  goods  ? — We 
have  no  agreement;  the  only  agreement  or 
arrangement  Avhich  exists  between  us  and  the 
City  of  Dublin  Steam  Packet  Company,  and  the 
other  companies  carrying  in  connection  Avith  the 
City  of  Dublin  Steam  Packet  Company  is  such 
as  I have  mentioned  to  you  with  regard  to  the 
goods  traffic. 


Chairman. 

14303.  Noav  I believe  you  liaAC  something  to 
say  about  the  Liverpool  association,  and  the  com- 
plaints that  have  been  laid  before  the  Committee 
in  Mr.  Forwood’s  evidence? — What  I have  to 
remark  with  regard  to  Mr.  ForAvood’s  evidence 
before  this  Committee,  is  this,  that  shortly  before 
Mr.  Forwood  appeared  before  this  Committee,  he 
attended  Avith  a very  large  and  influential  depu- 
tation at  Euston-square,  and  Avas  met  by  the 
chairmen  and  managers  of  all  the  raihvay  and 
canal  companies  having  termini  in  Liverpool, 
■wdien  the  whole  question  of  the  Liverpool  rates 
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was  very  fully  gone  into  and  discussed  at  rather 
a lengthened  interview  which  we  had  upon  that 
occasion.  We  looked  upon  it  that  Mr.  For  wood’s 
case,  and  the  Liverpool  case,  was  one  which 
was  to  have  been  dealt  with  after  that  dis- 
cussion by  a further  interview  between  the 
Liverpool  gentlemen  and  the  railway  representa- 
tives who  had  met  them  upon  that  occasion,  and 
with  that  view  the  most  important  points  that 
were  raised  in  the  discussion  and  in  the  pamphlet 
that  was  handed  to  us,  were  considered  by  a 
committee  of  goods  managers  who  were  instructed 
to  deal  with  the  question,  and  they  made  a report 
which  would  have  been  considered  by  the  chair- 
men of  the  railway  companies,  and  subsequently 
discussed  with  Mr.  Forwood,  if  Mr.  Forwood  had 
been  content  to  have  discussed  it  in  this  way, 
instead  of  coming  before  this  Committee  ; but 
under  the  circumstances  we  felt  ourselves  obliged 
to  tell  him  that  having  stated  his  grievance 
before  this  Committee  we  would  rather  meet  him 
by  a public  answer  than  go  on  with  a private 
discussion  with  him  upon  the  subject. 

14304  I believe  you  have  an  answer  to  all 
the  charges  which  have  been  made  by  Mr. 
Forwood? — Yes,  I have  an  answer  here  to  all  of 
them  ; it  is  dated  the  5th  April  1881,  and  is  a 
report  drawn  up  by  a committee  of  the  goods 
managers  of  all  the  railway  and  canal  com- 
panies trading  in  connection  with  Liverpool. 
The  first  answer  is.  “ In  comparing  rates,  the 
Liverpool  committee  have  entirely  ignored  ter- 
minal expenses,  and,  as  the  terminal  expenses 
are  the  same  whatever  distance  the  traffic  may 
be  carried,  the  comparison,  so  far  as  unequal 
distances  are  concerned,  is  not  a fair  one.  (2.)  In 
order  to  institute  a fair  comparison,  we  have 
selected  cases  given  by  the  Liverpool  committee 
both  for  long  and  short  distances,  and  have  com- 
pared the  charges  for  similar  distances  from  the 
various  ports  named  by  the  committee.  The  results 
show^  that  Liverpool  is  not  unfairly  dealt  with  as 
they  suppose.  (3.)  On  page  45  (of  the  Liverpool 
pamphlet),  the  committee  refer  to  the  charge 
made  for  corn  from  Liverpool  to  Chester,  via 
Runcorn,  Warrington,  or  Timperley  Junction, 
and  allude  to  the  Shropshire  Union  Company 
making  the  same  charge  by  water,  which  they 
consider  is  about  double  what  the  service  could 
be  performed  for  by  open  competition,  but  the 
committee  are  under  a wrong  impression  as  to 
tlie  amount  of  profit  made.  The  water  route  is 
o))eu  to  any  persons  choosing  to  avail  themselves 
of  it  as  carriers,  but  no  one,  for  some  years  past, 
has  felt  it  to  be  his  interest  to  do  so.  (4.)  On  the 
same  page  the  committee  refer  to  the  hour  of 
closing  on  Saturday  as  being  a disadvantage  to  the 
port;  but  this  is  an  arrangement  which  was  made  a 
lew  years  ago  in  answer  to  a demand  from  the  men 
for  shorter  hours  on  Saturday : it  was  acquiesced 
in  generally  by  the  public,  and  we  are  of  opinion 
tliat  little,  if  any,  practical  inconvenience  has 
been  caused  by  it.  (5. ) On  pages  46  and  48  the 
committee  refer  to  the  charges  made  from 
Fleetwood  and  Barrow,  the  rates  in  many  in- 
stances being  the  same,  although  the  distance  is 
greater.  The  same  remark  will,  however,  apply 
to  Birkenhead,  which  has  the  same  rates  as 
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Liverpool,  although  the  distance  from  Birken- 
head to  Manchester  by  rail  is  45  miles,  whilst 
Liverpool  is  only  31  miles.  (6.  ! On  page  46 
allusion  is  made  to  the  special  advantages  of 
Garston  ; but,  witli  few  exceptions  the  Garston 
rates  are  the  same  as  Liveiqjool,  whilst  the  dis- 
tance to  the  south  and  east  is  somewhat  less  than 
Liverpool.  The  sjiecial  low  rate  in  existence 
between  Garston  and  St,  Helen’s  is  one  fixed  by 
Parliament,  and  is  mainly  for  a traffic  which 
Liverpool  could  not  profitably  deal  with. 
(7.)  On  page  47  it  is  stated  that  flour  from  Hull 
to  Liverpool  is  charged  12  5.  Qd.  per  ton,  but 
from  Liverpool  to  Hull,  14  s.  7 d.  per  ton.  This 
requires  explanation.  The  I’ate  for  grain  be- 
tween Liverpool  and  Hull,  applicable  in  both 
directions,  is  15  s.  per  ton,  four-ton  lots;  and 
13  s.  Ad.  per  ton,  20- ton  lots.  The  rate  for  flour 
to  or  from  ship  at  Hull,  is  12  s.  6 d.  per  ton,  two- 
ton  lots.  (8.)  We  append  hereto  Table  No.  2, 
showing  the  dock  and  town  dues  charged  at 
Liverpool  upon  the  articles  named  by  the  Com- 
mittee, compared  with  those  charged  at  Hull, 
Bi’istol,  and  Avonmouth,  none  of  the  docks  re- 
ferred to  • belonging  to  any  of  the  railway  com- 
panies, showing  that  Liverpool  is  placed  at  a dis- 
advantage, not  by  reason  of  its  railway  rates, 
but  by  reason  of  its  dock  and  town  dues 
being  higher  than  those  of  other  ports.  (9.) 
The  companies  we  represent  have  spent  large 
sums  of  money  in  land,  stations,  and  buildings  in 
Liverpool  and  Birkenhead,  and  it  it  is  our  direct 
interest  to  develope  the  trade  of  the  two,  j)laces, 
and  the  Liverpool  trade  may  rest  assured  that  in 
dealing  with  this  matter,  we  shall  consider  their 
interests  and  our  own  as  being  identical.” 

14305.  Will  you  hand  in  the  Tables  to  which 
those  answers  refer? — I wdll.  {The  same  was 
handed  in.) 

Lord  Randolph  Churchill. 

14306.  But  did  you  make  or  offer  any  conces- 
sions to  them  upon  that  report? — No,  we  did 
not. 

14307.  So  that  Mr.  Forwood  was  justified  in 
coming  here,  was  he  not? — Our  view  is,  and  our 
argument  is  in  this  report,  that  Liverpool  is  fairly 
placed,  and  that  there  is  no  concession  required, 
notwithstanding  the  ease  Mr.  Foiwvoodput  before 
this  Committee.  Mr.  Forwood  has  very  curious 
notions  as  to  the  advantages  that  railway  com- 
panies should  concede  to  Liverpool ; we  have 
heard  them  before,  not  only  here,  but  before 
other  Committees  of  this  House. 

Chairrnan. 

14308.  But  I understand  that  Mr.  Forwood 
did  Rot  come  up  here  and  give  eGdence  after  that 
Paper  was  drawn  up ; but  that  Paper  w’as  drawm 
up  after  the  evidence  w'as  given  before  this 
Committee? — Quite  so. 

Mr.  Monk. 

14309.  So  that  Mr.  Forvvood  has  gained 
nothing  either  by  coming  before  this  Committee 
or  by  going  before  your  committee  ? — Except 
that  the  matter  has  been  carefully  examined ; I 
am  perfectly  content  to  say  that  it  is  our  interest 
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to  do  all  we  can  for  Liverpool,  as  we  have  an 
enormous  trade  with  Liverpool ; I will  go  so  far 
as  to  say  that  if  the  docks  of  Liverpool  were 
ours,  and  managed  by  us  instead  of  by  the  dock 
board,  we  should  not  be  justified  in  doing  more 
for  Liverpool  than  we  have  done ; we  have  done 
everything  that  is  possible  to  develope  the  ti’ade 
of  Liverpool,  as  the  returns  of  the  port  and  of 
our  traffic  show:  for  the  traffic  goes  on  constantly 
increasing.  Now  there  is  a particular  point  which 
I should  like  to  mention  to  the  Committee  : Mr. 
Forwood  made  it  a very  great  cause  of  complaint 
that  the  export  rate  for  Manchester  goods  to 
Liverpool  was  high  as  compared  with  the  rate 
by  way  of  London;  that  is  to  say,  it  is  10s. 
to  Liverpool,  and  25  s.  to  London.  Now,  as  a 
matter  of  fact,  nearly  the  whole  of  the  shipping 
trade  from  Manchester  to  the  East,  China,  and 
Japan,  is  practically  controlled,  as  regards  the 
through  rate  from  Manchester  to  India  by  (I  do 
not  use  the  word  offensively)  a combination  of 
shipowners  who  fix  the  rate  the  same  whether  the 
traffic  goes  from  Manchester  to  China,  through 
London,  or  whether  it  goes  from  Manchester  to 
China  through  Liverpool ; there  are  a certain 
number  of  steamship  owners,  and  a certain  number 
of  steamships  engaged  in  the  trade,  and  they 
have  agreed  the  proportion  which  shall  be  carried 
by  the  steamship  owners  in  connection  with 
London,  and  the  proportion  which  shall  be  carried 
by  the  steamship  owners  in  connection  with 
Liverj)Ool ; they  fix  the  price,  and  they  make  a 
pool  of  the  receipts,  and  say  so  much  shall  be 
attributable  to  the  traffic  which  goes  by  London, 
and  so  much  by  Liverpool.  Indeed,  I have  it 
upon  authority  that  Liverpool  is  paying  upon  the 
balance  many  thousands  a month  to  the  London 
shipowners,  showing  that  Liverpool  is  carrying 
more  than  its  proportion,  notwithstanding  that 
arrangement  of  the  shipowners  and  that  the  rate 
to  the  port  has  nothing  at  all  to  do  with  the 
amount  of  the  traffie  going  to  the  port. 


Mr.  Paget. 

14310.  When  you  say  that  “Liverpool  is 
paying,”  who  is  paying ; are  the  Liverpool  docks 
paying? — No  ; I say  it  is  an  agreement  between 
gentlemen  interested  in  the  trade  of  Liverpool, 
and  certain  other  gentlemen  engaged  and  in- 
terested in  the  shipping  trade  of  tlie  port  of 
London.  They  say,  Let  us  agree  that  the  rate 
shall  be  equal  from  Manchester  either  way  to  its 
ultimate  destination,  and  let  us  agree  that  the 
proportion  which  shall  be  attributable  to  the 
London  route  shall  be  so  much,  and  the  propor- 
tion attributable  to  the  Liverpool  route  shall  be 
so  much. 


Chairman. 

14311.  First  of  all,  what  was  the  notice  given 
to  the  principal  railway  companies  by  these  ship^ 
owners?  — We  first  heard  of  this  arrangement 
early  in  October  1879,  and  it  resulted  in  our 
making  more  careful  inquiry  into  the  matter. 
The  first  communication  that  was  made  to  us  was 
with  regard  to  a doubt  which  existed  in  their 
0.54. 
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mind  as  to  whether  any  rebates  or  allowances 
were  being  made. 

Lord  Randolph  Churchill. 

14312.  Whose  mind  do  you  refer  to  ? — Themind 
of  the  shipowners,  as  to  whether  any  rebates  or 
allowances  were  being  made  to  certain  agents  or 
shipowners,  and  people  of  that  kind  ; the  whole 
representation  that  was  made  to  us  was  not  as  to 
the  rate,  but  as  to  perfect  equality  of  treatment, 
and  to  secure  that  no  advantage  was  given  to  one 
trader  more  than  another. 


Mr.  Gregory. 

14313.  It  is  a combination  between  the  India 
and  China  traders  that  you  are  speaking  of? — 

Yes. 


Lord  Randolph  Churchill. 

14314.  Was  the  agreement  submitted  to  your 
board  officially  ? — No. 


Chairman. 

14315.  What  I want  to  get  at,  because  honour- 
able Members  are  doubtful  about  it,  and  want 
something  more  precise,  is  this,  would  you  give 
a list  of  the  shipowners  who  sent  that  communi- 
cation to  you  in  the  first  place,  and  the  wording 
of  that  notice  ? — I will.  I have  here  a letter  ad- 
dressed to  the  chairmen  of  the  London  and  North 
Western  Company,  the  Midland  Company,  the 
Great  Northern  Company,  the  Manchester, 
Sheffield,  and  Lincolnshire  Company,  the  Lanca- 
shire and  Yorkshire  Company,  the  Great  Western 
Company,  and  the  Great  Eastern  Railway  Com- 
pany ; in  which  they  say,  “ To  facilitate  the 
working  of  the  export  trade,  ive  have  found  it 
advisable  to  quote  through  rates  of  freight  from 
the  manufacturing  districts,  and  this  system  is 
likely  to  become  a general  one  ; in  such  cases 
the  shipowner  pays  the  inland  carriage  ; and  it 
has  come  to  our  knowledge  that  certain  railway 
companies,  either  directly,  or  through  their 
agents,  make  returns  or  grant  allowances,  some- 
times to  merchants,  and  sometimes  to  forwarding 
agents.  This  is  clearly  an  injustice  to  the  ship- 
owner.” Then  there  are  some  other  paragra|>hs 
which  are  not  material. 

14316.  By  whom  is  this  letter  signed  ? — The 
gentlemen  who  signed  this  letter  are  M‘Gregor, 
Gow,  and  Company,  Thomas  Skinner  and  Com- 
pany, Henderson  Brothers,  Shaw  and  Son, 
D.  J.  Jenkins  and  Company,  Norris  and  Joyner, 
and  Arthur  Holland  and  Company. 

14317.  They  are  all  of  London,  are  they'  not? 
— Yes,  they  are  all  of  London.  Then  we  had  a 
similar  letter  couched  in  exactly  the  same  terms 
from  Liverpool,  which  is  signed  by  many  parties 
who  are  not  carrying  from  India. 

14318.  Would  you  read  the  names? — Messrs. 
Ismay,  Imrie,  and  Company,  William  Inman, 
the  National  Steamship  Company,  Limited, 
Messrs.  Guion  and  Company,  Messrs.  Rathbone 
Brothers  and  Company,  the  Pacific  Steam  Navi- 
gation Company,  Messrs.  Thomas  and  James 
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Harrison,  iMessrs.  Lamport  and  Holt,  the 
Ocean  Steamship  Company,  Alfred  Holt,  Messrs. 
Fred.  Leyland  and  Company,  Messrs.  Allan 
Brothers  and  Company,  Messrs.  J.  Glynn  and 
Son,  Messrs.  Flynn,  Main,  and  Montgomery, 
Messrs.  Alfred  Booth  and  Company,  Messrs. 
Alexander  and  Radciiffe,  and  Henderson  Bro- 
thers. 

14319.  And  the  Cunard  Steamship  Company, 
are  they  among  them? — Yes,  their  name  is  the 
first  upon  the  list,  which  I did  not  read. 

]\Ir.  B arclay. 

14320.  Is  the  Peninsular  and  Oriental  Com- 
pany upon  the  list  ? — They  have  not  signed  this 
document.  I cannot  say  that  they  are  parties 
to  it. 

Lord  Randolph  Churchill. 

14321.  What  evidence  is  there  in  that  of  any 
agreement  ? — The  evidence  contained  in  that 
document  I have  just  read,  is  that  of  quoting 
through  rates.  The  evidence  with  regard  to 
the  agreement  for  a division  of  traffic  is  a private 
communication  whicli  was  made  to  me  by  one  of 
the  gentlemen  who  signs  this  paper. 

14322.  What  sort  of  an  agreement  was  it? — I 
have  endeavoured  to  explain  to  the  Committee 
that  it  is  an  agreement  (I  only  attach  value  to  it 
in  respect  of  the  evidence  from  Liverpool)  to  have 
the  receipts  from  iSIanchester  and  the  manufac- 
turing districts  with  India  and  China,  and  I 
know  from  information  that  that  agreement  is 
in  actual  operation.  Certain  per-centages  have 
been  agreed  upon;  what  those  per-centages  are  I 
cannot  say,  but  I know  further,  that  Liverpool  is 
carrying  more  than  its  proportion.  This  I say 
is  a perfectly  legitimate  and  fair  thing  for  the 
merchants  to  do.  I only  mention  that  before 
the  Committee  to  show  that  the  question  of  the 
rate  charged  from  Manchester  to  Liverpool  has 
no  effect  Avhatever  upon  the  quantity  of  trade 
which  goes  by  Liverpool. 

Mr.  Paget. 

14323.  Do  you  know  if  there  are  any  other 
shipowners  who  do  a large  business  trading  with 
1 ndia  and  China  Avho  are  outside  this  combina- 
tion ? — If  so  they  are  very  small  people,  and  have 
no  effect  upon  the  trade. 

14324.  As  a matter  of  fact,  is  the  whole  of  the 
export  trade  of  these  goods  conducted  from 
Liverpool  and  London,  or  does  it  flow  from  any 
other  of  the  seaports  ? — There  may  be  a little 
through  the  port  of  Glasgow. 

Sir  Edward  Watkin. 

14325.  Some  of  these  houses  have  places  in 
both  London  and  Glasgow,  have  they  not  ? — 
Yes,  and  Liverpool  also. 

!Mr.  Paget. 

14326.  But  not  from  any  other  port  ? — No,  I 
think  there  is  no  China  trade  from  any  other 
port. 


Mr.  — continued 

1432'/.  So  that  the  steamship  owners  have 
complete  control  of  the  trade  to  India  and  China  ? 
— No,  not  absolute  control  ; there  are  outside 
steamers,  but  to  what  extent  I cannot  sav. 

Mr.  Caine. 

14328.  Is  it  not  the  fact,  for  instance,  that  all 
the  large  steamship  owners  in  connection  with 
the  Americ.an  trade  in  Liverpool,  send  their 
freight  clerks  to  a weekly  conference,  at  which 
they  arrange  the  rates  of  freight,  and  also  appor- 
tion the  receipts  and  arrange  the  freights  as  re- 
gards the  ships  they  are  running  the  following 
week? — I know  that  there  is  a conference  in 
which  they  arrange  the  freights  to  America,  but 
I do  not  know  that  they  go  so  far  as  to  apportion 
the  proportion  of  the  receipts. 

14329.  But  they  certainly  go  so  far  as  the  ar- 
rangement of  the  rates? — No  doubt  they  do,  and 
that  is  a fair  thing  to  do.  If  they  had  not  such 
a conference  (which  corresponds  very  much  to 
the  conference  which  exists  amongst  the  railways) 
they  would  be  cutting  each  others  throats  ; they 
could  not  go  on  improving  the  service  and  pro- 
viding for  the  carriage  of  the  trade  of  the  country 
in  the  best  manner  which  they  can  now  do. 

14330.  And  the  same  practice  prevails  with 
regard  to  the  India  and  China  trade  as  you  have 
stated? — It  would  appear  to  be  so. 

Mr.  Bolton. 

14331.  When  outside  steamers  come  into  the 
trade,  do  you  charge  the  outside  steamers  any 
differential  rate  ? — We  charge  the  outside 
steamers  exactly  the  same  rate  as  those  which 
are  within  the  agreement. 

Chairman. 

14332.  You  wish,  I believe,  to  produce  some 
figures  of  the  navigation  and  shipping  returns  in 
reply  to  the  statement  that  Liveiqiool  has  de- 
creased in  business? — That  is  so.  Taking  the 
tonnages  for  the  last  three  years  of  Liverpool ; 
in  1878,  there  were  12,607,704  tons  of  shipping 
in  and  out;  in  1879,  there  wci’e  12,729,402  tons, 
and  in  1880,  there  were  14,496,364  tons. 

14333.  Will  you  give  the  Committee  the 
figures  for  London?  — In  1878,  there  were 
15,007,823  tons  of  shq)ping  in  and  out;  in  1879, 
there  were  15,598,700  tons,  and  in  1880,  there 
were  16,479,108  tons.  Thus,  while  the  Loudon 
returns  for  1880  show  an  increase  of  1,471,285 
tons  on  those  of  1878,  the  Liverpool  retuius  for 
1880  show  an  increase  of  1,888,660  tons  on  those 
of  1878,  and  of  1,704,692  tons  on  those  of 
1879. 

14334.  You  desire  to  say  a word  about  the 
Liverpool  dock  and  town  dues;  they  are  very 
high,  are  they  not  ? — I will  hand  in  a list  of 
them.  ( The  Table  was  handed  in.)  I also  beg 
to  hand  in  a Table  showing  the  cost  of  importing 
goods  and  delivering  them  to  railway  stations  at 
various  ports.  ( The  Table  icas  handed  in.) 

14335.  What  have  you  to  say  about  the  ac- 
commodation at  Liverpool  ? — I also  hand  in  a 
Table  of  the  dock  and  town  dues  as  well  as  this 
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Chairman — continued. 

(^hundiuy  in  the  same.)  With  regard  to  the  ar- 
rangements which  exist  at  Liverpool  for  railway 
traffic,  I think  that  all  has  not  been  done  that 
might  or  ought  to  have  been  done  at  Livei'iiool 
for  the  economical  and  proper  accommodation  of 
the  traffic.  I think  a great  deal  more  might  have 
been  done  in  the  way  of  laying  down  railway 
communication  in  the  docks,  which,  upon  the 
Liverpool  side,  it  is  almost  devoid  of,  whilst  ujion 
the  Birkenhead  side  the  system  has  been  so  in- 
conveniently laid  down  that  it  is  impossible  to  get 
any  heavy  weight  from  a railway  truck  alongside 
the  ship,  unless  by  laying  it  upon  planks  and 
rolling  it,  and  hauling  it  through  warehouses  ; 
further,  there  are  no  cranes  or  appliances  except 
what  the  ships  possess.  If  Liverpool  had  done 
what  is  done  at  the  ..Albert  and  Victoria  Docks  in 
London,  I have  no  doubt  that  the  cost  of  labour 
with  which  business  could  be  carried  on  in  con- 
nection with  the  port  of  Liverpool,  would  be  very 
materially  reduced,  while  the  facilities  would  be 
enormously  Increased.  Thus,  whilst  Mr.  Forwood 
comes  here  for  the  dock  board  or  the  town  to  com- 
plain that  the  railways  have  not  done  their  busi- 
ness, I fake  the  liberty  of  saying  that  a great  deal 
more  might  have  been  done,  and  ought  to  have  been 
done,  by  the  dock  board  in  the  way  of  increasing 
the  facilities  of  shij)plng  and  transfer  between  the 
railways  and  docks  in  both  Birkenhead  and 
Liverpool. 

14336.  Has  not  there  been  a reduction  of  the 
town  dues  this  year?— There  has  been  a revision, 
but  a revised  list  does  not  necessarily  mean  a re- 
duced list. 

14337.  Will  you  now  ])roceed  with  what  you 
have  to  say  about  the  Table  rvhich  the  Board  of 
Trade  have  handed  in  with  reference  to  the 
rates  and  charges  upon  the  North  Western  Bail- 
way?— 1 have  examined  the  returns  prepared 
from  the  railway  company’s  books  by  the  Board 
of  Trade,  showing  the  rates  charged  by  the 
London  and  North  Western  Kailway  Company 
for  goods  from  London  and  Chester  to  various 
places;  I am  aware  that  those  rates  in  some  cases, 
and  particularly  for  articles  in  the  fourth  and 
fifth  classes,  show  a margin  after  adding  the  com- 
pany’s toll  ])Owers  and  the  ordinary  Clearing 
House  terminals  together.  As  a matter  of  fact, 
however,  the  fourth  and  fifth  classes  comprise 
articles  which  are  carried  chiefiy  in  small  quan- 
tities, weighing  in  the  main  less  than  6(J0  lbs., 
and  in  respect  of  these  wmights  the  company’s 
toll  powers  are  not  limited.  The  rates  may  aji- 
pear  high,  but  the  extra  services  that  have  to  be 
performed  at  the  receiving  offices,  the  cartage, 
the  loading  and  unloading  at  stations,  the  light 
weights  that  have  to  be  provided  with  separate 
trucks,  and  the  expenses  generally  which  are  in- 
curred at  the  sending  and  receiving  stations,  are 
of  such  a character  that  I believe  this  to  be  the 
least  remunerative  traffic  carried  by  the  com- 
pany. 

Lord  Randolph  Churehill. 

14338.  But  what  have  you  lo  say  about  the 
fourth  and  fifth  class ; have  3'ou  studied  this 
Table  ? — I have. 

0 54. 


Lord  Randolph  Churchill — continued. 

14339.  Is  that  all  the  evidence  which  you  have 
to  put  in,  in  answer  to  this  question  ? — I shall  be 
prepared  to  answer  any  questions  which  the 
Committee  may  wish  to  put. 

14340.  But  that  is  all  you  have  to  say  in  your 
examination  in  chief? — It  is. 

Air.  Rarclay. 

14341.  You  have  not  said  anything  about  the 
legality  of  your  charges  ? — Upon  that  question  I 
have  prepared  a most  careful  statement,  both  as 
to  the  quantity  of  traffic  carried,  and  as  to  the 
rates,  and  I shall  be  quite  prepared  to  explain 
the  whole  thing  in  detail  to  the  Committee  if  the 
Committee  wdsh  it. 

Chairman. 

14342.  Are  you  here  to  assert  that  there  has 
been  no  overcharge,  or  do  you  admit  that  there 
has  been  any  illegal  charge  ? — I do  not  admit 
that  there  has  been  any  overcharge. 

14343.  Now,  with  reference  to  the  coal  rates  ; 
w'hat  have  you  to  say  about  them  ? — Those  were 
in  the  Chester  rate-book,  but  they  were  re- 
ported upon  by  the  Board  of  Trade  officers,  and 
1 should  like  to  hand  in  a list  of  them,  which 
show's  that  in  all  the  cases  of  coal  rates  to  Chester, 
we  are  very  considerably  below  our  maximum 
rate.  ( The  Table  was  handed  in.) 

14344.  Now,  wdll  you  take  the  Scotch  fish 
traffic? — There  was  a statement  made  with  re- 
gard to  the  Scotch  fish  traffic,  that  the  charges 
from  Wick  and  the  North  of  Scotland  generally 
were  such  as  to  prevent  the  traffic  finding  its  way 
to  the  English  market.  I have  a statement  before 
me  wdiich  shows  that,  for  the  year  ending  the 
30th  November  last  there  were  10,806  tons  of 
fish  carried  from  places  north  of  Perth  to  Eng- 
land, wdiich  showed  practically  an  increase  of 
13^  per  cent,  of  fish  traffic.  That  traffic  is  gra- 
dually Increasing,  and  I believe  that  the  rates  are 
fair  rates,  and  such  as  w’ill,  if  the  fish  can  be 
caught,  bring  it  into  the  market  at  a profit. 

Sir  Edward  Vv  atkiii. 

14345.  Is  that  for  London  ? -I  have  not  got 
the  London  figure  exactly.  I have  given  the 
quantity  as  10,800  tons. 

14346.  But  that  is  the  w'hole  of  the  fish  sent 
southward? — Yes,  and  I should  think  that  rather 
more  than  half  of  that,  say,  6,000  tons,  is  for 
London. 

14347.  But  upon  that  total  there  is  an  increase 
of  13  per  cent.? — There  is  an  increase  of  13  per 
cent,  over  1879. 

Chairman. 

14348.  When  you  say  that  the  rate  charged 
enables  the  fish  to  be  brought  in  at  a profit,  do 
you  refer  to  the  more  expensive  and  valuable 
fish,  or  do  you  refer  to  the  coarser  fish  as  well  ? 
— There  can  be  no  (juestion  about  the  more  ex- 
pensive fish,  such  as  salmon,  because  that  pays 
even  the  more  expensive  rate  by  the  limited 
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Chairman — continued. 

mail ; for  instance,  we  bring  up  the  Duke  of 
Richmond’s  fish,  and  he  pays  the  highest  rate  for 
that  upon  the  limited  mail.  Speaking  generally, 
I can  confirm  what  Mr.  Grierson  has  said,  that 
our  difiiculty  is  not  in  getting  the  fish  to  London, 
but  practically  in  getting  it  into  the  market  after 
we  get  it  to  London  ; unless  greater  facilities  are 
given  to  the  fish  trade  in  London  any  increase  of 
it  in  London  would  practically  have  no  effect  in 
lowering  the  price. 

14349.  But  do  not  confine  yourself  to  Loudon, 
because  there  are  many  other  fish  consuming 
centres  ? — At  Birmingham,  Manchester,  and 
Liverpool  we  have  never  had  any  complaint  of 
the  cost  of  the  carriage  of  coarse  fish. 

Mr.  Bolton, 

14350.  Could  you  say  what  is  the  rate  for  the 
carriage  of  fish  from  Strome  Ferry,  whether 
coarse  or  fine  ? — I could  not  put  my  hand  upon 
that. 

Chairman. 

14351.  I believe  you  have  prepared  a state- 
ment of  the  charges  for  the  conveyance  of  cattle 
and  dead  meat,  both  inland  and  imported  traffic, 
and  also  the  quantities  carried  under  each  head, 
over  your  railway’  ? — 1 will  put  in  that  Table. 

Sir  Edward  Watkin. 

14352.  Does  that  statement  show  the  cases  in 
which  there  is  sea  competition,  and  where  there 
is  no  sea  competition  ? — I thought  it  very  likely 
I should  be  asked  some  questions  upon  this 
I)oint,  and  I have  collected  some  facts  from  the 
evidence  which  I gave  before  the  Duke  of  Rich- 
mond’s Commission,  which  is  now  sitting,  upon 
the  question  of  rates  for  the  conveyance  of  cattle 
and  dead  meat,  both,  giving  the  quantity  and  the 
rates  corrected  up  to  the  beginning  of  this  year. 
I thought  that  if  any  questions  were  to  be  asked 
upon  that  point  I should  be  able  to  answer  them 
from  this  document.  ( The  Tables  xcere  handed 
in.)  I would  like  to  add  a word  with  regard  to 
the  rates  for  fish  from  Holyhead.  It  has  been 
stated  before  the  Committee  that  there  was  really’ 
no  fish  carried  from  Ireland  or  from  the  Irish  Sea 
by  way  of  Holyhead.  As  a matter  of  fact  last 
year  we  carried  4,200  tons  of  fish  to  London,  to 
Birmingham,  and  to  other  places  by  way  of  Holy- 
head.  Then,  if  you  will  excuse  me  digressing  for  a 
moment,  there  was  a question  raised  (and  I should 
like  the  Committee  to  be  in  possession  of  the  best 
information  in  regard  to  it)  as  to  the  compara- 
tive cost  of  working  railways  and  the  increase  of 
expenses.  Now  I have  a Return  of  the  Board  of 
Trade  for  the  year  1879,  the  latest  Return  pub- 
lished, which  shows  for  the  London  and  North 
Western  Railway  the  earnings  from  passenger 
trains,  from  goods  trains,  and  the  proi)ortion  of 
expenses.  There  can  be  no  doubt  that  the  cost 
of  working  raihvays  has  considerably’  increased 
during  the  last  10  years. 

Mr.  Cross. 

14353.  As  comi)ared  with  1873  and  1874? — I 
may  say  compared  with  1872  and  1874. 


Lord  Randolph  Churchill. 

14354.  What  are  the  chief  items  of  increase  ? 
— One  of  the  chief  items  of  increase,  at  least  a 
principal  item,  is  in  the  adoption  of  the  absolute 
block  system  throughout  the  whole  of  the  rail- 
way’s. 

14355.  Is  that  paid  out  of  revenue  or  out  of 
capital  ? — W e pay  more  for  working  the  block 
system  as  compared  with  our  old  system,  which 
was  partly  by  time  and  partly  by  a permissive 
system  of  block,  by’ 40,000 /.a  year;  andinaddition 
to  that,  we  have  spent  out  of  revenue  a sum  of 
959,393  1.  in  the  adoption  of  interlocking  points 
and  signals,  and  the  necessary  adaptation  of  the 
permanent  way. 

14356.  You  have  spent  that  money  out  of  re- 
venue ? — Yes. 

14357.  In  addition  to  the  40,000 1.  a year 
extra? — Yes. 

Mr.  Paget. 

14358.  Have  you  effected  any  saving  by’  the 
greater  safety  of  your  trains? — We  are  freer 
from  accident,  which,  of  course,  it  is  better  that 
we  should  be  ; I am  not  sure  that  we  really  have 
saved  any  money’,  but  we  do  not  of  course  put 
the  money  question  above  the  question  of  safety. 
We  have  spent  in  telegraph  apparatus  38,090  1.  ; 
that  is  to  carry  out  the  block  system  ; in  con- 
tinuous brakes  we  have  spent  55,373  /.,  and  the 
additional  cost  per  mile  per  annum  of  working 
the  Loudon  and  North  Western  Railway  upon 
the  block  system  as  compared  with  the  old  system 
which  was  in  operation  before,  is  28 1. 

Mr.  Caine. 

14359.  Do  you  include  interest  upon  capital  in 
that  28/.  ? — I include  no  interest  whatever  ; con- 
trary’ to  the  practice  of  most  companies,  the 
London  and  North  Western  Company  have  spent 
nearly  all  this  1,000,000/.  out  of  revenue,  besides 
the  increased  cost  of  wages  and  so  on,  which,  as 
I have  stated,  is  upwards  of  40,000  /.  a year  be- 
yond what  it  was  before  this  system  was  intro- 
duced. 

14360.  Those  are  included  in  y’our  annual 
cost  ? — Yes,  those  are  included  in  the  general 
cost. 

Sir  Edward  JVatkin, 

14361.  \\  hat  was  the  per-centage  in  1869? — In 
1869  the  per-centage  was  54. 

]Mr  Cross. 

14362.  Would  you  give  the  Committee  the 
per-centage  in  1874  ? — In  1874  it  was  55  per 
cent. 

14363.  It  has  come  down  then  ? — Of  course 
1874  was  a very  high  period. 

14364.  Was  not  that  the  period  when  the  r.ates 
were  advanced  ? — We  made  no  real  advance  to 
our  rates,  except,  I believe,  in  the  case  of  the  coal 
rate  to  London. 

14365.  Was  not  the  rate  advanced  from  Liver- 
pool to  Preston,  for  instance  ? — I am  not  sure 
that  th.at  rate  was  advanced. 


14366.  But 
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Mr.  Cross — continued. 

14366.  But  you  would  not  be  surprised  to  hear 
that  that  rate  was  advanced  10  per  cent.,  would 
you  ? — I should  not  like  to  pledge  myself  to  that 
point.  Now,  passing  to  another  point,  a question 
has  arisen  with  reference  to  the  cost  of  working 
the  coal  traffic ; 1 have  had  that  calculation  very 
carefully  gone  into,  and  without  estimating  any- 
thing for  the  cost  of  the  terminal  service  which 
we  provide  in  London  or  elsewhere,  I make  it 
that  the  cost  of  working  the  coal  is  as  nearly  | o?.  a 
ton  when  it  is  carried  in  full  train  loads,  and  over 
long  distances  as  can  be. 

Mr.  Paget. 

14367.  Is  that  over  the  whole  system  ? — Yes, 
that  is  over  the  whole  system.  Taking  our  North 
Westei’n  accounts,  and  taking  full  train  loads  in 
one  direction,  and  working  our  empty  waggons 
back,  I estimate  that  the  cost  of  conveying  coal, 
irrespective  of  terminal  accommodation  which 
we  provide  in  the  way  of  porterage  and  things  of 
that  kind,  is  *25  d. ; that  is  I rf.  a ton,  but  I be- 
lieve that  no  profit  whatever  accrues  to  the  com- 
pany until  we  receive  more  than  ‘30  r/.  per  ton. 

Mr.  Barclay. 

14368.  That  is  to  say  a third  ? — Yes. 

Sir  Edward  Watkin, 

14369.  Would  that  ^d.  a ton  apply  to  dis- 
tances of  10  or  20  miles? — I am  taking  the  whole 
traffic  of  the  London  and  North  Western  Rail- 
way, assuming  it  to  be  full  loads,  and  carrying 
as  we  do,  15,000,000  tons  per  annum. 

Mr.  Barclay. 

14370.  What  distance  do  you  assume  ? — I 
would  he  glad  to  put  in  the  calculation,  but  I 
may  say  that  I have  taken  the  coal  train  mileage, 
and  I have  taken  as  an  element  of  the  cost  what 
I have  assumed  to  be  a fair  proportion  of  every 
charge  which  is  incidental  to  the  working  of  the 
railway  for  that  particular  traffic. 

14371.  But  the  essential  thing  for  the  Com- 
mittee to  know  is,  what  average  distance  you 
carry  the  coals  ? — I will  endeavour  to  supply 
that. 

Mr.  (Gregory. 

14372.  Is  that  exclusive  of  waggons  ? — Yes, 
that  is  exclusive  of  waggons  ; the  trade,  as  a 
rule,  find  the  waggons,  though  sometimes  we  do. 

14373.  That  is  simply  the  charge  for  haulage? 
— Yes. 

14374.  And  the  permanent  way  ? — Yes,  a pro- 
portion of  the  maintenance  of  the  permanent 
way. 

Mr.  Bolton. 

14375.  How  do  you  arrive  at  that ; what  is 
the  per-centage  which  you  allocate  to  the  coal 
traffic,  the  per-centage  to  passenger  traffic,  and 
the  per-centage  to  fish  traffic  ? — I have  worked 
that  all  out  in  detail  in  this  Table  before  me  ; but 
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what  is  the  average  run  of  the  coal  I will  endea- 
vour to  supply. 

Chairman. 

14376.  Now,  leaving  those  various  points,  1 
believe  you  have  made  a note  of  some  statements 
from  the  evidence,  which  has  been  given  before 
this  Committee  which  you  desire  to  reply  to, 
seriatim.  First  of  all,  let  us  take  Mr.  Muspratt’s 
statement,  that  there  was  an  overcharge  in  the  rate 
of  4 5.  2 </.  a ton  for  sulphur  from  Widnes  to  Lea 
Green,  and  also  in  the  rate  of  3 s,  8 rf.  a ton  for 
waste  manganese  from  Widnes  to  Warrington, 
which  rates,  he  stated,  he  got  reduced  ; will  you 
state  the  circumstances  of  those  cases  to  the  Com- 
mittee ? — From  Widnes  to  Lea  Green,  the  dis- 
tance cannot  be  more  than  eight  miles,  and  from 
Widnes  to  Wari’ington  six  miles  ; but  no  doubt 
those  rates  were  in  the  rate -book  and  included 
the  charge  for  terminals  and  for  the  use  of  the 
station  at  each  end.  It  was  a new  traffic  going 
from  a private  siding  to  a private  siding,  and  the 
moment  our  attention  was  called  to  it  the  rates 
were  reduced  and  made  as  applicable  from  a 
private  siding  to  a private  siding  as  instead  of  from 
a station  to  a station. 

Sir  Edward  Watkin. 

14377.  Was  that  in  connection  with  the 
“ Tharsis  ” Company ; that  is  to  say,  that  com- 
pany which  just  declared  a dividend  of  25  per 
cent.  ? — It  is  in  connection  with  Mr.  Muspratt’s 
works  that  the  complaint  arises,  but  they  buy 
very  largely  of  the  sulphur  from  the  Tharsis 
Company. 

Mr.  Gregory. 

14378.  Was  this  made  any  special  case  of,  or 
was  it  dealt  with  in  the  ordinary  way  ? —It  is 
what  we  should  do  in  any  case  where  we  had  a 
special  representation  made.  If,  as  in  this  case, 
the  traffic  was  going  from  a private  siding  to  a 
private  siding,  we  should  exclude  the  terminal 
beyond  a small  sum  for  clerkage,  or  something 
of  that  sort,  and  make  merely  a charge  from 
point  to  point,  without  anything  for  the  use  of 
the  station. 

Chairman. 

14379.  As  far  as  the  London  and  North  Wes- 
tern Company  are  concerned,  are  the  stations  pro- 
vided with  copies  of  the  Clearing  House  classi- 
fication and  the  rate-book,  and  are  they  accessible 
to  the  public? — Yes;  the  rate-book  would  be 
unintelligible  without  the  classification,  and  at 
all  our  stations  our  rate-book  is  accessible,  and 
there  is  also  the  classification  book  to  make  it 
intelligible. 

14380.  Now,  with  reference  to  Mr.  Hickman’s 
evidence  at  Questions  4309  and  4310,  Avith 
reference  to  the  declining  stage  of  pig-iron  traffic 
in  South  Staffordshire ; what  do  you  wish  to  say 
about  that  ? — There  is  no  doubt  that  the  pig-iron 
trade  in  South  Staffordhire,  during  the  last  30 
or  40  years,  has  declined  to  a great  extent,  but 
not  from  the  circumstances  which  Mr.  Hickman 
states.  Mr.  Hickman  appears  to  attribute  all 
his  difficulties  in  carrying  on  a trade  there,  to 
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Chairman — continued. 

the  high  rates.  Now,  that  is  not  the  fact. 
What  is  the  fact  is,  that  in  South  Staffordshire 
no  blast  furnaces  could  exist  at  all  if  they  had  to 
depend  upon  native  ore ; the  native  ore  of  South 
Staffordshire  is  practically  unworkable,  beeause 
it  is  drowned  out.  The  mines  in  the  greater 
part  of  South  Staffordshire  are  drowned  by 
Avater;  they  have  an  Act  or  a draining  associa- 
tion for  the  draining  of  the  mines,  and  it  may  be 
that  in  years  to  come,  Avhen  they  have  pumped 
out  the  water,  they  may  be  able  to  get  the  native 
ore  and  a large  proportion  of  coal;  but  what  I 
say  to  day  is,  that  if  a blast  furnace  in  South 
Staffordshire  depended  for  its  existence  upon  the 
production  of  native  ore,  no  such  blast  furnace  at 
all  would  exist  in  South  Staffordshire.  I’he  only 
means  by  which  the  trade  is  carried  on  at  all  is 
because  the  London  and  North  Western,  the  Great 
Western  and  the  Midland,  carry  Northampton- 
shire ore  into  the  district;  the  North  Western 
Company  also  carry  hematite  ore  from  Barroiv,  in 
Cumberland,  at  h d.  •a.  ton  a mile  into  South 
Staffordshire  and  the  North  Staffordshire  ore  is 
brought  in  to  a very  considerable  extent ; we 
are  carrying  a very  lai’ge  proportion  of  the 
North  Staffordshire  ore,  at  something  like  1 d.  a 
ton  a mile ; and,  moreover,  a very  large  propor- 
tion of  Avhat  is  carried  there,  comes  by  the  port 
of  Saltney,  and  is  carried  by  the  Great  AVestern 
Eaihvay.  I do  not  know  what  the  Great  Wes- 
tern Com]tany’s  rate  is  in  that  case  ; but  there  is 
a cheap  sea  rate  from  Barrow  to  Saltney,  and 
the  Great  Western  Railway  Company  carry  it 
from  there. 

Mr.  Gregory. 

14381.  Is  the  rate  for  the  ore  the  same  for  all 
distances? — No,  the  rate  is  fixed  from  the  parti- 
cular fields  Avhere  the  ore  is  obtained  to  the 
point  of  consumption,  and  it  is  not  fixed  the  same 
for  all  distances. 

I\Ir.  Caine. 

14382.  I understand  you  to  say  that  the 
Staffordshire  iron  trade  really  owes  its  existence 
to  these  low  rates,  rather  than  being  moribund 
in  consequence  of  high  rates? — Quite  so.  Then 
I would  say  that  instead  of  a great  jiortion  of 
I\Ir.  Hickman’s  fuel  beina  local  and  bought  in 
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South  Staffordshire  (avIucIi  is  not  the  best  suited 
for  making  of  pig-iron),  as  a matter  of  fact,  he 
has  to  go  far-a-field  for  coke  to  Avork  his  fur- 
naces; he  gets  a quantity  from  Staveley,  upon  the 
Midland  Raihvay ; he  gets  some  from  Talk-o’- 
the-IIill,  in  North  Staffordshire;  he  gets  some 
from  Pemberton,  iii  our  Wigan  districts  ; he  gets 
also  from  Ru.abon  a quantity  of  coke,  so  that 
really  and  truly  the  jiositiou  of  producers  of  pig- 
iron  in  South  Staffordshire  at  the  present  day  is 
dependent  allogether  upon  the  railway  facilities 
Avhich  are  given  for  the  chea])  conveyance  of  the 
raAv  commodities  for  the  production  of  iron. 

Chainnan. 

14383.  And  he  is  competed  Avith,  as  a pro- 
ducer of  pig-iron,  by  other  localities? — Quite  so. 


Chairman — continued. 

Then  I was  going  to  say  that  since  the  pig-iron 
trade  of  South  Staffordshire  has  practically  left 
it,  and  found  more  favourable  districts  of  the 
country  for  its  production,  South  Staffordshire 
has  groAvn  as  a district,  for  the  manufacture  of 
chains,  nails,  bar-iron,  and  every  description  of 
hardware  ; and  of  course  Mr.  Hickman,  as  a 
manufacturer  of  pig-iron,  being  upon  the  spot, 
Avould  like,  like  many  other  gentlemen,  to  have 
the  Avhole  command  of  the  market ; but  Ave  are 
pressed  upon  every  side  by  persons  having  much 
more  interest  in  those  ti'ades  than  Mr.  Flickman 
to  lower  the  rates  into  South  Staffordshire. 

14384.  Tu  bring  in  competition,  in  fact?  — 
Yes,  to  bring  in  Avhat  South  Staffordshire  cannot 
supply  for  itself.  With  regard  to  these  small 
trades  of  merchant  bar-iron,  nails,  and  horse- 
shoes, if  they  Avere  all  dependent  upon  Avhat 
South  Staftbrdshire  could  produce  in  the  AA'ay  of 
j)ig-iron,  they  must  go  to  some  other  country ; 
therefore  these  trades  come  to  us  to  ask  us  to 
give  them  low  rates,  and  Ave  do  give  them  from 
every  part  of  England,  low  and  favourable  rates 
for  the  conveyance  of  pig-iron  to  South  Stafford- 
shire. 

IMr.  Caine, 

1438.5.  South  Staffordshire  does  not  exjiort 
any  pig-iron,  I believe  ? — It  does  not  ])roduce 
enough  for  its  own  purposes ; I do  not  knoAv 
Avhether  it  Avould  be  interesting  to  the  Com- 
mittee that  Mr.  Sparrow,  Avho  is  a very  larse 
ironmaster  in  South  Staffordshire,  and  is  very 
anxious  to  give  evidence  before  this  Committee, 
should  be  heard;  he  has  Avritten  me  to  say  that 
he  entirely  disagrees  Avith  Mr.  Hickman;  he 
says,  in  a letter  he  AA'rote  to  me,  “ I do  not  agree 
Avith  Alfred  Hickman  in  the  evidence  he  has 
given  before  the  Committee,  that  the  decline  of 
the  Staftbrdshire  trade  A\as  solely  owing  to  exor- 
bitant railway  charges,  and  had  I folloAved  him  I 
should  have  contradicted  him.  The  primarv 
cause  of  our  difficulties  is  the  eight  hours’  systein, 
and  so  long  as  the  Earl  of  Dudley  gives  his  sanc- 
tion and  siqiport  to  that  system,  so  long  Avill  our 
trade  languish  and  continue  to  decline.  Lord 
Aberdare  tells  me  the  South  Wales  colliers  are 
Avorking  54  hours  a Aveek;  in  North  Wales  they 
are  Avorking  58.  Hoav  can  Ave  compete  Avit'h 
them  Avhen  our  men  only  Avork  48  hours,  or  eight 
hours  a day.  That  is  it  that  confiscated  the 
South  Staffordshire  Ironstone  mines,  and  droA’e  us 
elseAA’here  for  a supply.”  Then  he  has  written  a 
further  letter  upon  the  6th  of  July,  in  Avhich  he 
says,  “ I am  Avilling  to  give  my  evidence  to  the 
folloAving  effect.  That  Avithin  my  recollection, 
my  family  had  10  furnaces  in  blast  at  one  time  in 
Staffordshire,  and  noAV  they  have  only  one. 
That  our  mines  are  not  exhausted  and  Avorked 
out,  but  droAvned  out,  the  eight  hours’  system 
having  made  it  quite  impossible  to  work  the 
ironstones  of  the  coal  measures  to  a profit,  and 
keep  the  jiumping-engiues  at  Avork.  That  the 
unequal  rates  on  carriage  of  raAv  material,  and 
the  high  rates  on  finished  iron,  are  a secondarv 
cause  of  our  difficulties,  but  not  the  primaiy 
cause,  and  that  the  rate  of  4 d.  per  ton  per  mile 
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Mr.  Caine — continued. 

from  Northamptonshire  has  been  a great  boon  to 
this  district.” 

Chairman. 

14386.  Do  you  think  you  have  given  any 
reason  for  that  much  lower  charge  which  you 
make  from  the  Northamptonshire  fields  tlian  for 
the  ironstone  from  Ciiatterley,  or  from  Froghall? 

— In  the  one  case,  of  course,  we  carry  from 
Northampton  all  over  our  line,  and  it  is  compara- 
tively a poor  ore,  containing,  probably,  34  or  36 
per  cent,  of  iron  ; with  regard  to  that  from  North 
Staffordshire,  it  passes,  for  a comparatively 
short  distance,  over  two  lines  of  railway,  and  is  a 
very  valuable  kind  of  ore. 

Mr.  Barclay. 

14387.  Did  not  Mr.  Hickman  complain  of  the 
coal  rate,  and  how  do  you  answer  that  complaint  ? 

— I think  the  facts  were  as  Mr.  Hickman  stated 
then,  that  he  was  charged  too  high  local  rates ; I 
believe  that  if  Mr.  Hickman  had  had  a consider- 
able traffic  to  go,  and  had  made  an  application  to 
the  goods  manager,  we  should  have  given  him  a 
more  favourable  rate ; but  I do  not  think  that  it 
was  a very  important  matter’,  or  else  IMr.  Hick- 
man would  have  brought  it  to  the  notice  of  the 
local  managers,  before  he  brouglit  it  to  tlie  Com- 
mittee. Mr.  Hickman  stated  I have  do  doubt 
what  was  a fact ; but  I do  not  think  it  was  a great 
grievance,  and  if  it  had  been  pro^rerly  repre- 
sented, I have  no  doubt  that  the  grievance  would 
have  been  redressed. 

Chairman. 

14388.  Now  with  reference  to  the  complaint 
of  the  rates  being  based  upon  a weight  of  2,240  lbs. 
to  the  ton  instead  of  2,400  lbs.,  that  has  beeir 
met,  has  it  not,  by  an  alteration  in  the  rates,  so 
far  as  traffic  between  North  Staffordshire  and 
South  Staffordshire  is  concerned  ? — That  com- 
plaint has  only  been  partly  met ; there  is  no  doubt 
that  when  we  changed  the  system  from  the  long 
weight  to  the  short  weight  of  2,240  lbs.,  in  some 
cases  we  met  the  difficulty  by  reducing  the  rate 
a little ; but  I think  in  the  main  it  would  be  an 
advance  practically  in  the  rate,  as  against  the 
trader. 

14389.  Now,  turning  to  Mr.  Haliburton’s  evi- 
dence, at  Questions  5928  to  5930,  as  to  the  charge 
for  military  baggage  when  sent  by  itself,  being 
more  than  when  conveyed  with  the  troops;  what 
have  you  to  say  with  regal’d  to  that? — I had  an 
interview  with  Mr.  Haliburton  before  he  ap- 
peared before  the  Committee,  and,  looking  at  the 
suggestion  he  made,  I think  it  was  a reasonable 
one ; that  baggage,  wdien  sent  by  itself,  should 
be  charged  the  same  rate  as  when  conveyed  with 
the  troops,  and  that  the  company  should,  in  ad- 
dition, be  paid  for  loading  and  unloading ; for 
ourselves,  without  making  any  objection,  we 
should  be  prepared  to  concur  in  that  pi’oposal, 
especially  as  Mr.  Haliburton  proposes  to  pay  us 
1 s.  6 (/.  a ton  terminal  at  each  end,  in  addition  to 
the  mileage  rates. 

Mr.  Nicholson. 

14390.  That  was  for  loading  and  unloading? — 
Mr.  Haliburton’s  proposal  was  that  in  case  the 
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Mr.  Nicholson — continued, 
military  did  not  assist,  they  ought  to  pay  in  addi- 
tion 1 5.  6 d.  a ton  terminal. 

14391.  Will  you  now  turn  to  Mr.  Rigby’s  evi- 
dence, at  Questions  7862  and  7863,  where  he 
referred  to  a reduction  of  33  per  cent,  on  flour 
from  Canada,  in  lots  above  50  sacks  from  Liver- 
pool to  stations  between  Liverpool  and  IMan- 
chester,  what  have  you  to  say  with  regard  to 
that? — Mr.  Rigby  made  some  statement  that  it 
was  within  his  knowledge  that  there  was  an  ar- 
rangement contemplated  for  making  through  rates 
for  flour  from  America  to  manufacturing  districts. 
I have  made  particular  inquiry,  and  I am  quite 
sure  as  far  as  the  Londou  and  North  Western 
Company,  and  every  other  company  carrying  to 
Liverpool  is  concerned,  that  that  is  an  error  on 
his  part. 

14392.  In  answer  to  Question  7.983,  Mr.  Rigby 
stated  that  hay  from  Warrington  to  Liverpool 
was  charged  14  s.  2 d.  per  ton  at  owner’s  risk  ; 
are  you  able  to  explain  that  statement  wliich 
appears  extraordinary  ? — As  a matter  of  fact  the 
rate  at  owner’s  risk  is  only  5 s.  10  d.  per  ton,  and 
we  gather  from  Mr.  Rigby’s  evidence  that  he 
referred  to  rates  at  owner’s  risk ; the  rate  at 
company’s  risk  is  9 5.  2 d.  per  ton  ; in  fact  his 
statement  there,  with  regard  to  the  rate,  appears 
to  be  inaccurate  altogether. 

O 

Chairman. 

14393.  It  seems  almost  as  if  he  had  added  the 
two  rates  together,  the  9s.  2d.  and  the  5s.  10 rZ.? 
— They  would  just  about  make  that  altogether. 

Sir  Edward  Wathin. 

14394.  Air.  Rigby  told  the  Committee  that  the 
company  charged  so  much  for  cheese  in  boxes, 
and  so  much  for  Cheshire  cheese,  which  is  carried 
loose  ; now  I would  ask  you  whether  the  rate  for 
cheese  in  boxes,  that  is  to  say,  packed  cheese,  is 
not  the  same  whether  it  is  foreign  or  home  pro- 
duction?— From  Liverpool  it  would  be  the  same; 
I presume  that  from  Chester  the  rate  would  be 
higher  than  the  Liverpool  rate. 

14395.  But  in  the  classification  you  have  a 
rate  for  cheese  in  bo.xes,  which  all  the  American 
cheese  is,  and  another  for  cheese  in  bulk  ; I would 
ask  whethei’,  if  the  Cheshire  cheese  maker  chose 
to  pack  his  cheese  in  boxes  he  would  not  get  the 
advantage  of  the  lower  rate  ? — He  would  ; but 
the  Cheshire  cheese  makers  do  not  prefer  to  pack 
the  cheese  in  boxes. 

Chairman. 

14396.  As  I understand  you,  it  does  not  affect 
the  question  of  the  charge  from  Chester  to 
London,  which  is  higher  than  the  charge  from 
Liverpool  to  London? — 1 am  not  quite  sure  what 
the  I’ate  from  Chester  to  London  is,  if  the  cheese 
were  packed  in  boxes;  but  it  may  turn  out  on 
inquiry,  which  I will  make,  that  even  then,  not- 
withstanding Cheshire  cheese  was  packed  in 
boxes,  the  rate  might  be  higher  than  the  Liver- 
pool rate. 

Mr.  Barclay. 

14397.  Are  those  rates  at  company’s  risk  or  at 
owner’s  risk? — The  Liverpool  rate,  I think,  is  at 
company’s  risk. 
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Sir  Edward  Watkin. 

14398.  I understand  that  the  loose  cheese  is 
put  in  one  class,  and  the  boxed  cheese  is  taken  at 
a lower  rate? — Loose  cheese  at  compiiny’s  risk  is 
carried  at  the  fourth  class,  and  at  owner’s  risk 
third  class ; in  boxes,  hampers,  casks,  or  cases,  it 
is  sent  in  the  second  class. 

Chairman. 

14399.  Do  you  mean,  in  that  case,  that  each 
individual  cheese  is  put  into  a box  ? — That  is  the 
way  the  American  cheese  is  carried. 

Mr.  Bolton. 

14400.  Do  you  object  to  half  a dozen  cheese 
being  packed  in  a box  ? — The  classification  con- 
templates hampers  or  casks  ; you  could  get  half  a 
dozen  cheese  into  a cask,  no  doubt. 


Mr.  Barclay. 

14401.  The  difference  is,  that  in  one  case  each 
individual  cheese  is  in  a case,  while  the  English 
cheese  is  not  put  into  a case  ? — That  is  the  differ- 
ence in  the  mode  of  business  that  exists  to-day. 

Chairman. 

14402.  I w'ish  just  to  ask  you  one  more  ques- 
tion upon  Mr.  Rigby’s  evidence  ; in  answer  to 
Question  7992,  he  states  that  cattle  from  Dublin 
to  Chester  are  often  sent  first  to  Birkenhead  and 
re- booked  to  Chester,  because  it  is  cheaper  than 
booking  from  Dublin  to  Chester ; do  you  desire 
at  all  to  comment  upon  that  statement  ? — That  is 
a mistake ; it  cannot  be  the  case ; no  saving 
would  be  effected  by  any  such  operation  as  is 
described  in  Mr.  Rigby’s  evidence. 
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The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  George  Findlay,  re-called  ; and  further  Examined. 


Witness. — Before  the  Committee  ask  me  any 
questions,  there  are  one  or  two  little  points  I 
should  like  to  clear  up.  The  honourable  Member 
for  Gloucester,  I think  it  was,  asked  me  a question 
when  I handed  in  the  Burton  agreement,  with 
reference  to  whether  that  was  not  a preference  to 
the  Burton  brewers  carrying  six  quarters  to  the 
ton  as  compared  with  actual  weight  to  other 
brewers.  I think  I said  that  to  tliat  extent  it 
was  a preference  to  the  Burton  bretvers,  but  I 
did  not  in  the  least  intend  to  imply  that,  having 
reference  to  our  agreement  with  Messrs.  Allsopj), 
and  the  general  terms  under  which  the  Burton 
traffic  was  carried,  it  was  an  undue  preference 
within  the  meaning  of  the  Act  of  1 854  or  the 
Act  of  1873  ; and  upon  that  question  I 
handed  in,  I think,  the  rates  for  grain  from 
the  Saumur  district  by  way  of  Cardiff,  and  the 
rates  by  way  of  St.  Malo  and  Southampton  to 
Burton.  I think  in  the  one  case  it  was  27  s.  fi  d., 
and  in  the  other  20  .s.  a ton.  I merely  wish  to 
state  that  the  rate  from  Beccles,  which  is  in  the 
eastern  counties  district,  where  the  greatest 
quantity  of  barley  is  grown,  is,  in  four-ton 
lots,  1 9 s.  2 J.  a ton,  and  if  it  is  carried  in  50- 
ton  lots,  which  the  largest  portion  of  it  is, 
the  rate  is  15.9.  a ton.  Then  a question  was 
asked  with  regard  to  the  cost  of  working ; I 
am  afraid  I rather  volunteered  some  infoianation 
to  the  Committee  with  regard  to  the  cost  of 
woi'king  the  coal  traffic,  which  I stated  was  on 
the  average,  on  the  London  and  North  'Western 
Railway,  about  a farthing  a ton  a mile,  exclusive 
of  terminal  services  ; I have  gone  through  that 
calculation  again,  and  I find,  taking  the  whole  of 
the  London  and  North  Western  Railway,  and 
assuming  full  train  loads,  that  that  calculation  is 
correct  as  an  average,  for  long  loads  ; that  is  to 
say,  assuming  that  the  traffic  was  carried  long 
distances.  But  I have  also  taken  it  out  for 
shorter  distances,  say  from  the  Wigan  district  to 
Liverpool,  which  is  20  miles,  where  there  is  a 
very  large  trade  of  500,000  or  600,000  tons  a 
year,  and  to  Garston,  where  there  is  probably 
0.54. 


from  800,000  to  900,000  tons  a year,  the  distance 
there  being  24  miles,  and  taking  the  actual  work 
done  by  engines  and  so  on,  in  connection  with 
that  traffic;  for  those  shorter  distances  it  works 
out  at  a cost  of  ‘SB  d.  per  ton  per  mile,  and  that 
would  he  exclusive  of  terminals.  But,  of  course, 
the  cost  of  coal  and  the  working  in  various  parts 
of  the  district  would  vary  according  to  the 
gradient  and  many  local  circumstances,  as  also 
the  nature  and  quantity  of  the  traffic  to  be 
moved. 

Mr.  Barclay. 

14403.  How  much  would  it  work  out  for  the 
longer  distances? — In  the  two  last  cases  in  my 
previous  evidence  I had  taken  the  distance  from 
Wigan  to  London,  whicli  is  about  200  miles. 

Mr.  Bolton. 

14404.  The  25  per  cent,  rate  applies  to  dis- 
tances of  200  miles? — Yes;  and  for  short  dis- 
tances it  works  out,  as  near  as  I can  make  it, 
at  about  '36(7. 

Mr.  Barclay. 

14405.  Can  you  give  me  the  tonnage  of  the 
merchandise? — It  shall  be  handed  to  you.  I 
further  made  a statement,  which  was  not  quite 
accurate,  that  the  Northern  Railway  Company 
of  France  do  not  Ijook  through  with  the  English 
railways ; it  would  have  been  more  correct  for 
me  1o  have  said,  with  the  railways  north  of  the 
Thames.  I find,  as  a matter  of  fact,  that  there 
arc  through  rates  between  London  and  Paris  by 
the  Northern  of  France  by  Folkestone,  Boulogne, 
Dover,  Calais,  and  so  on  ; and  also  by  the  same 
route  between  Paris  and  Loudon,  but  there  arc 
no  through  rates  to  places  north  of  London. 
Then,  again,  I w'as  asked,  when  I gave  the  time 
that  was  allowed  by  the  Act  for  the  transit  of 
goods  in  France,  whether  I had  any  instances  of 
the  time  actually  taken.  It  so  happens  that  wo 
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are  concerned  in  carrying  a large  quantity  of 
chainj)agne  from  the  cliainjiagne  district  at  Eper- 
nay,  and  other  j)laces  to  the  northern  j)arts  of  the 
country,  and  1 have  had  some  instances  taken 
out  of  the  actual  time  occuiued  in  the  transit,  the 
traffic  being  carried  by  the  Petite  Vitesse.  The 
distance  tfom  Epernay  and  some  of  the  other 
stations  to  Boulogne  is  about  2oO  miles,  and  the 
time  allowed  for  transit,  according  to  the  French 
law,  is  six  days  after  the  day  of  colh'ction ; 1 find, 
taking  43  days’  traffic,  from  the  champagne  dis- 
trict, that  the  goods  were  delivered  in  Boulogne 
in  four  cases  on  the  second  day  ; in  eight  cases 
upon  the  third  day  after  the  collection;  in  17 
cases,  upon  the  fourth  daj' ; in  10  cases,  upon  the 
fifth  day  ; and  in  four  cases,  umn  the  sixth  day  ; 
so  that  1 was  correct  in  saying  that  in  some  cases 
they  deliver  quicker  ; but  in  a few  cases  they 
have  taken  the  full  statutable  time  in  deliver- 
ing the  traffic.  Then  I think  the  honourable 
Member  for  Belton  asked  me  the  question, 
whetlier  it  was  not  tlie  fact  that  the  rates  for 
cotton  had  been  advanced  in  1872,  and  had 
never  since  been  reduced.  His  recollection  of 
the  matter  ap[)ears  to  have  been  better  than  mine ; 
the  rates  Avere  advanced  from  Liverpool  to  all 
the  cotton  manufacturing  districts  in  1872  ; and. 
with  the  exception  of  Wigan,  they  remain  now  at 
the  same  rate  as  Avas  then  put  on  ; that  is,  at  about 
1 s.  a ton  advance. 

Mr.  Cross. 

14406.  I gathered  that  from  Mr.  Plarrison’s 
CA'idence,  it  Avas  not  my  OAvn  recollection  ? — I 
have  not  read  Mr.  Plarrison’s  evidence,  but  I am 
glad  to  confirm  your  inqiression  that  it  is  so. 
Then  the  same  honourable  Member  questioned 
me  about  the  cost  of  loading  cotton,  and  I gave 
the  aA'crage  cost  of  labour  upon  the  London  and 
North  Western  RailAvay  throughout  the  Avhole 
system  at  9 d.  n ton.  I have  since  had  an  oppor- 
tunity of  consulting  Avith  three  of  our  principal 
goods  managers,  Avho  have  been  Avith  me  in  Lon- 
don since  I Avas  before  the  Committee  on  Mon- 
day last,  upon  the  question  of  the  cost  of  loading 
cotton ; and  Ave  find  that  at  Liverpool,  after  the 
most  careful  calculation  Ave  can  make,  it  comes  to 
7 d.  a ton ; the  unloading  at  Bolton,  at  Preston, 
and  at  Oldham,  costs  us  6 d.  a ton  if  it  is  un- 
loaded direct  from  the  raihvay  Avaggon  into  the 
lorry  for  cartage,  but  if  it  is  warehoused  (and  Ave 
have  to  warehouse  a great  deal  of  it),  it  costs  us 
10  rZ.  a ton.  I may  say  at  the  present  time,  Avith 
regard  to  Avarehousing  the  cotton  at  Oldham, 
that  some  of  the  gentlemen  concerned  in  the  cot- 
ton trade  there  thought  it  desirable  to  buy  very 
large  quantities  direct  from  America  Avithout  its 
going  through  the  hands  of  agents  or  brokers  in 
Liverpool ; the  I’esult  is  that  they  have  croAvded 
all  our  Avarehouses  Avith  cotton,  Avhere  Ave  have  to 
store  it  for  them  to  such  an  extent  that  avc 
have  to  take  some  of  the  cotton  to  Avarehouses  at 
Ashton,  and  other  jdaccs,  and  the  spinners  are 
not  using  it,  because  they  appear  to  have  made 
rather  a bad  market  for  it;  but  they  are  buying 
other  consignments  in  Liverpool  and  elsewhere, 
Avhile  we  are  Avarehousing  this  large  stock  for 
them  for  nothing. 

14407.  Are  you  sure  that  you  charge  nothing 
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for  it  ? — I am  informed  that  we  Avarehouse  the 
cotton  for  a time,  say  from  14  to  28  days,  free, 
and  that  after  that  there  is  a certain  scale  of 
charge. 

14408.  "Would  you  mention  Avhat  it  is?— We 
have  a printed  hook  Avith  those  charges  set  forth, 
and  that  sliall  be  handed  in.  At  Manchester  the 
cost  of  unloading  is  slated  to  be  6 tZ.  a ton. 
Then,  again,  I Avas  asked  the  question  whether 
upon  the  Prussian  raihvays  the  rates  for  the 
imports  and  the  exports  Avere  the  same,  and  Avith- 
out troublino-  the  Committe  to  do  more  than  refer 
to  the  Consular  lleport,Avhich  I mentioned  before, 
upon  page  330,  the  re]iort  says,  “ ex[)ort  rates 
Avere,  as  a rule,  to  be  loAver  than  Import  rates  ” ; 
so  that  the  Government  are  giving  a high  import 
rate  as  against  foreign  goods,  and  giving  low 
export  rates  in  favour  of  home  goods. 

Mr.  Monk. 

14409.  The  cost  to  the  raihvay  company  being 
in  each  case  the  same? — I presume  it  Avould  be 
so.  Then  I Avas  asked  a question,  I think,  either 
by  Sir  EdAvard  Vfatkin,  or  by  the  honourable 
member  for  Stirlingshire,  Avhether  I could  give 
him  any  information  Avith  reference  to  the  cost  of 
land  upon  Avhich  the  goods  stations  are  built  in 
Paris.  I have  since  ascertained  that  at  the  Ivry 
terminus  of  the  Orleans  Kaihvay,  the  price  they 
Avere  paying  jier  square  yard  for  land  recently 
purchased,  Avas  5 Z.  a yard ; it  formerly  Avas  8 s. 
a yard.  UiAon  t!ie  Eastern  Baihvay  at  La 
Villette  station,  formerly  they  paid  Is.  8 tZ.  a 
square  yard  ; noAv  they  are  paying  51.  7 s.;  Avhile 
at  the  Northern  of  France  at  La  Chapelle  station, 
formerly  they  paid  about  lOcZ.  per  square  j'ard, 
but  in  recent  purchases  the  price  ranged  from 
16  s.  9 d.  to  20  s.  1 d.;  and  the  last  purchase  is 
reported  to  have  been  30  s.  1 d.  per  square  yard. 
Then,  in  reply  to  Mr.  Barclay’s  question,  I am 
able  to  say  that  the  Aveight  of  goods  traffic  carried 
OA'cr  the  North  Western  b’ailAvay  in  1880  Avas 
7,857,122  tons  ; the  total  quantity  of  the  coal  and 
coke  traffic  carried  over  the  line  was  17,447,000 
tons  ; of  other  minerals,  Avhich  Avould  include  iron 
ore  and  stone,  and  all  those  sort  of  things,  the 
quantity  Avas  7,402,000  tons. 

Mr.  Dolton. 

14410.  Docs  that  include  locomotiA-e  coal  or 
ballast  ? — It  certainly  Avould  not  include  ballast ; 
my  impression  is  that  it  includes  only  that  traffic 
for  Avhich  Ave  receive  a revenue,  so  that  it  would 
also  bo  exclusive  of  locomotive  coal.  Then 
I think  I Avas  asked  a question  Avith  reference  to 
the  average  Aveight  of  goods  trains ; I had  that 
taken  out  for  the  night  of  the  6th  July  at  one  of 
our  Loudon  stations,  as  being  the  easiest  of  access 
to  us,  and  I find  that  Ave  sent  aAvay  upon  that 
night  876  Avaggons  in  26  trains,  Avith  a gross 
Aveight  of  1,447  tons  ; the  average  number  of 
Avaggons  per  train  Avas  34  ; the  average  tonnage 
Avas  55  tons  13  CAvts.  per  train;  the  average  load 
per  Avaggou  Avas  1 ton  1 3 CAVts.,  and  the  speed  of  the 
trains  oari’ying  the  traffic  was  about  20  miles  an 
hour.  Noav,  if  Ave  Avere  permitted,  under  the 
same  condition  of  things  as  prevails  upon  the 
Continent,  to  take  three  or  four  days  Avhere  Ave 
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take  less  than  one,  we  could  load  all  our  waggons 
to  the  full  load  of  5 tons  each;  and  instead  of 
having  an  average  load  of  55  tons,  we  could  carry 
at  least  40  waggons,  and  have  a net  marketable 
load  of  200  tons  in  the  conveyance  ol  our  trains, 
instead  of  a profitable  load  of  only  56  tons  ; there- 
fore tlie  cost  of  working  is  of  course  in  proportion 
to  the  speed  and  the  pace  at  which  we  have  to 
do  the  business. 

Mr.  Barclay. 

14411.  What  prevents  you  taking  three  days 
in  conveying  your  goods  ? — Competition,  as  I 
have  already  explained  ; we  shoidd  be  out  of  the 
race  altogether  if  we  did.  There  is  no  doubt 
that  t!;e  conditions  under  which  business  is  done 
by  the  mercliants  tliemselves  and  t!ie  traders 
prevent  our  taking  that  time,  because  no  one 
keei)S  a stock  in  these  days ; neither  the  con- 
sumers ot  the  raw  produce  which  is  brought 
into  Liverpool,  nor  those  who  want  manufactured 
commodities  from  elsewhere ; they  simply  live 
from  liand  to  mouth  ; the  country  shopkeeper 
writes  up  for  his  things  by  post  and  expects 
them  down  the  next  day  by  rail.  The  commer- 
cial condition  of  tlic  country  is  entirely  revolu- 
tionised from  what  it  used  to  be.  People  no 
longer  keep  stocks,  but  everybody  is  living  from 
hand  to  mouth,  and  the  rivalry  between  the  rail- 
way companies  is  such  that  I am  afraid  we  rather 
encourage  the  public  in  these  extravagant  e.xpec- 
tations. 

14412.  Would  it  be  possible  to  have  two 
speeds,  as  they  have  in  France,  at  dlfierent  rates  ? 
— But  we  give  the  higher  speed  at  the  lower  rate  ; 
in  France  they  do  not  get  any  greater  speed  with 
their  Grand  Vitesse  than  we  secure  in  our  goods 
trains. 

Chairman. 

14413.  As  a matter  of  fact,  the  prices  of  the 
Grand  Vitesse  are  adjusted  to  small  articles  of 
merchandise,  are  they  not? — It  corresponds  more 
with  our  parcels  traffic ; probably  they  carry 
things  of  small  bulk  and  of  a more  valuable  kind 
by  the  Grand  Vitesse. 

14414.  If  you  attempted  to  send  such  things 
as  cotton  by  the  Grande  Vitesse,  what  would  be 
the  consequence  ? — The  rate  would  be  prohibi- 
tory, I believe  in  some  parts  of  this  country  we 
did  ti’y  in  the  early  days  a differential  rate  be- 
tween the  fast  and  the  slow  kind  of  traffic ; this 
plan  was  tried  between  Leeds  and  Liverpool  for 
a time,  but  it  had  to  be  given  up.  I just  wish  to 
add  another  word,  and  then  I shall  have  done ; I 
have  had  the  cost  of  working  the  London  and 
North  Western  Railway  in  the  year  1880  worked 
out,  and  it  comes  out  at  52  5 per  cent. 

Mr.  Barclay. 

14415.  And  by  the  train  mile  what  docs  it 
come  to? — I have  not  Avorked  it  out  by  the  train 
mile. 

Mr.  Cross. 

14416.  Was  that  as  against  51  per  cent,  in 
1879  ? — According  to  the  Board  of  Ti’ade  Returns, 
that  is  so. 

14417.  Is  there  an  increase  in  the  receipts  of 
1 per  cent,  in  1880  as  compared  with  the  receipts 
0.54 
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in  1879? — The  Board  of  Trade  Return  does  not 
quite  correspond  with  the  return  1 have  before 
me,  because  there  is  some  calculation  about  the 
expenses  of  cartage  and  agency  which  should  go 
to  expenses  instead  of  being  deducted  from  this 
account.  I had  it  most  carefully  done  for  10 
years,  and  according  to  our  calculation,  as  dis- 
tinct from  that  of  the  Board  of  Trade,  it  stands  as 
50-10  per  cent,  in  1870  ; and  in  1880,  at  52^  per 
cent. 

14418,  Can  you  tell  the  Committee  Avhat  it 
Avas  in  1874? — In  1874  it  Avas  57-66  per  cent. 

14419.  The  receipts  Avere  5 per  cent,  less  than 
they  were  in  1880,  so  that  the  expenses  Avere  10 
per  cent,  higher  than  they  are  to-day  ? — I will 
assume  your  figures.  That  is  all  I have  to  say  in 
amplification  of  my  previous  evidence. 

Chairman. 

14420.  Will  you  now  turn  to  Question  8193, 
Avhere  the  statement  is  made  by  Mr.  Pirn  to  the 
effect  that  there  has  been  a prefeieutial  rate,  as 
he  knoAvs,  given  from  Manchester  to  one  of  his 
felloAv  traders  in  Kilkenny,  and  say  Avhat  you 
have  to  say  about  that  ? — Mr.  Pirn  Avas  fairly 
justified  in  making  the  statement  Avhich  he  did  to 
the  Committee  ; luit  it  proceeded  from  an  error  in 
the  quotation  of  the  rate  in  Manchester  by  the 
company’s  agents,  Messrs.  Pickford  and  Com- 
pany, Avho  quoted  to  Mr.  Pirn,  or  Mr.  Pirn’s 
asfont  or  customer,  the  Avron}):  rate.  I subse- 
quently  saAv  Mr.  Pirn  after  he  left  the  room,  or  a 
day  or  tAvo  afterAvards  Avhen  he  Avas  in  the  lobby, 
and  exjrlained  the  Avhole  thing  to  him.  As  a 
matter  of  fact,  Ave  quote  the  same  rates  to  all 
parties  alike  ; Ave  do  not  discriminate,  giving  to 
one  person  one  rate,  and  to  another  another. 

14421.  You  say  that  broadly  on  the  whole 
system? — I say  that  broadly  over  the  Avhole 
system,  and  if  Mr-.  Pirn  had  been  here  I belie\-e 
he  Avould  have  been  happy  to  say  the  same  to  the 
Committee, 

14422.  Then  in  ansAver  to  Question  8202,  Mr. 
Pirn  alleged  the  existence  of  a rate  for  linen 
goods  from  Lublin  to  Manchester  of  28  s.  4 cl.  a 
ton,  and  of  25  s.  only  for  the  same  traffic  going  in 
the  other  direction,  namely,  Manchester  to  Lub- 
lin ; Avhat  do  you  say  about  that? — The  London 
and  North  Western  Company  charge  the  same 
rate  for  linen  goods  from  Lublin  to  Manchester-, 
as  from  Manchester  to  Lublin,  viz.,  25  s.  per 
ton.  Mr.  Pirn  appeai-s  to  have  been  in  error 
there,  as  tliere  is  no  difference  betAveen  the  rates 
in  either  direction ; they  are  both  exactly  the 
same. 

14423,  Now,  in  ansAvcr  to  Question  8883  and 
the  three  folloAving  questions,  evidence  Avas  given 
by  Mr.  Jeans  with  I'eference  to  an  alleged  quota- 
tion by  raihvay  companies  of  different  rates  for 
the  same  distances  in  different  districts ; he  also 
alleged  a difference  in  charge  between  pig-iron 
and  undamageable  manufactured  ircu  ; Avhathave 
you  to  say  about  that  ? — Mr.  Jeans  Avas  compar- 
ing things  that  AA-ere  not  alike;  occasionally  he 
was  quoting  the  rates  for  damageable,  and  com- 
paring them  Avith  the  rates  for  undamageable,  and 
occasionally  the  opposite  of  that.  The  figures 
he  mentioned  shoAved  several  instances  in  Avhich 
rates  in  different  districts  for  the  same  distance 
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were  the  same,  and  as  regards  the  varying  dif- 
ferences between  pig  and  undamageable  manu- 
factured iron,  he  has  not  been  uniform  in  his 
selection  of  the  latter,  using  in  some  instances 
rates  for  undamageable  manufactured  iron,  and  in 
other  rates  for  damageable  manfactured  iron.  I 
projjose  to  put  in  here  the  correct  rates  in  a tabu- 
lated form.  ( Witness  handed  in  a 'j'ahle.) 

14424.  Now,  at  Question  9103,  Mr.  Peace, 
representing  the  Mining  Association  of  Great 
Britain,  read  a memorial  from  that  body  ; do  you 
desire  to  say  anything  upon  that  subject? — 1 
understand  that  Mr.  Peace  attended  before  the 
Committee  and  presented  a memorial  from  the 
Mining  Association  of  Great  Britain,  in  which  it 
was  asked  in  Clause  3,  Sub-section  1,  that  “ The 
Bailway  Commissioners  should  have  power,  on 
the  application  of  a private  trader,  to  order  two 
or  more  railway  companies  to  make  a through 
rate  over  two  or  more  railway  systems  as  a con- 
tinuous line  of  communication,  by  the  shortest 
route  available.”  Speaking,  of  course,  from  our 
point  of  view',  "we  certainly  should  have  the 
greatest  objection  to  see  such  a power  delegated 
to  the  Eaihvay  Commissioners ; we  think  it 
would  be  virtually  giving  them  the  jiower  of  the 
management  of  the  railways  and  of  fixing  the 
rates,  which  power,  properly,  as  we  believe,  is  in 
the  hands  of  the  companies  ; and,  according  to  the 
evidence  of  Mr.  Hewlett,  w'ho  is  a large  trader  in 
Lancashire,  and  Mr.  Menelaus,  a large  trader  in 
South  Wales,  that  power  is  fairly  used  and 
administered  as  far  as  the  companies  are  con- 
cerned, and,  moreover,  no  practical  difficulties 
exist  between  the  comjjanies  in  making  the  rates 
to-day. 

Mr.  Samuelson, 

14425.  I think  that  Mr.  Menelaus  said  that 
the  large  companies  could  protect  themselves, 
but  that  a reference  to  the  Bailway  Commis- 
sioners was  extremely  useful  as  regarded  the 
smaller  tradei's  ? — I think  that  if  such  a step  were 
taken  upon  the  recommendation  of  this  Committee, 
or  upon  the  authority  of  Parliament,  it  would  be 
virtually  handing  over  the  control  of  the  railway 
companies  in  making  the  rates  (which  is  practi- 
cally issuing  the  bank  notes  of  the  railways)  to 
the  Eaihvay  Commissioners ; and  that  if  the 
Government  take  that  step  they  ought  not  to 
stop  short  of  the  responsibility  of  taking  the 
railways  u))on  their  own  shoulders,  purchasing 
the  railways;  and  then  they  could  regulate  the 
railways  in  any  way  they  chose  ; but  such  an 
interference  as  is  here  proposed,  I believe  would 
be  fatal. 

Chairman. 

14426.  But  the  real  point  you  are  answering 
now  is  merely  a demand  that  this  right  of  the 
Bailway  Commissioners  to  fix  a through  rate 
upon  the  application  of  another  railway  company 
should  be  extended  to  the  pow'er  of  doing  it  upon 
the'  application  of  a trader? — They  have 
been  given  the  jiower  as  between  railways  ; for 
instance,  if  the  London  and  North  M'estern 
Company  want  a rate  over  the  IMidland,  or  the 
Great  Northern,  or  the  Great  Western,  we  can 
ask  for  it,  and  ifive  do  not  agree  between  ourselves, 
the  Bailway  Commissioners  have  the  poiver  not 
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only  to  say  whai  the  rat?  ?ha]l  he,  but  what  the 
apportionment  of  the  rate  shall  be  ; that  is,  of 
course,  as  between  two  public  companies  of  equal 
power,  and  equal  size  and  standing,  or  it  may  be 
on  behalf  of  a small  company  as  against  a larger 
company.  But  if  you  admit  the  traders  to  the 
right  of  making  that  ajiplication,  the  Bailway 
Commissioners  will  be  inundated  with  applica- 
tions for  low  rates  to  every  part  of  the  kingdom, 
and  we  consider  that  the  administration  by  the 
Bailway  Commissioners,  as  far  as  the  railway 
companies  are  concerned,  may  be  a perfectly  fair 
thing,  because  I am  perfectly  satisfied  that  neither 
the  one  nor  the  other  would  make  an  unfair  pro- 
posal ; but  if  the  Ballway  Commissioners  are  to 
decide  between  the  railway  company  and  their 
customers,  the  traders,  it  gives  the  Commis- 
sioners the  power  of  fixing  the  whole  of  the  rates 
of  the  railway  company. 

14427.  Are  you  not  mistaken  in  saying  that 
the  Bailway  Commissioners  have  the  poiver  of 
saying  what  the  rate  shall  be  ; have  they  not 
merely  the  pow'er  of  ordering  that  the  late  shall 
be  made,  or  refusing  it,  but  not  of  specifj^ing  the 
amount ; that  if  they  think  the  application  a rea- 
sonable one  they  can  grant  it,  and  if  they  think  it 
an  unreasonable  one,  they  can  refuse  it;  but  that 
they  cannot  start  a rate  of  their  own,  and  enforce 
it  1 — I think  that  is  so. 

Mr.  Bolton. 

14428.  I think  the  forwnrding  company  usually 
fixes  the  rate,  and  if  the  other  companies  do  not 
agree,  the  Bailway  Commissioners  decide  be- 
tween them  as  to  whether  the  rate  is  a proper 
rate  or  otherwise  ? — I think  that  is  the  course 
pursued. 

j\Ir.  Blank. 

14429.  The  4th  sub-section  of  Section  11  ot 
the  Act  of  1873,  says,  “If  an  objection  to  the 
rate  or  route  has  been  sent  within  the  prescribed 
period,  the  matter  shall  be  referred  to  the  Com- 
missioners for  their  decision,”  and  then  the  next 
sub-section  says,  “ If  an  objection  be  made  to  the 
granting  of  the  rale,  or  to  the  route,  the  Commis- 
sioners shall  consider  whether  the  granting  of  the 
rate  is  a due  and  reasonable  facility  in  the  in- 
terest of  the  public,  and  wdiether,  having  regard 
to  the  circumstances,  the  I'oute  jiroposed  is  a rea- 
sonable route,  and  shall  allow  or  refuse  the  rate 
accordingly  ?’’ — I am  aw'are  of  that. 

Chairman. 

14430.  Then  you  have,  I think,  something  to 
say  about  the  3rd  section  of  that  memorial  of 
the  Mining  Association,  about  the  Eaihvay 
Commissioners  having  power  to  order  the 
railway  companies  to  allow  junctions  to  be 
made?  — My  general  ansiver  to  that  point 
would  be  that  I believe  the  present  law'  to  be 
sufficient.  As  far  as  I know,  going  back  for 
more  than  20  years  in  my  recollection  of  the 
London  and  North  "Western  Eaihvay  Company 
Ave  have  only  had  two  cases  of  dispute  or  diffi- 
culty Avlth  traders,  about  making  junctions  Avltli 
the  main  line.  One  Avas  a case  Avith  the  firm  of 
Messrs.  AndrcAv  Knowles  & Son,  of  Manchester  ; 
and  the  other  Avas  a case  upon  the  application  of 
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Messrs.  Turner,  of  the  Mesnes  Colliery,  near 
Wigan,  who  wished  to  have  a connection  with 
the  main  line  of  the  Lancaster  and  Carlisle  Rail- 
way a little  north  of  Preston.  We  objected  to 
the  junction  because  we  had  already  a junction 
very  close  to  the  point  belonging  to  Messrs.  Tom- 
linson & Son,  who  had  a coalyard  there,  and  upon 
the  application  whicli  Messrs.  Turner  made  to 
the  Board  of  Trade,  Colonel  Yolland  was  sent 
down  to  make  a report  upon  the  matter.  I at- 
tended with  Colonel  Yolland,  and  he,  although 
recommending  that  the  connection  should  be  made 
in  another  form,  did  not  recommend  it  in  the  form 
in  -which  JMessrs.  Turner  ajjplied  for  it.  The 
effect  of  making  it  in  the  form  recommended  by 
Colonel  Yolland,  would  nave  been  to  involve  the 
purchase  of  additional  land,  and  to  cut  off  all 
the  other  traders  from  the  sidings  to  the  point 
where  he  proposed  to  bring  in  Messrs.  Turner, 
namely,  to  an  existing  siding  near  the  cattle 
market  at  Preston. 

14431.  Then  Colonel  Yolland’s  Report  in- 
volved the  purchase  of  additional  land  to  make 
the  proposed  siding  ? — It  did. 

14432.  Have  you  heard  anything  more  about 
that  case? — We  have  heard  nothing  more  about 
it.  Then  the  2nd  sub-section  of  the  76th  Sec- 
tion of  the  Railway  Clauses  Act,  1845,  says, 
“ The  company  shall  not  be  bound  to  make  any 
such  openings  in  any  place  which  they  shall  have 
set  apart  for  any  specific  purpose  with  which 
such  communication  would  interfere,  nor  upon 
any  inclined  plane,  nor  in  any  tunnel.”  When 
we  are  upon  a bridge  or  in  a tunnel,  it  is 
perfectly  right  that  we  should  not  be  bound  to 
make  a siding ; but  the  question  of  the  inclined 
plane  has  never  been  interpreted,  as  far  as  we  are 
concerned,  and  as  far  as  any  other  company  is 
concerned,  as  meaning  a gradient  which  can  be 
worked  by  a locomotive.  I know  we  have  cases 
of  junctions  with  lines  where  we  are  working 
upon  a gradient  of  1 in  50  at  private  sidings,  and 
in  other  cases  on  a gradient  of  1 in  60 ; that  has 
been  granted,  so  that  the  words  “inclined  plane” 
evidently  were  intended  in  the  Act  to  apply  to 
such  a case  as  where  the  line  is  worked  by  a rope 
or  a stationary  engine,  but  were  never  intended 
to  apply  to  a line  which  was  worked  by  a loco- 
motive engine. 

Mr.  Dillwyn. 

14433.  When  that  Act  was  passed,  were  there 
many  portions  of  the  line  worked  by  stationary 
engines  ? — There  were. 

Chairman. 

14434.  Will  you  now  pass  to  that  passage  of 
the  memorial  relating  to  notice  being  given  of 
the  intention  of  the  company  to  advance  rates  ? — 
That  question  arises  so  seldom  that  if  it  is  thought 
desirable  to  advance  the  rates,  which  we  veiy 
seldom  do,  we  should  give  them  some  notice; 
and  our  practice  is  with  regard  to  coalowners, 
when  it  is  intended  to  give  an  advance  of  rates, 
to  give  a month’s  notice. 

Mr.  Bolton. 

14435.  Is  it  not  usually,  as  a matter  of  fact, 
and  as  far  as  you  know,  of  practice,  done  by 
0.45. 
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arrangement  with  the  traders? — Yes,  and  what 
we  find  is  that  if  we  do  not  give  the  trader  notice 
he  strikes  it  out  of  his  account  and  refuses  to  pay 
his  account,  and  insists  u]>on  having  proper  no- 
tice. 

Chairman. 

14436.  Now  with  regard  to  the  question  of 
special  rates  being  given  to  traders  and  informa- 
tion as  to  the  rates  being  given  at  the  railway 
stations,  what  have  you  to  say,  is  that  informa- 
tion furnished  in  practice  ? — I have  stated 
generally  that  all  our  rates  are  entered  in  our  rate- 
books, and  that  everybody  concerniied  is  made 
aware  of  them,  and  that  they  are  not  made  appli- 
cable to  one  person  rather  than  another.  But  I 
should  qualify  that  statement  in  this  respect,  that 
we  have,  with  respect  to  contracts  for  the  supply 
of  gas  coal  to  the  different  gas  companies 
throughout  the  kingdom,  a .‘system  of  making  a 
rebate  upon  gas  coal  which  varies  from  9 d.  to, 
I may  say,  1 s.,  or  1 5.  6 d.  per  ton,  and  that 
arises  on  account  of  the  competition  between  the 
different  colliery  districts  where  gas  coal  is  to  be 
found;  and  as  regards  those  collieries  which 
supply  gas  coal  upon  our  line,  although  we  do 
not  enter  those  special  rates  in  our  rate-book,  yet 
we  advise  all  the  parties  concerned  who  are  ten- 
dering, or  likely  to  tender,  for  gas  contracts,  of 
this  rebate  ; with  that  exception  I believe  all  the 
other  special  rates,  and  every  other’  rate,  are 
entered  in  our  rate-books. 

14437.  Now  I believe  you  desire  to  make 
some  remarks  with  reference  to  the  statement 
made  by  Mr.  Fletcher  about  the  alleged  high 
rates  charged  by  the  London  and  North  West- 
ern upon  the  Whitehaven  Junction  Railway  ? — 
I will  not  trouble  the  Committee  long  about  this 
point.  I was  very  much  surprised  to  read  Mr. 
Fletcher’s  evidence,  and  the  reasons  which  he 
alleged  for  the  recent  alteration  which  has  been 
made  in  the  rates  in  the  Cumberland  district. 
Mr.  Fletcher  is  a gentleman  who  represents  a 
large  interest  in  Cumberland;  I think  he  must 
have  been  as  perfectly  aware,  as  I am  aware, 
that  the  reason  that  he  gave  for  the  alteration  of 
the  rates  in  that  district,  which  was  brought 
into  force  upon  the  1st  June,  was  wholly  inaccu- 
rate, and  that  to  a certain  extent,  unless  I 
incorrectly  understand  his  evidence  in  that  re- 
spect, he  would  be  misleading  the  Committee. 
Mr.  Fletcher  says,  in  answer  to  Question  9116, 
“ Upon  the  first  of  this  month  there  were  some 
reductions  made  in  the  local  rates,  possibly  in 
consequence  of  the  action  of  this  Committee,  or 
in  consequence  of  its  expected  action  ; whether 
or  not  that  was  so  I do  not  know,  but  at  any 
rate,  upon  the  1st  of  June,  a revision  was  made.” 
What  I wish  to  state  to  the  Committee  (and  I 
am  quite  in  the  hands  of  the  Committee,  and 
certainly  I do  not  wish  to  make  any  reflection 
upon  Mr.  Fletcher’s  integrity)  is,  that  it  was  not 
in  consequence  of  the  action  of  this  Committee 
that  those  rates  were  revised  upon  the  1st  of 
June,  but  it  was  in  consequence  of  a Committee 
of  the  House  of  Commons  rejecting  a Bill,  that 
was  promoted  by  Mr.  Fletcher,  for  a new  rail- 
way between  Workington  and  Maryport;  that 
Bill  was  rejected,  upon  a pledge  given  by  me  on 
behalf  of  the  London  and  North  Western  Com- 
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pany,  that  we  would  reduce  the  rates,  and  adopt 
the  same  scale  of  rates  between  Workington  and 
Maryport  if  they  threw  out  Mr.  Fletcher’s  Bill, 
as  he  pro])osed  to  charge  the  public  in  bis  Bill ; 
therefore,  that  fact  was  fully  in  the  knowledge  of 
Mr.  Fletcher  when  he  made  this  statement.  It 
was  not  in  consequence  of  the  action  of  this 
Committee  at  all,  but  it  was  in  consequence  of 
the  action  taken  by  another  Committee  of  this 
House. 

ISIr.  Bolton. 

14438.  May  I ask  whether  the  reason  for  that 
revision  is  correctly  reported  according  to  your 
view  in  Question  9140,  in  wdiich  he  was  asked, 
“Was  that  the  same  reduction  as  that  which  you 
referred  to  just  now  ?”  to  which  he  replied,  “ It 
can  only  apply  to  a very  small  part  of  the  rates 
which  have  been  revised,  because  the  reduction 
given  by  the  London  and  North  Western  Com- 
])any  only  applied  to  the  four  miles  between 
I\laryport  and  'Workington  ” ? — We  revised  the 
whole  rates  of  the  district;  both  tlie  iron  ore 
rates  upon  a particular  section  of  the  railway 
betw'een  Workington  and  Maryport,  and  upon 
the  old  section  between  Whitehaven  and  Work- 
ington uj)on  the  Cockermouih  and  Workington 
.Baihvay,  and  also  we  adopted  a revised  system 
of  rates,  between  Maryport  and  Carlisle,  to  all 
the  staiions  where  the  iron  ore  is  manutactured 
into  iron,  ujion  the  Whitehaven  Junction  Rail- 
way ; and  I may  say,  for  the  information  of  the 
Committee,  that  we  worked  out  the  actual  value 
of  the  reduction  made  upon  the  existing  traffic, 
which  Ave  had  taken  out  very  carefully,  and  we 
found  that  the  extent  of  the  reduction  which  we 
made  was  close  upon  10,000  1.  a year  in  favour 
of  the  traders  of  the  Cumberland  district,  that 
reduction  being  made,  as  I said  before,  in  con- 
sequence of  a pledge  we  gave  in  another  room, 
and  not  in  consequence  of  the  action  of  this 
Committee. 

14439.  And  that  Avas  in  consequence  of  the 
agreement  to  which  Question  9139  refers  ?_ — It 
Avas.  The  only  other  question  upon  this  point  to 
Avhich  I would  like  to  refer,  is,  that  Mr.  Fletcher 
made  a statement  that  the  rates  for  the  convey- 
ance of  coal  in  the  Cumberland  district  to 
Carlisle  and  Maryport  Avhich  Avas  principally  ex- 
ported to  Ireland,  and  as  he  says,  Avhere  they 
come  in  competition  with  coal  from  South  TV  ales, 
Lancashire,  and  the  W est  of  Scotland,  are  con- 
siderably higher  than  from  the  competing  dis- 
tricts, I have  had  a Table  Avorked  out  Avhich 
shoAvs  that  the  West  Cumberland  rates  are  as 
favourable,  if  not  more  favourable,  than  the  rates 
from  the  districts  of  Avhich  he  complains  of 
being  in  competition  Avith.  (7V/c  Tah/e  teas 
handed  tVi.) 

Chairman. 

14440.  Then  Mr.  BroAvn  gave  evidence  Avith 
regard  to  Avhat  he  alleged  to  be  overcharges  by 
railAvay  companies  in  excess  of  the  maximum 
rates  on  coal  from  Cannock  Chase  to  'Wolver- 
hampton, Bilstou,  and  SinetliAvich.  At  Question 
9461  he  Avas  asked,  “ You  have  found  difficulties 
with  the  raihvay  companies  in  various  Avays  ; they 
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take  rates  above  their  maximum  rates,  do  they 
not?”  To  which  he  replied,  “Yes,  we  have 
found  that  the  rates  f-r  short  distances  are  con- 
siderably above  the  maximum;  I Avill  give  you  an 
instance  or  tAVO.  To  W’^nlverhampton  the  rate 
charged  is  2 s.,  the  maximum  rate  being  1 .a.  6d.; 
to  Bilston  the  rate  is  also  2 *■.,  the  maximum  rate 
being  Is.  3d.-,  Avhat  have  you  to  say  in  ansAver 
to  that? — Mr.  J.  BroAvn,  Avho  is  the  manager 
of  the  Cannock  Chase  Company,  in  ansAver  to 
the  question  you  have  read,  and  the  four  folloAV- 
ing  questions,  stated  that  there  Avere  overcharges 
in  these  cases;  but  I have  gone  carefully  into 
the  calculation  of  the  distance,  and  the  toll  poAver 
of  the  company  in  these  cases,  and  my  reply  is 
this:  To  \Volverhampton  on  the  London  and 
North  Western  Raihvay  the  rate  is  1 s.  6 d.,  and 
not  2 s.  ; and  in  the  case  in  question,  as  a matter 
of  fact,  Ave  are  5.|  d.  Avithin  our  toll  po Avers.  The 
rate  of  2 5.  applies  to  the  Great  Western  depot 
at  Wolverhampton,  where  traffic  has  to  be 
carried  on  in  a round-about  Avay  by  Wednesbury, 
and  that,  with  a terminal  of  3 d.  is  Avithin  the 
poAver  of  the  company  to  charge.  The  same 
Avill  a})ply  to  the  Bilston  rate.  With  regard  to 
Smethwick,  the  SmethAvick  rate  is  1 5.  9 d. ; but 
the  maximum  toll  of  the  company  is  25.  1 d.,  so 
that  in  the  three  instances  Mr.  BroAA'ii  has  given 
he  is  not  correct. 

14441.  I think  vou  had  better  give  in  the 
details  of  those  calculations  ? — In  the  case  of 
Wolverhampton  the  company’s  maximum  toll  is 
l5.  ll^J.,  and  is  made  up  as  folloAVS  ; over  the 
South  Staffordsire  line  to  Bescot,  a distance  of 
7 miles  61  chains,  say  8 miles,  at  1|  d.,  1 s.  Dis- 
tance beyond  Bescot,  under  the  London  and 
North  'Western  Company’s  Act  of  1846,  8 miles 
27  chains,  say  S|  miles  at  Id.,  making  8|d.; 
adding  the  terminal  of  3 d.  you  get  the  total  of 

1 5.  IH  d.  The  2 s.  rate  applies  to  the  Great 
VV^estern  Depot  at  Wolverhampton,  and  the  tAVO 
raihvay  companies’  poAvers  entitle  them  to  charge 

2 5.  in  the  folloAving  manner : OA^er  the  South 
Staffordshire  line  to  Wednesbury  Junction,  a dis- 
tance of  9^  miles,  say  10  miles,  at  \\cl..  Is.  3 d. ; 
Great  Western  distance  from  VYednesbury  Junc- 
tion, say  6 miles  minimum  on  West  Midland 
line,  over  which  the  traffic  passes  for  a short 
distance,  at  1 d.,  6 d.,  and  terminal  3 d.,  making 
2 5.  The  above  figures  apply,  as  I have  stated  to 
the  Bilston  rate,  the  traffic  being  unloaded  at  the 
Bilston  (West  Midland)  Station  passing  over 
West  Midland  section  from  Priestfield  Junction. 
The  SmetliAvick  rate  is  1 s.  9 cl.,  and  the  maxi- 
mum poAvers  upon  the  raihA^ay  2 5.  Id.  per  ton, 
as  folloAA^s: — namely,  over  the  South  Staffordshire 
line  to  Sedgeley  Junction,  a distance  of  11  miles 
51  chains,  say  12  miles,  at  1.1  d.,  1 5.  6 d. ; on  Bie 
Stour  'V^alley  line,  a distance  of  4 miles  36  chains, 
say  4 miles,  at  1 d.,  4 d.,  and  terminal  3 d., 
making  a total  of  2 s.  1 d. 

14442.  Noav,  Avill  you  turn  to  Mr.  Lloyd’s 
evidence,  and  make  Avhat  remarks  may  occur  to 
you  Avith  respect  to  it  ?— Mr.  Lloyd  gaA’^e  evi- 
dence Avlth  regard  to  the  decrease  of  traffic  car- 
ried over  the  Birmingham  Canal,  Avhich  he 
alleged  to  be  the  result  of  the  high  tolls  charged 
by  the  raihvay  company  since  they  leased  the 
canal.  I Avish  to  state,  in  ansAver  to  that,  that 

many 


SELECT  COMMITTEE  ON  KAILAVAYS. 


713 


14  Juhj  1881.]  Mr.  Findlay.  \^Continued. 


Chairman — continued. 

many  years  ago  the  London  and  North  Western 
Company  became  the  lessees  of  the  Birmingham 
Canal,  guaranteeing  a dividend  of  4 per  cent,  upon 
the  capital  of  that  canal,  under  somewhat  peculiar 
circumstances.  Altliough  the  management  of  the 
canal  is  entirely  Independent  of  the  London  and 
North  Western  Company  so  long  as  it  earns  the 
4 per  cent.,  if  it  ceases  to  earn  the  4 per  cent., 
the  control  of  the  management  becomes  vested  in 
the  London  and  North.  Western  liailway  Com- 
pany. 

14443.  But  the  canal  has  never  earned  the 
4 per  cent.,  has  it? — Some  six  or  seven  years 
ago,  within  my  knowledge,  it  did  earn  4 p>er 
cent. ; but  during  these  last  six  or  seven  years  (I 
am  speaking  subject  to  correction)  it  has  not 
earned  4 per  cent.,  and  the  London  and  North 
Western  Kailway  Company  have  had  to  pay 
large  sums  in  aid  of  the  dividend,  to  make  good 
their  guarantee.  These  large  suras  have  had  to 
be  paid  in  consequence  of  the  expensive  cha- 
racter of  maintenance,  or  the  greater  expenses 
in  maintaining  the  canal  through  a mining  dis- 
trict. The  district  is  full  of  coal  pits  and  mines 
constantly  sinking,  and  if  it  were  not  for  the 
guarantee  of  the  London  and  North  Western 
Kailway  Company  the  shareholders  would  have 
little  or  no  dividend ; in  fact,  I doubt  very  much 
if  it  were  not  for  the  London  and  North  Western 
Kailway  Company,  whether  it  would  be  possible 
to  maintain  a canal  in  South  Staffordshire  at  all. 
Moreover,  the  tolls  never  exceed  the  maximum 
rates  which  are  fixed  for  the  short  distances  by 
Act  of  Parliament,  and  which  are  very  reason- 
able. 

14444.  Now  with  reference  to  Questions  10168 
and  10169,  as  to  the  preference  given  to  Marton 
over  Birmingham  in  the  rates  for  lime?  — It 
appears  that  incorrect  figures  have  been  given  to 
the  Committee  in  the  case  of  lime  fi’om  Marton 
and  Birmingham  to  Manchester.  The  correct 
rates,  namely,  8 s.  from  Marton  in  company’s 
waggons,  and  8 s.  4 cf.  from  Birmingham  in  com- 
pany’s  waggons,  the  latter  including  collection  or 
delivery  on  the  canal  in  Birmingham,  are  really 
proportionate  figures,  giving,  after  deducting 
terminals,  0'7  d.  per  ton  per  mile  in  each  case. 
In  the  remaining  instances  there  are  no  rates 
noted  for  the  traffic  from  Birmingham,  which  it 
"would  appear  has  not  hitherto  been  carried. 
The  rates  given  to  the  Committee  by  Mr.  Lloyd 
are  applicable  to  a higher  class  of  traffic  than 
lime  sent  in  bulk,  Mr.  Lloyd’s  figures  and  the 
deduction  from  them  do  not  appear  to  have  been 
quite  accurate  in  that  x’espect.  Then  he  alleges 
a combination  between  the  railway  and  canal 
companies  in  South  Staffordshire  to  keep  up  the 
rates,  and  to  beat  the  independent  carriers  off 
the  road.  Now  the  canals  are  open  for  any 
independent  carriers  to  carry  on  if  they  please, 
on  payment  of  tlie  tolls ; but  there  is  no  doubt 
that  iu  South  Staffordshire  as  elsewhere  there  is 
an  arrangement  between  the  different  railway 
and  canal  companies  as  to  what  rate  shall  be 
charged  between  South  Staffordshire  and  the 
principal  places  where  the  traffic  is  carried,  with 
the  exception  of  London.  The  canal  companies 
are  not  parties  to  the  South  Staffordshire  con- 
ference in  the  fixing  of  the  London  rates ; they 

0.54. 


Chairman — continued. 

cai’ry  at  such  rates  as  they  think  fit  and  profit- 
able to  themselves. 

14445.  Will  you  turn  to  Question  11180  in 
the  evidence  of  Mr.  Willsom  with  reference  to 
the  agreement  with  the  Burton  brewers,  and  tell 
us  wliat  you  propose  to  say  with  regard  to  that  ? 
— I have  handed  in  the  agreement,  and  my 
answer  to  Mr,  Willsom’s  evidence  practically  is 
the  substance  of  the  agreement. 

14446.  We  will  have  the  agreement  printed  in 
the  Appendix,  so  that  you  need  not  give  the 
Committee  the  details  of  it? — I think  that  ex- 
hausts all  I have  to  say  upon  that  question. 

14447.  Now,  with  reference  to  the  dispute  of 
Mr.  Evershed,  referred  to  at  Questions  1 1329  and 
11330,  what  have  you  to  say  ? — I do  not  think  it 
is  necessary  for  me  to  trouble  the  Committee 
with  the  merits  of  the  cases  unless  they  wish  it. 

Mr.  Barclay. 

14448.  Have  you  any  objection  to  the  conse- 
quences of  the  decision? — I think  that  the  de- 
cision of  the  Court  with  regard  to  the  cartage  of 
the  traffic  to  certain  places  where  the  Midland 
Kailway  Company  had  railway  communication, 
and  where  we  were  bound  to  cart,  was  in  re- 
striction of  competition,  because  the  decision  of 
the  Court  at  once  led  us  to  cease  carting  that 
particular  traffic,  and  the  parties  were  confined 
to  the  convenience  of  one  railway  instead  of 
having  two  railways  to  deal  with. 

14449.  That  case  was  not  decided  by  the  Rail- 
way Commissioners  only,  but  it  went  to  the 
House  of  Lords,  did  it  not? — Yes,  The  decision 
of  the  Railway  Commissioners  turned  upon  the 
allowance  for  loading  and  unloading, 

14450.  Was  it  before  the  Railway  Commis- 
sioners at  all  ? — There  were  two  cases,  one  before 
the  Railway  Commissioners,  in  which  we  allowed 
the  9d.  for  loading  and  unloading,  where  the 
sidings  were  within  the  breweries ; and  the  other 
case  was  before  the  law  courts  in  respect  of 
whether  it  was  an  undue  preference  to  cart  free 
to  and  from  the  premises  of  Truman,  Hanbury, 
and  others,  having  sidings  on  the  Midland  line. 
The  case  was  taken  to  the  House  of  Lords,  and 
being  decided  against  us,  we  discontinued  the 
cartage,  and  Messrs.  Evershed’s,  of  course,  were 
then  not  entitled  to  any  allowance,  and  do  not 
to-day  get  it. 

Chairman, 

14451.  No-w  to  go  to  Questions  1438  and  1439 
in  the  evidence  of  Mr.  Haydon,  the  Secretary  of 
the  Birmingham  Chamber  of  Commerce,  where 
he  gave  a Table  of  Rates  to  show  that  the  rates 
charged  by  the  railway  companies  for  hardware 
generally  from  Birmingham  to  otlier  towns  vary 
from  Is.  3 c/.  per  ton  jier  mile  to  d.  per  ton 
per  mile ; will  you  say  what  you  have  to  say 
upon  that  ? — Mr.  Haydon  has  fallen  into  a very 
common  error,  when  dealing  with  railway  rates, 
in  that  he  has  omitted  to  take  into  account  the  cost 
of  collection  and  delivery,  and  when  the  loading 
and  terminal  expenses  are  deducted  from  the  rate 
charged,  the  result  instead  of  being  v/hat  Mr. 
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Haydon  suggested  to  the  Committee,  works  out 
quite  differently.  In  his  calculations  he  had  left 
out  these  important  elements  in  making  the 
comparisons  between  the  mileage  rates  between 
the  different  places.  Now  there  is  another  ques- 
tion which  1 should  like  to  mention  to  the  Com- 
mittee (I  am  not  quite  sure  in  whose  evidence  it 
came  out)  with  regard  to  the  rate  for  iron  wire 
between  Belgium  and  Birmingham  ; 1 think  it 
was  alleged  that  the  railway  company  is  charging 
a less  rate  between  London  and  Birmingham  for 
foreign  ironwire  than  they  are  charging  for  iron- 
wire  made  in  the  Birmingham  district,  and  sent 
to  London.  I may  say  that  that  statement  is 
correct;  another  question  (this  was  raised  by 
Mr.  Hawkes’  evidence)  Avas  as  to  the  low  rate  at 
which  foreign  glass  is  conveyed  also  from  Belgium 
to  Birmingham.  Mr.  Hawkes  states  fairly  enough 
what  the  rates  are,  but  the  reason  for  this  Ioav 
rate  that  exists  has  arisen  in  this  way,  that  some 
10  years  ago  I,,  in  conjunction  with  some  others 
of  the  railway  companies,  when  I was  goods 
manager  of  the  London  and  North  Western  Rail- 
way Company,  arranged  an  international  tariff  of 
through  rates  between  the  Belgian  State  Rail- 
ways and  -all  the  principal  stations  in  England, 
applicable  by  way  of  London,  by  way  of  Hull, 
and  by  way  of  Gidmsby.  After  those  rates  had 
been  in  operation  a few  years  there  Avas  an  active 
competition  broke  out  betAveen  the  steamboat 
companies  tradinu  betAveen  London  and  AntAverp 
and  Grimsby  and  Elamburg,  by  Avhich  the  sea 
rates  were  considerably  reduced,  and  the  through 
rates  made  by  the  Belgian  Government  having 
been  made  inoperative,  Avere  afterwards  Avith- 
drawn,  and  noAv  there  is  not  only  a com|)etition 
betAV'cen  us  and  the  Great  Western  Railway 
Comjiany,  but  Ave  are  carrying  in  general  com- 
petition the  glass  and  iron-Avare  traffic  betAveen 
Belgium  and  Birmingham  and  other  toAvns  in  the 
kingdom.  If  an  arrangement  is  brought  about 
between  the  railway  companies  it  is  very  likely 
that  that  Avhich  has  been  complained  of  by  manu- 
facturers (not  by  consumers)  may  eventually 
be  put  in  a fairer  position  than  it  occupies 
at  present. 

IMr.  Samue/son. 

14452 . By  raising  the  rates  from  the  Continent, 
and  not  by  loAvering  the  English  rates  ? — Quite 
so,  by  raising  the  rates  from  the  Continent,  and 
not  by  loAvering  the  English  rates.  Then  I wish 
to  say  a Avord  Avith  regard  to  the  glass  manufac- 
ture. Mr.  Hawkes,  avIio  gave  very  valuable 
evidence  before  the  Committee,  is  not  a manufac- 
turer ; he  is  a very  large  looking-glass  manufac- 
turer, but  he  does  not  manufacture  the  glass.  I 
have  had  under  consideration,  Avith  tAvo  of  the 
largest  glass  manufacturers  in  the  kingdom,  viz.  : 
Messrs.  Chance,  of  Birmingham,  and  Messrs.  Pil- 
kington  and  Sons,  Avho  are  the  great  glass  manu- 
facturers ol' St.  Helen’s,  this  question  of  competi- 
tion Avith  the  foreigners,  as  it  is  called,  hlr. 
Pilkington,  who  Avent  closely  into  the  matter, 
attributes  the  active  foreign  competition  in  the 
English  market,  partly  to  the  rates,  and  partly 
to  the  fact  that  at  Charleroi,  in  Belgium,  where 
the  glass  is  made,  they  have  cheap  labour,  female 
labour,  and  no  trade  unions,  Avhich  is  one  of  the 


]\Ir.  Samuelson — continued, 
difficulties  that  Ave  have  to  contend  Avith.  I 
Avent  closely  into  the  rates  about  tAvo  years  ago, 
and  I think  I then  satisfied  Mr.  Chance,  Av?th 
whom  I inquired  carefully  into  the  question  of 
this  competition,  Avith  the  revised  list  of  rates 
I gave  him,  Avith  the  concurrence  of  all  the  other 
companies  concerned  ; and  if  Mr.  Pilkington  w'as 
not  quite  satisfied,  he  at  all  events  got  very  much 
lower  rates  than  he  had  previously  had,  to  enable 
him  to  compete  Avith  foreign  glass.  The  great 
place  of  consumption  for  foreign  glass  is  not  Bir- 
mingham cat  all.  The  total  quantity  that  Avas  im- 
ported into  the  kingdom  in  1878  Avas  about  31,600 
tons,  chiefly  of  common  glass  for  windows  and  so 
on,  of  Avhich  19,000  tonsAvere  sent  to  London  ; to 
Liverpool,  2,600;  to  Hull,  1,500;  to  Bristol,  in 
round  figures,  2,000  tons:  to  NcAA-castle,  961  tons; 
to  Goole,  177  tons;  to  Grimsby,  1,350  tons;  to 
Plymouth,  205  tons;  to  Leith,  459  tons;  to 
GlasgOAv,  1,476  tons;  to  Dublin,  1,362  tons;  and 
to  Belfast,  481  tons.  I have  given  them  in  round 
figures,  but  the  total  quantity  of  foreign  glass 
imported  Avas  31,673  tons. 

14453.  The  largest  importation  is  into  Lon- 
don ? — The  largest  importation  by  far  is  into 
London  ; that  is  on  account  of  the  very  cheap 
AvindoAV  glass  Avhich  is  being  put  into  all  these 
miles  of  new  streets  Avhich  are  being  built  every 
year,  and  are  being  built  apparently  in  the 
cheapest  possible  manner  ; the  keenest  compe- 
tition no  doubt  exists  for  these  matters  in  Lon- 
don. 

Mr.  Bolton. 

14454.  That  rate,  Avhatever  it  is,  is  a rate  by 
sea,  and  not  a rate  by  land  ? — It  is  a rate  by 
sea. 

Mr.  Samuelson. 

14455.  Are  those  manufacturers  satisfied  AAdth 
the  inland  rate  upon  the  foreign  manufactures 
beyond  London  ? — Mr.  Chance  bas  been  satisfied 
for  tAvo  years,  and  I have  not  heard  a AVord 
about  his  rates  since  I arranged  that  neAV  rate. 
Air.  Pilkington  is  rather  farther  off  from  London, 
though  he  is  doing  a very  large  business,  and  I 
haA^e  heard  him  grumble  a little  about  wanting 
loAver  rates  still;  but  I believe  that,  on  the  Avhole, 
the  glass  trade  is  very  fbirly  satisfied.  I see 
that  Air.  Chance  Avrote  to  me  iqAon  the  18th  of 
April  1878,  saying,  “I  am  pleased  to  learn  that 
you  liaA^e  got  the  rates  to  Liverpool  and  London 
reduced.”  So  I think  you  may  take  it  that  Air. 
Chance  is  perfectly  satisfied. 

14456.  Does  that  refer  to  the  cheaper  or  the 
more  expensive  kind  of  ghass  ? — Air.  Chance 
makes  the  more  expensive  quality  of  glass,  more 
especially  plate  glass. 

14457.  Therefore  the  fact  of  his  being  satisfied 
Avould  be  no  jiroof  that  those  Avho  have  to  com- 
pete Avith  the  Belgium  manufacturer  in  the  cheap 
kind  of  glass,  Avould  be  equally  satisfied  ? — I see 
that  some  of  these  rates  quoted  are  for  plate 
glass,  and  some  for  sheet  glass,  and  some  ap})lied 
to  the  common  kind,  so  that  the  revision  applies 
not  only  to  the  plate  glass,  but  to  the  cheap 
qualities. 


14458.  I do 


SELECT  COMMITTEE  OJS  RAILWAYS. 


715 


14  July  1881.]  Mr.  Findlay.  \ Continued. 


Mr.  Cross. 

14458.  I do  not  quite  understand  whether  the 
inward  rate  for  glass  is  the  same  as  the  outward 
rate;  I think  that  was  the  contention?  — I am 
just  informed  by  a\person  who  has  looked  at  the 
mtes,  tliat  the  rates  are  the  same  both  ways. 

Chairman. 

14459.  Now  I have  a question  or  two  to  ask 
you  upon  tlie  Board  of  Trade  report  on  your 
rates ; will  you  refer  on  i:)age  2 to  the  Table  of 
class  rates  charged  by  tlie  London  and  North 
Western  Railway  for  the  carriage  of  ooods;  first 
of  all,  how  is  it  the  cliarge  to  Boxmoor  is  less  than 
that  to  Watford  on  the  mineral  class,  whilst  it 
is  higher  on  the  special  class  ; is  that  difference 
merely  arbitrary? — I can  only  account  for  that  by 
saying  that  at  Boxmoor  there  is  to  a certain 
extent  competition  with  the  Grand  Junction 
Canal. 

14460.  And  there  would  be  no  competition  for 
the  special  class,  but  there  would  be  for  the 
mineral  class? — For  the  cheap  tilings  I have  no 
doubt  there  would  be  competition. 

14461.  There  is  a difference  in  the  charge  made 
for  mangold  wurtzel  between  the  same  places  of 
1 s.  2 d.,  while  the  difference  in  the  special  rate  is 
only  10  d.  ; you  will  see  a note  at  the  foot  of  that 
page  which  says,  “ 'I'he  rate  for  mangold  wurtzel 
and  swedes  from  Camden  Town  to  Watford,  in 
quantities  of  not  less  than  four  tons,  is  3 s.  4d.  s.  s. 
per  ton  to  Watford  and  4 s.  Q d.  s.  s.  per  ton  to 
Boxmoor  ” ? — That  charge  appears  to  have  been 
fixed  according  to  distance  without  any  reference 
to  there  being  competition  to  Boxmoor. 

14462.  You  will  not,  I daresay,  deny  that 
there  are  a great  many  anomalies  of  this  sort  in 
the  rate  books  ? — I do  not  deny  that  in  the 
least,  but  I may  say  at  once  that  when  you  con- 
sider the  number  of  rates  that  exist  upon  the 
London  and  North  Western  Railway  (I  am 
afraid  to  mention  the  number  of  millions  of  rates 
that  we  have ; we  have  a staff  of  upwards  of  30 
rate  clerks  in  the  goods  manager’s  office,  making 
rates  and  negociating  revisions  and  alterations  of 
rates,  both  with  the  public  and  also  with  the 
different  railway  companies),  it  will  not  be  sur- 
prising if  in  our  rate  books  you  find  rates  which 
do  appear  to  be  almost  inexplicable  ; yet  if  you 
refer  to  the  particular  causes  which  led  to  them, 
you  will  find  in  the  correspondence  or  the  cir- 
cumstances which  led  to  them,  facts  which  show 
that  they  were  fixed  as  between  the  railway 
companies  and  the  public  under  circumstances 
which  do  not  appear  upon  the  face  of  them.  I 
would  also  say  further  that  the  rates  in  the  rate 
books  are,  as  regards  many  of  them,  rates  which 
have  been  existing  for  the  last  20  or  30  years, 
and  it  will  be  necessary,  thongh  it  will  be  a very 
laborious  undertaking,  that  we  should  look  care- 
fully at  the  rates  which,  having  been  placed  many 
years  ago  in  the  books,  have  become  stereotyped 
rates,  probably  not  representing  a very  large 
amount  of  traffic,  but  yet  presenting  anomalies 
which  cannot  in  all  cases  be  explained.  I have 
no  doubt  that  our  attention  being  called  to  them, 
as  it  is  now  being  called  to  them,  will  ensure  our 
careful  attention  to  these  various  points  and  that 
we  shall  do  our  utmost  to  correct  anomalies  which 
do  in  some  cases  undoubtedly  exist. 
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14463.  Does  mangold  wurtzel  as  a fact  go 
from  Camden  Town  to  VYatford? — They  are  not 
grown  in  London,  but  it  is  not  unlikely  that 
they  come  from  the  districts  round  about  Lon- 
don, probably  from  Tilbury  and  Southend,  over 
the  local  railways,  and  then  are  sent  forward  at 
the  local  rates  to  Watford  or  to  Boxmoor. 

14464.  Will  you  look  at  the  last  two  columns, 
and  there  you  will  see  that  the  dilfei’ence  between 
the  dock  rates  to  Fenny  Stratford  for  consign- 
ments of  four  tons  and  consignments  of  20  tons 
is  a very  large  one ; there  is  a difference  of 
1 s.  3 0?.  per  ton  ; I suppose  that  is  owing,  more 
or  less,  to  the  difference  in  the  quantity  ; but  can 
you  justify  that  entirely  by  the  difference  in 
quantity  between  four  tons  and  20  tons ; the 
difference  being,  as  between  20  tons,  9 5.  2d. 
dock  rates  for  four  tons,  and  7 s.  1 1 <7.  dock  rates 
for  20  tons  ; the  dock  rate,  I imagine,  as  ex- 
plained in  the  note,  means  grain  collected  from 
ships  in  docks? — It  is  explained  in  this  way, 
that  those  two  rates,  the  9s.  2d.  rate,  which  is 
called  the  dock  rate,  upon  four-ton  lots,  and  the 
7 s.  11  d.  rate,  which  is  called  dock  rate  upon 
20-ton  lots,”  include  collection  in  the  River 
Thames,  or  in  the  docks,  and  if  the  grain  is  col- 
lected in  four-ton  lots,  we  have  to  pay  a minimum 
chai’ge  for  the  use  of  the  Thames  Steam  Tug 
Company’s  lighters.  If  a barge  is  sent  to  collect 
four  tons,  there  is  a special  extra  charge  made, 
because  there  are  certain  fixed  charges  made 
with  regard  to  the  expenses  for  lighterage.  If  it 
is  a 20-ton  lot,  then  it  comes  in  at  the  average  of 
barging,  and  the  difference  between  these  two 
rates  is  represented  not  by  the  cost  upon  the  rail- 
way, but  by  the  cost  of  collection  by  barge  upon 
the  river  or  from  the  docks. 

14465.  Is  that  difference  of  charge  for  lighter- 
age a difference  that  you  object  to,  or  that  you 
find  any  fault  with? — No,  we  have  a contract 
with  the  Thames  Steam  Tug  and  Lighterage 
Company  ; it  is  a charge  which,  I think,  is  per- 
fectly reasonable,  having  reference  to  the  difference 
in  weight,  which  has  to  be  collected  upon  the 
river.  To  send  a barge  to  collect  a four-ton  load 
is  of  course  a very  expensive  process. 

14466.  Why  should  ale  re-forwarded  from 
Camden  Town  be  charged  so  much  less  than 
other  ale  ; is  that  because  it  is  Burton  ale  ? — Yes. 

14467.  It  comes  under  the  Burton  agree- 
ment?— Yes,  I think  there  is  a clause  in  the 
Burton  agreement  which  makes  the  Burton  scale 
of  rates  applicable  to  ale  forwarded  from  the 
central  depot.  We  get  a double  carriage  upon 
it,  we  get  the  carriage  to  London ; and,  if  we 
send  it  thence  down  to  the  country  the  same 
mileage  scale,  whatever  it  is,  is  charged  upon  the 
second  forwarding. 

14468.  Will  you  give  me  an  explanation  of 
this.  If  you  look  at  the  third  class  column  you 
will  see  that  the  difference  of  rates  between 
Crick  and  Rugby  on  third  class  goods  is  5 s.  lOrf., 
but  on  the  fourth  class  you  will  find  that  the 
difference  between  the  two  stations  is  only  1 s.  8 
Now  Rugby  and  Crick  are  both  non-competitive 
stations,  how  do  you  explain  that  ? — I am 
afraid  I cannot  very  well  explain  that  at  the 
moment. 
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Mr.  Craig. 

14469.  Are  tliei’e  any  explanations  in  your 
rate  book  which  would  enable  the  ordinary 
trader  to  understand  it? — The  rate  book  would 
enable  the  trader  to  find  out  what  the  rate  is,  but 
I am  afraid  it  would  not  enable  the  trader  to 
ascertain  exactly  how  the  rate  is  compiled  ; still, 
he  is  entitled  to  call  upon  us  to  show'  how  much 
is  for  mileage  and  how  much  is  for  terminal 
services. 

14470.  But  I suppose,  as  the  rate  book  stands, 
the  trader  could  not  get  the  information  he 
thought  necessary? — Mot  from  the  rate  book; 
but  he  would  be  entitled  to  ask  how  much  is  the 
mileage  and  how  much  is  the  terminal. 

Chairman. 

14471.  HoAvever,  you  have  no  explanation  to 
give  of  that  ap[)arent  anomaly  which  I pointed 
out  to  you  ? — Mot  at  the  moment. 

14472.  How  can  the  company  afford  to  collect 
and  deliver  the  goods  to  the  rvorks  on  the  canal 
bank  at  Dudley  and  Birmingham  without  making 
any  extra  charge  ? — There  comes  in  of  course 
the  Cjuestion  of  canal  competition.  ]f  we  did  not 
collect  and  deliver  the  traffic  upon  the  banks  of 
the  canal  upon  the  same  terms  and  at  the  same 
rate  as  the  canal  company  charge,  of  course 
there  would  be  no  competition,  but  in  many  cases 
in  South  Staffordshire  we  have  large  canal 
basins,  and  Instead  of  collecting  by  cart  or  team 
w'e  deliver  the  traffic  by  railway  into  the  canal 
boats  and  deliver  at  the  w'orks  upon  the  banks  of 
the  canal  w'ith  our  own  boats. 

14473.  As  regards  this  Table  of  coal  rates  on 
page  10  of  the  Board  of  Trade  Ileport,  show- 
ing the  distance  and  the  charge  from  various  col- 
liery sidings  to  tlie  Chester  Station,  are  any  ter- 
minal charges  included  in  those  rates  ? — Being 
below  the  maximum,  of  course  there  -would  prac- 
tically be  no  terminal  charged.  Although  we 
have  the  power  to  charge  a 3 cf.  terminal,  it  is 
not  always  exercised.  In  all  these  cases  there 
would  be  no  terminal  charge. 

14474.  Now  I have  had  two  or  three  com- 
plaints from  correspondents  -which  I desire  to  ask 
you  about;  a correspondent  writes  to  me,  and 
says,  that  at  Brackley  station  a truck  of  coal  is 
charged  3 ci.  a ton  for  siding  rates,  and  1 d.  a ton 
for  w'eighing,  and  that  no  service  is  rendered  by 
the  company  for  those  charges  ; what  do  you  say 
in  answer  to  that  assertion  ? — I think  the  charge 
for  weighing  is  a reasonable  charge. 

14475.  That  is  to  say,  if  you  weigh? — I pre- 
sume we  do  weigh. 

Mr.  Barclay. 

14476.  That  would  be  one  of  the  services  in- 
cidental to  the  duty  of  a carrier,  -would  it  not? 
No,  I think  not ; 1 think  that  is  a separate  duty 
altogether.  Where  the  coal  is  -weighed  upon  the 
farmer’s  waggon  or  cart  for  the  iirformation  of  the 
farmer,  to  inibrm  him  whether  he  gets  the  proper 
weight  or  not ; that  is  a totally  difterent  thing 
from  the  dues  of  the  railway,,  and  a service' for 
which  he  ought  to  pay  a proper  charge. 

14477.  But  I ask,  is  it  a duty  incidental  to  the 
business  of  a carrier  ? — No,  it  is  not  at  all ; xve 


Mr.  .Barc/rty— continued, 
know  the  weight  that  rye  carry,  and  the  farmer 
desires  to  know  the  weight  he  is  receiving-. 

Chairman. 

14478.  My  correspondent  says  that  no  service 
is  rendered  for  this  charge;  can  you  explain  that? 
— I can  only  imagine  that  your  corresi)ondent, 
whoever  he  may  be,  is  not  a trader.  If  he  has 
not  a private  wharf  and  is  not  trading  at  the 
station  as  a general  trader,  but  is,  say,  a private 
gentleman  who  has  a truck  of  coal  consigned  for 
his  own  purposes,  then  we  do  make  that  extra 
charge  to  the  i)erson  who  is  not  a -R'harf  holder  of 
3 tf.  a ton,  as  an  equivalent  for  any  rent  that  we 
may  charge  to  the  wharf  holder ; it  is  a sort  of 
protection  to  the  wharf  holder. 

Mr.  Barclay, 

14479.  You  make  that  chai'ge  under  the  Act 
of  1877?— You  w'ill  find  that  such  districts  as 
Buckinghamshire  and  the  southern  district  where 
the  coal  rates  fall  within  our  maximum  power  of 
charging,  our  practice  is  to  let  the  coal  Avharves 
to  certain  traders,  and  to  charge  them,  instead  of 
3 c7.  a ton  (because  being  below  the  rate  it  cannot 
be  included  in  the  rate),  a fixed  rent  for  the 
wharves  ; while  to  a gentleman  who  does  not 
keep  a wharf  we  make  a charge  of  3 d,  a ton  for 
unloading  in  some  other  part  of  the  station  ; as 
to  whether  we  make  a charge, -ft'hether  or  not  the 
coal  is  passed  over  a machine,  I cannot  say;  but 
in  my  02)inion  a charge  only  ought  to  be  made  if 
the  service  is  performed. 

Chairman. 

14480.  Another  complaint  is  that  the  instruc- 
tion to  the  officials  is  to  charge  the  highest  rate 
when  the  character  of  the  goods  is  not  declared, 
although  the  character  of  the  goods  is  palpable  to 
everybody;  my  correspondent  states  that  he 
knows  a case  where  14  /.  was  charged  for  goods 
from  London  which  were  not  worth  30  s.  ? — I 
could  not  answer  such  a general  charge  as  that.” 

14481.  But  is  that  the  rule  ? — It  would  be  im- 
possible for  us  to  give  any  such  instructions  as 
that  to  our  station  agents.  The  only  instruc- 
tions which  a station  agent  gets  in  reference  to 
charges  is  contained  in  the  rate  book  and  the 
classification.  It  would  be  utterly  impossible 
for  us  to  discriminate  between  one  class  and  an- 
other, and  to  say  that  they  are  always  to  charge 
the  highest  rate.  We  could  not  give  such  an 
instruction,  and  -v\'e  would  not  do  it  either. 

14482.  You  charge  from  the  North  to  Willes- 
den  less  per  ton  than  to  Harrow,  W'illesden 
being  the  further  off ; is  that  explainable  ? — That 
is  perfectly  true.  I believe  that  to  certain  sta- 
tions north  of  Sudbury  or  Harrow,  we  charge  a 
higher  rate  than  w'e  do  to  London,  simply 
because  it  is  within  our  power,  and  we  can  get 
the  higher  rate  for  the  shorter  distance;  but 
there  being  greater  competition  to  London,  we 
have  to  take  the  competition  rate,  and  Willesden 
is  within  the  London  district. 

14483.  I have  here  a comjdaint  from  Winder- 
mere  that  your  company  do  not  cause  merchan- 
dise arriving  at  Windermere  by  goods  train  to  be 
delivered,  but  that  goods  are  delivered  at  a con- 
siderable additional  charge  above  the  raihvay 
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Chairman — continued. 

rates.  Tills  complaint  Is  from  the  English  Lake 
District  Association,  do  you  know  anything 
about  that? — I should  say  that  the  answer  to 
that  is  that  within  a certain  distance  of  Winder- 
mere,  whatever  that  distance  may  be,  we  have 
our  own  carts  and  teams,  and  deliver  free 
within  a reasonable  distance  of  the  station. 

14484.  My  correspondent  states  that  there  is 
an  additional  population  of  1,600  within  a mile- 
and-a-half  of  the  station,  who,  therefore,  are 
charged  an  additional  sum  for  delivery  beyond 
the  railway  rates  ? — But  that  is  consistent  with 
the  general  practice  not  only  of  Windermere  but 
everywhere  else.  There  is  a certain  radius  in 
which  we  do  deliver  free  in  every  important 
town  where  we  underkate  dellveiy ; beyond  that 
we  make  an  extra  charge,  and  beyond  that  we 
do  not  deliver  at  all,  but  simply  advise  our 
customers  that  their  goods  ai’e  waiting  at  our 
station  for  them  to  send  for. 

14485.  And  the  mile-and-a-half  would  be  the 
radius  that  you  take  ? — I think  a mile-and-a-half 
would  be  our  radius  at  Windermere. 

]\Ir.  6’  amuelson. 

14486.  I think  when  you  spoke  of  the  Bergisch 
Marklsch  Railway  in  Westphalia  having  been 
purchased  by  the  Prussian  Government,  you 
confounded  it  with  tw'O  other  railways  in  the 
same  district ; the  Rhenish  and  the  Coln-Minden 
Railways  which  have  been  purchased? — Proba- 
bly I might  have  done  so. 

14487.  The  Bergisch  Markisch  Railway  is  still 
in  the  hands  of  a company,  and  has  to  compete 
with  the  Government  railways ; although  the 
rates  are  lower  than  they  are  in  this  country, 
and  although  the  line  has  been  very  expensive 
in  construction,  it  is  paying  a fair  dividend  ; are 
you  aware  of  that  ? — 1 am  not  aware  of  the  divi- 
dend the  railway  is  paying ; I believe  it  is  a suc- 
cessful raihvay ; I passed  over  it  when  I was  in 
the  country. 

14488.  And  the  English  coalowners  have  to 
compete  with  coal  carried  over  that  railway  to 
some  of  the  German  and  Dutch  ports  ? — My 
object  in  mentioning  that  railway  was  this,  that 
the  effect  of  the  action  of  the  Prussian  Govern- 
ment, who  have  the  power  of  regulating  the 
rates  over  the  private  railways  as  well  as  the 
public  railways,  has  been  to  exclude  a very  large 
portion  of  English  coal  from  the  Germanmar  ket. 

14489.  That  you  would  consider  to  be  a reason 
in  favour  of  reducing  the  rates  upon  coal  upon 
the  English  railways  wherever  it  w'as  possible, 
would  you  not? — No,  I should  not. 

14490.  I think  you  have  stated  that  your  rates 
generally,  were  governed  by  the  question  of 
competition  ? — The  rates  within  our  own  country 
are,  of  course ; but  if  it  is  suggested  that  our 
rates  to  the  port  should  be  lowered,  to  enable  the 
coalowners  or  coal  traders  to  compete  in  foreign 
markets,  such  as  North  Germany,  Avhere  the 
Government  have  raised  the  rates  for  the  pur- 
pose of  excluding  English  coal,  I could  not  adopt 
that  suggestion  at  all. 

14491.  But  you  referi’ed  to  the  continental 
ralhvays  apparently  for  the  purpose  of  showing 
that  they  had  been  made  at  a less  cost,  and  that 

0.54. 


Mr.  Samuelson — continued, 
therefore  they  could  afford  to  carry  the  traffic 
more  cheaply? — No,  the  reason  that  I referred 
to  the  continental  railways  at  all  was  this : it 
had  been  suggested  before  this  Committee  that 
an  independent  tribunal  should  have  the  power 
and  authority  to  deal  •with  the  rates  and  the 
arrangements  of  the  carrying  business  of  the 
country ; and  what  I stated  was,  that  whilst  that 
system  existed  upon  the  Continent,  and  had  been 
quoted  as  an  instance  in  point,  yet  that  in  all 
those  instances  within  my  knowledge  the  rail- 
ways upon  the  Continent  had  been  constructed 
•wirli  a certain  amount  of  State  aid,  or  contribu- 
tions or  concessions,  or  certain  rights  which  those 
States  granted  in  aid  of  the  construction  of  those 
railways  orginally,  and  that  therefore,  and  pro- 
perly, they  retained  a certain  control,  and  that 
that  was  the  reason  why  the  Government  exer- 
cised conti’ol ; but  that  in  this  country,  as  the 
railways  have  received  no  State  assistance,  but 
have  been  constructed  entirely  by  private  enter- 
prise, it  would  be  a departure  from  the  principle 
which  has  guided  the  construction  of  railways 
here,  if  the  Railway  Commissioners  or  any  other 
tribunal,  should  have  the  power  of  interference 
in  the  railway  rates  and  charges. 

14492.  But  were  you  quite  correct  in  stating 
that  very  generally  the  continental  railways  have 
received  such  assistance  ; take,  for  instance,  these 
very  Westphalian  railways;  was  any  assistance 
given  to  them  by  the  Government  ? — I think, 
generally,  I am  correct  in  that  statement  I made  ; 
and  with  regard  to  the  action  of  the  Prussian 
Government  at  the  present  moment,  they  are 
gradually  buying  up  these  railways.  Many  of 
the  railways  in  Prussia,  in  Austria  (as  I know  of 
my  own  knowledge),  and  in  France,  have  been 
made  by  State  aid,  or  contributions  of  State 
money,  or  guarantees.  I do  not  deny  in  the  least 
that  in  certain  parts  of  the  Continent,  Southern 
Germany  and  other  places,  those  railw'ays  that 
you  mention  ha^  e been  constructed  by  private 
enterprise,  but  that  has  been  subject  to  this 
limitation,  that  the  State  has  always  retained  a 
certain  control  over  those  rates  and  charges. 

14493.  But  those  were  the  very  cases  wffiich 
were  brought  forward  as  instances  of  cheap 
traffic  for  comparison  with  similar  traffic  in  Eng- 
land ? — I did  not  make  a comparison  between  the 
rates  charged  upon  the  Bergisch  Markisch  and 
the  English  railways. 

14494.  You  did  not  intend  to  bring  that  for- 
w'ard  as  a reason  why  the  rates  might  be  higher 
in  England  than  upon  those  particular  railways  ? 
— I have  not  made  that  comparison.  The  only 
evidence  I have  read  upon  the  subject  is  the  evi- 
dence of  Mr.  Jeans,  who  is  tlie  secretary  of  the 
British  Iron  Association.  He  has  dealt  with 
some  tables,  which  are  Government  tables,  but 
he  has  dealt  with  a system  of  averages  and  com- 
parisons, ■which,  of  course,  are,  to  say  the  least, 
very  indefinite,  and  apt  to  mislead;  if  you  have  to 
compare  things  you  must  compare  things  which 
are  alike. 

14495.  I think  it  is  fair  to  acknowledge  that 
for  long  distances  these  tables  show  that  the 
English  rates  upon  iron-making  materials  will 
bear  a comparison  with  continental  rates  ? — I 
quite  think  so ; and,  moreover,  I am  not  sure 
4x3  that 
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Mr.  Samnehon — continued, 
that  it  came  fully  out  before  the  Committee 
in  the  case  of  Belgium,  and  some  of  the  other 
districts,  as  to  which  the  graduated  scales  adopted 
have  been  handed  in  to  the  Committee,  that  that 
graduated  scale  really  is  an  addition.  The  whole 
rate  in  each  particular  scale,  say,  of  50  miles, 
is  charged.  If  the  rate  for  the  first  50  miles 
is  1 d.  the  whole  penny  is  charged  ; and  if  it 
is  z d-  for  the  second  50  miles,  that  is  added 
to  the  first;  and  if  it  is  J <7.  for  the  next  50, 
that  is  added  to  the  other  two ; it  is  not  ^ d.  a 
ton  for  the  whole  distance. 

14496.  Will  you  explain  that  a little  further  ? 
— What  I mean  is  this,  that  if  you  take  a dis- 
tance on  the  foreign  scale  of  150  miles  at  | rZ., 
you  would  assume,  as  we  do  in  this  country,  that 
the  rate  for  the  150  miles  would  be  6.?.  3 r/.  per 
ton,  but  it  is  not  6 5.  3 d.,  it  is  based  u))on  the  ad- 
dition of  each  of  the  scales  together. 

14497.  You  do  not  mean  to  say  that  they 
would  charge  absolutely  as  much  for  51  miles  as 
they  would  for  100  ? — No,  I do  not  say  that. 

14498.  But  the  tables  put  in  by  Mr.  Jeans, 
are  founded  upon  the  average  of  rates  actually 
quoted,  therefore  that  error  could  not  have  arisen 
in  this  case  ? — I have  not  gone  closely  into  the 
comparison  which  Mr.  Jeans  has  made,  but  as 
far  as  my  knowledge  goes,  iron-making  materials 
in  this  country,  that  is  to  say,  the  Northampton- 
shire ore,  and  the  ironstone  from  Ulverston, 
which  we  are  carrying  from  Cumberland  into 
South  Staffordshire,  ai’e  conveyed  quite  as  cheaply 
as  the  continental  railways  convey  them.  The 
only  rate  I have  heard  a complaint  about  is  that 
from  North  Staffordshire  to  South  Staffordshire, 
which  is  a very  short  distance. 

14499.  I intended  to  convey  to  you  that  in  my 
opinion  the  rates  charged  in  England  for  iron- 
making  materials  are  very  fair,  and  that  there  is 
no  reason  to  complain  of  them  ; but  may  I ask 
you  whether  the  rates  for  pig  iron  and  rails  are 
not  very  much  higher  in  this  country  than  they 
are  in  the  north  of  France,  and  in  the  north  of 
Germany,  and  whether  the  possibility  of  modify- 
ing them  would  not  be  well  worthy  the  considera- 
tion of  traffic  managers  ? — 1 think  Mr.  Hewlett 
stated  in  his  evidence  that  he  intended,  although 
hitherto  he  had  not  done  it,  as  regards  the  Lan- 
cashire part  of  the  district,  to  make  some  repre- 
sentatio-n  to  us  as  to  a modification  of  the  rates 
on  iron-making  materials ; we  have  had  no  such 
representation,  as  far  as  I know,  for  many  years 
from  any  large  trader  ; but  if  Mr.  Hewlett  comes 
and  lays  a good  case  before  us,  I daresay  it  will 
be  carefully  considered. 

14500.  Have  you  read  the  Sheffield  case  ? — 
That  case  will  be  dealt  with  by  the  managers  of 
other  railway  companies  whom  it  more  directly 
concerns. 

14501.  Still  you  are  Interested  in  that  district? 
— We  have  an  interest  in  Sheffield,  but  I would 
say,  with  regard  to  Sheffield,  that  Sheffield  is 
dependent  upon  its  steel  for  manufacturing  pur- 
poses, whether  for  cutlery  or  for  making  into 
steel  rails,  and  for  its  pig  iron,  upon  some  other 
placcs  where  it  is  made.  I think  I am  correct  in 
saying  that  there  is  not  a single  blast  fnrnace  in 
Sheffield ; they  have  to  buy  their  hematite  from 
elesewhere,  and  they  have  accordingly  a second 


Mr.  Samuelson — continued, 
carriage  to  pay  upon  it,  thereby  placing  them  at 
a disadvantage  as  compared  with  Middlesborough, 
who  have  not  a second  carriage  to  pay. 

14502.  It  was  suggested  by  an  honourable 
Member  that  the  bridges  and  earthwork  of  the 
Northern  of  France  Railway  were  provided  by 
the  Government ; was  it  not  the  case  that  they 
were  repurchased  by  the  company  ? — I think  it 
was  Sir  Daniel  Gooch  who  suggested  that,  and 
there  is  no  doubt  that  in  the  early  days  of  rail- 
way enterprise  in  France  it  did  not  make  the 
same  strides  tliat  it  has  done  in  this  country. 
With  regard  to  the  Northern  of  lYance,  the 
section  from  Baris  to  Lisle  was  constructed,  as 
regarded  earthworks,  bridges,  and  stations,  by 
the  Government,  and  was  leased  to  the  company, 
afterwards  known  by  the  name  of  the  Northern 
of  France,  but  they  afterwards  paid  the  Govern- 
ment for  those  works. 

14503.  Now  with  respect  to  terminals,  you 
spoke  of  the  terminal  charges  in  Germany,  and 
you  stated  that  they  were  from  1 d.  to  9 d.  per 
ton  ? — Yes,  I gave  certain  evidence  upon  that 
point. 

14504.  You  also  stated  that  you  concurred 
with  Mr.  Grierson  in  his  suggestion  that  the  rate 
of  1 s.  6 d.  per  ton  should  be  accepted  in  this 
country? — That  it  should  form  the  basis  of 
arrangement. 

14505.  That  being  from  100  to  150  per  cent, 
in  excess  of  the  terminals  in  other  countries  ? — 
Yes  ; I have  no  hesitation  in  saying  that,  whilst 
the  terminal  charges  ai’e  fixed  both  in  Prussia, 
Austria,  ard  France  (I  merely  mention  these 
cases  as  showing  that  the  principle  of  the  ter- 
minal charge  was  admitted),  the  cost  of  our 
terminal  service,  and  the  way  in  which  we  per- 
form that  terminal  service,  is  much  more  costly 
than  it  is  in  those  countries. 

14506.  Costly  in  what  respect? — I think  I 
stated  to  the  Committee  that  the  actu:il  cost  of 
handling  the  goods,  irrespective  of  clerkage,  or 
any  charge  whatever  for  providing  station 
accommodation,  was  9 J.  a ton  at  each  end,  and 
that  is  more  than  is  allowed  in  Germany,  if  I 
recollect  the  figures,  for  the  terminal  services 
altogether. 

14507.  And  you  attribute  that  to  the  great 
speed  at  which  your  terminal  service  is  per- 
formed ? — That  is  one  of  the  causes. 

14508.  Does  not  the  necessity  for  that  speed 
arise  in  a great  measure  from  the  great  accumu- 
lation of  traffic  that  you  have  in  this  country? — 
I do  not  adopt  the  word  “ accumulation,”  unless 
you  mean  the  volume  of  the  traffic. 

14509-  In  point  of  fact,  this  great  cost  to  some 
extent  arises,  does  it  not,  from  the  limited  accom- 
modation you  have  for  the  enormous  traffic  you 
have  to  carry  ? — I do  not  adopt  that  at  all.  In 
the  earlier  part  of  my  evidence  this  morning  I 
endeavoured  to  explain  to  the  Committee  that 
the  necessity  of  the  speed  has  arisen  from  the 
total  change  of  circumstances  under  which  the 
traffic  of  the  country  is  now  carried  on,  and  the 
fact  that,  whereas  in  the  old  days  merchants, 
traders,  and  shopkeepers  used  to  keep  stocks  to 
meet  the  requirements  of  their  customers,  they 
are  now  practically  living  from  hand  to  mouth, 
and  the  railway  companies  are  now  called  upon 
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Mr.  Samuelson — continued, 
to  perforin  those  services,  to  meet  the  altered 
circumstances  of  the  trade. 

14510.  I also  heard  you  say  that  that  system 
was  encouraged  to  some  extent  b}'-  the  compe- 
tition of  the  railway  companies  amongst  them- 
selves ? — That  was  so. 

14511.  Now  I will  ask  you  what  would  be  tlie 
effect  if  instead  of  competing  as  to  speed,  and 
agreeing  as  to  rates,  the  railway  company  were 
to  adopt  the  opposite  course  of  agreeing  as  to 
speed  and  competing  as  to  rates  ? — Then  probably 
the  question  would  arise  as  to  what  I have  heard 
a good  deal  of  during  my  experience,  and  also  in 
this  room,  that  the  public  would  not  be  equally 
treated ; if  you  were  a large  ironmaster,  say, 
either  in  Mlddlesborough  or  Staffordshire,  as  the 
case  might  be,  and  your  works  were  situated 
upon  the  Great  Western,  and  another  work  was 
situated  upon  the  North  Western,  you  would  be 
very  unhappy  indeed  if  you  found  that  there 
was  no  agreement  for  rates,  and  that  your  com- 
petitor was  getting  his  traffic  carried  at  6 rf.  a 
ton  cheaper  than  you  were  ; the  effect  of  agree- 
ment as  to  rates  is  to  put  all  upon  an  equality  as 
to  the  rates  and  treatment. 

14512.  Then  I must  put  it  to  you  as  I did 
to  Mr.  Grierson,  that  you  would  say  that  a rail- 
way company  must  be  looked  upon  as  a kind  of 
special  providence  to  correct  the  natural  inequali- 
ties to  which  traders  might  otherwise  be  subject  ? 
— That  is  the  way  you  put  it,  but  I do  not  adopt 
that  suggestion  at  all ; what  I say  is,  that  we  are 
commercial  men,  and  we  carry  on  our  business 
in  a common  sense  commercial  kind  of  way,  and 
within  the  power  Parliament  has  given  us ; to 
the  extent  of  treating  everybody  alike  we  may 
be  called  a ‘‘  Providence,”  but  I do  not  use  the 
word  myself. 

14513.  To  that  extent  you  would  correct  ine- 
qualities as  between  works  situated  upon  different 
lines  of  railway? — You  asked  me  what  would  be 
the  effect  of  competing  as  to  rates,  and  agreeing 
as  to  speed,  and  to  that  I replied  that  there  would 
then  be  inequality  as  between  people  placed  in 
exactly  similar  circumstances. 

14514.  And  that  inequality  you  prevent  by 
agreement  amongst  youi'selves? — Yes,  as  all  the 
various  classes  of  business  people  that  I know 
of,  ironmasters  and  shipowners,  agree  amongst 
themselves. 

14515.  Neither  the  ironmasters  nor  the  ship- 
owners have  any  special  privileges  assigned  to 
them  by  Parliament? — So  long  as  we  keep 
within  the  privileges  that  we  have  been  granted, 
I think  we  may  be  taken  as  trading  fairly. 

14516.  I see  you  mentioned  the  great  increase 
in  the  cost  to  the  railway  company,  in  conse- 
quence of  the  introduction  of  the  block  system  ; 
have  you  set  against  that  the  saving  in  compen- 
sation to  railway  passengers  for  injuries  avoided 
by  the  superior  safety  of  the  block  system  ? — I 
have,  but  the  one  has  considerably  overbalanced 
the  other  ; that  is  to  say  the  expenditure  upon 
what  I call  safety  appliances,  has  far  exceeded 
what  we  previously  expended  in  compensation ; 
still  it  is  money  well  spent.  If  by  spending 
double  the  amount  we  could  attain  the  result  of 
complete  safety  to  the  public  using  our  railway, 
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it  would  be  advantageous  to  us,  because  the 
public  like  to  have  a service  well  performed,  and 
to  use  a railway  believed  to  be  free  from  pre- 
ventable accidents.  We  shall  never  be  entirely 
free  from  accident,  but  the  more  we  diminish  our 
liability  to  accident  the  more  we  increase  the 
popularity  of  the  route. 

14517.  You  get  the  benefit  in  two  ways;  in 
the  first  place  diminishing  the  claims  for  com- 
pensation, and  in  the  second  place  encouraging 
confidence  in  travelling  by  your  route? — We 
shall  no  doubt  in  the  end  pay  less  for  compen- 
sation, and  in  the  meantime,  no  doubt,  freedom 
from  accident  does  make  a railway  populai’. 

14518.  You  stated,  in  answer  to  Question 
14230,  that  traffic  was  carried  on  not  only  more 
expeditiously  and  better,  but  more  cheaply  in 
this  country  than  on  the  continent ; would  you 
be  prepared  to  show  that  that  is  so  by  a compari- 
son of  the  rates  ? — I think  I gave  some  instances 
of  comparative  rates ; I did  not  go  largely  into 
that  point,  but  speaking  from  my  own  experience 
I should  be  glad  to  give  you  the  comparative 
rates  between  places  of  like  distance  at  home  and 
abroad. 

14519.  Leaving  the  excess  of  speed  out  of 
account,  and  giving  instances  of  the  rates  by  the 
petite  vitesse  against  English  rates  ? — I could 
do  that. 

14520.  Now  let  me  refer  you  to  the  recom- 
mendation of  the  memorial  of  the  Mining  Asso- 
ciation of  Great  Britain,  that  the  public  should 
have  a right  to  demand  through  rates ; I would 
ask  you  Avhether  that  suggestion  does  not  arise 
from  two  causes  ; in  the  first  instance,  from  cer- 
tain railways  imposing  what  has  been  called  a 
toll  bar,  and  thereby  very  much  increasing  the 
dues,  or  perhaps  altogether  preventing  the  traffic; 
and  in  the  second  place,  in  certain  instances  from 
the  railway  companies  receiving  the  goods  having 
refused  altogether  to  quote  through  rates  of  any 
kind  for  certain  descriptions  of  goods? — Taking 
the  last  first,  I should  be  glad  if  you  would  give 
me  instances  where  the  railway  companies  have 
refused  to  quote  through  rates  one  with  another; 
because  speaking  for  one  of  the  largest  com- 
panies, and  working  as  we  do  in  active  competi- 
tion with  the  Great  Western,  the  Midland,  and 
the  Great  Northern  Companies,  I can  only  say 
that  we  never  have  the  slightest  difficulty  in 
arranging  a through  rate  with  any  of  the  large 
companies  who  are  competing  with  us.  We 
meet  them  constantly,  and  we  settle  through  rates 
with  them.  With  the  Great  Western  we  have 
agreements  ; with  the  Great  Northern  and  the 
Midland  Companies  we  have  no  agreement,  but 
it  is  just  as  easy  to  make  a through  rate  whether 
we  have  an  agreement  or  not,  therefore  my  first 
answer  is,  that  I should  be  very  glad  if  you 
would  give  me  instances  in  which  railway  com- 
panies refused  to  make  through  rates  ; and, 
secondly,  I state  that  according  to  my  experi- 
ence, which  is  considerable,  I do  not  think  such 
a thing  could  happen.  Then  with  reference  to 
toll  bars,  the  only  toll  bar  I know  is  the  short- 
distance  clause  of  six  miles  ; it  may  be  that  where 
traffic  is  passing  short  distances  over  two  lines  of 
railway,  each  company  requires  for  its  short  dis- 
tance the  special  payment,  but  that  is  what  they 

4x4  are 


720 


MINUTES  OF  EVIDENCE  TAKEN  BEFORE  THE 


14  July  1881.]  Mr.  Findlay.  \^Continued. 


]\Ir.  Samuelson — cor.tinued. 
are  entitled  to  by  the  Act,  and  even  that  is  not 
ahvays  enforced ; in  many  cases,  it  is  waived  in 
favour  of  the  trader. 

14521.  I do  not  know  whether  your  attention 
has  been  called  to  a letter  from  Mr.  Charles 
Markham,  in  which  he  makes  that  a very  strong 
ground? — I know  Mr.  Charles  Markham  ex- 
ceedingly well,  and  his  trade  and  business.  He 
has  been  talking  about  toll  bars  for  20  years, 
but  he  has  never  pointed  them  out  to  me;  and  I 
will  undertake  to  say  that,  as  manager  of  the 
Staveley  Iron  Works,  wliich  are  very  large,  ho 
has  never  found  any  toll  bars.  He  came  to  me 
some  years  ago  for  a special  rate  for  some  large 
cast-iron  pipes,  which  could  be  more  easily  carted 
from  our  station  than  from  the  Midland;  and  we 
at  once  arranged  a rate  with  the  Midland  to  cart 
them  to  Kensington  and  Chelsea,  and  everywhere 
else  where  they  were  required.  His  notion  about 
toll  bars  is  all  imaginary. 

14522.  I think  you  will  find  that  it  is  not 
altogether  imaginary,  and  that  it  applies  to 
minerals? — I know  Mr.  Markham  as  a director  of 
the  Tredegar  Iron  M'orks,  which  are  situated  upon 
our  railway  in  South  Wales,  and  I say  I have 
never  had  a complaint  from  Mr.  Markham  either 
directly  or  indirectly  upon  the  subject  of  toll 
bars.  Of  course,  a single  letter  like  that  pro- 
duces a certain  impression  upon  the  minds  of  the 
Committee  ; but  1 think  that  if  Mr.  Markham 
had  come  here  and  undergone  cross-examination 
at  the  hands  of  the  Committee,  his  toll  bars  would 
have  been  found  to  be  where  they  are,  and  always 
have  been,  in  his  imagination. 

Mr.  Barclay. 

14523.  The  question  of  the  legal  charge,  of 
course,  depends  very  much  upon  the  question  of 
whether  you  are  entitled  to  charge  terminals 
upon  goods? — As  an  abstract  question  I should 
say  yes  to  that,  of  course. 

14624.  Do  you  consider  that  you  are  entitled 
to  charge  terminals  on  passengers  in  addition  to 
the  maximum  rate  ? — No,  we  make  no  terminal 
charge  for  passengers. 

14525.  But  are  you  legally  entitled  to  make  a 
charge  against  passengers,  if  you  thought  proper, 
in  addition  to  the  maximum  mileage  rates  ? — I 
think  not,  unless  the  power  was  conferred  upon 
us  by  some  special  clause  in  our  Act ; I do  not 
think  that  we  are  entitled  to  make  any  additional 
charge  for  passengers. 

14526.  You  have  built  for  the  passengers  very 
expensive  stations,  as  well  as  for  the  goods? — 
Yes,  but  not  so  expensive  as  for  the  goods. 

14527.  Have  not  the  passenger  stations  cost  as 
much  as  the  goods  stations  ? — No. 

14528.  Not  as  a general  rule? — As  a general 
rule  passenger  stations  are  not  so  costly  as  goods 
stations. 

14529.  What  services  do  you  perform  in  re- 
spect of  the  goods,  which  you  do  not  perform,  in 
some  degree,  in  respect  of  passengers  ? — We  do 
not  load  and  unload  them  for  instance. 

14530.  Is  there  anything  else ; you  load  and 
unload  their  luggage? — We  do  not  find  cranes  to 
lift  them  in  and  out,  and  we  do  not  cart  them  to 
and  from  the  stations. 
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14531.  In  respect  to  loading  and  unloading, 
cartage,  collection,  and  deliverjq  you  are  spe- 
cially authorised  to  charge  for  goods  under  the 
clauses  of  your  Act? — Yes,  and  we  think  we  are 
specially  authorised  to  charge  for  the  covering 
and  the  warehouse  room,  and  the  terminal  accom- 
modation, that  we  provide  for  the  goods. 

14532.  You  would  consider  you  were  en- 
titled to  make  a special  charge  for  warehousing 
goods,  under  that  part  of  the  clause  reciting  the 
services  incidental  to  the  business  of  a carrier  ? 
— I think  further  than  that,  that  as  w'arehouse- 
inen,  if  we  give  the  public  a reasonable  time  to 
remove  their  goods,  and  they  are  not  removed 
within  that  reasonable  time,  which  is  generally 
taken  to  be  about  48  hours,  that  after  that  we 
are  generally  held  under  the  law,  quite  apart 
from  any  question  of  special  clause,  entitled  to 
charge  a reasonable  sum  for  the  warehousing  of 
the  goods  when  the  railway  transit  of  the  goods 
has  terminated. 

14533.  I want  you  to  point  out  the  precise 
difference  that  exists  between  the  terminal 
services  upon  passengers  and  goods,  other  than 
those  upon  which  you  are  authorised  to  charge  ? 
— I think  you  are  asking  me  to  compare  two 
things  which  are  not  analogous  in  the  least  de- 
gree ; they  are  neither  analogous  with  regard  to 
the  mode  in  which  the  business  is  carried  on,  nor 
analogous  with  respect  to  the  power  under  the 
company’s  special  Act. 

14534.  Would  you  turn  to  the  Act  of  1846, 
and  refer  the  Committee  to  the  difference  in  the 
language  respecting  the  maximum  rates  applic- 
able to  passengers,  and  the  maximum  rates  ap- 
plicable to  goods? — “ The  maximum  rate  of 
charge  to  be  made  by  the  company  for  the  con- 
veyance of  passengers  along  the  said  railway,  in- 
cluding the  tolls  for  the  use  of  the  railway,  and 
of  cari’iages  and  for  locomotive  power,  and  every 
expense  incidental  to  such  conveyance  as  afore- 
said, exce])t  Government  duty,  shall  not  exceed 
the  following  sums,  that  is  to  say.”  Then  with 
regard  to  the  conveyance  of  goods,  “ the  maxi- 
mum rate  of  charge  to  be  made  by  the  company 
for  the  coin’eyaiice  along  the  railway,  including 
tolls  for  the  use  of  the  railway,  and  waggons  or 
trucks,  and  locomotive  power,  and  every  expense 
incidental  to  such  conveyance,  except  a reason- 
able sum  for  the  loading,  covering,  and  unloading 
of  goods,  and  for  delivery  and  collection,  and  any 
other  service  incidental  to  the  business  of  a 
carrier,  where  such  service  is  performed  by  the 
company,  shall  not  execeed,”  and  so  on. 

14535.  The  only  difterence  between  the  two 
clauses  is  in  that  last  part  of  the  terminal  clause, 
which  authorises  you  to  charge  for  services  inci- 
dental to  the  business  of  a carrier? — There  is  a 
substantial  difference  between  the  tivo  clauses, 
one  affecting  the  conveyance  of  passengers,  and 
the  other  affecting  the  conveyance  of  goods. 

14536.  I wish  you  to  point  out  the  difference  ? 
The  one  allows  a special  charge  for  warehousing, 
covering,  loading,  and  unloading,  and  any  other 
services  incidental  to  the  business  of  a carrier, 
while  the  other  does  not  include  those  words. 

14537.  Your  contention  as  I understand  is, 
that  that  part  of  the  clause  authorizing  you  to 
charge  for  services  incidental  to  the  business  of 
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a carrier,  authorizes  you  to  charge  for  services 
within  the  station  ? — 1 say  that  within  the  clause 
we  contend  that  we  have  power  to  charge  a ter- 
minal such  as  we  now  charge  to  the  public,  for 
the  performance  of  the  services  of  providing  the 
station,  loading  and  unloading,  and  all  the  other 
sei’vices  incidental  to  the  business  of  a carrier ; 
but  if  you  ask  me  to  argue  with  reference  to 
what  is  the  proper  legal  construction  of  that 
clause,  you  will  get  it  from  a better  authority 
than  I,  because  my  opinion  upon  the  matter  is 
worth  nothing  further  than  this,  that  I say  we 
believe  that  that  clause  confers  the  power.  We 
say,  further,  that  that  view  has  been  acquiesced 
in  by  Parliament  for  the  last  20  years  or  more, 
and  that  if  it  were  seriously  challenged  in  any 
court  of  law,  we  should  feel  it  our  duty  not  to 
take  the  opinion  of  any  particualar  counsel  who 
might  give  an  opinion  upon  an  ex  parte  case, 
either  on  the  one  side  or  on  the  other,  but  we 
should  feel  it  a matter  of  duty  to  take  the  ques- 
tion to  the  decision  of  the  highest  tribunal ; then 
if  we  failed  there,  I think  we  should  have  a fair 
case  to  come  to  Parliament,  and  say,  we  do  per- 
form these  services,  and  are  entitled  to  a reason- 
able charge  for  them ; and  then  if  Parliament 
has  not  given  us  the  power  already,  I think 
Parliament  would  give  us  the  power  upon  the 
case  we  should  put  before  it,  showing  that  we 
were  reasonably  entitled  to  this  charge. 

14538.  Was  not  the  question  raised  in  the  case 
of  I Yens  V.  The  London  and  North  W estern 
Railway  Company  ? — Ivens’s  case,  as  far  as  I 
recollect,  was  a case  of  timber  loading,  in  which 
Mr.  Ivens  objected  to  certain  charges  and  to  cer- 
tain loading  charges. 

14539.  Mr.  Ivens  called  upon  you  first  to 
separate  your  terminal  from  your  mileage 
charge  ? — And  I presume  we  did,  because  the 
charges  are  quoted  in  the  case  which  he 
brought  before  the  Railway  Commissioners, 
and  which,  however,  was  not  heard ; but  as  part 
of  a general  settlement  with  Mr.  Ivens  (we  did 
make  a settlement  with  him),  he  agreed  to  a 
charge  for  loading  and  unloading,  and  a small 
charge  for  the  services  of  the  station.  Then, 
looking  to  the  fact  that  the  timber  trade  is  carried 
by  measurement  weight,  and  that  we  were  carry- 
ing for  Mr.  Ivens  something  like  30  cwt.  for 
every  ton,  and  that  it  was  unreasonable  that  we 
should  carry  this  long  timber  at  the  charges  that 
were  fixed  in  our  Act,  we  came  to  Parliament 
and  got  a clause  entitling  us  to  make  any  charge 
that  we  thought  fit  for  any  article  such  as  Mr. 
Ivens’s  timber,  long  clumsy  oak  and  larch,  which 
occupied  more  than  one  waggon  ; such  traffic  is 
very  dangerous  to  carry,  and  on  coming  to  Par- 
liament, as  I say,  we  got  special  power  to  make 
any  charge  for  it  we  thought  fit, 

14540.  Did  Parliament  give  you  the  power  to 
make  a terminal  against  that  timber,  such  as  you 
made  in  the  case  of  Mr.  Ivens,  Avhen  you  were 
called  upon  to  separate  the  terminal  from  the 
mileage? — That  Avas  not  the  case  that  Ave  laid 
before  Parliament.  We  agreed  with  Mr.  Ivens, 
and  he  paid  us  a sum  for  the  carrying  of  it.  I. 
knoAV  something  of  the  timber  trade,  because  in 
my  early  days  1 Avas  manager  of  the  Shrewsbury 
and  Hereford  Railway,  and  Ave  had  a clause  in 
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the  Shrewsbury  and  Hereford  Act,  which  is  now 
vested  partly  in  the  Great  Western  Company 
and  partly  in  ourselves,  and  upon  making  an 
application  to  Parliament,  and  rejrresenting  the 
case  to  Lord  Redesdale,  Ave  got  that  clause  in- 
serted in  the  London  and  North  Western  Act, 
and  Ave  are  now  entitled  to  make  any  charge  we 
think  fit  for  this  particular  description  of  traffic. 

14541.  In  respeci  of  mileage  rates  or  of  termi- 
nals ? — We  are  not  limited  in  respect  either  of 
mileage  rates  or  of  terminals.  I should  be  glad 
to  get  rid  of  the  carriage  of  round  timber  if  I 
could,  because  it  is  very  dangerous  stuff  to  carry, 
and  we  are  carrying  noAv  about  30  cwt.  of  it  to 
the  ton. 

14542.  Are  there  not  certain  duties  Avhich  you 
perform  outside  your  station  which  are  incidental 
to  your  duties  as  carriers,  such  for  example  as 
storing  ? — Not  storing  ; as  regards  storing,  I main- 
tain that  as  Avarehousemen,  we  are  entitled  to 
make  any  charge,  Avhen  our  business  of  carriers 
has  terminated.  With  regard  to  the  business  of 
carriers,  I think  that  Avould  include  cartage  and 
delivery,  loading  and  unloading,  a fair  rent  for 
the  provision  of  station  accommodation,  and  a 
profit  upon  all  those  particular  transactions. 

14543.  And  you  act  also  as  forAvarding  agents 
for  goods  in  certain  cases,  do  you  not  ? — I think 
not. 

14544.  For  instance,  in  handing  OA'cr  goods  for 
shipment,  to  the  shipping  agents  ? — In  Liverpool 
we  act  as  custom  house  agents,  and  clear  the  bills 
of  lading  upon  American  produce  brought  into 
Liverpool,  and,  perhaps,  to  a great  extent  Ave 
may  act  as  continental  agents  in  connection 
with  the  continental  trade.  I think  in  this 
champagne  trade  which  I mentioned,  Ave  act  as 
forwarding  agents. 

14545.  Are  not  those  the  services  incidental  to 
the  business  of  a carrier  referred  to  in  the  clause 
of  the  Act? — I should  not  limit  them  in  the  Avay 
that  you  suggest. 

14546.  Can  you  tell  the  Committee  the  mile- 
age of  loaded  trains  upon  your  line,  apart  from 
the  empty  return  coal  trains? — I could  not  sepa- 
rate them,  unless  you  gave  me  time.  I might 
prepare  a Return  to  shoAv  that,  but  I could  not 
separate  them  noAv. 

14547.  Do  you  think  this  statement  which 
you  gave  about  the  average  train-load  out  of 
London,  represents  a fair  average  of  the  train 
loads  upon  your  system? — Yes,  I should  say  so, 
speaking  from  previous  inquiry  which  I made 
upon  the  subject,  Avhen  I had  an  opportunity  of 
taking  some  of  the  other  stations,  namely,  Liver- 
pool, Manchester,  Bolton,  and  Birmingham,  that 
is  five  or  six  years  ago,  and  it  then  Avorked  out, 
taking  the  other  stations,  as  not  more  than 
35  cwt.  to  the  Avaggon  on  the  average ; and  the 
Return,  I think,  I mentioned  to  the  Committee 
at  Camden  was  about  1 ton  13  cwt. 

14548.  Then  I presume  that  the  great  bulk  of 
the  goods  out  of  London  are  a high  class  of 
goods? — They  would  be  of  every  class,  I sup- 
pose. 

14549.  The  average  rate  of  1^  <7.  a ton  a mile 
upon  those  goods  would  bring  up  your  average 
earning  per  mile?  — Our  earnings,  I think,  are 
about  G s.  3 d.  a ton. 
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14550.  It  is  more,  is  it  not;  is  it  not  81c?. 
upon  goods  and  minerals  ? — I cannot  adojit  your 
figure,  because  I have  before  me  a return  of  the 
earnings  per  mile  for  the  year  ending  ,31st  De- 
cember 1880,  and  there  I have  the  average  earning 
per  goods  train  mile  at  65.  ; that  is  78  d. 

14551.  The  Board  of  Trade  returns  for  1879 
show  the  earnings  per  train  mile  for  the  goods 
and  minerals  combined  at  8T3i/.  ? — That  return 
would  be  correct,  because  I see  that  for  1879 
the  figure  is  6 s.  10  d. 

14552.  What  occurs  to  me  in  connection  with 
these  figures  you  give  is,  that  if  we  are  to  assume 
that  that  was  the  average  train  load  out  of  Lon- 
don, an  average  rate  of  Ig  cf.  a ton  a mile  on  the 
goods  carried  would  be  your  averaoe  return  per 
train  mile? — Very  nearly;  assuming  \hd.  upon 
56  tons,  it  would  bring  it  up  to  about  the  average 
mileage. 

14553.  Are  you  acquainted  with  the  statistics 
of  Indian  railways  which  were  mentioned  here 
the  other  day  — No,  I have  not  any  particular 
knowledge  with  regard  to  Indian  railways  be- 
yond this,  that  I should  think  there  is  no  fair 
comparison  to  be  drawn  between  English  rail- 
ways and  Indian  railways. 

14554.  I am  speaking  merely  with  respect  to 
the  statistics,  and  wish  to  have  your  o])inion 
whether  they  would  be  useful  to  aid  in  the 
management  of  a railway,  or  whether  it  would  be 
for  the  public  advantage  to  have  similar  statistics 
for  this  country  ? — I must  first  know  what  they 
are,  because  my  attention  has  not  been  directed 
to  them. 

14555.  One  important  point  was  the  work  done 
by  the  railw’ay  during  the  year,  showing  the 
number  of  hms  carried  one  mile  over  the  system  ? 
— No  doubt  it  could  be  done,  but  it  would  be  a 
complicated  thing  to  do,  and  would  be  of  no 
practical  service  when  it  was  done. 

14556.  Would  it  not  show  you  the  work  the 
railway  had  done  in  the  year? — Not  at  all.  You 
come  then  to  the  princijile  of  averages.  There  is 
a very  intelligent  gentleman  Avho  is  a member  of 
the  Institute  of  Civil  Engineers  who  has  dis- 
cussed that  point  until  we  are  tired  of  it,  and  has 
written  many  interesting  accounts  in  one  of  the 
magazines  as  to  the  advisability  of  it,  and  has 
gone  to  a great  deal  of  trouble  to  show  that  cer- 
tain traffics  carried  by  railways  are  unprofitable ; 
but  it  is  all  theory ; there  is  nothing  in  it, 

14557.  Are  you  aware  that  statistics  are  pre- 
pared with  respect  to  some  of  the  most  im- 
portant railways  in  America,  for  instance,  upon 
the  Michigan  Southern  and  the  New  York  Cen- 
tral Railroad? — Unfortunately  for  me,  in  con- 
sequence of  the  sitting  of  this  Committee,  I Avas 
prevented  from  making  a visit  to  America  with 
some  of  our  Directors  who  iveut,  and  if  I could 
have  gone,  I might  have  been  able  to  answer 
some  of  your  questions,  but,  as  it  is,  I am  afraid 
I cannot  jirofess  to  have  any  practical  know- 
ledge of  American  railway  management. 

14558.  I hold  in  my  hand  statistics  showing 
that  between  1870  and  1879,  the  cost  of  carrying 
per  mile  upon  the  Lake  Shone  and  Michigan 
Railways  have  fallen  from  1 '50  cents  per  ton  ])er 
mile  to  '64  cents.  I suppose  you  cannot  say  that 
there  has  been  any  similiar  reduction  in  the 


Mr.  Barclay — continued, 
cost  of  carrying  upon  the  English  railways? — No, 
I do  not  know  anything  about  that,  exce])t  that 
I know  this,  that  occasional!}",  and  again  more 
recently,  there  is  what  they  call  a war  of  tariffs 
between  the  Southern  Michigan  Railway  and 
these  companies  carrying  the  produce  of  the  west 
up  to  the  ports ; the  rates  fluctuate  a great  deal 
more  than  they  do  in  this  country ; sometimes 
they  go  down  by  competition,  and  sometimes  by 
combination  they  go  up ; but  if  you  ask  me 
generally  with  regard  to  the  American  railways 
you  must  take  it  that  I know  nothing  about 
them  specifically, 

14559.  You  do  not  approA^e,  I understand,  of 
the  proposals  Avhich  have  been  submitted  for  an 
equal  mileage  rate  u])on  the  same  class  of  goods 
all  over  your  system  ? — I do  not. 

14560.  Is  it  any  improvement  iqion  such  a 
proposal,  that  there  should  be  equal  mileage  rates 
with  terminals  in  addition,  for  goods?- — I would 
not  be  prepared  to  adopt  the  question  of  an  equal 
mileage  rate  under  any  circumstances  Avhatever. 

14561.  Even  although  you  had  the  poAver  to 
add  terminals  at  each  end  ? — I do  not  think  the 
question  of  terminals  Avould  affect  the  question  of 
principle. 

14562.  Do  you  disapprove  of  railAvay  com- 
panies being  compelled  to  charge  equal  profits  to 
all  their  customers  for  the  same  kind  of  serviees, 
that  is,  for  carrying  the  same  class  of  goods?— -That 
is  the  equal  mileage  rate  almost,  in  another  form ; 
I should  disapprove  of  that  principle  ; I say  that 
such  a principle  as  charging  equal  profits  Avould 
tell  very  prejudicially  in  certain  districts,  parti- 
cularly in  Wales,  where  the  cost  of  Avorking  rail- 
Avays  is  out  of  proportion  to  what  the  general  eost 
is.  The  only  principle  Avhich  I regard  as  the  fair 
one  to  prevail  is,  that  Avithin  the  powers  Avhich 
a raihvay  company  possess,  they  should  be  at 
liberty  to  regulate  their  rates  and  charges  as  they 
think  fit,  ahvays  treatiisg  the  public,  under  the 
same  circumstances,  alike. 

14563.  Do  you  call  that  management  upon 
commercial  princi])les? — I do. 

14564.  Do  you  think  it  is  in  accordance  Avith 
commercial  principles  to  charge  one  customer 
10  per  cent.,  another  20  per  cent.,  another  50, 
and  another  possibly  100,  for  doing  the  same  ser- 
Auces  ? — I think  there  is  no  merchant  in  the 
kingdom  who  does  not  regulate  the  proportion  of 
profit  above  the  net  charge,  according  to  his  OAvn 
discretion,  and  according  to  his  means  and  pros- 
pect of  creating  new  trade  and  ncAv  markets,  and 
bringing  larger  profits  in  the  end. 

14565.  Do  you  think  it  is  a common  enough 
thing  for  mei'chants  in  the  country  to  change 
their  profits,  according  to  their  customers,  for  the 
same  kind  of  service  ? — If  you  are  speaking  of 
sho])keepers,  I do  not  think  they  do,  but  if  you 
are  speaking  of  large  Manchester  merchants,  I 
can  imagine  a Manchester  merchant  cai'rying  on 
a trade  in  one  part  of  the  Avorld,  and  getting  a 
veiy  large  profit,  and  in  another  part  of  the  world 
a very  small  one. 

14566.  You  think  the  hlanchester  merchant 
might  sell  to  his  American  customer  at  from  5 
to  10  per  cent,  profit,  and  to  an  eastern  customer, 
if  he  could  get  it,  25  to  30  percent.? — I think 
that  is  consistent  with  commercial  ])ractice  all 
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Mr.  Barclay — continued, 
over  the  world  ; it  is  certainly  borne  out  by  my 
experience. 

14567.  Do  you  object  to  the  equal  profit 
system  on  behalf  of  the  public,  or  on  behalf  of 
the  railways  ? — I think  on  both ; I adopt  every 
word  that  Mr.  Hewlett  said  in  regard  to  an  equal 
mileage  rate  ; the  large  sums  which  have  been 
expended  in  developing  certain  trades,  such  as  the 
coal  and  iron  trade,  would  in  many  districts  be 
entirely  thrown  away  by  the  adoption  of  such  a 
system  of  charge. 

14568.  My  question  is  do  you  object  to  equal 
profits  on  behalf  of  railway  companies,  or  the 
public,  or  both  ? — Both. 

14569.  Have  we  not  at  present  a system  of 
equal  mileage  rates  for  passenger  traffic? — No. 

14570.  Upon  your  main  line,  what  are  the 
variations  that  you  charge  upon  the  first  class 
passengers  per  mile  as  between  London  and 
Liverpool  ? — Where  we  are  in  competition  with 
certain  companies,  we  reduce,  we  will  say,  the 
first  class  charge,  as  upon  the  Midland  Railway, 
for  instance,  to  Birmingham,  to  Manchester,  to 
Liverpool,  and  to  Scotland,  and  most  of  the  im- 
portant places ; we  charge  the  same  rate  per 
mile  to  those  places  as  the  Midland  Company 
charge,  that  is  l-^d.  a mile  for  our  first  class 
passengers.  Then  with  regard  to  the  places  at  a 
lesser  distance,  and  where  there  Is  no  competi- 
tion, we  charge  2d.  per  mile,  which  we  are 
entitled  to  charge  by  our  Act  In  the  clauses 
that  I read  to  you.  Then  Avith  regard  to  the 
other  passenger  rates,  they  are  fixed  very  much 
as  the  goods  rates  are  fixed,  by  competition  with 
the  sea.  For  instance,  the  rates  between  London 
and  Edinburgh,  Aberdeen,  Liverpool,  and  Glas- 
gow, are  all  fixed  with  regard  to  the  charges 
made  by  the  coasting  service ; some  of  them 
very  good  services  Avhich  exist  between  those 
points. 

14571.  Have  the  Midland  Company  adopted 
the  system  of  equal  mileage  rates  for  passengers? 
— As  far  as  I know  anything  of  the  Midland 
system,  they  have  adopted  the  mileage  rate  of 
nrile  for  first  class  passengers,  and  that 
they  charge  generally  over  their  system,  except 
Avhere  they  come  into  competition  Avith  the 
coasting  services  to  Hull  and  to  Scotland,  and 
so  on  further  North. 

14572.  They  charge  it  upon  the  main  line 
Avhether  the  distance  is  long  or  short,  provided 
there  is  no  external  competition  ? — Where  there 
is  no  external  competition ; but  I Avould  add  that 
the  conditions  under  Avhich  passengers  are  carried 
bear  no  analogy  Avhatever  to  the  conditions  under 
Avhich  goods  traffic  is  carried,  and  though  it  Avould 
appear  to  be  a fair  thing  to  reason  by  analogy, 
yet  the  tAvo  things  must  be  on  all  fours  before 
you  can  dratv  a proper  conclusion  from  them. 

14573.  Can  you  tell  the  Committee  the 
quantity  of  milk  Avhich  the  London  and  North 
Western  Company  brings  into  London  daily? 

■ — The  quantity  of  milk  sent  into  London  by 
our  line  annually  is  3,000,000  of  imperial 
gallons. 

14574.  Is  it  a groAving  traffic  } — It  is. 

14575.  Is  it  all  carried  by  passenger  train? — 
Yes,  or  by  a special  service  ; it  is  not  carried  by 
goods  train.  In  some  cases  Ave  have  special  milk 
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trains,  and  the  area  over  which  milk  is  collected 
and  brought  to  London  is  gradually  extending 
every  year  ; it  is  extending  even  beyond  Rugby ; 
Ave  go  even  into  the  Trent  Valley  for  the  milk. 

14576.  Hoav  far  out  do  you  run  your  special 
service? — I cannot  say  ; it  is  not  carried  by  goods 
train  at  all ; it  is  either  all  carried  by  passenger 
train,  or  in  some  cases  we  run  early  and  late 
trains  upon  the  branch  lines  for  the  collection  of 
it. 

14577.  I wished  to  ascertain  Avhether  this 
special  service  runs  into  London,  or  only  exists  on 
branch  lines? — I am  not  sure  that  the  special 
service  extends  further  than  over  the  bianch 
lines.  If  Ave  run  special  trains  for  the  con- 
veyance of  milk,  Ave  take  on  passengers  by 
them.  I am  told  that  the  company  do  run 
special  trains  beyond  Bletchley,  to  collect  the 
milk.  Probably  the  longest  distance  from 
Avhich  Ave  bring  the  milk  is  from  Leicester  and 
Nuneaton. 

14578.  Do  you  think  it  Avould  be  practicable 
to  have  anyAvhere  near  your  London  station  a 
market  for  fish  and  agricultural  produce,  into 
Avhich  the  principal  railway  companies  could 
run  their  lines  ? — I think  it  Avould  be  a very 
favourable  thing  if  it  could  be  done.  I am  in 
favour  of  a market  for  railway-borne  fish,  as 
compared  Avith  that  brought  by  sea  to  Billings^ 
gale,  or  else  that  Billingsgate  should  be  so  vastly 
improved  as  to  give  three  or  four  times  the 
amount  of  accommodation,  not  only  in  the 
market,  but  also  in  the  means  of  getting  to  it. 

14579.  Is  not  there  the  same  amount  of  objec- 
tion to  Covent  Garden  as  there  is  to  Billingsgate  ? 
— Covent  Garden  is  only  a market  for  the  higher 
class  of  produce  ; it  is  not  a market  for  potatoes 
and  the  loAvcr  class  of  vegetables.  I think  the 
Great  Northern  Raihvay  Company  have  prac- 
tically the  monopoly  of  the  potato  traffic  into 
London. 

14580.  Where  is  the  market  for  the  vegetables 
for  the  loAver  class,  or  is  there  any  such  market  ? 
— There  are  many  local  mai’kets,  but  not  in  con- 
nection with  the  raihvays. 

14581.  Would  you  turn  to  this  table  put  in  by 
the  Board  of  Trade,  as  I Avish  to  ask  you  one  or 
two  questions  ujAon  It.  Looking  at  page  8, 
I see  that  the  charge  for  dung  of  all  sorts 
shoAvs  there  is  a difference  varying  from  I5.  3fZ. 
to  3 5.  8 d.  over  the  maximum  mileage  station- 
to-station  rates.  Take  the  case  of  Runcorn, 
for  instance ; the  maximum  rate  in  the  Com- 
pany’s Act  for  “ dung,”  all  sorts  of  manures, 
lime,  stone  for  building  and  paving,  slates, 
bricks,  sand,  and  iron  ore,”  is  1 s.  3 p/.,  and 
the  charge  by  the  Company’s  Rate-book  is 
5 s.,  making  an  excess  over  the  mileage  rate  of 
3s.  8|cf.  for,  I ])resume,  Avhat  you  call  terminals? 
— Yes,  the  case  of  Runcorn  is  rather  peculiar, 
because  in  the  construction  of  the  F'rodsliam 
curve,  which  connects  Frodsham  Avith  Runcoru, 
it  Avas  made  obligatory  upon  the  London  and 
North  Western  Company  as  joint  OAvners  of  the 
Birkenhead  Railway  to  contribute  the  toll  to  the 
joint  line,  not  asbetAveen  Chester  and  Frodsham, 
but  practically  as  betAvecn  Chester  and  Warring- 
ton ; and  the  I’ate  Avas  originally  made  applicable 
from  Chester  by  IV al ton  Junction,  and  then  from 
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Walton  Junction  upon  the  St.  Helen’s  line,  and 
back  over  the  Runcorn  Bridge  to  Runcorn,  and 
the  rate  has  remained  at  the  figure  charged 
by  that  route,  because,  as  I said,  it  was  made 
obligatory  upon  us  to  contribute  in  proportion  to 
the  joint  line,  as  though  it  had  travelled  by 
that  route.  But  as  a matter  of  fact,  no  traffic 
whatever  has  been  carried  at  the  5 s.  rate ; the 
only  traffic  which  has  been  sent  at  all  was  a 
traffic  in  the  mineral  class  of  101  tons  of  stone, 
and  that  was  charged  3 s. ; but  even  since  that 
traffic  has  been  carried  the  charge  was  reduced 
some  three  months  ago  to  2s.  6 d.  a ton. 

14582.  Does  not  the  rate-book  show  the 
charges  3'ou  make? — Whether  that  was  in  the 
rate-book  submitted  to  the  Board  of  Trade  or 
not  I do  not  know,  but  I presume  it  was  not ; 
but  this  ex^iianation  was  given  in  the  margin  of 
the  rate-book,  Avhich  I hold  in  my  hand,  and  I 
believe  the  Board  of  Trade  took  the  mineral 
class  rate,  and  did  not  note  these  exceptional 
rates  for  these  particular  articles.  But  as  a 
matter  of  fact,  although  you  are  quite  right  that 
the  rate  stands  as  5 s.  in  the  book  for  the  mineral 
class,  no  traffic  has  ever  been  carried  between 
the  two  places  at  that  rate,  and  the  only  traffic 
which  has  been  carried  is  the  101  tons  of  stone 
I just  mentioned,  wliich  were  charged  3 5. 

14583.  Take  the  next  column,  the  difference 
between  column  1 and  column  3 : No.  3 showing 
the  charge  by  the  company’s  rate-book  for  packed 
manure,  and  No.  1 showing  the  rate  per  mile 
authorised  by  the  Private  Act  for  dung  and 
manure.  It  appears  that  to  the  various  stations 
between  Chester  and  Rugby  the.  company 
charge  from  4 5.  6 d.  to  65.  h d.  in  excess  of 
the  maximum  mileage  rate.  What  explanation 
have  the  company  to  offer  for  this  addittonal 
charge  ? — Those  charges  are  to  cover  the  ter- 
minal services,  and  that  difference  in  some  cases 
may  be  explained  in  this  way.  Take  the  cases 
of  Whitchurch  and  Stirchley,  two  towns  in 
Shropshii’e.  The  distance  to  those  towns  has 
been  shortened  by  the  construction  of  what  we 
call  the  Whitchurch  and  Tattenhall  Railway  ; 
and  I have  no  doubt  the  rates  were  made 
applicable,  not  by  the  short  route,  but  as  b)-'  the 
route  by  way  of  Crewe,  and  so  to  Whitchurch 
and  Stirchley. 

14584.  I do  not  understand  that  explanation, 
because  I understand  the  rate-book  puts  down 
the  mileage,  and  alter  it  the  rate  ; if  3’ou  had 
taken  the  old  mileage  you  would  have  had  the 
benefit  of  the  increased  charge  ? — I am  not  aware 
of  any  obligation  upon  the  part  of  a railway  com- 
pany to  carry  or  to  charge  the  rates  by  the 
shortest  mileage  within  its  own  system  ; for  in- 
stance, if  there  is  an  alternative  route  between 
any  two  given  towns,  and  the  companj^  as  a 
matter  of  practice,  carry  the  goods  by  the  longer 
route,  and  not  by  the  shorter  route,  they  are, 
according  to  my  view  of  the  case,  entitled  to 
charge  their  rates  by  the  longer  route,  and  not  by 
the  shorter.  And  what  I say  with  regard  to 
Whitchurch  and  Stirchley,  as  you  put  those  cases 
upon  me,  is  that  it  is  very  likely,  and  I think 
more  than  ])ossible,  that  the  rates  were  made 
originally  by  the  longer  route  and  have  not  been 


Mr.  Barclay — continued, 
altered,  or  calculated  as  altered  to  the  shorter 
route. 

14585.  The  excess  over  the  maximum  mileage 
rate  varies  from  4 5.  6 J.  to  65.  9J,  being  an 
average,  ])robably,  of  4 5. ; do  you  consider  that  a 
reasonable  charge  for  terminals  on  station-to- 
station  goods,  those  being  packed  manures  ? — I 
daresay  for  terminals  they  are  rather  high. 
Take  the  case  of  Rugby,  where  the  differenee  is 
6 5.  9 d.  As  a matter  of  fact,  the  rate  which 
appears  in  the  book,  which  is  taken  as  a special 
class  rate,  does  leave  a margin  of  65.  9 J. ; but  no 
traffic  of  that  kind  has  ever  passed  between 
Chester  and  Rugby,  nor  is  likelv  to  pass. 

14586.  But  you  have  surely  some  traffic  be- 
tween Chester  and  some  of  the  other  stations, 
and  it  applies  to  them  generally  ? — Not  a bit. 
The  place  where  the  packed  manure  is  made  is 
some  miles  beyond  Chester,  at  a place  called 
Saltney,  where  JMessrs.  Procter  and  Rylands,  and 
some  other  people,  have  large  works  for  manure  ; 
and  1 have  no  doubt  that  to  every  place  where 
they  carry  the  manure,  Rugby  among  the  number, 
they  have  low  special  class  I'ates. 

14587.  Take  the  special  class,  there  the  differ- 
ence as  between  column  1 and  column  3 is  ap- 
plicable to  all  goods? — But  you  must  refer  to 
our  toll  power  for  a moment.  With  reference  to 
packed  manure,  I am  not  quite  sure  whether 
that  is  provided  for  in  the  toll  power  at  the  rate 
which  is  calculated  here. 

14588.  AYas  not  that  question  settled  in  the 
Great  North  of  Scotland  case? — I think  not; 
3’ou  succeded  in  throwing  out  the  Great  North  of 
Scotland  Bill,  but  I do  not  think  you  settled  the 
question. 

14589.  The  question  tried  before  the  Railway 
Commissioners  was  whether  the  term  “ manure  ” 
included  all  sorts  of  manures? — Yes,  but  I 
should  not  take  the  decision  of  the  Railway 
Commissioners  as  final  upon  that  point. 

14590.  If  3’ou  take  the  first  column  on  page  9, 
you  will  find  the  differences  between  column  1 
and  column  3 vary  from  3 5.  up  to  85.  1|J., 
making  probably  an  average  excess  of  6 5.  over 
the  station-to-station  mileage  rates  ; do  you  con- 
sider that  a reasonable  sum  to  charge  for  terminals? 
— There  is  that  difference,  and  I think  it  is  not 
an  unreasonable  difference. 

14591.  You  do  not  think  that  for  station-to- 
station  goods,  such  as  undamageable  iron,  sums 
varying  from  3.9.  to  8.9.  1|^  J.  are  an  unreasonable 
charge  for  terminals  ? — I say  that  if  there  were 
any  traffic  in  most  of  those  cases  sjiecial  rates 
would  have  been  quoted ; but  in  a great  many 
instances  no  traffic  exists  whatever.  And  then 
you  have  assumed  that  the  special  class  rate, 
which  includes  a great  many  articles  whieh  are 
not  specified  in  the  lowest  rate  for  dung  and 
comiiost  applies  to  all  articles  in  the  class. 

Sir  Edward  JVatldn. 

14592.  And  moreover  the  mileage  stated  in 
the  company’s  rate-book  is  not  necessarily  the 
mileage  which  the  company  charge  upon  ? — 
Quite  so. 

Chairman. 

14593.  As  a matter  of  fact,  do  you  ever  have 
on  your  rate-book  in  the  distance  column  a 

shorter 
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shorter  mileage  than  the  route  by  which  you 
send  ? — I will  explain  it  in  this  way : Take  the 
case  of  London  and  Manchester ; the  shortest 
route  between  London  and  Manchester  by  which 
we  carry  a very  large  proportion  of  our  traffic  is 
over  our  own  line,  and,  by  agreement  with  the 
North  Staffordshire  Railway,  we  run  our  trains 
over  the  North  Staffordshire  Railway,  and  that 
route  is  some  five  miles  shorter  than  the  route  by 
way  of  Crewe. 

Mr.  Barclay. 

14594.  What  would  appear  in  the  rate-book 
then? — Unless  I had  the  rate-book  I could  not 
answer  the  question  ; but  I was  going  to  say,  in 
answer  to  the  Chairman’.s  question,  that  very 
likely  the  distance  is  entered  by  the  shortest 
route,  but  we  carry  a very  large  proportion  of 
the  traffic  between  London  and  Manchester  by 
Crewe,  which  is  the  longer  route. 

Chairman. 

14595.  But  everything  turns  upon  this;  you 
say  it  is  very  likely,  it  seems  to  me  very  un- 
likely, that  your  rate-book  would  not  show  the 
distances  upon  your  own  line  ? — It  probably 
would  be  so  ; but  as  it  all  turns  upon  this  ques- 
tion, I want  to  make  myself  perfectly  understood 
upon  it  by  the  Committee,  that  a company  may 
have  a line  between  two  given  towns  as  straight 
as  the  crow  can  fly,  and  as  straight  as  a line  can 
be  drawn  ; and  according  to  the  Act,  they  are 
entitled  to  charge  between  those  towns  a certain 
mileage  toll,  whatever  that  may  be.  They  may 
also  have  another  route  which  is  some  distance 
round  about ; the  one  may  be  the  arc  and  the 
other  the  chord ; and  there  may  be  nothing 
whatever,  so  far  as  the  powers  of  the  company 
are  concerned,  to  prevent  them  if  they  carry  by 
the  longer  route,  from  charging  by  the  longer 
route.  I desire  to  impress  upon  the  Committee 
that  there  is  nothing  to  compel  the  company  to 
chai'ge  the  public  by  the  shortest  route,  if  the 
traffic  is  carried  by  the  longest  route.  I cannot 
illustrate  that  better  than  by  saying,  take  the 
distance  from  Stafford  to  Rugby,  which  is  50 
miles ; if  the  traffic  were  carried  as  a matter  of 
convenience  to  ourselves,  and  not  at  the  public 
option,  round  by  the  way  of  Birmingham,  being 
taken  12  miles  round,  I have  never  heard  it  con- 
tended that  we  are  not  entitled  to  the  tolls  that 
we  possess  round  by  way  of  Birmingham. 
Because  we  possess  two  lines,  we  aa'e  not  bound 
to  charge  the  lowest  toll  as  for  the  shortest 
route. 

Mr.  Cease. 

14596.  Are  you  upon  your  maximum  tolls 
there  i' — I could  not  say  at  the  moment;  but  there 
is  nothing,  as  far  as  I understand  the  law,  to 
prevent  us  charging  the  maximum  toll  to  the 
public,  and  taking  the  traffic  12  miles  round  by 
another  route. 

Mr.  Bolton, 

14597.  In  point  of  flxct,  there  is  nothing  to 
compel  you  to  send  your  traffic  by  the  shortest 
route? — Certainly  not. 

0.54. 


Mr.  Barclay. 

14598.  You  have  two  routes  to  Chester;  will 
you  tell  the  Committee  how  far  your  explanations 
apply  to  those  cases?— Take  the  case  of  from 
Chester  to  Runcorn,  that  would  answer  the 
question.  If,  as  a matter  of  convenience  to  our- 
selves, we  carried  that  traflic  to  Wamngton,  and 
then  took  it  from  Warrington  to  Widnes,  and 
then  took  it  over  the  Runcorn  Bridge  to  Runcorn, 
for  which  we  are  entitled  to  charge  a special 
pontage  of  10  miles,  there  is  no  obligation  upon 
us,  if  we  choose  to  carry  the  traffic  that  way,  to 
charge  by  the  shortest  route. 

Chairman. 

14599.  Do  you  really  mean  seriously  to  claimfor 
the  company  the  right  that  they  are  entitled  to  send 
the  traflic  round  any  route  they  like,  and  then 
chai’ge  according  to  the  distance  they  carry  the 
traffic? — Taking  it  within  reasonable  limits.  In 
taking  the  case  of  Chester  to  Runcorn,  I have 
taken  an  extreme  case ; but  I say  I do  not  know 
anything  to  prevent  our  charging  our  tolls  over 
the  long  route,  assuming  we  are,  as  a matter  of 
practice,  using  the  long  route  for  the  conveyance 
of  the  traffic  for  our  own  convenience. 

Mr.  Morley. 

14600.  I understand  you  to  say  that  in  cases 
where  there  are  two  lines,  say  between  two  small 
places,  the  company  has  the  option  of  sending  by 
the  longer  route  and  charging  by  the  longer 
route  ? — That  is  so. 

Mr.  Barclay. 

14601.  AVould  that  exjflaiu  part  of  the  excess 
in  any  of  the  cases  to  which  I have  called  your 
attention  as  regards  these  14  stations  mentioned 
in  the  table  ? — I have  already  stated,  I think,  that 
with  regard  to  Whitchurch  and  Stirchley,  in 
those  two  cases  the  rates  had  been  calculated  by 
the  long  route. 

14602.  But  you  are  not  able  to  tell  the  Com- 
mittee whether  the  mileage  put  down  for  Stirchley 
is  the  long  distance  or  the  short? — I have  not 
ascertained  that. 

14603.  Before  we  leave  this  special  class,  which 
is  the  station-to-station  rate ; it  appears  from  the 
difference  between  column  2 and  column  3, 
column  2 beinji  the  maximum  mileage  rate  for 
grain,  corn,  flour,  anvils,  and  chains,  and  column 
3 the  rate  in  the  company’s  rate-book,  that 
the  charge  varies  in  excess  or  beyond  the  maxi- 
mum mileage  rate  from  3 s.  9 <7.  above  down  to 
2 s.  Qd.  below  the  maximum  rate  ? — That  is  so. 

14604.  Why  do  you  charge  so  much  more  for 
non-damageable  iron  between  those  places  than 
for  grain,  corn,  flour,  anvils,  and  chains  ? — I am 
not  quite  sure  that  those  are  classed  together  in 
our  toll  powers ; but  the  fact  appears  to  be  that 
we  do  charge  more  for  the  undamagcable  iron 
than  the  grain.  I think  with  regard  to  Chester, 
that  would  be  answered  in  this  way ; thatat  Chester 
there  are  some  great  corn  mills  belonging  to  Sir 
Thomas  Frost,  and  there  i-^  a very  large  trade  in 
grain  and  flour  too,  from  Chester  to  all  those  j)laces; 
and  I have  not  the  slightest  doubt  that  in  com- 
munication with  ourselves  and  the  Great  Western 
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Railway  Company  those  millers  of  Chester  have 
got  very  favourable  rates  for  the  conveyance  of 
the  traffic  wherever  it  had  to  be  sent.  With  re- 
gard to  chains  and  anvils,  there  is  practically  no 
trade  of  that  kind  at  Chester  ; but  there,  again, 
if  you  go  on  to  Saltney,  where  Messrs.  Woods 
have  a large  manufactory  of  cable  chains,  and  so 
on,  you  would  find  that  there  are  special  rates 
quoted  for  th(»se  articles  manufactured  by 
Messrs.  Wood  to  every  place  whei-e  they  can  be 
carried. 

14605.  Now,  taking  the  first-class  goods,  the 
difi'erence  between  column  1 and  column  4, 
varies  from  Is.  Sd.  under  the  maximum  mileage 
rate  up  to  10s.  4^r/.  above  the  maximum  mileage 
rate;  that  difference  of  10s.  4-|  c/.  includes  terminals, 
collection,  and  delivery  ; do  you  consider  that  sum 
of  10s.  A^d.  a fair  charge  for  collection,  delivery, 
and  terminals? — May  I ask  to  what  station  does 
the  10s.  d.  apply  ? 

. 14606.  Can  you  tell  the  Committee  what  you 
pay  for  cartage  at  Rugby  and  Chester  ? — I 
should  say  that  it  costs  about  2 s.  6 d.  a ton  at 
each  end. 

14607.  And  the  balance  remaining  over  would 
leave  5 s.  Ad.  for  terminals? — Yes  ; in  that  case 
it  would  be  so  ; no  doubt  there  would  be  charges 
for  clerkage,  for  loading  and  unloading,  and  for 
all  services  which  you  have  mentioned. 

14608.  Those  services  would  be  included  iu  the 
terminal  charge? — Yes. 

14609.  Then  I see  upon  second-class  goods  to 
Rugby  the  margin  is  as  high  as  1 1 s.  4 d. ; does 
not  that  seem  to  be  a very  high  charge  for  ter- 
minals, and  for  colleciion  and  delivery,  even 
assuming  that  you  are  entitled  to  claim  for 
terminals  ? — It  looks  like  rather  a high  charge. 

14610.  Now,  taking  tlie  third  class^  the  differ- 
ence  there  for  collection,  delivery,  and  the 
terminals,  so  far  as  they  are  beyond  the  maximum 
rate,  varies  from  6 s.  10  (f.  to  as  high  as  16  s.  4 d., 
and  that  class  includes  hides,  green  or  market, 
and  dry  and  loose  ; do  you  consider  that  a reason- 
able charge  for  the  terminals  on  hides  ? — T thiiak 
in  regard  to  hides,  it  would  be  a reasonable 
charge  ; there  is  no  doubt  about  that,  but  in  those 
cases  that  you  have  mentioned,  practically  there 
is  no  traffic. 

14611.  But  you  must  surely  have  some  third- 
class  traffic  between  Chester  and  Rugby;  this 
difference  apjdies  to  all  third-class  traffic? — I 
have  a return  before  me  for  the  vear  1880,  and 
the  only  traffic  that  really  passed  between 
Chester  and  Rugby  appears  to  be  4 cwt.  of 
boots  and  shoes ; there  was  no  j)acked  manure, 
no  iron  undamageable,  no  hides,  no  manufactured 
goods,  no  toys,  or  feathers,  or  furniture;  but  4 
cwt.  of  shoes  are  returned  as  the  whole  traffic 
between  Chester  and  Rugby  for  the  year 
1880. 

14612.  Can  you  exjilain  upon  what  grounds 
you  put  such  excessive  charges  in  your  rate- 
books, when  there  is  no  tradic? — It  may  be,  if 
I had  to  revise  the  rates  to-day,  that  those  rates 
would  be  made  more  to  assimilate  ; I am  free  to 
admit  that  there  are  many  rates  which  do  want 
assimilating  within  the  powers  which  wc  claim  of 
toll  and  terminal. 

14613.  M hen  you  quote  the  charge  for  hides 


Mr.  Harclay — continued, 
from  Chester  to  Liverpool  as  15  s.  per  ton,  I see 
in  a note  “ B.”  upon  the  right  hand  side  of  the 
page,  “ The  company’s  charge  for  foreign  hides, 
dry  and  loose,  is  11s.  8 A,  including  collection 
in  Chester ; ” why  do  you  make  this  differential 
rate  in  favour  of  foreign  hides,  the  rate  for 
English  hides  being  what,  I presume,  is  iu  the 
rate-books,  viz.,  15  s.  ?--The  English  hides 
would  be  carried  raw,  and  the  others  packed  ; one 
is  damagable,  and  the  other  is  undamagable. 

14614.  You  have  them  green,  or  market  and 
dry,  and  loose  at  15  s.,  and  the  foreign  hides  are 
described  as  being  dry  and  loose  in  some  cases, 
the  rate  for  the  one  being  15  s.,  and  for  the  other 
11s.  8 rk  ; can  you  give  me  the  ground  of  the 
difference  ? — The  only  ground  I can  give  you  is, 
what  I have  already  stated,  that  the  one  is  da- 
mageable, and  the  other  is  undamageable. 

14615.  But  1 call  your  attention  in  answer  to 
that,  to  the  head  of  the  column,  which  says, 
“ English  hides  (green  or  market),  and  dry  and 
loose  ”? — “ Green  or  market,”  means  that  they 
are  brought  from  the  shambles ; as  a matter  of 
fact,  English  hides  are  never  carried  dry  and 
loose;  they  are  only  made  dry  in  South  America 
and  other  places  for  the  purpose  of  being  sent 
over  here,  so  that  they  shall  not  corrupt  in 
travelling. 

14616.  Now,  coming  to  the  4th  class,  “ Manu- 
factured,” do  you  see  that  the  difference  put 
dow  n between  column  1 and  column  3 (column  1 
being  the  maximum  rate  by  the  company’s  Act, 
and  column  3,  what  is  charged  in  the  company’s 
rate-book)  varies  from  165.  6r/.  a ton  to  245.  9d. 
in  excess  of  the  maximum  mileage  rate  ? — Yes, 
in  that  case  the  traffic  all  comes  in  in  lots  of  less 
than  500  lbs. 

14617.  But  let  me  point  out  that  that  is  not 
any  excuse  for  having  in  your  rate-book  an  ex- 
cessive charge  ? — It  assumes  that  it  is  an  excessive 
rate  having  regard  to  the  services  which  are  per- 
formed wdth  resjject  to  the  fourth-class  traffic.  I 
may  say  that  I believe  that  with  regard  to  a large 
proportion  of  the  traffic  of  the  fourth  and  fifth 
classes,  scarcely  any  terminal  that  you  w'ould 
consider  would  be  a reasonable  sum  w’ould  pay 
for  the  services  that  w’e  have  to  perform  for  it ; 
Mr.  Grierson  gave  as  an  illustration  chairs  and 
tables,  and  other  traffic  of  that  kind,  showdng 
that  scarcely  any  chargeable  terminal  for  that 
traffic  w’ould  pay. 

14618.  Do  you  tak-e  up  this  position,  that  for 
goods  in  ton  lots,  which  is  the  quantity  we  may 
infer  they  are  carried  iu,  those  goods  W'ould  be 
charged  sums  varying  from  15  5.  6 d.  to  24  5.,  in 
addition  to  the  mileage  rates;  and  do  you  con- 
sider that  that  is  a reasonable  rate  ? — Yes, 

I think  so,  because  this  traffic  does  not  go  in  ton 
lots,  and  that  rate  would  ai)ply  to  one  ton,  or  to 
any  weight  above  500  lbs. ; it  is  a matter  of  fact, 
that  that  traffic  does  not  go  in  lai-ge  quantities. 

14619.  Do  you  get  furniture  in  more  than  one 
ton  lots? — Yes,  and  we  generally  give  special 
rates  for  furniture. 

14620.  But  as  it  appears  from  the  rate-book, 
your  charge  for  collection  and  delivery  of  furni- 
ture and  terminals  is  as  much  as  from  32  s.  to 
415.  in  excess  of  the  maximum  mileage  rate? 

— Yes ; 
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— Yes,  and  I think  that  a reasonable  charge ; 
that  will  be  about  15  s.  at  each  end. 

14621.  You  consider  those  to  be  reasonable 
charges  ? — Yes,  for  that  class  of  traffic. 

14622.  Have  you  a contract  with  any  of  your 
carriers  at  Chester? — We  have  no  carriers  in 
Chester. 

14623.  Then  you  cart  your  own  goods? — Yes, 
we  cart  our  own  goods,  and  do  the  business  our- 
selves. 

14624.  Could  you  tell  me  at  what  rate  you  pay 
your  cai'riers  in  any  place  where  you  have  con- 
tracts?— Yes,  I can  give  you  London.  We  pay 
Messrs.  Pickford  7 s a ton  in  London. 

14625.  Is  that  the  charge  all  round?  —That  is 
the  average  charge  over  all  the  traffic  that  ihey 
cart  to  and  from  the  Camden  station,  both  light 
and  heavy. 

14626.  Do  they  get  one  average  sum  for  the 
whole,  or  is  it  separately  estimated? — They  get 
an  average  sum  for  the  Avhole,  just  as  it  comes. 

14627.  Have  you  any  other  place  out  of 
London  that  you  could  mention? — If  I had 
Messrs.  Pickford’s  contract  before  me  I could 
mention  several. 

14628.  Would  you  mind  putting  in  Messrs. 
Pickford’s  contract,  to  shoAV  the  cost  of  carrying- 
goods  ? — For  the  purpose  of  this  Committee  I 
should  be  very  glad  to  show  the  prices  that  the 
collection  of  any  goods  costs  us  in  any  town  that 
you  wish,  but  as  regards  Messrs.  Pickford’s  con- 
tract, unless  the  Chairman  ordered  it,  I would 
rather  not  put  it  in.  I could  give  you  the  r.ate 
to  any  particular  town,  but  there  are  many  points 
in  Messrs.  Pickford’s  contract  which  we  do  not 
wish  to  become  public  property.  If  I may  be 
allowed  to  digress  from  this  subject  for  a moment 
and  to  refer  back  to  the  question  of  alternate 
routes,  I should  wish  to  say  further,  in  answer  to  a 
question  of  the  honourai)le  Chairman’s  on  that 
point,  that  in  a book  which  is  called  the  “ Law 
of  Railways,”  by  Messrs.  Brown  and  Theobald, 
in  reference  to  the  Railways  Clauses  Act  of  1845, 
they  say,  “ It  has  been  decided  in  the  case  of  the 
Salisbury  and  Dorset  Railway,  upon  the  London 
and  South  Western,  that  the  company  are  not 
bound  to  carry  by  the  shortest  route.  If,  there- 
fore, the  usual  course  of  traffic  is  to  carry  traffic 
to  the  large  goods  station  upon  a branch  line  and 
back,  they  may  charge  the  mileage  rate  from  this 
deviation  there  and  back.  See  the  case  where 
the  interpretation  of  the  lease  of  railways  raises 
a similar  question.” 

Chairman. 

14629.  Do  you  contend  that  the  maximum 
rate  as  measured  by  the  actual  shortest  mileage 
when  put  into  the  rate-book,  is  not  to  limit  the 
company  ? — I am  free  to  admit  that  what  appears 
upon  the  rate-book,  both  as  to  rate  and  as  to  dis- 
tance, we  are  bound  bj' ; but  there  is  nothing 
with  regard  to  what  is  shown  upon  the  rate-book 
that  v/ould  limit  us,  if  we  are  carrying  by  any 
other  route,  from  charging  the  tolls  that  are 
applicable  to  the  other  route. 

14630.  Then  what  assistance  is  the  mileage  as 
put  into  the  rate-book  to  the  trader  ; none  what- 
ever, is  it? — In  the  case  that  I have  in  my 
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mind,  first  of  all  with  regard  to  the  obligation  on 
the  part  of  the  company,  that  appears  to  settle  it, 
that  we  are  not  so  bound.  If  we  had  two  routes 
between  two  places,  and  wished  to  take  advan- 
tage of  the  principle  which  I have  laid  down,  of 
charging  by  either  route,  I think  Ave  ought  to 
give  the  distance  by  both  routes,  so  that  the 
public  might  knoAV  that  Ave  claim  a charge  for  the 
longer  route  if  Ave  carry  by  the  longer  route. 

14631.  The  matter  arose  in  this  way.  Here 
IS  your  rate-book  for  Chester,  Avhich  has  been 
submitted  to  the  Board  of  Trade,  and  they  have 
taken  out  these  figures.  Taking  the  mileage  to  the 
different  stations,  and  the  rate  authorised,  the 
result  works  out  in  a large  sum  over  the  maxi- 
mum rate  ; Avhereupon,  in  addition  to  your  claim 
for  terminals,  you  justify  it  by  saying.  Oh  ! but 
these  distances  are  not  the  distances  that  we 
travel  over  ; Ave  may  travml  over  a longer  route. 
As,  1 understand,  that  is  the  substance  of  your 
contention  ? — I think  I just  admitted  that  Avhere 
the  rate  and  the  distance  are  in  the  book,  Ave  are 
bound  by  that  rate  and  by  that  distance.  But  I 
am  contending  in  principle  for  this,  that  there  is 
no  obligation  upon  us  to  adopt  the  shortest  route, 
nor  that  Ave  are  compelled  upon  the  longer  route 
to  charge  the  rates  applicable  in  the  case  of  the 
shorter  route. 

Mr.  Barclay. 

14632.  Your  company  is  one  of  the  parties  to 
the  Midland  Association,  is  it  not? — We  are; 
but  there  is  a Midland  association  Avhich  comprises 
certain  railways  and  canal  companies,  and  betAveen 
those  l aihvays  and  canal  companies  there  exists 
in  the  Midland  district  an  arrangement,  more  a 
parole  agreement  than  anything  else,  for  the  pur- 
pose of  fixing  the  rates  by  railAvay  and  canal. 

14633.  Is  not  that  agreement  on  paper  ? — It  is 
not  an  agreement. 

14634.  The  arrangement,  or  Avhatever  you  like 
to  call  it,  is  not  paper,  is  it  ? — It  is  embodied  in 
the  minutes  of  the  association,  and  it  is  acted 
upon,  as  I have  explained,  upon  the  principle  of 
other  conferences  in  fixing  the  rates  between  cer- 
tain seaports  and  other  places. 

14635.  Would  you  object  to  put  in  a copy  of 
the  minute  or  arrangement,  whatever  it  may  be  ? 
— I have  a copy  of  the  minutes,  but  it  is  more 
voluminous  than  the  proceedings  of  this  Com- 
mittee, Avhich  are  already  of  great  size. 

14636.  Then  there  is  the  Humber  agreement? 
— We  are  a i)arty  to  the  Humber  agreement. 

14637.  Is  that  a specific  agreement? — It  is  an 
agreement  between  the  Lancashire  and  Yorkshire, 
the  Sheffield,  the  London  and  North  Western, 
and  the  North  Eastern  Railway  Companies,  and 
I think  certain  carriers  for  carrying  tlie  traffic 
betAveen  Manchester  and  Liverpool  and  the 
Humber  ports. 

14638.  Will  you  put  in  a copy  of  that  agree- 
ment ? — I should  like  to  say  that  the  agreement 
is  really  for  a division  of  the  traffic  as  betAveen 
the  companies  concerned ; there  are,  as  parties  to 
the  agreement,  three  other  companies ; and  I 
could  not  without  their  consent  (the  Committee 
may  order  it  if  they  wish)  undertake  to  put  in 
that  agreement. 
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Chairman. 

14639.  You  claim  the  right  to  use  the  longer 
route  between  two  points  if  you  choose ; but  I 
suppose  you  would  not  claim  the  right  to  refuse 
the  shorter  route  to  one  party  if  you  gave  it  to 
any ; if  you  carried  any  goods  at  all  by  the 
shorter  route  you  would  consider  yourself  bound 
to  carry  all  goods  by  that  route? — Not  all 
goods. 

14640.  All  goods  of  the  same  descrijition.  You 
would  not  claim  the  right  to  send  one  trader  by 


Chairman — continued. 

the  short  route  and  another  round  by  the  longer 
route? — No,  I think  that  would  not  be  dealing 
with  them  equally  under  similar  circumstances. 

Mr.  Bolton. 

14641.  Does  not  that  amount  to  this,  that  the 
completion  of  a new  and  shorter  route  between 
two  places  does  not  compel  the  railway  companies 
to  close  the  longer  route  ? — That  is  what  I con- 
tend. 
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Chairman. 

14642,  You  are,  as  we  know,  the  General 
Mana,ger  of  the  North  Eastern  Railway  Comjiany  1 
— I am. 

14643.  In  your  examination  to-day,  you  wish 
to  begin  by  referring  to  the  several  points  raised 
in  the  evidence  which  has  been  given  before  this 
Committee,  affecting  the  North  Eastern  Railway 
Company,  before  going  to  the  general  question, 
will  you  therefore  turn  first  to  Question 
No.  1045,  and  the  answer  given  by  Mr. 
Rowlandson  ? — Mr.  Rowlandson  gave  some  illus- 
trations of  what  he  considered  to  be  inequalities 
and  anomalies  in  rates,  which  are  pretty  well 
summed  up  in  Question  1045,  and  the  answer  to  it. 
The  question  was,  “ Can  you  give  me  one  parti- 
cular illustration  of  a railway  company  carrying 
a much  longer  distance  at  a cheaper  price  than 
for  a shorter  distance,  in  which  an  individual 
availed  himself  of  this  peculiarity  of  the  railway 
company?”  and  the  answer  was  “ I cau,  A large 
cattle  dealer  in  the  autumn  of  1880  purchased 
between  200  and  300  head  of  grazing  steers  in 
Wensleydale  for  a dealer  at  Kelso ; he  naturally 
intended  to  truck  these  cattle  at  the  stations 
close  to  the  farms  ofi’  which  they  were  bought, 
or  at  Leyburn,  a few  miles  nearer  their  destina- 
tion ; but  he  found  that  by  walking  the  cattle 
12  or  13  miles  up  the  valley  in  the  opposite 
direction,  and  trucking  them  at  Hawer  Junction, 
he  could  save  6 s.  9 d.  per  waggon,  although 
the  cattle  when  in  the  trucks  had  to  pass  through 
the  farms  off  whieh  they  were  bought,  and  |)ast 
Leyburn,  where  he  intended  to  have  trucked 
them.  Hawes  Junction  is  whei’e  the  Midland 
and  North  Eastern  Railways  joiu.”  Now  the 
explanation  of  that  is  this,  first  of  all  I may  say 
that  Mr.  Rowlandson  has  made  a mistake  in 
saying  Hawes  Junction  ; he  ought  to  have  said 
Hawes  Town.  But  the  point  in  the  case  is  this, 
it  is  true  that  from  Plawes  to  Kelso,  by  Leyburn, 
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the  distance  is  174  miles,  and  from  Leyburn  to 
Kelso  158;  that  so  far  bears  out  Mr.  Rowlandson’s 
contention ; but  then  the  distance  by  the  Mid- 
land route  from  Hawes  to  Kelso  is  127  miles, 
there  is,  therefore,  an  alternative  route  much 
shorter  than  the  North  Eastern  Company’s  line 
affords,  consequently  it  amounts  to  this,  that 
when  Mr.  Rowlandson’s  cattle  dealer  got  his 
cattle  to  Hawes,  he  had  the  option  of  sending 
them  by  a route  127  miles  long,  or  of  sending 
them  by  the  North  Eastern  174  miles  at  the 
same  rate.  It  was  simply  a privilege  which  the 
North  Eastern  Company  accorded  to  the  cattle 
dealer,  that  if  he  liked  to  send  his  cattle  the 
longer  distance  at  the  short  rate  he  might  do  so. 
If  the  North  Eastern  Railway  Company  had  not 
given  a facility  of  that  kind,  there  would  have 
been  no  ground  of  complaint ; that  is  the  ex- 
planation of  the  matter. 

14644.  You  would  put  it  this  way,  that  Mr. 
Rowlandson’s  dealer  was  so  situated  geogra- 
phically that  he  had  not  that  option  on  the  spot ; 
but  by  driving  the  cattle  a certain  distance  by 
road,  he  could  put  himself  into  a position  to 
exercise  the  option  if  he  liked  ? — Yes ; and  in 
this  particular  instance  having  driven  the  cattle 
up  the  valley  to  Hawes,  he  elected  to  send  them 
by  the  longer  route  ; and  as  I say,  if  that  facility 
had  not  been  given,  there  would  have  been  no 
suggestion  of  a complaint. 

14645.  In  No.  10552,  Mr.  Bell  gives  an 
answer  about  manure,  to  which  I believe  you 
wish  to  refer? — At  Question  and  Answer  No. 
10552,  and  following,  there  are  some  statements 
with  reference  to  the  manure  rates,  and  then  it 
is  stated  at  10557  that  one  of  the  farmers  had 
informed  Mi-.  Bell  that  after  a certain  date  they 
ceased  to  take  corporation  manure.  The  best 
answer  to  that  is  that  out  of  Newcastle  and 
Gate®head,  in  the  year  1880,  43,900  tons  of  raa- 
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Chairman — continued. 

nure  were  taken ; the  year  1880  was,  as  every- 
one knows,  a year  of  great  depression  In  agri- 
culture, but  I have  looked  back  as  far  as  1875, 
when  the  condition  of  agriculture  was  exactly 
the  reverse,  and  I find  the  quantity  taken  was 
44,139  tons,  or  only  200  tons  more  in  1875  than 
in  1880. 

14646.  Then  in  answer  to  Question  10558, 
Mr.  Bell  states  that  a large  quantity  of  this  ma- 
nure is  actually  taken  down  the  Tyne  and  thrown 
into  the  sea  ; have  you  anything  to  say  as  to  that 
statement?— In  1880,  I find  from  my  inquiries 
that  no  manure  was  taken  into  the  sea.  The 
railway  company  and  the  corporation  of  New- 
castle are  on  very  friendly  terms ; we  had  a de- 
putation from  them  upon  this  subject,  and  it  was  in 
effect  pointed  out  to  them  that  as  it  cost  them  8 c?., 
per  ton  to  carry  it  to  the  sea,  and  that  as  they  were 
charging  the  farmers  for  that  delivered  to  the 
railway  6 c?.  a ton,  they,  by  a judicious  arrange- 
ment, might  possibly  extend  the  area  over  which 
the  manure  might  be  sent. 

14647.  As  a matter  of  fact  has  that  arrange- 
ment been  made  ? — No  ; things  remained  just  as 
they  were. 

14648.  But  still  you  say  no  manure  was  taken 
to  sea? — No  manure  was  taken  to  sea  in  1880; 
in  1879  some  was  taken  to  sea. 

14649.  If  no  arrangement  was  made  for  the 
farmers  to  receive  it  on  more  advantageous  terms, 
why  was  not  manure  taken  to  sea  in  1880,  as  it 
was  in  1879  ? — I could  not  not  explain  it  specifi- 
cially ; I can  only  state  the  fact  that  none  was 
taken  to  sea  in  1880,  whereas  in  1879  some  was. 

Sir  Baldwyn  Leighton. 

14650.  What  description  of  manure  would  this 
be? — Street  sweepings  and  stable  manui'e;  of 
course,  it  must  be  borne  in  mind  that  the  area  of 
the  towns  is  increasing,  but  the  area  of  the  land 
does  not  increase,  so  we  may  expect  to  find  a consi- 
derable pressure  on  the  part  of  coiqtorations  to 
find  a market  for  town  refuse. 

Chairman. 

14651.  What  do  you  charge  for  manure  on 
your  railway  ? — The  present  rate  for  manure  for 
a distancee  of  16  miles  is  1 s,  9 d.  per  ton ; for 
20  miles,  2 s.  2d.-,  and  for  31  miles,  2s.  7 d. 

Mr.  Monk. 

14652.  Do  you  charge  any  lower  sum  than 
what  you  charge  for  16  miles  — Yes  ; we  charge 
for  11  miles  1 s.  8 d.,  it  comes  down  gradually  ; 
but  for  the  long  distances  we  charge  a lower 
rate  ; we  have  gone  into  the  matter  very  care- 
fully with  the  view,  as  far  as  possible,  of  extend- 
ing the  area  over  which  the  farmers  might  take 
the  manure. 

Chairman. 

14653.  The  rate  you  have  quoted  includes 
everything,  does  it  not?  — Yes;  it  includes 
everything. 

14653.  Will  you  now  turn  to  the  question  of 
the  carriage  of  cattle  from  the  market  at  New- 


Chairman — continued. 

castle,  to  which  hlr.  Kowlandson  and  Mr.  Bell  both 
refer,  and  state  what  you  have  to  say  about  it?  — 
There  are  references  to  that  at  Questions  Nos. 
1116  (in  Mr.  Rowlandson’s  evidence),  and 
10578  (in  Mr.  Bell’s  evidence).  Summarising 
their  evidence,  they  stated  that  foreign  cattle 
out  of  Newcastle  market  are  charged  at  a less 
rate  than  English  cattle.  Now  that  is  a mis- 
take ; the  fact  is  that  if  foreign  cattle  are 
taken  into  the  market  and  exhibited  in  the 
market  for  sale,  so  far  as  we  are  concerned 
they  lose  their  identity  altogether ; they  cease  to 
be  anything  different  from  ordinary  cattle.  Per- 
haps the  best  illustration  of  that  may  be  this, 
Newcastle  market  is  held  on  a Tuesday,  and  I 
have  had  the  papers  looked  up  with  reference  to 
the  quantity  of  cattle  sent  at  the  import  rate  ; 
and  I find  that  95  per  cent,  of  the  whole  quantity 
sent  away  from  Newcastle  at  the  import  rate, 
were  sent  away  on  Monday,  the  day  before  the 
market  day. 

14654.  But  that  does  not  prove  that  the  other 
5 per  cent,  might  not  have  been  shown  in  the 
market  upon  the  T uesday  and  sent  at  the  foreign 
rate  ? — What  I can  say  upon  that  subject  is  this, 
that  two  years  ago  there  were  some  cattle  sent 
away  from  the  market  and  charged  at  the  ordinary 
English  rate,  and  some  questions  were  raised 
about  it ; certain  parties  claimed  that,  being 
foreign  cattle,  they  should  be  charged  at  the 
lower  price,  although  they  had  been  in  the  market, 
and  we  declined  to  admit  that  claim.  Instruc- 
tions of  a special  character  were  then  given  to 
our  agents  at  the  market  that  they  were  not 
under  any  circumstances  to  deviate  from  the 
understood  regulations.  That  was  about  two 
years  ago,  and  I have  inquired,  since  Mr.  Row- 
landson and  Mr.  Bell  made  their  statements,  of 
our  agents  at  Newcastle,  and  they  assure  me  that, 
unless  by  some  process  of  deception,  no  foreign 
cattle  have  been  sent  away  from  Newcastle  which 
have  been  shown  in  the  market  at  less  than  the 
English  rate. 

Mr.  Barclay. 

14655.  Do  both  descriptions  of  cattle  go  from 
the  same  stations  ? — They  are  loaded  at  the  same 
place. 

Mr.  Baldwyn  T^eighton. 

14656.  Judging  by  what  you  say,  you  do  not 
deny  that  there  are  two  rates ; but  what  you 
deny  is,  that  there  are  two  rates  out  of  the 
market? — I do  not  deny  that  there  are  two  rates, 
an  im|)ort  and  a local  rate,  but  what  I do  deny  is, 
that  when  cattle  have  been  shown  in  the  market 
there  are  lower  rates  applied  to  foreign  than  to 
English  cattle. 

O 

Chairman. 

14657.  With  regard  to  the  statement  by  Mr. 
Bell  upon  the  same  subject,  that  when  the  New- 
castle market  was  over-stocked  the  dealers  could 
send  the  foreign  cattle  to  Hull,  you  wished  to  say 
something,  I believe? — That  merely  perhaps 
illustrates  the  somewhat  loose  way  in  -which  evi- 
dence is  given  ; the  Hull  market  happens  to  be 
upon  the  same  day  as  the  Newcastle  market, 

therefore. 
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Chairman — continued. 

therefore,  having  had  a bad  market  at  Newcastle 
they  could  not  send  them  right  olF  to  Hull  to 
show  them  at  the  Hull  market ; they  must  keep 
them  a week  somewhere,  and,  as  a matter  of  fact, 
in  the  last  12  months,  there  have  been  only  10 
trucks  of  cattle  sent  from  Newcastle  to  Hull. 

14658.  Of  those  10  waggons,  how  many  were 
forwarded  on  Mondays,  the  day  before  the  New- 
castle market,  and  how  many  on  the  Tuesday  or 
the  Wednesday  ? — Seven  out  of  the  10  were  foi’- 
warded  on  Mondays,  and  three  waggons  were 
sent  off’ on  Tuesdays  and  Wednesdays. 

14659.  I think  you  have  admitted  that  there 
is  a considerable  difference  between  the  rates  for 
the  home  and  imported  live  stock  from  Newcastle; 
I do  not  know  whether  you  wish  to  go  into  any 
detailed  answer  with  respect  to  the  rates  ? — 
There  is  a difference  between  the  rate  for  foreign 
cattle  imported  and  sent,  as  I have  explained, 
direct,  and  the  rates  for  cattle  which  are  the  pro- 
duce of  the  district. 

14660.  Is  the  rate  the  same  for  all  stock  raised 
in  Great  Britain  ? — No,  it  is  not;  if  you  take  the 
rate  for  stock,  say  to  Wakefield,  the  local  cliarge 
from  Newcastle  is  2Z.  17s.  3d.  per  waggon,  if 
cattle  are  sent  from  Aberdeen  to  Wakefield,  the 
proportion  accruing  in  respect  of  the  railway 
distance  between  Newcastle  and  Wakefield 
would  be  2Z.  10  s.  IcZ.,  and  if  they  are  sent  from 
some  place  in  Scotland  further  off  than  Aber- 
deen, the  proportion  would  be  2 Z.  1 s.  7 d. 

14661.  Then  to  finish  up  that,  will  you  give 
the  Committee  the  charge  for  foreign  cattle  ? — It 
is  1 Z,  16  s.  for  foreign  cattle  from  Newcastle  to 
Wakefield. 

Mr.  Barclay. 

14662.  In  the  case  of  the  Scotch  traffic,  it  is  a 
portion  of  a through  rate  which  you  get,  and  in 
the  case  of  the  Newcastle  traffic  it  is  a local  rate  ? 
— Yes,  the  figure  I have  given  from  Aberdeen 
and  the  Muir  of  Ord  is  our  portion  of  the  through 
rate. 

14663.  And  from  Newcastle  to  Wakefield  it 
is  a local  rate? — It  is  the  ordinary  local 
rate. 

Chairman. 

14664.  Then,  in  fact,  the  principle  that  you 
apply  to  foreign  cattle  is  that  you  treat  those 
places  like  Denmark  and  the  north  of  Europe  in 
the  same  way  as  you  treat  any  other  points  from 
which  cattle  come  a long  way  off? — Yes,  the 
principle  is  simply  that  having  come  a long  dis- 
tance, the  import  rate  is  lower ; in  fact,  if  there 
had  been  a railway  to  Denmark  so  that  cattle 
could  have  been  sent  from  Denmark  to  Wakefield 
by  railway,  the  division  of  a through  rate  in  that 
case  would  have  brought  out  pretty  much  the 
result  that  we  charge  for  foreign  cattle  from  New- 
castle to  Wakefield. 

Mr.  Barclay. 

14665.  Are  not  there  some  cattle  which  come 
to  Newcastle  from  Aberdeen?— I do  not  think 
they  would  come  by  sea. 
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14666.  Would  they  be  entitled  to  be  sent  for- 
ward at  the  cheap  rate  if  they  came,  say,  to 
Newcastle  for  Wakefield? — I am  not  aware  that 
any  have  come  to  Newcastle  with  the  view  of 
being  sent  forward. 

Chairman. 

14667.  You  would  point  out  that  Newcastle  is 
not  the  only  port  at  which  cattle  could  be  landed 
from  the  Continent?  — No,  there  are  several 
others;  there  are  Hartlepool,  Hull,  and  Grimsby, 
in  fact  foreign  cattle  may  come  in  at  almost  any 
place. 

14668.  And  how  do  the  rates  stand  from  those 
ports  compared  to  the  Newcastle  rates ; are  they 
lower  or  higher,  or  the  same  ? — They  are  rather 
lower. 

14669.  How  long  has  this  arrangement  lasted? 

The  arrangement  with  reference  to  Newcastle 
has  been  in  operation  for  12  years.  When  the 
steamboat  owners  commenced  the  trade  they 
applied  to  us  to  give  them  some  little  assistance, 
and  therefore  we  gave  them  rates  which  were 
somewhat  higher  than  those  from  Hull,  and  some- 
what higher  th  an  those  from  W est  Hartlepool.  The 
Hull  rate  to  Wakefield  would  be  30  s.  3 d.,  and 
we  gave  them  36  s.;  and  West  Hartlepool  and 
Grimsby  are  just  about  the  same.  It  is  no  new 
arrangement;  it  has  been  in  operation  for  12 
yeax’s. 

14670.  Now,  will  you  go  to  the  next  question 
of  the  same  description,  namely,  as  to  the  rates 
for  imported  grain  ? — The  same  principle  applies 
there  ; but  I may  say  that  taking  West  Hartle- 
pool and  Tyne  Dock,  which  have  been  mentioned, 
as  a matter  of  fact,  speaking  of  it  in  general 
terms,  there  is  no  English  grain  sent  from  those 
places  ; we  hav'e  an  import  I'ate,  and  the  chai’ge 
is  7 s.  1 1 (Z.  per  ton. 

14671.  4 hat  is  to  Leeds,  is  it  not? — To  Leeds 
for  foi’eign  grain;  the  same  rate  applies  to  vai'ious 
ports.  ^ I find  that  grain  is  sent  from  a vai'iety  of 
places  in  Scotland  at  through  rates,  taking  Perth, 
Aberdeen,  Inverness,  and  Thurso  ; the  average 
rate  which  we  get  from  those  four  places  in 
respect  of  the  distance  between  Newcastle  and 
Leeds,  is  7 s.  3 d.  per  ton  as  a proportion  of  the 
through  rate  ; if  we  add  Dunbar  along  with  them, 
then  the  average  is  7 s.  9d.,  as  against  10  s.  for 
the  local  grain,  while  our  foreign  rate  is  7 s.  1 1 xZ. 
per  ton. 

Mr.  Barclay. 

14672.  Would  you  mention  what  mileage  you 
have  in  the  two  cases  ? — The  distance  from  New- 
castle to  Leeds  is  about  100  miles. 

14673.  And  where  do  you  take  the  delivery  of 
the  Scotch  traffic? — From  Newcastle  in  this  cal- 
culation. 

14674.  Do  not  you  cari-y  it  from  Berwick  ? — 
Yes,  we  carry  it  from  Berwick ; but  I am  now 
giving  the  proportion  of  the  through  i*ate  which 
falls  to  the  distance  over  which  we  cai’ry  the 
foreign  grain. 

14675.  But  I wish  you  to  mention  to  the  Com- 
mittee the  respective  mileage  that  you  have  in 
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the  two  cases  ; in  the  one  case  yon  have  a 
mileage  from  BeiAvick  to  Leeds  of  how  much  ? — 
Hie  distance  is  about  160  miles  in  round 
figures. 

14670.  And  from  Newcastle  about  100?— A^es, 
from  Newcastle  it  is  about  100  miles  ; but  what 
I Avas  pointing  out  Avas  that  the  same  princijile 
applies  as  apjilies  to  cattle.  Foreign  grain  comes 
into  NeAvcastle  port,  and  Ave  do  as  Mr.  IfoAvland- 
son  said,  charge  a rate  for  foreign  grain,  Avhich  is 
loAA'er  than  for  the  local  grain. 

14677.  When  you  brin<x  in  the  Scotch  ques- 
tion you  liave  this  further  difference,  that  you 
have  in  the  one  case  a lead  of  150  miles,  and  in 
the  other  of  only  100  miles? — That  is  the  inci- 
dence as  far  as  Ave  are  concerned  ; but  the  figures 
I have  given  are  simply  the  jiroportions  Avhich 
contrast  Avith  the  particular  foreign  rate. 

14678.  You  take  about  tAvo-thirds  of  the  sum 
you  get  out  of  the  Scotch  traffic  to  compare  AA'ith 
the  Newcastle  and  Leeds  traffic? — I take  the 
exact  mileage  proportion,  as  if  our  line  com- 
menced at  Newcastle. 

Chairman. 

14679.  Then  the  Avater  conveyance  inland,  I 
suppose,  influences  your  rate  for  conveyance 
from  ])orts  on  the  east  coast? — No  doubt  the  cost 
at  Avhich  foreign  grain  can  be  carried  inland, 
really  affects  the  rates  which  can  be  got  from  any 
of  the  places;  take  Hull,  that  has  the  Aire  and 
Calder  navis>ation,  Avhich  is  perhaps  the  best 
navigation  in  the  kingdom,  and  the  rates  upon 
the  Aire  and  Calder  are  considerably  less  to 
Leeds,  than  Is.  11  d.  ; consequently,  if  the  rates 
by  rail  Avere  put  up  to  the  various  |)orts,  the  effect 
Avould  be  to  tliroAV  tbe  traffic  upon  the  navigation  ; 
it  Avould  not  benefit  anybody  excejrt  those  who 
OAvn  the  Avater  communication. 

14680.  Noav  you  Avish  to  give,  and  I think  it 
is  necessary  that  you  should  give,  some  ansAverto 
the  representation  of  the  two  gentlemen  Avho 
come  from  Hull,  namely,  Air.  Crotrian  and  Air. 
Alassev,  and  I would  ask  you  to  do  it  as  shortly 
as  you  can? — Mr.  Grotrian  and  Air.  Alassey 
came,  I think,  to  complain  that  the  rates  from 
Hull  and  AVest  Hartlepool  Avere  substantially 
the  same,  the  distance  from  AYest  Hartlepool 
being  greater  to  certain  places  than  from  Hull ; 
I should  like  to  give  a preliminary  explanation 
bearing  iqion  the  question,  and  I will  do  it  as 
shortly  as  I can;  at  the  same  time  it  is  necessary 
to  the  proper  understanding  of  this  matter,  that 
the  circumstances  1 am  about  to  mention  sbould 
be  borne  in  mind.  The  North  Eastern  Kailway 
as  it  is  at  jnesent  constituted,  or  rather,  I should 
say,  as  it  Avas  constituted,  Avhen  it  took  the  name 
of  the  North  Eastern  RailrA-ay,  is  an  amalgama- 
tion of  several  important  lines.  The  first  Avas  a 
line  Avhich  Avas  called  the  Leeds  Northern,  Avhich 
extended  from  Leeds  in  a northerly  direction  to 
Stockton,  Avhere  it  joined  a raiNvay  knoAvnas  the 
AVest  Hartlei)Ool  Kailway,  and  thus  formed  an 
independent  communication  betAveen  the  W'^est 
Kiding,  Stoedtton,  Aliddlesbro’,  and  Ilaitlepool. 
When  1 say  “ independent,”  I mean  independent 
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of  the  other  companies  that  I am  about  to  refer  to, 
the  Leeds  Northern  Avas  opened  in  1849,  partly, 
and  in  1852,  completely.  At  that  time  the 
traffic  Avas  Avorked,  of  course,  over  the  indepen- 
dent railway.  Another  of  the  railways  em- 
braced in  the  amalgamation  was,  the  York, 
NcAvcastle,  and  BerAvick,  Avhich  extended  from 
York  to  Berwick,  and  took  in  all  the  lines  in  the 
neighbourhood  of  the  Tyne.  The  third  line  Avas 
the  A^ork  and  North  Alidland,  Avhich  had  a line 
from  A^ork  to  Normanton,  and  from  Leeds  to 
Hull,  Avith  various  branches  in  the  East  Riding. 
The  position  of  affairs  at  that  time  Avas  that 
the  Leeds  Northern  Raihvay  Avas  an  indepen- 
dent communication  between  the  manufacturing 
districts  and  the  sea.  The  A^ork  and  North  Alid- 
land Railway  formed  an  independent  communica- 
tion, likcAvise  betAveen  the  manufacturing  dis- 
tricts and  the  sea  by  Avay  of  Hull,  while  the 
ports  of  tbe  Tyne  and  Sunderland  Avere  practi- 
cally under  the  control  of  the  York,  NeAvcastle, 
and  BerAvick  Railway.  The  amalgamation  took 
place  in  the  year  1854,  and,  as  might  naturally 
be  supposed,  Avhen  the  amalgamation  Avas  pro- 
posed certain  parties  in  the  north,  and  especially 
the  AVest  Hartlepool  Railway  (an  undertaking 
Avhich  Avas  not  proposed  to  be  amalgamated), 
raised  the  question  Avhether  if  all  those  raihvays 
Avere  amalgamated  into  one,  and  the  entire 
control  of  the  ports  upon  the  east  coast  placed 
in  the  hands  of  one  company,  and  if  the  Avhole 
influence  of  that  company  Avere  allowed  to 
centre  in  Hull,  Avhether  their  position  which  had 
been  established  Avhile  the  lines  Avere  independent, 
Avould  l)e  maintained.  Those  who  had  charge  of 
that  amalgamation  had  no  idea  at  the  the  time 
that  they  Avere  proposing  anything  injurious  to 
any  of  the  ports  on  the  cast  coast,  and  the 
Hartlepool  people  Avere  given  to  understand 
that  Avhatever  advantage  had  been  secured  to 
them  Avhile  the  lines  Avere  independent, 
Avould  be  continued  under  a system  of  amalgama- 
tion ; and  likewise,  generally,  evidence  Avas 
given,  that  it  Avould  be  of  advantage  to  the  public 
that  they  should  have  a free  choice  of  ports ; 
on  that  principle  Ave  have  acted  ever  since. 
AVe  have  continued  up  to  the  present  time  what, 
in  principle,  Avas  established  before  the  lines  Avere 
amalgamated  ; I know  there  is  a controversy  with 
Hull  about  it,  because  they  took  the  view  that  as 
soon  as  Ave  had  amalgamated  the  three  raihvays, 
and  obtained  complete  poAver,  Ave  ought  to  have 
altered  the  relations  Avhich  Hartlepool,  and  other 
places,  had  previously  occujued,  as  regards  Hull, 
and  have  raised  the  I’ates  to  Hartlepoul,  or  re- 
duced therates  to  Hull ; at  all  events,  that  Ave 
ought  to  have  destroyed  that  system  Avhich  had 
existed  Avhile  the  lines  Avere  independent. 

Air.  Monh. 

14681.  Have  you  left  the  rates  exactly  as  they 
Avere  relatively  before  the  amalgamation  ? — They 
are  r'elalively  the  same  ; 1 may  say  that  I Avas 
manager  of  the  Leeds  Northern  Raihvay  at  the 
time,  and  I fixed  it,  as  far  as  possible,  that 
the  rates  should  be  the  same  to  Hartlepool  as  to 
Hull,  for  the  simple  reason,  that  if  they  had  not 
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l)oen  so  fixed,  Hartlepool  could  not  have  suc- 
cessfully competed  for  any  portion  of  the  trade, 
and  we  have  continued,  as  I said,  under  the 
amalgamation  the  system  adopted  when  tlie  lines 
were  independent. 

Loi'd  Randolph  Churchill. 

14682.  When  the  Hartlepool  Railway  existed 
as  an  independent  line,  did  they  own  the  docks 
at  Hartlepool,  or  have  they  been  made  since  the 
amalgamation?— The  West  Hartlepool  Railway 
was  an  independent  railway  in  1852  ; they  had 
two  docks  at  that  time.  AfteiAvards  the  West 
Hartlepool  constructed  another  dock,  and  it  re- 
mained independent  until  1865,  when  the  North 
Eastern  Company  amalgamated  the  West  Hartle- 
jiool  undertaking,  which  consisted  of  these  docks 
and  40  or  50  miles  of  railway. 

Chairman. 

14683.  You  say  it  was  a distinct  understand- 
InfT  at  the  time  of  the  amalgamation,  that  these 
relative  proportions  of  rates  should  be  main- 
tained ? — It  was. 

Mr.  Barnes. 

14684.  What  was  the  object  of  the  amalga- 
mation, if  the  rates  were  not  to  be  somewhat 
assimilated  too? — The  object  of  the  amalgama- 
tion of  1854  was  to  enable  the  companies  to 
work  the  whole  district  better  than  they  could 
independently. 

14685.  Still  taking  the  seperate  rales  from  each 
line  ? — If  you  refer  to  the  tolls,  the  tolls  were 
equalised  in  1854 ; but  the  actual  relative 
charges  it  was  understood  should  be  maintained. 
In  other  words,  that  the  amalgamation  was  not  to 
have  the  effect  of  placing  the  northern  districts 
in  a less  favourable  position  than  they  had  se- 
scured  for  themselves  while  the  lines  were 
independent. 

Chairman. 

14686.  Was  this  agreement  embodied  in  any 
formal  instrument  ? — No,  it  was  not  embodied  in 
any  instrument. 

14687.  It  was  merely  a verbal  undertaking  be- 
fore the  Committee  ? — It  was  a verbal  explana- 
tion that  was  given.  Evidence  was  given  before 
the  Committee  upon  the  Amalgamation  Bill  that 
public  advantage  would  arise  from  the  fact  that 
those  ports  would  be  placed  in  an  equal  position, 
and  that  the  public  would  have  a distinct  advan- 
tage in  having  the  choice  of  ports. 

Mr.  Pease. 

14688.  In  fact  witnesses  came  from  Hartlepool 
to  give  evidence  in  favour  of  amalgamation  on 
that  understanding? — Yes,  they  did. 

Mr.  Monk. 

14689.  Did  Hull  oppose? — To  the  best  of  my 
recollection  Hull  did  not  oppose. 

Mr.  Pease. 

14690.  Has  your  attention  been  called  to  that 
paragranh  of  the  Report  of  the  Joint  Committee  of 

0.54.  ‘ 


Mr.  Pease — continued. 

1872,  which  refers  specially  to  the  case  of  the 
North  Eastern  Amalgamation  ? — The  paragi’aph 
to  which  my  attention  has  been  directed  is  on 
page  27  of  the  Rej)ort  of  the  Joint  Committee  of 
1 872.  After  referring  to  amalgamation  generall}'’, 
the  Report  goes  on  “ The  case  of  the  North 
Eastern  is  a striking  illustration.  That  railway, 
or  system  of  railways,  is  composed  of  37  lines, 
several  of  which  formerly  competed  with  each 
other.  Before  their  amalgamation  they  had, 
generally  speaking,  high  rates  and  fares,  and  low 
dividends.  The  system  is  now  the  most  com- 
plete monopoly  in  the  United  Kingdom  ; from 
the  Tyne  to  the  Humber,  with  one  local  excep- 
tion, it  has  the  country  to  itself,  and  it  has  the 
lowest  fares  and  the  highest  dividend  of  any  large 
English  railway.  It  has  had  little  or  no  litiga- 
tion Avith  other  companies.  Whilst  complaints 
have  been  heard  from  Lancashire  and  Yorkshire, 
Avhere  there  are  so  called  conqjetlng  lines,  no 
witness  has  appeared  to  comi)lain  of  the  North 
Eastern  ; and  the  general  feeling  in  the  district 
it  serves  appears  favourable  to  its  management. 
It  is,  however,  to  be  observed  that  there  is  a 
peculiar  feature  in  this  case  which  probably  has 
some  effect  in  producing  this  liberal  management 
and  general  satisfaction,  viz.,  that  the  local  public 
and  traders  of  the  district  are  largely  represented 
both  on  the  direction  and  at  the  meetings  of  the 
shareholders. 

Mr.  Barclay. 

14691.  The  Hull  people  had  not  been 
awakened  to  their  disadvantage  at  that  time? — 
There  has  been  considerable  agitation  recently  in 
Hull  in  which  one  gentleman  has  taken  specially 
the  lead,  and  I took  the  trouble  to  cojAy  out  what 
he  said  in  relation  to  this  matter,  before  the 
Committee  on  the  Hull  and  Barnsley  Bill,  on 
what  he  called  equal  rates  ; he  said,  “We  con- 
ceive that  Avhen  the  companies  Avhich  are  noAV 
amalgamated  into  the  North  Eastern  were  on 
their  own  footing  and  independent,  the  fact  that 
there  were  equal  rates  from  Hull  and  from 
Hartlepool  to  a common  destination  was  the 
inevitable  effect  of  the  competition  which  those 
companies  carried  on  between  each  other,  but 
Avhen  amalgamation  took  place  those  rates  should 
have  been  revised,  otherwise  the  result  would  be 
the  retention  of  competition  in  its  worst  form, 
namely,  between  the  component  parts  of  the  same 
system  which  an  amalgamation  into  one  system 
should  have  been  in  all  fairness  treated  alike.” 
That  was  stated  by  the  leader  of  the  Hull  peo{)le; 
the  meaninsr  of  it  being  this,  that  as  long  as  the 
lines  w'ere  independent,  equal  rates  were  a neces- 
sary condition ; but  that  as  soon  as  Parliament 
had  given  us  power  to  treat  both  places  as  wm 
thought  right,  we  ought  then  to  have  destroyed  the 
advantages  w'hich  Hartlepool  had  enjoyed  while 
the  lines  Avere  independent.  To  that  vieAv  Ave 
have  never  been  able  to  assent,  and  hence  it  is 
that  those  two  Avitnesses  come  from  Hull  to  re- 
peat the  very  oft-told  tale  about  these  equal 
rates. 

Lord  Randolph  Churchill. 

14692.  The  contention  of  the  Hull  people  Avas 
that  the  rates  from  Hull  to  the  north  Avere  very 
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high,  as  compared  with  the  rates  from  Hartlepool 
to  the  south,  and  that  if  the  rates  from  Hull  to 
the  north  had  been  lowered  that  would  have  re- 
moved much  of  their  ground,  as  I understood  it  ? 
— I think  that  was  hardly  the  case.  I may  state, 
shortly,  that  we  maintained  the  relative  position  ; 
we  did  not  alter  the  relative  position  of  the  two 
places;  but  I know  Mr.  Grotrian  said, in  answer 
to  a question  of  a general  character,  that  we  did 
thiugs  which  were  very  unfair  to  Hull.  I think 
that  was  in  answer  to  Question  9611. 

Mr.  Monk. 

14693.  I think  the  purport  of  the  evidence  of 
the  Hull  witnesses  was  that  the  North  Eastern 
Eailway  Company  nursed  the  Tyne  ports,  whilst 
it  did  not  so  nurse  the  ports  of  the  Humber  ; do 
you  deny  that? — I entirely  deny  that  we  do  any- 
thing at  all  in  the  shape  of  nursing.  I was  just 
going  to  explain  that,  although  the  term  “ equal 
rates  ” is  used,  the  rates  are  really  not  equal, 
because  at  Hull  the  same  charge  includes 
more  than  it  does  at  Hartlepool ; there  is  a dif- 
ferent mode  of  doing  business  there.  At  Hull, 
a ship  comes  in  with  grain,  it  is  unloaded  over 
side  or  a great  deal  of  it  is,  into  barges  ; we  have, 
ourselves,  a number  of  these  barges,  which  we 
send  alongside  the  ship  and  take  them  round  to  a 
wharf  which  we  have  of  our  own,  and  there  load 
into  waggons,  and  our  charge  at  Hull  includes 
that. 

14694.  Do  you  separate  those  charges  to  the 
consignees  so  as  to  let  them  know  what  they  are 
paying  the  extra  charge  at  Hull  for? — No,  we 
do  not. 

14695.  Therefore  it  is  not  at  all  unnatural,  is 
it,  that  they  should  think  they  are  hardly  treated 
by  1 laving  to  pay  a larger  sum  for  a shorter  dis- 
tance ? — I should  take  it  that  the  Hull  people 
know  all  that  perfectly  well. 

14696.  Have  you  explained  that  to  them  in 
correspondence,  or  otherwise  ? — Yes,  I think  they 
understand  it  perfectly  well. 

Mr.  Pease. 

14697.  Could  you  say  in  how  many  Commit- 
tees of  the  House  of  Commons  you  have  given 
evidence  upon  this  question  ? — I should  think 
that  I am  giving  the  same  explanation  for  the 
sixth  time,  at  least. 

Mr.  Barclay. 

14698.  How  much  is  this  service  worth? — I 
think  they  put  it  themselves  at  about  Is.  Z d.  a 
ton.  I made  the  calculation  some  time  ago,  and 
I came  to  the  conclusion  that  if  we  conducted  the 
Hull  traffic  precisely  upon  the  same  terms  as  we 
conduct  the  Hartlepool  traffic,  there  would  be  a 
saving  of  about  40,000  1.  a year  to  us. 

14699.  I presume  that  at  Hartlepool  they  de- 
liver from  the  ship’s  side  into  trucks? — Not 
exactly  ; at  all  events  whatever  has  to  be  paid  at 
Hartlepool  the  merchant  pays  it. 

14700.  The  Hartlepool  merchant  has  to  deliver 
the  grain  into  the  trucks  ? — He  has  to  deliver  the 
grain  into  the  trucks. 


Chairman. 

14701.  What  do  you  calculate  the  company 
expend  at  Hull  in  those  services,  which  they  do 
not  expend  at  Hartlepool? — I made  a calculation 
some  time  ago,  and  I brought  it  up  to  nearly 
40,000  Z.  a year. 

Mr.  Monk. 

14702.  Is  that  in  consequence,  to  some  extent, 
of  the  Hartlepool  Docks  belonging  to  the  com- 
pany, and  the  Hull  Docks  not  belonging  to  the 
company  ? — No,  no  charge  is  made  at  Hull ; but 
the  parties  pay  at  Hartlepool,  and  the  Hartlepool 
Dock  belongs  to  the  company. 

Mr.  Barclay. 

14703.  Would  it  be  possible  to  get  the  lines 
of  railway  at  Hull  alongside  the  docks  ? — At 
Hull  there  are  lines  of  railway  alongside  the 
docks;  but  the  waggons  all  have  to  be  hauled  by 
horses. 

14704.  Why  could  you  not  give  delivery  into 
the  trucks  instead  of  into  the  barges  ? — There 
are  sheds  in  most  of  the  docks  which  lie  between 
the  railway  and  the  ship.' 

14705.  What  distance  might  the  w'aggon  be 
from  the  ship  ? — The  shed  might  be  so  many  feet 
deep,  but  it  would  be  an  inconvenient  mode  of 
doing  it  to  have  the  waggons  blocking  un  the 
lines  behind  the  sheds. 

14706.  One  shilling  and  threepence  seems  to 
be  a very  large  sum  for  transporting  the  goods 
some  20  or  25  yards? — Yes,  no  doubt ; but  you 
cannot  carry  out  the  work  upon  that  principle 
of  having  the  lines  blocked  up  with  a truck  until 
you  can  load  it. 

14707.  Is  that  because  they  have  not  enough 
of  sidings  upon  the  quays  ? — The  sidings  along 
some  of  the  docks  go,  as  I said,  on  the  contrary 
side  of  the  sheds,  and  those  sheds  ai’e  occujiied 
by  goods  waiting  for  shipment.  Now,  there  was 
a question  put  with  reference  to  rates.  I have 
a list  of  a number  of  places  in  rci^ly  to  Mr. 
Grotrian’s  answer  to  Question  9611,  which  was 
rather  a sweeping  answer,  I think. 

Chairman. 

14708.  The  answer  is  to  the  effect  that  they 
adopt  the  mileage  principle  going  north,  and  do 
not  coming  south? — Yes,  that  is  so;  now  that  is 
not  quite  correct.  I have  on  my  list  a number 
of  places  where  the  distance  to  Hartlepool  is  con- 
siderably less  than  to  Hull,  and  the  rates  are 
equal,  and  then  I have  a number  of  places  which 
show  that  the  rates  from  Hartlepool  to  places  in 
the  neighbourhood  of  Hull  are  considerably 
higher  than  they  are  from  Hull.  These  Tables 
show  that  Mr.  Grotrian’s  statement  was  not 
correct.  ( The  Table  was  handed  in.) 

Lord  Randolph  Churchill. 

14709.  Is  Mr.  Grotrian’s  statement  generally 
incorrect,  or  slightly  inaccurate  ? — There  are  a 
great  many  inaccuracies  embraced  in  his  answer. 

Chairman. 

14710.  Now,  what  you  said  as  to  water  car- 
riage inland  influencing  the  rates  on  grain  from 
Newcastle,  is  equally  true  as  to  grain  from  any 
of  the  Eastern  ports,  is  it  not? — It  is. 

14711.  With  reference  to  the  question  of 
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Chairman — continued. 

an  equal  mileage  rate,  you  give  a list  of  cases  in 
which  proposals  have  been  made  in  Parlia- 
ment in  Bills  for  an  equal  mileage  rate,  and 
those  proposals  were  all  rejected.  Will  you 
kindly  slate  that  in  detail  ? — The  question  of 
equal  rates  was  raised  at  the  time  of  the  amal- 
gamation, 1854,  by  the  corporation  of  Stockton; 
they  held  that  because  Stockton  Avas  about  12 
miles  nearer  to  Leeds  than  Hartlepool,  they 
ought  to  be  secured  by  a clause  in  the  mileage  rate ; 
the  clause  was  rejected.  Again,  the  question 
was  raised  by  the  corporation  of  Hull  in  1863,  on 
the  North  Eastern  and  Stockton  and  Darlington 
Amalgamation  Bill  ; by  Goole,  in  1863,  on  the 
North  Eastern  Company’s  Hull  and  Doncaster 
Bill;  and  by  Hull  on  the  North  Eastern  and  West 
Hartle))Ool  Amalgamation  Bill  in  1865.  Those 
were  all  proposals  for  equal  mileage  rates,  and 
rejected  by  Committees. 

14712.  I think  you  wish  to  point  out  also  that 
Mr.  Massey  in  his  evidence  departed  from  the 
equal  mileage  principle  ? — Neither  Mr.  Massey 
nor  Mr.  Grotrian  when  pressed,  were  1 think  at 
all  prepared  to  agree  to  an  equal  mileage  rate  ; 
that  I can  quite  understand,  because  the  port  of 
Goole  Avhich  happens  to  be  about  25  miles  nearer 
to  Leeds  than  Hull,  Avould  under  an  equal 
mileage  rate  derive  considerable  benefit  at  the 
expense  of  Hull ; and  1 noticed  that  Mr.  Grotrian 
when  pressed  by  an  honourable  Member,  marked 
the  point  of  “immateriality  ” at  somewhere  about 
25  miles ; and  then  when  pressed  a little 
further,  Mr.  Massey  thought  that  the  grouping 
system  would  be  satisfactory  for  the  Humber 
ports,  which  are  Hull,  Goole,  and  Grimsby. 
Now  it  so  happens  that  Grimsby  is  72  miles 
from  Leeds,  while  Goole  is  41,  and  Hull  51  ; 
in  fact,  Grimsby  happens  to  be  exactly  the  same 
distance  as  Hartlepool  is  from  Leeds,  and  a con- 
siderably greater  distance  than  Stockton  and 
Middlesboro’  are.  Therefore  it  comes  practic- 
ally to  this,  that  Mr.  Grotrian  and  Mr,  Massey 
are  in  favour  of  the  grouping  system,  where 
Hull  would  be  likely  to  be  benefited,  or  rather 
they  are  not  prepared  for  the  mileage  rate  when 
there  is  a port  on  the  Humber  rather  nearer ; 
but  from  some  inexplicable  jealousy  of  Hartle- 
pool, whenever  Hartlepool  comes  in,  then  it  must 
not  be  grouped,  although  it  is  as  near  Grimsby. 
That  is  a summary  of  their  evidence- 

14713.  You  wish  to  make  one  remark,  I be- 
lieve, as  to  what  your  position  would  have  been 
before  the  public  and  Parliament ; supposing  you 
had  refused  to  retain  for  Hartlepool  the  same 
advantages  as  it  had  when  the  lines  were  inde- 
pendent, and  supposing  that  a new  line  in  con- 
sequence had  been  promoted  by  Hartlepool 
traders  to  run  in  competition  with  you  ? — I be- 
lieve that  if  the  Leeds  Northern  had  not  been 
amalgamated  with  the  North  Eastern,  it  would 
probably  have  been  taken  up  by  some  other 
large  company,  and  in  that  case  the  same  system 
as  now  exists  would  undoubtedly  have  existed 
as  between  Hull  and  Hartlepool.  But  what 
I was  desirous  of  pointing  out  is  this,  that  as- 
suming the  North  Eastern  Company  had  adopted 
the  views  which  have  been  put  forward  by  the 
Hull  people,  and  raised  the  rates  to  Hartlepool, 
0.54. 
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when  they  got  the  j)ower,  and  parties  in  the 
north  had  promoted  a new  line  of  railway,  my 
experience  of  Parliamentary  Committees  is 
this,  that  any  Committee  before  which  such  a 
case  had  been  brought,  would  have  been  very 
largely  influenced  by  the  circumstance  (which  no 
doubt  would  have  been  stated  with  great  force 
by  representatives  from  the  north),  that  as 
soon  as  the  North  Eastern  Company  had  got  the 
amalgamation,  they  had  placed  the  northern 
ports  in  a position  wholly  different  from  that 
which  they  occupied  before  the  amalgamation. 

14714.  So  you  would  have  had  your  hands  tied 
in  opposing  any  such  line  ? — I think  we  should 
have  had  a very  difficult  case  to  meet  had  Ave 
done  that. 

Mr.  Monk. 

14715.  May  we  understand,  in  reply  to  Mr. 
Grotrian’s  and  Mr.  Massey’s  complaint,  that  the 
North  Eastern  Railway  Company  gives  an  undue 
preference  to  the  Hartlepools  over  Hull ; that 
your  explanation  is,  that  you  fixed  those  rates  in 
1352  before  the  amalgamation  of  those  37  rail- 
ways, and  that  you  have  seen  no  reason  since  to 
alter  those  rates? — Substantially,  yes  ; I could 
hardly  say  that  we  fixed  the  precise  rates,  but 
Ave  fixed  the  principle ; and  we  have  simply  kept 
faith  as  to  Avhat  we  stated  we  Avould  do.  Now, 
Mr.  Grotrian,  I think,  rather  led  the  Committee 
to  believe,  or,  I Avill  say  indicated,  that  Hull  had 
in  some  way  suffered  from  this  arrangement. 
The  North  Eastern  Railway  Company  had 
no  control  over  West  Hartlepool  until  1866.  The 
Amalgamation  Bill  was  passed  in  1865,  and  I see 
that  the  quantity  of  traffic  forwarded  by  railway 
from  Hull  Avas,  in  1866,  483,000  tons  in  1879, 
the  quantity  forwarded  by  raihvay  Avas  890,000 
tons,  and  the  traffic  both  Avays,  both  in  and  out 
in  1866,  Avas  883,000  tons,  while  in  1879,  it  Avas 
1,330,000  tons.  That  goes  to  show  that  at  all 
events  as  regards  the  ralUvay  a very  large  in- 
crease of  business  was  done  by  the  railway 
company.  Another  point  Avas  that,  in  order  to 
illustrate  his  idea,  Mr.  Grotrian  referred  to  the 
timber  traffic.  Now  Mr.  Grotrian  is  not  himself 
in  the  timber  trade,  but  he  is  connected  Avith  the 
grain  trade,  and  therefore  it  would  naturally  be 
supposed  that  the  statistics  of  the  particular  trade 
with  which  a gentleman  was  himself  connected, 
would  have  been  taken  to  illusti'ate  his  argument. 
The  imports  of  grain  into  West  Hartlepool  in  the 
year  1866  were  274,736  quarters,  and  in  1880 
they  were  274,  905  quarters  ; therefore,  practi- 
cally, the  trade  at  West  Hartlepool  has  remained 
stationary.  In  to  Hull,  on  the  other  hand, 
the  imports  in  1866  were  964,000  quarters, 
and  in  1880  they  were  2,489,000  quarters, 
showing  an  increase  of  158  per  cent,  in  the  case 
of  Hull. 

Chairman. 

14716.  Canyon  explain  why  the  timber  trade 
has  developed  at  Hartlepool,  and  not  the  grain 
trade  ? — I cannot  explain  it  very  fully.  I have 
a letter  from  the  largest  timber  merchant  in  Hull 
who  asks  me  to  ascertain  if  witnesses  like  bim- 
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self  are  about  to  be  called  before  this  Com- 
mittee, and  if  I am  permitted  I can  read  bis 
letter.  Mr.  "Wade  states,  “ I am,  as  you  know, 
engaged  largely  in  the  business  ot  a timber  mer- 
chant, and  can  speak  with  practical  knowledge 
of  the  trade,  and  I entirely  dissent  from  what 
he  ” (that  is  Mr.  Grotrian)  “ advocates.  I think 
the  suggestion  of  mileage  rates  is  unreasonable, 
.and  that  it  is  exceedingly  unwise  on  the  part  of 
Hidl  importers  to  join  in  the  clamour  which  has 
been  raised  on  the  subject.  The  large  share  of 
the  imports  of  timber  which  Hull  has  acquired 
shews  that  the  present  arrangements  do  not  work 
badly,  and  if  our  dock  charges  and  arrangements 
had  been  the  same  as  prevail  where  you  have 
the  control,  Hull  would  have  been  still  more 
p)rosj;erous.” 

IMr.  Blonli. 

14717.  By  “where  you  have  the  control,” 
docs  he  mean  Hartlepool  ? — We  have  the  control 
of  Hartlepool,  and  it  so  hapjicns  that  our  dock 
dues  under  the  Act  of  Parliament  are  less 
than  at  Hull ; Ave  charge  very  nearly  our 
maximum  at  Hartlepool,  and  upon  the  Tyne, 
but  at  Hull  they  are  higher.  Then  Mr.  Wade 
goes  on  to  say,  “ It  is  to  be  regretted  that 
jealousy  has  so  largely  prevailed  over  every  other 
feeling  here.  I have,  however,  had  the  best 
possible  opportunity  of  knowing  whether  your 
company  has,  on  the  whole,  served  the  timber 
trade  Avell  here,  my  firm  having  imported  much 
more  largely  than  any  other  into  Hull,  and  not 
having  confined  its  ojieratiou  to  either  Hull  or 
the  east  coast  ports,  and  I say  most  emphatically 
that  you  have  done  so;  I have  only  to  add,  that 
if  time  and  opportunity  wereaftbrded  I should  be 
happy  to  a])pear  before  the  Committee  now 
sitting,  and  give  my  views  on  the  subjects  under 
consideration,  and  the  reasons  for  the  ojiinions  I 
hold.” 

Mr.  Pease. 

11718.  Messrs.  Wade  have  an  establishment 
both  at  Hartlepool  and  Hull,  have  they  not? — 
Yes,  but  their  he.ad  quai-ters  are  at  Hull. 

14719.  H as  Mr.  AVade  any  facility  beyond  any 
other  trader? — None  whatever. 

Mr.  ]\lonli. 

14720.  Have  any  of  the  traders  special  facili- 
ties beyond  any  others? — None  whatever. 

Chairman. 

14721.  Will  you  now  pass  on  to  the  question 
of  the  a])])lication  of  the  Newington  Local  Board 
to  the  llailway  Commissioners,  and  state  the  rea- 
sons Avhy  your  company  declined  to  comply  ivith 
their  requisition  ? — The  Newington  Local  Board 
represents  a district  just  a little  outside  Hull; 
we  h.ave  already  in  Hull  about  six  or  seven 
stations,  and  the  Newington  Local  Hoard  thought 
they  ought  to  have  a station,  and  represented  to 
us  the  desir.ability  of  having  one.  The  North 
Eastern  Uaihvay  Company  were  not  able  to  see 
that  there  Avas  any  probability  Avhatever  of  their 
receiving  any  interest  upon  any  outl.ay  in  the 
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Newington  district.  Had  we  been  able  to  see 
any  reasonable  prospect  of  a return  for  the 
outlay  Ave  should  not  have  Availed  to  be  taken 
before  the  Railway  Commissioners  before  mak- 
ing it  ; Ave  found  on  going  into  the  question  that 
first  of  all  they  abandoned  the  site  Avhich  they 
had  said  Avas  the  right  one,  and  simjdy  selected 
a place  Avhere  the  company  happened  to  have  a 
piece  of  land,  and  Avhen  the  evidence  Avas  tho- 
roughly gone  into  it  appeared  to  us  that  there  Avas 
merely  a traffic  in  materials  for  the  repair  of  streets 
and  roads  to  be  expected.  Moreover  on  going 
into  their  OAvn  figures,  it  Avas  found  that  all  that 
Avould  result  would  be,  that  the  Newington 
Local  Board  might  save  about  dd.  a ton  on  the 
cartage  of  sometliing  like  2,000  tons  of  material 
per  annum.  There  might  have  been  a saving 
to  the  Newington  Local  Board  of  about  100/.  a 
year,  but  in  order  to  secure  that  Ave  Avere  to  build  a 
station  and  provide  a staff.  The  Railway  Com- 
missioners held  that  they  had  no  case  for  a pas- 
senger station,  but  they  decided  that  we  Avere  to 
expend  some  money  in  providing  a place  for  the 
goods  traffic  ; and,  as  I said,  the  goods  traffic  Avas 
simjjly  to  save  cartage,  and  Ave  did  not  think 
it  a reasonable  or  just  thing  that  the  share- 
holders of  fhe  North  Eastern  Raihvay  Com- 
pany should  be  required  to  spend,  sooner  or  later, 
perhaps  a couple  of  thousand  pounds  in  providing 
accommodation,  and  at  least  100/.  a-year  in  pro- 
viding clerks  and  porters,  while  the  traffic  Avas 
to  be  merely  Avhat  i stated,  and  the  advantage 
Avas  to  be  simply  a saving  to  NcAvington  of  about 
100/.  a-year.  Therefore  Ave  did  not  fall  in  Avith 
the  vieAvs  of  the  Railway  Commissioners  ; Ave  aji- 
pealed  against  their  decision,  and  I think  the  final 
decision,  although  not,  I think,  a decision  given 
in  this  case,  for  it  Avas  practically  governed  by 
another  decision,  Avas  that  the  Raihvay  Commis- 
sioners had  not  authority  to  make  the  shareholders 
of  a raihvay  company  spend  money  ; under  the 
circumstances  the  case  Avas  finally  alloAved  to 
droj),  and  each  party  paid  their  OAvn  costs,  but 
the  local  board  of  NcAvington,  I think,  complain 
that  they  Avere  required  to  spend  over  this  case 
about  2,500  1. 

Mr.  Gregory. 

14722.  Wbat  case  are  you  referring  to  as  the 
governing  case? — The  Hastings  case. 

14723.  That  case  ultimately  Avent  to  the  House 
of  Isolds,  did  it  not  ? — It  did  ; Avhen  I said  this 
case  Avas  gOA’erned  by  another,  I meant  to  say 
that  no  final  decision  Avas  given  on  this  particular 
case  of  NeAvington,  because  it  Avas  held  that  some 
other  case  applied  to  it,  and  the  Avhole  thing  Avas 
alloAved  to  drop,  and  Ave  did  not  ask  them  for 
costs.  1 mentioned  that,  because  I think  it  is  not 
a hardship  Avhich  the  North  Eastern  Raihvay 
Company  have  put  upon  the  local  board,  although 
it  may  be  a question  Avhether  a local  board  under 
such  circumstances  should  have  the  poAver  to 
spend  so  large  a sum  of  the  ratepayers’  money. 

Mr.  Nicholson. 

14724,  Do  you  knoAv  AA'hat  Avas  the  cost  to  your 
company? — I should  think  about  1,000/. 

14725.  And 
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Mr.  Nicholson—  continued. 

14725.  And  the  Newington  local  board  had  to 
spend  more  than  double  that  ? — Mr.  Massey,  who 
was  one  of  the  local  board,  said  so,  I believe,  in 
his  evidence. 

Chairman. 

14726.  Will  you  turn  to  Mr.  Jeans’  answer  to 
Question  8943,  about  the  rates  asked  for  unda- 
mageable  merchant  iron  and  rails  being  more  than 
for  pig  iron  ? — The  point  is  referred  to,  particu- 
larly in  the  three  questions  beginning  at  No. 
8877,  and  ending  at  8879.  The  question  is, 
“ I am  not  sure  whether  you  stated  to  the  Com- 
mittee the  average  cost  in  shillings  per  ton  for 
the  conveyance  of  raw  materials  in  this  country 
for  producing  a ton  of  pig  iron.”  “ That,”  says 
Mr.  Jeans,  “ I have  calculated.  The  average 
cost  per  ton  of  pig  iron  for  the  conveyance  of  raw 
materials  in  this  country  is  10  s.  10'9  d.  Q.  And 
how  much  would  it  be  at  the  Continental  rate  ? — 
A.  If  we  had  the  same  range  of  rates  in  this 
country  as  are  paid  in  the  five  countries  that 
I have  referred  to  abroad,  the  average  would  be 
5 s.  2d.  per  ton  of  pig  ii’on  instead  of  10s.  10‘9J.” 
Then  the  question,  by  way  of  comment,  is, 
“ Then,  in  point  of  fact,  the  excess  of  rates  in 
England  over  Continental  countries  weighs  very 
considerably  in  the  competition  from  which  we 
are  suffering?  ” And  the  answer  is,  “ That  is  no 
doubt  so  ; it  represents  a difference  of  5 s.  8 d.  a 
ton  against  this  country.”  I think  that  state- 
ment is  founded,  to  some  extent,  upon  a fallacy  ; 
and  as  the  North  Eastern  Railway  Company  are 
very  largely  concerned  in  the  conveyance  of  articles 
for  the  manufacture  of  pig  iron,  I should  like  to 
show  in  what  way  I think  it  is  a mistake.  The  ma- 
nufacture of  pig  iron  in  the  north-eastern  district 
has  reached  two-and-a-half  million  tons  per 
annum,  and  it  has  gradually  got  up  since  1868 
from  one  million  and  a quarter ; therefore  it  has 
very  nearly  doubled  in  the  course  of  12  years. 
Mr.  Jeans  calculation  is  based  upon  the  rates  on 
the  Continent  for  very  long  distances ; he  gave  a 
number  of  instances  of  200  or  300  miles ; and 
there  is  no  doubt  of  this,  that  if  you  take  the 
rates  on  the  Continent  for  200  miles,  and  apply 
the  same  rate  per  ton  per  mile  for  20  miles, 
you  will  find  a very  considerable  reduction, 
and  it  is  in  that  way  that  he  has  arrived  at 
that  conclusion.  Mr.  Jeans,  as  secretary  to 
the  association,  has  prepared  various  tables ; and 
I have  taken  out  from  them  a statement  of  the 
short  distances  which  really  compare  with  the 
distances  which  traffic  is  carried  over  in  the 
north-eastern  district.  I have  a number  of  places, 
and  I have  taken  out  all  except  some  that  are 
marked  in  his  paper  “ special  rates,”  the  circum- 
stances of  which  I do  not  know.  I have  dis- 
tances for  6 miles,  7 miles,  11  miles,  18  miles, 
18|  miles,  27  miles,  and  31  miles.  I have  taken 
out  the  rates  in  the  Cleveland  district,  and  con- 
trasted them  with  the  foreign  rates  which  are 
given  in  his  tables,  and  I find  that  ours  in  the 
Cleveland  district  are  rather  less  than  the  foreign 
rates  for  short  distances. 

14727-8.  Will  you  hand  that  table  in,  first  giving 
the  Committee  a few  instances  ? — For  30  miles 
for  ironstone  tlie  rate  is  2 s.  4i  d.  in  France.  In 
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the  north-eastern  district,  Cleveland,  the  rate  is 
Is.  11^  J.  for  the  same  distance;  oii  limestone 
for  a distance  of  31  miles,  in  Germany,  the  rate 
is  2 s.  3 d.,  whereas  our  rate  for  the  same  dis- 
tances is  2 s.  Oj  d. 

Mr.  Gveyory. 

14729.  Are  those  the  rates  throughout  France 
and  throughout  Germany,  or  are  they  for  par- 
ticular districts  ? — Those  are  the  rates  for  short 
distances  in  various  parts.  I have  taken  all  the 
rates  that  appeared  in  Mr.  Jeans  tables  up  to  31 
miles. 

Chairman. 

14730.  The  coal  and  coke  are  rather  different, 
are  they  not  ? — For  coal  and  coke,  for  a distance 
of  31  miles,  our  rate  is  2 s.  4 c/.,  and  theirs  is 
2 s.  4 d.  (77je  'ruble  was  handed  in.) 

Mr.  Paget. 

14731.  Do  those  rates  represent  the  same 
amount  of  services  in  both  cases  ? — I cannot 
speak  for  the  Continental  rates  ; but  the  rates 
that  I have  given  in  the  Cleveland  district  in- 
clude everything. 

14732.  Unless  you  made  an  Investigation  as  to 
the  foreign  rates,  including  the  same  services,  the 
comparison  would  be  inefficient? — I began  Avith 
my  own  by  stating  that  they  include  everything  : 
that  they  include  the  use  of  waggons,  station  ac- 
commodation, and  everything  else ; I cannot  say 
whether  the  others  do. 

1 4733.  Therefore,  if  the  others  omit  the  charge 
for  these  services,  the  balance  would  be  in 
favour  of  your  railway? — If  the  others  do  not 
include  the  same  services,  then  the  balance 
is  still  more  in  my  favour.  Now,  taking  these 
shorter  distances,  and  taking  the  quantity  of 
material  required  in  a blast  furnace  in  a week, 
and  assuming  that  the  supplies  were  drawn 
equally  from  these  various  short  distances,  I 
arrive  at  this  result,  that  on  the  foreign  rates  the 
owner  of  a blast  furnace  would  have  to  pay  162  1. 
for  the  carriage  of  his  week’s  material,  while  in 
Cleveland  he  pays  143  1.  I do  not  submit  that 
as  representing  precisely  what  might  be  the 
result  if  people  were  working  blast  furnaces  ; but 
what  I do  say  is,  that  it  completely  sets  at  rest 
the  idea  which  Mr.  Jeans  put  forward,  that  there 
was  a great  advantage  to  the  foreigner  in  the 
charges  for  the  raw  materials  for  the  iron  manu- 
facture. 

Chairman. 

14734.  Do  you  contend  that  also  for  the  long 
distances  or  do  you  only  assert  it  for  the  short  dis- 
tances, or  do  you  say  there  are  no  long  distances  ? 
— The  materials  in  the  north-eastern  districts  of 
England  generally  are  carried  but  very  short  dis- 
tances. I said  that  the  North  Eastei’n  Railway 
carried  enough  to  make  2,000,000  tons  of  pig 
iron,  and  the  average  lead  in  the  Cleveland  dis- 
trict for  iron-making  material  is,  coal  and  coke  a 
distance  of  22  miles,  limestone  29  miles,  and  iron- 
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stone  16  miles,  so  that  as  regards  the  present 
time  we  have  nothing  to  compare  with  the  long 
distances  which  Mr.  Jeans  gave.  At  one  time 
we  did  convey  material  a long  distance ; we  car- 
ried ironstone  from  Northamptonshire  to  Middles- 
borough,  and  then  we  charged  it  at  ^ d.  per  ton 
per  mile,  and  in  Mr.  Jeans’  tables  I do  not  see 
anything  less  than  that  for  a distance  of  180 
miles.  The  amount  which  is  paid  in  the  north- 
eastern district  for  the  carriage  of  the  materials 
required  for  the  manufacture  of  a ton  of  pig 
iron  is  about  7 s.  a ton.  Now,  taking  the 
rates  which  ]\Ir.  Jeans  referred  to  for 
distances  of  about  200  miles,  and  he  referred 
to  one  as  high  as  400  miles  ; but  taking  200 
miles  at  gJ.  a ton  per  mile,  and  assuming  the 
ironstone  only  was  carried,  and  nothing  paid 
either  for  limestone  or  coke,  of  course,  200  miles 
at  ^d.  would  be  8 s.  4 J.  a ton  for  the  stone  ; and, 
as  it  would  take  from  two-and-a-half  tons  to  three 
tons  of  ironstone  to  make  a ton  of  pig  iron, 
the  cost  for  these  long  distances  would  be 
about  20s.  for  every  ton  of  pig  iron;  there- 
fore I hold,  although  it  may  be  true  that  if  the 
North  Eastern  Company  charge  the  same  rate 
per  ton  per  mile  for  20  miles  as  they  do  in 
France  for  400  miles,  there  would  be  an  ad- 
vantage to  the  home  iron  manufacturer ; yet  I 
say,  on  the  other  hand,  it  is  a total  misapjire- 
hension  to  suppose  that  where  all  the  material  is 
carried  for  such  short  distances  at  the  rates  which 
are  actually  charged  in  this  country,  the  foreigner 
has  any  of  the  advantages  which  Mr.  Jeans  jmt 
forward  in  his  evidence. 

Mr.  Pease. 

14735.  Do  you  recollect  what  proportion  the 
two-and-a-half  million  tons  made  in  your  district 
bears  to  the  total  make  of  the  United  Kingdom? 
— I think  it  is  about  one-third  of  the  whole. 

Mr.  Barnes. 

14736.  Do  you  include  America  amongst  the 
foreigners,  or  simply  Europe? — I include  America 
amongst  the  foreigners  because  Mr.  Jeans  did. 
It  does  not  carry  it  any  further  than  this,  that  if 
the  companies  carrying  for  a short  distance 
charged  the  same  rate  per  ton  per  mile  as  they 
do  for  long  distances,  there  would  be  a reduction 
in  the  short  distances  ; it  cannot  be  carried  any 
higher  than  that. 

Chairman. 

14737.  Now  will  you  turn  to  Question  8943, 
about  the  charge  for  undamageable  iron ; I will 
read  you  the  answer:  “I  may  say  that  tlie 
complaint  of  the  North  of  England  Iron  Manu- 
facturers Association  is  based  on  the  fact  that 
full  truck  loads  are  sent  at  owner’s  risk,  and  that 
for  that  reason  there  should  certainly  be  much 
less  destruction  (if  any  destruction)  between  pig 
and  finished  iron”? — That  appears  to  be  the  only 
com])laint  which  Mr.  Jeans  has  submitted  from 
the  North  of  England  about  the  iron  ; of  course, 
it  is  the  general  rule  all  over  the  country  to 
charge  manufactured  iron  at  a higher  rate  than 
pig  iron. 


Chairman — continued. 

14738.  That  is  to  say  upon  the  principle  of 
value  ? — Value  and  cost,  and  circumstances 
generally. 

Mr.  Monk. 

14739.  Is  it  more  costly  to  convey  manufac- 
tured iron  than  pig  iron  ? — If  you  take  a certain 
waggon  of  pig  iron,  and  a certain  waggon  of 
some  kind  of  manufactured  iron,  you  could 
hardly  say  that  it  was  more  costly  to  convey 
the  waggon  of  one  than  the  other;  but 
when  you  come  to  take  the  pig  iron  in  large 
quantities,  and  the  manufactured  iron  spread  over 
a considerable  number  of  small  quantities,  of 
course  there  is  a distinction.  The  number 
of  consignments  from  a given  place,  of  pig 
iron  would  be  as  one  to  four  of  manufactured 
iron. 

Chairman. 

14740.  You  mean  of  the  same  weight? — If 
you  were  sending  from  any  large  district  1,000 
tons  of  pig  iron  and  1,000  tons  of  manufactured 
iron,  there  would  be  a great  many  more  con- 
signments of  manufactured  iron  than  of  pig 
iron  ; the  former  would  go  in  smaller  consign- 
ments. 

Mr.  Paget. 

14741.  But  would  there  be  any  difference  if 
they  both  went  in  full  train  loads? — If  the  trucks 
in  each  case  held  precisely  the  same  quantity  of 
tons  carried  from  one  point  to  another  point,  the 
actual  conveyance  from  one  point  to  another  point 
would  not  vary  ; but  then,  as  a matter  of  fact,  no 
such  cases  exist. 

14742.  Would  you  lay  it  down  as  a general 
principle  with  regard  to  all  your  goods  traffic, 
that  if  there  Avas  a larger  traffic  in  any  one  parti- 
cular class  of  ooods,  that  particular  class  should 
of  necessity  be  conveyed  at  a lower  rate  ? — No,  I 
do  not  think  I should  lay  down  any  general 
principle  as  regards  railway  traflSc,  because  it 
depends  so  entirely  upon  circumstances.  I should 
like  to  add  that  I do  not  think  the  iron 
manufacturers  of  the  north  of  England  put  it 
exactly  as  Mr.  Jeans  puts  it  here.  I am  well 
acquainted  with  them  myself ; I know  their 
views  and  feelings.  Their  view  is  simply  this: 
if  you  could  manage  to  get  us  rates  for  manu- 
factured iron  as  low  as  for  pig  iron,  it  Avould 
enable  us  to  do  more  manufacturing  business  in 
your  own  district,  and  you  «ould  ha^m  to  carry 
less  pig  iron  to  other  districts.  Speaking  simply 
for  the  North  Eastern  Company,  I might  say  yes, 
that  might  be  a very  desirable  thing,  but  we  must 
take  a more  comprehensive  vicAV  of  the  question ; 
other  districts  require  pig  iron  in  order  to  manu- 
facture iron,  and  we  cannot  take  a particular 
view  on  tlie  ground  that  a special  arrangement 
would  best  suit  the  particular  interests  of  this  or 
that  one  individual  company. 

Chairman. 

14743.  Now  will  you  refer  to  Question  8944, 
in  which  the  firebrick  manufacturers  of  the  north 

of 


SELECT  COMMITTEE  ON  RAILAVAYS. 


739 


18  July  1881.] 


Mr.  Tennant. 


[ Continued. 


Chairman — continue  d . 

of  England  complain  that  bricks  are  charged  1 s. 
a ton  more  than  coal  ? — It  was  put  as  one  of  the 
complaints  against  the  North  Eastern  Railway- 
Company,  that  they  did  not  carry  bricks  at  the 
same  rate  as  they  did  coal  and  coke ; it  is  a fact 
that  we  do  not  carry  bricks  at  the  same  rate  as 
we  do  coal  and  coke.  Without  laying  down  any 
general  principle,  the  quantity  of  bricks  carried 
as  compared  with  coal  and  coke  is  infinitesimal, 
but  I noticed  that  Mr.  Jeans  made  a statement 
that  in  the  case  of  coal  and  coke  the  waggons 
had  to  be  sent  back  empty,  whereas  in  the  case 
of  bricks  they  were  sent  back  full.  Now  he  is 
under  a misapprehension  there,  because  I am  not 
aware  of  anything  that  a brickmaker  requires 
from  Middlesborough  ; a brickmaker  retiuircs 
coal,  but  he  has  it  close  by,  and  as  a matter  of 
fact,  the  waggons  have  to  be  sent  empty  to  be 
loaded  with  bricks,  just  as  they  have  to  be  sent 
empty  to  fetch  coal  and  coke. 

Mr.  Cease. 

14744.  The  bricks  in  your  district  being  made 
in  the  colliery  districts? — Yes,  the  bricks  being 
made  in  the  colliery  districts. 

Mr.  Monk, 

14745.  But  you  have  no  explanation  to  give 
why  the  bricks  should  be  charged  more  than  coal, 
except  that  they  are  sent  in  small  quantities? — 
They  are  sent  in  small  quantities,  and  we  think 
the  rates  we  charge  are  fair  and  reasonable,  and 
that  a reasonable  amount  of  business  goes  on. 

Chairman. 

14746.  Now  there  are  two  or  three  minor  points 
which  you  wish  to  refer  to  ; for  instance,  a com- 
plaint has  been  made  as  to  the  low  rate  charged 
from  Hull  to  Middlesborough  for  iron  at  5 s.  a 
ton  ; I do  not  know  who  made  it,  but  I believe 
you  desire  to  refer  to  it  ? — I believe  it  was  hardly 
perhaps  a complaint,  it  was  merely  given  in  illus- 
tration ; however,  as  a matter  of  fact,  we  do 
charge  a low  rate  for  pig  ironfrom  Middlesborough 
to  Hull,  because  it  is  a convenience  to  all  parties 
that  they  should  have  small  quantities  by  rail 
instead  of  being  obliged  to  take  larger  quantities 
by  sea. 

14747.  You  make  some  profit  out  of  that  I 
suppose  ; you  do  not  carry  any  of  your  goods  at 
a loss  ? — W e do  not  lose  by  it. 

14748.  Then  you  would  say  you  could  not  pos- 
sibly extend  a charge  of  that  sort ; that  if  a claim 
for  reductions  elsewhere  were  founded  upon  that 
you  could  not  continue  it  ? — If  any  figure  of  that 
kind  were  to  be  founded  upon  for  a reduction  of 
rates  in  other  quarters,  of  course  the  only  course 
would  be  to  withdraw  such  advantages. 

Mr.  Monk. 

14749.  Is  that  rate  only  between  Middlesbo- 
rough and  Hull? — Yes,  only  between  Middles- 
borough and  district,  and  Hull. 

Chairman. 

14750.  Now  with  I’eference  to  the  rates  on 
coal  for  export  in  Northumberland,  which  Mr. 
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Massey  gave  evidence  upon,  what  do  you  say 
about  that? — Mr.  Massey  gave  some  rates  to 
illustrate  what  he  thought  were  the  anomalies; 
but  to  put  it  shortly  he  gave  distances  rather 
greater  than  actually  exist,  and  lie  forgot  that 
from  those  collieries  which  he  mentioned  there  is 
a railway  to  the  north  side  of  the  river  Tyne, 
and  that  the  rates  are  fixed  on  the  distances  to 
the  north  side,  and  simply  a facility  given  to  the 
coalowners  of  shipjiing  at  the  south  side  at  the 
same  rates.  It  is  simply  a facility  given  which, 
if  withdrawn,  could  do  nobody  any  good,  but 
it  might  do  those  particular  collieries  some 
harm. 

14751.  Then  will  you  turn  to  what  Mr.  Dun- 
can said  about  the  sugar  rates  ? — Mr.  Duncan 
put  in  a table  of  the  charges  fi’om  Greenock  upon 
the  one  side,  and  London  upon  the  other,  and  I 
see  some  North  Eastern  stations  are  Included  in 
that  table.  Now  a good  many  of  the  North 
Eastern  Company’s  stations  have  no  chance  what- 
ever of  receiving  sugar  by  railway  from  London. 
Take  Stockton-on-Tees,  we  have  a rate  from 
Greenock  of  16s.  8(7.  These  tables  show  that 
from  Loudon  the  rate  is  31s.  8(7.,  that  is  a mere 
nominal  rate  for  any  little  consignment  of  goods 
which  might  come,  but  the  actual  cost  of  sending 
sugar  to  Stockton-on-Tees  is  about  14  s,  a ton  ; 
and  I see  that  many  of  those  places  which  are 
named  in  Mr.  Duncan’s  table  afiecting  the  North 
Eastern  Company  are  precisely  of  the  same 
character.  Now  to  those  places  where  we  have 
a chance  of  competing  the  rates  are  nearly  the 
same ; but,  as  I said,  to  such  places  as  the  Tyne, 
Stockton,  and  Middlesborough,  where  there  are 
direct  steamboats  running,  the  railway  company 
have  no  chance  of  competing,  and  Mr.  Duncan’s 
figures  do  not  represent  the  cost  to  which  the 
London  sugar  i-efiner  is  put  in  sending  his  goods 
down  to  that  district. 

14752.  Now  let  us  pass  to  what  Mr.  Bell  said 
as  to  tlie  low  rate  from  Liverpool  to  Newcastle 
for  American  pi’ovisions? — Before  the  direct  rail- 
way was  opened  to  Liverpool,  the  Newcastle  and 
Carlisle  Railway  was  opened  to  Carlisle,  and  at 
that  time  there  was  a canal  from  the  sea  up  to 
Carlisle,  and  steamboats  were  run  from  Liverpool 
to  that  district ; and  at  the  present  time,  there  is 
water  communication  between  Liverpool  and 
Silloth,  and  railway  communication  through  from 
Silloth  to  Newcastle,  and  the  rates  have  been 
kept  pretty  much  as  they  always  were  from 
Liverpool  to  Newcastle,  being  always  Ion-. 

14753.  I think  you  wanted  to  point  out  to  the 
Committee  that  the  complaints  which  have  been 
laid  before  them,  as  you  consider  against  the 
North  Eastern  Company,  are  not  due  to  any  want 
of  opportunities  for  complaints  to  come  in  ? — No; 
in  the  North  Eastern  Company’s  district  the  coal 
trade  is  a most  important  item  of  traffic,  and  the 
Secretary  of  the  Coal  Trade  Association  issued  a 
circular,  asking  to  be  supplied  with  any  com- 
plaints which  any  of  the  coalowners  had.  Mr. 
Bell,  the  Secretary  of  the  Farmers’  Club,  put  in 
a circular  which  he  had  issued,  and  Mi*.  Jeans 
seemed  to  be  a medium  of  communication,  as  re- 
gards the  iron  and  kindred  trade.  Looking  at 
those  facts,  it  appears  to  me  that  very  few  com- 
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plaints  indeed  have  been  jiroduced  as  regards 
the  north-eastern  district. 

14754.  You  find  waggons,  do  you  not,  upon 
the  jS'orth  Eastern  Kailway  for  nearly  all  the 
mineral  traders?  — We  do. 

14755.  You  wish  to  say  something  with  regard 
to  the  suggestion  which  has  been  made  for  a 
graduated  mileage  rate ; that  is  to  say,  as  to 
certain  rates  for  different  divisions  of  50  miles  ? 
— Yes;  I understand  the  suggestion  to  be  that 
rates  should  be  regulated  upon  some  graduated 
scale,  and  that  if  a reduction  were  made,  the 
reduction  should  be  made  to  apply  to  each  section 
of  the  mileage  or  distance.  1 took  it  out  as  be- 
tween Newcastle  and  Hull;  taking  the  graduated 
scale  which  was  suggested,  and  addin'4  the  termi- 
nals, the  rate  from  Newcastle  toThir8k,a  distance 
of  62  miles,  would  come  to  20  s.  5 d.,  whereas 
our  actual  charge  is  20  s.  To  Yox’k,  where  the 
distance  is  85  miles,  the  scale  would  come  to 
24  s.  3 d.,  while  our  actual  chai'ge  at  the  present 
moment  is  23  s.  4 c?. ; but  if  extended  to  Hull  the 
scale  rate  would  come  to  30  s.  5 d.,  while  the 
actual  charge  at  the  present  time  is  18  s.  4 d.,  so 
that  the  introduction  of  any  scale  of  that  des- 
cription, if  railway  companies  Avere  required  to 
adhere  to  it,  Avould  simply  lead  to  tliis  result,  that 
a portion  of  the  traffic  would  have  to  be  aban- 
doned altogether,  because  taking  the  instance  1 
have  given  between  Newcastle  and  Hull  at  more 
than  18  s.  4 d.,  we  could  not  get  any  of  the  traffic, 
owing  to  the  sea  competition,  and  instances  of 
course  might  be  given,  almost  innumerable,  wffiere 
the  effect  would  be  practically  to  destroy  a great 
amount  of  traffic. 

14756.  Sujiposing  a modification  were  intro- 
duced, so  that  you  might,  Avlth  the  consent  of  the 
railway  tribunal  whatever  it  was,  depart  from  the 
regulation,  would  that  meet  your  objection  ; for 
instance,  if  you  could  go  before  them  and  shoAv 
them  that  you  could  not  possibly  get  any  of  the 
traffic  except  by  a modification  of  the  rule? — I 
think  anything  of  that  kind  would  practically  bring 
the  business  of  a railway  company  to  a dead  stand. 
If  raihvay  companies  were  ahvays  to  go  to  a 
tribunal  for  a dispensation,  I do  not  see  how  w'e 
could  carry  on  business  at  all. 

14757.  But  only  for  a dispensation  from  this 
one  condition,  that  any  modification  which  you 
made  should  bear  a relation  in  the  case  of  one 
distance  to  another;  that  in  this  case  of  Hull,  for 
example,  you  might  he  allowed  to  urge,  that  un- 
less you  Avere  allowed  to  make  this  special  rate 
from  NeAvcastle,  you  Avould  lose  the  traffic  alto- 
gether ? — I think  the  same  objection  Avould  apply 
even  then. 

Mr.  Pease. 

14758.  If  the  Railway  Commissioners  refused 
to  permit  you  to  make  that  alloAvance,  Avould  not 
that  affect  every  other  rate  in  the  district? — 
Practically  it  Avould. 

Chairman. 

14759.  IVhat  you  mean  is  this,  that  if  you 
AiA’cre  deprived  of  the  profit,  Avhatevcr  it  is  that 
you  make  from  the  WcAvcastle  and  Hull  traffic. 


Chairman — continued. 

you  Avould  have  to  go  and  search  some  other  poi’- 
tion  of  your  system  to  see  Avhere  you  could  make 
up  the  money;  is  that  what  you  mean? — What 
I mean  is,  that  the  calculation  Avould  be  that  Ave 
must  give  up  the  Newcastle  and  Hull  traffic, 
whatever  it  is,  and  that,  therefore,  assuming  Ave 
are  still  determined  to  have  a dividend  for  our 
shareholders,  Ave  must  put  something  more  on  in 
some  other  part  of  our  line. 

Mr.  Payet. 

14760.  But  Avould  it  not  be  the  fact  that  this 
Newcastle  and  Hull  rate  being  fixed  at  an  ex- 
ceptionally small  sum  Avould  be  one  from  which 
your  railway  Avould  derive  a very  small  amount 
of  actual  profit? — I think  Ave  should  derive  a 
small  profit  from  it. 

14761.  With  the  existing  rate? — With  the 
existing  rate. 

14762.  Therefore  the  abandonment  of  the  traffic 
Avould  not  be  a serious  loss  ? — That  is  all  a ques- 
tion of  degree.  In  oi’der  to  get  100/.  in  one 
direction,  _ supposing  you  spent  70  /. ; and  in 
another  direction  in  order  to  get  another  100/., 
you  spent  30  /.,  if  by  any  proceeding  of  railway 
tribunals  you  are  called  upon  to  give  up  the  30  /. 
which  you  do  make,  you  must  look  to  some  other 
districts  to  get  back  that  30  /. 

Chairman. 

14763.  But  you  Avere  talking  as  if  the  railway 
companies  in  this  country  had  to  produce  a cer- 
tain fixed  dividend,  neither  more  nor  less,  whereas, 
as  we  all  know,  that  is  not  the  state  of  things  ? — 
The  state  of  things,  I take  it,  is  that  those  Avho 
have  the  charge  of  the  raihvays  and  to  whom  the 
shareholders  have  intrusted  their  money,  have 
the  right  and  the  duty  to  get  as  good  a dividend 
for  their  shareholders  as  they  can. 

14764.  But  what  I wish  to  put,  as  Mr.  Paget 
just  put  it,  is  Avhether  in  such  a case  you  are 
bound  to  make  up,  between  other  points,  the 
loss  of  the  trade  betAveen  competing  points ; and 
your  answer  is  that  Avhether  the  loss  Avas  greater 
or  smaller,  you  would  have  to  go  somewhere  else 
to  make  it  up  ; noAV  I do  not  follow  that  you  are 
so  bound,  unless  you  say  you  are  bound  to  make 
a certain  fixed  dividend? — We  are,  of  course, 
carrying  at  considerably  less  than  our  Parlia- 
mentary toll  in  certain  cases,  and,  indeed,  in 
many  cases.  It  must  be  taken  that  on  the  whole 
the  companies  are  reasonably  satisfied  Avith  what 
they  are  doing  noAV ; but  if  by  any  process  they 
were  deprived  of  any  portion  of  their  revenue, 
they  Avould  liaA^e  to  look  out  to  see  Avhere  they 
could  put  something  more  on. 

14765.  But  I ])ut  it  to  you  Avhether  regarding, 
as  Ave  must,  public  feeling  and  public  opinion, 
there  Avould  not  be  much  less  discontent  and  ill- 
feeling  caused  by  A’our  recouping  this  extra  sum 
in  some  other  p.irt  of  your  line  than  by  the 
anomalies,  Avhich  strike  people  so  much,  of  a 
railway  company  running  past  a point,  and 
charging  people  at  that  point  more  than  they  do 
the  ])eople  at  a further  distance  ? — My  opinion 
Avould  be  exactly  the  reverse.  From  my  ex- 
perience, I say  that  the  anomalies  which  are 
spoken  of  as  being  so  annoying  are  used  simply 
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Chairman — continued. 

as  leverage  to  get  the  actual  charges  reduced 
somewhere  else,  and  that  if  the  anomalies  were 
done  away  with,  and  the  rates  raised  in  con- 
sequence, my  experience  would  lead  me  to  the 
conclusion  that  that  course  would  lead  to  great 
and  serious  dissatisfaction. 

14766.  I am  only  referring  to  the  one  particu- 
lar form  of  anomaly  that  a railway  along  the  same 
line  passing  through  two  points,  should  charge 
less  to  the  further  point  than  to  the  actual  nearer 
point  through  which  the  traffic  has  gone  ? — I do 
not  think  it  would  be  a satisfactory  solution  to 
the  public  if  the  rates  had  to  be  raised  in  order 
to  get  rid  of  the  anomaly. 

Mr.  Barnes. 

14767.  You  might  make  the  rates  lower  to  the 
other  places  ? — That  would  make  it  worse ; in 
this  case  it  would  be  a good  deal  cheaper  to  aban- 
don the  Hull  and  Newcastle  traffic  altogether 
than  to  make  any  reduction  in  the  inland  traffic, 
in  order  to  bring  the  rates  to  an  apparent 
equality. 

Chairman. 

14768.  Would  it  meet  with  more  favour  from 
you,  if,  instead  of  this  scheme  which  you  have 
described,  v/here  the  railway  companies  would  be 
compelled  in  the  case  of  modifying  their  charges 
upon  the  different  divisions,  to  keep  them  in  pro- 
portion, merely  to  say  they  might  make  any  re- 
duction they  liked  upon  those  different  divisions 
of  mileage,  so  long  as  the  rate  to  a further 
point,  upon  the  same  line,  was  not  lower  than  to 
a nearer  point  ? — That  certainly  would  not 
meet  my  views  on  the  question  ; take  Liverpool 
and  Hull,  there  is  a trade  fi’om  Liverpool  to  Hull 
Avhich  is  not  for  consumption  at  Hull,  but  for 
export  to  foreign  countries . 

14769.  The  export  rate  is  a different  matter ; 
I am  talking  now  not  of  the  export  rate 
but  of  rates  generally  ? — I was  going  to  say  that 
there  are  certain  rates,  say,  for  cotton  from 
Liverpool  to  Hull,  and  those  rates  are  less  than 
from  Liverpool  to  some  of  the  manufacturing 
districts.  The  reason  is  that  unless  those  rates 
were  taken  the  traffic  would  go  by  direct  boat 
from  Liverpool  to  some  place  upon  the  Conti- 
nent. 

Mr.  Pease. 

14770.  But  supposing  you  were  to  adopt  the 
principle  which  the  honourable  Chairman  has 
indicated,  would  that  practically  hand  over  a great 
deal  of  your  long  distance  traffic  to  the  steam- 
boats ? — I think  it  would. 

Chairman. 

14771.  But  you  would  not  be  prepared  to  say 
that  it  v/ould  be  any  very  great  loss  to  the  com- 
pany V — I am  not  prepared  to  say  at  the  present 
moment  how  much  the  company  would  lose,  but 
at  all  events  it  would  be  a loss  to  the  company 
and  a certain  inconvenience  to  the  public. 

Sir  Daniel  Gooch. 

14772.  The  trader  would  suffer  very  much, 
0.54. 


Sir  Daniel  Gooch — continued. 

would  he  not  ? — He  would  be  hampered  very 
much  in  the  carrying  on  of  his  business. 

Chairman. 

14773.  Would  it  raise  the  price  to  the  consumer, 
or  merely  be  a question  of  expedition  ? — The 
raising  of  the  p»rice  to  the  consumer  would  depend 
a great  deal  upon  the  degree. 

14774.  Take  the  rate  between  Newcastle  and 
Hull,  I suppose  your  rate  is  just  below  the 
steamer  rate  ? — I should  say  our  rate  is  just  a 
little  above  the  steamer  rate. 

14775.  So  that  the  loss  would  be  in  the  facility 
and  expedition,  and  not  in  the  pi’jce  ? — It  would 
be  merely  that  we  should  lose  whatever  profit  we 
now  get  u])on  traffic  of  that  description. 

14776.  The  consumer  would  not  lose  in  money 
but  he  would  lose  in  time  ? — He  would  lose  in 
convenience  and  lose  in  time ; in  fact  there 
would  be  general  inconvenience,  and,  as  it  appears 
to  me,  no  benefit  to  anybody. 

Sir  Daniel  Gooch. 

14777.  It  would  be  a great  loss  to  the  public 
and  a little  loss  to  the  railway? — It  would  be  a 
little  loss  to  the  railway,  but  whether  the  loss 
was  greater  or  smaller  Avould  depend  very  much 
ujAOu  the  traffic  between  these  particular  points. 

14778.  I want  to  get  at  your  idea  Avhat  the 
loss  would  be  to  the  public  ? — I only  mentioned 
Hull  and  Neweastle  as  one  illustration  ; but  if 
we  are  to  carry  out  the  principle  all  through  the 
eountry  the  loss  would  be  considerable. 

14779.  Do  you  consider  that  the  ralhvays  are 
carrying  at  a very  considerable  profit  between 
two  towns  where  they  are  competing  with  the  sea, 
so  that  their  loss  would  not  be  very  great  ? — Our 
loss  would  not  be  so  great  that  we  should  not 
prefer  to  suffer  the  loss  rather  than  give  up 
the  large  profit  upon  the  traffic  in  the  other 
districts. 

14780.  You  would  perhaps  give  instead  of  a 
daily  a Aveekly  service? — We  might  con- 
ceiveably. 

Chairman. 

14781.  Supposing,  for  the  sake  of  argument, 
that  you  knocked  off  carrying  between  sea  com- 
petitive points,  what  would  be  the  result?  — 
Assuming  that  the  railway  rate  is  18  s.  4 d.,  and 
the  steamboat  rate  between  Neweastle  and  Hull 
is  17  s.  Qd.,  as  soon  as  the  railway  competitive 
rate  was  withdrawn,  it  is  not  to  be  supposed  that 
the  steamer’s  rate  would  be  continued  at  17  s.  6 d.  ; 
and  one  can  hardly  suppose  that  another  steamer 
Avould  be  put  on  merely  to  get  the  benefit  of  the 
difference  beLveen  the  steamer  and  the  railway 
rate  ; so  tliat  the  public  Avould  distinctly  lose 
the  benefit  of  the  raihvay  accommodation,  and 
not  gain  any  benefit  in  the  rate  at  all. 

Mr.  Paget. 

14782.  How  much  Avould  it  add  to  your 
inland  rates? — It  is  very  dilticult  to  make  a cal- 
culation as  to  any  particular  traffic  ; for  instance, 
take  this  particular  traffic  fi’om  Newcastle  to 
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Mr.  Payet — continued. 

Hull ; it  may  be  carried  at  a very  low  rate ; but 
supposing  we  give  it  up,  it  is  difficult  to  see  what 
we  save  by  giving  it  up ; we  do  not  save  pro- 
bably any  locomotives  because  we  should  have 
the  trains  to  run ; we  do  not  save  the  porters  be- 
cause we  have  to  keep  a staff  sufficient  for  our 
maximum  business ; so  that  it  is  not  easy  to  make 
a calculation  as  to  what  the  saving  would  be. 

14783.  You  would  not  save  anything  in  rates 
and  taxes? — I do  not  think  we  should  save  any- 
thing in  rates  and  taxes. 

Chairman. 

14784.  Now  passing  from  that  point,  you 
wanted,  I think,  to  say  something  wdth  reference 
to  your  agreement  with  Mr.  Grierson  as  to  the 
impossibility  of  finding  the  cost  of  conveying  each 
description  of  traffic  ? — I do  not  think  it  would 
be  possible  to  find  the  cost  of  each  description  of 
traffic.  That  point  arose,  I think,  upon  a ques- 
tion about  some  statistics  ■which  were  kept  by 
the  Indian  railways.  Traffic  in  this  country 
is  carried  in  such  very  small  quantities,  that  it 
■ft’ould  be  very  difficult  to  find  out  anything  at  all 
about  the  cost  of  particular  descriptions  of  traffic. 
For  instance,  out  of  Hull,  where  one  would 
naturally  suppose,  it  being  a large  trade,  that 
we  should  be  able  to  get  full  waggon  loads,  we 
only  get  about  an  average  of  2 tons  3 cwt.  per 
waggon,  and  from  such  places  as  Scarborough  we 
send  waggons  away  with  an  average  of  4 or 

5 cwt.  One  day’s  traffic  of  the  City  of  York  re- 
presents about  G80  tons.  I had  the  traffic  taken 
out  for  one  day  for  the  purpose,  and  the  result 
shows  that  51  consignments  were  of  the  average 
of  9 tons  each,  and  842  consignments  of  an 
average  of  5 cwt.  each  ; so  that  it  is  impossible  to 
find  out  the  precise  cost  of  ■umrking  any  parti- 
cular kind  of  traffic. 

14785.  Now  have  the  working  exjienses  of  the 
North  Eastern  Railway  Company  Increased  as  in 
the  case  of  other  lines  of  late  years? — Yes;  in 
1870  the  working  expenses  upon  the  North  East- 
ern line  were  44^  per  cent,  of  the  gross  receipts. 
1 have  it  for  each  year  up  to  1879,  when  the 
figure  was  50’6.  Of  course  these  items  of  coal 
and  coke  were  quite  as  Ioav  in  1879  as  in  1870, 
perhaps  low’er  ; but  in  traffic  expenses  there  is  a 
very  considerable  increase,  which  arises  partly 
from  the  introduction  of  the  block  system,  more 
signalmen,  &c. 

Sir  Edward  Watkin. 

14786.  That  is  an  increase  of  about  6 per 
cent.? — Comjiared  with  1870  it  is  an  increase  of 

6 per  cent,  on  the  gross  receij)ts,  and  an  increase 
of  rather  more  than  12  per  cent,  upon  the  actual 
working  expenses. 

Chairman. 

14787.  Now,  taking  the  view  that  you  do,  that 
the  bringing  forward  before  this  Committee  of 
these  so-called  anamolies  is  mainly  with  the 
view  to  obtain  a reduction  of  rates,  you  have 
prepared  a statement,  have  you  not,  to  shoAv  what 
jiower  railway  boards  have  over  their  charges, 
having  regard  to  obtaining  a necessary  dividend? 


Chairman — continued. 

— The  gross  receipts  upon  the  railways  of  the 
United  Kingdom  in  1879  were  61,736,000  1. ; the 
Avorking  expenses  were  32,045,000  /.,  leaving  a net 
residue  of  29,731,000 /.  The  Interest  on  the  de- 
bentures and  the  preference  shares  takes  nearly 
20,000,000  /.  to  pay  it ; therefore  that,  in  round 
numbers,  leaves  10,000,000 1.  for  the  ordinary 
shares  throughout  the  United  Kingdom,  which 
represents  between  16  and  17  per  cent,  of  the 
entii’e  gross  receipts.  Now,  reductions  have 
been  asked  for,  or  suggested,  before  this  Com- 
mittee, going  uj)  to  a very  high  figure ; but  if 
there  should  be  a reduction  in  the  rates  on  the 
the  railways  in  the  United  Kingdom  to  the 
extent  of  15  or  16  per  cent,  on  the  average, 
the  result  would  be  that  the  whole  dividend 
of  the  ordinary  stock  of  the  railways  of  the 
United  Kingdom  would  be  annihilated  ; of  course 
it  would  operate  differently  upon  different  com- 
panies ; some  of  them  would  have  their  dividend 
annihilated  long  before  a reduction  of  15  per 
cent,  was  made.  In  the  case  of  others  again, 
take  the  North  Eastern  Company,  for  example, 
23  per  cent,  reduction  would  clear  away  our  or- 
dinary dividend,  therefore,  there  is  not  room  for 
any  large  reduction  of  rates  if  railway  comiianies 
are  to  maintain  any  dividend. 

Mr.  Paget. 

14788.  But  is  not  the  reduction  asked  for  by 
the  traders  in  order  to  develope  a large  increase 
of  traffic? — I hat  is  their  theory,  but  it  is  not  a 
theory  which  practical  men  would  admit  as  being 
one  to  influence  them  in  making  such  an  experi- 
ment as  great  reductions  of  this  kind  over  the 
whole  of  the  traffic. 

Sir  Edward  Watkin. 

14789.  That  is  to  say,  a considerable  part  of 
the  traffic  is  either  carried  at  a very  small  profit, 
or  at  a loss,  and  that,  therefore,  augmenting  the 
volume  of  the  traffic  carried  either  at  almost  no 
profit,  or  at  a loss,  would  be  to  increase  the  ex- 
penses without  augmenting  the  dividend  ? — You 
cannot  increase  the  quantity  of  traffic  without 
increasing  the  expense ; therefore,  if  you  are 
already  carrying  minerals,  we  will  say,  at  a re- 
duced rate,  and  increased  the  quantity  by  a still 
further  reduction  of  rate  very  largely,  it  would 
depend  altogether  upon  the  proportion  whether 
you  made  any  profit  at  all. 

Mr.  Paget. 

14790.  Is  it  a fact,  as  the  honourable  Member 
just  put  it  to  you,  that  a considerable  quantity  of 
traffic  is  cari’ied  at  a loss  ? — I did  not  mean  it  in 
that  sense. 

Sir  Edioard  Watkin. 

14791.  I meant  after  deducting  interest  upon 
your  capital,  taking  short  distances  under  five 
miles  ? — The  payment  of  interest  upon  the  earn- 
ings of  railways  is,  all  round,  about  four  per  cent. ; 
of  course  if  you  take  that  four  per  cent,  in  as  part 
of  the  workinsc  expenses,  then  there  is  no  profit 
in  Avorking  cerlain  traffic  ; but  what  I mean  to 
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Sir  Edward  Watkin — continued, 
suggest  by  this  is,  that  railway  rates  have  already 
been  put  down  very  low,  and  that  by  putting 
down  those  rates  so  low  as  we  have  done  there  is 
not  a margin  left  for  the  reductions  which  have 
been  suggested ; and  I simply  put  it  that  if  17 
per  cent,  were  taken  off  the  gross  revenues  of  the 
railways,  the  dividends  on  the  ordinary  stock 
would  be  annihilated,  unless  the  working  ex- 
penses, which  absorb  52  per  cent,  of  the  entire 
receii)ts,  could  be  reduced. 

Mr.  Gregory. 

14792.  When  you  say  “ the  rates  have  been 
put  low,”  do  you  mean  by  the  action  of  the  com- 
panies or  of  Parliament? — By  the  companies. 

Sir  Daniel  Gooch. 

14793.  Do  you  consider  that  a reduction  of 
the  rate  upon  iron  would  increase  the  consump- 
tion of  iron  at  all  ? — I do  not  think  it  would. 

14794.  The  consumption  of  iron  depends  upon 
the  demand,  does  it  not,  and  not  upon  the  rate  ? 
— Undoubtedly.  It  is  a question  of  supply  and 
demand.  To  follow  the  figure  of  17  per  cent, 
a little  further,  it  w'orks  out  on  the  average  that 
each  passenger  travelling  contributes  to  the  ordi- 
nary dividend  of  the  shareholders  of  the  United 
Kingdom  1'8(/. ; while  each  sender  of  mineral 
traffic  contributes  4'4c/.  per  ton;  and  each  sender 
of  goods  traffic  contributes  lO^rf.  per  ton;  those 
are  the  contributions  Avhich  each  traveller  and  each 
freighter  of  minerals  and  goods  makes  towards 
the  dividend  upon  the  ordinary  stock  over  the 
whole  of  the  railways. 

Mr.  Pease. 

14795.  You  mean  per  ton  and  per  passenger? 
— Yes,  per  ton  and  per  j^asseuger. 

Mr.  Pa^et. 

14796.  How  many  persons  do  you  assume  of 
each  class  ? — I take  the  entire  number  who  travel, 
without  reference  to  class. 

Mr.  Gregory. 

14/97.  Do  you  rnean  that  is  their  contribution 
to  the  ordinary  dividend? — Yes;  that  is  their 
contribution  to  the  gross  ordinary  dividend. 


Chairman. 

14798.  Then  you  wish  to  put  in  some  statisi 
which  you  have  compiled  from  the  Board  of  Tri 
returns,  which  you  consider  would  bear  out  v 
contention  that  the  railway  companies  have 
veloped  as  large  a volume  of  traffic  as  possi 

consistent  with  a reasonable  return  ? Yes  I i 

that  the  railway  companies  in  all  their  arran 
ments  have  had  m view  the  development  o 
large  body  of  trade,  and  the  statistics  of  the  Bo 
of  Trade  seem  to  show  that  that  has  been  d< 
successfully;  I have  the  figures  for  every  year 
for  convenience  I have  selected  the  years  18 

waj  ^12,322  miles,  and  in  1879  it  was  17,696  ; t 


Chairman — continued. 

shows  an  increase  of  43  per  cent,  between  the 
two  years.  The  mineral  traffic  conveyed  upon 
the  railways  in  1863  was  68,043,154  tons,  and  in 
1879  it  was  144,791,280  tons.  The  merchandise 
traffic  shows  an  increase  of  from  32,517,247  tons 
in  1863,  to  69,396,875  tons  in  1879  ; the  total  of 
the  two  shows  an  increase  in  round  figures  from 
100,000,000  to  212,000,000.  This  table  also 
shows  the  accommodation  given  to  the  public;  by 
a calculation  it  shows  that  in  1863  there  were 
about  eight  passenger  trains  each  way  daily  on  an 
average,  while  in  1879  there  were  10  trains  each 
way,  so  that  what  I suggest,  and  what  I think 
this  table  confirms  is,  that  the  railway  companies 
have  tried,  and  tried  successfully,  to  develope  the 
resources  of  the  country,  and  that  they  have 
greatly  increased  the  accommodation  which  has 
been  given  to  the  public.  ( The  Table  was  handed 
in.) 


Sir  Daniel  Gooch. 

14799.  Have  the  railways  increased  in  ex- 
pense ? The  only  item  which  has  remained  about 
stationary  is  the  rate  of  interest  ; that  was  4 per 
cent.,  and  it  is  4 per  cent,  still. 

Chairman. 

14800.  I suppose  you  agree  with  the  views 
Ml.  (jrieison  and  Mr.  h indlay  stated  against  any 
outside  tribunal  fixing  the  rates? — I do,  entirely; 
Mr.  Grierson  gave  his  rates  at  some  millions,  and 
without  going  into  the  matter  minutely,  we 
also  have  millions  of  rates,  and  how  it  is  possible 
for  any  tribunal  but  the  railway  companies  them- 
selves to  fix  their  rates  I am  entirely  at  a loss  to 
understand. 

14801.  What  would  you  say  in  reply  to  the 
answer  to  Question  394,  where  Mr.  Hunter  makes 
a suggestion  with  reference  to  enforcing  equality 
with  power  to  the  hail  way  Commissioners  to 
make  exceptions?— Mr.  Hunter  says,  “The  only 
^bich  I have  to  make  with  regard  to 
this  question  of  preference  turns  upon  the  point 
whether  it  would  not  be  better  to  apply  preven- 
tion instead  of  cure.  At  present  railway  com- 
panies are  governed  by  the  law  ; but  they  may 
vaiy  the  rates  in  any  v/ay  they  please  until  some 
person  goes  to  the  expense  of  taking  the  case 
before  the  liailway  Commissioners,  and  obtaiuino- 
a decision  adverse  to  them.  Nowit  seems  to  me 
worthy  of  consideration  whether  the  law  mio-ht 
not  lequire  the  approbation  of  the  liailway  Com- 
missioners in  advance,  in  order  to  protect  the 
unequal  rates  ; in  other  words, 
whether  the  law  might  not  require  equal  rates, 
leaving^  it  to  the  railway  companies  to  propose 
inequalities  upon  any  given  part  of  the  system, 
and  in  respect  of  any  given  class  of  goods,  they 
first  obtaining  the  sanction  of  the  Commissioners 
to  those  inequalities ; in  case  the  sanction  of  the 
Railway  Commissioners  would  be  granted  if  by 
reason  of  guaranteed  quantities,  or  of  lono-er 
distances,  or  of  special  difficulties  in  workino-,°or 
of  any  other  matters  affecting  the  cost  of  convey- 
ance it  was  reasonable  that  an  inequality  should 
be  made.  That  seems  to  be  about  the  only 
suggestion  which  has  been  made  as  to  tlie  way  in 
which  the  Railway  Commissioners  should  nracti- 
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Chairman — continued. 

cally  fix  the  rates  ; and  it  would  mean  that  all 
the  rates  now  in  existence  all  over  the  country 
should  be  withdi-awn,  and  that  new  lists  of 
rates  based  on  some  system  of  equality  should 
be  put  in  operation  all  over  the  country  on 
all  descriptions  of  traffic,  and  that  then  the  com- 
panies should  be  at  liberty  to  apply  to  the  Rail- 
way Commissioners  to  establish  inequality  again. 
But  the  reasons  for  inequality  are  to  be  the 
quantities  which  might  be  conveyed  the  longer 
distances,  and  special  difficulties,  or  any  other 
matters  affecting  the  cost  of  conveyance.  Now, 
of  course,  it  is  liardly  necessary  to  say  that  such 
a plan  would  be  wholly  impracticable.  To  with- 
draw all  the  rates  which  ai’e  in  existence  all  over 
the  country,  and  to  put  in  a new  list  of  rates  cal- 
culated upon  some  principle  which  is  to  establish 
equality,  would,  I think,  be  a work  of  years. 

Ml’.  Gregory. 

14802.  Mr.  Hunter  does  not  recommend  that 
all  rates  should  be  withdrawn,  I think  ; that  is 
your  inference,  from  his  recommendation,  is  it 
not  ? — I understand  that  no  inequality  is  to  exist, 
unless  the  railway  companies  have  first  got  the 
sanction  of  the  Railway  Commissioners. 

14803.  But  might  be  sanctioned  upon  the  pre- 
sent scale  of  rates? — Then  the  present  scale  of 
rates  would  have  to  go  on,  but  Mr.  Hunter’s 
scheme  is,  to  settle  this  by  anticipation;  accord- 
ing to  his  answer,  it  is  to  settle  the  thing  in 
advance. 

14804.  But  in  settling  the  scale  in  advanee, 
the  Railway  Commissioners  might  deal  upon  the 
present  scale  of  rates,  might  they  not ; it  does 
not  necessai’ily  Involve  a new  scale  of  rates  alto- 
gether being  submitted  to  the  Railway  Commis- 
sioners ? — Yes,  I think  it  would,  to  carry  out 
that  proposition : then  in  some  subsequent  answer 
of  Mr.  Hunter’s,  he  lays  it  down  pretty  clearly, 
that  the  mere  fact  that  unless  inequality  was  es- 
tablished, the  company  could  not  obtain  the 
ti’affic,  was  not  to  be  a reason  for  the  Railway 
Commissioners  to  grant  dispensations  for  ine- 
quality. 

Sir  Edward  Wathin. 

14805.  "VVhat  he  proposed  was,  to  give  the 
Railway  Commissioners  the  power  of  fixing  all 
the  rates,  was  it  not  ? — Mr.  Hunter’s  proposition 
was,  that  the  companies  should  fix  the  rates  upon 
the  principle  of  equality  ; what  that  principle 
was,  was  not  defined,  but  it  was  to  be  something 
which  would  hold  good  as  a principle  of  equality; 
and  having  done  that,  he  would  give  the  railway 
companies  the  liberty  of  going  to  the  Railway 
Commissioners  to  state  cases  or  reasons  for  per- 
mitting inequalities. 

Chairman. 

14806.  I think  Mr.  Hunter  gives  the  three 
reasons  which  may  be  urged,  namely,  guaranteed 
quantities,  long  distances,  and  special  difficulty 
in  working  ? — I'hat  is  so ; I think  that  under 
that  clause  the  railway  companies  would  not  be 
likely  to  apply  to  the  Railway  Commissioners 
for  inequality  ; the  public  would  have  to  apply 
to  the  Railway  Commissioners  for  an  authorisa- 
tion to  a company  to  enter  into  an  engagement 


Chairman  —continued. 

for  the  establishment  of  inequality ; but  if  the 
railway  company  are  to  be  ])recluded  from  putting 
forward,  as  a reason  for  the  establishment  of  in- 
equality, that  unless  they  do  so  establish  ine- 
quality they  could  not  get  the  traffic,  then  I think 
the  main  reason  for  a railway  company  going 
before  the  Railway  Commissioners  would  dis- 
appear altogether. 

Mr.  Nicholson. 

14807.  Are  the  rates  now  so  very  unequal 
that  the  adoption  of  equality  would  involve  a re- 
construction of  the  whole  system  ? — I think  it 
would;  the  Commissioners  of  1865  in  their 
Report,  say  that  “ Inequality  is  the  essence  of 
railway  management  at  the  present  time,”  and 
that  “ It  is  not  expedient  to  prevent  inequality ;” 
those  are  not  the  exact  words,  because  I have 
not  got  them  before  me ; but  that  in  substance 
was  the  report  of  the  Duke  of  Devonshire’s 
Committee  of  1865. 

14808.  That  inequality  then  has  been  kept  up 
to  the  present  time  ? — If  I understand  the  ques- 
tion aright,  my  answer  is  that  the  Inequality 
which  at  present  exists  is  upon  the  same  princi- 
ple, and  perhaps  in  a greater  degree  than  existed 
a considerable  number  of  years  ago,  when  those 
who  investigated  the  subject  came  to  the  con- 
clusion that  it  was  not  desirable  to  attempt  to 
destroy  that  inequality. 

Chairman. 

14809.  What  do  you  say  about  this  ques- 
tion of  a new  classification,  as  it  bears  upon 
the  relation  to  the  maximum  rate  clauses  in  the 
different  private  Acts? — As  I said,  the  North 
Eastern  Railway  Company  have  tolls  inserted  in 
their  Amalgamation  Bill  which  affects  the  main 
portions  of  their  railway,  and  in  that  Act  it  is 
recited  that  it  is  lawful  for  the  company  to  de- 
mand, receive,  and  take  any  reasonable  sum  for 
loading  and  unloading,  receiving,  or  delivering, 
and  for  providing  cover  for  minerals,  goods, 
articles,  or  things.  Now,  if  a revised  classifi- 
cation means  that  there  is  to  be  some  material 
diminution  of  the  toll-taking  powers  of  the  com- 
pany, I think  there  would  be  very  serious  ob- 
jections to  it.  If,  on  the  other  hand,  it  means 
that  for  public  convenience  it  would  be  de- 
sirable that  the  Acts  of  Parliament,  which  now 
contain  only  some  50  or  60  articles,  should  be 
considerably  extended,  beai’ing  in  mind,  all  the 
time,  that  if  done,  it  should  only  be  by  an 
equitable  readjustment  of  the  taxing  powers  of 
the  companies,  then  the  North  Eastern  Company 
xvould  be  prepared  to  unite  with  other  companies 
in  endeavouring  to  cari-y  out  any  arrangement, 
provided,  as  I had  said  before,  it  was  not  any 
material  alteration  of  their  present  position  as 
regards  their  shareholders  in  the  matter  of  tolls. 

14810.  Then  wdth  reference  to  fixing  the  ter- 
minals by  a Revising  Aet,  which  has  been  often 
suggested  to  the  Committee,  what  have  you  to 
say  about  that  ? — Without  repeating  what  Mr. 
Grierson  said,  I concur  generally  in  the  answer 
given  by  him  to  Question  12620 ; but  I think 
that  in  carrying  out  such  a terminal  arrangement 
as  that  suggested  it  would  probably  be  found 
advantageous  to  provide  for  greater  elasticity  in 
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Chairman — continued. 

its  actual  and  practical  application,  because  it 
appears  to  me  that  the  terminal  charges  miglit 
suitably  vary  with  the  description  of  the  goods  ; 
but  that,  of  course,  is  a matter  of  detail. 

14811.  I have  only  finally  to  ask  you  a ques- 
tion about  a letter  I have  received  from  Selby, 
and  the  complaint  made  by  the  flax  growers  in 
the  neighbourhood  about  the  charge  to  Belfast. 
They  complain  that  your  radway  comi)any 
charges  26  s.  S d.  a ton,  while  they  carry  from 
Hull  foreign  flax  in  two-ton  lots  at  18  s.  4 d. 
Then  I notice  that  your  goods  manager  at  York, 
Mr.  Swales,  evidently  is  rather  impressed  with 
the  justice  of  their  remonstrance,  for  he  writes  to 
say  that  having  had  a long  corresjtondence  with 
the  other  railway  companies,  and  the  matter 
having  also  been  discussed  at  a meeting  of  the 
Irish  and  English  railway  companies,  he  regrets 
to  say  that  he  has  been  unable  to  induce  their 
acceptance  of  a reduction  of  the  rate  ; I would 
ask,  therefore,  have  you  any  remark  to  make 
upon  that ; it  seems  strange  that  a large  com- 
pany like  the  North  Eastern  Kailway  Company 
should  be  recognising  a hardship  and  not  be  able 
to  remedy  it? — If  the  goods  go  from  Selby  to 
Belfast  by  way  of  Leeds,  our  interest  is  repre- 
sented by  20  miles ; and  although  the  North 
Eastern  Railway  Company  have,  I think,  a 
reasonable  amount  of  influence  with  their  neigh- 
bours, yet  having  in  that  case  only  an  interest  of 
20  miles,  other  companies  might  reasonably 
think  they  had  a better  right  to  settle  the  rate 
than  the  North  Eastern  Railway  Company. 

14812.  Hull  is  30  miles  further  than  Selby, 
and  the  flax  comes  past  Selby,  while  the  rate 
upon  the  Selby  flax  is  26  5.  8 (/.,  and  upon  the 
foreign  flax  from  Hull  is  18  5.  ? — The  reason,  I 
sujipose,  is  that  the  senders  or  receivers  of  the 
foreign  flax  are  not  under  any  necessity  of 
having  it  by  Hull ; they  could  have  it  through 
any  other  port. 

14813.  The  flax  could  go  direct  to  Belfast  by 
sea? — It  could. 

Mr.  Monk. 

14814.  I think  you  admit  that  you  give  the 
public  a large  advantage  in  forwarding  foreign 
cattle  over  home  cattle  ? — We  give  a differential 
rate. 

14815.  Is  the  differential  rate  in  favour  of 
foreign  cattle,  or  against  the  traffic  in  foreign 
cattle  ? — It  is  in  favour  of  foreign  cattle  in  this 
sense,  that  it  is  lower  than  we  charge  from  New- 
castle for  the  home-fed  stock. 

14816.  Then  do  I understand  that  there  are 
two  distinct  I'ates,  an  import  rate  and  a local 
rate  ? — There  are  two  distinct  rates,  an  import 
rate  and  a local  rate. 

14817.  Can  you  reconcile  your  action  with  the 
requirements  of  the  2nd  section  of  the  Railway 
and  Canal  Traffic  Act  of  1854  ; does  not  that 
section  require  that  “ no  such  company  shall 
make  or  give  any  undue  or  unreasonable  pre- 
ference or  advantage  to  or  in  favour  of  any  par- 
ticular person  or  company  or  any  particular  de- 
scription of  traffic,  in  any  respect  whatsoever,  nor 
shall  any  such  company  subject  any  particular 
person  or  company  or  any  particular  description 
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of  traffic  to  any  undue  or  unreasonable  prejudice 
or  disadvantage  in  any  respect  whatsoever  ” ? — 
The  governing  words  are  “ undue  or  unreason- 
able} •ou  may  read  that  section  as  indicating 
that  a railway  company  may  give  a preference 
or  an  advantage  ; the  only  reservation  is  that  it 
shall  not  be  undue  or  unreasonable. 

14818.  Do  you  consider  that  it  is  not  an  undue 
advantage  to  convey  foreign  cattle  at  lower  rates 
than  the  home  cattle  ? — I do  not  think  it  is  either 
undue  or  unreasonable. 

14819.  At  all  events  that  is  your  interpreta- 
tion?— That  is  my  view  upon  it. 

14820.  Have  you  had  complaints-  from  the 
cattle  dealers  at  Edinburgh  that  the  rates  for 
foreign  stock  are  less  than  the  rates  for  home 
stock  ? — I am  not  aware  of  any. 

14^21.  Are  the  rates  which  you  charge  for 
foreign  cattle  paying  rates? — Yes,  they  are  pay- 
ing rates  in  this  sense,  that  they  are  more  than 
the  expense. 

14822.  Then,  w’hy  have  you  not  reduced  the 
charge  for  home  cattle  to  those  rates? — The 
question  of  paying  is  one  of  degree  ; of  course,  as 
I said  before,  if  you  spend  10  1.  to  get  100  /.  and 
get  the  100  /.,  it  would  be  a paying  rate  in  that 
sense  ; but  it  would  not  be  a reason  for  reducing 
every  other  rate  to  such  an  extent  that  you 
should  liave  to  spend  70/.  for  every  100/.  you 

gob 

14823.  Still  it  is  both  a preference  and  an  ad- 
vantage to  the  foreign  dealers? — I do  not  know 
that  it  is  a preference  in  that  sense,  because  the 
cattle,  if  they  were  not  charged  at  that  rate 
would  come  into  the  countiy,  and  it  does  not 
follow  at  all  that  they  should  come  by  Newcastle 
at  the  higher  rate.  But,  as  a matter  of  fact,  I 
think  the  I'oreign  cattle  Ave  carry  atvay  from 
Newcastle  at  the  import  rates  are  about  15  per 
cent,  of  the  entire  cattle  Ave  send  away  from 
IN'ewcastle  ; therefoi’e,  if  it  came  to  a question  of 
choice,  Avhether  Ave  Avould  reduce  the  home  or 
advance  the  foreign  rate,  Ave  should  elect  to 
advance  the  foreign  cattle  rate. 

14824.  Do  I understand  you  to  say  that  the 
foreign  cattle  Avhich  come  in  are  only  15  per  cent, 
of  the  whole  amount  of  the  cattle  trade  ? — Of 
our  cattle  trade.  Taking  the  last  six  months, 
the  total  number  of  cattle  sent  aAvay  from  Ncav- 
castle  (that  is,  cattle,  calves,  pigs,  and  sheej?)  at 
Enolish  rates,  although  many  of  them  might  be 
foreign,  Avas  105,368  ; and  those  that  Avere  sent 
at  import  rates,  that  is  cattle,  as  Ave  call  them, 
“ in  transit,”  Avas  14,464,  or  just  about  12  per 
cent,  of  the  total  cattle  sent  aAvay  from  Newcastle 
in  six  months. 

14825.  And  the  reason  of  the  loAver  charge 
being  made  is  to  encourage  the  foreign  trade  ? — 
The  reason  it  to  encourage  the  traffic  to  come  by 
Newcastle. 

14826.  That  is  to  say,  to  encourage  the  traffic 
coming  by  Newcastle  at  the  expense  of  other 
localities  ?— I Avould  hardly  say  at  their  expense. 

14827.  To  the  prejudice  of  other  localities? — 
There  are  import  and  export  rates  all  over  the 
country  for  all  descriptions  of  produce. 

14828.  That  is  not  a precise  answer  to  the 
question ; is  it,  or  is  it  not,  to  the  prejudice  of 
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®ther  places  ? — Assuming  that  the  I’aising  of  the 
*'ate  prevented  the  cattle  coining  to  Newcastle, 
and  assuming  the  cattle  came  to  some  other 
place,  the  steamboat  carrying  them  to  that  other 
place  would  be  advantaged  by  it. 

14829.  Do  I understand  you  to  say  that  you 
do  not  give  a preference  to  the  Hartlepools  over 
Hull  in  respect  of  rates,  on  the  ground  that  the 
services  rendered  at  Hull  are  greater  than  those 
rendered  at  the  Hartlepools? — No,  I think  I did 
not  put  it  in  that  way. 

14830.  Would  you  kindly  explain  your  mean- 
ing a little  further?  — I put  it  in  this  way,  that 
there  ai’e  wdiat  are  called  equal  rates,  namely,  for 
instance,  foreign  urain  is  charged  7 s.  11c?.  from 
Hartlepool,  and  7 s.  11c/.  from  Hull  up  to  Leeds, 
but  that  at  Hull  certain  services  are  performed 
for  which  no  special  charges  are  made,  they  being 
all  included  in  the  7 s.  11  d. 

14831.  I think  that  is  exactly  what  I stated  in 
my  question? — Yes,  except  that  I think  I did 
not  give  it  as  a reason  for  the  particular  rate 
which  existed  ; but  as  a matter  of  fact,  that 
is  so. 

14832.  Perhaps  the  reason  you  gave  was,  that 
those  were  the  charges  which  were  made  before 
the  amalgamation? — Substantially  that  was  so. 

14833.  But  have  not  the  rates  been  revised 
since  the  amalgamation? — I should  think  very 
little  change  has  been  made  in  those  particular 
rates. 

14834.  The  dock  dues  at  Hull  are  larger  than 
the  dock  dues  at  the  northern  ports,  are  they  not? 
— The  Hull  Dock  Company’s  charges  in  some 
respects  arc  considerably  higher  than  they  are 
at  Hartlepool  ; in  other  respects,  that  is  to  say,  in 
respects  that  affect  the  transit  of  traffic  inland  by 
water,  they  are  very  trifling  indeed;  for  instance, 
a canal  boat  can  go  into  the  dock,  take  a cargo 
of  grain  from  a ship  and  pass  out  again  into  the 
river  Humber  without  paying  anything  at  all. 

14835.  Are  those  dues  wholly  irrespective  of 
the  railway  rates;  do  you,  or  do  you  not,  include 
them  in  your  rates  ? — Our  dock  charges  are 
entirely  separate  from  our  rates. 

14836.  Do  you  give  a preference  to  any  mer- 
chants in  the  timber  trade  ? — No. 

14837.  You  charge  the  same  rates  to  all  the 
merchants? — Yes,  the  same  railway  rates;  I am 
not  aware  of  any  difference. 

14838.  Are  you  not  aw'are  that  you  give  special 
rates  to  any  limber  merchant? — I am  not  aware 
of  til  at. 

14839.  Do  you  give  any  preference  to  the  coal 
trade? — We  have  differential  rates. 

14840.  Have  you  differential  rates  for  the 
owners  of  particular  collieries? — No;  any  one 
colliery  sending  traffic  for  the  same  purposes 
would  be  charged  the  same  as  any  other 
colliery. 

14841.  Blit  do  you  mean  that  in  respect  of 
cannel  coal,  or  different  descriptions  of  coals,  you 
have  these  differential  rates? — What  I mean  is 
that  for  coal  sent  for  export  the  rates  may  be 
lower  than  for  coal  sent  for  some  other  pur- 
poses. 

14842.  Do  you  allow  a rebate  on  certain  de- 
scriptions of  coal  ? — We  have  allowed  a rebate  on 
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iron-making  materials  in  the  north-eastern 
districts. 

14843.  But  not  on  coal  for  certain  purposes  ? 
— No. 

14844.  Do  you  on  coal  for  making  gas  ? — I do 
not  recollect  that  Ave  have  any  such  thing ; I 
think  it  is  very  likely  that  gas  contracts  may  be 
rather  less,  but  all  collieries  for  like  purposes  are 
charged  in  the  same  Avay. 

14845.  Do  you  give  preferential  rates  for 
chemicals  where  they  are  intended  for  export? — 
I do  not  think  we  do,  but  as  a matter  of  fact,  we 
have  scarcely  any  carriage  of  chemicals;  the 
chemical  Avorks  in  our  district  are  nearly  all 
situated  upon  the  river,  and  they  export  inde- 
pendently of  us. 

14846.  Do  you  admit  or  deny  that  the  North 
Eastern  Raihvay  Company,  in  arranging  its  rates, 
shows  a preference  to  certain  towns? — Subject 
to  the  explanations  I have  given  as  to  main- 
taining that  which  existed  before  the  North 
Eastern  Amalgamation,  then  I answer  that  there 
are  differential  rates  having  regard  to  mile- 
age. 

14847.  Can  you  give  any  reason  beyond  that 
you  have  giA'en  for  charging  more  for  the  con- 
veyance of  bricks  than  for  the  conveyance  of 
coal,  if  a full  load  of  bricks  is  sent?- — If  there 
were  the  same  Aveight  of  bricks  sent  upon  the 
North  Eastern  Baihvay  as  of  coal  and  coke,  I 
think  it  Avould  require  a good  deal  of  considera- 
tion ; we  carry  about  29,000,000  tons  of  coal, 
coke,  ironstone,  &c.,  while  I suppose  the  bricks  will 
hardly  represent  one  per  cent,  of  that  amount. 

14848.  We  will  now  go  a little  further  Avith 
regard  to  another  matter.  If  you  have  a certain 
number  of  trucks  of  bricks,  is  there  a greater 
expense  in  carrying  them  than  the  same  number 
of  trucks  of  coal  ? — If  there  Avere  five  trucks  of 
bricks  at  a particular  siding  going  to  a particular 
siding,  and  the  next  day  there  Avere  five  trucks 
of  coal  in  the  same  siding  going  to  the  same 
siding,  it  Avould,  I think,  be  rather  more  costly 
in  proportion  to  the  receipts  to  carry  the  bricks, 
because  the  coal  Avaggons  would  probably  con- 
tain a larger  quantity ; but  the  hauling  of  five 
waggons  loaded  Avith  bricks,  and  five  Avaggons 
loaded  Avitli  an  equal  quantity  of  coal  from  one 
point  to  another  point,  Avould  be  very  much  the 
same.  I do  not  see  how  it  is  possible  to  calculate 
the  precise  cost  of  each,  but  then  in  arranging  rail- 
way rates  Ave  have  to  take  into  account,  in  fact  it 
is  absolutely  necessary  to  do  so,  the  general  cir- 
cumstances of  the  case. 

14849.  Is  the  general  cost  of  carrying  bricks 
more  than  of  coals  ? — I think  it  is  generally. 

14850.  I think  you  gave  a preference  for  the  con- 
veyance of  pig  iron  as  betiveen  Middlesbro’  and 
Hull  ? — No,  I merely  say  that  in  Hull  there  are  a 
number  of  shipoAvners  Avho  require  such  articles  as 
pig  iron  in  order  to  fill  up  their  cargoes,  and  that 
they  could  get  it  by  sea  as  Ioav  as  5 5.;  but  if 
they  did  they  would  have  to  get  it  in  large  quan- 
tities, sufficient  to  load  a vessel,  and  that  Ave,  by 
the  course  Ave  have  adopted,  have  given  a great 
facility  to  the  shipowners  in  Hull,  and  to  the  iron 
manufacturers  in  the  north  ; but  I do  not  see  that 
there  is  any  preference  to  any  person  or  place 
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over  anybody  else,  except  the  preference  of 
carrying  at  a less  mileage  rate  in  certain  circum- 
stances than  in  others. 

14851.  But  that  is  an  undoubted  preference, 
is  it  not;  it  is  a preference  to  the  shipowners  in 
Hull  over  the  shipowners  in  other  ports?  — 1 do 
not  see  that ; because,  take  any  other  port 

14852.  Would  you  convey  them  at  the  same 
rate  to  any  other  port  ? — At  less  than  5 s.  we 
should  convey  them  to  any  other  port  we  have 
for  shipment. 

14853.  I do  not  understand  about  the  5 s.  ? — 
An  iron  manufacturer  might  want  to  send  some 
pig  iron  to  the  Tyne  for  shipment,  and  we 
should  carry  it  to  the  Tyne  at  rather  less 
than  os. 

14854.  Therefoi'e,  you  would  give  a special 
rate  for  that  purpose  ; that  would  be  a special 
rate,  would  it  not?-— Yes,  from  Middlesbro’  to 
the  Tyne  there  is  the  sea,  and  parties  can  send 
by  sea ; but  if  they  choose  to  make  use  of  our 
railway,  we  should  be  glad  to  carry  their  goods  at 
a low  rate. 

14855.  Is  that  because  you  have  competition 
by  sea? — Yes,  because  there  is  competition  by 
sea. 

Mr.  Cnine. 

14856.  I wish  to  ask  you  whether  you  always 
adhere  to  the  classification  book  in  your  charges 
on  “ smalls  ” ? — I am  sure  I cannot  answer  tlie 
question  whether  we  always  do,  but  our  station 
agents  have  the  classification  book,  and  they  have 
the  class  rates,  and  I siqipose  they  do  adhere 
to  it. 

14857.  Do  you  think  that  a man  who  has 
charge  of  a parcels  delivery  imvards  upon  your 
line,  always  weighs  the  parcel  and  makes  a cal- 
culation as  given  in  the  classification  book? — I 
can  only  assume  that  the  company’s  agents  do 
their  duty. 

14858.  You  do  not  know  that  they  generally 
jump  at  it,  and  jump  at  it  safely  upon  the  side  of 
the  railway  company? — I do  not  know  it. 

14859.  The  instruction  always  is  to  adhere 
exactly  to  the  classification  book  ? — The  classi- 
fication book  is  really  their  instruction. 

14860.  And  they  cannot  legally  charge  more 
than  the  classification  ? — If  they  charged  more 
than  the  classification  they  would  be  doing  that 
which  their  instructions  did  not  authorise  them 
to  do. 

14861.  In  your  opinion,  with  regard  to  the 
classification  book  generally,  do  you  consider  that 
it  requires  considerable  revision  and  alteration? 
— I am  not  prepared  to  say  that  it  does  for 
practical  purposes. 

14862.  Would  you  not  say  that  it  is  full  of 
inequalities  and  absurdities  ? — I would  not  go 
so  far  as  to  call  them  absurdities,  but  there  may 
be  some  inequalities.  If  very  competent  people 
were  to  sit  down  and  revise  the  book  and  make 
it  perfectly  consistent,  probably  at  the  end  of 
12  months  it  would  be  found  to  be  equally  full 
of  anomalies,  not  to  say  absurdities. 

14863.  Would  you  say,  for  instance,  that  there 
is  any  diffei’ence  between  “ apples  ” and  “dried 
apples why  one  should  be  charged  under 
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Class  1,  and  the  other  charged  under  Class  3 ? — 

I should  say  there  is  little  difference,  but  I am 
not  prepared  to  give  a precise  definition  of  the 
difference  between  “ apples”  and  “ dried  apples 
still  I have  no  doubt  there  are  a good  many 
reasons  why  it  should  be  as  it  is. 

14864.  I will  take  you  through  the  item  of 
iron,  Avhich  we  both  know  something  about;  for 
instance,  axles  are  classed  2,  while  axles  and 
wheels  together  are  classed  1 ; do  you  see  any 
reason  for  that  ? — Of  course  axles,  if  closely 
packed,  will  go  in  larger  quantities  per  truck 
than  axles  on  wheels. 

14865.  Then  you  ought  to  charge  more  for 
the  axles  on  wheels  than  you  do  for  the  axles? — 
That  should  be  so. 

14866.  Instead  of  that,  it  is  the  reverse  ; I 
will  mention  another  point  which  I find  in  the 
evidence  of  one  of  the  witnesses,  that  bridge 
Avork  is  charged  special,  while  roof  work  is 
charged  No.  2,  both  beinsf  Ironwork.  Noav,  you 
are  an  engineer,  or,  at  all  events,  knoAV  enough  of 
engineering  matters  to  know  the  difference  betAveen 

O O 

the  two? — I always  shelter  myself  by  saying  1 am 
not  an  engineer  when  I am  asked  engineei’ing 
questions  ; but  AAhen  a bridge  like  our  high  level 
bridge  Avas  going  to  be  put  up,  it  would  require  a 
good  deal  more  carriage  than  thereof  of  a station 
or  other  building. 

14867.  Take  the  roof  of  York  station? — I 
Avould  venture  to  say  that  the  roof  work  in  that 
case  would  never  be  carried  at  the  class  rate  at 
all,  because  anybody  going  to  erect  a building 
like  that  Avould  apply  for  a special  rate,  and 
would  get  one. 

14868.  Let  us  take  a small  lattice  bridge, 
Avhich  consists  of  flat  bars  punched,  while  roof 
work  would  consist  of  round  bars,  Avith  a hole 
punched  at  each  end  of  the  rod  ; Avhat  Avould  be 
the  difference  to  you  as  carriers? — Bridge  Avork 
and  roof  AVork  must  cover  something  more  than 
the  mere  bars  in  each  case. 

14869.  But  you  know  all  about  the  work  ; is 
there  any  practical  difference  between  bridge 
Avork  and  roof  Avork  for  railway  carrying  pur- 
poses ? — I said  it  would  all  depend  upon  the 
quantities  which  Avanted  to  go. 

14870.  Let  us  take  10  tons  of  each,  or  100 
tons  of  each  ? — You  may  Avork  it  out  to  almost 
to  any  extent  in  suppositious  eases.  The  ques- 
tion is,  AA'hether  particular  goods  are  not  likely 
under  general  circumstances  to  go  in  larger 
quantities  than  other  classes  of  goods  ; and  that 
may  be  the  case  as  to  the  difference  betAveen 
bridge  Avork  and  roof  Avork. 

14871.  You  are  not  inclined  to  give  any  defi- 
nite oj)inion  about  it,  one  Avay  or  the  other  ? — If 
you  ask  me  my  opinion  generally,  I Avould  say 
that  if  I were  to  sit  down  and  go  through  the 
classification,  Avhich  noAV  contains  about  4,000 
articles,  I should  find  some  articles  which  Avould 
appear  very  difficult  of  explanation,  until  1 had 
the  goods  managers  before  me  to  ascertain  from 
them  the  reasons  for  classifying  the  articles  in 
that  Avay,  upon  which  I might  find  that  they 
could  give  some  very  good  reasons  for  differences 
which  appear  on  the  face  of  the  classification  to 
be  great  anomalies. 
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14872.  Take  a 9-inch  column  and  a 9-inch 
vvaterpipe,  botli  hollow  and  both  cast ; the  [)ipes 
are  carried  “ special  ” and  the  column  under 
No.  1 ; is  there  any  did’erence  there  that  would 
justify  that  difference  in  charge  ? — It  all  depends 
upon  the  general  course  of  traffic  and  the  quan- 
tities that  are  being  carried. 

14873.  But  you  classify  goods  apart  from  those 
considerations,  do  you  not  i — I can  only  say  that 
the  classification  book  is  arz’anged  after  every 
consideration  has  been  given  to  it,  and  much 
knowledge  brought  to  bear  upen  the  question. 

Sir  Edxoard  IVotkin. 

14874.  Would  not  a column  be  an  ornamental 
casting  ? — It  might  be. 

O 23 

Mr.  Caine. 

14875.  I Avill  take  you  upon  that  point;  here 
are  stable  fittings  charged  2,  and  corn  bins 
charged  3 ? — I cannot  pretend  to  give  tlie  special 
reason  for  every  particular  item  of  traffic  which 
may  be  in  that  classification. 

hlr.  Pease. 

14876.  Is  ic  not  the  case  that  a column  may  be 
a beautiful  piece  of  ironwork,  or  it  may  be  notliing 
but  a water  pipe  turned  upside  down? — It  may 
be. 

iSIr.  Caine. 

14877.  Therefore  you  cannot  judge  of  the 
classification  without  you  see  the  goods  them- 
selves ? — It  has  extended  uoav  to  4,000  articles, 
and  if  we  were  to  extend  it  to  the  case  of  a 
column  which  is  ornamental  as  compared  with  a 
column  which  is  not  ornamental,  it  Avould  give 
rise  to  a great  deal  more  trouble  and  very  little 
more  satisfaction. 

14878.  Chains  in  cask  are  carried  second,  and 
chains  loose  are  carried  special ; can  you  tell  me 
any  difference  between  chains  in  casks  and  chains 
not  in  casks  ? — I could  not  state  the  reason  off- 
hand; they  might  be  more  valuable,  or  a variety 
of  reasons  might  enter  into  the  consideration. 

14879.  Now,  going  from  metals  to  Esparto 
grass  ; at  owner’s  risk  it  is  carried  special,  Avhile 
press-packed  in  the  first  class  ; hay,  at  owner’s 
risk,  in  the  second  class,  and  press-packed  in  the 
second;  now  hay  is  the  more  valuable  article  of 
the  two ; are  you  not  favouring  the  foreigner 
there  at  the  expense  of  the  home  consumer  ? — 
No,  the  Esparto  grass  is  imported  for  the  benefit 
of  the  paper  maker,  and  does  not  come  into  com- 
petition with  hay  at  all.  Esparto  grass  is  more- 
over a regular  trade,  while  hay  is  exceptional 
traffic  altogether. 

14880.  There  is  a good  deal  of  hay  going  about 
the  country  surely,  and  there  would  probably  be 
more  if  it  were  carried  special? — Of  course  the 
fact  of  a great  many  of  these  articles  being  put 
in  these  various  classes  arises  in  consequence  of 
the  pressure  brought  to  bear  by  parties  who  are 
doing  business  in  those  particular  articles  who 
liave  been  able  to  show  good  reason  Avhy  they 
cannot  attbrd  to  pay  the  full  charge  of  the  higher 
rates. 

14881.  Is  not  that  preferential  dealing? — The 
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term  preferential  ” has  been  used  very  often, 
but  I do  not  think  there  is  anything  pre- 
ferential about  it. 

14882.  Will  you  turn  for  a moment  to  page 
47  ; Avhile  Ave  Avere  on  the  Esparto  grass  case, 
you  said  it  Avas  charged  special,  because  it  was  a 
])aper-making  material ; and  assuming  that  is  so, 

I find  a number  of  paper-making  materials,  some 
of  lesser  value  than  Esparto  grass,  and  some  of 
greater  value,  Avhich  are  classed  No.  1 ? — I do 
not  know  to  Avhat  allusion  is  made. 

14883.  Then  I find  that  floAver  pots  in  casks 
are  classed  No.  2,  Avhile  preserving  jars  in  casks 
are  classed  No.  1 ; floAver-pots,  at  OAvnei'’s  xlsk, 
are  classified  special,  Avhile  loose  earthenware, 
also  at  owner’s  risk,  is  classed  No.  1 ? — I have 
no  doubt  that  there  are  reasons  for  it. 

14884.  Tiiose  are  inequalities ; noAv  let  me 
shoAv  some  instances  Avhich  appear  to  me  to  be 
absurdities ; jute  is  classed  No.  1,  and  avooI 
No.  2 ; Avhile  jute  and  wool,  mixed,  together,  are 
classed  No.  3 ; Avhy  not  one-and-a-half  ? — There 
is  not  that  intermediate  class,  but  a great  many 
of  these  things  which  look  absurd  could  easily 
be  rectified  by  putting  a fcAv  of  those  Avhich  have 
been  jzressed  into  the  lower  classes  under  pres- 
sure, back  again  into  the  higher  classes ; my 
opinion  upon  the  classification  is  that  it  is  very 
much  like  the  ilritish  Constitution;  it  has  grown 
up,  and  been  altered  from  time  to  time  to  meet 
the  circumstances  of  the  trade  of  the  country; 
but  taking  it  on  the  Avhole,  it  has  acted  aa'cII 
for  the  public  and  fairly  for  the  railw'ay  com- 
panies. 

14885.  You  stated  that  you  sometimes  gave 
differential  rates  on  coids,  and  you  Avere  asked 
Avhether  they  Avere  given  to  the  coalmasters  ; I 
Avill  ask  you  Avhether  you  do  not  give  differential 
rates  to  purchasers  of  coal  if  they  send  great 
quantities;  take,  for  instance,  two  coalmastei’s  at 
Scarborough  ; if  A.  can  buy  100  tons  of  coal, 
do  you  ])ut  him  on  better  terms  for  carriage  than 
you  do  B.,  Avho  can  only  take  20  tons  of  coal  ? — 
VV'e  do  not  carry  for  the  coal  merchants  at  Scar- 
borough at  all ; we  carry  for  the  coaloAvners,  but 
a coaloAvner  Avould  be  charged  precisely  the  same 
Avhether  he  Avas  sending  100  tons  to  one  man  and 
20  to  another,  or  otherwise. 

Mr.  Pease. 

14886.  Practically,  at  Scarborough  the  sea  cuts 
the  raihvays  all  out,  does  it  not  ? — Not  alto- 
gether; the  railway  have  still  kept  a considerable 
quantity. 

Mr.  Caine. 

14887.  At  certain  sidings,  is  it  the  custom  to 
give  coal  merchants  accommodation  for  their 
Avaggons  upon  the  lines  Avhere  the  Avaggons  may 
remain  for  a considerable  time  Axithout  charge  ? 
— I do  not  think  it  Avould  be  fair  to  put  it  upon 
the  coal  merchants  only.  IVe  have  sidings  in 
various  jzlaces,  as  at  Scai’borough,  Avhere  the  Avag- 
gons do  remain  until  they  are  required,  but  that 
facility  is  not  afforded  to  any  special  coal  mer- 
chant or  coaloAvner. 

14888.  In  2)oint  of  fact,  you  treat  them  all 

alike  ? 
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alike  ’ — We  treat  them  all  alike  under  like  cir- 
<5um8tances. 

Mr.  Nicholson. 

14889.  With  regard  to  this  vexed  question  of 
the  classification,  do  not  you  think  it  might  be 
advantageously  revised  from  time  to  time  by  a 
conference  of  experts  nominated  by  the  chambers 
of  commerce  and  the  traders  in  combination  with 
the  representatives  of  the  railway  companies,  and 
possibly  some  nominated  by  the  Board  of  Trade 
if  they  should  extend  their  staff? — I do  not  think 
that  would  be  a practicable  mode  of  doing  it, 
except  in  this  way,  that  the  goods  managers  of 
the  companies  who  have  these  matters  in  hand, 
ought,  of  course,  to  make  themselves  acipiainted 
with  or  obtain  as  much  information  as  possible 
upon  ihe  subject ; but  1 do  not  see  how  the 
traders  could  give  us  more  information  than  we 
already  possess,  because  the  traders  make  their 
wishes,  and  Avants,  and  views  known  and  felt, 
and  are  making  them  felt  continually  ; it  is 
almost  a daily  occurrence  that  goods  managers, 
and  often  general  managers,  have  applications 
for  reductions  of  rates  of  various  descri[)tions, 
and  the  reasons  liave  to  be  well  weighed  before 
any  decision  is  arrived  at. 

14890.  But  the  cpiestion  I put  to  you  was  as 
to  whether  a conference  of  experts  would  not 
help  the  railway  managers  in  coming  to  a fair 
conclusion  ; take  one  instance  that  Mr.  Caine  in- 
quii-ed  about,  namely,  the  difference  between 
bridge  Avork  and  roof  Avork  ; the  Committee  have 
it  in  evidence  before  them,  and  evidence  that  I 
do  not  doubt  for  a moment,  that  the  manager  of 
the  railway  would  not  knoAV  Avhether  a single 
truck  of  material  Avas  bridge  or  roof  Avork,  unless 
it  was  described  by  the  sender? — No;  but  the 
next  truck  might,  conversely,  be  just  as  easily 
distinguished.  Raihvay  business  cannot  be  re- 
duced to  an  exact  science ; you  must  have 
general  classifications  of  rates  Avhich  cover  a 
great  many  articles,  and  also  cover  a great  many 
differential  circumstances  ; but  I do  not  think  the 
goods  managers  are  deficient  in  information,  or 
that  they  are  likely  to  be  kept  in  ignorance  of 
any  claim  Avhich  can  possibly  be  put  forward  by 
the  public  for  an  alteration  in  rates. 

14891.  I am  quite  aware  of  that  from  experi- 
ence ; but,  at  the  same  time,  any  claim  on  thr 
part  of  a sender  gives  rise  to  correspondence  and 
statements  of  fact  AA'hich  are  frequently  forgotten 
Avhen  the  matter  has  been  settled.  Now,  I Avould 
ask  you  Avhether  the  North  Eastern  Company 
keep  a separate  account  of  AA'hat  comes  into  the 
Hartlepool  and  other  docks  belonging  to  the 
company,  so  as  to  ascertain  Avhether  they  make 
really  a profit  from  the  docks  and  buildings  con- 
nected Avith  them? — We  do  not  keep  it  specially, 
but  sometimes  Ave  have  occasion  to  take  it  out ; 
aud,  speaking  generally,  the  dock  at  Hartlepool 
has  had  some  money  laid  out  upon  it  lately,  and 
I think  it  Avill  require  more  development  before 
we  can  get  Interest  upon  the  outlay  purely  as  a 
dock. 

14892.  There  is  a suspicion  that  the  dock 
business  is  carried  on,  possibly  at  a small  loss,  and, 
certainly,  not  to  any  amount  of  profit,  for  the 
0.54.  ^ 


Mr.  Nicholson — continued. 

sake  of  the  railway  traffic;  Avhat  Avould  you  say 
upon  that? — That  is  a misapprehension,  because 
the  dock  dues  at  Hartlepool  are  charged  substan- 
tially according  to  the  maximum  rates  of  the 
Act. 

Mr.  Barclay. 

14893.  Is  it  the  case  that  you  have  the  highest 
rate  of  any  railways  in  the  kingdom  for  artificial 
manures? — I should  think  very  likely  it  is.  I do 
not  knoAv  Avhat  every  other  company’s  rate  is,  but 
I think  it  very  likely  is,  as  you  say. 

14894.  You  do  not  knoAV  of  any  other  company 
Avhicli  is  entitled  to  charge  higher  rates  than  you 
do? — Not  higher  than  Ave  are  entitled  to  do. 

14895.  Do  you  not  charge  as  high  as  you  are 
entitled  to  do? — I think  not. 

14896-  We  have  it  in  evidence,  at  Question 
1047,  that  you  are  charging  Z d.  upon  disiances 
over  50  miles,  and  3.^  d.  for  distances  under  50 
miles,  on  artificial  manure  ? — I think  that  is  a 
mistake  ; I have  not  seen  any  evidence  to  that 
effect. 

14897.  Do  you  deny  that  to  be  the  fact? — I 
think  we  do  not  charge  our  maximum  rates  above 
50  miles. 

14898.  Nor  under  50  miles  ? — I should  say 
that,  in  a considerable  number  of  cases,  under  50 
miles  Ave  do  not  charge  our  maximum  rates 
either. 

14899.  Was  this  your  maximum  rate  in  your 
original  Act  ? — No. 

14900.  Then,  hoAv  did  you  obtain  this  increase 
of  your  maximum  rate  ? — By  an  application  to 
Parliament. 

14901.  Will  you  explain  by  Avhat  Act  you  got 
authority  to  charge  these  additional  rates  for 
manure  ? — I think  the  Act  authorising  the  rate 
was  passed  in  1865. 

14902.  That  Avfis  subsequent  to  the  amalgama- 
tion of  the  lines  which  you  Avere  telling  us  about 
some  lime  ago?  — Yes,  it  was. 

14903.  Then,  I suppose  the  Committee  of  1872, 
if  the  rate  for  manure  is  higher  than  before  the 
amalgamation,  Avere  in  error  in  respect  to  that 
particular  article  ? — I suppose  they  spoke  of  it 
generally  from  the  evidence  which  had  been 
given. 

14  904.  What  was  that  Act  principally  for 
to  Avhich  you  referred  ; had  it  any  thing  to  do 
Avlth  your  main  line  except  in  the  matter  of  these 
rates  ? — I think  there  Avere  several  things  in  it ; 
there  Avas  the  construction  of  some  short  branches, 
for  one  thing,  but  1 have  not  got  the  Act  here. 

14905.  What  Avas  the  name  of  it  ? — The 
Pelaw  Branch  Act,  speaking  generally. 

14906.  The  Act  professes  to  be  principally  an 
Act  for  enabling  you  to  construct  about  eight  or 
nine  small  branches  in  connection  Avith  the  North 
Eastern  Raihvay  Company,  does  it  not  ? — It  was 
a kind  of  omnibus  Bill. 

14907.  The  notice  of  the  Bill  is  headed, 
“ Powers  to  construct  raihvays  between  Pelaw 
and  Lyne  Dock,  to  extend  the  Lyiie  Valley 
Raihvay,”  and  so  on  ; “ and  for  the  amendment 
of  Acts,  and  other  purposes ;”  I wish  you  to  read 
to  the  Committee  the  Parliamentary  Notice  in  re- 
spect to  the  alteration  of  the  rates,  so  as  to  shoAv  the 
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Mr.  Barclay — continued. 

notice  the  public  had  of  this  intended  increase  of 
rates  {handivy  a volume  to  the  Witness )? — The 
notice  was  in  the  usual  form,  I suppose.  After 
referring  to  several  other  things,  it  says,  “ and 
also  power  to  levy  tolls,  rates,  and  duties  for  or 
in  respect  of  the  said  proposed  railways  and 
works,  and  to  alter  existing  tolls,  rates,  and 
duties,  and  to  confer  such  exemption  from  the 
payment  of  such  existing  and  proposed  tolls, 
rates,  and  duties  as  may  be  thought  expedient.” 
That  appears  to  be  taken  from  the  “ London 
Gazette,”  of  the  22nd  November  1864. 

14908.  Now  Avill  you  be  good  enough  to  read 
the  clause  in  the  Act  which  gives  you  this 
authority  ; this  power  is  dealt  with  in  a proviso 
to  a clause,  and  not  in  a separate  clause  ? — It  is 
Clause  20  in  the  North  and  East  Riding  Pelaw 
and  other  Branches  Act  (1865).  The  first 
part  of  the  clause  sets  out  the  tolls  that  may 
be  taken  with  the  proviso,  “ Provided  that 
as  regards  coals  or  coke  sent  as  samples 
in  boxes  or  sacks,  or  in  any  other  manner  than 
that  in  which  coals  and  coke  are  ordinailly 
carried  by  the  company,  and  also  as  regards 
guano  and  artificial  manure,  the  company  may 
for  the  convenience  thereof  by  them,  or  any  of 
the  raihvays,  demand  and  take  the  same  tolls  as 
they  are  authorised  by  vhe  North  Eastern  Rail- 
way Act  of  1854,  to  demand  for  the  conveyance 
of  merchandise,  matters  or  things  not  therein 
specially  enumerated.” 

14909.  The  Bill  passed  through  Parliament  as 
an  unopposed  Bill,  I think  ? — Yes,  it  did. 


Sir  Bdivard  Ifa  thin. 

14910.  Are  you  quite  clear  about  that  ? — I 
think  there  was  no  opposition. 

14911.  Are  you  sure  about  it? — I believe 
there  was  none  ; but  having  had  occasion  to  look 
into  the  matter,  I can  say  that  this  was  not  a 
clause  put  in  in  Committee  ; it  was  in  the  Bill  as 
deposited. 


Mr.  Barclay. 

14912.  Do  you  think  that  the  notice  which 
you  read,  was  sufficient  to  inform  the  farmers 
of  the  north-eastern  districts  that  they  were  going 
to  have  their  manure  rates  more  than  doubled  ? — 
That  is  in  accordance  with  the  notice  prescribed 
by  Parliament. 

14913.  You  have  admitted  that  the  charge  for 
manure  was  originally  1 d.  and  1^  d.  ])er  ton, 
according  to  distance? — Do  you  mean  the  rates 
for  manure  ? 

14914.  Artificial  manure  ?— No,  “ all  kinds  of 
manures;”  those  are  the  words.  Now,  upon  this 
Act  of  Parliament  the  question  put  to  me  was, 
whether  that  was  a sufficient  notice.  As  to  that 
what  I say  is  this,  that  Parliament  itself  has 
decided  wliat  is  to  be  a sufficient  notice  as  to  the 
alteration  of  any  of  its  Acts,  and  that  is,  a publi- 
cation of  the  notice  in  three  sc])arate  weeks  before 
the  3()th  November.  We  gave  that  notice  ; we 
deposited  the  Bill,  and  in  that  Bill  the  clause  was 
contained  to  which  reference  has  been  made, 
and  the  Bill  passed  through  Parliament  in  the 
ordinary  course. 


Sir  Edward  W atkin. 

14915.  The  Bill,  as  deposited,  was  accessible 
to  everybody,  was  it  not  ? — Of  course  it  was 
accessible  to  everybody,  and  I may  say  that 
Bills  deposited  by  a railway  company  like  the 
North  h astern  Railway  Company,  are  got  pos- 
session of  by  local  authorities  and  examined  ; 
and  if  there  had  been  anything  which  they 
thought  was  not  right,  we  should  certainly  have 
heard  of  it.  But  I may  add  that  it  has  not  been 
considered  by  railway  companies  generally  that 
Parliament  ever  did  intend  that  street  sweepings 
and  guano  and  artificial  manures  should  all  be 
comprised  under  that  head  of  manure.” 

Mr.  Barclay. 

14916.  That  is  the  law  as  interpreted  by  the 
railway  managers  ? — I should  further  rvish  to 
explain  that  when  the  original  clauses  of  the 
railway  comjianies  were  framed,  perhaps  guano 
was  not  much  known  or  thought  of. 

14917.  But  have  guano  and  artificial  manures 
only  been  introduced  since  your  original  Act  of 
1846  ? — As  regards  guano,  the  first  direct  cargo 
imported  into  the  Tyne  was  in  1864. 

14918.  What  appears  to  me  to  be  remarkable 
about  this  clause  is,  first,  that  it  is  introduced  as 
a proviso  into  a Bill,  which  upon  the  face  of  it, 
appeal’s  to  be  dealing  with  eight  small  branches 
of  the  North  Eastern  Railway;  and  second.  Can 
you  offer  any  explanation  why  manure  was  not 
put  into  any  nominal  class,  but  put  into  the  class 
of  “ unenumerated  articles  ”? — I cannot  give  auy 
reasons  now  for  its  being  done  in  that  way. 

14919.  But  in  point  of  fact,  now  you  have 
power  to  charge  for  this  guano  and  artificial 
manure  at  your  highest  rates  ? — Yes,  that  is  the 
effect  of  the  clause. 

14920.  We  have  heard  a good  deal  about  “ the 
trade  ” being  able  to  bear  a charge ; do  you  think 
the  farmers  can  aftbrd  to  bear  such  a charge  as 
the  highest  rate  for  guano  and  artificial  manure  ? 
— I think  they  appeal-  to  bear  the  charges  which 
the  company  make  ; it  does  not  follow  because 
we  have  maximum  rates  that  in  every  case  we 
impose  them. 

14921.  But  I understand  you  were  imposing 
that  charge  of  3^  </.  in  most  cases  for  distances 
under  50  miles  ? — I think  that  is  a mistake. 

Mr.  JJillwyii. 

14922.  Was  not  this  an  omnibus  Bill  which 
dealt  with  eight  small  branches  of  the  North 
Eastern  Railway  ? — Yes,  it  was;  one  part^  of  the 
clause  was  wanted,  to  meet  a case  in  \yhich  we 
had  had  a great  deal  of  litigation  ; that  is  to  say, 
a party  claimed  that  he  should  be  allowed  to  send 
coals  in  bags  in  small  quantities,  and  that  we 
should  be  obliged  to  charge  the  ordinary  toll,  so 
we  came  to  Parliament  to  remedy  these  diffi- 
culties, and  Parliament  passed  the  Bill 

14923.  And  notice  was  given  in  the  usual 
form,  was  it  not?— Yes,  notice  was  given  in  the 
usual  form. 


Sir  Edward  JVathin. 

4924.  And  the  Bill  deposited  in  the  usual 
0 ? — Yes. 

14925.  The 
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Sir  Edward  Watkin — continued. 

14925.  The  only  alteration  of  rates,  I believe, 
was  with  regard  to  guano  and  artificial  manures  ? 
—Yes. 

14926.  All  other  manures  being  left  in  the 
position  in  which  they  originally  were? — Pre- 
cisely. 

14927.  Is  not  the  maximum  rate  under  that 
Act  3 d.  for  upwards  of  20  miles,  and  3 J d.  below 
20  miles? — I believe  that  to  be  so.  The  Act 
provides  that  for  certain  things  which  are  enume- 
rated, and  for  all  matters  and  things  not  before 
enumerated,  which  shall  be  conveyed  for  a dis- 
tance of  20  miles,  there  shall  be  charged  3 d., 
and  for  the  like  goods  and  things  which  shall  be 
conveyed  for  a less  distance  than  20  miles,  3^  d. 

Mr.  Barclay, 

14928.  So  that  the  short  distance  is  not  50, 
but  20  miles  ? — That  is  so. 

14929.  Do  I understand  that  you  concur  in  this 
memorandum  upon  the  future  constitution  of  the 
Railway  Commissioners  sent  in  by  the  railway 
companies  ? — Yes,  I do. 

14930.  Do  you  object  to  a special  tribunal  to 
deal  with  these  railway  questions  ? — That  is 
rather  a wider  question  than  I am  prepared  to 
answer,  yes  or  no  to ; if  you  will  be  so  good  as 
to  say  what  railway  questions  are  meant,  I shall 
be  glad  to  answer  the  question. 

14931.  The  association  “ do  not  object  to,  but 
on  the  contrary  approve  of,  the  maintenance  of  a 
special  tribunal  for  the  consideration  and  ready 
determination  of  questions  arising  between  the 
public  and  railway  companies,  with  respect  to 
the  obligations,”  &c. ; do  you  concur  in  that 
view  ? — I concur  in  that  paper  as  a whole. 

14932.  What  I understand  you  to  want  is  a 


Sir  Edward  Watkin — contlued. 

judge  of  standing  equal  to  a judge  in  the  court  of 
appeal,  and  you  do  not  object  to  his  having  asses- 
sors ? — Yes  ; I think  a railway  company  company 
is  just  as  much  entitled  to  have  its  legal  affairs 
administered  by  the  highest  talent  as  any  other 
class  of  the  community. 

14933.  You  are  quite  willing  that  this  same 
judge  should  have  assessors  to  advise  him  upon  a 
matter  of  the  practice  of  railways  ? — I think  that 
paper  sets  forth  that  where  there  are  questions  to 
be  determined  requiring  special  knowledge, 
there  should  be  assessors. 

14934.  You  object  to  the  Railway  Commis- 
sioners as  one  of  the  the  grounds  upon  the  score 
of  economy  ; do  you  think  this  proposed  court 
would  be  very  much  cheaper  ? — 1 am  not  a 
lawyer,  hut  I think  the  present  court  has  been 
expensive. 

14935.  How  has  it  been  so  expensive  to  the 
railway  companies ; we  understand  that  it  was 
intended  to  be  a cheap  court  to  the  railway  com- 
panies, and  to  the  public  as  well ; how  has  it  be- 
come so  expensive  to  you  ? — I think  the  Railway 
Commissioners  take  rather  longer  to  inquire  into 
things  than  an  ordinary  court  does ; that  is  one 
reason. 

14936.  You  mean,  to  investigate  the  cases  ? — 
Yes  ; I can  only  speak  from  my  own  experience; 
we  have  not  had  many  cases  before  the  Railway 
Commissioners;  but  as  regards  one  case  of  a very 
trifling  character  brought  before  the  Railway 
Commissioners,  they  adjourned  it  in  order  to  give 
the  applicant  the  opportunity  of  seeing  whether 
he  could  make  out  his  case.  The  result  was, 
that  it  put  us  to  double  the  expense ; finally,  the 
case  was  dismissed  with  costs ; the  applicant  was 
not  able  to  pay  the  costs,  and  we  have  never 
received  the  costs  up  to  this  time. 
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Mr.  Asliley. 
Mr.  Barclay. 
Mr.  Barnes. 
Mr.  Bolton. 
j\Ir.  Caine. 
Mr.  Callan. 
Mr.  Craig. 
Mr.  Dillwyn. 
Mr.  Gregory 


Mr.  Lowtlier. 

Mr.  Monk. 

Mr.  Mulhollancl. 

Mr.  W.  N.  iS’icholson. 
Mr.  O’Sullivan. 

Mr.  llichard  Paget. 
Mr.  Joseph  Pease. 
Mr.  Pell. 

Sir  Henry  Tyler. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Charles  Scotter,  called  in ; and  Examined. 


Chairman. 

14937.  You  are  the  goods  manager  of  the 
Manchesier,  Sheffield,  and  Lincolnshire  Kailway 
Comjiany? — I am. 

14938.  Will  you  just  very  shortly  describe 
the  Shtffield  Railway  and  the  canals  owned  by 
it? — We  have  292  miles  of  railway  belonging  to 
the  Sheffield  Company  proper,  199f  miles  of 
railway  jointly  owned  with  other  companies,  and 
we  have  171  miles  of  canals. 

14939.  What  were  your  traffic  receipts  for 
the  year  1880? — The  traffic  receipts  for  the 
year  1880  were  as  follows:  the  passenger  receipts 
were  431,121  /.  ; merchandise  and  live  stock,  ex- 
clusive of  minerals,  739,940/.;  and  minerals, 
408,496/.,  making  a total  of  1,579,557  /. 

14940.  Will  you  give  the  per-centage  derived 
from  goods  and  minerals? — The  per-centage  of 
goods  and  mineral  traffic  is  72. 

14941.  What  was  the  cost  of  the  railway  per 
mile  ? — The  Manchester,  Sheffield,  and  Lincoln- 
shire Railway  is  largely  above  the  average  of 
railways  in  England;  it  cost  61,024/.  without 
rolling  stock,  and  69,324/.  with  rolling  stock. 

14942.  You  heard  Mr.  Griei'son’s  evidence 
with  reference  to  terminals,  I think  ? — I did. 

14943.  I believe  you  agree  Avith  it? — I do. 

14944.  Will  you  please  state  with  reference  to 
the  Sheffield  Consolidation  Aet  of  1849  Avhat 
your  vleAV  is  Avith  reference  to  its  authorisation 
of  your  company  to  charge  terminals  ? — My 
vieAv  is,  that  Ave  have  under  the  Sheffield  Conso- 
lidation Act  of  1849  poAver  to  charge  for  all  the 
services  enumerated  by  Mr.  Grierson  as  con- 
stituting the  terminal  services. 

ISIr.  Barclay. 

14945.  Under  whatclause? — Under  Clause  208 
of  the  12  & 13  Viet.,  c.  81. 


Chairman. 

14946.  Are  there  certain  terminal  allowances 
made  betAveen  the  different  railAvay  companies 
amongst  themselves  ? — Tliere  are. 

14947.  What  are  those? — At  present  Ave  allow 
the  railway  companies,  amongst  themselves,  the 
amount  being  credited  by  the  Clearing  House  to 
each  company,  9d.  a ton  for  minerals.  Is.  6c?.  for 
what  is  termed  station  to  station  traffic,  4 s.  for  col- 
lected or  delivered  traffic  in  the  country,  and 
8 s.  6 (/.  in  London.  The  9 c/.  terminal  for  mineral 
traffic,  I should  explain,  does  not  include  terminal 
allowance  on  coal,  coke,  limestone,  or  ironstone, 
the  terminal  upon  those  articles  generally  being- 
fixed  by  arrangement  Avith  each  company. 

14948.  You  mean  that  there  is  a separate  ar- 
rangement made  Avlth  each  separate  company  as 
to  Avhat  the  terminal  shall  be  upon  the  goods 
you  have  enumerated  ? — Yes. 

Mr.  Barclay. 

14949.  That  is  to  say,  by  the  raihvay  com- 
panies? — The  raihvay  companies  arrange  it 
amongst  themselves  ; but  really,  as  a matter  of 
fact,  as  regards  the  coal  traffic,  the  terminal 
Avhich  I have  named  is  not  divided  in  the  .Clear- 
ing House  at  all ; it  is  settled  betAveen  the  com- 
panies themselves. 

Mr.  Bolton. 

14950.  That  is  as  betAveen  the  companies,  it 
does  not  affect  the  public? — Certainly  it  does 
not  affect  the  public  ; it  is  entirely  as  between 
the  companies  themselves. 

Chairman. 

14951.  Do  those  alloAvances,  in  your  opinion, 
cover  the  cost  of  the  services  rendered? — I think 
that  in  some  stations  in  the  country  the  alloAV- 
ance  credited  to  the  companies  by  the  Clearing 
House,  and  arranged  amongst  themseh'es,  is  a 
fair  amount;  but  in  large  places,  I should  say 
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Chairman — continued. 

any  place  above  50,000  or  60,000  inhabitants,  the 
terminals  are  totally  inadequate  to  cover  tlie 
actual  expense  incurred.  At  Manchester,  for 
instance,  1 know  pei’fectly  well  it  costs  us  consi- 
derably more  upon  every  ton  of  ti-affic  we  have 
than  the  amount  we  are  credited  witli  in  the 
Clearing  House. 

14952.  Then  it  follows  that  this  station  to 
station  terminal  must  of  necessity  be  an  esti- 
mated figure?  — It  must  be  an  estimated  figure, 
because  it  will  vary  in  nearly  every  town. 

14953.  Can  you  give  the  Committee  the  par- 
ticulars with  reference  to  the  cost  of  the  goods’ 
stations  at  Hull  and  Llver])ool,  which  have  been 
recently  erected?  — I may  mention  that  the 
goods  station  at  Liverpool  to  which  I refer,  the 
Huskisson  station,  has  only  been  opened  12 
months.  The  Kingston-street  Station  at  Hull  has 
been  open  two  years  upon  the  1st  of  August.  I 
have  taken  those  two  stations  simply  because  we 
can  arrive  without  the  slightest  degree  of  doubt 
at  the  actual  outlay  upon  the  stations,  both  for 
land  and  buildings.  The  cost  of  the  Huskisson 
Station  at  Liverpool,  belonging  to  the  Chester 
Lines  Committee,  consisting  of  three  companies, 
the  iMidland,  the  Great  Northern,  and  the  Shef- 
field Comj)anies,  amounted  to  712,527  1.  I take 
the  interest  of  that  at  five  per  cent.,  probably  it 
ought  to  be  six  per  cent.,  allowing  for  deprecia- 
tion, but  I take  it  at  five  per  cent.,  and  that 
amounts  to  35,626/,  Is.,  and  the  total  tonnage  in 
and  out  of  the  Huskisson  Station  during  the 
year  it  has  been  opened  amounted  to  184,385 
tons,  wbich  shows  an  actual  cost  on  every  ton  of 
traffic  of  3.S.  10 Jf/.  per  ton  which  has  gone  into  or 
out  of  the  Huskisson  Station  at  Liverpool  during 
the  past  year,  of  course,  without  any  expense  for 
labourage. 

Mr.  Barclay. 

14954.  Both  out  and  in? — Yes,  both  out  and 
in.  Now,  with  regard  to  Hull,  the  new  station 
Avhich  Ave  occujty  there  Avith  the  North  Eastern 
Company,  Avnas  built  by  that  company,  and  we 
pay,  by  arrangement,  a rent  of  7,350/.  per  annum. 
That  station  has  been  opened  tAvo  years,  and  the 
tonnage  during  the  last  year  amounted  to  71,945 
in  and  out,  or  a cost  of  2 s.  d.  per  ton  upon 
the  gross  tonnage,  Avithout  any  charge  for  labour- 
age  or  other  expenses. 

Chairman. 

14955.  NoAvq  the  expense  of  such  stations  as 
this  naturally  depends  very  much  upon  Avhether 
they  are  taken  to  the  centres  of  business  or  not? 
— Yes,  not  only  the  expense  of  the  station,  but 
I may  say  A\'ith  regard  to  this  Liverpool  station, 
the  hand  has  cost  several  pounds  per  yard,  and, 
of  course,  the  cost  of  the  land  is  constantly  in- 
creasing ; but  it  is  a considerable  saving  to  the 
public  in  having  those  stations  taken  into  the 
middle  of  a tOAvn,  because  upon  station  to  station 
traffic,  Avhich  is  the  largest  proportion  of  traffic 
carried  by  any  raihvay  company,  and  where  the 
services  of  collection  and  delivery  are  generally 
performed  by  the  public,  it  saves  them  the  addi- 
tional cost  of  cartage  Avhich  would  necessarily  be 
incui’red  if  the  stations  were  outside  the  tOAvn. 

14956.  As  a rule,  are  the  collection  and  de- 
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livery,  where  you  do  it  yourself,  included  in  your 
class  rates? — Class  rates  1 to  5,  in  the  Clearing 
House  Classification  Book,  include  collection  and 
delivery  at  all  stations  upon  the  Sheffield  Rail- 
Avay,  and  generally  throughout  the  country,  and 
that  amount  also  for  collection  and  delivery  must 
necessarily  be  an  estimated  figure,  because  the 
cost  for  doing  the  service  must  vary  according  to 
the  size  of  the  town,  and  the  gradients  of  the 
toAvn ; for  instance,  NeAvcastle  is  a v'ery  heavy 
town,  and  Sheffield  is  a very  heavy  toAvn,  and 
the  cost  of  collection  and  delivery  is  consequently 
A'ery  heavy.  Manchester  is  very  flat,  but  the 
area  is  extensive.  I may  say  Avithout  liesitation 
that  cartage  in  Manchester,  which  has  been  men- 
tioned as  being  10  d.  a ton  by  some  of  the  Avit- 
nesses,  absolutely  costs  us  2 5.  Gd.  a ton  for  every 
ton  that  is  carted ; Ave  actually  pay  that  2 s.  G d. 
for  it. 

14957.  Would  you  say  that  the  public  prefer 
that  you  should  do  tlie  collection  and  delivery  ? 
— I may  say  that  Ave  have  on  the  average  2,000 
separate  consignments  of  traffic  per  day  to  Man- 
chester, and  I think  I should  be  safe  in  saying 
that,  out  of  that  2,000  consignments,  1,150  of  the 
consignors  or  consignees  Avould  have  no  means 
of  collectingr  or  deliverinsr. 

14958.  What  rebate,  if  any,  do  you  give  to 
those  Avho  collect  and  deliver  themselves  / — One 
shilling  and  sixpence  a ton.  Of  course  I must 
explain  upon  that  that  it  is  manifestly  unfair 
that  Ave  should  have  to  keep  a large  staff  of  men 
and  horses  and  lorries  to  do  the  carting  at  2.5.  Gd. 
a ton,  and  alloAv  the  public  2 5.  6 d.  a ton  Avhen 
they  do  it  themselves,  because  that  Avould  mean 
that  in  many  cases  the  cost  Avould  be  driven  up 
to  5 5.  a ton,  because  the  staff  would,  part  of  the 
time,  be  doing  nothing. 

Mr.  Monk. 

14959.  You  allow  1 s.  6 d.  for  collection  and 
delivery,  do  you  not? — Yes,  for  each  separate 
serviee. 

Mr.  Caine. 

14960.  Your  2 s.  G d.  is  for  cartage  at  one  ter- 
minal and  not  at  tAVO  ? — At  Manchester  only. 

Chairman. 

14961.  What  arrangement  have  you  made 
Avith  the  Post  Office,  with  reference  to  Post 
Office  parcels  ? — The  Post  Office  people  are  noAV 
negociating  Avlth  the  railway  companies  to  cany 
percels  through  the  post,  and  in  that  arrange- 
ment the  proposition  is,  in  fact,  it  has  been 
virtually  agreed  to,  that  the  Post  Office  shall 
receive  half  the  gross  amount  of  receipts  for 
terminal  services.  I merely  mention  that  to 
shoAV  the  value  of  the  terminal  services  in  carry- 
ing traffic  ; the  Post  Office  have  asked  for  half 
the  gross  receipts  for  doing  the  terminal  work, 
and  that  terminal  Avork  which  they  do  is  not 
equivalent  to  the  terminal  work  Avhich  the  rail- 
way companies  do  upon  the  traffic,  because  the 
parcels  Avill  be  brought  to  the  Post  Office,  and 
they  will  only  do  one  terminal  Avork,  and  for  that 
they  are  asking,  and  the  railway  company  have 
agreed  to  give  them,  half  the  total  amount. 

14962.  May  T take  it  shortly,  that  you  agree 
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that  the  Clearing  House  classification  book 
should  be  revised  ? — I do. 

1496.3.  You  have  with  you  a copy  of  the  first 
classification  that  was  adopted,  have  you  not  ? — 
I have  here  a copy  of  the  first  classification 
which  was  used  by  the  railways,  and  this  is  the 
document  {handing  in  a printed  octavo  sheet). 

14964.  I think  we  have  heard  that  the  Classi- 
fication Book  is  revised  annually  ? — That  is 
scarcely  correct ; it  is  not  revised  annually.  I 
have  here  before  me  the  agenda  for  the  revision 
of  the  general  classification  for  1881,  and  this 
contains  all  the  notices  of  all  the  railway  com- 
panies in  the  country,  suggesting  various  altera- 
tions, and,  I may  say,  that  only  those  proposed 
additions,  or  alterations,  are  considered  at  what 
we  call  the  revision  committee  of  the  Clearing 
House,  and  not  every  article  gone  through 
seriatim,  in  the  classification  book. 

14965.  But  they  meet  once  a year  to  consider 
any  suggestions? — Yes;  T may  say  that  I happen 
to  know  about  this,  because  1 was  the  chairman 
of  the  Goods  Managers’  Conference  last  year, 
and,  of  course,  presided  at  the  meeting  where 
this  revision  took  place.  I am  quite  prepared  to 
hand  in  this  agenda  paper,  not  for  the  purpose  of 
printing,  but  for  the  information  of  the  Com- 
mittee, to  show  the  modus  operandi  in  dealing 
with  the  classification. 

14966.  In  the  agenda  paper  are  there  any  ad- 
vances made  ? — Out  of  a very  large  number  of 
suggestions  which  are  made  in  this  paper,  there 
is  only  one  suggestion  for  an  advance  in  the 
classification  ; all  the  rest  are  reductions. 


Mr.  Bolton. 

14967.  Would  not  a revision  be  considered  at 
any  time  on  the  demand  of  a goods  manager  ? — 
Yes. 

Chairman. 


14968.  I think  it  would  be  useful  if  you  put 
in  the  Table  that  you  have,  giving  a list  of 
alterations  in,  and  additions  to,  the  classification 
book  for  1880,  giving  the  reductions  and  ad- 
vances {the  same  was  handed  ?h);  what  have  you 
to  say  about  the  statement  that  the  classification 
is  a sealed  book  to  the  public  ?— I Avould  say 
with  regard  to  that,  that  the  statement  is  entirely 
inaccurate.  First  of  all,  perhaps,  I may  read  a 
circular  which  I issued  to  the  stations  of  the 
Sheffield  Company,  in  August  1873,  and  I be- 
lieve that  a similar  circular  w'as  issued  by  all  the 
railway  companies,  nearly  identical  Avith  this;  Ave, 
of  course,  merely  arranged  to  issue  the  circular, 
and  used  our  oavu  language.  I Avill  read  the 
circular,  Avith  the  permission  of  the  Committee. 
“Manchester,  Sheffield,  and  Lincolnshire  Rail- 
Avay.  Goods  Manager’s  Office,  Manchester,  30th 
August  1873.  Dear  Sir,  I beg  to  draAv  your 
attention  to  the  folloAvino;  extract  from  the  Ncav 
Eaihvay  and  Canal  Traffic  Act,  36  & 37  Viet., 
c.  48,  Avhich  comes  into  operation  on  the  1st 
September  next : ‘ Every  raihvay  comany,  and 
canal  company,  shall  keep  at  each  of  their 
stations  and  Avharves  a book  or  books  shoAvine: 
every  rate  lor  the  time  being  charged  for  the 
carriage  of  traffic,  other  than  passengers  and 
their  luggage,  from  that  station  or  Avharf  to  any 
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place  to  Avhich  they  book,  including  any  rates 
charged  under  any  special  contract,  and  stating 
the  distance  from  that  station  or  Avharf  of  every 
station,  Avharf,  siding,  or  place  to  Avhich  any  such 
I’ate  is  charged.’  ‘ Every  such  book  shall,  during 
all  reasonable  hours,  be  open  to  the  inspection  of 
any  pex’son,  Avithout  the  payment  of  any  fee.’ 
NeAv  rate  books,  showing  the  rates  and  distances, 
are  in  course  of  preparation,  and  Avill  be  supplied 
as  early  as  possible,  but  in  the  meantime  you 
must,  on  application,  allow  any  person  requiring 
a rate  for  goods  traffic  to  inspect  the  entry  in  the 
book  shoAving  the  rate  for  such  traffic,  and  also 
to  inspect  your  distance  table,  or  distance  book, 
and  the  Clearing  House  classification  book. 
Should  any  other  information  be  required,  in 
addition  to  the  rate  and  distance,  you  Avill  be 
good  enough  to  communicate  Avith  me  on  the 
subject,  giving  all  particulars  as  to  Avhat  is 
required,  and  the  name  and  address  of  the  pei’son 
making  the  inquiry.” 

14969.  Are  not  those  tAvo  things  inconsistent , 
you  begin  by  saying  that  everyone  should  have 
the  right  to  inspect  your  distance  table,  and  your 
Clearing  House  classification  book,  and  then  you 
say,  if  any  other  information  is  required  in  ad- 
dition to  rate  or  distance,  they  should  communi- 
cate Avith  you  before  they  give  it? — The  Avhole  of 
the  information  contained  in  the  clause  of  the 
Act,  Avhich  I have  quoted  ai  the  beginning  of  the 
circular,  they  are  to  supply ; but  for  any  other 
information  they  are  to  communicate  Avith  me. 

14970.  But  it  does  not  say  so;  it  says,  “in 
addition  to  the  rate  and  distance  ” ; noAV  the 
classification  is  not  a part  of  the  rate,  or  of  the 
distance  ? — But  they  cannot  arrive  at  the  rate 
Avithout  the  classification. 

Mr.  Caine. 

14971.  The  rate  book  gives  the  rate  as  per 
classification  ? — Quite  so. 

Mr.  Bolton. 

14972.  The  other  information  you  refer  to 
Avould  be  things  not  contemplated  in  the  clause  ? 
— Yes,  such  as  the  dissecting  of  the  rate. 

Mr.  Barclay. 

14973.  If  a man  goes  to  your  station  and  asks 
Avhai  is  the  rate  upon  sugar  between  tAvo  differ- 
ent stations,  he  cannot  tell  from  the  rate  book 
alone,  he  has  to  compare  the  classification  book 
and  the  rate  book  together  ? — That  is  so. 

Ch'.irman. 

14974.  That  is  to  verify  it  ; Avhat  you  mean 
to  say,  I presume,  is  that  if  I Avent  to  get  the 
rate  for  a consignment  of  sugar  I should  not  find 
it  in  Amur  rate  book  from  A to  B 1 2 G d,  or 
whatever  it  is  a ton,  but  that  I should  find 
class  so-and-so”? — The  first  thing  Avould  be  that 
you  Avon  Id  have  to  see  Avhat  class  sugar  is  in, 
and  as  soon  as  you  see  Avhat  class  sugar  is  in, 
then  you  go  the  rate  book  and  see  the  rate. 

Mr.  Barclay. 

14975.  It  is  impracticable  to  liaAe  them  both 
in  one  book  ? — 1 1 is  impracticable  to  have  them 

both 


SELECT  COMMITTEE  ON  RAILWAYS. 


755 


21  Juhj  1881.] 


Mr.  ScOTTER. 


L Continued. 


Mr.  Barclay — continued. 

both  in  one  book,  and  it  is  impossible  to  have  the 
rate  correctly  without  referring  to  the  two, 
therefore  I mei  ely  wish  to  point  out  that  it  is 
not  possible  that  the  classification  or  the  rate 
book  could  be  a sealed  book. 

Chairman. 

11976.  Where  is  this  classification  book,  which 
is  accessible  to  the  public,  kept? — "With  the  rate 
book  at  different  stations. 

14977.  Is  it  fastened  to  the  ratebook? — No, 
it  is  quite  distinct  from  it. 

14978.  I suppose  you  would  have  no  objection 
as  a manager  that  the  classification  book  should 
be  on  sale  to  the  public,  if  it  is  so  open  to  the 
public  as  yon  say  it  is? — Not  the  slightest ; but, 
as  I say,  the  classification  book  would  be  no  use 
without  the  rate  book,  and  the  rate  book  would 
be  of  no  use  without  the  classification  book. 

14979.  But  it  would  be  much  easier  for  a man 
to  be  able  to  find  out  at  home  what  the  class  is 
from  the  classification  book,  and  then  go  to  the 
station  to  see  the  rate  ? — But  I say  the  classifi- 
cation is  on  sale.  I have  bought  one  myself, 
“ Published  by  J.  W.  Grey,”  {producing  a book) 
and  so  on.  This  is  a copy  of  the  Clearing  House 
Classification  Book  for  the  Bradford  section. 

Mr.  Monk. 

14980.  Is  it  official? — No,  it  is  not. 

Mr.  Barclay. 

14981.  It  is  a pirated  copy? — Yes,  it  is  a 
pirated  copy. 

Chairman. 

14982.  You  cannot  say  that  a book  is  on  sale 
when  the  official  copy  is  not  on  sale,  but  only  a 
pirated  edition? — This  is  publicly  advei’tised. 

14983.  But  you  cannot  say  it  is  published 
officially? — -No,  I say  it  is  jiublished  unofficially. 

Mr.  Caine. 

14984.  May  I read  this  from  the  introduction 
to  it;  “ Owing  to  the  jealous  secrecy  with  which 
all  railway  companies  confine  to  themselves  and 
their  agents  a knowledge  of  the  many  conditions 
and  regulations  under  which  they  convey  traffic, 
and  of  the  important  details  concerning  the 
classification  or  class  rate”;  do  you  agree  with 
that? — No,  I say  it  is  not  true.  I say  that  all 
classification  books  and  rate  books  are  available 
at  all  the  stations  upon  the  Sheffield  line  between 
10  and  5,  or  at  any  reasonable  hour. 

Chairman. 

14985.  Is  not  that  very  gentleman,  Mr.  Gray 
of  Shipley,  a gentleman  who  has  had  many 
encounters  with  the  railway  companies  ? — I 
cannot  say.  I never  heard  of  this  book  at  all 
until  last  year,  and  I saw  one  the  other  day,  and 
bought  it. 

14986.  Does  the  Clearing  House  issue  regu- 
lations to  prevent  the  distribution  of  the  classifi- 
cation hook  to  the  outside  public  ? — No,  they  do 
not.  They  have  nothing  to  do  with  it. 

14987.  Then  what  department  does? — I be- 
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lieve  the  railway  companies  issue  notices  in  that 
direction.  If  any  aj)pIication]^were  made  to  me 
for  the  classification  I would  decline  to  give  it 
up  to  the  present  time,  but  I would  lend  it. 

Mr.  Bolton. 

14988.  You  would  lend  the  classification  to  a 
customer  ? — I would  lend  it  to  a customer  for 
any  reasonable  time,  hut  I must  admit  that  it 
has  not  been  a customary  thing  for  the  railway 
companies  to  distribute,  either  by  sale  or  free,  the 
classification  book. 

Chairman. 

14989.  You  want  next  to  say  something  about 
the  traffic  conferences  and  their  objects,  which 
have  beeen  referred  to  by  different  witnesses?  — 
With  regard  to  the  traffic  conferences  there  has 
been  a great  deal  of  evidence  produced  before 
this  Committee,  and  I have  here  a list  of  all  the 
conferences  in  England,  Scotland,  and  Ireland. 
My  contention  is,  that  where  through  rates  are 
in  force  between  two  or  more  companies,  it  is 
absolutely  necessary  that  there  should  be  a con- 
ference to  settle  the  rates  and  arrange  any  differ- 
ences or  disj)utes  which  may  arise  in  connection 
with  the  traffic. 

Mr.  Barnes. 

14990.  As  between  the  two  railways  and  not 
the  traders;  the  traders  have  nothing  to  do 
with  it? — The  traders  have  nothing  to  do  with  it. 

Mr.  Barclay. 

14991.  Are  through  rates  between  the  railway 
companies  always  divided  according  to  the  mile- 
age after  the  terminals  ? — N o,  they  are  not. 

14992.  Some  railways  insist  upon  more  than 
their  mileage  share,  do  they  not  ? — That  is  a 
very  exceptional  thing,  that  is,  where  there  is  a 
short  run  and  an  expensive  bit  of  line  ; for  in- 
stance, there  is  a fixed  charge  made  for  passing 
over  the  Metropolitan  Railway  ; it  is  the  regular 
thing  in  London,  and  there  are  some  cases  in  the 
country  where  it  is  so,  but  I believe  all  such 
arrangements  are  recorded  in  the  Clearing  House 
book,  that  is  to  say,  where  a company,  owing  to 
an  expensive  bit  of  railway,  or  other  reason,  has 
a fixed  rate  ; that  is  recorded  In  the  Clearing 
House  book. 

Mr.  Barclay. 

14993.  In  the  case  of  the  IMetropolltan  Rail- 
way it  is  so  provided  in  the  Act? — It  is.  Now, 
I will  name  the  conferences  and  their  object. 
First,  there  is  the  London  and  West  Riding 
Conference.  That,  as  its  name  implies,  deals 
with  rates  and  regulation  of  traffic  between  Lon- 
don and  West  Riding  stations. 

Mr.  Barnes. 

14994.  Does  that  include  the  South  Yorkshire 
coal  rates?  — No,  only  the  goods  traffic;  the  coal 
rates  are  never  dealt  with  in  those  conferences. 
Then  the  Normanton  Conference  deals  with  all 
questions  of  rates  in  respect  to  traffic,  in  which 
three  or  more  companies  are  interested,  and  also 
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with  the  regulations  in  respect  to  cartage,  ware- 
housing, and  wharfage  at  the  various  towns  em- 
braced in  the  conference.  Then  there  is  the 
London,  Liverpool,  and  Mancliester  Conference, 
wliich  deals  Avith  all  the  rates  and  regulations  in 
resjiect  to  traffic  between  London  and  Manchester, 
Arclwick,  Beswick,  jMiles  Platting,  Longsight, 
Patricroft,  Gorton,  Newton  Heath  (for  Lanca- 
shire and  Yorkshire  carriage  works),  Brindle 
Heath,  Ashburys,  Stockport,  Cheadle,  Reddish, 
Liverpool.  Birkenhead,  Garston,  Fleetwood, 
Morccambe  Harbour,  Preston  Road,  and  Marsh 
Lane,  d here  is  the  English  and  Scotch  Traffic 
Rates  Conference,  which  deals  Avith  all  questions 
of  rates  betAveen  Scotland  and  England  for  goods 
and  live  stock  traffic.  The  Liverpool  and  Man- 
chester Districts  Conference  deals  Avith  the  rates 
for  goods  from  Liverpool  and  West  Coa>t  ])orts 
Avith  Manchester  and  district,  and  also  Avith  the 
regulations  in  respect  to  cartage,  Avarehousing, 
and  Avharfage  at  the  various  tOAvns  embraced  in 
the  conference.  The  Midland  Association  deals 
Avith  tfe  rates  for  traffic  which  can  be  carried 
either  by  Ava,ter  or  raihvay  from  the  east  and 
west  ports,  AVarrington  and  Manchester,  AA'ith 
Midland  toAvns.  Then  there  is  the  Irish  and 
English  Traffic  Conference,  Avhich  deals  Avith  the 
rates  and  arrangements  in  respect  to  goods  traffic 
Avith  English  stations  and  Irish  stations,  north  of 
the  Midland  Great  Western  Raihvay  of  Ireland, 
including  Midland  Great  AVestern  stations.  The 
South  of  Ireland  Conference  deals  with  rates 
and  arrangements  in  respect  to  goods  traffic  Avith 
English  and  Irish  stations  south  of  the  Midland 
Great  AA^estern  Raihvay  of  Ireland,  exclusive  of 
Midland  Great  AVestern  stations.  The  Irish 
Cattle  Traffic  Conference  deals  Avith  the  rates 
and  regulations  in  respect  to  cattle  traffic  betAveen 
Irish  and  English  stations.  And  lastly,  the 
Humber  Conference  deals  Avith  all  rates  and 
arrangements  in  respect  to  traffic  between  the 
Humber  ports  and  Manchester,  ArdAvick,  Bes- 
Avick,  Longsight,  Gorton,  Ashburys,  Ashton, 
Guide  Bridge,  Stalybridge,  NcAvton,  Hyde, 
Reddish,  Woodley,  Denton,  Cheadle,  Stockport, 
Patricroft,  Liverpool,  Birkenhead,  FleetAvood, 
and  Garston. 

Mr.  Craig. 

14995.  AAYuld  you  mind  explaining  to  the 
Committee  AA’hether  you  mean  by  dealing  with 
the  rates  the  distribution  of  the  rates  or  the 
fixing? — The  fixing. 

Chairman, 

14996.  Have  you  anything  to  say  about  the  ad- 
vancesorrcductionsAvhich  have  taken  place  during 
the  last  five  years? — Having  attended  nearly  all 
the  conferences  in  the  last  five  years,  I do  not 
remember  a single  case  in  Avhich  an  adv'ance  has 
been  proposed  in  the  rates ; but  there  have  been 
continual  reductions  from  time  to  time.  I have 
here  an  e.vample  of  reductions  since  1877  be- 
tw'een  certain  stations,  shoAving  the  rates  as 
printed,  and  the  alterations  which  have  been 
made.  The  fact  is,  that  there  has  been  a conti- 
nual run  of  deductions  during  the  last  five 
years,  Avhile  I do  not  remember  a single  ad- 
vance. 


Chairman  — continued. 

14997.  There  are  some  conferences,  I think, 
outside  the  railway  business,  are  there  not ; as, 
for  e.xample,  with  steamers  ? — I do  not  knoAV 
any  trade  Avhich  is  carried  on,  especially  a com- 
petitive trade  either  by  sea  or  land,  but  Avhat 
there  are  conferences  to  fix  or  regulate  the  rates. 
They  fix  and  agree  to  certain  arrangements  in 
connection  Avith  that  trade,  Avhatever  it  may  be. 
There  is  the  China  conference,  Avhich  has  been 
mentioned  before  the  Committee,  dealing  Avith 
all  traffic  betAveen  China  and  Japan  and  this 
country  ; there  is  a similar  conference,  or  period- 
ical meetings ; they  are  really,  betAveen  steamers 
running  from  Amsterdam  to  Java,  calling  at 
Southampton,  and  English  steamers  running  to 
Java  direct.  There  is  the  Atlantic  conference, 
for  regulating  the  freights  betAveen  England 
and  America,  and  there  are  conferences  be- 
tween most  of  the  OAvners  of  steamers  trading 
betAveen  the  East  Coast  ports  and  Amsterdam, 
Antwerp,  Rotterdam,  Hamburg,  and  even  to 
St.  Petersburg. 

14998.  In  this  connection  you  Avish  to  say 
something  about  Mr.  Middleton’s  evidence  at 
Questions  6661  to  6663,  on  page  287  ? — Mr. 
Middleton,  in  giving  evidence  before  this  Com- 
mittee, seemed  to  lay  great  stress  upon  the  fact 
that  he,  outside  of  the  Irish  and  English  confer- 
ence, could  not  obtain  the  same  through  rates  as 
the  steamboat  companies,  parlies  to  the  confer- 
ence; and  upon  that  I merely  Avish  to  state  that 
it  Avould  be  utterly  impossible  to  ari'ange  to  give 
Mr.  Middleton  the  benefit  or  the  advantage  of 
the  through  rates  between  Ireland  and  England, 
unless  he  Avas  a member  of  the  conference,  or 
unless,  by  arrangement  Avith  other  companies, 
another  conference  should  be  formed,  because  no 
through  rates  could  be  arranged  Avithout  the  con- 
currence of  the  companies  interested,  and  to  get 
that  concurrence  and  arrange  all  the  details  in 
connexion  Avith  it,  it  would  be  necessary  to  have 
meetings  ; and  as  soon  as  ever  you  have  a ineet- 
ing  you  have  a conference.  If  JMr.  Middleton’s 
evidence  means  anything,  it  means  that  instead 
of  having  one  conference  for  the  traffic  betAveen 
Ireland  and  England,  they  should  be  split  up, 
and  each  steamboat  owner  should  have  a sepa- 
rate conference  Avith  the  raihvay  companies, 
which  Avould  be  entirely  impracticable.  In  fact, 
as  it  is,  the  raihvay  managers  find  the  various 
conferences  a great  drag  upon  their  time,  and, 
instead  of  multiplying  them,  the  desire  has  been 
for  many  years  to  decrease  them  and  amalgamate 
them,  so  as  to  diminish  the  number  of  attend- 
ances. 

14999.  You  can  state,  I believe,  that  a great 
proportion  of  your  goods  traffic  is  carried  under 
special  rates? — 1 believe  75  per  cent,  of  the  total 
goods  traffic  of  the  Sheffield  Railway  is  carried 
under  special  rates. 

15000.  Will  you  give  the  Committee  some 
instances  of  that  ? — For  one  thing,  there  is  all 
the  pig  iron  from  Fi'odiugham,  and  the  traffic 
AA’ith  Frodiugham  alone,  1 think,  amounts  to 
300,000  or  400,000  tons  a year ; then  there  is 
the  traffic  betAveen  all  the  ports,  Liverpool, 
Hull,  and  Grimsby,  and  Liverpool  and  London. 
All  the  cotton  from  Liverpool ; nearly  every  ton 
of  cotton  is  carried  at  a special  rate,  irrespective 
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Chairman — continued. 

of  the  classification.  The  grain  upon  the  Great 
Northern  system,  and  the  Sheffield  system,  to  the 
large  consuming  places  of  Liverpool  and  Man- 
chester, is  carried  at  special  rates,  irresj)ective  of 
the  classihcation  altogether.  Then  Avith  regard 
to  manure  from  the  various  corporations;  from 
tlie  Manchester  Corporation  manure  is  carried  at 
special  rates,  and  also  for  the  Sheffield  Corpora- 
tion, and  from  the  Barnsley  Corj)oralion,  and 
from  the  Grimsby  Corporation  ; for  all  those 
corporations  the  manure  has  been  carried  for 
years  at  special  rates,  independently  of  the 
classification  rates. 

15001.  Are  those  rates  entered  in  the  rate 
book  ? — I believe  so.  I Avouhl  not  say  as  to  the 
corporation  rates,  but  I think  they  are ; at  any 
rate  they  are  entered  in  the  rate  books  at  the 
head  office  ; in  fact,  they  must  be  advised,  and 
Avould  be  in  the  stoTion  rate  books. 

INIr.  Barclay. 

15002.  What  do  you  mean  by  a special  rate? 
— In  the  classification  book  you  have  manure  in 
the  special  class,  and  you  have  a special  class 
rate  betAveen  Sheffield  and  Gainsborough  of 
4s.  Qd.  or  5 s.  a ton.  I may  say,  that  1 met 
personally  the  sanitary  committees,  or  Avhat- 
ever  committees  there  are  in  connection  Avith 
those  corporations,  some  years  ago,  Avhen  there 
Avas  complaint  about  agricultural  distress,  and 
arranged  special  rates  below  that  special  class 
figure. 

15003.  The  special  rale  means  simply  under 
your  maximum  rates  ? — All  the  class  rates  are 
under  the  maximum  rates ; it  is  a rate  con- 
siderably beloAV  the  power  of  the  company  to 
charge ; in  fact,  we  Avent,  I think,  to  the  extreme 
in  giving  specially  Ioav  rates  for  manure  from  the 
large  tOAvns  to  the  agricultural  districts. 

15004.  Supposing  there  Avas  another  party 
besides  a corporation  wishing  to  send  similar 
manure,  such  as  stable  manure,  would  he  get  it 
at  the  same  special  rates? — Yes,  at  the  same 
special  rate.  The  same  rate  for  manure  would 
apply  to  everybody. 

15005.  The  rate  is  not  special  to  individuals, 
but  to  the  tOAvn  ? — Yes;  Avhat  I mean  is,  that 
the  rate  is  below  the  ordinary  class  rate. 

Mri  Bolton. 

15006.  It  is  special  beyond  the  special  rate  in 
the  classification? — It  is  a spcialrate  even  below 
the  special  rate  in  the  classitication  book. 

15007.  Under  what  head  do  you  enter  it? — 
Under  the  head  of  “ exceptional  rates.”  That 
will  be  found  not  in  the  classification  books,  but 
in  the  rate  books. 

Chairman. 

15008.  Are  you  opposed  to  the  principle  of 
equal  mileage  rates? — Yes. 

15009.  Do  you  agree  Avith  Mr.  Grierson  as  to 
his  view  on  the  suggestion  of  charging  equal 
profits  per  mile  upon  the  same  class  of  goods  ? — 
I agree  entirely  with  Mr.  Grierson. 

15010.  And  Avith  regard  to  coal? — I disagree 

0.54. 


Mr.  Barnes. 

entirely  Avith  the  principle  of  charging  equal 
rates  upon  any  class  of  goods,  Avhether  mer- 
chandize or  mineral.  I agree  Avith  M r.  Grierson’s 
vieAvs. 

Chairman. 

15011.  V/hat  guides  the  companies,  Avould 
you  say,  in  fixing  the  rates  ? — There  are  a large 
number  of  considerations  Avhich  always  enter  into 
the  question.  Mr.  Grierson  fully  explained  that 
there  Avere  the  bulk,  the  value,  the  risk,  and  the 
quantity  of  traffic;  all  those  are  elements  Avhich 
are  considered,  and  AA'hich  every  goods  manager 
has  to  consider  Avhen  an  application  is  made  to 
him  to  fix  rates  for  large  lots  of  traffic  passing 
from  or  to  any  ])arts  of  the  system. 

15012.  Then  you  have  to  take  into  considera- 
tion all  the  special  circumstances  of  the  district  ? 
— Yes,  all  the  circumstances;  tlie  circumstances 
vary  in  different  districts,  and  in  different 
toAvns. 

15013.  What  proportion  of  the  goods  conveyed 
in  the  fifth  class  upon  your  line  is  sent  in  lots  of 
500  lbs.  and  under? — ^lore  than  95  per  cent,  of 
the  traffic  charged  at  the  fifth  class  rates  sent 
from,  or  over,  the  Sheffield  Raihvay  is  sent  in 
lots  of  under  500  lbs. 

15014.  And  Avhat  projiortion  does  your  fifth 
class  traffic  bear  to  the  other  traffic? — The  fifth 
class  is  about  1 per  cent  of  the  Avhole. 

15015.  That  95  per  cent,  you  claim  to  chai-ge 
Avithout  restriction  ? — Certainly.  The  clause  in 
the  Act  says.  “ Any  sum  Avhich  the  company 
may  think  fit.”  We  are  not  restricted  in  any 
Avay  as  to  the  charges. 

15016.  What  is  the  remaining  5 per  cent, 
principally  ? — It  is  principally  furniture. 

15017.  Will  you  tell  the  Committee  about  the 
terminal  and  carrying  services  upon  furniture  ? 

— I merely  mentioned  that  because  one  or  two 
of  the  Avltnesses,  in  giving  evidence,  referred  to 
the  apparently  high  rates  for  furniture.  Noav  I, 
from  more  than  20  year’s  experience,  say  that 
whatever  rate  the  companies  charge  for  furni- 
ture it  is  not  a profitable  transaction.  I do  not 
believe  that  any  furniture  is  carried  upon  any 
railway  at  a profit,  the  terminal  expenses  on 
furniture  being  so  great.  For  instance,  Avhen 
you  collect  it  from  a house,  or  Avarehouse,  or  shop, 
it  has  to  be  specially  loaded  upon  a lorry  ; the 
heavy  goods  must  be  put  at  the  bottom  and  the 
lighter  ones  at  the  top,  and  Avhen  it  comes  to  the 
station  it  cannot  be  loaded  direct  on  to  the  Avagon, 
for  the  unloading  has  to  be  performed  completely 
so  as  again  to  get  the  heavy  goods  at  the  bottom, 
so  that  in  loading  and  unloading  there  are  some- 
times not  less  than  five  or  six  operations. 

Mr.  Caine. 

15018-  You  are  speaking  not  of  furniture  in 
vans  but  of  furniture  loose  ? — I am. 

15019.  But  furniture  in  vans  and  furniture 
loose  are  canned  at  the  same  rate,  are  they  not? 
— They  are  not. 

15020.  They  are  both  classed  five  on  page 
24  ; but  I see  there  is  a 20  per  cent,  extra  charge 
for  loose  furniture  ? — There  is.  Then  if  you 
read  a little  further  on  you  see  furniture  loaded 
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Mr.  Caine — continued. 

in  road  vans  is  carried  in  the  fourth  class  ; but  I 
never  had  a complaint  in  my  life  from  any  per- 
son receiving  furniture,  or  from  anyone  in  the 
trade.  I say  that  the  collection  and  delivery 
charges  on  furniture  in  Manchester  alone  cost 
10  s.  a ton. 

Chairman. 

15021.  Is  that  what  you  allow  your  agents? — 
No,  the  terms  we  allow  our  agents  have  to  cover 
pig  iron  and  all  the  lower  class  traffic.  We 
allow  an  all  round  sum. 

iMr.  Caine. 

15022.  Have  you  had  any  complaints  from  the 
owners  of  vans  and  furniture  removers  of  the 
excessive  rates  ? — I never  had  a complaint  from 
any  person  dealing  with  furniture  as  to  the 
rates. 

15023.  Not  even  from  the  removers? — No, 
except  with  reference  to  the  accommodation  for 
vans,  but  not  as  to  tlie  rate. 

Chairman. 

15024.  AVill  you  put  in  a table  of  the  traffic 
in  and  out  of  Manchester,  and  in  and  out  of 
Sheffield,  for  21st  June? — The  traffic  in  and  out 
of  Manchester  on  the  21st  of  June  was  961 
tons  ; the  amount  of  carriage  charged  was 
1,106/.  11s.  7 c?.,  while  the  amount  the  com- 
pany could  charge  under  their  powers  was 
2,254  Z.  14  s.  lie?.  The  traffic  in  and  out  of 
Sheffield  was  1,260  tons  ; the  amount  of  carriage 
charged  was  765/.  4 s.  8 r/.,  while  the  amount 
the  company  were  entitled  to  charge  under  their 
powers  was  1,298/.  16  s.  11  d. 

15025.  How  much  of  that  calculation  do  you 
put  down  to  Clearing  House  terminals? — The 
Clearing  House  terminals,  whatever  they  are, 
Is.  6r/.,  9d.,  or  4s.  Then  with  regard  to  the 
rates,  I have  a memorandum  which  1 should 
wish  to  mentioui  The  following  were  the  rates 
of  carriage  for  grain  in  1837  between  Manchester 
and  Lincolnshire  stations,  that  is  to  say,  stations 
served  by  the  Sheffield  Railway.  I have  here 
the  actual  rates  in  operation  in  1837,  per  ton, 
for  the  carriage  of  grain,  by  the  existing  water 
conveyance  of  that  date  ; the  cost  per  ton  of 
grain  if  carried  by  the  South  Union  and  other 
railways  as  far  as  they  could  convey  it,  and 
then  I'orwarded  by  the  other  lines,  and  lastly, 
the  cost  if  carried  to  Sheffield  by  the  i-ailway, 
and  then  from  Sheffield  by  the  canal.  'With- 
out troubling  the  Committee  with  all  the  rates, 
I will  give  the  rate  per  ton  of  grain  carried 
to  Sheffield  by  railway,  and  then  from  Sheffield 
to  Manchester  by  canal,  in  the  year  1837,  as 
compared  with  the  rates  in  operation  to-day. 
Between  Newark  and  Manchester  it  was  30  s.  6 d., 
whereas  to-day  it  is  10  s.  ; between  Lincoln  and 
Manchester,  in  1837,  the  rate  was  29  s.,  while 
the  present  rate  is  10  s. ; between  Gainsborough 
and  Manchester  the  rate  was  25  s.  6 d.,  whereas 
now  it  is  10  s. ; the  rate  between  Boston  and 
Manchester,  in  1837,  was  34  s.,  while  the  present 
rate  is  13  s.  4 d. ; between  Grantham  and  Man- 
chester the  rate  was  formerly  35  s.  10c?.,  while 
to-day  it  is  13  s.  4 d. 


Chairman — continued. 

15026.  "What  proportion  of  your  traffic  is  car- 
ried at  the  present  time  under  the  maximum 
powers? — I believe  1 am  justified  in  stating  that 
from  40  to  50  per  cent,  is  carried  at  considerably 
less  than  half  the  maximum  power  of  the  com- 
pany. 

15027.  I do  not  think  I need  take  you  into 
the  Hull  rate  complained  of  by  Mr.  Grotrian 
and  Mr.  Massey,  because  that  has  been  dealt 
with  by  Mr.  Tennant;  but  you  desire,  I believe, 
to  give  an  instance  of  the  grouping  of  ports  upon 
the  west  coasts  as  well  as  upon  the  east? — I 
should  like  merely  to  say  that  the  grouping 
complained  of  by  Mr.  Grotrian  and  Mr.  Massey 
as  operating  so  prejudicially  as  they  thought  to 
the  interest  of  Hull  in  having  Hartlepool  grouped 
with  the  Humber,  is  a practice  extending  all 
round  the  coast.  Liverpool  and  Birkenhead  are 
grouped  with  Morecambe,  Barrow,  and  Fleet- 
wood  for  all  interior  traffic,  passing  a distance  of 
60  or  70  miles;  but  taking  Liverpool  and  Bir- 
kenhead alone,  the  difference  in  distance  between 
the  Liverpool  and  Birkenhead  group  for  any- 
thing coming  eastward  is  rather  more  if  anything 
than  the  grouping  of  Hartlepool  and  Hull  and 
Grimsby  and  Goole.  I merely  mention  that, 
because  Mr.  Tennant  told  me  he  had  omitted  to 
mention  it.  The  same  thing  occurs  in  the  south. 
Southampton  is  grouped  with  London  for  ship- 
ping traffic,  and  Harwich  is  grouped  with  London 
for  a lot  of  traffic. 

Mr.  Monk. 

15028.  And  3^11  do  not  consider  that  to  be 
an  undue  advantage? — It  is  au  advantage,  un- 
doubtedly. 

15029.  To  whom? — To  the  public  generally, 
and  no  disadvantage  to  anybody  ; that  is  ray 
view  of  it. 

Chairman. 

15030.  Since  1873  have  you  had  many  appli- 
cations for  dissecting  the  rates? — I think  we 
have  had  three  applications  since  the  passing  of 
the  Act  of  1873. 

15031.  And  as  to  the  inspection  of  the  rate 
books,  have  you  found  that  power  largely  used 
by  the  public  ? — I find  that  it  is  not  used  by  the 
public.  I find  that  the  public  prefer  as  a rule 
to  make  their  applications  verball}'  or  in  writing  ; 
it  is  not  once  a year  that  we  are  asked  to  show 
the  rate  books. 

1 5032.  Are  you  aware  that  upon  the  Continent 
those  books  are  bought  and  sold  ? — I am  aware 
that  they  are  offered  for  sale,  but  I do  not  believe 
anybody’^  has  bought  a set  of  I’ate  books  in  Ant- 
werp except  myself.  I have  here  the  whole  of 
the  rate  books  published,  for  Antwerp  traffic 
{exhibiting  the  same  to  the  Comm.iltee). 

15033.  Are  those  all  from  Antwerp?  — All 
from  Antwerp,  and  those  are  only  half  of  them. 

15033*.  Those  would  be  the  rates  to  places 
all  over  the  Continent  ? — Yes,  to  all  over  Conti- 
nent. I think  I am  the  only  person  who  ever 
bought  them. 

15034.  Arc  those  in  two  languages? — ^Some 
of  them  are  in  two  languages,  and  some  in  one  ; 
the  Grand  Central  of  Belgium  is  in  one  language, 
I think. 


15035.  How 
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Mr.  Barnes, 

15035.  How  many  railways  do  those  books 
represent? — Two  ; the  Grand  Central  and  the 
States  Railway. 

Mr.  Paget. 

15030.  To  how  many  stations? — To  the  prin- 
cipal stations  in  Europe  from  Antwerp. 

Chairman. 

15037.  What  do  you  wish  to  say  with  regard 
to  the  evidence  which  has  been  given  by  wit- 
nesses as  to  the  receipts  per  train  mile  ?—  I wish 
to  say,  that  some  deductions  have  been  made 
with  reference  to  the  receipts  upon  the  train 
mileage,  and  the  loads  carried  by  train,  which 
are  fallacious,  because  the  important  element  of 
the  shunting  mileage  has  never  been  considered, 
and  also  the  average  load  of  the  trains  has  not 
been  rightly  stated.  Now  I find  that,  in  1880, 
the  goods  and  mineral  mileage  upon  the  Sheffield 
Railway  was  3,623,413,  and  the  shunting  mileage 
in  addition,  which  has  not  been  published  at  all, 
was  1,512,275.  I have  a statement  of  the  goods 
and  minerals  and  shunting  miles,  for  five  years, 
which,  if  you  will  allow  me,  I will  put  in.  ( The 
same  was  handed  in.) 

15038.  May  I ask,  as  a matter  of  curiosity, 
how  you  work  out  that  shunting  mileage  - 
Every  driver  of  an  engine  makes  a return  of  his 
mileage  at  the  end  of  his  day’s  work. 

Mr.  Barclay. 

15039.  Is  the  3,623,413  all  train  mileage  ? — 
It  is  the  run  of  the  engine  put  to  the  train. 

Mr.  Bolton. 

15040.  Does  it  include  piloting  ? — No,  that 
would  be  included  in  the  shunting. 

Mr.  Pell. 

15041.  That  pei’-centage  of  shunting  applies 
only  to  a double  track  line,  not  to  one  where 
there  are  four  tracks? — We  have  not  any  such; 
this  is  the  shunting  mileage  upon  the  Sheflfield 
Railway  only. 

15042.  Upon  a double  line  ? — Yes. 

Mr.  Barclay. 

15043.  As  we  are  upon  this  point,  the  question 
raised  upon  the  train  mileage  was,  how  much  it 
cost  to  run  a train  per  mile,  and,  of  course,  the 
expense  of  shunting  is  included  in  your  general 
expenses  ? — In  the  gross. 

15044.  Therefore,  the  cost  per  train  mile 
would  not  be  effected  by  the  shunting,  that 
being  included  in  the  traffic  expenses  ? — But  we 
have  no  figures  before  us,  and  the  figures  cannot 
he  got  out  with  any  degree  of  accuracy  as  to  the 
cost  per  goods  train  mile. 

15045.  That  is  to  say,  you  cannot  separate  in 
your  accounts  the  cost  per  goods  train  mile 
from  the  cost  per  passenger  train  mile  ? — You 
cannot. 

15046.  But  the  average  cost  per  train  mile 
comes  out  accurately  enough,  does  it  not,  when 
the  total  expense  is  divided  by  the  train  mileage? 
— It  does,  as  a gross  calculation ; but  I could  not 
myself  allocate  the  cost  for  the  goods  train  mile, 
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because  you  would  not  know  how  to  divide  the 
staff,  and  fhe  general  offices,  and  the  direction  ; 
they  all  would  have  to  be  apportioned.  There 
are  several  stations  in  charge  of  one  agent ; per- 
haps three-fourths  of  his  time  is  occupied  by 
goods,  and  one-fourth  by  passengers,  or  vice 
versa,  so  that  it  would  be  impossible  to  allocate 
it  with  any  degree  of  accuracy  ; you  can  get  the 
gross  easily  enough.  Now,  a misconception  has 
existed  with  reference  to  the  loads  of  a train ; 
first  of  all,  the  average  load  of  a waggon  passing 
out  of  Manchester,  all  the  year  round,  is  2 tons 
3 cwt.  loaded. 

Mr.  Paget. 

15047.  Would  that  include  mineral  traffic? — 
There  are  no  minei'als  at  Manchester  ; it  would 
be  only  goods.  Now  the  average  weight  per 
truck  upon  the  whole  line,  including  all  minerals 
except  coal,  that  is  to  say,  including  pig  iron, 
iron,  and  everything,  is  only  3 tons,  3 cwt. 

Mr.  Bolton, 

15048.  You  have  not  the  average  of  the  goods 
separately  over  the  whole  line,  have  you? — I 
have  classed  everything  with  goods,  except  coal 
and  coke;  and  the  average  weight  per  waggon  of 
coal  and  coke  is  7 tons,  7 cwt.  over  the  whole 
line. 

Mr.  Barclay. 

15049.  What  is  the  avei’age  earning  over  the 
the  whole  line  of  goods  and  minerals? — It  is  6s. 
odd. 

Mr.  Barnes. 

15050.  I suppose  the  weight  is  kept  down 
rather,  is  it  not,  by  your  old  style  of  waggons  ? 
— We  have  as  good  a style  of  rolling  stock  as 
any  line  in  the  country. 

15051.  But  you  have  some  6-ton  waggons, 
have  you  not  ? — This  statement  includes  some 
40-ton  waggons. 

Mr.  Barclay. 

15052.  What  are  they  for  ? — To  carry  armour 
plates  principally  for  the  Government. 

Mr.  Paget. 

15053.  Would  not  that  include  certain  loads 
of  furniture,  which  filled  the  waggons,  although 
not  giving  it  a very  heavy  load?--That  is  the 
reason  of  the  average  being  so  small. 

15054.  You  do  not  mean  to  say  that  waggons 
are  being  sent  off  not  loaded,  but  that  the  traffic 
is  bulky  and  light  ? — Much  of  the  traffic  is  very 
bulky.  I 

Chairman. 

15055.  Now  with  regard  to  the  earnings  per 
ton  ; what  have  you  to  say  ? — The  average 
earnings  per  ton  upon  coal  and  goods  traffic, 
which  I think  the  honourable  Member  for  For- 
farshire asked  about,  passing  over  the  Sheffield 
Railway,  amounted  to  3 s.  7 d.  per  ton  for  the 
half  year  ending  December  1880,  and  for  the 
half  year  ending  June  1880  it  amounted  to 
3 5.  3 39  J.  ; that  included  everything.  That 
statement  is  merely  put  in  to  show  the  very  small 
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amount  per  ton  which  accrues  to  the  Sheffield 
Company,  and  this  is  a fair  sample  of  otlier  com- 
panies having  about  the  same  mileage,  including 
all  the  terminal  services,  and  all  the  terminal 
allowances  from  the  Clearing  House ; every- 
thing except  the  collection  and  delivery  ; the 
gross  amount  received  upon  every  ton  of  traffic 
was,  as  I have  stated,  3 s.  Id.  for  the  half  year 
ending  December  1880,  and  3s.  3r/.  tor  the  half 
year  ending  June  1880. 

\_The  Table  n'ns  read  as  follows 
Manchester,  Sheffield,  and  Lincolnshire  Eaihvay. 


.\veragc  Farnings  per  Ton  on  Goo<ls  and  Coal  Traffic 
from  June  1878  to  December  1880. 


Half  Year  ending 

Average  Earnings  per  Ton. 

Goods. 

Coal. 

s. 

d. 

s. 

d. 

December  1880  - - - 

- 

3 

7 

1 

6-3o 

June  » ■ * - 

- 

3 

3-39 

1 

5-83 

December  1879  - . - 

- 

3 

9 37 

1 

6-09 

June  „ - - - 

- 

3 

7 30 

1 

6T8 

December  1878  - 

- 

3 

4 98 

1 

7-35 

June  !>  ■ ■ ■ 

- 

3 

3'49 

1 

GMO 

15056.  There  is  a system  of  grouping  towns 
in  arranging  rates  which  you  Avish  to  explain? — 
It  h as  always  been  the  practice,  as  far  as  I can 
recollect,  for  nearly  30  years  in  fixing  rates,  in 
addition  to  considei’ing  the  circumstances  in  con- 
nection with  the  special  matters  at  the  place 
where  the  rate  is  required,  that  a rate  when  it 
is  made,  say  to  Leeds,  Avill  include  a group  of 
towns  around  Leeds,  say  from  Sheffield  to 
Leeds,  or  from  London  to  Leeds,  and  this 
system  of  grouping  has  been  found  to  ansAver 
Avell  for  the  public,  and  save  an  immense 
amount  of  labour  in  connection  Avith  rates,  Avhich 
number  many  millions.  1 haA’e  before  me  a list 
of  stations  in  Scotland  Avhich  are  grouped  in 
certain  groups  : the  Stromness  group,  the  Wick 
group,  the  Golspie  group,  the  Elgin  group,  the 
Aberdeen  group,  the  Perth  group,  the  Gala- 
shiels grouj),  the  Kelso  group,  the  Lanark  group, 
and  several  others.  Noav,  Avhen  a rate  is  ar- 
ranged from  London  to  the  Lanark  group,  it  is 
understood  that  it  applies^  to  the  Avhole  of  the 
stations  in  that  group,  and  this  is  the  key  to  the 
stations  Avhich  are  included  {produciny  a paper). 
I siqipose  there  are  about  100  stations  in  the 
Lanark  grou}),  and  if  a rate  Avere  made  from 
ShcHield  to  the  Lanark  group,  it  Avould  aj)ply  to 
the  AA  hole  of  that  group,  though  some  of  those 
stations  might  be  Avithin  a radius  of  15  miles. 
Th  at  system  is  also  in  operation  betAveen 
London  and  Ireland,  and  betAveen  Scotland  and 
the  Irish  groups.  I have  here  a list  Avhich 
shoAVS  that  the  Sheffield  group  includes  Brough- 
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ton  Lane,  Darnall,  Deepcar,  Heeley,  Kilnhurst, 
Masbro’,  MeadoAv  Hall,  Oughty  Bridge,  Penis- 
tone,  Rotherham,  Sheffield,  Tinsley,  and  Wads- 
ley  Bridge.  The  Birmingham  group  includes 
Birmingham,  Bordesley,  Hockley,  Monument 
Lane,  Perry  Bar,  and  Vauxhall. 

Mr.  Barclay. 

15057.  What  is  the  extreme  A’ai’iation  there? 
— The  extreme  variation  is  betAveen  Masbro’  and 
Penistone,  Avhich  Avould  be  about  18  miles;  that 
is  a group  of  9 miles.  The  Wolverhampton 
group  embraces  a A’ery  large  district,  and  in- 
cludes Albion,  AlreAvas,  Bilston,  Bloomfield, 
BroAvnhills,  BloxAvich,  Cannock  Chase,  Church 
Bridge,  Barlaston,  Deepfields,  Dudley,  Great 
Bridge,  HammerAvich,  HandsAvorth,  Lichfield, 
Oldbury,  Pelsall,  Priestfield,  Prince’s  End,  and 
SmetliAvick,  and  a very  large  number  of  stations 
besides. 

15<'58.  Do  these  groupings  apply  to  other 
companies,  or  to  only  your  OAvn  ? — To  all  com- 
panies. 

Mr.  Paget. 

15059.  Are  they  all  Avithin  the  same  area? — 
They  are  all  within  the  same  area. 

15060.  Upon  Avhat  principle  do  you  start  in 
fixing  the  area  of  any  individual  group? — The 
question  is  discussed  at  the.  conference.  Say  I 
have  before  me  the  Sheffield  group  and  the 
Wolverhampton  group;  Avhen  that  group  Avas 
made,  the  discussion  Avould  take  place  betAveen 
the  companies  interested  in  both  those  groups  ; 
some  Avould  be  upon  the  Midland  Railway  at 
Sheffield,  and  some  Avould  be  upon  the  Sheffield 
Raihvay,  and  Ave  should  draAV  the  line  Avithout 
regard  to  distance,  but  Ave  should  consider  the 
circumstances;  for  Instance,  betAveen  Penistone 
and  Deepcar  there  are  seven  or  eight  miles  dif- 
ference in  distance,  and  Penistone  is  the  extreme 
point  of  this  group  ; but  they  both  make  steel 
rails,  and  those  circumstances  Avould  be  consi- 
dered, Avithout  regard  altogether  to  the  distance 
of  the  group.  I believe  some  groups  Avould 
extend  20  miles,  some  30,  and  some  only  five. 

Mr.  Barclay. 

15061.  But  Avhat  Avould  be  the  mean  distance  ? 
— There  is  no  limit. 

15L62.  What  would  be  the  nearest  distance  in 
any  group  of  18  miles?  — There  are  stations 
doAvn  here  Avhich  are  only  suburbs  of  Shef- 
field. 

15063.  Do  Ave  understand  that  you  charge  the 
same  for  four  miles  as  for  22  ; — No,  this  is  as 
betAveen  the  Sheffield  group  and  the  AVolver- 
hampton  group,  a distance  of  100  miles  per- 
haps. 

15064.  AYhat  Avould  be  the  nearest  distance 
betAveen  tAvo  jjoints  ? — I should  say  there  Avould 
be  nearly  20  miles  difference  betAveen  the 
nearest  station  and  the  furthest,  if  that  is  the 
meaning  of  your  question. 

]Mr.  Paget. 

15065.  Do  you  in  any  Avay  consult  the  jAeople 
of  AYolverhami)tou  or  Sheffield  as  to  Avhich 
should  be  in  the  group  and  Avhich  should  be  out 
of  it  ? — People  around  Sheffield  and  AVolver- 
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hainpton  are  constantly  asking  us  to  be  admitted. 
If  a man  is  situated  at  Meadow  Hall,  and  is  not 
in  this  group,  he  comes  and  asks  to  be  in  it,  and 
every  case  of  that  kind  is  considered  upon  its 
merits.  These  groups  are  continually  being 
added  to.  Say  to-day  a man  starts  similar  works 
to  those  at  Penistone,  he  asks  at  once  to  be 
placed  upon  that  group,  and  if  good  reason  is 
shown  we  do  it. 

Chairman. 

15066.  It  was  stated  by  one  of  the  witnesses 
that  the  rates  were  arranged  in  the  Clearing 
House  ; we  may  presume  that  that  is  incorrect? 
— That  is  a misapprehension,  because  one  of  the 
standing  rules  of  the  Clearing  House  is  that  no 
rates  shall  be  dealt  with  there  at  all.  The  com- 
panies, parties  to  the  Clearing  House,  meet  there 
four  times  a year  to  arrange  the  classification 
and  to  make  regulations  for  the  working  and 
dividing  of  through  traffic  ; and  if  a member  in- 
troduces a question  of  rate  he  is  at  once  ruled 
out  of  order.  The  question  of  rates  has  never 
been  yet  considered. 

15067.  I think  you  have  considerable  ac- 
quaintance with  foreign  railway  arrangements 
and  rates  ? — Generally  speaking  I have. 

15068.  I think  you  negociated  a through  tariff 
with  the  Belgian  and  Dutch  Railways  ? — I did. 

15069.  There  are,  as  we  have  heard,  two 
different  modes  of  charging  goods,  what  are 
called  “grande  vitesse”  and  “petite  vitesse”?' — 
That  is  so. 

15070.  The  charge  for  the  “grande  vitesse”  is 
much  higher  than  the  ordinary  rate  charged  in 
England,  is  it  not  ? — It  is  much  higher. 

Mr.  Caine. 

15071.  And  the  journey  much  quicker? — It 
is  not  so  quick. 

Chairman. 

15072.  You  say  that  the  grande  vitesse  is  not 
so  quick  as  our  ordinary  goods  trains  ? — It  is  not 
so  quick  as  our  ordinary  goods  trains. 

15073.  Is  there  a time  allowed  by  law  to  the 
grande  vitesse? — Yes;  but  the  grande  vitesse 
which  you  refer  to  is  a different  thing  altogether 
from  what  I refer  to.  I say  there  are  two  modes 
of  carrying  goods  traffic ; there  is  what  they  call 
the  express  goods  and  the  petite  vitesse,  or  slow 
service.  Now  the  grande  vitesse  is  for  small  par- 
cels of  25  lbs.  or  so,  carried  by  what  we  should 
call  a mixed  train,  partly  of  goods  and  partly  of 
passengers.  I believe  the  application  of  the  rate 
by  the  grande  vitesse  has  for  one  of  its  conditions 
that  the  goods  shall  be  carried  as  quickly  as  by  a 
stopping  passenger  train  ; that  would  be  from  15 
to  18  miles  an  hour.  Now  we  carry  goods  daily 
between  Manchester  and  London  at  a rate  of 
above  25  miles  an  hour. 

15074.  The  petite  vitesse,  I believe,  has  con- 
ditions attached  to  it  which,  you  would  say, 
would  not  be  tolerated  in  this  country  ? — I would 
say  that  they  would  not  be  tolerated  for  a week 
in  this  country. 

Mr.  Pell. 

15075.  Is  that  25  miles  an  hour  that  you 
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speak  of  as  the  ivlieels  go  round,  or  including 
stoppages? — It  is  tlie  time  occupied  by  the  train 
running  between  Manchester  and  London,  in- 
cluding sto2ipages. 

Chairman. 

15076.  You  have  something  to  say  about  the 
rates  quoted  by  the  petite  vitesse  abroad  not 
representing  the  actual  cost  of  transit  ? — I know 
from  2)ractical  experience  that  tlie  rates  which 
are  published  in  those  tariffs  do  not  represent 
the  actual  cost  to  the  public,  and  that  before 
you  can  ascertain  what  it  would  co'^t  to  carry 
five  tons  of  iron  from  any  point  in  Belgium  to  any 
jioint  in  Germany,  you  would  have  to  read 
through  the  tariff  and  see  the  sjiecial  conditions 
attached  to  it.  Some  of  tho'O  conditions  I can 
mention.  There  are,  first  of  all,  charges  made 
for  loading  and  unloading;  if  the  service  is  per- 
formed by  the  com[)any,  for  packages  weighing 
three  quarters  of  a ton  and  less,  they  charge  a 
franc  a ton,  and  for  packages  weighing  tlu-ee 
quarters  of  a ton  and  above,  they  charge  two 
francs  a ton,  and  if  the  goods  are  of  unusual 
weight,  or  shape,  or  size,  the  loading  and  unload- 
ing must  be  done  by  the  consignor  or  consignee  ; 
the  company  will  not  do  it  at  all.  Then  if  the 
companies’  cranes  or  tackle  are  used  for  loading 
or  unloading  by  the  consignor  or  consignee,  a 
charge  is  made  of  5 d.  a ton  for  the  use  of  the 
cranes  ; if  the  goods  are  weighed  by  the  com- 
pany, they  charge  5 d.  a ton;  lor  collection  they 
charge  three  francs  a ton,  and  for  delivery 
three  francs  a ton  ivilhin  their  ordinary  cartage 
boundary,  and  they  have  a boundary  somewhat 
similar  to  what  we  have  in  England;  they  fix 
the  boundary  of  their  delivery  at  about  one  mile 
and-a-half  in  radius. 

15077.  Then,  with  regard  to  demurrage,  what 
do  the  foreign  com2:)anies  charge  ? — They  only 
allow  eight'  hours  for  discharging  a truck  after 
the  notice  of  arrival  has  been  received,  and  we 
allow,  as  a rule,  48  hours.  If  ihe  trucks  are  not 
discharged  within  eight  hours  after  receipt  of 
notice  of  arrival,  a charge  is  made  of  2 04  d.  per 
hour  per  truck,  with  a minimum  of  1 s.  Then 
they  make  a charge  for  counting  if  they  have  to 
count  the  packages ; they  also  charge  for  stamp- 
ing duplicate  freight  notes,  and  that  is  a neces- 
sary charge  upon  the  Continent,  for  they  also 
i-equire  freight  notes.  They  charge  for  advising 
the  ariival  of  the  goods,  and  they  charge  for 
labelling  the  goods,  and  upon  the  Continent 
every  lot  of  goods  must  be  labelled. 

Mr.  Caine. 

15078.  Do  you  mean  every  bar  of  iron,  for 
example,  must  be  labelled  ? — No,  every  consign- 
ment. Then  again,  the  company  do  not  find 
sheets  for  the  petite  vitesse  ; if  they  do,  they 
make  a charge  ; and  the  most  important  condition 
of  all  is  that  they  have  a minimum  charge  upon 
all  articles  in  the  first,  second,  and  thii’d  classes  of 
the  petite  vitesse  of  five  tons  per  waggon.  Then 
if  the  goods  are  in  the  fourth  class,  they  have 
either  to  put  10  tons  in  the  waggon  or  pay  for  10 
tons,  or  any  other  size  of  waggon  that  they 
occupy.  Now  I say  that  is  a condition  which 
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would  not  be  tolerated  for  a week  upon  the 
English  railways. 

Mr.  Craig. 

15079.  Do  you  know  wdiether  those  conditions 
are  enforced  in  practice,  or  are  they  merely  on 
paper  ? — Many  of  them  are  enforced  ; with 
regard  to  the  minimum  it  is  enforced.  If  I have 
to  send  fourth- class  goods  by  the  petite  vitesse 
from  liotterdam  or  Switzerland,  I have  to  pay  a 
mininuim  of  five  tons  ; in  fact,  we  do  it ; we 
have  steamers  trading  from  Giimsby  to  Rotter- 
dam, Antwerp,  and  Hamburg,  and  we  find  that 
to  be  so. 

Chairman. 

15080.  Mr.  Grierson  gave  the  Committee 
what  he  thought  was  the  cost  per  mile  of  the 
railways  in  Great  Britain  and  the  United  States  ; 
you  wish  to  supplement  that  by  v.  hat  j'OU  know 
of  the  cost  per  mile  upon  the  Continent?  — In 
France  the  railways  cost  27,930/.  per  mile;  in 
Belgium,  22,650/.  per  mile;  in  Holland  the  cost 
per  mile  is  19,300/.;  in  Denmark  the  cost  is 
10,120/.  per  mile  ; in  Norway,  the  cost  per  mile 
is  6,490/.;  and  in  Sweden  the  cost  per  mile  is 
6,401  /. ; -whereas  the  cost  of  the  Manchester, 
Sheffield,  and  Lincolnshire  line  was  69,324/.  per 
mile. 

15081.  The  figures  brought  out  by  Mr.  Grier- 
son were,  that  for  Great  Britain  the  average  cost 
per  mile  was  40,518/.,  and  for  the  United  States 
11,780/.? — That  is  so. 

15082.  Will  you  now  turn  to  Mi-.  Forwood’s 
evidence,  in  which  there  are  some  matters  you 
■R'ished  to  explain  which  concern  your  railway ; 
the  first  is  at  page  92  of  the  printed  evidence 
about  your  company  getting  its  Bill  ? — Mr. 
Forwood  stated  at  Question  1858,  in  answer  to 
Sir  Edward  Watkin,  that  “ a joint  purse  was 
made,  and  the  rates  are  the  same ; there  has 
been  no  reduction  in  the  charges.”  Now,  with 
regard  to  that,  I would  say  that  that  is  a total 
misapprehension  with  reference  to  a joint  purse 
ai-rangement ; there  is  nothing  of  the  kind  in 
existence.  The  three  companies  owning  the 
Cheshire  lines  (the  Midland,  the  Great  Northern, 
and  the  Manchester  and  Sheffield)  are  as  per- 
fectly free  and  independent  at  Liverjiool  as  any 
company  at  any  place  in  England,  and  there  is 
no  joint  purse  with  any  company  at  Liverpool,  or 
even  between  themselves  ; we  all  compete  in  the 
same  manner  as  any  other  compeLiag  coaipaiilco 
would.  With  regard  to  there  having  been  no 
reductions  in  rates,  I have  to  state  that  I have 
sent  from  my  own  office  advices  of  alterations  in 
rates  which  resulted  in  56,942  reductions  during 
the  last  five  years,  while  the  advances  have  been 
14  ; that  is  to  say,  taking  the  traffic  to  and  from 
Liverpool  alone.  Then  Mr.  Forwood  stated  that 
.lie  Liverpool  traffic  was  “ a constant  flow  both 
ways  ; ” now  it  is  just  the  reverse,  for  Liverpool, 
unfortunately,  is  one  of  the  most  expensive  places 
to  work,  independently  of  the  large  cost  of  the 
stations  there,  because  the  traffic  is  just  twice  as 
much  one  way  as  the  other.  The  traffic  in  and 
out  of  Liverpool  by  the  Cheshire  lines  during 
the  12  months  ending  May  1881  amounted  out- 
wards to  323,262  tons,  and  the  inward  traffic  to 


Chairman — continued. 

170,852  tons.  At  the  Huskisson  Station,  the 
particulars  of  the  cost  of  which  I gave  a short 
time  ago,  the  outward  traffic  was  140,704  tons, 
and  the  inward  traffic  was  43,681  ; so  that  the 
inw-ard  traffic  there  is  only  one-third  of  the  out- 
ward traffic  from  the  Huskisson  Station,  necessi- 
tating empty  waggons  being  carried  many  miles 
from  the  parent  company  to  Liverpool,  and  thus 
making  it  clear,  as  Mr.  Findlay  contended,  that 
the  Liverpool  traffic  was  a very  expensive  traffic 
indeed  to  work. 

15083.  On  page  172,  Question  3006,  you  will 
find  Mr.  Muspratt’s  statement,  that  “when  the 
railway  company  think  that  they  can  levy  the 
maximum  rate  upon  any  particular  article,  they 
will  take  very  good  care  that  they  do  it ; ” what 
do  you  say  to  that? — I have  looked  into  that 
question,  and  I find  first  of  all  that  Mr.  Mus- 
pratt  seldom  sends  any  traffic  at  all  by  the  rail- 
way, that  his  traffic  is  nearly  all  carried  by  water 
from  Widnes  to  Liverpool ; but  there  is  a traffic 
from  Widnes  from  the  chemical  manufacturers 
whom  Mr.  Muspratt  represented,  and  I find  that 
they  have  special  rates  to  Hull,  Ne-wcastle, 
Hartlepool,  Middlesborough,  London,  Over 
Darwen,  Bury,  Accrington,  Stockport,  Glossop, 
Nottingham,  Basford,  Sowerby  Bridge,  Heck- 
mondwick,  Bradford,  Leeds,  Huddersfield, 
Halifax,  Musselburgh,  and  Markinch.  Now, 
taking  those  rates,  I find  that  the  Hull  rate,  for 
instance,  is  11  .9.  8 d.  per  ton,  whereas  the  maxi- 
mum power  of  the  comjiany  is  36  s.  3d.;  the 
Newcastle  rate  is  11  5.  8 c/.  as  against  51  s.  which 
the  company  could  charge  ; the  London  rate  is 
12  s.  6 d.  as  against  55  which  it  is  in  the  power 
of  the  company  to  charge  ; the  Over  Darwen  rate 
is  8 s.  4 d.,  and  the  company  have  power  to  charge 
18  s.  9 d.  ; the  Bury  rate  is  7 s.  6 d.  as  against 
16  s.,  which  the  company  could  charge,  and  so 
on  ; to  Leeds  the  rate  is  10  s.,  and  the  company 
have  power  to  charge  29  5.  6 d.,  and  to  Mussel- 
burgh, in  Scotland,  the  rate  is  20 .?.,  and  the  com- 
pany are  entitled  to  chai-ge  76s.;  the  rate  to 
Markinch  is  21s.  8d.  as  against  82  s.  6 d.,  which 
the  company  are  entitled  to  charge.  ( The  Table 
was  handed  in.) 

Mr.  Bolton. 

15084.  Are  those  what  you  term  exceptional 
rates? — Yes,  they  are  what  I term  exceptional 
rates.  Mr.  Muspratt  stated  that  when  the  rail- 
way company  think  they  can  levy  the  maximum 
rate  upon  any  particular  article  they  will  take 
good  care  to  do  it.  I merely  give  these  figures 
to  show  that  we  do  not  charge  up  to  anything 
like  our  power  upon  this  particular  traflic ; in 
fact,  I say  there  is  very  little  traffic  carried  at  a 
less  rate  than  chemicals. 

Mr.  Barclay. 

15085.  Mr.  Muspratt’s  point  -was,  that  if  you 
charged  more  than  you  did,  you  would  not  get 
the  goods;  what  have  you  to  say  to  that? — 
The  whole  of  the  traffic  of  ISIr.  IMuspratt  carried 
over  the  Sheffield,  the  Great  Northern,  and 
all  the  railways  beyond,  for  the  six  mouths 
ending  March  1881,  forwarded  from  Widnes,  not 
carted,  w-as  32  tons  19  cwt.,  and  carted,  2 tons  5 
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Mr.  Barclay — continued. 

cwt.,  and  the  traffic  received  for  the  same  period, 
not  carted,  was  57  tons  19  cwt.,  and  carted  5 tons 
18  cwt.  The  whole  of  this  traffic  is  sent  by 
water  to  Liverpool. 

Chairman. 

15086.  Now  Avill  you  turn  to  the  difference 
in  rates  on  English  made  cheese  and  American 
cheese  ? — The  rate  on  American  cheese  is  lower 
than  the  rate  on  English  cheese  from  Liverpool 
to  any  port  or  place,  simply  because  the  American 
cheese  is  packed  in  boxes.  If  the  American 
cheese  came  loose  and  was  forwarded  throughout 
the  country  in  the  same  manner  as  the  English 
cheese,  the  rate  charged  for  American  cheese, 
with  certain  exceptions,  which  I will  name,  would 
be  precisely  the  same  as  the  rates  on  English 
cheese.  The  exceptions  for  the  American  cheese 
are  these  : say,  between  Liverpool  and  Hull,  and 
between  Liverpool  and  Newcastle,  Southampton 
or  Bristol,  there  are  special  low  rates  for 
American  cheese  and  American  provisions 
generally,  simply  because  between  America  and 
those  particular  places  there  is  direct  and  active 
competition  by  steamer  ; that  is  the  only  reason 
for  it,  except  the  other  reason  I have  given,  that 
American  cheese  is  packed  in  boxes.  If  English 
cheese  were  packed  in  boxes  it  would  be  carried 
from  Liverpool  or  any  other  place  at  precisely 
the  same  rate  as  the  Amei’ican  cheese. 

Mr.  Pay  el. 

15087.  If  English  cheese  were  carried  at 
owner’s  risk  what  would  be  the  reason  for  making 
a difference  in  the  charg-e  ? — There  is  the  cost  of 
the  labour. 

15088.  Is  it  not  the  case  that  American  cheese 
as  a rule  comes  in  in  cheeses  of  a certain  fixed 
weight,  each  cheese  being  separately  packed  in  a 
box,  and  being  easily  handled? — Yes. 

15089.  Those  cheeses  are  from  70  to  80  lbs. 
weight,  are  they  not  ? — They  are  about  60  lbs.,  I 
think. 

15090.  Would  not  an  English  cheese  of  the 
same  weight  be  as  easily  handled  if  it  was  not 
packed  in  a box  ? — One  cheese  would,  but  not  a 
number. 

15091.  I am  taking  cheese  for  cheese  ; the 
American  cheese  comes  in  in  large  quantities, 
and  in  cheeses  of  56  lbs.  weight;  one  cheese 
packed  in  a box.  Do  I rightly  understand  that 
each  American  cheese  is  in  a separate  box? — 
Yes. 

15092.  So  that  you  have  a given  number  of 
cheeses  of  56  lbs.  weight  ? — Yes. 

15093.  If  you  had  an  equal  number  of  English 
cheese  of  the  same  weight,  where  Avould  be  the 
difference  in  the  expense  of  handling  the  two 
lots  of  cheese? — The  difference  is  in  the  loading 
operations ; a lorry  will  come  to  the  station  with 
a lot  of  American  cheese,  and  a man  would  roll 
them  along  the  platform,  and  pack  them  in  the 
wagon  two  or  three  high,  but  that  could  not  be 
done  with  English  cheese ; if  you  were  to  roll 
them  the  English  cheese  would,  perhaps,  run 
over  a bolt  or  a nail,  and  would  be  broken  to 
pieces,  and  the  compauv  would  have  to  pay  for  it 
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whether  it  was  carried  at  owner’s  risk  or  not,  be- 
cause it  would  be  held  to  be  negligence. 

15094.  Has  there  been  any  such  case  in  which 
you  have  been  held  liable  through  carrying  at 
owner’s  risk  ? — I paid  a claim  like  that  myself 
just  recently  at  Leeds,  in  which  it  was  held  that 
it  was  damage  arising  not  through  the  ordinary 
risk  of  transit,  but  from  negligence.  I do  not 
remember  the  circumstance  exactly. 

Mr.  Barclay. 

15095.  You  had  not  a collision  ? — No.  I 
think  something  was  loaded  iu  the  same  truck, 
and  it  rolled  upon  the  cheese,  or  something  of 
that  sort. 

Chairman. 

15096.  In  answer  to  Questions  7859  and  7861, 
Mr.  Rigby  gives  the  charge  of  conveyance  on 
American  railways  for  grain  as  very  low;  the 
charge  for  950  miles  was  28  s.  ?— Upon  that  I 
would  say  that  the  rates  on  American  grain  all 
depend  upon  tlie  particular  week  in  which  he 
collected  his  statistics  as  to  those  rates,  because 
they  vary  almost  from  day  to  day  sometimes,  and 
certainly  from  month  to  month,  and  those  were 
fighting  rates  which  he  quoted,  and  those  fight- 
ing rates  led  to  the  suspension  of  all  dividends 
upon  ordinaiy  stock,  and  even  upon  preference 
stock  too,  on  all  the  railways  engaged  in  the 
fight. 

Sir  Henry  Tyler. 

15097.  Are  you  aware  that  on  the  Amerfcan 
lines,  owing  to  the  excessive  competition,  grain  is 
frequently  carried  below  the  cost  price  of  carry- 
ing it  ? — It  is. 

15098.  And  that  it  is  carried  in  full  train  loads  ? 
— It  is. 

15099.  Do  you  find  that  it  makes  a great  diffe- 
rence, if  you  are  able  to  get  full  train  loads  ? — 
It  does. 

Mr.  Pell. 

15100.  It  is  also  carried  loose,  and  put  into  and 
out  of  the  truck  by  an  elevator  ? — It  is  so. 

15101.  And  the  rate  varies  according  to  the 
time  of  year,  if  the  water  communication  is  open 
or  not  ? — And  it  also  depends  upon  whether  the 
companies  are  working  in  hainnony  or  not. 

15102.  Are  you  acquainted  with  the  pool  for 
the  western  traffic  of  New  York? — I am  aware 
of  it. 

15103.  And  that  the  effect  of  the  pool  was  to 
put  up  the  western  freight  coming  eastwai’d  from 
Chicago  very  considerably  as  long  as  the  pool 
was  maintained  ; was  not  that  the  case  ? — It  was, 
I believe. 

15104.  But  some  of  the  railway  corporations 
broke  the  pool,  I believe ; have  you  seen  Mr. 
Pink’s  report  upon  the  subject  ? — I have  not. 

Mr.  Bar  lay. 

15105.  Are  you  aware  that  there  has  been  a 
great  reduction  in  the  rates  of  New  York  Central 
and  the  Hudson  River  Railway  in  the  last  10 
years? — I am  aware  that  there  has  been  a reduc- 
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tion  upon  the  American  railways  within  the  last 
10  weeks. 

1510G.  But  I ask  whether  you  are  aware  that 
there  has  been  a reduction  of  50  per  cent,  within 
tlie  last  lo  years  ? — 1 am  not  aware  that  there  v/as 
a reduction  upon  that  railway  ; but  the  rates  have 
been  such  that  they  have  not  paid  any  dividend. 

15107.  Do  you  know  what  is  the  average  rate 
per  mile  upon  the  New  York  Central  Railway  for 
their  goods  traffic  ; it  is  about  one-third  of  1 d. 
a mile,  is  it  not  ? — I am  not  aware  of  it. 

Chairman. 

151C8.  Will  you  turn  to  Question  No.  7935, 
and  tell  me,  as  shortly  as  you  can,  what  you 
desire  to  state  about  what  Mr.  Rigby  says 
with  reference  to  the  potato  rate  ? — Mr.  Rigby 
gave  evidence  with  reference  to  the'  rate  being 
excessive  for  potatoes  from  the  Cheshire  dis- 
trict to  Manchester.  I have  to  state  wiih  re- 
ference to  that,  that  this  particular  traffic  is  new 
potatoc'S  and  other  vegetables,  and  not  old  pota- 
toes, as  Mr.  Rigby  stated  ; that  we  worked  that 
by  a special  produce  train,  the  working  bill  of 
which  1 have  in  my  hand ; it  is  carried  with  des- 
patch, reaching  Manchester  at  8 p.m.  at  night  on 
Mondays,  Wednesdays,  Thursdays,  and  Fridays; 
the  delivery  is  made  to  the  market  after  that 
time ; a special  staff  is  always  kept  to  receive  that 
traffic,  and  although  all  those  services  are  ren- 
dered, the  rate  actually  charged  is  30  per  cent, 
less  than  the  masiaium  powers  of  the  company  ; 
here  is  the  “Notice  to  farmers  and  others.  Every 
Monday,  Wednesday,  Thursday,  and  Friday  a 
new  train,  conveying  produce  for  the  Manchester 
market,  will  leave  Chester  for  Ardwick  Station, 
Manchester,  at  5 p m.,  and  call  at  intermediate 
stations,  as  below.”  Then  there  is  a list  of  11 
stations,  Avith  times  of  departure  from  each. 
“ Farmers  and  others  are  requested  to  take  notice 
that  the  produce,  &c.,  must  be  delivered  at  the 
respective  stations  at  least  half  an  hour  before 
the  train  is  due.”  I say  I tliink  it  is  rather  un- 
fair that  these  statements  should  be  made  when 
every  possible  encouragement  to  my  knowledge 
has  been  given  to  the  farmers  in  this  district  by 
running  this  special  train,  and  otherwise  ; more- 
over, we  collect  the  empties,  and  take  them  back 
by  the  next  train,  also  special,  and  there  is  a low 
charge  made  for  it. 

Mr.  Barclay. 

15109.  What  terminal  do  you  charge? — One 
shilling  and  sixpence. 

15110.  What  do  you  charge  for  delivery  ? — 
We  charge  2 s.  for  delivery. 

Chahnnan. 

15111.  I believe  you  wish  to  correct  the  dis- 
tance given  by  Mr.  Rigby  ? — He  gave  t!ie  dis- 
tance from  Northwich  to  IManchester  as  18  miles, 
to  make  the  sum  charged  a})j)ear  the  heavier; 
but  the  shortest  distance,  partly  over  the  South 
Junction  line,  is  21  miles.  The  traffic  is  not 
carried  that  way,  but  the  actual  distance  the 
traffic  is  carried  is  32  miles. 

15112.  You  claim  to  be  entitled  to  charge 
under  the  32  ? — 1 have  worked  out  my  per- 
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centage  on  32,  because  it  is  carried  over  the 
Cheshire  lines. 

Mr.  Barclay. 

15113.  It  is  actually  brought  that  way? — It  is 
actually  brought  that  way,  and  that  is  the  only 
Avay  by  the  Cheshire  lines;  but  there  is  another 
route,  over  the  South  J unction  Railway,  Avhich 
is  shorter. 

Chairman. 

15114.  Now  take  the  sea  freight;  the  rate  on 
potatoes  from  abroad  ? — In  answer  to  Question 
7946,  and  it  is  rather  important,  the  honourable 
Member  for  Somersetshire,  I think,  asked  Mr. 
Rigby,  “ Do  you  know  what  is  the  rate  at  which 
potatoes  can  be  delivered  from  Belgium?”  and 
he  says,  “ The  rates  from  the  Channel  Islands 
and  Scotland,  and  .the  Continent,  are  from 
Jersey,  50 5.,  for  340  miles  to  Manchester;  that 
includes  80  miles  by  sea  ; from  Ayrshire  and  the 
district  the  charge  is  21 .?.  8 c?.  to  23  s.  4d.  by  rail, 
the  distance  being  190  miles;  from  Perth  and 
district  the  charge  is  from  25s.  to  27s.  6r/.” 
And  then  he  is  asked,  “ Do  you  know  the  dis- 
tance?” To  Avhich  he  replies,  “I  cannot  give 
that  distance;  from  Belgium  it  is  14s.  per  ton 
to  Manchester.  Those  are  all  quoted  rates  to 
Manchester,  showing  the  difference  in  the  charges 
between  freights  from  distant  places  and  short 
distances.”  Noav,  as  I stated  just  noAV,  the  ])ota- 
toes  from  Cheshire  are  entirely  new  potatoes 
packed  in  hampers,  and  upon  the  new  potatoes 
from  Antwerp,  Avhich  is  the  port  in  Belgium 
from  wliich  they  come  to  Manchester,  the  sea 
freight  is  8d.  and  10  per  cent,  per  hamper,  weigh- 
ing 56  to  63  lbs.  The  railway  rate  from  Hull 
and  Grimsby  to  Manchester  is  20  s.  per  ton,  or 
a throughout  rate  of  50s.  per  ton,  as  against  14  s. 
named  by  Mr.  Rigby. 

Mr.  Barclay. 

15115.  Do  you  carry  old  potatoes  at  14  s.  per 
ton  ?— I say  Ave  carry  nothing  at  14  s.  ; the  new 
potato  rate,  from  Belgium  to  Manchester,  is 
50  s.  a ton ; but  old  potatoes,  from  Antwerp  lo 
Grimsby,  are  charged  7 s.  6 d.  per  ton  ; the  rail 
rate  for  2-ton  lots  is  15  s.,  or  a through  rate  of 
22  s.  6 d.  per  ton,  station  to  station,  the  other 
rate  being  “delivered.” 

Chairman. 

15116.  Then  Avill  you  refer  to  Question  7973? 
— Mr.  Rigby  was  there  asked,  “ But  you  do  not 
knoAV  the  charge  from  Liverpool  to  Darnall,  a 
station  close  to  Sheffield.”  To  Avhich  he  replied, 
“It  is  16s.  (Q.)  How  many  miles  would  that 

be  ?—  (A.)  It  Avould  be  about  the  same  distance 
as  Sheffield.  (G.)  It  Avould  be  one-third  of  the 
distance  from  Liverpool  to  Oxford  ? — {A.)  Yes.” 
To  that  I Avish  to  say,  that  Ave  have  not  a goods 
station  at  Darnall  at  all ; it  ne\"er  was  a goods 
station,  and  there  never  has  been  a ton  of  grain 
carried  to  Darnall ; it  is  a roadside  passenger  sta- 
tion just  outside  Sheffield,  and  the  only  place  of 
business  there  is  Craven  Brothers’  Waggon 
Works,  and  any  traffic  for  Darnall,  except  for 
Craven  Brothers’  Wag.gon  Works,  is  dealt  Avith 
at  Sheffield,  and  charged  at  Sheffield  rates. 

15117.  And 
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Mr.  Barnes. 

15117.  And  the  Birley  Colliery  is  there  also? 
-Yes. 

Chairman. 

15118.  What  is  the  rate? — It  is  10s.  6(7.  in- 
stead of  16s.;  that  is  the  rate  to  Sheffield  where 
the  Darnall  traffic  is  dealt  with. 

15119.  Now  what  have  you  to  say  with  regard 
to  Question  and  Answer  8007,  as  to  the  convey- 
ance of  market  produce? — The  fact  is  that  that 
traffic  is  alsvays  carried  by  passenger  train, 

15120.  Now  what  have  you  to  say  with  regard 
to  Mr.  Brittain’s  evidence  on  page  332? — Mr. 
Brittain  gave  examples  of  rates  to  and  from 
Sheffield  and  various  places,  but  like  most  of  the 
v/itnesses  he  did  not  deduct  the  terminals,  and 
therefore  the  comparisons  are  scarcely  fair  ; the 
rate  more  particularly  referred  to  is  the  rate  for 
Hull,  7 s.  6 cZ.  on  rails  ; now  deducting  the  termi- 
nals upon  that  particular  rate,  not  the  terminal 
whicli  the  company  are  entitled  to  charge,  but 
the  actual  cost  of  the  service  performed  at  Shef- 
field and  at  Hull,  without  taking  into  account 
the  interest  on  the  outlay  at  either  place  (the 
Hull  figures  I have  given  the  Committee  this 
morning),  the  actual  money  out  of  pocket  is 
4 s.  a ton,  leaving  3 s.  ^ d.  per  ton  for  the  carriage 
of  the  rails.  To  Goole,  a distance  of  35  miles, 
the  charge  is  l’20f/.  per  ton  i)er  mile.  To 
Grimsby,  which  is  a distance  of  69  miles,  the 
charge  is  ffiO  d.,  and  to  Hull,  a distance  of  59 
miles,  the  charge  is  ‘70  d.  ])er  ton  per  mile, 
although  the  company  could  charge  2|«/.  per  ton 
per  mile. 

Mr.  Barclay. 

15121.  How  is  there  such  a large  outlay  at  the 
stations  for  goods  ? — I can  give  you  the  figures. 

15122.  Are  those  station  to  station  rates? — 
No,  that  is  the  point  that  Mr.  Brittain  entirely 
overlooked ; the  rate  he  quoted  as  being  un- 
favourable to  Hull,  was  mentioned  as  a station 
to  station  rate,  but  it  really  includes  collection 
and  delivery ; that  is  collection  from  the  works 
and  delivery  to  any  ship  in  Hull,  wherever  the 
goods  might  require  to  be  delivered.  Now,  first 
of  all,  taking  the  expenses  out  of  pocket,  we  pay 
the  tunnel  dues  to  the  Midland  Hallway  Com- 
pany for  bringing  it  to  our  station,  1 s.  9 d.,  that  is 
money  out  of  pocket.  I put  the  cost  of  shunt- 
ing at  Sheffield,  and  so  on,  at  3 d.,  that  makes 
2 s.;  the  actual  cost  for  delivery  by  lorries  was 
1 s.  3 d.,  and  the  labourage  is  9 d.,  that  makes  the 
4 s.  without  taking  into  account  the  interest  upon 
the  outlay  either  at  Hull  or  at  Sheffield. 

Chairman. 

15123.  The  rates  for  export  traffic  from  Shef- 
field into  Hull,  Goole,  and  Grimsby  are  all  the 
same  ? — They  are  all  the  same,  and  not  only  that, 
but  years  ago  it  was  urged  upon  the  companies  to 
make  them  the  same. 

15124,  It  is  an  advantage,  you  think,  to  both 
the  shippers  and  the  public  ? — I consider  it  is  an 
advantage  to  the  public  at  large  and  also  to  the 
shipowners  of  the  three  places. 

15125.  Why  is  the  rate  to  Goole  less  than  the 
rate  to  Sheffield  for  pig  iron  from  the  North 
West? — Mr,  Brittain  gave  an  instance  of  the  rate 
0.5  !. 


Chairman — continued. 

from  Carnforth  being  less  to  Grimsby  than  to 
Sheffield ; the  explanation  is,  that  there  was  a very 
large  trade  a few  years  ago  in  hematite  iron  from 
the  Whitehaven  district  to  the  Continent  (Messrs. 
Krupp’s)  through  Rotterdam,  and  a low  through- 
rate  was  fixed  upon  the  application  of  the  White- 
haven people,  the  makers  of  this  iron,  to  Goole, 
Hull,  and  Gi'imsby  for  this  particular  export 
ti'affic;  if  it  had  not  been  fixed,  not  a ton  of 
traffic  would  have  gone  over  the  railway  at  all. 
As  a matter  of  fact,  during  the  last  three  or  four 
years  steamers  have  been  built  which  are  now 
carrying  the  iron,  and  the  railways  are  carrying 
none  of  it. 

Mr.  Barnes. 

15126.  What  was  about  the  rate  for  the  iron  ? 
— About  8 s.  6 <7.  per  ton. 

Mr.  Pas,et. 

15127.  Was  that  a remunerative  rate  ? — There 
would  be  something  left  after  the  cost  of  working  ; 
but  when  you  ask  about  its  being  a “ remunera- 
tive ” rate,  I do  not  mean  to  say  it  would  jiay  any- 
thing for  interest ; but  it  would  leave  something 
beyond  the  actual  outlay.  I consider  11s.  or  12  s. 
out  of  every  £.  that  we  earn  upon  goods  traffic  is 
actual  outlay,  but  if  we  can  get  1 s.  or  even  6 d. 
a ton  upon  the  goods  traffic  beyond  that,  I think 
the  companies  are  justified  in  making  it,  if  they 
can  secure  it,  so  long  as  the  company  is  recouped 
its  absolute  outlay,  and  that  is  one  reason  why 
the  low  rates  are  fixed  for  this  particular  traffic  in 
large  quantities.  Furthermore  it  could  not  be 
said  to  injure  Sheffield,  for  it  is  now  as  a matter 
of  fact,  delivered  at  Rotterdam  at  a lower  rate 
actually  than  the  railway  carried  it  at. 

15128,  If  you  incurred  a loss  upon  one  ]>art 
of  the  traffic,  would  it  not  be  necessary  to  take  a 
considerably  larger  sum  upon  the  other  part  of 
the  traffic,  so  as  to  be  able  to  carry  on  your 
traffic  ? — No  doubt  it  would. 

15129.  So  that  the  acceptance  of  these  special 
conditions  rather  imposes  upon  you  the  necessity 
of  maintaining  a higher  rate  elsewhere,  in  order 
to  make  any  return  whatever? — The  fixed  cx- 
penditui’e  I would  say  is  not  either  enlarged  or 
decreased  by  the  existence  of  the  special  rate  ; 
the  actual  outlay  comes  in  upon  the  element  of 
running  and  haulage,  and  so  long  as  that  is  re- 
couped, the  railway  company  should  be  at  liberty, 
always  assuming  that  they  are  within  their  Par- 
liamentary powers,  and  always  assuming  that 
they  treat  everybody  alike,  to  make  any  terms 
they  think  proper  for  any  large  traffic  to  be  got 
over  their  system,  more  especially  if  they  found 
that  otherwise  the  traffic  would  be  sent  by  sea, 
and  not  come  over  the  railway  at  all. 

Mr.  Barclay. 

15130.  What  proportion  of  your  working  ex- 
penses would  you  say  this  fixed  expenditure 
amounts  to? — That  I do  not  know. 

Chairman. 

15131.  Are  you  prepared  to  say  that  upon  no 
part  of  your  system  are  you  working  at  a loss? 
— I am  not  prepared  to  say  that,  because 
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Chairman — continued. 

if  I made  an  aiTangement  to-morrow  to  carry  100 
Ions  of  pig  iron  every  day  in  ‘the  year,  from 
Frodingham  to  Sheffield,  at  say  3 s.  or  4 s.  a ton, 
a rate  which  would,  in  the  ordinary  way,  leave  a 
small  profit,  the  amount  of  profit  would  vary  day 
by  day,  and  from  circumstances  over  which  the 
railway  company  have  no  control  whatever. 
For  instance,  take  this  particular  train  running 
daily  from  Frodingham  to  Sheffield,  say  that  it 
gets  to  Doncaster,  and  the  Scotch  express  is 
late  ; we  have  to  cross  the  lines  of  the  G reat 
Northern  Railway,  and  we  should  have  to  stand 
back,  because  the  goods  trains  have  to  give  way  to 
the  passenger  trains.  If  that  train  is  delayed  an 
hour,  there  is  1 rf.  a ton  added  to  the  cost.  I 
reckon  that  if  the  train  is  delayed  the  cost  of 
the  delay  is  equal  to  about  8 s.  per  hour,  that 
is  to  say,  about  1 d.  per  ton  per  hour.  Then, 
again,  the  weather  is  a considerable  element ; 
one  day  the  train  may  run  through  and  leave 
the  profit  that  I estimate  it  would  leave ; but 
the  next  day  there  is  a log,  and  there  is  no 
].rofit  at  all,  so  that  I cannot  say  that  under  any 
circumstances  a goods  train  will  not  be  run  upon 
certain  lines  in  the  country,  nut  only  at  no  profit, 
but  at  an  actual  loss.  Supposing  there  is  a fog, 
for  example,  we  have  known  trains  to  be  delayed 
for  two  days  sometimes,  which,  of  coui'se,  means 
loss. 

Mr.  Caine. 

15132.  You  mean  that  you  have  a small  mar- 
gin, and  that  it  is  easily  destroyed  ? — It  is  easily 
destroyed. 

Chairman. 

15133.  There  is  something  which  you  have 
to  say,  I believe,  wiih  reference  to  Question 
and  Answer  No.  7G39,  about  the  Sheffield  Com- 
pany having  become  canal  owners  ? — The  Shef- 
field Company,  as  I stated  in  the  beginning  of 
my  evidence,  were  the  owners  of  a large  number 
of  miles  of  canal  and  of  a large  number  of 
canals;  and  Mr.  Brittain  stated,  at  No.  7G40, 
that  he  should  be  able  to  convey  goods  by  the 
canal  if  the  canal  were  in  the  hands  of  private 
individuals.  Now  as  far  as  the  canals  running 
from  Sheffield  to  Keadby  are  concerned,  the 
company  do  not  at  present  carry  a single  ton  of 
traffic  over  them.  It  is  a free  and  open  naviga- 
tion for  private  carriers.  The  Sheffield  Com- 
pany are  merely  toll  takers,  and  the  tolls  charged 
on  those  canals  to-day  are  less  than  ever  they 
were,  and  considerably  less  in  many  cases  than 
they  were  before  the  railway  company  purchased 
the  canals. 

Mr.  Payet. 

15134.  Are  those  canals  open  now  ? — They  are 
not  only  open,  but  we  have  about  100,000 1.  a 
year  receipts  from  the  canals. 

15135.  Have  other  people  access  to  them? — 
They  have  not  only  access,  but  we  ourselves 
have  no  boats  upon  them. 

Mr.  Caine. 

1513G.  You  are  })urely  toll-takers? — "We  are 
merely  toll-takers  upon  those  canals. 


Chairman. 

15137.  Now,  turning  to  Question  No.  7714, 
the  question  is  put  whether  the  railway  rates 
have  increased  or  decreased  since  1872  ; what  do 
you  say'  about  that  ? — I say  that  the  rates  are 
lower  now  than  they  wmre  at  any  previous 
time. 

Mr.  Barclay. 

15138.  The  Denaby  Main  Colliery  Company 
is  complaining  that  you  have  advanced  the  coal 
rates  recently  ? — No  ; their  complaint  is  that  we 
charged  them  the  same  rates  as  we  charged 
everybody  else  ; that  we  grouped  them,  whereas 
we  had  no  right  to  group  them. 

Chairman. 

15139.  The  honourable  Member  means  that 
the  complaint  is,  that  since  the  decision  you 
have  not  lowered  their  rates  but  have  raised  the 
rates  of  other  collieries? — The  revision  has  re- 
sulted to  some  of  the  collieries  in  an  adAance, 
and  to  some  in  a reduction ; but  in  the  statement 
I made  as  to  our  rates  being  low'er  than  at  any 
previous  time,  I was  thinking  of  goods  traffic 
and  not  of  coal  traffic,  and  that  was  why  I made 
the  statement  so  absolutely  ; now  I beg  to  say 
that  w^ith  regard  to  water  competition  from 
Grimsby,  last  year  46,000  tons  of  timber  were 
sent  out  by  canal  and  river  (nearly  1,000  tons 
a week)  to  stations  to  which  we  can  carry  by 
rail  ; I merely  wish  in  saying  that  to  show  that 
the  canals  are  open,  and  that  they  are  very  much 
used.  Now,  I wish  to  say  that  the  Manchester 
Chamber  of  Commerce  for  several  weeks  have 
taken  every  opportunity  to  bring  before  the 
notice,  not  only  of  Manchester  but  of  all  the 
district  around,  comprising  a population  of 
4,000,000  or  5,000,000  of  people,  the  necessity 
of  laying  before  them  their  complaints  with 
regard  to  railway  companies,  so  that  they  could 
bring  them  before  this  Committee  ; and  para- 
graphs have  appeared  in  several  of  the  Man- 
chester newspapers  to  this  effect:  “The  Com- 
mittee,” that  is  the  Railway  Rates  and  Charges 
Committee  of  the  Chamber  of  Commerce,  “desire 
public  attention  to  be  called  to  the  fact  that  the 
Parliamentary  Committee  is  now  sitting,  and 
that  the  Chamber  is  anxious  to  obtain  reports  as 
to  charges,  &c.,  with  respect  to  which  there  is 
reasonable  cause  of  complaint.  A resolution  was 
passed  by  which  the  Chamber  invites  communi- 
cation from  persons  using  the  lines  of  railway 
and  canals  for  carriage  of  goods.  Letters 
addressed  to  the  secretary  will  he  brought  before 
the  Committee  of  the  Chamber  which  has  charge 
of  the  subject,  the  present  inquiry  being  insti- 
tuted with  the  object  of  bringing  evidence  before 
the  Parliamentary  Committee.  It  is  suggested 
that  each  complaint  should  be  accompanied  by 
the  official  quotation  from  the  railway  company 
of  the  rate  in  question.  It  is  conqmlsory  on  the 
railway  companies  to  give  the  rates  on  ap[)lica- 
tion.”  Then  the  public  around  Manchester 
have  also  been  stirred  up  by  letters  and  para- 
graphs from  an  association  called  the  Railway 
Freighters’  Protection  Society. 


15140.  Do 
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Mr.  Barclay. 

15140.  Do  you  know  what  that  society  is  ? — 

1 do  not  know,  but  they  have  published  letters 

in  all  the  newspapers  about  it  day  after  day, 
pointing  out  to  the  public  the  excessive  and 
enormous  charges  the  railway  companies  are 
making.  The  outcome  of  all  that  is  this,  that 
the  Manchester  Chamber  of  Commerce  held  a 
meeting  upon  the  24th  May  1881,  and  tiiis  is 
their  conclusion  : “ The  evidence  received  from 

various  quarters  has  been  closely  examined  by 
the  Committee  of  the  Board  appointed  for  the 
purpose.  The  Committee  was  of  opinion  that 
the  cases  brought  forward  were  not  of  sufficient 
magnitude  for  independent  representation  by  tlie 
Chamber.  The  Committee  however  recommend 
that  a representative  from  the  home  trade  should 
appear  before  the  Committee  in  reference  to  the 
question  of  small  parcels.”  I merely  mention 
this  to  show  that  although  this  Committee  has 
been  sitting  so  many  weeks,  and  although  the 
public  have  been  agitated  by  these  paragraplis, 
and  by  the  advertisements  and  letters  of  the 
Railway  Freighters’  Protection  Society,  yet 
throughout  the  whole  of  the  Sheffield  district 
there  has  not  been  a single  complaint  of  a single 
overcharge  upon  anything  in  connection  with  the 
Sheffield  Railway,  either  over  the  railways,  or 
over  the  canals. 

Chairman. 

15141.  Have  you  inquired  at  all  Avhat  the 
Railway  Freighters’  Protection  Society  is? — I 
have  not. 

Mr.  Bolton. 

15142.  With  respect  to  cartage  in  Manchester, 
you  make  the  cost  of  carting  in  Manchester 

2 s.  6 d ,1  think  ? — Two  shillings  and  sixpence. 

15143.  You  allow  a rebate  of  1 s.  6 d.  a ton  if 
the  parties  do  it  themselves  ? — Certainly, 

15144.  It  is  at  the  option  of  the  trader  to  do 
it  whenever  he  likes? — Quite  so. 

15145.  If  he  did  avail  himself  of  the  option,  he 
would  only  avail  himself  of  it  if  his  position  was 
favourable  for  carting  ? — Quite  so. 

15146.  But  you  would  have  to  cart  all  the  long 
distances,  and  all  the  heavy  traffic  ? — Yes. 

15147.  With  regard  to  the  revision  of  the 
classification,  would  it  be  possible  to  revise  it 
annually ; have  you  made  a calculation  how  long 
it  would  take  you  even  to  count  the  rates,  say  at 
a hundred  per  m.inute  ? — I do  not  exactly  know 
the  number  of  articles,  but  it  would  take  some 
time. 

15148.  It  has  been  stated  before  this  Com- 
mittee that  some  of  the  railways  in  England  have 
30,000,000  of  rates  ; now  of  course  you  could 
not  revise  the  classification  without  considering 
every  article? — We  should  have  to  consider 
every  article. 

15149.  Is  it  not  the  fact  that  the  classification 
as  a whole  is  practically  under  revision  at  all 
times  ? — That  is  so. 

15150.  From  week  to  week  and  from  month 
to  month  ?—  Certainly  from  quarter  to  quarter  ; 
from  three  months  to  three  months,  if  not  from 
month  to  month. 

15151.  I think  it  is  the  fact  that  whenever 
the  classification,  or  the  necessity  for  the  revision 
of  the  classification,  is  brought  before  the  Rail- 
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way  Conference,  the  question  is  taken  up  at 
once,  if  it  is  of  sufficient  importance  to  warrant 
it? — It  is. 

15152.  Do  you  knowhow  many  articles  are 
added  to  the  classification  annually? — There  are 
about  160  articles  added  every  year;  there  have 
been  for  the  last  five  years. 

15153.  Do  you  know  Avhat  are  the  changes 
made  in  the  classification  from  year  to  year? — 
Yes,  I stated  that  there  had  been  during  the  last 
five  years  73  reductions,  9 advances,  and  778  new 
articles  added  ; that  is  a total  of  860  alterations. 

15154.  Now  to  go  to  another  subject,  viz., 
these  conferences,  I think  there  is  no  coal 
conference  ? — No,  there  is  not. 

15155.  The  conferences  refer  to  goods  ex- 
clusively, do  they  not? — Yes,  to  goods  exclu- 
sively. 

15156.  And  I think  you  also  stated  that  those 
conferences  have  not  in  any  case  led  to  an  advance 
in  the  rates? — 1 do  not  remember  a single  ])ro- 
posal  even  for  an  advance  of  rate  during  the  last 
five  years. 

15157.  Objection  has  been  taken  before  this 
Committee  to  the  conferences  as  institutions 
which  should  be  prohibited ; how  would  you 
arrange  your  tlirough  rates  if  you  had  no  con- 
ferences ? — If  we  had  no  conferences,  we  should 
have  to  cancel  all  through  rates  and  book  locally. 

15158.  However  much  conferences  may  be 
abused,  if  they  are  abused,  still  they  are- neces- 
sary for  the  fixing  of  the  through  rates  ? — That 
is  so. 

15159.  Mr.  Middleton,  I think,  was  actually 
put  out  of  the  conference,  because  he  refused  to 
be  bound  by  the  decisions  of  the  conference  ; 
that  was  the  plain  meaning  of  the  thing,  was  it 
not? — Yes,  lie  undertook  when  he  entered  the 
conference  to  be  bound  by  the  regulations.  There 
are  very  few  regulations  as  a matter  of  fact ; the 
principal  one  is  that  if  the  conference  fix  a rate 
all  parties  in  the  conference  must  adhere  to  it, 
and  he  did  not  adhere  to  the  rates,  so  he  has  de 
facto  to  manage  for  himself.  Besides  that,  with 
regard  to  Mr.  Middleton,  you  cannot  have  an 
arrangement  with  Mr.  Middleton  for  through 
rates  the  same  as  you  can  In,  the  conference,  be- 
cause there  would  be  no  tribunal,  or  no  associa- 
tion to  settle  the  traffic  between  him  and  the 
companies,  ileing  a party  to  the  conference  means 
being  a party  to  the  Clearing  House,  and  being  a 
■pnrtv  to  the  t'lepriprc  TTnnqe  means  an  arrano'e- 

i.  ^ O ’ - . - ^ 

ment  m the  regular  course. 

O 

15160.  With  regard  to  the  special  rates  on 
manure  which  you  mentioned,  in  effect  you  meet 
the  delegates  from  the  corporations  and  you 
arrange  the  special  i-ates  with  them  ? — Cer- 
tainly. 

15161.  And  is  not  that  a type  of  the  mode  in 
which  the  rates  throughout  the  kingdom  are 
arranged  ? — It  is. 

15162.  When  a rate  is  of  sufficient  importance 
to  be  brought  before  the  goods  manager  or  the 
general  manager,  an  ajipointmcnt  is  made  to  meet 
both  parties? — That  is  so,  and  that  mode  of  doing 
business  permeates  the  whole  system  of  railway 
management. 

15163.  The  system  of  railway  management  is 
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Mr.  Bolton — continued. 

to  develope  as  much  trafHc  as  possible,  for  the 
benefit  of  the  railway  ? — Certainly. 

15164.  You  indirectly  seek  to  benefit  the 
trader,  because  by  increasing  bis  power  to  put 
bis  traffic  upon  the  railway  you  also  bring  an 
advantage  to  the  railway  itself? — Quite  so. 

15165.  Now  I think  I should  be  right  in  say- 
ing that  the  question  of  grouping  must  have  been 
brought  more  particularly  under  your  notice  than 
under  that  of  any  other  manager  in  the  king- 
dom ? — It  has  been  brought  very  prominently 
under  my  notice. 

15166.  If  by  any  means  it  should  be  put  an 
end  to,  can  you  give  the  Committee  an  idea  of 
what  would  be  the  result  of  destroying  the 
system  of  grou])lng  throughout  the  kingdom  ; 
take,  for  exam])le,  any  one  of  your  groupings, 
and  apply  the  difference  of  rates  which  must 
follow  to  each  one  of  those  cases? — I say  that 
if  you  once  begin  to  upset  the  principle  of  group- 
ing, which  has  been  in  operation  so  many  years, 
you  would  utterly  destroy  some  businesses  al- 
together. 

15167.  That  is  to  say,  if  we  take  one  work 
outside  the  radius,  and  work  inside  the  radius 
carrying  on  the  same  business,  say  20  miles  apart, 
that  would  mean,  if  it  is  an  iron  works,  an  ad- 
dition of  5 s.  or  6 s.  a ton  to  the  iron  from  the 
further  works?  — Yes,  including  the  charge 
upon  the  raw  material  and  the  manufactured 
article. 

15168.  So  that  it  would,  in  fact,  close  the  one 
work  ? — It  would. 

15169.  While  upon  the  subject  of  grouping,  I 
should  like  to  ask  you  a question  or  two  about 
the  cattle  trade  ; you  I think  have  direct  steamers 
from  the  Continent  of  Europe  ? — We  have. 

15170.  And  those  steamers  carry  cattle  to  the 
various  ports  upon  the  coast? — When  the  Privy 
Council’s  restrictions  do  not  stand  in  the  way. 

15171.  I think  it  was  mentioned  before  this 
Committee,  as  a grievance,  that  a lot  of  foreign 
cattle  landed  at  Hartlepool  had  been  sent  on  to 
Hull  at  a very  low  price  after  standing  in  the 
market? — It  was  so  stated. 

15172.  I think  you  deny  the  fact  that  they  did 
stand  in  the  market?  — ! heard  Mr.  Tennant 
deny  it ; it  rather  affected  his  railway  than  ours. 

15173.  As  far  as  your  knowledge  goes,  if 
cattle  are  sent  into  the  market  and  stand  there 
to  be  shown  for  sale,  then  they  are  to  all  intents 
and  purposes,  as  regards  the  railway  company, 
home-grown  cattle? — They  are. 

15174.  And  no  longer  enjoy  the  reduced  rate  ? 
— Certainly  not. 

15175.  Can  you  tell  me  whether  from  any  one 
portion  of  the  Continent,  cattle  intended  for 
Hull,  for  example,  would  be  sent  through 
Hartlepool  ? — Traffic  intended  for  Hull  would 
never  be  sent  through  Hartlepool  from  the 
Continent,  because  there  are  more  steamers 
trading  to  Hull  than  to  Hartlepool.  From  every 
port  on  the  Continent  there  are  generally  bi- 
weekly services,  and  sometimes  four  services  a 
Aveek  to  Hull. 

15176.  Can  you  imagine  any  cattle,  Avhich  a 
trader  would  send  from  the  Continent  to  one 
seaport  in  England,  Avhich  were  intended  to  be 
forwarded  to  another  port  ? — Certainly  not. 


Mr.  Bolton — continued. 

15177.  If  traffic  were  sent  in  such  a way, 
Avhat  Avould  would  be  the  reason  for  it  ? — The 
only  reason  I could  give  for  it  Avould  be,  that 
they  had  been  shipped  in  error  to  Hartlepool ; I 
do  not  think  there  Avould  be  any  diffei’ence 
betAveen  the  market  at  Hartlepool  and  the 
market  at  Hull,  for  practical  purposes. 

15178.  Is  there  in  fact  any  such  trade  as  that 
in  foreign  cattle  from  Hartlepool  to  Hull  ? — 
There  is  no  such  trade. 

15179.  Did  I understand  you  correctly  to  say 
that  the  reductions  in  the  Liverpool  rates  had 
amounted  to  50,000  ? — I stated  that  during  the 
last  five  years  I had  sent  out  advices  of  56,000 
reductions  in  the  Liverpool  rates  from  my  office 
alone  to  all  parts  of  England  and  Scotland, 
to  which  Ave  carry.  That  of  course  would  not 
include  [.ondon  and  North  Western  non- 
competitive stations  or  Great  Western  non- 
competitive stations ; it  Avould  include  all  the 
others. 

15180.  And  that  number  of  alterations  included 
14  advances  only  ? — Only  14, 

Mr.  Lowther. 

15181.  You  stated  that  there  were  some  40" 
ton  Avaggons  in  use  on  your  railway  ? — Yes. 

15182.  What  are  they  used  for? — For  the 
conveyance  of  armour  plates  principally,  and 
boilers  and  rails,  and  any  article  Avhich  from  its 
bulk  or  nature  cannot  be  loaded  in  an  ordinary 
truck. 

15183.  Have  you  many  of  those  Avaggons  ? — 
We  have  six  or  seven. 

15184.  What  is  the  pi\ce  generally  of  one  of 
them? — I should  not  like  to  speak  precisely  as 
to  the  price  of  them,  but  I should  say  that  one 
of  those  Avaggons  Avould  cost  from  700  /.,  to 
1,000/.;  but  I must  ask  the  Committee  to 
take  that  subject  to  correction. 

15185.  Are  you  bound  to  have  them? — We 
are  ])ractically  bound  to  have  them. 

15186.  That  is  to  say,  if  you  had  not  them,  and 
the  things  Avere  brought,  you  could  not  take 
them? — VFe  could  not  take  them;  it  is  those 
jiarticular  Avaggons  that  have  developed  a large 
trade  now  carried  on  in  Sheffield,  in  cupola 
plates,  armour  plates,  and  so  on ; Ave  were 
practically  obliged  to  get  them  to  accommodate 
the  trade ; I do  not  mean  that  we  were  com- 
pelled under  Parliamentary  power  to  get  them, 
but  Ave  got  them  to  accommodate  the  trade. 

15187.  Withregard  to  the  Continental  railways, 
do  they  oblige  the  senders  of  goods  to  deliver 
their  goods  at  an  inconveniently  early  hour  to  be 
forAvarded?  — I do  not  knoAv  that;  I know  that 
under  the  Grande  Vitesse,  you  have  to  be  there 
some  particular  fixed  time  before  the  actual  depar- 
ture of  the  train  ; but  I do  not  knOAV  whether  it 
is  a long  or  a short  time. 

Mr.  Pease. 

15188.  Was  the  decision  of  the  Railway 
Commissioners  in  the  Denoby  Main  case 
practically  to  establish  equal  mileage  rates  ? — It 
Avas,  according  to  my  opinion,  and  I believe 
according  to  the  opinion  of  every  raihvay  manager 
in  the  country. 

15189.  And  that  opinion  laid  doAvn  by  the 
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Mr.  Pease — continued. 

Commissioners  is  contrary  to  the  Report  of  the 
Duke  of  Devonshire’s  Commisions  ? — It  is  not 
only  contrary  to  that  Report,  but  it  is  also  con- 
trary t)  the  Report  of  the  Select  Committee 
'udilcii  subsequently  sat,  I think,  in  1872,  and  it 
is  also  contrary,  I think,  to  the  opinion  of  every 
practical  man  in  the  country. 

15190.  Therefore  the  effect  of  that  decision 
practically  has  been  to  set  aside  the  Report  of 
the  Committee  and  the  Commission,  which  went 
very  minutedy  into  that  very  question  ? — Yes  ; 
and  I think  I may  say  further,  that  it  is  contrary 
to  the  opinion  which,  if  I may  be  allowed  to  say 
so,  has  been  expressed  by  the  honourable 
Chairman  of  this  Committee. 

15191.  Are  you  aware  of  the  system  of  fares 
adopted  by  the  Metropolitan,  and  the  Metropoli- 
tan District  Railways? — Ido  not  know  exactly 
to  what  you  refer. 

15192.  Do  you  know  that  if  I take  a ticket  to 
Notting-hill  Gate,  or  take  it  to  the  two  next 
stations,  I jray  precisely  the  same  fare? — I know 
that  from  Westminster  to  Mansion  House  and 
Blackfriars  it  is  precisely  the  same  fare,  and  that 
that  has  been  the  practice  ever  since  the  railway 
commenced  ; it  is  in  point  of  fact  a grouping 
of  stations. 

15193.  Do  you  think  that  if  the  Railway  Com- 
missioners break  up  one  system  of  the  rates  they 
ought  not  to  break  up  the  other  ? — I think  that 
as  the  Denaby  Main  case  is  sub  judice  I must  ask 
to  be  excused  from  referring  to  it. 

O 

15194.  The  same  plan  of  grouping  was  adopted 
practically  by  the  telegraph  system  of  this 
country  ? — Yes,  and  in  addition  to  that  with  regard 
to  the  telegraphs,  the  telegraph  depai'tment  do 
jirecisely  the  same  with  regard  to  their  telegrams 
as  we  do  in  regard  to  our  goods  traffic.  They 
charge  press  telegrams  considerably  less  than 
other  telegrams  in  consequence  of  the  quantity. 
We  do  the  same  ; if  there  is  a large  quantity  of 
goods  to  be  dealt  with  we  fix  lower  rates. 

15195.  And  distance  is  no  element  in  regard 
to  postage  either? — No,  and  moreover  there  is 
the  same  anomaly,  if  I may  call  it  so,  in  post- 
age as  we  have  with  regard  to  railway  ; for  ex-  ' 
ample,  I can  post  a letter  to  Pekin  in  China  for 
2^  d.,  and  I have  to  pay  5 d.  to  India,  which  is  a 
little  more  than  half  the  distance. 

15196.  Have  you  conversed  with  the  traders 
genei’ally  in  your  district  ujDon  the  subject  of 
these  rates  ? — I am  in  communication  with  all 
the  principal  merchants  and  manufacturers  in 
our  district. 

15197.  Is  there  much  fault  with  your  system? 
No,  I never  heard  one  find  fault  with  it. 

15198.  Except  Mr.  Pope?  — Except  Mr. 
Pope. 

15199.  They  are  in  favour  of  the  grouping 
system? — I say  the  groups  have  been  formed  at 
the  instigation  of  the  traders  themselves. 

Mr.  Barnes. 

15200.  At  the  instigation  of  some  of  them  ? — 
Yes.  Take  the  South  Yorkshire  group  for  ex- 
ample, that  was  formed  at  the  instigation  of  the 
colliery  owners  of  the  district,  and  they  are  all 
satisfied  except  Mr.  Pope. 

0.54. 


Mr.  Dilluyn. 

15201.  Have  your  company  been  before  the 
Railway  Commissioners? — We  are  before  them 
to-day. 

15202.  Have  you  been  generally  satisfied  with 
your  experience  of  the  Railway  Commissioners  ? 
— With  the  exception  of  the  Denaby  Main  case, 
I do  not  object  to  any  tribunal  myself,  so  long  as 
that  tribunal  is  strong  and  competent,  and  has 
the  confidence  of  the  public  and  the  railway  com- 
panies. If  the  tribunal  were  strengthened  by 
the  addition  of  a judge  of  eminence,  as  ivas  re- 
commended by  the  railway  companies  some  time 
since  to  the  Board  of  Trade,  1 do  not  think  any 
railway  company  would  object  to  lay  any  case 
they  had  before  such  a tribunal ; but  the  tribunal 
should  be  competent,  and  should  be  permanent, 
and  should  be  presided  over  by  a judge  of  emi- 
nence. 

15203.  You  do  not  think  the  Railway  Commis- 
sioners Court  is  sufficiently  strong  at  pi’esent  ?^ 
I do  not. 

Mr.  Craig. 

15204.  I think  you  stated  that  it  was  impossible 
to  analyse  the  cost  of  train  mileage  so  as  to  show 
the  cost  of  goods  alone?  — We  can  get  with  the 
utmost  accuracy  the  receipts,  but  the  difficulty 
is  in  allocating  the  exact  proportion  of  the  ex- 
penses as  between  goods  and  passengers. 

15205.  You  made  a statement  with  regard  to 
shunting  mileage  ; how  is  that  ascertained  ? — ■ 
Every  driver  keei)S  a record  of  every  mile  that 
he  runs,  and  it  is  handed  in  at  night  and  booked 
and  compiled. 

15206.  And  the  shunting? — Every  shunting 
mile  is  recorded. 

15207.  Does  that  mean  the  collection  and  de- 
livery of  a load  at  the  beginning  and  end  of  a 
journey  ? — Yes. 

15208.  How  is  that  kept  ? — It  is  kept  exactly. 
The  driver  keeps  an  exact  record  of  the  distance 
he  has  run. 

15209.  But  when  the  driver  has  to  take  goods 
a short  distance  upon  the  main  line  and  after- 
wards up  and  down  upon  a good  many  sidings,  it 
is  difficult  to  sort  them,  is  it  not? — I think  in 
that  case  it  is  taken  at  a certain  speed  per  hour. 

15210.  You  compute  it  by  time  then? — No, 
there  is  very  little  taken  by  time.  I say  dis- 
tinctly that  the  bulk  of  the  shunting  mileage  is 
actual  running  mileage  ; but  where  an  engine  is 
kept  dodging  about  in  a particular  ynard,  shunting 
about  backwards  and  forwards  shifting  waggons, 
they  allow,  I am  told,  eight  miles  an  hour. 

15211.  You  spoke  of  value  as  being  an  ele- 
ment in  fixing  the  rates  ; do  you  carry  that  so 
far  as  distinguishing  the  value  of  one  kind  of  coal 
from  another? — No;  I merely  mentioned  value 
as  an  element  in  respect  to  goods,  but  it  is  not 
an  element  either  in  the  rate  upon  coal  or  upon 
iron. 

15212.  Upon  what  principle  do  you  fix  the 
rates  on  coal  and  iron? — The  coal  rates,  I may 
say,  generally  are  fixed  the  same  as  goods  rates. 
The  element  of  value  does  not  come  in  in  coal, 
except  as  to  slack  and  coke.  Bulk  does  come  in 
as  well.  I know  cases  in  which  the  rate  for  slack 
is  somewhat  less  thau  the  rate  for  steam  coal. 

5 E 15213.  Where 
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Mr.  Barnes. 

15213.  Where  the  slack  is  ivortli  1 s.l — Yes, 
■where  the  slack  is  worth  1 s. 

Mr.  Craig. 

15214.  In  putting  the  rates  between  districts 
into  groups,  do  you  never  depart  from  the  fixed, 
rates  ; I'or  example,  if  one  trader  shows  yon  that 
he  is  suffering  from  having  his  goods  carried  over 
a less  distance  than  his  neighbour  at  the  same 
rate,  do  you,  in  any  case,  attend  to  his  complaint 
and  alter  the  rate  accordingly?  — If  the  complaint 
is  reasonable,  of  course  we  should  ; but  if  he  is 
being  charged  a fair  rate  according  to  the  Par- 
liamentary po'wers  of  the  company,  and  he  was 
put  in  a group  and  wanted  to  be  taken  out  and 
treated  by  himself,  we  should  refuse  to  do  it. 

15215.  Does  that  frequently  happen?  — I have 
not  found  a single  case  in  my  exjierience,  except 
this  case  of  Mr.  Pojie. 

15216.  Does  not  it  sometimes  give  an  undue 
advantage  to  one  trader  over  another  in  different 
markets  ; say,  for  example,  that  you  have  a 
centre  of  consumption  on  one  side  of  your  group, 
and  another  on  the  other  side,  do  the  groups 
never  clash  ? — The  groups  are  not  fixed  so  near 
each  other  as  to  clash  ; w'e  never  group  a set  of 
stations  with  ports  or  places  unless  there  is  40  or 
50  miles  difference  of  distance  ; Ave  do  not  make 
groups  of  18  miles  to  20  miles,  except,  as  I have 
pointed  out,  for  scattered  districts  in  Scotland, 
where  the  groups  are  more  widely  scattered  than 
in  other  ]>arts;  but  in  South  Y^orkshire  the 
groups  are  only  about  six  miles. 

15217.  Do  you  knoAV  the  St.  Helen's  group  ? 
— Y'^es. 

15218.  Then  the  group  in  North  Stafford- 
shire, west  of  Crewe,  do  you  know  that? — I do 
not  knoAv  that. 

15219.  The  rate  is  about  1 5.  Q d.  to  Crewe 
while  the  St.  Helen’s  people  have  a large  market 
for  their  coals  at  Warrington  at  5 d.,  and  they  are 
able  to  send  their  coals  to  Crewe  at  almost  as 
loAv  a price  as  North  Staffordshire  can  ; that  is  a 
case  I mention  as  showing  that  tivo  districts 
grouped  may  have  advantage  one  over  the  other ; 
do  not  you  consider  those  cases  when  they  are 
brought  before  you  ? — I had  not  heard  of  this  5 d. 
rate  before  to  Warrington. 

15220.  There  is  no  doubt  that  grouping  is  a 
great  advantage  and  a great  necessity,  but  do 
not  you  think  that  the  traders  ought  to  be  heard 
Avhen  they  have  any  special  grievance,  and  that 
alloAvances  ought  to  be  made  so  that  tlie  group 
rate  should  not  be  rigidly  adhered  to,  Avhen  you 
see  it  pressed  with  undue  severity  upon  any  one 
trader  i — I think  the  railwav  companies  have  not 
to  consider  one  trader  exclusively  ; they  liax'e  to 
consider  the  district,  and  they  have  to  consider 
the  question  generally,  because  taking  the 
Denaby  Main  case,  CA'ery  one  of  the  owners  there 
is  in  favour  of  tliis  system  of  grouping,  even  the 
next  colliery  to  the  Denaby,  about  a mile  and  a 
half  from  it;  I say  Avhere  the  Avhole  district  is  in 
favour  of  it,  it  Avould  be  unfair,  and  giving  an 
undue  preference  to  IMr.  Pope  to  make  an 
alteration  in  the  system. 

15221.  Y"ou  Avill  admit  that  it  would  be  very 
proper  for  a court  to  adjudicate  in  any  individual 
case  of  grievance  ? — Certainly. 


Mr.  Craig — continued. 

15222.  Y'ou  do  not  object  to  the  Railway 
Commissioners  Court,  I believe  ? — I do  not  object 
to  the  Commissioners  Court  at  all,  subject  to  the 
modifications  I have  stated. 

15223.  Do  you  approve  of  the  poAver  to  sit  in 
any  district  Avhere  a case  may  arise? — I think  a 
court  properly  constituted  could  deal  Avith  every 
case  brought  before  it,  having  the  power  to  visit 
any  district  or  go  to  any  place,  but  I do  not 
think  there  is  any  necessity  to  meet  in  any  other 
place  than  London.  . 

Mr.  Paget. 

15224.  Is  the  Avhole  of  your  raihvay  Avorked 
upon  the  system  of  grouping  ? — I could  scarcely 
give  an  ansAver  to  that  question  ; the  grouping 
of  towns  for  goods  traffic  is  generally  between 
one  company’s  station  and  a group  of  stations 
around  it,  and  another  company’s  station  and  a 
group  of  stations  around  it ; for  instance,  for  local 
non-competitive  traffic  Ave  do  not  group  upon 
any  system  if  tAVO  or  three  stations  are  within 
two  or  three  miles  of  each  other,  Ave  put  the 
same  rates  into  operation  for  everything,  without 
forming  Avhat  you  call  a group. 

15225.  When  you  once  establish  a gi’oup,  is  it 
a group  for  all  kinds  of  traffic,  or  only  some 
kinds  ? — It  is  for  all  goods  traffic. 

152‘i6.  Including  coal  and  coke  ? — No,  exclud- 
ing coal  and  coke. 

15227.  Is  there  any  reason  Avhy  they  should 
not  be  included  in  the  group  ? — There  are  groups 
for  coal  rates  ; but  what  I Avish  to  point  out  is 
that  the  groupings  of  stations  that  Ave  have  for 
goods  traffic  have  nothing  to  do  Avith  the  groups 
for  coals  ; it  is  no  use  having  50  stations  in  a 
group  for  coals  from  that  particular  group  if 
thei’e  are  no  coals  to  be  sent,  the  groupings  for 
coals  are  only  from  colliery  districts. 

15228.  Would  you  be  able  to  illustrate  that 
by  fiutting  in  a map  showing  your  system  of 
groups  ? — I have  not  prepared  anything  of  the 
sort,  but  I have  a list  of  toAvns  that  have  been 
‘j,rouped  and  groups  Avith  the  names  of  the  stations 
printed  upon  them,  Avhich  I could  put  in,  but  I 
have  no  map.  {Grouping  lists  ivere  handed  in.) 

15229.  Speaking  from  your  experience,  do 
you  imagine  that  other  raihvays  are  in  the  habit 
of  Avorking  as  much  ujion  the  group  system  as 
you  are  ? — This  is  the  general  arrangement  with 
all  the  railways  in  the  country. 

15230.  And  you  say  that  if  the  grouping  Avere 
destroyed  it  Avould  in  certain  instances  destroy 
industry  ? — Y’^es. 

15231.  That  means  that  the  grouping  in  a 
particular  case  acts  as  a protection  to  the  in- 
dustry ? — Undoubtedly. 

15232.  And  that  the  introduction  of  free 
trade  or  equal  treatment,  Avould  destroy  that 
particular  business  ? — I contend  that  that  is  free 
trade  ; 1 contend  that  it  is  equal  treatment,  to 
group  a number  of  places  and  to  charge  them  all 
the  same  rate. 

15233.  With  regard  to  jMr.  Rigby’s  evidence 
Avith  reference  to  the  cost  of  the  conveyance  of 
cheese,  may  I take  it  that  if  English  cheese 
Avere  delivered  to  you,  each  separately  packed  in 
a Avooden  case,  as  the  American  cheeses  are,  you 
Avould  convey  them  at  precisely  the  same  terms 
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as  you  convey  American  cheese  ? — Yes,  to  all 
inland  stations  except,  as  I pointed  out,  to  ports 
such  as  Bristol,  London,  Southampton,  and  New- 
castle, where  there  are  direct  steamers  running 
between  those  places  and  America. 

15234.  But  you  still  maintain  that  you  have 
a right  to  send  to  those  seaports  at  differential 
rates? — Undoubtedly;  there  is  no  doubt  about  it 
at  all  ; the  fact  is,  that  if  we  did  not  give  differ- 
ential rates,  we  should  not  have  the  traffic;  the 
traffic  would  all  go  by  sea  direet, 

15235.  But  the  fact  of  your  obtaining  the  traffic 
at  a low  rate,  would  not  of  itself  make  that 
transaction  a legal  one  ? — We  know  that  it  is  not 
illegal  to  do  it ; we  know  that  so  long  as  we  are 
within  our  Parliamentary  powers  we  have  a 
perfect  right  to  exercise  discretion  as  to  whether 
we  will  carry  traffic  at  a certain  rate,  or  whether 
we  will  allow  it  all  to  go  by  sea. 

15236.  Do  you  contend  that  yon  have  a legal 
right  to  demand  of  the  tradei'S  at  Liverpool  for 
the  consignment  of  English  cheese  packed  in 
boxes,  a higher  rate  than  you  would  demand  of  a 
man  for  a similar  amount  of  American  cheese  ? — 
Yes,  of  course  we  contend  that  we  have  that 
right,  because  it  is  done  by  every  railway  in  the 
country,  and  it  has  been  done  ever  since  rail- 
ways were  started.  We  contend  that  we  are 
justified  in  carrying  any  traffic  at  a higher  rate 
than  traffic  from  a port,  which  is  part  and  parcel 
of  a throughout  I’ate. 

15237.  'fhen  you  would  base  your  legal  right 
on  its  being  a portion  of  the  through  rate  ? — 
Certainly,  that  is  a sine  qua  non.  If  you  import 
the  cheese  and  take  it  into  the  warehouse,  it  is 
not  American  cheese  then  ; it  is  not  in  transit, 

15238.  Jf  it  be  a through  rate,  is  not  the 
through  rate  divided  and  dissected,  so  that  the 
cheese  coming  from  America  to  Liverpool  has  a 
separate  rate  by  steam,  and  has  a certain  rate, 
say  25  s.,  to  Tjondon  ? — Yes. 

15239.  And  your  portion  of  the  through  rate 
from  Liverpool  to  London  is  separately  stated  ? 
— We  have  a fixed  proportion  of  that  through 
rate,  25  s.  per  ton,  and  notwithstanding  what  the 
rate  may  be  at  which  the  cheese  is  entered  in 
the  bill  of  lading  ; whatever  the  steamboat  rate 
is,  the  steamboat  people  pay  us  25  s.  a ton.  and  I 
say  that  the  railway  companies  are  perfectly 
justified  in  doing  that,  so  long  as  they  are  within 
their  maximum  powers. 

15240,  You  hold  that  you  v/ould  not  be 
any  undue  prefei’ence,  supposing  there  were  two 
traders  in  Liverpool,  one  sending  you  a 
consignment  of  English  and  the  other  of 
American  cheese,  both  to  be  sent  up  to  London, 
in  chai’ging  much  higher  rate  in  the  one  case 
than  in  the  other  ? — Certainly  not ; I say  there 
is  nothing  to  prevent  a railway  comjiany  giving 
a preference.  That  is  a preference,  but  it  is  not 
an  undue  preference. 

15241.  But  supposing  the  one  case  were  of 
American  cheese  shipped  through,  as  you  have 
suggested,  and  the  other  were  of  cheese  shiji- 
ped  to  the  brokers  in  Liverpool  ; what  would 
the  difference  be  ? — If  the  broker  transferred  it 
on  direct  to  us  from  the  ship,  we  should  charge 
it  just  the  same  as  if  it  had  been  shipped 
right  through  from  the  other  side  ; but  if  the 
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transit  were  broken  by  warehousing  in  the 
town,  that  would  be  charged  at  the  Cheshire 
rate. 

15242.  What  proportion  would  that  be  over 
the  American  ? — About  half  as  much  again. 

15243.  The  mere  fact  of  his  putting  it  into  a 
warehouse  would  justify  that  difference,  would  it  ? 
— I say  that  if  he  puts  it  into  a warehouse  it 
is  no  longer  in  transit,  whereas  the  main  con- 
dition of  the  through  rate  is  that  it  shall  be  in 
transit. 

Mr.  Bolton. 

15244.  Would  not  the  same  thing  apply  to 
cheese  sent  from  Glasgow  to  London? — It 
would. 

Mr.  Came. 

15245.  Do  the  American  merchants  ever 
try  to  persuade  you  to  carry  cheese  out  of 
the  warehouse  at  the  same  rate  as  you  do  in 
transit  ? — I have  never  been  asked  to  do  so. 

INIr.  Paget. 

15246.  I suppose  you  will  agree  with  Mr. 
Grierson  with  reference  to  fixing  Is.  Gd.  as  a 
fair  sum  for  station  accommodation? — I agree 
absolutely  with  Mr.  Grierson  in  all  the  evidence 
he  gave  with  regard  to  terminals,  I admit  that 
you  cannot  fix  a sum  which  would  be  adequate 
in  some  directions  and  which  would  not  be  rather 
too  much  in  another ; and  I think  that  Is.  0 d.  all 
round  would  be  fair  and  equitable  for  the  station 
accommodation  as  a terminal. 

15247.  It  would  be  necessary  to  be  very  clear 
as  to  what  “station  accommodation ” included  ; 
Avould  it  include  any  use  of  machinery  for  loading 
and  unloading  ? — I say  that  it  would  comprise 
the  use  of  the  station,  the  stages  and  all  mecha- 
nical appliances  whatever,  which  were  provided. 

15248.  Which  happened  to  be  in  existence  at 
the  station  ? — Certainly. 

15249.  Leaving  it  to  be  an  extra  charge  for 
any  service,  in  loading  and  unloading? — Cer- 
tainly ; the  labourage  charge  to  be  an  additional 
one. 

15250.  Have  you  a six  mile  clause  in  your 
Act  ? — Yes. 

15251.  Is  not  the  practical  working  of  the  six 
mile  clause  to  provide  its  own  terminal,  where 
the  traffic  is  carried  over  a very  short  distance  ? 
— No;  Id.  a ton  a mile,  or  6 d.  for  say  three 
miles,  and  the  waggons  in  use  for  three  days 
doing  the  service  does  not  at  all  cover  you. 

15252.  Was  not  that  short  distance  clause  a 
clause  put  in  at  the  instance  of  the  railway  com- 
panies?— Yes,  it  was. 

15253,  And  for  their  own  advantage  ? — Yes. 

15254.  What  is  the  advantage  they  gain  by 
it? — The  advantage  they  gain  is  that,  where  you 
carry  the  traffic  over  two  or  three  miles,  they 
have  the  power  to  charge  a minimum  of  6d.,  but 
I say  that  minimum  ought  to  be  extended. 

15255.  You  would  approve  of  a clause  of  that 
nature,  but  that  it  ought  to  be  extended  ? — I 
would. 

15256.  What  would  you  do?  — I would 
double  it. 
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15257.  Would  you  make  it  a 12  mile  clause? 
— Yes.  In  speaking  of  the  charge  for  terminal, 
it  must  be  distinctly  understood  that  I exclude 
altogether  minerals,  and  Avhat  are  not  niinerals, 
but  are  put  into  the  mineral  class  traffic ; I do 
not  mean  to  assert  at  all  that  1 s.  6 c?.  tvould  be 
a fair  terminal  to  charge  upon  miy  article  in  the 
mineral  class  in  the  classification  book  I am 
confining  my  remarks  to  the  goods  traffic,  and 
upon  the  special  class  and  classes  1,  2,  3,  4,  and 
5 ; I think  a 3 d.  toll  on  coal  Avould  be  a fair 
thing  to  the  public  and  the  railway  companies 
all  round,  except  London. 

Mr.  Barnes. 

15258.  For  what? — For  terminals. 

15259.  But  for  what? — For  doing  the  terminal 
service. 

15260.  That  is  to  say,  simjdy  putting  it  on  the 
siding  and  letting  it  stand  there  in  the  ov/ners’ 
waggons  ? — I know  the  operation,  and  however 
simple  it  may  seem,  I know  it  is  a most  expen- 
sive operation  even  to  take  a train  out  of  a 
priviite  siding  ; I think  the  Duke  of  Devonshire’s 
Committee  reported  in  favour  of  companies  being 
able  to  make  a charge  for  such  a service. 

Mr.  Paget. 

15261.  Have  you  endeavoured  on  your  system 
to  ascertain  what  were  the  expenses  of  loading 
and  unloading,  and  of  the  various  station  accom- 
modation charges,  which  you  would  say  ought  to 
be  included  or  covered  by  the  1 s.  6 (/.  terminal  ? 
— I say  that  the  1 s.  6 d.  terminal  should  not 
cover  any  loading  or  unloading  charges ; the 
cost  of  loading  varies  at  different  stations ; I 
consider  it  costs  us  9 d.  for  labourage  operations  ; 
what  I call  labourage  operations  include  the 
checkers,  the  loaders,  and  the  sheeters,  and  so 
on. 

15262.  My  question  applied  to  all  the  other 
services  wdiich  are  included  in  the  term  station 
accommodation  for  which  you  say  a 1 5.  6 d. 
terminal  would  suffice  ; I ask  you,  have  you 
examined  the  expenses  which  are  incurred  at 
your  own  stations  ; I understand  you  to  give  the 
Committee  figures  to  establish  the  reasonableness 
of  1 s.  6 d.  terminal  ? — 1 have  given  the  Com- 
mittee the  cost  of  twm  goods  stations  that  we 
have  erected  Avithin  the  last  tAvo  years.  I have 
not  gone  back  further,  because  we  have  the 
figures  before  us,  and  Ave  know  Avhat  they  cost  to 
a pound  ; and  I have  shoAvn  the  Committee  that 
upon  traffic  passing  through  those  stations  the 
interest  on  the  outlay  alone  costs  the  company 
from  2 5.  to  3 s.  a ton. 

15263.  But  those  w’ere  special  examples,  Avere 
they  not  ? — They  Avere  not  at  all  special,  but 
they  Avere  the  latest  examples  of  stations 
erected. 

15264.  'Ihen  you  are  making  a sort  of  rough 
shot  at  it,  in  saying  that  you  believe  1 5.  6 d.  at 
either  end  Avould  be  a fair  terminal  charge  ? — 
One  shilling  and  sixpence  at  both  ends  all  round 
w^ould  be  a fair  thing. 

Mr.  Nicholson. 

15265.  I think  you  stated  that  you  Avere  in 
faAmur  generally  of  the  Baihvay  Commissioners 
being  continued  ; do  you  think  it  any  advantage 


Mr.  Nicholson — continued, 
that  there  should  be  a permanent  staff  connected 
with  the  Board  of  Trade  acting  Avith  the  Railway 
Commissioners  who  could  investigate  primarily 
any  complaint? — Personally,  I do  not  see  the 
advantage  of  that  proposal  ; I think  that  if  the 
Raihvay  Commissioners  Court  Avas  constituted  as 
I have  taken  the  liberty  to  Indicate,  they  could 
deal  Avith  the  preliminary  questions  in  precisely 
the  same  manner  as  the  Board  of  Trade. 

15266.  You  spoke  of  a reduction  of  the  rates 
Avlth  regard  to  the  smalls  ; has  not  there  been  a 
considerable  increase  induced  by  your  grouping 
smalls  together  Avith  regard  to  distance  as  well 
as  price? — No,  I contend  that  the  neAv  scale 
which  Avas  put  in  operation  reduced  the  rate 
upon  small  parcels  and  slightly  increased  the 
charge  upon  parcels  Aveighing  from  tAvo  CAvt.  to 
five  CAvt. ; but  for  parcels  Aveighing  28  lbs.  to 
56  lbs.,  and  so  on,  there  Avas  a reduction  all 
round. 

15267.  I AA'ant  to  ask  you  another  question 
with  regard  to  the  transhipment  at  junctions 
with  other  lines ; I suppose  it  is  the  case  that  if 
you  Avere  sending  goods,  from  Manchester  to  a 
smaller  place  upon  the  Great  Northern  Line,  say 
to  Huntingdon,  you  Avould  have  ^^to  tranship  ? — 
To  Huntingdon  probably  they  Avould  have  to 
tranship!  every  waggon,  but  to  the  larger  stations 
they  Avould  not. 

15268.  I suppose  to  the  larger  stations  you  do 
not  tranship  ? — There  is  a large  amount  of  tran- 
shipment, and  that  is  another  element  of  cost; 
it  costs  2 s.  a ton  to  tranship  goods  at  a station. 

15269.  Have  you  any  particular  scale  of 
delay  for  transhipment,  that  is  to  say,  do  you 
allow  a day  for  transhipment? — ^Where  tranship- 
ments are  sent  regularly  to  a station,  and  the 
station  becomes  knoAvn  in  the  country  as  the 
station  for  transhipment  for  stations  beyond,  the 
Avhole  of  the  transhipment  is  done  in  one  night 
there. 

15270.  So  that  in  point  of  fact  you  get  some- 
thing like  half  a day’s  delay  for  transhipment? 
— Quite  so. 

Mr.  PeV. 

15271.  Among  other  charges  made  by  railway 
companies  there  is  one  heavy  item,  and  tliat  is 
the  charge  for  sacks  in  the  conveyance  of  grain; 
do  you  make  any  charge  for  the  use  of  sacks  ? — 
Yes,  Ave  have  a scale  of  charges,  and  Ave  have 
certain  sack  regulations  in  force  upon  the  Shef- 
field Raihvay  which  I made  Avith  the  secretary 
and  the  committee  of  the  Lincoln  Chamber  of 
Agriculture.  The  Avhole  of  the  suggestions  of 
that  committee  which  I met,  made  to  me  with 
regard  to  sacks  I adopted,  and  those  regulations 
are  in  operation  to  day. 

15272.  Have  you  any  poAver  in  your  Act  of 
Parliament  to  make  any  charge  for  sacks;  is  it 
one  you  could  substantiate  in  a court  of  laAV  ? — 
We  have  substantiated  it. 

15273.  Pei'haps,  you  had  a very  weak  defend- 
ant?— It  is  a matter  of  special  contract. 

15274.  In  the  case  of  your  coming  to  a diffi- 
culty with  a man  Avho  is  either  unable  to  pay,  or 
disinclined  to  pay,  for  the  hire  of  sacks,  do  you 
sue  him  in  the  name  of  the  company,  or  do  you 
sue  him  in  the  name  of  some  individual  who  is 
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or  is  supposed  to  be  the  owner  of  tlie  sacks  ? — 
We  sue  him  in  the  name  of  the  company. 

15275.  Tliere  is.  no  provision  in  your  Act 
which  enables  you  to  undertake  this  business  of 
letting  sacks,  is  there  ? — There  nre  many  things 
that  we  do  that  are  not  in  the  Act  of  Parlia- 
ment; 1 do  not  know  that  there  is  any  tiling  in 
the  Act  of  Parliament  about  a railway  company 
letting  refreshment  rooms,  or  keeping  hotels ; 
our  sack  business  is  a special  contract,  and  if 
there  were  the  slightest  difficulty  about  it,  there 
is  no  advantage  to  the  company  to  keep  it  up  ; 
we  do  not  care  about  the  sacks ; we  would  rather 
the  public  supplied  them  themselves ; but  the 
farmers  cannot  keep  a supply  of  sacks  to  meet 
special  cases,  and  therefore  we  do  it  for  them. 

15276.  Is  it  not  on  many  lines  usual  for  the 
sacks  to  be  nominally  lent  in  the  name  of  some 
private  person ; I call  to  mind  several  names, 
such  as  Halcombe  and  others  ? — No,  up  to  the 
last  five  years  neaily  all  the  grain  sacks  in  the 
country  were  either  in  the  hands  of  private  com- 
panies or  ^^I’ivate  individuals ; there  was  a rail- 
way sack  comp.any,  there  was  Halcombe  & Com- 
pany in  the  Eastern  Counties,  and  there  was 
Brown,  and  a dozen  others. 

15277.  Has  there  been  some  change  made  in 
that  res])ect? — We  had  so  many  complaints  from 
the  public  as  to  the  onerous  conditions  which 
the  private  sack  owners  and  private  companies 
impo.sed  upon  the  farmers,  that  the  Great  Nor- 
thern Company,  1 think  it  was,  started  the 
system  of  supplying  their  own  sacks;  buying  the 
sacks  from  the  private  companies,  and  supplying 
the  public  with  sacks  themselves;  12  months 
afterwards  I think,  we  bought  the  company  out 
which  supplied  us,  and  since  then  we  have  sup- 
plied them  ourselves.  I believe  the  Midland 
Company  have  done  the  same  thing  ; the  Great 
Northern  the  same,  and  the  Great  Eastern  Com- 
pany, I believe,  also  supply  their  own  sacks ; but 
no  company  in  taking  any  action  either  against  any 
sender  or  consignee  is  in  the  habit  of  using  any 
other  name,  except  the  name  of  the  company  ; it 
could  not  be  done,  because  the  sacks  are  all 
marked,  and  the  contracts  are  all  printed  with 
the  name  of  the  company  in  the  heading. 

15278.  When  did  you  begin  to  charge  for  the 
carriage  of  the  empty  sacks  going  out  to  be 
filled? — We  do  not  charge  anything  for  sacks 
that  we  lend  to  the  public  for  filling  with  grain ; 
we  do  not  charge  either  for  the  carriage  of  them 
when  they  go  out,  or  when  they  come  back  ; the 
empty  sack  goes  about  with  the  same  freedom  as 
the  truck. 

15279.  You  dojnake  a charge  for  private  sacks, 
do  you  not  ? — We  do  make  a charge  for  private 
sacks  when  they  go  to  be  filled,  but  not  for 
returned  empties  ; grain  sacks  returned  empty 
are  to  be  carried  free,  station  to  station,  between 
all  stations,  save  on  the  Newcastle  and  Carlisle  ; 
there  is  one  company  who  dissent  from  that. 

Mr.  Pease. 

15280.  But  a farmer  or  dealer  requiring  sacks, 
serves  you  with  a I’equisition  to  provide  him  with 
sacks  ? — That  is  so. 

15281.  Then  when  they  are  discharged  they 
come  back  again  to  your  stores  without  any 
charge  ? — That  is  so. 
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15282.  Is  it  not  the  case  that  you  carry  mer- 
chants or  farmers  owm  bags  free  for  filling  on 
your  own  line  ? — Yes,  you  may  take  it  as  far  as 
the  Sheffield  Company  is  concerneil,  that  we  do 
not  charge  for  empty  grain  sacks  upon  our  rail- 
way. 

15283.  I wish  to  ask  you  about  the  American 
cheese  ; wh.at  are  the  proceedings  when  a ship 
comes  in  with  her  freight  of  cheese  to  Liverpool ; 
how  do  you  handle  it;  if  you  have  an  order  given 
you  to  move  it,  -what  do  you  proceed  to  do;  first 
of  all,  wdiat  dock  does  the  ship  come  into;  do  you 
run  down  to  any  dock  yourself? — We  do  not  do 
the  service  between  the  ship  and  the  railway 
station  without  ive  are  paid  for  it.  There  is  a 
system  in  Liverpool  of  master  porters,  as  I think 
they  are  called,  and  they  do  nearly  all  the  cart- 
age between  the  ships  and  the  railway  stations. 

15284.  You  do  not  take  it  direct  from  the 
Albert  or  Victoria  Dock  at  the  ship’s  side? — We 
do  not. 

15285.  Then  we  may  understand  that  the 
cheese  is  put  into  some  vehicle,  and  brought  to 
your  place  of  business,  wherever  that  may  be. 
Then  why  should  there  be  a less  charge  for  the 
movinjc  and  shiftins;  of  that  cheese  afterwards, 
because  it  hajipens  to  have  come  from  a ship, 
than  if  it  came  from  a warehouse?  — I can  only 
give  the  same  answer  as  I gave  before,  that  the 
railway  companies  have  always  agreed  to  carry 
import  and  export  traffic  at  certain  lower  rates 
than  the  ordinarv  rates  in  opefation,  that  is  to 
say,  where  the  traffic  is  what  is  termed  in  transit, 
and  where  the  rate  is  part  of  a throughout  rate, 
whether  rightly  or  wrongly,  all  the  railway  com- 
panies have  done  that. 

15286.  Where  does  your  charge  begin,  at  the 
ship  ? — The  25  s.  rate  to  London  is  from  the 
station  at  Liverpool.  We  identify  the  traffic  by 
having  a note  of  the  traffic,  and  in  many  cases  by 
having  the  bill  of  lading  itself,  and  if  there  is  any 
failure  of  identity  on  the  consignment  of  the 
traffic,  the  traffic  is  charged  the  high  rate,  and 
the  onus  of  proof  that  it  is  foi’eigu  cheese  is 
thrown  upon  the  consignee. 

Mr.  Caine. 

15287.  Supposing  a man  brings  100  tons  of 
cheese  by  steamer  from  New  York  to  Liverpool, 
and  leaves  that  100  tons  of  cheese  in  the  dock 
warehouses,  and  then  distributes  50  tons  to  Shef- 
field, and  50  tons  to  Rotherham,  would  you  take 
those  two  50  tons  at  the  transit  rate? — Take  any 
other  two  towns,  the  rate  is  the  same  for  Ameri- 
can cheese  as  for  Cheshire  cheese  when  taken 
out  of  the  warehouse  ; the  distinction  between 
the  export  and  the  import  rate  is,  where  there  is 
dii’ect  and  active  competition  by  steamers  ; for 
instance,  as  between  New  York  and  London. 
If  this  through  rate  were  not  in  existence,  the 
traffic  would  go  direct  from  New  York  to 
London. 

Mr.  Bolton. 

15288.  Is  it  not  the  same  as  the  traffic  from 
Scotland  to  London  ? — Yes  ; the  proportion  ac- 
cruing out  of  the  through  rate  to  the  North 
Eastern  from  Berwick  to  York  may  be  15  s. ; but 
if  they  were  sending  traffic  locally  from  Berwick 
to  York,  the  rate  might  be  30  s, 
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Mr.  Pell 

15289.  Have  you  made  any  arrangements 
with  the  American  railways,  or  with  American 
freighters,  to  induce  them  to  make  use  of  your 
system  ? — Not  the  slightest. 

15290.  Do  you  know  that  any  railway  com- 
panies have  ? — I do  not  know  of  any  railway 
company  doing  it ; I have  not  heard  of  it. 

15291.  You  do  not  give  a preference  in  the 
conveyance  of  those  goods  in  consequence  of  any 
compact  you  may  have  made  with  people  on  the 
other  side? — Not  the  slightest. 

15292.  Some  questions  have  been  put  with 
respect  to  the  American  rates  of  freight,  and  I 
think  it  has  been  stated  that  they  are  very  much 
lower  than  the  English  rates ; might  I ask  you 
whether  they  are  not  also  very  much  more 
irregular? — Yes,  they  are. 

1529.3.  You  do  not  vary  your  freights  in 
winter,  I believe? — 1 say  we  do  not  advance  our 
rates.  For  the  last  five  years  we  have  not  ad- 
vanced our  rates  at  all;  the  whole  of  the  rates  of 
the  country  have  been  tending  downwards.  I 
think  I am  justified  in  saying  that  the  rates  of 
the  railways  are  lower  now  than  ever  they 
were. 

Mr.  Barnes, 

15294.  But  what  were  you  doing  the  five 
years  before  that? — There  were  very  few  ad- 
vances. 

15295.  Everything  has  gone  down  in  business, 
has  it  not  ? — Yes. 

15296.  And  if  business  had  gone  up,  you 
would  have  gone  up  too,  would  you  not? — \Ye 
shall  have  to  go  up  ujion  some  traffic. 

Mr.  Pell. 

15297.  I suppose  the  companies  come  to  an 
agreement  between  themselves  as  to  the  rates  at 
which  the  goods  shall  be  carried  ? — All  companies 
carrying  between  two  places  agree  amongst 
themselves  as  to  the  x*ates. 

15298.  And  do  they  stick  to  that  agreement 
everywhere? — 1 believe  they  do. 

15299.  Are  you  ever  solicited  to  break  through 
the  agreed  rates  by  the  offer  of  a large  consign- 
ment ? — We  are  often  solicited. 

15300.  And  do  you  yield? — We  do  not  yield 
unless  we  go  to  the  companies  themselves,  having 
seen  that  a good  case  is  made  out  for  a reduc- 
tion. 

Mr.  Payet. 

15301.  These  rates  you  have  handed  in  are 
marked  “ Private,  not  for  publication  ; ” would 
there  be  any  objection  to  those  being  published 
in  such  a form  that  the  public  could  obtain  them  ? 
— That  is  only  meant  to  indicate  that  they  are 
not  to  be  published ; not  that  they  shall  not  be 
seen. 

15302.  If  this  Information  were  afforded  to 
every  trader  which  is  afforded  in  this  paper  it 
would  aj)pear  to  be  of  considerable  public  advan- 
tage, and  I ask  whether  there  would  be  any 
difficulty  in  having  such  tables  available,  or  to 
be  had  on  application  by  the  public? — There 
would  be  no  difficulty  in  doing  that  ; it 
could  be  done.  I have  here  the  Antw’erp 
rate  books,  but  the  enormous  expense  of  printing 
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the  rate  books  of  every  town  would  be  out  of  the 
question;  and  I know  the  public  do  not  buy 
them  on  the  Continent. 

15303.  Would  not  the  rate  being  furnished 
in  that  form  go  a long  way  to  satisfy  the  re- 
quirements of  the  public  ? — It  would  satisfy  the 
requirements  of  certain  portions  of  the  public. 

]Mr.  Pease. 

15304.  Is  it  not  easier  to  write  for  a rate  when 
a quotation  is  required  than  to  refer  to  the  books? 
— Certainly,  very  much,  and  the  public  prefer  to 
do  it. 

Mr.  Craig. 

15305.  Have  they  not  plans  upon  the  Continent 
showing  the  centres  of  production  and  consump- 
tion, and  the  cost  of  conveyance  from  each  to 
each,  in  order  to  illustrate  the  grouping  system  ? 
— I have  not  seen  them. 

Mr.  Barnes. 

15306.  1 believe,  in  your  answer  to  the  honour- 
able Member  for  North  Staffordshire,  you  stated 
that  you  did  not  object  to  the  Railway  Commis- 
sioners as  a ])ower? — No. 

15307.  But  you  object  rather  to  their  constitu- 
tion, that  the  court  was  not  sufficiently  strong  in 
its  constitution  ; would  you  put  another  judge  at 
the  head  of  it? — Seeing  the  enormous  interests 
involved,  because  there  is,  after  all,  nearly  as 
much  money  involved  in  this  railway  interest  as 
in  the  National  Debt,  there  being  720,000,000  1. 
invested  in  railways,  the  court  ought  to  be  ex- 
cessively strong. 

15308.  Do  you  think  the  court  is  weak  upon 
its  law  side? — I think  the  court  is  weak  gene- 
rally, and  should  be  reconstituted  upon  a new 
basis  altogether.  I am  in  favour  of  the  recom- 
mendations made  by  the  railway  companies,  viz., 
to  have  a judge  of  eminence  assisted  by  twm 
practical  assessors. 

15309.  Do  not  you  know  that  the  railway  re- 
commendations practically  take  the  whole  kernel 
out  of  the  thing,  by  taking  the  11th  and  12th 
sections  out  of  the  Act  ? — I would  give  almost 
unlimited  power  to  a properly  constituted  court 
myself. 

15310.  That  is  not  what  the  railway  people 
recommend ; then  I presume  you  would  say 
thei'e  should  be  some  appeal  ?— Certainl}" ; there 
should  be  an  aippeal.  I do  not  care  whether  it 
is  to  the  High  Court  or  to  the  House  of  Lords. 

15311.  Now,  in  the  Denaby  case,  I believe, 
there  was  a grouping  of  20  miles  ? — It  is  not  a 
grouping  of  20  miles. 

15312.  From  18  miles  to  20? — No,  it  is  not  a 
grouping  of  more  than  six  or  seven  miles. 

15313.  What  would  be  the  radius;  would  it 
be  10  miles  ? — I am  not  thoroughly  up  in  the 
Denaby  Main  case,  but  I know  that  95  per  cent, 
of  the  traffic  sent  from  the  South  Yorkshire  dis- 
trict to  Grimsby,  Hull,  aud  Keadby,  comes  from 
collieries  situated  within  a grouping  of  six  miles  ; 
from  a radius  of  six  miles,  and  a diameter  of  12. 

15314.  Might  not  the  Denaby  Colliery  Com- 
pany have  some  peculiar  reason  for  their  object- 
ing to  the  grouping,  as  it  might  act  seriously  to 
them  ; you  say  all  the  others  were  in  favour  of 
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it  ? — I say  there  was  no  other  man  in  the  district 
who  was  not  in  favour  of  the  grouping. 

15315.  Might  they  not  have  some  peculiar  ad- 
vantage in  that  ? — 1 do  not  know  that ; if  they 
have,  they  liave  a right  to  it. 

1531(1.  You  would  not  have  one  colliery  over- 
ridden by  all  the  rest? — No,  but  I think  it  is 
priiiid  facie  evidence  that  they  are  wrong,  when 
all  the  others  are  against  them. 

15317.  That  might  be  on  your  side,  but  not 
on  theirs ; now  was  not  it  their  chief  ground  of 
complaint  that  they  were  grouped  to  the  east, 
where  they  had  the  advantage,  and  when  they 
went  to  the  west,  where  they  were  the  longest 
distance  from  the  market,  you  “ miled  ” them  I — 
That  was  not  true. 

15318.  What  was  true? — That  is  all  subject 
to  explanation 

15319.  Did  you  group  them  to  the  west,  the 
same  as  you  did  to  the  east  ? — I believe  to  all 
the  large  places  west,  it  was  the  same  as  to  the 
east. 

15319.*  But  take  a small  place  in  the  west? — 
I have  not  made  myself  thoroughly  acquainted 
with  the  Denaby  case,  so  as  to  be  able  to  answer 
questions  in  detail  upon  it. 

15320.  Now  you  referred  to  the  six-mile 
clause  ; do  not  you  know  that  that  works  ex- 
tremely hard  upon  the  goods  ; Mr.  Hickman 
mentioned  in  his  evidence,  at  page  195,  where 
the  London  and  North  Western  Company  take 
one  9r/.  out  of  him,  and  the  Great  Western 
Railway  Company  take  another  9(/.  out  of  him, 
for  6|  miles;  they  take  the  six  mile  clause  in 
one  case  and  a 3(7.  terminal,  and  the  six-mile 
clause  in  another  and  a 2 <7.  terminal  ? — Subject 
to  explanation,  it  does  seem  unreasonable  ; but, 
of  course,  I do  not  know  anything  about  the 
circumstances. 

15321.  Do  not  you  think  that  there  ought  to 
be  a through  rate  there  ? — I say  that  through 
rates  are  granted.  I think  Mr.  Grierson  ex- 
plained that  as  a matter  of  fact. 

15322.  A Paper  has  been  handed  in  by  Mr. 
Markham,  of  the  Stavely  Company,  in  w'hich  he 
says,  “ It  is,  I think,  highly  desirable  that  the 
Railway  Commissioners  should  have  power  to 
compel  railway  companies  to  abolish  the  toll-bars 
which  are  frequently  set  up  at  the  junctions  with 
the  different  companies  lines,  and  that  through 
rates  should  be  given  from  one  railway  company 
to  another,  upon  the  same  terms  and  conditions 
as  if  the  traffic  was  carried  on  one  railway  ” ; do 
you  agree  with  Mr.  Markham  upon  that  point  ? 
— I discussed  that  matter  with  Mr.  Markham 
the  other  day ; he  seems  to  have  some  peculiar 
notion  about  toll-bars.  I asked  him  what  toil- 
bars  he  referred  to,  and  the  answer  I got  was, 
that  they  were  not  upon  the  Sheffield  Railway. 

15323.  Do  you  not  take  your  local  rate,  and 
not  the  mileage  rate,  upon  your  railway? — Not 
from  the  public. 

15324.  Who  do  you  take  it  from  ; does  not  it 
come  from  the  public  at  last  ? — Of  course  it 
must  come  from  the  public,  but  the  public  have 
nothing  to  do  with  the  way  in  which  the  rate  is 
divided. 

15325.  Practically,  you  do  not  adojit  that 
through  rate ; you  take  the  local  rate  to  the 

0.54. 


Mr.  Barnes — continued. 

South  Yorkshire  system  upon  your  own  lines? — 
I am  not  thoroughly  familiar  with  the  coal 
arrangements,  and  1 would  rather  not  answer 
the  question. 

15326.  You  say  you  would  take  3 c?.  as  a ter- 
minal on  coal ; is  not  that  something  more  than 
has  been  charged  before  ? — I do  not  say  that  we 
should  charge  it,  but  that  the  companies  should 
have  the  power  to  take  it.  I say  that  Parliament 
has  sanctioned  a 3c7.  terminal  upon  one  of  the 
largest  railways  of  the  country,  namely,  the 
London  and  North  Western;  the  North  Stafford- 
shire Company  have  power  to  charge  it,  and  the 
Lancashire  and  Yorkshire  have  power  to  charge 
it  also. 

15327.  It  is  not  universal  ; it  is  not  charged 
in  London  ? — London  ought  to  be  charged  more 
than  3 c?. 

Mr.  Barclay. 

15328.  I suppose  it  is  you  who  are  responsible 
for  fixing  the  rates  on  goods  ? — I am. 

15329.  You  say  you  take  a great  many  things 
into  consideration,  among  other  things,  what  the 
traffic  will  bear  ; how  do  you  ascertain  what  the 
traffic  will  bear? — The  public  interested  in  the 
traffic,  the  merchants  or  manufacturers,  come  to 
my  office  and  discuss  the  whole  question;  it  is  a 
matter  of  discussion  and  arrangement,  perhaps, 
weeks  before  the  rate  is  fixed. 

15330.  And  how  do  you  ascertain  what  profit 
there  is,  or  how  do  you  find  ont  whetlier  the 
trade  will  bear  it ; do  you  assess  the  freight? — 
It  is  entirely  a matter  of  conference  between  the 
railway  companies  and  the  public.  If  they  make 
out  a good  case  for  reduction,  and  if  the  railway 
company  see  their  way  to  make  a reduction,  we 
make  it.  In  the  large  traffic  we  have  to  deal 
with,  iron,  rails,  ironstone,  and  all  those  sort  of 
things,  we  know  the  price  as  well  as  the  mer- 
chants themselves. 

15331.  You  assume  to  know  what  it  costs  the 
trader  to  j^roduce  the  goods,  and  what  profit  he 
has,  and  yon  raise  and  lower  your  rates  accord- 
ing to  the  rate  you  think  he  can  afford  to  pay? — 
No,  I say  not  according  to  the  profit;  that  is 
only  one  small  element. 

15332.  Is  not  that  the  largest  element  for 
justifying  the  rate? — It  is  only  one  element. 
Upon  all  the  traffic  in  the  second,  third,  fourth, 
and  fifth  classes  it  is  not  a question  of  profit  at 
all ; it  is  a question  of  bulk,  value,  quantity,  and 
risk ; the  elements  which  Mr.  Grierson  men- 
tioned. 

15333.  The  terminal  clause  in  your  Act  is 
similar  to  the  clauses  in  the  London  and  North 
Western  and  the  Great  Western  Companies 
Acts,  is  it  not? — Yes,  I think  it  is. 

15334.  Is  it  your  contention,  that  the  use  of 
stations  and  sidings  is  not  incidental  to  the  con- 
veyance of  goods  ? — Certainly. 

15335.  Would  it  be  possible  for  you  to  convey 
the  goods  without  the  use  of  sidings  and  shunting 
stations  ? — Yes,  certainly,  we  could  carry  all  the 
goods  we  carry  without  the  use  of  a station,  and 
without  having  a station  at  all. 

15336.  And  without  the  use  of  sidings? — No; 
I contend  that  the  use  of  sidings  is  an  element 
in  the  conveyance. 
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15337.  You  do  not  agree  with  Mr.  Grierson, 
\vl)0  contended  that  sidings  were  not  an  element 
of  conveyance  / — You  must  have  some  sidings  ; 
all  that  a railway  company  has  to  jirovide  under 
that  clause  is  a sufficient  siding  on  which  to  put 
the  number  of  trucks  that  h.ave  to  go  away  over 
the  railway  ; but  you  are  not  compelled  under 
any  clause  to  provide  five  or  six  miles  of  shunting 
sidings  for  sorting  and  doing  other  services,  which 
I contend  are  incidental  to  the  business  of  a 
carrier,  and  not  to  the  business  of  a railway 
company.  So  far  as  Mr.  Grierson  is  concerned, 
1 went  with  him,  that  j)art  of  the  sidings  are 
contemplated  to  be  provided  by  the  railway  com- 
j)anies  upon  that  clause,  but  the  larger  part  of 
the  sidings  are  required  to  be  jwovidcd  for  busi- 
ness outside  the  business  of  the  railway  com- 
pany ; that  is  to  say,  for  the  business  of  the 
carrier. 

15338.  Are  not  waitinsi  rooms,  and  so  on,  as 
much  incidental  to  the  conveyance  of  the  passen- 
gers as  stations  are  for  the  conveyance  of  goods  ? 
— Yes  ; but  one  is  provided  for,  and  the  other  is 
not.  We  have  no  j)ower  to  charge  for  terminal 
accommodation  for  passengers,  but  we  have 
power  to  charge  for  terminal  accommodation  for 
goods. 

15339.  Under  Avhat  words? — Under  the  words 
in  the  Act:  “ With  respect  to  the  conveyance  of 
goods,  the  company  hereby  incorporated  may 
lawfully  demand  and  receive  as  their  maximum 
rate  of  charge  for  the  conveyance  thereof  along 
the  railway  and  that  is  the  point  I take,  that 
the  tolls  which  follow  are  for  the  conveyance 
along  the  railway  and  nothing  else.  Then  the 
Act  say^s,  “and  every  expense  incidental  to  such 
conveyance  except  a reasonable  sum  for  loading, 
covering,  and  unloading  of  goods,  and  for  deli- 
very and  collection,  and  any  other  services  inci- 
dental to  the  business  or  duty  of  carriers,  where 
such  services,  or  any  of  them,  are  or  is  performed 
by  the  coinjiany  ; and  e.xcept  a re.asonable  sum 
for  warehousiirg  and  wharfage  of  goods,  or  for 
any  other  e.xtraordinary  services  performed  by 
the  company,  any  rates  or  sums  not  exceeding 
the  rates  or  sums  following.”  I contend  that 
that  clause  is  ivide  enough  to  include  every  ser- 
vice that  20  or  30  years  ago  was  performed  by 
the  carriers. 

15340.  And  you  tell  the  Committee  you  could 
convey  the  goods  without  stations? — Undoubt- 
edly. 

15341.  And  without  sidings?  — No;  I say 
distinctly  that  sidings  for  marshalling,  or  for 
placing  sufficient  waggons,  which  waggons  are  to 
be  conveyed  over  your  railway,  are  incidental  to 
the  business  of  a railway  company.  In  my 
opinion  (I  daresay  Mr.  Grierson  may  take  a dif- 
ferent view),  part  of  the  sidings  at  a station 
should  be  provided  because  they  are  incidental 
to  the  conveyance.  The  conveyance  could  not 
be  performed  unless  you  had  the  sidings  to  run 
on  to  the  railway. 

15342.  Are  you  entitled  to  charge  for  shunt- 
ing ?-— Yes,  certainly. 

15343.  Y’^ou  say  shunting  is  not  incidental  to 
conveyance  ? — Certainly. 

15344.  Can  you  convey  the  goods  without 
shunting  ? — Certainly. 


Mr.  Barclay — continued. 

15345.  Then  why  do  you  do  it? — If  a man 
brought  us  a load  of  goods  properly  formed  and 
com])lete  to  be  conveyed  over  the  railway,  then 
there  is  no  shunting  required. 

15346.  I ask,  can  you  convey  goods  ivithout 
shunting? — Some  of  them  we  can. 

15347.  And  some  you  cannot? — Some  we 
cannot. 

15348.  And  in  that  latter  case  certain  shunting 
would  be  incidental  to  the  conveyance  ? — Y'^es,  it 
would. 

15349.  Do  you  consider  the  business  at  Liver- 
])Ool  and  Hull  has  justified  the  large  expenditure 
for  the  goods  stations  there  ? — I should  have 
mentioned,  and  I should  like  to  correct  the 
omission  now,  that  it  is  scarcely  a complete  case, 
because  the  station  at  Liverpool  has  only  been 
open  1 2 months,  and  of  course  the  traffic  will 
grow;  but  the  accommodation  provided  is  such 
that  whatever  traffic  you  may  have  at  the  station, 
the  interest  upon  the  outlay  will  always  be 
equivalent  to  from  1 s.  6 r?.  to  2 s.  a ton. 

15350.  Have  you  any  idea  that  a merchant  in 
business,  when  he  enlarges  his  business  and  gets 
an  increase  in  trade,  increases  his  profit  upon 
what  he  sells  ? — If  he  does  not  increase  his  profit, 
he  would  not,  I suppose,  increase  his  establish- 
ment. 

15351.  But  does  a merchant  increase  his  per- 
centage of  profit,  because  that  is  what  I am 
talking  about? — I cannot  say  that. 

15352.  Does  a railway  company  become  en- 
titled to  make  a larger  charge  when  they  make 
a larger  expenditure  ? — I did  not  mean  that  in- 
ference to  bo  drawn ; what  I say  is,  that  Liver- 
pool is  an  expensive  place  to  work,  because  you 
have  so  many  large  stations  taken  right  into  the 
town  at  an  enormous  outlay,  and  the  interest 
upon  the  outlay,  without  any  increase  of  traffic 
at  all,  amounts  to  a certain  charge  upon  every 
ton  of  goods  passing  through  the  station,  and 
upon  tliat  outlay  I say  the  public  get  the  benefit 
by  the  saving  in  the  carting  services.  Supposing 
it  were  shoivn  to  be  above  the  Parliamentary 
powers  of  the  company,  we  should  be  able  to 
make  out  a case  for  a larger  terminal  at  Liver- 
pool, and  justify  it  under  the  clause  that  I have 
read,  than  we  should  at  a little  station  where  the 
terminal  accommodation  and  apiiliances  offer  no 
comparison  to  those  at  Liverpool. 

15353.  Would  you  be  entitled  to  make  double 
the  charge  at  Liverpool  that  you  would  at  a 
country  station,  where  you  have  incurred  half 
the  expenditure  ? — No,  1 do  not  contend  that  we 
should. 

15354.  You  quote  all  your  first  class  rates  as 
delivered  and  collected  rates? — Yes. 

15355.  Do  you  make  provision  at  country 
stations  for  delivery?  — We  make  provision  for 
it,  but  we  allow  cartage  when  claimed. 

15356.  Is  it  usual  for  you  to  allow  a deduc- 
tion for  collection  or  delivery  at  country  stations 
where  you  do  neither? — We  have  very  little  of 
such  traffic  at  the  eouutry  stations,  and  fur- 
thermore, it  is  traffic  mostly  under  500  lbs.,  and 
even  if  it  was  applied  for-,  we  should  not  allow 
any  cartage  upon  traffic  under  500  lbs. 

15357.  In  dealing  with  the  rate-book  charges 
has  this  under  500  lbs,  question  anything  to  do 

with 


SELECT  COMMITTEE  ON  RAILWAYS. 


777 


21  July  1881.] 


Mr.  SCOTTER. 


[^Continued. 


Mr.  Barclay — continued, 
wilh  them  ? — I say  tliere  is  no  traffic  at  country 
stations  above  500  lbs.  carried  at  the  collected 
and  delivered  rate,  Wlien  I say  “ no  traffic,”  I 
am  speaking  in  round  terms ; I should  say  not 
one  consignment  in  a hundred  would  be  over 
500  lbs. 

15358.  Do  I understand  you  to  say  that  there 
is  practically  no  traffic  throughout  the  country 
in  the  1st,  2ud,  3rd,  4th,  and  5th  classes  to 
country  stations? — Not  above  500  lbs.  weight ; 
I mean  at  little  country  stations  where  we  have 
no  cartage  staff.  At  most  large  towns  we  have 
a cartage  staff,  otherwise  we  make  an  arrange- 
ment with  the  village  carriers,  or  something  of 
that  sort. 

15359.  Could  you  say  what  allowance  you 
make  ? — It  is  2 s.  3 d.  in  one  instance  that  I 
recollect. 

15360.  What  do  you  allow  in  Mancliester  ? — 
We  allow  1 s.  G (f.  a ton  to  the  outside  2)ublic. 

15361.  And  what  do  you  allow  your  agents  ? 
— We  allow  our  agents  2 s.  6 d. 

15362.  To  the  outside  public  you  allow  only 
1 s.  6 d.  ? — Certainly,  because  Ave  have  to  keej) 
up  a staff  to  do  the  work,  and  we  cannot  allow 
the  same  amount  to  the  outside  man.  It  has 
been  pointed  out  that  if  that  wei’e  so,  the  long 
distance  traffic  would  be  left  to  the  companies,  and 
the  short  distance  traffic  carted  by  tlie  parties. 

15363.  Is  it  a general  rate  of  2 s.  6 d.  2)er  ton, 
or  does  it  vary  ? — I believe  it  is  on  many  things 
more  than  2 s.  Q d,  a ton  ; it  is  an  average 
charge. 

15364.  Keferring  to  the  subject  of  conferences, 
there  are  two  or  three  kinds  of  confex’cnces,  are 
there  not ; one  for  fixing  through  rates,  and 
another  for  fixing  competing  rates  ? — No. 

15365.  Have  you  not  a conference  for  fixing 
one  common  rate  amongst  the  railway  companies 
Avhere  they  all  run  into  the  same  competing  point  ? 
— I do  not  understand  the  question.  There  are 
no  different  kinds  of  conferences. 

15366.  You  have  one  subject  for  a conference, 
viz.,  through  rates? — That  is  a subject  for  all 
conferences,  because  if  it  is  not  a question  of 
throuofh  rate  there  is  no  conference. 

O 

15367.  How  do  you  arrange  your  agreed-on 
rates  between  two  railways  between  the  same 
points ; is  that  done  by  negotiation ; take  the 
railways  running  between  Liverpool  and  Man- 
chester ? — I believe  that  there  is  a conference 
there,  but  between  Manchester  and  Sheffield, 
though  tliere  are  two  railways,  there  is  no  con- 
ference. 

15368.  Th-e  conference  deals  also  with  com- 
peting rates  as  well  as  with  througli  rates,  does 
it  not  ? — Certainly  ; it  deals  with  all  rates  except 
local  non-competitive  rates. 

15369.  l)o  you  know  anything  about  the  rates 
charged  upon  the  New  York  Central  Railway? 
— I do  not  know  anything  really  about  American 
railways. 

15370.  You  do  not  knorv  that  there  has  been 
a decrease  in  the  rates  upon  the  American  rail- 
ways ? — I know  that  the  American  railway  rates 
are  advancing  and  reducing  every  month. 


Mr.  I'arclay — continued. 

15371.  But  you  do  not  know  that  there  has 
been  a reduction  all  round  in  the  last  10  years? 
— No,  I cannot  speak  definitely  open  the 
subject. 

Mr.  Gregory. 

15372.  With  reference  to  the  combination  of 
these  collieries  Avhich  you  described,  tliat  is 
entirely  an  arrangement  of  your  own,  as  I un- 
derstand ; taking  collieries  within  a certain 
radius? — No,  it  Avas  an  arrangement  Avith  the 
colliery  proprietors  themselves. 

15373.  Did  you  have  the  assent  of  all  the 
colliery  proprietors  to  that  arrangement  ? — Of 
every  one,  except  the  one  whose  representative 
has  appeared  before  the  Committee. 

15374.  In  all  the  other  instances  have  you  the 
concurrence  of  every  one?  — Yes,  of  everyone 
in  the  district.  Everyone  in  the  district  is  in 
favour  of  the  grouping  system,  and,  not  only 
that,  but  they  are  this  very  day  giving  evidence 
in  favour  of  the  grouping  system  belbre  the  Rail- 
Avay  Commissioners. 

15375.  Without  that  you  would  not  go  into  it? 
— Certainly  not.  We  should  not  initiate  a 
group,  or  force  a man  into  a group,  Avithout  there 
Avas  a good  reason  for  it. 

15376.  Is  that  your  reason  or  his  reason? — 
The  particular  group,  I mean  the  South  York- 
shire grouj),  Avas  initiated  by  the  colliery  jxro- 
ju’letors  themselves.  The  line  Avas  made  Avith. 
the  distinct  understanding  that  the  collieries 
should  be  grouped. 

15377.  In  initiating  a new  group  should  you 
ascertain  the  Avishes  of  the  colliery  proprietors  in 
the  first  instance  ? — Yes,  w’e  should. 

15378.  And  if  a colliery  proprietor  wishes  to 
AvitlidraAv  from  it,  would  he  be  enabled  to  do  so? 
—Yes. 

15379.  You  adopt  the  vioAv  of  Mr.  Grierson 
and  Mr.  Findlay  Avith  regard  to  terminals,  that 
they  ought  to  include  station  accommodation  or 
a charge  in  respect  of  it  ? — I adopt  Mr.  Grierson’s 
suggestion  that  1 s.  6 d.  is  a fair  and  reasonable 
sum  to  cover  the  cost  of  the  outlay  for  station 
accommodation  and  sidings. 

15380.  lhat  being  jxart  of  the  terminal  charge  ? 
— Quite  so. 

15381.  Now  you  are  acquainted  AA’ith  the 
Railway  Clauses  Act,  1845  ?— Yes. 

15382.  You  know  Avhat  the  term  “ railway  ” 
includes  under  tliat  Act? — I do  not  remember 
at  the  moment. 

15383.  You  may  take  it  that  the  explanation 
of  “railway  ” Includes  the  stations  as  Avell  as  the 
raihvay,  and  that  Act  provides  that  the  railway 
shall  be  free  upon  payment  of  the  rates  ? — Yes. 

15384.  That  Avould  include  the  stations,  would 
it  not,  under  those  words  ? — I should  like  to  see 
the  Act  before  giving  an  opinion  upon  it;  but, 
after  all,  it  is  a legal  question,  and  my  opinion 
upon  that  Avould  not  be  Avorth  much. 

15385.  I draAV  your  attention  to  it  now  be- 
cause, perhaps,  you  or  some  other  gentleman  Avill 
be  kind  enough  to  look  to  that  ? — I see  the 
point.  , 
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Chairman. 

15386.  I BELIEVE  you  desire  to  make  a few 
explanations  of  your  previous  evidence  before 
being  further  examined  ? — I desire  to  say,  in 
the  first  place,  that  towards  the  close  of  my 
examination  the  other  day,  I was  pressed  upon 
the  question  of  the  apparently  large  differences 
which  existed  in  terminal  questions  where  the 
circumstances  appeared  to  be  almost  alike,  and  I 
am  bound  to  say  that  I had  previously  admitted 
that  there  Avere  many  things  which  appeared  to 
be  comparatively  unequal,  although  the  circum- 
stances might  be  equal,  and,  apart  from  the  prin- 
ciple for  which  avc  have  been  contending,  that 
has  now  been  prominently  brought  to  our  notice, 
and  I am  authorised  to  say  that  the  London  and 
North  Western  Company  Avill  proceed,  as  soon 
as  they  can,  to  adjust  those  differences  Avhich 
appeared  to  be  in  some  respects  unequal.  Then 
upon  the  question  of  the  value  of  the  traffic  itself, 
I desire  to  put  in  a statement  for  the  month  of 
April  of  the  Chester  and  the  London  traffic 
referred  to  in  these  particular  rate  books,  and 
probably  I had  better  read  this  short  memo- 
randum. With  regard  to  Chester,  the  total 
weight  of  traffic  carried  in  the  month  of  Ajirll 
betAveen  Chester  and  the  folloAving  stations, 
Euncorn,  Birkenhead,  Whitchurch,  Liverpool, 
Manchester,  Shrewsbury,  Stafford,  Stirchley, 
Dudley,  Birmingham,  Bradford,  Leeds,  Holy- 
head,  Kugby,  was  949  tons,  of  Avhlch  only  8 per 
cent,  is  charged  at  rates,  apparently  in  excess  of 
tolls,  phis  the  ordinary  Kailway  Clearing  House 
terminals  Avhich  Ave  are  not  quite  agreed  about, 
and  9^  per  cent,  consists  of  consignments  under 
500  lbs.,  Avhich  are  charged  at  rates  Avithin  the 
company’s  power  for  lots  over  that  Aveight, 
although  those  powers  for  lots  under  500  lbs. 
are  not  limited  by  the  Acts.  There  Avere  830 
tons  charged  at  rates  Avithln  the  com])auy’s 
poAvers,  the  greater  portion  of  this  quantity  being 
charged  at  rates  much  beloAV  Avhat  the  company 
might  legally  demand.  I haA'C  a similar  state- 
ment Avith  regard  to  London.  “ Statement  shoAV- 


Chairrnan — continued. 

ing  Aveight  of  goods  and  mineral  traffic  (except 
coals  and  coke)  cari’ied  betAveen  London  (Camden) 
and  the  undermentioned  stations  for  week  ending 
7th  Api'il  1881.”  The  stations  are,  “ HarroAv, 
Watford,  Boxraoor,  Tring,  Leighton,  Fenny 
Stratford,  Wolverton,  Northampton,  Weedon, 
Crick,  Kugby,  and  Nuneaton.  The  total  Aveight 
carried  Avas  624,1  tons,  of  Avhich  only  5 per  cent, 
is  charged  at  rates  in  excess  of  tolls  plus  the  ordi- 
nary Railway  Clearing  House  terminals.  Five  and 
a-half  per  cent,  consists  of  consignments  under 
500  lbs.,  Avhlch  are  charged  at  rates  Avlthin  the 
company’s  poAvers  for  lots  over  that  Aveight, 
although  those  poAvers  for  lots  under  500  lbs.  are 
not  limited  by  the  Act.  There  Avere  587^  tons 
charged  at  rates  Avithin  the  company’s  power.<,  the 
greater  portion  of  this  quantity  being  charged  at 
rates  much  beloAv  Avhat  the  company  might  legally 
demand.”  Then  thei-e  Avas  the  question  Avhicli  the 
honourable  Member  for  Bolton  asked  me  about, 
Avith  refei’encc  to  Avhether  Ave  Avarehouse  cotton 
free  in  the  Manchester  district.  Now,  I find  that 
in  the  Manchester  district,  including  Manchester, 
.Ashton  Guide  Bridge,  Oldham,  Staleybridge, 
Stockport,  Tyldesley,  Leigh,  and  Bedford,  and 
other  places  near  Manchester,  Ave  give  two 
months  free  storage  of  cotton  ; but  at  Bolton, 
Wigan,  Preston,  Blackburn,  and  Chorley,  Ave 
only  give  14  days,  and  after  that  period  a charge 
is  made  in  the  Manchester  district  of  2 d.  ])er 
ton  per  Aveek,  and  in  the  Bolton  distidct  of  6 d. 
per  ton  per  Aveek. 

]\Ir.  Cross. 

15387.  What  is  the  reason  of  the  difference? 
— I have  been  trying  to  ascertain  the  reason,  but 
have  not  been  able  to  discover  that  any  substan- 
tial reason  exists. 

15388.  Has  it  occurred  to  your  company  to  do 
aAvay  Avith  the  difference  ? — I Avould  rather  be  of 
opinion  that,  taking  the  whole  of  the  cotton  dis- 
trict, the  best  plan  Avould  be  to  equalise  the  time 
allowed  for  Avarehousing  free  in  the  Avhole  of  the 
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district  : to  make  it,  say,  for  28  days  free  of 
charge.  Then  there  is  a question  as  to  the 
memorial  from  the  Cumberland  Eoad  Metal  Com- 
pany, in  which  they  make  some  statements  with 
reference  to  the  road-stone  rates,  and  I propose 
to  make  the  following  statement  in  answer  to 
that: — In  October  1879  we  gave  the  Cumber- 
land Road  Metal  Company  very  low  rates  for 
road-stone  from  Threlkeld,  those  rates  being  as 
per  scale  No.  1.  It  was  subsequently  found  that 
these  rates  for  long  distances  were  lower  than  we 
were  charging  from  the  Clee  Hill  and  Renmaen- 
maur  districts,  from  which  districts  similar  stone 
was  being  sent  in  very  large  quantities.  A 
revised  scale  (No.  2)  was  therefore  given  to  the 
Cumberland  Road  Metal  Company,  which  it  Avill 
be  seen  is  in  every  respect  similar  to  the  first 
scale,  excepting  as  regards  distances  over  85  miles, 
ill  which  the  figures  are  slightly  advanced  ; but, 
as  the  scale  is  the  same  as  that  given  to  the  Clee 
Hill  district,  from  which,  as  has  been  previously 
pointed  out,  similar  stone  is  sent  in  very  large 
quantities,  the  Cumberland  Road  Metal  Com- 
pany have  no  ground  of  complaint,  and  the  rates 
given  are,  as  they  state,  very  much  below  what 
the  railway  companies  are  entitled  to  charge. 
{^The  Tables  loerc  handed  in.) 

15389.  In  your  evidence  upon  the  first  day  of 
your  examination  you  said  that  you  had  spent 
900,000/.  upon  the  block  system,  which  had  been 
placed  to  revenue  account  ? — Yes. 

15390.  Other  companies,  I believe,  would 
have  charged  that  to  capital  account,  would  they 
not  ? — I think  the  practice  of  the  companies  is 
not  the  same.  In  some  cases  the  amount  is 
wholly  or  partially  charged  by  other  companies 
to  capital. 

15391.  If  you  had  followed  the  ordinary 
course,  that  900,000  /.  would,  either  have  been 
available  for  increased  dividend,  or  it  would  have 
enabled  you  somewhat  to  reduce  the  rates  of  car- 
riage ? — If  we  have  pursued  any  other  course 
than  that  which  the  company  adopted,  it  would 
be  rather  problematical  for  me  to  say  whether  it 
would  have  been  in  reduction  of  rates  or  in  in- 
crease of  dividend. 

15392.  It  would  have  been  in  diminution  of 
the  expenses  side  of  the  revenue  account  of  the 
company  ? — Yes. 

15393.  Do  you  recollect  the  statement  put  in 
by  Mr.  Harrison,  the  Mayor  of  Blackburn? — I 
have  seen  it  this  morning,  but  I have  not  had 
time  to  refer  to  it.  It  appears  to  me  that  as  it 
relates  so  much  to  the  Lancashire  and  Yorkshire 
Company’s  district  it  would  be  better  for  the 
Lancashire  and  Yorkshire  representative  to 
answer  any  question  it  may  be  thought  desirable 
to  put  upon  it. 

15394.  These  complaints  refer  jointly  to  your 
company  and  the  Lancashire  and  Yorkshire  Com- 
pany ? — I have  not  read  the  statement  accurately ; 
but  I assume  that  it  does,  because  it  refers  to 
Preston  and  other  places  to  which  w^e  are  carrying 
conjointly  with  the  Lancashire  and  Yorkshire. 

15395.  Lou  do  not  say  that  you  are  not  pre- 
pared to  answer  any  questions  upon  it.  Now, 

I think  there  is  an  agreement  between  your  com- 
pany and  the  Lancashire  and  Yorkshire  Company 
foradivision  of  traffic,  is  there  not? — Yes,  we  have 
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had  agreements  with  the  Lancashire  and  York- 
shire Company  now  for  close  upon  30  years,  and 
amongst  other  things  they  comprise  an  agree- 
ment for  division  of  traffic  between  competing 
points,  and  for  a general  interchange  of  facilities 
between  the  two  companies. 

15396.  And  it  practically  does  away  with  any 
competition  between  the  two  companies  between 
those  2?oints  ? — It  practically  keeps  the  rates 
equal  between  the  same  pjoints  ; we  agree  the 
rates  with  the  Lancashire  and  Yoi-kshii-e  Com- 
pany as  we  do  with  every  other  company  between 
competing  points. 

15397.  The  principal  allegation  Is  that  the 
rates  were  materially  increased  in  1872  on  ac- 
count of  the  high  price  of  coal,  and  for  many 
other  reasons,  and  that  they  have  not  been 
since  reduced  ; perhaps  you  would  not  mind  in- 
forming the  Committee  why  the  rates  have  not 
been  reduced? — That  I can  hardly  answer;  I 
think  I admitted  in  answer  to  a previous  ques- 
tion from  you,  that  the  rates  I found,  on  inquiry, 
had  not  been  reduced ; on  the  whole,  probably, 
the  rate  is  a fair  rate,  and  has  not  come  under 
consideration. 

15398.  But  I wish  to  ask  you  one  or  two 
questions,  if  you  will  refer  to  the  general  Report 
of  the  Board  of  Trade  ; with  regard  to  the  ex- 
penses in  1873  and  1874,  and  the  expenses  now. 
You  will  find  in  page  23,  paragraph  12,  that  on 
your  own  line  the  receipts  per  train  mile  from 
passengers  in  1873,  when  the  rates  were  raised, 
were  GO'29  d.,  and  those  receipts  have  fallen  in 
1879  to  53  49r?.  ; whereas  the  receipts  for  goods 
in  1873  were  76’24f/.,  and  they  have  increased  in 
1879  to  8L30f/.  ? — Yes,  that  is  so. 

15399.  And  at  the  same  time  the  cost  per 
train  mile  has  fallen  from  38’21  d.  in  1874  to 
34‘64  d.  in  1879.  Then  it  simply  comes  to  this, 
that  there  is  a reduction  in  the  cost  per  treiin 
mile  between  1874  and  1879  of  3'57 d.,  and  there 
is  an  increase  in  the  goods  receipts  of  3’97  d., 
making  a nett  gain  on  goods  between  1874  and 
1879  of  7 ‘54:d.  per  train  mile  ? — If  these  figures 
embrace  every  item  (I  have  no  doubt  they  are 
correct  from  information  which  is  suj^plied  to  the 
Board  of  Trade),  it  would  appear  that  there  has 
been  an  increased  profit  upon  the  goods  train 
mileage. 

15400.  At  the  same  time  I wish  to  draw  your 
attention  to  this,  that  there  has  been  a loss  upon 
the  passenger  traffic  during  that  time? — Yes,  a 
considerable  loss,  or  I would  rather  say  a con- 
siderable reduction  in  the  earning  rate  per  mile. 

15401.  Still  you  have  a reduction  in  the  cost 
per  train  mile  on  the  passengers  the  same  as  you 
have  on  goods? — We  have  a reduction  in  the 
earnings  of  the  passenger  trains  during  that 
period,  and  an  increase  in  the  earnings  of  the 
goods  trains. 

15402.  Are  you  aware  that  the  same  applies 
to  the  Lancashire  and  Yorkshire  Company  { — I 
have  not  studied  the  Lancashire  and  Yorkshire 
accounts. 

15403.  Would  you  take  the  figures  for  the 
Lancashire  and  Yorkshire  Railway,  because  this 
is  rather  important  in  our  neighbourhood,  and  a 
good  deal  of  interest  attaches  to  this  question. 
Taking  goods,  for  example,  in  1873  (I  believe 
5 F 2 you 
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you  will  find  it  at  page  23,  paragraph  12),  the 
goods  receipts  Avere  92‘7 1 r/. ; in  1874  they  were 
87’.57  </.,  and  in  1879  they  were  99'68  rf.  : that 
shoAvs  a very  material  increase  betAveen  1874 
and  1879? — It  does;  it  shoAvs,  as  far  as  I can 
make  out,  about  a shilling. 

15404.  While,  during  the  same  period,  the 
cost  of  running  trains  had  materially  decreased  ; 
that  appears  on  jiage  25,  the  decrease  being 
2-78  d.  ?— Yes. 

15405.  Then  together  you  have  a net  decrease 
in  the  cost  of  running  the  goods  trains  upon  the 
Lancashire  and  Yorkshire  Raihvay  of  9‘75  d.  per 
train  mile? — Yes,  that  appears  to  be  so. 

15406.  Then  as  your  company  and  the  Lan- 
cashire and  Yorkshire  Company  are  practically 
amalgamated  in  these  districts,  then  each  of 

you ? — I cannot  adopt  the  suggestion  of  being 

practically  amalgamated,  because  the  Lancashire 
and  Yorkshire  Company  are  Avorking  A’ery  ac- 
tively Avith  the  Midland  Company  throughout 
the  Avhole  of  that  district,  and  Avith  the  Great 
Northern  Company  to  a certain  extent. 

15407.  Then  I may  put  it  that  you  divide  the 
traffic  ? — ^We  divide  the  traffic. 

15408.  And  each  charge  your  customers  for 
it? — Yes,  betAveen  the  same  points. 

15409.  Then  you  have  each  materially  reduced 
your  cost  of  carriage,  or  rather  increased  your 
profit  on  the  goods  since  1874? — It  Avould  appear 
from  the  figures  you  haA'e  quoted,  that  there 
would  be  an  apparent  increase  of  profit  upon  the 
working  of  the  goods  train  mileage  since  the 
period  you  mention.  ■ 

15410.  Would  you  not  say  that  this  shows  that 
the  Lancashire  and  Yorkshire,  and  the  London 
and  North  Western  Kail  way  Companies,  are 
maintaining  their  goods  traffic  at  unnecessarily 
high  rates? — I think  not.  I think  that  the  rates 
which  are  princijially  concerned  are  rates  from 
Liverpool  to  comparatively  short  distances.  For 
Instance,  Leeds,  Avhich  is  the  extreme  limit  that 
the  Lancashire  and  Yorkshire,  and  ourselves 
carry  is  not  more  than  70  miles  aAvay ; the 
shorter  distances,  such  as  to  Bolton,  Avhich  is  a 
little  more  than  20  miles  ; to  Manchester,  Avhich 
is  30  miles,  and  in  the  Oldham  district,  which  is 
six  or  seven  miles  further,  the  traffic  in  those 
districts  is  relatively  more  costly  to  work,  and 
the  rates,  admitting  all  the  princii)les  we  have 
been  contending  for,  ought  relatively  to  be 
higher  than  in  those  further  districts. 

15411.  Would  you  not  say  that,  if  the  com- 
pany Avere  getting  much  more  out  of  it  than  they 
were  previously  to  1874,  that  Avas  a reason  Avhy 
the  company  should  reduce  the  rates  to  Avhat 
they  Avere  before  that  time  ? — Considering  that 
the  company  have  Incurred  an  increased  cost  to 
give  extra  facilities,  I cannot  admit  that  that  is 
a reason  for  decreasing  the  rate.  In  your  OAvn 
toAvn  Ave  have  just  built  one  station  and  are 
building  another.  At  the  Liverjiool-road,  in 
INIanchcster,  I supj)Ose  Ave  are  spending,  at  this 
present  moment,  at  least  100,000  /.  in  ncAv  goods 
sheds,  for  carrying  on  the  business. 

15412.  Is  not  that  on  account  of  the  increase 
of  traffic  in  the  tOAA'ii  ?—  No  douht  it  is  on  account 
of  the  increase  of  traffic  ; but  that  being  an  ex- 
penditure uj)on  cajntal  account,  Avhich  does  not 
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appear,  of  course,  in  these  accounts,  Ave  have  to 
take  that  into  consideration,  and  Ave  must  have 
an  increased  profit  to  enable  us  to  pay  for  this 
increased  expenditure. 

15413.  But  you  already  have  that,  have  you 
not? — No,  Ave  are  constantly  spending  in  the 
way  of  noAV  goods  sheds,  as  1 have  stated,  and  in 
Liverpool,  at  the  Atlantic  Dock,  Ave  are  spending 
I slnnild  say  very  little  short  of  from  300,000  1. 
to  400,000/.;  therefore  I say  we  require  a larger 
margin  upon  the  goods  traffic  if  Ave  are  to  give 
the  public  this  increased  means  of  conducting  the 
business. 

15414.  Is  not  the  best  indication  that  you  are 
charging  too  much  from  this  district,  that  many 
of  the  goods  Avhich  did  go  by  rail  are  noAV  going 
by  road?— I am  not  aAvare  that  they  do  to  any 
extent. 

15415.  Are  you  not  aAvare  that  a quantity  of 
goods  Avhich  did  go  by  the  Lancashire  and  York- 
shire and  London  and  North  Western  Raihvays, 
are  noAV  going  by  road  ? — BetAveen  Avhat  points 
may  I ask  ? 

15416.  BetAveen  Preston  and  Blackburn,  and 
very  largely  indeed  betAveen  Bolton  and  Man- 
chester?— Those  two  cases  I am  not  aAvare  of. 

15417.  WAuld  you  be  suprised  to  learn  that 
firms  Avhich  are  doing  business  to  the  extent  of 
100  tons  a day,  are  doing  the  Avhole  of  their  Avork 
by  carts  betAveen  Bolton  and  Manchester,  AA'hereas 
they  used  to  send  it  by  train? — I should  be  sur- 
prised to  hear  it ; but  there  may  be  sjAecial  cir- 
cumstances Avith  regard  to  particular  firms  in 
Avhich,  saving  the  cartage  at  both  ends,  the  cir- 
cumstances Avould  be  about  equal ; they  may  not 
be  making  any  great  profit  upon  the  carting,  but 
they  may  be  getting  more  coiwenience. 

15418.  I cannot  induce  you  to  say  that  you 
ought  to  reduce  the  rates  to  those  which  existed 
previously  to  1874? — If  there  is  any  particular 
rate  either  at  Bolton  or  Blackburn  Avhich  is 
pressing  unduly  upon  the  trade,  and  I assume 
that  Ave  are  not  exceeding  our  poAvers  to  charge 
in  any  respect,  if  that  Avere  fiiirly  represented  to 
us,  or  the  Lancashire  and  Yorkshire  Company, 
or  the  Midland  Company,  or  the  other  companies 
concerned,  Ave  should  take  it  into  consideration, 
and  endeavour  to  meet  the  vieivs  of  the  merchants 
AAuth  regard  to  it,,  W'^e  have  had  no  such  rejire- 
sentation;  and  as  to  the  cartage  of  traffic,  I 
ahvays  kncAv  there  Avas  a little  going  on  between 
Bolton  and  Manchester;  but  as  regards  carting 
betAveen  Preston  and  Blackburn,  I am  surjirised 
to  hear  it. 

15419.  I think  you  stated  that  there  aa'us  no 
com])ensatory  gain  for  the  exti'a  expense  of  the 
block  system;  are  you  aAvare  of  Avhat  compensa- 
tion is  now  paid  for  accidents? — I did  not  intend 
to  say  there  had  been  no  compensatory  gain.  I 
admitted  that  there  had  been  feAAur  accidents, 
and  that  even  if  Ave  had  to  pay  a larger  sum  it 
Avas  a good  investment,  Avitli  a vieAV  to  secure 
greater  safety. 

15420.  You  Avould  not  say  that  you  Avould  haA'e 
to  charge  increased  rates  on  account  of  the  more 
costly  block  system? — No;  but  I mentioned  that 
as  one  element  of  the  increased  AVorking  cxjienses 
of  late  years. 

15421.  Can  you  give  me  the  figure  for  com- 

jiensation 
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pensation  for  1875  for  personal  injury,  and  com- 
pare it  with  1879?— Do  you  mean  on  our  rail- 
way ? 

15-122.  Upon  the  railways  generally  in  the 
kingdom? — It  works  out  at  a fraction  of  a penny 
a mile,  or  something  of  that  kind.  I think  those 
figures  will  be  very  misleading. 

15423.  In  one  case  it  comes  to  ’43  rf.,  and  in 
another  case  it  comes  to  •22d.\  am  I right  in 
assuming  that  the  amount  paid  for  compensation 
is  only  half  that  which  was  paid  in  1875  ? — I 
think  so  ; and  it  is  very  satisfactory  to  find  that 
the  large  expenditure  which  has  been  going  on 
during  the  last  10  years  has  resulted  in  bringing 
down  the  average  cost  per  mile  from  ’44  d.  to  "22  d., 
and  will  doubtless  continue  to  decrease  in  the 
future. 

15424.  'I'hen  in  the  future  the  introduction  of 
the  block  system  really  ought  not  to  be  considered 
an  increased  cost  to  the  railway  companies  ? — 
As  far  as  we  are  concerned,  I have  said  that 
whilst  the  amount  paid  to  passengers  has  de- 
creased, the  expenditure  of  the  company  in  those 
safety  appliances  has  been  maintained  at  the 
maximum  charge  now  for  10  years  at  close  upon 
90,000  /.  a year. 

15425.  Then  speaking  of  the  expenses  of  ter- 
minals, you  rather  connected  them,  I think,  with 
the  sum  of  2,000,000  1.  expended  on  sidings  at 
Edge  Hill,  and  other  places? — My  recollection 
is  that  I said  that  those  two  millions  of  money  had 
been  spent  upon  stations  alone  in  Liverpool,  and 
that  in  addition  to  that,  we  had  constructed 
sidings  of  about  30  miles  at  Edge  Hill,  and  had 
many  others  under  consideration. 

15426.  Do  you  intend  the  Committee  to  infer 
from  that  that  the  interest  upon  the  outlay  of 
those  sidings  at  those  stations  should  be  con- 
sidered in  the  terminal  charge  ? — As  an  element 
in  assessing  the  terminal  charge,  most  certainly. 

15427.  Would  it  be  possible  to  work  the  traffic 
without  those  sidings  and  those  appliances  ? — 
No;  and  therefore,  as  I say,  as  it  would  be  im- 
possible to  work  the  traffic  without  those  sidings 
and  appliances,  it  is  fair  that  the  company  should 
be  compensated  for  this  amount  of  money  which 
they  have  to  spend. 

15428.  If  you  had  not  made  these  sidings  and 
appliances,  and  the  traders  were  to  bring  their 
traffic  to  your  line  of  railway,  you  could  not  dis- 
patch your  traffic,  could  you  ? — It  is  quite  true 
that  you  could  not  carry  on  the  business  of  the 
railway  without  stations  ; but  it  appears  to  me 
that  is  no  reason  why  you  should  not  be  paid  for 
providing  the  accommodation  which  is  necessary  ; 
it  might  be  said  that  if  you  did  not  provide  it 
you  could  not  carry  on  the  railway ; but  as  Par- 
liament has  laid  down  that  we  are  to  be  paid  for 
carrying  on  the  traffic,  I think  it  is  fair  that  we 
should  be  j^aid  if  we  are  carrying  on  the  traffic 
with  the  accommodation  we  have  provided. 

15429.  Do  you  consider  that  it  is  any  less  ex- 
pensive to  provide  for  the  accommodation  of 
passengers  than  of  goods  ? — The  two  things  are 
not  at  all  compai’able  ; thfe  two  things  are  not  on 
all  fours;  in  the  one  case  Parliament  has  dis- 
tinctly recognised  the  right  of  a special  payment 
with  regard  to,  as  we  say,  all  the  services;  some 
gentlemen  say  with  regard  to  part  of  the  services, 
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and  that  is  the  difference  which  exists  between 
us  upon  that  point. 

1 5430.  Notwithstanding  that,  you  contend  that 
these  expenses  are  caused  by  matters  incidental 
to  the  traffic  which  are  necessary  to  the  conduct 
of  the  business  ; do  you  think  you  ought  to  charge 
a considerable  sum  for  them  over  and  above  the 
recognised  rate  specified  by  Parliament  ? — I do 
not  say  a considerable  sum,  I say  a reasonable 
sum. 

Mr.  Bolton. 

15431.  An  honourable  Member  asked  you  in 
the  last  question  wli ether  those  expenses  were 
not  incidental  to  the  traffic,  but  I think  the  Acts 
do  not  speak  of  things  being  “ incidental  to 
traffic  ” in  any  case  ; I take  it  it  is  incidental 
to  conveyance.”  Now  are  sidings  at  goods  sta- 
tions incidental  to  conveyance  ? — They  are  ab- 
solutely necessary ; the  business  could  not  be 
carried  on  without  them. 

15432.  That  is  quite  true  ; but  are  they  inci- 
dental to  the  conveyance  along  the  line,  by  the 
railway  company,  of  the  traffic? — They  are  not 
actually  necessaiy  for  the  conveyance,  but  then 
there  come  the  marshalling  and  sorting  sidings, 
which  have  to  be  provided  before  the  conveyance 
can  begin. 

15433.  But  that  is  not  incidental  to  the  con- 
veyance ? — That  is  not  incidental  to  the  convey- 
ance. 

15434.  Do  you  hold  that  the  receipt  per  train- 
mile  of  goods  is  an  exact  barometer  of  the  benefit 
to  the  railway  company  of  the  traffic  which  it  is 
carrying  ? — I do  not.  I have  endeavoured  to 
explain  to  the  honourable  Member  for  Bolton 
that  the  cost  with  regard  to  the  goods  must  be 
taken  in  view  of  the  expenditure  of  capital,  as 
well  as  the  working  expense  per  train  mile. 

15435.  And  the  more  expenditure  you  can 
afford  to  make,  so  as  to  facilitate  the  loading  and 
unloading,  and  increasing  of  the  load  per  train,  all 
that  adds  to  the  receipt  per  train  mile,  while  at 
the  same  time  it  may  not  actually  reduce  the 
expenditure  to  you  ? — That  is  so. 

15436.  Do  you  hold  that,  where  an  arrange- 
ment is  made  as  to  rates,  competition  between 
railways  is  thereby  destroyed  ? — No,  there  is  the 
competition  of  convenience  and  advantage  as  far 
as  the  public  is  concerned,  which  is  constantly 
going  on  ; in  fact,  the  speed  and  regularity  with 
which  the  business  is  conducted,  the  convenience 
which  is  given  with  regard  to  the  situation  of 
stations,  and  many  other  things,  are  matters  of 
active  competition,  whilst  there  is  no  actual  com- 
petition in  rates. 

15437.  But  would  there  not  be  a very  great, 
in  fact  an  enormous  saving  to  the  companies  in 
many  cases,  and  a saving  also  to  the  public  in 
the  end,  if  amalgamations  pure  and  simple  were 
allowed  between  railway  companies  ? — We 
thought  so  in  the  case  of  the  Lancashire  and 
Yorkshire  amalgamation,  which  Parliament  did 
not  allow  to  i)roceed ; but  in  many  other  cases, 
such  as  the  Chester  and  Holyhead  Hallways,  and 
the  Lancaster  and  Carlisle,  the  economy  of 
working  them  as  com])ared  with  being  inde- 
pendent concerns  has  been  very  much  to  the 
jmblic  interest. 
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15438.  Could  you  offer  an  opinion  upon  the 
point  whether  it  would  he  in  the  interest  of  tlie 
railway  companies,  assuming  that  amalgamations 
were  allowed,  to  offer  as  compensation  to  the 
jniblic  for  the  loss  of  competition,  a fixed  reduc- 
tion in  the  inaximnm  rates  f — I might  perhajis 
ea,y  that  the  general  course  in  tlie  case  of  amal- 
gamations coming  before  Parliament  is  that  every 
trading  interest  is  entitled  to  be  represented 
before  the  Committee,  and  in  a great  many  cases 
amalgamations  are  only  granted  upon  the  modi- 
fication of  the  tolls  of  tlie  company. 

15439.  Do  you  think  it  would  be  in  the  in- 
terest of  the  railway  comjiany  to  concede  a re- 
duction in  the  maximum  rates  in  return  for  per- 
mission to  amalgamate  ? — We  have  had  to  do  it 
in  several  cases ; the  most  recent  case  that  I 
know  is  a case  in  Cumberland  where  some  three 
vears  ago  we  took  a lease  of  the  Whitehaven, 
Cleator,  and  Egremont  liailway  at  10  per  cent., 
it  was  oj)poEcd  by  the  traders  to  some  extent, 
and  the  lesult  of  th.e  op])osition  was  an  agree- 
ment with  the  traders,  in  which  we  undertook  to 
reduce  the  rates  one-half. 

15440.  I presume  you  are  aware  that  such 
reductions  have  been  olltred  where  j)roposals  for 
amalgamation  have  been  made,  apart  from  the 
bills  you  have  referred  to? — 1 am  aware  that 
they  have. 

15441.  We  have  had  some  information.  I 
may  say  Ave  have  had  very  bitter  complaints 
from  Liverpool,  rvith  reference  to  the  disadvan- 
tage under  Avhich  that  p'  l t Avas  placed  by  the 
so-called  excessive  charges  of  the  railAvay  com- 
panies from  Liverpool  ; have  you  any  information 
to  give  the  Committee  (I  tliink  you  have  in 
i^pjiendix  C.  of  your  evidence)  Avith  reference  to 
the  charges  at  Liverjiool  itself  made  by  the  Dock 
Board.  1 find  that  the  Liverpool  charges  upon 
cotton  are  8s.  \\d.  jicr  ton? — The  cost  of  im- 
porting  goods  and  delivering  them  at  the  railway 
stations  is  that  amount. 

15442.  IIoAV  much  of  that  is  paid  for  dock  and 
town  dues  ? — There  is  another  aj)pendix  Avhich 
gives  that.  The.  tonnage  dues  are  1 5.  5 rf.  per 
ton ; discharging  9 d.  per  ton  ; dock  and  toAvn 
dues,  3 s.  6 d,  per  ton  ; cartage,  1 s.  3 d.  per  ton, 
and  the  porterage,  Avhich  is  10  ])er  cent,  upon 
that,  appears  to  be  1 s.  1 r/.,  making  altogether 
8 s.  \id. 

15443.  The  dock  and  tOAvn  dues  alone  are 
3 s.  6 d.  a ton,  is  not  that  so  ? — Yes. 

15444.  If  you  look  along  the  list  upon  the 
same  line,  “ cotton  Avool,”  I think  you  Avill  find 
that,  Avitli  the  exception  of  London  and  the  neiv 
dock  at  Carston,  3 s.  6 di.  per  ton  for  dock  and 
town  dues  is  more  than  the  Avhole  cost  of  import- 
ing the  goods  and  delivering  them  to  the  railway 
stations  at  any  port  upon  your  list? — That  is  so. 

15445.  Can  you  give  me  any  reason  Avhy  that 
should  be? — It  is  rather  a long  story,  but  gener- 
ally it  is  this,  that  the  anchorage  and  lighting 
charges  at  the  port  of  Liverjiool  Avere  granted 
by  some  very  old  charters,  going  back  to  a A'ery 
distant  period,  but  the  first  Act  which  appears  to 
have  been  passed,  Avilh  regard  to  the  Liverpool 
Dock  and  Toavii  dues,  Avas  in  1708-9,  and  then 
there  ap])cars  to  have  been  Irecpient  legislation 
Avith  regard  to  those  charges,  extending  from 
that  period  doAvn  to  the  still  more  recent  period 
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of  1851.  In  1851  there  Avas  an  Act  passed  which 
])rovided  for  an  alteration  in  the  constitution  of 
the  Committee  appointed  to  administer  the  estate 
of  the  Liverpool  Dock  Dues,  Avhich  does  not 
appear  to  have  Avorked  very  satisfactorily  ; and 
subsequently,  in  1857,  there  Avas  an  Act  passed 
for  merging  the  docks  of  Liverpool  and  Birken- 
head into  one  estate.  That  resulted  in  the  con- 
stitution of  the  present  Dock  Board,  and  the 
election  of  the  various  trading  interests,  and  what 
not,  interested  in  Liverpool  ; and  the  result  of 
that  arrangement  Avas  that  the  Mersey  Dock  and 
Harbour  Board  had  to  compensate  the  town  of 
Liverpool,  for  the  vested  interests  Avhich  it  ac- 
quired during  the  Avhole  of  that  previous  period 
of  150  years  nearly,  and  they  actually  pay  the 
interest  upon  the  sum  of  a million  and-a-half,  for 
relinquishing  and  transferring  the  toAvn  and 
anchorage  dues  and  the  landing  stage.  Tlie  pay- 
ment Avas  lo  be  spread  over  a period  of  seven 
and-a-half  years.  I am  not  sure  that  the  money 
has  been  actually  paid,  because  I think  it  appears 
from  a more  recent  account  of  the  Dock  Board, 
either  that  it  is  being  paid  in  principal,  or  that 
interest  is  still  being  paid  upon  it.  Then,  of 
course,  there  Avas  the  sum  raised  upon  the  same 
security,  1,143,000  /.,  I think  it  Avas,  for  purchas- 
ing the  Birkenhead  Docks,  Avhich  had  previously 
been  a very  unprofitable  speculation  on  the  part 
of  the  Birkenhead  Commissionei's;  those  charges, 
no  doubt,  have  all  to  be  paid  for  out  of  the 
current  trade  of  the  port. 

15446.  I hen  Avhat  becomes  of  the  interest  of 
that  money  ? — It  is  paid  to  the  Corporation,  and 
I jiresume  it  is  spent  for  tOAvn  purposes. 

15447.  Then  really  the  truth  is  that  the  town 
taxes  traffic  to  the  extent  of  about  100,000  1.  a 
year  for  transit  dues  ? — It  is  so  ; it  is  fair  to  say 
that,  at  the  time  the  settlement  took  place  in 
1857,  it  was  a good  deal  opposed  by  the  trading 
interests  of  Lancashire  and  Yorkshire,  and  a 
good  deal  of  modification  Avas  made  in  the  toll 
poAver  ; the  poAver  of  charging  upon  goods  pass- 
ing through  tlie  port  of  Liverpool,  and  upon  the 
1st  of  January  this  year  I find  that  some  further 
modification  Avas  made  in  the  charges  by  the 
Mersey  Docks  and  Harbour  Board. 

15448.  Still  the  fact  remains  that  the  interest 
on  this  nearly  three  million  of  money  has  to  be 
found  someAvhere,  and  that  that  Interest  is  prac- 
tically a charge  upon  the  traffic  of  the  Lancashire 
district  passing  through  Liverpool,  in  and  out? 
— Yes,  it  is  so. 

15449.  From  Avhich  the  trade  itself  derives  no 
benefit  Avhatever,  as  far  as  you  are  aware  ? — As 
far  as  I am  aware,  it  does  not. 

15450.  Has  your  attention  been  directed  to  a 
report  by  the  Commercial  Secretary  to  the 
Embassy  at  Berlin,  Mr.  CroAve,  in  Avhich  he 
details  the  arrangement  by  Avhich  the  rates  are 
fixed  on  the  foreign  railways? — Yes,  I read  that 
rej)ort  very  carefully. 

15451.  I think  the  traders  and  the  repre- 
sentatives of  the  raihvay  meet  and  discuss  the 
various  points,  and  fi.x  the  rates,  do  they  not  ? 
I Avish  to  kuoAv  hoAV  the  matter  is  settled  in  the 
event  of  disagreement  between  the  traders  and 
the  raihvay  com])any  ? — That  does  not  appear, 
I think. 

15452.  The  probability  is  that  the  railway 
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company  assent  to  the  proposal  or  else  continue 
to  fix  tlieir  own  rates? — I take  it  that  the  abso- 
lute power  of  fixing  the  rates  is  in  the  Govern- 
ment. The  power  of  fixing  the  rates  on  the 
States  railways  is  almost  equalled  in  the  case 
of  private  railways,  because  there  they  have  to 
approve  them.  What  occurs  in  this  country  is 
that  representations  arc  made  to  the  authorities 
upon  the  subject  of  rates,  and  having  heard 
what  requires  to  be  done,  the  power  of  fixing 
them  rests  in  the  parties  concerned. 

15453.  Are  you  acquainted  with  the  rates  paid 
for  the  labour  abroad? — No,  my  idea  is  that  if 
you  get  cheap  labour  abroad,  the  quantity  of 
labour  done  for  that  money,  pretty  nearly  equal- 
ises the  difierence. 

15454.  Complaint  has  been  made  by  the 
traders  of  tlie  cost  of  bringing  fish  from  the 
north  of  Scotland.  I think  you  are  acquainted 
with  the  facts  of  that  traffic  ; will  you  tell  the 
Committee  what  is  the  cost  per  pound  on  fish 
brought  from  the  north  of  Scotland  to  London 
by  goods  train  and  by  passenger  train  ? — It  is 
about  J d.  per  lb.,  ‘29  d.  in  fact  for  that  carried 
by  goods  train,  and  for  that  which  is  carried  by 
special  passenger  train,  or  fish  train,  the  charge 
is  about  I d.  per  lb.  for  the  Avhole  distance  ; so 
that  it  can  hardly  be  the  railway  charges  Avhich 
would  prevent  fish  being  sold  either  in  London 
or  in  the  other  markets  at  a reasonable  rate. 

15455.  You  have,  I think,  a list  of  the  fish 
rates  from  the  north  of  Scotland  to  London, 
Birmingham,  and  other  places? — I have. 

15456.  Will  you  see  if  it  is  correct,  and  then 
hand  it  in? — It  is  a correct  copy  of  the  fish  rates 
as  they  exist  {handiny  in  the  same). 

15457.  You  made  some  remarks  upon  the  last 
occasion  of  your  examination  as  to  the  right  of 
railway  companies  to  charge  in  the  case  of  two 
lines  of  railway  between  two  places  if  they 
thought  proper,  by  the  longer  route  ; I under- 
stood you  to  mean  that  you  were  merely  con- 
tending for  the  legal  right  of  the  railway  com- 
panies?— Yes,  and  I think  in  the  end  1 quali- 
fied it  in  this  way  : that  it  must  be  a reasonable 
route,  and  that  we  shall  treat  all  parties  alike. 

15458.  What  I want  to  ascertain  from  you  is, 
whether  it  is  not  the  fact  that,  as  a rule,  and  an 
almost  invariable  rule,  the  shorter  route  governs 
the  rate  ? — Yes,  that  is  almost  the  invariable  rule; 
but  I should  like  to  say  one  word  with  regard  to 
that  question  of  different  rates  and  routes.  For 
instance,  I saw  in  one  of  the  public  newspapers 
that  one  of  the  witnesses,  Mr.  John  Brown, 
challenged  a statement  I made  as  to  the  distance 
between  his  collieries  at  Cannock  Chase  and 
Wolverhampton.  It  so  happens  that  between 
Walsall  and  Wolverhampton,  we  have  recently 
by  the  construction  of  two  short  curves,  ami 
running  partly  over  the  Midland  Railway,  made 
a new  passenger  route  between  Walsall  and 
Wolverhampton,  but  we  carry  neither  goods  nor 
coal  that  way ; and  in  the  explanation  I made 
the  other  day  as  to  the  distance  between  Brown- 
hills  and  \V^olverhampton,  the  distance  was 
calculated  at  about  a mile  and  a half  further 
than  the  route  by  which  the  coal  actually  tra- 
velled ; I could  multiply  these  instances,  for  in- 
stance, taking  the  fact  of  our  making  a nexv  line 
between  Rugby  and  London  ; we  go  through 
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Northampton,  which  is  a mile  or  two  further, 
and  I contend  that  there  is  nothing  to  compel  us 
to  chai’ge  the  distance  between  Rugby  and 
London  by  the  shortest  route,  assuming  we  send 
a reasonable  proportion  of  the  traffic  by  the 
other  route  which  is  2^  miles  further  round  ; I 
contend  that  we  should  be  entitled  to  charge 
under  our  toll  powers  2]-  miles  further  dis- 
tance. 

15459.  In  that  case,  as  a matter  of  fact,  you 
arc  so  far  below  your  toll  power,  that  the  ques- 
tion does  not  arise  ? — The  question  does  not 
arise. 

154G0.  The  Committee  have  had  complaints 
from  Birmingham  both  as  to  the  rates  for  glass,  and 
as  to  the  rates  for  iron  wire  ; now  it  was  pointed 
out  that  London  was  supplied  almost  entirely 
from  Belgium  with  wire,  and  also  with  glass: 
could  you  see  any  reason  why  the  company 
should  stand  by  and  see  traffic  coming  by  sea 
from  the  continent,  from  which  they  do  not  re- 
ceive a single  penny  of  revenue,  while  they 
could,  as  the  traders  contend,  supply  London 
from  Birmingham? — If  the  condition  of  the  trade 
is  accurately  stated  by  the  traders  of  Birming- 
ham, it  would  be  our  interest  at  once  to  reduce 
the  rate  to  London,  so  as  to  get  a portion  of  the 
trade  that  is  now  taken  by  the  foreigner. 

Mr.  Caine. 

15461.  Has  not  your  attention  been  called  to 
it? — My  attention  has  not  been  called  to  it ; our 
understanding  has  been,  that  there  has  been  an 
advantage  to  the  trade  in  the  low  rate  from  Ant- 
werp to  Birmingham,  because  I know  South 
Staffordshire  pretty  well,  and  I say  that  there  is 
hardly  any  manufactory  there  that  I believe  is 
making  the  wire. 

15462.  Is  there  no  drawing  of  wire? — Yes, 
they  are  drawing  the  wire,  but  I was  referring 
to  the  making  the  iron  rods. 

15463.  And  they  make  the  iron  rods  too  at 
Nettlefold’s  ? — Messrs.  Nettlefold’s  woi’ks  are  in 
Shropshire,  as  I understand;  I xvill  not  under- 
take to  say  that  they  do  not  make  the  rods  in 
South  Staffordshire,  but  there  is  a great  quantity 
of  iron  rod  drawn  into  xvire  in  Birmingham. 
Those  people  who  came  here,  if  I understand 
rightly,  are  drawers  of  wire  and  not  manu- 
facturers of  wire  iron,  and  I understood  them  to 
say  it  was  rather  an  advantage  to  them  to  get 
the  iron  wire  cheaper  to  Birmingham. 

15464.  But  you  get  the  Belgian  drawn  wire 
into  the  Birmingham  market,  as  well  as  into  the 
London  market  ? — In  answer  to  the  honourable 
Member,  I would  say  that  now  that  matter  is 
fully  before  us,  it  might  be  worth  our  while  to 
consider  whether  xve  should  not  reduce  the  rate 
between  Birmingham  and  London,  so  as  to  com- 
pete with  the  foreigner,  but  there  has  been  no 
complaint  made  to  us  as  to  the  rates  on  Birming- 
ham drawn  wire  between  Birmingham  and 
London. 

15465.  Then  all  this  has  come  upon  you  as  a 
revelation,  because  they  speak  very  strongly  of 
their  complaint  having  existed  for  two  or  three 
years? — The  complaints  have  never  reached  me 
in  any  substantial  form. 
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Mr.  Bolton. 

15466.  You  coii&idered  it  was  an  advantage  to 
the  Birmingham  manufacturers  to  have  these 
low  rates  from  Antwerp  to  Birmingham  ? — Yes, 
for  the  rods  from  which  the  wire  is  drawn.  I 
believe  there  are  two  rates,  one  for  the  wire  and 
one  for  the  I'ods,  and  that  to  a great  extent,  the 
reason  why  the  foreigner  gets  into  Birmingham 
at  the  cheap  rate  is,  that  there  is  not  always  a 
correct  declaration  made  as  to  the  article  sent. 

iMr.  Gtegory. 

15467.  It  wmuld  admit  of  a modification,  at 
any  rate  ? — It  is  a proper  case  for  modification. 

Mr.  Bolton. 

15468.  Have  you  had  any  application  for  very 
low  rates  for  that  class  of  ivire,  from  Birmingham 
to  London,  to  enable  you  to  compete  with  the 
foreign  manufacturers  to  Birmingham  ? — Not  to 
my  knowledge. 

Mr.  Monk. 

15469.  You  are  aware  that  Mr.  Kempson 
stated  that  the  charge  from  London  to  Birming- 
ham, a distance  of  113  miles,  for  drawn  steel 
wire,  was  28  s.  4 d.  per  ton,  whereas  from 
Antwerp,  a distance  of  313  miles,  it  was  only 
16  s.  8 d.  ? — I do  not  recollect  the  precise 
figure. 

15470.  You  have  already  admitted  to  the 
honourable  Member  that  such  a system  of  nurs- 
ing foreign  traffic  would  he  unfavouralfie  to  the 
Birmingham  manufacturei’s  ? — What  I have  ad- 
mitted is,  that  in  our  own  interest,  for  the  pur- 
pose of  getting  traffic  over  our  railway,  assuming 
the  facts  to  be  correct,  it  is  a case  which  we  ought 
to  rectify  and  meet. 

15471.  Would  you  admit  that  it  would  be  un- 
fair to  be  nursing  the  foreign  traffic  at  the 
expense  of  the  British  trader  ? — I think  the 
ditfei’ence  is  too  great,  but  I could  hardly  adopt 
your  exact  words  with  reference  to  nursing  the 
foreigner,  because  I do  not  think  we  do  nurse  the 
foreigner.  As  I explained  before,  there  is  the 
difficulty  with  regard  to  Blrmino'ham,  that  as  to 
the  foreign  traffic  generally  to  Birmingham,  we 
are  competing  between  ourselves ; we  ai’e  not 
bound  to  any  charge  between  Birmingham  and 
Antwerp,  and  I have  no  doubt  that  a little  more 
common  sense  will  be  the  result  of  this  incpiiry, 
and  that  the  rates  will  be  put  upon  a proper 
footing. 

15472,  There  is  one  more  question  that  I want 
to  ask  you  ; if  the  companies  can  afford  to  carry 
traffic  from  Antwerp  to  Birmingham  at  16  s.  8 d. 
per  ton,  ought  there  not  to  be  a reduction  in  the 
charge  from  London  to  Birmino-ham  ? — I am 
afraid  I cannot  do  more  than  repeat  the  answer 
that  I have  made. 

15473.  Am  1 right  in  understanding  you  to 
say  that  you  do  not  give  any  undue  preference 
on  any  part  of  your  system  to  one  trader  over 
another  ? — Yes. 

15474.  Then  how  do  you  reconcile  that  state- 
ment with  the  agreement  which  you  put  in 
between  your  company  and  the  Burton  brewers  ? 
— We  believe  that  not  to  be  an  undue  preference 
within  the  meaning  of  the  Act  and  according  to 
the  decisions  which  have  been  given  in  similar 
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instances.  This  agreement  had  never  been 
challenged  till  it  expired ; and  we  believed  that 
quantity  as  well  as  price  was  an  important 
element  to  be  taken  into  consideration  ; and 
in  this  particular  case  there  was  an  absolute 
guarantee  of  money  payment,  whether  any  traffic 
was  sent  or  not. 

Mr.  Gregory. 

15475.  Was  not  quantity  the  question  in 
Evershed’s  case  ? — No,  in  Evershed’s  case  he  had 
not  a private  siding  into  his  works,  and  com- 
plained that  the  allowance  given  to  others  for 
loading  and  unloading  was  not  given  to  him. 

Mr.  Monk. 

15476.  Does  your  company  give  any  rebate 
to  the  colliery  owners,  as  it  does  to  the  Burton 
brewers,  in  consequence  of  quantity  ? — No,  ex- 
cept ill  the  case  of  gas  contracts,  as  I mentioned 
before. 

15477.  Have  the  coal  rates  been  virtually 
fixed  for  several  years  throughout  your  system  ? 
— Yes,  I think  they  have  ; I do  not  recollect 
their  having  been  revised  now  for  eight  or  10 
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years. 

15478.  Is  the  coal  mostly  or  always  carried  in 
owners’  waggons  ? — Mostly  in  owners’  waggons  ; 
but  the  tendency  is  now  rather  towards  the 
railway  company  finding  the  waggons. 

15479.  What  is  the  difference  in  cost? — We 
quote  a rate  for  owners’  waggons  as  a rule;  we 
have  recently  supplied  a few  hundred  waggons, 
and  we  rather  make  an  extra  charge  for  the 
waggons,  according  to  the  distance  ; it  is  about 
9 d.  a ton  from  Derbyshire  to  London. 

15480.  I think  you  admitted  that  there  was  a 
greater  charge  made  for  coal  to  Willesden  than 
to  Plarrow  ; I do  not  understand  hoiv  you  ex- 
plain that  ? — Willesden  is  practically  within  the 
metropolitan  area  or  district,  and  we  charge  the 
London  rates  to  Willesden.  At  Harrow  there 
is  not  the  same  competition,  or  the  same  reason, 
and  we  charge  probably  Is.  a ton  higher  to 
Plarrow  than  we  do  to  London. 

15481.  Are  you  aware  that  Mr.  H.  Marsh,  of 
Burslem,  complained  of  certain  charges  for  the 
carriage  of  bricks  to  Camberwell  upon  the  Lon- 
don and  North  Western  line;  has  your  attention 
been  called  to  that  charge  ? — Burslem  is  a station 
upon  the  North  Staffordshire  Piailway  ; and,  if 
I recollect  rightly,  the  iVIidland  Railway  Com- 
pany have  a station  at  Camberwell,  but  we  have 
not ; it  may  be  that  the  traffic  has  passed  over  the 
Midland  Piailway  to  Camberwell,  and  it  may  be 
that  there  are  extra  charges  to  pay  for  the  use 
of  the  Metropolitan  Railway  to  get  to  Cam- 
berwell. 

15482.  Are  not  preferential  rates  given  to  the 
carriage  of  chemicals  when  they  are  intended  for 
export? — If  you  will  give  me  a case  in  point,  I 
will  tell  you. 

15483.  Is  not  there  a considerable  export  of 
chemicals  from  Liverpool  ?— 1 think,  without 
knowing  the  exact  rates,  it  is  quite  within  the 
practice  of  railway  companies  to  quote  one  rate 
for  home  consumption,  and  another  for  export. 

15484.  You  do  so  in  certain  cases? — I think 
very  likely  we  do  in  certain  cases. 

15485.  I think 
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15485.  I think  you  stated  to-day,  that  the  Lon- 
don and  North  Western  Company  is  ready  to  revise 
the  anomalous  charges  which  exist  over  their 
system? — I am  speaking  particularly  with  regard 
to  the  differences  which  exist  in  the  fourth  and 
fifth  classes  to  which  the  honourable  Chairman 
drew  my  attention,  in  whicli  in  one  case  there 
Avas  one  terminal,  and  in  another  case  there  was 
another  ; I think  that  where  the  circumstances 
are  the  same,  and  as  I said,  the  rates  have  been 
in  operation  for  a great  many  years  and  so  on, 
I have  authority  from  the  directors  to  say  that 
in  such  cases,  not  giving  up  the  principle  we  are 
contending  for  with  regard  to  terminal  charges, 
Ave  Avill  look  to  them  very  carefully,  and  have 
those  differences  put  right. 

15486.  Does  that  apply  to  any  other  com- 
panies except  your  OAvn  ? — I can  only  speak  for 
my  own  company. 

15487.  Would  it  apply  also  to  the  foreign 
trade ; we  have  heard  that  the  charge  for  the 
conveyance  of  eggs  from  Cherbourg  and  St.  Malo, 
via  Southampton,  to  Manchester  is  58  s.,  while 
from  Southampton  to  Manchester  it  is  60  s.  4 rf.  ? 
— I think  that  is  rather  a difference  in  classifica- 
tion than  in  fact.  There  are  a large  quantity  of 
eggs  from  Cherbourg,  and  none  from  Southamp- 
ton- If  eggs  Avere  presented  from  Southampton, 
Ave  should  no  doubt  be  Avilling  to  carry  them  at 
the  same  rate  as  from  Cherbourg,  but  that  is  a 
point  upon  Avhich  Mr.  Scott  s\ill  be  able  to 
answer  better  than  I can. 

15488.  I think  you  stated  that  there  Avas 
nothing  in  any  of  your  Acts  to  prevent  the  rail- 
Avay  company  sending  the  traffic  over  the  longer 
route  instead  of  over  the  shorter  route  and 
charging  the  mileage  of  the  longer  route  ? — I 
qualify  that  by  saying  that  it  must  be  a reasonable 
arrangement;  it  must  not  be  a captious  arrange- 
ment to  one  trader  as  against  another. 

15489.  If  you  Avere  directed  by  a trader  to 
send  his  goods  over  the  shorter  distance,  do  you 
think  you  Avould  be  justified  in  sending  the 
traffic  over  the  longer  route  and  charging  him 
accordingly  ? — Certainly  not. 

15490.  May  not  a trader  take  it  for  granted 
that  his  goods  will  be  sent  over  the  shorter 
route? — Yes;  I think  T Avent  so  far  as  to  say, 
that  Avhen  the  two  routes  Avere  open,  the  distances 
of  both  should  be  shown  upon  the  rate  book,  and 
the  charges  for  the  distances  as  Avell ; but  that 
is  rather  a matter  of  theory  than  of  practice, 
because,  as  I have  already  stated,  I think  the 
rates  Avould  be  practically  fixed  by  the  short 
route. 

15491.  Do  you  think  that  is  a matter  Avhlch 
should  be  left  to  the  Avill  of  the  lailway  com- 
panies?— I think  so. 

Mr.  Gregory. 

15492.  You  have  been  asked  by  the  honour- 
able Member  for  Stirlingshire,  Avhether  in  case 
an  amalgamation  of  the  raihvays  Avas  alloAved 
you  would  pledge  yourself  to  a reduction  of 
rates  ? — I could  not ; I think  each  particular 
amalgamation  must  be  taken  upon  its  own  merits 
before  the  Committee  at  the  time  it  is  de- 
cided. 

15493.  You  do  not  consider  that  raihvay  com- 
panies should  be  bound  to  propose  a reduction  of 
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rates  as  a compensation  for  amalgamation? — It 
is  generally  forced  upon  them  against  their 
Avill. 

15494.  They  are  not  volunteers  in  that  trans- 
action ? — Certainly  not. 

15495.  You  have  contended  that  railway  com- 
panies are  entitled  to  charge  for  the  longer  route 
in  case  they  have  two,  as  a matter  of  hiAV  ? — As 
a matter  of  law. 

15496.  You  knoAV  that  that  is  not  tlie  case 
Avith  the  London  cabs  ? — I am  afraid  there  is  no 
fixed  rule  Avith  regard  to  cabs  ; the  usual  practice 
apj)ears  to  be  to  charge  for  the  actual  distance 
and  as  much  more  as  you  may  like  to  give  the 
cabman. 

15497.  Do  not  you  know  that  the  cabmen 
have  to  charge  the  shortest  distance,  though  the 
passengers  may  be  taken  round  the  longer  one  ? 
— That  may  be. 

15498.  When  you  proposed  to  amalgamate 
with  the  Lancashire  and  Yorkshire,  did  you,  by 
your  Bill,  propose  any  reduction  of  rates? — 
I Avas  not  then  the  manager  of  the  company ; I 
was  not  concerned  in  the  contest  Avhich  took 
place,  I think,  in  1872  ; but  now  yon  call  my 
attention  to  it,  I think  it  Avas  proposed  in  the 
Bill,  Avhich  never  got  before  Committee,  to  assi- 
milate the  toll  poAV'ers  of  the  two  companies. 

15499.  When  you  say  the  Bill  Avas  not  before 
the  Committee,  I happened  to  be  a member  of 
the  Cominiltee  and  the  Bill  was  in  my  hands  ? — 
Was  not  that  Avhat  is  called  a hybrid  committee, 
a Committee  of  the  House  of  Commons  and  of 
the  House  of  Lords,  and  it  was,  I think,  an  in- 
vestigation into  the  Avhole  principle  of  amalga- 
mation. 

15500.  You  are  thinking  of  another  Com- 
mittee ; the  joint  Committee  of  the  House  of 
Lords  and  of  the  House  of  Commons  upon  the 
general  question  of  amalgamations,  and  they 
made  their  report  upon  the  general  question  ? — 
That  Committee  I recollect  vei’y  Avell. 

15501.  Then  there  was  a subsequent  Com- 
mittee composed  of  three  members  of  the  House 
of  Lords  and  three  members  of  the  House  of 
Commons,  Avhich  sat  upon  a group  of  Bills  for 
amalgamations? — I rather  think  that  was  in 
1873. 

15502.  Do  you  recollect  the  second  Com- 
mittee Avhen  the  Bills  Avere  brought  foiuvard  ? — 
My  recollection  is  not  very  elear  upon  the  point 
at  the  moment ; I had  not  expected  to  be  asked 
the  question,  therefore  I had  not  prepared  myself 
Avith  that  Information, 

15503.  I had  better  correct  you  upon  that 
point  ; there  Avas  nothing  in  your  Bill  jn-oposing 
a reduction  of  rates  ? — I am  informed  by  Mr. 
Roberts  that  there  Avas  a reduction  of  the  Lanca- 
shire and  Yorkshire  tolls  to  the  London  and 
North  Western  tolls,  the  Lancashire  and  York- 
shli’e  tolls  being  about  25  per  cent,  higher  than 
the  London  and  North  Western  Company’s  tolls. 

15-504.  Noav,  I Avant  to  ask  you  a question  I 
put  to  Mr.  Scott  at  the  last  meeting  of  the  Com- 
mittee : You  are  acquainted,  no  doubt,  Avith  the 
Railways  Clauses  Act,  1845  ; Avill  you  turn  to 
the  interpretation  clause ; I think  you  avIU  find 
that  the  Avord  “ Railway  ” includes  all  the  Avorks 
connected  Avith  it  authorised  by  the  special  Act  ? 
— “ The  expression  ‘ the  raihvay’  shall  mean  the 
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Mr.  Gregory — continued, 
railway  and  works  by  the  special  Act  autliorised 
to  be  constructed.” 

15505.  Does  not  the  special  Act  authorise  the 
construction  of  sidings  and  stations? — I think 
not. 

15506.  Then,  what  authority  have  you  for 
making  them? — We  make  them  very  likely  after 
the  railway  is  constructed,  as  part  of  the  necessity 
for  carr3dng  on  the  business. 

15507.  Then  it  is  part  of  the  works  authorised 
by  the  sjiecial  Act  for  the  purpose  of  the  railway 
business  ?— But  the  railway  is  authorised  to  be 
constructed  within  certain  limits  laid  down  upon 
the  deposited  jdans  ; the  deposited  plan  is  very 
seldom  set  forth  with  any  amount  of  detail  how 
the  line  should  be  constructed,  except  as  a double 
or  single  line  of  railway  from  end  to  end  ; and, 
then,  before  the  line  can  be  opened  to  the  public, 
the  Board  of  Trade  come  in  with  certain  I’equire- 
ments  which  have  to  be  complied  with  in  connec- 
tion with  the  stations  and  booking  offices,  and 
platforms  and  so  on ; but,  with  regard  to  the 
sidings,  they  are  an  adjunct  which  i-eally  grow 
up  as  the  trade  develops,  and  as  the  necessity  of 
the  line  requires  ; they  may  be  added  in  the  first 
year  of  the  life  of  a railway,  or  in  20  years 
hence. 

15508.  I think  you  will  find  the  Acts  empower 
you  to  construct  the  line,  the  sidings,  and  all  the 
necessary  works? — I think  that  would  be  the 
form. 

15509.  That  makes  them  part  of  the  railway 
under  this  clause  of  the  Act  of  1845,  does  it  not? 
— That  may  be  contended. 

15510.  It  is  a question  of  some  importance, 
because  you,  as  I understand,  claim  to  charge 
separatel}'  for  those  stations  as  against  the  public  ? 
— Yes,  under  a specific  clause. 

15511.  I will  come  to  that  directly;  but,  first 
of  all,  we  have  this  general  clause,  showing  that 
the  stations  are  part  of  the  railway  ? — Our  special 
clause  is  this  clause  62  of  our  Act  of  1846  : ‘‘And 
with  respect  to  the  conveyance  of  goods,  the 
maximum  rates  of  charge  to  be  made  by  the 
company  for  the  conveyance  thereof  along  the 
railway,  including  the  tolls  for  the  use  of  the 
railway  and  waggons  or  trucks,  and  locomotive 
powers,  and  every  expense  incidental  to  such 
conveyance,  except  a reasonable  sum  for  loading, 
covering  and  unloading  of  goods,  and  for  delivery 
and  collection,  and  anyother  services  incidental 
to  the  business  or  duty  of  a carrier,  where  such 
services,  or  any  of  them,  are  or  is  performed  by 
the  company.” 

]\Ir.  Paget. 

15512  In  that  special  Act,  what  are  the  par- 
ticular buildings  authorised  to  be  constructed ; 
are  there  any  Avords  giving  Parliamentary  autho- 
rity for  the  construction  of  stations  in  that  Act 
you  have  refeired  to  ? — This  was  the  amalgama- 
tion Act,  and  there  Avere,  no  doubt,  stations 
already  existing. 

Chairman. 

1551.3.  A raihvaj’  company  are  not  compelled 
to  go  to  Parliament  for  i)OAver  to  build  an  hotel 
at  any  of  their  termini,  are  they  ? — Yes,  they 
arc- 


Chairman — continued. 

15514.  A railway  company  cannot  erect  an 
hotel  upon  their  oAvn  land  without  applying  for 
pOAver  to  Parliament? — I think  not;  I knoAV  Ave 
have  gone  to  Parliament,  and  I knoAV  Ave  have 
been  advised  that  ue  have  no  power  to  construct 
or  manage  hotels  Avithout  going  for  Parliamentary 
poAver. 

Mr.  Gregory. 

15515.  Are  you  aware  that  there  are  reported 
cases  of  this  kind ; that  a company  has  been 
stopped,  or  attempted  to  be  stopped,  in  the  con- 
struction of  a station  as  being  over  its  limits; 
and  that  it  has  been  held  that  the  station  was 
necessary  for  the  purpose  of  the  com()ary,  and  a 
Avork  authorised  by  the  special  Act.  Let  me 
call  A’our  attention  to  the  folloAving  paragraph 
from  the  judgment  of  Lord  Hatherley,  then 
Vice  (Jhancellor,  in  the  case  of  The  Midland  Rail- 
way Company  v.  The  Ambergate,  Nottingham,  and 
Boston  and  Eastern  Junction  Raihvay  Company 
in  January  !853.  {The  following  vms  the  para- 
graph referred  to  [Hare’s  Chancerv  Reports, 
Vol.  10,  p.  369]):— 

“I  Avas  referred  to  Cother®.  The  Midland  Railway  Com- 
pany ; but  there,  Lord  Cottenbam  only  decided,  tliat  as 
the  interpretation  clame  sa.A  s,  that  ‘ railway  ’ shall  include 
the  ‘ railway  and  vA'orks,’  and  there  was  a power  to  take 
land  to  make  and  maintain  the  raihvay  and  works,  the 
company  had  power  to  take  land  for  making  a station. 
With  regard  to  all  these  interpretation  clauses,  I under- 
stand them  to  define  the  meaning,  supposing  there  is 
nothing  else  in  the  Act  Avhich  is  opposed  to  the  particular 
interpretation.  When  a concise  term  is  used,  Avhich  is  to 
include  many  other  subjects  besides  the  actual  thing 
designated  by  the  word,  it  must  always  be  used  with  due 
regard  to  tlie  time,  proper,  and  legitimate  construction  of 
the  Act.  AVhen  the  question  is  not  of  taking  land  for  the 
use  of  tlie  station,  but  the  question  is,  Avhether  other  par- 
ties have  a right,  under  the  toll  clause  in  ti  e general 
Act,  of  using  the  railway  on  payment  of  tolls,  I think, 
to  say  the  least,  it  is  extremely'  doubtful  whether  that 
implies  a right  to  use  the  station,  and  for  this  reason,  that 
the  tolls  are  imposed  per  mile.  They  are  mileage  tolls 
imposed  on  all  parties  who  use  the  railway',  Avhich  is  a 
matter  of  easy  calculation.  The  use  of  the  station  is  an 
entirely'  different  thing.  The  station  is  probably  erected 
by  the  company  at  a great  ex|)ense,  for  their  OAvn  con- 
venience, the  company  not  only  making  and  maintaining 
the  railway,  but  carrying  on  also  the  business  of  carriers  ; 
and  it  Avould  seem  a strong  thing  to  contend,  that  the  use 
of  the  station,  of  that  Avhich  may  have  cost  a great  pro- 
portion of  the  Avhole  outlay',  is  to  be  throAvn  in  on  pay- 
ment of  the  mileage  toll.  Take,  the  GreenAvich  Raihvay', 
for  instance  ; there  might  be  tAVO  or  three  miles  of  rail- 
way to  run  over,  and  yet  tlic  persons  paying  the  mileage 
toll  Avould  claim  all  the  advantages  and  the  accommo- 
dation afforded  at  the  station.  I think,  looking  at  the 
scope  of  the  clause,  which  jrrovides  that  on  payment  of 
tolls,  the  railAA'ay  shall  be  free,  tiiat  it  may  be  consistent 
Avith  a more  reasonable  construction  to  say  that  every- 
body may  have  the  use  of  the  railway  ; that  they'  have 
the  poAver  of  buying  land  adjacent  to  tlie  railway;  and 
if  they' have  such  land,  they  have  by'  the  general  Acta 
pOAver  of  laying  doAvn  a line  of  rails  communicating  Avith. 
the  raihvay;  and  then  they  may  fem  their  OAvn  station, 
and  by'  paying  a mileage  toll,  they  may'  use  the  public 
raihvay'  as  a means  of  transit  in  order  to  carry  them  from 
their  oAvn  station,  Avhich  they'  may  have  made  on  one  piece 
of  ground,  to  another  station  Avhicli  they'  may'  hat'e  made 
on  another  piece  cf  ground.  If  it  should  ever  come  to  be 
decided,  it  is  certainly'  very  doubtful  Avhether  the  use  of 
the  railAA'ay,  on  pay'incnt  of  the  tolls,  Avill  include  the  use 
of  the  station.” 

— There  inaj'  have  been  such  cases;  but  I am 
afraid  these  legal  questions  are  more  questions  of 
argument  than  anj'thing  that  I can  rejily  to. 
Generally,  I may  say,  as  I said  at  the  beginning, 
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Mr.  Gregory — continued. 

that  we  rest  our  claim  upon  this  particular  clause, 
and  upon  the  fact  of  the  principle  of  charging 
terminals  having  been  acquiesced  in  both  by 
Parliament  and  by  the  public  for  so  long  a time  ; 
and  further,  that  they  are  necessary  to  carry  on 
the  business  of  a railway  company. 

15516.  You  contend' for  this  right  upon  the 
basis  of  the  clause  you  have  put  in.  Now  I will 
ask  you  this  question ; is  it  not  the  case  that  in 
some  lines  they  have  the  words  specially,  “to 
charge  for  stations  or  sidings,”  in  addition  to  the 
words  “for  loading  and  unloading?” — Yes,  I 
think  I gave  the  case  of  the  North  Jrtaffordshire 
Act  as  containing  those  words. 

15517.  Is  it  not  the  fact  that  in  those  cases  they 
could  not  charge  without  special  provisions  ? — I 
believe  in  the  North  Staffordshire  case  they  had 
great  difficulty  with  the  traders,  and  there  was 
some  doubt  about  it,  and  it  ended  in  an  agree- 
ment between  the  company  and  the  traders,  and 
the  insertion  of  a particular  clause  to  that  effect 
in  their  Act  of  last  year. 

15518.  Which  clause  goes  beyond  the  clause 
which  you  have  put  in,  and  upon  which  you  rely? 
— It  goes  beyond  the  clause  I have  put  in. 

Mr.  Paget. 

15519.  That  Act  to  which  you  have  referred  is 
the  Amalgamation  Act? — It  is. 

15520.  Are  you  able  to  hand  in  to  the  Com- 
mittee any  special  Act  which  had  passed  pre- 
viously to  that,  under  which  you  have  authority 
to  construct  any  portion  of  your  railway ; have 
you  any  Act  which  you  could  hand  in  for  re- 
ference ? — I have  only  another  clause,  and  t'.iat  is 
from  the  Lancaster  and  Carlisle  Railway  Act, 
where  there  is  a specific  ])ower  (that  clause  has 
been  read  to  the  Committee  I think)  to  charge 
fur  the  use  of  the  stations. 

15521.  That  would  be  exceptional,  but  may  I 
take  it  that  under  your  ordinary  special  Act  the 
clause  would  run  giving  you  authority  to  con- 
struct the  railway  and  to  provide  stations  ? — Yes, 
as  a rule  that  would  be  so,  and  this  clause  in  the 
Act  of  1846  is  continued  or  incorporated  in  regard 
to  all  new  lines  that  have  been  constructed  by 
the  London  and  North  Western  Company  since 
that  time. 

15522.  So  that  your  stations  would  have  been 
constructed  under  the  authoi'ity  of  the  special 
Act  ? — I could  hardly  say  yes  to  that,  without 
some  qualification ; as  I said  befoi'e,  you  must 
get,  no  doubt,  a special  power  to  acquire  the 
land  upon  which  the  station  shall  be  built,  and  I 
think  that  is  all  the  power  we  require  from  Par- 
liament; from  time  to  time  we  may  build  or  not 
build  the  stations,  and  open  or  close  them. 

15523.  What  is  the  maximum  rate  which  you 
are  entitled  to  charge  upon  your  system  for  the 
conveyance  of  c'oal  and  coke? — For  coal,  cannel, 
culm,  coke,  and  cinders,  conveyed  any  distance  not 
exceeding  50  miles,  a sum  not  exceeding  per 
ton  per  mile ; and  if  conveyed  for  any  distance  ex- 
ceeding 50  miles,  | d.  per  ton  per  mile  for  the 
whole  distance  travelled ; and  then  for  slack 
conveyed  a distance  not  exceeding  50  miles,  1 d. ; 
and  if  conveyed  any  distance  exceeding  50  miles, 
\ d.  per  ton  per  mile  for  the  whole  distance 
travelled. 

0.54. 


Mr.  Craig. 

15524.  Does  that  Include  waggons? — I think 
it  does;  the  section  says,  including  the  tolls  for  the 
use  of  the  railway  and  waggons  or  trucks  and  loco- 
motive power,  and  every  incidental  expense,  and 
so  on.  I take  it  to  be  so,  though  I am  not  quite 
sure.  The  woi'ds  are  : “But  the  company  shall  not 
be  compelled  to  provide  waggons  or  carriages  for 
the  conveyance  of  coal ; but  where  they  are  not 
provided,  a deduction  of  §■  d.  per  ton  per  mile 
shall  be  made  from  the  rate  for  the  carriage,”  so 
ihat  we  are  not  compelled  to  find  waggons  ; but 
if  we  do,  we  get  the  | d,  for  finding  them. 

Mr.  Paget. 

15525.  Is  a large  proportion  of  your  coal 
traffic  carried  at  less  than  your  maximum  rate? 
— I should  say  a very  large  proportion  of  it. 

15526.  Is  any  portion  of  it  conveyed  up  to  the 
maximum? — Although  the  distance  is  given  at 
50  miles,  I exjilained  previously^  to  the  Com- 
mittee that  my  belief  v/as  that  within  a radius  of 
30  miles  from  the  collieries,  wc,  as  a rule,  charge 
our  maximum  rate. 

15527.  Then,  in  addition  to  the  rate  you  have 
just  given  to  the  Committee,  yu)u  charge  a 3 cf. 
terminal  at  both  ends? — Not  at  both  ends; 
where  we  provide  the  wharfage  accommodation, 
we  are  specifically  entitled  to  charge  3 d.  I 
think  if  we  perform  any  special  service  at  the 
other  end,  we  should  reasonably  be  entitled  to 
charge  it;  but  there  is  no  specific  eractment 
empowering  us  to  charge  a certain  sum  for  any 
services.  As  a rule  we  do  not  charge  it. 

15528.  Who  puts  in  the  siding  ? — The  junction 
is  generally  put  in  at  the  cost  of  the  trader,  and 
maintained  at  his  cost,  and  the  wages  are  paid  by 
him,  and  so  on. 

15529.  You  stated  that  the  expense  to  your 
railway  company  of  carrying  the  coal  was  a 
farthing  a ton  a mile  in  certain  cases,  and  in  others 
it  was  *36  d.  per  ton  per  mile  ? — Yes,  I gave  that 
evidence. 

15530.  Could  you  give  the  Committee  a state- 
ment of  the  sum  that  it  costs  you  per  ton  per  mile 
in  those  cases  where  you  charge  up  to  your  maxi- 
mum rates  ? — In  the  distances  that  I gave,  one 
instance  only  was  Liverpool,  for  20  or  24  miles  ; 
in  Liverpool,  as  a rule,  we  charge  our  maximum 
rate,  but  tlie  estimated  cost  (for  after  all  it  is  only 
an  estimate)  of  working  does  not  Include  anything 
for  providing  the  terminal  service  where  we  do 
provide  it  at  a port  like  Liverpool. 

15531.  May  1 take  it  that  you  are  satisfied  with 
your  maximum  rate,  which  is  virtually  1 d per  ton 
for  six  miles,  and  6-8ths  of  a penny  per  ton  over 
six  miles  ; are  you  satisfied  with  those  amounts 
for  ymur  rates? — For  coal  traffic  .carried  in  large 
quantities,  or  full  train  loads,  we  have  no  fault  to 
find  with  them. 

15532.  L'pon  the  whole,  taking  your  system 
throughout,  large  traffic  and  small  traffic  together, 
it  is  a rate  which  is  remunerative  ? — I think  so. 

15533.  Speaking  from  your  experience,  do  you 
see  any  reason  why  those  figures  you  have  given 
should  not  be  inserted  as  the  maximum  rate  on 
the  railway  systems  of  other  parts  of  T.ngland  ? 
■ — I think  that  would  depend  a great  deal  upon 
circumstances.  Althougli  I have  given  the  Com- 
mittee this  toll  power,  as  the  toll  power  upon  the 
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main  line  of  tlie  London  and  North  Western 
Railway,  yet  in  certain  districts,  for  instance,  I 
went  the  other  day  from  Bettws-y-coed  to  Festi- 
niog,  where  we  have  a very  costly  railway  on  a 
gradient  of  1 in  50 ; to  carry  the  coal  up  that 
gradient  would  very  likely  cost  us  I d.  a ton,  but 
foi  tunately  in  that  country,  instead  qf  having  coal 
to  take  up,  we  have  slates  to  come  down,  so  that 
we  can  give  a moderate  rate,  and  carry  the  traffic 
remuneratively  I hope.  But  then  in  South  Wales 
again  on  what  we  call  our  Merthyr  Railway,  we 
have  gradients  of  1 in  40,  and  there  we  are  en- 
titled to  charge  1 5 <7.  a ton  a mile  on  coal 
traffic. 

155.^>4.  With  the  exception  of  the  particular 
ipstances  you  have  mentioned,  are  you  able  to 
ckrry  coal  over  the  whole  of  your  system  at  those 

rates?  — Where  there  are  "ood  jiradients  and 

0^0 

heavy  traffic,  I think  they  are  fair  rates. 

15535.  Have  you  any  suggestion  to  offer  to  the 
Committee  with  regard  to  what  I may  call  the 
railway  anomalies  of  rates.  I will  take  as  the 
first  instance  where  a railway  company  charges  a 
smaller  sum  for  the  conveyance  of  goods  a long 
distance  than  it  does  for  the  conveyance  of  the 
same  class  of  goods  over  a shorter  distance  ; that 
is  an  anomaly  which  is  proved  to  exist,  and  I ask 
you  whether  you  have  any  suggestion  to  make  to 
correct  it  ? — It  is  an  anomaly  ; but,  to  correct  it, 
you  'would  go  back,  in  my  judgment,  to  the  ques- 
tion of  equal  mileage  rates ; if  you  are  to  say 
that  for  the  longer  distance  you  should  charge 
proportionally  the  same  rate  and  not  less  than 
you  do  for  the  shorter  distance,  I can  see  many 
instances  in  which,  to  my  mind,  the  effect  would 
be  to  drive  the  trade  off  the  railway  altogether; 
to  the  sea  in  fact. 

15536.  In  fact,  in  your  opinion,  that  is  an 
anomaly  which  is  defensible  and  ought  to  be 
recognised  ? — I think  it  is  perfectly  defen- 
sible: 

15537.  Would  you  allow  railway  companies  to 
extend  this  system  to  any  extent  without  the 
control  of  any  department? — I would;  I contend 
that  within  the  powers  of  the  railway  companies 
granted  by  Parliament,  their  toll  powers  and  ter- 
minal powers,  they  should  be  free  to  carry  on  their 
trade  upon  the  best  commercial  princij)les  they 
can  so  as  to  secure  the  maximum  amount  of  trade 
over  their  line  at  a profit.  Of  course  I would 
not  go  so  far  as  to  say  that  they  should  carry  at 
a loss ; but  it  is  reasonable  that  if  the  company 
carry  one  class  of  trade  at  a low  rate  of  profit, 
they  should  cany  another  class  of  traffic  at  a 
higher  rate  of  ])rofit ; that  seems  to  me  to  be 
perfectly  defensible. 

15538.  Uo  not  you  think  that  where  those 
anomalies  are  introduced,  they  should  have  a 
s])ecial  sanction,  so  as  to  be  open  an<l  known  to 
the  public  as  anomalies  specially  introduced  fur 
particular  purposes? — I think  not.  I think  if 
you  were  to  take  the  control  of  the  fixing  of  the 
I'ates,  even  to  the  extent  of  the  anomalies  which 
you  stale  exist,  out  of  the  hands  of  the  railway 
companies,  it  would  result  in  the  end  in  some 
controlling  influence  or  ])ower  which  would  re- 
duce all  to  one  mean  level,  and  be,  I think,  in  bar 
of  trade,  and  against  the  jiublic  interest. 

15539.  That,  of  course,  is  a matter  of  opinion? 
— It  is  my  opinion. 

15540.  You  xvould  not  entrust  any  power  of 
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restriction  or  sanction  to  a tribunal  which  was 
considered  fit,  and  believed  to  have  sufficient 
discrimination  not  to  injure  the  trade  of  the 
country  ? — 1 he  whole  question  is  as  between  free 
trade  in  a free  country,  and  something  like  the 
Bismarclnan  principle  which  we  have  had  dis- 
cussed with  I'egard  to  German  railways  calcu- 
lated to  ari'ord  a protective  tariff  in  combination 
with  the  duties  wdiich  are  put  on  at  the  ports. 

15541.  The  complaint  oftheagi-icultural  interests 

is  that  the  differential  railway  rate  is  xvorked  to  the 
distinct  advantage  of  the  foreigner  ? — I know 
that  is  their  argument,  and  Ido  not  admit  it  to  be 
made  out  in  the  least.  I went  into  that  matter 
very  fully  before  the  Duke  of  Richmond’s  Com- 
mittee, and  I handed  in  some  facts  and  figures 
with  regard  to  that  xvhich  will  be  upon  your 
notes  I presume ; but,  as  I say,  I do  not  admit 
that  to  be  the  case  at  all. 

15542.  I may  take  it  from  you  that  you  think 
the  railway  comitanies  ought  to  have  the  power 
of  fixing  an  export  rate  at  a longer  rate  than  the 
ordinary  rate,  or  an  import  rate  at  a low’er  rate 
than  an  ordinary  rate,  or  a long  rate  at  a lower 
rate  than  a shorter  rate,  and  to  exercise  all  these 
powers  without  any  control  ? — I contend  for  that 
jirinciple. 

15543.  And  the  same  thing  wdth  regard  to 
Avhere  you  have  to  meet  sea  competition  ? — 
I do. 

15544.  I will  only  ask  you  one  question  about 
capital.  Would  you  be  prepared  to  give  to  the 
Committee  a statement,  showing  your  expenses 
for  providing  station  accommodation,  in  respect 
of  xvhich  you  claim  the  right  to  charge  terminals, 
and  for  which  I understand  you  to  say  you  agree 
xvith  Mr.  Grierson  in  accepting  a Is.  6 (/. 
terminal  ? — I have  already  given  some  informa- 
tion upon  that  point  xvith  regard  to  particular 
stations  ; if  further  information  is  required  with 
regard  to  other  stations,  I shall  be  glad  to 
supply  it. 

15545.  Could  you  provide  the  Committee 
xvith  a statement  applying  over  a sufficient 
number  of  stations,  in  detail,  of  course,  xvith  the 
figures,  to  show  that  the  Is.  tS  d xvhich  you 
xvould  suggest  as  a reasonable  terminal,  is  a 
reasonable  one  ? — As  a basis  I said. 

15546.  Will  you  kindly  repeat  xvhat  you 
mean  by  “ basis”  ? — I think  that  Is.  6 c?.  xvould 
not  sufficiently  cover  the  xvhole  expense  of  the 
terminals,  including  the  use  of  the  stations,  and 
the  services  of  loading  and  unloading.  What  I 
understood  Mr.  Grierson  to  state,  and  xvhat 
I state,  is,  that  taking  the  1 s.  6 d.,  which  is  the 
conventional  terminal  for  station  to  station  traffic 
betxvecn  the  companies,  xve  xvould  be  quite  xvllling 
to  enter  into  discussion,  taking  this  as  the  basis, 
so  as  to  arrive  at  a conclusion  of  xvhat  is  a fair 
terminal  to  charge. 

15547.  Do  you  mean  by  the  “ basis,”  taking 
that  as  a starting  point  as  a minima? — Y"es,  I do 
not  think  it  xvould  be  likely  to  be  les.s.  I under- 
stoovl  .Air.  Grierson’s  evidence  to  be  based  upon 
some  50or  60stations,andthat  he  gave  his  evidence 
xvith  regard  to  those  ; mine  xvas  confined  to  the 
evidence  of  five  or  six  stations;  but  if  the  Com- 
mittee desire  us  to  go  into  the  figures  more 
extensively,  xve  xvould  go  into  the  figures  xvith 
regard  to  other  stations. 

15548.  Looking  to  Air.  Grierson’s  evidence,  it 
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is  not  quite  clear  what  he  means  ; he  uses  the 
same  words  as  you  do  ; he  says,  “ Taking  the 
Is.  6d.  as  the  basis,”  I was  under  the  impression 
that  the  Is.  Qd.  terminal,  being  now  the  Clearing 
House  terminal  as  between  railways,  should  be 
sanctioned  as  the  usual  terminal  ? — I do  not  think 
Mr.  Grierson  meant  that;  Mr.  Grierson  meant 
that  in  many  cases  the  Is.  6 d.  would  really  not 
pay  for  the  provision  of  the  station  irrespective 
of  any  question  of  services  ; and  then,  moreover, 
if  you  enter  into  a discussion  upon  the  details  of 
that  question  you  would  have  to  consider  whether 
you  would  give  an  exceptional  terminal  for  the 
metropolitan  stations  as  compared  with  the  large 
stations  in  the  country,  or  to  the  Manchester 
stations  for  example,  as  compared  with  country 
stations. 

15549.  You  told  the  Committee  just  now  that 
your  experience  of  the  cost  of  labour  was  that  if 
labour  was  cheap,  the  work  really  cost  as  much 
as  if  the  labour  were  dear? — [know  that  was 
Mr.  Brassey’s  view,  and  I served  with  Mr. 
BraSs^ey  for  a great  many  years  in  the  construc- 
tion of  railways.  It  is  not  a new  opinion,  and  I 
think  it  is  a well  received  opinion. 

15550.  We  understand  that  there  is  cheap 
labour  in  Germany  compared  with  Englisii 
labour? — I think  the  German  labourer  is  paid 
less  than  the  English  labourer  is  paid. 

15551.  1 think  it  was  calculated  that  in  Ger- 
many the  terminal  services  cost  l\d.? — I think 
they  arc  fi.xed  absolutely. 

15552.  What  I want  to  get  at  is  this,  whether 
you  could  establish  by  figures  which  would  be 
capable  of  analysis  that  a Is.  6d.  terminal  would 
be  fair  in  England  as  against  the  7|d.  terminal 
in  Germany? — I think  if  we  went  sufficiently 
far  into  the  detail  of  the  matter,  which  I cannot 
do  to-day,  we  should  be  able  to  show  that  a higher 
terminal  than  Is.  6 d.  could  be  justified  in  Eng- 
land as  compared  with  that  which  is  charged  in 
Germany,  Austiia,  and  France. 

15553.  Would  you  be  kind  enough  to  supply 
such  a statement  to  the  Committee,  and  to  in- 
clude in  it  an  exact  description  of  the  services 
which  are  included  in  the  terminal  for  which  you 
make  this  charge  ? — May  I ask  if  the  Committee 
wish  such  a calculation  to  be  made  ? I have  no 
doubt  that  Mr.  Oakley  would,  in  conjunction 
with  the  managers  of  some  of  the  principal  rail- 
ways go  very  carefully  into  it,  and  supply  the 
information  to  the  Committee,  or  else  give  it  in 
his  own  evidence  when  he  comes  before  the 
Committee.  When  the  Committee  get  to  that 
point,  and  require  such  information,  I have  no 
doubt  the  managers  under  instructions  from  the 
Committee  will  be  able  to  supply  some  particu- 
lars upon  that  point ; but  at  present  we  have  not 
got  quite  so  far. 

Mr.  Lowther. 

15554.  Notwithstanding  that  you  have  the 
block  system  over  all  the  railroads,  is  it  your 
im23ression  that  there  have  been  accidents  ? — 
There  have  been  accidents. 

15555.  And  large  cases  of  compensation? — 
Considerable  sums  have  been  paid  for  comjien- 
sation,  but  they  have  not  been  so  large  recently 
as  they  were.  Still  I do  not  believe,  as  I 
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have  already  stated  that  the  block  system  it- 
self gives  absolute  immunity  from  accident. 

15556.  Are  not  accidents  sometimes  caused 
by  mistakes  in  working  the  block  system  ? — 
We  have  had  two  cases  recently  in  which  men 
admitted  two  trains  into  the  same  section,  in 
which  cases  accidents  hajipened  with  serious  loss 
of  life. 

15557.  You  know  the  evidence  which  was 
given  befoi’e  a Committee  of  the  House  of  Com- 
mons with  regard  to  the  Cleator  and  Working- 
ton  Junction  Railway  Bill? — Yes. 

15558.  The  Chairman  stated:  “The  Com- 
mittee wish  to  know  distinctly  what  proposal  the 
London  and  North  Western  Company  would 
make  with  regard  to  meeting  the  grievances  with 
reference  to  the  through  rates,  and  as  to  the 
charges  being  higher  iqion  iron  and  other  com- 
modities and  Mr.  Chandos  Leigh  stated,  that 
it  would  be  necessary  to  consult  Mr.  Roberts  and 
y oursel  f ? — Y es. 

15559.  Then  Mr.  Pope  said:  “ What  I indi- 
cated the  Norlh  Western  Company  were  jierfectly 
jirepared  to  authorise  me  to  pledge  them  to  do 
is  this  : The  traders’  agreement,  that  is  for  iron^ 
ore,  north,  to  Maryport,  has  already  been  ex- 
tended down  to  Maryport,  and  we  are  jirepared 
to  pledge  ourselves  that  if  it  is  desired,  that  shall 
be  secured  to  the  traders  by  a sealed  agreement. 
We  are  also  prejiared  as  between  Maryport  and 
Workington,  to  make  apjilicable  to  coke  traffic 
both  ways,  going  from  Workington  to  Maryjiort, 
or  coming  from  Maryport  to  Workington,  to 
make  the  Maryport  rates  of  the  Cleator  and 
Workington  line  applicable  to  that  portion  of  our 
line.  Of  course,  at  the  present  moment,  I can 
only  give  a Parliamentary  pledge  to  that  effect. 
By-and-bye  if  it  should  be  necessary,  and  there 
is  anybody  representing  the  traders,  we  shall  be 
prepared  to  enter  into  an  agreement  to  that  effect 
with  them and  then  did  the  Chairman  say, 
“Was  there  not  another  point  as  to  the  same 
rates  being  made  respecting  other  commodities 
as  well;”  to  which  Mr.  Pope  rej)lied:  “ We  make 
the  maximum  scale  of  rates  of  the  Cleator  line 
applicable  to  our  line,  irresjiectlve  of  what  the 
chai'acter  of  the  rate  is.  We  take  their  maximum 
scale  of  rates  as  between  Maryport  and  Work- 
ington. I am  speaking  now  in  the  interest  of  the 
traders.”  Therefore,  you  do  not  think  it  was  in 
consequence  of  the  formation  of  this  Committee 
that  this  change  has  been  made  ? — You  have 
read  exactly  the  point. 

Mr.  Craig. 

15560.  I understand,  from  your  definition  of 
terminals  with  regard  to  coal,  that  they  are  only 
cbargeable  ujjon  what  might  be  called  delivery 
sidings,  not  I’cceiving  sidings? — That  is  so  ; there 
may  be  excejhional  services  at  the  other  end, 
but  it  is  not  so  usually  ; as  a rule,  we  make  no 
charge. 

15561.  I siqjpose,  at  the  receiving  sidings,  you 
consider  yourself  bound  to  have  exchange  sidings 
with  a private  company  ; that  is  to  say,  a siding 
to  receive  the  load  uj)on,  and  to  deliver  the 
empty  waggons  into? — Not  as  a general  rule; 
we  call  upon  the  traders  to  2>rovide  a certain 
amount  of  accommodation,  and  then,  if  the  traffic 
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grows,  I believe  that  we  add  to  it  from  time  to 
time,  and  give  convenient  sidings  for  exchange  ; 
but  I do  not  admit  that  we  are  bound  to  provide 
that ; 1 think  the  traders  might  properly  he  com- 
pelled to  provide  all  the  accommodation  them- 
selves. 

15562.  First  of  all,  you  could  not  take  any 
coals  away  from  a colliery  without  having  a 
siding  upon  your  land? — Not  necessarily  upon 
our  land.  First  of  all,  we  agree  for  coal  sidings 
between  the  colliery  and  the  railway  ; that  is  a 
matter  of  discussion.  But  as  regards  exchange 
sidings,  the  difl'erence  is  that  we  provide  pretty 
nearly  all  the  siding  accommodation  for  the  ex- 
change. 

15563.  Is  it  not  the  case  that  the  colliery  pro- 
prietor constructs  what  are  called  branches  upon 
other  land  than  that  belonging  to  the  railway 
company  ; but  the  railway  comjtany  constructs  the 
siding  upon  their  land  for  receiving  the  load  and  for 
the  delivery  of  emjity  waggons,  and  I presume 
that  is  not  what  you  claim  to  charge  3 d.  a ton 
upon  ? — What  you  state  first  is  the  general 
practice.  I do  not  admit  that  the  railway  com- 
pany is  hound  to  provide  the  whole  accommoda- 
tion for  exchange  at  the  colliery  siding ; and, 
as  a rule,  if  we  supply  that  accommodation,  we 
do  not  make  a charge. 

15564.  As  a rule,  this  3 c?.  a ton  applies  only  to 
sidings  constructed  for  delivery  of  coal,  either  at 
the  request  of  the  colliery  pi’oprietors  or  of  the 
merchant  ? — In  fact,  it  is  a wharfage  charge. 

15565.  In  fact,  the  railway  company  have  the 
power  to  refuse  to  put  in  any  such  siding? — I 
])resume  they  have,  but  the  power  is  rarely  exer- 
cised. 

15566.  That  was  the  case  of  the  North  Staf- 
fordshire Company,  that  they  had  been  applied  to 
again  and  again  for  sidings,  and  they  refused  to 
pjut  them  in,  and  in  order  to  supply  that  con- 
venience to  the  public,  they  went  to  Parliament, 
and  with  the  help  of  the  traders  obtained  that 
3 a ton  terminal? — I believe  that  was  the 
case. 

15567.  Have  not  the  London  and  North 
Western  Company  obtained  similar  powers  in  the 
Bill  this  year  with  regard  to  that? — We  have 
not  obtained  any  such  powers  this  year. 

Mr.  Gregory. 

15568.  Did  you  ask  for  them? — We  did 
not. 

Mr.  Craig. 

15569.  I wish  to  ask  you  a question  with  re- 
gard to  what  you  said  respecting  Mr.  Hickman’s 
evidence;  I believe  Mr.  Grierson  stated  in 
answer  to  Question  13636,  that  Mr.  Hickman 
had  not  apjdied  to  the  manager  or  to  him,  and 
then  you  at  Question  14387  stated  that  he  had  not 
made  an  ap})lication  for  any  reduction  of  the  rate 
of  which  he  complained  u])on  coal,  and  that  if  he 
had  done  so,  he  might  have  obtained  a reduction  ? 
— I think  I said  it  was  a case  which  ought  to  he 
met. 

15570.  But  I think  you  said  he  had  not  ap- 
])licd,  and  must  have  considered  it  of  no  impor- 
t-ince,  hut  that  if  he  had  app)lied  he  w'ould  have 
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received  the  reduction? — I do  not  recollect 
jmtting  it  in  that  form. 

15571.  I will  read  you  your  answer  to  Ques- 
tion 14387  ; you  say,  “ I think,  if  the  facts  were 
as  Mr.  Hickman  stated  them,  that  he  was  charged 
too  high  local  rates;  I believe  that  if  Mr.  Hick- 
man had  had  a considerable  traffic  to  go,  and  had 
made  an  application  to  the  goods  manager,  we 
should  have  given  him  a more  favourable  rate ; 
but  I do  not  think  that  it  was  a very  important 
matter,  or  else  Mr.  Hickman  would  have  brought 
it  to  the  notice  of  the  local  managers  before  he 
named  it  to  the  Committee.”  Mr.  Hickman 
stated,  1 have  no  doubt,  Avhat  was  a fact ; but  I 
do  not  think  it  was  a great  grievance,  and  if  it 
had  been  jiroperly  represented  I have  no  doubt 
that  the  grievance  would  have  been  redressed?” 
— That  was  my  answer,  and,  in  substance,  I 
think  the  answer  is  right,  because,  since  that 
answer  was  given,  Mr.  Hickman  has  been  himself 
to  see  our  goods  manager,  Mr.  Kay,  and  the 
goods  manager  of  the  Great  Western  Railway 
Company,  and  we  have  either  agreed,  or  are 
about  to  agree  now  to  reduce  the  rate  to  Such  a 
figure  as  would  suit  Mr.  Hickman. 

15572.  If  Mr.  Hickman  had  gone  to  Mr.  Kay 
and  to  the  Great  Western  goods  manager  before, 
would  he  have  done  all  that  he  could  be  ex- 
])ected  to  do  to  obtain  redress  ? — To  my  know- 
ledge he  had  not  done  so. 

15573.  I have  Mr.  Hickman’s  statement  that 
he  went  between  the  stations  six  times  in  the  day, 
and  that  resulted  in  getting  the  1 5.  10  c?.  rate 
down  to  the  two  rates  of  10(/.  and  Or?.? — Mr. 
Kay  mentions  what  was  not  within  my  recollec- 
tion at  the  time  that,  two  or  three  years  ago,  when 
Mr.  Grant  of  the  Rates  Department  of  the  Great 
Western  Railway  was  living,  Mr.  Hickman  did 
see  him,  and  ]Mr.  Kay’s  impression  is  that  Mr. 
Hickman  was  satisfied  ; but  from  that  time  until 
now  the  question  has  lain  dormant ; but  the  other 
day,  since  this  Committee  has  been  sitting,  in 
fact,  so  recently  as  Saturday,  Mr,  Hickman  has 
seen  Mr.  Kay  and  Mr.  Lambert  of  the  Great 
Western,  and  has  represented  the  case,  and  we 
have  promised  to  give  him  a reduced  rate,  both 
from  Cradley  and  from  Round  Oak  to  Deep- 
fields,  and  he,  in  consideration  of  that  low  rate,  has 
promised  to  send  full  train  loads  of  150  tons  a day. 

15574,  I have  received  the  following  letter 
from  Mr.  Hickman  : “ I should  like  to  say  a few 
words  with  reference  to  the  evidence  given  be- 
fore the  Railway  Rates  Committee  by  IMr.  Grier- 
son and  Mr.  Findlay  in  answer  to  that  given  by 
me.  Mr.  Grierson  says,  in  answer  to  Question 
13636,  ‘It  is  not  quite  right  to  bring  a case  of 
this  kind  here  ; * * '’’he  should  have  applied 

to  our  goods  manager  or  to  me,  but  he  has  not 
done  so.’  Mr.  Findlay  says,  ‘ If  IMr.  Hickman 
had  made  an  application  to  the  goods  manager  we 
should  have  given  him  a more  favourable  rate. 

I do  not  think  it  Avas  a very  important  matter,  or 
else  ]\Ir.  Hickmai  would  have  brought  it  before 
the  local  manager  before  he  brought  it  to  the 
Committee.’”  Now  the  fact  is  that  I spent 
nearly  an  entire  day  with  IMr.  Kay,  the  head  of 
the  rates  department  at  Euston,  and  ]\lr.  Grant, 
the  head  at  Paddington,  going  backwards  and 
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foi’M'ards  between  the  two  six  times,  with  the 
result  as  described  in  my  evidence  of  getting  the 
through  rare  of  1 .v.  \0d.  resolved  into  two  local 
rales,  as  at  present  existing,  of  10  rf.  and  d d. 
Then  Mr.  Findlay  quotes  from  a letter  which  he 
has  received  from  Mr.  Sparrow ; Mr.  Sparrow 
says  he  does  not  agree  with  me  that  the  decline 
of  the  South  Stafibrdshire  pig  iron  trade  is  solely 
owing  (marked  under  by  Mr.  Sparrow)  to  exor- 
bitant railway  charges.  But  Mr.  Si)aiT0w  goes 
on  to  say,  which  Mr.  Findlay  does  not 
quote,  “ The  unjust  and  comparatively  unfair 
railway  rates  only  aggravate  the  evil,  but  do  not 
originate  it.  Mr.  Si)arrow  says  that  the  original 
cause  is,  that  owdng  to  various  reasons  which  he 
describes  the  ironstone  of  the  district  is  not 
worked.  But  my  case  is  that  we  are  well  situated 
for  getting  supplied  elsewhere,  and  are  prevented 
fi’om  doing  so  by  excessive  railway  rates.  If 
these  rates  were  reduced  to  those  charged  else- 
where, the  trade  would  still  flourish.  The  exces- 
sive rates  are  therefore  the  subsisting  cause  of 
this  decline,  which  it  is  admitted  is  still  going 
on.  Mr.  Findlay  says  further  in  answer  to 
Question  14382  : ‘ Instead  of  a great  portion  of 
Mr.  Hickman’s  fuel  being  local,  w'hich  is  not  the 
best  suited  for  making  pig  iron,  he  has  to  go  far 
a-field,’  &c.  In  this  Mr.  Findlay  is  entirely 
mistaken  ; it  is  well  known  that  the  Staffordshire 
thick  coal  is  not  excelled  by  any  fuel  in  the 
Avorld,  and  the  fact  is  that  I am  only  driven  far 
a-field  by  the  prohibitory  railway  rates  (over  3 d. 
per  ton  per  mile),  which  prevent  my  getting  it  to 
my  furnaces.  No  circumstance  could  better 
prove  the  necessity  for  a modei’ate  maximum 
rate  for  minerals  in  large  lots,  and  a ])roper 
tribunal  to  enforce  it.  All  Mr.  Grierson’s  and 
Mr.  Findlay’s  evidence  is  directed  against  equal 
mileage  rates,  which  I agree  with  them  would  be 
mischievous;  but  they  have  nothing  to  say 
against  a reduction  of  the  maximum  rate  to 
something  like  what,  in  practice,  they  find  it 
necessary  to  charge.  Mr.  Grierson  says,  ‘ \Ye 
carry  coal  at  '47  d.  per  ton  per  mile.’  Where, 
then,  I ask,  would  be  the  hardship  of  a maximum 
rate  of  § d.  with  4 d.  added  for  terminals,  on  all 
minerals  in  lots  of  100  or  150  tons.  But  if  \ d. 
is  thought  too  low,  I c/.  or  even  | rf.  joined  to 
powers  of  enforcing  it,  would  be  a great  boon  to 
traders,  and  I believe  in  the  interests  of  the 
railway  comjianies  also  ” — are  you  prejiared  to 
say  that  Mr.  Hickman  did  not  spend  nearly  an 
entire  day  with  Mr.  Kaj-  at  Euston,  aiul  Mr. 
Grant  at  Paddington,  going  backwards  and  for- 
wards between  the  two  six  times,  which  resulted 
in  getting  the  through  rate  of  1 s.  10  d.  resolved 
into  two  local  rates  of  10  d.  and  9d.? — Mr. 
Hickman  says  now,  which  I was  not  aware  of 
before,  that  he  did  see  Mr.  Grant  two  or  three 
years  ago. 

15575.  So  that  INlr.  Hickman  must  have  re- 
garded it  as  a matter  of  importance  before  he 
eame  to  the  Committee,  and  did  take  all  the 
steps  which  a trader  might  have  been  expected 
to  take  ? — No,  I do  not  admit  that  he  took  all 
the  steps  which  a trader  might  have  been  ex- 
pected to  take,  because  he  might  luvve  gone  to 
Mr.  Grierson  or  myself,  or  even  in  the  last  re* 
source,  have  applied  to  the  directors,  who  are 
always  ready  to  hear  applications. 

0.54. 


Mr.  Craig — continued. 

15576.  But  when  a trader  has  had  an  iiiter- 
view  with  the  goods  manager,  is  it  not  assumed 
that  he  has  laid  the  matter  before  the  general 
manager,  and  that  his  decision  Is  the  result  of  the 
general  manager’s  judgment  ?— Not  at  all;  the 
thousand  and  one  matters  that  are  brought  be- 
fore the  goods  manager  and  decided  by  him,  are 
the  result  of  his  own  judgment  and  responsibility, 
and  if  a trader  is  not  satisfied  with  his  applica- 
tion to  the  goods  manager,  there  is  a further 
appeal  open  to  him  to  the  general  managei',  or  to 
the  directoi’s  ; and  it  not  unfrequently  happens 
that  we  have  large  deputations  from  colliery 
owners  or  bodies  of  traders  to  establish  a case  of 
this  kind. 

15577.  But  it  is  not  usual  to  have  deputations 
or  appeals  of  this  kind,  is  it  ? — If  a gentleman  is 
very  much  in  earnest  he  is  very  seldom  satisfied 
unless  he  has  gone  to  the  highest  court  of 
appeal. 

15578.  You  would  say  that,  upon  a question 
of  complaint  of  rates,  a man  would  not  be  con- 
sidered to  have  been  very  much  in  earnest  until 
he  had-  gone  to  the  goods  manager?-  I said  he 
might  even  go  to  the  directors. 

15579.  Yon  stated  that  the  cause  of  the  de- 
cline of  the  pig-iron  trade  in  South  Stafibrdshire 
was,  that  the  iron  ore  was  drowned  ? — I read  a 
letter  from  Mr.  Sparrow,  who  is  a large  iron- 
maker  in  South  Staffordshire,  and  his  family  have 
been  for  generations  before  him,  stating  that 
that  was  one  of  the  principal  reasons;  and  I 
went  further,  and  said  that  I believed  that  if 
South  Staffordshire  depended  entirely  upon  its 
native  ore  for  competing  in  the  manufacture  of 
pig  iron,  it  could  not  compete  a day  with  other 
more  favoured  districts,  and  that  if  we  did  not 
take  cheap  ore,  Northamptonshire  and  Cumber- 
land ore,  into  South  Staffordshire  (in  fact,  I be- 
lieve that  applications  are  made  now  even  for 
bringing  in  Spanish  ore),  Staffordshire  could  nut 
compete  with  other  more  favoured  districts. 

15580.  That  is  quite  true;  but  is  it  not  the 
fact  with  regard  to  almost  every  district  in  which 
iron  is  made  except  Cumberland,  that  if  it  de- 
pended upon  its  native  ore  it  could  not  continue 
its  manufacture  ? — I think  it  has  arisen  very 
much  from  the  improvement  in  the  manufacture 
of  steel.  South  Wales  Avas  one  of  the  most 
favoured  districts  for  the  production  of  iron  some 
years  ago,  but  now  South  Wales  is  obliged  to 
im])ort  and  use  large  quantities  of  hematite  ore. 

15581.  Is  South  Staffordshire  in  a worse 
position  than  other  districts? — Yes,  I think 
it  is. 

15582.  Is  it  in  a worse  condition  than  South 
Wales? — Yes,  because  a considerable  part  of  the 
ore  noAv  used  in  South  Wales  is  brought  by  sea  ; 
much  of  it  comes  from  Cumberland. 

15583.  Are  you  aAA'are  that  there  is  practically 
no  native  ore  in  South  Wales? — There  is  some 
that  does  not  pay  for  the  working  very  likely  ; 
there  is  a very  considerable  quantity  of  black 
band  ore;  but  I know  that  both  Sir  Joseph 
Bailey  and  Mr.  Crawshay  made  considerable  for- 
tunes in  converting  the  black  hand  ore  into  jug  iron 
before  foreign  ore  Avas  introduced  into  the 
country  ; but  ncAv  it  cannot  be  Avorked  profitably 
because  it  cannot  be  converted  into  steel.  If  it 
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could  be  converted  into  steel  it  might  very 
likely  be  worked  profitably. 

15584.  Are  you  aware  that  before  steel  was 
made  at  all,  or  before  the  manufacture  of  it  had 
attained  any  great  proportion,  native  ore  was  not 
worked  to  any  very  great  extent,  but  that  it  was 
brought  from  Northamptonshire  and  other  dis- 
tricts into  South  Wales  ^ — It  was  worked  to  a 
certain  extent  because  I have  seen  the  calcining 
of  the  native  ore  upon  the  banks.  I believe  the 
iron  trade  of  South  Wales  deteriorated  when 
they  brought  in  this  cheap  ore  from  Northampton- 
shire and  Somersetshire,  and  made  an  inferior 
article  out  of  it  at  a very  cheap  price. 

15585.  I suppose  you  are  aware  that  in  Dur- 
ham they  have  no  native  ore,  it  being  all 
brought  from  a distance? — I only  know  Durham 
very  generally,  and  not  specifically,  and  therefore 
I would  rather  not  answer  these  questions. 

15586.  In  North  Staffordshire  are  you  aware 
that  there  is  a good  deal  of  foreign  ore  brought 
in  ? — To  what  extent  I cannot  say,  but  no  doubt 
there  is  some. 

15587.  In  North  Wales  you  have  vei’y  little 
native  ore  that  you  can  get  pig  from  ? — There 
are  very  few  blast  furnaces  in  North  Wales  ; I 
suppose  not  half  a dozen. 

15588.  Now  with  regard  to  the  fuel,  I think 
you  stated  that  the  principal  cause  of  Mr.  Hick- 
man’s disadvantage  was  that  he  had  to  bring  his 
fuel  from  a distance;  you  said  that  he  had 
one-sixth  in  the  shape  of  coke ; do  you  dispute 
the  accuracy  of  that  statement  of  his  which  I 
have  read  to  you  ? — What  I said  with  regard  to 
fuel  was  that  Mr.  Hickman  had  to  go  to  other 
districts  for  coke,  and  that  Ave  gave  him  fair 
rates  to  bring  in  his  iron-making  fuel  to  enable 
him  to  convert  the  ore  in  Staffordshire,  and  that 
if  we  had  not  given  him  those  rates  I said  he 
could  not  carry  on  his  business  with  advantage 
and  profit. 

15589.  But  that  only  applies  to  one-sixth  or 
one-seventh  of  the  fuel  that  he  uses  ? — I will  not 
dispute  his  evidence. 

15590.  You  state  that  the  South  Staffordshire 
coal  is  not  favourable  for  making  pig  iron  ; is  it 
not  a fact  that  the  thick  coal  is  the  very  best  in 
the  kingdom  for  making  pig  iron  ? — The  thick 
coal  is  very  good,  but  in  a great  part  of  the  dis- 
trict it  is  submerged.  The  coal  in  the  eastern 
part  of  the  district  is  of  a very  light  character 
and  Avill  not  stand  the  heavy  blast  of  the  fur- 
naces. 

15591.  But  are  you  going  to  reduce  the  rate 
Mr.  Hickman  complained  of? — I understand  the 
proposal  is  to  reduce  the  rate  from  Cradley  from 
1 s.  7 d.  to  1 5.  3 d.,  and  from  lioundoak  from 
1 .9.  6 rf.  to  Is.,  on  the  understanding  that  he  will 
give  us  full  train  loads  of  150  tons  a day. 

15592.  Mr.  Sparrow,  I think,  stated  in  his 
letter  that  the  decline  of  the  pig  iron  trade  was 
primarily  due  to  the  short  hours  that  tlie  pitmen 
worked  ? — He  said  so  in  the  letter  which  I read. 

15593.  Do  you  seriously  believe  that  to  be  the 
case? — I am  not  collier  enough  to  be  able  to  say. 
I read  ^Ir.  Sparrow’s  letter  because  Mr.  Sparrow 
was  desirous  of  tendering  himself  as  a witness 
before  this  Committee.  He  said  if  he  had  come 
he  would  have  tendered  that  class  of  evidence. 


Mr.  Craiy — continued. 

The  Committee  Avere  good  enough  to  let  me  read 
that  letter,  but  I am  not  responsible  for  Mr. 
SparroAv’s  vieAvs. 

15594.  I Avish  to  ask  you  one  question  Avith 
regard  to  the  canal ; I think  you  stated  that  you 
had  not  found  the  leasing  of  the  canal  a success, 
and  that  the  4 jAcr  cent.  Avhich  you  guaranteed 
could  not  he  earned? — Yes,  I said  so,  of  recent 
years.  What  I stated  to  the  Committee  Avas 
that  Avhen  the  Birmingham  Canal  earned  their 
guarantee  of  4 per  cent,  or  more,  then  the  man- 
agement of  the  canal  Avas  in  tlie  hands  of  the 
Birmingham  Canal  Com^iany,  that  is  of  a sepai'ate 
board  of  directors  composed  principally  of  traders 
and  some  others ; Avhen  it  fell  short  of  the  guar- 
antee, then  the  management  became  vested  in  the 
London  and  North  Western  Company.  For  the 
last  six  or  seven  years  they  have  not  earned  their 
guarantee,  and  Ave  have  to  continue  to  manage 
the  canal. 

15595.  Have  you  read  the  South  Staflbrdshire 
ironmaster’s,  Mr.  Hingley,  evidence  upon  that 
point? — No;  my  observations  upon  the  Bir- 
mingham Canal  had  more  reference  to  a com- 
jAlaiut  made  by  Mr,  Lloyd,  Avho  was  the  manager 
of  some  other  canal  interest. 

15596.  In  ansAver  to  Question  5468,  Mr. 
Hingley  said  that  the  rate  Avas  sometimes  7 5.  Qd. 
and  sometimes  6 s.  Qd. ; that  Avas  from  near  Wol- 
A-erhampton  to  Liverpool? — That  Avould  not 
apply  to  the  Birmingham  Canal,  certainly. 

15597.  Then  he  states,  in  ansAver  to  Question 
5487,  that  the  raihvay  companies  “ bought  up, 
or  in  some  Avay  arranged  to  control  most  of  the 
canals,  all  the  important  ones.”  Then  he  goes 
on,  in  ansAver  to  Question  5489,  to  say  that  “ The 
raihvay  and  canal  rates  have  both  increased  ” 
since  then  ; and  he  states  that  the  canal  rates, 
before  that  leasing,  were  something  like  6 s.  Q d. 
to  7 s.  6 d.  to  Liverpool,  Avhereas  now  the  rate  is 
11s.',  is  that  correct  or  not? — I cannot  answer 
that  question  ; but  certainly  the  evidence  of  that 
gentleman  can  have  no  reference  to  the  Birming- 
ham Canal,  Avhich  is  leased  to  the  London  and 
North  Western  Company;  the  Birmingham 
Canal  is  Cjuite  a local  canal  running  in  and 
around  Birmingham  and  the  South  Staffordshire 
district,  from  Stourbridge  on  the  one  side  to 
Cannock  Chase  upon  the  other,  and  about  Bir- 
mingham and  a little  north  of  Wolverhampton;  it 
is  entirely  a branch  canal,  serving  the  Avorks  and 
the  collieries,  and  carrying  on  an  enormous 
business  at  very  moderate  tolls  ; it  is  not  a cari'ier, 
it  has  nothing  to  do  Avith  fixing  the  rates  to 
Liverpool  or  anyAvhere  else. 

15598.  Then  Avhat  can  Mr.  Hingley  be  refer- 
ring to,  in  answer  to  that  question  in  which  he 
says  the  railway'  companies  bought  up  the  canals? 
— There  are  tAvo  other  canals ; there  is  the  Trent 
and  IMersey  Canal,  Avhich  runs  through  toAvards 
Stone  and  the  Potteries  to  Preston  Brook,  and 
then  in  connection  Avith  the  Duke  of  Bridge- 
water’s  Canal,  gets  upon  the  Mersey  ; the  Trent 
and  Mersey'  Canal  is  leased  to  the  North  Staf- 
fordshire KaiLvay.  And  then  the  other  aA'ailable 
route  from  South  Staffordshire  to  Ellesmere 
Port  is  the  Shropshire  Union  Canal  Avhich  is 
leased  to  the  North  Western  Railway  ComjAany, 
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but  all  these  canals  are  open  to  the  public 
on  payment  of  tolls. 

15599.  Is  it  the  fact,  that  all  the  rates  wei’e 
raised  after  that  acquirement  of  the  canals  by  the 
railway  company  ? — I should  not  say  that  such 
a rate  as  7 s.  6 d.  was  ever  charged  to  Liverpool. 
Then  there  is  the  Shropshire  Union  Canal,  which 
dates  from  1846,  which  was  long  before  my  time, 
and  there  has  been  no  rate  such  as  7 s.  6 d.  within 
my  recollection  upon  that  canal. 

15600.  Mr.  Hingley  was  asked  at  Ques- 
tion 5470  : “ You  got  your  canal  rate  for  1 s.  % d. 
alongside  the  ship  ? ” To  which  he  replied, 
“ Yes.  (Q.)  That  is,  if  you  had  sent  the  iron 
by  railway  in  those  days  you  had  to  pay  an 
extra  rate  for  moving  it  from  the  railway  to  the 
ship.  (A.)  Yes.  (Q.)  What  was  the  extra 
charge  you  would  have  to  pay  from  the  railway 
to  the  shijL  (A.)  We  had  to  pay  Is.  6 d.  a ton 
from  the  station  to  the  ship.’’  That  is  when  the 
railway  and  canal  were  in  competition,  and  that 
since  then  the  rate  was  11s.  I Avould  like  to 
ask  you  whether  that  is  a fact  or  not  ? — I did  not 
know  of  it.  Such  a condition  of  things  could 
only  have  been  induced  by  the  competition  of 
water  carriers  using  the  canal ; but  it  was  not  in 
any  way  in  consequence  of  the  purchase  of  the 
Shropshire  Union,  or  the  lease  of  the  Birmingham 
Canal  by  the  London  and  North  VV^estern  Kail- 
way Company. 

15601.  Do  you  not  think  that  the  true  reason 
why  the  canal  has  not  paid  4 per  cent,  is  this ; 
that  since  you  leased  the  canal,  in  order  to  get 
rid  of  that  water  competition,  you  have  given 
such  a jweference  to  the  railway  over  the  canal, 
as  to  prohibit  any  traffic  by  canal,  and  that  you 
have  derived  the  advantage  entirely  from  the 
increased  railway  rate  ? — No,  I believe  the  weight 
of  traffic  upon  the  Birmingham  Canal  is  as  great 
or  greater  than  ever  it  was  except  under  some 
very  lively  state  of  trade  in  South  Staffordshire, 
and  that  there  has  been  no  preference  given  to 
the  railway  over  the  canal.  In  fact,  the  Shrop- 
shire Union  Canal,  with  its  own  boats,  and  its  own 
staff,  and  Independent  management,  is,  to-da.y, 
competing  with  the  railway  for  all  the  traffic  they 
can  get  between  Staffordshire  and  Liverpool. 

15602.  Did  they  not  compete  and  get  the 
65.  6d.  rate? — The  6s.  6c?.  did  not  refer  to  the 
railway,  except  that  the  question  of  the  rate  from 
South  Staffordshire  to  Liverpool  by  canal  may 
have  been  affected  by  the  independent  carriers 
charging  the  rate  you  have  mentioned,  but  I 
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can  say  nothing  about  it  of  my  own  know- 
ledge. 

15603.  With  regard  to  waggons,  you  say  the 
tendency  is  for  the  railway  company  to  find 
waggons  for  the  coal  traffic ; do  you  think  it  is 
practicable  for  the  whole  of  the  waggons  to  be 
found  by  the  railway  company  for  the  general 
coal  traffic  ?— I do  not  think  so.  The  action  of 
one  railway  company  may  compel  another  com- 
pany to  a certain  extent ; but  I do  not  believe 
myself  that  it  Avould  result  in  an  economical 
arrangement,  or  a satisfactory  arrangement  as 
far  as  the  traders  are  concerned. 

15604.  If  it  could  be  accomplished,  it  would 
no  doubt  save  a good  deal  of  shunting;  but  coal 
merchants  prefer  finding  their  own  Avaggons,  do 
they  not  ?— That  is  our  experience.  In  North 
Staffordshire  they  at  one  time  undertook  to  find 
all  tiie  Avaggons  of  that  district,  for  the  coal  and 
other_ trades  ; but  in  the  end  the  coal  traders  Avere 
driven  to  find  their  oAvn  Avaggons,  rather  than  to 
depend  upon  the  company  to  do  inadequately 
Avhat  they  could  do  better  for  themsel\'es. 

Chairman. 

15605.  You  told  me  in  answer  to  a question, 
that  within  a certain  distance  of  Windermere  the 
company  had  their  own  carts  and  delivered; 
noAV,  I have  a letter  from  the  Windermere  Asso- 
ciation in  which  they  state  : “ The  London  and 
North  Western  Company  has  not  and  never  has 
had  its  OAvn  carts  and  trams  here,  and  I can  only 
repeat  from  this  Association  Avhat  was  said  in  mv 
first  letter,  that  the  tradesjteople  and  others  had 
to  send  for  their  goods  to  tlie  Avarehouses  of  the 
company  ;”  Avill  you  kindly  inquire  into  that  ? — 
I will. 

15606.  You  ausAvered  that  the  complaint  pro- 
bably arose  outside  the  radius  of  a mile  and-a- 
half  Avithin  Avhich  the  goods  Avere  delivered  ? — I 
am  afraid  I Avas  supplied  Avith  erroneous  infor- 
mation upon  that  point. 

15607.  I haA^e  a letter  from  Penrith  in  which 
they  say:  “Four  per  cent,  of  silica  added  to 
manure  is  a great  advantage  in  artificial  manure. 
Silica  (soluble),  can  be  sold  for  25  s.  a ton  at  any 
of  the  London  and  North  Western  stations  in 
Cumberland  or  Westmoreland;  whereas  the  com- 
pany Avill  not  carry  it  to  any  of  the  manure  fac- 
tories in  Lancashire  and  Staffordshire  at  less  than 
20s.  a ton;”  this,  they  say,  is  prohibitory;  5s. 
a ton  would  pay?— -That  point  shall  also  receive 
attention. 


Mr.  Jabez  Light,  called  in;  and  Examined. 


Sir  Edward  Watkin. 

15608.  I THINK  you  are  the  Goods  Manager  of 
the  South  Eastern  Kaihvay  Company  ? — I am. 

15609.  You  have  been  brought  up  all  your 
life,  I believe,  as  a practical  carrier  ? — Yes,  for 
27  years  out  of  45. 

15610.  I need  not  ask  you  whether  you  are 
perfectly  cognisant  of  the  practice  of  carrying 
by  road,  by  raihvay,  by  canal,  by  river,  and  by 
sea? — Except  by  canal.  I am  perfectly  cog- 
nisant of  the  Avorking  of  the  Avhole  of  the  others. 
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15611.  You  have  had  considerable  means  of 
ascertaining  the  mode  of  carrying  on  similar 
operations  on  parts  of  the  Continent,  have  you 
not? — Yes,  particularly  in  France. 

15612.  Your  railway  is,  I believe,  a raihvay 
of  short  mileage  and  very  large  original  cost  ? — 
The  cost  is  about  80  per  cent,  more  than  the 
average  cost  of  the  raihvays  throughout  the 
kingdom,  and  the  capital  of  the  company  is 
about  23,000,000  1.  or  24,000,000  1.  I would  add 
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tliat  we  have  no  less  than  17  junctions  at  which 
we  transfer  traffic,  and  we  have  26  home  junc- 
tions, making,  altogether  43  ; tliat  gives  about 
one  junction  to  each  eiglit  miles  of  railway. 

15613,  Then,  practically  speaking,  if  an  at- 
tempt were  made  to  compare  what  would  be 
proper  rates  and  proper  terminal  charges  for 
your  railway,  the  true  comparison  would  not  be 
to  compare  it  with  any  long  main  lines  of  rail- 
way, but  with  other  short  lines? — It  would. 

15614.  'I'hen,  wdth  regard  to  the  natui’e  of 
your  trade,  am  I right  in  saying  it  is  essentially 
a retail  trade  ? — Entirely. 

15615.  Would  you  give  the  Committee  an 
idea  of  what  your  average  merchandise  traffic  is? 
— In  the  fii’st  place  the  average  weights  through- 
out the  line  would  not  amount  to  above  7 cwt. 
per  consignment,  and  the  average  receipts  per 
ton  are  just  a little  above  5 s. 

15616.  That  is  to  say,  if  you  divide  your  total 
merchandise  receipts  by  the  number  of  tons, 
it  comes  to  about  5 5.  per  ton? — Yes,  about  5s. 
per  ton. 

15617.  In  your  opinion  is  that  lovrer  than  the 
average  of  lines  like  the  London  and  North 
Western,  the  Great  AVestern,  and  the  other 
great  main  lines  ? — That  is  so  necessarily  on  ac- 
count of  the  short  distances  travelled. 

15618.  You  have,  I su])pose,  erected  a very 
costly  terminal  station  ? - Our  Bricklayers’  Arms 
Station  has  cost  us  more  than  half-a-million  of 
money  for  the  gi’ound  and  buildings  alone. 

15619.  Apart  from  the  railways  approaching 
it? — That  is  the  cost  of  the  Bricklayers’  Arms 
Station  proper. 

15620.  Have  you  applied  the  cost,  taking 
4 per  cent,  interest  upon  that  cost,  to  the  quantity 
of  merchandise  work  you  do  there,  and  ascer- 
tained how  much  a ton  it  works  out  to  ? — I have 
taken  the  tonnage  and  I find  that  it  costs  us  a 
little  more  than  3 5.  7 d.  a ton. 

15621.  How  much  would  the  terminals  repre- 
sent upon  the  cost? — About  one-third. 

15622.  Therefore  & \ s.  Q d.  terminal,  it  would 
ap])ear,  would  not  meet  your  case  ? — In  my 
calculation  of  3 5.  7 d.  a ton  I have  taken  in 
a large  amount  of  heavy  traffic  which  does  not 
cost  anything  like  that ; if  you  were  to  fix  the 
terminal,  you  would  want  about  1 5.  6 J.  a ton 
for  goods  carried  at  the  special  and  cheap  class, 
and  you  would  have  to  go  up  to  about  12  5.  6 fZ. 
for  the  more  expensive  goods. 

15623.  In  one  case  wdiere  you  have  full  truck 
loads,  and  in  the  other  where  you  only  get  7 cwt., 
you  could  not  make  a fair  compaidson  ? — Not  in 
any  way. 

1-624.  I think  you  have  been  present  at  the 
meetings  of  this  Committee  ? — I have,  at  nearly 
the  whole  of  them. 

15625.  Did  you  hear  the  evidence  of  Mr. 
Sankey,  Professor  Hunter,  Mr.  Skinner,  and 
Mr.  King? — I have  read,  or  heard  the  whole 
of  it. 

15626.  That  evidence  attacks  the  rates  of  the 
South  Eastern  Railway  ? — Partly  so. 

15627.  I see  Mr.  Hunter  says  at  Question329, 
that  he  had  the  rates  from  the  hand  of  the 
manager;  did  you  give  Mr.  Hunter  any  rates? 
— No,  I did  not,  nor  have  I seen  Mr.  Hunter, 


Sir  Edward  H'atkin — continued. 

nor  am  I aware  that  any  written  inquiry  has  been 
made  by  Mr.  Hunter. 

15628.  Can  you  corroborate  the  correctness  of 
the  instances  which  Mr.  Hunter  has  "given  ? — 
There  are  many  of‘  them  altogether  wrong,  and 
some  of  them  so  much  so  that  I must  confess  I 
can  hardly  understand  where  Mr.  Hunter  got 
his  rates  from. 

15629.  Take,  first  of  all,  iVlr.  Hunter’s  evi- 
dence with  regard  to  Questions  142  and  143, 
where  he  states  that  the  South  Eastern  Company 
charge  6 <Z.  a ton  for  the  loading  and  unloading 
of  all  goods  ; is  that  correct  ? — It  is  altogether 
incorrect ; we  do  make  a charge  of  6 d.  a ton  for 
our  special  class  goods  when  required  to  do  the 
work  ; but  Mr.  Hunter  wms  asked  afterv/ards 
whether  the  charge  of  6 d.  a ton  applied  to  the 
1st  class,  2nd  class,  3rd  class,  4th  class,  and  5th 
class,  and  he  said,  yes.  Now,  we  do  not  make 
any  such  charge  as  6 d.  a ton  for  such  goods ; in 
fact,  6 d.  a,  ton  would  not  at  all  cover  the  expenses. 
It  is  rather  important  that  attention  should 
be  drawn  to  the  matter,  because  I think  that  Mr. 
Hunter  had  taken  that  amount,  when  arguing  as  to 
certain  alleged  overcharges  upon  the  London  and 
South  AYestern  line,  because,  he  says,  he  assumes 
that  the  one  company  can  do  the  work  as  cheaply 
as  the  other. 

15630.  Mr.  Hunter  got  hold  of  the  fact,  that 
In  some  cases  you  charged  6fZ.,and  assumed  that 
you  charged  the  same  upon  all  portions  of  the 
line  ? — I can  only  take  Mr.  Hunter’s  statement 
as  it  was  made. 

15631.  Now  with  regard  to  hops,  Mr.  Hunter 
stated  that  you  charged  from  Ashford  to  Loudon 
35  5.  a ton  ; do  yon  charge  by  the  ton  first  of  all? 
— No;  we  charge  by  the  pocket. 

15632.  Are  there  many  hops  wdilch  come  from 
Ashford? — No;  there  are  comparatively  few 
which  come  from  Ashford. 

15633.  You  charge  per  pocket,  you  say ; how 
many  pockets  would  there  be,  fairly  taking  the 
average,  to  the  ton  ? — There  would  be  1 2 pockets 
to  the  ton,  as  nearly  as  possible. 

15634.  And  how  much  a pocket  do  you  charge? 
— From  Ashford  we  charge  3 s.  a pocket. 

15635.  Aud  that  includes  delivery  into  the 
borough,  doss  it  not  ? — Yes. 

15636.  Professor  Hunter  handed  in  a list;  have 
you  looked  over  that  list  to  see  if  you  could  iden- 
tify it? — Yes;  Mr.  Hunter  in  the  list  he  has 
given  has  mentioned  seven  stations,  and  I fail 
altogether  to  understand  how  he  has  arrived  at 
the  figures  he  has  there  put  down  as  the  rate  per 
ton.  I have  been  altogether  unable  to  deal  with 
his  list,  for  the  reason  that  I cannot  under- 
stand upon  Avhat  basis  he  has  compiled  it.  For 
instance,  taking  Beckenham,  where  by-the-by 
there  are  no  hops  grown  at  the  present  time,  Air. 
Hunter  says  the  charge  from  Beckenham  (o  Lon- 
don, including  delivery,  is  1 1 5.  8 ^. ; that  averages 
about  nine  pockets  to  the  ton.  The  next  station 
is  Orpington. 

15637.  By  taking  a less  quantity  of  pockets, 
it  would  aj)pear  to  exaggerate  the  rate ; the 
divisor  would  be  smaller,  and  therefore  the  divi- 
dend would  be  greater? — Under  any  circum- 
stances it  is  not  correct;  that  is  my  point.  To 
Orpington  the  average  appears  to  be  10  pockets 
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to  the  ton;  to  Sevenoaks,  the  next  station,  10; 
to  the  next,  10| ; and  to  the  next.  Grove  Ferry, 
Hi 

Mr.  Gregory. 

15638.  Is  that  assuming  your  3 5.  per  pocket? 
— No,  that  is  taking  the  rates  from  our  hop 
tariff;  lie  has  the  rate  per  pocket  perfectly  right, 
but  I do  not  know  how  he  arrives  at  the  sum 
per  ton. 

Mr.  Barclay. 

15639.  Does  the  11  5.  8 (/.  include  delivery  ? — 
It  does  not  say. 

15640.  What  is  the  diffei’ence  between  you  and 
Mr.  Hunter  about  the  weight  of  a pocket ; Mr. 
Hunter  gave  the  figure  of  13  ? — Even  if  you  take 
the  figure  of  13,  I entirely  fall  to  make  it  out. 

Sir  Edward  Watkin. 

15641.  To  put  it  shortly,  there  are  a different 
number  of  pockets  to  the  ton  in  different  cases  in 
Mr.  Hunter’s  table  ? — Yes.  ' 

15642.  At  13  pockets  to  the  ton  it  would  come 
to  16  s.  3 d.,  would  it  not  ? — Yes. 

15643.  And  then  if  you  take  off  5 s.  for  delivery? 
— Then  you  could  not  make  11s.  8 d.  of  it ; if 
you  follow  it  on,  you  do  not  find  it  is  11s.  8«?. 
And  you  find  the  difference  is  about  3 s.  in  other 
cases. 

Mr.  Gregory. 

15644.  What  do  you  put  it  at? — Our  rate 
from  Orpington  is  1 s.  6 d. ; but  there  are  really 
no  hops  from  Orpington. 

Sir  Edward  Watkin. 

15645.  Mr.  Hunter  mentions  that  he  has 
taken  5s.  for  delivery?  - Yes. 

15646.  Has  he  deducted  5 s.  from  the  amount 
he  has  divided? — No;  not  even  assuming  he  has 
taken  13  pockets  to  the  ton  ; he  has  divided  the 
total  rate  by  the  number  of  miles. 

15647.  Therefore,  you  consider  his  table  is 
altogether  erroneous? — I have  been  altogether 
unable  to  deal  with  the  figures  as  I should  have 
done. 

15648.  Now  a good  deal  was  said  about  the 
charges  on  Belgian  hops  via  Boulogne ; has  Mr. 
Hunter  compared  in  that  case  like  with  like? — 
He  has  compared  things  which  are  altogether 
different. 

15649.  First  of  all,  is  the  Boulogne  rate  a sta- 
lion  to  station  rate  only? — It  is  a station  to 
station  rate,  which  of  course  means  that  there  is 
something  like  8 s.  6 c?.  a ton  to  be  added  to  it  to 
make  it  comparable  to  the  home  rate,  to  say 
nothing  of  the  difference  of  packing. 

15650.  Bow  will  you  explain  the  difference 
between  the  two  ? — The  Belgian  hops  are  ma- 
chine pressed,  and  are  altogether  a different 
shape  from  the  English  hops ; they  are  brick- 
shaped ; and  I find,  from  actual  measurement, 
that  you  can  load  73  per  cent,  more  of  the  foreign 
hops  into  the  same  truck  than  you  can  of  English 
hops. 

15651.  Now  with  reference  to  the  value  ? — I 
may  say,  shortly,  that,  taking  one  year  with 
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the  other,  there  is  a difference  in  value  of  about 
one-third  ; that  is  to  say,  foreign  hops  are  about 
one-third  less  than  the  English  hops. 

15652.  Can  you  tell  me  whether  the  foreign 
hops,  as  a rule,  are  free  from  the  claims 
which  attach  very  often  to  English  hops? — I do 
not  remember,  during  the  whole  of  my  time  with 
the  Soutli  Eastern  Company,  or  with  the  Brighton 
Company,  ever  having  a single  claim  for  damage 
or  delay  to  foreign  hops  ; with  our  own  hops  it  is 
altogether  different.  I have  one  case  in  my  mind 
where,  in  a single  season,  we  paid  ujiwards  of 
2,000  1.  in  claims  on  English  hops,  where  the 
total  traffic  only  amounted  to  22,000  1. ; that 
was  principally  through  the  rain.  I may  tell  the 
Committee  that  if  there  is  the  slightest  shower 
the  whole  of  the  work  must  be  stopped.  At  our 
Bricklayers’  Arms  station  we  have  had  50 
vehicles,  and  all  the  men  attached  to  them  stop 
work  for  three  or  four  hours,  and  not  turn  a cloth 
of  any  kind,  on  account  of  the  rain  ; to  a certain 
extent  the  same  applies  to  a sending  station ; 
you  cannot  load  the  hops  while  there  is  any  rain 
of  any  kind. 

15653.  I suppose  the  compressed  Belgian  hops 
would  not  damage  in  the  same  way  from  rain? — 
I do  not  think  tlie  quality  is  so  good,  and  I do 
not  think  they  are  so  liable  to  damage  as  English 
hops. 

15651.  It  has  been  stated  that  this  low  charge 
for  Belgian  hops  is  an  injury  to  the  British  hop 
grower  ; what  would  be  the  consequence  if  you 
were  to  put  up  the  price  upon  the  Belgian  hops 
to  the  home  price  ? — The  result  would  be  that 
the  South  Eastern  Company  would  lose  a small 
amount  of  revenue  ; it  is  not  a very  large  matter 
with  them,  but  at  the  same  time  the  Kentish 
hop  growers  would  not  benefit  one  penny  piece, 
for  the  simple  reason  that  the  foreign  hops  would 
go  by  the  General  Steam  Navigation  Company’s 
boats  from  Boulogne,  which  even  now  carry  tliem 
at  a lower  rate  than  we  do,  instead  of  rail  to 
Boulf  gne,  then  across  to  Folkestone,  and  then 
by  rail  to  London. 

15655.  The  Belgian  hops  you  can  detain  at 
Folkestone  if  necessity  requires  it,  can  you  not? 
— I should  not  have  the  slightest  hesitation  in 
detaining  the  Belgian  hops  at  Folkestone  if  the 
traffic  required  it. 

15656.  How  are  the  English  hops  worked;  it 
is  an  exceptional  traffic  altogether,  is  it  not? — 
Yes;  you  have,  first  of  all,  to  send  empty  trucks 
down  for  them  specially. 

15657.  With  regard  to  the  Belgian  hops,  the 
trucks  which  bring  them  up  are  the  same  trucks 
which  you  employ  for  carrying  other  goods  back, 
are  they  not  ? — They  are  ; then  we  work  the 
English  hops  to  London  by  special  trains,  and  it 
would  be  altogether  impossible  to  carry  on  the 
traffic  satisfactorily,  unless  you  did  the  work  by 
special  train.  Then  the  London  terminal  system 
is  a very  exceptional  one  indeed.  I do  not 
know  any  other  so  expensive  a service  except 
that  connected  with  the  fruit  traffic.  We  liave, 
particularly  in  a busy  season,  the  greatest  pos- 
sible difficulty  in  getting  carts  and  horses  to  do 
the  work,  and  when  we  do  find  them  we  have  to 
pay  an  exceptional  amount  of  money  for  their 
use. 
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15658.  There  is  a great  deal  of  the  work  done 
by  night,  is  there  not  ? — 'I'he  fruit  work  has  to  be 
done  by  night,  and  the  result  is  that  the  same 
staff  that  work  the  ordinary  traffic  cannot  do  it. 

15659.  Then  first  the  Englisb  hops,  in  con- 
trast with  the  foreign  hops,  ai’e  worth  more ; 
then  again,  you  have  practically  to  make  special 
train  arrangements  and  cartage  arrangements  to 
deal  with  this  traffic,  and  tlien  also  I suppose  it 
is  traffic  of  a very  uncertain  nature  ? — It  is  alto- 
gether uncertain ; you  cannot  tell  wliat  the 
quantity  will  be,  and  you  cannot  make  your 
arrangements  until  the  last  moment.  I have 
known  cases  in  which  a rveek  or  10  days  has 
either  made  or  spoiled  the  crop. 

15660.  Have  you  not  known  seasons  in  which 
the  quantity  has  been  five  times  as  much  as  in 
otlier  seasons? — Yes,  and  more  than  that. 

15661.  And  you  have  to  provide  for  ihe  maxi- 
mum?— You  must  provide  for  the  maximum. 

15662.  Then  there  is  another  element;  have 
you  not  to  convey  at  very  low  rates  and  under 
special  arrangements,  the  people  to  pick  those 
liops  ? — Yes,  each  year  we  run  at  very  low  rates 
special  trains  to  get  the  hop  pickers  down,  and 
1 find  that  we  are  cliarging  to  some  of  the  stations 
more  than  50  per  cent,  below  our  ordinary 
Parliamentary  i-ate. 

15663.  Do  you  consider  that  if  you  did  not 
send  the  people  to  pick  the  hops  they  would  not 
be  picked  ? — They  would  no  doubt  be  picked, 
but  at  a very  much  heavier  charge  by  the  people 
on  the  spot. 

15664.  I suppose  the  prices  fluctuated  very 
much  ? — ^"es,  they  fluctuate  considerably. 

15665.  And  therefore  the  moment  the  hop 
season  begins  everybody  wants  his  hops  delivered 
into  the  market  as  soon  as  possible?— -The moment 
the  season  begins  everybody  wants  his  hops  into 
the  market  as  soon  as  possible,  or  he  makes  a 
claim  for  non-delivery. 

15666.  Did  you  see  the  rate  that  was  quoted 
from  Paris  to  London? — I noticed  that  it  was 
quoted,  but  there  is  practically  no  such  traffic. 

15667.  I think  Professor  Hunter,  in  his  evi- 
dence at  Question  337,  stated  that  he  had  allowed 
in  his  calculation  such  a sum  as  a court  of  justice 
would  endoi’se?  — Yes,  those  were  tire  words. 
He  said  : “ I have  allowed  in  'my  calculation 
such  a sum  as  a court  of  justice  would  endorse.” 
My  reply  to  that  is  this,  that  during,  certainly, 
the  wliole  of  my  time  with  the  South  Eastern 
llailway  Company,  we  have  never  had  an  action 
bi'ought  against  us,  nor  have  we  ever  had  to  press 
for  our  charges  except  in  one  case,  that  is  the 
case  of  Mr.  Sankey.  In  Mr.  Sankey’s  case  we 
took  him  to  the  county  court,  and  our  case  was 
so  clear  to  the  judge  that  he  gave  us  a decision 
with  costs. 

15668.  Costs  against  Mr.  Sankey?— Yes;  so 
that,  as  a matter  of  fact,  a court  of  justice  really 
has  found  that  our  charges  are  correct,  and  it 
follows,  therefore,  that  Mr.  Hunter’s  opinion 
must  be  wrong. 

15669.  Without  going  into  that,  did  Mr. 
Sankey  appeal? — No,  I think  Mr.  Sankey  was 
perfectly  satisfied  with  the  decision.  I am  bound 
to  say  that  the  judge  took  a vast  amount  of 
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pains  in  the  case  ; there  was  not  a point  left  un- 
discussed. 

15670.  The  question  was  tlioroughly  argued 
out,  was  it  not?— -Yes,  and  the  judgment  ex- 
tended over,  I think,  about  three  sides  of  fools- 
cap. 

15671.  It  does  not  follow  that  because  the 
judgment  was  very  long  it  was  very  sound  ? — 
No,  but  it  follows  that  the  judgment  was  given 
upon  every  ground  of  complaint. 

Mr.  Barclay. 

15072.  What  was  Mr.  Sankey’s  complaint?  — 
Mr.  Sankey’s  complaint  was  that  we  had  over- 
charged him. 

Sir  Edward  Wathin. 

15673.  Mr.  Sankey’s  contention  was  the  con- 
tention which  has  been  before  this  Committee, 
that  you  were  exceeding  what  would  be  looked 
upon  as  a reasonable  interpretation  of  your  maxi- 
mum powers? — That  was  so. 

15674.  Now  we  come  to  the  matter  of  fruit. 
I see  Mr.  Hunter  says  that  the  rate  for  fruit  to 
London  from  Ashford  is  305.,  including  delivery? 
— That  is  another  case  Avhere  I cannot  follow 
Mr.  Hunter’s  figures.  He  has  given  the  rate 
per  ton,  whereas  we  really  carry  the  fruit 
per  sieve,  or  half-sieve,  as  the  case  may  be. 
He  has  given,  in  answer  to  Questions  323 
and  324,  the  rate  trom  Ashford  to  London,  in- 
cluding delivery,  as  30  s.  Now  the  actual  rate 
for  soft  fruit  averages  25  s.  3d.  (in  my  case  I 
have  got  over  the  difficulty  by  weighing  them, 
so  there  is  no  doubt  about  my  figures),  and 
for  hard  fruit  the  rate  is  21  5.  8 d.,  and  not 
30  5. 

Mr.  Barclay. 

15675.  Does  the  hard  fruit  come  in  sieves  as 
w'ell  ? — Yes. 

Mr.  Paget. 

15676.  How  many  sieves  of  hard  fruit  to  the 
ton  do  vou  make  it  ? — The  average  weight  of 
hard  fruit  is  56  lbs.,  and  of  soft  fruit,  48  lbs. 

Sir  Edward  Wathin. 

15677.  I see  that  Mr.  Hunter,  in  dealing  wutli 
tlus  matter,  estimates  the  delivery  at  5 s.  a ton ; 
is  that  sufficient  ? — It  is  altogether  insufficient, 
and  I can  scarcely  understand  how  such  a figure 
is  arrived  at.  Now'  the  Clearing  House  London 
terminal,  as  has  been  exjalained,  is  8 5.  6 d.,  but 
that  frequently  does  not  cover  the  expenses  in 
any  way. 

15678.  You  have  given  the  Committee  the 
figure  of  3s.  7^d.;  will  you  explain  the  way  in 
which  you  have  arrived  at  that? — That  is  upon 
the  traffic  all  round. 

15679.  Then,  plus  that,  there  is  the  cartage, 
the  risk,  and  all  the  rest  of  it? — Yes. 

Mr.  Barclay. 

15680.  Mr.  Hunter  did  not  count  the  terminal; 
he  simply  counted  55.  a ton  for  delivei'y  ? — That 
is  insufficient  altogether  ; the  Clearing  House 
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Mr.  Barclay — continued. 

terminal,  as  I say,  is  8 5.  6 d.,  and  that  does  not 
cover  the  terminal  upon  fruit. 

15681.  Do  you  include,  in  what  you  call  the 
terminal,  the  station  expenses  or  the  delivery 
besides  ? — Mr.  Hunter  includes  5 s.  for  delivery, 
which  I say  is  an  altogether  inadequate  figure 
for  the  delivery  service.  Now,  last  Friday  night 
and  Saturday  morning  our  vans  were  each  of 
them,  on  the  average,  detained  five  hours  in 
making  the  deliveries. 

15682.  That  is  the  detention  at  the  market? — • 
Yes,  the  detention  at  the  market;  the  market 
was  entirely  blocked.  Then,  besides  that,  the 
work  having  to  be  done  at  night,  we  have  to  pay 
the  carmen  a certain  amount  extra ; for  instance,  a 
man  with  two  horses  Ave  pay  Sd.  extra  for  the 
night’s  Avork,  and  Ave  give  the  boy  4f7.,  making 
1 s.  extra ; Avith  a single  horse  we  give  the  man 
6 c?.  and  the  boy  Zd.,  that  is  Qd.  ; and  frequently 
it  occurs  that  Ave  have  to  go  into  the  market 
AvIth  only  a ton  of  goods,  so  that  the  extra  pay- 
ment will  amount  to  Is.  out  of  the  5s. 

Sir  Eda-ard  Watkin. 

15683.  In  point  of  fact,  what  Avould  appear  to 
be  the  high  cost  for  this  service  partly  arises  from 
this  fact,  does  it  not,  that  you  very  often  have 
to  take  portions  of  loads,  and  have  to  provide 
always  for  the  maximum  amount  of  ti’affic, 
Avhereas  sometimes  it  is  3U,  or  40,  or  50  per  cent, 
less  than  the  maximum  amount? — We  have  made 
the  fullest  arrangements  to  learn  by  telegram 
what  is  sent  from  the  country  stations  ; but  1 find, 
as  a matter  of  fact,  that  that  is  of  very  little  use. 
Senders  drive  everything  off  to  the  last  moment, 
so  that  our  people  at  the  country  stations  do  not 
know  what  is  coming,  and  Ave  find  it  sometimes 
almost  impossible  to  deal  with  it  without  prac- 
tically providing  for  the  maximum  traffic. 

15684,  I suppose,  practically,  this  part  of  the 
work  is  done  at  very  great  cost  ? — It  is  done  at 
very  great  cost,  owing  to  the  high  pressure  at 
which  it  is  carried  on  and  the  other  circumstances 
I have  named. 

Mr.  Gregory. 

15685.  Mr.  Hunter  gave  5 s.  as  the  cost  of 
delivery ; do  I understand  that  you  put  on  a ter- 
minal besides? — No,  I say  the  8s.  6c?.  does  not 
cover  the  terminal  and  expenses  of  delivery, 
and  that  if  a private  individual  had  to  do  the 
work  he  could  not  do  it  at  8 s,  6 d.  Now,  before 
going  from  that  point,  I should  like  to  show  that, 
taking  the  figures  I have  shoAvn  for  soft  fruit  and 
hard  fruit,  less  the  London  terminal  of  8 s.  6 c?. 
and  Is.  6c/.  for  the  terminal  at  Ashford,  there  is 
left,  for  soft  fruit  3‘39c/.  per  ton  per  mile,  and  for 
hard  fruit  2-59 c?.  Now  our  rates,  as  regards 
Ashford,  are  not  fixed,  but  where  they  are  fixed 
Ave  have  4 c/. 

Sir  Edward  Watkin. 

15686.  That  is  to  say,  dealing  Avith  the  ter- 
minal in  the  way  you  have  dealt  with  it,  you  are 
charging,  even  where  you  have  a maximum  of 
4 c/.,  less  than  your  maximum? — The  rates  are 
less  than  our  Parliamentary  poAvers,  Avhere  the 
powers  are  fixed. 

15687.  Then  your  company  is  especiallv  open 
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to  competition  at  all  points,  is  It  not? — I do  not 
know  of  any  company  Avhere  there  is  so  much 
competition,  and  I must  say  to  the  credit  of  our 
neighbours,  so  much  actiA'e  competition ; Ave 
have  the  Avater  on  two  sides  of  us  ; Ave  have  also 
the  Brighton  RallAvay  on  one  side,  the  Chatham 
and  Dover  on  the  other,  and  the  South  Western 
Raihvay  at  the  I'ourth  side. 

Sir  Baldioyn  Leighton. 

15688.  Is  the  8 s.  6 d.  terminal  one  which  has 
been  fixed  by  the  Clearing  House  ? — It  is  the 
Clearing  House  terminal  as  betAveen  the  com- 
panies. 

Sir  Edward  Watkin. 

15689.  Is  It  not  in  the  nature  of  a mutual 
arrangement  betAveen  company  and  company  ? — 
Yes,  and  it  covers  all  kind  of  traffic;  if  the 
Avhole  of  the  traffic  brought  into  London  Avere 
like  the  fruit  traffic,  of  course  the  Clearing 
House  terminal  could  be  no  longer  8 s.  6 c/. , it 
must  be  very  much  more. 

15690.  This  traffic  you  have  been  speaking  of, 
like  hops  and  fruit,  is  altogether  exceptional,  and 
of  course  would  on  its  OAvn  merits  require  a 
larger  terminal  ? — Naturally. 

15691.  Now,  with  regard  to  potatoes  in  sacks, 
Avhat  is  your  average  rate  per  mile,  exclusive  of 
terminals.'’ — Exclusive  of  terminals  it  amounts  to 
about  1 d.  a ton. 

Mr.  Barclay. 

15692.  How  much  do  you  deduct? — I have 
taken  a Is.  6 r/.  terminal  at  each  end  with  the 
figures  I have  given  the  Committee.  I am 
anxious  that  it  should  be  understood  that  I have 
rather  gone  beloAV  the  terminal  we  ought  to 
charge  than  above  it. 

Sir  Edward  Watkin. 

15693.  Then  AvIth  regal’d  to  the  foreign  fruit, 
is  there  much  foreign  fruit  sent  from  the  con- 
tinent by  the  goods  train  service? — There  is  very 
little  fruit  sent  by  goods  train  service  ; it  nearly 
all  comes  by  passenger  train  from  Folkestone, 
and  is  charged  at  the  sjiecial  rate. 

15694.  Is  not  that  fruit  sent  by  grande  vitesse, 
charged  at  a higher  rate  than  that  Avhich  you 
have  been  mentioning  ? — If  you  include  the  ser- 
vices done,  and  apply  them  to  the  Boulogne 
fruit,  you  have  to  make  the  rate  31  s.  3 d.,  plus 
the  London  terminal.  You  cannot  make  the 
Boulogne  fruit  less  than  40  s.  Avhen  fairly  com- 
paring it  with  the  30  s.  mentioned  by  Mr. 
Hunter;  but  which  30s.  is  actually  very  much 
less. 

Mr.  Paget. 

15695.  What  Is  your  charge  from  Folkestone 
to  London  for  English  fruit? — fhere  is  practically 
none  from  Folkestone. 

15696.  Is  there  a rate  for  it  ? — There  is  a x-ate, 
but  I cannot  give  it  at  the  moment. 

Sir  Edward  Watkin. 

15697.  Now,  Avith  regard  to  Question  No.  333, 
as  to  the  rate  for  meat,  dead  poultry,  &c.,  from 
5 n 3 Tunbridge 
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Sir  Edward  Wathin — continued. 

Tunbridge  Wells  to  Wadhurst,  what  have  you  to 
say? — I have  had  the  books  examined  for  12 
months  from  the  1st  of  April  to  the  31st  of 
March,  and  I find  that  we  did  not  carry  a single 
consignment  of  meat,  dead  poultry,  hops,  fruit, 
asparagus,  dead  game,  furniture,  or  manure  from 
Tunbridge  Wells  to  Wadhurst;  there  was  but 
one  consignment  each  of  lime  and  guano  through- 
out the  12  months. 

15698.  It  was  not  likely  that  a town  like 
Tunbridge  Wells,  which  is  a consuming  town, 
would  he  sending  things  to  a place  like  Wad- 
hurst, which  is  a country  village? — No,  nor  from 
Wadhurst  to  Tunbridge  Wells  is  it  at  all  likely 
that  they  would  he  sent. 

15699.  Now,  taking  the  seven  stations  men- 
tioned by  Mr.  Hunter,  what  traffic  is  there 
carried  to  them? — I find  that  taking  the  whole 
of  the  seven  stations,  andthe  whole  of  the  articles 
enumerated,  there  is  not  a ton  a week  to  all  the 
stations. 

15700.  So  that  if  there  is  an  overcharge,  it 
would  not  be  a very  extensive  one  in  itself? — I 
find  that,  as  regards  that,  nearly  the  whole  of 
the  articles  are  under  500  lbs.  weight,  and  would 
not  therefore  come  under  the  tonnage  rate. 

15701.  I believe  a very  large  portion  of  your 
tonnage  is  under  500  lbs.  ? — I think,  taking  the 
cross  country  consignments  principally,  there 
must  be  70  per  cent,  under  500  lbs. 

15702.  Now,  Hastings  and  Roberts  Bridge 
were  quoted  by  Mr.  Hunter? — There  the  case 
is  precisely  the  same.  I find  that  during  the 
whole  of  one  year  there  was  only  one  consign- 
ment of  fruit  or  game  between  those  places,  and 
that  consignment  was  under  500  lbs.  Now,  with 
regard  to  the  rate  from  Folkestone  to  London, 
I was  asked  about,  it  is  7 d.  per  sieve ; that 
is  23  s.  4 d.  per  ton,  and  includes  delivery  into 
the  Borough  Market, 

15703.  And  that  is  the  rate  which  compares 
with  the  through  rate  from  Boulogne  to  London  ? 
— With  the  station  to  station  rate  of  31s.  3 c?., 
plus  the  delivery,  which  I say  makes  it  nearly 
40  s. 

Mr.  Esarclay. 

15704.  Mr.  Hunter’s  statement  was  that 
foreign  fruit  from  Boulogne  to  London  by 
passenger  train  is  25  s.  ? — That  is  incorrect;  it  is 
25  s.,  plus  25  per  cent.,  which  makes  31s.  Sc?. 

Sir  Edward  Wathin. 

15705.  Now,  with  regard  to  Hastings  to  Ash- 
ford, are  there  any  consignments  between 
Hastings  and  Ashford  the  rates  for  which  have 
been  quoted  ? — I find  that  during  the  twelve 
months  we  had  14  consignments,  and  that  12  out 
of  the  14  came  under  the  500  lbs.  clause. 

15706.  Mr.  Hunter  stated  that  private  indivi- 
duals feared  to  go  to  law  for  fear  of  the  conse- 
quences ; is  that  your  experience  with  regard  to 
the  south-eastern  district  ? — I have  just  given  the 
case  of  Mr.  Sankey  ; Mr.  Sankey  thought  he  had 
a grievance  against  the  company  and  went  to 
law  with  us,  and  I must  say  that  Mr.  Sankey’s 
opinion  is  somewhat  different  from  some  of  the 
evidence  which  has  been  given  before  this  Corn- 


Sir  Edward  Wathin — continued, 
mittee.  I have  here  the  “ Mark  Lane  Express,” 
of  the  1 1 th  of  April,  and  it  reports  a meeting  at 
Sandwich,  at  which  Mr.  Sankey  made  a speech, 
and  amongst  other  things  Mr.  Sankey  spoke  of, 
the  action  which  he,  supported  by  the  North  Kent 
Chamber  of  Agriculture,  had  had  with  the  South 
Eastern  Company.  I should  remark  that  he  was 
supported  in  the  fighting  of  that  case  by  the 
North  Kent  Chamber  of  Agriculture;  it  was  not 
fought  at  his  own  expense.  Mr.  Sankey  said, 
“ He  thought  it  would  pay  to  continue  such 
fights.” 

Mr.  Barclay. 

15707.  Does  he  say  why  ? — Yes,  he  said,  “Be- 
cause since  that  action,  although  he  had  not  been 
successful,  he  thought  it  would  pay  them  to  con- 
tinue such  fights,  for  since  that  action  turnips  and 
parsnips,  which  had  previously  been  charged  50 
and  100  per  cent,  more  than  potatoes,  were  now 
charged  at  the  same  rate.”  I’hat  reminds  me  of 
a pointwhich  for  the  moment  had  escapedme.  Mr. 
Sankey  while  the  action  was  going  on,  suggested 
that  the  charge  for  carrots  and  jiarsnips  should 
be  made  the  same  as  the  charge  for  potatoes.  In 
arguing  the  case  with  him,  I pointed  out  that 
whatever  the  rate  was  in  this  district,  it  would 
not  affect  the  tonnage  carried,  but  he  pressed  the 
point  strongly,  and  I agreed  to  make  the  rate 
the  same  which  Mr.  Sankey  has  now  rather  thrown 
up  in  our  faces.  The  result  has  been  that  we  have 
not  carried  any  more  traffic,  but  have  the  same 
traffic  as  we  had  before  we  made  the  reduction. 
We  have  made  a reduction  of  25  per  cent,  and 
have  about  25  per  cent,  less  receipts. 

Sir  Edward  Wathin. 

15708.  Can  you  tell  the  Committee  whether 
there  has  been  any  reduction  in  the  price  of  these 
vegetables,  in  consequence  of  your  reduction  of 
rates  ? — I think  not. 

15709.  Who  has  the  benefit  of  the  reduction  ? 
— The  senders  evidently. 

Mr.  Paget. 

15710.  Do  you  think  that  the  reduction  ivas  a 
reasonable  one  ? — I thought  it  would  have  been 
a reasonable  reduction  if  the  result  had  been  as 
Mr.  Sankey  foretold  ; but  the  result  was  the 
other  way,  we  did  more  work  and  received  less 
money. 

15711.  The  result  was  in  the  agricultural  in- 
terest?— I should  say  Mr.  Sankey’s  interest. 
Then  may  I say  just  before  leaving  the  fruit 
question,  that  there  was  a point  in  my  mind 
which  I was  not  quite  so  satisfied  upon  ; that  was 
with  regard  to  the  rates  from  France  interfering 
with  the  English  growers  of  fruit  ; my  ojiinion 
was  that  the  fruit  and  vegetables  which  we  had 
from  France  were  the  early  vegetables  which 
came  in  before  the  English  vegetables  were 
ready ; I got  out  some  statistics  upon  the  point, 
and  I found  that  was  the  case.  In  fact  only  this 
morning  I received  a letter  from  a leading  grower 
in  Kent,  in  which  he  says,  he  is  anxious  to  open 
up  a trade  from  England  into  France  for  vege- 
tables and  fruit ; he  says  that  a good  traffic  might 
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Mr.  Paget — continued. 

be  carried,  seeing  that  the  French  and  Belgian 
season  is  well  nigh  over  before  the  Kent  season 
begins.  It  is  quite  evident,  therefore,  that  whatever 
the  rate  is  for  the  foreign  fruit,  it  does  not  alFect 
the  home  grower. 

Sir  Edward  Wnthin. 

15712.  May  I ask  whether  you,  as  the  goods 
manager  of  the  South  Eastern  Railway  Com- 
pany, do  not  try  to  fix  your  rates  so  as  to  encour- 
age the  trade,  and  not  to  discourage  it? — The 
best  proof  of  that  is  that  during  the  whole  of  the 
time  I have  been  with  the  South  Eastern  Rail- 
way Company  we  have  not  had,  with  the  excep- 
tion of  Mr.  Sankey,  any  general  complaint  as  to 
the  rates. 

15713.  If  you  had  been  flagrantly  violating 
your  Act  of  Parliament,  and  over-charging  the 
public,  you  would  have  had  plenty  of  complaints 
long  ago? — Undoubtedly  we  should. 

15714.  Could  you  tell  the  Committee  how 
many  ledger  accounts  you  have  in  the  South 
Eastern  Company’s  books? — I think  we  have 
altogether,  taking  the  country  stations  and  Lon- 
don, about  1,100. 

15715.  And  to  each  of  these  gentlemen  you 
give  credit,  do  you  not? — Yes,  some  of  them 
months  credit. 

15716.  And  you  are  not  bound  to  give  them  any 
credit,  are  you? — No;  and  more,  we  have  an 
increase  of  work  at  the  terminal  stations  solely 
in  order  to  keep  those  accounts. 

15717.  I daresay  you  would  be  of  opinion  that 
many  of  those  to  whom  you  give  that  credit 
could  not  get  on  without  it  in  bad  times? — 
No  doubt  many  of  them  would  send  less  traffic 
than  they  do,  and  in  many  cases  none,  if  it  were 
not  for  these  facilities. 

15718.  Now  there  is  a complaint  with  reference 
to  manure  from  Tunbridge  Wells ; is  there  any 
such  traffic? — No,  not  from  Tunbridge  Wells  ; 
there  is  manure  carried  from  London  to  Tun- 
bridge Wells. 

15719.  Is  the  bulk  of  the  manure  carried  by  you 
from  London  ? — Ninety-five  per  cent,  of  it  is. 

15720.  At  very  low  rates,  I suppose  ? — At  very 
low  rates,  indeed. 

15721.  How  many  tons  of  manure  are  you 
carrying  per  annum  ? — During  the  past  year  in 
actual  tonnage  it  was  about  52,000  tons. 

15722.  You  carry  the  manure  at  specially  low 
rates,  do  you  not  ? — Yes,  we  do. 

15723.  Is  that  done  with  the  object  of  encourag- 
ing cultivation? — We  have  had  from  time  to 
time  a great  deal  of  pressure  brought  to  bear  upon 
us  with  regard  to  the  manure  rates  ; the  argument 
has  always  been  this,  the  more  manure  we  can 
put  into  the  ground  the  more  we  can  get  out  of 
it,  and,  therefore,  you  (the  company)  will  be 
benefited  in  turn  by  carrying  the  fruit,  upon 
which  you  can  get  a higher  rate.  There  is  no 
doubt  that  there  is  a certain  amount  of  truth  in 
that,  and  I have  recognised  it  so  far  as  to  make 
exceptionally  low  rates,  even  lower  than  we  are 
carrying  coal  for. 

15724.  Will  you  give  the  Committee  a few 
instances  of  the  rates  at  which  you  carry  the 
manure,  which  you  say  you  are  carrying  at 
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specially  low  rates? — The  first  case  I will  take 
is  from  London  to  Orpington  ; the  distance  is  12 
miles.  In  that  case  I have  only  deducted  a 9 c?. 
terminal,  because  if  I deducted  anytliing  more 
we  should  have  nothing  left  for  the  carriage,  so  I 
have  deducted  9c?.  a ton  at  each  end,  and  that 
leaves  us  | d.  j)er  ton  per  mile  for  the  carriage. 

Mr.  Paget. 

15725.  What  are  the  services  that  are  done  for 
that  ? — The  whole  of  the  station  accommodation, 
the  invoicino;,  and  the  shuntins:. 

15726.  Is  the  manure  delivered  to  you  at  the 
station? — It  is  bought  to  us  at  the  station  in 
carts,  and  we  have  to  see  to  the  weighing  and 
the  invoicing. 

15727.  Does  the  charge  include  loading  and 
unloading  ? — It  does  not  include  loading  and  un- 
loading. With  the  special-class  traffic,  as  I have 
stated,  we  do  the  loading  and  unloading  for  6 c?. 
a ton. 

Sir  Edward  Watkin. 

15728.  First  of  all  you  have  to  find  a place 
upon  which  to  put  the  waggon,  and  then  to  put 
the  waggon  in  position  ? — Yes. 

15729.  And  that  space  is  occupied  until  the 
manure  is  taken  from  the  cart  and  put  into  the 
waggon  ? — It  is. 

15730.  And  then  the  waggon  has  to  be  shunted 
up  and  down  and  put  on  to  the  train? — Yes. 

15731.  And  when  it  gets  to  its  destination 
there  is  a similar  thing  to  be  done  there? — Yes, 
and  then  there  is  the  man  at  the  weigh-bridge 
who  has  to  weigh  it ; there  is  every  service  at- 
tached to  it,  except  the  loading  and  unloading,  and 
the  delivery. 

15732.  Will  you  give  us  another  instance  of 
the  manure  rate  ? — From  London  to  Higham,  a 
distance  of  27  miles,  we  are  charging  '44  c?.  per 
ton  per  mile. 

15733.  Am  I right  in  saying  that  after  deduct- 
ing  your  terminal  (whether  that  is  right  or  not 
the  Committee  will  decide)  none  of  your  manure 
rates  are  more  then  'lOd.  per  ton  jier  mile? — ■ 
None  of  our  rates  are  more  than  that. 

15734.  Is  that  a uniform  rate  all  over  your 
line  ? — No,  we  should  charge  more  for  40  miles 
than  we  should  for  30. 

Mr.  Gregory, 

15735.  But  you  would  not  charge  rateably  so 
much  per  mile? — For  instance,  for  19  miles  we 
are  charging  2 s.  3 c?.,  and  for  27  miles  we  are 
charging  2 s.  6o?. 

15736.  What  would  you  charge  for  40  miles? 
— Four  and  twopence ; but  there  is  very  little 
bulk  manure  that  would  go  40  miles. 

Sir  Edward  Watkin, 

15737.  I suppose  manure  can  only  go  a cer- 
tain distance  ? — I should  say  that  at  least  80 
per  cent,  of  the  manure  is  carried  within  a 25-mile 
radius. 

Chairman, 

15738.  The  only  thing  that  prevents  it  from 
going  further  is,  I presume,  expense  of  convey- 
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Chairman — continued. 

ance  ? — Precisely  ; the  bulk  manure  is  only  worth 
a certain  amount  as  compai'ed  with  artificial 
manure. 

Sir  Ecbcard  Watkin. 

15730.  Now  we  will  take  the  question  of  the 
lime  ; there  was  a question  asked  with  referenee  to 
the  lime  rates  from  Tunbridge  Wells;  is  there 
any  such  traffic  from  that  station  ? — Not  from 
Tunbridge  Wells;  it  is  not  a lime  station. 

15740.  Is  not  your  lime  traffic  from  certain 
places  where  lime  is  burnt,  namely,  Merstham, 
Letch worti),  and  Cuxton  stations  ? — Yes. 

15741.  Have  you  specially  low  rates  from  each 
of  those  stations  for  that  traffic? — Yes,  I will 
take  the  instance  from  Merstham  to  London, 
where  there  is  a very  large  traffic  indeed;  the 
traffic  is  exceptional.  The  distance  is  19  miles, 
and  deducting  9 d.  terminal  at  each  end,  the 
charge  is  ‘26  d.  per  ton  per  mile. 

15742,  Then  take  Betchworth  ? — From  Betch- 
worth  to  Ticehurst,  a distance  of  39  miles,  where 
there  is  nothing  like  so  large  a tonnage,  we  are 
charging  '54  d.  I may  add  that  the  highest 
charge  we  have  thi'oughout  the  line  is  not  more 
than  about  -70  fZ.  on  this  traffic,  even  although 
the  quantity  is  limited  ; and  I would  further  add 
as  regards  the  lime,  that  though  we  are  charging 
these  rates,  our  toll  is  1^  d.  per  ton  where  it  is 
fixed. 

Mr,  Gregory. 

15743,  What  do  you  put  for  terminals  there? 
— I put  9 d.  at  each  end. 

Sir  Edward  Watkin. 

15744.  Now,  with  regard  to  the  grain  rates  in 
four-ton  lots,  deducting  a terminal  of  1 s.  6 d.,  how 
much  a mile  do  you  consider  you  ai’e  charging  ? 
— I will  take  the  case  of  grain  from  Strood  ; our 
rates  would  range  from  ‘60  d.  to  1 d.  per  ton  per 
mile,  our  tolls  being,  where  they  are  fixed,  3 d. 
a ton. 

15745.  Now  we  will  go  to  the  question  of  coal ; 
what  have  you  to  say  about  the  rates  on  coal  ? — 
We  have  three  ports  from  which  we  are  doing  a 
large  traffic,  Strood,  Whitstable,  and  Erith. 
Deducting  the  port  terminal  of  1 s.  6 <7.,  that  is 
for  the  use  of  the  basin,  the  maintenance  of  the 
basin,  and  everything. 

15746.  Not  the  railway  terminal  ? — Deducting 
the  port  terminal  of  1 s.  6 d.,  and  the  receiving 
station  terminal  of  6 d.,  our  I’ate  per  mile  is  from 
•45  d.  to  *80  d.  per  ton  per  mile. 

15747.  Take  Strood  to  Tunbridge  Wells;  what 
is  the  distance  ? — The  distance  from  Strood  to 
Tunbridge  Wells  is  32  miles,  and  there  the  rate 
gives  ‘56  d.  Take  Erith  to  Maidstone,  a distance 
of  29  miles,  the  rate  is  ‘69  d. ; but  I would  e.x- 
jdain  that  there  is  a very  much  larger  traffic  in 
the  one  case  than  there  is  in  the  other. 

15748.  And  this  coal  traffic  has  to  pass  several 
junctions  where  there  is  shunting? — We  have  a 
junction  on  the  average  at  about  each  eight  miles 
of  railway. 

15749.  What  do  you  say  with  regard  to  the 
inland  coal  ? — On  inland  coal,  of  which  we  carry 
a very  large  quantity,  the  rates  work  out  at  about 


Sir  Edward  Watkin — continued, 
one-third  of  our  Parliamentary  tolls  ; that  is  to 
say,  we  are  not  eharging  above  1 d.  per  ton  per 
mile ; although,  with  regard  to  the  inland  coal, 
we  have  to  bring  it  through  London,  which  is 
rather  expensive  working. 

15750.  You  have  to  bring  the  coal  over  these 
expensive  railways,  which  involves  a very  much 
higher  charge  ? — That  is  so, 

15751.  I think  the  rates  you  have  given  are 
not  in  full  train  loads,  but  for  the  truck  ? — That 
is  so. 

15752.  Now  with  regard  to  the  empties,  have 
you  not  to  take  the  trucks  back  without  any 
load  in  them  ? — I might  say  that  whether 
speaking  of  inland  coal,  or  whether  speaking 
of  coal  from  the  ports,  we  virtually  have  200 
miles  of  haulage  for  every  100  miles  charged. 

15753.  In  point  of  fact,  if  you  were  to  add  the 
weight  of  the  empty  truck,  the  rates  would  be 
very  much  lower  ? — Our  rates  would  be  reduced 
50  per  cent. 

15754.  I think  with  regard  to  London  you 
can  only  take  10  waggons  of  coal  on  one  train 
with  a load? — Ten  in  one  case,  and  12  in  another; 
but  when  you  come  to  Whitstable  we  can  only 
bring  six  trucks  for  some  distance,  owing  to  the 
gradient. 

15755.  Now  upon  the  question  of  live  stock, 
are  you  charging  your  full  Parliamentary  tolls 
for  fat  beasts  in  truck  loads  ? — We  are  charging 
nothing  near  the  toll. 

15756.  What  portion  do  you  consider  you  are 
charging? — We  are  not  charging,  as  far  as  the 
fat  beasts  ai’e  concerned,  half  of  our  Parliamen- 
tary tolls ; and  as  far  as  the  lean  beasts  and 
sheep  are  concerned,  we  are  charging  less  than 
one- half. 

Mr.  Paget. 

15757.  To  which  station  do  you  refer? — To 
any  station  throughout  the  system,  .y 

Sir  Edward  Watkin. 

15758.  I will  ask  you  broadly  this  question; 
being  in  this  position,  that  as  regards  your  main 
line  you  have  no  maximum,  and  therefore  you 
can  charge  any  reasonable  sum,  while  on  the  other 
parts  you  have  a maximum ; do  you  consider,  ap- 
plying that  maximum  to  the  whole  of  your 
traffic,  that  you  are  charging  anything  like 
your  maximum  rates? — Taking  what  has  been 
mentioned  here  as  collection  and  delivery  traffic, 
we  are  certainly  undercharging  at  least  by 
40  per  cent,  of  our  jjowers.  As  regards  the 
heavy  traffic,  we  are  certainly  not  charging  half. 

15759.  And  of  course  building  material  is  an 
important  element  in  a district  like  yours  ? — It  is 
very  important  indeed.  Before  leaving  that 
point,  I should  like  to  make  one  remark  in  rela- 
tion to  Mr.  Findlay’s  evidenee.  Mr.  Findlay, 
in  giving  evidence  as  regards  the  terminal  charges 
upon  foreign  lines,  gave  certain  figures  as  regards 
the  terminals  upon  ordinary  goods,  but  I think 
he  omitted  saying  anything  as  regards  the  terminal 
upon  live  stock.  I find  that  upon  the  French 
lines  they  charge  no  less  than  one  franc  a head 
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Sir  Edward  Watkin — continued, 
for  terminals,  that  is  to  say,  taking  10  oxen, 
they  would  get  10  francs  terminal  for  that  par- 
ticular waggon ; upon  calves  and  pigs  they  are 
getting  40  centimes,  and  upon  sheep  20  centimes, 
so  that  Avith  a truck  of  sheep,  Avhere  you  have  30 
sheep,  there  is  six  francs  charged  for  terminal 
alone. 

Mr.  Bolton. 

15760.  Is  that  the  rate  throughout  France? — 
Yes,  including  all  the  State  railways  ; there  are 
1,400  miles  of  railways  upon  the  West  Coast  of 
France,  belonging  to  the  State,  where  the  charges 
are  precisely  the  same. 

Sir  Edward  Watkin. 

15761.  You  do  not  make  that  charge? — No, 
Ave  charge  nothing  near  it. 

Mr.  Greyovy. 

15762.  What  do  you  charge  for  stock  ? — In 
Avorking  out  the  rates,  Ave  reckon  2 .s'.  6 d.  per 
truck  for  the  sending  station,  which  2 s.  6 d.  is 
mainly  swalloAved  up  by  the  cleansing  of  the 
truck  under  the  Orders  of  the  Privy  Council. 

15763.  Is  that  2*-.  6c?.  at  each  end? — It  is 
2 s.  6 c?.  at  the  end  where  the  truck  is  cleaned, 
and  1 s.  at  the  receiving  end. 

Sir  Edward  Watkin. 

15764.  I believe  the  French  railways  are  not 
under  the  sanitary  restrictions  that  we  are  ? — No, 
the  French  authorities  simply  say,  you  shall 
not  move  a beast  under  any  circumstances  if  there 
is  any  restriction. 

15765.  They  do  not  insist  upon  any  particular 
cleansing  of  the  pens,  or  appai-atus,  at  the  sta- 
tions ? — I am  not  aware  of  anything  upon  the 
French  raihvays  that  obliges  them  to  cleanse  tlie 
trucks  or  the  pens;  that  has  cost  the  English 
railAvay  companies  a great  deal  of  money. 

15766.  Noav  is  there  not  such  a thing  as 
mai'ket  dues  and  s.alesmen’s  commission  ? — Yes, 
there  is. 

15767.  Am  I not  right  in  saying  that  the 
salesmen’s  commission  on  potatoes  in  sacks  is 
T s.  6d.  ? — Yes;  and  the  railway  rate  Mr.  Skin- 
ner mentioned  Avas  9s.  2d. 

15768.  Noav  Avith  regard  to  fruit,  Avhat  is  the 
selling  commission  upon  fruit  ? — Sixpence  a 
sieve  for  commission  and  toll.  Mr.  Skinner 
stated  that  5d.  was  the  railway  rate,  so  that  we 
are  carrying  the  fruit  and  delivering  it  into  mar- 
ket at  1 d.  less  than  the  salesmen’s  charges. 

15769.  There  is  no  proposal  before  the  Com- 
mittee to  consider  the  market  tolls  in  London 
that  I am  aware  of? — That  is  so. 

15770.  Now,  Avith  regard  to  Mr.  Skinnei’’s 
statement  of  the  rates  stopping  the  traffic,  do 
your  books  show  that  the  Maidstone  rates,  which 
he  alluded  to,  are  stopping  the  traffic?— Mr. 
Skinner  is  a Maidstone  man,  and  I think  he 
alluded  to  the  Maidstone  station,  because  he  gave 
the  passenger  rates  from  there.  Now  as  regards 
that  station  for  fruit  I find  this,  that  in  1876  Ave 
carried  from  Maidstone  to  London  77,752  pack- 
ages, and  in  1880,  90,107  packages,  so  that  there 
was  an  increase  of  13,000  between  the  two 
years,  while  the  rates  remain  the  same  as  they 
were  in  1876. 
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15771.  I think  Mr.  Skinner  complained  of  his 
losses  and  claims ; now  do  you  corroborate  IMr. 
Skinner,  that  he  had  losses  and  claims  in  connec- 
tion Avith  your  management  ? — I Avas  very  much 
surprised  to  hear  the  statement  Mr.  Skinner 
made,  and  1 immediately  made  inquiries,  to  learn 
Avhat  foundation  there  Avas  for  the  complaint.  1 
found  in  ansAver  to  my  inquiries  that  Mr.  Skin- 
ner had  not  made  a single  complaint  for  18 
months  prior  to  the  date  of  his  giving  evidence 
before  this  Committee.  That  being  so,  I Avrote 
to  Mr.  Skinner,  asking  him  to  favour  me  Avith 
the  particulars  Avhich  Avould  enable  me  to  trace 
what  the  delay  Avas,  if  there  Avas  a delay,  and  I 
have  a letter  before  me  in  Avhich  Mr.  Skinner 
says  clearly  that  he  cannot  trace  having  made  a 
claim  upon  the  South  Eastern  Company  since 
December  1879. 

15772.  Then,  in  point  of  fact,  Avhatever  your 
sins  wei'e  before  1879,  you  have  had  no  complaint 
Avhatever  since  ? — I am  not  inclined  to  admit 
that  Ave  had  sins  before  that  date  ; but  assuming 
that  Ave  had,  Ave  have  carried  Mr.  Skinner’s 
goods,  goods  Avhich  are  exceedingly  awkward 
to  carry,  Avithout  a single  error  or  a single  delay 
for  18  months. 

15773.  Mr.  Sankey  states  that  the  rates  have 
been  continually  raised  from  time  to  time ; is 
that  so? — We  have  made  no  general  alteration 
of  our  rates  since  November  1872. 

15774.  Then  Mr.  Sankey  speaks  of  general 
complaints  in  ansAver  to  Question  7379  ? — I have 
already  explained  that  AA'ith  the  exception  of  Mr. 
Sankey’s  case  before  the  county  court,  during 
my  connection  Avith  the  South  Eastern  Hallway 
Company,  there  has  been  no  other  case  Avhat- 
ever, and  I cei'tainly  fail  to  trace  a general  com- 
jilaint.  I do  not  mean  that  Ave  have  not  had 
a complaint  Avith  reference  to  a particular  con- 
signment, but  not  a general  complaint  as  to  our 
rates  being  too  high. 

15775.  I think  Mr.  Sankey  did  not  compare  in 
his  evidence  like  Avith  like  ; as,  for  instance,  the 
rate  betAveen  Minster  and  Strood  and  Minster 
and  Snodland  ? — Ele  gave  the  rate  from  Minster 
to  Snodland,  and  compared  that  AAuth  another 
rate  from  Margate  to  Strood,  Avhereas  that  Avas 
not  fair  for  this  reason,  that  Mr.  Sankey  com- 
pared the  four-ton  with  the  tAvo-ton  rate,  and  he 
compared  the  tAVO  stations.  Minster  and  Snodland, 
Avhere  there  was  no  traffic  at  all,  Avith  another 
large  port  AA'here  there  is  an  exceedingly  heavy 
traffic  day  by  day. 

Mr.  Gregory. 

15776.  AVhat  station  is  that? — The  Strood 
station. 

Mr.  Paget. 

15777.  Was  not  Mr.  Sankey’s  complaint  that 
it  Avas  your  excessive  rates  which  prevented  the 
existence  of  any  traffic? — I do  not  think  that 
Avas  Mr.  Sankey’s  complaint,  for  this  reason,  and 
nobody  knoAvs  better  than  Mr.  Sankey  does,  that 
if  there  is  a large  traffic  to  go  betAveen  two 
stations,  arrangements  are  made  for  it  at  once. 

15778.  I thought  he  gave  a certain  instance  ? 
— He  gave  the  instance  of  Minster  and  Snod- 
land. Noav  betAveen  those  places  there  is  no 
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grain  traffic.  They  grow  grain  at  Snodland,  and 
of  course  they  would  not  send  it  there  from 
INIinster.  The  only  thing  he  could  mean  would 
be  that  we  should  put  up  the  Strood  rate  to 
make  it  agree  with  the  rate  between  Minster  and 
Sno  lland. 

Sir  Edward  Watkiu, 

15779.  Then  Mr.  Sankey  stated  that  you  had 
put  up  the  rates  to  run  off  some  liarge ; is  that 
correct? — That  is  not  correct.  I cannot  under- 
stand clearly  the  meaning  of  it.  The  barge  he 
referred  to  is  the  one  between  London  and  Mar- 
gate That  barge,  I believe,  was  taken  off  15 
months  since,  and  certainly  our  rates  have  not 
been  increased  since  it  was  taken  off;  "our  rates 
are  precisely  the  same  as  when  the  barge  was 
running.  I should  like  to  say  that  Mr.  Sankey’s 
statement,  that  our  rates  w'ere  reduced  to  run  off 
the  barge,  and  that  they  were  increased  after 
the  barge  was  run  off,  do  not  agree  with  the 
facts. 

15780.  Now  with  regard  to  the  charges  on 
milk  and  eggs,  what  have  you  to  say  ? — We  have 
very  little  milk  upon  the  South  Eastern  line  ; 
and  1 think,  looking  at  the  facilities  given  for 
the  carriage  of  milk,  scarcely  any  reasonable 
complaint  can  be  made  as  regards  the  rates  ; in 
fact,  I think  the  evidence  which  has  been  given, 
has  been  rather  in  favour  of  the  South  Eastern 
Railway  Company. 

15781.  Have  you  had  anj-thing  in  the  nature 
of  a serious  complaint  from  the  jieople  who  send 
milk  by  your  South  Eastern  line,  of  the  excessive 
charges  that  are  made  ? — The  milk  is  all  sent  by 
passenger  train  ; but  I am  quite  satistied  that  not 
only  have  ive  not  had  any  compiaint,  but  that  if 
we  had,  we  could  fairly  say  that  w'e  would  prefer 
the  milk  being  sent  by  goods  train.  It  would 
answer  our  purpose  very  much  better  than  to 
send  it  as  we  do,  by  passenger  train. 

15782.  Now  with  reference  to  eggs  ; nobody 
could  tell  the  Committee  the  other  day  hoiv 
many  eggs  there  were  to  the  ton ; can  you  give 
ns  any  idea  ? — 1 find,  speaking  of  the  eggs  them- 
'^elves,  without  the  packages,  there  are  about 
18,000. 

15783.  Taking  them  at  say  1 d.  a piece,  what 
would  they  amount  to  in  value  ? — The  value  of 
a ton  would  be  74/.  13  s.  4d.,  and  I think  the 
rate  which  was  complained  of  was  about  20  s.  per 
ton. 

15784.  That  is  to  say  about  l-75th  of  the 
whole  value  of  the  article,  even  taking  them  at 
a Id.,  whereas  their  value  would  probably  much 
exceed  that.  Now  upon  the  question  of  the 
equal  mileage  rate,  are  you  in  favour  of  an  equal 
mileage  rate  irrespective  of  distance  ? — I cannot 
possibly  agree  with  that,  because  it  would  upset 
not  only  half  of  our  traffic,  but  half  of  the  traffic 
of  the  kingdom. 

15785.  Take  the  case  of  Reading,  and  explain 
how  it  would  operate  ? — I n the  case  of  Reading  a 
suggestion  was  made  which  meant  that  if  the  (Treat 
Western  Railway  were  the  shortest  distance  then 
the  Great  Western  Railw.iy  .should  virtually  carry 
the  traffic.  Now  I find  that  the  distance  by  the 
Great  Western  Railway  from  Paddington  to 
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Reading  is  37  miles ; the  distance  by  the  South 
Western  is  42  miles,  and  by  the  South  Eastern 
Raihvay  it  is  67  miles. 

15786.  In  those  three  cases  the  difterent 
portions  of  London  have  a station  nearer  to  their 
homes? — Yes,  the  South  Western  Comjiany 
are  at  Nine  Elms. 

15787.  And  the  South  Eastern  Company  are 
at  Bricklayers’  Arms  ? — Yes. 

15  788,  Each  of  those  stations  accommodates  a 
separate  district  entirely  ? — Yes.  It  follows,  of 
course,  that  if  a mileage  rate  were  applied,  not 
only  the  South  Eastern  Company  but  the  South 
Western  Company  would  be  entirely  cut  out  of 
the  traffic ; therefore  it  would  be  entirely  in  the 
hands  of  the  Great  Western  Railway  Company. 

15789.  Then  I,  for  instance,  living  in  the  south 
side  of  London,  should  have  to  cart  my  traffic  to 
Paddington,  irrespective  of  the  distance,  from  the 
enforcement  of  an  equal  mileage  rate,  making 
the  rate  by  the  Great  Western  so  much  lower 
than  by  the  other  routes  ? — Quite  so.  The 
whole  of  the  tanners  in  the  Bermondsey  district, 
for  instance,  would  have  to  cart  to  Paddington 
five  or  six  miles,  although  they  have  a station  at 
their  own  doors. 

Mr.  Barclay. 

15790.  How  much  would  it  cost  to  cai’t,  do 
you  think  ? — Five  shillings  a ton,  I should  say. 

Sir  Edward  Watkin. 

15791.  You  would,  in  fact,  take  away  from  the 
towns  which  have  competitive  railways  the  whole 
of  their  competition? — In  the  case  of  Rending 
it  would  leave  Reading  as  if  it  only  had  one  line. 
But  it  is  more  than  that : it  means  takins;  a cer- 
tain  amount  of  revenue  from  the  pockets  of  the 
South  Eastern  and  the  South  Western  railway 
companies,  because  although  the  amount  of  profit 
which  we  might  get  out  of  the  Reading  ti’affic 
is  not  so  much  as  we  should  get  out  of  the  traffic 
to  a station  to  which  there  is  no  comjietition, 
still  there  is  a profit  ; and  taking  that  traffic 
away  from  the  two  comjianies  would  virtually 
mean  the  putting  up  of  the  rates  to  the  interme- 
diate stations,  because  you  would  have  prevented 
the  service  from  London  to  Reading  being  pro- 
fitable ; and  if  you  take  aw  ay  from  us  the  power 
of  earning  to  the  latter  station  we  must  put  the 
rates  up  to  the  intermediate  stations. 

Chairman. 

15792.  Would  you  not  be  compensated  by 
others  being  kept  out  of  your  district?— No,  I 
do  not  think  that  would  be  so,  and  I do  not 
know  that  we  should  be  benefitted  if  it  were. 

Mr.  Gregory. 

15793.  Do  the  Great  Western  Company  regu- 
late the  rates  to  Reading  ? — No,  I would  not 
say  that  altogether;  we  have  a voice  in  the  rate 
no  doubt. 

Sir  Edward  Watkin. 

15794.  With  regard  to  an  equal  mileage  rate 

upon 
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Sir  Edtoard  Wutkin — continued, 
upon  the  Boulogne  traffic,  would  not  the  effect 
of  making  these  restrictions  be  to  throw  the 
whole  of  the  traffic  into  the  hands  of  the  Greneral 
Steam  Navigation  and  other  companies? — A 
suggestion  as  to  equal  mileage  rates  has  been 
made,  but  I can  scarcely  understand  how  it  can 
be  3u])poried.  If  we  were  to  raise  our  rate  via 
Boulogne  the  whole  of  the  ti’affic  must  necessarily 
go  by  the  Thames,  and  that  would  be  our  position 
also  as  regards  Paris.  The  distance  from  London 
to  Paris,  via  Dieppe,  is  225  miles;  via  Calais  283  ; 
and,  via  Boulogne,  255  miles.  Now  if  the  equal 
mileage  rate  means  anything  it  means  that  the 
whole  of  the  traffic  shall  flow  by  Dieppe,  and  it 
means  a little  more  than  that ; it  means  that  if 
we  are  not  allowed  to  compete  with  the  traffic 
the  Dieppe  charges  would  be  put  up  50  per 
cent. 

15795.  And  the  public  must  pay  it? — They 
must  pay  it. 

15796.  1 believe  you  have  heard  of  no  pro- 
posal to  limit  the  charges  over  sea? — There  has  been 
no  such  proposal;  but  surely  if  you  are  to  limit 
the  charges  on  railways  in  competition,  you  must 
go  further  and  limit  the  sea  charges,  where  they 
are  in  competition  with  the  railway. 

17597.  Now  one  word  about  terminals  ; you 
have  heard  it  stated,  I think,  in  this  room,  that 
there  was  no  right  of  the  railway  companies  to 
charge  any  terminals ; that  the  station  is  a part  of 
the  railway  and  may  be  used  without  payment  ? 
— Yes,  1 have  heard  that  over  and  over  again. 

15798.  Have  you  before  you  the  words  made 
use  of  by  the  Royal  Commission  of  1865?  — 
Yes. 

15799.  Are  these  the  words;  “ That  terminal 
charges  should  be  defined  to  be  charges  for  all 
services  rendered  by  the  railway  company  be- 
yond conveyance  from  station  to  station,  and 
that  they  should  be  based  upon  the  expenses  in- 
curred in  the  receipt  and  delivery  of  the  goods 
on  and  from  the  line”?  — Yes. 

15800.  Then  the  Committee  of  1872  endorsed 
that  view,  did  they  not,  saying,  “ Terminal  charges 
are  charges  made  by  the  companies  for  services  on 
the  receipt  and  delivery  of  goods  over  and  above 
the  expenses  of  actual  carriage  along  the  line. 
Their  character  and  variety  are  so  fully  described 
in  the  Report  of  the  Royal  Commission  that  it 
seems  unnecessary  to  report  the  descri[)tion  here. 
They  comprise  charges  for  all  the  various  ser- 
vices rendered  by  the  railway  companies  as 
carriers  over  and  above  the  actual  carriage  along 
the  line,  e.y.,  use  of  station,  porters,  warehouses, 
carts,  &c.”? — That  is  a correct  quotation ; and  I 
might  say  my  view  with  regard  to  the  terminals 
is  in  exact  accordance,  viz. ; that  everything 
done  beyond  A B,  the  points  between  which  the 
goods  are  carried,  is  a matter  of  terminal  charge. 

15801.  You  stated  that,  at  the  Bricklayers’ 
Arms  station,  you  have  laid  out  about  half  a 
million  of  money  ; that  works  out  to  a large  sum 
over  all  the  traffic  you  carry  ; suppose  it  were  to 
be  decided  that  you  had  no  right  to  charge  any- 
thing for  the  use  of  those  premises,  and  for  the 
repair  of  them,  and  rates  and  taxes,  what  would 
be  the  result  of  that  ?- — If  that  suggestion  were 
carried  out,  I should  recommend  that  the  com- 
pany should  close  a great  part  of  the  station, 
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and  sell  the  property,  and  I would  further  re- 
commend that  the  company  should  farm  the  line 
to  carriers,  charging  them  the  tolls,  and  letting 
them  carry  the  traffic. 

15802.  You  would,  in  (act,  revert  to  the 
original  plan  at  the  first  formation  of  railways  ? 
— Yes,  and  simply  take  the  tolls. 

Mr.  Barnes. 

15803.  Would  you  have  power  to  do  that  ? — 
We  have  full  power,  under  our  Act,  to  act  as 
toll  takers. 

15804.  You  would  cease  to  be  carriers? — 
Yes. 

Sir  Edward  Watkin. 

15805.  What  would  become  of  that  50,000 
tons  of  manure,  if  you  could  not  charge  anything 
for  terminals  in  carrying  it ; would  it  be  carried  ? 
— I am  afraid,  as  far  as  manure  is  concerned 
that  would  be  the  first  thing  to  be  sacrificed  ; we 
certainly  could  not  continue  to  carry  it. 

JMr.  Barclay. 

15806.  What  maximum  power  have  you  to 
charge  for  manure  ? — I think  it  is  l|c?.,  where 
we  have  a maximum. 

15807.  Where  there  is  no  maximum,  you 
would  be  entitled  to  charge  a reasonable  rate,  I 
suppose? — Yes;  but  upon  the  question  of  rea- 
sonableness, I should  not  consider  that  our  present 
charge  for  manure  is  reasonable  ; it  is  excessively 
low. 

Sir  Edward  Watkin. 

15808.  Now  with  regard  to  the  publication  of 
rates  ; I suppose  your  Clearing  House  classifi- 
cation is  open  to  anybody  who  likes  to  call  to  see 
it? — The  whole  of  our  rate  books  and  classifica- 
tion books  are  open  to  everybody  who  wishes  to 
see  them. 

15809.  Are  there  many  call  to  see  them  ?—  I 
was  not  aware  of  a single  application  until 
recently.  Just  before  this  Committee  met, 
several  inquiries  were  made  ; but  in  the  absence 
of  information  as  to  who  the  applicant  was,  or 
what  the  information  was  required  for,  I can 
give  no  information. 

15810.  Do  you  believe  it  possible  to  have  one 
uniform  classification  ? —A  classification  which 
would  suit  very  well  for  the  southern  lines, 
would  not  suit,  in  my  opinion,  the  northern  lines  ; 
the  traffic  is  altogether  different. 

15811.  In  point  of  fact,  you  cannot  make  any 
general  arbitrary  line  for  the  whole  of  the 
country  ? — Certainly  not,  in  my  opinion. 

15812.  Can  you  mention,  very  shortly  to  the 
Committee,  the  case  of  Mr.Greenop  ? — Mr.  Green- 
op’s  case  is  one  of  this  kind  : we  had  an  arrange- 
ment with  Messrs.  Flageolet,  the  continental  car- 
riers, by  which  we  made  them  a certain  reduction 
on  their  guaranteeing  a certain  amount  of  con- 
tinental traffic  by  the  South  Eastern  Company’s 
route.  Mr.  Greenop  was  an  agent  at  Folkestone, 
who  claimed  the  same  reduction  ; we  told  him  we 
were  perfectly  prepared  to  give  him  the  same 
reduction,  if  he  would  give  the  same  guarantee. 
Mr.  Greenop  was  unable,  or  unwilling,  to  give 
us  that  guarantee  ; and  he  appealed  to  the  Rail- 
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way  Commissioners,  in  1876,  I think.  The 
Commissioners  decided  in  favour  of  the  com- 
pany ; but  at  the  same  time,  whilst  saying  that 
we  were  right,  and  liad  been  right  throughout, 
they  made  us  pay  the  costs  of  our  own  side. 

15813.  They  punished  you  for  being  right, 
and  having  been  right,  by  making  you  pay  your 
own  costs  ? — Yes. 

15814.  Now  one  more  question  about  the 
legal  representation  before  the  Railway  Commis- 
sioners ; it  has  been  stated  by  the  honourable 
Member  for  Gloucester,  that  there  ivas  no  objec- 
tion whatever  to  the  employment  of  solicitors 
before  that  tribunal ; have  you  anything  to  say 
with  regard  to  that  ? — That  was  Mr.  Greenop’s 
case  entirely.  When  Mr.  Greenop  appeared, 
he  was  represented  by  his  solicitor;  objection 
was  taken  to  his  solicitor  appearing  before  the 
Railway  Commissioners,  and  the  case  appeared 
likely  to  fall  through ; but  the  South  Eastern 
Company’s  counsel  said  that,  as  far  as  they 
were  concerned,  they  had  no  objection  to  the 
solicitor  appearing,  and,  after  some  debate, 
the  president.  Sir  Frederick  Peel,  said,  that 
■whilst  he  was  prepared  to  hear  the  solicitor  in 
this  case,  so  that  it  might  not  fall  through 
entirely,  at  the  same  time  it  must  not  be  taken 
as  a precedent.  I would  like  to  read  an  extract 
upon  this  point  of  the  case  from  Neville  and 
Macnamara  Reports,  “ Upon  this  case  being 


Sir  Edivard  Watkin — continued, 
called  on,  it  appeared  that  no  counsel  had  been 
instructed  for  the  applicants.  This  was  stated  to 
be  through  inadvertence;  and  as  it  was  also 
stated  that  the  case  would  not  bear  the  expense 
of  an  adjournment,  and  as  the  counsel  for  the 
defendants  did  not  object  to  the  solicitor  being 
heard  as  the  advocate  for  the  ai)plicants,  the 
Commissioners  consented  to  that  course  being 
taken.” 

CJiairmnn. 

15815.  This  is  a Return  I have  had  prepared 
at  the  Board  of  Trade  of  the  hops  imported  at  all 
the  princij^al  ports  in  England  and  Wales  for  the 
last  four  years ; you  will  see  the  import  into  the 
ports  of  London,  Dover,  Folkestone,  and  Roches- 
ter, and  so  on,  for  the  last  four  years,  1877,  1878, 
1879,  and  1880,  and  you  will  notice  that  in 
Rochester  there  was  no  import  of  hops  at  all  in 
1877,  and  then  it  went  up  to  40,000  tons  in 
1880;  at  the  same  time  you  will  notice  that 
there  is  a proportionate  decrease  into  the  port  of 
London  ? — That  is  so. 

15816.  So  that  would  rather  sho'n-  that  your 
Importation  into  Queenborough  is  only  so  much 
less  import  by  sea  to  London,  which,  if  stopped, 
would  go  back  again  ? — There  is  no  doubt  that 
if  the  Queenborough  route  were  stojiped,  it 
would  simply  be  sending  the  hops  by  sea  to  Lon- 
don, so  that  London  would  have  one  route  in- 
stead of  two.  ( The  Paper  was  handed  in-) 
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IMr.  Jabez  Light,  re-called  ; and  further  Examined. 


Mr.  Barclay. 

15817.  I AM  not  quite  sure  from  your  evidence 
given  on  the  last  occasion  what  terminal  would 
satisfy  you  at  the  Bricklayers’  Arms  Station  ? — 
I explained  that  the  actual  cost  to  the  company 
for  the  premises  and  for  the  labour,  works  out  at 
3 s.  7 d.  per  ton  ; but  I stated  that  if  a terminal 
were  to  be  fixed,  it  would  have  to  be  provided 
for  somewhat  in  this  way ; that  is  to  say,  1 s.  6 d. 
for  the  heavy  class  of  traffic,  the  special,  and  the 
mineral  class  Avorking  up  to  about  12  s.  G (/. 
for  the  higher  class  of  traffic. 

15818.  Would  that  include  delivery? — No, 
the  3 s.  Id.  does  not  include  delivery ; simply 
the  station  terminal. 

15819.  Let  us  take  the  case  of  hops  as  being 
something  specific;  Avhat  terminal  would  satisfy 
you  for  hops,  including  delivety  in  the  Borough  ? 
— I think  wo  ought  to  have  at  least  10  s.  per  ton  ; 
that  would  not  more  than  pay  the  expenses. 

15820.  Ten  shiillings  per  ton,  including 
delivery  in  the  Borough? — Yes. 

15821.  "What  terminal  do  you  want  at  the  other 
end,  the  country  station  ? —If  reasonable  help 
were  given  by  the  senders  of  the  hops,  I think 
1 s.  6 d.  would  be  sufficient. 

15822.  Do  not  the  senders  of  hops  load  at  the 
country  stations  ? — Our  people  always  superin- 
tend ; there  is  nothing  more  dangerous  in 
loading  than  hops. 

15823.  The  consignors  load  the  hops,  and  your 
people  superintend  ? — As  a rule  we  do  the  load- 
ing ourselves  ; we  engage  men  specially  for  that 
duty  for  the  season. 

15824.  The  terminals  on  hops  including 
delivery,  then,  would  amount  together  to  1 1 5.  G rf. 
per  ton  at  both  ends? — Yes,  at  both  ends. 

15825.  And  include  delivery  in  the  Borousrh  ? 
—Yes. 

1582G.  Would  you  consider  that  a reasonable 
rate  ? — I should  consider  it  reasonable,  because 
it  represents  the  actual  cost. 

15827.  You  charge  an  additional  rate  for  deli- 
very in  the  City  to  this  hop  tariff,  do  you  not  ? — 
Hops  are  not  delivered  in  the  City  at  all.  I do 
not  remember  a pocket  of  hops  being  delivered 
in  the  City. 
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15828.  Do  jmuknow  at  all  what  goes  on  in  the 
goods  department^ — I assume  so. 

15S29.  Does  this  appear  in  your  rate-book: 
“ Rates  for  the  conveyance  of  hops  to  London,  in- 
cluding delivery  in  the  Borough,  if  delivered  in 
the  City  an  additional  charge  of  4 d.  per  pocket 
will  be  made,  and  if  delivered  beyond  the  City  a 
further  additional  charge  of  3 d.  per  pocket  for 
every  mile  or  fractional  part  of  a mile  ” ? — I am 
quite  awai-e  of  that,  but  the  word  “if”  is  used, 
and  as  a matter  of  fact  hops  are  not  delivered  in 
the  City.  • 

15830.  Are  you  aware  of  the  conditions 
attached  to  the  delivery  of  hops  in  the  Borough? 
— I am  aAvare  that  there  are  certain  conditions, 
but  I am  afraid  the  conditions  are  not  Avorth  the 
paper  they  are  Avritten  upon. 

15831.  Are  these  the  conditions  of  the  delivery 
of  hojAs  in  the  Borough  : “ The  Company  Avill  in 
no  Avay  be  responsible  for  loss  or  damage  to  hops 
unless  a receipt  be  given  for  the  same,  duly 
signed  by  the  station-master  or  his  representative, 
on  their  delivery  to  the  company  for  transmis- 
sion ” ? — That  is  a reasonable  condition. 

15832.  And,  secondly,  “ No  claim  for  loss  or 
damage  on  hops  Avill  be  entertained,  unless  made 
Avithin  24  hours  after  being  delivered  to  the  con- 
signees. Thirdly,  the  company  reserves  to  itself 
the  option  of  refusing  to  deliver  hops  beyond  the 
Bricklayers’  Arms  Station.  Fourthly,  no  credit 
can  be  alloAved  unless  by  special  agreement. 
Fifthly,  one  hour  Avill  be  alloAved  for  the  deten- 
tion of  each  vehicle  Avhen  at  the  Avarehouse  of  the 
consignees,  and  if  not  commenced  discharging  by 
the  time  the  hour  has  expired,  a demurrage 
charge  of  5 s.  for  every  hour  or  fractional  parts 
of  an  hour  the  detention  is  continued  up  to  four 
hours.  If  the  vehicles  are  not  unloaded  at  the 
expiration  of  four  hours,  the  hops  Avill  be  taken 
away  and  Av^arehoused  at  the  expense  of  the  con- 
signees ; ” those  .are  the  conditions  Avhich  are 
attached  to  the  conveyance  of’ hops? — Yes,  those 
are  the  printed  conditions,  but  I should  be  glad 
to  be  alloAved  to  make  this  remark  upon  them. 
So  far  as  the  first  condition  is  concerned,  avc  say 
that  is  a reasonable  condition  ; that  unless  our 
5 I 3 people 
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people  sign  for  them  we  are  not  responsible  for 
them.  So  far  as  the  second  condition  as  to  a 
claim  being  made  within  24  hours  is  concerned, 
as  a rule  the  notice  is  given  within  24  hours ; but 
if  the  notice  were  not  given  for  a week,  if  we 
were  dealing,  as  we  are  in  the  liop  trade,  with 
respectable  people,  we  should  receive  the  claim. 
Tlien  as  regards  condition  No.  3,  we  consider  we 
should  have  the  option,  supposing  the  man 
refused  to  pay  on  delivery  to  refuse  to  take  his 
goods  away  from  the  station.  As  regai’ds  the 
fourth  condition,  we  allow  to  every  one  of  the 
hop  people  a credit  account.  As  regards  No.  5, 
we  have  made  such  a charge  for  demurrage  on 
vans,  but  have  never  been  able  to  obtain  it,  and 
our  solicitors  are  somewhat  doubtful  whether  we 
should  be  able  to  obtain  it. 

15833.  I undei’stood  you  to  say  on  the  last 
occasion  that  mileage  covered  only  the  charge  for 
conveyance  from  the  loading  jjoiut,  say  at  the 
country  station,  to  the  unloading  point  at  the 
Bricklayers’  Arms  Station? — I do  not  think  I 
went  even  so  far  as  that  ; I think  I said  it  would 
cover  as  between  A.  and  B.,  A.  being  the  send- 
ing point  and  B.  the  receiving  point  ; but  that 
everything  that  takes  jilace  after  that  time  is  a 
terminal  service. 

15834.  Would  you  call  “A.”  the  point  of 
loading?  — I really  call  “ A.”  the  point  of  mar- 
shalling, and  point  “B,”  the  place  where  the 
traflBc  is  shunted  into  the  siding. 

15835.  I suppose  you  take  delivery  at  the 
](oint  where  you  have  delivery,  and  give  delivery 
at  the  point  of  unloading? — I was  dividing  the 
two  things  ; first,  as  to  whart  we  were  doing  as  a 
railway  company  in  hauling  the  goods ; and, 
secondly,  as  to  what  we  were  doing  as  carriers  in 
receiving  and  delivering  them. 

15836.  Is  not  everything  that  happens  be- 
tween the  two  points  incidental  to  the  convey- 
ance?— Everything  between  points  A.  and  B., 
but  not  before  you  get  to  A.,  or  after  you  leave 
B. ; it  is,  in  fact,  very  much  better  expressed 
than  I can  do  it  in  the  Reports  of  the  two  Com- 
mittees. 

15837.  I want  to  know'  what  service  you  per- 
form for  the  terminal  of  5s.  which  you  ask  for? — 
I do  not  know  that  1 asked  for  a 5s.  terminal. 

15838.  Ten  shillings  for  the  two  ends ; Avhat 
w'ould  you  charge  for  cartage  from  Bricklayers’ 
Arms  to  the  Borough  ? — It  depends  entirely  upon 
the  season.  If  you  have  a very  heavy  season  the 
chances  are  Ave  have  to  pay  very  much  moi'e 
money  ; if  it  is  a light  season  Ave  do  not  have  to 
pay  so  much.  The  hired  carmen  generally 
improve  the  occasion,  and  charge  so  much  more 
when  Ave  have  to  meet  a great  jn-essure  than  they 
do  in  an  ordinary  season. 

15839.  What  do  you  alloAv  to  the  consignee 
carting  his  own  hops  from  the  station  ? — I do  not 
know'  of  any  such  case,  and  1 think  that  is  a fail- 
proof  that  our  charge  is  a reasonable  one. 

15840.  What  do  you  actually  pay  to  the  car- 
men ? — The  actual  charge,  including  the  load- 
ing, the  straw,  and  the  ropes,  varies  from  about 
Ad.  to  64  c?.  a pocket,  Avliich  is  from  4 5.  to 
65.  6 c?.  a ton,  taking  it  at  12  pockets  to  the 
ton. 


Mr.  Barclay — continued. 

15841.  How-  do  you  pay  the  carmen  ? — We 
pay  them  at  so  much  a pocket. 

15842.  Do  I understand  that  you  pay  the  car- 
men Avhen  you  employ  them  from  4 5.  to  65.  %d. 
a ton  ? — Yes,  and  I may  tell  you  besides  that, 
that  the  carmen  themselves  have  a bonus  for 
each  load  'they  take  out  in  order  to  ensure 
dispatch. 

15843.  If  it  has  been  given  in  evidence  that 
you  can  get  the  hops  carted  for  3 5,  3 c?.  a ton 
from  the  Bricklayers’  Arms  Station  to  the  Bo- 
rough, you  Avould  be  disposed  to  say  that  that 
would  be  a very  cheap  figure  ? — I am  not  aivare 
that  it  has  been  given  in  evidence. 

15844.  I think  I can  refer  you  to  the  evi- 
dence ? — No,  pardon  me,  it  Avas  3 s.  4 c?.,  and  from 
Blackfrlars’  Station.  Noav  that  is  a point  which  I 
omitted  to  bring  out  in  my  evidence  in  chief,  and  I 
should  like  to  say  a Avord  upon  it,  because  Mr.  San- 
key  was  very  positive  upon  the  amount.  I wish  to 
refer  you  to  Questions  7476,  7527,  and  7528  ; Mr. 
Sankey  says  there  that  he  got  the  cartage  done 
from  the  Blackfrlars’  Station  to  the  Borough  at 
3 5.  A d,  2l  ton,  and,  in  reply  to  a question  by  one 
of  the  honourable  Members  of  the  Committee,  he 
fixed  the  date  as  the  12th  of  November,  and  he 
said  that  that  was  the  height  of  the  season,  and 
he  also  said  that  there  were  as  many  hops  sent  to 
London  after  the  12th  of  November  as  before 
the  12th.  I should  like  to  point  out  to  the-Com- 
mittee  that  last  season  the  first  consignment  of 
hops  w-hich  the  South  Eastern  Company  received 
was  on  21st  August. 

Sir  Daniel  Gooch, 

15845.  Where  Avas  that  from  ? — I cannot  tell 
you  the  station.  I can  only  tell  you  that  on  the 
21st  of  August  10  pockets  of  hops  did  arrive  at 
Bricklayers’  Arms  Station  ; now-  the  highest  day 
Ave  had  in  the  season  w-as  the  20th  of  September, 
Avhen  we  carried  5,617  pockets  in  one  day.  Now, 
Mr.  Sankey  says  that  the  11th  of  November  was 
the  middle  of  the  season;  upon  that  day  Ave  received 
but  319  pockets.  The  fact  being  that  the  season 
was  entirely  over  at  that  time,  and  I am  quite 
sure  that  anybody  connected  with  the  hop  trade 
will  confirm  that  opinion. 

Mr.  Barclay. 

15846.  Hoav  much  have  you  to  add  to  the 
station  to  station  rate  uj.on  foreign  hops  for  deli- 
very in  the  Borough  ? — Three  shillings  and  nine- 
pence  ; it  is  3 5.  9 d.  for  the  delivery  of  foreign 
hops  from  the  llricklayers’  Arms  to  the  Avare- 
houses  in  the  Borougli,  but  the  circumstances  are 
altogether  different  in  that  case.  In  delivering 
the  foreign  hops  Ave  send  them  out  at  our  own 
convenience,  and  we  arrange  that  the  vans  taking 
out  the  foreign  hops  shall  bring  in  another  load 
into  the  station,  Avhereas  AVith  the  English  hops  it 
is  all  done  at  a very  high  pressure ; they  are 
dispatched  the  moment  they  arrive,  and  the 
Avaggons  come  back  to  the  station  empty. 

15847.  You  referred  to  Mr.  Hunter’s  evidence 
on  the  last  occasion  Avith  reference  to  the  seA-en 
hop  stations,  and  stated  that  you  could  not  under- 
stand it  ; Avill  you  be  good  enough  to  look  it  up, 

and 
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Mr.  Barclay — continued. 

and  I will  endeavour  to  enable  you  to  under- 
stand it ; would  you  in  the  first  place  refer  to  the 
questions  to  which  Mr.  Hunter’s  answer  was 
given  at  Nos.  323  and  324.  The  point  to  which 
I refer  is  whether  he  does  not  mention  that  his 
table  is  made  up  under  the  hypothesis  of  an  al- 
lowance of  5 .S’,  for  delivery  in  the  Borough  ? 
Mr.  Hunter  speaks  generally  of  5 s. ; he  says  the 
rate  is  30  s,  including  delivery. 

15848.  And  he  is  speaking  with  reference  to 
the  table  which  he  puts  in  ? — That  5 s.,  I think, 
relates  to  fruit ; the  question  is  this  : “ That  is 
to  say,  the  rate  is  30  s.,  including  delivery,  and 
you  take  off  5 s.,”  and  Professor  Hunter’s  answer 
was,  “ Take  oft’  5 s.  to  compare  it  with  the 
Boulogne  rate.  Then  I may  mention  that  the 
conditions  applicable  to  English  fruit  are,”  so  and 
so,  evidently  talking  about  fruit ; and  the  pi  evious 
question  it  will  be  seen  relates  to  fruit  as  well ; 
but  1 may  say  that  taking  off  the  5 s.,  and  I tried 
it  with  5 s.,  I do  not  even  then  understand  how 
the  figures  are  made  up 

15849.  May  I refer  you  to  Queestion  181, 
“ What  deduction  or  what  allowance  do  you  make 
(or  have  you  made  an  allowance)  for  delivery  in 
the  Borough to  which  Mr.  Hunter  replied, 
“ 1 have  taken  these  figures  after  allowing  them 
5 4.  a ton  for  delivery  ” ? — The  lists  Mr.  Hunter 
put  in,  I think,  were  in  connection  with  Questions 
323  and  324  which  you  have  just  referred  to. 

15850.  In  answer  to  Question  184,  Mr.  Hunter 
refers  to  the  fact  that  he  makes  the  weight  of  a 
pocket  of  hops  1|  cwt.  ; now  if  there  is  only  1^ 
cwt.  to  a pocket  of  hops,  that  would  be  13| 
pockets  to  the  ton  I — Yes,  but  in  my  case  I have 
taken  the  exact  weight. 

15851.  Do  not  you  know  that  pockets  of  hops 
vary  in  weight? — Yes;  you  rarely  find  two 
pockets  of  exactly  the  same  weight,  but  1 have 
taken  the  average  over  a large  number  which 
have  been  weighed. 

15852.  Mr.  Hunter  stated  that  he  took  the 
average  weight  of  a pocket  at  1 1 cwt. ; that  would 
be  13^  ; will  you  try  whether  it  will  not  work 
out  at  that  rate  ; what  is  your  rate  to  Becken- 
ham ? — One  and  threejience  per  pocket,  but  none 
ever  come  from  Beckenham. 

15853.  Why  do  you  put  hops  into  your  table  ? 
— At  one  time  there  was  a considerable  quantity 
of  best  hops  grown  there  by  Mr.  Coles  Child. 

15854.  Do  you  consider  it  a serious  mistake  of 
Mr.  Hunter  to  have  taken  a station  from  which 
you  give  the  rate  ? — I do  not  at  all  complain  of 
Mr.  Hunter  including  that  station. 

15855.  Thirteen  pockets  at  1 5.  3 d.  would  be 
16  s,  3 c?.  a ton? — Yes. 

15856.  And  one-third  more  would  make  it 
16  s.  8 d,  ? — Yes. 

15857.  And  5 s.  off  that  would  be  11  s.  8 d.,  the 
figure  Mr.  Hunter  has  given? — Yes,  a,ssuming 
the  5 s. 

15858.  Will  you  take  your  rate  to  Sevenoaks  ; 
what  is  your  rate  to  Sevenoaks  ? — Two  shillings. 
The  statement  is  evidently  open  to  explanation, 
but  taking  the  explanation,  1 do  not  see  how  it 
affects  the  question. 

15859.  The  Committee  will  see  how  that  works 
out.  1 ask  you  these  questions  because  I under- 
stand you  to  say  that  the  arithmetic  was  inaccu- 
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rate  ? — I said  I could  not  make  it  out,  and  I could 
not.  I have  .Mr.  Hunter’s  evidence  before  me  at 
Questions  323  and  324,  where  the  tables  were  put 
in. 

15860.  Y"ou  told  the  Committee  that  you  were 
acquainted  with  Mr.  Hunter’s  evidence,  and  I 
have  referred  you  to  Question  184? — I heard  the 
evidence,  and  I read  the  greater  part  of  it. 

15861.  Will  you  admit  that  that  table  is  correct 
upon  Mr.  Hunter’s  basis  ? — T admit  that  the  table 
may  be  correct,  but  I say  that  the  basis  is  altogether 
wrong;  it  is  based  upon  13^  packets  to  the  ton, 
when  the  actual  weight  is  only  12  ; therefore  it 
affects  the  calculation  entirely. 

15862.  But  you  tell  the  Committee  that  the 
pockets  vary  in  weight  ? — Y es  ; but  I have  given 
12  as  the  average  of  a large  number  of  pockets. 

15863.  Supposing  Mr.  Hunter  was  informed  by 
someone  in  the  trade  that  the  weight  was  I3  cwt.? 
— 1 do  not  blame  Mr.  Hunter  at  all  for  taking 
that  weight,  but  I speak  from  actual  weight. 

15864.  Do  you  say  that  it  runs  exactly  12 
pockets  to  the  ton  ? — I say  that  12  pockets  to  the 
ton  is  really  a little  more  than  they  run  to. 

15865.  I have  a printed  table  before  me  stating 
the  South  Eastern  Railway  rates  for  the  con- 
veyance to  London,  and  they  put  a pocket  of  hops 
at  1 cwt.  2 qrs.  12  lbs.  ? — May  I ask  who  puts  it 
at  that ; that  is  a comparative  statement  for  which 
I could  not  be  responsible,  but  there  is  no  ques- 
tion about  my  figures. 

15866.  You  have  not  got  maximum  rates  on 
your  line,  have  you? — On  a part  we  have,  and 
part  not. 

15867.  Y^ou  have  not  maximum  rates  upon  this 
part  of  the  line  coming  into  London  ? — No,  not 
coming  into  London. 

15868.  When  we  know  that  the  maximum  rate 
for  hops  upon  the  Brighton  line  is  2 d.,  and  upon 
the  South  Western  line  3 c?.,  under  special  Acts, 
what  would  you  consider  a fair  average  upon 
your  line  ? — 1 should  consider  that  2 d.  upon  the 
Brighton  line  and  the  3 d.  upon  the  South 
Western  line  were  altogether  too  low. 

15869.  YVhat  would  you  like  to  have'?  — I find 
taking  out  such  terminals  as  I have  given  to  you, 
that  we  are  getting  in  some  cases  from  5 d.  up 
to  about  9 d. 

15870.  I want  to  know  what  you  would  con- 
sider a fair  maximum  mileage  rate  for  hops  upon 
your  line  upon  the  same  terms  and  conditions  as 
the  Brighton  and  the  South  Western  Company  ; 
that  is  to  say,  in  your  maximum  rate  clauses,  if 
you  had  them,  what  would  you  consider  a fair 
rate  ? — If  I were  to  ask  for  a special  clause  in 
place  of  the  open  clause,  I think  I should  ask  for  a 
certain  amount  upon  one  part  of  the  line,  and  a 
certain  amount  upon  the  other  part. 

15871.  Is  there  in  any  Act  of  Parliament  such 
a clause.  YVhat  would  you  consider  a fair  maxi- 
mum rate  u])ou  this  part  of  the  line  where  you 
have  no  maximum  rate,  but  only  maximum  tolls ; 
as,  for  example,  from  Sevenoaks? — We  .are 
getting  from  Sevenoaks  upon  hops  8‘40  d.  after 
deducting  10  s.  at  both  ends  as  a terminal.  I 
do  not  regard  that  at  all  as  an  unfair  charge,  and 
it  is  a charge  I should  ask  for  if  I were  going  to 
Parliament. 

15872,  As  against  2 d.  and  3 d.  upon  the  South 
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Mr.  Barclay — continued. 

"Western  line  ? — In  the  first  place  the  2 d.  is  out 
of  all  question.  If  we  were  fixed  to  the  terms 
which  the  Brighton  Company  are  fixed  to,  -we 
should  not  Avork  the  hops  as  Ave  do  ; aa'g  should 
not  spend  the  money  to  Avork  the  empty  trucks 
doAAUi,  but  AA'Ould  AA'ork  them  as  ordinary  goods 
traffic ; but  I explained  in  my  evidence  that  you 
have  to  run  200  miles  for  every  100  miles  that 
Ave  are  paid  for.  In  the  Sevenoaks  case,  instead 
of  receiving  8‘40  d.  per  ton  per  mile,  we  are  only 
really  receiving  half  of  it. 

15873.  Is  there  any  essential  difference 
between  the  conditions  upon  Avhich  you  carry 
Imps,  and  upon  which  the  Brighton  and  the 
London  and  South  M'^estern  Companies  carry 
them? — The  South  "Western  Company  do  not 
compete  Avith  us,  and  as  regai’ds  the  Brighton 
Company,  Avho  do  compete  with  us,  I do  not  think 
their  hop  traffic  is  sufficiently  important  to 
require  the  running  of  special  trains. 

15874.  Upon  Avhat  ground  do  you  claim  to 
niiike  an  extra  charge  ? — I think  if  you  run  60 
miles,  from  London  to  Ashford  empty,  to  bring  ui) 
hops  from  Ashford  to  London,  that  must  be  an 
additional  expense  surely. 

15875.  Can  you  tell  me  Avhat  is  the  maximum 
I’ate  Avhich  is  given  for  goods  upon  any  line  under 
any  conditions? — I cannot  tell  at  all,  because 
there  are  so  many  hundreds  of  different  Acts. 

15876.  Did  you  ever  hear  of  a maximum  rate 
higher  than  5d.  for  any  goods? — Yes,  I fancy 
that  Ave  have  more  than  that  for  our  Charing 
Cross  line. 

15877.  Not  in  tolls  surely;  you  may  have  it 
by  additional  mileage? — Upon  the  Cliaring  Cross 
line  we  have  a charge  of  1 s. 

15878.  That  is  a minimum  sum  of  1 s.  for  every 
ton  of  goods  for  the  Avhole  distance,  Avhatever  it 
may  be  ? — It  is  1 s.  for  coal  and  coke,  and  Is.  6c/. 
for  the  next  class  (tar,  sugar,  &c.). 

15979.  That  is  the  short  distance  clause;  it  is 
not  a mileage  clause? — No,  it  is  for  the  distance 
betAveen  the  point  of  junction  at  London  Bridge 
and  Charing  Cross. 

Mr.  Greyory. 

15880.  Did  you  not  make  a special  case  for 
that  rate  ? — I do  not  knoAv,  I Avas  not  connected 
Avith  the  South  Eastern  Railway  at  that  time. 

Mr.  Barclaii. 

15881.  I Avant  you  to  tell  me  if,  apart  from 
that  sjieclal  short  distance  clause,  you  have  any 
mileage  toll  Avhich  is  greater  than  5 c/.? — 1 cannot 
tell  you,  because  out  of  our  large  number  of  Acts 
of  T'arliament  it  is  scarcely  likely  I should  re- 
member them. 

15882.  Assuming  you  Avere  limited  to  5 c/.  per 
ton  per  mile  upon  hops,  I should  like  to  knoAV 
Avhat  it  Avorks  out  at  from  Sevenoaks  to  London  ; 
I Avant  to  see  hoAv  much  the  terminals  are  that 
you  are  really  charging  in  London  Avith  .5  c/.  a ton 
a mile? — That  is  to  say,  charging  10s.  at  both 
ends. 

15883.  The  distance  from  Sevenoaks  is  20 
miles? — TAventy  miles  at  5 c/.  a mile  Avould  be 
8 .S'.  4 c/. 

15884.  You  are  charging  from  Sevenoaks 
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24  s.  ?— T Aventy-four  shillings,  including  CA’ery- 
thing. 

15885.  That  is  15  s.  8 c/.  Avhich  you  have  for 
terminal  charges  and  delivery  in  the  Borough?  — 
All  that  argument  means  that  you  are  putting 
doAvn  a price  Avhich  is  not  sufficient  to  do  the  Avork 
to  start  Avith. 

ChaiTman. 

15886.  The  question  put  to  you  is  this  : does 
15  s.  8 d.  represent  the  terminal  charges,  the 
extra  charges  for  delivery,  and  so  on  ? — It  does 
not, 

15887.  Then  Avhat  dees  it  represent? — I do 
not  think  it  represents  anything  except  the  ba- 
lance of  the  figures  Avhich  Mr.  Barclay  gives. 

Mr.  Barclay. 

15888.  Take  Redhill,  a distance  of  21  miles 
from  London  ; 5 d.  per  ton  per  mile  for  that  dis- 
t.ance  comes  to  hoAV  much  ? — Eight  shillings  and 
ninepenco. 

15889.  While  your  charge  from  Redhill  to 
London  is  hoAV  much? — TAventy-seven  shillings  ; 
that  leaves,  as  I said  before,  a balance  upon  your 
figures  of  18  5.3  d. 

15890.  8o  that  alloAving  you  the  high  mileage 
rate  of  5 d.  jAer  ton  per  mile,  Avhile  the  charge  on 
the  Brighton  line  is  only  2 d.,  and  the  South 
Western  only  3 d.,  there  is  a margin  left  of 
18  s.  3 d.  for  terminals  and  delivei'y  in  London  ? 
— That  is  accejiting  the  statement  that  5 d.  is  a 
high  rate. 

15891.  Could  you  point  out  to  me  a higher 
rate  ? — I ha\'e  already  said  that  I am  not  ac- 
quainted with  all  the  Acts  of  Parliament  ; there- 
fore it  is  utterly  impossible  for  me  to  reply  to  the 
cjuestion, 

15892.  Take  the  case  of  Staplehurst : that  is  a 
long  distance,  40  miles  ; 5 c/.  a ton  a mile  Avould 
make  16  s.  8 c/.,  and  ymur  charge  is  hoAV  much? 
— Thirty-six  shillings. 

15893.  That  brings  out  19  s,  4 d.  for  terminals 
and  other  charges? — Yes,  accepting  y'our  vieAv 
of  it. 

Sir  Daniel  Gooch. 

15894.  It  Avould  come  out  a great  deal  more 
for  terminals  if  ymu  assume  1 d.  instead  of  5 c/.? 
— One  Avould  be  just  as  reasonable  to  assume  as 
the  other. 

IMr.  Barclay. 

15895.  Do  you  consider  that  the  charge  of  2 d. 
by'  the  Brighton  Company,  and  3 d.  by  the  South 
Western  Company',  is  an  unreasonably  low 
charge  ? — It  all  dejAends  upon  the  circumstances. 

15896.  Do  you  undertake  to  deliv'er  hops 
Avithin  24  hours  in  Loudon  ? — We  not  only  under- 
take to  do  it,  but  Ave  do  it. 

15897.  Do  you  hold  yourself  liable  to  jiay 
damage  if  y'ou  do  not  ? — If  Ave  undertake  to 
deliver  hops  in  London  to-day'  and  fail  to  do  it 
till  to-morroAV,  and  thei'e  is  a fall  in  the  market, 
Ave  have  to  pay  the  difference. 

15898.  Do  you  have  a Avrltten  agreement  to 
that  effect  ? — I do  not  know'  that  there  is  a 
written  agreement.  We  have  a moral  under- 
standing 
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Mr.  Barchy — continued, 
standing  to  that  effect,  and  that  understanding  the 
Soutli  Eastern  Company  abide  by.  I do  not 
know  that  it  is  necessary  to  have  a written  agree- 
ment to  do  what  is  fair  and  reasonable. 

15899.  You  admit  that  you  are  bound  to  make 
only  a reasonable  charge? — Of  course. 

15900.  Still  you  think  that  5 d.  in  the  face  of 
the  corresponding  rates  by  other  companies  is 
unreasonably  low  ? — I say  that  5 cl.  in  the  face  of 
the  service  which  we  have  to  perform  is  un- 
reasonably low ; not  in  the  face  of  the  charges  of 
the  other  companies. 

Mr.  Gi-eyory. 

15901.  Who  is  to  be  the  judge  of  the  expen- 
siveness of  the  service? — The  judge  of  the  court 
who,  in  Mr.  Sankey’s  case,  was  satisfied  of  the 
fact  that  our  charge  was  a reasonable  one. 

Mr.  Barclay. 

15902.  You  said  Mr.  Sankey  was  satisfied 
with  the  decision  ?—  I assume  he  was  satisfied 
with  the  decision ; he  paid  the  money,  and  looked 
exceedingly  happy  over  it. 

15903.  There  Avas  no  personal  feeling  in  the 
matter? — Not  at  all,  certainly  on  my  side;  I 
know  Mr.  Sankey  very  Avell ; he  is  a very  intelli- 
gent gentleman. 

15904.  You  stated  that  the  people  all  doAvn  the 
line  were  satisfied  with  your  clnu-ges? — I think  I 
said  that  we  had  had  no  complaint. 

15905.  I think  you  Avent  a little  further  than 
that? — I think  it  may  bo  fairly  assumed,  from 
the  fact  that  Ave  have  had  no  complaints,  that 
the)'  are  satisfied.  You  must  remember  that 
there  haA'e  been  many  exertions  made  to  get  up 
comnlaints  against  the  rates.  It  is  Avitliin  my 
recollection  that  one  of  the  witnesses,  almost 
immediately  after  he  gave  evidence  here,  spoke 
at  a public  meeting,  I think  at  Maidstone, 
AAdien  he  said  that  the  railway  companies  Avere 
robbing  their  clients  ; and  I think  there  Avas  a 
letter  read  from  one  of  the  honourable  Members 
of  this  Committee,  in  Avhich  he  suggested  that 
the  company  should  be  prosecuted,  and  that  he 
Avould  give  his  personal  assistance  to  the  prose- 
cution. There  is  a circular  Avhich  I Avould  ask 
the  honourable  Chairman’s  permission  to  put  in, 
issued  by  the  Central  Chamber  of  Agriculture, 
begging  for  information  against  the  companies,  in 
order  that  they  might  make  use  of  it ; that  cir- 
cular Avas  distributed  throughout  our  whole  system 
very  plentifully. 

Chairman. 

15906.  The  fact  is  sufficient? — The  eircular 
Avas  issued,  suggesting  that  information  adverse 
to  the  railAvay  company  should  be  sent  in,  and 
stating  that  if  the  parties  AA-ere  ashamed  to  give 
their  names,  the  informiition  should  be  used  con- 
fidentially ; and  more  than  that,  Mr.  Hunter, 
during  the  last  fortnight,  has  stated  publicly  that 
the  companies  were  robbing  their  clients. 

Mr.  Barclay. 

15907.  Did  you  say  that  Mr.  Sankey’s  ex- 
penses Avere  guaranteed  by  the  Chamber  of 
Agriculture  ?— Mr.  Sankey  told  me  himself  that 
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his  expenses  Avere  guaranteed  by  the  Canterbury 
Chamber  of  Ao-riculture. 

O 

15908.  The  county  court  judges  decided  that 
the  charges  you  made  Avere  justified  ? — The  judge 
held  that  the  charges  we  made  Avere  justified. 

15909.  Where  Avere  those  charges  between? — 
They  Avere  from  Margate. 

15910  Were  they  of  a similar  character  to 
those  AvhIch  have  been  before  us  to  day  ? — They 
were  charges  fairly  proportionate  to  the  mileage 
distance. 

15911.  You  mentioned  to  the  Committee  on 
the  last  occasion  that  you  did  not  quote  rates  for 
fruit  by  the  ton,  and  that,  therefore,  Mr.  Hunter 
was  wrong  in  his  figures? — Mr.  Hunter  has 
given  these  figures  upon  the  fruit  the  same  as 
upon  the  hops,  at  per  ton,  Avhereas  our  tariff 
shoAvs  that  the  rate  is  per  sieve  or  half-sieve,  as 
the  case  may  be. 

15912.  Do  you  quote  per  ton? — No. 

15913.  Do  you  never  quote  per  ton? — No, 
except  for  straAvberrIes  for  instance,  in  small 
baskets,  and  the  best  part  of  the  fruit  in  small 
boxes  ; but  there  is  a very  little  traffic  indeed 
in  that  kind  of  fruit  except  by  jiassenger 
train. 

15914.  Hoav  do  you  quote  that  ?— We  quote 
that  at  per  ton. 

15915.  Will  you  look  at  that  table,  and  see  if 
you  can  find  the  limitation  about  straAvberries 
{handmcj  a schedule  of  rates  to  the  Witness)  ? — 
You  Avill  find  one  of  the  headings  says,  “in 
other  packages,”  and  that  is  as  clear  to  the  railway 
people  and  other  people  concerned  in  the  trade, 
as  if  you  said  sti’awberries  and  raspberries. 

15916.  The  question  is  Avhether  you  quote 
fruit  rates  by  the  ton? — The  list  quotes  the  charge 
for  fruit  in  sieves  and  half-sieves,  and  it  also 
provides  for  fruit  in  other  packages  than  sieves. 

15917.  Hoav  do  you  explain  your  denial  upon 
the  last  occasion  of  your  examination,  that  you 
did  not  quote  rates  by  the  ton?  — I said  Ave 
quoted  by  sieves  and  half-sieves,  Avhich  is  the 
rule. 

15918.  W as  Mr.  Hunter  justified  in  quoting 
your  rates  from  that  table  ? — Yes  ; but  he  Avould 
have  been  more  justified  had  he  quoted  the  Avhole 
of  the  rates,  because  it  is  by  sieves  and  half-sieves 
that  the  fruit  is  carried. 

15919.  Hoav  could  Mr.  Hunter  have  knoAvn 
this  distinction  Avhich  you  are  draAving  ? — I con- 
cluded that  as  Mr.  Hunter  came  here  as  an 
expert  AAutness  he  Avould  knoAv  pretty  Avell  as 
much  about  it  as  I did  myself. 

15920.  Are  not  the  rates  quoted  by  Mr. 
Hunter  in  accordance  AA’ith  that  list  Avhich  you 
have  before  you;  Avas  Mr.  Hunter  justified  in 
concluding,  for  example,  that  your  rate  from 
Ashford  was  30  s.  per  ton  ? — 1 think  not,  seeing 
that  it  give  “ sieves  and  half  sieves”  so  much. 

15921.  Are  we  going  to  assume  that  you  charge 
one  rate  for  packages  and  a different  rate 
for  sieves  ? — We  do  so  as  a matter  of  fact. 

15922.  Hoav  is  any  one  to  knoAV  that  ? — It  is 
put  in  the  heading,  “sieves”  and  in  the  next 
column  “ half  and  quarter  sieves,”  and  the  next 
column,  “in  packets  other  than  sieves,  per  ton,” 
so  much;  minimum  charge,  so  much. 
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Mr.  Barclay  —continued. 

15923.  Does  the  hard  fruit  come  in  sieves? — 
Yes,  the  only  difference  is  that  the  one  weighs 
a little  more  than  the  other,  and,  therefore,  corres- 
pondingly the  rate  per  ton  would  be  decreased. 

15924.  How  do  you  justify  your  rate  for  fruit 
in  other  packages  by  the  ton?  — We  consider  it 
a fair  and  reasonable  charge ; that  is  our  justifi- 
cation for  it. 

15925.  Can  you  tell  the  Committee,  working 
it  out  by  the  mile,  how  much  you  have  from 
Ashford  for  terminals,  what  is  the  distance  to 
Ashford  ? — Fifty-five  miles. 

15926.  At  5 rf.  a ton  per  mile  that  would  be 
23s.,  and  that  would  leave  Is.  for  terminal 
charges  and  delivery? — That  would  leave Y s.  for 
the  London  and  the  country  terminal ; I should 
not  like  to  have  to  do  the  service  at  7 s. 

15927.  Now  take  Maidstone,  what  is  the 
distance  to  Maidstone? — Forty-one  miles. 

15928.  You  charge  there  20  s.  per  ton,  and  at 
5 d.  per  ton  it  would  amount  to  17  s.  1 d.,  leaving 
a terminal  of  2 s.  11  f/.;  what  is  the  explanation  of 
making  so  much  variation  in  the  charges  as  that? 

■ — We  should  not  work  them  out  in  the  same 
way  as  you  have  done,  we  should  take  the  ex- 
penses first. 

15929.  What  difference  does  that  make  ? — It 
would  make  the  difference  of  deducting  the 
terminal  first,  instead  of  leaving  the  terminal  till 
the  last. 

15930.  Your  variation  instead  of  being  upon 
the  terminal  would  be  upon  the  mileage  rate  ? — 
Yes,  depending  upon  the  circumstances. 

15931.  What  would  be  the  difference  between 
Maidstone  and  Ashford  in  the  circumstances, 
having  regard  to  the  same  traffic? — There  would 
be  10  times  the  amount  of  traffic  from  Maidstone 
as  from  Ashford. 

15932.  And  the  quantity  in  this  case  reduces 
the  price? — It  does. 

15933.  It  does  not  seem  that  in  the  case  of 
hops  quantity  reduces  the  price  of  conveyance? — 
No,  you  must  look  upon  hops  as  an  entirely 
special  traffic. 

15934.  Is  not  there  more  risk  and  difficulty  in 
conveying  perishable  fruit  than  hops  ? — I would 
rather  convey  fruit  than  hops,  it  is  more  easy  to 
stow  and  more  capable  of  handling. 

15935.  Do  you  mean  to  say  that  you  would 
prefer  to  stow  fruit  than  hops? — Yes,  you  can 
stOAv  much  more  weight  to  the  truck. 

15636.  How  much  would  you  stow  in  a truck? 
— I should  say  there  Avould  be  nearly  50  per 
cent,  dih'erence  in  the  loading  of  the  trucks  ; a 
small  truck  would  not  take  more  than  18  pockets, 
and  a large  truck  would  take  perhaps  27  pockets. 

15937.  Can  you  get  a larger  quantity  of 
vegetables  in  the  shape  of  peas  or  brocoli,  into 
a truck  than  you  can  of  hops? — Yes  ; brocoli  is 
very  heavy,  it  is  very  closely  stowed  in  crates  as 
a rule. 

15938.  Your  charge,  I think,  on  ho])s  from 
Boulogne  delivered  to  the  Bricklayers’  Arms 
Station  is  17  i.  6 o?.  a ton? — Yes;  1 think  that 
was  the  figure  given. 

15939.  And  you  say  that  delivery  would  be 
about  3 s.  9 d.,  is  that  so  ? — Yes. 

15940.  Ilow  do  you  justify  the  charge  of 
21s.  ‘id.  delivered,  for  foreign  hops  from  Boulogne 
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as  against  25  s.  from  Ashford? — I thought  I went 
fully  into  that  question  at  my  last  examination. 
I proved  that  you  could  load  73  per  cent,  more 
of  foreign  hops  than  you  could  of  English  hops, 
and  I then  proved  also  that  no  claims  attached 
to  them ; we  have  never  paid  a single  claim  for 
non-delivery  of  foreign  hops;  there  are  no  special 
conditions  attaching  to  them  ; in  fact  from  first 
to  last  the  circumstances  of  the  two  cases  are 
not  parallel. 

15941.  But  you  have  not  referred  the  Com- 
mittee to  any  conditions  attached  to  the  convey- 
ance of  English  hops  ? — I think  I pointed  out 
that  we  had  to  pay  in  one  year  10  per  cent,  of 
the  total  carriage  in  claims. 

15942.  But  you  have  not  called  our  attention 
to  any  printed  conditions  ? — I have  indicated 
what  the  practice  of  the  South  Eastein  Com- 
pany is. 

Sir  Daniel  Gooch. 

15943.  You  consider  it  is  thoroughly  under- 
stood by  those  with  whom  you  deal? — Yes;  we 
do  not  consider,  in  dealing  with  such  people  as 
those  engaged  in  the  hop  trade,  that  it  is  neces- 
sary to  have  everything  in  a written  and  signed 
agreement. 

Mr.  Barclay. 

15944.  The  justification  for  the  difference  in 
charge  between  Fi-ench  and  English  hops  you 
say  is  due  to  the  onerous  nature  of  the  conditions 
to  which  you  are  submitted  in  the  case  of  English 
hojis,  coupled  tvith  the  difference  in  weight? — 
Yes;  the  difference  in  bulk  and  the  difference  in 
value. 

15945.  And  that  is  a difference  to  such  a large 
extent  that  the  one  comes  to  about  double  the 
other  ? — I think  it  is  to  such  an  extent  that 
the  one  does  not  compare  unfavourably  with  the 
other. 

15946.  You  are  charging  about  double  for 
English  hops  what  you  are  doing  for  the  French 
hops  ? — I do  not  think  it  is  double  ; I think  36  s. 
W'as  mentioned  by  Mr.  Hunter  for  English  hops. 

15947.  What  is  your  highest  rate  per  pocket 
in  your  hop  tariff? — Three  shilliugs  and  three 
pence. 

15948.  Three  shillings  and  three  pence  multi- 
plied by  12  comes  to  39  .s.  as  against  21  s.  3 d.  ? 
— Yes. 

15949.  Would  you  look  to  the  table  put  in  by 
Mr.  Hunter ; have  you  any  objection  to  these 
figures  of  Mr.  Elunter’s  on  page  3,  relating  to 
the  South  Eastern  Railway,  exce2it  that  he  made 
no  allowance  for  terminal  charges.  I am  refer- 
ring now  to  lime  and  manures  in  bulk  ? — 1 think 
Mr.  Hunter  fairly  jmts  down  here  what  the 
actual  tolls  from  point  A.  to  jioint  B.  Avould  be, 
but  nothing  more. 

] 5950.  The  figures  are  accurate,  with  the  ex- 
cejition  that  there  are  no  terminals,  which  Mr. 
blunter  says  you  are  not  entitled  to  charge,  but 
which  you  say  you  are  ? — They  are  accurate  to 
that  extent,  but  they  are  really  no  guide ; that 
is  to  say,  they  would  be  more  misleading  than 
likely  to  lead  you  to  a fair  conclusion.  Now, 
speaking  Avith  reference  to  lime  and  manure,  Mr. 

Hunter 
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Mr.  Barclay — continued. 

Hunter  says  that  we  are  obliged  to  carry,  from 
Tunbridge  Wells  to  Wadhurst,  lime  and  manure 
at  9 d.  per  ton.  Now,  If  his  view  is  right,  what 
results : that  we  can  be  called  upon  to  carry 
half  a ton  of  manure  or  lime  between  two  stations, 
find  the  station  accommodation  at  each  end,  haul 
between  the  two  stations,  and  find  the  truck  for 
three  or  four  days  for  4|  (/. 

15951.  Supposing  it  were  7 cwt.  it  would  be 
even  less  than  that? — Yes. 

15952.  And  what  is  your  contention? — My 
contention  is  that  the  South  Eastern  Railway 
Company  would  have  to  close  the  shop  at  once. 
It  would  be  utterly  impossible  to  carry  on  their 
business  upon  such  tolls. 

15953.  Have  you  any  idea  what  the  meaning 
of  Parliament  was  in  granting  the  short  distance 
clause  enabling  you  to  charge  a minimum  toll  ? — 
My  view  is  this,  that  Parliament  gave  us  the 
six  mile  clause  that  we  should  not  be  bound  to 
stop  between  one  station  and  another  without 
being  fully  compensated  for  it. 

15954.  Assuming  Mr.  Hunter’s  views  to  be 
correct  with  regard  to  these  terminal  charges, 
you  are  charging  from  Tunbridge  Wells  to  Wad- 
hurst 3 5.5  d.  a ton,  whereas  your  maximum 
charge  would  be  9 d,  according  to  his  view  ? — 
That  is  what  I am  dealing  with.  1 have  just 
stated  what  would  be  the  effect  if  Mr.  Hunter’s 
views  were  correct. 

15955.  Then  with  regard  to  the  figures  upon 
page  4,  what  have  you  to  say  as  to  them? — They 
are  compiled  in  the  same  manner;  but  I say  they 
are  just  as  misleading. 

15956.  Would  they  be  misleading  if  you  were 
not  entitled  to  make  a terminal  charge  ? — I can 
hardly  bring  my  mind  to  conceive  the  possibility 
of  its  not  being  allowed.  It  has  been  charged  for 
40  years,  and  two  Committees  have  considered 
that  it  should  be  allowed  ; and  I do  not  think 
there  is  a single  company  in  the  kingdom  who 
has  accepted  their  Acts  of  Parliament  with  this 
toll  clause  in,  without  its  being  upon  the  under- 
standing that  they  were  subject  to  terminals  in 
addition. 

15957.  But  I am  afraid  that  that  is  a legal 
question  ? — It  is  a legal  question,  and  any  opinion 
I could  give  would  not  be  of  much  value  upon 
it. 

15958.  1 only  wish  to  find  out  the  point  of 
difference  between  you  and  Mr.  Hunter  ? — Mr. 
Hunter  says  that  we  are  not  entitled  to  charge 
terminals  ; I say  we  are,  and  I say  more  than  that, 
that  the  business  of  the  country  could  not  be 
carried  on  unless  we  had  the  power  to  do  it. 

15959.  With  reference  to  the  legal  question,  I 
am  afraid  we  must  leave  that  out  ? — I am  also 
afraid  that  I am  unable  to  deal  with  the  legal 
question. 

15960.  Now  turning  to  page  5,  which  relates 
to  furniture  and  other  things,  I suppose  the 
furniture  rates  are  collected  and  delivered  rates  ? 
■ — Some  of  them  are,  but  not  all. 

15961.  Do  not  you  quote  them  in  your  rate- 
book as  collected  and  delivered  rates  ? — Cer- 
tainly not. 

Mr.  Gregory. 

15962.  Do  you  admit  that  the  rates  are  cor- 
rectly compiled  by  Mr.  Hunter  ? — Some  of  them 
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are.  When  I first  saw  them  I thought  it  was 
not  much  use  checking  them  because  I thought 
they  were  rather  misleading  than  otherwise. 

Mr.  Barclay. 

15963.  They  cannot  be  misleading  when  they 
are  copied  from  your  rate-book  ? — But  I say  the 
column  of  maximum  charge,  say  from  Folkestone 
to  London,  of  so  much,  is  misleading. 

15964.  Do  you  say  those  statements  from  the 
rate-book  are  not  correct  ? — I think  they  are  not 
cori’ect,  because  the  figures  themselves  do  not 
state  whether  they  are  station  to  station  rates  or 
collected  and  delivered  rates. 

15965.  Do  you  not  quote  the  furniture  rate  as 
a collected  and  delivertd  rate  ? — I have  already 
said,  no. 

15966.  Are  you  quite  certain  about  that  ?-' I 
should  not  give  such  a positive  reply  unless  I 
were.  All  the  class  goods,  1,  2,  3,  4,  and  5,  are 
station  to  station  so  far  as  our  rate-books  are 
concerned.  J only  know  that  the  public  pay 
those  rates  as  station  to  station  rates,  and  if  we 
do  the  collection  and  delivery  we  make  an  extra 
charge,  and  they  pay  it. 

15967.  If  those  are  station  to  station  rates, 
according  to  Mr.  Hunter,  your  maximum  rate  for 
furniture  which  you  are  entitled  to  charge  from 
Dover  to  Folkestone  is  2 5.,  and  you  are  charging 
195.  2(i.  ? — Of  course  Professor  Hunter  has  used 
his  own  idea  as  to  what  our  charges  are,  and  he 
has  made  it  2.5.,  but  I do  not  agree  with  him. 
But  even  supposing  I did  agree  with  him,  1 say 
then  that  there  is  no  terminal  charge  you  can 
possibly  make  which  will  more  than  just  cover 
your  expenses  and  liability  for  the  loading  of 
furniture. 

15968.  Supposing  a person  comes  to  your  Lou- 
don station  with  furniture  upon  a furniture  van 
which  is  loaded  upon  a truck,  do  you  give  him 
any  reduction  ? — If  he  were  a man  having  a regu- 
lar business  in  furniture  we  should  give  him  the 
trade  rate,  which  is  a rate  to  jjersons  dealing  in 
large  quantities. 

15969.  Do  you  not  call  that  giving  a pre- 
ference?— No,  because  we  give  it  to  all  alike 
who  do  in  furniture  as  a business. 

15970.  So  that  a private  gentleman  sending 
his  own  furniture  upon  a van  would  be  charged 
the  rate  in  your  rate-books,  whereas  if  a trader 
sends  furniture  by  your  railway  he  will  be  charged 
a different  rate  ? — I should  say  to  the  private 
gentlemen.  If  you  agree  to  the  same  conditions 
as  the  tradesman  does  the  rate  will  be  precisely 
the  same. 

15971.  What  difference  is  there  between  the 
conditions  of  the  two  ? — The  tradesman  sends  his 
men  and  assists  in  the  loading  ; he  finds  the  mats 
to  a great  extent ; he  assists  in  the  unloading ; 
he  does  not  make  a claim  for  damages  unless  they 
are  very  extensive ; he  knows  he  has  special  con- 
ditions attached  to  his  rate,  and  he  takes  the 
whole  thing  into  consideration.  I should  be  very 
happy  to  apply  those  conditions  to  any  private 
gentleman. 

15972.  We  are  speaking  of  furniture  in  vans  ; 
is  it  an  important  point  for  the  dealer’s  men  to 
assist  in  the  loading  of  a van  on  the  truek  ? — It  is 
a most  important  point.  In  my  own  knowledge  I 
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Mr.  Barclay — continued, 
have  known  a van  go  right  over  the  truck  and 
down  on  the  other  side. 

15973.  And  tlie  trader’s  man  prevents  that 
sort  of  thing  from  happening,  does  he  ? — He  tends 
to  prevent  that  sort  of  thing  by  giving  his  assist- 
ance ; every  assistance  you  can  obtain  tends  to 
save  you  money. 

15974.  Mr.  Hunter  finds  the  rate  from  Folk- 
stone  to  Dover  is  2 s.,  and  your  charge,  according 
to  you,  is  23s.  46?.? — But  you  are  asking  me  to 
justifv  figures  which  Professor  Hunter  has  used; 
I should  ask  you  how  he  has  arrived  at  the 
figures  he  has  st.ated. 

Chairman. 

15975.  Mr.  Hunter  has  given  the  maximum 
rates  in  the  Act  of  Parliament  ? — From  Dover 
we  are  not  governed  by  maximum  clauses  at 
all. 

Mr.  Barclay. 

15976.  But  are  you  not  upon  other  parts  of  the 
line  ? — Yes,  upon  some  j)arts,  where  I submit  the 
expense  for  working  is  not  so  great  as  it  would 
be  upon  the  main  line. 

15977.  Would  you  tell  me  the  highest  rate  you 
have  upon  any  portion  of  your  line  whei’e  it  is 
limited? — I can  tell  you  that. 

Mr.  Gregory. 

15978.  Would  you  tell  the  Committee  upon 
which  portions  of  the  line  there  is  a maximum 
rate,  upon  which  thei'e  is  not,  and  what  the  maxi- 
mum rate  is  where  it  is  fixed  ? — I think  that  has 
already  aj^peared  in  the  tables. 

15979.  At  Sevenoaks  there  is  no  maximum  ? — 
At  Sevenoaks  there  is  no  maximum.  Upon  the 
Tunbridge  Wells  and  Hastings  line  there  is  a 
maximum,  but  only  upon  the  local  ti’affic  between 
Hastings  and  Tunbridge. 

15980.  That  maximum,  I think,  is  2 d.  and  4^7.? 
— Upon  the  Tunbridge  Wells  and  Hastings  line 
the  tolls  vary  from  \\d.  to  Ad. 

15981.  Fourpence  being  the  maximum  rate  ? — 
Yes. 

Mr.  Barclay. 

15982.  Is  that  the  highest  maximum  rate  you 
have  upon  any  part  of  your  line? — Yes,  except- 
ing the  special  cases,  such  as  Charing  Cross. 

Mr.  Gregory. 

15983.  I think  I am  right,  am  I not,  in  this, 
that  your  tolls  upon  the  main  line,  and  other  por- 
tions of  your  system  where  you  have  no  maxi- 
mum, are  under  your  original  Act  of  1843? — 
They  are  under  our  original  Act  of  1836,  which 
was  the  line  from  Croydon  to  Dover. 

15984.  The  Act  has  never  been  revised  since 
then? — The  Act  has  never  been  revised  in  any 
one  point. 

Mr.  Barclay. 

15985.  You  charge  from  Dover  to  Gravesend 
for  furniture,  as  I have  it,  71s.  81/.  ; that  is  a 
station  to  station  rate,  I understand  ? — Yes. 


Mr.  Barclay — continued. 

15986.  And  estimating  the  mileage  at  your 
maximum  rate  upon  other  parts  of  your  line, 
which  you  have  referred  to  at  Ad.,  there  is  a 
margin  there  for  terminals  at  the  stations  without 
delivery  of  48  s.  4t/.  ? — That  is  accepting,  as  I 
said  before,  your  version  of  what  is  a fair  and 
reasonable  rate  for  mileage. 

15987.  What  do  you  consider  a fair  and  reason- 
able rate  for  mileage  ? — I should  not  consider  4(7. 
per  ton  per  mile  fair  and  reasonable  upon  our 
main  line. 

15988.  What  would  you  like  to  see  ? — I should 
like  to  see  it  quite  double. 

Mr.  Gregory. 

15989.  Or  I suppose  Is.,  if  you  could  get  it? 
— I do  not  think  1 should  be  unreasonable. 

Mr.  Barclay. 

15990.  Are  you  not  nearly  as  unreasonable  as 
that  in  this  case  ? — No  ; I was  asked  what  1 con- 
sider a reasonable  rate,  and  I would  say  that  8 d. 
would  not  be  an  unreasonable  amount. 

15991.  Is  4 d.  an  unreasonable  rate  upon  your 
other  lines  ? — I am  afraid  if  we  had  to  live  upon 
it,  we  should  not  live  very  long. 

15992.  What  arrangements  have  you  with  the 
Clearing  House,  in  regard  to  the  payment  of 
damages  on  goods  ? — 1 hardly  know  that  I 
should  be  called  upon  to  really  to  that  question, 
with  reference  to  the  arrangements  of  the  Clear- 
ing House  as  between  the  companies. 

15993.  The  Committee  have  been  told  that 
there  is  no  secresy  about  the  Clearing  House 
arrangements  ? — They  are  arrangements  purely 
as  betw'een  the  companies. 

Chairman. 

15994.  Do  you  represent  the  company  at  the 
dealing  House  ? — Yes,  I do  represent  the  South 
Eastern  Company  there. 

15995.  Then  I think  we  must  ask  you  what 
the  arrangement  is? — If  a damage  takes  place 
between  point  A.  and  point  B.,  and  it  is  impos- 
sible to  tell  where  it  took  place,  it  is  divided 
according  to  the  actual  receipts  ; that  is,  accord- 
ing to  mileage.  If  the  damage  were  found  to  be 
done  before  the  goods  were  handed  from  the  one 
company  to  the  other,  then  the  first  company 
having  the  goods  is  bound  to  pay.  If,  on  the 
other  hand,  A.  hands  over  the  goods  in  sound  con- 
dition to  B.,and  they  are  found  when  B.  delivers 
them  to  be  in  a bad  condition,  B.  has  to  pay  for 
them. 

Mr.  Barclay. 

15996.  If  you  were  the  terminal  railway,  you 
would  not  be  allowed  to  pay  damage  without  the 
consent  of  other  parties,  would  you? — That 
applies  to  a certain  amount ; tb.ere  is  an  under- 
standing that  all  claims  up  to  40  s.  may  be  paid 
by  the  receiving  company  without  the  consent  of 
the  sending  company.  That  was  done  to  save 
the  enormous  correspondence  Avhich  took  place 
upon  comparatively  trifling  matters. 

15997.  Does  the  Clearing  House  exercise  any 
control  over  the  payment  of  the  damages? — No, 
they  only  act  as  a clerical  body;  they  only 

deal 
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Mr.  Barcitty — continued, 
deal  with  through  rates  and  tlirough  claims. 
They  settle  all  claims  upon  goods  carried  between 
one  company  and  another. 

15998;  In  regard,  to  the  rate  for  hops  from 
Boulogne,,  there  is  another  question  I wish  to  ask 
you  ; would  you  kindly  see  if  that  is  from  your 
hand  {handing  a Paper  to  the  Witne.<;s)'l — Yes. 

15999.  Was  Mr.  Hunter  justified  in  stating  in 
his  evidence  that  he  had  those  rates  from  your 
hand? — Mr.  Hunter  stated  in  his  evidence  that 
he  had  the  rates  from  the  hands  of  the  manager. 

^ O 

In  this  case  there  is  a written  communication 
made  upon  the  16th  of  March  1881.  ISIay  I ask 
to  whom  that  is  addressed  ? 

16000.  The  2)erson  to  whom  it  is  addressed 
insisted  ui)on  having  his  name  cut  off  ? — Then  it 
is  quite  clear  that  Mr.  Hunter  did  not  get  it 
from  me. 

16001.  Does  the  evidence  really  convey  that 
he  got  it  from  your  own  hands  ? — I will  beg  to 
be  allowed  to  read  the  paragraph. 

Chairman. 

16002.  As  far  as  you  are  concerned  you  stated 
that  Mr.  Hunter  had  not  got  it  from  you,  but  as 
it  turned  out  he  got  it  from  you  through  a third 
party?- -What  I said  and  what  I repeat  is  this, 
I never  saw  Mr.  Hunter  until  I saw  him  in  this 
room. 

Mr.  Barclay. 

16003.  You  Avill  find  if  you  refer  to  the  ques- 
tion, that  it  really  referred  to  the  Boulogne  hop 
traffic? — I thought  it  was  of  general  application. 

Chairman. 

16004.  At  Question  15627  you  were  asked, 
“Did  you  give  Mi’.  Hunter  any  rates?”  To 
which  you  replied,  “No,  I did  not,  nor  have  I 
seen  Mr.  Hunter,  nor  am  I aware  that  any 
written  inquiry  has  been  made  by  Mr.  Hunter?” 
— That  I abide  by,  distinctly. 

Mr.  Barclay. 

16005.  AVould  you  refer  to  Questions  326  to 
329.  Mr.  Hunter  was  asked  at  Question  329, 
“ You  had  that  statement  from  the  hands  of  the 
manager,  I believe  ?”  To  ivliich  he  replied,  I 
had.”  You  say  virtually  it  ought  to  be,  “ under 
the  hand  of  the  manager  ” ? — That  is  no  doubt  so, 
but  I abide  distinctly  by  the  explanation  I gave 
in  my  examination-in-chief,  that  the  first  time 
I saw  Mr.  Hunter  was  in  this  room. 

16006.  It  merely  turns  out  that  I should  have 
asked  the  question  in  the  form  of  “ under  the 
hand  of  the  manager,”  instead  of  “from  the 
hand”? — The  way  it  stands  now  is  this,  that  Mr. 
Hunter  has  put  in  certain  statements  which  he 
said  he  had  from  the  manager.  Those  state- 
ments are  exceedingly  incorrect,  and  I was 
anxious  to  show  that  they  could  not  have  come 
from  me,  and  that  I could  not  be  responsible  for 
them. 

16007.  Is  there  any  other  statement  in  the 
evidence  upon  this  point  except  that  Mr.  Hunter 
had  these  statements  “from”  or  “under”  the 
hand  of  the  manager  ? — That  only  applies  to  the 
Boulogne  hops,  as  I understand  you  to  say. 

16008.  Did  you  think  it  w’as  worth  going  into 
the  box  to  contradict  that  paragraph? — Distinctly, 

0.54. 


Mr.  Barclay — continued. 

I repeat  ivhat  I said  before  that  certain  figures 
were  put  in,  and  the  rejily  was  that  those 
statements  were  had  from  the  hands  of  the 
manager ; and  I was  anxious  to  show  that  they 
were  not  obtained  from  me. 

16009.  If  it  referred  simply  to  the  Boulogne 
traffic  the  statement  is  quite  correct? — If  the 
re{)ly  implies  that  Mr.  Hunter  had  the  Boulogne 
figures  only  under  the  hand  of  the  manager,  1 do 
not  dispute  it,  but  I say  that  leaves  all  the  other 
figures  out  in  the  cold. 

16itl0.  If  ihe  statement  was  that  Mr.  Hunter 
had  the  Boulogne  hop  rates  under  the  hands  of 
the  manager,  there  would  be  no  objection  to 
that? — I am  perfectly  satisfied  Avith  that. 

Mr.  Gregory. 

16011.  I did  not  quite  understand  Avhether 
you  had  a mileage  rate  for  hops,  or  whether  the 
rate  differs  from  various  stations  ? — The  scale 
applies  to  the  various  stations  per  pocket,  and  the 
rate  varies  according  to  distance. 

16012.  It  can  be  worked  out  upon  the  mileage? 
— Yes,  it  can  be  worked  out  upon  the  mileage. 

16013.  But  it  is  not  properly  a mileage  rate,  it 
is  a pocket  rate? — The  rate  is  quoted  at  per 
pocket  to  London. 

16014.  From  Ashford  the  rate  is  3 5.  a pocket? 
— I think  that  was  it. 

16015.  What  is  the  rate  from  Canterbury  ; is 
that  the  same? — The  rate  from  Canterbury  is  3 s. 

16016.  There  is  a very  large  delivery  of  hops 
at  Canterbury? — Yes,  there  are  more  groAvn 
there  than  at  Ashford,  relatively. 

16017.  Do  you  say  that  Ashford  is  a small 
collecting  village  for  hops  ? — As  compared  with 
Canterbury  it  is. 

16018.  But  not  small  in  Itself? — Not  in  it- 
self. 

16019.  Taking  the  district  itself,  including 
Pluckley  and  around  there,  is  a large  collecting 
district? — Undoubtedly'. 

16020.  And  I suppose  the  rate  from  those 
stations  is  at  the  same  rate  of  3 s.  per  pocket, 
with  a small  difference  for  the  less  distance  ? — 
No,  Pluckley  is  the  same  as  Ashford. 

16021.  And  Staplehurst? — That  is  the  same 
as  Ashford. 

16022.  You  district  them  like  the  northern 
compaines  do  the  collieries  ? — Yes,  we  district 
them  ; I daresay  you  are  aware  that  under  the 
jiresent  rates  we  have  carried  many  millions  of 
pockets. 

16023.  Taking  your  distance  that  brings  the 
rate  from  Canterbury  up  to  36  s ? — Yes. 

16024.  Professor  Hunter  makes  the  rate  37  s. 
or  39  s.? — I am  not  quite  clear  whether  it  is 
after  deducting  the  5 s.  or  not. 

] 6025.  The  5 s.  was  the  delivery  that  would 
bring  it  up  to,  say  40  s.  altogether,  with  the 
delivery? — Yes,  that  is  Mr.  Hunter’s  view. 

16026.  I am  taking  it  up  to  the  Bricklayers’ 
Arms  Station  ? — The  rate  of  3 s.  per  pocket  in- 
cludes delivery  in  the  Borough. 

16027.  Then  the  Belgain  hops  are  charged 
from  Boulogne  17  s.  6 c/.? — Yes,  to  the  station 
only. 

16028.  Then  there  is  3 s.  9 d.  for  delivery  ? — 
Yes,  those  are  the  figures  which  the  honourable 
Member  for  Forfarshire  went  upon. 

5 K 3 
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Mr.  Gregory — continued. 

16029.  That  brings  the  rate  up  to  1 /.  1 s.  Zd.  ? 
—Yes. 

16030.  That  would  be  the  price  for  the  hops 
from  Boulogne,  delivered  ? — Yes. 

16031.  Does  that  charge  include  shipment  at 
Boulogne,  and  transhipment  at  Folkestone? — 

Yes. 

16032.  Are  there  any  quay  dues  at  Boulogne  ? 
—Yes. 

16033.  Who  pays  them? — The  ship  pays 
them. 

16034.  You  pay  them  in  fact? — Yes;  the 
South  Eastern  Kailway  Comjiany. 

16035.  They  would  be  included  in  the 
1 /.  1 s.  3 tf.  ? — Yes,  but  I may  tell  you  that,  being 
upon  the  ship,  the  ship  would  pay  coming  out, 
whether  she  was  half  full  or  full. 

16036.  But  there  is  no  payment  in  addition  to 
the  W.  1 s.  3 f/.  I — Not  by  the  consignee. 

16037.  He  gets  his  cargo  shipped  at  Boulogne, 
and  he  gets  it  transhipped  at  Folkestone,  all  for 
that  sum? — The  Folkestone  transhipment  is 
equivalent  to  ordinary  station  service. 

16038.  But  there  is  no  terminal  for  it  at 
Boulogne  ? — You  cannot  have  an  intermediate 
terminal  ; but  I think  if  the  goods  were  of  a 
special  character,  and  difficult  of  handling,  we 
should  be  entitled  to  have  a special  charge  for 
it. 

16039.  But  you  stated  that  it  was  more  diffi- 
cult of  handling  than  an  ordinary  freight  ? — But 
I pointed  out  also  that  from  the  manner  in  which 
the  foreign  hops  are  packed  they  are  more  easy 
of  handling  than  English  hops,  and  you  can  load 
73  percent,  more  of  foreign  hops  into  the  same 
truck  than  you  can  of  the  English  hops. 

16040.  Are  they  packed  in  canvas,  like  the 
English  hops? — Yes,  only  i-ather  coarser. 

16041.  Are  they  packed  in  bags? — They  are 
more  of  a brick-shajje ; oblong. 

16042.  Still  it  is  a package  ? — A covered  pack- 
age. 

16043.  The  foreign  hops  are  pressed  by  ma- 
chinery, are  they  not? — They  are  hydraulic 
pressed. 

16044.  English  hops  are  generally  pressed  by 
tnachinery,  are  they  not,  now? — If  you  can  call 
a man  lilting  up  a handle  and  letting  a weight 
fall,  a machine,  they  a,re,  but  they  are  not  packed 
by  anything  like  engine  power ; I have  seen  it 
done  freciuently. 

16045.  Then  we  have  1 Z.  1 s.  3 tZ.  as  against 
36  s.,  have  not  we? — Yes. 

16046.  Then  from  that  36  s.  you  deduct 
11s.  6 cZ.  as  terminals  ? — Yes,  at  the  two 

stations. 

16047.  That  is  your  charge  for  delivery? — 
That  is  our  charge  for  the  sfiecial  services  per- 
formed for  the  English  hops,  the  services  for  the 
others  being,  as  I have  said,  altogether  dif- 
ferent. 

16048.  Would  the  consignee  be  at  liberty  to 
take  them  from  the  station,  himself? — Cer- 
tainly. 

16049.  He  might  do  his  own  cartage  himself? 
He  does  not  like  it,  because  he  finds  he  cannot 
do  the  same  as  we  do. 

16050.  That  is  a matter  of  opinion? — I think 
I may  say  we  have  the  result  of  the  experience 


Mr.  Gregory — continued. 

of  years.  In  Mr.  Sankey’s  case  he  carted  from 
the  Blackfriars’  Station. 

16051.  What  was  Mr.  Sankey’s  case  against 
you '! — He  refused  to  pay  a certain  amount  of 
money,  and  we  county  courted  him. 

16052.  What  Avas  the  legal  rate  allowed  ? — 
The  judge  held  that  we  had  power  to  make  a 
charge  under  our  Act,  and  that  the  charge  must 
be  reasonable.  The  question  was,  was  that 
charge  reasonable  or  not,  and  we  had  to  give 
evidence  to  the  effect  that  it  was. 

16053.  Now,  coming  back  to  the  hops,  I pre- 
sume your  rate  from  Boulogne  is  a remuneraiive 
one  to  yourself? — I am  afraid  if  it  ivere  not  for 
the  competition  of  the  General  Steam  Naviga- 
tion Company,  we  should  want  a little  more 
money. 

16054.  You  do  not  lose  by  the  rate,  do  you  ? 
— I am  afraid  we  do  not  gain  much. 

16055.  Then  does  not  it  follow  that  the 
English  hop  traffic  must  be  more  than  remune- 
tive  ? — The  services  perfoimed  upon  the  two  ar- 
ticles are  so  different  that  you  cannot  compare 
the  two  together. 

16056.  The  difference  is  this,  first,  in  the  mode 
of  packing  ? — And  tliat  difference  is  rather  an 
important  one,  seeing  that  it  amounts  to  a differ- 
ence of  73  per  cent,  in  the  stowage  in  the  truck, 
If  you  can  make  two  trucks  do  the  tvork  of  four, 
there  is  a considerable  saving  to  the  raihvay 
company. 

16057.  You  save  the  weight  of  the  trucks? — 
You  save  the  dead  weight  of  the  extra  trucks. 

16058.  Within  what  time  do  you  deliver  the 
foreign  hops  ? — We  deal  with  them  in  the  same 
way  as  the  ordinary  goods. 

16059.  Within  Avhat  time  do  you  deliver  them, 
within  24  hours  ? — I do  not  wish  to  say  any- 
thing to  prejudice  ourselves,  but  I am  afraid  we 
do  not. 

16060.  If  this  delay,  and  these  conditions 
generally,  attaching  to  foreign  hops,  applied  to 
the  English  hops,  there  would  not  be  any'  neces- 
sity for  a difference  in  the  I'ates,  Avould  there  ? — 
If  we  had  to  do  for  the  foreign  hops,  precisely 
the  same  services  as  we  do  for  the  English  hops, 
we  should  be  obliged  to  charge  the  same  price, 
but  we  do  not,  and  there  is  not  the  least  compa- 
rison between  them. 

16061.  Now  there  is  no  appreciable  diflerence 
between  the  value  of  Belgian  hops  and  Mid 
Kent  hops,  is  there  ? —Yes,  there  seems  to  be  a 
considerable  difference  ; my  information  is  ob- 
tained from  the  hop  ])eople  in  the  borough. 

16062.  I do  not  think  you  will  find  that  there 
is  much  difference.  I think  you  Avill  find  that 
the  Sussex  hops  are  someAvhat  lower  ? — I will 
take  this  case  ; foreign  hops,  4 Z.  to  6 Z , and 
English  hops,  from  six  guineas  to  eight  guineas. 

16063.  But  of  Avhat  class  are  they'  ? — They 
call  them  both  choicest. 

16064.  Do  those  quotations  give  the  district 
from  which  the  hops  come?  — Yes. 

16065.  What  is  the  district  that  the  six  guinea 
hops  come  from  ? — They  call  them  the  “ choicest 
growth.” 

16066.  Those  would  be  the  Farnham  hops; 
the  Sussex  hops  Avould  be  lower  ? — They  are 
about  5 Z. 


16067.  And 
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Mr.  Gregory — continued. 

16067.  And  what  are  the  Belgium  hops? — 
They  are  from  3 1.  to  4 Z.  ; I have  taken  them 
from  year  to  year,  and  I think  that  my  calcula- 
tion is  very  close  ; I have  supported  it  by  infor- 
mation from  the  hop  people  themselves. 

16068.  You  are  resting  your  case  to  a certain 
extent  upon  the  difference  of  value  ? — My  case 
does  not  rest  entirely  upon  the  difference  of 
value. 

16069.  But  still  that  is  one  of  the  elements. 
Now  with  regard  to  the  maximum  rates,  practi- 
cally upon  the  greater  portion  of  your  system 
ymur  rates  are  unlimited  ? — They  are. 

16070.  But  upon  that  line  between  Hastings 
and  Tunbridge  Wells  you  have  a maximum  toll ; 
why  should  not  the  same  rate  as  you  have  taken 
there  be  applied  to  the  rest  of  your  system  ? — 
— There  are  the  surrounding  circumstances  ; for 
instance,  if  you  take  goods  from  Tunbridge  Wells 
to  Hastings,  you  have  not  a single  junction  of  any 
kind  to  deal  with.  Now,  on  the  other  hand,  if 
you  take  goods  from  Tunbridge  to  Gravesend 
you  first  come  to  a junction  at  Paddock  Wood, 
and  also  to  a junction  at  Maidstone;  I pointed 
out  to  the  Committee  that  upon  the  South 
Eastern  line  there  was  a junction  in  every  eight 
miles  upon  our  system. 

16071.  Can  you  point  out  any  other  reason? — 
— Yes,  I think  the  levels;  the  gi'adients  are  an 
element. 

16072,  Are  your  levels  heavier  upon  the  Tun- 
bridge Wells  and  Hastings  line  than  elsewhere? 
— Upon  the  Tunbridge  Wells  and  Hastings  line 
the  gradients  are  tolerably  heavy. 

16073.  Now  upon  the  London,  Chatham,  and 
Dover  line,  I believe  you  have  a return  of  their 
rates? — I believe  that  Mr.  Forbes,  of  the  London, 
Chatham,  and  Dover  Company,  will  be  examined 
before  the  Committee,  and  he  will  answer  an}" 
questions  relating  to  the  London,  Chatham,  and 
Dover  Railway  Company  better  than  I can. 

16074.  What  limit  have  they  upon  their  main 
line  ? — 1 see  upon  the  metropolitan  section,  from 
Penge  to  Stewart’s-lane,  they  are  entitled  to 
charge  upon  manure.  Is.  6 rZ. 

16075.  That  is  upon  the  metropolitan  section  of 
their  line  ? — Penge  is  not  on  the  Crystal  Palace 
line,  and  I see  upon  their  Peckham  district  they 
are  entitled  to  1 s.  6 rZ.  a ton  upon  manures. 

16076.  But  that  is  the  Crystal  Palace  line  ? — 
It  is  London,  Chatham,  and  Dover  now. 

16077.  But  it  is  upon  the  metropolitan  portion 
of  the  Crystal  Palace  line  ? — It  applies  to  any- 
thing passing  over  that  portion  of  their  system  ; 
if  you  were  running  traffic  into  the  London  sta- 
tion, you  would  of  course  pass  over  that  portion 
of  the  line. 

16078.  Now,  were  you  connected  with  the 
South  Eastern  Company  in  1867  ? — No,  I was 
not. 

16079.  You  do  not  remember  the  Amalgama- 
tion Bill  of  that  year? — I have  some  recollection 
of  it,  but  I am  afraid  I could  not  speak  in  any 
very  positive  terms  of  it. 

16080.  Are  you  aware  that  the  House  of  Lords 
Committee  proposed  to  equalise  the  rates  upon 
the  three  lines  ? — I believe  there  were  some 
terms  proposed  which  the  chairman  of  the  South 
Eastern  Company  could  not  accept. 

0.54. 


Mr.  Gregory — continued. 

16081.  The  Bill  was  rejected,  because  you 
would  net  accept  the  tolls? — Because  they 
offered  us  tolls  which  we  could  not  live  upon. 

16082.  Were  your  tolls  considerably  higher 
than  those  upon  the  London,  Chatham,  and 
Dover  line,  and  upon  the  Brighton  line  ? — I do 
not  think  so ; I remember  the  Bill  fell  through, 
because  the  chairman  of  the  South  Eastern  Com- 
pany declined  to  accept  certain  propositions 
which  the  Committee  made  with  reference  to 
the  tolls. 

16083.  Now,  passing  from  that  subject,  you 
do  not  accept  the  figures  given  by  Mr.  Hunter 
with  reference  to  furniture,  as  being  correct  ? — 
I presume  the  actual  charges  would  be  correct ; 
it  is  the  statement  of  the  legal  charges  that  I 
object  to. 

16084.  Do  you  know  the  charges  for  furniture 
fi’om  Paris? — Furniture  would  not  be  sent  by 
slow  train  ; it  would  be  sent  by  the  Grande 
Vitesse. 

16085.  Will  you  supply  the  rate  from  Paris  and 
from  Boulogne  respectively  ? — I will. 

16086.  With  regard  to  the  terminal  charges, 
you  have  referred  to  the  Report  of  the  Commis- 
sioners of  1867,  and  you  relied  upon  that  Report 
to  a certain  extent? — Yes,  as  expressing  my  view 
of  what  haulage  was. 

16087.  Would  you  just  read  that  paragraph  ? — 
This  is  the  Report  of  the  Royal  Commission  on 
Railways  in  1867,  and  it  says,  “ It  would  thus 
appear  that,  although  there  is  great  diversity  in 
the  clauses  of  this  nature.  Parliament  now  con- 
siders that  the  maximum  rate  should,  as  a rule, 
cover  all  the  cost  of  conveyance  and  use  of  rail- 
ways and  sidings  for  the  receipt  of  trucks  ready 
laden,  but  not  the  cost  of  loading,  covering,  or 
unloading.  Thus,  if  a railway  company  provide 
special  means  for  facilitating  loading,  covering, 
and  unloading,  or  allow  goods  to  remain  in  the 
stations  beyond  a reasonable  time,  they  would 
apparently  under  their  powers,  and  the  inten- 
tions of  Parliament,  be  enabled  to  charge  for  such 
services.  But,  whatever  Parliament  may  have 
intended,  railway  companies  seem  to  have  gene- 
rally interpreted  their  Acts  of  Parliament  as 
authorising  them  to  make  additional  charges  for 
the  expense  of  constructing  sidings  as  well  as  of 
working  them.” 

16088.  Do  you  agree  wdlh  that? — I do  not  see 
that  that  materially  differs  from  the  recommenda- 
tions and  conclusions  of  the  reports.  It  says, 
that,  with  exception  of  the  siding  to  put  the 
train  into  upon  arrival  at  the  station,  everything 
else  is  to  be  a terminal  charge. 

16089.  Would  you  accept  that  as  the  view 
of  Parliament  ? — I would  rather  refer  to  what 
I stated  upon  the  last  occasion  in  my  evi- 
dence. 

16090.  Will  you  state  the  recommendation  of 
the  Commissioners;  it  is  to  be  found  at  page 
69? — That  has  been  already  given  in  substance, 
if  not  in  actual  words. 

Sir  Daniel  Gooch. 

16091.  The  rate  from  Boulogne  is  entirely 
governed  by  the  sea-rate,  and  not  by  what  you 
would  think  would  be  right  if  you  had  no  com- 
petition ? — 'I'he  rates  are,  certainly. 
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Mr.  Lowther. 

10092.  It  sometimes  happens  that  you  have 
goods  remaining  at  the  stations  or  in  the  sidings 
for  a considerable  time  over  the  allowed  time? — 
Yes.  frequently  at  every  station. 

16093.  That  is  to  say  things  Avhich  are  not 
fetched  away? — Yes. 

16094.  Do  you  charge  in  that  case  ?—  \Ye 
charge  after  a certain  time. 

16095.  After  Avhat  time? — After  48  hours. 

Sir  Daniel  Gooch. 

16096.  Do  you  always  get  paid  ? — I am  sorry 
to  say  we  do  not. 

Mr.  Lowther, 

16097.  Now  with  regard  to  the  loading  of  fur- 
niture  and  putting  it  on  your  trucks;  you  gave 
an  instance  of  a van  which  you  say  you  saw  go 
off  the  other  end  of  a truck  ? — I did. 

16098.  Was  that  loaded  by  your  people? — 
Our  people  were  assisting. 

16099.  But  were  the  people  to  whom  the 
furniture  belonged  assisting  ? — They  were  pre- 
sent. 

16100.  Did  they  become  responsible,  or  did 
you  become  responsible  ? — We  pointed  out  to 
them  that  they  were  present,  and  that  if  any- 
thing happened  they  were  parties  to  the  affair, 
but  that  would  not  be  the  case  with  a private 
gentleman  ; in  that  case  Ave  should  take  all  the 
responsibility. 

16101.  You  were  asked  about  certain  regula- 
tions with  regard  to  the  handling  of  hops  ; you 
do  not  always  act  upon  those  regulations,  do  you; 
those  regulations  are  rather  for  your  protection 
against  aAvkward  customers;  are  they  not? — As 
I pointed  out,  four  of  them  are  really  acted  upon, 
but  as  far  as  our  liability  is  concerned,  that  is  a 
dead  letter  entirely. 

16102.  You  engage  peoide  specially  in  the 
hop  season,  do  you  not? — Yes;  the  men  who 
Avork  the  hops  are  men  Avhom  Ave  only  see  during 
the  hop  season,  and  the  result  is  that  Ave  have  to 
pay  them  rather  heavily  for  the  Avork, 

16103.  Are  these  peojile  Avhom  you  can  get 
anywhere  ? — No,  they  are  men  Avho  come  to  us 
every  hop  season  ; men  Avho  knoAV  almost  that 
Ave  cannot  do  Avithout  them. 

16104.  Do  you  pay  them  double  the  Avages 
Avhich  you  do  the  others,  or  half  as  much  again  ? 
— 1 have  known  one  of  the  men  earn  19  s.  in  one 
day,  but  of  course  that  day  Avas  a very  long  one, 
being  from  half-past  four  in  the  morning  till  10 
or  1 1 at  night. 

16105.  VVith  regard  to  loading  cattle,  do  you 
clean  your  trucks  before  the  cattle  are  put  into 
the  trucks,  or  do  you  clean  your  trucks  upon  the 
arrival  of  the  cattle  ? — As  a rule,  on  the  arrival 
of  the  cattle ; but  under  any  circumstances  the 
cleaning  must  be  done  before  they  are  re-loaded. 
Our  practice  is  to  do  it  on  unloading;  but,  as  a 
matter  of  fact,  Ave  must  do  it  before  any  cattle 
are  reloaded. 

16106.  What  do  you  charge  for  cleaning  a 
truck? — As  far  as  Ave  are  concerned  Ave  have  not 
made  a charge  fordoing  it.  Thinking  the  Order 
in  Council  Avould  not  continue  very  long  we 
made  no  charge,  but  the  Order  has  remained 
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in  force  very  much  longer  than  Ave  expected  it 
Avon  Id. 

16107.  Hut  you  could  charge  for  the  cleaning, 
could  you  not  ! — Yes  ; 1 have  no  doubt  Ave  could 
charge  if  Ave  chose.  I have  already  pointed  out 
that  on  fat  cattle  we  only  charge  half  our  Par- 
liamentary maximum  rate,  and,  on  the  lean  cattle, 
only  one-tliird  ; so  tliat  Ave  could  put  on  a charge 
for  the  cleaning  if  Ave  thought  proper,  and  still  be 
inside  our  powers. 

16108.  Do  you  knoAv  what  the  cleaning  would 
cost  you  ? — If  you  had  to  clean  one  truck  it 
Avould  cost  you  perhaps  2 s.  6d. ; but  if  you  had 
to  do  a dozen  they  might  cost  you,  perhaps,  from 
1 s,  to  1 s 3d.  each. 

16P'9.  You  have  to  Avash  them,  do  you  not? — 
We  have  to  scrape  them  and  AvhiteAvash  them. 

16110.  Do  you  Avash  them  Aviih  hot  water? — 
No,  Ave  do  not;  it  is  a A'ery  serious  matter,  as  far 
as  Ave  are  concerned,  as  Ave  had  to  pay  a fine 
of  105  1.  not  very  long  ago. 

16111.  You  had  one  case  before  the  Railway 
Commissioners,  had  you  not?  — Yes. 

1611^.  And  the  Raihvay  Commissioners  con- 
demned you  to  pay  the  costs? — Yes;  that  was 
Greenop’s  case. 

16113.  Had  you  no  appeal? — No,  there  was 
no  ajipeal.  In  that  case  it  Avas  admitted  that  we 
Avere  right  throughout,  and,  Avhereas,  in  an  ordi- 
nary court  the  person  Avho  lost  Avould  have  had  to 
pay  the  j)iper,  in  this  case,  although  it  Avas 
admitted  that  Ave  Avere  right,  Ave  had  to  pay  our 
OAvn  costs. 

Mr.  Gregory. 

16114.  You  have  spoken  of  the  difference  of 
liability  in  the  delivery  of  hops  betAveen  foreign 
and  English  groAvn  ; does  that  arise  from  the  state 
of  the  laAv  ? — No.  I think  it  arises  from  the  fact 
that  foreign  hops  are  not  so  liable  to  damage  as 
the  English  hops.  If  you  send  up  hops  by  Avater 
you  knoAv  that  the  Avarehousemen  Avill  not  Aveigh 
them  until  they  have  been  allowed  to  stand 
tAVO  days,  on  account  of  the  Aveight  by  absorption 
of  damp ; and  I think  one  of  the  Avitnesses 
stated  that  foreign  hops  Avere  not  “ packed  so 
genuine,”  shoAving  that  he  thought  they  Avere 
not  so  liable  to  damage.  . 

Mr.  Payet. 

16115.  With  regard  to  the  ansAA'cr  you  gaA'e 
just  noAv,  as  to  the  payment  of  half  the  expenses 
in  this  case  before  the  Raihvay  Commissioners  ? 
— We  paid  the  Avhole  of  our  costs. 

16116.  Was  there  any  reason  alleged  by  the 
Raihvay  Commissioners  at  the  time  for  making 
you  pay  your  costs  ? — We  have  been  before  the 
Commissioners,  I am  sorry  to  say,  tAvo  or  three 
times,  and  the  only  thing  they  do  not  do  is  to 
give  an  explanation  of  their  someAvhat  eccentric 
decisions. 

16117,  Was  any  demur  or  protest  made  by 
those  Avho  appeared  for  you  ? — I do  not  think 
so ; I have  the  case  here,  and  I could  read  it 
to  you,  if  necessary. 

16118.  You  have  stated  to  the  Committee  that 
throughout  the  case  it  Avas  admitted  that  you 
Avere  right  ? — I do  not  say  it  was  admitted,  but 
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the  whole  tendency  of  the  questions  and  the 
answers  went  to  show  it. 

Mr.  Dilhcyn. 

16119.  You  mean  it  was  proved  that  you  were 
right  ? — It  was  proved  that  we  were  right. 

Mr.  Paget. 

16120.  But  in  spite  of  that,  without  any  rea- 
son assigned,  you  were  adjudged  to  pay  your  own 
costs? — This  is  the  conclusion  of  Sir  Frederick 
Peel’s  judgment:  “,We  do  not  think,  on  the  whole, 
and  regard  being  had  to  the  competitioii  from 
Boulogne,  that  we  ought  to  interfere,  but  it  will 
be  without  costs  that  the  injunction  will  be  re- 
fused that  was  Greenop’s  case,  and  that  was 
the  case,  as  you  will  remember,  in  which  the  ques- 
tion was  raised  whether  a solicitor  could  appear 
before  the  Railway  Commissioners  or  not. 

16121.  But  the  explanation  you  have  quoted, 
“ We  do  not  think,  on  the  whole,  regard  being 
had  to  the  competition  from  Boulogne,”  would 
rather  seem  to  imply  that  the  matter  was  one 
which  required  considerable  consideration,  and 
was  not  of  that  simple  character  that  you  would 
indicate  ? — If  you  will  refer  to  the  questions  and 
answers  there,  I think  you  will  find  that  they  lead 
up  to  what  I say,  that  there  was  justification  for 
it,  firstly,  from  the  competition  of  the  General 
Steam  Navigation  Company;  and,  secondly,  from 
the  conditions  which  Messrs.  Flageolet  were 
able  to  bring  to  bear  with  regard  to  their  agency 
for  traffic  from  different  parts  of  the  Continent. 

INIr.  Monk. 

16122.  Upon  that  did  not  the  Railway  Com- 
missioners consider  that  Mr.  Greenop  had  a fair 
case  to  bring  before  the  court? — They  did  not  so 
decide  by  their  judgment. 

16123.  But,  in  their  judgment,  they  say  each 
party  shall  be  left  to  pay  his  own  costs  ? — In  the 
words  I have  just  read  they  dismiss  the  aiiplica- 
tion  for  an  injunction,  and  say,  that  each  party 
should  be  called  upon  to  pay  his  own  costs. 

Mr.  Paget. 

16124.  I would  ask  you  one  question  upon  the 
evidence  of  Mr.  Sankey ; he  complains  of  an  in- 
crease of  rate  upon  hops,  and  that  in  1852  there 
was  a rise,  and  a second  rise,  in  short,  of  some- 
thing over  30  per  cent,  in  five  years ; have  you 
any  explanation  to  give  of  the  increase  of  those 
rates? — My  own  personal  knowledge  only  takes 
me  as  far  back  as  one  increase,  and  that  was  an 
increase  about  the  year  1876  ; but  certainly  that 
increase  was  justified  by  the  circumstances  of 
the  case,  that  we  were  paying  more  for  every- 
thing then  than  we  had  done  previously. 

16125.  Your  rates  were  increased  then,  be- 
cause the  prices  of  iron  and  coal  were  higher? — 
That  did  not  weigh  so  much  with  me  as  the 
price  of  labour ; we  are  paying  now  at  least 
10  per  cent,  more  for  all  our  porterage  than  we 
were  paying  before  the  inflated  time  of  1876. 

16126.  Are  you  paying  as  much  as  you  were 
before  1876  ? — We  were  paying  18s.,  and 
had  to  increase  to  20  s.;  but  we  have  never 
been  able  to  bring  the  price  down  to  18  s, 
ajrain. 
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16127.  Your  rates  raised  in  1876  have  not 
been  reduced  since? — No,  they  have  not  been, 
but  Mr.  Sankey  said  we  had  been  reducing  the 
rates  to  run  the  barge  off,  and  that  when  we  had 
run  the  barge  off  vve  increased  the  rate ; that  is 
no  such  thing. 

16128.  Mr.  Sankey  stated  that  you  had  in- 
creased the  rate  Is.  6 rf.  upon  coal  from  Strood  to 
Birchington  ? — Birchington  is  on  the  Chatham 
and  Dover  line,  but  as  I understand  his  evidence, 
in  the  first  place  Mr.  Sankey  had  not  obtained 
that  information  from  the  rate  book,  but  had 
been  told  it ; but  accepting  his  own  version  of  it, 

1 can  hardly  understand  that  he  means  more 
than  this,  that  sometime  since  a consignment  of 
coal  was  sent  to  the  same  consignee  at  Birching- 
ton, upon  which  we  did  not  make  so  high  a 
charge  as  we  do  now. 

16129.  At  Question  7395,  Mr.  Sankey  was 
asked  “ Will  you  tell  the  Committee  very  shortly 
what  that  alteration  is.”  To  which  he  replied, 
“ The  through  traffic  was  3 5.  3 J.  per  ton,  and 
in  December  last  the  South  Eastern  Railway 
Company  commenced  to  levy  an  extra  charge  of 
1 5.  6 rf.  a ton,  if  loaded  into  their  trucks,  and 
9 rf.  a ton  if  loaded  into  the  London,  Chatham, 
and  Dover  Company’s  waggons  ”?  — All  I can 
say  is  this,  that  if  that  gentleman  was  charged 
3 s.  3 rf.  a ton,  and  he  will  give  me  the  account,  I 
will  send  him  a statement  of  the  undercharge, 
because  he  was  incorrectly  charged  in  that 
case. 

16130.  You  would  want  it ' from  him?  — I 
should  want  it  from  him,  because  he  was  under- 
charged ; he  speaks  in  that  case  of  9 d.  for  the 
extra  rate,  and  9 d.  for  the  use  of  the  railway 
truck. 

16131.  If  loaded  into  your  trucks  it  would  be 
Is.  %d.  extra  ? — That  would  be  including  the 
wharfage. 

16132.  Now  what  is  the  reason  of  the  dif- 
ference of  charge  between  beetroot  and  potatoes  ? 
— Potatoes  go  in  hundreds  of  tons  and  beetroot 
goes  in  one  ton  or  one  cwt.  at  a time. 

16133.  That  is  the  only  reason  for  the  dif- 
ference in  charge  ? — That  is  the  only  reason  for 
the  difference  ; I do  not  know  that  there  is  much 
differenco  in  the  value,  because  beetroot  is  some- 
times of  more  value  than  potatoes,  and  sometimes 
less  than  potatoes ; I do  not  know  much  about 
beetroot  really,  but  if  Mr.  Sankey  or  anyone 
else  will  get  us  such  a traffic  in  beetroot  as  we 
have  in  potatoes,  we  shall  be  most  happy  to 
apply  the  potato  rate  to  beetroot. 

Mr.  Monk. 

16134.  In  regard  to  the  case  of  Mr.  Greenop, 
did  not  the  Railway  Commissioners  say  that  they 
did  not  think  it  was  a case  in  which  it  was  neces- 
sary for  them  to  interfere,  and  therefoi'e  they 
left  the  parties  to  pay  their  own  costs? — The 
words  of  the  judgment  of  the  Railway  Commis- 
sioners were:  “ Regard  being  had  to  the  competi- 
tion from  Boulogne,  we  ought  in  this  case  not  to 
interfere,  but  it  will  be  without  costs  that  the  in- 
junction will  be  refused.” 

16135.  That  being  the  case,  do  you  think  that 
you  are  quite  justified  in  the  answer  you 
gave  to  the  question  put  by  the  honourable 
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Member  for  Hythe,  when  you  say  the  Commis- 
sioners punished  you  for  being  right,  by  making 
you  pay  your  own  costs? — These  were  the  facts; 
what  we  did  was  accepted  by  the  Commissioners 
certainly,  as  they  declined  to  interfere;  and  al- 
though we  proved  that  we  were  right  throughout, 
they  made  us  pay  our  costs,  whereas  I submit 
that  in  an  ordinary  court  of  law  the  costs  would 
have  followed  the  decision. 

16136.  In  an  ordinary  court  they  would  have 
decided  that  you  were  justified  in  your  arrange- 
ments, you  think  ? — They  would. 

16137.  Then  you  consider  that  some  explana- 
tion is  due  from  the  Railway  Commissioners  for 
their  judgment? — No,  1 really  do  not  suggest  any 
such  thing. 

Chairman. 

16138,  You  said  just  now  that  the  Chamber 
of  Agriculture  sent  round  a circular,  and  you 
argued  from  their  having  had  no  reply  that  there 
were  no  complaints  ? — I argued  that  in  spite  of 
all  the  agitation,  there  was  really  nothing  tangible 
before  us. 

16139.  Do  you  mean  before  this  Committee, 
or  before  the  company  ? — Before  the  company. 

16140.  As  from  the  notes  it  might  be  supposed 
that  there  were  no  grievances  or  complaints  ; I 
wish  to  draw  your  attention  to  this,  that  there  has 
been  handed  to  this  Committee  a voluminous 
statement  by  the  Royal  Agricultural  Society  of 
England,  showing  evidently  the  results  of  then- 
inquiries,  and  amongst  the  five  railway  com- 
panies dealt  with,  is  yours? — Will  you  allow  me 
to  say  that  the  statement  handed  in  by  the  secre- 
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tary  is  simply  a repetition  of  the  statements  made 
by  Mr.  Hunter  and  the  other  witnesses  ns  to  the 
charges  for  foreign  hops,  fruit,  vegetables,  and 
so  on ; the  whole  of  the  statements  are  simply 
a rechavjfe  of  the  evidence  which  has  been  given 
before  you ; I have  gone  through  the  lists  very 
carefully.  If  you  refer  to  same  you  will  find 
they  are  no  complaints  referring  to  the  South 
Eastern  Railway  Company  except  as  to  hops, 
fruit,  and  vegetables, 

16141.  You  are  only  speaking,  of  course,  for 
your  own  company  ? — That  is  all,  I had  intended 
to  hand  in  in  my  evidence  in  chief  two  returns. 
The  first  is  a return  showing  the  time  occupied 
upon  the  French  railways  according  to  the  dis- 
tance carried.  I have  turned  the  kilometres 
into  miles. 

Mr.  Paget. 

16142.  Is  that  the  legal  time? — Ves;  the 
legal  time. 

16143,  You  are  aware  that  the  legal  time  is 
not  habitually  occupied? — I know  between  Paris 
and  Boulogne  the  legal  time  is  between  Monday 
and  Friday,  and  the  actual  time  occupied  is 
between  Monday  and  Thursday  {handing  in  the 
Return).  Then  there  was  a question  raised  with 
reference  to  the  rates  charged  by  the  French 
companies  upon  export  and  imjiort  goods.  This 
is  a table  of  the  rates  from  Paris  to  Boulogne, 
and  you  will  find  that  in  that  table  the  rates  for 
export  and  import  are  considerably  lower  than 
the  rates  for  home  consumption.  ( The  Table  was 
handed  in.) 


Mr.  Archibald  Scctt,  called  in  ; and  Examined. 


Chairman. 

16144.  You  are  the  General  Manager  of  the 
London  and  South  Western  Railway  ? — I am. 

16145.  Will  you  kindly  give  the  Committee, 
as  shortly  as  you  can,  the  nature  and  extent  of  the 
goods  and  mineral  traffic  upon  your  system  ? — I 
would  first  mention  that  the  total  length  of  the 
South  Western  system,  including  joint  and  leased 
lines,  is  886  miles.  The  traffic  mileage  which  we 
deal  with  in  our  returns  is  for  a distance  of  about 
790  miles  of  that  total.  The  extreme  points  to 
which  the  system  extends  are  in  the  South  West 
for  150  miles  as  far  as  Portland,  in  Dorsetshire, 
to  a distance  of  224  miles  in  South  Devon,  that 
is  to  say,  to  Plymouth  and  Devonport ; and  for 
222  miles  in  North  Devon,  as  far  as  Ilfracombe  ; 
these  are  the  extreme  points  of  the  system. 

16146.  Would  you  now  give  the  Committee  the 
extent  of  the  traffic? — In  1880  the  total  of  the  tons 
of  goods  conveyed  was  about  1,442,000  tons,  and 
of  minerals  thei-e  were  about  1,622,000  tons.  The 
average  receipts  for  that  traffic,  for  the  year  1880, 
were  8 s.  10  d.  per  ton  for  goods  and  2 s.  5|^  d. 
per  ton  for  minerals,  and  the  average  for  the  live 
stock  was  1 s.  0^  d.  per  head  ; that  was  the  total 
for  the  year  1880. 

Mr.  Barclay. 

16147.  Do  you  have  return  empty  trains  to 
any  extent  upon  your  line  ? — Yes,  in  the  case  of 
mineral  traffic. 


Mr.  Barclay — continued. 

16148.  Have  you  much  mineral  traffic  ? — Yes; 
I have  given  the  figures;  I may  say  we  are  not 
producers  of  minerals  excepting  stone  and  clay; 
we  have  no  coal  mines  upon  our  system,  but  we 
are  large  distributors  of  coal. 

Chairman. 

16149.  Now,  I think  you  also  put  in  a Table, 
showing  the  receipt  per  train  mile  run,  for  goods, 
minerals,  and  live  stock  traffic  for  a series  of 
years  ? — I do  ( handing  in  the  same).  The  return 
I have  now  handed  in  shows  the  receipt  per 
train  mile  for  goods  and  mineral  traffic  for  the 
years  1851,  1860,  1870  and  1880. 

31  r.  Barclay. 

16150.  I wish  to  know  whether,  in  that  train 
mileage  there  is  included  any  mileage  for  empty 
return  trains  ? — Of  course,  a purely  empty  train, 
consisting  of  empty  waggons,  would  be  counted 
as  train  mileage ; as  a matter  of  fact  the  empty 
coal  waggons  are  upon  our  system  mixed  up  with 
the  goods  waggons;  but  if  there  happened  to  be 
a j)urely  empty  waggon  train  run,  that  would  be 
counted  as  a goods  train  mile  run. 

16151.  I wished  to  know  if  there  were  any 
empty  trains  run,  and,  if  so,  whether  those  will 
be  included  in  the  statement  you  are  going  to 
"ive  the  Committee  ? — They  would  be. 

16152.  It 
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Mr.  Barclay  —continued. 

16152.  It  is  comparatively  not  large,  but  stiil 
to  some  extent,  there  is  a running  of  empty 
trains.  Now,  this  Table  shows  that  the  receipts 
per  train  mile  run  for  goods  and  minerals  only,  but 
including  live  stock  traffic,  were,  for  1851,  7 5.; 
in  1860  the  receipts,  per  train  mile,  were 

4 s,  7frf.  ; in  1870  they  were  5 s.  8 d.,  and  in 
1880  the  receipts  were  6s.  \\d.  per  train  mile. 
I would  like  upon  this,  to  make  one  observation 
about  the  high  receipt  of  1851  of  7 s.,  as  com- 
pared with  the  4s.  7 |c?.  in  I860.  I came  to  the  South 
Western  Railway  Company  in  1852,  but  I am 
aware  that  in  1851  nearly  the  whole  of  the  goods 
traffic  upon  the  South  Western  line  was  in  the 
hands  of  carriers ; the  traffic  was  small,  and,  as 
I say  at  that  time,  was  completely,  or  almost 
altogether  in  the  hands  of  carriers,  and  that 
would  account  for  the  receipt  per  train  mile 
being  so  high.  I would  like,  also,  to  add  a 
word  to  what  Mr.  Grierson  stated  about  the  year 
1847,  when  the  railway  companies  commenced 
taking  the  carrying  system  into  their  own  hands, 
I know  of  my  own  knowledge  that  one  great 
cause  of  the  change  arose  from  the  opening  of 
the  connection  between  England  and  Scotland. 
In  1847  I was  the  goods  manager  of  the  North 
British  Railway,  and  when  the  first  opening 
from  Edinburgh  to  Berwick  took  place,  of  course 
I had  immediately  to  come  into  communication 
with  Mr.  Allport,  who  was  then  the  manager  of 
the  York,  Newcastle,  and  Berwick  Line,  and  I 
found  that  practically  speaking  there  were 
scarcely  any  through  rates  in  existence  ; no  scale, 
as  it  were,  that  you  could  apply  to  the  con- 
nection between  England  and  Scotland.  To 
bridge  over  the  time  before  the  railway  com- 
panies arranged  the  existing  large  system,  but  of 
course  at  the  commencement  it  was  only  a com- 
paratively small  system  of  through  rates  ; to  get 
over  the  difficulcy,  I had  myself  to  arrange  with 
Messrs.  Bickford  to  commence  business  at 
Edinburgh  ; that  was  the  first  time  that  Messrs. 
Bickford  came  down  to  Scotland.  I mention 
that  to  show  how  the  great  development  of 
the  through  rates  upon  the  English  system 
arose  from  the  opening  of  the  connection  be- 
tween England  and  Scotland.  The  next  Table 
that  I refer  to,  which  is  upon  the  same  page 
as  the  Table  I have  already  handed  in,  deals 
with  the  gross  receipts  for  all  traffic,  that  is 
to  say,  passengers  as  well  as  goods  and  minerals ; 
the  total  number  of  train  miles  run,  the  re- 
ceipts per  train  mile,  inclusive  of  all  traffic,  and 
the  expenses  per  train  mile  upon  the  whole;  that 
again  is  for  the  same  period,  1851,  1860,  1870,  and 
1880,  and  that  shows  that  for  the  year  1851  the 
receipts  per  train  mile  were  6 s.  5f  d.,  the  expenses 
per  train  mile  being  2 5.  6 c?.  In  1860  the  receipts 
per  train  mile  were  5 s.  2^o?.,  and  the  expenses  per 
train  mile  2 s.  6|  d.  In  1870  the  receipts  were 

5 5.  6f  d.  per  train  mile,  the  expenses  being 
25.  lOf  c?.;  and  in  1880  the  receipts  per  train  mile 
were  5 s.  8|  d.,  while  the  expenses  were  3 s.  0|  d. 
I may  here  mention  that  the  difference  in  expenses 
per  train  mile  between  1870  and  1880  of  2|  d., 
amounts  practically  to  an  increase  in  the  working 
cost  in  the  year  of  83,627  1.  At  the  same  time, 
of  course,  it  is  fair  to  point  out  that  the  receipts 
per  train  mile  increased  in  nearly  the  same  ratio. 
(27te  'Cable  was  handed  in?) 

0.54. 


Sir  Daniel  Gooch. 

16153.  That  has  not  been  the  usual  thing  in 
the  receipts  per  train  mile,  has  it? — No,  it  has 
not  been  the  usual  thing,  but  exceptional,  I think, 
in  our  case. 

Chairman. 

16154.  I do  not  know  that  I quite  understand 
clearly  your  argument,  or  what  you  meant  when 
you  said  that  in  the  earlier  part  of  the  period, 
about  1851, the  Southwestern  Railway  Company 
did  not  act  as  carriers,  and  that  naturally  the 
receipts  per  train  mile  were  greater  than  when 
they  did  act  as  carriers  in  1860.  I should  have 
thought  it  rather  the  other  way  ? — The  reason  is 
this,  that  the  work  which  the  carriers  did  was 
comparatively  small;  the  train  mileage  was  small, 
and  the  rates  actually  paid  to  the  company  being 
high  for  the  small  mileage  ; of  course  the  receipt 
per  train  mile  was  a very  large  proportion,  for 
instance,  the  goods  train  mileage  was  three  times 
greater  in  1860  than  it  was  in  1851. 

16154*.  But  that  did  not  depend  upon  the 
company  being  carriers  or  not ; the  carriers  were 
only  carriers  for  the  company  instead  of  for  the 
public  ? — It  shows  that  you  may  earn  a large 
receipt  per  train  mile  while  the  work  you  do  for 
the  public  is  comparatively  small. 

Mr.  Barclay. 

16155.  If  you  loaded  your  trucks  and  trains  in 
the  same  way  nowadays,  you  would  have  a much 
larger  receipt  per  train  mile  than  you  have  now, 
would  you  not ; it  depends  very  much  upon  the 
loading  of  the  trucks  ? — And  upon  the  rates 
charged. 

Mr.  Paget. 

16156.  Do  you  mean  to  convey  to  the  Com- 
mittee that  your  railway  would  have  been  in  a 
better  condition  in  1851  with  the  7 s.  receipt  per 
train  mile  than  it  was  in  1880  with  65.-^  d.  ? — I 
had  no  particular  reason  for  alluding  to  the 
matter,  except  to  point  out  the  reason  why  in 
1851  the  receipt  per  train  mile  was  so  exception- 
ally high ; of  course  it  strikes  anybody,  on  the 
face  of  it,  that  7 5.  requires  explanation  in  com- 
parison with  4 5.  7 (i. 

Chairman. 

16157.  I believe  you  desire  to  show  that 
the  volume  of  traffic  upon  your  line  has  not 
diminished  in  any  year,  although  the  district  is 
largely  agricultural? — Yes;  I thought  it  would 
be  of  interest  to  mention  this  point.  The  South 
Western  line  m.ay  be  taken  to  be  about  as  good 
a representative  of  an  agricultural  line  as  almost 
any  line,  I think,  in  the  kingdom ; and  I think 
upon  the  whole  it  will  be  satisfactory  to  see,  going 
back  to  the  year  1875,  and  taking  every  year 
from  that  to  1880,  inclusive,  that  there  has  in  no 
case  been  a diminution  either  in  the  number  of 
tons  of  goods  or  in  the  number  of  tons  of 
minerals.  There  is  a progressive  increase  in  eacn 
year,  but  the  x’atio  of  increase  diminished  in  tne 
years  1878  and  1879. 

16158.  There  was  a large  increase  in  minerals 
ill  1878  and  1879? — There  was  an  increase  of 
100,000  tons  of  goods  in  1876;  and  in  1877 
there  was  an  increase  of  about  80,000  tons  of 
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Chairman — continued. 

goods.  In  1878  the  increase  was  only,  I think, 
about  10,000  tons;  in  1879  the  increase  was 
about  10,000  tons;  and  in  1880  there  was  an 
increase,  again,  of  nearly  80,000  tons. 

Sir  Daniel  Gooch. 

16159.  Was  the  increase  of  receipt  in  propor- 
tion to  the  mileage  ? — That  Avill  appear  from  the 
table  I have  handed  in. 

Chairman. 

16160.  What  havfe  you  to  say  about  the 
carriage  of  lime  and  manures,  packed  and 
artificial,  upon  your  line? — I would  point  out 
that  we  have  endeavoured  to  do  all  we  can  to 
meet  the  requirements  of  the  agricultural  districts 
through  which  we  pass,  and  among  other  things, 
as  we  happen  to  have  a considerable  quantity  of 
chalk  upon  our  system,  we  have  for  very  many 
years,  in  fact,  for  more  than  30  years,  supplied 
that  chalk  out  of  our  own  cuttings,  through  the 
various  districts  ; the  chalk  going  in  one  case 
from  the  district  of  Guildford  ; to  another  dis- 
trict, from  Basingstoke  ; to  another  district,  from 
Dorchestei’,  and  so  on  ; and  1 have  made  out  a 
table  by  a kind  of  mileage  scale  as  being  the 

most  simjde  way  of  putting  it.  Of  course  the 

rate  differs  according  to  the  stations,  but  the 
mileage  principle  gives  the  result;  and  the  price 
I am  about  to  give  includes  not  only  the  convey- 
ance of  the  chalk,  but  the  chalk  itself,  and  the 
loading  of  the  chalk  into  the  railway  waggons. 
The  price  we  charge  is,  from  10  to  15  miles,  3 5. 
jier  ton  ; from  15  to  20  miles,  3 5.  6 d.  per  ton  ; 
from  20  to  30  miles,  3 5.  9 d.  per  ton  ; from  30 
to  35  miles,  4 s.  per  ton  ; from  35  to  40  miles, 

4 5.  6 d.  per  ton ; and  from  40  to  50  miles,  5 s. 

per  ton.  Practically  speaking,  the  chalk  does 
not  go  beyond  the  50  miles  distance,  but  those 
rates  take  in  a considerable  district  of  country, 
because  there  are  supplies  from  each  point  to  a 
large  district  around  it ; it  does  not  all  go  from 
one  point. 

Mr.  Greyory. 

16161.  Does  that  charge  you  have  named  in- 
clude terminals  ? — That  includes  everything. 

Chairman. 

16162.  Will  you  now  proceed  with  your 
statement  ? — Then  as  regards  stable  manure  and 
ordinary  dung,  there  have  also  been  in  operation 
for  very  many  years  the  following  special  rates 
applicable  from  any  one  station  upon  the  system 
to  any  other  station.  The  principal  quantity  of 
this  dung,  of  course,  goes  from  London,  South- 
ampton, Portsmouth,  and  other  large  towns ; 
but  the  rates  I am  now  about  to  give  are  from  any 
one  station  to  any  other  station,  in  four  ton  lots, 
exclusive  of  loading  and  unloading,  because  the 
])arties  load  and  unload  themselves.  The  rate  is, 
for  any  distance  not  exceeding  25  miles,  1 d. 
})er  ton  per  mile,  but  no  less  charge  than  2 s. 
For  distances  exceeding  25  miles,  but  not  ex- 
ceeding 50  miles,  the  charge  is  ^ d.  per  ton  per 
mile,  but  no  less  charge  than  2 5,  3 rZ.  For 
distances  exceeding  50  miles,  and  not  exceeding 
70  miles,  the  charge  is  3 5.  4 d.,  but  no  less  charge 


Chairman — continued. 

than  3 5.  8 For  distances  exceeding  70  miles, 
the  charge  is  g d.  per  ton  per  mile,  but  no  less 
charge  is  made  than  4 5.  4 d.  ; and  for  those  rates 
the  railway  company  supply  the  trucks, 

Mr.  Paget. 

16163,  Is  that  a large  traffic? — It  is  a large 
traffic. 

Chairman. 

16164.  Now,  with  regard  to  artificial  manures, 
what  are  the  rates? — I do  not  know  that  I need 
refer  to  lime,  which  is  pretty  much  upon  the 
same  principle  as  chalk  ; but,  of  course,  without 
the  value  of  the  chalk  being  included  in  the 
rates ; Ave  supply  lime  from  various  points ; I 
have  taken  the  rates  as  1 am  noAv  about  to  give 
them  from  an  important  lime  work  at  Buriton, 
just  two  miles  south  of  Petersfiekl.  We  have  a 
special  lime  siding  at  Buriton;  I give  the  rate 
upon  the  mileage  princijffe  for  simplicity ; the 
rate,  of  course,  varies  according  to  the  station. 
The  rate  in  our  own  waggons  is  as  follows : From 
15  to  20  miles,  2 5.  ^d.  per  ton  ; from  23  to  28  miles, 

3 5.  per  ten  ; from  30  to  33  miles,  3 5.  3 cl. ; from 
34  to  36  miles,  3 5,  9 6?,;  from  37  to  39  miles, 

4 5.  ; from  40  to  45  miles,  4 5,  3 cZ. ; from  46  to  50 
miles,  4 5.  6 6?.  to  4 5.  9 d. 

16165.  What  are  the  rates  for  guano  and 
artificial  manure? — For  guano  and  artificial 
manure  Ave  have  sjiecial  rates  from  various 
stations,  that  is  to  say,  from  all  those  stations  from 
Avhich  the  traffic  really  goes,  namely,  from 
London,  frem  f^outhampton,  from  Redbridge,  a 
port  near  Southampton,  from  Portsmouth,  Poole, 
"Weymouth,  Barnstaple,  Bideford,  and  Plymouth. 
From  those  various  points,  which  are  really  the 
sending  points  of  artificial  manure,  Ave  have 
special  rates  in  tAvo  ton  lots,  and  four  ton  lots, 
to  all  the  stations  Avhich  are  supplied  from  each 
of  those  points.  Of  course,  naturally,  each  dis- 
trict is  principally  supplied  from  the  nearest  port. 
I have  a complete  list  of  all  those  special  rates  ; 
but  it  is  very  long,  and  I have  made  an  abstract 
of  that  list,  shoAving  the  rate  from  London  to 
stations  A'arying  from  10  miles  to  119  miles, 
Avhich  gives  a fair  result  of  the  general  table  ; of 
course,  Ave  have  rates  to  each  station,  but  this 
Avould  be  a fair  sample  of  what  those  rates  are. 
( The  same  teas  handed  in.) 

16166.  I think  Ave  might  turn  noAV  to  Pro- 
fessor Hunter’s  Table,  Avhich  has  been  put  in  ; I 
believe  you  Avish  to  say  something  Avith  regard 
to  the  charges  on  packed  manure  from  Petersfiekl  ? 
— Yes  ; I may  mention  that  as  far  as  I knoAAgno 
trader  upon  the  Southwestern  system  liasgiA'en 
evidence ; and,  therefore,  pi’actically  speaking,  I 
have  to  deal  Avith  Professor  Hunter’s  evidence 
about  these  rates.  lie  referred,  at  Question  136, 
on  the  first  day  of  his  examination,  Thursday, 
the  17th  of  March,  to  the  question  of  guano  and 
packed  manures,  and  he  says,  “ I have  a number 
of  stations  from  Petersfiekl ; ” and  in  Table  No. 
2,  he  gives  a list  of  rates  for  guano  from  Peters- 
field.  Noav,  practically  speaking,  there  is  no 
packed  manure  conveyed  from  Petersfield  to  any 
station  Avhatsoever.  Petersfield  is  a receiving 
station,  but  not  a sending  station.  Noav  I have 
taken  out,  for  the  year  1880,  the  Avhole  of  the 
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Chairman — continued. 

packed  manures  that  were  conveyed  from  Peters- 
held  to  every  station  upon  the  system  ; I find 
that  there  were  only  three  lots  of  it,  and  that  the 
whole  receipt  for  the  carriage  of  those  three  lots 
was  17  s.  1 d.  for  the  whole  year,  so  that  it  is 
practically  speaking  useless  to  refer  to  the  rates 
for  packed  manure  from  Petersfield.  The  real 
question  is,  what  are  we  chai’ging  from  the  sending 
stations  to  the  country  stations,  and  the  table 
that  I have  given  in  shows  what  we  are  doing. 
M^e  have  special  rates  for  two  ton  lots  and  for 
four  ton  lots,  and  those  rates,  of  course,  are  very 
low  rates,  and  quite  within  any  maximum  rate 
that  we  may  have,  even  considering  that  guano 
is  to  come  under  the  lowest  class,  the  same  as 
ordinary  dung.  There  may  be  an  exception  to 
that  rule  in  the  case  of  short  distances,  but  be- 
yond the  short  distances  we  are  quite  within  the 
very  lowest  maximum  charge.  Of  course  I do 
not  for  a moment  admit  that  guano  and  packed 
manure  ought  to  be  charged  the  same  as  ordin- 
ai’y  dung. 

]\fr.  Barclay. 

16167.  What  are  the  words  in  your  toll 
clause? — The  words  are  as  to  the  lowest  class  ‘'for 
all  coal,  coke,  culm,  charcoal,  cinders,  building, 
pitching  and  paving  stone,  bricks,  tiles,  slates, 
clay,  sand,  dung,  compost,  and  all  sorts  of 
manures ; chalk,  lime,  and  all  undressed  ma- 
terials.” 

16167*.  How  much  is  that? — That  classifica- 
tion I have  read  is  under  our  Act  of  1834  ; the 
maximum  toll  is  under  our  Act  of  1346,  and  is 
2d.  per  ton. 

16168.  We  have  been  calling  that  themaxiraum 
rate  where  it  includes  everything  ? — That  is  the 
maximum  rate  clause,  but  I would  respectfully 
submit  that  it  could  never  have  been  intended 
that  packed  manure  should  be  charged  at  the 
same  rate  as  dung.  Of  course  I quite  admit 
that  we  have  got  a very  imperfect  classification 
to  deal  with ; that  is  to  say,  the  whole  articles 
mentioned  in  our  classification  only  number  41, 
and  that  we  have  to  apply  to  the  4,000  articles 
mentioned  in  the  Clearing  House  classification. 

I scarcely  think  that  it  would  be  reasonable  that 
such  much  more  valuable  goods  and  such  much 
more  damageable  goods  as  packed  manure  (in 
fact  dung  is  not  damageable  at  all)  should  be 
charged  as  ordinary  dung.  I cannot  at  all  see 
that  would  be  reasonable.  I have  taken  in 
support  of  this  view  the  description  of  artificial 
manures  from  circulars  in  which  they  are  adver- 
tised, and  I find  that  they  consist  of  dissolved 
and  crushed  bones,  phosphate  of  lime,  gypsum, 
and  other  concentrated  manures ; all  those  are 
manufactured  articles,  and  not  dung  and  com- 
post. 

16169.  Why  do  you  and  why  do  the  other 
railway  companies  make  those  rates  which  seem 
at  least  to  be  open  to  objection  at  stations  where 
you  say  there  is  no  traffic  in  the  articles ; would 
it  not  be  at  least  more  convenient  to  make  them 
in  a form  in  which  they  would  not  be  objection- 
able where  there  is  no  traffic? — I do  not  see 
that  could  be  avoided.  The  way  in  which  Mr. 
Hunter  gets  this  12  5.  Qd.  rate  which  he  quotes 
O.fA. 


Mr.  Barclay — continued, 
from  Petersfield,  is  by  looking  at  the  Clearing 
House  classification,  to  ascertain  what  classifica- 
tion these  goods  are  under,  and  then  looking  at 
the  rate-book  to  see  what  is  the  rate  applicable 
to  It.  Now  what  the  railway  companies  have  to 
do  is,  first  to  deal  with  the  whole  of  the  classifi- 
cation and  the  whole  of  the  rates  at  each  station, 
but  where  there  is  a large  class  of  traffic  going 
from  one  point  to  another  point  they  have  then 
to  apply  special  rates  to  meet  that  case  ; but  of 
course  the  class  rates  and  the  Clearing  House 
classification  must  cover  everything;  that  can- 
not be  avoided. 

16170.  Supposing  Mr.  Hunter  had  taken  an- 
other first-class  article  ; do  you  call  oi'dinary 
manure  a first-class  article  in  your  classification  ? 
— Ordinary  manure  would  be  in  the  mineral 
class  in  the  classification. 

16171.  But  I am  speaking  of  the  toll  clauses 
of  your  Act  ? — Dung  is  in  the  lowest  class  in  the 
Act. 

16172.  If  Mr.  Hunter  had  taken  any  other 
article  which  was  on  the  first-class  the  same 
figure  would  have  come  out  with  respect  to  it  as 
he  brings  out  with  respect  to  guano  and  packed 
manure,  would  it  not? — I will  deal  with  the  first- 
class  rates  by-and-by,  but  I am  now  confining 
myself  to  the  case  of  the  j^acked  manures.  Mr. 
Hunter  seems  to  have  taken  the  first-class 
rate  in  the  Petersfield  rate-book,  and  applied 
that  to  packed  manure.  That  first  class  rate  in 
the  ordinary  way  would  apply  to  packed  manure 
under  two  tons  weight ; packed  manure  of  two 
tons  Aveight  and  upwards  is  in  the  special  class, 
and,  therefore,  in  a lower  class  than  the  first- 
class  ; but  Mr.  Hunter  seems  to  hav'e  taken  the 
Avorst  vieAv,  and  to  have  considered  it  as  going  in 
less  than  two  tons,  and,  therefore,  taken  the 
first-class  rate. 

Chairman. 

16173.  Take  the  rate  from  Nine  Elms  to 
Petersfield  ; you  give  in  this  Table  as  printed, 

6 5.  8 d.  as  the  charge  in  not  less  than  four  ton 
lots  from  Nine  Elms  to  Petersfield.  Sujiposing 
somebody  last  Aveek  had  driven  up  to  the  Peters- 
field Station,  and  sent  a lot  of  packed  manure 
from  Petersfield  to  Nine  Elms  in  lots  OA'^er  four 
tons,  Avould  that  have  been  charged  at  Mr. 
Plunter's  figures? — No. 

16174.  What  Avould  have  been  charged? — 
The  special  class  rate,  and  the  S])ecial  class  rate 
from  Petersfield  to  Nine  Elms  in  7 5.  \l  d. 

]\Ir.  Barclay. 

16175.  What  Avould  the  rate  have  been  if  it 
had  been  under  two  tons? — Under  two  tons  the 
a])plication  of  that  is  In  this  Avay 

16176.  What  Avould  the  rate  have  been  quoted 
at  under  two  tons,  12  5.  6 d.  ? — Yes,  or  as  two 
tons  at  the  special  class  rate ; tliere  is  an  option. 

16177.  If  it  had  been  exactly  two  tons  there 
Avould  have  been  an  ojition  of  getting  it  at  the 

7 5.  1 1 d.  rate  ? — Yes,  and  if  under  tAvo  tons  at  the 
first-class  rate,  or  as  two  tons  at  the  special  class 
rate. 

INIr.  Greyury. 

16178.  Do  you  and  ^Ir.  Hunter  agree  in  your 
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Mr.  Gregory — continued, 
figures  up  to  two  tons? — Yes,  I do  not  think 
there  is  any  difference  in  the  figures  ; it  is  only 
the  application  of  them,  practically,  which  makes 
the  difference. 

iMr.  Barclay. 

16179.  If  you  refer  to  Question  136,  which  I 
suppose  you  have  done,  I think  you  will  see  that 
Mr.  Hunter  speaks  specially  of  quantities  under 
two  tons? — Yes,  he  does  ; but,  taking  it  as  a 
whole,  when  he  is  talking  about  these  packed 
manures  you  would  be  under  the  impression  that 
the  12  s.  6 c7.  rate  is  actually  what  is  charged  for 
packed  manure  as  between  London  and  Peters- 
field,  while  the  fact  is,  that  the  rate  actually 
charged  for  two-ton  lots  is  7 s.  6 d.,  and  for  four- 
ton  lots  the  charge  is  6 s.  8 </. ; that  is,  practically, 
what  the  farmers  pay. 

16180.  I think  I may  say  that  the  fact  of  its 
being  the  Petersfield  rate-book  that  was  taken 
was  merely  an  accident? — I take  it  so. 

16181.  Now  can  you  give  us  any  other  ex- 
ample of  a first-class  article  besides  manure? — 
Grain  is  chai’ged  in  the  same  way  as  manure,  and 
so  is  oil-cake. 

16182.  Is  that  a first-class  article? — Yes, 
under  two-ton  lots ; beer  is  a first-class  article, 
and  if  I go  on  to  that  I may  say  that  Mr. 
Hunter  gave  in  his  Table  No.  2,  which  he 
handed  in  upon  the  17th  of  March  last,  the  rates 
for  beer  from  Petersfield,  because  beer  is  in- 
cluded among  other  articles.  Now  it  so  happens 
that  there  are  two  or  three  small  breweries  at 
Petersfield,  and  there  are  special  rates  charged 
for  beer  to  each  of  those  brewers.  For  example, 
the  rate  given  in  the  table  from  Petersfield  to 
Guildford  is  9 s.  2 d.,  while  the  special  rate 
actually  charged  is  5 s.  To  Haselmere  the  rate 
given  is  5 s.  10  d.,  and  the  rate  actually  charged 
is  5 s.  To  Havant  the  rate  given  is  5 s.  10  d., 
whereas  the  actual  charge  is  5 s.  To  Cosham  the 
rate  given  of  6 s.  8 d.  is  correct.  To  Portsmouth 
the  rate  given  is  7 s.  6 d.,  whereas  the  actual  rate 
charged  is  5 s. 

16183.  Where  do  those  special  rates  a])pear  ; 
do  they  appear  upon  the  rate-book  ? — They 
ought  to ; they  are  advised  as  special  rates  from 
Petersfield,  and  ought  to  appear  upon  the  rate- 
book. They  would  not  appear  on  the  same  page 
as  the  ordinary  class  rates,  but  would  be  some- 
where or  other  in  the  book  as  specially  advised  ; 
they  are  not  special  in  the  sense  of  being  quoted 
to  any  one  party,  but  they  are  special  in  the 
sense  of  being  quoted  for  that  article. 

Chairman. 

16184.  They  are  special  rates  in  the  sense  of 
being  outside  the  classification  ? — They  are 
special  in  that  sense. 

Mr.  Gregory. 

16185.  They  are  special  to  places  and  not  to 
individuals? — '1  hey  are.  And  then,  of  course, 
we  have  special  rates  for  beer  to  many  other 
stations  which  are  not  given  in  that  table, 
altogether  to  the  extent  of  between  20  and  30 
stations.  Then  taking,  for  instance,  a distance  of 


Mr.  Gregory — continued. 

about  90  miles,  I find  that  the  rates  are  about 
8 5.  4 d.,  so  that  the  rates  are  very  low  for  that 
special  article,  beer. 

16186.  Might  I ask  you  have  any  brewers  at 
Petersfield  been  disputing  your  charges  for  beer  ? 
— Unfortunately  we  have  a dispute  with  one 
party  at  Petersfield,  and  I am  sorry  to  say  the 
case  is  still  before  the  Railway  Commissioners  ; 
there  has  been  no  decision  given  upon  it.  The 
order  made  by  the  Railway  Commissioners  was 
that  we  were  to  separate  our  charges  not  only 
upon  beer,  but  upon  other  goods  which  we  car- 
ried for  this  brewer  into  so  much  for  terminals 
and  so  much  for  railway. 

Mr.  Paget. 

16187.  Was  that  the  case  of  a special  rate  ? — 
No,  it  is  a general  complaint  by  a gentleman 
called  Mr.  Amey. 

16188.  Was  that  the  special  rate  which  you 
were  asked  to  subdivide? — Yes,  it  included  beer. 

Mr.  Barclay. 

16189.  Mr.  Amey  is  getting  his  beer  carried 
at  the  special  rate  that  you  have  quoted,  and  he 
is  not  satisfied  with  that  ? — I think  he  is  satisfied 
except  for  short  distances,  but,  practically  speak- 
ing, the  result  was  that  the  Railway  Commis- 
sioners made  an  order  that  we  were  to  put  in  a 
supplemental  table  separating  the  charge ; and 
we  did  in  the  case  of  every  rate  objected  to  put 
in  a table  separating  it  into  so  much  for  railway 
and  so  much  for  terminal  charges.  That  case  is 
before  the  Railway  Commissioners,  and  a fresh 
application  has  been  made  by  Mr.  Amey  in  which, 
as  far  as  I can  understand  it,  he  does  not  deal 
with  what  we  have  already  done,  but  raises 
several  other  points,  and  at  the  present  time  he 
has  asked  that  his  case  shall  be  adjourned  until 
after  the  Long  Vacation.  We  were  ready  to 
answer  the  case,  but  he  has  asked  that  it  shall  be 
adjourned  till  after  the  Long  Vacation. 

16190.  These  quotations  given  here  are  station 
to  station  rates? — They  are. 

16191.  And  you  plead,  I presume,  that  you  are 
entitled  to  charge  certain  terminals  in  addition  to 
the  mileage  rates? — I do  not  think  that  Mr. 
Amey  disputes  the  principle,  but  he  disputes  the 
amount,  and  the  order  of  the  Railway  Commis- 
sioners does  not  go  to  the  principle,  but  simply 
as  carrying  out  the  enactment  of  the  General  Act, 
calls  upon  us  to  divide  the  charge,  which  we 
have  done. 

Mr.  Paget. 

16192.  Was  the  charge  disputed  in  excess  of 
your  maximum  charge  or  under  your  maximum 
charge?  — I think  you  may  take  it  that  he  will 
allege  that  for  short  distances  we  were  above  our 
maximum  charge,  but  not  for  long  distances. 

16193.  In  those  cases  the  Railway  Commis- 
sioners have  decided  that  you  must  divide  your 
rate,  that  rate  being  one  which  is  in  excess  of  the 
maximum  rate  under  your  Act? — They  have 
made  that  order  in  respect  of  every  rate  that  he 
challenged. 

16194.  Have  they  ordered  the  subdivision  of 
the  rate  in  the  case  where  the  rate  was  below 
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.Mr.  Payet — continued. 

the  maximum  mileage  rate  ? — Yes  ; in  every  case 
their  order  extends  to  all  rates  whicli  Mr.  Amey 
challenged,  irrespective  of  whether  they  are  under 
or  over. 

Mr.  Greyory. 

16195.  Do  I understand  that  you  are  over  the 
maximum,  independently  of  the  terminals  ? — We 
say,  no ; but,  practically,  his  allegation  is  that 
we  are  charging  too  much  for  the  short  distances, 
even  allowing  a reasonable  terminal  charge. 

.Mr.  Payet. 

16196.  Do  you  understand  the  order  of  the 
Railway  Commissioners  to  be,  that  any  trader  has 
the  right  to  ask  you  to  divide  the  charge  whether 
you  are  over  or  whether  you  are  under  the  maxi- 
mum mileage  rate? — Practically  it  amounts  to 
that. 

Mr.  Barclay. 

16197.  In  this  case  to  Haslemere,  where  the 
mileage  would  work  out  to  so  much  a ton,  could 
the  Railway  Commissioners  call  upon  you  to 
divide  that  into  mileage  rate  and  terminals  ? — 
I suppose  there  is  no  limit  to  their  powers  under 
Section  14  of  the  Act  of  1873,  which  provides, 
“ The  Commissioners  may  from  time  to  time,  on 
the  application  of  any  person  interested,  make 
orders  with  respect  to  any  particular  description 
of  traflBc,  requiring  a railway  company  or  a canal 
company  to  distinguish  in  such  book  how  much 
of  each  rate  is  for  the  conveyance  of  the  traffic 
on  the  railway  or  canal,  including  therein  tolls 
for  the  use  of  the  railway  or  canal,  for  the  use  of 
carriages  or  vessels,  or  for  locomotive  power,  and 
how  much  is  for  other  expenses,  specifying  the 
nature  and  detail  of  such  other  expenses.”  I do 
not  think  there  ^s  any  limit  as  regards  the  power 
of  the  Commissioners  whether  the  rates  are  under 
or  over. 

16198.  Assuming  the  mileage  rateAvithin  your 
powers  would  cover  your  Avhole  charge,  of  course, 
your  answer  in  this  case  might  be  that  you  had 
made  no  terminal  charge  ? — Of  course,  we  have 
to  consider  that  ; but  the  difficulty  the  railway 
company  is  under  is  this:  unless  you  claim  to 
have  a terminal  charge  in  each  case,  hoAv  are  you 
to  justify  it  in  any  one  case  ? 

16199.  Would  it  not  be  open  to  the  railway 
companies  to  say,  we  make  a terminal  charge  at 
this  station,  and  for  certain  considerations,  private 
and  particular  to  our  business,  we  do  not  make  it 
at  any  other  station  ? — I do  not  think  so.  I think 
the  only  way  is  to  get  a decision  as  to  what 
reasonable  terminal  charge  is,  and,  having  got 
that,  the  railway  company  if  they  are  under 
their  maximum  must  increase  their  raihvay  rate ; 
but  the  first  point  must  be  to  get  at  what  is  the 
reasonable  charge  for  terminals.  If  the  Railway 
Commissioners  were  to  hold  that  we  were  making 
an  unreasonable  charge  for  terminal  services, 
then  we  would  have,  if  we  desired  to  maintain 
the  present  rates,  to  look  and  see  in  what  cases 
we  were  under  the  maximum  rate,  increase  the 
rate  there,  and  diminish  the  terminal  charge ; 
that  would  be  the  only  way  of  doing  it. 

0.54, 


Mr.  Payet. 

i 6200.  Do  you  think  that  the  railway  company 
should  be  called  ujjon  to  set  out  at  every  station 
what  was  its  reasonable  terminal? — I do  not 
think  it  would  be  possible  to  do  so ; of  course, 
w here  the  question  arises,  as  in  this  case,  and  the 
order  is  made,  we  are  bound  to  do  it.  It  would 
be  impossible  to  show  in  the  rate-book  in  that 
way  the  division  in  the  case  of  every  rate  ; that 
would  be  an  utter  impossibility. 

Chairman. 

16201.  To  go  into  that  a little  more,  do  you 
understand  what  the  honourable  Member  is  ask- 
ing, that  you  should  distinguish  in  the  rate- book 
what  you  claim  as  the  terminal  for  the  station, 
that  is  to  say,  what  you  call  the  station  terminal  ? 
— Yes. 

16202.  If  you  go  on  any  principle  at  all,  you 
would  have  the  same  sum  upon  every  class  of 
goods  for  that  terminal,  would  you  not? — We  do 
not  pretend  to  show  in  the  book  the  terminal  ex- 
penses as  regards  each  rate. 

16203.  Then  it  seems  to  me  to  be  entirely 
haphazard  what  you  put  down  as  the  terminal 
charge.  I do  not  dispute  that  you  may  have  the 
right  to  demand  it,  but  I fail  to  see  the  principle 
upon  Avhich  you  go  ? — There  is  no  doubt  that  the 
tenninal  charges  are  undefined. 

16204.  Therefore,  when  you  have  an  order 
made  by  the  Railway  Commissioners  under  the 
Act  to  distinguish  in  the  contents  of  the  invoice 
given,  the  mileage  from  the  terminal,  then  you 
calculate  what  the  mileage  is,  and  deduct  it  from 
the  total,  and  return  the  balance  to  the  Railway 
Commissioners,  as  the  terminal  charge  ; is  that 
your  practice ? — No,  we  have  not  done  that;  in 
this  case  there  are  only  particular  kinds  of  goods 
in  question,  such  as  grain  and  other  articles  of 
not  a very  high  class,  and  there  are  certain  sta- 
tions in  question.  We  have  considered  what  is 
the  fair  terminal  charge  for  the  particular  kind  of 
goods,  and  for  the  respective  stations,  and  have  so 
shown  rhem ; and  if  the  case  goes  on  it  will  be 
for  the  Railway  Commissioners  to  determine 
whether  those  charges  are  reasonable  or  not. 

16205.  Why  could  not  you  do  before  what 
you  are  now  obliged  to  do  after  you  have  carried 
the  goods  ? — I am  afraid  that  would  be  impossible. 
W e have  to  deal  with  a large  number  of  different 
kinds  of  goods  put  into  one  class,  class  1,  class 
2,  and  so  on. 

16206.  Could  not  you  have  one  terminal  charge 
for  each  class? — I do  not  think  that  would  be 
reasonable. 

Mr.  Barclay. 

16207.  In  speaking  of  the  terminals  you  are 
not  including  loading  and  unloading,  are  you  ? — 
Yes,  I include  loadino;  and  unloading. 

16208.  Of  course  the  loading  and  unloading 
would  vary  very  much  with  the  different  classes 
of  goods,  but  except  the  loading  and  unloading, 
the  charge  should  not  vary  much  with  any  kind 
of  goods  ; for  instance,  in  the  third  class  could  not 
it  be  the  same  upon  all  kinds  of  goods  in  the  third 
class  ? — I think  not ; I think  the  charge  must  vary 
with  each  description  of  article.  I think  our 
expenses  in  dealing  with  one  description  of  goods 
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Mr.  Barclay — continued. 

■would  be  greater  than  in  dealing  -with  another 
description  of  goods,  even  though  of  the  same 
class. 

16209.  For  vhat  dealing  do  A’ou  charge  the 
terminals  a])art  from  loading  and  unloading  ? — 
For  the  whole  of  the  accommodation  provided  and 
for  the  labour  performed. 

16210.  'VVhat  occurs  to  me  is  this,  that  taking 
one  ton  of  goods  in  the  third  class  for  instance,  the 
terminal  apart  from  loading  and  unloading  should 
be  very  much  the  same  as  for  any  other  ton  of 
goods  in  that  thiixl  class  ? — I do  not  think  that 
would  be  reasonable  ; yovx  must  have  regard  to 
the  particular  goods.  Although  those  goods  may 
hapj)en  to  be  in  the  same  class,  yet  you  could  not 
reasonably  make  the  same  charge  for  one  kind  of 
goods  as  for  another. 

16211.  Is  not  that  determined  by  the  classifica- 
tion?- -It  is  determined  as  to  the  rate,  but  not  as 
to  the  terminal.  iNow  the  terminal  would  include 
many  things ; it  would  include,  as  we  say,  station 
accommodation,  and  also  the  expense  of  loading 
and  unloading. 

16212.  I am  leaving  out  loading  and  unloading 
justnow  ? — There  are  words  in  the  clause,  which  is 
the  usual  clause,  that  you  are  entitled  to  charge 
for  “ any  services  incidental  to  the  business  or 
duty  of  a carrier  now',  that  is  a veiy  wide  defi- 
nition. 

16213.  Could  you  point  to  any  service  which 
you  perform  in  respect  of  one  kind  of  third-class 
goods  which  you  do  not  perform  in  respect  of 
another  kind  of  third-class  goods  ? — I should 
think  so.  I will  take  some  examples  from  the 
third-class  in  the  clearing-house  classification. 
In  the  third-class  there  are  seeds  ; in  the  same 
class  there  are  sofa  springs,  and  iron  spittoons  ; 
what  iniMit  be  a reasonable  terminal  charo:e  for 
seeds  w'ould  not  be  so  for  sofa  springs. 

16214.  AVhy  not , we  are  excluding  loading 
and  unloading  in  the  meantime,  but  talking 
merely  of  what  you  call  station  terminals  ? — Yes, 
but  that  is  inclusive  of  the  services  incidental  to 
the  duty  or  business  of  a carrier. 

16215.  What  service  do  you  perform  in  respect 
of  sofa  springs  which  you  do  not  perforin  in  re- 
spect of  seeds  ? — A ton  of  sofa  springs  would  cost 
a great  deal  more  even  to  receive,  leaving  out  the 
handling,  than  a ton  of  seeds,  and  would  be  a 
much  more  difficult  thing  to  deal  with. 

16216.  That  Avould  have  come,  I should  have 
thought,  under  the  head  of  loading  and  unloading. 
The  charge  for  loading  and  unloading,  I should 
presume,  would  have  varied  according  to  the 
goods,  but  this  abstract  term  of  station  accommo- 
dation Avhich  is  presumed  to  be  in  respect  of 
w'atchmen  and  covering  in  of  the  station,  and  so 
on,  would,  as  it  seemed  to  me,  have  been  very 
much  the  same  upon  each  class  ? — My  own 
opinion  is  that  that  would  not  be  just,  and  that 
you  would  require  to  have  regard  to  the  kind  of 
goods. 

Chairman. 

16217.  Do  you,  as  a matter  of  fact,  make  a dif- 
ference between  spittoons  and  sofii  springs  in 
your  terminal  charge  ? — I really  do  not  know 
how  many  sofa  sjxrings  woidd  go  to  a ton  ; there 
must  be  a very  large  number,  and  we  should  have 
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to  provide  sjiace  for  receiving  them,  and  warehous- 
ing them. 

16218.  They  are  in  the  same  class,  and  being 
now  in  the  same  class,  have  you  or  have  you  not, 
as  a matter  of  fact,  a different  terminal  charge  for 
them  ? — We  have  no  specific  terminal  as  regards 
our  local  rates  ; we  do  not  pretend  in  our  local 
rates  to  separate  terminal  charges  from  others. 

16219.  But  those  two  being  two  incongruous 
articles  of  the  same  class,  have  j ou  a different 
rate  for  them? — Certainly  not;  I merely  took 
those  two  articles  together  to  compare  them  with 
seeds.  I presume  the  trouble  with  respect  to 
sofa  springs  and  spittoons  would  be  much  about 
the  same. 

16220.  And  seeds  would  be  different? — Seeds 
Avould  be  different. 

16221.  However  you  are  compelled  nowunder 
existing  legislation  to  distinguish  between  ter- 
minals and  the  mileage  charge  at  the  request  of 
the  traders  rvhen  the  request  of  the  traders 
has  been  made,  and  what  I ask  is  whether 
it  would  not  be  possible  and  just  as  easy  to 
make  the  distinction  before  instead  of  after  ? — 
It  would  be  quite  impossible  to  frame  the  rate 
book  kept  at  each  station  to  show  these  terminal 
charges  distinct  for  every  article;  of  course, Avhere 
we  are  called  upon  to  separate  the  charges,  ■w'e  are 
bound  to  do  so,  but  rve  could  not  show  the 
separation  in  our  rate-book. 

16222.  I may  be  very  dense,  but  would  you 
give  me  the  reason  why  that  which  you  can  do 
upon  the  5th  of  July  you  could  not  do  upon  the 
1st? — There  are  so  many  circumstances  to  be 
taken  into  account.  When  an  order  is  made  upon 
us,  that  order  refers  to  particular  goods  and  par- 
ticular stations  ; and  the  task  of  complying  with 
that  order  is  a much  more  simple  thing  than  it 
would  be  to  make  the  attempt  to  separate  every 
rate  into  its  separate  elements. 

] 6223.  In  both  cases  it  would  relate  to  a par- 
ticular station.  No  doubt  in  each  case  there 
would  be  anomalies,'  as  there  must  be  in  any 
complicated  system  of  charges;  but  I would 
only  put  it  to  yon  whether  upon  the  w'hole  it 
would  not  be  more  reasonable  and  satisfactory  to 
the  traders,  that  they  should  know  at  once,  be- 
fore they  send  tlieir  goods,  how  much  they  should 
be  chargeable  for  terminals,  and  how  much  for 
mileage  ? — I must  confess  I do  not  see  what 
benefit  the  trader  would  derive.  What  the  trader 
has  to  look  to  is  the  total  rate  he  has  to  pay.  It 
does  not  matter  to  him  how  the  rate  is  com- 
posed. 

16224.  I make  this  suggestion,  because  the 
trader  would  then,  without  appealing  to  the 
Railway  Commissioners,  be  able  to  ascertain  and 
check  whether  the  charge  was  one  that  you  were 
entitled  to  make  or  not,  and  it  would  dissipate  a 
great  deal  of  doubt  and  uncertainty  and  uncom- 
fortable feeling ; you  do  not  appear  to  agree  with 
me? — I do  not  myself  think  sc;  we  ourselves 
have  never  felt  any  difficulty  of  that  nature.  Of 
course  in  one  or  two  places  upon  our  system,  w'e 
have  parties  who  are  dissatisfied  and  make  these 
complaints,  but  they  are  very  few.  Now  the 
trade  we  have  to  deal  with  is  a very  peculiar  one. 
I have  taken  out  just  for  one  day,  the  traffic  in 
and  out  of  the  London  station,  and  I find  that, 
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including  the  special  class,  that  is,  such  articles  as 
gi-ain  and  guano,  as  well  as  the  general  goods,  the 
average  weight  of  each  entry  outwards  is  5 cwt. 
3 qi’S.  25  lbs. 

Mr.  Barclay. 

16225.  Including  parcels? — Including  every 
entry  of  goods. 

16226.  Including  parcels? — Notincludingwhat 
we  call  small  parcels  going  by  passenger  train  \ 
this  includes  all  goods  sent  outwards.  Inclusive  of 
what  are  in  the  special  class,  but  exclusive  of 
minerals.  The  average  weight  of  each  entry  out- 
wards is  the  weight  I have  stated,  and  for  each 
inward  entry  the  average  weight  is  5 cwt.  1 qr. 
22  lbs.  Excluding  the  special  class  traffic  the 
average  weight  outwards  is  3 cwt.  1 qr.  3 lbs. 
each  entry;  and  inwards  the  average  is  3 cwt. 
2 qrs.  5 lbs.,  so  that  the  individual  transactions 
are  so  small  that  it  would  lead,  as  it  seems  to  me, 
to  endless  complication  to  separate  those  entries 
into  a calculation  of  so  much  for  terminals  and  so 
much  for  mileage. 

Chairman. 

16227.  I did  not  contemplate  , going  to  the  in- 
clusion of  smalls  into  that  division ; I would 
merely  ask  you  this;  I suppose  from  what  you 
have  said  that  you  agree  with  what  most  of  our 
witnesses  have  said,  namely,  that  the  present 
classification  is  very  imperfect;  therefore  do  not 
you  think  that  some  of  those  difficulties  which 
you  have  pointed  out  would  be  obviated  by  a 
re-classification  of  the  goods  ? — I have  no  doubt 
that  the  classification  we  have  to  work  upon  in 
our  Acts  is  very  imperfect. 

16228.  Would  it  not  help  you  very  much  to 
take  the  terminals  as  the  basis  of  classification, 
and  say  there  shall  be  so  much  terminal  for  each 
station  upon  each  classification,  and  then  group 
the  articles  under  that  classification  according  as 
each  charge  would  be  an  a2ipropriate  terminal 
for  that  article? — I should  not  approve  of  that; 
there  are  many  things  in  the  fifth-class  which 
should  not  be  charged  such  a high  terminal,  as 
furniture,  for  example.  I think  you  have  to  deal 
with  the  articles  individually,  and  not  as  a 
class. 

16229.  Although  you  think  there  would  be 
some  little  difficulty  about  that,  you  would  not 
say  it  would  be  impossible  ? — 1 would  say  it 
would  be  impracticable. 

16230.  In  connection  with  this  branch  of  the 
subject,  I think  you  would  like  to  say  what  the 
expenses  at  your  Nine  Elms  station  are? — I 
have  taken  out  the  whole  expenses  as  nearly  as 
1 can  get  at  them ; I cannot  say  that  they  are 
perfectly  accurate,  but  they  are  as  nearly  accu- 
rate as  I can  arrive  at  them,  I have  included  in 
the  first  figure  an  estimated  rental ; I am  sorry 
to  say  that  I have  no  means  of  ascertaining  the 
total  cost  of  the  Nine  Elms  goods  station  ; it  is 
almost  impossible  to  do  so,  but  I have  taken  as 
the  estimated  rental  the  amount  at  which  we  are 
rated ; and,  including  that  estimated  rental,  and 
taking  the  total  tonnage,  inclusive  of  mineral 
traffic,  the  mineral  traffic  at  that  station  is  not 
very  large ; but  including  that,  it  works  out  at 
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an  average  cost  jier  ton  of  2 s.  lOg  d.  upon  the 
whole  of  the  traffic.  Excluding  the  estimated 
rental  it  works  out  to  2 s.  4|  d.  per  ton.  ( Table 
was  handed  i?i.) 

16231.  The  railway  companies  have  had  no 
difficulty,  I believe,  in  coming  to  an  agreement 
amongst  themselves  with  reference  to  the  ter- 
minals to  be  allowed  respectively  by  the  sending 
and  receiving  companies  ? — No  ; but  I would 
j)oint  out  that  that  is  no  criterion  as  to  what  is 
really  a fair  and  jiroper  charge,  because  amongst 
the  railway  comiianies  the  principle  works  in  this 
way  : that  if  you  are  receiving  too  little  for  your 
work,  you  are  at  the  same  time  2)aying  so  much 
too  little,  so  that  it  is  fair  jfiay  all  round  as  it 
were. 

Sir  Daniel  Gooch. 

16232.  It  only  works  out  upon  the  balance? — 
Quite  so ; so  I do  not  think  that  is  any  criterion 
for  what  is  the  proper  terminal  charge  to  the 
jmblic. 

JNIr.  Paget. 

16233.  If  you  received  a great  deal  more  than 
you  sent  away,  and  were  receiving  an  excessive 
terminal  ? — It  might  work  against  one  com^iany 
in  some  instances,  but  in  the  end  it  would  mostly 
come  right. 

Chairman . 

16234.  The  retail  dealer  might  in  the  same 
way  gain  upon  one  article,  and  lose  u^ion  another 
in  a fixed  terminal  ? — Yes,  but  jiractically  each 
trader  has  (o  deal  with  a particular  description  of 
trade  ; and  if  one  trader  was  overcharged  under 
the  fixed  terminal  system,  it  would  be  no  comfort 
to  him  to  knoAv  that  a man  in  a different  trade 
was  undercharged. 

Mr.  Barclay. 

16235.  All  fourth-class  goods  are  charged  at 
the  same  rate,  are  they  not  ? — Yes,  for  con- 
vejuxnce. 

16236.  They  are  charged  the  same  rate  col- 
lected, and  delivered,  including  everything  ? — 
Yes. 

Mr.  Paget. 

16237.  Irrespective  of  value  and  bulk? — Yes, 
if  in  that  class. 

Mr.  Barclay. 

16238.  But  would  there  not  be  in  that  class 
many  articles  which  are  very  different  both  in 
value  and  in  bulk? — Yes. 

16239.  And*  they  are  for  convenience  sake 
brought  together  in  that  class,  and  charged  the 
same  rate  ? — Yes. 

162-10.  Might  not  that  princlifie  apply  a little 
furthei  ? — I admit  that  that  jminciple  might 
apply  still  furtlier  if  you  start  ujion  the  first 
principle  of  revising  your  jiresent  classification. 
The  position  of  the  railway  companies  now  is 
this  ; take  our  case,  we  have  only  41  articles 
enumerated  in  our  classification.  We  have  to 
apply  that  very  limited  classification  lo  4,000 
articles  which  we  find  in  the  Railway  Clearing 
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House  classification,  whicli  we  practically  work 
upon.  As  regards  the  trade  of  the  country,  we 
are  in  tins  difficulty,  traders  may  come  to  us  and 
say,  you  are  charging  more  for  a certain  kind  of 
goods  than  for  goods  of  another  description,  but 
included  under  the  same  head  in  the  classification 
of  our  Acts.  The  only  way  we  can  get  out  of 
that  difficulty  is,  although  we  are  limited  by  our 
classification,  and  by  our  maximum  rate,  to  show 
that  we  make  a reasonable  terminal  on  the  higher 
descrij)tion  of  goods,  inclusive  of  our  service  as 
carriers. 

Mr.  Puget. 

16241.  Would  it  not  be  feasible  so  to  re- 
classify, that  you  could  bring  into  each  class, 
goods,  which  might  be  charged  not  only  the  same 
rate  as  a toll  charge  from  the  station,  hut  the 
same  rate  as  a terminal  charge  at  the  station  ? — 
I would  not  go  so  far  as  to  say  that  it  would  be 
practicable,  but  I would  admit  at  once  that  it 
would  no  doubt  make  the  matter  much  more 
easy  for  consideration. 

Chairman. 

16242.  Now,  you  wish,  I believe,  to  put  in  a 
statement  about  the  tenninal  charges  made  by 
the  Western  Railway  Company  of  France? — 
Yes  ; I do  not  know  whether  that  was  made  quite 
clear  ; but  I have  taken  exactly  a cojiy  of  what 
the  Western  of  France  Railway  Company  pub- 
lish, and  perhaps  the  simplest  way  would  be  to 
put  it  in  ; but  I may  mention  that  the  terminal 
chai'ges  on  goods  of  any  kind  are  1 franc  50  cen- 
times per  ton  for  all  goods  carried,  without  any 
condition  as  to  tonnage.  Then,  the  lowest  ter- 
minal charge  is  1 franc,  but  that  is  for  loads  of 
not  less  than  4,000  kilogrammes  (that  is  nearly 
four  tons)  in  a waggon,  and  the  principle  is,  what 
the  railway  companies  in  this  country  contend  for; 
that  is  to  say,  that  in  addition  to  the  charge  for 
loading  and  unloading  there  is  always  a sejiarate 
charge  for  what  is  called  station  charges  both 
outwards  and  inwards.  Of  course  the  amounts 
are  different  from  those  in  this  country.  ( The 
Table  was  handed  in.) 

16243.  Will  you  turn  again  to  Mr.  nuntei’’s 
Table,  No.  2 ; I believe  you  have  something  to 
say  about  the  rates  for  milk  and  the  rates  for 
meat  i — -I  have.  Referring  first  to  the  meat 
rates,  I would  mention  that  the  London  and 
South  Western  Railway  Company  carry  a con- 
siderable quantity  of  meat,  chiefly  from  the  west 
and  south-west  of  England  ; and  for  that  traffic 
they  have  erected  ai  various  points  slaughter- 
houses, with  all  the  necessary  accommodation. 
Every  convenience  is  provided  for  receiving  the 
animals  and  for  slaughtering  them,  and  for 
promptly  loading  them  and  despatching  them. 

Mr.  Paget. 

16244.  At  what  stations  are  those  conveni- 
ences ? — Those  slaughter-houses  are,  for  example, 
taking  the  West  of  England,  at  Creffitou,  Copple- 
stone,  Lapford,  Barnstaple,  Lidford,  Holsworthy, 
and  several  others.  There  are  special  rates  for 
meat  to  London  from  about  70  different  stations. 
I have  taken,  just  as  an  example,  Gillingham,  a 
distance  of  104  mdes  from  London;  the^rate 
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charged  per  ton  is  37  s.  6 d.;  from  Dorchester,  a 
distance  of  137  miles,  the  charge  per  ton  is  40  s. ; 
from  Crewkerne,  a distance  of  130  miles,  the  rate 
charged  per  ton  is  45  s. ; from  Exeter,  a distance 
of  170  miles,  the  rate  per  ton  charged  is  55  s. ; 
from  Crediton,  a distance  of  177^  miles,  the  rate 
charged  per  ton  is  55  s. ; from  Copplestone,  a 
distance  of  184  miles,  the  rate  charged  is  55  s.  per 
ton  ; from  Lapford,  a distance  of  189  miles,  the 
rate  charged  is  55  s.  per  ton  ; from  Barnstaple,  a 
distance  of  209 1 miles,  the  rate  per  ton  charged 
is  55  s. ; from  Samjiford  Courtenay,  a distance  of 
192  miles,  the  rate  charged  is  55  s.  per  ton  ; and 
from  Holsworthy,  a distance  of  206  miles,  the 
rate  charged  is  58  s.  4 d.  per  ton. 

Sir  Daniel  Gooch. 

16245.  Is  there  any  charge  made  for  the  use 
of  the  slaughterhouse? — There  is  no  extra  charge 
made  for  the  use  of  the  slaughterhouse. 

Mr.  Bolton. 

16246.  And  the  charge  includes  delivery  too? 
— It  includes  delivery  ; hut  it  is  right  to  say,  that 
in  some  cases,  where  the  rate  includes  the  col- 
lection, if  our  slaughterhouse  is  used  we  do  not 
make  a rebate  ; instead  of  making  a rebate  for 
not  doing  the  cartage,  the  slaugliterhouse  is 
taken  as  an  equivalent ; it  is  not  so  in  all  cases, 
but  it  is  so  in  some.  Before  putting  in  this 
Table  I should  just  like  to  mention,  that  in  Table 
No.  2,  the  rates  Avhich  Professor  Hunter  gives 
as  regards  meat  are  not  for  this  large  quantity  of 
meat  that  comes  from  the  country  to  London, 
but  are  for  meat  from  London  to  suburban  sta- 
tions, such  as  from  Loudon  to  Surbiton,  London 
to  Richmond,  and  London  to  Windsor.  Of  course 
the  meat  that  is  sent  down  from  Loudon  to  those 
stations  is  merely  the  small  quantities  that 
butchers  take  from  the  market,  therefore  they 
are  no  criterion  of  what  the  meat  rates  really 
charged  are. 

Sir  Daniel  Gooch. 

16247.  Many  of  those  consignments  of  meat 
would  be  under  500  lbs.  ? — Yes,  in  many  cases 
they  are  just  the  small  quantities  that  the 
butchers  take  from  market. 

Mr.  Barclay. 

16248.  But  you  would  charge  for  500  lbs.  a 
very  different  figure  from  that  mentioned  in 
this  Table,  would  you  not  ? — All  I wish  to  say  is 
this,  that  this  Table  I am  now  putting  in  deals 
. with  the  rates  which  are  actually  charged  for 
the  great  bulk  of  tlie  meat  traffic,  and  it  also 
deals  afterwards  S})ecificall3^  with  the  cases  which 
Mr.  Hunter  mentions.  \Jl'he  Table  was  handed 
in.) 

16249.  Would  you  tell  the  Committee  how 
you  deal  with  these  small  consignments  from 
London  ; take  the  case  of  from  Nine  Elms  to 
Windsor  ? — The  rate  from  London  to  Windsor 
is  19s.  2d.,  collected  and  delivered;  the  dis- 
tance is  25  miles.  I take  off  for  the  collection 
in  the  country,  and  the  delivery  in  the  market, 
10  s.  ; that  leaves  9 s.  2 d. ; while  5 d.  a.  ton, 
which  is  our  maximum  rate  for  meat,  would  he 
10  s.  5 d. 


16250.  Those 
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Mr.  Barclay — continued. 

16250.  Those  rates  include  collection  and  de- 
livery, do  they  not? — They  do. 

Chairma)!. 

16251.  Will  you  proceed  to  state  what  you 
have  to  say  with  regard  to  the  carriage  of  milk  ? 
— As  regards  the  milk  traffic,  I may  say  that  the 
South  Western  Company  carry  a very  large 
quantity  of  milk  into  London. 

16252.  Could  you  tell  the  Committee  about 
how  much  ? — Taking  the  average  of  the  three 
months  up  to  the  30th  of  June  last  (it  varies  al- 
most eveiy  three  months),  the  quantity  carried  is 
equal  to  5,318,832  gallons  for  the  12  months. 
All  that  milk  is  conveyed  by  passenger  train  ac- 
cording to  a scale  which  varies  from  not  exceed- 
ing 10  miles;  then  over  10  miles  to  25,  40,  50, 
75  miles,  and  so  on  ; and,  also,  according  to  the 
number  of  gallons,  commencing  at  six  gallons; 
going  up  to  21  gallons,  and  the  rates  are 
published  in  all  our  time-table  books,  and  also 
made  by  agreement  with  the  different  senders ; 
and  they  include  the  gratuitous  return  of  the 
empty  cans.  To  show  practically  what  it  is  we 
do  receive,  I have  taken  the  total  number  of 
gallons  into  Waterloo  Station  for  six  months, 
and  the  carriage  actually  charged  upon  that 
number  for  that  six  months ; and  it  works  out 
exactly  to  1 d.  per  gallon,  as  the  average  which 
we  seem  to  have  received. 

Mr.  Barclay. 

16253.  Have  you  anything  to  say  specially 
about  the  answer  to  Question  234,  which  is  Mr. 
Hunter’s  observation  specially  with  regard  to 
your  milk  traffic? — Mr.  Hunter,  of  course,  takes 
the  matter  in  its  worst  aspect. 

16254.  I thing  he  says  so  in  his  evidence? — 
He  says,  take  the  very  lowest  scale,  not  exceed- 
ing six  miles,  and  the  smallest  can,  not  exceeding 
six  gallons. 

16255.  But  this  should  be  explained  by 
saying  that  there  must  be  a sufficient  number 
of  cans  to  exceed  500  lbs.  weight? — Yes  ; but  1 
venture  to  think  that  that  is  not  taking  a practi- 
cal view  of  the  question  ; as  a matter  of  fact, 
there  is  no  milk  conveyed  for  such  a short  dis- 
tance as  six  miles  ; we,  practically  speaking, 
convey  no  milk  for  a less  distance  than  25 
miles.  The  suburban  districts  all  round  London 
consume  all  the  milk  that  can  be  got  in  their 
neighbourhood  ; therefore,  until  you  get  beyond 
a 25  mile  radius,  there  is  practically  no  milk 
carried.  Of  course  it  seems  rather  an  extreme 
case  to  make  out  that  milk  by  passenger  train 
should  be  brought  within  the  maximum  of  your 
goods  rates,  but  I have  worked  it  out  in  detail, 
and  even  if  we  were  called  upon  to  justify  our 
charge,  assuming  we  were  bound  by  our  maxi- 
mum rates  by  goods  train,  we  could  justify  what 
we  are  now  charging  for  the  milk  we  are  actually 
carrying  by  passenger  train. 

16256.  How  much  would  you  have  to  add  to 
your  mileage  rate  for  terminals  in  order  to 
accomplish  that  ? — Nothing  at  all. 

16257.  At  Question  235,  Mr.  Hunter  says. 

At  41  miles  they  carry  six  gallons  for  9 J.,  their 
maximum  rate  being  6|  d ; ” he  takes  six  gallons 
as  the  standard  ? — That  is  taking  a six  gallon 


Mr.  Barclay — continued. 

can  ; the  milk  is  conveyed  in  cans  varying  from 
18  to  21  gallons  ; what  I say  is  this,  that  we 
should  be  quite  prepared  to  justify  the  rates  that 
we  are  actually  charging  upon  the  traffic  carried 
by  passenger  train,  assuming  that  we  were  bound 
by  the  maximum  goods  rates  for  milk. 

16258.  And  without  adding  anything  for  ter- 
minals ? — Without  adding  anything  for  terminals, 
except  when  you  come  to  very  short  distances. 

16259.  What  do  you  call  very  short  distances; 
under  25  miles? — Say  from  10  to  20  miles,  and 
in  six  gallon  cans  ; in  that  case  we  would  not  be 
able  to  do  so  without  adding  terminals.  But 
taking  the  case  as  it  actually  exists,  having 
worked  it  out  by  the  weights  of  the  milk  and  the 
weights  of  the  cans,  I find  that  we  are  consider- 
ably Avlthin  our  maximum. 

16260.  You  stated  that  there  was  some  dispute 
about  the  carriage  of  milk  from  Petersfield? — 
Just  upon  the  general  principle  that  we  were 
bound  by  our  maximum  goods  rates ; the  rates 
themselves  were  not  questioned ; the  party  is 
satisfied  with  the  rates  he  is  paying  actually,  but 
yet  he  raises  the  question  whether  we  are  at 
liberty  to  charge  for  terminals. 

16261.  Does  he  admit  that  you  are  within 
your  maximum  ? — I presume  so  as  to  the 
rate. 

16262.  You  stated  that  you  would  justify  your 
charge  upon  your  maximum  mileage  rate  without 
adding  anything  for  terminals  ? — That  is  so. 

16263.  Then,  to  Petersfield,  you  must  be 
within  your  maximum  mileage  rate  Avithout 
counting  anything  for  terminals? — We  are. 

Chairman. 

16264.  I have  a complaint  from  Hampshire 
that  you  charge  by  the  size  of  the  churn,  and 
not  according  to  the  contents? — We  charge  ac- 
cording to  the  size  of  each  can. 

16265.  They  say  the  contractors  are  often 
unable  to  supply  churns  according  to  the  cjuantity 
of  milk  sent  them,  and  that  they  have  to  pay  for 
more  milk  than  actually  travels  ? — Our  scale 
varies  as  follows : Above  six,  and  not  exceeding 
nine  gallons ; above  nine,  and  not  exceeding  12 
imperial  gallons  ; above  12  and  not  exceeding  15 
gallons;  aboA’e  15,  and  not  exceeding  18  imperial 
gallons,  and  above  18,  and  not  exceeding  21  ; so 
that  they  have  a large  choice  of  the  size  ; but  it 
would  be  quite  impossible  for  us  to  look  into  each 
can  to  see  if  it  is  full  or  not ; we  assume  that  it 
is  full. 

Sir  Da)iiel  Gooch. 

16266.  The  milk  would  not  carry  if  the  can 
was  not  full,  Avould  it  ? — No,  the  effort  always  is 
to  fill  it  as  full  as  it  will  hold. 

Chairman. 

16267.  There  is  a complaint  from  the  farmers 
between  Salisbury  and  Wimborne  that  you  will 
not  give  them  a Sunday  train  for  their  milk? — 
There  is  a complaint  there,  and  there  is  no  Sun- 
day train  upon  that  particular  line  ; I believe 
that  is  the  only  case. 

16268.  Will  you  now  go  on  to  what  you  have 
to  say  about  the  French  sugar,  via  Southampton, 
in  Mr.  Duncan’s  evidence? — Mr.  Duncan  re- 
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Chairman — continued. 

ferred  cliiefly  in  his  evidence  to  the  practice  by 
tlie  Brighton  Company  of  conveying  foreign 
sugar  at  low  rates  to  Enghmd ; he  also  mentioned 
the  South  Western  Company  as  doing  the  same. 
He  stated  that  we  conveyed  sugar  at  very  low 
rates  to  London  ; but,  in  point  of  fact,  we  convey 
no  sugar  from  France  to  London,  but  we  have 
special  rates  for  this  sugar  from  Honfleur  to 
various  stations;  it  must  be  all  in  five-ton  lots 
from  one  sender  to  one  consignee  before  the 
special  rates  are  applicable,  and  it  is,  moreover,  a 
different  desci’iption  of  sugar  from  what  is  sup- 
plied from  any  sugar  refinery  in  this  country.  It 
is  all  beet-root  sugar,  a different  article  from 
what  is  sent  out  from  London. 

16269.  How  is  the  rate  made  up  ? — The  rates 
that  are  actually  charged  are  made  up  by  in- 
cluding the  rate  from  Paris  ; it  is  not  a through 
rate  from  Paris,  but  it  is  made  up  by  including 
the  French  rates,  and  it  amounts  to  about  30  s. 
a ton  from  Paris  to  such  stations  as  Portsmouth 
and  Winchester,  and  that  district.  It  varies  from 
30  s.  to  34  s.,  and  to  40  s.  and  50  s.,  according  to 
the  distance  that  the  station  is  away  from  the 
port  of  Southampton. 

Mr.  Barclay. 

16270.  And  how  much  of  that  do  you  give  to 
the  French  people? — The  rate  from  Paris  to 
Honfleur  is  8 s.  10  d. 

16271.  And  how  much  do  you  count  for  the 
sea-passage  ? — The  sea-passage  is  not  separate 
from  the  railway  rate  ; it  a through  rate,  say,  from 
Honfleur  to  Winchester,  or  to  Portsmouth. 

16272.  But  you  must  count  something  upon 
the  sea  passage,  including  the  shore  dues, 
wharfage,  and  soon? — We  do  not  separate  it  in 
that  way  ; the  ships  belong  to  ourselves,  and  we 
make  a through  rate  between  the  two  stations. 

16273.  I ask  you  how  much  you  allow  for  the 
sea  jiassage  ? — We  have  not  sepai-ated  it. 

Mr.  Gregory. 

16274.  Ho  you  give  a through  rate  to  the 
Brighton  Company?  — Ko;  but  they  carry  upon 
the  same  principle  to  their  stations. 

16275.  The  Brighton  Company  distribute, 
practically,  for  nothing  from  Littlehamj)ton,  as  I 
understand,  all  over  their  system  ? — I under- 
stand that  is  their  practice  to  some  extent. 

Mr.  Bolton. 

16276.  Is  this  refined  sugar  which  you  are  re- 
ferring to  ? — It  is  beetroot  sugar  in  loaves  ; it 
is  carried  to  and  from  the  various  j)orts  in  small 
vessels  at  a very  low  rate  of  freight ; that  is  to 
say,  vessels  going  over  to  Havre  with  coals, 
bring  it  back  at  a very  low  rate  of  freight. 

Mr.  Barclay. 

16277.  I wished  to  know  how  much  you  counted 
for  the  sea  passage? — As  I have  stated,  Ave  do 
not  attempt  to  divide  it;  but  I could  say  that  we 
have  a rate  from  Honfleur  to  Southampton  ; that 
is  for  the  local  trade  of  Southampton,  of  16  s.  2 r7., 
as  compared,  say  to  a rate  of  about  29  s.  to  the 
stations  between  Exeter  and  Yeovil. 


Mr.  .5arc7ay— eontinued. 

16278.  That  sugar  Avhich  you  bring  from 
Honfluer  to  Southampton  at  16  s.  2 c?.  does  not 
go  upon  your  railway  at  all  ? — No,  it  is  for 
Southampton  town. 

Mr.  Bolton. 

16279.  Do  you  know  the  rate  charged  by  the 
small  vessels  to  which  you  have  referred? — 
They  bring  it  across  to  Southampton  at  about 
7 s.  or  8 s.  a ton. 

16280.  Those  are  sailing  vessels? — Yes,  and 
it  is  carried  to  AYeymouth  for  about  the  same 
rate. 

Chairman. 

16281.  But  you  apply  the  same  sort  of  thing 
to  grain;  do  you  not  carry  grain  at  10s.  6 d.  to 
Nine  Elm’s  from  Havre,  and  from  Southampton 
at  the  same  price,  so  that  you  carry  grain  vir- 
tually from  Havre  to  Southampton  for  nothing  ? 
— That  is  not  so ; the  grain  that  Ave  carry  from 
France  to  London  is  barley;  Ave  carry  nothing 
but  barley,  and  of  coui’se  there  is  so  much  com- 
petition by  sea  from  France  to  London  that  the 
rate  is  necessaidly  alow  one.  Noav  the  rate  from 
Havre  to  London  for  barley  in  lots  under  10  tons 
is  12  s.  per  ton. 

Air.  Bolton. 

16282.  Is  that  via  Southampton  ? — Yes,  that 
is  via  Southampton.  Over  10  Ions  and  upAvards 
the  charge  is  10  s.  6 if.  a ton. 

16283.  Do  you  knoAv  Avhat  the  rate  is  direct 
from  Havre  to  London  by  sea? — From  Havre  to 
London  by  sea,  I suppose,  Avould  be  about  8 s. 

Mr.  Monk. 

16284.  And  what  is  the  charge  from  South- 
ampton to  London? — The  charge  fi'om  South- 
ampton to  London  for  large  lots,  comparing  it 
with  the  10  s.  rate,  is  6 s.  S d. 

16285.  What  is  the  charge  for  Avine  in  casks 
from  Havre  to  London ; is  it  20  s.,  including 
delivery  ? — I should  think  it  Avould  be  about 
that. 

16286.  Could  you  tell  me  Avhat  the  charge  is 
for  Avine  in  casks  from  Southampton  to  London, 
exclusive  of  delivery  ? — I do  not  knoAv  that. 
We  earry  practically  no  Avine  from  South- 
ampton. 

16287.  AYill  you  take  it  from  me  that  it  is 
20s.  also? — It  is  20s.  3d.  from  Southampton  to 
London,  including  delivery. 

Mr.  Bolton. 

16288.  Do  you  knoAV  the  rate  of  freight  from 
Havre  to  Southampton  for  grain  by  sailing  ship? 
— I should  think  it  would  not  exceed  from  7 s. 
to  8 s. 

Mr.  Monk. 

16289.  AYould  not  that  give  a considerable 
bonus  to  the  foreign  trader  over  the  English  ? — 
The  tAvo  trades  are  so  essentially  distinct.  If  aa'c 
are  to  carry  from  French  ports  to  London,  of 
course  the  rates  must  bear  no  proportion  Avhat- 
ever  to  the  rates  from  Southampton  to  London, 
as  the  trades  are  quite  distinct.  AYe  OAvn  18 
steamers,  and  carry  a large  quantity  of  goods 
from  all  parts  of  France  to  all  parts  of  England. 

16290.  AYould 
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Chairman. 

16290.  Would  you  say  how  much  wine  you 
have  carried  from  Southampton  to  London? — 
I should  say  practically,  none  at  all. 

16291.  Is  there  any  produced  at  Southampton? 
— Any  traffic  as  regards  wine,  would  be  rather 
from  London  to  Southampton,  I should  say. 
Perhaps  I might  say  that  several  years  ago  a 
considerable  attempt  was  made  to  import  wine 
into  Southampton  ; to  bottle  it  there,  and  store 
it  there,  and  distribute  it  from  Southampton  ; but 
that  trade  has  gone  from  Southampton  for  many 
years,  and  I may  say  that,  practically  speaking, 
there  is  no  wine  sent  from  Southampton  to 
London  at  all ; any  wine  trade  there  is,  goes  the 
reverse  way,  from  London  to  Southampton. 

Mr.  Monk. 

16292.  Upon  what  principle  do  you  charge 
eggs  50 5.  from  Cherbourg  to  Manchester,  while 
you  charge  from  Southampton  to  Manchester, 
68  s.  4 d.  ? — I do  not  know  that  that  is  the  rate 
from  Southampton ; there  are  no  eggs  sent  from 
Southampton. 

16293.  Is  not  that  the  charge  in  your  rate- 
books, 68  s.  4 d.  for  eggs  from  Southampton  to 
Manchester? — Possibly  it  may  be. 

Chairman. 

16294.  Will  you  now  just  tell  the  Committee 
what  you  have  to  say  about  the  special  rates  for 
import  and  export  traffic,  and  say  what  in  your 
opinion  would  be  the  effect  of  any  change  if 
made,  upon  the  port  of  Southampton? — AVhat  I 
would  say  is  this  ; that  if  the  London  and  South 
Western  Company  were  to  be  bound  to  charge 
the  same  rate  as  between  London  and  Southamp- 
ton for  goods  exported  or  imported,  as  they 
charge  for  goods  for  the  local  consumption 
Southampton,  the  effect  would  be  to  put  an 
end  altogether  to  Southampton  as  an  import  and 
export  harbour.  The  harbour  at  Southampton 
and  the  docks  at  Southampton,  would  be  simply 
in  the  position  of  having  to  supply  the  local 
trade.  'I’he  rates  that  the  railway  company  are- 
obliged  to  charge  for  the  goods  that  are  imported 
and  exported  by  such  vessels  as  those  belonging 
to  the  Peninsular  and  Oriental  Steamship  Com- 
pany and  the  Royal  Mail  and  the  Union  boats  to 
the  Cape  of  Good  Hope,  are  excessively  low  ; 
and  even  low  as  they  are,  the  difficulty  at  South- 
ampton is  to  maintain  those  lines  of  steamers  at 
that  port ; Southampton  is  a very  convenient 
port  as  a port  for  passenger’s,  and  a port  to  fill  up 
and  call  at  and  everything  of  that  sort,  but  the 
temptation  for  those  large  vessels  to  go  to  Lon- 
don direct  to  load  and  discharge,  is  so  great  that 
even  with  the  rates  we  are  charging  the  difficulty 
is  to  keep  those  lines  at  Southampton.  If  we 
were  obliged  to  say  that  those  import  and  export 
rates  must  be  discontinued,  and  that  equal  mileage 
or  full  local  rates  must  be  charged  to  Southamp- 
ton, the  port  of  Southampton  would  be  ruined. 

16295.  I imagine  that  the  Western  of  France 
Railway  has  very  much  the  same  arrangement 
between  the  interior  and  the  ports  as  you  have 
between  Southampton  and  London? — Yes,  the 
M estern  of  France  Railway  charge  a lower 
rate  from  Paris  to  Havre  for  exports,  and  from 
Havre  to  Paris  for  imports. 

0.54. 


Chairman — continued. 

16296.  And  yet  no  steamers  can  go  up  the 
Seine  to  Paris  ? — They  are  obliged  to  give  lower 
rates  for  the  import  and  export  traffic  than 
they  do  for  purely  local  traffic  in  order  to  foster 
the  trade  of  the  country.  I have  referred  to  the 
poi’t  of  Southampton  as  being  exceptionally 
situated,  but  there  is  the  same  principle  of  the 
good  of  the  country  in  operation  in  England  too. 
This  Table  I have  before  me  shows  that  the 
French  companies  adopt  the  same  principle  as  the 
English  companies  do  for  charging  less  between 
Paris  and  Havre  for  imports  and  exports  than 
they  do  for  goods  for  local  consumption.  (TAe 
Table  loas  handed  in.) 

Mr.  Monh. 

16297.  You  justify  your  system  of  charging 
lower  rates  on  foreign  produce  than  for  home 
traffic,  because  it  is  to  the  advantage  of  railway 
companies  to  do  so;  is  that  the  sole  justification? 
— No  ; we  put  it  upon  the  public  ground  as 
well. 

16298.  Is  not  that  giving  an  undue  preference 
to  the  foreign  trader  over  the  English  trader  ? — 
I think  not. 

16299.  Not  by  charging  less  for  foreign  traffic? 
— No  ; I do  not  know  what  home  trade  is  injured 
by  so  large  a traffic  being  conveyed  into  England 
by  the  South  Western  Company’s  steamers. 

16300.  At  a lower  rate  than  for  carrying  home 
produce  ? — There  is  no  such  home  produce  to 
convey,  so  far  as  we  are  concerned.  I will  just  give 
you  an  Illustration.  The  total  traffic  that  we  con- 
veyed from  France  in  the  month  of  June  last  to 
England,  that  is  in  one  month,  by  our  own 
steamers,  was : fruit,  88,375  packages ; sugar- 
loaves,  13,500  ; 69,215  packages  of  butter  ; 
10,045  packages  of  eggs  (those  were  less  than 
usual);  and  there  were  52,700  packages  of 
potatoes.  Then  besides  those,  there  are  sardines 
and  diffei’ent  other  things.  Now  w’e  have  no 
such  traffic  to  convey,  we  will  say,  from  South- 
ampton ; this  is  traffic  conveyed  for  the  supply 
of  England  from  France,  and  I do  not  see  that 
it  cuts  out  any  traffic  this  country  could 
supply. 

16301.  Are  you  carrying  that  traffic  at  a 
profit  ? — I am  afraid  we  do  not  make  much  profit 
by  our  steamships. 

16302.  If  yon  are  carrying  that  traffic  at  a 
profit,  ought  you  not  to  reduce  the  charges  for 
the  traffic  from  Southampton  ? — If  there  were  a 
similar  traffic  to  go  from  Southampton,  no  doubt 
we  would  make  rates  to  suit  the  traffic. 

16303.  Then  it  is  in  consequence  of  the  quan- 
tity that  you  make  rates  at  a lower  figure  ? — 
There  is  no  traffic  from  Southampton  of  this 
nature  at  all. 

16304.  Then  why  do  you  classify  it  ? — Because 
under  the  classification  the  rates  must  be  uni- 
versal : but  tliere  is  no  butter  and  no  eggs  from 
Southampton. 

16305.  Does  not  that  arise  from  the  fact  of 
your  charging  so  much  more  from  Southampton 
than  you  do  from  Havre  ? — No,  there  is  no  such 
trade. 

16306.  Have  you  put  in  a list  of  your  coal 
rales  ? — No,  I have  not. 

5 M 3 16307.  Have 
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Mr.  Monk — continued, 

16307.  Have  you  a list  which  you  could  put 
in? — Our  coal  rates  are  so  extensive.  For  in- 
stance, a large  quantity  of  coal  that  we  convey 
comes  from  the  Midland  Railway  ; that  is  con- 
veyed under  through  rates  from  the  collieries  to 
each  of  our  stations.  We  reeeive  coal  from  the 
London  and  Northwestern,  and  from  the  Great 
Northern,  and  again  fi-om  the  Great  Western, 
and  again  from  the  Forest  of  Dean  ; we  take  coal 
from  so  many  different  districts  and  so  many 
diftierent  junctions. 

16308.  Do  you  generally  find  your  own  wag- 
gons for  the  conveyance  of  coal? — For  all  the 
coal  we  convey  from  our  own  ports  we  find  our 
own  waggons. 

16309.  What  diflFerence  do  you  make  in  the 
charge  if  carried  in  owners’  w'aggons  ? — It  varies 
according  to  distance  ; it  varies,  perhaps,  up  from 
6 d.  to  1 s.  per  ton. 

16310.  Do  you  group  stations  upon  your  system 
for  the  conveyance  of  coal,  say  from  the  Forest 
of  Dean  ? — W e do. 

16311.  Do  not  you  in  some  instances  charge 
higher  rates  for  intermediate  stations  than  you 
do  to  the  stations  both  nearer  and  farther  from 
the  Forest  of  Dean? — That  may  be  the  case  in 
some  instances.  For  instance,  we  will  say  that 
the  distance  to  Exeter  was,  by  means  of  the 
Bristol  and  Exeter  route,  less  than  it  would  be  by 
our  route;  the  consequence  would  be  that  some 
of  our  intermediate  stations  (we  charging  the 
same  rate  to  Exeter  as  the  Great  Western  Rail- 
way Company  charge)  upon  this  side  of  Exeter 
would  be  a greater  distance  than  the  shortest 
mileage  distance  to  Exeter,  and  to  those  stations 
the  charge  might  be  somewhat  higher. 

10312.  Is  not  the  charge  for  coal  to  Basing- 
stoke, 6 s.  4 d.  ? — We  would  not  have  any  of  that 
from  the  Forest  of  Dean;  that  would  be  almost 
solely  Great  Western  traffic. 

13313.  What  are  the  rates  to  Basingstoke, 
Gratel}',  and  Whitchurch  from  the  Forest  of 
Dean  '! — As  I said,  the  charge  to  Basingstoke  is 
6 s.  4 </.  ; to  Grately  it  would  be  7 s.  6d.,  and  to 
Whitchurch  8 s.  Ad. 

16314.  Would  you  explain  why  you  should 
eharge  less  to  Basingstoke,  which  is  further  from 
the  collieries,  than  to  plaees  which  are  nearer  to 
the  collieries,  and  within  a few  miles  of  each 
other  ? — The  rate  from  the  Forest  of  Dean  to 
Salisbury  is  6 s.  ; Grately  is  a further  distance 
than  Salisbury,  and  there  the  rate  is  7 s.  6 d. ; 
Whitchurch  is  still  further ; and  then  when  you 
come  to  Basingstoke,  where  the  rate  is  6 s.  4 d., 
there  the  Great  Western  route  comes  in. 

16315.  And  competition? — No,  not  competi- 
tion ; but  the  distance  to  Basingstoke  by  the 
Great  Western,  that  being  wholly  Great  Western, 
is  shorter  than  the  other  distances,  and  that 
rules  the  rate ; practically,  we  do  not  carry  it 
ourselves,  it  comes  by  the  Great  Western  Rail- 
way, to  Basingstoke. 

16316.  I Avant  to  ask  Avhether  that  is  not 
giving  an  undue  preference  to  Basingstoke  over 
Grateley  and  Whitchurch? — I do  not  think  so 
at  all. 

16317.  Those  are  only  typical  cases  ? — I think 
you  will  find  that  those  rates  are  quite  consistent 
Avith  the  distance. 


Mr.  Gregory. 

16318.  You  have  a maximum  rate  over  the 
wdiole  of  your  system,  have  you  not? — Yes,  we 
have. 

16319.  Are  you  aAvare  of  any  raihvay  in  Eng- 
land, excej)!  the  South  Eastern  Railway,  which 
has  not  a maximum  rate  ? — Personally  I am  not 
aAvare  of  any. 

1632U.  It  is  an  exceptional  case,  is  it  not?  — 
It  is  an  exceptional  case.  I have  heard  that  the 
Midland  Railway  Company  have  some  of  their 
lines  Avithout  a maximum  rate ; but  I am  not 
personally  aAvare  of  it. 

16321.  But  upon  the  main  part  of  the  Midland 
system  there  would  be  a maximum  rate  ? — I be- 
lieve upon  some  jiortions  of  the  Midland  system 
there  is  no  maximum  rate. 

Mr.  Paget. 

16322.  With  regard  to  that  question  of  fixed 
terminals,  you  have  a case  belbre  the  Raihvay 
Commissioners,  have  you  not? — Yes. 

16323.  And  you  say  they  have  insisted  upon 
your  dividing  your  rate  betAveen  the  toll  and  the 
terminal  upon  the  article  of  grain  ? — Yes. 

16324.  W ill  the  result  of  that  be  this,  that  that 
will  decide  for  that  article,  namely,  grain,  Avhat 
is  to  be  the  fixed  terminal  at  every  station  where 
you  have  been  asked  to  dissect  your  rate  ? — No, 
it  Avill  only  decide  the  particular  rates  that  this 
applicant  objected  to,  and  the  particular  stations 
to  Avhich  he  sends  his  traffic ; but  it  Avill  not  affect 
any  other  trader,  or  any  other  description  of 
goods. 

16325.  But  when  that  has  been  once  esta- 
blished by  you  in  your  contention  before  the 
Railway  Commissioners,  does  not  that  lay  down 
distinctly  what  Avill  be  the  terminal  on  grain  in 
any  particular  case  ?^No,  I think  not. 

16326.  Why  not? — I am  only  judging  from 
Avhat  I have  personally  heard  discussed  in  the 
Raihvay  Commissioners’  Room  from  time  to  time 
upon  cases  ; but  I think  the  Railway  Commis- 
sioners are  A^ery  averse  to  dealing  in  such  a 
matter  as  that  generally;  they  will  deal  Avith 
the  specific  question  before  them,  and  they  Avill 
decide  that ; but  they  are  not  at  all  desirous  of 
letting  their  decision  apply  generally. 

16327.  But  1 mean  that  this  particular  case 
Avould  apply  to  any  other  trader  in  grain  from 
that  station? — Yes;  as  betAveen  particular  stations, 
no  doubt  that  Avould  be  so. 

16328.  So  that  as  far  as  it  went,  it  would 
determine  Avhat  you  had  a right  to  charge  as  a 
terminal  for  grain  between  certain  stations  ? — It 
would,  no  doubt,  be  so,  but  I very  much  question 
whether  the  case  will  be  decided.  I do  not  think 
that  the  apjjlicant  is  really  seriously  objecting  to 
the  terminals;  they  are  so  moderate. 

16329.  I was  not  dealing  with  the  question  of 
their  being  excessive  or  othei'Avise,  but  as  to  the 
point  of  fixing  them  ? — No  doubt  if  the  case  goes 
on,  it  will  be  decided  upon  that  principle. 

Mr.  Bolton. 

16330.  It  AV'as  suggested  by  the  honourable 
Member  for  Gloucester,  that  probably  there  was 
no  trade  to  some  places  to  which  you  referred,  in 
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consequence  of  the  high  rates ; are  not  the  low 
rates  on  foreign  pi’oduce  aj^plicable  outwards  as 
well  as  inwards  ; for  instance,  on  wine,  eggs,  and 
everything  else  ? — Yes,  if  the  trade  existed. 

16331.  Therefore  it  is  not  the  high  rates  you 
charge  upon  the  local  traffic  which  prevent  the 
growth  of  a trade  for  export? — Certainly  not. 

16332.  And  they  do  not  prevent  the  growth 
of  the  ti’ade  at  all? — No;  perhaps  I might  in 
alluding  to  that  say  this,  that  in  the  time  of  the 
French- German  War,  of  course  the  position  of 
matters  was  very  much  reversed,  and  we  took 
across  to  France  a very  great  deal  of  traffic  at 
the  time  at  equally  low  rates. 

16333.  And  you  took  them  at  lower  rates  than 
you  were  charging  for  the  English  import  class  ? 
— I believe  rather  lower;  we  took  over  an  immense 
quantity  of  provisions  at  that  time. 

16334.  Are  there  not  two  lines  of  Dutch  ships 
calling  at  Southampton  once  or  twice  a week, 
and  receiving  goods  for  export  to  Java? — Yes. 

16335.  You  there  make  a through  rate  even 
from  Dundee  and  Glasgow  to  Southampton,  do 
you  not? — We  do. 

16336,  That  is  a very  low  rate,  is  it  not? — 
It  is, 

16337.  Upon  what  is  that  rate  based? — The 
rate  from  the  north  to  Southampton  is  simply 
based  upon  the  corresponding  rate  to  London. 
The  railway  companies  in  England  have  from 
time  to  time  made  rates  to  London  for  export 
traffic  ; and  as  representing  the  South  Western 
Company,  I have  always  insisted  that  Avhatever 
the  London  rate  was,  the  Southampton  rate 
should  be  the  same. 

16338.  Do  you  know  on  what  the  London 
rates  are  based  ; perhaps  I may  suggest  it  to  you 
in  this  way  : the  articles  so  carried  are  destined 
for  a foreign  port? — Yes. 

16339.  And  a part  of  the  route  is  a long  sea 
voyage  ? — Yes. 

16340.  And  the  rate  from,  say,  Glasgow  to 
the  foreign  port  must  be  the  same,  whether  the 
consignment  goes  via  Southampton,  or  whether 
it  goes  direct  from  Glasgow  or  via  London  ? — 
Yes,  of  course,  except  that  if  the  transit  were 
quicker  by  one  route  than  another,  the  quickest 
transit  micrht  have  a little  hio-her  rate. 

16341.  Could  you  suggest  that  there  would  be 
any  material  difference  in  the  time  taken  between 
Glasgow  and  Java,  whether  the  goods  went  via 
London  or  via  Southampton,  or  direct  by  steamer 
from  Glasgow  to  Java? — No,  there  would  be  no 
difference. 

16342.  Is  it  not  the  fact  that  the  rate  from 
Glasgow  to  Java  for  these  goods  must  be  the 
same,  whether  they  go  direct  by  steamer  from 
Glasgow  to  Java,  or  by  rail  to  London,  and 
thence  by  steamer  to  J ava,  or  by  rail  from  Glas- 
gow to  Southampton  and  thence  by  steamer  to 
Java  ; the  merchant  will  consider  the  matter  and 
will  not  pay  a higher  rate  of  any  importance  at 
all  to  send  goods,  whether  via  London  or  via 
Southampton,  or  direct  from  Glasgow  ? — No, 
doubt  competition  must  operate  in  that  way. 

16343,  Then  who  is  affected  adversely  in 
England  by  such  a state  of  matters  ? — I should 
think  no  one  would  be  affected  adversely,  on  the 
contrary,  I should  think  the  public  would  gain. 

0.5  J. 


Mr.  Bolton — continued, 

16344.  An  honourable  Member  suggested  that 
you  Avere  giving  a bonus  to  the  foreign  trader ; 
has  the  foreign  trader  anything  to  do  with  it  ; is 
it  not  the  English  trader.  I am  referring  now 
to  the  goods  which  are  sent  to  foreign  markets ; 
is  that  trade  not  conducted  by  English  houses 
entirely  ? — Almost  entirely. 

16345.  Is  it  not  for  the  advantage  of  the 
manufacturers  that  there  should  be  these  various 
modes  of  getting  the  goods  to  the  place  of  con- 
sumption?— No  doubt,  and  most  of  the  import  of 
Fi’ench  produce  into  England  is  in  the  hands  of 
English  dealers.  English  dealers  have  agents 
at  all  the  French  ports  who  purchase  French 
produce  to  send  to  this  country ; it  is  tlie  con- 
sumer in  England  who  reaps  the  benefit  of  it,  in 
my  opinion. 

Chairman. 

16346.  I have  had  a complaint  sent  to  me  from 
Micheldever  about  the  carriage  of  eight  sheep  in 
the  OAvner’s  Avaggons  from  Micheldever  to  Guild- 
ford ; at  company’s  risk  the  charge  Avas  2 1.,  and 
at  OAvner’s  risk  18  s.  6 d.,  making  1 /,  1 s.  6 J.  for 
the  cost  of  insurance  for  eight  sheep  ; can  you 
throAV  any  light  upon  that  case  ? — Those  eight 
sheepAA^eresent  in  a van  upon  a carriage  truck  from 
Micheldever  to  Guildford  station  ; the  charge 
made  for  the  sheep,  including  the  van,  Avas  only 
18  s.  6 J.  It  ajjpears  that  an  inquiry  was  made 
as  to  Avhat  Avould  be  the  charge  for  insurance ; 
there  was  no  insurance  paid  as  a matter  of  fact, 
but  the  chai-ge  for  insurance  Avas  quoted  under 
the  conditions  that  Ave  publish ; that  is  to  say, 
Avhat  Ave  are  required  to  do  under  the  general 
liailAA^ay  Act  of  1854.  We  are  liable  in  the  case 
of  sheep  to  the  extent  of  2 Z,  per  head,  but  Avhat- 
ever  value  extra  is  declared  Ave  are  bound  to 
insure  at  5 per  cent,  upon  that  extra  value ; and 
those  happened  to  be  prize  sheej),  but  upon  the 
insui’ance  rate  being  quoted,  nothing  more  than 
the  carriage  Avas  paid  for. 

16347.  I suppose  the  answer  you  would  make 
as  to  the  charge  from  Micheldever  to  London 
being  greater  than  from  Southampton  to  London, 
is  the  ans  AVer  that  there  is  competition  by  sea  in  the 
latter  case  ; there  is  no  other  ansAver  than  that,  is 
there? — The  Micheldever  rate  for  grain  is  in  point 
of  fact  loAver  than  the  Southampton  rate,  unless 
in  large  quantities ; there  is  a special  rate  betAveen 
Southampton  and  London,  in  50-ton  lots  ; but  if 
you  except  these  large  quantities,  the  Micheldever 
rate  is  just  about  the  same,  and  in  some  cases  a 
little  under  the  Southampton  rate  ; but,  of  course, 
the  sea  com)Aetition  operates  to  a certain  extent. 

16348.  The  rate  from  MicheldeA^er  to  Nine 
Elms  is  7 5.  6 d.  in  four-ton  lots  as  against  1 s.  Ad. 
from  Southampton,  is  it  not  ? — The  rate  from 
Southampton  to  London  is  9s.  2d.  in  two-ton 
lots,  and  fi'om  Micheldever  it  is  8 s.  3 d.  for  two- 
ton  lots.  From  Southampton,  in  four-ton  lots, 
7 4 (Z.  or  7 s.  6 d.,  and  from  Micheldever  7 s.  6 cZ. 

Then  there  is  a loAver  rate  from  Southampton  to 
London  in  50-ton  lots  and  upwards,  but  I have 
no  doubt  whatever  that  sea  competition  betAveen 
London  and  Southampton  Avould  affect  that, 

16349.  Do  not  you  think  the  railAvny  com- 
panies somewhat  neglect  their  interests  by  not 
lowering  the  charges  upon  small  parcels  under 
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Chairman — continued. 

500  lbs. ; do  not  you  think  that  a larger  trade 
might  be  developed  in  sending  up  to  our  great 
centres  if  you  had  a lower  scale  for  smalls 't — I 
think  the  charge  for  smalls  under  500  lbs.  is 
very  reasonable.  The  former  method  was  to 
have  only  three  scales  for  smalls  under  28  lbs., 
under  5G  lbs.  and  under  112  lbs.,  and  Avhatever 
the  value  of  the  goods  was  you  were  charged  so 
much  up  to  1 cwt.  Now  the  scale  is  more  varied 
although  it  goes  up  much  higher,  and  the  rate 


Chairman — con  tin  ued . 

you  pay  is  in  proportion  to  the  tonnage  rate  on 
each  article,  that  is  to  say,  the  lower  the  value 
of  the  goods  is,  the  less  you  pay  all  the  ivay, 
ranging  between  28  Ibs-  and  500  lbs. ; you  pay 
accoi’ding  to  the  ton  rate,  and  I think  that  a fairer 
plan  than  the  former  plan. 

16350.  And  you  do  not  think  that  the  con- 
signment of  small  parcels  is  checked  by  the  action 
of  the  railway  companies  ? — Certainly  not. 


SELECT  COMMITTEE  ON  RAILWAYS. 


833 


Monday,  \st  August  1881. 


MEMBERS  PRESENT : 


Mr.  Ashley. 

Mr.  Barclay. 

Mr.  Caine. 

Mr.  Callan. 

Lord  Randolph  Churchill. 
Mr.  Cross. 

Mr.  Dilwyn. 

Sir  Daniel  Gooch. 

Mr.  Gregory. 


Sir  Baldwyn  Leighton. 
Mr.  Lowtiicr. 

Mr.  Monk. 

Mr.  O’Sullivan. 

Mr.  Pell. 

Mr.  Phipps. 

Sir  Henry  T3ler. 

Sir  Edward  Watkin. 


The  Honourable  EVELYN  ASHLEY,  in  the  Chair. 


Mr.  Thomas  Henry  Farrer,  called  in ; and  Examined. 


Chairman. 

16351.  We  all  know  that  you  are  Secretary  to 
the  Board  of  Trade  ? — I am. 

16352.  Would  you  kindly  tell  the  Committee 
what  is  your  opinion  with  regard  to  what  you 
have  heard  of  the  complaints  which  have  been 
made  against  the  railway  companies  of  making 
excessive  charges,  although  within  their  Parlia- 
mentary maximum  ?—  I have  read  to  the  best  of 
my  ability  as  much  of  the  evidence  as  has  been 
sent  to  us;  and  with  reference  to  the  question 
whether  the  charges  are  excessive  or  not,  I think 
it  is  impossible  to  give  any  general  opinion ; each 
case  must  be  determined  upon  its  own  merits  ; 
but  I certainly  should  be  loth  to  say  upon  the 
evidence  given  that  the  charges  generally  were 
excessive. 

16353.  Upon  the  question  of  terminals  I think 
you  would  corroborate  the  view  which  has  been 
given  before  this  Committee  with  reference  to 
the  history  of  the  railway  companies  becoming 
carriers  of  goods  ? — \ think  so. 

16354.  Therefore,  I need  not  trouble  you  to 
state  your  view  ? — May  I be  allowed  to  say  that 
it  would  be  convenient  if  here  and  elsewhere  we, 
could  distinguish  terminals  by  some  name, 
calling  one  set  of  terminals  “ station  terminals,” 
for  instance,  and  another  set,  “ handling  ter- 
minals.” 

16355.  Making  a difference  between,  ivhat 
might  be  called  true  terminals,  and  the  loading 
and  the  unloading,  and  the  other  services 
which  might  be  rendered  by  the  company  ? — 
Quite  so. 

Sir  Edward  Watkin. 

16356.  May  I suggest  to  you  that  to  those 
there  should  be  added  a third,  namely,  the  cart- 
age ; the  services  performed  outside  the  station  ? 
— We  might  divide  the  terminals  into  three,  as 
you  suggest,  namely,  station  terminals,  handling 
terminals,  and  cartage  terminals. 

0.54. 


Chairman. 

16357.  What  is  your  opinion,  as  a gentleman 
who  has  given  great  attention  to  this  question 
with  reference  to  the  claim  which  the  railway 
companies  make,  to  be  entitled  to  payment  for 
what  we  understand  by  the  words  “ station  ter- 
minals,” over  and  above  their  mileage  rates  ?— I 
give  no  opinion  upon  the  legal  question.  It  is 
clear  that  the  Acts  of  Parliament  differ  in  their 
terms  ; but  as  a matter  of  equity  and  practice,  and 
of  decisions  by  Committees  and  Commissions, 
and,  looking  at  the  whole  history  of  the  case,  I 
cannot  doubt  that  it  is  an  equitable  thing  that 
the  railway  companies  should  charge  for  what  we 
call  “station  terminals;”  that  is,  for  tlie  use  of 
stations,  and  fixed  ajipliances  at  stations. 

16358.  I think  no  legal  standard  has  been 
fixed  in  any  Act  of  Parliament  ivith  reference  to 
terminals  ? — Not  generally  ; I will  not  say  that 
there  has  been  none  in  any  Act  of  Parliament ; 
but,  generally,  there  has  not  been  any  such  legal 
standard  fixed. 

16359.  As  a matter  of  fact,  have  there  been 
many  applications  to  the  Railway  Commissioners 
to  settle  what  is  a reasonable  charge  in  the  case 
of  terminals?  — There  have  been  very  few,  I 
believe. 

16360.  The  Committee  have  had  it  suggested 
to  them  by  certain  gentlemen,  members  of  the 
Committee,  and  witnesses,  that  there  should  be 
some  legally  fixed  sum  as  a maximum  for  station 
terminals.  Now,  I siqipose  that  circumstances 
in  the  case  of  terminals  differ  as  much  as  in  the 
case  of  mileage  ? — Quite  so. 

16361.  Therefore,  would  you  think  that  that 
would  be  a fair  arrangement  ? — I think  that, 
without  further  consideration,  and  ivithout  hear- 
ing what  the  traders  say  to  it,  it  would  be  diffi- 
cult to  adopt  that  suggestion  at  once.  It  may  be 
that  it  would  be  a good  thing.  Possibly  the 
certaint}'-  and  the  simplicity  of  such  an  arrange- 
ment might  be  such  an  advantage  as  to  outweigh 
the  inequality  of  the  charge  upon  different  classes 
5 N of 
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of  goods.  It  is  quite  obvious  that  the  charge 
■which  is  sufficient  for  a roadside  station  is  not 
nearly  sufficient  for  a London  station  ; and  that, 
in  amalgamating  the  two,  and  taking  the  average, 
you  are  charging  one  sort  of  traffic  more  than  it 
ought  to  be  charged,  and  another  sort  less  ; but, 
whether  that  disadvantage  is  counterbalanced  by 
the  simplicity  and  the  public  knowledge  of  what 
the  terminal  is,  is  to  be  more  than  I can  say 
without  hearing  what  the  trading  public  have 
to  say  to  it. 

163G2.  Under  the  head  of  the  uncertainty  of 
the  charges,  would  you  agree  that  this  complaint 
is  distinctly  jn’oved  ? — Certainly. 

16363.  But  what  is  your  view  with  reference 
to  the  Acts  of  Parliament,  the  schedules  and  the 
classification  under  which  railway  companies 
charge ; they  are  naturally  difficult  to  under- 
stand, are  they  not  ? — They  are  necessarily  diffi- 
cult from  the  way  in  which  they  have  grown  up, 
and  from  the  way  in  which  the  actual  charges 
have  been  made,  which  has  been  made,  for  the 
most  part,  as  far  as  I ca-u  understand,  without  the 
slio'htest  reference  to  the  Acts  of  Parliament. 

O 

16364.  Are  you  in  favour  of  the  adoption  of  a 
uniform  classification  by  the  railway  companies  ? 
— It  would,  no  doubt,  be  a very  desirable  thing, 
in  order  that  the  public  might  be  able  to  learn  at 
once  what  is  the  maximum  charge  which  can  be 
imposed  upon  them.  I understand  that  what  has 
been  suggested  is,  that  there  should  be  a new 
classification,  and  that  that  classification  should 
be  purchaseable  by  any  person  who  wishes  to  get 
it.  That  classification  would  not  give  the  actual 
rates  charged,  but  it  would  give  the  classes  into 
W'hich  the  goods  would  be  divided.  The  rate 
could  be  obtained  by  writing  to  the  company ; 
but,  with  the  classification  in  his  hand,  the  trader 
could  see  in  what  class  his  goods  were  charged, 
and  would  be  able  to  compare  the  charge  made 
for  those  goods  with  the  charge  made  for  other 
goods  ; and,  moreover,  if  I understand  the  pro- 
posal rightly,  the  classification  would  include 
a new  schedule  of  maximum  rates,  and  in  that 
case  he  would  be  able  to  see  whether  the  rate 
quoted  to  him  exceeded  tlie  maximum  rate  or 
not.  It  would  not  give  the  public  a knowledge 
of  what  they  were  to  be  charged,  but  it  would 
give  them  the  means  of  ascertaining  whether  the 
charge  quoted  or  made  was  in  excess  of  the  maxi- 
mum, or  not. 

16365.  With  regard  to  the  pro{)osal  to  insist 
upon  the  railway  companies  consolidating  the 
clauses  under  xvhich  they  charge,  do  you  think  it 
would  be  a difficult  thing  for  them  to  do? — Of 
course,  if  what  I have  stated  as  xvhat  1 under- 
stand to  be  their  proposal  is  correct,  they  would 
bo  obliged  to  consolidate  their  schedule  of  maxi- 
mum tolls ; in  fact,  a new  classification  would 
involve  and  carry  with  it  a new  schedule  of 
maximum  rates. 

16366.  But  I meant  each  railway  compan}' 
separately? — That  would  be  another  proposal. 
It  the  railway  companies  can  agree  with  one 
another  about  a general  schedule  of  maximum 
rates,  which  no  doubt  would  be  a difficult 
thing,  and  which  it  is  for  the  companies  to  say 
whether  they  can  do  it  or  not,  that  would  be  a 
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more  complete  job  ; but,  if  not,  it  would  be  a very 
desirable  thing  that  each  railway  company  should 
consolida*^e  its  own  schedules  of  maximum  rates, 
which  are  now  scattered  through  a great  variety 
of  Acts  of  Parliament.  The  existing  companies, 
consisting  as  they  do  of  a great  number  of  small 
companies  which  have  been  amalgamated,  have  a 
great  number  of  Acts  with  different  Schedules, 
and  it  would  be  a very  good  thing  if  each  com- 
pany could  get  a new  schedule  of  maximum  rates. 

16367.  In  default  of  the  larger  scheme  which 
you  have  shadowed  out,  it  would  be,  no  doubt,  a 
great  aid  to  the  traders  if  a new  classification 
could  be  adopted,  and  that  each  railway  company 
consolidating  its  Acts  should  place  all  its  rates  in 
a clear  form,  so  that  each  trader  looking  at  the 
classification,  and  finding  which  class  his  goods 
were  put  under,  would  be  able  to  tell  what  the 
maximum  charge  was  by  the  company? — Yes,  he 
would  be  able  to  compare  the  rate  made  to  him 
with  the  maximum  charge  by  the  company  ; always 
supposing  the  new  schedule  to  include  tei’minals, 
because  unless  it  does  include  terminals,  it  is  no 
use  telling  the  trader  the  mileage  charge. 

16368.  Another  part  of  the  scheme  would  be 
that  the  new  rate  book  should  distinguish  between 
the  fixed  terminal,  the  handling  terminal,  and 
the  mileage  rate  ? — That  would  be  very  desirable, 
if  practicable. 

Sir  Henry  Tyler. 

16369.  I understood  you  to  say  that  the  ob- 
ject was  to  enable  the  trader  to  see  what  the 
legal  maximum  was  at  a glance  ? — Will  you 
allow  me  to  explain  that  the  first  questioir  was 
with  reference  to  the  classification,  and  as  to  the 
maximum  charge,  and  as  to  that  I answered. 
Then  the  honourable  Chairman  asked  me  wliether, 
in  addition  to  that,  it  would  not  be  a good  thing 
if  the  rate  book  which  gives  the  actual  rate  charged 
should  distinguish  the  station  terminals,  and  the 
handling  terminals  from  the  mileage.  I think  it 
would  be  a very  good  thing  provided  it  could  be 
done  without  inconvenience,  of  which  I am  not  a 
good  judge. 

Chairman. 

16370.  Now  turning  to  the  question  of  in- 
equality of  charges  of  which  the  Committee 
have  had  many  complaints  ; in  fact,  the  bulk  of 
the  comjdaints  hax-e  been  with  regard  to  the  in- 
equality of  charges  from  one  place  to  another  ; 
but,  in  your  opinion,  is  this,  inequality  pro- 
ductive of  injury  to  the  trade  of  the  country  ? 
— As  far  as  I can  judge  it  is  not. 

16371.  I supjiose  you  would  say  that  while  on 
the  one  hand  one  portion  of  the  country  may  be 
a loser,  another  portion  of  the  country  is  a gainer, 
and  that  the  one  may  be  set  against  the  other?  — 
I am  not  quite  certain  that  I should  say  that  one 
portion  of  the  countiy  is  a loser,  but  I am  quite 
certain  that  another  portion  is  a gainer. 

16372.  Take  the  Liverpool  case,  which  is  very 
strong,  that  the  railway  company  carry  from 
Fleetwood,  Barrow,  and  other  ports  at  lower 
rates  comparatively  than  they  carry  from  Liver- 
pool to  a common  point ; would  you  contend  that 
even  as  to  that  Liverpool  was  not  a loser? — I am 

not 
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not  at  ail  sure  that  if  you  made  the  rates  ecjual 
Liverpool  would  be  a gainer  ; it  is  very  possible 
that  the  railway  company  might  raise  their  rates 
from  the  whole  traffic  instead  of  lowering  them  at 
Liverpool.  I would  put  it  in  this  way  : Sup- 
posing that  you  had  equal  mileage  rates  from 
Liverpool,  and  from  Hartlepool,  and  Barrow,  and 
all  those  more  distant  places  to  each  of  the  Lan- 
cashire towns,  then  the  railway  companies  would 
necessarily  lose  the  profit  they  now  gain  by  the 
carriage  from  the  more  distant  ports;  ex  hypothesi 
they  are  not  at  their  maximum  rates  at  Liverpool, 
Liver[)ool  would  then  get  a quasi  monopoly  of 
the  importation  of  goods  .to  those  places;  that 
would  render  it  possible  for  the  Liverpool  trade 
to  bear  a higher  rate,  and  the  railway  company, 
not  being  at  their  maximum  rates,  would  pro- 
bably, in  order  to  recoup  themselves  for  the  loss 
of  the  traffic  from  the  more  distant  ports,  raise 
their  rates  from  Liverpool.  It  appears  to  me 
that  everybody  would  suffer  all  round  by  any 
system  of  that  kind. 

16373.  Except  the  railway  companies  who 
would  be  where  they  were,  because  they  would 
put  on  to  Liverpool  what  they  had  lost  from  the 
other  towns? — Quite  so.  Will  you  allow  me  to 
say,  that  upon  that  subject  I should  like  to  refer 
to,  and  to  adopt  entirely  the  opinions  given  by 
the  Duke  of  Devonshire’s  Commission  of  1867, 
and  the  joint  Committee  of  the  House  of  Lords 
and  the  House  of  Commons  in  1872. 

16374.  Now,  upon  the  question  of  the  refusal 
to  carry  goods.  I believe,  in  your  opinion,  the 
law  is,  that  if  a railway  company  carry  for  one 
person  they  must  carry  for  another;  but  that 
they  could  legally  refuse  to  carry  for  anybody  ? 
— I believe  that  is  so.  I think  the  cases  men- 
tioned of  any  refusal  of  that  kind  are  so  few  that 
it  is  not  an  important  point. 

16375.  It  would  be  so  contrary  to  their  in- 
terests to  do  it? — It  would  be  entirely  contrary 
to  their  interests  to  do  it. 

16376.  Now,  with  reference  to  these  combina- 
tions of  the  railway  companies  to  keep  up  charges, 
which  are  called  “ conferences,”  I think  they  are 
universal  ill  all  large  dealings? — Such  combina- 
tions are  universal  in  all  large  dealings  ; they 
are  unavoidable. 

16377.  Now,  turning  to  the  difficulties  of  en- 
forcing the  law  ; the  first  complaint  we  have  of 
importance  is,  that  the  present  tribunal,  whieh  is 
called  the  Railway  Commission,  has  no  power 
to  enforce  upon  the  companies  the  duties  imposed 
on  them  under  their  special  Acts  ? — The  Railway 
Commissioners  have  only  the  special  jurisdiction 
given  to  them  by  the  Act  which  created  them. 

16378.  AVould  you  be  in  favour  of  giving  that 
jurisdiction,  vvhatever  it  might  be,  to  the  special 
railway  tribunal  ? — I would. 

16379.  Then,  with  reference  to  the  power  to 
give  damages,  the  Railway  Commissioners  have 
no  power  now  to  give  damages  ? — I think  that 
where  the  Railway  Commissioners  have  power  to 
settle  whether  a charge  is  a right  charge  or  not, 
it  would  be  much  better  that  they  should  be  able 
to  settle  at  the  same  time  what  damage  the  trader 
has  suffered  by  reason  of  the  overcharge,  and  to 
order  payment  of  that  amount;  it  .would  save  an 
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additional  action.  And,  where  there  is  proved 
to  be  a a regular  and  constant  overcharge  by 
the  Railway  Companies,  the  Railway  Commis- 
sioners should  1 think,  have  power  to  i.ssue  an 
injunction,  with  an  easy  remedy,  against  the  over- 
charge, so  as  to  settle  both  for  the  past  and  the 
future  the  question  of  overcharge. 

Sir  Daniel  Gooch. 

16380.  Is  not  that  power  now  in  the  courts  of 
law  ? — But  if  you  are  to  go  before  the  Railway 
Commissioners  to  settle  whether  there  is  an  over- 
charge or  not,  it  is  a waste  of  time  to  have  to  go 
before  another  tribunal  to  recover  damages. 

16381.  But  you  can  go  before  the  county 
court  now,  can  you  not,  where  there  is  an  over- 
charge?— Yes  ; but  I want  to  prevent  the  neces- 
sity of  going  before  the  county  court  as  well  as 
the  Railway  Commissioners ; I wish  to  give  one 
court,  whichever  it  is,  power  to  settle  the  whole 
question  at  once. 

Chnirrnnn. 

16382.  Would  you  say  that  you  think  that  the 
complaint  that  the  proceedings  are  expensive  is 
well  founded? — I have  no  doubt  that  the  pro- 
ceedings are  vei’y  expensive. 

1638.3.  And  with  reference  to  this  very  fre- 
quent complaint  which  has  been  made  before  the 
Committee  that  the  railway  companies  have  it 
in  their  j^ower  to  annoy  an  applicant  if  he  appears 
before  the  Railway  Commissioners ; have  you 
formed  any  opinion  as  to  wh(ither  that  is  a good 
ground  of  complaint  ? — It  is  quite  clear  that  it  is 
a very  formidable  thing  to  fight  a railway  com- 
pany, but  I do  not  quite  see  how  the  difficulty  is 
to  be  avoided. 

16384.  And  I would  ask  you  with  regard  to 
that,  supposing,  as  has  been  suggested,  the  Board 
of  Trade  were  put  in  motion  by  those  complain- 
ants, they  would  be  just  as  much  exposed  to  the 
anger  of  the  railway  companies,  if  it  exist  at  all, 
as  if  they  went  before  the  Railway  Commis- 
sioners? — Yes,  they  would  be  in  the  position  of  a 
relator  who  puts  tbe  Attorney  General  in  motion, 
they  would  be  the  virtual  complainants;  but  I 
would  give  power  to  every  public  body  represent- 
ing trade  in  any  way  to  bring  a case  before  the 
Railway  Commissioners  ; and  1 would  also  make 
it  as  easy  as  possible  for  any  municipal  body,  and 
also,  if  there  were  such  a body,  for  the  body  repre- 
senting a county  or  district,  to  bring  a case 
before  the  Railway  Commissioners. 

Sir  Ihildwyn  Leighton. 

16385.  Such  as  Agricultural  Chambers? — 
Yes,  if  there  were  any  such  representing  large 
interest. 

Mr.  Gregory. 

16386.  Are  solicitors  allowed  to  appear  before 
the  Railway  Commissioners  ? — They  have  been 
allowed  to  appear  before  the  Bailway  Commi  • 
sioners,  but  1 believe  the  Railway  Commissioners 
have  the  right  to  refuse  to  hear  a solicitor  if  they 
see  fit. 

16387.  VYas  not  there  a case  in  which  a soll- 
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citor  Avas  permitted  to  appear,  the  objection  of 
the  other  side  being  withdrawn  ? — I think  that 

that  was  so,  • i . -vr 

16388.  But  no  riglit  was  established?  — No 
right  was  established ; at  least,  so  I believe. 

]\Ir.  Monk. 

16389.  The  Railway  Commissioners  have  not 
refused  to  hear  a solicitor,  have  they  ? On  that 
occasion  they  did,  I believe,  refuse  to  hear  a 
solicitor  at  first. 

Mr.  Gregory. 

16390.  Do  you  see  any  reason  why  a solicitor 
shoidd  not  appear  before  the  Railway  Commis- 
oioners? — None  whatever. 

Sir  Daniel  Gooch. 

16391.  Hoav  does  a Chamber  of  Commerce  re- 
present trade ; they  are  not  elected  by  any  body, 
they  are  merely  self  constituted  ; there  is  no  re- 
presentation in  a Chamber  of  Commerce  ? 
Chambers  of  Commerce  do  represent  trade  to  a 
certain  extent;  Chambers  of  Commerce  have 
shown  themselves  influential  and  important  bodies 
lately  on  several  occasions. 

16392.  Asa  rule  there  are  tAVO  or  three  busy 
men  Avho  put  themseB'es  forAvard  ; is  not  that 
what  it  amounts  to? — I should  hardly  agree  with 
that  statement,  speaking  generally. 

Mr.  Monk. 

16393.  Are  not  Chambers  of  Commerce  incor- 
porated?— Yes,  many  of  them.  I will  put  in  a 
list  of  those  incorporated  since  1867,  under  the 
23rd  section  of  the  Companies  Act  of  1867 . (*S'ec 
Appendix.)  They  have  not,  I believe,  any  fixed 
constitution  ; but  you  Avould  have  this  safeguard, 
that  they  would  have  to  spend  money  in  coming 
before  the  Railway  Commissioners. 

Sir  Daniel  Gooch. 

16394.  Hoav  would  the  railway  companies  be 
able  to  get  their  costs  before  the  Railway  Com- 
missioners?— They  Avould  have  to  get  security 
for  costs. 

ISIr.  Gregory. 

16395.  Are  you  not  in  the  habit  of  recog- 
nising chambers  of  commerce? — Yes,  they  give 
us  much  information  in  many  cases. 

Sir  Henry  Tyler. 

16396.  You  are  proposing  to  give  a chamber 
of  commerce  poAver  to  api)ly  for  damages  in  the 
case  of  overcharges,  and  so  on? — It  Avould  rest 
with  the  court  to  decide  Avhether  a case  is  a just 
case  or  not ; I think  whatever  association  of  this 
kind  you  enable  to  go  before  the  Raihvay 
Commissioners,  the  railAvay  organisation  Avould 
be  still  more  poAverful,  still  more  Avealthy,  and  still 
more  able  to  fight  their  OAvn  battles  than  any 
such  association.  I should  like  to  put  it  in  this 
Avay : the  alternative  Avould  be  to  giA'C  poAver  to 
the  Government ; I think  that  Avould  be  worse 
for  the  Government,  the  public,  and  the  raihvay 
companies. 

16397.  I do  not  knoAV  Avhere  that  alternative 
arises? — It  has  been  suggested,  and  very  much 
pressed. 


Chairman. 

16398.  Upon  the  question  of  an  equal  mileage 
rate,  Avhich  is  a rate  directly  in  proportion  to  the 
number  of  miles  run,  Avill  you  shortly  say  Avhat 
your  view  is? — I entirely  adopt  the  vieiv  of 
the  Royal  Commission  of  1867,  and  of  the 
joint  Committee  of  1872. 

16399.  Noav,  turning  to  the  other  suggestion 
Avhich  has  been  made,  namely,  that  the  rate 
should  bear  a fixed  proportion  to  the  pi’ofit  Avhich 
is  made  out  of  the  traffic,  Avhat  have  you 
to  say  ? — I do  not  think  the  thing  is  practi- 
cable. 

16400.  Do  you  think  it  Avould  be  impossible 
to  find  out  the  degree,  of  profit  attaching  to  any 
description  of  traffic  ? -It  Avould  be  quite  im- 
possible for  the  Government,  or  the  Legislature, 
or  any  department  to  do  it ; I doubt  whether 
the  railway  companies  could  do  it  themselves. 

16401.  Assuming,  for  the  sake  of  argument, 
that  it  Avould  be  practicable,  Avhat  Avould  be  the 
result  Avith  reference  to  competition  ? — It  Avould 
put  an  end  to  competition,  or  put  an  end  to  the 
very  large  competition  Avhich  noAV  exists. 

16402.  Because  the  raihvay  companies  AA’ould 
level  up,  and  not  level  down  ? — Probably  ; I 
think  the  persons  Avho  AAmuld  gain  by  it  on  the 
Avhole  as  a large  class,  so  far  as  I can  see,  are  the 
steamers,  and  those  engaged  in  the  Avater  traffic  ; 
the  probable  result  would  be  to  raise  the  rates 
throughout. 

16403.  I suppose  you  AAmuld  unhesitatingly 
say  that  Parliament  Avould  never  fix  the  loAvest 
scale  of  profit  as  the  maximum  ? — They  could 
not  possibly  do  it. 

16404.  In  the  first  place,  it  would  ruin  the 
raihvay  companies  if  they  did  ? — They  could  not 
do  it  ; it  Avould  be  robbery. 

16405.  We  have  had  this  ansAver  made  by 
certain  Avitnesses,  that  Ioav  rates  increase  the 
traffic,  and  that  if  you  compel  the  railway  com- 
panies to  adopt  those  equal  rates,  they  Avill  level 
down  in  order  to  increase  their  traffic,  and  so 
recoup  themselves  in  that  w^ay ; Avhat  do  you  say 
to  that  ? — I think  that  prima  facie  there  is  a 
great  deal  in  Avhat  is  said  ; and  I Avould  point  to 
Avhafc  has  happened  in  the  case  of  passenger 
traffic  to  show  that  Ioav  charges,  on  the  Avhole, 
are  more  beneficial  to  the  railway  comj)anies  than 
high  charges ; and  further,  that  the  railway  com- 
panies do  not  always  find  that  out  at  once  ; any- 
one Avho  Avill  look  at  the  history  of  the  third- 
class  passenger  traffic  Avill  see  that ; Avhereas  at 
jiresent  it  is  the  branch  of  the  passenger  traffic  from 
which  the  raihvay  companies  receive  the  greatest 
amount  of  income,  and  is  developing  Avith  the 
greatest  rapidity ; it  AA’as  a long  Avhile  before  the 
railway  companies  saiv  that,  and  gave  such  facili- 
ties as  to  encourage  that  traffic ; but  it  is  seen 
noAv.  I do  not  knoAV  Avhether  it  is  ad  rem  at  the 
present  stage  of  this  inquiry  ; but  I have  Avith 
me  a table  of  the  passenger  traffic,  shoAving  hoAV 
enormously  that  traffic  has  increased,  as  com- 
pared with  the  higher  class  traffic. 

Mr.  Monk. 

16406.  That  is  quite  undisputed  ? — Yes,  that 
is  quite  undisputed,  I believe. 

16407.  Do 
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Sir  Daniel  Gooch. 

1G407.  Do  you  know  Avhethev  the  railway  com- 
panies agree  with  }Ou  that  that  is  more  jjrofitable 
than  the  higher  class  traffic? — I do  not  know  what 
is  the  cost  ol  it ; I only  say  that  the  receipts  from 
the  third  class  traffic  are  very  much  larger  and 
growing  much  faster  than  tliose  of  the  first  and 
second  class.  I (mly  put  that  as  an  illustration, 
but  what  I was  going  on  to  say  was  this;  that 
very  likely  the  same  thing  may  be  true  of  the 
goods  traffic.  It  seems  to  me  that  the  present 
system  under  which  sea  competition  exists  with 
the  railways,  forces  the  railway  companies  to  try 
the  experiment  of  very  low  rates  upon  a great 
quantity  of  the  traffic  ; whereas  if  you  had  mile- 
age rates  or  rates  equalised  with  regard  to  cost 
or  in  any  other  way,  they  could  not  try  those 
experiments.  Therefore  I think  the  present 
system  of  rates  differentiated  in  consequence  of 
competition,  leads  to  exactly  what  you  want,  viz., 
trying  the  experiment  of  very  low  rates. 

Chairman. 

16408.  Then,  looking  at  the  question  also  from 
the  point  of  view  of  the  public,  the  inland  towns 
which  are  charged  higher  than  towns  on  the  sea 
coast  are  merely  paying  the  natural  penalty  of 
being  inland  towns,  and  not  having  an  equally 
good  geographical  position  ? — Quite  so  ; on  the 
Avhole  I should  think  the  inland  towns  were  pro- 
portionately better  off  than  before  the  railways 
existed ; because,  before  the  railways  existed, 
sea-side  towns  had  the  water  traffic  to  themselves, 
but  now  the  railways  afford  a kind  of  competition 
with  that  traffic,  and  bring  a great  many  places 
into  communication  with  one  another  which  could 
not  have  been  brought  into  communication  before. 

16409.  An  honourable  Member  of  the  Com- 
mittee would  like  an  illustration  of  the  point; 
for  instance,  some  inland  town  which  com- 
plains of  a lower  rate  being  given  to  a neigh- 
bour on  the  sea  coast,  and  which  inland  town, 
if  no  railways  had  been  constructed  at  all, 
would  have  been  in  a worse  position  than  it 
is  at  this  moment  ? — I will  give  an  illus- 
tration whlcb  will  show  xvhat  I mean,  without 
committing  myself  as  to  the  facts.  South  Staf- 
fordshire is  complaining  very  much  of  the  rates  to 
and  from  different  points,  both  for  bringing  what 
it  wants  and  for  carrying  away  its  manufactures. 
There  is  traffic,  as  I understand,  between  the 
South  Wales  iron  district  (which  competes  with 
Staffordshire)  and  Liverpool,  for  which  there  is 
competition  by  sea  ; and  the  consequence  is  that 
the  railway  rates  from  the  South  Wales  district 
to  Liverpool  are  lower  proportionately  than  the 
rates  from  South  Staffordshire  to  Liverpool.  Sup- 
posing that  to  be  the  fact,  xvhich  I rather  think 
it  is,  if  there  were  no  railways.  South  Stafford- 
shire would  be  worse  off  in  getting  its  traffic  to 
Liverpool  than  at  present,  whereas  South  Wales 
would  have  its  traffic  by  sea  just  as  it  is  now. 

16410,  Now  with  reference  to  this  question  of 
a preference  given  by  railway  companies  to  cer- 
tain docks  of  their  own  over  other  docks,  the 
railway  companies  do  that  noxv,  I suppose,  in 
your  opinion,  because  they  think  it  answers  their 
purpose  ? — Quite  so. 

16411.  That  is  to  say,  there  is  or  xvill  be  a 
trade  from  those  docks  which  will  pay  for  the 
outlay  of  their  money  ? — Quite  so ; they  have 
laid  out  money  upon  the  docks ; xvhether  it 
is  a good  thing  for  the  railway  companies  or 
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the  country  that  the  railway  companies  hould 
possess  docks  or  harbours  is  another  question. 

Sir  Daniel  Gooch. 

16412,  At  all  events,  railway  companies  own 
docks  under  Parliamentary  authority  at  present? 
— Quite  so. 

Chairman. 

16413.  Then  it  could  hardly  be  conceivable 
that  a railway  company  would  make  an  outlay 
in  docks,  for  instance,  at  Barrow  and  Fleetwood, 
if  the  result  of  it  were  to  be  the  destruction  of 
the  valuable  traffic  they  already  have  from  places 
like  Liverpool? — That  is  so.  It  is  idle  to  sup- 
pose that  railway  companies  wish  to  destroy  the 
trade  they  have  from  Liverpool  to  inland  dis- 
tricts ; in  fact,  the  enormous  expenditure  that 
they  have  made  in  Liverpool  shows  that  the 
contrary  is  the  case. 

16414.  On  the  whole,  do  you  think  the 
country  gains  by  these  rival  routes  to  the  out- 
ports  ? — I do,  distinctly. 

16415.  Now  with  reference  to  the  remedy 
Avhich  the  law  already  gives  for  undue  pre- 
ference, in  words  the  protection  given  is  ample, 
I think  ? — It  is. 

16416.  Whether,  in  practice,  the  Raihvay 
Commissioners  or  the  courts  have  given  decisions 
adequate  to  satisfy  is  another  matter ; but,  in 
your  opinion,  I believe,  the  question  is  whether 
their  decisions  may  not  have  gone  too  far  ? — As 
far  as  I understand  the  decisions  in  Evershed’s 
case  and  Budd’s  case,  they  have  laid  down  prin- 
ciples which,  if  carried  much  further,  might 
destroy  that  competition,  which  I have  said  is, 
in  my  opinion,  advantageous. 

Mr.  Barclay. 

16417.  Whom  do  you  mean  by  ‘‘  they  ; ” the 
Railway  Commissioners  ? — The  courts  of  law  in 
Evershed’s  case  and  in  Budd’s  case ; it  was  not 
the  Railway  Commissionei’s. 

16418.  Which  courts  do  you  refer  to  ? — Ever- 
shed’s case  was  cai'ried  from  the  Queen’s  Bench 
to  the  Court  of  Appeal,  and  from  the  Court  of 
Appeal  to  the  House  of  Lords,  and  it  is  a very 
interesting  case  to  read  ; I have  been  struck,  in 
looking  at  it  this  morning,  by  the  reasons  given 
by  the  different  judges,  some  of  which  seem  to 
me  to  be  open  to  much  observation. 

16419.  1 merely  wished  to  point  out  that  I 
inferred  it  was  the  Railway  Commissioners  from 
what  you  said  ? — It  was  the  courts  of  law  ; Ever- 
shed’s case  arose,  not  only  under  the  undue  i)re- 
fereuce  clause  in  the  Act,  which  gives  the  Rail 
way  Commissioners  jurisdiction;  but  also  u[)on 
the  clause  against  undue  preference  contained  in 
the  original  Raihvay  Clauses  Act  of  1845  ; in 
fact,  it  was  decided  upon  that  clause,  almost  more 
than  upon  the  other.  Evershed’s  was  a case  in 
which  a great  brexver’s  yard  adjoined  tiie  station 
of  the  Midland  Railway  Company ; and  the 
London  and  North  Western  Railway  Company, 
in  order  to  get  his  traffic,  did  his  cartage  to 
their  station  for  nothing,  whilst  they  did  not 
give  the  same  advantage  to  Evershed,  whose 
yard  did  not  adjoin  the  station  of  any  rail- 
way company.  Lord  Justice  Cotton  says, 
“ 1 think  this  an  undue  preference.  I take  it 
that  when  a railway  company  receive  goods  to 
be  carried  over  the  same  line  under  circuin 
stances  involving  the  same  cost  and  the  same  risk 
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to  themselves,  and  in  respect  to  these  goods 
render  the  same  services,  there  is  an  undue  pre- 
fereiice  if  a higher  charge  is  made  to  some 
customers  than  to  otliers.”  If  that  were  adopted 
as  a general  principle,  it  would  mean  the  equal 
charges  whicli  we  have  been  speaking  of.  But 
then,  on  the  other  hand,  I was  no  less  struck 
by  the  language  of  a great  commercial  lawyer, 
viz..  Lord  Blackburn,  in  the  House  of  Lords, 
who,  in  giving  his  decision,  puts  it  in  this 
way  : he  says,  “ It  may  be  (but  I do  not 
give  any  ojnnion  as  to  thal)  that  it  would  have 
been  provident  and  proper  on  the  part  of  the 
Legislature  in  making  the  enactment,  to  say  that 
there  sliould  be  an  exception  in  such  cases,  and 
that  there  might  be  a different  rate  ^iven  in  order 
to  coax  and  induce  trafhc  to  go  by  a different 
route  from  that  by  which  it  Avould  otherwise  have 
gone.  However,  whether  that  would  have  been 
a jn’udent  and  proper  thing  for  the  Legislature  to 
say  or  not,  it  is  not  what  the  Legislature  has  said, 
and  it  is  very  likely  that  it  was  the  intention  of 
the  Legislature  not  to  say  it,  because  it  was 
thought  that  if  equality  of  charge  is  to  be  dis- 
regarded under  any  circumstances,  that  might  be 
made  a cloak  for  making  inequalities  of  charge 
under  unjustifiable  circumstances.  I do  not  know 
whether  that  was  the  motive  and  intention  of  the 
Legislature  or  not,  and  I do  not  inquire.  What 
the  Legislature  has  clearly  said  is,  that  the  tolls  ” 
(his  Lordship  is  speaking  now  of  the  Act  of  1845) 
“ must  be  charged  equally  to  all  persons  under 
tl\e  same  circumstances.’’  Lord  Blackburn, 
therefore,  puts  the  decision  upon  the  words  of  the 
Act  of  1845,  and  not  iq)on  the  general  principle 
which  Lord  Justice  Cotton  jmts  it  upon. 

16420.  Who  decided  Budd’s  case?  — Budd’s 
case,  I think,  was  decided  afterwards  upon  the 
strength  of  Evershed’s  case. 

16421.  M'here  ? — In  the  Court  of  Exchequer. 
That  was  a case  in  which  one  trader  lived  at  a 
port,  and  could  send  his  goods  by  sea,  and  another 
lived  inland,  on  the  same  railway,  and  it  was  held 
to  be  an  undue  preference  to  carry  for  the  first 
trader  at  a lower  rate  than  for  the  second  trader. 

Mr.  Gregory. 

16422.  This  Act  of  1845  was  modified,  was  it 
not,  as  regarded  equal  rates? — Yes;  but  the 
decision  in  Evershed’s  case  was  upon  the  Act  as 
modified. 

Chairman. 

16423.  Then  there  is  the  Denaby  case,  which 
also,  I believe,  in  your  opinion,  would  appear  to 
lead  to  an  equal  mileage  jn-inciple  ?— It  a2)pears 
to  me  so  ; I have  not  the  exact  particulars  of  the 
Denaby  case  ; but  seeing  what  has  been  stated 
about  the  case  in  the  newspapers,  and  in  the 
evidence  before  this  Committee,  it  seems  to  put 
an  end  to  the  princijJe  of  grouping. 

16424.  There  was  an  equal  mileage-rate  or- 
dered in  the  Denaby  case,  except  that  there  was 
a fixed  terminal  Avhich  was  allotted,  whatever  the 
distance? — Yes,  that  was  so. 

16425.  That,  of  course,  modified  the  equal 
mileage  rate  to  a certain  extent? — Tes;  but  it 
was  equal  mileage,  as  far  as  it  went. 

16426.  Then  I may  sum  up  shortly  your 
opinion  upon  this  matter  as  being  that  you  do 
not  think  there  is  any  ground  for  legislative  in- 
terference generally,  either  for  the  purpose  of 
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enforcing  equal  mileage  or  any  other  form  of 
equality  of  charge  ? — I do  not. 

16427.  You  are  speaking  with  regard  to  the 
future? — Quite  so. 

16428.  Now,  the  Committee  have  had  before 
them  a suggestion  that  this  special  tribunal, 
whatever  it  may  eventually  be,  however  modified, 
with  regard  to  raihvays,  should  have  pow'er  to 
revise  the  statutory  rates;  the  Joint  Committee 
of  1872  made  some  observations  about  that,  I 
think? — Yes;  and  I adopt  what  they  said  about 
that. 

16429.  Will  you  refer  us  to  the  passages 
which  you  more  especially  have  in  your  mind? — 
They  are  as  follows,  under  the  heading  “perio- 
dical revision  of  rates  and  fares.”  They  say,  “ the 
above  difficulty  has  been  felt  by  many  of  the 
witnesses,  and  they  have  accordingly  suggested 
that  there  should  be  a periodical  revision  of  rates 
and  fares.  Here,  again,  we  are  met  in  the  first 
instance  by  the  same  difficulty  as  before.  The 
companies  will,  if  experience  is  any  guide,  con- 
stantly, for  their  own  sakes,  chai’ge  less  than  their 
legal  maxima.  Is  this  revision  to  take  effect  on 
their  legal  maxima,  or  on  the  actual  rates  as  they 
voluntarily  reduce  them?  If  the  former,  its  results 
will  be  small  ; if  the  latter,  it  will  be  difficult  to 
effect,  and  may  bear  hardly  upon  the  companies 
in  stereotyinng  a temporary  or  experimental  re- 
duction ; in  fact,  the  proposals  for  revision  of 
rates,  if  they  are  to  be  effectual,  really  presup- 
pose some  such  determination  of  rates  according 
to  a fixed  standard  as  we  have  considered  above. 
If  there  are  no  ‘special  rates,’  it  is  a comparatively 
simple  thing  to  make  a general  reduction.  If 
there  are  ‘ special  rates,’  it  becomes  a very  diffi- 
cult task.  But  a still  more  serious  question  with 
respect  to  periodical  revision,  is  the  question, 
‘ On  what  principle  is  it  to  be  performed,  and  by 
Avhom.’  If  it  is  to  be  purely  arbitrary,  if  no  rule 
is  to  be  laid  down  to  guide  the  revisers,  the 
power  of  revision  will  amount  to  a jrower  to  con- 
fiscate the  jrroperty  of  the  companies.  It  is  not 
likely  that  Parliament  would  attempt  to  exercise 
any  such  power  itself,  still  less  that  it  would 
confer  such  a power  on  any  subordinate  authority. 
Accordingly  the  witnesses  have  suggested  that 
the  revision  should  take  effect  under  conditions 
which  would  reserve  to  the  companies  a reason- 
able amount  of  profit ; and  to  some  revision 
founded  on  this  princiiile,  it  appears  from  the 
evidence  that  some  at  least  of  the  principal  rail- 
way companies  would  not  object.  This  leads  to 
the  consideration  of  the  further  important  ques- 
tion whether  it  is  possible  or  desirable  to  fix  by 
law  a maximum  of  profit  or  dividend.  If  it  is 
not  possible  or  desirable  to  do  so,  any  periodical 
and  systematic  revision  of  charges  by  any  au- 
thority subordinate  to  Parliament  may  be 
pronounced  impracticable.” 

16430.  I do  not  know  whether  in  your  exami- 
nation in  chief  there  is  anything  you  Avould  like 
to  add  to  Avhat  you  have  said  upon  the  question 
of  terminals.  I think  your  point  is  that,  in  your 
opinion,  railway  companies  have  a right  to  de- 
mand terminals,  but  that  you  think  there  is  great 
dilliculty  in  fixing  them  ; that  the  circumstances 
vary  so  much  that  they  must  be  left  to  the  cir- 
cumstances of  each  individual  case  ? — I would 
rather  wish  to  leave  it  more  vaguely  than  that ; 
that  I am  not  prepared  to  give  an  opinion 
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wliether  fixing  one  universal  charge  would  be 
beneficial  to  the  public  or  not;  the  public  would 
gain  in  knowledge  and  in  simplicity  of  charge, 
but  the  charges  would  not  be  so  fair.  Which  of 
these  considerations  should  govern  the  case  is  a 
matter  to  be  considered  by  the  railway  companies 
and  the  public,  and  by  this  Committee. 

16431.  But  you  would  agree  with  Avhat  you 
have  heard  of  the  attempts  made  in  1861  and 
1866,  to  fix  the  terminals? — Yes  ; Mr.  Grierson 
has  given  an  accurate  account  of  the  history  of 
that  subject. 

16432.  'fhe  coalowners  objected  to  it,  as  we  are 
told  ? — Yes,  they  felt  that  it  would  give  railway 
companies  some  gi’ound  for  charging  more  than 
they  were  actually  charging. 

16433.  Was  it  in  consequence  of  this  that 
the  Act  of  1873  gave  the  Railway  Commis- 
sioners jurisdiction  to  decide  upon  the  reasonable- 
ness of  the  terminal  charge  ? — Yes,  in  pursuance 
of  the  Report  of  the  Committee  of  1872. 

16434.  Did  you  say  that  the  railway  companies 
were  entitled  to  charge  these  station  terminals ; 
your  evidence,  I think,  was  that  you  would  not 
express  an  opinion  upon  the  legal  bearing  of  the 
case,  but  that  you  considered  in  equity  they 
Avere? — In  equity  I considered  they  were;  but 
the  Acts  vary  so  much  that  it  is  impossible  to 
give  any  general  opinion  upon  their  construction, 
even  if  I were  competent  to  do  so. 

Mr.  Gregory. 

16435.  Have  you  any  opinion  with  reference 
to  the  intention  of  Parliament  in  giving  that 
terminal  clause  ? — It  is  quite  clear  that  when 
Parliament  fiist  dealt  with  this  matter,  Parlia- 
ment did  not  contemplate  that  the  railway  com- 
panies would  act  as  carriers  as  they  have  done  ; 
therefore  you  may  say  that  the  mind  of  Parlia- 
ment was  blank  upon  the  subject. 

16436.  You  do  not  agree  with  the  opinion  of 
the  Commissioners  of  1867  upon  that  point? — I 
am  speaking  now  of  quite  the  earliest  period  of 
railway  legislation;  I quite  agree  that  the  prac- 
tice of  Parliament  has  been  such  as  to  justify  the 
terminal. 

16437.  Let  me  refer  you  to  the  following 
paragraph  from  the  Report  of  the  Commissioners 
on  Railways  in  1867,  “ It  would  thus  appear 
that,  although  there  is  great  diversity  in  the 
clauses  of  this  nature,  Parliament  noAV  considers 
that  the  maximum  rate  should,  as  a rule,  cover 
all  the  cost  of  conveyance,  and  use  of  raihvays 
and  sidings  for  the  receipt  of  trucks  ready  laden, 
but  not  the  cost  of  loading,  covering,  or  unload- 
ing. Thus,  if  a railway  company  provide  special 
means  for  facilitating,  loading,  covering,  and  un- 
loading, or  allow  goods  to  remain  in  the  stations 
beyond  a reasonable  time,  they  Avould  apparently 
under  their  powers,  and  the  intentions  of  Parlia- 
ment, be  enabled  to  charge  for  such  services. 
But  whatever  Parliament  may  have  intended, 
railway  companies  seem  to  have  generally  inter- 
pretated  their  Acts  of  Parliament  as  authorising 
them  to  make  additional  charges  for  the  expense 
of  constructing  sidings,  as  Avell  as  of  working 
them,”  what  have  you  to  say  with  regard  to  that? 
— Before  I give  an  answer  upon  that  point,  I 
must  read  the  whole  of  Avhat  they  said  u])on  the 
subject ; it  Avould  not  be  quite  fair  to  take  it  by 
itself. 
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Chairman. 

16438.  That  is  the  legal  aspect  of  the  case? — 
They  say  that  the  maximum  rate  in  the  mileage 
rate  should,  as  a rule,  cover  all  the  cost  of  con- 
veyance and  use  of  railways  and  sidings  foi  the 
receipt  of  trucks  ready  laden  ; it  is  merely  “\on- 
veyance  and  use  of  railways  and  sidings.”  That 
passage  rather  shirks  the  question  ; the  language 
of  the  Committee  of  1872,  1 think,  is  very  plain. 
These  terminals,  they  say,  “ coinpidse  charges  for 
all  the  various  services  rendered  by  railway  com- 
panies as  carriers,  and  above  the  actual  carriage 
along  the  line,  e.  g.,  use  of  stations,  porters, 
warehouses,  carts,  &c.” 

]Mr.  Gregory. 

16439.  Then  the  Committee  refer,  in  cor- 
roboration of  that,  to  the  Report  of  1867?  — 
They  do. 

16440.  Then,  taking  that  passage,  do  you 
conceive  that  their  Rei)ort  bears  them  out? — I 
am  inclined  to  think  that  the  Commissioners,  if 
they  were  asked,  would  have  said  that  by 
“ sidings”  they  did  not  mean  stations  and  station 
yards,  such  as  we  have  them  now,  but  only  just 
sufficient  standing  room  for  the  Avago-ons. 

16441.  When  they  say  that  the  maximum  rate 
should,  as  a rule,  cover  all  the  cost  of  conveyance 
and  the  use  of  railAvays  and  sidings  for  the 
receipt  of  trucks,  you  do  not  tliink  that  includes 
“ stations  ” ? — They  say,  “ use  of  sidings  ” ; they 
do  not  say,  “ stations.” 

16442.  But  there  are  exceptions;  for  example, 
the  cost  of  loading,  covering,  and  unloading  ! — 
You  might  very  Avell  contend  that  that  included 
the  place  Avhich  it  Avas  necessary  to  have  in 
order  to  load  or  unload.  iMy  strong  impression  is 
that  the  Commission  of  1867  Avere  in  favour  of 
“station  terminals.” 

16443.  You  are  aware  that  under  the  Act  of 
1845  the  Avord  “railway”  includes  stations? — 
Yes,  I am  aware  of  that  ; that  is  a point  against 
the  railway  companies  ; I Avish  clearly  to  give  no 
opinion  upon  the  legal  question. 

Chairman. 

16444.  I think  you  are  of  opinion  that  the 
provisions  Avhich  enacted  that  the  rates  should 
be  exhibited  at  every  station  have  not  been  satis- 
factorily carried  out  ? — I think  it  is  quite  clear, 
from  the  form  Avhich  the  complaints  have  taken  be- 
fore this  Committee,  that  people  do  not  understand 
Avhat  the  railways  are  doing  ; and  that  there  is  still 
a Avant  of  complete  publicity  and  knoAvledge;  and, 
therefore,  while  I do  not  say  that  the  raihvay 
companies  have  not  carried  out  fairly  the  Act  of 
1873,  yet  their  action  has  not  had  the  effect  of  en- 
lightening the  public  as  much  as  could  be  wished. 

Sir  Daniel  Gooch. 

16445.  Hoav  Avould  you  propose  to  do  it? — 
I think  that  must  be  left  to  the  raihvay  com- 
panies ; and  I Avould  strongly  advise  them  to  lay 
their  heads  together,  and  make  knoAvn  to  the  pub- 
lic as  far  as  they  can,  Avhat  they  are  doing. 
I think  the  raihvay  companies  are  now  somo- 
Avhat  in  the  ])osition  of  a Government  depart- 
ment ; they  have  immense  poAver  over  the 
traffic  of  the  country  ; and,  on  tlie  Avhole,  I think 
they  are  exercising  those  poAvers  fairly.  I do 
not  see  anything  to  the  contrary,  but  I am  quite 
sure  that,  if  they  intend  to  maintain  those 
poAvers,  they  must  make  it  very  clear  to  the 
5 N 4 public 
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Sir  Daniel  Gooch — continued. 

public  and  to  a Committee  of  this  kind  what 
they  are  doing,  and  what  the  reasons  are  for 
what  they  do. 

Chaiimun. 

16446.  Would  you  state  in  detail  what  charges 
you  consider  to  he  most  essential  upon  this 
branch  of  the  subject  ? — The  following  appear  to 
be  the  desiderata  at  present.  Firstly,  a new 
and  uniform  classification ; this  will  be  for  the 
advantage  of  the  companies  as  well  as  of  the 
public.  It  must  be  made  in  the  first  instance, 
at  any  rate,  by  the  com])anies,  and  they  do  not 
appear  unwilling  to  undertake  it.  But  it  should 
be  distinctly  understood  what  it  ivill  be.  It 
will  be  in  the  first  instance  a table  which  w’ill 
enable  the  trader  more  readilj' to  understand  the 
rate  books  kept  at  the  stations,  or  the  informa- 
tion covering  charges  otherwise  given  to  him  by 
the  companies,  but  it  will  not  tell  him  what 
those  chai’ges  are.  For  this  he  must  still  go  to 
the  rate  book  or  to  the  companies.  It  will  in 
the  second  place  be  a consolidation  and  simplifi- 
cation of  the  maximum  charges  contained  in  the 
different  Acts,  enabling  the  trader  to  see  what 
are  the  extreme  charges  which  the  companies 
can  make.  But  this  will  be  a matter  of  great 
difficulty  to  accomplish,  and  will  not  be  a simple 
thing  when  accomplished.  Secondly,  a fixed 
scale  for  terminals,  or  at  any  rate  for  station 
terminals.  From  the  evidence  of  some  of  the 
railway  managers,  it  seems  that  they  would  not 
be  unwilling  in  consideration  of  removing  the 
doubt  concerning  the  legality  of  these  charges, 
to  accept  a fixed  station  terminal  of  say,  Is.  6d. 
a ton  at  each  end  of  the  journey  for  all  goods 
except  minerals  at  all  stations.  Whether  this 
would  be  for  the  advantage  of  the  public  or  not 
requires  further  consideration.  Thirdly',  further 
facilities  for  publicity  and  for  information  con- 
cerning the  I’easons  of  the  various  charges. 

16447.  We  have  had  certain  suggestions  laid 
before  us  with  reference  to  the  Board  of  d’rade 
or  some  other  public  body',  prosecuting  on  behalf 
of  traders ; what  have  y'ou  to  say  with  regard  lo 
that  suggestion  ? — The  Act  of  1844,  7 & 8 Viet, 
c.  85,  ss.  17  and  18,  seems  to  have  authorised  pro- 
ceedings by^  the  Attorney  General  at  the  instance 
of  the  Board  of  Trade  against  railway  companies 
for  failure  to  perform  their  statutory  duties  in  cases 
where  it  appears  that  it  would  be  for  the  public 
advantage  that  the  company  should  be  restrained 
from  so  acting;  and  by  Section  6 of  the  Act  of 
1873,  upon  the  certificate  of  the.  Board  of  Trade, 
alleging  any  violation  or  contravention  of  Sec- 
tion 2 of  the  Railway  and  Canal  Traffic  Act 
1854,  of  Section  16  of  the  Regulation  or  Rail- 
ways Acts  1868,  or  of  the  Act  of  187.3,  any 
person  appointed  by  the  Board  of  Trade  may 
apply  to  the  Commissioners.  These  sections 
have  not  yet  been  acted  iqion,  except  in  matters 
relating  to  safety.  I'lie  reasons  for  this  Avere 
thus  given  in  the  report  of  the  Joint  Committee 
of  1872  : “(1).  It  is  a matter  of  great  difficulty 
to  know  Avhat  is  and  w'hat  is  not  a matter  of 
})ublic  interest ; the  interest  concerned  may  be 
that  of  a single  trader,  ot  a single  trad-',  of  a 
parish,  a town,  or  a county'.  (2.)  Again,  it  is 
scarcely  possible  to  say  what  is  a grievance. 
4 he  matters  to  be  remedied  are,  as  noticed  above, 
Avant  ot  proper  convenience  and  accommodation, 
not  individul  acts  of  injustice,  such  as  are  ordl- 
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nary  subjects  for  prosecution  in  a court  of  laAV. 
(3.)  1 he  decisions  or  Avant  of  decisions,  under 
the  Railway  and  Canal  Traffic  Act,  have  .shoAvn 
hoAV  unsuited  a court  of  law  is  to  deal  Avith  such 
cases.  (4.)  The  plan  ])roposed  Avould  place  the 
Board  of  Trade  in  a false  position,  and  Avould,  if 
they  Avere  really  able  to  interfere  as  proposed, 
throAv  a heavy  charge  on  the  public.”  Similar 
reasons  have  prevented  the  Board  of  Trade  from 
acting  since,  and  there  is  still  great  force  in  the 
objections,  It  is  very  difficult  to  draw  the  line 
betAveeii  public  and  private  interest,  and  if  the 
Government  are  to  take  up  every  dispute  be- 
tween a trader  and  a railway  company',  they  Avill 
incur  great  exjAense,  will  encoui’age  litigation, 
and  Aviil  be  placed  in  a false  position.  On  the 
other  hand,  there  can  be  no  doubt  that  an  indi- 
vidual trader  has  great  difficulties  in  getting  a 
case,  of  however  great  jmblic  importance,  decided 
against  a company'.  Such  a firm  as  Pickford’s 
can  do  it  ; but  to  most  persons,  the  expense  of 
the  proceeding',  the  dread  of  appeal,  and  aboA'e 
all,  the  consciousness  that  even  in  case  of  success, 
the  raihvay  company  has  2)ower  to  inflict  incon- 
venience and  loss  upon  them,  are  sufficient  to 
prevent  most  persons  from  moving.  It  may  be 
observed,  that  one  difficulty  suggested,  viz.,  that 
a private  person  does  not  quarrel  Avith  a raihvay 
company  for  fear  of  idterior  injury  and  incon- 
venience Avill  not  be  removed  by  making  the 
Board  of  Trade  prosecute.  '1  he  Board  of  Trade 
can  only  prosecute  on  the  information  of  some 
private  person,  and  his  name  must  be  disclosed. 

16448.  XoAv,  Avill  you  refer  to  the  suggestion 
that  the  Raihvay  Commissioners  should  have 
jtOAver  to  require  railway  companies  to  open  con- 
nections, and  allow  junctions  Avith  private  lines  ; 
you  think  there  is  no  objection  to  that,  although 
it  is  not  a point  of  much  importance? — It  is  a 
point  of  very  little  importance. 

16449.  With  reference  to  appeals  from  the 
decisions  of  the  Commissioners,  I think  y'ou 
are  of  opinion  that  proceedings  by  prohibition 
haA'e  been  rather  mischievous  than  othei'Avise  ? — It 
Avas  intended  that  there  should  be  no  appeals 
except  upon  pure  matters  of  laAv ; Avhere  the 
Commissioners  have  not  alloAved  an  apjieal  upon 
a matter  of  laAV,  the  raihvay  companies  have 
succeeded  in  setting  aside  w'hat  the  Commis- 
sioners did  by  prohibition,  alleging  that  they  had 
exceeded  their  jurisdiction.  I think  it  Avould  be 
vei'y  much  better  that  there  should  be  a direct 
appeal  upon  a matter  of  that  kind.  The  pro- 
eeeding  by  prohibition  is  really  obsolete,  and 
ought  not  to  exist  at  all.  Whatever  is  to  be  done 
in  correcting  the  decisions  of  a court  of  inferior 
jurisdiction  ought  to  be  done  by  Avay  of  appeal. 
I Avould  give  the  poAver  of  aj)peal  to  a eourt 
of  appeal,  and  not  to  a divisional  court,  Avhich 
noAV  exercises  the  poAver  by  Avay'  of  prohibition. 

16450.  You  Avould,  as  I understand,  have  only 
one  appeal  ? — I am  not  sure  Avhether  there  ought 
to  be  a further  appeal  to  the  House  of  Lords  or 
not.  But,  at  any  rate,  I Avould  do  in  this  ease 
as  has  been  done  in  otlier  cases,  A'iz.,  alioAv  the 
court  of  appeal  to  say  that  certain  mattei's,  e.g., 
technical  questions  of  railway'  practice,  were 
matters  of  discretion  for  the  court  beloAA',  Avhich 
is  a technical  court,  so  that  in  such  mattei's  the  de- 
cision of  the  court  beloAv  should  be  final.  I Avould 
not  compel  the  court  of  appeal  to  give  an  opinion 
upon  a purely'  trading  or  commercial  question. 

16451.  Very 
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16451.  Very  much  as  a court  will  refuse  to 
disturb  the  verdict  of  a jury  in  a matter  peculiai 
to  them  ? — Just  so. 

Mr.  Gregory. 

16452.  Practically  now  they  could  do  that 
without  any  such  provision,  could  they  not?— 
They  might  be  able  to,  but  I would  make  it 
quite  clear. 

16453.  There  should  be  an  appeal  to  the 
House  of  Lords  after  the  first  appeal  ? — To  the 
House  of  Lords,  if  any. 

Chairman. 

16454.  I thought  you  suggested  that  there 
should  be  only  one  appeal  ?— 1 have  no  distinct 
opinion  upon  that  point,  but  I should  be  disposed 
to  leave  it  to  the  ordinary  course. 

Sir  Daniel  Gooch. 

16455.  Surely  it  is  right  that  railway  com- 
panies should  have  the  same  legal  rights  as  ordi- 
nary individuals,  is  it  not? — It  is  not  a question 
of  the  rights  of  railway  companies  ; it  is  a ques- 
tion of  the  rights  of  both  parties  ; it  is  a question 
of  what  is  the  best  way  of  getting  justice. 

Mr.  Barclay. 

16456.  You  would  allow  a second  appeal  to 
the  House  of  Lords,  as  I now  understand  ? — It 
is  my  iinpi’ession  that  I would  not  exclude  it, 
but  I have  no  very  distinct  opinion  upon  the 
point.  The  thing  that  I am  clear  about  is,  that 
I Avould  not  give  a power  of  appeal  either  upon 
prohibition  or  otherwise,  to  the  divisional  court. 
I would  go  at  once  to  the  Court  of  Appeal. 

Chairman. 

16457.  If  you  did  away  with  the  power  of 
prohibition,  would  you  retain  the  limitations  on 
the  right  of  appeal  as  now  existing? — No,  I 
think  there  ought  to  be  an  appeal  upon  the 
question  of  whether  the  Railway  Commissioners 
have  jurisdiction  or  not. 

16458.  You  would  not  then  virtually  diminish 
the  length  of  the  proceedings  at  all  ? — I am  in- 
clined to  tiiink  this  : at  present  there  cannot  be 
an  appeal  unless  the  Railway  Commissioners 
allow  it,  and  say  it  is  a proper  case  to  go  before  the 
Court  of  Appeal.  I would  do  atvay  with  that 
limitation  and  allow  either  of  the  parties  to  take 
a question  of  law  before  the  Court  of  Appeal 
without  leaving  it  the  option  of  the  Railway 
Commissioners. 

16459.  Now  going  to  the  question  about  the 
Railway  Commissioners  having  larger  powers  of 
compelling  a through  rate  by  railway-owned 
canals,  of  abolishing  bar  tolls,  and  of  compelling 
railway  companies,  when  owning  canals,  to  keep 
them  up ; I think  you  consider  that  suggestion 
is  reasonable  ? — Yes,  that  was  the  intention  of  the 
Committee  of  1872,  and  of  the  Act  of  1873,  but 
as  the  Railway  Commissioners  had  no  power  of 
overruling  arrangements  which  had  been  made 
by  special  Act  of  Parliament,  that  intention 
has  failed  in  more  than  one  case.  The  inten- 
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tion  was  this,  and  I think  there  can  be  no  doubt 
of  the  principle,  that  no  toll  should  be  put 
upon  any  canal  for  the  j^utpose  of  impeding 
traffic,  as  distinguished  from  the  purpose  of 
getting  profit  by  the  traffic,  and  that  is  a prin- 
ciple which  I think  ought  to  be  carried  out 
eltectually. 

16460.  You  also  consider  that  railway  com- 
panies ought  to  be  compelled  to  keep  up  the 
canals  they  have  taken  over? — So  far  as  prac- 
ticable, but  it  is  extremely  difficult  to  do,  if  the 
canal  will  not  pay. 

16461.  A suggestion  has  been  made  to  this 
Committee  that  if  the  railway  companies  will 
not  do  it,  power  should  be  given  to  any  neigh- 
bouring canal  company,  or  body,  who  will  under- 
take to  do  it  I — i should  have  no  objection  to 
that,  but  the  railway  company  must  of  course  be 
compensated  for  whatever  they  have  properly  and 
fairly  spent  in  the  purchase  of  the  canal. 

16462.  I believe  you  have  some  correspondence 
Avhich  you  would  like  to  put  in,  as  illustrating 
the  difficulties  which  the  Hoard  of  Trade  have 
had  in  pi'osecuting  complaints  before  the  Railway 
Commissioners  ? — Yes,  there  is  a case  we  have  had 
which  refers  to  passenger  traffiemore  than  to  goods 
traffic,  but  it  illustrates  the  difficulties  which  the 
Government  would  have  in  brinMno;  oases  of 
this  kind  before  the  Railway  Commissioners  ; it 
is  a case  of  a junction  between  the  London  and 
S^outh  Western  and  the  South  Eastern  Railways 
at  Farnboi’ough,  in  which  a large  number  of 
influential  people  applied  to  the  Board  of  Trade 
to  move,  and  in  which  the  Board  of  Trade  were 
at  one  time  willing  to  move,  but  found  very 
great  difficulties  in  doing  so ; and  the  Treasury 
ultimately  decided  that  it  was  not  a case  in 
Avhich  the  Government  ought  to  move;  I put  it 
in  the  more  readily  inasmuch  as  I had  very  little 
to  do  with  it  personally  ; my  own  brother  had 
principally  to  do  with  it  on  the  part  of  the 
applicants ; he  was  representing  the  residents ; 
I put  it  in  because  it  represents  the  • pros  and 
cons  of  Government  interference.  ( The  corre- 
spondence was  handed  in.) 

Mr.  Monk. 

16463.  Do  the  railway  companies  pay  large 
sums  for  canals  in  order  to  close  them,  or  to  use 
them  in  connection  with  their  own  lines  ? — Of 
course  the  idea  is  that  they  purchase  them  for 
the  purpose  of  using  them  in  connection  with 
their  own  lines,  and  if  they  do  fairly  use  them, 
and  develop  their  traffic  there  can  be  little  objec- 
tion to  their  acquiring  them. 

16464.  Do  you  think  there  should  be  a clause 
in  the  Act  of  Parliament,  compelliug  the  railway 
companies  to  keep  the  waterways  open? — Yes; 
I think  the  Acts  ought  not  to  be  passed  without 
such  a clause. 

16465.  Do  you  know  of  any  cases  in  which 
the  canals  have  been  closed  by  the  railway  com- 
panies?—I could  point  to  cases  in  Avhich  the 
canals  have  been  allowed  to  close  themselves  ; 
but  I am  not  sure  that  they  Avould  have  been 
kept  open  if  they  had  not  been  bought  up.  The 
railway  route  may  have  been  so  much  cheaper 
and  better,  that  it  was  not  possible  to  keep  the 
canal  open. 
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Sir  Daniel  Gooch. 

1646(3.  Many  of  these  canals  were  not  aceeptecl 
by  the  railway  companies  of  their  own  good  will ; 
they  were  obliged  to  take  the  canals,  being 
forced  upon  them  by  Parliament  in  consequence 
of  the  terms  that  were  made  at  the  time  of  ap- 
plying for  their  Act? — I have  no  doubt  many 
parties  liave  said,  “We  will  withdraw  our  oppo- 
sition if  you  will  buy  our  canal.” 

16467.  In  the  case  of  Stratford-on-Avon,  the 
Comnuttee  would  not  allow  the  Bill  to  pass  un- 
less the  railway  company  did  absorb  the  canal ; 
therefore,  the  canals  have  been  forced  upon  the 
railway  companies  to  a great  extent? — It  may 
he  so.  I do  not  profess  to  know  the  history  of 
these  cases. 

16468.  Do  I understand  you  that  the  court  of 
appeal  should  have  power  to  determine  whether 
the  Railway  Commissioners  had  exceeded  their 
jurisdiction,  instead  of  dealing  with  the  case  by 
prohibition?  — I think  so. 

16469.  I presume  you  are  familiar  with  the 
Paper  sent  to  the  Board  of  Trade  by  the  Railway 
Association  ; would  you  agree  with  them  Avith 
reference  to  the  constitution  of  the  Railway  Com- 
missioners’ court  ? — I do  not  agree  with  them 
wholly.  I agree  that  there  ought  to  be  a very 
strong  lawyer  upon  the  court ; but  I think  that 
there  ought  to  be  both  the  railway  element  and 
the  commercial  element  upon  the  tribunal.  I 
think  a great  many  of  the  questions  raised  before 
them  are  beyond  the  competence  of  mere  lawyers. 

16470.  The  fact  is  that  the  Railway  Com- 
missioners have  done  nothing  in  the  Avay  of  busi- 
ness, have  they  ? — I believe  they  have  operated 
very  beneficially  in  the  way  of  preventing  mis- 
chief: and  I would  point  to  this,  that  whereas 
before  the  earlier  Commissions,  both  in  1854  and 
again  in  1872,  one  of  the  great  questions  Avliich 
Avas  considered  Avas  the  question  of  through  rates 
and  of  arrangements  between  the  railway  com- 
panies for  facilitating  through  traffic,  and  whereas 
one  of  the  principal  objects,  both  of  the  Act  of 
1854  and  the  Act  of  1873,  was  to  compel  the 
facilitation  of  through  traffic,  Ave  have  before  this 
Committee  had  very  few  complaints  uj^on  this 
subject ; the  complaints  have  rather  been  of  ex- 
cessive rates^  and  so  on. 

16471.  Do  you  think  that  the  railway  com- 
panies have  not  made  those  through  arrangements 
in  their  oAvn  interest  ? — I am  quite  sure  they 
have  not  done  so  in  their  OAvn  interest  in  some 
cases ; but  1 think  they  have  become  more  alive 
to  the  interest  of  themselves  and  of  the  country 
than  they  Avere. 

16472.  They  have  not  often  appealed  to  the 
Railway  Commissioners  as  betAveen  themselves, 
have  they  ? — I believe  not. 

16473.  And  Avhy  is  that;  is  it  because  they 
have  no  confidence  in  the  Raihvay  Commis- 
sioners ? — I cannot  say  why  it  is  at  all. 

16474.  I suppose  you  have  seen  this  adver- 
tisement of  the  Kaihvay  Commissioners  advertising 
for  business  in  the  “ Raihvay  Times”  {Jiaudiug  a 
■paper  to  the  Witness) ; the  advertisement  is  as 
folloAVs:  “ The  Commissioners  a2)poiuted  to  carry 
into  effect  the  provisions  of  the  Regulation  of 
Raihvays  Act,  1873,  hereby  give  notice,  that 
by  the  17th  section  of  that  Act,  ‘every  raihvay 
company  OAvning  or  having  the  management  of 
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any  canal,  or  part  of  a canal,’  is  required  ‘ at  all 
times  to  keep  and  maintain  such  canal,  or  part, 
and  all  the  reservoirs,  Avorks,  and  conveniences 
thereto  belonging,  thoroughly  repaired  and 
dredged,  and  in  good  Avorking  condition,  and  to  , 
preserve  the  supplies  of  Avater  to  the  same,  so 
that  the  Avhole  of  such  canal,  or  part,  may  be  at 
all  times  kept  open  and  navigable  for  the  use  of 
all  persons  desirous  to  use  and  navigate  the  same 
Avithout  any  unnecessary  hindrance,  interruption, 
or  delay,’  and  that  if  any  person  is  aAvare  of  any 
contravention  of  the  above-recited  enactment, 
and  Avill  personally  or  in  writing  communicate 
Avith  the  Raihvay  Commissioners  at  their  office, 
West  Front  Committee  Rooms,  House  of  Lords, 
London,  S.W.,  stating  Avhat  the  alleged  contra- 
vention consists  in,  the  Commissioners  Avill  forth- 
with make  due  inquiry  into  the  matter  reiire- 
sented  to  them.  By  oi’der  of  the  Commissioners, 
J.  H.  Balfour  Brorone,  Registrar  ” ? — I had  not 
seen  that  advertisement. 

Mr.  Monk. 

16475.  May  I ask  whether  that  advertisement 
Avas  draAvn  uj)  at  the  suggestion  of  the  Board  of 
Trade  ? — No,  it  Avas  not. 

Sir  Daniel  Gooch. 

16476.  I Avould  ask  you  Avhether  you  think 
that  any  court  of  justice  Avould  adopt  a plan  of 
that  kind. for  the  pur])0se  of  touting  for  business? 
— I Avould  rather  give  no  opinion. 

16477.  Do  you  think  it  is  at  all  calculated  to 
give  confidence  to  the  railway  companies,  or  the 
public  either,  that  people  holding  such  offices 
should  circulate  such  advertisements  as  that  ? — 
I would  rather  give  no  ojunion  upon  the  matter, 

16478.  The  Board  of  Trade,  at  any  rate,  did 
not  sanction  the  adA'ertisement  by  their  approval? 
— They  did  not,  so  far  as  I knoAv ; it  Avas  no 
business  of  theirs  either  to  give  or  Avithhold  sanc- 
tion. 

Mr.  Phipps. 

1 6479.  In  your  examination  in  chief  yon  speak 
of  bar  tolls ; Avhat  are  bar  tolls? — Bar  tolls  Avere 
originally  tolls,  as  I understand,  imposed  for  the 
purpose  of  compelling  traffic  to  go  by  one  x’oute 
rather  than  by  another  route  ; tolls,  for  instance, 
where  one  canal  joined  another  canal  so  Imposed 
as  to  prevent  the  traffic  upon  the  one  canal  from 
entering  the  other  canal. 

16480.  Then  it  referred  originally  to  canals 
as  being  the  predecessors  of  railways,  and  not  to 
railways? — In  some  cases. 

16481.  Have  you  known  of  bar  tolls  on  rail- 
Avays? — No;  but  I have  known  cases  of  canals 
OAvned  by  railway  companies  and  forming  part  of 
a through  route,  in  Avhich  it  Avas  alleged,  and  in 
which  the  RailAvay  Commissioners  Avere  of  opinion 
that  tolls  were  much  higher  than  they  need  have 
been  for  the  purpose  of  traffic,  in  order  to  diA'ert 
through  traffic.  That  case  Avas  one  in  Avhich 
we  never  got  to  the  merits  of  the  case,  and 
therefore  I cannot  say  whether  it  Avas  proved  or 
not. 

16482.  That  case,  if  pi'oved,  you  would  con- 
sider to  have  been  injurious  to  the  public  ? — 
Yes,  certainly  ; it  Avas  the  princijial  object  of  the 
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Act  of  1854,  Lord  Cardwell's  Act,  that  there 
should  be  through  traffic  upon  all  railways  and 
oanals  through  England,  as  if  they  formed  part 
of  one  system,  so  that  the  traffic  should  go  by 
the  shortest  and  easiest  rente,  and  that  was  also 
one  object  of  the  Act  of  1873. 

16483.  Let  me  show  you  this  diagram  (Jwndiug 
a.  diagram  to  the  Witness').  The  coal  from  the 
field  at  point  A.  is  taken  by  railway  to  point  B., 
and  when  it  gets  to  point  B.  a proportion  of  the 
traffic  goes  to  C.,  which  is  a continuation  of  the 
railway  which  first  took  it  from  the  coal  field, 
and  the  other  portion  goes  to  a point  marked 
D.,  which  is  a different  railway ; it  is  delivered 
in  each  case  to  sidings,  not  to  stations,  belonging 
to  iron  furnaces.  IS'ow,  in  the  one  case,  that  of 
the  railway  which  receives  the  coal  from  the 
field,  and  continues  it  to  point  C.,  the  charge  is 
for  delivering  it  2 s.  8 c?.;  in  the  other  case, 
where  the  railway  receiving  the  coal  delivers  it 
to  another  company  at  point  B.,  and  it  is  de- 
livered at  point  D.  by  that  other  railway,  the 
charge  is  3s.  Id,  or  a difference  of  11c?.  per 
ton;  can  you  in  any  way  account  for  the  dif- 
ference of  those  charges  ? — Not  without  knowing 
the  whole  of  the  circumstances  of  the  case. 

16484.  Is  there  anything  that  would  justify 
the  company  originally  receiving  the  traffic  on 
handing  it  over  to  another  railway  company 
making  charges  for  terminals,  or  something  in  the 
shape  of  terminals,  which  would  bring  up  the 
charge  at  the  point  D.  to  so  much  per  ton  above 
the  charge  for  delivery  at  point  C.? — Without 
knowing  the  circumstances  of  the  case  more  com- 
pletely, I should  find  it  quite  impossible  to  give 
an  opinion  upon  it. 

16485.  I would  remark  that  the  points  C.  and 
D.  ai’e  equidistant ; that  the  coal  is  delivered 
exactly  under  the  same  circumstances  at  each 
point,  except  that  one  is  upon  the  railway  which 
took  the  coal  from  the  field,  while  for  the  other 
it  was  handed  over  at  point  B.  to  another  rail- 
way ? — Without  knowing  whether  there  is  com- 
petition upon  the  line  between  the  points  A.  and 
C.,  and  a great  many  other  circumstances,  I 
could  not  give  an  opinion  upon  a case  of  this 
kind. 

16486.  Is  it  your  opinion  that  such  a case 
should  or  should  not  be  brought  under  the  notice 
of  the  Railway  Commissioners  ? — Even  upon  that 
point  I could  not  give  an  opinion  without  know- 
ing more  about  the  case. 

16487.  Could  you  give  an  opinion  with  refer- 
ence to  whether  it  was  unjust,  or  not,  that  coal 
taken  equal  distances  from  the  same  coalfield 
should,  because  it  travelled  over  a second  line  of 
railway  for  part  of  the  distance,  be  charged  30 
per  cent,  more  for  its  transit? — I should  want  to 
know  a great  many  circumstances  before  I could 
form  any  opinion  upon  that  point ; for  instance, 
which  railv\ay  it  was  that  made  the  additional 
charge ; what  were  the  circumstances  of  each 
railway ; whether  there  was  competition,  either 
with  one  or  the  other ; whether  the  expenses  of 
working  the  two  were  the  same,  and  a great  num- 
ber of  other  things. 

16488.  You  spoke  of  canal  companies  some- 
times compelling  railway  companies  to  buy  their 
canals? — Sir  Daniel  Gooch  spoke  of  it;  I did 
not. 
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16489.  You  admitted  it  to  be  true?— I said  it 
might  be  the  case. 

16490.  This  arrangement  would  be  Injurious 
to  the  public,  would  it  not  ? — It  would,  if  the 
effect  was  to  stop  the  canal  traffic  unnecessarily. 

16491.  Is  there  any  jiower  w’hich  could  step 
in  ? — The  only  power  is  Parliament,  which  could 
refuse  to  sanction  an  amalgamation  between  a 
railway  company  and  a canal,  just  as  it  might 
refuse  to  sanction  amalgamation  between  two 
railway  companies.  Parliament  might  say  to  the 
railway  or  canal  company  which  was  going  to  be 
swallowed  up.  We  will  not  let  the  railway  com- 
pany take  you;  go  and  look  out  for  another 
canal  company  whose  interest  it  will  be  to  keep 
the  canal  open. 

16492.  That  would  be  within  the  power  of  a 
Parliamentary  Committee  ? — It  would  be. 

16493.  Do  you  think  there  should  be  some 
authoi-ity  to  prevent  an  arrangement  being  made, 
which,  though  it  might  be  beneficial  to  the  pro- 
moter’s of  the  scheme,  would  not  be  beneficial  to 
the  public  at  large? — I think  you  must  rely  upon 
Parliament.  Endeavours  have  been  made  from 
time  to  time  to  assist  Parliament  by  some  body 
external  to  themselves,  but  they  have  never  suc- 
ceeded. The  body  which  has  the  power  and 
which  hears  the  evidence  must  decide  the  cases. 

16494.  But  the  evidence  would  hardly  come 
before  a Parliamentary  Committee,  if  it  was  done 
for  such  a purpose  ? — If  any  traders  thought 
themselves  likely  to  be  injured  by  the  amalgama- 
tion, they  might,  I suppose,  oppose  it. 

16495.  Some  railway  companies  have  a gi-eat 
many  different  Acts  connected  with  them? — An 
enormous  number. 

16496.  You  suggested  a consolidation  of  them, 
did  you  not  ? — I think  it  would  be  a good  thing 
if  it  could  be  done. 

16497.  Have  you  any  idea  of  the  number  of 
Acts  which  any  of  the  principal  companies  have  ? 
— I could  not  give  the  number;  it  would  be 
something  enormous  in  some  cases. 

16498.  Some  hundreds,  I suppose? — I should 
think  so. 

Sir  Henry  Tyler. 

16499.  You  are,  of  course,  awjtte  that  the 
powers  of  the  Court  of  Common  Pleas  were 
transferred  to  the  Railway  Commissioners  as  a 
new  railway  court  when  they  were  established? 
—Yes. 

16500.  As  regards  that  advertisement  which 
has  been  read  (I  will  not  press  you  very  much 
about  it  as  you  seem  rather  disinclined  to  give 
an  opinion),  is  it  not  entirely  out  of  the  ordinary 
business  of  a court  of  that  description  to  issue 
such  an  advertisement,  and  to  tout  in  that  way 
for  business  ? — The  court  is  a new  court,  and  I 
am  unable  to  say  what  is  usual  or  unusual ; but 
it  is  not  really  my  business  either  to  approve 
or  to  criticise  the  proceedings  of  the  Railway 
Commissioners  ; they  will  answer  for  themselves. 

16501.  It  may  not  be  your  business,  yet  you 
have  a pretty  strong  opinion  upon  that  subject,  I 
presume  ? — I have  no  opinion  which  I would 
exjiress  before  this  Committee. 

16502.  Have  you  heard  of  other  matters  con- 
nected with  the  Railway  Commissioners  ; for 
instance,  their  sending  their  registrar  round  to 
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examine  the  rate  books  and  get  up  evidence  ? — 
1 believe  1 have  heard  of  that,  but  I never  took 
any  trouble  to  find  out  whether  it  was  true  or 
not. 

16503.  You  have  at  all  events  given  an  opinion 
that  there  should  be  a strong  lawyer  upon  the 
Commission  ; I did  not  gather  whether  you 
meant  him  to  be  at  the  head  of  the  Commission  or 
not? — That  would  be  a matter  for  consideration; 
having  been  a lawyer  myself,  my  prejudices  are 
rather  in  favour  of  putting  a lawyer  at  the  head 
of  any  Commission  of  this  kind. 

Sir  Daniel  Gooch. 

16504.  Would  you  say  that  a judge  should  be 
the  head  of  it  ? — 1 should  say  some  lawyer  of  the 
position  of  a judge. 

Sir  Henry  Tyler. 

16505.  And  you  woult!  not,  I suppose,  allow 
him  to  be  overruled  by  the  lay  members  ? — I do 
not  say  that  I would  necessarily  make  him  para- 
mount ; it  seems  to  me  that  both  the  railway  and 
the  commercial  element  are  also  essential. 

16506.  I suppose  you  would  not  object  to  give 
an  opinion  as  to  whether  the  tribunal  as  con- 
stituted has  come  up  to  the  ojiinions  that  w'ere 
formed  of  it  when  it  was  first  established  ? — That 
is  too  vague  a question  for  me  to  reply  to;  but  I 
Avould  refer  to  what  the  Commission  of  1862  said, 
and  I would  refer  to  what  Lord  Campbell  said 
when  this  question  was  first  entrusted  to  the 
Court  of  Common  Pleas,  with  which  I entirely 
agree,  that  pure  lawyers  were  not  fit  to  be  en- 
trusted with  many  questions  of  this  kind. 

16507.  I suppose  you  would  admit  that  the 
advertisement  which  you  have  seen  and  the 
practice  of  sending  the  registrar  round  would  not 
be  likely  to  cive  the  public  confidence  in  such 
a tribunal  ? — I think  the  railway  companies  and 
the  traders  can  answer  that  question  better  than 
I can. 

16508.  Would  you  recommend  that  further 
power  should  be  given  to  that  tribunal  unless  it 
were  reconstituted  or  removed? — I think  that 
with  the  alterations  I have  suggested  as  to  appeal, 
I should  be  disposed  to  give  them  those  powers 
I have  named,  but  I would  make  the  tribunal  as 
good  as  I could. 

16509.  As  I understand,  you  intend  that  there 
should  be  an  appeal  to  the  Appeal  Court,  and 
then  afterwards,  if  necessary,  an  appeal  to  the 
House  of  Lords  ? — 1 have  said  that  the  balance 
of  my  o])inion  would  be  notto  exclude  the  appeal 
to  the  House  of  Lords,  simply  because  that  is  the 
ordinary  rule.  But  I think  we  suffer  altogether 
from  too  great  a number  of  appeals,  and  if  you 
liked  to  cut  down  the  number  of  appeals  in  this 
case  you  might  do  so  possibly  with  advantage. 

16510.  Is  there  any  reason  for  cutting  it  down 
in  this  case  more  than  in  any  other  case  ; why 
should  not  the  railway  companies  have  an  oppor- 
tunity of  ai)pealing  against  a decision  against 
them  as  much  as  any  other  person  or  body  in  the 
country  ? — I am  not  aware  that  there  is  any 
reason  why  either  the  railway  comj)anics  or  their 
o])ponents  should  be  deprived  of  any  appeal 
which  is  necessary  for  the  purposes  of  justice. 

16511.  Then  with  refei’ence  to  abolishing  the 
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proceedings  by  prohibition,  have  you  any  reason 
for  that  ? — I have  a very  strong  reason  for  pro- 
posing that. 

16512.  What  would  be  your  reason? — If  you 
give  any  complete  remedy  against  an  adverse 
decision  of  the  court  below  by  appeal,  the  pro- 
ceeding by  prohibition  is  unneces.sary ; prohibition 
was  established  when  it  was  thought  necessary  to 
keep  the  other  courts  within  their  proper  bounds  ; 
there  is  not  the  slightest  reason  for  doing  that 
now,  when  you  have  an  amalgamation  of  the 
courts;  the  necessity  for  the  prohibition  would 
then  not  arise  ; it  would  fail  altogether. 

16513.  Would  you  not  rather  allow  it  to  fail 
naturally  than  abolish  the  power? — The  prohibi- 
tion will  not  fail  unless  you  abolish  it.  I would 
abolish  it  and  give  a proper  remedy  in  the  way 
of  appeal  to  the  Appeal  Court. 

16514.  The  right  of  appeal  by  prohibition 
still  exists  in  the  Ecclesiastical  Court,  for  ex- 
ample: is  there  any  reason  why  you  should  do 
away  with  the  appeal  by  prohibition  in  one  case, 
and  not  in  another? — But  I see  no  reason  for 
prohibition  when  you  have  appeal. 

16515.  And  your  remedy  is  by  appeal,  and  not 
by  prohibition? — Yes. 

16516.  As  regards  this  sti’ong  lawyer  whom 
you  would  put  at  th.e  head  of  the  Railway  Com- 
mission, would  you  make  him  a member  also  of 
the  Su[)reme  Court? — I have  hardly  thought 
about  that.  I would  rather  give  no  definite  02)inion 
about  the  matter. 

16517.  As  regards  the  question  of  railways 
assisting  or  controlling  docks,  you  say  that  that  is 
an  open  question  ; what  do  you  mean  by  that  ? — 
The  sea  is  the  great  free  trader,  and  whenever 
docks  and  harbours  are  open  and  free  to  all  ship- 
owners there  is  quite  sure  to  be  competition.  Suji- 
]iosing  a com2)any  get  a dock  or  a harbour  into 
their  own  hands,  that  comiietition  is  or  may  be  at 
an  end,  because  they  will  favour  their  own  ships 
and  their  own  line  of  carriage  altogether ; and,  as  I 
contend  that  competition  by  sea  is  the  essential 
thing  which  keeps  the  railway  rates  in  order  in 
this  country,  I do  not  Avish  to  see  the  harbours 
and  the  ships  get  into  the  control  of  the  railway 
comjianies,  as  well  as  their  own  lines  of  railw'ay. 

16518.  You  are  no  doubt  aware  of  the  enor- 
mous sums  of  money  Avhich  have  been  sjient  by 
the  railway  comjianies  in  improving  docks  and 
harbours? — Yes,  and  in  many  cases  with  great 
public  advantage. 

16519.  And  that,  in  jioint  of  fact,  a very  large 
I)roportion  of  the  traffic  of  the  country  is  carried 
on  at  those  special  docks?  — I admit  that;  I 
admit  also  that  where  a traffic  is  in  the  nature  of 
ferry  traffic,  and  it  is  part  of  the  through  line 
of  communication,  having  the  Avhole  in  one  hand 
may  be  a great  advantage. 

16520.  But  if  you  had  from  the  first  prevented 
railway  companies  from  assisting  or  owning  docks 
in  this  country,  ivould  you  not  really  have 
stopped  a very  great  jiortion  of  the  trade  of  the 
country? — In  many  cases  they  have  promoted 
the  trade  of  the  country,  but  I should  be  sorry 
to  see  railway  comj)auies  getting  possession 
of  our  ports. 

16521.  Is  there  any  prospect,  or  any  fear,  of 
the  railways  getting  jiosssssion  of  the  docks  at 
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Liverpool  or  Birkenhead,  or  any  other  large  ports? 
— I do  not  think  there  is. 

16522.  Is  it  not  better  that  the  railway  com- 
panies and  the  ports  should  compete  with  one 
another  ? — 1 have  already  said  that  it  is. 

16523.  Now  as  regards  the  third  class  passen- 
ger traffic,  I think  you  put  it  that  the  railway 
companies  had  been  learning  lessons  upon  this 
subject,  and  it  is  only  on  account  of  the  lessons 
they  have  learned  that  they  have  reduced  the 
third  class  fares ; do  you  not  think  that  the  public 
have  learned  lessons  also ; that  they  have  learnt 
to  travel,  and  as  they  have  gone  in  large  numbers 
the  railway  companies  have  learned  to  carry 
them  at  low  fares  ? — When  we  remember  what 
Parliament  did  in  the  matter  of  cheap  fares,  and 
when  we  see  that  eveiy  railway  company  runs 
many  more  Parliamentary  trains  than  anybody 
ever  contemplated,  we  can  see  how  Parliament, 
or  the  companies  or  anybody  else  foresaw  the 
enormous  development  of  third  class  traffic. 

16524.  Do  not  you  think  that  the  railway 
companies  have  gone  to  the  excess  of  prudence 
in  encouraging  third  class  passenger  traffic? — 
That  is  more  than  I can  tell. 

16525.  When  you  say  that  the  railway  com- 
panies have  immense  power  over  the  traffic  of 
the  country,  what  do  you  mean  by  that  ? — What 
I mean  is  that  they  have  an  enormous  system  to 
administer,  in  which  I believe  that  their  interest, 
if  they  follow  their  interest,  on  the  whole  co- 
incides with  that  of  the  public.  It  is,  in  fact,  a 
system  comparable  to  the  system  of  a Govei’n- 
ment  department,  and  I think  ought  to  be  open 
to  the  public  in  the  same  way  as  the  doings  of 
a Government  department  ai’e. 

16526.  But  in  using  the  expression  that  they 
have  great  power,  are  they  not  really  in  the 
position  of  supplicants  for  traffic  rather  than 
having  power  over  it? — It  is  give  and  take. 

16527.  Have  not  the  public  as  much  advantage 
over  the  railway  companies,  or  more  than  the 
railway  companies  have  over  the  public  ? — A 
railway  company  is  a compact  , organisation, 
whereas  the  public  is  weak  and  separate. 

16528.  Now  with  reference  to  the  appearance 
of  chambers  of  commerce  before  the  Kail  way 
Commissioners,  might  not  that  be  attended  with 
grave  results;  might  not  acliamber  of  commerce 
have  competing  sea  ports  in  its  own  interest? — 
I presume  the  tribunal  would  be  strong  enough 
to  reject  unjust  complaints. 

16529.  Is  is  not  opening  a very  large  door 
to  chambei’S  of  commerce  which  might  be  only 
interested  in  the  prosperity  of  a town,  the  trade 
of  which  was  carried  by  railway  ? — The  cham- 
bers of  commerce  will  not  spend  much  unless 
there  is  some  interest  at  stake. 

16530.  Do  not  you  think  it  is  a question  which 
requires  some  consideration  before  you  admit  the 
chambers  of  commerce  before  the  Railway  Com- 
missioners, they  having  really  no  general  interests 
to  serve  ? — I do  not  particularly  wish  I'or  a locus 
standi  for  chambers  of  commerce  rather  than 
for  any  other  body,  but  I am  certain  that  the 
public  in  some  cases  are  not  represented,  and  that 
it  is  extremely  difficult  to  get  an  organisation 
which  will  fight  a case  of  real  public  interest 
before  the  Railway  Commissioners. 

16531.  Do  you  not  think  that  traders  can 
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combine  for  the  purpose  when  there  is  any 
battle  to  be  fought,  without  going  to  the  cham- 
bers of  commerce  to  do  it? — It  is  a matter  of 
difficulty  for  a single  person  to  do  so,  and  not  an 
easy  thing  to  get  up  a combination  ad  hoc, 

16532.  Is  it  not  rather  the  tendency  of  cham- 
bers of  commerce  to  take  up  the  question  of  the 
locality,  of  their  porr,  or  their  town,  rather  than 
the  question  of  a particular  trader  ? — I think  their 
port  or  their  town  has  a right  to  be  represented. 
Supposing  always  the  proper  principles  are 
adopted  by  the  tribunal,  I think  the  port  has 
the  right  to  be  represented  before  the  Raihvay 
Commissioners. 

16533.  Then  you  think  that  a chamber  of 
commerce  is  the  jiroper  representative  of  that 
port  or  of  that  town? — I do  not  say  it  is  the 
best,  but  it  is  a representative. 

Mr.  Barclay. 

16534.  What  is  your  position  in  the  Board  of 
Trade  -with  regard  to  railway  legislation  and 
Railway  Bills? — I am  Permanent  Secretary  of 
the  Board  of  Trade. 

16535.  Are  you  the  legal  adviser  of  the  Board 
of  Trade  in  regard  to  Railway  Bills  and  in  regard 
to  railway  legislation  generally? — All  matters  of 
administration  in  the  Board  of  Trade  come  before 
me,  and  go  through  me  to  the  Parliamentary 
Secretary  atid  the  President,  but  we  have  a soli- 
citor who  advises  upon  purely  legal  matters. 

16536.  What  I want  to  know  is,  does  the  con- 
trol Avhich  the  Board  of  Trade  exercise  with 
respect  to  Railway  Bills,  as  to  which  they  make 
a report  to  Parliament,  come  before  you  ? — There 
are  now  only  cases  of  increased  rates  in  which  the 
Board  of  Trade  make  a report;  that  is  under  the 
Standing  Order  of  the  House  of  Lords.  For- 
merly the  Board  of  Trade  made  full  reports  upon 
all  Railway  Bills,  and  that  practice  was,  with  the 
consent  of  the  Houses  of  Parliament,  dropped  ; 
you  will  find  the  whole  history  of  that  in  the  pre- 
liminary observations  to  the  Report  of  the  Joint 
Committee  of  1872. 

16537.  Does  the  Board  of  Trade  consider  it 
their  duty  to  report  to  a Committee  of  the  House 
of  Commons  their  opinion  upon  any  increase  of 
rates  or  terminal  clauses  in  the  Bills  before  the 
House  of  Commons  ? — No. 

16538.  Do  you  know  whether  the  Chairman 
of  the  House  of  Commons’  Committees  under- 
stands that  it  is  not  your  duty  to  report  upon 
these  points? — I believe  so.  There  are  points 
every  Session  which  certain  parties,  or  ceriain 
railway  companies,  may  bring  specially  before  the 
Board  of  Trade,  and  upon  those  it  is  not  un- 
common for  the  President  of  the  Board  of  Trade 
to  consult  Avith  the  Chairman  of  Committees; 
but  it  is  no  part  of  the  business  of  the  Board  of 
Trade  regularly  to  examine  Raihvay  Bills  and 
report. 

16539.  Then  I understand  that,  with  regard 
to  Railway  Bills  coming  before  the  House  of 
Commons,  the  Board  of  Trade  has  no  responsi- 
bility whatever  to  the  House  of  Commons? — Not 
as  regards  matters  of  traffic  ; as  regards  matters 
of  safety  and  level  crossings,  and  matters  of  that 
kind,  they  have  a responsibility. 

16540.  Would  it  not  be  desirable  that  the 
Board  of  Trade  should  express  its  opinion  u])ou 
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Mr.  Barclay — continued, 
any  new  charges,  increase  of  rates  and  terminal 
clauses,  wliicli  might  be  introduced  into  Bills  ? — 
The  Board  of  Trade  are  as  ignorant  as  anybody 
else  of  all  the  details  of  these  cases,  and  if  the 
Committee  would  look  at  the  history  of  legislation 
which  is  prefixed  to  the  Report  of  the  Joint 
Committee  of  1872,  they  will  see  how  much  it 
had  been  endeavoured  to  make  the  Board  of 
Trade  assist  Parliament  by  reporting  on  Railway 
Bills,  and  how  the  jiractice  has  been  dro]>ped 
with  the  full  concurrence  both  of  the  Presidents 
of  the  Board  of  Trade,  and  of  the  authorities  of 
both  Houses  of  Parliament. 

16541.  Nevertheless  the  Board  of  Trade  ex- 
presses its  opinion  upon  engineering  questions 
with  reference  to  the  safety  of  level  crossings, 
and  so  on  ? — I have  not  been  dealing  with  the 
question  of  safety  at  all,  that  is  quite  a dllferent 
question. 

16542.  I am  merely  askino-  whether  upon  the 
question  of  safety  the  Board  of  Trade  does  not 
make  special  reports? — Ujion  the  question  of 
safety  the  Board  of  Trade  make  special  reports, 
but  not  upon  the  general  policy  of  Railway  Bills. 

16543.  Do  not  you  think  it  would  be  to  the 
public  advantage  that  there  should  be  somebody 
at  the  Board  of  Trade  competent  to  rejiort  to 
Parliament  upon  the  advisability  of  permitting 
any  increase  of  railway  rates? — Experience  has 
proved  it  to  be  useless  ; it  was  found  that  it  has 
been  held,  when  the  Board  of  Trade  had  taken 
all  the  means  in  their  power  to  make  a full  rejiort 
upon  a Bill,  that  it  was  treated  as  waste  paper 
when  it  came  to  this  House.  It  all  went  before 
the  Committee,  where  the  Board  of  Trade  had  no 
locus  standi,  and  the  Board  might  just  as  well 
have  made  no  rejiort  at  all. 

16544.  That  may  be  very  well  in  the  case  of 
opj:)Osed  Bills ; but  in  the  case  of  unopposed  Bills, 
who  is  coin"  to  take  cocnisance  of  the  increase 
of  rates  in  so  far  as  the  public  is  concerned  ? — 
It  is  presumed  that  if  there  is  any  large  interest 
affected,  the  Bill  will  not  be  unopposed ; but  it 
is  the  Chairman  of  Committees  of  the  House 
who  is  supposed,  rather  than  the  Board  of  Trade, 
to  have  charge  of  unopposed  Bills. 

Sir  Henry  Tyler. 

16545.  The  advice  of  the  Board  of  Trade  has 
been  frequently  rejected  by  Parliamentary  Com- 
mittees, has  it  not? — Yes,  frequently;  and  it 
W’as  found  as  idle  as  disheartening  under  these 
circumstances  to  continue  the  reporting. 

Mr.  Gregory. 

16546.  Do  you  recollect  Lord  Dalhousie’s 
Reports? — Very  well. 

16547.  They  were  very  able,  were  they  not? — 
They  Avere  very  able ; but  they  were  thrown 
over  immediately  they  got  to  the  House. 

Mr.  Barclay. 

16548.  Do  not  you  think  that  it  would  be  an  ad- 
vantage that  the  Chairman  of  Committees  of  the 
House  of  Commons  should  get  a report  from 
you  upon  Bills  as  the  Chairman  of  Committees 
of  the  House  of  Lords  does? — I am  not  very 
well  able  to  judge  of  the  value  of  reports  of  the 
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Board  of  Trade  to  the  House  of  Lords,  but  I do  not 
think  they  are  of  much  value,  for  this  reason,  that 
the  merits  of  almost  all  these  charges  depend  upon 
local  circumstances.  The  Board  of  Trade  has  no 
poAver  of  taking  evidence;  they  have  no  poAver 
of  calling  the  parties  before  them  and  examining 
them  ; and  consequently  their  reports  are  really 
A'ery  little  more  than  a statement  that  such  and 
such  an  increased  charge  is  being  proposed. 

16549.  Does  it  come  to  this,  that  as  far  as  un- 
opposed Bills  are  concerned,  it  is  the  Chairman 
of  Committees  of  the  House  of  Lords,  and  the 
Chairman  of  Committees  of  the  House  of  Com- 
mons, to  Avhom  the  public  has  to  look  to  protect 
them  from  an  increase  of  rates  or  terminal  clauses? 
—Yes,  provided  it  is  not  Avorth  the  Avhile  of  any 
individuals  or  set  of  persons  to  oppose  the  Bills. 

16550.  And  the  Board  of  Trade  does  not  think 
it  worth  Avhile  to  make  any  special  report  to  the 
Chairman  of  Committees  of  the  House  of  Lords, 
nor  to  the  Chairman  of  Committees  of  the  House 
of  Commons,  with  reference  to  questions  of  rates 
or  increased  terminal  charges? — Not  unless  the 
matter  is  specially  brought  before  the  Board  of 
Trade. 

16551.  Did  the  Board  of  Trade  formerly  ex- 
press its  opinion  upon  the  question  of  terminals  ? 
— I believe  they  did. 

16552.  Did  the  Board  of  Trade  object  some 
years  ago  to  any  terminal  charges  being  inserted 
in  any  Railway  Bills  ? — I have  not  looked  back 
to  Avhat  the  Board  of  Trade  did  at  that  time. 
I have  contented  myself  Avith  referring  to  the 
Report  of  the  Duke  of  Devonshire’s  Commission; 
but  I think  Mr.  Grierson  states  the  facts  accu- 
rately, as  far  as  I know  them. 

16553.  If  the  Board  of  Trade  made  such  re- 
ports so  many  years  ago,  so  far  as  you  represent 
the  Board  of  Trade,  it  has  changed  its  opinion 
since  then? — Very  likely. 

16554.  But,  as  far  as  your  opinion  is  concerned, 
would  you  object  to  terminal  charges  being  in- 
serted in  any  Bill  noAv,  as  w’as  done  by  the  Boai'd 
of  Trade  15  years  ago? — 1 should  not  object  to 
their  being  inserted  in  a Bill  now. 

16555.  Am  I right  in  my  impression  that  you 
would  allow  the  railway  companies  to  make  such 
charges  to  the  public  for  the  carrying  of  goods 
as  they  could  get  ? — Decidedly  not.  I am  deci- 
dedly of  opinion  that  there  ought  to  be  maximum 
charges,  and  that,  from  time  to  time,  as  the  rail- 
Avay  companies  come  before  Parliament  if  such 
charges  are  proved  to  be  excessive,  which  can 
only  be  ascertained  by  examining  the  particular 
case.  Parliament  should  have  the  power  of  re- 
ducing the  charges ; but,  I Avould  add  that,  on 
the  whole,  and  generally,  it  is  the  interest  of  the 
companies  to  charge  less  than  the  maximum 
charges  Avhich  Parliament  would  impose  upon 
them. 

Mr.  Gregory. 

16556.  But  you  are  in  favour  of  a maximum 
rate  on  every  line  ? — Certainly. 

16557.  Are  you  aAvare  that  there  is  no  maxi- 
mum rate  upon  a great  part  of  the  South  Eastern 
line  ? — I am. 

16558.  It  is  a totally  exceptional  case,  is  it 
not  ? — It  is  a totally  exceptional  case. 

16559.  km. 
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Mr.  Barclay. 

16559.  Am  I to  Infer  that  it  is  your  opinion 
that  with  regard  to  short  distances  there  ought  to 
be  special  authority  to  the  railway  companies  to 
charo-e  for  tei’™iR^i'l  services  in  addition^  to  tie 
present  maximum  rates? — I will  not  give  any 
opinion  upon  ■ special  cases.  My  opinion  is  that 
the  railway  companies  ought  distinctly  to  have 
power  to  charge  something  which  would  compen- 
sate them  for  the  enormous  expense  which  they 
have  been  at  in  their  stations. 

16560.  Do  you  think  that  they  have  not  that 
power  at  the  present  moment  in  regard  to  short 
distance  traffic  ? — I have  said  that  I would  not 
give  any  opinion  upon  the  construction  of  the 
Acts. 

16561.  Has  it  been  denied  by  any  of  the  wit- 
nesses that  the  railway  company  should  be  paid 
for  terminal  services  ? — I think  it  has  been  a 
question  whether  the  railway  companies^  are  not 
sufficiently  compensated  lor  their  terminal  ser- 
vices by  their  mileage  rates. 

16562.  It  has  not  been  a question  whether 
railway  companies  should  be  paid  for  those  ter- 
minal services  or  not,  but  whether  the  maximum 
mileage  rate  does  include  payment  for  terminal 
services  ? — That  is  so. 

16563.  And  as  far  as  regards  the  long  distance 
traffic,  I suppose  you  have  been  looking  at  the 
statements  made  up  in  the  Board  of  Trade  from 
the  rate  books  ?— I have  looked  generally  at 
them,  but  I cannot  say  that  I have  gone  care- 
fully into  the  detailed  charges. 

16564.  So  far  as  the  charges  for  long  distances 
are  concerned,  they  are  covered  by  the  mileage 
rates  ?— Yes,  it  is  the  interest  of  the  companies 
on  long  distances  to  charge  less  than  the  mileage 
rates. 

16565.  Do  you  think  that  the  difficulty  in  re- 
spect to  terminals  tlien  arises  practically  upon 
goods  carried  for  short  distances  ? — The  difficulty 
as  to  the  question  of  the  legal  maximum  does 
arise  in  short  distanees,  and  also  as  to  goods  in 
the  higher  classes,  say  furniture  and  things  of 
that  kind. 

16566.  Would  there  be  any  difference,  practi- 
cally, between  giving  the  railway  companies 
power  to  charge  for  terminals,  if  they  have  not 
got  it  at  present,  and  power  to  charge  higher 
mileage  rates? — It  would  not  make  any  difference 
to  the  public  (if  they  were  charged  either  one 
way  or  the  other),  under  which  name  they  were 
charged  ; but  the  question  is,  if  they  are  to  make 
a charge  in  respect  to  this  particular  service, 
whether  it  would  not  be  desirable  that  the  charge 
for  that  particular  service  should  be  specified 
separately  from  the  mileage  rate. 

16567.  Would  you  contemplate  that  a railway 
company  should  be  bound  in  all  cases  to  cliarge 
a fixed  terminal  alike  upon  all  classes  of  goods  ? 
— 1 have  stated  that  I cannot  give  any  opinion 
whether  the  simplicity  and  publicity  of  such  a 
charge  would  compensate  for  the  fact  that  it 
would  be  unfair  as  between  different  species  of 
traffic. 

16568.  You  say  in  your  memorandum  which 
is  before  us,  “ Looking  to  the  whole  current  of 
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legislation  dealing  with  the  companies  in  regard 
to  terminals  ; ” might  I ask  you  to  point  to  the 
cui'rent  of  legislation  to  which  you  refer  ? — I 
mean  that  Act  upon  Act  has  been  passed  with 
either  a common  clause  or  a special  clause  in  it 
under  which  the  companies  have  taken  terminals, 
and  on  no  occasion  has  Parliament  put  into  an 
Act  anything  refusing  to  the  companies  the  power 
of  taking  those  terminals.  Now,  if  there  had 
been  a very  strong  feeling  against  them,  if  it 
had  been  the  intention  that  they  should  not  charge 
terminals,  I think  Parliament  would  not  have 
been  content  with  a vague  clause,  but  would 
have  said  distinctly  that  the  companies  should 
do  these  station  services  for  their  mileage  rates ; 
but  that  has  never  been  said  that  I am  aware. 

16569.  Has  not  Parliament  said  distinctly  that 
the  mileage  charge  shall  cover  everything  inci- 
dental to  the  conveyance  of  the  goods  ? — I think 
not,  for  this  reason,  that  that  was  put  in  at  the 
time  it  was  thought  there  would  be  other  carriers 
upon  the  railways.  Had  there  been  other 
carriers  upon  the  railways,  such  persons  would 
have  been  obliged  to  do  wliat  the  railway  com- 
panies have  done,  viz.,  to  make  yards,  wharves, 
and  warehouses  for  the  accommodation  of  the 
goods.  In  that  case  those  expenses  would  have 
fallen  upon  the  carriers,  and  not  upon  the  railway 
companies ; and  for  those  services  the  carriers 
would  have  charged. 

16570.  Are  you  not  aware  that  that  is  the 
phraseology  of  the  model  clause  adjusted  within 
the  last  few  years  by  Lord  Redesdale  ? — What 
phraseology  do  you  refer  to? 

16571.  That  the  maximum  rate  shall  include 
everything  incidental  to  the  conveyance  of  the 
goods,  except  loading,  covering,  and  unloading  ? 
— How  far  a station  can  be  called  incidental  to 
the  conveyance,  or  not,  is  more  than  I am  able 
to  say.  I have  already  said  that  I give  no 
opinion  upon  the  true  construction  of  the  Act ; 
I am  speaking  of  the  facts. 

16572.  I wish  to  ask  you  a question  of  fact, 
whether  goods  can  be  conveyed  between  two 
points,  without  the  use  of  sidings,  and  some 
stopping  points,  at  which  the  goods  can  be  loaded 
and  unloaded  ? — There  must  be  siding.^,  but  I do 
not  think  there  need  be  the  great  yards  that  the 
companies  now  have.  Supposing  you  were  at 
the  moment  to  deprive  one  of  these  great  com- 
panies of  their  terminals,  the  company  might 
say,  “ We  will  no  longer  do  the  service  we  now 
do  ; we  will  sell  our  goods  yard,  and  allow  the 
carriers  to  do  all  the  business  we  now  do  with 
regard  to  the  loading  and  unloading,  and  the 
sorting,  and  all  the  rest  of  the  business.”  I do  not 
think  there  is  anything  in  their  Act  to  prevent 
them  doing  that. 

16573.  Do  not  you  think  that  there  is  some- 
thing in  the  second  clause  in  the  Act  of  1854, 
which  says,  “ Every  railway  company,  canal 
company,  and  railway  and  canal  company,  shall 
according  to  their  respective  powers  afibrd  all 
reasonable  facilities  for  the  receiving  and  for- 
warding and  delivering  of  traffic  upon  and  from 
the  several  railways  and  canals  belonging  to  or 
worked  by  such  companies  respectively,  and  for 
the  return  of  carriages,  trucks,  boats  and  other 
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vehicles  ; ” does  not  that  seem  to  mean  that  the 
railway  companies  shall  curry  goods,  so  far  as 
they  have  power  to  carry  goods  ? — I think  it 
means  that  they  shall  give  every  facility  in  their 
poAver  for  forwarding ; but  I do  not  think  it 
means  that  they  shall  do  certain  services  without 
being  paid  for  them,  which  they  Avere  not 
originally  obliged  to  do  ; that  clause  says  nothing 
about  ])ayment. 

1G574.  What  services  do  you  speak  of? — I 
remember  the  passing  of  the  Act  very  Avell ; Avhat 
Avas  meant  there  Avas  that  the  raihvay  companies, 
Avhen.  they  received  goods,  should  not  interpose 
obstacles  to  their  proceeding  beyond  their  OAvn 
line  or  their  OAvn  stations. 

Chairman. 

lGo75.  Will  you  read  the  marginal  note  ? — The 
mnrginal  note  is,  “ Raihvay  companies  to  make 
arranoements  for  reccivino-  and  forwardintj  traffic 
Avithout  unreasonable  delay,  and  Avithont  par- 
tialitv.”  That  clause  Avas  aimed  at  an  evil  that 
existed  then  much  more  than  it  does  noAA',  viz., 
the  evil  of  companies  being  much  more  divided 
than  they  are  now,  and  not  having  made  the 
same  arrangements  Avith  each  other  as  they  have 
noAv  ; they  intercejited  goods  and  did  not  allow 
them  to  pass  from  one  company  to  another  ; but 
frequently  sent  them  round  a longer  distance 
instead  of  passing  them  on  to  the  nearest  com- 
pany to  forward. 

Mr.  Barclay. 

16576.  You  have  raised  the  question  of  the 
raihvay  companies  refusing  to  carry ; I ask 
Avhether,  in  the  face  of  the  second  clause  of  that 
Act,  the  railway  companies  Avould  be  entitled  to 
refuse  goods,  the  railway  companies  having  the 
jAOAver  to  carry  them  ? — That  is  a legal  question 
upon  which  I should  be  sorry  to  give  an  opinion  ; 
Avhat  I understand  to  have  been  decided  since 
these  Acts  passed  is  that  a raihvay  com})any  is 
not  like  a common  carrier,  obliged  to  accept  the 
carriage  of  a particular  description  of  goods. 

16577.  If  it  has  not  the  power  to  carry  them  ; 
but  in  this  case  had  the  raihvay  company  the 
])OAver  to  carry  them,  or  had  it  not  ? — I Avould  say 
that  Avhen  the  raihvay  companies  have  delivered 
the  goods  into  Pickford’s  yard  at  the  station  they 
have  forwarded  them  to  the  best  of  their  ability  ; 
supposing  the  Great  Western  Raihvay  Company 
Avere  to  sell  their  great  goods  yard  and  sheds  at 
Paddington  to  Messrs.  Pickford  & Co.,  and  sup- 
j'osing  they  took  every  means  to  get  the  waggons 
off  the  main  line  into  this  yard,  it  Avould  rest  Avith 
M essrs.  Pickford  to  do  the  rest;  the  raihvay 
company  Avould  have  discharged  their  duty. 

16578.  Do  you  think  that  a raihvay  company 
Avould  be  justified  in  ])utting  the  goods  into  a 
yard  to  Avliich  the  public  could  not  get  access 
Avithout  payment? — If  the  raihvay  company  gave 
the  goods  to  a proper  carrier  to  forAvard,  I should 
think  they  had  discharged  their  duty. 

16579.  Supposing  goods  Avere  brought  up  to 
London,  the  ciuestion  is  whether  the  consignee 
of  the  goods  Avould  not  have  the  right  to  go  to 
the  truck,  or  to  call  upon  the  company  to  put 
the  truck  into  such  a position  as  that  he  could 
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get  at  it  Avithout  any  extra  payment?— I think 
if  the  company  put  the  truck  into  the  possession 
of  the  carrier,  so  that  he  could  receive  the  truck, 
they  Avould  have  discharged  their  duty. 

16580.  The  consignee  says,  I am  coming  to 
the  station  to  take  away  my  goods ; after  you 
have  brought  them  to  _ the  station,  I claim  the 
light  to  go  to  the  station,  and,  f?'ee  of  charge, 
take  possession  of  my  goods  ?— But  you  niust°-o 
back  to  Avhat  the  state  of  things  was. 

16851.  I am  speaking  about  thelaiv  as  it  stands, 
and  I understand  that  the  laAv  as  it  stands  has  to  be 
gotfromthe  ActsofParliament  asthey  exist;  upon 
that  I^  was  asking  your  legal  ojiiuion,  as  you 
have  given  it  upon  some  of  these  points? — Of 
course  the  necessity  of  the  case  has  brought 
about  the  present  state  of  things.  If  cA’ery  con- 
signee Avere  to  go  and  get  his  OAvn  parcels  of 
goods  from  the  railways  Avith  the  traffic  there  is 
noAv,  it  Avould  lead  to  such  an  absolute  state  of 
confusion  that  there  Avould  be  nothing  done  at 
all;  but  the  question  is  Avhether  it  Avas  intended 
Avheii  those  Acts  Avere  passed,  that  the  companies 
should  undertake  this  huge  business  of  car- 
riers. 

Sir  Daniel  Gooch. 

16582.  The  raihvay  companies  are  carriers 
Avhen  they  like ; they  can  cease  to  be  carriers  to- 
morrow if  they  Avish  ? — I think  so. 

Chairman. 

16583.  The  honourable  Member  is  putting  a 
question  uj)on  the  supposition  that  the  raihvay 
companies  had  been  acting  as  carriers  Avhen  in 
Loudon,  and  then  ceased  to  be  carriers  up  to 
London  ; but  1 put  it  to  you,  Avhether  if  the  rail- 
Avay  companies  ceased  to  be  carriers,  they  Avould 
not  equally  decline  to  be  carriers  in  the  pro- 
vinces as  Avell  as  in  central  places? — Certainly, 
everyAvhere  ; at  the  place  of  receipt  as  Avell  as  at 
the  place  of  delivery. 

16584.  In  that  case  the  goods  Avould  not  have 
been  consigned  to  the  raihvay  company,  but  they 
Avould  have  been  consigned  to  the  carriers,  Avho 
Avould  have  taken  charge  of  them,  and  Avho  Avould 
be  responsible  for  their  delivery  at  the  end  ? — 
Yes,  precisely ; that  is  the  true  ansAver  to  the 
question  put  to  me. 

Mr.  Barclay. 

16585.  The  question  is,  Avhether  the  railwmy 
companies  have  the  ])oucr  to  decline  to  be  car- 
riers, and  simply  to  be  toll  takers? — I am  in- 
clined to  think  that  they  have,  but  it  is  a ques- 
tion so  far  aAvay  from  actual  possibility,  that  I 
venture  to  think  it  is  hardly  Avorth  discussing. 

16586.  Did  Parliament  force  the  companies 
into  the  jmsition  of  being  carriers  ? — No,  it  was 
circumstances  Avhich  forced  it  upon  them  ; cir- 
cumstances Avhich  Avere  uuforseen  by  Parliament, 
and  unforeseen  by  everybody. 

16587.  They  thought  they  Avould  make  a 
much  more  profitable  business  of  it  by  becoming 
carriers  than  by  remaining  toll  takers? — The 
raihvay  companies  found  it  to  be  an  absolute 
necessity  ; I Avill  illustrate  Avbat  I mean  by  what 
is  happening  at  the  present  moment.  The  rail- 
Avay  com[)anies  are  at  present  setting  up  little 
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omnibuses  to  earry  luggage  and  passengers ; 
that  will  probably  give  them  the  monopoly  of 
the  earriage  of  passengers  in  time,  and  then  will 
come  the  question,  is  that  a thing  they  are  bound 
to  do  for  their  passenger  rates  or  not ; they  do  it 
because  it  is  a eonvenient  thing. 

16588.  Seeing  that  Parliament  has  already 
said  they  are  to  be  entitled  to  charge  for  loading, 
unloading,  eovering,  collecting,  and  delivering, 
which  Parliament  has  said  in  the  ease  of  the 
great  majority  of  railway  companies,  and  defined 
the  services  they  are  entitled  to  charge  for  ? — It 
has  said  generally  that  those  charges  may  be 
made  in  addition  to  their  mileage  rates. 

16589.  These  terminal  services  are  specially 
mentioned  in  the  Acts  of  Parliament  ? — Yes,  as 
services  they  may  charge  for  in  addition  to  their 
mileage  rates. 

16590.  Is  it  at  all  a probability  that  the  ques- 
tion could  arise  in  regard  to  the  terminal  services 
outside  the  station  such  as  has  arisen  with  refer- 
ence to  terminals  within  the  station  ? — I think 
the  services  inside  the  station  are  just  as  much 
external  to  the  original  functions  of  the  railways 
as  the  services  outside. 

16591.  But  as  the  position  of  the  companies 
has  changed  from  that  of  toll  takers  to  that  of 
carriers,  does  not  it  necessarily  follow  that  they 
must  be  content  with  the  powers  which  have  been 
given  under  Acts  of  Parliament  to  carriers  ? — 
But  when  those  services  were  added  to  those 
which  were  originally  contemplated,  I think  it  is 
fair  that  there  should  be  some  additional  pay- 
ment. 

16592.  Did  the  railway  companies  try  to  get 
an  additional  allowance  for  those  services  ? — In 
some  cases  I believe  they  did. 

16593.  Was  not  it  a question  debated  in  Par- 
liament ? — Yes,  there  was  an  endeavour  to  settle 
the  terminal  charges  on  a fixed  basis,  but  it  was 
never  denied  that  they  were  entitled  to  have  some 
terminal  charges. 

16594.  Has  Parliament  refused  to  make  a fixed 
charge  for  station  terminals  ? — The  proposal  to 
make  a fixed  charge  fell  through,  but  it  fell 
through  under  circumstances  which  showed  that 
Parliament  thought  it  right  that  they  should  be 
entitled  to  have  some  charges  of  that  kind. 

16595.  But  Parliament  did  not  allow  the 
charges  proposed  for  this  purpose  ? — Not  the 
special  charges  then  proposed. 

16596.  What  were  the  special  charges  then 
proposed  ? — That  is  more  than  I remember. 

16597.  Seeing  that  the  question  has  been 
brought  before  Parliament  for  authority  to  charge 
terminals,  and  Parliament  has  refused  it ; how  do 
you  say  that  the  current  of  legislation  has  been 
to  entitle  companies  to  payment  for  terminal 
services? — I do  not  know  that  Parliament  has 
refused ; I say  there  was  a proposal  for  specific 
terminals,  but  there  was  no  refusal ; on  the  con- 
trary, there  was  an  admission  that  the  railway 
companies  were  entitled  to  certain  terminals. 

Chairman. 

16598.  The  application  was  for  a specific  sum  ? 
— Yes. 

0.54. 


Mr.  Barclay. 

16599.  You  say  it  is  a question  about  the 
amount,  and  not  about  the  fact  of  allowing  a 
charge  ? — It  was  a question  of  what  the  amount 
was  to  be,  whether  that  certain  specific  sum 
which  was  mentioned  would  suit  all  the  trades  or 
not,  especially  the  mineral  trade ; the  objection 
arose  with  respect  to  minerals. 

16600.  I understand  you  to  think  that  railway 
companies  should  be  entitled  to  charge  precisely 
what  they  like  within  their  maximum  rate  \ — I 
do  not  say  anything  of  the  kind ; I say  there 
ought  to  be  maximum  rates. 

16601.  I ask  you  whether,  in  your  opinion,  the 
railway  companies  would  be  entitled  to  charge 
very  much  as  they  please,  keeping  within  their 
maximum  rates  ? — I do  not  see  when  you  have 
given  them  maximum  rates  how  you  can  say 
there  should  be  other  maximum  rates  within 
those  maximum  rates.  With  regard  to  the  legality 
of  these  station  terminal  charges,  this  seems  to 
be  a strong  point.  If  these  terminal  charges 
which  you  appear  to  consider  illegal  have  never 
been  brought  before  a court  of  law  during  the 
whole  of  this  period,  and  have  never  been  de- 
cided to  be  illegal,  that  is  a very  strong  argument 
for  their  legality. 

16602.  If  the  railway  companies  have  been 
charging  illegally  for  a great  number  of  years, 
you  are  of  opinion  that  that  gives  them  a vested 
interest  in  their  illegality  ? — I simply  say  that 
the  fact  that  these  terminal  charges  have  never 
during  the  whole  of  this  period  been  decided  to 
be  illegal  is  a very  strong  argument  in  favour  of 
their  legality. 

16603.  Are  you  aware  that  the  courts  have 
decided  that  traders  are  entitled  to  be  repaid 
ovei’charges,  as  far  back  as  the  Statute  of  Limita- 
tions would  allow? — Yes;  when  charges  have 
been  decided  to  be  overcharges,  they  have  been 
ordered  to  be  repaid. 

16604.  The  House  of  Lords  has  not  held  that 
the  railway  companies  have  any  vested  I’ight  in 
their  illegal  charges? — Certainly  not;  I said  that 
the  fact  that  people  had  not  disputed  the  charges 
in  courts  of  law  was  an  argument  that  the 
charges  were  not  illegal. 

16605.  Do  you  think  that  the  competition  be- 
tween the  railway  companies  and  the  sea  really 
lowers  the  price  of  the  carriage  of  goods  ? — I do. 

16606.  Take  the  case  of  coal  from  Durham  to 
London,  do  you  think  that  the  competition  by 
railway  reduces  the  freight  by  sea? — I should 
think  it  probably  does,  to  some  extent. 

16607.  Do  not  you  think  that  there  is  suflfi- 
cient  competition  by  the  sea  to  bring  down  the 
rates  for  freight  to  the  lowest  paying  amount  ? — 
No,  I should  think  that  any  additional  competi- 
tion has  a tendency  to  reduce  the  rates. 

16608.  Do  you  think  that  the  steamers  plying 
between  Durham  and  London  would  make  an 
unduly  large  profit,  if  there  were  no  railway  to 
compete  with  them  ? — An  unduly  large  profit  ” 
is  a very  vague  term.  I have  no  doubt,  in  course 
of  time,  if  you  stopped  the  railway  competition, 
there  would  be  more  steamers  put  on. 

16609.  Would  the  steamers,  competing  amongst 
themselves,  reduce  the  rates  as  low  as  was  ad- 
vantageous for  the  public  interest  ? — The  more 
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Mr.  Barclay — continued, 
forms  of  carriage,  and  the  more  competition,  the 
lower  rates. 

16610.  I ask  whether  steamers,  competing 
amongst  themselves,  would  not  reduce  the  rates 
as  low  as  was  advantageous  to  the  public  ? — 
Between  those  points  they  possibly  might. 

16611.  Can  you  tell  me  any  points  between 
which  they  possibly  would  not,  where  the  navi- 
gation is  free  ? — I think  it  stands  to  reason  that 
if  there  are  two  steamers  upon  a line,  you  get 
more  competition  than  if  there  were  only  one  ; 
and  if  there  is  a railway  in  addition,  you  have 
more  competition  than  if  you  have  only  the 
steamers. 

16612.  I wished  to  know  whether  the  railway 
competition  substantially  reduced  the  carriage  ? 
— The  carriage  by  sea  and  by  land  is  not  exactly 
the  same  thing,  the  railway  company  carry  the 
traffic  to  a different  point,  and  a more  convenient 
point  for  some  purposes. 

16613.  That  does  not  preclude  a railway  com- 
pany from  carrying  to  that  point  at  a higlier  rate ; 
the  question  is,  taking  everything  into  account, 
whether  the  competition  of  the  railways  really 
reduces  the  freight  of  coals  between  Durham  and 
London? — I should  think  that  railway  competition 
has  given  a great  impetus  to  the  stea’.ner,  and 
made  them  carry  cheaper  than  they  did  before ; but 
it  is  impossible  to  say  what  the  effect  is  exactly. 

16614.  In  that  way  you  would  hold  that  the 
competition  between  those  steamers  themselves 
had  not  been  sufficiently  Intense  before  ? — 
“ Sufficiently”  is  a difficult  word  to  answer 
upon.  I say,  the  more  competition  the  better 
for  the  public. 

16615.  I wish  to  know  whether  the  competi- 
tion of  the  railway  really  reduces  the  rate  of 
freight  between  Durham  and  Londom  for  coals  ? 
— I should  think  it  probably  did,  but  it  is  a 
thing  which  it  is  impossible  to  say  with  any 
certainty  ; nor  do  I see  what  conclusion  your 
questions  are  meant  to  support.  If  rates  by  sea 
would  be  as  low  without  railway  competition  as 
they  are  with  it,  it  would  do  no  good  to  inland 
places  to  abolish  railway  competition. 

16616,  Then  to  sum  up  your  argument  with 
regard  to  equal  mileage  rates,  you  seem  to  think 
that  the  railway  companies,  instead  of  levelling 
down,  would  level  up  and  raise  the  rates  all 
round,  if  they  were  obliged  to  take  equal  mileage 
rates  ? — I think  very  likely  it  would  be  so. 

16617.  Do  you  think  that  railway  companies 
are  taking  less  for  goods  just  now  than  they  can 
get,  practically  ? — I suppose  that,  in  every  case, 
they  can  take  as  much  as  the  traffic  will  bear. 

16618.  Suppose  they  were  going  to  raise  the 
rates  all  round,  would  they  not  be  more  than  the 
traffic  would  bear  in  that  case? — No;  because  you 
would  have  taken  away  the  competition  by  sea, 

16619.  We  are  talking  not  about  the  sea,  but 
about  the  question  of  charging  equal  mileage 
rates  ; and  you  stated  that  the  objection  to  that 
was,  that,  if  there  were  equal  mileage  rates,  the 
railway  company  would  raise  the  charges  all 
round  instead  of  lowering  them  ? — I think  it 
very  likely. 

16620.  You  told  the  Committee  that  you 
thought  the  railway  comj)anies  were  charging  in 
the  meantime  as  much  as  the  traffic  would  bear  ? 
— AV  hat  I said  was  this  : that  at  present  it  is 
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worth  their  while  to  carry  at  an  extremely  low 
rate  between  places  where  there  is  competition 
by  sea ; they  make  some  profit  by  that. 

16621.  Are  you  certain  that  they  do  make 
some  profit  by  that? — Otherwise  I cannot  see 
Avhat  can  be  their  object  in  carrying  the  traffic. 

16622.  I think  you  said  that  the  railway  com- 
panies themselves  would  hardly  be  able  to  say 
what  proportion  of  profit  they  made  ? — I stated 
that  they  did  not  know  the  cost  with  sufficient 
certainty  to  be  able  to  apportion  the  rates  on  each 
kind  of  traffic  to  the  cost  of  the  particular  traffic. 

16623.  You  think  that  in  the  case  of  these  low 
rates  they  do  know  sufficiently  w'ell  whether  it 
pays  them  or  not  ? — They  know  sufficiently  well 
to  be  able  to  tell  you  that  it  pays  them  on  the 
whole. 

16624.  Do  you  know  what  has  happened  in 
the  case  of  the  Denaby  main  ? — I am  not  aware 
of  what  has  happened  since  the  decision, 

16625.  Are  you  not  aware  that  the  Company 
began  by  levelling  up  and  afterwards  had  to 
level  down  ? — I do  not  know  that. 

Mr,  Gregory. 

16626.  You  do  not  know  anything  about  the 
case,  do  you  ? — I do  not  know  anything  about  the 
Denaby  case,  except  the  general  lines  of  the 
decision. 

Mr.  Barclay. 

16627.  If  such  were  to  be  the  case,  it  would 
influence  your  agreement,  would  it  not  ? — I do 
not  think  that  the  Denaby  case  was  a case 
parallel  to  the  cases  Ave  have  been  considering ; it 
was  a case  of  grouping ; it  was  not  a case  of  com- 
petition Avith  sea  traffic  or  of  any  cheaper  route. 
Evershed’s  case  Avould  be  a case  more  in  point  to 
the  argument  you  are  using  ; and  I Avant  to  know 
Avhether  anybody  got  any  advantage  out  of  that 
decision  except  the  Midland  Baihvay  Company. 

16628.  Do  you  disapproA^e  of  the  clause  of  the 
Act  of  1854,  Avhich  says  that  undue  preferences 
shall  not  be  given  ? — Not  at  all. 

16629.  Do  you  disapprove  of  the  decision  in 
Evershed’s  case  ? — I hesitate  to  say  that  I disap- 
prove of  it,  but  I would  say  that  if  it  were 
carried  far,  it  would  introduce  the  principle  of 
equal  mileage  rates, 

16630.  Do  I understand  you  to  accept  the 
principle  and  disappi'ove  the  application  of  it  ? — 
What  I Avould  say  is,  that  if  a railway  comapny 
shows  a capricious  favour  to  any  individual  there 
should  be  a means  of  putting  a stop  to  it ; but  if 
a railway  company,  as  Lord  Blackburn  said, 
gives  a different  rate  to  any  particular  trader  for 
the  purpose  of  coaxing  a particular  traffic,  that 
is  entirely  a different  thing.  I want  to  know 
what  the  raihvay  company  did  in  Evershed’s 
case.  If  the  London  and  North  AVestern  Com- 
pany AvithdreAV  from  Messrs.  Allsop,  or  who- 
ever it  Avas,  the  privilege  of  cartage  without 
expense,  I would  ask  Avhether  the  effect  of  that 
Avoukl  not  be  to  send  the  whole  of  Messrs. 
Allsop’s  traffic  by  the  IMidland  RailAvay,  and 
Avhether  anybody  got  any  good  out  of  it  but  the 
Midland  Raihvay  Company. 

16631.  I Avant  to  knoAv  whether  you  disapprove 
of  the  principle  of  the  decision  in  Everslied’s 
case  ? — It  depends  upon  how  far  it  is  carried. 

16632.  You 
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16G32.  You  think  the  principle  may  be  sound, 
but  the  application  of  it  disastrous? — It  is  a 
question  what  the  principle  is.  If  it  is  merely 
that  the  companies  shall  not  capriciously  favour 
one  trader  to  the  injury  of  another,  it  is  right ; 
if  it  is  that  they  shall  not  differentiate  their 
charges  in  order  to  meet  competition,  the  further 
application  of  that  principle  would,  in  my  opinion, 
be  more  than  questionable. 

1G633.  How  far  n’ould  you  apply  the  words 
of  Section  2 of  the  Act  of  1854? — 1 have  told 
you  that  I think  the  principle  is,  that  anything 
like  a capricious  favour  by  a railway  company 
ought  to  be  put  a stoji  to,  but  that  a favour  to  an 
individual  to  get  traffic,  which  would  not  other- 
wise have  come  to  the  railway,  is  a different  thing. 

16634.  You  contend  very  strongly  .against  an 
equal  mileage  rate? — Very  strongly,  in  the  words 
of  the  Committee  of  1872,  and  of  the  Duke  of 
Devonshire’s  Commission. 

16635.  Has  not  Parliament  adopted  the  prin- 
ciple of  equal  mileage  rate ; take  the  case  of 
third-class  passengers,  a Parliamentary  train, 
that  they  should  be  carried  at  1 a mile  ? — If  I 
could  point  to  any  bit  of  legislation  in  which 
Parliament  has  been  wrong,  I think  I would 
refer  to  the  Act  compelling  railway  companies  to 
run  Parliamentary  tr.ains. 

16636.  Do  you  think  that  companies  would 
have  run  Parliamentary  trains  if  they  bad  not 
been  compelled  by  Act  of  Parliament  ? — I think 
the  present  state  of  things  shows  that  they  do  carry 
poor  persons  at  lower  rates  than  Parliament  ever 
contemplated  that  they  would  carry  them. 

16637.  Have  the  railway  companies  shown  a 
keen  disposition  until  the  last  few  years  to  ac- 
cept the  legislation  to  carry  third-class  passen- 
gers at  1 (/.  a mile  ? — I do  not  think  that  the  rail- 
way companies  have  ever  resisted  the  Act. 

16638.  I want  to  know  whether  the  I'ailvvay 
companies  readily  went  beyond  the  Act  of  Par- 
liament, and  carried  third-class  passengers  at  1 d. 
a mile  Avhen  they  were  not  bound  to  do  it  by 
Act  of  Parliament  ? — They  have  done  so  for 
many  years. 

Chairman. 

16639.  Even  under  the  Parliamentary  Train 
Act,  the  railway  companies  might  charge  less 
than  1 d.  a mile  if  they  liked  ? — Quite  so ; the 
railway  companies  can  make  unequal  charges  of 
less  than  1 d.  on  different  parts  of  their  system. 

^ Sir  Daniel  Gooch. 

16640.  And  do  so  ? — Yes,  and  do  so. 


Mr.  Barclay. 

16641.  Are  you  aware  that,  in  a general  way, 
the  Midland  Hallway  Company  is  caiTying  pas- 
sengers at  equal  mileage  rates  ? — I do  not  know, 
but  I think  it  is  very  likely, 

16642.  Would  you  explain  the  difference  Avhy 
it  is  absurd  to  carry  goods  at  an  equal  mileage 
rate,  and  not  to  carry  passengers  at  an  equal 
mileage  rate  ? — I should  not  object  to  any  com- 
pany carrying  at  an  equal  mileage  rate,  if  they 
thought  fit  to  do  so. 


16643.  But  you  are  objecting  to  carrying 
goods  at  an  equal  mile.age  rate  ?— I am  objecting 
to  a railway  company  being  compelled  to  do  it, 
0.54. 
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16644.  You  have  considered  the  point;  can 
you  give  the  Committee  any  idea  upon  Avhat 
princi[)le  rates  for  goods  might  be  fixed  ? — I do 
not  think  there  is  any  principle  upon  which  you 
can  fix  a st.andard.  I should  like  upon  that  point 
to  refer  to  the  lieport  of  the  Joint  Committee  of 
1872,  Avhich  considered  the  point  verv  carefully, 
whether  there  was  any  principle  which  Parlia- 
ment could  adopt  for  the  purpose  of  fixing  the 
rates  or  revising  the  rates, 

1664.5.  And  you  do  not  think  we  have  had  any 
further  experience  since  that  time  le.ading  us  to 
any  different  conclusion  now  ? — On  the  contrary, 
whatever  experience  Ave  have,  has  confirmed  that 
conclusion. 

16646.  Do  you  think  it  is  quite  projAer  for  a 
railwjiy  company  to  charge  one  customer  10  per 
cent,  profit,  another  50,  and  another  100  per 
cent,  profit  for  doing  the  same  services? — I 
imagine  that  is  Avhat  traders  do  in  their  busi- 
ness. 

16647.  Do  you  think  that  tradei’s  make  the 
same  differences  in  their  profits  for  doing  the 
same  services? — What  differences  they  make  I 
cannot  tell,  but  that  they  make  differences  in 
their  profits  1 am  sure. 

16648.  Have  you  anything  to  do  Avlth  the 
statistics  of  railway  companies  in  the  Board  of 
Trade  Department  ?— Generally,  but  I am  not 
Avell  acquainted  Avith  them  in  detail. 

16649.  You  are  not  prepared  to  express  an 
opinion  Avhether  they  are  sufficiently  complete  or 
not? — No,  I Avould  rather  not  go  into  that 
question. 

16650.  Do  I understand  your  evidence  to  be 
that  you  Avould  allow  railway  companies  to  neu- 
tralise the  natural  advantages  of  any  locality  by 
giving  cheaper  rates  to  a locality  not  so  favour- 
ably situated  ? — I doubt  very  much  whether  it 
is  in  the  power  of  r.allway  companies  to  do  that. 

16651.  Taking  the  case  of  tAvo  collieries,  one 
distant  50  miles,  and  another  100  miles,  and, 
supj)oslng  a railway  company  carry  from  the 
colliery  distant  100  miles  at  the  same  rate  as 
they  carry  from  the  other  one  distant  50  miles, 
do  you  think  that  is,  or  is  not,  an  arrangement 
prejudicial  to  the  colliery  at  50  miles? — If  that 
Avere  done  by  two  separate  carriers  there  could 
be  no  objection  to  it,  and  I do  not  think,  so  long 
as  a raihvay  company  does  not  exceed  its  maxi- 
mum rates,  that  there  can  be  any  objection  to  it, 
because  the  carriage  is  in  the  hands  of  one  com- 
pany instead  of  two. 

16652.  According  to  your  vIcav,  then,  as  far 
as  the  public  is  concerned,  it  is  of  no  consequence 
that  a raihvay  company  should  so  destroy  the 
natural  advantages  of  one  pl.ace  ? — I think  it  is 
one  purpose  of  the  railway  companies  to  annihi- 
late distance  as  far  as  they  can  ; I Avould  certainly 
encom-age  the  railw.ay  companies  in  bringing 
Shetland  fish  to  the  London  market,  even 
although  the  effect  of  it  Avere  to  lower  the  price 
of  the  Grimsby  fish. 

16653.  I suppose  you  would  have  them  landed 
at  Thurso,  and  carried  to  London  at  as  Ioav  a 
rate  as  the  Grimsby  fish  ? — You  m.ay  trust  the 
railway  company  not  to  carry  fish  at  a rate  that 
Avould  leave  them  no  profit. 

16654.  As  far  as  that  is  concerned,  you  Avould 
alloAV  the  railway  companies  to  juake  any 
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Mr.  Barclay — continued. 

differential  charges  they  may  please  for  or 
against  other  localities  ? — I would  certainly  not 
compel  them  to  charge  upon  fish  from  Thurso  and 
fish  from  Grimsby  in  proportion  to  the  distances 
of  those  two  places.  I have  been  accustomed,  as 
a free  trader,  to  consider  the  interest  of  the  con- 
sumer very  largely ; but  it  seems  to  me  that  this 
claim  for  regular  mileage  has  proceeded  upon 
the  interest  of  one  special  class  of  producers ; but 
it  is  very  much  to  the  interest  of  the  consumer 
as  well  as  to  one  class  of  producers  that  the 
people  at  a distance  should  be  able  to  send  up  to 
the  consuming  market. 

Sir  Baldwyn  Leighton. 

16655.  Do  you  think  that  railway  companies 
carry  long  distances  at  a loss  or  at  a very  small 
profit  sometimes,  and  then  recoup  that  loss  or 
that  very  small  profit  by  charging  comparatively 
exorbitant  rates  for  short  distances? — I do  not 
believe  that  a railway  company  will  carry  for  any 
distance  at  a loss  for  any  length  of  time  ; they 
would  only  carry  at  a loss  if  they  thought  that 
eventually  by  doing  so  they  could  nurse  up  a 
traffic  which  would  ultimately  pay  them. 

16656.  In  your  opinion,  supposing  the  railway 
company  made  a very  small  profit  upon  a long 
distance,  and  a very  large  profit  upon  a short 
distance,  would  not  that  be  an  injustice  to  one  of 
the  parties  ? — It  might  be  if  it  were  done  capri- 
ciously, which  is  not  likely. 

Mr.  Gregory. 

16657.  Would  that  not  extinguish  the  shoi’t 
distance  man  ? — If  the  railway  company  gets  a 
so  much  larger  rate  from  the  short  distance  pro- 
ducer, it  can  never  be  their  interest  to  extinguish 
him. 

16658.  Then  their  Interest  in  that  respect 
depends  upon  their  making  a veiy  large  jirofit  by 
the  short  distance  jiroducer  ? — Yes,  but  that  must 
be  consistent  with  promoting  the  traffic. 

Mr.  Caine. 

16659.  Do  you  think  that  it  is  not  sometimes 
the  interest  of  the  railway  companies  to  increase 
their  traffic  returns  very  largely  at  the  expense 
of  their  profit,  and  so  carry  at  a loss  with  that 
object? — 1 am  not  a railway  shareholder,  but  I 
hope  that  is  not  their  object. 

Mr.  Gregory. 

16660.  As  I understand,  you  are  in  favour  of 
maximum  rates  being  fixed  in  all  cases  ? — Cer- 
tainly. 

16661.  Have  you  ever  formed  an  idea  of  what 
the  maximum  rate  should  be  for  goods  ? — No,  I 
do  not  think  you  can  form  any  general  idea ; it 
must  be  a question  as  to  the  circumstances  of 
each  case. 

16662.  Do  you  know  the  maximum  rates  for 
goods  aulhorised  by  Parliament  in  the  case  of 
railways? — I do  not. 

16663.  Are  you  aware  that  it  is  not  above  5 d. 
a ton  in  any  case  ? — I am  not  aware  of  the 
figures. 

16664.  It  has  not  come  within  your  jurisdic- 
tion or  the  jurisdiction  of  the  Board  of  Trade  to 


Mr.  Gregory — continued. 

consider  what  would  be  a reasonable  maximum 
rate  to  fix  ? — It  has  not. 

Mr.  Barclay. 

16665.  Do  you  think  that  railway  companies 
should  be  bound  to  carry  at  a reasonable  rate, 
even  if  it  were  lower  than  their  maximum  rate? 
— The  difficulty  is  to  say  how  that  reasonable 
rate  is  to  be  determined. 

16666.  But  speaking  in  an  abstract  way? — If 
you  are  speaking  quite  in  the  air,  and  without 
reference  to  anything  practical,  I should  say  they 
ought  to  carry  at  a reasonable  rate. 

16667.  Even  if  it  is  lower  than  their  maximum 
rate? — It  may  be  so. 

16668.  Take  one  colliery  50  miles  distant,  and 
one  100  miles  distant,  you  thought  that,  as  far  as 
the  public  interest  is  concerned,  the  railway  com- 
pany ought  lo  charge  the  same  rate  from  both? 
— I can  conceive  a case  in  which  a railway  com- 
pany having  the  entire  monopoly  from  a certain 
place,  their  charges  from  that  place  are  higher 
than  they  ought  to  be;  and  for  that  reason  I 
would,  whenever  a railway  company  came  to 
Parliament,  give  full  opportunity  for  revising 
their  charges. 

16669.  How  would  you  detei’mine  that  prac- 
tically ?— That  must  be  settled  upon  the  indi- 
vidual case. 

Mr.  Gregory. 

16670.  I suppose  you  would  consider  that 
where  charges  have  not  been  revised  since  1836, 
it  is  high  time  they  should  be  ? — Yes;  but  I think 
in  most  of  those  cases  you  would  find  it  has  been 
the  interest  of  (he  company  to  reduce  the  charges 
very  largely. 

16671.  i)o  you  think  that  the  Sonth  Eastern 
Railway  Company  has  found  it  their  interest  to 
reduce  the  charges  very  largely  ? — I would  rather 
not  give  any  opinion  about  the  South  Eastern 
Company. 

Mr.  Barclay. 

16672.  Assuming  the  case  I put,  that  the  50- 
mile  rate  is  a reasonable  charge,  I suppose  you 
would  admit  that  the  100  miles  charge  at  the 
same  rate  would  be  imi'easonably  low? — I must 
know  a great  deal  more  about  the  circumstances 
before  I can  give  an  ojilnion  ujion  a case  of  that 
kind. 

16673.  Assuming  the  railway  runs  past  one 
colliery  to  the  other,  and  that  all  the  other  cir- 
cnmstances  are  the  same  ? — I should  suppose 
that  if  the  two  collieries  are  similarly  circum- 
stanced as  regards  competition,  the  railway 
compan}^  would,  as  reasonable  peojile,  make  a 
reasonably  proportionate  charge  to  the  two  ; bnt 
supposing  the  further  colliery  has  the  advantage 
of  sea  competition,  it  is  quite  possible  that  the 
railway  company  may  reduce  their  charges  to  the 
further  colliery  very  largely  in  order  to  secure 
the  traffic. 

16674.  Let  us  assume  that  the  100  miles  dis- 
tant collieiy  was  paying  a reasonable  charge  to 
the  railway  company  which  they  were  entitled  to 
make,  I suppose  that  if  the  railway  company  was 
charging  the  same  to  the  colliery  50  miles  dis- 
tant 
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Mr,  Barclay — continued, 
tant  that  would  be  an  unreasonable  charge  ? — 
Yes,  I may  admit  that. 

16675.  Should  not  the  nearer  colliery  then  be 
entitled  to  go  before  the  courts  of  law  and  say, 
“ The  railway  company  is  within  its  maximum 
rate,  no  doubt,  but  they  are  charging  me  an  un- 
reasonably higi)  rate, Inasmuch  as  they  are  carry- 
ing 50  miles  further  for  the  same  charge  ? ” — 
Under  the  Undue  Preference  Clause.  It  is  pos- 
sible that  there  might  be  a case  of  that  sort  made 
wliich  would  justify  the  colliery  in  going  before 
the  Railway  Commissioners. 

16676.  And  if  the  result  of  that  application 
was  to  reduce  this  unreasonably  hi»h  rate  to  the 
nearer  colliery,  I suppose  you  would  admit  that 
the  public  would  benefit  by  the  reduction  ? — 
Yes,  no  doubt. 

16677.  If,  in  consequence  of  the  decision  of 
the  Railway  Commissioners  in  the  Denaby  Main 
case,  the  carriage  to  Hull  had  been  reduced  by 
3 J.  a ton,  I suppose  you  would  admit  that  the 
public  would  be  benefited  by  that  3 a ton? — I 
should  like  to  know  more  about  the  Denaby  case 
before  giving  an  opinion  upon  it. 

16678.  The  circumstances  of  the  case  are  that 
the  railway  company  liave  reduced  the  rate  of 
carriage  3 d.  a ton  from  Denaby  to  Hull  ? — As- 
suming that  to  be  the  case,  and  I understand  that 
it  is  disputed,  it  is  a good  thing  both  for  tlie 
colliery  and  for  the  consumers. 

16679.  I thought  you  stated  that  the  public 
had"  no  interest  whatever  in  interfering,  or  had  no 
right  to  interfere,  with  the  railway  company 
charging  what  they  liked,  provided  tliey  were 
within  the  maximum  rate  ? — I do  not  think  I said 
that.  I should  like  to  point  out  that  the  Denaby 
case  differed  from  the  case  that  we  were  con- 
sidering, of  a company  lowering  their  rates  on 
account  of  competition  ; it  was  a case  of  group- 
ing, and  in  that  case  it  was  found  convenient  that 
the  whole  of  the  collieries  within  the  district 
should  pay  the  same  rates. 

16680.  Do  you  consider  that  it  is  advantageous 
to  the  public  to  construct  docks  where  there  is 
no  necessity  for  them  ? — Certainly  not ; nor  to 
the  people  who  construct  them. 

16681.  You  consider  that  railway  companies 
are  always  guided  by  gi’eat  wisdom  in  the  expen- 
diture of  their  money  ? — No;  I am  afraid  they 
are  as  fallible  as  we  most  of  us  are. 

Mr.  Dillwyn. 

16882.  Have  you  considered  at  all  what  is  the 
necessity  which  has  arisen  for  removing  the  obli- 
gations imposed  upon  railway  companies  by  their 
special  Acts  from  the  courts  which  now  enforce 
them  ? — There  have  been  various  cases  which 
have  arisen  analogous  to  those  which  arose  under 
the  Acts  of  1854  and  1872,  which  arose  under 
similar  clauses  put  into  private  Acts  ; and  under 
those  circumstances  the  Railway  Commissioners 
have  no  jurisdiction,  because  those  powers  were 
under  special  Acts  and  not  under  a general  Act. 

16683.  You  spoke  in  one  case  of  the  desirability 
of  abolishing  proceedings  by  prohibition ; have 
they  not  in  many  cases  arisen  from  the  Railway 
Commissioners  having  exceeded  their  jurisdiction? 
— The  courts  of  law  have  so  decided. 

0.54. 
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16684.  You  mentioned  the  Railway  Commis- 
sioners just  nowq  and  you  spoke  of  an  eminent 
lawyer  being  at  the  head  (as  to  which  I quite 
agree  with  you)  who  should  hold  a position  equal 
to  that  of  a judge? — I think  he  should  hold  a 
position  as  high  as  that. 

16685.  And  he  should  settle  questions  of  law 
entirely  ? — I think  so. 

16686.  And  though  he  should  not  override  the 
other  Commissioners,  would  you  not  have  the 
other  Commissioners  give  their  opinion  sepa- 
rately ? — I am  rather  in  favour  of  the  other  Com- 
missioners giving  their  opinion  separately  myself ; 
but  there  are  two  opinions  about  that  in  the  pro- 
fession ; some  are  In  favour  of  following  the  pro- 
ceeding adopted  in  the  Privy  Council,  of  giving 
a joint  judgment,  but  I am  myself  in  favour  of 
giving  the  judgments  separately. 

16687.  You  stated  that  you  thought  Chambers 
of  Commerce  should  be  allowed  to  have  a locus 
standi  before  the  Railway  Commissioners? — I 
think,  if  there  are  questions  which  arise,  as  they 
have  arisen  before  this  Committee,  in  which  it  is 
alleged  that  the  interests  of  a particular  port  or 
place  are  injured  by  the  action  of  the  railway 
companies,  it  is  very  desirable  that  a representa- 
tive body  should  have  the  power  of  bringing  the 
question  before  the  Railway  Commissioners. 

16688.  Would  you  only  allow  Chambers  of 
Commerce  to  have  a locus  standi  in  regard  to 
questions  immediately  affecting  their  own  locality? 
— Tliat  is  the  idea  in  my  mind. 

16689.  Have  you  ever  heard  about  the  Great 
Grimsby  Docks  being  owned  or  controlled  by  the 
Sheffield  company  ? — Yes. 

16690.  Are  you  of  opinion  that  the  construc- 
tion of  those  docks  has  not  been  beneficial  to  the 
public  ? — No  ; I do  not  mean  to  say  anything  of 
the  kind.  I am  quite  of  opinion  that  many  docks 
constructed  by  the  railway  companies  have  been 
of  great  value  ; for  instance,  the  Board  of  Trade, 
who  has  the  management  of  Holyhead  Harbour, 
have  approved  of  power  being  given  to  the  North 
Western  Company  to  construct  large  docks  tliere. 

Sir  Baldioyn  Leighton. 

16691.  I think  you  stated,  in  answer  to  Mr. 
Barclay,  that  you  thought  it  was  justifiable  for 
railway  com25anies  to  charge  10,  20,  or  30  per 
cent,  differential  rates  to  different  freisrhters  for 
the  same  service  ? — I said  I thought  there  might 
be  circumstances  under  which  such  a thing  might 
be  justifiable;  I need  not  say  that  it  was  generally 
justifiable,  or  that  railway  companies  ought  to  be 
able  to  deal  caj)ricIously. 

16692.  Then  you  would  ignore  those  pro- 
visions in  the  statute  about  undue  preference  to 
individuals  or  districts  ? — No,  I think  those  are 
very  jjroper  provisions  indeed  ; but  it  is  a ques- 
tion of  how  far  they  shall  be  carried.  It  is  a 
question  whether  it  is  an  undue  preference  to 
charge  a man  less  when,  if  you  did  not  charge 
him  less,  he  would  take  his  traffic  by  another 
route. 

16693.  That  is  where  the  question  of  eom- 
petition  comes  in  ? — That  is  where  I questioned 
the  result  of  the  cases  decided. 

16694.  Then  I think  you  went  so  far  as  to  say, 
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■witli  regard  to  the  unequal  rates,  of  whicli  you 
give  some  examples  in  the  preccs  whieli  you  have 
laid  before  llie  Committee,  that  the  consuming 
public  was  benefited  by  them  ; that  the  pre- 
ferential freighter  was  benefited  by  them,  and 
that  you  were  not  clear  whether  even  tlie  trader 
who  was  placed  at  a disadvantage  was  not 
benefited  bylliem? — Xo  ; I tbink  what  I said 
was  that  I did  not  see  that  he  would  be  benefited 
by  the  doing  away  of  the  pieference. 

1C695.  That  it  might  in  fact  be  a benefit  to 
him  ? — That  it  would  probably  be  no  benefit  to 
him  to  do  away  witli  the  preference  ; that  he 
would  be  in  no  better  position  when  you  had 
done  away  with  the  preference  than  he  was 
in  before. 

1C696.  Take  two  of  the  examples  which  you 
quote.  There  is  the  example  of  the  hops  from 
Boulogne  to  London,  upon  which,  if  I recollect 
riglitly,  the  quotation  was  something  like  215. 
from  Folkestone  to  London  by  railway,  while 
from  Ashford  the  charge  to  the  English  producer 
was  something  like  38.?.  per  ton;  at  any  rate, 
there  was  a very  great  diflerence  ? — Yes  ; 1 think 
the  manager  of  the  railway  has  explained  that 
there  are  differences  in  the  conditions  and  circum- 
stances of  the  two  cases;  but  I will  assume  that 
they  are  really  the  same. 

J6697.  According  to  what  you  stated,  you  do 
not  think  the  home  producer  of  hops  at  Ashford 
is  at  such  a disadvantage  by  this  state  of  things  ? 
— I think  what  I said  xvas,  that  I did  not  think 
the  heme  producer  of  hops  xvould  be  benefited 
by  the  doing  away  of  the  differential  rates. 

1C698.  You  see  that  38  s.  a ton  would  make  a 
very  great  difference  to  a person  in  London, 
whereas,  if  the  rate  were  21  s.,  there  would  be  a 
greater  margin  ; I do  not  know  'wbether  you  can 
tell  the  Committee  tvhat  would  be  the  weight  of 
an  acre  of  hops  ? — I do  not  profess  to  go  into 
those  points. 

16699.  Supposing  the  foreign  hops  w'ere 
brought  into  London  at  a certain  price,  that  so 
far  governs  the  price  wdiicli  the  English  producer 
Avould  get,  that  it  tvould  so  far  be  to  bis  disad- 
vantage as  discouraging  the  cultivation  of  a 
larger  acreage  of  hops,  would  it  not? — I admit 
that  the  foreign  competition  with  foreign  hops 
might  discourage  him,  or  prevent  his  getting  as 
high  a 2>rice  as  if  there  Avere  no  foreign  compe- 
tition. 

16700.  And  that  competition  is  aggravated  by 
the  freight  ? — Quite  so. 

16701.  You  admit  that  in  that  case  the  home 
producer  might  be  at  a disadvantage? — Yes. 

16702.  And  you  Avould  Avish  him  to  have  a 
Zoews  5?a?u/7  before  the  Raihvay  Commissioners? 
— 1 would  Avish  him  to  have  a locus  standi. 

16703.  You  Avould  admit  that  he  is  at  a disad- 
vantage ?— I do  not  deny  that  he  is  at  a disadvan- 
tage ; Avhat  I question  is,  Avhether  he  Avould  be 
at  all  benefited  by  doing  aAvay  with  the  differ- 
ential rate,  and  compelling  the  raihvay  companies 
to  carry  French  hoj)S  at  the  same  price  as  they 
carry  English  hops  at. 

1G704.  I.  do  not  folloAv  your  argument? — • 
Because  the  French  hops  in  that  case  Avould  be 
no  longer  sent  by  Folkestone  from  Boulogne,  but 


Sir  Buldwgn  Leighton — continued, 
by  sea,  to  London  ; ex  hypolhesi,  that  would  be  a 
little  more  expensive  than  the  railway  rate,  and 
would  put  a little  more  charge  upon  foreign  hops 
in  London  ; that  Avould  raise  the  foreign  hop 
price,  and  would  enable  the  English  producer  to 
sell  at  a slightly  higher  price  also.  '1  he  French 
producer  Avould  lose  the  benefit  he  Avould  other- 
Avise  have  got,  and  the  English  price  Avould  be 
raised ; and  the  railway  companies  to  recoup 
themselves,  not  being  at  their  maximum  rate, 
Avould  put  an  additional  rate  upon  the  English 


Mr.  Gregory. 

16705.  You  are  assuming  that  the  railway  com- 
panies are  not  at  their  maximum  rates? — 1 am. 

Sir  lialdwyn  Leighton. 

16706.  You  forget  that  I pointed  out  that  the 
acreage  might  be  increased  by  the  home  pro- 
ducer ; and  I think  you  admitted  by  the  argu- 
ment that  the  home  producer  is  actually  paying 
for  the  freight  of  the  foreign  hops ; that  is  to  say, 
if  the  raihvay  company  Avere  to  lose  the  freight 
of  foreign  hops,  unless  some  other  freight  took  its 
place,  they  Avould  have  to  charge  higher  to  the 
English  hop  freighter  to  make  up  the  difference  ? 
— If  you  did  axvay  Avith  the  profit  which  the  rail- 
Avay  company  get  upon  the  foreign  hops,  the 
railway  company  Avould  put  an  additional  freight 
on  the  English  hops,  and  the  English  groAver 
Avould  be  paying  something  more  than  he  is 
noAV  paying. 

Chairman. 

16707.  With  regard  to  the  additional  acreage, 
there  would  be  that  profit  to  go  into  the  pockets 
of  the  railway  companies,  not  that  the  total 
receipt  would  be  increased  to  them,  but  that  the 
charge  Avould  be  increased  to  the  home  producer ; 
is  not  that  the  ])oint? — The  person  who  Avould 
really  gain  Avould  be  the  steamship  owner  Avho 
carried  the  hops  from  Boulogne  by  Avater. 

Sir  Baldwyn  Leighton. 

16708.  Still  in  that  case  you  Avould  admit  that 
the  home  producer  should  liaA'e  a locus  standi,  and 
might  go  before  the  Railway  Commissioners  ? — 

I am  quite  Avilling  that  he  should  go  before  the 
Railway  Commissioners. 

16709.  Noav  another  case  you  quote  in  page  3 
of  y'our  memoranda  is  the  case  of  the  Burton  beer 
and  the  Dublin  besr,  Avhich  you  took  from  the 
evidence  given  before  the  Committee,  where  beer 
carried  254  miles  is  charged  6 5.  6 d.,  and  beer 
carried  124  miles  is  charged  15.?.  I suppose  you 
Avill  admit  that  their  again  the  Dublin  producer 
is  at  a disadvantage  ? — He  is  in  that  case;  but 
probably  if  you  take  the  through  rates  the  other 
way,  viz.,  for  the  carriage  of  Dublin  porter  to 
London  or  some  place  in  England,  he  Avould 
have  the  advantage  over  the  English  producer  of 
porter.  It  so  happens  in  that  case  that  both  pro- 
ducers are  in  the  United  Kingdom. 

16710.  Have 
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Lord  Randolph  Churchill. 

16710.  Have  you  any  evidence  of  that? — I 
think  that  the  through  rates  are  in  both  directions 
between  Ireland  and  England. 

Sir  Baldwgn  Leighton. 

16711.  Then  when  you  talked  of  the  public 
I think  you  acknowledged  that  there  were  three 
publics  concerned  ; there  is  the  consumer,  as  we 
know,  the  general  public  ; there  is  the  preferen- 
tial freighter,  who  may  be  called  the  public,  and 
there  is  the  man  at  a disadvantage,  namely,  the 
freighter,  such  as  the  Dublin  stout  merchani ; 
you  would  admit  that  there  are  three  interests 
with  three  publics  concerned  in  that  particular 
case? — Just  so;  there  are  two  producers  and 
one  consumer  in  that  particular  case 

16712.  AVhen  you  talk  of  the  public,  cleaidy 
their  interests  are  not  all  the  same.  When  you 
speak  of  the  public  benefiting,  there  are  three 
distinct  interests  ; they  are  not  all  the  same  ? — I 
quite  admit  that  a producer  is  better  off  if  he  has 
a monopoly  than  if  he  has  competition, 

16713.  That  is  not  the  point.  When  you  say 
the  public  benefits,  I suppose  you  mean  the  con- 
suming public  ? — I mean  that  the  consuming 
public  benefits. 

16714.  But  you  must  admit  that  there  are  two 
other  publics,  the  man  who  has  the  low  freight, 
and  the  man  who  has  the  freight  against  him  ? — 
Yes;  but  I take  it  that  the  object  of  all  those 
who  take  part  against  the  railway  companies  here 
is  to  got  freights  as  low  as  possible,  and  that  it  is 
the  interest  of  the  public  to  get  freights  as  low 
as  possible ; and  what  I say  is,  that  under  the 
jDresent  system  the  interest  of  the  public  and  of 
the  railway  companies  tends  to  low  rates. 

16715.  But  that  is  quite  different  from  a dif- 
ferential rate  ? — What  I mean  is,  that  if  the  com- 
panies have  the  power  to  charge  a differential 
rate  in  this  case  where  there  is  competition,  that 
is,  to  charge  one  person  lower  than  another,  the 
rates  on  the  whole  are  lower  than  if  you  had  any 
system  of  equal  mileage  rates. 

16716.  Just  so,  but  the  man  who  has  to  pay 
the  higher  rate  will  be  disadvantaged  for  all  that 
in  certain  cases? — In  some  cases  he  may  be. 

16717.  You  are  aware,  of  course,  that  the 
freighter  wiio  is  at  a disadvantage  is  the  one  who 
is  specially  protected  by  the  statute.  I am 
referring  to  the  provision  as  regards  undue  pre- 
ference i — -That  is  precisely  the  question,  whether 
it  is  undue  preference  within  the  meaning  of  the 
statute,  or  not. 

16718.  You  admit  that  in  some  cases  it  would 
be ; that  is  to  say,  he  would  be  at  a disadvantage 
and  would  have  a locus  standi  before  the  Rail- 
Avay  Commissioners? — I think  he  ought  to  have 
a locus  standi  before  the  Railway  Commissioners, 
and  take  his  case  there  and  argue  the  question  of 
whether  it  is  an  undue  preference  or  not. 

16719.  You  say  that  is  an  undue  preference 
within  the  statute ? -That  is  just  what  I do  not 
admit.  I say  that  the  whole  question  is,  whether 
it  is  an  undue  preference  or  not. 

16720.  Clearly  that  clause  is  to  prevent  an 
unequal  rate  as  between  two  fx’eighters  of  the 
same  goods? — That  is  just  the  question  ; it  is  a 

0.54. 


Sir  Baldicyn  Leighton — continued, 
question  whether  inequality  of  rates  necessarily 
involves  undue  preference  or  not. 

16721.  It  is  aimed  at  that  point,  of  course^ — 
No  ; I think  that  is  just  the  question. 

16722.  When  you  spoke  of  giving  greater 
facilities  of  going  before  the  Railway  Commis- 
sioners, I suppose  you  meant  facilities  as  regards 
expense  ? — I should  be  very  glad  to  see  the  ex- 
pense reduced  as  much  as  possible  in  that  and  in 
all  other  legal  pi’oceedings. 

16723.  I think  you  said  that  the  proceedings 
should  be  as  simple  as  possible? — Certainly. 

Mr.  Pell. 

16724.  Of  course  the  Board  of  Trade  have 
considered  the  Report  of  the  Joint  Committee  cf 
the  House  of  Lords  and  the  House  of  Commons 
upon  the  Amalgamation  of  Railways? — Yes, un- 
doubtedly. 

16725.  That  Committee  considered  and  re- 
ported upon  several  subjects  which  have  been 
distinctly  subjects  of  inquiry  here,  namely,  the 
determination  of  terminal  charges,  equal  mileage 
rates,  and  the  publication  of  rates;  do  you,  on 
the  whole,  agree  with  the  report  of  that  Com- 
mittee ? — Entirely. 

16726.  There  may  be  seme  points  which  I have 
overlooked  in  the  report;  do  you  generally  concur 
with  the  report  upon  the  subjects  that  have  been 
referred  to  this  Committee  (or  consideration  ? — 
Yes. 

16727.  There  is  only  one  more  thing  I want 
to  ask  you,  and  that  is  with  regard  to  the  rates 
over  long  distances,  and  the  rates  over  shorter 
distances  in  xvhich  you  said,  I think,  that  it  was 
perfectly  justifiable  that  they  should  differ,  upon 
which  I concur  with  you.  I can  quite  under- 
stand that,  but  is  it  not  possible  that  a railway 
company  might  by  feeding  their  exchequer  by 
high  rates  over  a district  in  which  they  have  no 
competition,  be  enabled  to  carry  goods  in  compe- 
tition with  another  line  over  long  distances  at  a 
rate  which  would  of  itself  be  ruinous  to  the  line 
and  destructive  to  their  interest;  in  i’act,  carry  at 
a loss  for  the  sake  of  injuring  a competitor  over  a 
long  distance,  being  assisted  in  doing  so  by 
high  rates  taken  on  short  distances  in  a district 
where  there  was  no  competition  ? — I should  have 
thought  it  would  never  have  paid  them  to  do  that 
for  any  length  of  time,  unless  they  thought  by 
carrying  at  those  very  low  rates  for  a long  dis- 
tance they  could  nurse  a traffic,  which  would 
ultimately  be  a paying  traffic. 

16728.  Possibly  you  would  say  that  what  one 
part  of  the  country  loses  by  the  high  rates  ano- 
ther part  of  the  country  gains  by  the  low  ones  ? 
— Yes,  and  it  is  also  so  very  much  the  interest  of 
the  railway  company  to  develop  the  traffic  in  a 
district  over  which  they  have  entire  control,  that 
I should  not  be  much  afraid  of  their  bleeding  that 
district  unduly  to  encourage  a species  of  trade 
which  ex  hypothesi  does  not  give  them  so  large  a 
profit. 

16729.  I think  very  few  questions  have  been 
put  to  you  bearing  upon  the  shareholders’  interest, 
the  operations  of  the  railway  companies  ; the  exa- 
mination has  been  more  with  regard  to  how  the 
public  are  affected  by  their  operations? — Most  of 
the  questions  have  been  so  addressed. 

5 Q 3 16730.  I think 
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Mr.  Gregory, 

16730.  I think  part  of  the  case  for  the  railway- 
companies  is  that  they  have  been  compelled  to 
lay  out  the  stations  for  the  purpose  of  carrying 
the  traffic  which  they  undertake  as  carriei’s,  and 
that,  therefore,  although  not  expressly  within  the 
terms  of  their  clauses,  they  have  an  equitable 
consideration  to  be  paid  for  that  service  ? — T think 
that  expresses  what  I stated. 

16731-2.  W'ould  not  the  same  equity  apply  to 
passengers? — That  I think  would  be  a question; 
and  the  best  answer  1 can  give  to  that  is  that 
(though  I confess  I am  not  able  to  satisfy  myself 
about  it)  the  passenger  is  of  all  species  of  goods 
that  are  carried  the  one  which  most  easily  gets 
rid  of  itself,  but  it  is  absolutely  necessary  for  the 
railway  companies  to  give  the  accommodation 
they  do  in  order  to  enable  the  passengers  to  get 
away. 

16733.  But  a passenger  Avould  hardly  get  rid 
of  himself  without  a station  ? — No,  he  could  not 
well  get  rid  of  himself  without  a station.  I shall 
be  corrected  if  I am  wrong,  but  I imagine  that 
the  appliances  which  the  companies  have  been 
compelled  to  erect  for  goods  are  still  more  expen- 
sive in  the  working  than  the  passenger  stations  ? 
— It  was  thrown  out  by  Lord  Hatheley,  I think 
it  was,  that  this  provision  of  appliances  was  not 
included  within  the  mileage  rate  upon  the  ground 
you  have  stated,  that  it  was  a creation  necessary 
for  the  express  purpose  of  that  traffic.  I do  not 
know  whether  you  remember  the  case  ? — I re- 
member there  was  such  a case. 

16734.  It  was  upon  that  ground  that  it  was 
not  to  be  included  in  the  mileage  rates.  Now 
passengers  are  charged  by  mileage  rates,  and  the 
rate  in  the  case  of  a passenger  includes  the  sta- 
tions ; the  same  principle  might  be  applied  to 
goods,  might  it  not ; as  regards  structure,  would 
it  not  apply  to  goods  ? — I have  said  that  I find  a 
little  difficulty  in  distinguishing  between  the  two 
cases. 

Sir  Edward  IVatkin. 

16735.  I think  you  stated,  in  answer  to  the 
honourable  Member  for  Swansea,  that  the  Rail- 
way Commissioners  have  power  to  deal  with 
public  Acts,  and  you  stated  that  you  thought 
they  should  also  have  power  to  deal  with  private 
Acts ; will  you  kindly  tell  the  Committee  what 
particular  private  Act  you  refer  to,  and  the  nature 
of  the  sections  of  this  Act  ? — I could  give  several, 
I have  no  doubt,  if  I were  at  the  Board  of  Trade; 
but  I will  mention  one  with  which  you  are  very 
well  acquainted ; namely,  the  case  of  a junction 
between  the  South  Western  and  the  South 
Eastern  Companies  at  Farnborough,  in  which 
there  was  a question  Avhether,  under  a private 
Act,  the  two  companies  ought  to  have  made  a 
junction  there  and  interchanged  traffic.  That 
was  one  of  the  questions  in  which  we  thought,  if 
it  were  brought  before  the  Railway  Commis- 
sioners at  all,  that  diey  ought  to  have  the  private 
Acts  as  well  as  the  public  Acts  before  them. 

16736.  In  that  case  it  would  have  been  ex- 
tended to  compel  construction? — Yes,  it  would; 
or  at  least  repair  and  alteration  ; I believe  that  a 
junction  line  was  actually  made. 

16737.  I suppose  you  do  not  mean  that  you 
would  give  the  Railway  Commissioners  power, 
where  the  railway  companies  have  laid  out  im- 


Slr  Edward  Watkin — continued, 
mense  masses  of  capital  upon  the  faith  of  certain 
regulations  and  certain  tolls,  without  any  com- 
pensation to  abolish  those  tolls? — I do  not  con- 
template anything  of  the  kind. 

16738.  An  honourable  Member  spoke  about 
the  great  hop  case,  but  he  did  not  tell  you  that 
it  was  distinctly  proved  before  the  Committee 
that  the  hop  case  was  entirely  a fallacious  one ; 
first  of  all  that  Ashford  was  not  a place  from 
which  any  large  quantity  of  hops  was  sent ; the 
next  point  was  that  the  Belgian  hops  which  were 
alluded  to,  gave  73  per  cent,  more  stowage,  and 
were  one-third  less  in  value,  and  that  the  rate 
was  entirely  regulated  by  the  price  which  the 
General  Steam  Navigation  Company  charged 
for  the  same  article  ; and,  lastly,  that  if  the  rail- 
way company  were  to  charge  upon  the  foreign 
hops  the  same  price  as  they  charged  upon  home 
hops,  the  result  would  be  that  the  General 
Steam  Navigation  Company  would  carry  them 
all ; and  then  the  General  Steam  Navigation 
Company,  having  got  the  monopoly,  would  put 
up  the  rate  upon  the  foreign  hop  growers? — I 
saw  there  was  an  answer  given  to  that  effect, 
but  what  I was  speaking  of  was  not  upon  the 
facts,  but  assuming  certain  facts,  what  tlie  result 
of  a certain  line  of  conduct  would  be. 

16739.  I think  you  propose  to  continue  a rail- 
way commission.  Would  you  tell  the  Com- 
mittee why  the  owners  of  700,000,000  /.  or 
800,000,000/.  of  railway  capital  are  not  entitled 
to  as  high  a tribunal  to  try  questions  with 
which  they  are  connected  as  any  portion  of  Her 
Majesty’s  subjects? — I have  already  said  that 
the  tribunal  ought  to  be  a very  strong  one. 

16740.  Does  not  it  strike  you  that  as  the 
foundation  of  everything  is  the  Interpretation 
of  the  Act  of  I’arliament,  the  m.embers  of  that 
tribunal  ought  to  be  lawyers  of  the  highest 
class  ? — I do  not  think  it  would  be  to  the  interest 
either  of  the  companies  or  the  public  that  the 
members  of  the  tribunal  should  be  entirely 
lawyers. 

16741.  Then  why  should  we  not,  upon  the 
same  principle,  have  for  ordinary  trading  cases 
persons  who  were  not  lawyers  ? — If  the  cases 
were  so  large  and  imjrortant  as  these,  it  would 
be  very  desirable  to  have  specially  skilled  persons; 
but  I would  rather  refer  to  the  ileport  of  the 
Royal  Commission  of  1872  upon  that  point. 

16742.  I think  you  w’ould  go  further  and  say 
that  when  it  comes  to  question  of  judging,  you 
cannot  have  a tribunal  too  much  experienced,  too 
much  educated,  or  too  much  beyond  suspicion  ? — 
And  I would  add  to  that,  with  too  much  special 
knowledge  of  the  particular  subject. 

16743.  You  stated  that  you  did  not  quite  think 
that  it  was  necessary  to  have  an  exclusively  legal 
tribunal ; but  the  judge  has  power  always  to  call 
in  an  assessor,  I fancy,  has  he  not? — I am  not 
aware  that  he  has ; I am  not  aware  at  any  i-ato 
that  it  is  common  to  do  so. 

16744,  You  agree  that  the  Railw'ay  Commis- 
sioners have  the  jjower  to  call  in  an  assessor,  do 
you  not? — I think  they  have  the  power  of  calling 
in  technical  assessors ; engineering  assessors. 

16745.  Do  you  think  there  is  any  fairness  in 
denying  to  the  railway  interests  before  the  Rail- 
way Commissioners  the  same  sort  of  appeal  as  is 
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Sir  Edward  Watkin — continued, 
given  to  every  interest  in  every  trial  all  through 
the  country?  — I have  already  said  that  I thought 
prohibition  ought  to  be  done  away  with,  and  that 
there  ought  to  be  an  appeal,  not  to  a divisional 
court,  but  to  the  appeal  court. 

16746.  You  spoke  of  Chambers  of  Commerce, 
and  proposed  to  give  them  a locus  standi  before 
the  Railway  Commissioners  ; are  you  not  aware 
that  nearly  the  whole  of  them  are  not  incorporated 
bodies  at  all? — I know  that  many  of  them  are  in- 
corporated. 

16747.  Is  there  any  general  power  to  incor- 
porate them  ? — I Imagine  the  Queen  can  incor- 
porate them. 

16748.  By  charter? — Yes,  by  charter;  and 
they  can  also,  as  I have  said,  be  incorporated 
under  the  Joint  Stock  Companies  Acts. 

16749.  I think,  in  1866,  when  we  tried  to  get 
a clause  in  the  Limited  Liability  Act  to  get 
these  bodies  incorporated,  we  were  defeated  ? — 
I dare  say  it  was  so. 

16750.  What  sort  of  cases  would  you  expect 
Chambers  of  Commerce  to  bring  before  the 
Railway  Commissioners,  or  whatever  the  body 
might  be  ? — Cases  in  which  there  was  the  allega- 
tion that  the  interest  of  a town  or  district,  or  of 
a particular  body  of  traders,  was  unjustly  treated 
by  a railway  company. 

16751.  Take  the  case  of  Liverpool;  Livei'pool 
is  as  we  know  31  miles  from  Manchester;  we 
are  100  miles  from  Grimsby,  and  we  pay  much 
higher  rates  than  other  ports  which  are  further 
from  Grimsby.  Would  you  give  the  Railway 
Commissioners  power  to  deal  with  that  case  ? — ■ 
I have  already  given  my  opinion  upon  the  equal 
mileage  rate  as  a principle  ; but,  if  it  appears 
that  the  action  of  the  companies  is  unjust,  I would 
allow  the  case  to  go  before  the  Railway  Com- 
missioners. 

16752.  What  you  mean  is,  that  you  would  allow 
the  Railway  Commissioners  to  raise  upon  the 
petition  of  a Chamber  of  Commerce  the  whole 
question  of  the  propriety  of’rates  between  town 
and  town,  and  district  and  district? — I would 
give  the  Chambers  of  Commerce  the  power  of 
raising  questions  which  individuals  can  now 
raise. 

16753.  But  towns  cannot  now  raise  questions? 
— Yes,  there  is  nothing  to  prevent  the  Liverpool 
merchant  from  saying,  I am  charged  a higher 
rate  than  my  competitor  at  Barrow  is  charged. 

16754.  If  that  power,  which  you  suggest, 
were  given  to  the  Commissioners,  they  would 
have  the  power  practically  of  fixing  the  rates  all 
through  the  country,  would  they  not  ? — I would 
not  give  them  an  additional  power  in  that 
respect  beyond  what  they  have  at  present. 

16755.  What  do  you  mean  by  that  ? — The 
Railway  Commissioners,  or  rather,  the  courts  of 
law,  in  some  decisions  that  they  have  given,  have 
gone  beyond  what  I believe  to  be  the  public 
interest ; but,  in  speaking  of  Chambers  of  Com- 
merce, I do  not  wish  to  give  the  Railway  Com- 
missioners any  power  they  have  not  at  present ; it 
is  simply  a matter  of  how  a question  can  be 
brought  before  them. 

16756.  May  I take  it  that  you  think  the  Rail- 
way Commissioners  should  have  power  to  take 
up  the  complaints  of  the  mayor  of  Liverpool 
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against  the  various  ports  ? — My  impression  is 
that  they  would  not  do  anything  of  the  kind. 
The  real  question  is,  is  that  an  undue  preference 
or  not.  I take  it  that  the  Railway  Commissioners 
have  now  power  to  decide  whether  it  is  an  undue 
preference  or  not. 

16757.  Suppose  they  were  to  decide  that  it 
was,  and  the  mayor  of  Liverpool  and  the  people 
of  Liverpool  said  the  other  way? — I think  it 
would  be  a very  great  misfortune  to  the  public. 

16758.  Would  you  be  in  favour  of  giving  to 
any  public  body  whatever  the  power  of  fixing 
the  rates  and  controlling  the  traffic  by  railway  in 
this  country  ? — No,  I have  already  said  I adopt 
the  language  of  the  Committee  of  1872. 

Lord  Randolph  Churchill. 

16759.  There  is  a certain  difference  between 
fixing  and  controlling  ? — I would  say  controlling 
according  to  certain  fixed  rules  laid  down  by 
statute  or  adopted  by  courts  of  law. 

Sir  Edward  Watkin. 

16760.  We  have  had  it  in  evidence  before 
the  Committee  that  there  are  something  like 
100,000,000  transactions  in  the  transport  of  rail- 
way traffic  in  the  year ; do  you  think  it  would 
be  possible  to  give  anything  like  an  effective  con- 
trol over  that  mass  of  transanctions  to  any  public 
body  ? — No,  I should  not ; but  I should  like  to 
qualify  that  by  saying  that  there  may  be  cases 
in  which  some  of  those  transactions  may  go  be- 
yond what  Parliament  has  allowed,  or  what  the 
common  law  has  allowed,  and  in  those  cases  there 
should  be  a power  to  set  the  injustice  right. 

16761.  I think  you  would  be  of  opinion  that 
the  railway  companies  have  never  objected  to  the 
action  of  the  common  law? — I do  not  think,  to 
the  best  of  my  recollection,  that  the  companies 
were  willing  parties  to  the  Act  of  1854. 

16762.  There  are  many  reasons  for  that;  we 
had  a protectionist  policy  in  force  at  that  time. 
Now,  something  was  said  about  railway  share- 
holders and  their  profits.  I think  you  would  not 
contradict  me  that  700,000,000 1.  of  railway 
capital  in  1879  only  paid  an  average  dividend  of 
4'2  cent.  ? — I dare  say  that  is  so. 

16763.  I daresay  you  have  observed  in  the 
Returns  of  the  Board  of  Trade  that  the  capital 
increases  pound  for  pounds  as  the  traffic  in- 
creases ? — Certainly  that  appears  to  be  so.  One 
cannot  but  be  struck  with  the  large  amounts  of 
capital  that  the  companies  have  been  obliged  to 
lay  out  in  consequence  of  the  increase  of  traffic. 

16764.  Seeing  that  under  those  circumstances 
it  is  necessary  to  have  a constant  outflow  of 
capital,  do  you  consider  it  desirable  to  do  any- 
thing to  restrict  that  outflow  of  capital? — I do  not. 

16765.  If  it  were  said  that  the  railway  com- 
panies should  give  the  use  of  these  enormous 
stations  for  nothing,  should  insure  them,  repair 
them,  and  pay  rates  upon  them,  and  have  no  ter- 
minal, do  you  think  the  outflow  of  capital  would 
be  promoted  by  that  policy  ? — I have  already 
given  my  view  upon  that  subject.  The  question 
is,  what  has  been  the  bargain  between  tbe  com- 
panies and  the  public  ; the  public  of  course  have 
the  right  to  that  bargain. 
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Sir  Edicard  Wathin — continued. 

16766.  On  the  other  Imnd  tlie  companies 
would  be  entitled  to  say  that  they  should  not  be 
called  upon  to  lay  out  their  cajiital  without  an 
equivalent? — No  doubt. 

The  following  letter,  having  referenee  to  Question 
and  Answer  No.  1608.5,  was  handed  in  : — 

“ Bricklayers’  Anns  Station, 
Old  Kent-road, 

London,  29  July  1881. 

“ G.  B.  Gregory,  Esq.,  m.p., 

],  Bedford-row,  W.C. 


Sir  Edward  Wathin — continued. 

“ Dear  Sir, 

“ In  accordance  with  your  desire  at  the  House, 
yesterday,  I have  pleasure  in  informing  you  that 
the  rate  to  London  for  furniture  packed  in  cases 
is,  from  Paris,  4.3  s.  SJ.  per  ton,  and  not  packed, 
76s.  lOJ.  per  ton;  from  Boulogne,  the  rate  in 
cases,  is  25s.,  and  not  in  cases,  60s.  In  giving 
you  the  information  I would  just  add  that  our 
Paris  rates  are  virtually  controlled  by  the  com- 
petition by  the  rival  lines,  and  the  Boulogne  rates 
by  the  General  Steam  Company’s  route. 

“Yours  truly, 

“ J.  Light." 
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Ordered, — '[^Tuesday,  \5lh  February  1881]  ; — That  a Select  Committee  be  appointed 
to  inquire  into  the  chai’ges  of  Railway  Companies,  and  Canal  Companies,  and  Railway 
and  Canal  Companies,  for  the  conveyance  of  merchandise,  minerals,  agricultural  produce, 
and  parcels  on  Railways  and  Canals,  into  the  Laws  and  other  conditions  affecting  such 
charges,  and  into  the  working  of  the  Railway  Commission  of  1873;  and  to  report  as  to 
any  amendment  of  the  Laws  and  practice  affecting  the  said  charges  and  the  powers  of  the 
said  Commission  that  may  be  desirable. 

Ordered,  — \_Tuesday,  22nd  February  1881]: — That  it  be  an  Instruction  to  the  Com- 
mittee, that  they  do  inquire  into  tlie  passenger  fares  charged  by  Railway  Companies,  and 
Report  thereon. 

Ordered, — [^Thursday,  Srd  March  1881]  : — That  the  Committee  do  consist  of 
Twenty-three  Members. 

Committee  nominated  of — 

Mr.  Ashley. 

Mr.  Barclay. 

Mr.  Bolton. 

Mr.  Callan. 

Lord  Randolph  Churchill 

Mr.  Craig. 

Mr.  Cross. 

Mr.  Dillwyn. 

Sir  Daniel  Gooch. 

Mr.  Gregory. 

Mr.  Lowther. 

Mr.  Monk. 

That  the  Committee  have  power  to  send  for  Persons,  Papers,  and  Records. 

That  Seven  be  the  Quorum. 

Ordered, — [^Monday,  I4:th  March  1881]: — That  the  Committee  do  consist  of 
Twenty-seven  Members. 

That  Mr.  Barnes,  Mr.  Caine,  Sir  Baldwyn  Leighton,  and  Mr.  Phipps  be  added 
to  the  Committee. 

Ordered, — \Tuesday,\^th  March  1881]: — That  the  Return  of  the  INtaximum  Rates 
of  Charges  which  the  Railway  Companies  of  the  United  Kingdom  are  authorised  to  make 
for  the  Conveyance  of  Passengers,  Animals,  Goods,  &c.,  on  Railways,  be  referred  to  the 
Committee. 

Ordered,—  [^Monday,  4^th  April  1881]  : — That  the  Petitions  for  repeal  of  the  Railway 
Passenger  Duty  from  London  Branch  of  the  Bookbinders’  and  Machine  Rulers’  Consoli- 
dated Union,  and  Rochdale  Equitable  Pioneers’  Society,  be  referred  to  the  Committee. 

Ordered,— {^Wednesday , 21th  April  1881]  : — That  the  Petition  from  Petworth,  for 
inquiry  into  fares,  rates,  and  charges,  on  the  London,  Brighton,  and  South  Coast  Rail- 
way, be  referred  to  the  Committee. 


Mr.  Samuel  Morley. 

Mr.  Mulholland. 

Mr.  William  K.  Nicholson. 
Mr.  O’Sullivan. 

Mr.  Richard  Paget. 

Mr.  Joseph  Pease. 

Mr.  Pell. 

Mr.  Samuelson. 

Mr.  Sclater-Booth, 

Sir  Henry  Tyler. 

Sir  Edward  Watkin. 
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Suggested  Maximum  Rate  for  Hardware,  Hollow  Ware,  and  .lapanned  Ware  - - 95 

Appendix,  No.  23. 


Paper  handed  in  by  the  Chairman  : 

Statement  showing  the  Class  Bates  Charged  tiy  the  Great  Western  Railway  Company 
for  the  Carriage  of  Goods  between  London  and  certain  Stations,  and  also  the 
Exceptional  Rates  charged  for  certain  Articles  - --  --  --96 

Statement  shewing  the  Class  Rates  Charged  by’  the  Great  Western  Railway  Company 
for  the  Carriage  of  Goods  between  Bristol  and  certain  Stations,  and  also  the 
Exceptional  Rates  Charged  for  certain  Articles  - --  --  --98 

Comparison  between  the  Maximum  Charges  allowed  by  the  Great  Western  Railway 
Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and 
the  Total  Charges  n)ade  by  the  Company  for  the  Carriage  of  such  Articles  between 
London  and  certain  Stations  ..........  loO 
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Appendix,  No.  23 — continued.  page 

Paper  handed  in  by  the  Chairman  —continued. 

Comparison  between  the  Maximum  Charges  allowed  by  the  Great  Western  Railway 
Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and 
the  Total  Charges  made  by  the  Company  for  the  Carriage  of  such  Articles  between 
Bristol  and  certain  Stations  io2 

Comparison  between  the  Maximum  Charges  allowed  by  the  Great  Western  Railway 
Company’s  Acts  for  the  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and 
the  Total  Charges  made  by  the  Company  for  the  Carriage  of  such  Articles  between 
Bristol  and  certain  Stations  ----------  - 104 

Coal  Rates. — Statement  showing  the  Charges  made  by  the  Great  Western  Railway 
Company  for  the  Carriage  of  Coal  between  London  (Paddington)  and  certain 
Stations -----106 

Statement  showing  the  Charges  made  by  the  Great  Western  Railway  Company  for  the 

Carriage  of  Coal  between  Bristol  and  certain  Stations  - - - - - - 106 

Appendix,  No.  24. 

Papers  handed  in  by  the  Chairman  : 

Statements  prepared  by  the  Secretary  of  the  Royal  Agricultural  Society  of  England: 

No.  1. — Statement  showing  the  Rates  Charged  for  the  Conveyance  of  Milk,  Meat, 
Poultry,  Rabbits,  &c.,  between  London  (Liverpool  street  Station)  and 
Melford,  Newport,  Sawbridgeworth,  Roy  don,  Chelmsford,  Theydon  Bois, 
and  Romford,  per  Passenger  Train,  Great  Eastern  Railway  • - - 108 

Statement  showing  the  Rates  Charged  for  the  Conveyance  of  Milk,  Meat, 
Poultry,  i^ic.,  between  London  and  March,  Manea,  Chatteris,  Cambridge, 

Bury,  and  Sudbury,  per  Passenger  Train,  Great  Eastern  Railway  - - 108 

No.  2. — Statement  showing  the  Rates  Charged  from  London  (Camden)  to  other 
Stations  on  London  and  North  Vfestern  Railway  for  Vegetables,  Potatoes,  Carrots, 
Parsnips,  Turnips,  Onions,  Peas,  Mangel-Wurzel,  and  Grain  (Loose  and  Packed)  110 

No.  .3. — Statement  showing  the  Rates  Charged  to  and  from  Stratford  Market  (Great 
Eastern)  and  the  Stations  (Great  Eastern)  named,  for  Vegetables,  Potatoes, 
Carrots,  Onions,  Parsnips,  and  Turnips,  for  Domestic  Purposes;  also  for  the  same 
Roots,  and  Mangel- Wui  zels,  and  Swedes,  for  Horse  and  Cattle  Feeding  - - 112 

No.  4. — Statement  showing  the  Rates  Charged  to  and  from  London  (Great  Eastern) 
and  the  Stations  (Great  Eastern)  named,  for  Vegetables  (of  all  descidptions). 
Potatoes,  Carrots,  Onions,  Parsnips,  and  Tui-nips,  for  Domestic  Purposes;  also  fer 
the  same  Roots,  and  for  Mangel-Wurzels,  and  Swedes,  for  Horse  and  Cattle 
I’eeding  - - - - - - - - - - - - -113 

No.  0. — Statement  showing  the  Rates  Charged  by  the  London,  Chatham,  and 
Dover  Railway,  and  South  Eastern  Railway  Companies,  also  the  Great  Western 
Railway  Company,  for  the  Carriage  of  Grain,  Malt,  and  Hops,  between  the 
Stations  named  - - - - - - - - - - - -114 

No.  6. — Statement  showing  Rates  Charged  for  Carriage  of  Butter,  Vegetables, 
Poultry,  Grain,  Wool,  &c.,  by  Goods  Train  between  Stratford  and  the  Great 
Eastern  Stations  named  - - - - - - - - - -116 

No.  7. — Statement  showing  the  Rates  Charged  for  the  Carriage  of  Butter,  Poultry, 
Grain,  Wool,  &c.,  between  London  (Bishopsgate,  Great  Eastern)  and  March, 

Lynn,  Manea,  Chatteris,  Cambridge,  Sudbury,  Bury,  Swaffham,  Diss,  and 
Harwich  ns 

No.  8.— Statement  showing  the  Rates  for  Cattle,  &c.,  between  Stratford  (Great 
Eastern)  and  other  Great  Eastern  Stations  - - - - - - -122 

No.  9. — Statement  showing  the  Rates  Charged  for  the  Carriage  of  Butler,  Vege- 
tables, Grain,  Seeds,  Wool,  and  Horses,  between  Stratford  (Great  Eastern)  and 
Rotterdam  and  Antwerp,  per  Goods  Trains  - - - - - - -124 

No.  10. — Statement  of  Rates  furnished  by  Persons  who  are  not  prepared  to  give 
Evidence  before  the  Select  Committee  of  the  House  of  Commons  on  Railway 
Rates  and  Charges  - - - - - - - - - - -126 

Statement  compiled  from  Information  furnished  by  Mr.  Richard  Garrett,  Carleton 
Hall,  Saxmutidham  - - - - - - - - - - -132 

Statement  showing  the  Rates  Charged  for  the  Conveyance  of  Cattle  and  Sheep 
between  certain  Stations  (Particulars  taken  from  Railway  Freight  Notes)  - - 133 

Statement  showing  the  Rates  Charged  for  Conveyance  of  Manure  and  Feeding 
Stuffs,  &c.,  as  Compiled  from  Particulars  sent  by  Mr.  John  Twentyman,  Blan- 
nerhasset  Farm,  Aspatria  - - - - - - - - - -134 

Statement  showing  the  Rates  Charged  for  the  Carriage  of  Grain,  Flour,  Wool,  Cattle, 

Sheep  and  Pigs,  compiled  from  Mr.  Sanders  Spencer’s  Letter,  St  Ives  - - 136 
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Appendix,  No.  24 — continued.  page 


Papers  handed  in  by  the  Chairman — conlinued. 

Statements  prepared  by  the  Secretary  of  the  Royal  Agricultural  Society — continued. 

Statement  showing-  tlie  Rates  Chai-g-ed  for  Cattle,  &c.,  Conveyed  by  Railway 
between  the  Places  named,  compiled  from  Documents  furnished  by  Mr.  Garrett 
Tayler-Frowse,  Norwich  - - - - - - - - - -140 

Statenient  showing-  the  Rates  Charged  for  Coal  in  Owners’  Trucks  from  Collieries 
to  Norfolk  Stations  - - - - - - - - - - -143 

Rates  from  Tiowse  Station  (Norwich,  Great  Eastern)  - - - - - -144 


Inequality  in  Charges  for  Carriage  of  Foreign  and  English  Hops: 

Rates  fur  Conveyance  of  Hops  to  I-ondon,  per  Pocket,  Weighing  1 cwt.  Q qrs. 


12  lbs. : 

1.  — South  Eastern  Railway  - - 145 

2.  — London,  Brighton,  and  South  Coast  Railway  -----  145 

3.  — London,  Chatham,  and  Dover  Railway  ------  145 

Examples  of  Rates  by  Carriage  on  Hops  from  sundry  Stations  on. the  under- 
mentioned Railways  : 

1.  — South  Eastern  Railway  - - - - - - - - -146 

2.  — London,  Brighton,  and  South  Coast  Railway  • - - - - - 146 

3.  — London,  Chatham,  and  Dover  Railway  - - - - - - -146 

Carriage  on  Foreign  Hops,  showing-  Rate  per  Ton  and  Mileage  - - - - 147 


Appendix,  No.  25. 

Paper  handed  in  by  the  Chairman  : 

Abstracts  compiled  from  Statements  prepared  by  the  Secretary  of  the  Royal  Agricultural 
Society  of  England : 

Table  showing  InoqualiD"  of  Rates  charged  for  tho  Carriage  of  Cattle,  Sheep, 

Milk,  Butter,  Fruit,  Grain,  Flour,  Vegetables,  and  other  Merchandise,  by  the 
following  Railway  Companies: — London  and  North  Western;  London,  Chatham, 
and  Dover;  Great  Eastern  ; South  Eastern  ; and  Great  Western  - - - 148 


Appendix,  No.  26. 

Paper  handed  in  by  Mr.  Thomas  Pirn,  jun. : 

Scale  of  Rates.  — Liverpool  and  Dublin  to  Inland  Towns: 

Midland  Great  Wes'ern  R-ailway  Company 
Great  Southern  and  Western  Railway  Company  - 
Great  Northern  Railway  Company  - - - 

Appendix,  No.  27- 

Paper  handed  in  by  the  Chairman : 

Borough  of  Rochdale.— Statement  of  the  Railway  Rates  affecting  the  Borough  of  Roch 
dale,  contrasted  with  those  affecting  other  Places 


- 152 

- 153 

- 153 


Appendix,  No.  28- 

Paper  handed  in  by  the  Ch-dirman : 

Letter  from  Mr.  George  Neve  to  the  Select  Committee  of  the  House  of  Commons  on 

Railway  Charges,  dated  3 June  1881  - --  --  --  --  157 

Appendix,  No.  29. 

Paper  handed  in  by  the  Chairman  : 

Letter  from  the  Mayor  of  Liverpool  to  the  Chairman  of  the  Committee,  dated  26  May 
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Appendix,  No.  30. 

Papers  handed  in  by  Mr.  Power:  page 

Table  showing  Discrimination  in  Freights  on  Country  Produce  (Grain)  against  Limerick, 

from  a few  Points  selected  at  random  - - - - - - - . -158 

Table  showing  Discrimination  in  Freights  against  Limerick  on  Imported  Goods,  when 
competing  with  other  Ports  ----------  - 159 

Table,  giving  a few  instances,  showing  how  the  Trade  of  the  Country  generally  is  injured 
by  the  High  Local  Rates,  when  compared  with  the  Low  Through  Rates  - - - 159 

Table  show'ing  Injury  inflicted  on  Irish  Produce  going  into  the  English  Markets  when 
competing  with  Foreign  - - - - - - - - - - -159 

Appendix,  No.  31. 

Paper  handed  in  by  Mr.  W.  Simons : 

Table  showing  Differential  Railway  Rates  to  South  Wales,  to  the  Disadvantage  of 
Merthyr  Tydfil  - ------------]60 

Appendix,  No.  32. 

Table  handed  in  by  Mr.  Baxter : 

Return  relating  to  Coal  brought  to  London  - - - - - - - -161 

Appendix,  No.  33. 

Papers  handed  in  by  the  Chairman  : 

Statement  showing  the  Class  Rates  Charged  by  the  Great  Southern  and  Western  Rail- 
way t'ompany  for  the  Carriage  of  Goods  between  Cork  and  certain  Stations,  and  also 
the  Exceptional  Rates  charged  for  certain  Articles  - - - - - - -162 

Statement  showing  the  Class  Rates  Charged  by  the  Great  Southern  and  Western  Rail- 
way Company  for  the  Carriage  of  Goods  between  Dublin  (Kingsbridge)  and  certain 
Stations,  and  the  Exceptional  Rates  charged  for  certain  Articles  - - - - 164 

Comparison  between  the  Maximum  Charges  allowed  by  the  Great  Southern  and  Western 
Railway  Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein, 
and  the  Total  Charges  made  by  the  Company  for  the  Carriage  of  such  Articles  between 
Cork  and  certain  Stations  - --  --  --  --  --  166 

Appendix,  No.  34. 

Paper  handed  in  by  the  Chairman  : 

Comparative  Statement  of  Tariff  Charges  current  on  the  Railways  of  the  Australian 
Colonies,  1879  - --  --  --  --  --  --  168 

Appendix,  No.  35. 

Paper  handed  in  by  Mr.  Handel  Cossham,  and  referred  to  in  his  Evidence,  16  June  1881 : 

Rates  per  Midland  Railway  - --  --  --  --  --  170 

Appendix,  No.  36. 

Paper  handed  in  by  Mr.  Massey : 

English  Railways. — Railway  Rates  of  Carriage  Charged  on  Coal  for  Export  from  the 
South  Yorkshire  District. — (Over  the  Midland,  Manchester,  Sheffield,  and  Lincoln- 
shire, and  North  Eastern  Railway  Companies)  - - - - - - -171 

West  Yorkshire  District. — (North  Eastern  Railway  Company  only)  - - - 171 

North  Country  District. — Example  of  Preferential  Rates  of  Carriage  on  Coal  for 
Export  Charged  by  the  North  Eastern  Railway  Company  to  their  own  Ports  - 171 

Railway  Rate  of  Carriage  on  Cannel  Coal  for  Export  from  a Lancashire  Mining- 
Centre  to  a Port  of  Shipment  - - - - - - - - -172 

Rate  Charged  by  Railway  Companies  from  South  Yorkshire  to  London  on  Coal  for 
use  in  the  Metropolis  - - - - - - - - - - -172 
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Appendix,  No.  36 — continued.  page 

Paper  handed  in  by  Mr.  Massey — continued. 

French  Railways. — Rates  of  Carriage  Charged  on  certain  Imported  Supplies  by  French 
Railways  - - - - - - - - - - - - - -172 

Belgian  Railways.  — Rates  of  Carriages  Charged  on  Coal  from  the  Centres  of  the 

Belgian  Coal  Field  for  Home  Consumption  and  Export  by  Belgian  Railways  - - 173 

Rates  of  Carriage  Charged  on  certain  Manufactures  and  Produce  ....  173 

Rates  of  Carriage  Charged  on  Live  Stock  - - - - - - - -173 

German  Railways — Rates  of  Carriage  on  Coals  on  German  Railways  from  Westphalia, 
passimr  over  the  Cologne- Minden,  Rhenish,  Bergisch  Mark,  and  Royal  Hanover,  and 
Oldenburg  States  Railways  ----------  - 174 

Rates  of  Carriage  on  Coals  on  German  Railways  from  Upper  Silesia,  per  East 
Prussian  and  South  East  Prussian  State  Railways  ------  174 

Rates  of  Carriage  Charged  on  Coals  from  the  Westphalian  Coal  District  for  Export 
and  Home  Consumption  by  German  Railways  ------  175 

English  Railways. — Railway  Rates  of  Carriage  on  certain  Goods  for  Export  from  the 
Two  Great  Centres  of  Iron  and  Hardware  Manufacture  in  England: 

From  Sheffield  ------------  - I75 

Fictn  Birmingham  -----------  - 175 

Railway  Rates  of  Carriage  on  Weaving  and  Spinning  Machinery  for  Export  from 
the  Centres  of  Manufacture  to  the  Ports  of  Shipment; 

Lancashire  District  - 176 

Yorkshire  District  - --  --  --  --  --  170 

Example  Sheet  of  Dock  Charges  only  - --  --  --  - 177 

Sw'edish  Railways.  —Rates  of  Carriage  Charged  on  certain  Goods  for  Export  by  Swedish 

Railways  - --  --  --  --  --  --  - 278 

Rates  of  Carriage  Charged  on  certain  Imported  Goods  by  Swedish  Railways  - 178 

Russian  Railways. — Rates  of  Carriage  on  Weaving  and  Spinning  Machinery  Charged 
on  Russian  Railways  -----------  - 278 

Finnish  Railways. — Rates  of  Carriage  on  Weaving  and  Spinning  Machinery  Charged 

on  Finnish  Railways  - - - - - - - - - - - -178 

English  Railways,  &c. — Rates  of  Carriage  on  Steel  Rails  for  Export  by  Railway  and 
Canal  - --  --  --  --  --  --  - 279 


Dutch-Rhenish  Railways. — Rates  of  Carriage  Charged  on  certain  Goods  for  Export  by 
the  Dutch-Rhenish  Railways,  from  one  of  the  Centres  of  the  Westphalian  Coal  and 


Iron  Industry  : 

From  Essen  to  Amsterdam  - --  --  --  --  - 270 

From  Essen  to  Rotterdam  - - - - - - - - - -179 

Russian  Ruihvays. — Rates  of  Carriage  Charged  on  Iron  and  Steel  Rails  on  Russian 
Railways  - --  --  --  --  --  --  -279 

Finnish  Railways — Rates  of  Carriage  Charged  on  Iron  and  Steel  Rails  on  Finnish  Rail- 
ways ---------------180 

Dutch- Rlieiiish  Railways. — Rates  of  Carriage  Charged  on  certain  Goods  for  Export  by 


the  Dutch-Rhenish  Railways,  from  one  of  the  Centres  of  the  Westphalian  Coal  and 
Iron  Industry  ; 


From  Dortmund  to  Amsterdam  ---------  - 180 

Fron  Dortmund  to  Rotterdam  ---------  - 180 

English  Railways,  &c. — Rates  of  Carriage  Charged  on  Imported  Ii’on  Ore  by  Railway 
and  Canal  - - - - - - - - - - - - - *180 

Dutch-Rhenish  Railways. — Rates  of  Carriage  Charged  on  Imported  Ores  of  any  Kind 
by  the  Dutch-Rhenish  Railways  - - - - - - - - - -181 

English  Railways. — Railway  Rates  of  Carriage  on  Imported  Foreign  Pig,  Bar,  and 
Ingot  Iron  --  ------------  281 

Russian  Railways. — Rates  of  Carriage  Charged  on  certain  Imported  Goods  on  Russian 
Railways  - - - - - - - - - - - - - -182 

Finnish  Railways. — Rates  of  Carriag-e  Charged  on  certain  Imported  Goods  on  Finnish 

Railways  - --  --  --  --  --  --  - 182^ 

English  Railways. — Railway  Rates  of  Carriage  on  Iron  Wire  for  Export  - - - 182 

Return  of  Cargoes  of  Iron  Wire,  Iron  Bars,  Sheets,  Plates,  and  Pipes,  imported  into 
Crcnstadt  from  Westphalian  and  other  Iron  Works,  through  Ports  in  Hanover, 
Holland,  X'C.j  during  1880  - --  --  --  --  --  183 
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Appendix,  No.  36 — continued.  page 

Paper  handed  in  by  Mr.  Massey — continued. 

English  Railways. — Rates  of  Railway  Carriage  on  Imported  Cotton  for  use  by  the 

Lancashire  Spinners  - - - - - - - - - - . -184 

Special  Transhipment  Hate  from  Liverpool  to  Hull  on  Transit  of  Cotton  - - 184 

Railway  Rates  of  Carriage  on  certain  Imported  Goods  to  some  of  the  principal 
Manufacturing  and  Consuming  Centres  - - - - - - - -1S4 

French  Railway  Carriage  Rates  on  certain  Goods  and  between  certain  Manufacturing 

and  Consuming  Centres  - - - - - - - - - - -185 

Russian  Railways. — Rates  of  Railway  Carriage  on  Imported  Cotton  for  Use  by  the 
Russian  Interior  Cotton  Spinners  - - - - - - - - - -185 

Finnish  Railways. — Rates  of  Railway  Carriage  on  Imported  Cotton  for  Use  by  the 
Finnish  and  Russian  Interior  Cotton  Spinners  igs 

Danish  Railways. — Rates  of  Cairiage  Charged  on  Live  Stock  and  Agricultural  Produce 
on  Danish  Railways  - --  --  --  --  --  - i86 

Swedish  Railwaj's. — Rates  of  Carriage  Charged  on  Timber  and  Agricultural  Produce 
for  Export  on  Swedish  Railways  - - - - - - - - - -186 

Rates  of  Carriage  Charged  on  Live  Slock  -------  - 186 

Dutch  Railways.  — Rates  of  Carriage  Charged  on  certain  Agricultural  Produce  by  Dutch 
Railways  - --  --  --  --  --  ---187 

Rates  of  Carriage  Charged  on  Live  Stock  by  Dutch  Railways  - - - _ i87 

Belgian  Railways. — Rates  of  Carriage  Charged  on  Butter,  Apples,  Pears,  and  Plums, 

for  Export  and  Home  Consumption,  by  Belgian  Railways  - - - . . i88 

Rates  of  Carriage  Charged  on  Iron  Nails,  for  Export  - - - - - -188 

Finnish  Railways. — Rates  of  Carriage  Charged  on  certain  Materials  for  Export  by  the 
Finnish  Railways  - - - - - - - - - - - -189 

Sample  of  the  Rates  of  Carriage  Charged  on  Oxen  by  the  Finnish  Railways  - - 189 

Appendix,  No.  37. 

Papers  handed  in  by  Mr.  Grotrian  : 

Rates  Charged  for  the  Carriage  of  Timber  and  Deals  - - - - - - -190 

O O 

Railway  Rates  on  Timber  and  Deals,  in  Lots  of  Two  Tons  and  upwards,  Machine 
Weight  - - - - - - - - - - - - - -191 

Cotton  Wool  (really  Raw  Cotton). — 1st  Class  (any  Quantity)  - - - - - 192 

Wheat,  Maize,  Beans,  Linseed,  and  Rapeseed,  &c,  - - - - - - -193 

Appendix,  No.  38. 

Paper  handed  in  by  Mr.  Nicholson  : 

Me'morial  of  the  Committee  of  the  Liverpool  Guardian  Society  for  the  Protection  of 
Trade  - 195 

Appendix,  No.  39. 

Paper  handed  in  by  Mr.  Massey  : 

Erie  Railway  Company,  — Freight  Tariff  from  New  York  to  the  Western,  North  Western, 
and  South  Western  States,  and  the  Canadas — Spring  Arrangements,  1880  - - 196 

West  Bound  Freight  Classification. — Agreed  to  by  all  Lines  from  Boston,  New  York, 
Philadelphia,  and  Baltimore,  and  other  Seaboard  Points,  governing  all  Shipments  from 
the  East  to  the  West  - oqq 

Appendix,  No.  40. 

Paper  handed  in  by  Mr.  Samuelson,  m.p,  : 

Memorial  of  the  Cumberland-road  Metal  Company  (Limited)  -----  093 

Appendix,  No.  41. 

Paper  handed  in  by  Mr.  Samuelson,  m.p.  : 

Furness  Railway  Company. — Statement  by  Mr.  W.  G.  Ainslie,  Managing  Partner  in  the 
Firm  of  Harrison,  Ainslie  & Co.,  Ulverstoii,  for  presentation  to  the  British  Iron  Trade 
Association  - 094 
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Appendix,  No.  42.  page 

Paper  handed  in  by  Mr.  Barclay,  m.p.  : 

Letter  from  Mr.  C.  Merrylees  to  Mr.  Barclay,  m.p.,  dated  25  June  1881  ...  206 

Appendix,  No.  43. 

Paper  handed  in  by  the  Chairman ; 

Memorial  of  the  Council  of  the  Warrington  Chamber  of  Commerce,  presented  to  the 
Parliamentary  Committee  on  Railway  Rates  207 

Appendix,  No.  44. 

Paper  handed  in  by  Mr.  Duncan  : 

Comparison  of  Rates  of  Sugar  from  London  and  from  Greenock  to  certain  Towns  - 208 

Appendix,  No.  45. 

Paper  handed  in  by  the  Chairman  : 

Letter  from  Mr.  Arthur  Haliburton  to  the  Chairman  of  the  Committee  ...  210 

Appendix,  No.  46. 

Papers  handed  in  by-  the  Chairman  : 

Letter  from  Mr.  Heathfield,  dated  Lion  Galvanizing  Works,  Birmingham  Heath,  Bir- 
mingham, 24  June  1881  210 

Letter  from  Elliott’s  Metal  Company  to  the  Chairman  of  the  Committee,  dated  Selly 
Oak  Works,  near  Birmingham,  20  June  1881  210 

Memorial  of  the  Executive  Committee  of  the  Chemists  and  Druggists’  Trade  Association 
of  Gi'eaf  Britain  213 

Appendix,  No.  47. 

Paper  handed  in  by  Mr.  Willson  : 

1.  Imported  Grain  - 214 

2.  Grain  Hates  - - - - - - - - . . . -215 

3.  Great  Western  Railway  Company. — Grain  Rates  216 

Appendix,  No.  48. 

Paper  handed  in  by  Mr.  Haydon  : 

Rates  for  Undamageable  Iron,  in  Lots  of  Two  Tons  and  upwmrds,  from  Bloomfield  Basin, 
Tipton,  Spon  Lane,  and  Smethwick  - - - 218 

Appendix,  No.  49. 

Paper  handed  in  by  the  Chairman  : 

Tables  of  Rates  prepared  by  Mr.  T.  W.  Holland,  of  the  Firm  of  Hunts,  Edmunds  & Co., 
Brewers,  Banbury,  to  show  that  Burton,  Wolverhampton,  and  Birmingham,  and  other 
I’laces,  arc  favoured  as  against  Banbury  ; 

Great  Western  Railway  Company’s  Rates  for  Merchandise  -----  220 

Great  Western  Railway  Company’s  Rates  for  Coal  - - - ’ - - - 220 

Great  Western  Railway  Rates  for  Beer  - 221 

London  and  North  Western  Railw’ay  Rates  for  Beer  - - - - * - 221 

Appendix,  No.  50. 

Paper  handed  in  by  the  Chairman : 

Letter  from  Mr.  Charles  Markham  to  the  Chairman  of  the  Committee,  dated  Staveley 
Coal  and  Iron  Company,  Limited,  Staveley  Works,  near  Chesterfield,  30  June  1881  222 


[ J 


Appendix,  No.  51. 

Paper  handed  in  by  the  Chairman  : 

Letter  from  Mr.  Southall  to  the  Chairman  of  the  Committee  - . . . _ 

Statement  to  show  the  High  Charges,  and  how  they  affect  the  Sales  and  the  Salesmen  ; 
from  which  it  will  be  seen  that  when  the  Market  is  good  the  Railway  Companies  claim 
the  largest  Share  of  the  Money  made,  and  when  bad,  the  Price  made  will  not  cover  the 
Carriage  charged 


Appendix,  No.  52. 

Paper  handed  in  by  Mr.  Nicholson  : 

Memorial  of  the  Committee  of  the  .Mancliester  Guardian  Society  for  the  Protection  of 
Trade  - 


Appendix,  No.  53. 

Paper  handed  in  by  Mr.  Kempson  : 

Railway  Rates  for  Carriage  of  Iron  Wire  - . - 


Appendix,  No.  54. 

Paper  handed  in  by  the  Chairman  ; 

Petition  of  the  Birmingham  and  Midland  Counties  Grocers’  Protection  and  Benevolent 
Association  - 

Railway  Rates  of  Carriage  on  Goods  Charged  in  1877  compared  with  same  Charges  in 
1881 


Appendix,  No.  55. 

Papers  handed  in  by  Mr.  Grierson  : 

Memorandum  by  Mr.  Grierson  - - - . . 

List  of  Canal,  Tramroad,  and  Railway  Acts  ... 
W’^orcester  and  Birmingham  Canal  Act,  1791 
Monmouthshire  'IVamroad  A.ct,  1802  ... 

Stratford  and  Moreton  Tramway  Act,  1821 
Avon  and  Gloucester  Tramway  Act,  1828  ... 
Stockton  and  Darlington  Railway  Act,  1821 
Birmingham  Canal  (Consolidation)  Act,  183.3 
Great  Western  Railway  Act,  1835  .... 

Great  North  of  Scotland  Railway  Consolidation  Act,  1859 
North  Staffordshire  Railway  Act,  1847  . . - 

North  Staffordshire  Railway  Act,  1879  ... 

North  Staffordshire  Railway  Act,  1880  ... 
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Statement  showing  the  Class  Rates  Charg-ed  by  tlie  Caledonian  Railway  Company  for 
the  Conveyance  of  Goods  between  Forfar  and  certain  Stations,  and  also  the  Exceptional 
Rates  charged  for  certain  Articles  - 

Statement  showing  the  Class  Rates  Charged  by  the  Caledonian  Railway  Company  for 
the  Conveyance  of  Goods  between  Dundee  and  certain  Stations,  and  also  the  Exceptional 
Rates  Charged  for  certain  Articles  ......... 

Coal  and  Dross. — Rates  per  Ton  Charged  by  the  Caledonian  Railway  Company  for  the 
Conveyance  of  Coal  and  Dross  between  certain  Collieries  and  Dundee  and  Forfar 
respectively 

Rates  per  Ton  Charged  by  the  Caledonian  Railway  Company  for  the  Conveyance  of 
various  .Articles  of  the  Mineral  Class,  in  Four-ton  Loads,  between  Dundee  (West)  and 
certain  Stations  ...........  - . 

Comparison  between  the  Maximum  Charges  allowed  by  the  Caledonian  Railway  Com- 
pany’s Acts  for  the  Conveyance  of  certain  Articles  mentioned  therein,  and  the  Total 
Charges  made  by  the  Company  for  the  Carriage  of  such  Articles  between  Forfar  and 
certain  Stations 

Comparison  between  the  Maximum  Charges  allowed  by  the  Caledonian  Railway  Com- 
pany’s Acts  for  the  Conveyance  of  certain  Articles  mentioned  therein,  and  the  Total 
Charges  made  by  the  Company  for  the  Carriage  of  such  Articles  between  Dundee  and 
certain  Stations  ............. 
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Papers  handed  in  hy  the  Chairman  : page 

Memorial  of  the  Mayor,  Aldermen,  and  Burgesses  of  the  Borough  of  Preston  - - 256 

Appendix,  No.  58. 

Paper  handed  in  by  Mr.  Grierson  ; 

London  and  Binningiiam  Railway. — Goods  Department. — Scale  of  Hates,  including  Toll 

and  Locomotive  Power,  for  Goods  conveyed  over  the  London  and  Birmingham  Kail  way  259 

Appendix,  No.  59. 

Papers  handed  in  by  Mr.  Grierson  : 

Rates. — London  and  Birmingham. — By  Canal  in  1836;  by  Railways  and  Canal  in 

1842  ; by  Railways  in  1866  - 261 

London  and  Manchester. — By  Quick  Vans  in  1833-34;  by  Canal  in  1834;  by 
Railways  in  1840  and  1866  ---------  - 261 

Birmingham  and  Manchester. — By  Canal  in  1836  ; by  Railways  and  Canal  in 

1842;  by  Railways  in  1866  ---------  - 262 

South  Staffordshire  and  Liverpool. — By  Canal  in  1831 ; by  Railways  in  1866  - 262 

Great  Western  Railway. — Smithfield  Goods  Station. — Summary  of  Terminal  E.v- 

penses,  &c.  263 

Great  Western  Railway. — Bath  Goods  Station. — Summary  of  Terminal  Expenses,  S;c.  - 264 

Great  Western  Railway. — Evesham  Goods  Station. — Summary  of  Terminal  Expenses,  &c.  265 

Appendix,  No.  60. 

Papers  handed  in  by  the  Chairman  ; 

Memorandum  of  Agreement  between  Messrs.  Allsopp  & Sons  and  the  London  and  North 
Western  Railway  Company  ----------  - 266 

Supplemental  Memorandum  of  Agreemert  between  Messrs.  Allsopp  & Sons  and  the 
London  and  North  Western  Railway  Company  - - - - - - -270 

Appendix,  No.  61. 

Paper  handed  in  by  the  Chairman : 

Statement  by  the  Hartlepool  Port  and  Harbour  Commissioners  and  the  Hartlepool 
Chamber  of  Commerce  - - - - - - - - - - -272 

Appendix,  No.  62. 

Papers  handed  in  by  the  Chairman  : 

Letter  from  Mr.  T.  Gilby  to  the  Honourable  Evelyn  Ashley,  dated  15  July  1881  - - 274 

Appendix,  No.  63. 

Papers  handed  in  by  Mr.  Henry  Tennant,  18  July  1881  : 

Comparative  Statement  of  Distances  and  Rates  between  Hull  and  West  Hartlepool  with 

Towns  in  the  Noith  of  England  - --  --  --  --  - 27.5 

Comparative  Statement  on  DPtances  and  Rates  on  Timber  and  Grain  from  Hull  and 

West  Hartlepool  to  certain  'I'owns  nearer  to  one  I’ort  than  the  other  _ _ - 275 

Statement  showing  the  Comparison  between  Rates  Charged  on  Coal,  and  other  Iron- 
making Materials,  on  Foreign  Lines,  and  those  Charged  by  the  North  Eastern  Com- 
pany in  the  Cleveland  District  - 276 

Statement  showing  the  Length  of  Line,  Weight  of  Traffic,  Receipts,  and  Train  Mileage, 

for  the  Railways  of  the  United  Kingdom,  for  the  Years  1863,  1872,  and  1879  - - 276 
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Papers  handed  in  by  Mr.  Findlay,  14  July  1881  : 

Alleged  different  Rates  in  different  Districts  for  same  Distances  and  same  Traffic. — 
Varying  and  Anomulous  Llifferences  between  Pig  and  Undamageable  Manufactured 
Iron  - --  --  --  --------278 

Coal  Rates  from  West  Cumberland  Collieries  for  Shipment  to  Ireland,  as  compared  with 
those  i'rom  otlier  Colliery  Districts  for  same  Destination  . - - - - 


280 


L XV  ] 


Appendix,  No.  65. 
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List  of  ii.ltei'ations  in  and  Additions  to  the  Ceneral  Classification  Book,  fioni  the  Yeai 

1876  to  the  Year  1880  281 

Statement  of  the  Goods  and  Mineral  and  Shunting-  Miles  on  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway  during  the  Five  Years  ending  1880  - - - - 281 

Rates  for  Chemicals  - - - • - ■ - ' " " " -281 
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Appendix,  No.  67- 
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Letter  from  Messrs.  T.  F.  Bell  & Co.  to  the  Chairman  of  the  Committee,  dated  25  July 
1881 283 

Letter  from  Mr.  W.  A.  Darbishire,  dated  31  March  1881  ------  283 

Appendix,  No.  68. 

Papers  handed  in  by  Mr.  Findlay,  25  July-  1881  : 

Scale  of  Rates  for  carrying  Roadstone  from  Threlkeld  in  Owners’  Waggons,  6c c.  • - 285 

Caledonian  Railway. — Dealers’  Fish  Rates  - --  --  --  - ogo 

Appendix,  No,  69. 

Papers  handed  in  by  Mr.  Barclay,  in  reply  to  Mr.  Findlay’s  Evidence : 

Comparison  of  Rates  on  Coni  charged  by  the  Maryport  and  Carlisle  Railway  Company 
with  those  charged  in  other  Districts  with  which  West  Cumberland  has  to  compete  - 288 

Letter  from  Mr.  John  Brown  to  Mr.  Barclay,  m.p.,  dated  16  July  1881  - - - 289 

Appendix,  No.  70. 
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Total  Quantity-  of  Hops  Imported  at  Principal  Ports  in  England  and  Wales  in  each  of  the 
Years  1877,  1878,  1879,  and  1880  290 

Appendix,  No.  71  • 

Papers  handed  in  by  Mr.  Light : 

Table  showing  the  Legal  Time  of  Transit,  including  Day  of  Collection  and  Day  of 
Delivery,  of  Merchandise  by  Goods  Trains  on  the  French  Railways  - - - 291 

Paris  and  Boulogne. — Difference  between  Local  and  Export  Rates  - - - - 292 

Appendix,  No.  72. 
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London  and  South  Western  Railway  ; 

Return  showing  the  Receipt  per  Tiain  Mile  for  Goods  and  Mineral  Traffic  for  the 
Years  1851,  1860,  1870,  and  1880  293 

Return  showing  the  Gross  Receipts  for  all  Traffic,  Passengers  as  well  as  Goods  and 
Minerals ; the  Total  Number  of  Ti-ain  Miles  Run  ; the  Receipts  per  Train  Mile, 
inclusive  of  all  Traffic  ; and  the  Expenses  per  Train  Mile  upon  the  whole,  I'or 
the  Years  1851,  1869,  1870,  and  1880  293 

Statement  showing  the  Number  of  Tons  of  Goods  and  Mineral  Traffic  curiied  by 
the  London  and  South  Western  Railway  Company  during  tiie  Years  1875  to 
1880,  inclusive  - --  --  --  --  --  - 293 
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Appendix,  No.  72 — continued. 

Papers  handed  in  bj  Mr.  Scott — continued. 

London  and  South  Western  Railway — continued. 

Rates  for  Packed  and  Artificial  Manure  - 

Kxpenditure  at  Nine  Elms  Goods  Station  for  the  Year  1880  - - . . 

Dead  Meat. — Rates  actually  cliarg-ed  from  the  principal  sending  Stations  for  Meat 
to  London 

Western  Railway  Company  of  France  : 

Terminal  Charges  - 
Rates — Paris  to  Havre  - 
Rates — Havre  to  Paris  - 


Appendix,  No.  73. 

Papers  liandc-d  in  by  Mr.  Findlay,  11  July  1881  : 

Tables  of  Comparative  Rates  from  Liverpool  and  other  Ports,  submitted  by  the  Railway 
Companies  : 

No.  1. — Giving  Rates  from  other  Ports  referred  to  in  Liverpool  Report,  and  Rates 
for  similar  'I'raffic  for  similar  Distances  from  Liverpool,  showing  that  Liverpool 
has  Rates  quite  as  favourable  as  the  other  Ports 

No.  2.— Showing  Rates  from  Liverpool,  referred  to  in  Liverpool  Report,  and  Rates 
for  similar  Traffic  for  similar  Distances  from  other  Ports,  showing  that  Liverjtool 
has  Rates  quite  as  favourable  as  the  other  Ports 

Statement  submitted  by  Liverpool  Councd  Dock  Board  and  Mercantile  Associations, 
the  Railway  Companies  showing  the  Rates  per  Mile  after  Terminals  are  Deducted 

Table  showing  Comparative  Rates  Charged  by  Railway  from  Liverpool  and  from  Hull, 
the  Railway  Companies  showing  the  Rate  per  Mile  after  Terminals  are  deducted 

Table  showing  Comparative  Rates  Cliarged  by  Railway  from  Liverpool,  from  Hull,  from 
London,  and  from  Glasgow,  the  Railway  Companies  showing  the  Rates  per  Mile  after 
Terminals  are  deducted 

Dock  and  Town  Dues  Charged  at  Liverpool,  Hull,  Bristol,  and  Avonmouth  - - - 

Cost  of  Importing  Goods  and  Delivering  to  Railway  Stations  at  certain  Places 
Coal  Rates. — Statements  showing  the  Distances  between  certain  Colliery  Sidings  and 
Chester  Station,  and  the  Charges  made  by  the  London  and  North  Western  Railway 
Company  lor  the  Conveyance  of  Coal  between  them  in  the  Cidlierv  Owners’ 
Waggons  - --  --  --  --  --  --  - 

Live  Stock  and  Dead  Meat  Traffic  : 

Rates  for  Live  Stock  from  Abeideen  to  London  (Distance,  -516  Miles)  - - - 

Rates  for  Live  Stock  from  Liverpool  to  London  (Distance,  200  Miles)  - - - 

Rates  for  Live  Stock  from  Liverpool  to  Leeds  (Distance,  74  Miles)  - - - 

Rates  for  Live  Stock  from  Liverpool  to  Birmingham  (Distance,  95  Miles) 

Rates  for  the  Conveyance  of  Dead  Meat  from  certain  Places  to  London 
Rates  from  Liverpool  to  the  principal  Stations  for  Dead  Meat  - - - - 

Total  Live  Stock  Traffic  and  Receipts  upon  the  North  Western  Railway,  during  the 
Year  1880 

Quantity  of  Live  Stock  Traffic  conveyed  by  the  North  Western  Line  to  certain  large 
Towns  during  the  Year  1880  - --  --  --  --  - 

Li  ve  Stock  Traffic  from  Ireland,  passing  via  Dublin  and  Holyhead,  Greenore  and  Holy^- 
head,  and  tid  Liverpool  respectively,  to  the  whole  of  the  London  and  North  Western 
System,  during  the  Year  1880  - - - - 

Return  showing  the  Amount  of  Live  Stock  landed  at  Liverpool  and  Birkenhead  from 
American  and  Canadian  Ports,  and  conveyed  to  London  and  other  Stations,  by  the 
London  and  North  Western  Railway,  during  the  Years  1879  and  1880  - - - 

Quantity  of  Live  Stock  from  the  Continent  of  Europe  landed  at  Thames  Haven,  and 
conveyed  thence  to  the  North  Western  Depot  at  Maiden-lane  (Islington),  during 
Twelve  Months  ending  April  1881  - --  --  --  -- 

A verage  Time  occupied  in  the  Transit  of  Live  Stock  ------- 

Time  occupied  in  Transit  of  Meat  - --  --  --  --  - 

Total  Dead  Meat  to  principal  large  Towns  -------. 

Total  Dead  Meat  to  London  - --  --  --  --  -- 

Dead  Meat  Imported  from  America  ---------- 

Total  Meat  and  Live  Stock  shijtpcd  from  New  York  to  London  direct  - - - 

Rates  for  Grain  - --  --  --  --  --  -- 
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Appendix,  No.  "]A. 

Paper  put  in  by  Mr.  T.  H.  Farrer. — (Question  16393.) 

List  of  Chamber.s  of  Commerce  Incorporated  since  1867,  under  Section  23,  Companies 
Act,  1867  -------------- 


Appendix,  No.  75. 

Papers  handed  in  by  Mr.  T.  H.  Farrer  : 

Papers  relating  to  a Junction  of  the  South  Eastern  and  London  and  South  Western  Rail- 
ways  at  Farnborough: 

No.  1. — Mr.  W.  J.  Farrer  to  Board  of  Trade,  dated  3 October  1873  ..  . - 

No.  2. — Minute  by  Mr.  Farrer,  Board  of  Trade,  dated  8 October  1873  - - - 

No.  3. — Board  of  Trade  to  the  London  and  South  Western  and  South  Eastern  Rail- 
way Companies,  dated  13  October  1873  -------- 

No.  4. — The  Secretary  to  the  London  and  South  Western  Railway  Company  to 
Board  of  Trade,  dated  24  October  1873- 

No.  5. — Board  of  Trade  to  the  Secretary  of  the  South  Eastern  Railway  Company, 
dated  12  November  1873  - --  --  --  --  - 

No.  6.— Mr.  W.  J.  Farrer  to  Board  of  Trade,  dated  14  November  1873 
No.  7. — Board  of  Trade  to  the  Secretary  of  the  South  Eastern  Railway  Company, 
dated  25  November  1873  - - 

No.  8. — The  Secretary  to  the  South  Eastern  Railway  to  the  Board  of  Trade,  dated 
28  November  1873  - --  --  --  --  -- 

No.  9. — Board  of  Trade  to  Mr.  W.  J.  Farrer,  dated  2 December  1873  - - - 

No.  10. — Mr.  W.  J.  Farrer  to  Board  of  Trade,  dated  December  1873  - . - 

No.  11. — Memorandum  left  by  Mr.  W.  J.  Farrer,  as  to  the  Petition  of  the  Inhabit- 
ants of  Wellington  College  and  the  surrounding  Districts  - - . . 

No.  12. — Case  for  the  Opinion  of  the  Solicitor  General  - - . . - 

No.  13. — Board  of  Trade  to  Mr.  H.  T.  Macnamara,  dated  21  February  1874 
No.  14. — Board  of  Trade  to  Mr.  W.  J.  Farrer,  dated  7 March  1874  - - - 

No.  15.  — Mr.  W.  J.  Farrer  to  Board  of  Trade,  dated  11  March  1874  - - - 

No.  16.  — Board  of  Trade  to  Mr.  W.  J.  Farrer,  dated  14  March  1874  - - - 

No.  17. — Mr.  W.  J.  Farrer  to  Board  of  Trade,  dated  28  May  1874  - - - 

No.  18.— Case  for  the  Opinion  of  Mr.  Charles  Bowen  - - . . . 

No.  19. — Board  of  Trade  to  Treasury,  dated  13  June  1874  - - - - . 

No.  20. — Treasury  to  Board  of  Trade,  dated  30  June  187  4- 

No.  21. — Board  of  Trade  to  Treasury,  dated  8 July  1874  - - . _ - 

No.  22. — Treasury  to  Board  of  Trade,  dated  25  July  1874  - - - - . 

No.  23. — Board  of  Trade  to  Mr^  \V.  J.  Farrer,  dated  28  July  1874 

No.  24. — Mr.  W.  J.  Farrer  to  Board  of  Trade,  dated  31  July  1874  - - - 

No.  25.  — Board  of  Trade  to  Treasury,  dated  7 August  1874  - . - . 

No.  26. — Board  of  Trade  to  Mr.  W.  J.  Farrer,  dated  12  August  1874  - - - 

No.  27. — Major  General  Bentiiick  to  Board  of  Trade,  dated  29  April  1875  - 

No.  28. — Board  of  Trade  to  Major  General  Bentiiick,  dated  6 May  1875 

No.  29. — Mr.  W.  J,  Farrer  to  Board  of  Trade,  dated  May  1875  - . - - 

No.  30. — Board  of  Trade  to  Mr.  W.  J.  Farrer,  dated  8 June  1875  - - - 

No.  31.  - Mr.  W.  J.  Farrer  to  Board  of  Trade,  dated  June  1875  - - - - 


Appendix,  No.  76. 

Paper  handed  in  by  the  Chairman  : 

Remarks  upon  Evidence  given  by  Mr.  Colhoun,  Assistant  Secretary,  Great  Southern  and 
Western  Railway  of  Ireland  - 

Reply  of  the  Great  Southern  and  Western  Railway  Company  to  the  Evidence  of  Mr. 
Thomas  Pim,  jun.,  given  2nd  June  1881 

Questions  addressed  in  writing  by  Mr.  W.  S.  Caine  to  Mr.  Colhoun.  The  only  Replies, 
received  to  these  Questions  are  contained  in  certain  Remarks  upon  Evidence 
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APPENDIX. 


Appendix,  No.  1. 


PAPER  put  in  by  the  Chairman. 


Memorials  and  Representations  relating  to  Railway  Charges,  and  the  Action  of  the  Rail- 
way Commission,  which  have  been  addressed  to  the  Board  of  Trade  since  1st  January  1874. 


Date  and  Registered 
Number  of  Paper. 


1874  : 

April  and  May 
^2560.) 


30th  October  - 


1875  : 
January 


February 


3rd  March 
(1742.) 


9th  March 
(1886.) 


29th  June 
(4837.) 

1876  : 
22nd  April 

(3557.) 

1877  : 
1st  March 


15  th  March 
(2543.) 


29th  March 
(3078.) 

0.54. 


Correspondence  between  the  Railway  Commissioners,  the  Board  of  Tiade, 
and  some  of  the  principal  Railway  Companies,  on  subject  of  the  repre- 
sentation ol’  Commissioners  that  certain  Raihvay  Companies  had  not  com- 
plied with  Section  14  of  the  Regulation  of  Railways  Act,  1873,  as  to  the 
publication  of  rates. 

Railway  Companies  Association. — Copy  of  a memorial  to  the  then  Prime 
Minister  protesting  against  the  Railway  Commissioners  being  authorised 
by  Act  of  Parliament  to  interfere  with  tlie  rates  and  charges  of  Railway 
Companies. 

Rev.  J.  Hacon. — Complaining  of  the  heavy  charges  made  by  the  Wliiie- 
haven,  Cleator,  and  Egremont  Railway  Company,  for  carriage  of  a parcel 
(London  to  Cockermouth,  2s.  7 c/.;  Cockermouth  to  Wright  Green 
Station,  seven  miles,  extra  charge  of  Is. ) 

Address  of  Associated  Railway  Companies  to  President  of  the  Board  of  Trade 
in  oi)position  to  proposal  to  give  power  to  the  Railway  Commissioners  to 
determine  the  amount  of  all  “ Through  Rates,’’  without  any  regard  to  the 
rates  fixed  in  the  Railway  Acts. 

J.  Hodges. — Comjdaining  that  the  South  Western  Railway  Company  charge 
separately  for  various  packages  consigned  to  Company  for  conveyance  as 
a whole.  The  Board  of  Trade  suggested  to  complainant  that  possibly  the 
Select  Committee  appointed  to  inquire  into  the  working  of  the  “ Carriers 
Act,”  would  deal  Avith  the  question  of  “ packed  parcels.” 

Mr.  Maggs. — Complaining  that  the  Great  Western  and  South  Western 
Railway  Companies,  whose  lines  run  through  the  town  of  Yeovil,  have 
combined  to  raise  their  rates  for  goods  25  per  cent.,  and  asking  for  inter- 
vention of  the  Board  of  Trade. 

Associated  Chambers  of  Commerce. — Calling  attention  to  unfair  and  dis- 
proportionate rates  charged  by  Railway  Companies,  and  urging  that 
individual  traders  and  private  firms  should  be  permitted  to  lay  their  com- 
plaints before  the  Railway  Commissioners  on  giving  proper  security  for 
costs. 

Article  in  the  Economist.” — “ Does  the  goods  traffic  of  Railways  pay?” 


Liverpool  Chamber  of  Commerce. — Memorial  in  favour  of  extended  powers 
being  confen-ed  upon  the  Railway  Commissioners,  Avith  special  reference 
to  diversion  of  trade  from  the  port  of  Liverpool,  thi’ough  the  action  of  the 
Railway  Companies. 

C.  M.  Norwood,  Esq.,  m.p. — Memorial  from  the  Hull  Chamber  of  Commerce 
praying  for  extension  of  the  poAvers  of  the  Raihvay  Commissioners,  espe- 
cially Avith  reference  to  the  carriage  of  goods  and  their  classification  and 
rate  of  charges. 

The  Merchant  Company,  Edinburgh. — Have  I'esolved  to  co-operate  Avith 
other  public  bodies  Avith  the  vieAv  of  having  Edinburgh  and  Glasgow  placed 
on  an  equality  as  regaixls  railway  facilities. 
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Date  and  Registered 
Number  of  Paper. 


1877  : 


13tli  April 
(3497.) 


C.  M.  Norwood,  Esq.,  m.p. — Memorial  of  the  Corporation  of  Hull,  praying 
that  the  powers  of  the  Railway  Commissioners  may  be  extended. 


14th  July 
(58G3.) 


Mr.  S.  Carter. — Pamphlet,  entitled  “ Railway  Debentures  and  the  Railway 
Commissioners  ” ; “ Statement  for  the  Consideration  of  Holders  of  Deben- 
tures or  Debenture  Stock  and  Railway  Shares.” 


1878  : 

27  th  March 
(3166.) 

April 

(3258.) 

April 
(3270  ) 


S.  C.  Ross.  — Inquiring  as  to  power  of  Railway  Companies  to  charge  special 
rates  for  perishable  articles  conveyed  by  passenger  trains. 

Association  of  Chambers  of  Commerce. — Suggestions  for  amendment  of  the 
Regulation  of  Railways  Act,  1873,  left  by  deputation. 

Hon.  Evelyn  Ashley  and  othei’s  (Deputation  to  Board  of  Trade). — Sugges- 
tions in  favour  of  continuance  and  extension  of  powers  of  the  Railway 
Commissioners. 


9th  April  - 
(3496.) 


i 7 th  April 
(3847.) 

24th  May 
(4664.) 


29th  August  - 
(6988.) 


11th  October  - 
(8167.) 

December  - 


1879  : 

1st  January  - 
(398.) 


4th  March 
(2838.) 


March 

(3295.) 


20th  March 
(3419.) 


Association  of  Chambers  of  Commerce  of  the  United  Kingdom. — Memo- 
randum of  points  raised  by  deputation  with  reference  to  the  continuance 
and  extension  of  the  powers  of  the  Railway  Commissioners. 

O’Shaughnessy,  Sons,  & Co. — Complaining  of  excessive  charge  for  carriage 
of  goods  between  Limerick  Junction  and  Kilfuiane. 

J.  Gregory. — Complaining  on  behalf  of  the  inhabitants  of  South  Shore,  near 
Blackpool,  of  overcharges  made  by  the  Preston  and  \Yyre  Railway  Com- 
pany for  conveyance  of  parcels  addressed  to  South  Shore. 

0.  Clare. — Calling  attention  to  the  rates  charged  by  Railway  Companies  for 
the  carriage  of  goods,  as  being  in  excess  of  those  authorised  by  the  Com- 
panies’ Special  Acts,  and  suggesting  an  extension  of  the  powers  granted 
to  the  Railway  Commissioners. 

H.  Jones. — Complaining  of  the  refusal  of  the  Great  Eastern  Railway  Com- 
pany to  receive  certain  kinds  of  goods  at  the  Colchester  North  Station. 

Associated  Chambers  of  Commerce  of  the  United  Kingdom. — Memorandum 
of  recommendations  submitted  to  Board  of  Trade  with  reference  to  re- 
newal and  increase  of  powers  of  the  Railway  Commissioners. 

John  Clare. — Observations  as  to  excessive  rates  charged  by  Railway  Com- 
panies with  reference  to  increase  of  rates  proposed  by  the  North  Stafford- 
shire Railway  Company’s  Rill,  and  suggesting  extension  of  powers  of  the 
Railway  Commissioners. 

Widnes  Chemical  Manufacturers. — Memorials  with  reference  to  increase  of 
rates,  &c.,  proposed  by  certain  Railway  Bills,  suggesting  classification  of 
chemicals  for  purpose  of  fixing  the  tolls,  &c.,  and  in  favour  of  the  con- 
tinuance and  extension  of  powers  of  the  Railw  ay  Commissioners. 

Association  of  Municipal  Corporations  of  England  and  Wales. — TMemorial 
asking  for  introduction  of  a Bill  to  extend  and  perpetuate  the  provisions  of 
the  Regulation  of  Railways  Act,  1873. 

Incorporated  Chamber  of  Commerce,  Liverpool.. — Memorial  and  suggestions 
in  favour  of  the  re-enactment  of  the  Regulation  of  Railways  Act,  1873, 
and  as  to  carrying  out  the  recommendations  of  the  Committee  on  Railway 
Amalgamation. 


26th  March 
(3666.) 


C.  M.  Norwood,  Esq. — Memorial  from  Hull  Chamber  of  Commerce  iu  favour 
of  the  extension  of  the  powers  of  the  Railway  Commissioners. 


18th  April 
(4371.) 


Scarborough  Town  Clerk.— Memorial  in  favour  of  extending  and  perjietuating 
the  provisions  of  the  Regulation  of  Railways  Act,  1873,  giving  powers  to 
the  Railway  Commissioners. 


10th  April 
(4435.) 


Dewsbury  Chamber  of  Commerce. — In  favour  of  a Bill  to  continue  the 
Railway  Commissioners. 


22nd  April 
(4436.) 


Wolverhampton  Chamber  of  Commerce.— hlemorial  in  favour  of  adoption  of 
suggestions  set  out  in  Memorial  from  the  Liverjiool  Incorporated  Chamber 
of  Commerce,  dated  20th  March  1879. 


SELECT  COMMITTEE  ON  RAILWAYS. 


3 


Date  anil  Registered 
Number  of  i'aper. 


1879  : 
May  - 
(4979.) 


10th  tjune 
(5680.) 


12th  July 
(6549.) 


18  th  July 
(6761.) 


29th  July 
(7035.) 


8th  August  - 
(7232.) 


10th  September 
(8167.) 


6th  December 


1880: 

17th  February 
(1872.) 


8th  June 
(4937.) 


14th  July 
(6059.) 


2l8t  August  - 
(7335.) 


12th  October  - 
(8753.) 


15th  October  - 
(8777.) 


Warrington  Chamber  of  Commerce. — Resolution  in  favour  of  the  continuance 
of  the  Railway  Commission,  and  as  to  the  liability  of  employers  for 
accidents  to  their  workmen,  &c. 

C.  M.  Norwood,  Esq.,  m.p. — Memorial  of  Mayor  and  Corporation  of  Hull  in 
favour  of  continuance  and  extension  of  powers  of  the  Railway  Commis- 
sioners. 

Home  Office. — Copies  of  Petitions  from  the  Mining  Association  of  Great 
Britain,  and  from  the  South  Lancashire  and  Cheshii'e  Coal  Association, 
for  continuance  of,  and  extension  of  powers  of  the  Railway  Commis- 
sioners. 

Extract  fom  the  “ Times  ” relative  to  a Debate  In  the  House  of  Lords  on  the 
question  raised  by  the  Marquis  of  Huntley  as  to  the  prefei’ential  rates 
charged  by  Railway  Companies  in  favour  of  American  agricultural 
produce. 

Newcastle  and  Gateshead  Chamber  of  Commerce: 

Memorial  in  favour  of  re-appointment  of  Railway  Commissioners,  with  in- 
creased powers. 

Leominster  Town  Clerk. — -Minute  of  the  Council  of  the  Borough  of  Leo- 
minster calling  attention  of  Board  of  Trade  to  the  charges  made  by  the 
London  and  North  Western  Railway  Company. 

Goddard  and  Wells. — Complaining  of  liigh  charge  made  by  the  Great  Western 
Railway  Company  for  the  carriage  of  English  grain  as  compared  with 
Foreign  grown  grain. 

O’Shaughnessy,  Sons,  & Co. — Complaining  of  excessive  charges  for  con- 
veyance of  certain  goods  on  the  (xreat  Southern  and  Western  of  Ireland 
Railway. 

R.  Mutford. — Urging  that  power  should  be  given  to  Railway  Commissioners 
to  order  land  to  be  acquired  by  a Railway  Company  where  it  has  been 
proved  that  a railway  station  should  be  erected. 

Association  of  Chambers  of  Commerce  of  the  United  Kingdom. — Memorial  In 
favour  of  carrying  out  the  recommendations  of  the  Select  Committee  on 
Railway  Amalgamation  of  1872,  to  confer  further  powers  on  the  Railway 
Commissioners,  and  ti  give  the  Incorporated  Chambers  of  Commerce  a 
locus  standi  before  the  Railway  Commissioners. 

S.  Morley,  Esq.,  M.  p. — Memorial  of  Bristol  Chamber  of  Commerce,  com- 
plaining of  excessive  rates  and  fares  charged,  and  the  invidious  restrictions 
placed  on  third-class  accommodation  by  the  Great  Western  Railway  Com- 
pany, affecting  the  inhabitants  of  the  City  of  Bristol  and  surrounding 
districts,  as  compared  with  other  localities  served  by  the  Great  Western 
Railway  Company.  (Tabulated  Statements  annexed.) 

J.  W.  Gray. — Enclosing  print  of  letter  addressed  to  the  Great  Westerm  Rail- 
way Company,  with  reference  to  the  terms  and  regulations  under  which 
goods  and  merchandise  are  carried  by  Railway  Companies  and  other 
common  carriers. 

Warrington  Chamber  of  Commerce. — Memorial  in  favour  of  making  the 
Railway  Commissioners  Court  permanent,  with  extended  powers  with 
reference  to  unreasonable  rates,  classification  of  goods,  revision  and  publi- 
cation of  rates,  &c.,  and  to  give  to  Chambers  of  Commerce  the  privilege  of 
appearing  before  the  Commissioners. 

Kidderminster  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  above. 


October  - 
(8798.) 


Leeds  Incorporated  Chamber  of  Commei’ce  : 
Memorial  in  same  terms  as  above. 


18th  October  - 

(8868.) 


Belfast  Chamber  of  Commerce  : 
Memorial  in  same  tei’ms  as  above. 
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Date  and  Registered 
Niiinber  ol'  Paper. 


1880: 

(8869.) 

21st  Octobei’  - 
(8979.) 

23rd  (Ictober  - 
(9061.) 

29th  October  - 
(9187.) 

1st  November 
(9273  ) 

2nd  November 
(9345.) 

1st  November 
(9346.) 

3rd  November 
(9347.) 

4tli  November 
(9383.) 

4th  November 
(9384.) 


(9420.) 

6th  November 
(9445.) 

6th  November 
(9446.) 

8th  November 
(9473.) 

10th  November 
(9509.) 

12th  November 
(9570.) 


(9571.) 

11th  November 
(9572.) 

13  th  November 
(9614.) 


(9615.) 


(9630.) 

8th  November 
(9650.) 


Pleckmondwike  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  above. 

Nottingham  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  above. 

Birmingham  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  above. 

Huddersfield  Incorporated  Chamber  of  Commerce  : 
Memorial  in  same  terms  as  (R.  8753 — 1880). 

Worcester  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Dewsbury  Chamber  of  Commerce  : 

emorial  in  same  terms  as  (R.  8753 — 1880). 

North  Staffordshire  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Sunderland  Incorj)orated  Chamber  of  Commerce  : 
Memorial  in  same  terms  as  (R.  8753 — 1880). 

Coventry  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Bradfoial  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Northampton  and  Northamptonshire  Chamber  of  Conimer 
Memorial  in  same  terms  as  (R.  8753 — 1880). 

Hull  Incorporated  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Wolverhampton  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Sheffield  Chamber  of  Commei’ce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Dublin  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Gloucester  Incorporated  Chamber  of  Commerce  : 
Memorial  in  same  terms  as  (R.  8753 — 1880). 

Batley  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Port  of  Falmouth  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Derby  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Greenock  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 

Middlesborough  Incorporated  Chamber  of  Commerce  : 
Memorial  in  same  terms  as  (R.  8753 — 1880). 

Morley  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 


15th  November 
(9672.) 


Cleckheaton  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 


20th  November 
(9808.) 


Portsmouth  Chamber  of  Commerce  : 

Memorial  in  same  terms  as  (R.  8753 — 1880). 


1st  December  - 
(10,319.) 


The  Holloware  and  General  Ironfounders  Association  : 
Memorial  in  same  terms  as  (R.  8753 — 1880). 


29th  December 
(11,118.) 


South  Scotland  Chamber  of  Commerce  : 
Memorial  in  same  terms  as  (11.8753 — 1880). 
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Date  and  Registered 
Number  of  Paper. 

1881  : 

25th  February 
(2500.) 

Sharpe  & Co. — Enquiring  Avliether  the  law  relating  to  the  Railway  Com- 
missioners is  under  consideration,  and  whether  any  suggestions  made  by 
the  Mining  Association  would  be  considered. 

28th  February 
(2604.) 

Rev.  H.  J.  Ellisou.^ — On  behalf  of  the  Church  of  England  Temperance  Society, 
calling  attention  to  the  difficulty  of  obtaining  non-intoxicating  refreshments 
at  railway  stations,  and  advocating  the  enlargement  of  the  powers  of  the 
Railway  Commissioners  by  giving  them  some  kind  of  supervision  over 
Railway  Refreshment  Rooms. 

(2744.) 

Memorials  from  residents,  &c.  in  and  near  Tonbridge,  the  Sevenoaks  Local 
Board,  and  Canterbury  Town  Council,  praying  that  further  powers  may 
not  be  granted  to  the  South  Eastern  Railway  Company  until  their  present 
rates  and  fares  have  been  revised. 

5th  March 
(2828.) 

T.  Judge. — Complaining  of  charge  made  by  the  London  and  North  ''.Vestern 
Railway  Company  for  conveyance  of  stone  from  Banbury  for  the  use  of 
the  Brackley  Highway  Board. 

Marcli  - - _ 

(2847.) 

Memorials  addressed  to  the  Prime  Minister  from  wholesale  potatoe  merchants 
at  Bradford,  from  residents  of  Bradford  and  Finsbury,  from  West  Riding 
traders  and  season  ticket-holders  and  others,  praying  for  reforms  in  railway 
working  with  reference  to  uniformity  of  rates,  joint  use  of  railway  stations, 
rates  for  season  tickets,  &c. 

Complaints  of  the  Neston  Colliery  Company  and  the  Liverpool  Chamber  of 
Commerce  of  refusal  of  the  London  and  North  Western  and  the  Great 
Western  Railway  Companies  to  carry  coal  on  the  Birkenhead,  and 
suggesting  legislation  to  remedy  matters  complained  of. 

Board  of  Trade,  \ 

17th  March  1881.  J 


Henry  G.  Calcraft. 
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PAPER  handed  in  by  Professor  Hunter,  17  March  1881.  - 


TABLE  showing  the  Classification  and  Charge  for  GtOods. 


Great  Western 

Railway. 

London  and 

North  Western 

Railway. 

Great  Eastern 

Railway. 

Great  Northern 

Railway. 

DUNG,  COMPOST,  and  all  sorts  of  MANURES 

Above  15  mUes,  IJff. 
Below  - - IJfi. 

Above  15  miles, 

Below  - d. 

. - lid.  - . 

Above  15  miles,  l^d. 
Below  . lid. 

1 

GUANO  and  GROUND  BONES,  or- COPEOLITES 

ditto  ... 

ditto 

- 2d.  - . 

ditto  - 

2 

SUGAR,  GRAIN,  FLOUR 

Above  50  miles,  2 d. 
Below  . - 2J(f. 

Above  50  miles,  2 d. 
Below  - 2^  d. 

- 2id.  . 

(Com,  grain,  over 

45  miles,  2d.) 

Above  50  miles,  2 d. 
Below  - 2i  d. 

3 

BACON,  HOPS 

4 

POTATOES,  OILCAKE  in  Bags 

5 

MALT,  MEAL,  SEEDS,  FLAX 

(Omits  Meal.) 

6 

OILCAKE,  loose 

7 

BUTTER,  in  Casks  - 

8 

EGGS,  CIDER 

9 

MEAT,  POULTRY,  Live  or  Dead  . . - - . 

10 

FRUIT 

11 

HAY 

12 

STRAW  . - - - 

- 

13 

CHEESE  

- 

14 

APPLES,  PEARS,  ONIOliS 

15 

COAL,  COKE,  CULM,  CANNEL,  CINDERS  - 

Above  50  miles  * 

Below  “ 

Above  50  miles  - J d. 
Below  - 1 J d. 

Coal  - - IJd. 
Others  - - IJd. 

Above  24  miles,'  § d. 
Below  • Id. 

16 

CHARCOAL  

Above  15  miles,  1 j d. 
Below  - IJd. 

Above  15  miles,  l|d. 
Below  - IJd. 

- lid.  - 

Above  15  miles,  IJrf. 
Below  - Ihd. 

17 

COTTON  and  OTHER  WOOLS,  and  MANUFACTURED 
GOODS,  DRUGS. 

Above  50  miles,  2^  d. 
Below  - Zd. 

Above  50  miles,  2J  d. 
Below  - 3d. 

(Omits  Drugs.) 

. 2id.  . 

(Omits  Drugs.) 

Above  50  miles,  2i  d. 
Below  - 3 d. 

(Omits  Drags.) 

18 

FISH,  FEATHERS,  CANES,  COCHINEAL,  FURNI- 
TURE, MATS,  TOYS,  SHOES,  and  all  other  ai-tioles 
in  Miscellaneous  Class. 

. 

Above  50  miles,  3 d. 
Below  - 3 J d. 

-id.  - 

Above  50  miles,  3 d. 
Below  - 3i  d. 

19 

IRONSTONE,  IRON  ORE,  PIG  IRON,  BAR  IRON, 
ROD  IRON,  HOOP  IRON,  and  SHEET  IRON,  and 
all  other  similar  description  of  Wrought  Iron  and  Iron 
Castings  not  manufactured  into  Utensils  or  other 
Ar-ticles  of  Merchandise. 

20 

IRONSTONE,  IRON  ORE,  PIG,  BAR,  ROD,  SHEET, 
HOOP  IRON,  PLATES  of  IRON,  SLABS,  BILLETS, 
and  ROLLED  IRON. 

Above  50  miles  - | 
Below  - 1-^  rf. 

— 

— 

" 

21 

WROUGHT  IRON,  not  otherwise  specifically  classified, 
HEAVY"  IRON  CASTINGS,  and  RAILWAY  CHAIRS. 

Above  50  miles,  IJd. 
Below  - li  d. 

— 

— 

22 

LIGHT  IRON  CASTINGS 

Above  50  miles,  2 d. 
Below  - 2 J d. 

- 

- 

— 

23 

IRON  ORE  and  IRONSTONE 

Above  15  miles,  1^  d. 
Below  . 1 J d. 

- lid.  • 

Above  15  miles,  li  d. 
Below  - li  d. 

24 

IRON  NOT  DAMAGEABLE 

Above  50  miles,  1 d. 
Below  - 1 J d. 

- lid.  - 

- . Hd.  . . 

25 

DAMAGEABLE  IRON,  SHEET  IRON,  HOOP  IRON, 
and  all  other  similar  descriptions  of  Wrought  Iron. 

. 

Above  60  miles,  1^  d. 
Below  - 2d. 

.2d.  - 

- l|d.  - 

26 

HAILS.  ANVILS.  VICES,  CHAINS,  METALS  (not  Iron) 

Above  50  miles,  2 d. 
Below  - 2J  d. 

Above  50  miles,  2 d. 
Below  - d> 

- 2id.  - 

Above  50  miles,  2 d. 
Below  - 2i  d. 

27 
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Appendix,  No.  2. 


- PAPER  handed  in  by  Professor  Hunter,  17  March  1881. 


TABLE  showing  the  Classification  and  Charge  for  Goods. 


London,  Chatham, 

Manchester, 

London, 

MIDLAND  EAILWAT. 

AUD 

Caledonian 

North  British 

■ SHEFFIELD 

North  Eastern 

Brighton,  and 

Bailwat. 

Bailway. 

AND  Lincolnshire 

Bailway. 

South  coast 

Dover  Bailwat. 

BAILWAY. 

Bailway. 

1 

- 

1 d.  (toU)  - 

- 

lid. 

- 

li  d. 

Under  12  miles,  2 d. 
For  each  mile 

-•  IJd. 

Above  20  miles,  1 d. 
Under  - IJd. 

- - lid 

beyond  - l^d. 

2 

- ditto  - 

lid. 

2i  d. 

- ditto 

li  d. 

Above  20  miles,  3 d. 



Guano  and  artifi- 
cial manure  only. 

Below  - 3^  d. 

(Guano  and  artificial 

manilre.) 

3 

2 d.  (toll) 

3d. 

- 2id.  told.  - 

3d. 

2i  d. 

Above  20  miles,  2 d. 

- li  d. 

(Not  Sugar.) 
(Distance  scale.) 

Under  - 2|d. 

4 

- 2d. 

s 

- 

- 

- 

- 

- 

- 2 1 d.  told.  - 
Includes  carrots  and 

omits  oilcake. 

G 

. 

. 

- 2Jd.  told.  - 

... 

... 

- 

- 2d. 

(Distance  scale.) 

Flax,  3 d. 

7 

8 

- 

- 

- 

- 

- 

- 

- 

- 

- 2id. 

Fresh  butter,  4 d. 

9 

10 

11 

Dry,  3 d. 

Fresh,  4 d. 

12 

13 

— 



■ : 

: 

: ■ 



- 3d. 

14 

15 

- 

: . 

- 

- 

- 

- d.  to  1 rf.  - 

(Distance  scale.) 

— 

— 

— 

— 

16 

- 

IJd.  (toll)  - 

2d. 

- 2 J d.  to  1 d.  - 

Above  12  miles,  1 J d. 

Above  60  miles,  Jd. 

- Id.  to  \%d. 

- IJd. 

(Distance  scale.) 

Below  - 2J  d. 

(Under  4 tons,  3 d.) 

Under  - 1 J d. 

(Distance  scale.) 

17 

- 

- ditto  - 

- 

2d. 

- 

ditto  - 

- ditto 

Ifd. 

- 

- 2d. 

18 

3 d.  (toll) 

id. 

- 

And  sugar,  2J  d.  - 

id. 

3d. 

Above  20  miles,  3 d. 

Wool,  2 d. 

Manufactured 

Below  - SJd. 

Drugs,  4 d. 

goods,  4d. 

19 

- 

- 

- 

■ 

- 

- 

- 

4d. 

- 

20 

IJ  d.  (toU)  - 

2d. 

- 2jd.  toj-d.  - 

Above  12  miles,  1 J d. 

l|d. 

Above  20  miles,  1 d. 

(Distance  scale.) 

Below  - 2 J d. 

Below  - 2d. 

21 

22 

- 

- 

- 

(Under  4 tons,  3 d.) 

- 

- 

- 

23 

24 

- 

- 

- 

- 

- 

- 

25 

Hoop,  &c.  iron,  2 d. 

26 

27 

- 

2 d.  (toll) 

- 

3d. 

- 

2Jd. 

3d. 

2Jd. 

Above  20  miles,  2 d. 
Below  - 2f  d. 

- 2d. 

A 4 
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APPENDIX  TO  REPORT  FROM  THE 


LONDON  AND  SOUTH  WESTERN  RAILWAY. 


Guano  and  Packed  Manure. 


Charge  for 
Manure 
and  Guano 

Maximum 

Excess. 

From  Petersfield 

Charge  for 
Manure 
and  Guano 

Maximum 

Ratfi. 

Excess. 

rroin  rETEiisFiEi.n 

per  Ton. 

To 

per  Ton. 

'la 

S. 

d. 

s. 

d. 

S. 

d. 

S. 

d. 

s. 

d. 

s. 

d. 

Nine  Elms 

- 

- 

12 

6 

9 

- 

3 

G 

Winchester  - 

. 

10 

- 

G 

3 

7h 

Wimbledon 

- 

• 

. 

13 

4 

8 

2 

5 

2 

Bishopstoke 

> 

9 

2 

5 

3 

ID 

Woking 

Guildford 

- 

- 

10 

— 

5 

4 

4 

8 

Fareham 

G 

8 

3 

4 

3 

4 

. 

. 

0 

2 

4 

4 

4 

10 

Porchester  - 

- 

G 

8 

2 

10| 

3 

9i 

Witley  - 

- 

- 

. 

6 

8 

O 

*J 

- 

3 

8 

Cosham 

. 

G 

8 

2 

6^ 

4 

11 

Hazlcmere 

- 

- 

5 

10 

2 

- 

3 

10 

Portsmouth 

. 

7 

G 

3 

_ 

4 

G 

Lipliook 

- 

■ 

. 

5 

- 

1 

G 

3 

G 

Chandlei'’s  Ford  - 

- 

9 

2 

5 

G.i 

3 

7h 

Liss 

- 

- 

. 

4 

2 

1 

— 

3 

2 

Downton 

1 5 

10 

10 

3 

5 

7 

Rogate 

- 

- 

- 

6 

- 

1 

- 

4 

- 

Salisbury  - 

IG 

8 

8 

11 

7 

9 

Elsted  - 

- 

• 

5 

— 

1 

2 

3 

10 

Windsor 

. 

13 

4 

8 

7 

4 

9 

Midhurst 

. 

• 

. 

5 

10 

1 

8 

4 

2 

Reading 

- 

15 

- 

10 

5 

4 

7 

Rowlands 

- 

- 

- 

5 

- 

1 

6 

3 

G 

Gosport 

- 

7 

G 

4 

2 

3 

4 

Havant 

- 

. 

. 

5 

10 

1 

10^ 

3 

lU 

Andover 

- 

15 

- 

9 

5 

5 

7 

Aldershot 

- 

- 

11 

8 

6 

10 

4 

10 

Milford  - 

- 

7 

G 

3 

3 

4 

3 

Earn  ham 

- 

. 

9 

2 

6 

- 

3 

2 

Soulharnpton 

. 

10 

- 

G 

2 

3 

10 

Alton  - 

- 

- 

10 

10 

7 

n 

3 

n 

Bishops  Waltham 

10 

- 

G 

- 

4 

- 

Kopley 

- 

- 

- 

12 

6 

8 

8| 

3 

Mottisfont  - 

18 

4 

8 

2 

10 

2 

Aires  ford 

- 

- 

13 

4 

7 

9 

5 

7 

Jixeter 

. 

40 

- 

24 

- 

IG 

- 

Basingstoke 

• 

- 

13 

4 

9 

4 

4 

Grain,  Oilcake  (Loose  or  in  Bags),  Beer  (Bottled  or  in  Cask),  Malt,  Turnips, 

Potatoes  (Old  or  New). 


From  Petersfield 

1 

Actual  Charge 
in  1st  Class. 

Actual  Charge 
in  2nd  Class. 

Maximum 

Rate. 

Excess 
in  1st  Class. 

Excess 
in  2nd  Class. 

To 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

Guildford 

- 

- 

9 

2 

10 

10 

G 

2 

8i 

4 

Witley  - 

- 

- 

G 

8 

7 

G 

4 

G 

2 

2 

3 

- 

Haslemere 

- 

- 

5 

10 

7 

G 

3 

- 

2 

10 

4 

G 

Lipliook 

- 

- 

5 

- 

G 

8 

2 

2 

2 

10 

4 

G 

Liss 

- 

- 

4 

2 

5 

- 

1 

G 

2 

8 

3 

6 

Rogate  - 

- 

- 

6 

- 

5 

10 

1 

G 

3 

G 

4 

4 

Elsted  - 

- 

- 

5 

- 

5 

10 

1 

t 

3 

5 

4 

3 

Midhurst 

- 

- 

5 

10 

G 

8 

2 

4 

3 

6 

4 

4 

Rowlands 

- 

- 

5 

- 

5 

10 

2 

3 

2 

9 

3 

7 

Havant  - 

- 

- 

6 

10 

G 

8 

2 

10 

3 

- 

3 

10 

Porchester 

- 

- 

6 

8 

9 

2 

4 

4 

2 

4 

4 

10 

Cosham  - 

- 

- 

G 

8 

9 

2 

3 

10 

2 

10 

5 

4 

Portsmouth 

- 

- 

7 

G 

10 

- 

4 

7 

2 

11 

5 

5 

Salisbury 

- 

- 

IG 

8 

20 

- 

13 

4 

3 

4 

G 

8 

Lymington 

- 

- 

IG 

8 

17 

G 

14 

1 

2 

7 

3 

5 

Mottisfont 

- 

- 

18 

4 

21 

8 

12 

3 

G 

1 

9 

5 

Exeter  - 

- 

- 

40 

- 

45 

- 

35 

10 

4 

2 

9 

2 
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London  and  South  Western  at— continued. 


Hops. 


From  Nine  Elms 

lO 

Exeter 

Weymouth 

Salisbury  - 

Portsmouth 

Basingstoke 

Southamiiton 

Windsor 

Reading 

Bagshot 

Richmond  - 

Guildford  - 

Woking 

Surbiton 

From  Petersfield 

To 

Exeter 
Downton 
Christchurch 
Salisbury  - 
Hamworthy 
Mottispont  - 
Grateley 
Andover 
Reading 
Lymington  - 
Whitchurch 
Woolston  - 
Alresford  - 


Actual 

Maximum 

Excess. 

Actual 

Maximum 

Charge. 

Rate. 

From  Petersfield 

Cha 

rge. 

Rate. 

Jiixcess. 

lo 

s. 

d. 

s. 

d. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

55 

— 

43 

6 

11 

6 

Redbridge 

. 

- 

20 

- 

10 

- 

10 

__ 

45 

— 

35 

6 

9 

6 

Aldershot  - 

- 

- 

20 

- 

10 

3 

9 

9 

35 

— 

21 

- 

14 

- 

Basingstoke 

- 

- 

20 

- 

13 

6 

6 

6 

30 

10 

18 

8 

12 

2 

Nine  Elms 

- 

- 

19 

2 

13 

6 

5 

8 

25 

11 

9 

11 

9 

Wimbledon 

- 

- 

19 

2 

12 

3 

6 

11 

25 

— 

19 

8 

5 

4 

Winchester 

- 

- 

19 

2 

9 

7 

9 

7 

19 

O 

5 

1 

•9 

11 

Southampton 

- 

- 

19 

2 

9 

4 

9 

10 

15 

10 

9 

- 

6 

10 

Romsey  - 

- 

- 

19 

2 

9 

6 

9 

8 

15 

— 

8 

— 

7 

- 

Medstead  • 

- 

. 

18 

4 

12 

6 

5 

10 

11 

8 

2 

1 

*5 

5 

Bishops  Waltham 

- 

17 

6 

7 

6 

10 

— 

11 

8 

7 

3 

4 

5 

Bisliopstoke 

- 

. 

17 

6 

7 

10 

9 

8 

10 

10 

5 

9 

5 

1 

Chandler’s  Ford 

- 

17 

6 

8 

4 

9 

2 

8 

4 

2 

9 

5 

7 

V/oking  - 

- 

• 

15 

10 

8 

— 

7 

10 

Guildford 

• 

- 

15 

- 

6 

6 

8 

6 

Gosport  - 

- 

- 

15 

- 

6 

4 

8 

8 

Farnham  - 

- 

- 

15 

- 

9 

- 

6 

Fareliam  - 

- 

- 

13 

4 

5 

- 

8 

4 

60 

— 

36 

- 

24 

- 

Porcliester 

- 

- 

13 

4 

4 

4 

9 

- 

31 

8 

15 

4 

16 

4 

Poitsmouth 

- 

- 

13 

4 

4 

7 

8 

9 

30 

10 

17 

6 

13 

4 

Cosham 

- 

- 

12 

6 

3 

10 

8 

8 

28 

4 

13 

4 

15 

- 

Milford 

- 

- 

12 

6 

5 

— 

7 

6 

28 

4 

20 

4 

8 

- 

Witley 

- 

- 

11 

8 

4 

6 

7 

2 

27 

6 

12 

3 

15 

3 

Haslemere 

- 

- 

10 

10 

3 

- 

7 

10 

27 

6 

15 

10 

1 1 

8 

Midluirst  - 

- 

- 

10 

- 

2 

6 

7 

6 

26 

8 

14 

4 

12 

4 

Havant 

- 

- 

10 

- 

2 

10 

7 

2 

25 

- 

15 

7 

9 

5 

Rowland’s  Castle 

- 

9 

2 

2 

2 

7 

— 

25 

- 

14 

2 

10 

10 

Liphook  - 

- 

- 

9 

2 

2 

3 

6 

11 

24 

2 

16 

3 

7 

1 1 

Rogate 

- 

- 

9 

2 

1 

6 

7 

8 

21 

8 

10 

4 

1 1 

4 

Elsted 

- 

- 

9 

2 

1 

9 

7 

5 

21 

8 

11 

7 

10 

1 

Liss  - 

• 

- 

8 

4 

1 

6 

6 

10 

* Deducting  4s.  2d.  for  collection  and  delivery. 


Dead  Meat,  Poultry,  &c. 


From  Nine 

Elms 

Actual 

Charge. 

Maximum 

Rate. 

Excess. 

From  Petersfield 

Actual 

Charge. 

Maximum 

Rate. 

Excess. 

To 

s. 

d. 

s. 

d. 

s. 

d. 

'lo 

s. 

d. 

s. 

d. 

s. 

d. 

Basingstoke 

- 

25 

- 

19 

7 

5 

5 

Bishops  Waltham 

17 

6 

12 

5 

5 

1 

Windsor 

- 

- 

19 

2 

8 

6 

*6 

6 

Gosport 

- 

15 

- 

10 

6 

4 

6 

Riclimond  - 

. 

. 

11 

8 

3 

8 

3 

10 

Guildford 

- 

15 

- 

10 

10 

4 

2 

Surbiton 

. 

8 

4 

4 

7 

3 

9 

Fareham  - 

- 

13 

4 

8 

6 

4 

11 

Porcliester 

- 

13 

4 

/ 

2 

6 

2 

Portsmouth 

13 

4 

7 

7 

5 

9 

From  Petersfield 

Cosham 

. 

12 

6 

6 

4 

6 

2 

To 

Milford 

- 

12 

6 

8 

3 

4 

3 

Witley 

- 

11 

8 

7 

6 

4 

2 

Downton  - 

. 

. 

31 

8 

2.5 

7 

6 

1 

Tlaslemere 

- 

10 

10 

5 

- 

5 

10 

Salisbury  - 

- 

- 

28 

4 

23 

1 

5 

3 

Midhurst  - 

- 

10 

- 

4 

2 

5 

10 

Mottisfont  - 

. 

- 

27 

6 

20 

5 

7 

I 

Havant 

- 

10 

- 

i 

8 

1 

Romsey 

• 

- 

19 

2 

15 

11 

3 

3 

Rowland’s  Castle 

9 

2 

3 

8 

5 

6 

Southampton 

- 

- 

19 

2 

15 

6 

3 

8 

Liphook  - 

- 

9 

2 

3 

9 

5 

5 

Winchester 

- 

- 

19 

2 

15 

11 

3 

3 

Rogate 

- 

9 

2 

2 

6 

6 

8 

Bisliopstoke 

- 

. 

17 

6 

13 

- 

4 

(i 

Elsted 

- 

9 

2 

2 

11 

6 

3 

Chandler’s  Ford 

" 

• 

17 

6 

13 

10 

3 

8 

Liss  - 

• 

8 

4 

2 

6 

5 

10 

* Deducting  4s.  2d.  for  collection  and  delivery. 


0.54, 


B 


10 


APPENDIX  TO  REPORT  FROM  THE 


London  and  South  Western  Railway — continued. 


Furniture,  &c.  (5th  Class). 


Actual 

Maximum 

Actual 

MfjTimHrn 

I’rom  JNine 

Elms 

Charge. 

Rate. 

Excess. 

From  Petersfield 

Charge. 

Rate. 

Excess. 

To 

1 

To 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

5. 

d. 

Weymouth 

- 

70 

- 

68 

11 

11 

1 

Bishops  Waltham 

- 

32 

6 

12 

5 

20 

1 

Salisbury  - 

- 

60 

- 

34 

8 

15 

4 

Redbridge 

. 

- 

30 

_ 

16 

8 

13 

4 

Southampton 

- 

40 

- 

32 

6 

7 

6 

Romney  - 

- 

. 

30 

— 

15 

11 

14 

1 

Basingstoke 

- 

33 

4 

19 

7 

13 

9 

Southampton 

- 

- 

30 

— 

15 

6 

14 

6 

Portsmouth 

- 

30 

10 

30 

6 

- 

4 

Gosport  - 

- 

- 

30 

— 

10 

6 

19 

6 

Reading 

- 

24 

2 

15 

- 

9 

2 

Chandler’s  Ford 

. 

30 

_ 

13 

10 

16 

2 

Bagshot 

- 

21 

- 

13 

4 

7 

8 

Nine  Elms 

- 

30 

— 

22 

6 

7 

6 

Windsor 

- 

25 

- 

8 

6 

*12 

4 

Aldershot  - 

- 

. 

30 

— 

17 

1 

12 

11 

Guildford  - 

- 

IG 

8 

12 

1 

4 

7 

Ropley 

- 

- 

30 

_ 

21 

9 

8 

3 

Kiclimond  - 

- 

20 

- 

3 

6 

*12 

4 

Alresf'ord  - 

- 

30 

_ 

19 

4 

10 

8 

Surbiton 

- 

15 

- 

4 

4 

11 

8 

Winchester 

. 

30 

15 

11 

14 

1 

Woking 

- 

15 

- 

9 

1 

5 

5 

Bishopstoke 

- 

30 

— 

13 

- 

17 

Medstead  - 

- 

• 

28 

4 

20 

10 

7 

6 

A Iton 

- 

- 

25 

— 

19 

— 

6 

From  Petersfield 

Woking  - 

- 

22 

6 

13 

4 

9 

2 

To 

Guildford 

- 

. 

20 

10 

10 

9 

2 

Fareham  - 

- 

. 

20 

— 

8 

5 

11 

7 

Exeter 

- 

77 

0 

59 

8 

17 

10 

Porchester 

- 

20 

7 

2 

12 

10 

Wareham  - 

- 

60 

— 

35 

- 

15 

- 

Cosliam 

- 

. 

20 

— 

6 

4 

13 

8 

Semley 

- 

48 

4 

29 

4 

19 

- 

Farnham  - 

- 

18 

_ 

15 

— 

3 

Mottisfont  - 

- 

48 

4 

20 

5 

27 

1 1 

Milford 

- 

- 

16 

8 

8 

3 

8 

5 

Downton 

- 

47 

6 

25 

7 

21 

11 

Portsmouth 

. 

• 

1 5 

_ 

7 

7 

7 

5 

Christchurch 

- 

46 

8 

29 

8 

17 

- 

Witley  - 

- 

1 5 

— 

7 

5 

7 

7 

Whitchurch 

- 

40 

- 

27 

1 

12 

11 

Hasleniere 

- 

_ 

15 

— 

5 

- 

10 

_ 

Andover 

- 

40 

- 

23 

10 

16 

2 

Liphook  - 

- 

- 

13 

4 

3 

8 

9 

8 

Lymington 

- 

40 

- 

23 

6 

16 

6 

Midhurst  - 

- 

- 

13 

4 

O 

10 

9 

6 

Reading  - 

- 

40 

- 

26 

- 

14 

- 

Havant 

► 

- 

13 

4 

4 

8 

8 

8 

Windsor 

- 

40 

- 

21 

5 

18 

7 

Elsted 

- 

- 

1 1 

8 

2 

7 

9 

1 

Basingstoke 

- 

40 

- 

22 

4 

17 

8 

llogate 

- 

- 

10 

10 

2 

6 

8 

4 

Salisbury  - 

- 

35 

- 

22 

3 

12 

9 

Liss  - 

- 

- 

10 

_ 

2 

6 

7 

6 

Woolston  - 

33 

4 

17 

2 

16 

2 

Rowland’s  Castle 

" 

10 

3 

8 

6 

4 

Allowing  4*.  2(1.  for  collection  and  delivery. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 


Bacon,  Butter,  Eggs,  and  Seeds. 


Actual 

Maximum 

Actual 

Maximum 

From  Tunbridge  W ells 

Charge. 

Rate. 

Pixeess 

From  Tunbridge  Wells 

Char 

Rate. 

Excess. 

To 

lo 

s.  d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s.  d. 

Hartfield 

- 

4 7 

1 

1 

3 

6 

Brighton  - 

- 

9 

2 

5 

4 

3 10 

Healhfield  - 

- 

5 10 

2 

6 

3 

4 

Shoreham  - 

- 

10 

- 

6 

4 

3 8 

Three  Bridges 

- 

6 8 

3 

4 

3 

4 

Eastbourne 

- 

10 

5 

6 

8 

3 9 

Lewes 

- 

7 6 

4 

- 

3 

6 

Chi.hester 

- 

13 

9 

10 

1 

3 8 

Horsham  - 

- 

8 4 

4 

9 

3 

7 

Poitsmouth 

- 

9 

8 

12 

9 

3 11 

Newhaven  - 

• 

8 9 

5 

1 

3 

8 

AgRK  ULTURAL  IMPLEMENTS,  FrESH  BuTTER,  FrUIT,  MeAT,  POULTRY,  AsPARAGUS, 

Fish,  Crabs,  Lobsters,  and  Oysters. 


From  Horsham 

Actual 

Charge. 

Maximum 

Rate. 

Excess. 

From  Horsham 

To 

Brighton  - 

Actual 

Charge. 

Minimum 

Rate. 

Excess. 

To 

West  Grinstead  - 

s.  d. 

5 10 

s.  d. 

2 6 

s. 

3 

d. 

4 

s.  d. 
12  6 

s.  d. 

8 8 

s.  d. 

3 10 

East  Grinstead  - 

8 9 

5 2 

3 

7 

Chichester 

14  7 

10  8 

3 11 

Shoreham  - - - 

10  5 

6 8 

3 

9 

London  ... 

17  1 

12  6 

4 7 

Midhurst  - - - 

11  8 

7 10 

3 

10 

Portsmouth 

20  10 

16  - 

4 10 
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London,  Brighton,  and  South  Coast  RxijuW xy— continued. 


Meat,  Poultry,  Eggs,  Butter,  Fruit,  and  Vegetables. 


To  London. 

From  London. 

Maximum  Rate. 

EXCESS. 

To  London. 

From  London. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

s.  d. 

s. 

d. 

s.  d. 

d. 

S. 

d. 

Caterham 

- 

15  — 

5 

- 

2 2 

12 

10 

2 

10 

Redhill  - - - 

- 

25  - 

5 

- 

3 6 

21 

6 

1 

6 

Tunbridge  Wells 

- 

31  8 

10 

5 

8 4 

23 

4 

2 

1 

Three  Bridges 

- 

28  4 

8 

4 

4 10 

23 

6 

3 

6 

Polegate 

• 

35  - 

13 

9 

10  2 

24 

10 

3 

7 

Potatoes. 


Actual 

Maximum 

Excess. 

Actual 

Maximum 

Excess. 

From  London 

Charge. 

Rate. 

From  Tunbridge  Wells 

Chai 

•ge. 

Rate. 

To 

s. 

d. 

s. 

d. 

s. 

(1. 

To 

s. 

d. 

s. 

d. 

s. 

d. 

Sutton 

- 

6 

8 

1 

9 

4 

11 

Three  Bridges 

- 

- 

s 

9 

2 

6 

6 

3 

Three  Bridges  - 

- 

10 

10 

3 

8 

7 

2 

Hartheld  - 

- 

- 

5 

- 

— 

10 

4 

2 

Horsham  - 

- 

12 

11 

4 

8 

8 

3 

Lewes 

. 

- 

10 

- 

3 

— 

7 

— 

Redhill  > 

- 

7 

11 

2 

6 

5 

5 

Redhill 

- 

- 

10 

10 

3 

6 

7 

4 

Polegate  - 

- 

19 

2 

7 

6 

11 

8 

Brighton  - 

- 

- 

11 

8 

4 

- 

7 

8 

Chichester 

- 

21 

3 

8 

8 

12 

7 

Mayfield  - 

- 

. 

6 

3 

1 

4 

4 

11 

Tunbridge  Wells 

- 

13 

9 

6 

3 

7 

6 

Caterham  - 

- 

- 

12 

6 

4 

6 

8 

2 

Guildford  - 

- 

15 

5 

6 

9 

5 

From  Horsham 

Hastings  - 

- 

. 

10 

5 

6 

3 

4 

2 

To 

Portsmouth 

- 

- 

23 

4 

9 

7 

13 

9 

Ockley 

East  Grinstead  - 

- 

4 

7 

7 

2 

10 

3 

5 

9 

From  Shoreham 

Redhill 

- 

7 

1 

2 

1 

5 

- 

• To 

Shoreham 

Midhurst  - 
Epsom 

Brighton  - 

Chichester 

Portsmouth 

- 

8 

9 

9 

10 

11 

16 

9 

7 

2 

8 

3 

2 

2 

2 

3 

4 

6 

6 

11 

8 

3 

6 

6 

6 

6 

7 

10 

3 

8 

6 

9 

8 

3 

Brighton  - 
Falmer 
Horsham  - 
Mid  hurst  - 
H astings  - 
London 

- 

- 

4 

5 
8 

12 

13 

17 

7 

10 

9 

1 

9 

4 

1 

2 

4 

5 

8 

9 

2 

7 

3 

1 

3 

4 

6 

7 

8 
9 

10 

8 

2 

10 

8 

4 

From  Brighton 

To 

From  West  Grinstead 

Lewes 

• 

5 

5 

1 

4 

5 

To 

Worthing  - 

- 

5 

10 

1 

4 

4 

6 

Horsham  - 

- 

- 

5 

5 

1 

« 

4 

5 

Ford  Junction  - 

- 

8 

9 

2 

6 

6 

3 

Brighton  - 

- 

. 

8 

4 

2 

4 

6 

Hastings  - 

- 

12 

6 

4 

4 

8 

2 

Lewes 

. 

. 

10 

5 

3 

4 

7 

1 

Guildford  - 

- 

13 

9 

5 

2 

8 

7 

Hastings  - 

- 

. 

17 

6 

6 

8 

10 

10 

Portsmouth 

15 

- 

5 

8 

9 

4 

London 

- 

- 

15 

— ■ 

7 

6 

7 

6 

London 

15 

— 

6 

3 

8 

9 

Portsmouth 

* 

• 

16 

8 

6 

2 

10 

6 

B 2 


0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


MILK  RATES. 


Milk  Rates  of  London  Railway  Companies  for  the  Conveyance  of  12  Grallons. 


[Prices  are  given  in  Pence.] 


Distance. 

London, 
Brighton, 
and  South  Coast 
Railway. 

London, 
Chatham, 
and  Dover 
Railway. 

London 

and 

North  Western 
Railway. 

Great  Western 

Railway. 

South  Eastern 

Railway. 

Great  Northern 

Railway. 

Great  Eastern 

Railway. 

Actual  Charge. 

Maximum 
Tonnage  Rate. 

Actual  Charge. 

Maximum 
Tonnage  Rate. 

Actual  Charge. 

Maximum 

Tonnage  Rate. 

Actual  Charge. 

Maximum 

Tonnage  Rate. 

Actual  Charge. 

Maximum 

reasonable 

Tonnage  Rate. 

Actual  Charge. 

Maximum 

Tonnage  Rate. 

Actual  Charge. 

1 Maximum 

1 Tonnage  Rate. 

MUes. 

d. 

d. 

d. 

d. 

d. 

d. 

d. 

6 

12 

1-6 

12 

1-6 

12 

1-4 

12 

1-4 

6 

1-6 

6 

1-4 

6 

1-6 

11 

15 

3-2 

15 

3-2 

12 

2-5 

12 

2-5 

9 

3-2 

6 

2-5 

6 

3 2 

21 

15 

5-6 

15 

5-6 

12 

4-9 

12 

4-9 

9 

5-6 

9 

4-9 

9 

56 

26 

18 

6-9 

18 

6-9 

12 

6 

12 

6 

13 

6-9 

9 

6 

9 

6-9 

31 

18 

8-2 

18 

8-2 

15 

7 

12 

7 

13 

8-2 

9 

7 

12 

8-2 

41 

18 

10-9 

18 

10-9 

18 

9-5 

12 

9-5 

13 

10-9 

12 

9-5 

12 

10-9 

51 

24 

13-6 

24 

13-6 

18 

10 

12 

10 

16 

13  6 

12 

10 

12 

13-6 

71 

24 

18-8 

24 

18  8 

18 

14 

15 

14 

16 

18-8 

12 

14 

12 

- 

76 

24 

20'3 

24 

20-3 

18 

15 

15 

15 

16 

- 

12 

- 

12 

- 

86 

24 

23 

24 

23 

18 

17 

15 

- 

- 

- 

15 

- 

15 

- 

101 

- 

- 

- 

- 

- 

18 

- 

- 

- 

15 

- 

15 

- 

111 

_ 

- 

- 

- 

- 

18 

- 

- 

- 

18 

- 

- 

- 

126 

_ 

- 

_ 

- 

18 

“ 

- 

- 

18 

“ 

- 

- 

151 

- 

- 

- 

- 

- 

- 

21 

- 

“ 

- 

18 

- 

- 

- 

176 

- 

— 

— 

— 

— 

21 

— 

— 

~ 

“ 

201 

24 

London  and  North  Western  Railway. 


Special  Rates  on  London  and  North  Western  Railway. 


Actual  Charge 

Actual  Charge 

for 

for 

12  Gallons. 

12  Gallons. 

To  Euston  from 

To  Euston  from 

d. 

d. 

Harrow  » . - - - 

12 

Blisworth  ----- 

12 

Watford  . _ - - - 

12 

Northampton  - - 

15 

St.  Albans  ----- 

12 

Rugby 

12 

Tring  ------ 

12 

Leamington  - . - - 

15 

Aylesbury  ----- 

12 

Leicester  ----- 

12 

Wolverton  ----- 

12 

Stafford  ----- 

15 

Buckingham  ----- 

15 

South  Eastern  Railway. 


Special  Rates  on  South  Eastern  Railway. 


Charges 

Charges 

for  12  Gallons. 

for  12  Gallons. 

To  London  from 

To  London  from 

d. 

d. 

Beckenham  - 

• 

• 

9 

Strood 

- 

- 

15 

Orpington 

D unton  Green 

• 

12 

12 

Canterbury  - 
Dover  - - - 

- 

- 

21 

21 

Sevenoaks 

- 

- 

12 

Ramsgate  - 

. 

• 

21 

Redhill 

- 

- 

9 

Margate 

- 

. 

21 

Godstone 

■ ■ 

9 

Here  analn  the  stations  are  arranged  according  to  distance.  Redhill  and  Godstone  are  under  the  Com- 
pany’s scaTe,bnt  on  the  long  distances  they  are  conspicuously  greater  than  the  rates  of  the  London  and  North 

Western  Railway. 
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Milk  Rates — continued. 


London,  Chatham,  and  Dover  Railway. 


Special  Rates  on  the  London,  Chatham,  and  Dover  Railway. 


Stations. 

Charge 

for  12  Gallons. 

Maximum 

Goods  Rates. 

d. 

d. 

London  to  Shortlands  ----- 

9 

2-6 

Bromley  to  Sevenoaks  ----- 

12 

4 

Bromley  to  Maidstone  - - - - 

- 

- 

12 

9 

Farningham  to  Chatham  - - - . 

- 

- 

- 

15 

4 

New  Brompton  to  Teynham  - - - 

- 

- 

- 

18 

3-2 

Favershara  to  Ramsgate  - - - - 

- 

- 

- 

21 

8 3 

Faversham  to  Dover  ----- 

21 

4-2 

London  and  South  Western  Railway. 


Distance. 

Actual  Charge 
for  6 Gallons. 

Maximum  Rate 
for  6 Gallons. 

Actual  Charge 
for  7 Gallons. 

Maximum  Rate 
for  7 Gallons. 

Actual  Charge 
for  10  Gallons. 

Maximum  Rate 
for  10  Gallons. 

Actual  Charge 
for  13  Gallons. 

Maximum  Rate 
for  13  Gallons. 

Actual  Charge 
for  16  Gallons. 

Maximum  Rate 
for  16  Gallons. 

Miles. 

d. 

d. 

d. 

d. 

d. 

d. 

d. 

d. 

d. 

d. 

6 

6 

1 

7 

IT 

8 

1-6 

9 

2-3 

10 

2-6 

11 

7 

1-8 

8 

2T 

9 

3 

10 

3-7 

11 

4-9 

26 

8 

4-3 

9 

5 

10 

7-2 

11 

9-4 

12 

11-5 

27 

- 

- 

- 

- 

- 

- 

- 

- 

12 

12 

41 

9 

6-8 

11 

7-9 

13 

11-3 

15 

14-8 

- 

- 

42 

- 

- 

- 

- 

- 

- 

15 

15 

- 

- 

51 

11 

8-5 

13 

9-6 

15 

14T 

- 

- 

- 

- 

54 

- 

- 

- 

- 

15 

15 

- 

- 

- 

- 

76 

14 

12-6 

16 

14-7 

- 

- 

- 

- 

- 

82 

- 

- 

16 

16 

- 

- 

- 

- 

-= 

- 

84 

14 

14 

- 

- 

- 

- 

- 

- 

]4 


APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No,  3. 


PAPERS  handed  in  by  W.  A.  Hunter,  Barrister,  22  March  1881. 


LONDON,  CHATHAM,  AND  DOVER  RAILWAY. 


Special  Class. 


Manure  in  Bulk,  and  Bones  for  Manure. 


From  Dovek 
To 

Shepherd’s  Well  - 
Adisham 
Canterbury  - 
Selling- 
Faversham  - 


From  Canterbury 
To 

Bekesbourne 

Adisham 

Shepherd’s  Well  - 
Faversham  - 
Whitstable  - 
Sittingbourne 
Herne  Bay  - 
Newington  - 
Rainham 
Birchington  - 


Sent  in 
Quantities 
of  not 
less  than 
Four  Tods. 
Actual 
Charge. 

In 

Quantities 

of 

less  than 
Four  Tons. 
Actual 
Charge. 

Legal 

Maximum. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

s. 

d. 

s. 

d. 

s. 

d. 

• 

2 

1 1 

3 

4 

— 

9 

- 

3 

4 

3 

9 

1 

H 

- 

3 

4 

5 

- 

1 

101 

- 

3 

9 

6 

- 

2 

9 

3 

9 

6 

3 

3 

n 

o 

11 

3 

4 

9 

~ 

2 

11 

3 

4 

- 

9 

- 

2 

11 

3 

4 

1 

3 

- 

2 

11 

3 

4 

1 

8 

- 

3 

4 

3 

4 

2 

- 

* 

3 

4 

4 

2 

2 

11 

- 

3 

4 

5 

- 

2 

6 

- 

3 

9 

5 

- 

2 

71 

- 

3 

9 

5 

- 

2 

101 

3 

9 

6 

3 

3 

6 

From  Faversham 
To 


Selling  , 
Whitstable  - 

Herne  Bay  - 
Bekesbourne 

Sittingbourne 

Canterbury 

Rainham 

Chatham 

Birchington 

Dover 

Broad  stairs  - 
Ramsgate  - 

Fawkham  - 
Swan  ley 

Eynsford 
Blackfriars  - 


Sent  in 
Quantities 
of  not 
less  than 
Four  Tons. 
Actual 
Charge. 

In 

'Quantities 

of 

less  than 
Four  Tons. 
Actual 
Charge. 

Legal 

Maximum. 

Per  Ton. 

Per 

Ton. 

Per  Ton. 

s. 

d. 

s. 

d. 

s. 

d. 

- 

2 

11 

2 

11 

— 

9 

- 

2 

11 

2 

11 

- 

101 

- 

3 

4 

3 

4 

1 

- 

3 

4 

3 

9 

1 

n 

. 

2 

11 

3 

4 

_ 

101 

- 

2 

11 

3 

4 

1 

3 

- 

3 

4 

3 

9 

1 

- 

3 

4 

4 

7 

2 

3 

3 

4 

5 

_ 

2 

H 

- 

3 

9 

6 

3 

3 

u 

- 

3 

9 

6 

3 

3 

H 

- 

3 

9 

6 

3 

3 

H 

3 

9 

C 

3 

3 

- 

4 

2 

7 

11 

4 

3 

- 

4 

7 

7 

1 

4 

71 

* 2 

• 

5 

6 

7 

6 

6 

7 

Guano  and  Packed  Manures. 


Actual  Charge 

Actual  Charge 

per  Ton, 

Legal 

per  Ton, 

Legal 

for  Quantities 

for  Quantities 

of  less  than 

Maximum. 

of  less  than 

Ma.ximum. 

From  Faversham 

Two  Tons. 

From  Canterbury 

Two  Tons. 

To 

S.  d. 

s.  d. 

To 

s.  d. 

s.  d. 

Whitstable  - - - 

3 4 

- 9 

Margate  ... 

6 8 

3 lOl 

Herne  Bay  - - - 

3 9 

1 4^ 

Swan  ley  ... 

10  5 

5 6 

Broadstairs  - - - 

7 11 

3 1| 

Ramsgate  ... 

. 7 11 

3 4h 

From  Dover 

From  Canterbury 

To 

To 

Adisham  ... 

6 - 

1 H 

Canterbury  ... 

6 3 

1 10,^ 

Adisliam  ... 

4 2 

- 9 

Faversham  ... 

7 11 

3 l| 

Dover  - - - - 

6 3 

2 - 

Whitstable  - - - 

9 2 

4 - 

Birchington  - - - 

7 11 

3 G 

Sale  Street  ... 

10  - 

G 3 
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London,  Chatham,  and  Dover  Railway — continued. 


From  Flushing  To — 

Blackfriars  {yid  Queenborough) 


Hops,  Foreign. 

I Actual  Charge 
(excluding  Delivery). 

I Per  Ton. 

\ d. 

20  - 


Hops, 


To  Blackfriars 

Maximum 

Rate. 

Actual  Charge 
(excluding 
Delivery). 

From 

s.  d. 

s.  d. 

Beckenham  - - - 

2 11 

11  8 

St.  Mary  Cray 

5 - 

15  - 

Sevenoaks  - - - 

8 7 

21  8 

Eynsford  - - - 

6 9 

18  4 

Rain  hair.  ... 

13  - 

25  - 

Newington  - - - 

13  9 

28  4 

English. 


To  Blackfriars 

Maximum 

Rate. 

Actual  Charge 
(excluding 
Delivery). 

From 

Sittingbourne 

Faversham  - . - 

S,  d. 

15  - 

17  4 

s.  d. 

31  8 

31  8 

Selling  - - . 

18  6 

35  - 

Whits  table  - 
Canterbury 

19  4 

20  7 

38  2 

35  - 

Furniture. 


Trade  Rate 

Charge 

Maximum 

Trade  Rate 

Charge 

(Company’s 

Risk). 

Maximum 

From 

London 

(Owner’s 

Risk). 

(Company’s 

Risk). 

Rate. 

From  Faversham 

(Owner’s 

Risk). 

Rate. 

To 

5. 

d. 

S. 

d. 

S. 

d. 

To 

s. 

d. 

S. 

d. 

.S. 

d. 

Sevenoaks 

. 

- 

- 

24 

2 

35 

10 

8 

- 

Whitstable  - 

- 

- 

10 

10 

15 

— 

2 

4 

Chatham 

- 

- 

- 

20 

8 

31 

8 

11 

- 

Canterbury  - 
Cliatham 

- 

- 

15 

20 

10 

10 

20 

28 

10 

4 

3 

6 

4 

Canterbury 

- 

- 

- 

56 

2 

71 

8 

20 

— 

Broadstairs 

- 

- 

30 

_ 

35 

10 

8 

4 

Dover  - 

55 

4 

73 

4 

25 

3 

Ramsgate  - 

- 

- 

30 

- 

35 

10 

9 

owanley 

- 

- 

37 

6 

50 

10 

11 

4 

Margate 

- 

- 

- 

39 

2 

63 

4 

22 

6 

Sevenoaks  - 

- 

- 

35 

10 

42 

6 

14 

Blackfriars  - 

- 

35 

10 

42 

6 

17 

4 

From  Canterbury 

To 

From  Dover 

Adisham 

• 

15 

10 

20 

_ 

2 

To 

Sittingbourne 

- 

- 

20 

- 

30 

10 

5 

8 

Shepherd’s  Well 
Bekesbourne 

: 

- 

13 

19 

10 

2 

20 

24 

2 

2 

4 

4 

Herne  Bay 

• 

- 

- 

25 

- 

30 

10 

6 

8 

Canterbury 

- 

- 

24 

2 

34 

2 

5 

Chatham 

- 

- 

- 

30 

- 

41 

8 

9 

4 

Whitstable  - 
Herne  Bay  - 

" 

- 

32 

35 

6 

10 

39 

42 

2 

6 

10 

12 

8 

Ramsgate 

- 

- 

- 

26 

8 

37 

6 

12 

4 

Chatham 

- 

- 

37 

6 

50 

10 

16 

8 

Swanley 

- 

- 

- 

40 

- 

54 

2 

14 

8 

Eynsford 
Sevenoaks  - 

• 

- 

50 

50 

— 

61 

61 

10 

10 

21 

oo 

8 

4 

Birchmgton  - 

- 

- 

30 

- 

35 

10 

9 

4 

Maidstone  - 

- 

- 

42 

6 

59 

10 

27 

Margate 

- 

" 

• 

26 

8 

39 

2 

10 

4 

Blackfriars 

- 

- 

53 

4 

73 

4 

25 

8 

SOUTH  EASTERN  RAILWAY. 


Lime  and  Manure  in  Bulk  (over  4 Tons).  Loading  and  Unloading  to  be  done  by  the  Parties. 


/ 


Maximum  Rates  - , 


V 


Maximum  Rates  - 


From  Hastings  To 

Robertsbridge  - . - 

Rye  . - - . 


From  Tunbridge  Wells  To 

Etchingham  - - - - 
Battle  - . - - - 


From  Ashford  To 

Smeetli  or  Wye 
Staplehurst  - . - 

Rye  . „ . . 


Charge. 

Maximum. 

s.  d. 

s.  d. 

d. 

- 

3 4 

- 9 

@ 

' 

3 5 

CO 

@ ^ 

3 5 

1 7i 

@ U 

3 5 

2 9 

@ H 

3 5 

- 9 

@ H 

- 

3 5 

1 9 

— 

- 

3 5 

3 U 

@ 2^ 

The  Company  seem  to  make  a minimum  charge  of  3 s.  i.d.  or  3 s.  5d.,  and  this  minimum  is  in  excess  over  the 
maximum  rates  (at  1|  d.')  up  to  28  or  30  miles. 

0.54.  B 4 
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APPENDIX  TO  REPORT  FROM  THE 


South  Eastern  Railway — continued. 


Lime  and  Manures  in  Bulk  (over  4 Tons).  Loading  and  Unloading  to  be  done  by  the  Parties. 


Maximum 

Rate. 


Estimated  ; 
Maximum.^ 


Estimated 

Maximum. 


From  Hastings 
To 

Robertsbridge  - 
Wadhurst 

Rye  - - - 

From  Dover 
To 

Folkestone 
Westenhanger  - 
Smeeth  - - . 

Wye  . - . 

Pluckley 

From  Ashford 
To 

Pluckley,  Smeeth,  or 
Wye. 

Chartham 

Canterbury 

Staplehurst 

Folkestone 


Actual 

Charge. 


Per  Ton. 
s.  d. 

3 5 

3 5 

3 5 


3 4 
3 5 
3 5 
3 5 
3 5 


3 5 

3 5 
3 5 
3 5 
3 5 


Maximum 

Rate. 


Per  Ton. 

.9.  il. 

1 7| 

2 lOJ 


- 9 

1 6 
2 - 
3 n 
3 3 


- 9 

1 H 
1 9 

1 9 


1 101 


Estimated 

Maximum. 


Maximum  d 
Rates.  J 


Maximum 
Rates. 


From  Ashford 
To 

Whitstable 

Dover,  Grove  Ferry, 
and  Paddock  Wood. 

Minster  - - - 

Tunbridge 


Rye 

From  Tunbridge 
Wells  To 

Wadhurst 

Frant 

Ticehurst  Road 
Etchingham 
Robertsbridge  - 
Battle 
Hastings  - 
Tunbridge 


Actual 

Charge. 


Per  Ton. 

s.  d. 

3 5 

3 5 

3 5 

3 5 

3 5 


3 5 
3 4 
3 5 
3 5 
3 5 
3 5 
3 5 
3 4 


Maximum 

Rate. 


Per  Ton. 

s.  d. 

2 6 

2 7| 

3 3 

3 41 


3 


- 9 

- 9 

1 3 

1 7.1 

2 - 

2 9 

3 6 

- 9 


Hops. 


From 

London 

To 

To 

London 

From 

Hop  Tariff 
per  Ton 
per  Mile 

From 

London 

To 

To 

London 

From 

Hop  Tariff 
per  Ton 
per  Mile 

(4th  Class). 

(Hop 

Tariff). 

in 

Pence. 

(4th  Class). 

(Hop 

Tariff). 

in 

Pence. 

5. 

d. 

s.  d. 

d. 

s.  d. 

S.  d. 

d. 

Beckenham  - 

- 

7 

1 

11  8 

17J 

Hildenboro’ 

- 

- 

15  10 

28  4 

13^ 

Orpington 

- 

- 

10 

10 

15  - 

15 

Staplehurst  - 

19  7 

35  - 

10^ 

Sevenoaks 

- 

- 

12 

1 

21  8 

13 

Redhill 

- 

- 

10 

10 

25  - 

141 

Grove  Ferry 

- 

- 

19  7 

38  4 

6 

The  Hop  Tariff  applies  to  60  stations. 
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South  Eastern  Railavay — continued. 

Hops,  Foreign. 

From  Boulogne  To 

s.  d. 

* Bricklayers’  Arms  (London)  (not  insured)  - - - 

17  G per  ton. 

From  Paris  To 

Bricklayers’  Arms  ------- 

28  - per  ton. 

English  Hops. 

From  Ashford  To 

s.  d. 

London  (54  miles)  ------- 

35  - per  ton. 

Fruit. 

Table  showing  Rates  for  Fruit  to  London,  deducting  an  Allowance  of  5 s.  per  Ton  for  Delivery 

to  London  Market. 

Per  Ton. 

Rate  charged 
per  Mile 
per  Ton. 

Per  Ton. 

Rate  charged 
per  Mile 
per  Ton. 

To  London  From 

S. 

d. 

s.  d. 

To  London  From 

«.  d. 

s.  d. 

Beckenham  - - - 

7 

6 

- lU 

Yalding  - - - 

15  - 

- 5 

Dartford  - - - 

10 

- 

- 8 

Harden  - - - 

20  - 

CD 

I 

Higham  - - - 

13 

4 

- 5| 

Ashford  - - - 

25  - 

- H 

Conditions  {inter  alia). 

7.  The  Company  will  not,  under  any  circumstances,  be  liable  for  loss  of  market  or  other  claim  or  damage 
arising  from  detention  or  other  cause. 

8.  The  conveyance  of  fruit  or  vegetables  by  passenger  trains  will  be  at  the  option  of  the  Company. 


From  Boulogne  To 


Foreign  Fruit. 


London  - - - - 

Ditto  (by  passenger  train) 


20  s.  per  ton. 
25  s.  per  ton. 
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APPENDIX  TO  REPORT  FROM  THE 


South  Eastern  Railway — continued. 


Guano,  Packed  Manure,  Fruit,  Hops,  Meat,  Dead  Poultry,  Agricultural 
Implements,  Asparagus,  Dead  Game,  and  Furniture. 


Guano,  and  Packed 

Amount 

Fruit, 

Maximum 
Rate  for 
any 

Class  of 

Manure. 

at  1^ 

d.  per 

Hops,  Meat, 
Dead  Poultry, 

Asparagus, 

and 

Dead  Game. 

Furniture. 

Over 

Under 

Ton 

and 

Agricultural 

Two  Tons. 

Two  Tons. 

* 

Implements. 

From  Tunbridge  Wells 

Per  Ton.  Per  Ton. 

Per  Ton. 

Per 

Ton. 

Per  Ton. 

Per  Ton. 

To 

s. 

d. 

S. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

Wadlmrst  - 

4 

2 

4 

7 

— 

9 

8 

4 

10 

10 

21 

8 

2 

— 

Tunbridge  - 

■ 

- 

3 

4 

3 

9 

- 

9 

7 

6 

9 

7 

19 

2 

2 

- 

Governed 

Tieehiirst  Road 

- 

- 

4 

7 

5 

5 

1 

3 

10 

5 

14 

2 

28 

4 

3 

4 

by  Maximum' 

Eobertsb  ridge 

- 

. 

5 

5 

G 

8 

2 

— 

13 

4 

18 

9 

37 

6 

6 

4 

Bates. 

Battle 

- 

- 

-5 

5 

7 

1 

2 

9 

13 

9 

19 

7 

39 

2 

7 

4 

Hastings 

- 

- 

6 

8 

7 

6 

3 

6 

15 

10 

19 

7 

39 

2 

9 

4 

Etcliingham 

- 

- 

5 

- 

6 

3 

I 

12 

6 

18 

4 

36 

8 

4 

4 

Paddock  Wood 

- 

. 

4 

2 

5 

— 

1 

9 

7 

12 

11 

25 

10 

3 

8 

Sevenoaks  - 

- 

- 

4 

7 

6 

5 

1 

10 

10 

15 

10 

31 

8 

4 

4 

Orpington  - 

- 

. 

5 

— 

G 

8 

2 

12 

6 

18 

4 

36 

8 

7 

- 

Pluckley  - 

- 

- 

6 

3 

7 

G 

3 

3 

15 

— 

21 

8 

43 

4 

8 

8 

Grove  Park 

- 

- 

5 

5 

7 

G 

3 

3 

14 

2 

20 

- 

40 

- 

8 

8 

Merstham  - 

- 

- 

6 

3 

7 

G 

3 

Al 

^2 

15 

6 

21 

8 

43 

4 

9 

- 

Ashlord 

- 

6 

8 

7 

11 

5 

4 

16 

3 

23 

9 

47 

G 

10 

8 

Caterham  - 

- 

- 

7 

1 

8 

4 

4 

7| 

17 

11 

24 

7 

47 

2 

12 

3 

From  Hastings 

To 

Maximum 

Rates. 

f 

Robertsbridge 

. 

- 

4 

2 

5 

- 

1 

74 

10 

5 

14 

2 

28 

4 

4 

4 

Wadlmrst  - 

- 

- 

6 

3 

7 

1 

2 

10| 

14 

2 

26 

5 

40 

10 

7 

8 

1 

Tunbridge  Wells 

- 

G 

8 

7 

6 

3 

G 

16 

10 

19 

7 

39 

2 

9 

4 

Wye  - - 

. 

7 

1 

8 

4 

3 

11^ 

17 

1 

24 

2 

48 

4 

10 

4 

Partly 

Westenhanger 

- 

- 

7 

G 

9 

2 

4 

17 

4 

24 

7 

49 

2 

11 

4 

Maximum 

Edei. bridge 

- 

- 

8 

4 

10 

5 

5 

3 

20 

5 

28 

4 

56 

8 

14 

- 

Rates 

Snodland  - 

. 

. 

9 

7 

11 

3 

6 

9 

23 

9 

31 

3 

62 

6 

18 

- 

and  partly 

Croydon 

- 

. 

9 

2 

12 

1 

8 

3 

25 

6 

26 

5 

50 

10 

22 

- 

Tolls. 

Higliam 

- 

- 

10 

6 

13 

4 

7 

9 

26 

S 

36 

5 

72 

10 

20 

8 

Cray  ford 

- 

- 

11 

3 

15 

- 

8 

G 

30 

0 

39 

2 

78 

4 

22 

8 

@ 

@ 5 d. 

Maximum 

Rates. 

( 

1 

Rye  - 
Ham  Street 
Ashford 

- 

- 

4 

5 

6 

2 

5 

3 

4 

G 

7 

7 

8 

G 

2 

4 

5 

H 

5 

10 

13 

15 

4 

5 

13 

19 

21 

4 

7 

8 

26 

39 

43 

8 

2 

4 

4 

8 

10 

7 

9 

10 

@ 

1 2 1/. 

Maximum 
Rates  from 
Reigate. 

r 

Reigate 

. 

- 

9 

2 

11 

3 

G 

9 

22 

6 

30 

10 

61 

8 

13 

6 

1 

1 

Dorking 

Farnborough 

- 

10 

12 

5 

6 

12 

15 

11 

5 

7 

10 

G 

H 

25 

30 

10 

5 

26 

39 

8 

2 

53 

78 

4 

4 

15 

20 

9 

1 

Earley 

- 

- 

13 

9 

17 

1 

12 

— 

33 

9 

43 

4 

86 

8 

24 

F'rom  Ashford 

To 

Smeeth 

. 

4 

2 

4 

7 

— 

9 

8 

4 

10 

10 

21 

8 

2 

- 

ShornclifFe  - 

- 

- 

4 

7 

5 

- 

1 

10 

- 

13 

4 

2G 

8 

3 

8 

1 

Canterbury 

- 

. 

5 

— 

G 

3 

1 

n 

12 

6 

17 

11 

35 

10 

4 

4 

1 

Stapleburst 

- 

- 

G 

- 

G 

3 

1 

7i 

12 

1 

17 

1 

34 

2 

4 

4 

Wbitstable  - 

• 

. 

5 

5 

6 

8 

2 

G 

12 

6 

18 

4 

36 

8 

6 

8 

Paddock  Wood 

- 

6 

3 

C 

8 

2 

7i 

13 

4 

19 

7 

39 

2 

7 

- 

Cuxton 

- 

- 

7 

G 

9 

7 

5 

20 

- 

27 

11 

55 

10 

13 

4 

Godstone 

- 

- 

7 

G 

9 

7 

5 

H 

19 

2 

26 

S 

52 

6 

13 

8 

Ticelmrst 

- 

- 

7 

11 

10 

_ 

5 

19 

7 

26 

8 

63 

4 

13 

8 

Strood 

- 

- 

7 

G 

9 

7 

5 

3 

20 

- 

27 

11 

55 

10 

14 

- 

Gravesend  - 

- 

- 

9 

2 

10 

10 

G 

3 

22 

1 

30 

5 

60 

10 

16 

8 

London 

- 

- 

10 

11 

3 

6 

9 

25 

5 

33 

4 

66 

8 

18 

- 

Hartford 

- 

• 

10 

- 

12 

1 

7 

H 

24 

7 

32 

1 

64 

2 

19 

- 

®nd. 

@ 5 d. 

Maximum 

r 

Rye  - 

- 

- 

6 

5 

G 

8 

3 

u 

12 

G 

17 

11 

35 

10 

6 

3 

Rates. 

i 

Hastings 

• 

• 

G 

3 

7 

6 

5 

5 

15 

6 

21 

8 

43 

4 

10 

10 
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South  Eastern  Railway — continued. 


Guano,  Packed  Manure,  Fruit,  Hops,  Meat,  Dead  Poultry,  Agricultural  Implements,  &c. — cont^. 


Guano,  and  Packed 
Manure. 

Amount 

at  l^d.  per 
Ton, 
per  Mile. 

Fruit,  Hops, 
Meat, 

Dead  Poultry, 
and 

Agricultural 

Implements. 

Asparagus, 

and 

Dead  Game. 

Furniture. 

Maximum 
Rate  for 
any 

Class  of 
Goods. 

Over 

Two  Tons. 

Under 
Two  Tons. 

From  Dover 

Per  Ton. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

Per  'Ton. 

To 

s. 

d. 

s. 

d. 

5. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s.  d. 

Folkestone  - 

_ 

3 

4 

3 

9 

— 

9 

7 

6 

9 

7 

19 

2 

2 — 

Westenlianger 

. 

- 

5 

- 

5 

5 

1 

G 

1 1 

3 

16 

8 

33 

4 

4 - 

Pliickley 

- 

- 

6 

3 

7 

6 

3 

3 

15 

5 

21 

3 

42 

6 

8 8 

r 

Canterbury 

. 

- 

5 

- 

6 

3 

4 

41 

12 

1 

17 

1 

34 

2 

11  8 

1 

Stapleliurst  - 

- 

- 

7 

1 

9 

2 

4 

17 

11 

24 

7 

49 

2 

11  8 

Tunbridge  - 

- 

- 

8 

4 

10 

5 

5 

10^ 

20 

10 

27 

4 

55 

10 

15  8 

f 

Ramsgate  - 

• 

• 

7 

6 

9 

2 

6 

18 

4 

27 

6 

56 

— 

17  - 

1 

Penshurst  - 

- 

- 

9 

2 

11 

3 

6 

H 

22 

1 

30 

5 

60 

10 

17  - 

/ 

Robertsbridge 

. 

10 

- 

12 

6 

7 

6 

24 

7 

32 

6 

65 

- 

20  - 

1 

Halstead 

- 

- 

9 

7 

12 

1 

7 

G 

23 

9 

27 

11 

55 

10 

20  - 

Gravesend  - 

_ 

• 

11 

3 

13 

4 

8 

4 

2G 

8 

35 

10 

71 

8 

23  4 

London 

- 

- 

10 

- 

11 

3 

9 

3 

2G 

8 

3G 

8 

73 

4 

24  8 

Partly  ( 

Ham  Street 

6 

3 

7 

1 

3 

8 

14 

2 

20 

10 

41 

8 

9 1 

Maximum 

Rates 

Appledore  - 

- 

- 

6 

3 

7 

6 

4 

4 

15 

— 

21 

8 

43 

4 

10  4 

and  partly 

Rye  - 

. 

- 

7 

1 

8 

4 

5 

4 

13 

10 

22 

6 

45 

— 

12  5 

Tolls. 

Hastings 

■ 

8 

4 

10 

5 

8 

11 

20 

10 

28 

4 

56 

8 

17  10 

From  Bricklayers’ Arms 

To 

Bromley 

- 

- 

3 

9 

4 

7 

1 

3 

7 

11 

11 

3 

22 

6 

3 4 

Caterbam  - 

- 

- 

4 

o 

5 

5 

2 

3 

10 

10 

16 

3 

32 

6 

6 - 

Sevenoaks  - 

- 

- 

6 

3 

7 

11 

2 

6 

12 

1 

17 

11 

35 

10 

6 8 

Redhill 

- 

. 

4 

o 

5 

- 

2 

n 

10 

10 

10 

10 

21 

8 

7 - 

Tunbridge  - 

- 

- 

7 

11 

9 

7 

3 

G 

18 

9 

25 

5 

15 

8 

9 4 

Strood 

- 

- 

5 

5 

6 

8 

3 

n 

13 

4 

15 

10 

31 

8 

9 8 

Dorking 

- 

- 

5 

5 

6 

8 

3 

75 

12 

1 

12 

6 

25 

- 

9 8 

Yalding 

- 

- 

7 

11 

9 

2 

4 

G 

18 

4 

24 

7 

49 

2 

12  - 

Guildford  - 

- 

- 

• 7 

6 

8 

4 

5 

1 3 

11 

8 

16 

8 

33 

4 

13  8 

Maidstone  - 

- 

- 

5 

5 

6 

8 

5 

H 

13 

4 

20 

- 

40 

- 

13  8 

Ashford 

. 

. 

10 

- 

11 

3 

G 

9 

25 

5 

33 

4 

66 

8 

18  - 

Reading 

- 

- 

8 

4 

10 

- 

8 

4i 

15 

10 

24 

2 

48 

4 

22  4 

Canterbury  - 

- 

- 

9 

7 

1 1 

3 

8 

6 

27 

1 

35 

10 

71 

8 

22  8 

Whitstable  - 

- 

- 

9 

7 

11 

3 

9 

3 

9 

7 

31 

8 

63 

4 

24  8 

Ramsgate  - 

- 

- 

9 

7 

1 1 

3 

10 

6 

20 

5 

32 

6 

65 

- 

28  - 

Margate 

- 

- 

9 

7 

11 

3 

11 

- 

19 

7 

31 

8 

63 

4 

29  4 

Orpington  - 

4 

2 

5 

5 

1 

6 

10 

10 

15 

10 

31 

8 

4 - 

Hildenborougli 

- 

- 

7 

1 

8 

9 

3 

H 

15 

10 

22 

6 

45 

- 

8 4 

Edenbridge 

- 

- 

7 

1 

7 

1 1 

3 

101 

IG 

3 

22 

1 

44 

2 

10  4 

Paddock  Wood 

- 

- 

7 

11 

9 

2 

4 

H 

18 

4 

24 

7 

49 

2 

11  - 

Snodland 

- 

. 

6 

3 

7 

1 

4 

14 

2 

19 

2 

38 

4 

11  9 

Wadhurst  - 

- 

- 

9 

2 

10 

10 

4 

71 

21 

3 

29 

7 

69 

2 

12  3 

Staplehurst  • 

- 

- 

9 

2 

10 

- 

5 

19 

7 

25 

10 

51 

8 

13  4 

Battle 

- 

- 

10 

10 

12 

11 

6 

9 

25 

10 

33 

4 

66 

8 

18  - 

Hastings 

- 

. 

11 

3 

13 

4 

7 

7 1 

28 

4 

29 

2 

58 

4 

20  4 

Rve  • 

- 

- 

10 

10 

13 

4 

8 

9 

28 

4 

37 

6 

75 

- 

23  4 

Dover 

- 

- 

10 

11 

3 

9 

4i 

26 

8 

36 

8 

73 

4 

25  - 

C 2 
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Appendix,  No.  4. 


PAPER  handed  in  by  Mr.  Alexander  Copeland,  24  March  1881. 


CALEDONIAN  RAILWAY. 


RATES  for  Carriage  of  Goods  from  Montrose,  as  in  Rates  Book,  18  March  1881, 
and  Rates  paid  by  the  Aberdeen  Commercial  Company. 


Mileage. 

Rates 

Book, 

RATES 

Payable  by  the 

Aberdeen  Commercial 
Company. 

Packed 

Manures, 

Grain. 

Packed 

Manures. 

Grain. 

Between  Montrose 

and 

Dubton  _ - - - - 

3-0 

s.  d. 

1 3 

s,  d, 

1 3 

S.  d. 

- 5 

s.  d. 

~ 7 

Brechin  . - - - - 

9-o9 

2 6 

2 6 

1 3 

1 11 

Guthrie  ...  - - 

14-11 

3 9 

3 9 

1 10 

2 10 

Arbroath  . - - - - 

21-37 

4 6 

4 6 

3 4 

3 9 

Laurencekirk  ■ . - - 

11-52 

3 - 

3 - 

1 6 

2 3 

Stonehaven  . - - - 

26-6 

5 10 

5 10 

3 3 

5 1 

Aberdeen  . - - 

42*24 

8 4 

1 

8 4 

6 4 

7 10 

Tlie  above  Rates  are  per  Ton  per  Mile. 
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Appendix,  No.  5. 


PAPER  handed  in  by  Mr.  Rowlandson,  24  March  1881. 


RAILWAY  CHARGES. 


14  March  1881. 

1.  Cattle  Rate. — Newcastle  to  Manchester. 


Small  Waggon. 

Medium  Waggon. 

Foreign  Cattle  - 

• 

. 

£.  s.  d. 

2 4 3 

£.  s.  d. 

2 9 9 

English  Cattle  - 

- 

- 

- 

3 7 - 

3 13  6 

17  February  1880. 

2.  Sheep  Rate. — Newcastle  to  Manchesteh. 


Small 

Waggon. 

Medium. 

Large. 

Foreign  Sheep 

• 

£.  s.  d. 

2 4 3 

£.  s.  d, 

2 9 9 

£.  s.  d. 

2 19  3 

English  Sheep 

- 

- 

2 14  - 

3 - - 

3 5 9 

9 June  1880, 

3.  Cattle  Rate. — Newcastle  to  Wakefield. 


7 Imported  Cattle  in  small  Waggon 

• 

£.  s.  d. 

Ill  6 

7 English  Cattle  in  small  Waggon  - 

- 

- 

2 12  - 

4.  The  Carriage  of  Barley. 


2 December  1880. 


Foreign. 

Home 

Grown. 

From  West  Hartlepool 

2 Tons. 

4 Tons. 

2 Tons. 

4 Tons. 

To 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

Mirfield  - - - - 

10  - 
per  ton. 

8 9 

18  4 

10  10 

Elland  ...  - 

10  10 

8 9 

18  4 

No  rate  quoted. 

5.  From  Darlington  to  Mirfield  is  12  s.  Q d.  per  ton  in  4 ton  loads. 


From  Darlington  to  Wakefield  is  10  s.  10  c?.  per  ton  in  4 ton  loads. 


c 3 
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6.  The  Carriage  of  Grain. 


4 December  1380. 


Imported. 

English. 

From  Tyne  Dock,  Newcastle, 

To 

4 Tons. 

2 Tons. 

4 Tons. 

2 Tons. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

Darlington  ----- 

5 - 

5 10 

- 

6 8 

York  ------ 

- 

7 6 

10  - 

11  8 

Richmond  ----- 

7 6 

8 4 

. 

9 2 

Bishop  Auckland  - - - - 

5 - 

5 6 

- 

6 3 

Barnard  Castle  - - - - 

7 11 

8 4 

8 4 

26  February  1880. 


7.  The  Carriage  of  Grain  from  the  undermentioned  places  to  South  Dock,  Sunderland,  or  to 

Seaham,  the  rate  is  10  s.,  viz.,  to — ■ 


Leeds, 

Brough, 

Driffield, 

Staddlethorpe, 

Fimber, 

Riccall, 

Malton, 

but  from  Hull  to  Tyne  Dock,  Newcastle,  it  is  8 s.  id. 


8.  The  Carriage  of  Oil  Cake  from  Newcastle  to  Darlington. 
Imported  Cake  in  4 ton  loads  is  5 s.  10  d.  per  ton. 
Home-made  Cake  in  4 ton  loads  is  6 s.  8 d.  per  ton. 


The  Charge  for  a Truck  of  Grazing  Steers. 


December  1880. 


From — 

Darlington  to  Berwick-on-Tweed  - - , 

Barnard  Castle,  vid  Darlington,  to  Berwick-on  Tweed 
Kirkby  Stephen,  vid  Darlington,  to  Berwick-on  Tweed 
Kirk  by  Thore,  vid  Darlington,  to  Berwick-on-Tweed 
Tebay,  vid  Darlington,  to  Berwick-on-Tweed  - 

Richmond,  vid  Darlington,  to  Berwick-on-Tweed  - 


About  10*  miles 
About  122  ,, 

About  145  „ 

About  160  „ 

About  167  ,. 

About  122  „ 


£.  s.  d. 

2 116 
2 6 9 

2 6 9 

2 6 9 

2 6 9 

3 1 - 

or 

3 3- 


North  Eastern  Eailway — Darlington  Section. 


Rates  per  Ton  in 

From  Marsk 

2 Ton  Lots, 
per  Goods’  Trains. 

Distance  in  Miles. 

To 

s.  d. 

Darlington  - - - 

- 

5 8 

26 

Stockton  - - - 

- 

4 - 

16 

Barnard  Castle  - 

- 

8 4 

42 

Kirkby  Stephen  - 

- 

10  10 

65 

York  - - - - 

- 

10  5 

62 

Northallerton 

6 8 

31 

Live  Stock  in  Medium  Waggons. 

Cattle. 

Sheep. 

Distance  in  Miles. 

£.  s,  d. 

£.  *•. 

d. 

Newcastle  - - - 

- 

112  - 

1 6 

- 

67 

Northallerton 

• 

- 19  3 

- 19 

3 

31 
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Appendix,  No.  6. 


PAPER  handed  in  by  Mr.  Henry  Harrison,  7 April  1881. 


FREIGHT  CHARGES  TO  AND  FROM  BLACKBURN,  DARWEN, 

CLITHEROE,  &c. 


Commodity. 

Liverpool. 

Manchester. 

Distance 

from 

Liverpool. 

Distance 

from 

Manchester. 

BLACKBURN : 

Cotton  ... 

11  5.  \0d.  per  ton,  fetched 
and  delivered. 

- 

35  miles. 

— 

Cotton  Cloth 

- 

10  s.  10  d.  per  ton,  fetched 
and  delivered. 

- 

24 1 miles. 

Cotton  Skips 

- 

- ditto  . . - 

- 

- ditto. 

Corn  (Corn) 

8s.  id.  per  ton,  in  4-ton 
lots,  fetched  only. 

- 

35  miles. 

— 

„ (Flour)  - 

7 s.  6 d.  per  ton,  in  4-ton 
lots,  fetched  only. 

— 

BURNLEY ; 

Cotton  ... 

13  s.  6 5?.  per  ton,  fetched 
and  delivered. 

- 

46  miles. 

— 

Cotton  Cloth 

- 

10  s.  10  d.  per  ton,  fetched 
and  delivered. 

- 

27|  miles. 

Cotton  Skips 

. 

- ditto  ... 

- 

- ditto. 

Corn  - - . 

9 s.  6 d.  per  ton,  in  4-ton 
lots,  fetched  only. 

- 

46  miles. 

— 

Coal  ... 

8 s.  6d.  per  ton,  station  to 
station,  in  consignor’s 
trucks. 

2 s.  8 d.  per  ton,  station  to 
station,  in  consignor’s 
trucks. 

- ditto 

27^  miles. 

PRESTON  : 

Cotton  - - - 

10  s,  per  ton,  fetched  and 
delivered. 

- 

28|  miles. 

— 

Cotton  Cloth 

- 

12  s.  Qd.  per  ton,  fetched 
and  delivered. 

- 

30|  miles. 

Cotton  Skips 

- 

- ditto 

- 

- ditto. 

Corn  - . - 

7 s.  per  ton,  in  4-ton  lots, 
fetched  only. 

- 

28J  miles. 

— 

c 4 
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Freight  Charges  to  and  from  Blackburn,  Darwen,  Clitheroe,  See. — continued. 


Commodity. 

Liverpool. 

Manchester. 

Distance 

from 

Liverpool. 

Distance 

from 

Manchester. 

DAllWEN: 

Cotton  ... 

1 1 5.  per  ton,  fetched  and 
delivered. 

- 

S7  miles. 

— 

Cotton  Cloths  - 

- 

10  s.  per  ton,  fetched  and 
delivered. 

- 

20  miles. 

Cotton  Skips 

- 

- ditto  ... 

- 

- ditto. 

CLITHEROE: 

Cotton  - - . 

13  d.  4 d.  per  ton,  fetched 
and  delivered. 

- 

45|  miles. 

— 

Cotton  Cloth 

- 

13  s.  4(7.  per  ton,  fetched 
and  delivered. 

- 

35  miles. 

Cotton  Skips 

. 

- ditto  - - . 

- 

- ditto. 

Paper  - - - 

12  s.  Q d.  per  ton 

1 1 s.  8 (7.  per  ton 

45J  miles  - 

- ditto. 

PADIHAM: 

Cotton  - - - 

14  s.  6d.  per  ton,  fetched 
and  delivered. 

- 

43  miles. 

— 

Cotton  Cloth 

- 

11s.  10  (7.  per  ton,  fetched 
and  delivered. 

- 

32  miles. 

Cotton  Skips 

- 

- ditto  ... 

- 

• ditto. 

ACCRINGTON: 

Cotton  . - - 

13  s.  4(7.  per  ton,  fetched 
and  delivered. 

- 

40  miles. 

— 

Cotton  Cloth 

- 

10  s.  10  (7.  per  ton,  fetched 
and  delivered. 

- 

32  miles. 

Cotton  Skips 

- 

10  s.  per  ton,  fetched  and 
delivered. 

- 

- ditto. 

Corn  - . - 

8 s.  9 d.  per  ton,  fetched 
only  (in  4-ton  lots). 

- - - - 

40  miles. 

— 
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Appendix,  No.  7* 


PAPER  put  In  by  Mr.  Muspratt,  and  referred  to  in  Question  3001. 


Tolls  Charged  for  Coal  from  Neston  Colliery  to  Stations  on  the  Birkenhead 

Railway. 


S T A T I O N S 

ON  THE 

BIRKENHEAD  RAILWAY. 


Distance 

from 

Parkgate. 


Maximum 
Rates, 
per  Act  of 
Parliament, 
less  .1  d.  per 
Ton  for 
Waggon  Hire. 


Rates 
Demanded 
and  Paid  after 
1st  September 
1880,  at 
Expiration  of 
Notice 
Refusing  to 
Carry. 


Tolls 

Offered  by 
London  and 
North  Western 
and  Great 
!Western  Joint 
Companies 
in  January 
1881. 


Parkgate 
Neston  - 
Hadlow-road 
Hooton 
Bromboro’  - 
Spital  - 
Bebington 
Rock  Ferry  - 
Grange  Lane 
Birkenhead  Docks 


Miles. 

i 

3 

4^ 

6 

^3 

10 

11 

12 


Per  Ton. 

s.  d. 

- 3 

- 3 

- 3 

- 3 

- 3 

- 41 

- 

- 7 

- 8 
- 9 


Per  Ton. 

s.  d. 

- 9 

- 9 

- 9 

- 9 


11 


Per  Ton. 

s.  d. 

- 6 

- G 

- 9 

- 9 

- 9 

- 11 
1 - 
1 - 

1 - 


Ledsliam 

Capenhurst  ------- 

Mollington  ------_ 

Chester 

Sutton  -------- 

Helsby  -------- 

Ellesmere  Port  Station  - - - - - 

Ellesmere  Docks,  including  tolls,  exclusive  of 
tipping. 


0 

8 

10 

13 

6 

13 

8 


- 3 

- 5 

- 7 

- 10 

- 3 

- 10 
- 

--  5 


- 9 

- lOj 
1 -i 
1 3| 

- 9^ 

1 

- IQ 

1 


- 9 

- 10 
1 - 
1 3 

- 9 
1 4 

- 11s 
1 2 


Ince  -------- 

Dunham  Hill  ------ 

Frodsham  ------- 

Halton  -------- 

Sutton  Dock,  including  hauling,  exclusive 
of  branch  tolls  and  tipping. 


11 

16 

16 

17| 

16i 


- 8 
1 1 
1 1 

1 2| 
1 Q 


1 2| 

1 7 

1 7 

1 8.f 
1 8i 


1 2 
1 6 
1 6 

1 8| 
1 8| 


Miles. 

Railway 

Dues. 

Dock 

Dues. 

Tipping. 

Total, 
Free  on 
Board. 

5.  d. 

s d. 

«.  d. 

s.  d. 

Charges  for  shipment  from  district  of  Wigan 
to  Garston. 

22  to  30 

1 - 

— o 

- 3 

1 5 

Charges  for  shipment  from  Parkgate  to  Bir- 
kenhead. 

• 12 

1 - 

- 2 

- 5 

1 7 

Charges  for  shipment  from  Parkgate  to  Elles- 
mere Port. 

8 

1 2 

3 

1 5 

0.54, 
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Appendix.  No.  8. 


PAPERS  handed  in  by  Mr.  G.  H.  Simmonds,  2 May  1881. 


STATEMENT  showing  the  Class  Rates  charged  by  the  Great  Northern  Railway 

also  the  Exceptional  Rates 


CLASS  RATES  PER  TON. 

Distance 

in 

Miles  from 

York. 

STATIONS. 

Mineral 

Class. 

In 

Quantities 
of  not 

Special 

Class. 

In 

Quantities 
of  not 

First 

Class. 

Second 

Class. 

Third 

Class. 

Fourth 

Class. 

Fifth 

Class. 

y 

less  than 
Four  Tons. 

less  than 
Two  Tons. 

In  Quantities  exceeding  500  lbs. 

32 

1 

LOCAL. 

Wakefield 

s.  s. 

«.  d. 

4 2 

1 

s.  s. 

s»  d. 

8 4 

C.  D. 

s.  d. 

13  4 

C.  D. 

s.  d. 

16  8 

C.  D. 

s,  d, 

21  8 

C.  D. 

s.  d. 

29  2 

C.  D. 

s.  d. 

40  - 

1 

34 

Doncaster 

- 

- 

1 

7 6 

12  6 

16  8 

20  - 

25  - 

35  - 

2 

37 

Batley  - . - 

- 

- 

5 - 

8 4 

13  4 

16  8 

20  - 

23  4 

28  4 

3 

42 

Bradford 

- 

- 

5 -- 

8 4 

13  4 

16  8 

20  - 

23  4 

28  4 

4 

50 

Halifax 

- 

5 5 

10  - 

15  - 

18  4 

21  8 

26  8 

33  4 

5 

70 

Lincoln 

- 

- 

11  8 

17  6 

21  8 

27  6 

36  8 

50  - 

6 

84 

Grantham 

- 

- 

12  6 

20  10 

26  8 

32  6 

46  8 

60  - 

7 

93 

Melton  Mowbray  - 

- 

- 

- 

16  8 

31  8 

38  4 

47  6 

63  4 

95  - 

8 

102 

Boston  - - - 

- 

- 

- 

12  6 

20  10 

26  8 

32  6 

46  8 

60  - 

9 

102 

Ilkeston 

- 

- 

- 

12  6 

25  - 

30  - 

37  6 

50  - 

75  - 

10 

105  * 

Stamford 

- 

- 

- 

15  - 

22  6 

28  4 

34  2 

49  2 

65  - 

11 

no 

Alford  . - . 

- 

- 

- 

15  - 

23  4 

29  2 

35  - 

50  - 

65  - 

12 

111 

Derby  - - - 

• 

- 

- 

11  8 

19  2 

25  - 

30  - 

41  8 

55  - 

13 

113 

Peterborough 

- 

- 

- 

15  - 

23  4 

29  2 

35  - 

50  - 

65  - 

14 

115 

Spalding 

- 

- 

- 

15  - 

23  4 

29  2 

35  - 

50  - 

65  - 

15 

126 

Ramsey 

- 

- 

- 

16  8 

26  8 

32  6 

38  4 

56  - 

70  - 

16 

135 

Northampton 

- 

- 

10  6 

16  8 

25  10 

30  10 

37  6 

50  - 

60  - 

17 

157 

llitchin- 

- 

- 

- 

18  4 

30  - 

35  - 

43  4 

60  - 

75  - 

18 

162 

Baldocl^ 

- 

- 

- 

20  10 

31  8 

40  - 

48  4 

70  - 

100  - 

19 

189 

London  - - - 

- 

- 

- 

20  - 

33  4 

40  - 

50  - 

66  8 

75  - 

20 

191 

Dunstable 

- 

- 

1 

20  - 

33  4 

45  - 

50  - j 

C6  8 

80  - 

21 

Notes. — The  charges  in  the  Table  are  for  goods  (uninsured)  conveyed  at  the  Company’s  risk,  except  for  articles  in  the 
niineral  class,  and  hay  and  straw,  which  are  carried  at  the  owners’  risk. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station  to  station,  and  loading  and  unloading,  except  for  articles  in 
the  mineral  class,  and  for  cattle  and  sheep,  which  are  loaded  and  unloaded  by  the  owners. 

C.  1).  signifies  that  the  charges  include  collection  and  delivery,  the  loading  and  unloading  being  also  performed  by  the 
Company. 

The  rates  for  cattle  and  sheep  are  not  given  in  the  Rate  Rooks  sent  to  the  Board  of  1 rade,  bi;t  have  been  supplied  by  the 
Con)pnny.  '1  ho  cattle  station  at  York  being  about  one  mile  north  of  the  goods  station,  the  live  stock  are  carried  a little  farther 
than  tlie  distances  shown  in  this  Table. 
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Appendix,  No.  8. 


PAPERS  handed  in  by  Mr.  G.  H.  Simmonds,  2 May  1881. 


Company  for  the  Carriage  of  Goods  between  York  and  the  undermentioned  Stations,  and 
charged  for  certain  Articles. 


EXCEPTIONAL 

RATES  per  ton. 

Milk 

by 

Passenger 

Trains, 

per 

Gallon. 

Grain. 

Packed  Manure. 

Hay 

and 

Straw. 

Ale. 

CATTLE  AND  SHEEP,* 

In 

Quantities 
of  not 
less  than 
Two  Tons. 

In 

Quantities 
of  not 
less  than 
Four  Tons. 

In 

Quantities 
of  not 
less  than 
Two  Tons. 

In 

Quantities 
of  not 
less  than 
Four  Tons. 

In 

any 

Quantity. 

In 

One  Ton 

Lots. 

In 

Two  Ton 

Lots. 

Small 

Trucks, 

per 

Truck. 

Medium 

Trucks, 

per 

Truck. 

Large 

Trucks, 

per 

Truck. 

s.  s. 

s.  d. 

s.  s. 

s.  d. 

s.  s. 

s.  d. 

s.  s, 

5.  d. 

s.  s. 

C.  D. 

s.  d. 

s.  d. 

s.  d. 

s.  s. 

s. 

S.  8. 

5.  d. 

s.  s, 

s,  d. 

s.  s. 

s.  d. 

1 

6 8 

- 

- 

- 

- 

11  8 

- 

- 

17  - 

19  - 

20  9 

- 

2 

6 8 

- 

- 

5 10 

- 

- 

- 

- 

18  - 

20  9 

23  6 

3 

- 

-- 

- 

.(a) 

- 

- 

- 

- 

- 

- 

- 

- 

4 

- 

- 

- 

-(>') 

- 

- 

- 

- 

19  6 

22  6 

25  6 

- 

5 

- 

- 

- 

-(e) 

- 

- 

- 

- 

23  6 

27  3 

30  9 

- 

6 

10  - 

- 

- 

- 

- 

- 

- 

35  - 

39  6 

46  6 

- 

7 

11  8 

- 

- 

- 

- 

- 

- 

- 

41  9 

47  - 

55  9 

- 

8 

- 

- 

- 

- 

- 

- 

- 

- 

45  6 

51  6 

61  - 

- 

9 

- 

- 

- 

- 

- 

- 

- 

- 

50  - 

56  3 

66  9 

- 

10 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

11 

13  4 

- 

- 

- 

- 

- 

- 

- 

50  - 

56  3 

66  9 

- 

12 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

13 

- 

- 

- 

- 

- 

- 

- 

- 

40  3 

45  6 

54  - 

- 

14 

13  4 

- - 

- 

- 

- 

- 

- 

- 

53  6 

60  6 

69  9 

- 

15 

14  2 

12  6 

- 

- 

- 

- 

- 

- 

54  3 

61  6 

71  - 

- 

16 

15  10 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

17 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

18 

16  8 

- 

- 

- 

- 

- 

- 

- 

73  6 

83  3 

96  3 

- 

19 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

20 

- 

15(e) 

- 

15  - 

- 

23  4 

- 

- 

88  3 

I'OO  - 

115  9 

- 

21 

- 

18  4 1 

- 

- 

-- 

- 

- 

- 

- 

- 

- 

- 

(^)  The  rate  for  shoddy  manure  from  Batley  to  York,  in  quantities  of  not  less  than  four  tons,  is7  s.  6 d.,  s.  s.,  per  ton. 

( ) Tlie  rate  for  nigiit  soil  from  Bradford  to  York,  in  quantities  of  not  less  than  four  tons,  is  4 s.  2 d.,  s.  s.,  per  ton,  if  carried 
in  consignor’s  waggons,  and  4 s.  8 d.,  s.  s.,  per  ton,  if  carried  in  Company’s  waggons. 

(')  Ihe  rate  for  shoddy  manure  from  Halifax  to  York,  in  quantities  of  not  less  four  tons,  is  6«.  8 d.  s.  a.  per  ton. 

(•*)  Ihe  rate  for  packed  maniu'e,  in  quantities  of  not  less  than  three  tons,  is  10s.,  s.  s.,  per  ton. 

(«)  The  rate  for  flour,  in  quantities  of  not  less  than  four  tons,  is  13  s.  4 d.,  s.  s.,  per  ton. 
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APPENDIX  TO  REPORT  FROM  THE 


STATEMENT  showing  the  Class  Rates  charged  by  the  Great  Northern  Railway 

and  also  the  Exceptional  Rates 


CLASS  RATES  PER  TON. 

in 

Mineral 

Special 

Miles  from 

Class. 

Class. 

First 

Second 

Third 

Fourth 

Fifth 

ST  ATI  ON 

s. 



— 

Hun- 

In 

In 

Class. 

Class 

Class. 

Class. 

Class. 

Quantities 

Quantities 

tingdoii. 

of  not 

of  not 

less  than 

less  than 

Four  Tons. 

Two  Tons. 

In  Quantities  exceedin 

g 500  lbs. 

6.  S. 

s.  s 

C.  D. 

C.  D 

C.  D. 

C.  D. 

C.  D. 

LOCAL. 

d. 

d. 

S.  d. 

s. 

ri. 

s.  d. 

S. 

S. 

S. 

d. 

S, 

d. 

18 

Biggleswade  - 

- 

N.  C. 

2 9 

4 

9 

11  8 

12 

6 

14 

2 

16 

8 

20 

- 

1 

34 

Stamford 

- 

- 

C. 

3 9 

6 

9 

14  2 

15 

- 

17 

6 

23 

4 

23 

4 

2 

41 

Hatfield 

- 

N. 

C. 

4 8 

8 

- 

15  10 

17 

6 

21 

8 

25 

10 

30 

10 

3 

47 

Grantham 

- 

N. 

c. 

6 1 

8 

9 

17  1 

18 

4 

23 

4 

27 

6 

33 

4 

4 

59 

London 

- 

- 

c. 

5 10  (=’) 

11 

8 

17  6 

21 

8 

25 

- 

32 

6 

40 

- 

5 

62 

Sleaford 

- 

N.  C. 

5 8 

10 

- 

17  11 

20 

- 

24 

2 

30 

- 

38 

4 

6 

69 

Melton  Mowbray 

- 

- 

c. 

5 10 

10 

- 

15  10 

19 

2 

23 

4 

27 

6 

33 

4 

7 

80 

Retford 

- 

- 

c. 

6 8 C^) 

12 

6 

19  2 

21 

8 

25 

- 

32 

6 

44 

2 

8 

82 

Louth  - 

- 

N. 

c. 

6 8 

12 

6 

21  3 

22 

6 

27 

6 

35 

10 

47 

6 

9 

87 

Gainsborough 

- 

- 

c. 

0 11 

14 

2 

21  3 

22 

6 

27 

6 

35 

10 

47 

6 

10 

99 

BuTon 

- 

- 

C. 

- 

11 

8 

20  - 

22 

6 

27 

6 

33 

4 

40 

- 

11 

118 

M akcfield 

- 

- 

c. 

9 2 

15 

10 

25  - 

30 

- 

36 

8 

45 

- 

55 

- 

12 

120 

0-isett  - 

- 

N. 

c. 

10  - 

16 

8 

23  10 

31 

8 

37 

6 

45 

- 

55 

- 

13 

123 

Dewsbury 

- 

- 

c. 

10  - 

10 

8 

25  10 

31 

8 

37 

6 

45 

- 

55 

- 

14 

133 

Bradford 

" 

“ 

c. 

10  - 

17 

6 

26  8 

32 

6 

38 

4 

46 

8 

55 

15 

FOREIGN. 

107 

Reading 

. 

- 

- 

15 

- 

25  - 

30 

- 

36 

8 

45 

- 

55 

- 

16 

114 

Barnsley 

- 

- 

- 

9 2 

15 

- 

22  6 

26 

8 

33 

4 

41 

8 

50 

- 

17 

123 

Canterbury  - 

- 

- 

- 

- 

20 

- 

28  4 

33 

4 

42 

6 

60 

10 

77 

6 

18 

129 

Hastings 

- 

- 

- 

- 

20 

- 

30  - 

35 

- 

45 

- 

GO 

- 

71 

8 

19 

137 

Portsmouth  - 

- 

- 

- 

- 

21 

8 

30  10 

38 

4 

46 

8 

57 

6 

70 

- 

2G 

161 

Warrington  - 

- 

- 

• 

- 

18 

4 

26  8 

31 

8 

40 

- 

55 

- 

65 

- 

21 

173 

Darlington  - 

- 

- 

■ 

- 

20 

- 

36  8 

45 

- 

53 

4 

71 

8 

90 

- 

22 

178 

Liverpool 

- 

- 

- 

12  6 

18 

4 

26  8 

31 

8 

40 

- 

55 

- 

70 

- 

25 

190 

Hartlepool  - 

- 

- 

- 

■ 

21 

8 

33  4 

41 

8 

50 

- 

70 

- 

85 

- 

24 

229 

Morpeth 

- 

- 

- 

. 

26 

8 

41  8 

51 

8 

61 

8 

85 

- 

110 

- 

25 

272 

Carlisle 

- 

- 

- 

- 

26 

8 

35  - 

43 

4 

55 

- 

75 

- 

85 

- 

26 

278 

Berwick 

■ 

28 

4 

42  6 

52 

6 

65 

10 

90 

110 

27 

337 

. Edinburgh  - 

31 

8 

40  - 

60 

63 

4 

93 

4 

115 

28 

883 

j Glasgow 

- 

- 

- 

- 

31 

8 

40  - 

60 

- 

63 

4 

93 

4 

115 

- 

29 

392 

Dundee 

- 

- 

- 

- 

35 

- 

41  8 

61 

8 

68 

4 

95 

- 

120 

- 

30 

47G 

Aberdeen 

- 

- 

- 

1 ■ 

35 

- 

45  - 

66 

8 

73 

4 

100 

- 

125 

- 

31 

518 

Elgin  - 

- 

" 

- 

■ ■ 

40 

“ 

51  8 

65 

“■ 

83 

4 

115 

140 

32 

Tho  charges  in  the  Table  are  for  goods  (uninsured),  conveyed  at  the  Company’s  risk,  except  for  articles  in  the  mineral 
class  and  hay  and  straw,  which  are  carried  at  the  owners’ risk. 

S S.  si‘’'nifies  that  the  charges  are  for  conveyance  from  station  to  station,  and  loading  and  unloading,  except  for  articles  in  the 
mineral  class,  and  for  cattle  and  sheep,  which  are  loaded  and  unloaded  by  the  owners. 

C.  D.  signilics  that  the  charges  include  collection  and  delivery,  the  loading  and  unloading  being  also  performed  by  the 


Company.  . . 

C.  signifies  that  the  station  is  a competitive  station, 

N.  C.  sicnifies  that  the  station  is  a non-competitive  station. 


(“)  The  rate  for  stable  manure,  in  quantities  of  not  less  than  four  tons,  is  4 s.  G d.,  s.  s.,  per  ton. 

(It ')  The  rate  for  grain,  in  quantities  of  not  less  than  four  tons,  is  8 s.  4 rf.,  S.S.,  per  ton.  , c,/  ==  r-o,- inr. 

^ The  rate  for  imported  grain  from  London  to  Huntingdon,  in  quantities  of  not  less  than  ^0 ‘0"=.  >9  7^-  ® 

The  rate  for  impoited  grain  from  London  to  Huntingdon,  m quantities  of  not  less  than  20  tons,  is  6 s.  8 d.,  s.  s.,  pei  to 
a r,  - a i-if*  1/icc  ♦Imn  fivp  tnns.  IR  fi  S..  S.  S..  DCr  ton. 


ineiaio  lor  imiJUUcu  f — -1 

The  rate  for  flour,  in  quantities  of  not  less  than  five  tons,  is  6 5.,  s.  s.,  per  ton. 

The  rate  for  floui-,  in  quantities  of  not  less  than  four  tons,  is  7 s.  4 d.,  s.  s.,  per  ton. 
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Company  for  the  Carriage  of  Goods  between  Huntingdon  and  the  undermentioned  Stations 
charged  for  certain  Articles. 


EXCEPTIONAL  RATES 

PER  TON. 

CATTLE  AND  SHEEP. 

Milk  by  Passenger  Train, 

per  Gallon  ("). 

Grain. 

Packed 

Manure. 

II  ay 

and 

Straw. 

Ale. 

In 

Quantities 
of  not 
less  than 
Two  Tons 

In 

Quantities 
of  not 
less  tlian 
Four  Tons 

In 

Quantities 
of  not 
less  than 
Two  Tons 

In 

Quantities 
of  not 

1 less  than 
Four  Tons 

i 

In 

any 

Quan- 

tity. 

In 

One  Ton 

Lots. 

In 

i wo  Ton 

Lots. 

Small  Trucks, 

per  Truck. 

Medium 

Trucks, 

per  Truck. 

large  Trucks, 

per  Truck. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

3.  S. 

s.  s. 

s 

s. 

s 

s. 

s,  d. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

d. 

4 7 

4 2 

- 

4 - 

8 3 

- 

- 

- 

10  - 

11  6 

13  - 

1 

- 

- 

- 

0 8 

12  11 

- 

- 

- 

18  - 

21  - 

23  9 

-3. 

- 

- 

7 1 

- 

15  - 

- 

- 

- 

21  6 

25  - 

23  6 

1 

- 

- 

- 

7 4 

16  9 

- 

- 

- 

24  6 

28  6 

32  6 

1 

- 

_(b) 

10  - 

9 2 

19  2 

- 

- 

12  G 

29  3 

33  - 

39  3 

1 

- 

- 

- 

8 G 

18  0 

- 

- 

- 

30  9 

34  9 

41  - 

1 

“ 

- 

- 

- 

- 

- 

- 

- 

2 

) 6 

31  - 

35  8 

1 

- 

10  10 

- 

10  4 

- 

- 

- 

- 

39  6 

44  6 

52  6 

1 

“ 

- 

- 

10  6 

- 

- 

- 

- 

40  3 

45  6 

54  - 

1 

- 

- 

- 

10  8 

- 

- 

- 

- 

42  9 

48  3 

57  3 

H 

-(d) 

- 

- 

- 

- 

12  6 

- 

- 

- 

_ 

1 

- 

13  4 

- 

- 

- 

- 

- 

- 

54  9 

62  - 

71  9 

H 

- 

15  - 

- 

- 

- 

- 

- 

- 

56  - 

63  6 

73  6 

- 

15  - 

- 

- 

- 

- 

- 

- 

57  6 

65  - 

75  3 

n 

15  - 

(>2  - 

70  3 

81  6 

12  6(“) 

- 

14  2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

; No  rates  at 

present  in  fore 

3, 

- 

- 

16  8 

- 

- 

- 

- 

- 

- 

71  3 

80  9 

93  6 

- 

17  6 

- 

- 

- 

- 

- 

- 

15  - 

- 

_(h) 

- 

- 

- 

- 

- 

17  6 

- 

- 

- 

- 

- 

- 

- 

23  4 

- 

- 

- 

- 

- 

- 

) No  rates  at 

present  in  force 

- 

- 

24  2 

- 

- 

- 

- 

- 

- 

- 

23  4 

- 

- 

- 

- 

- 

- 

J 

Cattle. 

Sheep. 

Cattle. 

Sheep. 

Cattle. 

Sheep. 

(“) 

("') 

(“) 

(“) 

(■“) 

(n.) 

.V,  d. 

s.  d. 

s.  d. 

d. 

s.  d. 

s.  d. 

- 

28  4 

- 

- 

- 

- 

- 

- 

148  - 

134  - 

162  - 

148  - 

190  - 

176  - 

- 

- 

29  2 

- 

- 

- 

- 

- 

- 

150  9 

136  6 

165  - 

150  9 

193  6 

170  3 

- 

- 

30  10 

- 

- 

- 

- 

- 

- 

173  - 

156  6 

189  3 

173  - 

222  - 

205  9 

- 

- 

32  0 

- 

- 

- 

- 

- 

- 

201  - 

182  - 

220  - 

201  - 

258  - 

239  - 

- 

- 

- 

- 

- 

- 

1 

201  - 

184  3 

220  - 

205  9 

258  - 

248  9 

- 

1 

2 

3 

4 

5 
G 

7 

8 
9 

10 

11 

12 

13 

14 

15 


16 

17 

18 

19 

20 
21 
22 

23 

24 

25 

26 
27 


28 

29 

30 

31 

32 


('J  The  rate  for  stable  manure,  in  quantities  of  not  less  than  four  tons,  is  6 s.  6 d.,  s.  s.,  per  ton. 

(>i)  The  rate  for  malt  and  barley,  in  any  quantity,  is  9s.  6 d.,  s.  s.,  per  ton. 

(®/  The  rate  for  flour,  in  quantities  of  not  less  than  four  tons,  is  10  s,  10  d.,  s.  s.,  per  ton. 

(f)  The  rates  for  Liverpool  do  not  include  collection  or  delivery  at  that  place,  except  in  certain  cases  for  grain.  If  the  grain  is 
collected  by  the  company  the  rate  varies  from  15 «.  6d.  to  15  s.  10  cf.  per  ton,  according  to  the  docks  or  places  from  wh’ch  it  is 
collected. 

(**)  The  rate  for  packed  manure,  in  quantities  of  not  less  than  three  tons,  is  15  s.,  s.  s.,  per  ton. 

("’)  These  rates  are  not  in  the  Rate  Book  sent  to  the  Board  of  Trade,  but  have  been  supplied  by  the  Company. 

(“)  There  is  a minimum  charge  for  the  carriage  of  milk,  varying  from  6 rf.  to  1 s.,  according  to  distance. 
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APPENDIX  TO  EEPORT  EEOM  THE 


STATEMENT  showing  the  Class  Rates  charged  by  the  Great  Northern  Railway 

also  the  Exceptional  Rates 


Distance 

in 

CLASS  rates  PER 

TON. 

QT 

Mineral 

Class. 

Special 

Class. 

First 

Second 

Third 

Fourth 

Fiftli 

Miles  from 

Newark. 

In 

Quantities 
of  not 

In 

Quantities 
of  not 

Olass* 

\ .. 

Class. 

Class. 

Class. 

Class. 

A 

less  than 
Four  Tons. 

less  than 
Two  Tons. 

In  Quantities  exceeding  500  lbs. 

15 

LOCAL. 

Grantham 

N.  C. 

s. 

s. 

2 

s. 

d. 

6 

s.  s. 

5.  d. 

4 - 

c. 

10 

D. 

d. 

5 

c. 

s, 

11 

D. 

d. 

8 

c. 

s. 

12 

D. 

d. 

6 

C,  D. 

5.  d. 

15  - 

c. 

s, 

17 

n. 

d. 

6 

1 

23 

Nottingham  - 

- 

- 

C. 

2 

8 

3 7 

8 

9 

10 

- 

11 

8 

15  - 

20 

- 

2 

31 

Lincoln 

- 

C. 

2 

8 

3 4 

8 

9 

10 

- 

11 

8 

15  - 

20 

- 

3 

36 

Doncaster  - 

-■ 

- 

c. 

4 

3 

7 11 

15 

- 

16 

8 

20 

- 

25  - 

28 

4 

4 

38 

Boston 

- 

- 

N.  C. 

4 

5 

7 9 

15 

- 

16 

8 

19 

2 

24  2 

28 

4 

5 

40 

Hallaton 

- 

- 

N.  C. 

4 

7 

8 - 

15 

- 

16 

8 

19 

2 

24  2 

28 

4 

6 

42 

Derby  - 

- 

- 

C. 

3 

10 

5 10 

11 

8 

13 

4 

16 

8 

20  - 

25 

- 

7 

44 

Peterborough 

- 

- 

c. 

4 

11 

8 9 

15 

10 

17 

6 

21 

8 

25  10 

31 

8 

8 

61 

Louth  - 

- 

- 

N.  C. 

5 

8 

10  - 

17 

11 

20 

- 

24 

2 

30  - 

38 

4 

9 

65 

Leeds  - 

- 

. 

c. 

6 

3 

10  10 

17 

6 

21 

8 

25 

10 

30  - 

36 

8 

10 

66 

Northampton 

- 

- 

c. 

6 

8 

10  - 

16 

8 

20 

10 

25 

- 

30  - 

36 

8 

11 

68 

St.  Neots 

- 

- 

N.C. 

5 

10 

10  10 

17 

11 

20 

- 

24 

2 

30  - 

38 

4 

12 

75 

G.  Grimsby  - 

- 

- 

c. 

6 

8 

9 2 

14 

2 

16 

8 

20 

- 

26  8 

36 

8 

13 

79 

Halifax 

- 

- 

c. 

7 

6 

11  8 

19 

2 

23 

4 

28 

4 

33  4 

40 

- 

14 

88 

Hitchin 

- 

- 

c. 

6 

11 

13  4 

21 

3 

22 

6 

27 

6 

35  10 

47 

6 

15 

120 

London 

- 

- 

c. 

9 

2 

15  10 

25 

- 

30 

- 

40 

- 

50  - 

65 

- 

16 

42 

FOREIGN. 

Sheffield 

7 11 

15 

10 

17 

6 

23 

4 

27  6 

35 

17 

83 

Manchester  - 

- 

- 

- 

8 

4 

13  4 

20 

- 

23 

4 

26 

8 

40  - 

50 

- 

18 

112 

Darlington  - 

- 

- 

- 

- 

- 

16  8 

25 

- 

31 

8 

37 

6 

48  4 

63 

4 

19 

117 

Liverpool  (c) 

- 

- 

- 

10 

- 

15  - 

20 

- 

23 

4 

26 

8 

40  - 

50 

- 

20 

135 

Durham 

- 

- 

- 

- 

- 

17  6 

30 

- 

35 

- 

45 

- 

60  - 

80 

- 

21 

152 

Newcastle 

- 

- 

- 

- 

- 

16  8 

30 

- 

35 

- 

45 

- 

60  - 

80 

- 

22 

177 

Brighton 

- 

- 

- 

- 

- 

23  4 

35 

- 

41 

8 

56 

8 

71  8 

90 

- 

23 

184 

Canterbury  - 

- 

- 

- 

- 

- 

23  4 

35 

10 

43 

4 

57 

6 

75  - 

100 

- 

24 

200 

Dover  - 

35 

10 

43 

4 

57 

6 

75  - 

100 

- 

25 

202 

Southampton 

- 

- 

- 

- 

- 

25  - 

35 

- 

43 

4 

53 

4 

70  - 

90 

- 

26 

209 

Salisbury 

- 

- 

- 

- 

- 

25  - 

37 

6 

43 

4 

58 

4 

73  4 

95 

- 

27 

275 

Edinburgh  - 

- 

- 

- 

- 

. 

28  4 

36 

8 

43 

4 

51 

8 

73  4 

96 

8 

28 

322 

Glasgow 

- 

- 

- 

- 

28  4 

36 

8 

43 

4 

56 

8 

76  8 

103 

4 

29 

325 

Perth  - 

- 

- 

- 

- 

- 

31  8 

40 

- 

48 

4 

60 

- 

83  4 

106 

8 

30 

469 

Inverness 

* 

- 

- 

- 

40  - 

50 

- 

60 

- 

71 

8 

103  4 

126 

8 

31 

Notes^ — Tlie  charges  in  the  Table  are  for  goods  (uninsured)  conveyed  at  the  company’s  risk,  except  for  articles  in  the  mineral  class, 
and  hay  and  straw,  which  are  carried  at  the  owner’s  risk. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station  to  station,  and  loading  and  unloading,  except  for  articles  in  the 
mineral  class,  and  for  cattle  and  sheep,  which  are  loadeil  and  unloaded  by  the  owmers. 

C.  D.  signifies  that  the  charges  include  collection  and  delivery,  the  loading  and  unloading  being  also  performed  by  the  company. 

C.  signifies  that  the  station  is  a competitive  station. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 

(a)  The  rate  for  imported  grain  (from  Boston  to  Newark),  in  quantities  of  not  less  than  10  tons,  is  5 s.  4d.,  s.s.,  per  ton,  including 
porterage  ex-ship. 

(i)  The  rate  for  bones  for  manure,  in  quantities  of  not  less  than  two  tons,  is  10  s.  10  d.,  s.  s.,  per  ton. 
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Company  for  the  Carriage  of  Goods  between  Newark  and  the  undermentioned  Stations,  and 


charged  for  certain  Articles. 


EXCEPTIONAL  RATES  PER  TON. 

Q, 

•9 

Ai>JL>  onUiCir. 

S 

Grain. 

Packed  Manure. 

Ale. 

H 

u, 

Hay 

&0 

a 

In 

Quantities 

In 

Quantities 

In 

Quantities 

In 

Quantities 

and 

In 

any 

(Quan- 

tity. 

In 

In 

Small  Trucks, 

Medium 

Large  Trucks, 

as 
r\ . 

of  not 
less  than 
Two  Tons. 

of  not 
less  than 
Four  Tons. 

of  not 
less  than 
Two  Tons. 

of  not 
less  than 
Four  Tons. 

Straw. 

One  Ton 

Lots. 

Two  Ton 

Lots. 

per  Truck. 

Trucks, 
per  Truck. 

per  Truck. 

s o 

s.  s. 

s.  s. 

s.  s. 

5.  S. 

s.  s. 

s. 

B. 

6. 

s. 

s. 

B. 

s.  d. 

S,  f/. 

S.  d. 

s,  d. 

s.  d. 

S.  d. 

s.  d. 

s.  d. 

s. 

d. 

8, 

d. 

8. 

d. 

d. 

1 

3 4 

- 

3 6 

- 

7 5 

- 

/ C.  D. 
18  - 

s.  s. 

5 5 

} « 

6 

9 

9 

11 

- 

-i 

2 

2 6 

- 

- 

- 

7 6 

- 

- 

r s.  s. 
\5  - 

} » 

6 

11 

- 

12 

6 

-i 

3 

..  / 

c. 

\ - 

f s.  s. 

} « 

9 

3 

10 

6 

1 

8 9 

/ 

1 _ 

J 

15  - 

4 

- 

6 8 

7 1 

- 

-{ 

s.  s. 

7 G 

- 

19 

- 

22 

- 

25 

- 

5 

6 8 (a) 

- 

6 10 

- 

14  1 

- 

r s.  s. 
\9  2 

1 20 

- 

23 

3 

26 

6 

4 

6 

- 

7 - 

- 

14  8 

- 

- 

- 

21 

- 

24 

6 

27 

9 

3 

7 

4 6 

- 

- 

- 

12  9| 

s.  s. 

6 - 

}- 

- 

25 

6 

25 

6 

27 

9 

-i 

8 

7 6 

6 9 

_ / 

C.  D. 

\ _ 

r s.  s. 

\ 23 

26 

9 

30 

6 

1 

1 

11  6 

/ 

Uo  - 

/ 

9 

- 

- 

8 5 

- 

18  3 

- 

f C.  D. 

Il6  - 

/ “ 

30 

3 

34 

- 

40 

6 

1 

10 

- 

8 4 

- 

_ 

_ 

- 

- 

- 

32 

3 

36 

3 

43 

- 

1 

11 

- 

_ 

_ 

_ 

_ 

- 

- 

_ 

37 

3 

42 

3 

47 

3 

1 

12 

- 

9 2 

9 1 

- 

20  - 

- 

- 

- 

33 

9 

38 

- 

45 

- 

1 

13 

8 - 

7 6 

/ C.  D. 

1 

29 

9 

33 

6 

39 

9 

1 

1 10  2 

i 

14 

- 

10  10 

- 

- 

_ 

- 

39 

- 

43 

9 

52 

- 

1 

15 

10  - 

- 

- 

- (*) 

- 

- 

- 

- 

43 

3 

48 

9 

58 

- 

H 

16 

11  8 

- 

10  - 

-{ 

C.  D. 

18  4 

}- 

/ s.  s. 
114  2 

} 

50 

“ 

56 

U 

17 

_ 

7 6 

6 3 

15  10 

22 

25 

6 

29 

_ 

18 

10  10 

- 

- 

- (<?) 

-{ 

C,  D. 

15  - 

} - 

- 

39 

9 

45 

- 

53 

3 

- 

19 

- 

13  4 

- 

- 

- 

- 

52 

6 

59 

6 

68 

9 

- 

20 

- 

12  6 (e) 

13  4 

- 

- 

- 

- 

r s.  s. 
\15  - 

21 

16  8 

13  4 

- 

- 

_ 

- 

_ 

- 

22 

- 

14  2(d) 

_ 

13  4 

_ 

- 

23 

_ 

24 

- 

18  4 

_ 

_ 

_ 

' No  rates  at  j 

)reaent  in  force. 

25 

- 

18  4 

_ 

_ 

_ 

- 

26 

- 

20  - 

- 

19  2 

_ 

_ 

_ 

27 

- 

20  - 

- 

- 

- 

- 

- 

- 

Cattle. 

Sheep. 

Cattle 

Sheep. 

Cattle 

Sheep 

(h) 

(h) 

(h) 

(h) 

(h) 

(h) 

28 

- 

21  8(/) 

- 

- 

- 

- 

- 

- 

121  - 

109  6 

132  3 

121  - 

155  3 

143  9 

29 

- 

24  2 

- 

- 

- 

- 

- 

- 

124  - 

112  3 

135  9 

124  - 

159  - 

147  6 

- 

30 

- 

27  6 

- 

- 

- 

- 

- 

142  9 

129  3 

156  3 

142  9 

183  3 

169  9 

- 

31 

- 

29  2 

- 

- 

- 

- 

- 

- 

205  9 

186  3 

225  3 

205  9 

264  3 

244  9 

- 

(c)  The  rate  for  corporation  packed  manure  in  bags  and  in  quantities  of  four  tons,  is  II  8 d.,s.  s.,per  ton  from  Manchester  to  Newark. 

(d)  The  rate  for  erain  intended  for  export,  in  quantities  of  not  less  than  four  tons,  is  9 s.  2 d.,  s.  s , per  ton.  Th<i  same  rate  is  charged 
or  grain  imported  and  carried  from  Newcastle  to  Newark. 

(e)  The  rates  for  Liverpool  do  not  include  collection  or  delivery  at  that  place,  except  in  certain  cases  for  gi’ain.  If  the  grain  is 
collected  by  the  company  the  rate  varies  from  13  s.  to  13  s-  4 d.  per  ton,  according  to  the  docks  or  places  from  which  it  is  collected. 

(f)  Flour  in  quantities  of  not  less  than  four  tons  is  charged  20  s.,  s.  s.,  per  ton. 

(y)  There  is  a minimum  charge  for  the  carriage  of  milk,  varying  from  6 d.  to  1 s.,  according  to  distance. 

{ft)  These  rates  are  not  in  the  rate  book  sent  to  the  Board  of  Trade,  but  have  been  supplied  by  the  company. 
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i^PPENDIX  TO  REPORT  FROM  THE 


COAL  RATES. 


STATEMENT  showing  the  Distances  between  certain  Collieries  and  Newark  and 
Huntingdon  Stations,  and  the  Charges  made  by  the  Great  Northern 
Railway  Company  for  the  Conveyance  of  Coal  between  them  in  the  Colliery 
Owners’  Waggons. 


COAL  pits. 

NEW 

A R K. 

HUNTINGDON. 

Distance  in  Miles 
to 

Newark. 

Full  Loads  Carried 
in  Owners’ 
Waggons,  per  Ton. 

Distance  in  Miles 
to 

Huntingdon. 

Full  Loads  Carried 
in  Owners’ 
Waggons,  per  Ton. 

s.  d. 

s.  d. 

Babbington  - - - - 

27 

2 4 

73 

6 - 

Codnor  Park  - - - - 

36 

2 8 

82 

6 5 

Pinxton  ----- 

38 

2 6 

84 

6 5 

ElsHcar  ----- 

50 

3 8 

111 

7 5 

Wombwell  . - - - 

50 

3 8 

111 

7 5 

Lainbton  - _ . - 

132 

5 10 

193 

9 1 

South  Pontop  - - - - 

148 

0 4 

209 

9 7 

Note. — These  rates  are  not  in  the  rate-book  sent  to  the  Board  of  Trade,  but  have  been  supplied  by  the  Company. 
The  rate  allowed  by  Act  of  Patliament,  13  & 14  Viet.  c.  61,  is  \d.  per  ton  per  mile  for  any  less  distance  than 
24  miles,  and  f d.  per  ton  per  mile  for  any  greater  distance. 


MAXIMUM  RATES  authorised  to  be  Charged  by  the  Great  Northern 
Railway  Company’s  Act  of  1850,  13  & 14  Viet,  c.  61,  for  Conveyance  (only)  of 
Articles  mentioned  in  the  Act  (except  Live  Stock  singly),  and  (he  Class  or  Classes 
in  which  such  Articles  are  included  in  the  Clearing  House  Classification  Book,  also 
Maximum  Rates  per  Truck  for  the  Carriage  of  Live  Stock  authorised  by  the 
Company’s  Act  of  1877,  40  & 41  Viet.  c.  80,  Sect.  29. 


article. 


Rate  per  Mile. 


Not 

Eiceeding 
24  Miles. 


Exceeding 
24  Miles. 


class. 


Coal 

Cannel  - 

Culm 

Coke 

Slack 

Cinders 


per  ton  - 


1 d. 


Not  in  goods  classi- 
fication. 

Mineral. 


Dung  . - - 

Compost 

All  sorts  of  manure 


Lime  - - ....... 

Limestone  - --  --  --  - 

Materials  for  the  repair  of  public  roads,  undressed  - 
Charcoal  - - 

Stones  for  building,  pitching,  and  paving 
Bricks  and  tUes 

Slates  - --  --  --  -- 

Clay  - --  --  --  -- 

Sand  - --  --  --  -- 

Ironstone  and  iron  ore  ------ 


) per  ton 


Iron,  not  damageable 


per  ton 


Iron,  damageable  - - - . 

Sheet  iron  - . - - - 

Hoop  iron  - - . - . 

Other  descriptions  of  wrought  iron  - 


1 

/ 


per  ton 


Not 

Exceeding 
15  Miles. 


Exceeding 


^Mineral. 


15  Miles. 


If 

Mineral  (except 
packed  manure). 
Mineral. 


li  d. 


lid. 


Hd. 


' S.  1st.  and  2nd. 
Mineral. 

79 

f7 

If 

if 

\ iJ 

Special. 


IJrf. 


1st  Class. 
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Maximum  Rates  Charged  by  the  Great  Northern  Railway  Company’s  Act,  1850,  Ikc.—eontinueJ. 


ARTICLE. 


Sugar  ------ 

Grain  ------ 

Corn  ------ 

Flour  ------ 

Hides  ------ 

Dyewoods  - - - - - 

Manchester  packs  - - - - 

Earthenwai’e  - - • - 

Timber  . - . - - 

Staves  - _ . - - - 

Deals  ------ 

Metals  ------ 

Hardware  in  Cases  - - - 

Nails  ------- 

Anvils  ------ 

Vices  ------ 

Chains  ------- 

Cotton 

Wool 

Manufactured  goods  - . - . 

Fish 

Feathers  - - - - - 

Canes  ------ 

Cochineal  - - . - - 

Furniture  - . - - - 

Hats 

Shoes  ------- 

Toys  ------ 

All  other  matters,  articles,  and  things 

Carriage  -.---• 
Cattle  : 

For  a truck  for  six  oxen  - 
„ „ nine  oxen 

„ „ more  than  nine  oxen 

Sheep  : 

For  a truck  for  not  more  than  25 

» » » 

For  a truck  for  more  than  35 


per  ton 


per  ton 


^ per  ton 


each 


per  truck 


per  truck 


Bate  per  Mile. 

CLASS. 

Less  than 

50  Miles  and 

50  Miles. 

Upwards. 

/ 

1st  and  3rd. 

Special. 

» 

Ist,  2nd,  and  3rd. 
Special  and  1st. 

3rd. 

1st,  2nd,  3rd,  and  5th. 
Special. 

2^  d. 

•2d. 

V 

S.,  Ist,  2nd,  3rd,  4th, 
and  5tli, 

3rd. 

1st. 

Special. 

2nd. 

Special 

' 1st. 

3d. 

to 

2nd. 

4th. 

1st,  2ndj  3rd,  4th,  and 

5th. 

5tli. 

3rd  and  4th. 

3^  d. 

. 3d. 

4th,  5th,  and  5th  with 
20  “/o  add. 

3rd,  4 th,  and  5th. 

3rd,  4th,  and  5th- 
4 th. 

All. 

d. 

— 

6d. 

Id. 

— 

8 d. 

— 

Gd. 

1 d. 



8 d. 

— 

Note. — The  following  paragraphs  in  the  Act  13  & 14  Viet.  c.  61,  refer  to  the  rates  that  may  be  charged  by  the 
company  for  the  carriage  of  goods. 


(Page  839.) 

And  with  respect  to  the  conveyance  of  goods  and  minerals,  the  said  cv)mpanies  may  lawfully  demand  and  receive  as 
their  maximum  rate  of  charge  for  the  conveyance  thereof  along  their  railways,  including  the  tolls  for  the  use  of  the 
railways  and  waggons  or  trucks  and  locomotive  power,  and  every  expense  incidental  to  such  conveyance,  except  a 
reasonable  sum  for  loading,  covering,  and  unloading,  and  for  delivery  and  collection,  and  any  other  services  incidental 
to  the  business  or  duty  of  a carrier,  where  such  services  or  any  of  them  are  or  is  performed  by  the  said  companies, 
and  except  a reasonable  sum  for  warehousing  and  wharfage,  or  for  any  other  extraordinary  services  performed  by 
the  said  companies  (in  respect  of  which  the  said  companies  may  make  a reasonable  extra  charge). 


(Page  841.) 

Where  any  of  the  before-mentioned  articles,  matters,  persons,  or  things,  shall  be  conveyed  on  the  said  railways  for 
a less  distance  than  six  miles,  the  said  companies  are  hereby  empowered  to  demand  and  receive  the  aforesaid  charges, 
rates,  or  tolls,  as  the  case  may  be,  for  six  miles  ; and  where  any  such  articles,  matters,  or  things,  shall  be  carried  a 
distance  exceeding  24  miles  and  50  miles  respectively,  the  companies  are  hereby  empowered  to  demand  and  receive 
rates,  tolls,  or  charges,  as  for  24  and  50  miles  respectively  at  the  least. 


(Page  841.) 

For  the  carriage  of  small  parcels,  that  is  to  say,  any  parcel  not  exceeding  500  pounds  weight,  the  said  companies 
may  demand  any  sum  which  they  may  think  fit.  Provided  always,  that  articles  sent  in  large  aggregate  quantities, 
although  made  up  of  separate  parcels,  such  as  bags  of  sugai-,  coffee,  meal,  and  the  like,  shall  not  be  deemed  small 
parcels,  but  such  term  shall  apply  only  to  single  parcels  in  separate  packages. 

(Page  842.) 

The  companies  may  take  increased  charges  by  agreement  with  the  owners  of  or  persons  in  charge  of  goods, 
either  in  respect  of  the  conveyance  thereof  by  passenger  or  other  tiains,  or  by  reason  of  any  other  special  service  per- 
formed by  the  said  companies  in  relation  thereto,  and  also  any  reasonable  sum  (not  exceeding,  in  case  of  dispute,  such 
sum  as  may  bo  limited  by  the  Commissioners  of  Railways),  by  way  of  hoistage,  pontage  toll,  or  otherwise,  in  con- 
sideration of  the  construction  or  employment  or  u.se  by  the  said  companies  of  any  hoist  or  any  bridge  or  other 
important  work  which  may  belong  to  or  be  employed  or  used  by  the  said  companies. 
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APPENDIX  TO  REPORT  FROM  THE 


COMPARISON  between  the  Maximum  Charges  allowed  by  the  Great  Northern  Railway 

Charges  made  by  the  Company  for  the  Carriage  of  such  Articles 


Mineral  Class  (except  Packed  Manure). 

Special 

Potatoes 

Dung, 

(Old), 

Carrots, 

Compost 

Stones 

Man- 

all  Sorts 
of 

for 

Difference  between 

Grain, 

gold 
W urzel. 
Par- 

Charge 

Manure, 

Building, 

Charge 

Charge 

Corn, 

Charge 

for 

Materials 
for  the 

Pitching 

per 

per 

Flour, 

snips. 

Turnips, 

per 

Repair 

of 

and 

Paving, 

Com- 

Com- 

Anvils, 

Com- 
frey,  in 

Com- 

per 

Public 

pany’s 

pany*s 

Quan- 

Roads 

Slates, 

Chains. 

titles  of 

pany’s 

Lowest 

STATIONS. 

(Un- 
dressed ). 

Tiles. 

Rate 

Rate 

not  less 
than 

Rate 

Rate 

Book 

Book 

Three 

Book 

Cols. 

Cols. 

Tons. 

in  Com- 

cd 

for 

for 

Cols. 

for 

pany’s 

a 

o 

Charge 

Charge 

Mineral 

Packed 

1 

2 

1 

Charge 

Charge 

per 

Maxi- 

Special 

Rate 

cn 

per 

Maximum 

per 

Maximum 

Class. 

Manure. 

and 

and 

and 

per 

Maximum 

Class. 

Book. 

Rate 

Rate 

Rate 

Rate  in 
Com- 

ca 

in  Com- 

in  Cum- 

3. 

3. 

4. 

in  Com- 

panv’s 

pany’s 

pany’s 

pany’s 

Acts. 

o 

Acts. 

Acts. 

Acts. 

5 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s,  d. 

i-.  d. 

s.  d. 

5.  d. 

s.  d. 

s.  d. 

J.  d. 

s.  d. 

s.  d. 

s.  d. 

9.  d. 

15 

Grantham  - 

- 

1 lOi 

1 lOi 

2 6 

3 6 

- 7i 

- 7^ 

1 7i 

3 li 

4 4i 

4 - 

3 4 

1 

23 

Nottingham 

- 

3 2 

3 9 

2 8 

3 7 

*-  6 

•1  1 

- 5 

5 Hi 

8 5i 

3 7 

2 6 

2 

31 

Lincoln 

- 

3 -1 

3 -i 

2 8 

3 4 

*-  4i 

•-  4i 

- 3i 

6 6i 

9 2i 

3 4 

3 4 

3 

36 

Doncaster  - 

- 

3 4’ 

3 4i 

4 3 

7 1 

- lOi 

- lOi 

00 

CO 

7 6 

10  6 

7 11 

(i)6  8 

4 

88 

Boston 

- 

5 7 

5 7 

4 5 

6 10 

*1  2 

•1  2 

1 3 

9 1 

13  5 

7 9 

(c)6  8 

5 

40 

Hallaton 

- 

3 9 

3 9 

4 7 

7 - 

- 10 

- 10 

3 3 

8 4 

11  8 

8 - 

8 - 

6 

42 

Derby  - 

- 

4 9 

5 2i 

3 10 

5 10 

♦_  11 

*1  4i 

1 1 

9 8 

13  7i 

5 10 

4 6 

7 

44 

Peterborough 

- 

4 n 

4 U 

4 11 

6 9 

- 9.1 

- 9i 

2 7i 

9 2 

12  10 

8 9 

7 6 

8 

61 

Louth  - 

- 

6 6 

7 5 

5 8 

8 5 

*-  10 

*1  9 

1 11 

12  1 

17  3 

10  - 

10  - 

9 

65 

Leeds  - 

- 

8 2^ 

8 2i 

6 3 

10  10 

*1  Hi 

*1  Hi 

2 7i 

13  3 

18  3i 

10  10 

(6)8  4 

10 

66 

Northampton 

- 

6 2 

6 2 

6 8 

10  - 

- 6 

- 6 

3 10 

11  - 

16  6 

10  - 

10  - 

11 

68 

St.  Neot^s  - 

- 

6 4i 

6 4i 

5 10 

9 1 

*-  6i 

*-  6i 

2 8i 

11  4 

17  - 

10  10 

(6)9  2 

12 

75 

Great  Grimsby 

- 

7 10 

8 8i 

6 8 

7 6 

♦1  2 

*2  -i 

♦ _ 4 

14  6 

20  9 

9 2 

8 - 

13 

79 

Halifax 

9 Hi 

9 lli 

7 6 

11  8 

*2  5i 

*2  6i 

1 8i 

16  1 

22  6i 

11  8 

(6)10  10 

14 

(a) 

88 

Kitchin 

- 

8 3 

8 3 

6 11 

13  4 

*1  4 

*1  4 

5 1 

14  8 

22  - 

13  4 

10  - 

15 

(6) 

120 

London 

11  3 

11  3 

9 2 

10  - 

*2  1 

*2  1 

*1  3 

20  - 

30  - 

[d)15  10^ 

(6)11  8 

16 

• The  Company’s  charge  is  less  than  that  allowed  by  law  by  this  amount. 

(a)  The  rate  for  bones  for  manure  in  quantities  of  not  less  than  2 tons  is  10  s.  10  d.,  8.8.,  per  ton. 

(h)  In  quantities  of  not  less  than  4 tons. 

(c)  The  charge  for  imported  grain  from  Boston  to  Newark,  in  qusntdies  of  not  less  than  10  tons,  is  6 s.  4 d.,  s.  S-,  per  ton, 
including  porterage  to  ship. 
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Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and  the  Total 
between  Newark  and  the  undermentioned  Stations. 


Class. 

First  Class. 

Second  Class. 

Nails. 

Vices, 

Difference 

Difference  between 

Sheet 

Difference  between 

Hides 

ougar 

Charge 

(Green 

Charge 

between 

Iron, 

(except 

Cotton. 

per 

or 

Wool. 

per 

Hoop 

Lump 

Com- 

Market), 

Com- 

at 

Owner’s 

Iron. 

Sugar, 

pany^s 

pany’s 

Loose). 

Rate 

Risk. 

Rate 

Book 

Book 

Cols. 

Cols. 

Cols. 

for 

Cols. 

Cols. 

Cols. 

for 

Cols. 

Cols. 

1 

2 

1 

First 

1 

2 

3 

Second 

1 

2 

Charge 

Charge 

Charge 

Charge 

Charge 

and 

and 

and 

per 

Maximum 

per 

Maximum 

per 

Miiximum 

Class. 

and 

and 

and 

per 

Maximum 

per 

Maximum 

Class. 

and 

and 

Rate 

Rate 

Rate 

Rate 

Rate 

3. 

3. 

4. 

in  Com- 

ia  Com- 

in  Com- 

4. 

4. 

4. 

in  Com- 

in  Com- 

3. 

3. 

pany^s 

pany^s 

pany’s 

pany’s 

pany’s 

Acts. 

Acts. 

Acts. 

Acts. 

Acts. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

C.  D. 

c. 

D. 

1 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

g. 

d. 

s. 

d. 

s.  d. 

5. 

d. 

g. 

d. 

5. 

5.  d. 

g. 

d. 

s. 

d. 

g. 

d. 

#.  d. 

1 

- 

10^ 

At 

^2 

- 

21 

2 

2 

3 

11 

3 

9 

10  5 

8 

3 

7 

31 

6 

8 

3 11 

3 

9 

11 

8 

8 

6’ 

7 11 

2 

*2 

4^ 

•4 

lOi 

*3 

51 

4 

3 

5 

111 

8 

1 

8 9 

4 

6 

2 

91 

- 

8 

5 111 

8 

1 

10 

- 

4 

1 

2 

1 11 

3 

*3 

21 

*5 

101 

*3 

21 

4 

8 

6 

61 

7 

10 

8 9 

4 

1 

2 

21 

- 

11 

6 61 

7 

10 

10 

- 

3 

64 

2 2 

4 

- 

5 

*2 

7 

10 

5 

3 

7 

6 

9 

- 

15  - 

9 

9 

7 

6 

6 

- 

7 6 

9 

- 

16 

8 

9 

2 

7 8 

5 

*1 

4 

*5 

8 

*2 

5 

7 

101 

9 

1 

10 

8 

15  - 

7 

H 

5 

11 

4 

4 

9 1 

10 

8 

16 

8 

7 

7 

6 - 

6 

4 

*3 

8 

4 

5 

10 

8 

4 

10 

- 

15  - 

9 

2 

6 

8 

5 

- 

8 4 

10 

- 

16 

8 

8 

4 

6 8 

7 

*3 

10 

•7 

91 

*o 

2 

6 

10 

9 

8 

12 

4 

11  8 

4 

10 

2 

- 

8 

9 8 

12 

4 

13 

4 

3 

8 

1 - 

8 

5 

*4 

1 

*1 

8 

6 

5 

9 

2 

11 

- 

15  10 

9 

5 

6 

8 

4 

10 

9 2 

11 

- 

17 

6 

8 

4 

6 6 

9 

•2 

1 

*7 

3 

*2 

1 

9 

6 

12 

1 

15 

6 

17  11 

8 

5 

5 

10 

2 

5 

12  1 

15 

6 

20 

- 

7 

11 

4 6 

10 

*2 

5 

•7 

'll 

*4 

11 

11 

6 

13 

3 

15 

IH 

17  6 

6 

- 

4 

3 

1 

61 

13  3 

15 

114 

21 

8 

8 

5 

CO 

11 

*1 

- 

*6 

6 

*1 

- 

9 

2 

11 

- 

13 

9 

16  8 

7 

6 

5 

8 

2 

11 

11  - 

13 

9 

20 

10 

9 

10 

7 1 

12 

6 

*6 

2 

•2 

2 

9 

11 

11 

4 

14 

2 

17  11 

8 

- 

6 

7 

3 

9 

11  4 

14 

2 

20 

- 

8 

8 

5 10 

13 

*5 

3 

•11 

7 

*6 

5 

11 

61 

14 

5 

18 

5 

14  2 

2 

71 

3 

*4 

3 

14  5 

18 

5 

16 

8 

2 

3 

*1  9 

14 

*4 

5 

*10 

lOi 

♦5 

3 

14 

16 

1 

19 

41 

19  2 

5 

14 

3 

1 

21 

16  1 

19 

44 

23 

4 

7 

3 

3 114 

15 

•1 

4 

*8 

8 

•4 

8 

12 

10 

14 

8 

18 

4 

21  3 

8 

5 

6 

7 

2 

11 

14  8 

18 

4 

22 

6 

7 

10 

4 2 

*8 

(/) 

16 

*4 

2 

*14 

2 

4 

17 

6 

20 

25 

— 

(e)25  - 

7 

6 

5 

20  - 

25 

■ 

30 

10 

5 - 

(d)  The  charge  for  potatoes,  loose,  in  quantities  of  not  less  than  4 tons,  is  12#.  6d.,  s.  s.,  per  ton ; and  for  carrots,  turnips,  and 
mangold  wurzel  is  13#.  4 d-,  s.  s.,  per  ton. 

(e)  The  charge  for  sugar,  in  casks  or  bags,  is  21  s.  Sd.,  c.  n.,  per  ton. 

(/)  The  charge  for  hides  (green  or  market),  at  owner’s  risk,  is  26#.  8 d.,  c.  d.,  per  ton. 
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APPENDIX  TO  KEPORT  FROM  THE 


Comparison  between  the  Maximum  Cliarges  allowed  by  tbe  Great  Northern  Railway  Company’s 


Distance 

in 

Miles 

from 

Newark. 

STATIONS. 

Third  Class. 

Fourth 

Eartlienware 

in 

Hampers, 
Hides 
(Green  or 
Market), 
Foreign  ( Dry 
and  Loose), 
at 

Company’s 

Risk. 

Boots 

and  Shoes  in 
Boxes, 

Canes,  Packed 
Hats 

(Soft  Felt) 
in 

Boxes. 

Charge 

> 

per 

Company’s 

Rate  Book 

for 

Third 

Class. 

Col.  3. 

Difference  between 

Manufactured 

Goods, 

Woollen 

and 

Worsted. 

Toys, 

Soft  Felt 

Hats 

in  Crates. 

Cols. 

1 and  3. 

Cols. 

2 and  3. 

Charge 

per 

Maximum 
Rate  in 
Company's 
Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  2. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  2, 

c. 

D. 

s.  d. 

s.  d. 

s 

d. 

s.  d. 

8, 

d. 

s.  d. 

s. 

15 

Grantham 

- 

3 11 

4 41 

12 

6 

9 41 

8 

n 

3 9 

4 4i 

1 

23 

Nottingham 

- 

5 Hi 

8 51 

11 

8 

5 8-J- 

3 

2^ 

8 1 

8 5J 

2 

31 

Lincoln 

- 

6 6^ 

9 21 

11 

8 

5 IJ 

2 

51 

8 - 

9 2J 

3 

36 

Doncaster 

- 

7 6 

10  6 

20 

- 

12  6 

9 

6 

9 - 

10  6 

4 

38 

Boston 

- 

9 1 

13  5 

19 

2 

10  1 

5 

9 

13  - 

13  5 

5 

•10 

Hallaton  - 

- 

8 4 

11  8 

19 

2 

10  10 

7 

6 

10  - 

n 8 

6 

42 

Derby 

- 

9 8 

13  71 

16 

8 

7 - 

3 

1 

2 

12  4 

13  7J 

7 

44 

Peterborough 

- 

9 2 

12  10 

21 

8 

12  6 

8 

10 

11  - 

12  10 

8 

61 

Louth 

- 

12  1 

17  3 

24 

2 

12  1 

6 

11 

15  8 

17  3 

9 

65 

Leeds 

- 

13  3 

18  31 

25 

10 

12  7 

7 

6^ 

15  lU 

18 

10 

66 

Northampton 

- 

11  - 

16  6 

25 

- 

14  - 

8 

6 

13  9 

16  6 

11 

68 

St.  Neot’s 

- 

11  4 

17  - 

24 

2 

12  10 

7 

2 

14  2 

17  - 

12 

75 

Great  Grimsby 

- 

14  5 

20  9 

20 

- 

5 7 

9 

18  7 

20  9 

13 

70 

Halifax 

- 

16  1 

22  6^ 

28 

4 

12  3 

6 

19  4i 

22  6-i- 

14 

88 

Hitchin 

- 

14  8 

22  - 

27 

6 

12  10 

5 

6 

18  4 

22  - 

15 

120 

London 

- 

20  - 

30  - 

40 

- 

20  - 

10 

- 

25  - 

30  - 

16 

The  Conipaii^’^s  charge  is  less  than  that  allowed  by  law  by  this  amount. 
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Act  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  &c. — continued. 


Class. 

Fifth  Class. 

Furniture. 

- 

Charge 

per 

Company’s 

Rate  Book 

Difference 

between 

Feathers, 
Boots 
and  Shoes, 
in 

Hampers 

and 

Parcels, 
Hats 
(except 
Soft  Felt). 

Charge 

per 

Company’s 

Rate 

Book 

Difference 

between 

Cols. 

Charge 

per 

Maximum 

Rate  in 

Charge  per  Company’s 

Rate  Book  for 

Difference 

between 

Fourth 

\ 

Fifth 

Cols. 

Cols. 

for 

Company’s 

Class 

Cols. 

Cols. 

Fourth 

Class. 

1 

2 

Charge 

per 

Maximum 

Fifth 

1 ana  z. 

Acts. 

at 

Fifth 

Class. 

Class,  with 

20°/, 

1 

1 

Rate  in 

Class. 

Owner’s 

additional. 

and 

and 

3 

3. 

Company’s 

Acts. 

Risk. 

2. 

4 

Col 

. 3. 

Col.  1. 

Col.  2. 

Col. 

1. 

Col. 

2. 

Col 

3. 

Col.  4. 

c. 

D. 

C.  D. 

s 

S. 

s. 

s. 

C.  D. 

5. 

d. 

s. 

d. 

s. 

d. 

a.  d. 

a.  d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

a.  d. 

5. 

d. 

s. 

d. 

1 

15 

- 

11 

3 

10 

71 

4 41 

17  6 

13 

H 

4 

15 

- 

17 

6 

21  - 

10 

7h 

16 

7i 

2 

15 

- 

6 

11 

6 

6^ 

8 54 

20  - 

11 

6i 

8 

51 

15 

- 

20 

- 

24  - 

6 

61 

15 

61 

3 

15 

- 

7 

- 

5 

9 21 

20  - 

10 

9^ 

9 

2i 

15 

- 

20 

- 

24  - 

5 

9| 

14 

9*1 

4 

25 

- 

16 

- 

14 

6 

10  6 

28  4 

17 

10 

10 

6 

25 

- 

28 

4 

34  - 

14 

6 

23 

6 

5 

24 

2 

11 

2 

10 

9 

13  5 

28  4 

14 

11 

13 

5 

24 

2 

28 

4 

34  - 

10 

9 

20 

7 

6 

24 

2 

14 

2 

12 

6 

11  8 

28  4 

16 

8 

11 

8 

24 

2 

28 

4 

34  - 

12 

6 

22 

4 

7 

20 

- 

7 

8 

6 

ih 

13  71 

25  - 

11 

^2 

13 

7i 

20 

- 

25 

- 

30  - 

6 

■I  5 

16 

4I- 

8 

25 

10 

14 

10 

13 

- 

12  10 

31  8 

18 

10 

12 

10 

25 

10 

31 

8 

38  - 

13 

- 

25 

2 

9 

30 

- 

14 

4 

12 

9 

17  3 

33  4 

21 

1 

17 

3 

30 

- 

38 

4 

46  - 

12 

9 

28 

9 

10 

30 

- 

14 

1 

2 

11 

81 

18  31 

36  8 

18 

41- 

^2 

18 

n 

30 

- 

36 

8 

44  - 

11 

8i 

25 

H 

11 

30 

- 

16 

3 

13 

6 

16  6 

36  8 

20 

2 

16 

6 

30 

- 

36 

8 

44  - 

13 

6 

27 

G 

12 

30 

- 

15 

10 

13 

- 

17  - 

38  4 

21 

4 

17 

- 

30 

- 

38 

4 

46  - 

13 

- 

29 

- 

13 

26 

8 

8 

1 

5 

11 

20  9 

36  8 

15 

11 

20 

9 

26 

8 

36 

8 

44  - 

5 

11 

23 

3 

14 

33 

4 

13 

111 

10 

22  6» 

40  - 

17 

5’ 

22 

Gi 

33 

4 

40 

- 

48  - 

10 

9J 

25 

H- 

15 

35 

10 

17 

6 

13 

10 

22  - 

47  6 

25 

6 

22 

- 

35 

10 

47 

6 

57  - 

13 

10 

35 

- 

16 

(a)  50 

- 

25 

- 

20 

- 

30  - 

65  - 

35 

- 

30 

- 

50 

- 

65 

- 

78  - 

20 

- 

48 

- 

(a)  The  charge  for  toy  dealer’s  goods  from  London  is  40  a.,  c.  n.,  per  ton. 
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APPENDIX  TO  BEPORT  FROM  THE 


COMPARISON  between  the  Maximum  Charges  allowed  by  the  Great  Northern  Railway 

Charges  made  by  the  Company  for  the  Carriage  of  such  Articles 


Distance  in  Miles  from  Huntingdon.  j 

STATIC  N S. 

Mineral  Class  (except  Packed  Manure). 

Special 

Dung, 
Compost, 
all  Sorts 
of 

Manure, 
Materials 
for  the 
Repair 
of  Public 
Roads 
(Un- 
dressed). 

Lime, 

Limestone. 

Charge 

pur 

Com- 

pany’s 

Rate 

Book 

for 

Mineral 

Class. 

Col.  3. 

Charge 

per 

Com- 

pany’s 

Rate 

Book 

for 

Packed 

Manure. 

Col.  4. 

Diffe 

Cols. 

1 

and 

3. 

rence  be 

Cols. 

2 

and 

3. 

ween 

Cols. 

1 

and 

4. 

Grain, 

Corn, 

Flour, 

Anvils, 

Chains. 

Potatoes 

(Old), 

Carrots, 

Mangold 

Wurzel, 

Parsnips, 

Turnip-s 

Comfrey, 

in 

Quantities 
of  not 
leas  than 
Three 
Tona. 

Charge 

per 

Company’s 

Rate 

Book 

for 

Special 

Class. 

Col.  3. 

Charge 

per 

M aximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  2. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts, 

Col.  2. 

s.  s. 

s.  s. 

S-  s. 

s.  d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s. 

d. 

s.  d. 

s.  d. 

18 

Biggleswade 

1 lOJ 

1 

101 

2 9 

(5)4  - 

- 101 

- lOi 

2 11 

3 

9 

5 3 

4 9 

1 

34 

Stamford 

3 6 

3 

6 

3 9 

(6)6  8 

- 3 

- 3 

3 2 

7 

3 

10  1 

6 9 

2 

41 

Hatfield 

3 10 

3 

10 

4 8 

7 1 

- 10 

- 10 

3 3 

8 

61 

11  111 

8 - 

3 

47 

Grantham  - 

4 6 

4 

5 

5 1 

(6)7  4 

- 8 

- 8 

2 11 

9 

91 

13  81 

8 9 

4 

59 

London 

5 6J 

5 

61 

(a) 5 10 

(6)9  2 

- 31 

- 3^ 

3 71 

10 

5 

14  9 

(d)  11  8 

5 

62 

Sleaford 

5 10 

5 

10 

5 8 

(618  6 

*-  2 

2 

2 8 

10 

5 

15  6 

10  - 

6 

69 

Melton  Mowbray  - 

7 - 

7 

- 

5 10 

10  - 

*1  2 

*1  2 

3 - 

12 

18  5 

10  - 

7 

80 

Retford 

7 6 

7 

6 

(a)  6 8 

(6)10  4 

•-  10 

»-  10 

2 10 

13 

4 

20  - 

12  6 

8 

82 

Louth  - - . 

7 8 

7 

8 

6 8 

(6)10  6 

*1  - 

*1  - 

2 10 

13 

8 

20  6 

12  6 

9 

87 

Gainsborough 

8 2 

8 

2 

6 11 

(6)10  8 

*1  3 

*1  3 

2 6 

14 

6 

21  9 

14  2 

10 

99 

Burton 

10  7i 

10 

71 

- 

11  8 

- 

- 

1 

18 

101 

28  - 

11  8 

11 

118 

Wakefield  - 

12  6 

13 

51 

9 2 

15  10 

*3  4 

•4  31 

3 4 

21 

5 

30  41 

(e)  15  10 

12 

120 

Osset  - - - 

12  11 

13 

81 

10  - 

16  8 

*2  11 

♦3  8| 

3 9 

21 

11 

31  31 

16  8 

13 

123 

Dewsbury  - 

13  3i 

14 

1 

10  - 

16  8 

*3  31 

*4  1 

3 41 

22 

6 

32  2 

16  8 

14 

133 

Bradford 

15  1 

15 

101 

10  - 

17  6 

*5  1 

*5  101 

2 5 

25 

2 

CD 

17  6 

15 

* The  Company’s  charge  is  less  than  that  allowed  by  law  by  this  amount. 

(a)  The  charge  for  stable  manure  between  London  and  Huntingdon  is  4».  6d.,  s.  s.,  per  ton,  and  between  Huntingdon  and 
Retford,  6 6 d.,  s.  s.,  per  ton. 

(fi)  In  quantities  of  not  less  than  4 tons. 

(c)  In  quantities  of  not  less  than  20  tons. 
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Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and  the  Total 
between  Huntingdon  and  the  undermentioned  Stations. 


Class. 

First  Class. 

Second  Class. 

Nails, 

Vices, 

Charge 

Sugar 

Charge 

Difference 

Hides 

Charge 

Difference 

Difierence  between 

(Green 

or 

for 

Iron, 

(except 

per 

between 

Wool. 

per 

between 

Com- 

Grain 

Hoop 

Lump 

Market), 

Com 

per 

Iron. 

Sugar, 

pany's 

at 

pany 

s 

/ 

Lowest  Rate 

Loose). 

Rate 

Owner’s 

Risk. 

Rate 

in 

Cols. 

Cols. 

Cols. 

Book 

Cols. 

Cols. 

Book 

Cols. 

Cols. 

Company’s 

1 

2 

1 

Charge 

Charge 

for 

1 

2 

Charge 

Charge 

for 

1 

2 

Rate 

and 

and 

and 

per 

Maximum 

per 

Maximum 

First 

and 

and 

per 

Maximum 

per 

Maximum 

Second 

and 

and 

Book. 

Rate  in 

Rate  in 

Class. 

Rate 
in  Com- 
pany’s 
Acts. 

Rate 

Class. 

3 

3 

4. 

Company’s 

Company’s 

3. 

3. 

in  Com- 
pany’s 
Acts. 

3 

3 

Acts. 

Acts. 

Col.  4 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  1. 

Col.  2. 

Col. 

3. 

s.  s. 

C.  D. 

c.  D. 

5. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

8, 

d. 

s. 

d. 

,9.  d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

8, 

d. 

8. 

d. 

8, 

d. 

1 

(6)  4 

2 

1 

- 

6 

- 

5 

2 

7i 

3 

9 

11  8 

9 

1 

"2 

7 11 

3 9 

4 6 

12 

6 

8 

9 

8 

- 

2 

6 

9 

6 

4 

6 

5 

2i 

7 

3 

14  2 

8 

HI 

6 11 

7 3 

8 10 

15 

- 

7 

9 

6 

2 

3 

8 

- 

ei 

*3 

Hi 

6i 

6 

- 

8 

6i 

15  10 

9 

10 

7 31 

8 64 

10  3 

17 

6 

8 

Hi 

7 

3 

4 

8 

9 

*1 

*4 

Hi 

*1 

~2 

6 

10 

9 

9i 

17  1 

10 

3 

7 34 

9 94 

11  9 

18 

4 

8 

64 

6 

7 

5 

(c)  6 

8 

1 

3 

*3 

1 

*3 

9 

8 

7 

10 

5 

17  6 

8 

11 

7 1 

10  5 

12  6 

21 

8 

11 

3 

9 

2 

6 

10 

- 

5 

*5 

6 

5 

9 

1 

2 

10 

5 

17  11 

8 

lOi 

7 6 

10  5 

12  11 

20 

- 

9 

7 

7 

1 

7 

10 

- 

#2 

4i 

^2 

*8 

5 

*2 

4i 

^2 

10 

6 

12 

4i 

^2 

15  10 

5 

4 

3 54 

12  44 

15  10 

19 

2 

6 

94 

3 

4 

8 

{b)  10  10 

10 

*7 

6 

*2 

6 

11 

8 

13 

4 

19  2 

7 

6 

5 10 

13  4 

16  8 

21 

8 

8 

4 

5 

- 

9 

12 

6 

*1 

2 

*8 

- 

*1 

2 

11 

Hi 

13 

8 

21  3 

9 

3i 

7 7 

13  8 

17  1 

22 

6 

8 

10 

5 

5 

10 

14 

2 

4 

*7 

7 

4 

12 

8 

14 

6 

21  3 

8 

7 

6 9 

14  6 

18  H 

22 

6 

8 

- 

4 

4.1 

11 

11 

8 

*7 

2i 

*16 

4 

*7 

2i 

15 

6 

18 

10^ 

20  - 

4 

6 

1 14 

18  104 

24  9 

22 

6 

3 

74 

*2 

3 

12 

(5)13 

4 

*5 

7 

*14 

6i 

*8 

1 

18 

6 

21 

5 

25  - 

6 

6 

3 7 

21  5 

26  4. 

30 

- 

8 

7 

3 

8 

13 

(5)  15 

- 

*5 

3 

*14 

7i 

*6  11 

19 

- 

21 

11 

25  10 

6 

10 

3 11 

21  11 

26  11 

31 

8 

9 

9 

4 

9 

14 

(6)15 

- 

*5 

10 

*15 

6 

*7 

6 

19 

6^ 

22 

G 

25  10 

6 

3 4 

22  6 

27  74 

81 

8 

9 

2 

4 

-i 

15 

(6)15 

- 

*7 

8 

•18 

8 

*10 

2 

22 

- 

25 

2 

26  8 

4 

8 

1 6 

25  2 

30  8i 

32 

6 

7 

4 

1 

94 

(d)  The  charge  for  potatoes  to  London,  in  quantities  of  not  less  than  2 tons,  is  10  s.  10  d.,  s.  s.,  per  ton  ; and  for  carrots,  turnips, 
and  mangold  wurzel,  in  quantities  of  not  less  than  5 ton?,  is  8 s.  4d.,  s.  s.,  per  ton. 

(e)  The  charge  for  potatoes,  carrots,  turnips,  and  mangold  wurzel  to  Wakefield,  in  quantities  of  not  less  than  4 tons,  is  13  s.  4 d., 
s.  s.,  per  ton. 
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APPENDIX  TO  REPORT  FROM  THE 


Comparison  between  the  Maximum  Charges  allowed  by  the  Great  Northern  Railway  Company’s 


Distance 

in 

Miles 

from 

Hunting- 

don. 

STATIONS. 

Third  Class. 

Fourth 

Earthenware 

in 

Hampers, 
Hides, 
(Green  or 
Market), 
Foreign  Hides 
(Dry  and 
Loose), 
at 

Company’s 

Risk. 

Boots  and 

Shoes 

in  Boxes. 

Charge 

per 

Company’s 

Rate  Book 

for 

Third 

Class. 

Col.  3. 

Difference  between 

Manufactured 

Goods 

(Woollen 

and 

Worsted). 

Toys, 

Soft  Felt 

Hats, 

in  Cases. 

Cols. 

1 and  3. 

Cols. 

2 and  3. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  2. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  2. 

c. 

D. 

s.  d. 

s. 

d. 

s. 

d. 

s. 

d. 

f.  d. 

s.  d. 

s.  d. 

18 

Biggleswade 

- 

- 

3 9 

6 

3 

14 

2 

10 

5 

8 11 

4 6 

5 3 

1 

34 

Stamford  - 

- 

- 

7 3 

10 

1 

17 

6 

10 

3 

7 5 

8 10 

10  1 

2 

41 

Hatfield  - 

- 

- 

8 6J 

11 

111 

21 

8 

13 

n 

9 8i- 

10  3 

11  IH 

3 

47 

Grantham 

- 

- 

9 9i 

13 

81 

23 

4 

13 

61 

9 7h 

11  9 

13  8J 

4 

59 

London 

- 

- 

10  5 

14 

9 

25 

- 

14 

7 

10  3 

12  6 

14  9 

5 

62 

Sleaford  - 

- 

- 

10  5 

15 

6 

24 

2 

13 

9 

8 8 

12  11 

15  6 

6 

69 

Melton  Mowbray 

- 

12  41 

18 

5 

23 

4 

10 

iij 

4 11 

15  10 

18  5 

7 

80 

Retford 

- 

- 

13  4 

20 

- 

25 

- 

11 

8 

5 - 

16  8 

20  - 

8 

82 

Louth 

- 

- 

13  8 

20 

6 

27 

6 

13 

10 

7 - 

17  1 

20  6 

9 

87 

Gainsborough 

- 

- 

14  6 

21 

9 

27 

6 

13 

- 

5 9 

18  LJ- 

21  9 

10 

99 

Burton 

- 

- 

18  101 

28 

- 

27 

6 

8 

n 

6 

24  9 

28  - 

11 

118 

Wakefield 

- 

- 

21  5 

30 

36 

8 

15 

3 

6 34 

26  4 

30  41 

12 

120 

Osset 

- 

- 

21  11 

31 

31 

37 

6 

15 

7 

6 21 

26  11 

31  3i 

13 

123 

Dewsbury 

- 

- 

22  6 

32 

2 

37 

6 

15 

- 

5 4 

27  7J 

32  2 

14 

133 

Bradford  - 

- 

- 

25  2 

36 

2 

38 

4 

13 

2 

2 2 

30  8J 

36  2 

15 

• The  Company’s  charge  is  less  than 


1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 
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peyance  (only)  of  certain  Articles  mentioned  therein,  &;c. — continued. 


Difference 

between 


Cols.  Cols. 
1 2 

and  and 

3.  3. 


s.  d. 

s.  d. 

12  2 

11  5 

14  6 

13  3 

15  7 

13  10^ 

15  9 

13  9’ 

20  - 

17  9 

17  1 

14  6 

11  8 

9 1 

15  10 

12  6 

18  9 

15  4 

17  8| 

14  1 

8 7 

5 4 

18  8 

14  7^ 

18  1 

13  8J 

17  4i 

12  10 

15  nj 

10  6 

Fifth  Class 

Furniture. 

Feathers, 
Boots 
and  Shoes 
in 

Hampers 

and 

Parcels, 

Hats 

(except  Soft 
Felt). 

Charge 

per 

Company’s 

Difference 

Charge 

per 

Charge  per  Company’s 

Rate  Book  for 

Difference 

between 

Rate 

Book 

for 

Fifth 

Class. 

Col.  2. 

between 

Cols. 

Maximum 

Rate  in 

Fourth 

Class, 

at 

Owner’s 

Risk. 

Col.  2. 

Fifth 

Cols. 

1 

and 

2. 

s 

Cols. 

1 

and 

4. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

1 and  2. 

Company’s 

Acts. 

Col.  1. 

Fifth 

Class. 

Col.  3. 

Class,  with 

20 

additional. 

Col.  4. 

s.  d. 

C,  D. 

s.  d. 

s.  d. 

s,  d. 

s.  s. 

s,  d. 

s,  s. 

s.  d. 

C.  D. 

5.  d. 

a.  rf. 

s.  d. 

5 3 

20  - 

14  9 

5 3 

16  8 

20  - 

24  - 

11  5 

18  9 

10  1 

28  4 

18  3 

10  1 

23  4 

28  4 

34  - 

13  3 

23  11 

11  11| 

30  10 

18  lOi 

11  Hi 

25  10 

30  10 

37  - 

13  lOi 

25  -i 

CO 

CO 

33  4 

19  7^ 

13  8i 

27  6 

33  4 

40  - 

13  9i 

26  3i 

14  9 

40  - 

25  3 

14  9 

32  6 

40  - 

48  - 

17  9 

33  3 

15  6 

38  4 

22  10 

15  6 

30  - 

38  4 

46  - 

14  6 

30  6 

18  5 

33  4 

14  11 

18  5 

27  6 

33  4 

40  - 

9 1 

21  7 

20  - 

44  2 

24  2 

20  - 

32  6 

44  2 

53  - 

12  6 

33  - 

20  G 

47  6 

27  - 

20  6 

35  10 

47  6 

57  - 

15  4 

36  6 

21  9 

47  6 

25  9 

21  9 

35  10 

47  6 

57  - 

14  1 

35  3 

28  - 

40  - 

12  - 

28  - 

33  4 

40  - 

48  - 

5 4 

20  - 

30  4i 

55  - 

24  7i 

30  4i 

45  - 

55  - 

■ 66  - 

14  7i 

35  .71 

31  3^ 

55  - 

23  8i 

31  3i 

45  - 

55  - 

66  - 

13  8i 

34  8i 

32  2 

55  - 

22  10 

32  2 

45  - 

55  - 

66  - 

12  10 

33  10 

36  2 

55  - 

18  10 

36  2 

46  8 

55  - 

66  - 

j 10  6 

29  10 

i 

law  by  this  amount. 
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APPENDIX  TO  REPORT  FROM  THE 


COMPAKISON  between  the  Maximum  Charges  allowed  by  the  Great  Northern  Kailway 

Total  Charges  made  by  the  Company  for  the  Carriage  of  such 


Distance  in  Miles  from  York. 

STATIONS. 

Mineral  Class  (except  Packed  Manure). 

Special 

Dung, 
Compost, 
all  Sorts  of 
Manure, 
Lime, 
Limestone, 
Materials 
for  the 
Repair  of 
Public 
Roads 
(Undressed). 

Bricks, 

TUes, 

Slates, 

Sand. 

Charge 

per 

Company’s 

Rate 

Book  for 

Mineral 

Class. 

Col.  3. 

Charge 

per 

Company’s 

Rate 

Book  for 

Packed 

Manure. 

Col.  4. 

Difie 



Cols. 

1 

and 

3. 

rence  beti 

Cols. 

2 

and 

3. 

veen 

Cols. 

1 

and 

4. 

Grain, 

Corn, 

Flour, 

Anvils, 

f^hains. 

Charge 

per 

Company’s 

Rate 

Book  for 

Special 

Class. 

Col.  2. 

Charge 

per 

Maximum 
Rate  in 
the 

Company’s 

Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
the 

Company’s 

Acts. 

Col.  2. 

Charge 

per 

Maximum 
Rate  in 
the 

Company’s 

Acts. 

Col.  1. 

8.  S. 

S.  6. 

s. 

s. 

s.  d. 

s. 

d. 

s.  d. 

S, 

d. 

s.  d. 

s.  d. 

s.  d. 

s. 

d. 

s. 

d. 

32 

Wakefield  - 

3 4 

4 

4 

4 2 

8 

4 

- 10 

*-  2 

5 - 

6 

- 

8 

4 

1 

34 

Doncaster  - 

2 10^ 

4 

1 

- 

(a)  5 

10 

- 

- 

2 Hi 

5 

lOi 

7 

6 

2 

37 

Batley 

4 2 

5 

2 

5 - 

8 

4 

- 10 

*-  2 

4 2 

7 

3 

8 

4 

3 

42 

Bradford 

5 - 

6 

- 

5 - 

8 

4 

- 

*1  - 

3 4 

8 

6 

8 

4 

4 

50 

Halifax 

5 9 

6 

9 

5 5 

10 

- 

*-  4 

*1  4 

4 3 

10 

2 

10 

- 

5 

70 

Lincoln 

6 3 

7 

5J 

- 

(ft)  10 

- 

- 

- 

3 9 

11 

8 

11 

8 

6 

84 

Grantham  - 

7 7 

8 

91 

- 

12 

6 

- 

- 

4 11 

14 

- 

12 

6 

7 

93 

Melton  Mowbray  - 

8 5 

9 

n 

- 

16 

8 

- 

- 

8 3 

15 

6 

16 

8 

8 

102 

Boston 

9 3 

10 

- 

12 

6 

- 

- 

3 3 

17 

- 

12 

6 

9 

102 

Ilkestone 

10  1 

11 

9 

- 

12 

6 

- 

2 5 

18 

4i 

12 

6 

10 

105 

Stamford 

9 10 

11 

n 

- 

15 

- 

- 

- 

5 2 

17 

10 

15 

- 

11 

no 

Alford  - - - 

10  - 

11 

- 

15 

- 

- 

- 

5 - 

18 

4 

15 

- 

12 

111 

Derby  - . - 

10  11 

12 

7 

- 

11 

8 

- 

- 

- 9 

19 

lOi 

11 

8 

13 

113 

Peterborough 

CO 

o 

11 

6 

- 

15 

- 

- 

- 

4 81 

18 

10 

15 

- 

14 

115 

Spalding 

10  6 

11 

8 

- 

15 

- 

- 

- 

4 6 

19 

2 

15 

- 

15 

126 

Ramsey 

11  lU 

13 

2 

- 

16 

8 

- 

- 

CO 

21 

6 

16 

8 

16 

135 

Northampton 

12  4 

13 

7 

10  5 

16 

8 

■^1  11 

*3  2 

4 4 

22 

6 

16 

8 

17 

157 

Hitchin 

14  5 

15 

7i 

- 

18 

4 

- 

- 

3 11 

26 

2 

18 

4 

18 

162 

Baldock 

14  10^ 

16 

1 

- 

20 

10 

- 

- 

5 Hi 

27 

- 

20 

10 

19 

189 

London 

17  5 

18 

7J 

- 

(a)  15 

- 

- 

- 

*2  5 

31 

6 

20 

- 

20 

191 

Dunstable  - 

19  - 

21 

- 

- 

20 

- 

- 

- 

1 - 

33 

5 

20 

- 

21 

• The  Company’s  charge  is  less  than  that  allowed  by  law  by  this  amount. 


(a)  In  quantities  of  not  less  than  Four  tons. 


(6)  In  quantities  of  not  less  than  Three  tons. 


1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 
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’s  Acts,  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and  the 
IS  between  York  and  the  undermentioned  Stations. 


Diflference 

between 


Sheet 
Iron, 
Hoop 
Iron, 
and  other 
Descrip- 
tions 
of 

Wrought 

Iron. 


Cols 


Cols. 


First  Class, 


Nails, 

Sugar 

(except 

Lump 

Sugar, 

Loose). 


Charge 

per 

Company’s 
Rate 
Book  for 


Diflference 

between 


Cols. 


Cols. 


Second  Class, 


Vices, 

Hides 

(Green 

or 

Market), 

at 

Owner’s 

Risk. 


Wool. 


Charge 

per 

Company’s 
Rate 
Book  for 


Diflierence 

between 


Cols. 


Cols. 


1 

and 

2. 

I 

and 

3. 

Charge 

per 

Maximum 
Rate  in 
tlie 

Company’s 

Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
the 

Company’s 

Acts. 

Col.  2. 

First 

Class. 

Col.  3. 

1 

and 

3. 

2 

and 

3. 

Charge 

per 

Maximum 
Rate  in 
the 

Company’s 

Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
the 

Company’s 

Acts. 

Col.  2. 

Second 

Class. 

Col.  3. 

1 

and 

3. 

2 

and 

3. 

C.  D. 

C.  D, 

5. 

d. 

s. 

d. 

s. 

d. 

5. 

d. 

S, 

d. 

s. 

d. 

5. 

d. 

s. 

d. 

s. 

d. 

S. 

d. 

s. 

d. 

s. 

d. 

2 

4 

- 

8 

4 

10 

6 

- 

13 

4 

8 

6 

7 

4 

6 

- 

8 

4 

16 

8 

10 

8 

8 

4 

1 

- 

9i 

4 

4 

5 

lOi 

12 

6 

8 

o 

6 

7^ 

5 

104 

8 

6 

16 

8 

10 

94 

8 

2 

1 

1 

1 

1 

6 

- 

7 

3 

13 

4 

7 

4 

6 

1 

7 

3 

9 

94 

16 

8 

9 

5 

6 

104 

2 

2 

7 

n 

8 

6 

13 

4 

6 

24 

4 

10 

8 

6 

11 

3 

16 

8 

8 

2 

5 

5 

2 

2 

8 

H 

10 

2 

15 

- 

6 

84 

4 

10 

10 

2 

12 

11 

18 

4 

8 

2 

5 

5 

*1 

8 

9 

7 

11 

8 

17 

6 

7 

11 

5 

10 

11 

8 

15 

21 

8 

10 

- 

5 

104 

*1 

C 

*2 

4 

11 

8 

14 

- 

20 

10 

9 

2 

6 

10 

14 

- 

18 

84 

26 

8 

12 

8 

7 

114 

1 

2 

1 

2 

12 

in 

15 

6 

31 

8 

18 

8^ 

16 

2 

15 

6 

20 

7 

38 

4 

22 

10 

17 

9 

*4 

6 

*4 

6 

14 

3 

17 

- 

20 

10 

6 

7 

3 

10 

17 

- 

22 

54 

26 

8 

9 

8 

4 

n 

*5 

lOi 

*5 

lOJ 

14 

Hi 

18 

n 

25 

- 

10 

“5 

6 

H 

18 

24 

9 

30 

- 

11 

7i 

5 

3 

*2 

10 

*4 

6 

15 

li 

17 

10 

22 

6 

7 

44 

4 

8 

17 

10 

23 

7 

28 

4 

10 

6 

4 

9 

*3 

4 

*3 

4 

15 

5 

18 

4 

23 

4 

7 

11 

5 

- 

18 

4 

24 

14 

29 

2 

10 

10 

5 

1 

“2 

*8 

^2 

*8 

n 

16 

3 

19 

10| 

19 

2 

2 

11 

84 

19 

104 

20 

74 

25 

- 

5 

14 

•1 

74 

=^3 

10 

*5 

6 

15 

lOJ 

18 

10 

23 

4 

7 

5^ 

4 

6 

18 

10 

24 

9 

29 

2 

10 

4 

4 

5 

*4 

2 

♦6 

8 

16 

2 

19 

2 

23 

4 

7 

2 

4 

2 

19 

2 

25 

2 

29 

2 

10 

- 

4 

- 

*4 

10 

*5 

8 

17 

11 

21 

6 

26 

8 

8 

9 

5 

2 

21 

6 

28 

21 

32 

6 

11 

- 

4 

34 

*3 

10 

10 

18 

n 

22 

6 

25 

10 

7 

21 

3 

4 

22 

6 

29 

4 

30  10 

8 

4 

1 

6 

10 

*9 

6 

22 

26 

2 

30 

- 

7 

8.1 

3 

10 

26 

2 

33 

11 

35 

- 

8 

10 

1 

1 

■^6 

2 

*6 

2 

23 

- 

27 

- 

31 

8 

8 

8 

4 

8 

27 

- 

34 

lU 

40 

- 

13 

- 

5 

-1 

2 

11 

6 

♦16 

6 

26 

31 

6 

33 

4 

6 

2 

1 

10 

31 

6 

40 

7 

40 

8 

6 

7 

13 

5 

*15 

1 

29 

3 

33 

5 

33 

4 

4 

1 

1 

33 

5 

43 

44 

45 

- 

11 

7 

1 

74 

(c)  The  rate  for  Flour  is  13  *.  4 d.,  s.  s.,  per  ton,  in  quantities  of  not  less  than  Four  tons. 
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stance 

in 

Miles 

from 

Vork. 

32 

34 

37 

42 

50 

70 

84 

93 

102 

102 

105 

110 

111 

113 

115 

126 

135 

157 

162 

189 

191 


1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 


APPENDIX  TO  REPORT  EROM  THE 


Comparison  between  the  Maximum  Chartres  allowed  bj  the  Great  Northern  Railway  Company’s 


STATIONS. 


Hides 
(Green  or 
Market), 
Foreign  (Dry 
and  Loose), 
at 

Company’s 

Risk. 


Charge  per 
Maximum 
Rate  in 
the 

Company’s 

Acts. 

Col.  1. 


s.  d. 

6  - 

5  101 

7 3 

8 6 

10  2 

11  8 

14  - 

15  G 

17  - 

18  4i 

17  10 

18  4 

19  lOJ 
18  10 

19  2 

21  6 

22  6 

26  2 

27  - 

31  6 

33  5 


Third  Class. 


Hats  (Soft 
Felt)  and 

Charge 

Boots 
and  Shoes 
in  Boxes, 

per 

Canes 

Company’s 

(Packed). 

Rate 

Book  for 

Charge  per 
Maximum 

Third 

Rate  in 

the 

Class. 

Company’s 

Acts. 

Fourth 


Difference  between 

Manufactured 

Goods 

(Woollen 

and  Worsted). 

Cols. 

Cols. 

1 

2 

Charge  per 
Maximum 

and 

and 

Rate  in 
the 

3. 

3. 

Company’s 

Acts. 

Col.  2. 


Col.  3. 


Col.  1. 


s.  d. 
9 - 

8  6 

10  lOi 

12  9 

14  9 

17  6 

21  - 

23  3 

25  6 

27  4 

26  7 

27  6 

29  7 

28  3 

28  9 

32  - 

33  9 

39  3 

40  6 

47  3 
49  4 


C.  D. 

s.  d. 
21  8 

20  - 

20  - 

20  - 

21  8 

27  6 

32  6 

47  6 
32  6 

37  6 

34  2 

35  - 

30  - 

35  - 

35  - 

38  4 

37  6 
43  4 

48  4 

50  - 

50  - 


s. 

d. 

15 

8 

14 

U 

12 

9 

11 

6 

11 

6 

15 

10 

18 

6 

32 

- 

15 

6 

19 

16 

4 

16 

8 

10 

n 

16 

2 

15 

10 

16 

10 

15 

- 

17 

2 

21 

4 

18 

6 

16 

7 

s.  d. 
12  8 

11  6 

9 11 

7 3 

6  11 

10  - 

11  G 

24  3 

7 - 
10  2 
7 7 
7 6 

- 5 

6 9 

6 3 

6 4 

3 9 

4 1 

7 10 

2 9 

- 8 


s. 

d. 

8 

4 

8 

6 

9 

9h 

11 

3 

12  11 

15 

9^ 

18 

H 

20 

7 

22 

24 

9 

23 

7 

24 

n 

26 

n 

24 

9 

25 

2 

28 

01 

29 

4 

33 

11 

34 

m 

40 

7 

43 

s.  d. 

9  - 

8  6 

10  10^ 

12  9 

14  9 

17  6 

21  - 

23  3 

25  6 

27  4 

26  7 

27  6 

29  7 

28  3 

28  9 

32  - 

33  9 

39  3 

40  6 

47  3 

49  4 
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Act?,  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  &e. — continued. 


Class, 

Fifth  Class. 

Furniture. 

Feathers, 
Boots  and 
Shoes  in 

Charge  per  Company’s  Rate 

Charge 

Difference  between 

Charge 

Charge 

Difference  between 

per 

Hampers 
and  Parcels, 

per  Com- 

Difference 

per 

' 

Hats 

'' 

/ 

Company’s 

Rate 

(except 
Soft  Felt). 

pany's 

Rate 

betw^een 

Cols. 

Maximum 

Rate  in 

Fourth 

Fifth 

Cols. 

Cols. 

Cols. 

Cols. 

Book  for 

Book  for 

1 

the  Com- 

Fifth 

Class, 

1 

2 

Charge  per 

at 

1 

1 

Fourth 

Maximum 

Fifth 

and 

pany’s 

Class. 

with  20°/o 

and 

and 

Rate  in 

Owner’s 

and 

and 

Class. 

the 

Class. 

2. 

Acts. 

additional. 

3. 

3. 

Company’s 

Risk. 

2. 

4. 

Acts. 

Col.  3. 

Col.  1. 

Col.  2. 

Col.  1. 

Col. 

2. 

Col.  3. 

Col.  4. 

C.  D. 

C.  D. 

s. 

3. 

s.  s. 

C.  D. 

s.  d. 

s.  d. 

s. 

d. 

s. 

d. 

s.  d. 

s. 

d. 

5. 

d. 

s. 

d. 

S.  d. 

s.  d. 

s. 

d. 

s. 

d. 

1 

29  2 

20  10 

20 

2 

9 

- 

40  - 

31 

- 

9 

- 

29 

2 

40  - 

48  - 

20 

2 

39 

- 

2 

25  - 

16  6 

16 

6 

8 

6 

35  - 

26 

6 

8 

6 

25 

- 

35  - 

42  - 

16 

6 

33 

6 

3 

23  4 

13  6i- 

12 

51 

10  lOi 

28  4 

17 

51 

10  10^ 

23 

4 

28  4 

34  - 

12 

5| 

23 

4 

23  4 

12  1 

10 

7 

12 

9 

28  4 

15 

7 

12 

9 

23 

4 

28  4 

34  - 

10 

7 

21 

3 

5 

26  8 

13  9 

11  11 

14 

9 

33  4 

18 

7 

14 

9 

26 

8 

33  4 

40  - 

11 

11 

25 

3 

6 

36  3 

20  10^ 

19 

2 

17 

6 

50  - 

32 

6 

17 

6 

36 

8 

50  - 

60  - 

19 

2 

42 

6 

7 

46  8 

27  11^ 

25 

8 

21 

- 

60  - 

39 

- 

21 

- 

46 

8 

60  - 

72  - 

25 

8 

51 

- 

8 

63  4 

42  9 

40 

1 

23 

3 

95  - 

71 

9 

23 

3 

63 

4 

95  - 

114  - 

40 

1 

90 

9 

9 

46  8 

24  2i 

21 

2 

25 

6 

60  - 

34 

6 

25 

6 

46 

8 

60  - 

72  - 

21 

2 

46 

6 

10 

50  - 

25  3 

22 

8 

27 

4 

75  - 

47 

8 

27 

4 

50 

- 

75  - 

90  - 

22 

8 

62 

8 

11 

49  2 

25  7 

22 

7 

26 

7 

65  - 

38 

5 

26 

7 

49 

2 

65  - 

78  ~ 

22 

7 

51 

5 

12 

50  - 

25  lOi 

22 

6 

27 

6 

65  - 

37 

6 

27 

6 

50 

- 

65  - 

78  - 

22 

6 

50 

6 

13 

41  8 

15  4 

12 

1 

29 

7 

55  - 

25 

5 

29 

7 

41 

8 

55  - 

66  - 

12 

1 

36 

5 

14 

50  - 

25  3 

21 

9 

28 

3 

65  - 

36 

9 

28 

3 

50 

- 

65  - 

78  - 

21 

9 

49 

9 

15 

50  - 

24  10 

21 

3 

28 

9 

65  - 

36 

3 

28 

9 

50 

- 

65  - 

78  - 

21 

3 

49 

3 

16 

55  - 

26  9i 

23 

- 

32 

- 

70  - 

38 

- 

32 

- 

55 

- 

70  - 

84  - 

23 

- 

52 

- 

17 

50  - 

20  8 

16 

3 

33 

9 

60  - 

26 

3 

33 

9 

50 

- 

60  - 

72  - 

16 

3 

38 

3 

18 

60  - 

26  1 

20 

9 

39 

3 

75  - 

35 

9 

39 

3 

60 

- 

75  - 

90  - 

20 

9 

50 

9 

19 

70  - 

35  -i 

29 

6 

40 

6 

100  - 

59 

6 

40 

6 

70 

- 

100  - 

120  - 

29 

6 

79 

6 

20 

66  8 

26  1 

19 

5 

47 

3 

75  - 

27 

9 

47 

3 

66 

8 

75  - 

90  - 

19 

5 

42 

9 

21 

66  8 

23  3^ 

17 

4 

49 

4 

80  - 

30 

8 

49 

4 

66 

8 

80  - 

96  - 

17 

4 

46 

8 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  9. 


PAPER  handed  in  by  Mr.  Charles  King,  5 May  1881. 


GRAIN  RATES. 


London,  Brighton,  and  South  Coast  Railway. — Station  to  Station  Rates. 


Rates  from  Croydon. 

IMiles. 

Per  Ton. 

Miles. 

Per  Ton. 

Between  Willow  Walk,  London, 

and 

s.  d. 

s.  d. 

56 

Guildford 

4 - 

47 

6 8 

53 

Braiuley  -------- 

4 - 

44 

3 5 

48 

Cranleigh 

5 5 

37 

4 6 

44 

Rudgwlck 

4 11 

— 

— 

37 

Horsham 

4 5 

— 

— 

20 

Redhill  - --  --  --  - 

3 9 

1 1 

3 4 

84 

Portsmouth  ------- 

7 6 

75 

8 2 

By  South  Eastern  Railway. 


Miles. 

Bricklayers’  Arms 
and 

Per  Ton. 

Miles. 

Croydon 
' and 

Per  Ton. 

Miles. 

Guildford 

and 

Per  Ton. 

s. 

d. 

s. 

d. 

s.  d. 

19 

Merstham  - 

- 

3 

4 

10 

Merstham 

3 

9 

12 

Dorking-  - 

4 7 

21 

Redhill 

- 

3 

9 

12 

Redhill  - 

3 

4 

15 

Betchworth 

5 - 

27 

Betchworth  - 

- 

4 

2 

31 

Shalford  - 

6 

8 

21 

Redhill 

6 3 

40 

Shalford 

- 

4 

- 

21 

Chilworth 

6 

8 

23 

M erstham 

6 8 

30 

Chilworth  - 

- 

5 

- 

33 

Guildford 

6 

8 

33 

Croydcn  - 

6 8 

42 

Guildford 

- 

4 

- 
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Appendix,  No.  10. 


PAPER  handed  in  by  the  Chairman,  5 May  1881. 


The  Select  Committee  of  the  House  of  Commons  now  sitting  to  inquire  into  the 

Subject  of  Railway  Charges,  &c. 


The  Memorial  of  the  Representative  Body  of  Bicyclists,  namely.  The  Bicycle 
Union  of  the  United  Kingdom, 

Sheweth, 

That  since  the  year  1869,  when  bicycles  were  first  introduced  into  this  country,  the 
sport  has  gradually  grown  until  it  is  computed  that  there  are  now  in  London  alone  10,000 
riders,  and  in  the  country  not  less  than  100,000. 

That  supplying  the  increasing  demands  for  bicycles,  forms  one  of  the  staple  trades  of 
Coventry,  and  that  the  work  of  manufacture  is  also  largely  carried  on  in  London,  Wol- 
verhampton, Birmingham,  Nottingham,  Mansfield,  and  other  towns,  thereby  giving 
employment  to  thousands  of  workmen. 

That  the  sport  is  of  such  importance  that  it  supports  three  weekly  newspapers,  two 
monthly  magazines,  and  three  annual  publications,  each  and  all  entirely  devoted  to  the 
bicycle  interest. 

That  the  practice  of  bicycling  is  now  universally  admitted,  and  recommended  by  the 
faculty  as  conducive  to  health,  especially  for  those, obliged  to  follow  a sedentary  occupa- 
tion, and  that  it  has  been  recognised  by  Parliament  as  requiring  special  legislation  {vide 
Highways  Amendment  Act,  1878). 

That  bicycling  so  far  from  in  any  way  reducing  the  traffic  of  railways,  actually  largely 
increases  railway  travelling,  and  yet  the  companies  have  placed  restrictive  and  unequal 
tariffs  (as  compared  with  other  similar  vehicles)  on  the  carriage  of  bicycles. 

That  whereas  in  1876  all  the  leading  lines  (except  the  London,  Chatham,  and  Dover, 
the  South  Eastern  Railway,  and  the  London,  Brighton,  and  South  Coast  Railways, 
carried  bicycles  and  perambulators,  when  accompanied  by  a passenger,  at  a fair  and 
reasonable  rate,  viz  : 12  miles  6 d.,  to  100  miles  2 s.,  and  6 d.  for  every  additional  50  miles, 
they  have  since  that  time  doubled  their  charges  for  the  former,  while  not  increasing  the 
latter,  although  still  requiring  that  bicycles  be  carried  at  owner’s  risk. 

That  the  chief  points  to  which  your  memorialists  beg  to  draw  your  honorable  attention 
are  as  follow  : — 

1.  That  bicycles  though  charged  double  the  rates  of  perambulators  actually  weigh 
no  more,  but  in  most  cases  less. 

2.  That  they  occupy  less  space  in  a guard’s  van, 

3.  That  they  are  always  placed  in  and  removed  from  the  van  by  the  passeno-ers 
themselves,  whereas  perambulators  require  the  services  of  one  or  more  porters. 

4.  That  although  only  weighing  from  30  to  50  lbs.,  bicycles  are  classed  with  and 
charged  at  the  same  rates  as  such  bulky  and  heavy  articles  as  bath  chairs,  velocipedes, 
hawker’s  hand  carts,  street  pianos,  and  ice  cream  carts. 

5.  That  although  bicyclists  are  entitled,  even  if  third  class  passengers  only,  to 
carry  60  lbs.  weight  of  luggage,  they  rarely  have  any  at  all. 

6.  That  although  carried  at  owner’s  risk,  the  charges  are  on  the  leading  lines  as 

follow  Any  distance  up  to  12  miles,  1 s. ; or  in  other  words,  even  for  the 
maximum  distance,  equal  to  a passenger’s  fare,  decreasing  in  proportion  but  gradually 
as  the  distance  is  increased.  ^ 

Thus,  a bicyclist  bringing  his  machine  from  Edinburgh  to  London  has  to  pay  10  s., 
being  one-third  of  a third  class  passenger’s  fare,  while  60  lbs,  weight  of  luggao-e  would  be 
cari'ied  for  him  free,  and  a perambulator  for  one-sixth  of  the  fare.  ° ° 

And  your  meniorialists  pray  that  they  may  be  heard  in  support  of  this  memorial,  or 
that  at  any  rate  it  may  be  received  and  entered  on  the  minutes  of  proceedings  of  your 
honourable  Committee. 

And  your  memorialists  will  ever  pray. 

Signed  on  behalf  of  the  Bicycle  Union, 

JRohert  Thos.  Cork, 

1,  Lombard-street,  E.C.,  1 April  1881.  Honorary  Secretary. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  11. 


PAPERS  handed  in  by  Mr.  James  Brown,  5 May  1881. 


Drapery  Goods. 


London  to  Newport. — Including  Collection  and  Delivery. 


Per  Ton. 

Maximum. 

Excess. 

Per  Cent. 

s. 

d. 

s. 

d. 

s. 

d. 

Mixed  drapery  (owner’s  risk) 

- 

- 

- 

45 

Haberdashery  ... 

- 

- 

- 

45 

_ 

, 33 

8 

11 

4 

25-17 

Woollen  goods  ... 

- 

- 

- 

45 

- 

Heavy  goods  - - . 

Hardware  - - - - 

• 

“ 

35 

35 

— 

■ 

■ 26 

9 

8 

3 

23-57 

Floor  cloths  - - - - 

35 

' 

• 33 

8 

3-8 

Carpets  . - . . 

- 

- 

- 

35 

— 

1 

4 

Furnishing  furniture 

- 

- 

- 

70 

— 

Straw  goods  - - - - 

- 

- 

. 

70 

Fur  trimmings  - _ . 

- 

- 

- 

70 

- 

1 38 

8 

31 

4 

44-75 

Lace  ----- 

70 

— 

Silk 

70 

- 

20  per  cent,  extra  when  insured.  This  is  an  illegal  charge. 


Zinc 


30 


26  9 


3 3 


A usual  charge  for  collection  and  delivery  is  4 s.  per  ton. 


INIanCHESTER  to  Newport. — Including  Collection  and  Delivery. 


Per  T 

on. 

Maximum. 

Excess. 

Per  Cent. 

s. 

d. 

s. 

d. 

s. 

d. 

Mixed  drapery  (owner’s  risk) 

- 

- 

- 

55 

- 

1 

Haberdashery  - - - 

- 

- 

- 

55 

- 

■ 40 

- 

15 

- 

27*27 

Woollen  goods  - - - 

- 

- 

- 

55 

- 

1 

Heavy  goods  - - - 

- 

- 

- 

43 

4 

/ 

6 

5 

10 

13-40 

Hardware  - - - - 

- 

- 

- 

43 

4 

Carpets  - . - - 

- 

- 

- 

43 

4 

40 

- 

3 

4 

7-69 

Floor  cloths  - - - - 

- 

- 

- 

43 

4 

42 

0 

- 

10 

— 

Straw  goods  . - - - 

- 

- 

- 

65 

- 

42 

6 

22 

6 

1 

Fur  trimmings  - - - 

- 

- 

- 

65 

- 

42 

6 

22 

6 

)■  34  61 

Furnishing  furniture 

65 

42 

6 

22 

6 

J 

20  per  cent,  extra  for  insuranee.  An  illegal  cliarge.  Returned  packages  30  s.  per  ton. 
A usual  charge  for  collection  and  delivery  is  4 s.  per  ton. 


Furniture. 


Per  Ton. 

Maximum. 

Excess. 

Per  Cent. 

s.  d. 

s.  d. 

s.  d. 

London  to  Newport,  Station  to  Station  - 

70  - 

38  8 

31  4 

44-75 

When  insured,  20  per  cent,  extra  - 

In  vans,  at  owner’s  risk  ----- 

84  - 

Illegal  charge. 

70  - 

Illegal  without  agreement. 

Birmingham  to  Neavport. 


Springs,  co])])er  sheathing,  hardwares,  charged/ 

Should  be 

Per  Cent. 

25-0 

25  s.,  Station  to  Station  . - - -/ 

Presses  85  s. ; tools  50  s. ; should  be  28  s.  1 d., 
and  20  s. 

20  s. 
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Monmouthshire  Kailway.— Station  to  Station. 


Miles. 

Lots 

of  2 Tons 

5. 

rf. 

s.  d. 

d. 

d. 

S. 

rf 

5, 

5. 

d. 

Ebbw  Vale 

- 

- 

24 

r ^ 

c 

5 10 

10 

10 

11 

8 

13 

4 

IG 

8 

r 

5 - 

7 

G 

8 

4 

10 

— 

11 

8 

16 

8 

Absrbeeg  - 

_ 

15 

3 

9 

In  1870  charged  Is.  G rf. ; 

in  1873  charged  8.«.  4rf. ; 

1 

in  188 

1 chai 

ged 

lOy. 

Abei’carne 

... 

lOi 

’S 

2 

9 

3 4 

G 

8 

8 

4 

10 

- 

11 

8 

15 

- 

Newbridge 

- 

- 

11 

2 

9 

4 2 

7 

G 

8 

4 

10 

- 

11 

- 

15 

10 

It  is  iinpos.sible  to 
state  what  the  per- 

Blaenavon 

- 

- 

IGi 

0 So 
.22  ^ 
n 0 

4 

3 

5 - 

9 

2 

10 

7 

12 

G 

15 

- 

21 

8 

centage  of  these 
cliarges  average 

6 

8 

10 

11 

8 

16 

8 

^ over  and  above  the 

Crumlin  - 

- 

- 

m 

) ca  -I 

3 

3 

4 2 

7 

4 

“ 

/ maximum  charges 

Risca 

- 

- 

1 

10 

2 6 

5 

10 

7 

6 

4 

2 

10 

10 

13 

4 

provided  for  in  the 
Acts;  nevertheless 

^ bo 

9 

10 

11 

8 

13 

20 

it  is  something 

Abersychan 

- 

- 

m 

^ 'S 

S n 

3 

3 

4 2 

■2 

4 

very  consideral>lo. 

Pontypool 

- 

- 

11 

2 

9 

3 4 

7 

G 

8 

4 

9 

2 

12 

G 

15 

- 

Nant-y-glo 

- 

• 

22 

1 

5 

G 

5 10 

10 

- 

10 

10 

12 

G 

15 

1 

20 

6 

Abortillery 

- 

- 

m 

0 

4 

6 

- 

- 

-- 

Blaina 

- 

- 

5 

- 

5 10 

10 

- 

10 

10 

12 

6 

15 

- 

20 

- 

South  Wales. — Station  to  Station. 


Marshfield 

Say  6 

5 

r 2 

- 

5 

- 

G 

8 

7 

6 

10 

- 

15 

- 

- 

Pyle 

- 

38 

12 

8 

7 

6 

10 

- 

13 

4 

18 

4 

26 

8 

45 

- 

Grange  Court 

- 

37 

A 

CO 

12 

4 

6 

8 

12 

6 

15 

- 

18 

4 

22 

6 

28 

4 

Gloucester 

- 

45 

0 

15 

- 

6 

8 

10 

- 

12 

6 

15 

- 

23 

4 

40 

- 

Glyn  Neath 

41 

0 70 

13 

8 

8 

4 

13 

4 

15 

- 

18 

4 

26 

8 

50 

- 

Peterston 

- 

19 

1 2 ~ ' 
/ -w 

0 CO 

6 

4 

4 

0 

8 

4 

10 

12 

6 

15 

“ 

20 

The  above  observa- 
tions are  equally 

Wonlaston 

- 

22 

9 

2 

5 

- 

8 

4 

11 

8 

13 

4 

16 

8 

25 

- 

applicable  liere. 

A ■" 

Tend  u 

- 

35 

11 

8 

6 

8 

11 

8 

14 

2 

17 

6 

21 

8 

26 

8 

Chepstow  - 

- 

17 

S a 
--  0 

5 

8 

3 

9 

7 

6 

10 

“ 

11 

8 

16 

8 

20 

- 

Ely  - - 

- 

14 

ed 

a 

4 

8 

- 

8 

- 

10 

- 

12 

G 

- 

- 

Llantrissant 

- 

23 

A 

H 

7 

8 

- 

10 

- 

11 

8 

14 

2 

- 

- 

SiRHOwY,  Rhymney,  N.  A.  H.,  Monmouth. — Station  to  Station. 


Sirhowy  - - S. 

23 

> 

CJ 

0 

5 

9 

6 

8 

9 

2 

10 

- 

13 

4 

15 

10 

18 

4 

Tredegar  Junction  S. 

13 

0 

< 

3 

3 

5 

- 

7 

6 

9 

2 

10 

10 

13 

4 

16 

8 

Whiterose  - - R. 

15 

tm 

3 

9 

6 

8 

10 

- 

12 

6 

IG 

8 

20 

- 

25 

- 

A 

Penpergwm  - M. 

18 

4 

6 

4 

2 

9 

2 

10 

10 

13 

4 

16 

8 

20 

- 

Abergavenny,  N.  A.  H. 

17 

rs  0 

© 'OQ 

W e 

4 

3 

- 

- 

- 

Treherbert  - R. 

25 

0 

A ^ 

) s « J 

P CJ  ( 

© -(J 

6 

- 

7 

6 

13 

4 

10 

- 

17 

6 

20 

- 

30 

- 

) The  above  observa- 
tions are  equally 
applicable  here. 

Hereford  - N.  A.H. 

40 

10 

- 

7 

6 

13 

4 

15 

10 

19 

2 

23 

4 

30 

- 

Usk  . - - M. 

16 

«5  A 

4 

- 

4 

2 

9 

2 

10 

10 

13 

4 

16 

8 

20 

- 

Ystrad  - - R. 

32 

“2 

S 0 

8 

- 

7 

6 

13 

4 

15 

- 

17 

6 

20 

- 

30 

- 

Machen  - - R. 

8 

cd 

2 

- 

4 

2 

8 

4 

10 

- 

15 

- 

17 

6 

- 

Rhymney  - - R. 

26 

s 

© 

A 

6 

6 

6 

8 

10 

- 

12 

6 

16 

8 

20 

- 

25 

- 

Raglan  - - M. 

20 

H 

5 

- 

5 

- 

10 

- 

11 

8 

15 

- 

18 

4 

22 

6 

0.54.  G 
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Newport  to  Aberbeeg. — 15  Miles.— Station  to  Station. 


Charge. 

Maximum. 

Excess. 

s.  d. 

5. 

d. 

s. 

d. 

Wines  and  Spirits 

- 

- 

- 

- 

- 

7 6 

3 

9 

3 

9 

In  1873,  Advanced  to  - 

- 

- 

- 

- 

- 

8 4 

3 

9 

4 

7 

In  1881,  Delivery  at  Newport 

- 

- 

- 

- 

- 

10  - 

4 

0 

5 

3 

Timber  ...  - 

6 - 

3 

9 

2 

3 

Iron  Rails  were  charged,  Blaenavon  to  Paddington,  12s.  10  d-,  when  4 s.  Sc?,  is  added  to 

New  Cross. 


Stable  Manure. — Station  to  Station. 


Miles. 

Charge. 

Maximum. 

Excess. 

s,  d. 

s.  d. 

s.  d. 

Newport  to  Cardiff  ....  - 

uh 

2 6 

1 6 

1 - 

Marshfield (really  5) 

6 

2 6 

- 9 

1 9 

Portskewit  ...... 

lOi 

^'2 

3 9 

1 8 

2 1 

Waggons  Laden  with  Cattle  or  Sheep  : — 

£.  s.  d. 


From  Carmarthen,  viti  Newport  (88  miles)  to  Hereford  (40  miles)  - - - 2 6 - 

If  from  Carmarthen  to  Newport  only  - - - - - - - - - 323 


A Third  Class  Passenger,  in  charge  to  Hereford  - 7 s.  6 c?.  for  128  miles. 

Ditto  - - ditto  - - Newport  - 8 s.  1 1 c?.  ,,  88  „ 

During  the  Rinderpest  an  extra  charge  of  1 s.  for  Cleaning  Carriages  was  imposed,  and  is  still 
continued. 


Hay. 


From  Newport 

Miles. 

Charge. 

Maxim  um. 

Excess. 

To 

s. 

d. 

5. 

d. 

s. 

d. 

Risca  .... 

- 

H 

7 

6 

1 

9 

5 

9 

Mountain  Ash  ... 

- 

34 

10 

- 

8 

6 

1 

6 

Hirwain  .... 

- 

32 

1 5 

- 

8 

- 

7 

- 

Treherbert  ... 

- 

35 

12 

6 

8 

9 

3 

9 

Aberdare  .... 

- 

30 

10 

- 

7 

6 

2 

6 

Ferndale  .... 

- 

29 

12 

6 

7 

3 

6 

3 

Ystrad  .... 

- 

32 

12 

6 

8 

- 

4 

6 
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Appendix,  No.  12. 


PAPER  handed  in  by  the  Chairman. 


Memorial  of  Oldham  Master  Cotton  Spinners  and  Manufacturers’  Association. 


To  the  Hon.  Evelyn  Ashley,  m.p.,  Chairman  of  Select  Committee,  House  of  Commons,  to  Inquire 

into  the  Question  of  Railway  Freightage  Charges. 

Office,  12,  Clegg-street,  Oldham, 

Sir,  7 May  1881 . 

On  behalf  of  the  above  Association  I am  instructed  to  represent  to  your  Select  Committee  that 
cotton  spinners  here  are  aggrieved  at  the  high  freightage  charges  made  and  paid  between  Liverpool 
and  Oldham  for  the  carriage  of  cotton  by  i-ail.  'I'he  charge  per  ton  from  station  to  station  Is  1 1 s,,  and 
1 s.  3 (/.  per  ton  for  cartage,  making  a total  charge  of  12  s.  3 d.  per  ton  delivered  at  the  mills  in 
Oldham. 

This  is  excessive  : 1st,  As  compared  w th  the  freightage  of  other  commodities  from  Liverpool  to 
Oldham,  which  is  a distance  of  38  miles — 


Bricks  are  charged 

4 .9.  2 d. 

per  ton,  station  to  station. 

Pig  iron  is  ,,  - 

5 s.  4 d. 

5? 

Si 

Bar  iron  - 

7 5.  6 d. 

Si 

Si 

Flags,  stone,  &c.,  are  charged 

5 s.  4 d. 

is 

Si 

Grain  is  chai’ged  - - - 

8 .V.  8 d. 

if 

Cotton  „ , - 

11s. 

Si 

SS 

It  may  be  urged  that  cotton  Is  more  exposed  to  the  risk  of  fire  in  transit  than  such  goods  as  are 
mentioned  above,  but  from  statements  made  by  a number  of  firms  who  have  been  long  in  the  trade, 
the  claims  made  by  them  are  so  small  as  to  be  uuappreciable,  compared  with  the  amounts  paid  by  the 
same  firms  during  same  period  for  freightage. 

Perhaps  1 d.  per  ton  would  cover  all  losses  from  fire  In  transit,  but  this  could  easily  be  ascertained 
by  requiring  the  railway  companies  to  show  receipts  for  amounts  received  by  their  clients  for  these 
losses,  and  comparing  them  with  the  amount  received  for  freightage  charges. 

2nd.  This  charge  is  excessive,  as  compared  with  freightage  charges  for  longer  distances;  e.g. : — 
Hull  to  Oldham,  a distance  of  94  miles. 

Grain  and  potatoes,  13  s.  4 d.  per  ton — 5 s.  5 d.  per  ton  for  38  miles,  or  about  one-half 
Minerals,  9 s.  -id.  ^ler  ton — 3 s.  9 d.  per  ton  for  38  miles,  or  about  one-third  - 
Machinery  for  export,  20  s.  per  ton — 8 s.  per  ton  for  38  miles,  or  3 s.  less  than 
Cotton,  13  s.  9d.  per  ton — 5 s.  6 d.  per  ton  for  38  miles,  or  about  one-half 

Again  — 

London  to  Oldham  ; nearest  route,  191  miles. 

Cement,  17  s.  G d.  per  ton  —3  s.  G d.  per  ton  for  38  miles,  or  less  than  one-third 
Minerals,  18  s.  4 rf.  per  ton  — 3 s.  8 d.  per  ton  for  38  miles,  or  about  one-third 
Grain,  18  s.  4:  d per  ton — 3 s.  8 d.  per  ton  for  38  miles,  or  about  one-third 
Machinery  for  shipment,  27  s.  6 d.  per  ton  —5  s.  G per  ton  for  38  miles,  or  about  one-i 
Cotton,  I 1.  5 s.  per  ton — 5 s.  per  ton  for  38  miles,  or  less  than  one-half  - - - 

The  machinery  for  export  which  goes  to  create  foreign  competition  Is,  therefore,  carried  at  half 
the  rate  per  mile  of  what  is  charged  for  freightage  of  cotton  from  Liverpool  to  Oldham. 

'Z  3rd.  This  charge  is  excessive,  considering  the  enormous  business  done  in  cotton  beiween  Liverpool 
and  Oldham,  compared  with  what  it  was  in  former  years,  and  the  freightage  charges  then  made. 

“ Oldham  to-day  consumes  more  than  one-fourth  part  of  the  whole  quantity  of  raw  cotton  used  in 
Great  Britain,  and  considerably  more  than  one-fifth  of  the  cotton  imported  into  Great  Britain.  The 
yearly  tonnage  to  Oldham  and  district  is  nearly  160,000  tons,  and  the  amount  paid  for  freightage 
and  cartage  is  nearly  100,000/.  a year.  Notwithstanding  this  enormous  business  the  rate  of  freight- 
age has  been  increased  rather  than  decreased.  In  the  year  1852,  when  Oldham  contained  scarcely 
half  the  present  number  of  spindles,  the  freightage  of  cotton  from  Liverpool  to  Oldham  was  6 s.  6 d. 

0 54.  G 2 per 


Freifflitage  of 

o o 

Cotton  from 
Liverpool  to 
Oldham. 


alf  - 


Freightage  of 
Cotton  from 
Liverpool  to 
Oldham, 
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per  ton  ; shortly  after  it  went  up  to  9 s.  per  ton.  In  1866  it  was  10  s.,  and  in  1872  it  was  made  into 
11s.  per  ton,  and  though  since  then  the  increase  in  the  number  of  spindles  has  been  nearly  60  jDer 
cent.,  no  reduction  has  been  made  in  the  rate  of  cotton  freightage. 

We  wish  to  call  attention  here  to  the  fact  that  the  Duke  of  Bridgewater’s  Canal  Act  only  allows 
a maximum  charge  for  cotton  of  6 s.  per  ton  from  Liverpool  to  Manchester,  yet  the  rate  quoted  by 
that  company  for  carriage  of  cotton  between  these  two  places  is  9 s.  per  ton,  and  I am  informed  this 
has  been  charged  to  some  of  the  members  of  this  Association,  11s.  6 d.  being  charged  by  canal  to 
Middleton  Junction,  a place  within  the  limits  of  this  Association.  We  have  to  complain  that  com- 
petition in  the  carriage  of  cotton  is  destroyed  by  the  fact  that  an  agreement  exists  among  the  railway 
companies  which  run  through  Oldham,  namely,  the  Lancashire  and  Yorkshire,  the  London  and  North 
Western,  and  the  Manchester,  Sheffield,  and  Lincolnshire  Railway  Companies,  to  charge  one  uniform 
rate  of  freightage  for  cotton  from  Liverpool  to  Oldham,  which  is  1 1 s.  As  this  Agreement  appears 
to  have  been  acquiesced  in  by  the  canal  company  as  well,  we  have  no  way  of  dealing  with  the  matter 
only  by  falling  into  the  hands  of  the  canal  and  railway  companies,  and  allowing  them  to  charge  such 
rate  as  they  please. 

Under  these  circumstances  we  urge  that  the  rate  for  the  freightage  of  cotton  from  Liverpool  to 
Oldham  should  be  reduced  at  least  one-half,  say  5 s.  6 a.  per  ton.  1 am  instructed  to  say  that  the 
cotton  trade  of  Oldham  is  much  hampered  by  the  present  excessive  rate  of  freightage  for  its  staple 
article,  and  that  we  hope  this  appeal  will  give  us  some  redress. 


Yours,  &c. 

(signed)  Samuel  Andreio,  Secretary. 
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Addition  to 

Cost  of 

Ton  of  Pig 
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T#'  ^ PM  ° 

• • ^2  ‘ ^ 111 
ti  ^ V GO  »-H 

O o 

Excess 
of  Charge 
above 
Rate  from 

1 hrapstone. 

^3  -ri  CO 

.1  III 

cc  CO 

Rate 

from  Tlirapstone  to 

Deepfields. 

3 s.  3 rf.  for  85  miles 

62  chains  ; "45  d. 

per  ton  per  mile  ; 

say  i d. 

- ditto  - - - 

Addition  to 

Cost  of 

Ton  of  Pig 

Iron. 

O 

o 

o 

o 

'’qOO.m  !>►  ■— 1 CMOf-H 

O 

c^COo  ^ CO 

o 

C-i 

O 

Excess 
of  Charge 
above 
Maximum 
Legal 
Charge. 
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^O  Oi  CO  Oi  05  *-H 

<<5—4  1 rH  rH  ^ rH 

Total 

Ma.ximum 

Legal 

Charge. 

. -Hfl  «!♦ 

^ I''  00  O CO  Cl  t>» 

4 • CO  'ft*  PH  l-H  1 

Maximum 

Legal  Charge 

per 

Ton  per  Mile. 

d. 

S.  Valley  - - 1 

L.  & N.  W.  - 

G.  W.  R.  - - H 

Say-  - - ]| 

Say  - - - 1^ 

S.  Valley  - - IJ 

Total 

Charge 

per 

Ton  per 
Mile. 

^3  ^ O III 

Total 

Charge. 

S,  d. 

2 1 

4 6 

5 8 

2 6 

2 11 

2 6 

Charge 

for 

Waggons. 

•«  CO  GO  00 

III 

CO*  1 1 1 

Rate 

Charged  in 

Owners’ 

Waggons. 

s,  d. 

1 7 

3 10 

(IT  d.  per  ton 
per  mile.) 

5 - 

Distance. 

m.  ch. 

6 51 

39  52 

47  0 

9 2 

7 72 

4 2 

To 

Deepfields 

Deepfields  ... 

- ditto  - . - 

Birmingham  ( Monument- 
lane). 

Brettellham  - - . 

Dudley  - . - - 

From 

COAL: 

Round  Oak  ... 

IRONSTONE: 
Chatterley  - 

Froghall  . . - 

PIG  IRON : 

Deepfields  - - - 

Ditto  - . - 

Ditto  • - . 
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Appendix,  No.  14. 


PAPERS  handed  in  by  Mr.  py.  A.  Hunter,  5 May  1881. 


THE  CHELMSFORD  RATE  BOOK. 


Between  Chelmsford 

MINERAL  CLASS. 

SPECIAL  CLASS. 

Actual  Charge  for 

A.  B.  and  C. 

Maximum  Rate 
for  A.  B.  C. 

Actual  Charge 
for  I).  E.  F. 

Maxi 

mum 

for 

D. 

Excess 

upon 

D. 

Maxi- 

mum 

for 

E. 

Excess 

upon 

E. 

Maxi- 

mum 

for 

F. 

Excess 

upon 

F. 

4 Ton 
Lots. 

Under 

4 Tons. 

1 Ton 
Lot. 

- 

- 

2 Ton 
Lots. 

Under 

2 Tons. 

s. 

a. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

5. 

d. 

s. 

(/. 

s. 

d. 

s. 

d. 

6. 

d. 

s. 

d. 

5. 

d- 

s. 

d. 

8. 

d. 

With  am 

- 

2 

_ 

3 

9 

3 

9 

10^ 

1 

~ 

1 

U 

3 

9 

8 

4 

1 

2 

4 

2 

1 

6 

3 

8 

1 

11 

3 

5 

1 

Brentwood 

. 

. 

. 

2 

3 

4 

7 

4 

7 

1 

1 

1 

3 

1 

0 

4 

7 

9 

2 

1 

6 

4 

8 

2 

- 

4 

2 

2 

5 

3 

9 

2 

Maldon 

- 

- 

. 

2 

6 

5 

5 

5 

5 

1 

5 

1 

7 

1 

10 

.»> 

5 

10 

10 

1 

10 

6 

2 

6 

5 

4 

3 

4 

9 

3 

Braintree  - 

- 

- 

2 

7 

6 

8 

e 

8 

1 

H 

1 

8 

1 

11 

6 

8 

10 

10 

1 

4 

5 

It 

2 

7 

5 

3 

3 

2 

4 

8 

4 

Romford  - 

- 

. 

. 

o 

9 

6 

8 

6 

8 

1 

8 

1 

10 

2 

2 

6 

8 

10 

10 

f 2 

2 

5 

G 

2 

11 

4 

11 

3 

9 

4 

1 

5 

Colchester 

. 

- 

3 

3 

7 

0 

7 

0 

2 

1 

2 

4 

2 

9 

7 

G 

12 

G 

o 

9 

G 

9 

3 

8 

5 

10 

4 

7 

4 

11 

6 

Great  Bentley 

- 

. 

- 

3 

1 

9 

2 

9 

2 

2 

11 

3 

3 

3 

11 

9 

2 

14 

2 

3 

U 

7 

3 

5 

3 

5 

11 

G 

6 

4 

8 

7 

Melford 

- 

- 

3 

1 

9 

2 

0 

2 

2 

n 

3 

3 

3 

11 

9 

2 

12 

G 

3 

11 

5 

7 

5 

3 

4 

3 

G 

G 

3 

8 

Ipswich 

- 

- 

4 

7 

10 

- 

10 

3 

8 

4 

1 

5 

9 

10 

- 

15 

10 

5 

9 

7 

6 

G 

6 

4 

8 

2 

4 

8 

9 

Lavenham 

- 

- 

4 

4 

10 

- 

10 

- 

3 

6 

3 

10 

4 

S 

10 

- 

15 

10 

4 

8 

8 

2 

0 

2 

0 

8 

7 

9 

5 

1 

10 

Great  Chester 

- 

_ 

5 

10 

10 

10 

10 

10 

4 

6 

5 

- 

G 

- 

10 

10 

17 

G 

6 

- 

10 

t) 

8 

8 

5 

10 

5 

5 

11 

Stowmai'ket 

- 

- 

.5 

5 

11 

8 

1 1 

8 

4 

8 

5 

3 

6 

4 

11 

8 

17 

G 

6 

4 

8 

2 

8 

5 

6 

1 

10 

6 

4 

_ 

12 

Framlingham 

- 

- 

5 

5 

13 

4 

13 

4 

5 

8 

6 

4 

7 

7 

13 

4 

17 

6 

7 

7 

G 

U 

10 

2 

5 

4 

12 

8 

i 

10 

13 

Aldehiirgh 

. 

- 

- 

5 

8 

13 

4 

13 

4 

6 

6 

7 

2 

8 

8 

13 

4 

19 

2 

8 

8 

7 

6 

1 1 

7 

3 

7 

14 

4 

1 

10 

14 

Norwich  - 

- 

- 

6 

6 

10 

iu 

10 

10 

8 

- 

8 

4 

10 

9 

10 

10 

20 

- 

10 

9 

G 

3 

14 

4 

2 

8 

17 

4 

15 

Stow 

• 

- 

7 

- 

13 

4 

13 

4 

8 

7 

9 

5 

i 

5 

13 

4 

22 

6 

11 

5 

9 

15 

3 

5 

3 

19 

1 

1 

n 

16 

Ajlsham  - 

- 

7 

9 

14 

2 

14 

2 

9 

8 

10 

10 

13 

- 

14 

2 

24 

o 

13 

- 

9 

2 

17 

4 

4 

10 

21 

7 

_ 

7 

17 

Walton-on-Naze 

- 

- 

4 

8 

10 

- 

10 

- 

3 

9 

4 

2 

a 

1 

10 

- 

15 

10 

5 

7 

9 

G 

9 

6 

1 

8 

5 

4 

5 

18 

Needham  - 

- 

. 

5 

o 

10 

10 

10 

10 

4 

5 

4 

11 

5 

10 

In 

10 

16 

8 

5 

10 

7 

10 

7 

10 

5 

10 

9 

9 

3 

11 

19 

Higham 

- 

- 

5 

5 

11 

8 

11 

8 

5 

1 

5 

8 

6 

lO 

11 

8 

17 

C 

C 

10 

7 

10 

9 

2 

5 

4 

11 

6 

3 

_ 

20 

Cambridge 

- 

. 

. 

6 

5 

12 

6 

12 

6 

5 

6 

6 

1 

7 

4 

12 

G 

17 

() 

7 

4 

7 

2 

9 

9 

4 

9 

12 

2 

2 

4 

21 

Newmarket 

- 

- 

- 

5 

f) 

13 

4 

13 

4 

5 

10 

0 

6 

7 

10 

13 

4 

18 

4 

7 

10 

7 

6 

10 

G 

4 

10 

13 

1 

2 

3 

22 

Beccies 

- 

- 

. 

6 

3 

13 

4 

13 

4 

7 

4 

8 

2 

9 

2 

13 

4 

20 

10 

9 

2 

8 

8 

13 

2 

5 

8 

16 

6 

I 

4 

23 

Lowestoft  - 

- 

- 

- 

6 

9 

13 

4 

13 

4 

8 

S 

9 

1 

11 

- 

13 

4 

22 

6 

11 

> 

8 

6 

14 

7 

4 

il 

18 

5 

J 

1 

24 

Yarmouth 

- 

- 

- 

7 

3 

13 

4 

13 

4 

9 

- 

10 

- 

12 

13 

4 

22 

G 

12 

_ 

7 

G 

15 

10 

3 

8 

19 

9 

25 

Peterborough 

* 

• 

7 

9 

14 

2 

14 

2 

9 

10 

8 

12 

10 

14 

2 

24 

2 

12 

10 

8 

4 

17 

2 

4 

21 

6 

• 

26 

A.  — Coals. 

B.  — Coke,  cinder*,  cannel,  culm,  slack. 

C.  -Dung,  compost,  ungmu  .d  (^oprolites;  tiles  (common  roofing,  diaining  or  paving);  common  slates;  clay  j sand  ; common  and  fire  bricks;  lime  and 
limesto  le  ; stones  for  building,  pitching,  .and  paving. 

D.  — Ai  lificial  manure,  uni'round  bones  (in  bulk) ; salt  for  agricultural  purposes  and  curing  fish. 

E.  — Guano,  ground  bones, ground  coprolites  ; pitch,  tar,  asphaltum. 

F.  — Flour;  oilcake;  malt;  ol  1 potatoes;  rice;  anvilsj  lead  ; loose  chains  ; chain  cables;  ordinary  dyewoods  ; timber;  corn  and  grain  also,  except  that 
under  25  miles  the  maximum  is  2 d.  per  ton  per  mile. 

G.  — gait  for  domestic  purposes  ; damageable  ir»)n  ; sheet,  rod,  or  lump  iron  ; timber. 

H.  — Sugar  (in  casks,  bags  or  cases,  raw  or  refined)  ; sugar  (lump,  in  casks,  boxes  or  hampers)  ; saltpetre  ; oil  in  cask.s  (ordinary,  lubricating,  not  burning)  ; 
ale  and  beer  (in  ca^ks;  ; hoofs  and  horns  (packed)  ; bon*-?  packed  (intt  for  manure  or  size)  ; tallow  : molasses ; rags ; crush  turpentine  in  cask^ ; vinegar  in 
casks  ; sheep.skins  in  casks  ; earthenware,  bottles  or  jars  (packed)  ; paper  (coarse,  for  wrapping  goods  or  punting  newspapers)  ; iron  nails. 


Total  Number  of  Stations  given  in  Table — 26. 


Number  of 
Stations  to  which 
Overcharge  is 
made. 

Minimum 

Overcharge. 

Maximum 

Overcharge. 

Mineral  Class : 

d. 

8.  d. 

A. — Under  i tons 

- 

- 

- 

- 

- 

- 

- 

20 

2 

11 

7 8 

B. — Under  4 tons 

- 

- 

- 

- 

- 

- 

- 

26 

2 

9 

7 - 

C. — Under  4 tons 

- 

• 

- 

- 

- 

- 

- 

26 

2 

7 

5 4 

D. — Under  2 tons 

- 

- 

- 

- 

- 

- 

- 

26 

4 

2 

10  6 

E. — Under  2 tons 

- 

- 

- 

- 

- 

- 

- 

26 

3 

8 

8 5 

F. — Under  2 tons 

- 

- 

- 

- 

- 

- 

- 

23 

- 

7 

5 5 

G.—  - 

26 

3 

8 

8 5 

H.—  - 

23 

- 

7 

6 5 

I.—  - 

26 

2 

8 

9 10 

K.—  - 

20 

5 

1 

12  5 

L.—  - 

20 

5 

9 

13  9 

M.—  - - - 

24 

I 

- 

7 8 

N.—  - 

20 

7 

- 

11  10 

SELECT  COMMITTEE  ON  RAILWAYS, 
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Appendix,  No.  14. 


PAPERS  handed  in  by  Mr.  W.  A.  Hunter,  5 May  1881. 


THE  CHELMSFORD  RATE  BOOK. 


U L A S 

S I. 

CLASS 

II. 

CLASS 

III. 

CLASS 

IV. 

CLASS 

V. 

Actual 

Charge 

Maxi- 

m u rn 

Exce.ss 

Maxi- 

mum 

Excess 

Actual 

Charge 

Maxi- 

mum 

Excess 

Actual 

Charge 

Maxi- 

mum 

Exces." 

Actual 

Charge 

Maxi- 

mum 

Excess 

Maxi- 

mum 

Excess 

Actual 

Charge 

Maxi- 

mum 

Excess 

for 

for 

upon 

for 

upon 

for 

for 

upon 

for 

for 

upon 

for 

for 

upon 

for 

upon 

for 

for 

upon 

G. 

H. 

G. 

G 

H. 

H. 

I 

K. 

K. 

K. 

L. 

M. 

1 

I 

aM. 

M. 

N. 

N. 

N. 

s. 

d. 

s. 

d 

s. 

d. 

s. 

d. 

8. 

d. 

5. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

d. 

8. 

d. 

8. 

d. 

s. 

d. 

8. 

d. 

8. 

d. 

8. 

d. 

s. 

d. 

1 

8 

4 

\ 

6 

3 

8 

1 

11 

3 

5 

8 

9 

1 

11 

3 

10 

10 

1 

11 

1 

8 

1 

11 

5 

9 

3 

4 

8 

15 

- 

3 

_ 

8 

- 

2 

y 

2 

2 

- 

4 

2 

2 

5 

3 

9 

9 

7 

2 

5 

4 

2 

10 

10 

2 

5 

5 

5 

15 

- 

2 

5 

8 

7 

3 

11 

7 

1 

18 

4 

3 

11 

10 

5 

d 

10 

10 

2 

6 

5 

4 

3 

1 

9 

( 

3 

3 

5 

•4 

11 

K 

3 

5 

7 

1.5 

- 

3 

1 

7 

11 

4 

4 

G 

1 

18 

4 

4 

n 

9 

5 

4 

10 

10 

2 

7 

5 

3 

3 

2 

4 

8 

12 

1 

3 

•> 

5 

1 1 

12 

6 

3 

2 

G 

4 

IG 

8 

3 

2 

9 

6 

5 

1 

7 

7 

20 

- 

5 

i 

10 

11 

f) 

lU 

10 

2 

n 

4 

11 

3 

9 

4 

1 

12 

3 

0 

5 

4 

13 

4 

3 

9 

6 

7 

IG 

8 

3 

9 

8 

11 

5 

10 

G 

10 

•40 

- 

5 

10 

10 

2 

6 

12 

0 

3 

8 

5 

10 

4 

7 

4 

n 

13 

9 

4 

7 

G 

2 

1.5 

- 

4 

7 

7 

5 

18 

4 

4 

7 

9 

9 

7 

4 

7 

- 

21 

8 

7 

4 

10 

4 

7 

u 

0 

5 

3 

5 

11 

G 

6 

4 

8 

7 

1 

0 

6 

7 

7 

20 

- 

G 

C 

10 

6 

21 

8 

6 

0 

11 

2 

10 

5 

7 

2.5 

_ 

10 

5 

10 

7 

8 

12 

0 

6 

3 

4 

3 

G 

6 

3 

- 

13 

9 

0 

0 

4 

3 

15 

10 

G 

6 

0 

4 

21 

8 

G 

6 

1 1 

2 

10 

5 

7 

3 

25 

10 

5 

10 

7 

<J 

15 

10 

G 

6 

G 

4 

8 

2 

4 

8 

18 

9 

8 

2 

7 

7 

21 

8 

8 

2 

10 

G 

2i 

4 

8 

2 

1 1 

2 

1.3 

G 

4 

2G 

8 

13 

. 

9 

8 

10 

15 

10 

6 

2 

G 

8 

7 

9 

5 

1 

18 

9 

7 

9 

8 

- 

21 

8 

7 

9 

10 

I 1 

23 

4 

7 

9 

9 

7 

12 

4 

7 

- 

2G 

8 

12 

4 

10 

4 

11 

17 

6 

8 

1 

8 

5 

10 

1 

G 

5 

21) 

5 

10 

1 

9 

4 

43 

4 

10 

1 

12 

3 

25 

10 

10 

1 

13 

9 

10 

2 

7 

8 

30 

- 

16 

2 

11 

10 

12 

17 

G 

8 

5 

9 

1 

10 

G 

4 

20 

5 

10 

6 

6 

11 

43 

4 

lu 

G 

9 

10 

2) 

6 

10 

G 

12 

2 

16 

10 

5 

10 

30 

16 

10 

9 

2 

13 

17 

6 

10 

2 

4 

4 

12 

8 

1 

10 

20 

5 

12 

8 

4 

9 

•43 

4 

12 

8 

7 

8 

28 

4 

12 

8 

11 

8 

•40 

3 

4 

1 

33 

4 

•40 

3 

9 

1 

14 

19 

2 

11 

7 

4 

7 

14 

4 

1 

10 

23 

9 

14 

4 

G 

5 

•47 

G 

14 

4 

10 

2 

28 

4 

14 

4 

10 

- 

‘43 

1 

1 

3 

35 

- 

23 

i 

7 

11 

15 

20 

14 

4 

2 

8 

17 

4 

24 

2 

17 

4 

3 

G 

•47 

6 

17 

4 

7 

2 

35 

- 

17 

4 

13 

8 

28 

8 

2 

4 

40 

- 

28 

8 

7 

4 

Ki 

22 

G 

15 

3 

G 

3 

19 

1 

2 

5 

25 

5 

19 

1 

5 

4 

31 

8 

19 

I 

11 

7 

35 

- 

19 

1 

13 

9 

30 

0 

2 

G 

41 

8 

30 

6 

9 

2 

17 

24 

2 

17 

4 

5 

10 

21 

7 

- 

7 

30 

5 

21 

7 

9 

lu 

35 

- 

21 

7 

16 

5 

.10 

8 

21 

7 

13 

1 

36 

7 

43 

4 

34 

7 

8 

9 

18 

15 

10 

6 

9 

G 

1 

8 

5 

4 

5 

18 

9 

8 

5 

7 

i 

•41 

8 

8 

3 

10 

3 

25 

- 

8 

5 

12 

7 

13 

6 

7 

6 

28 

4 

13 

G 

10 

10 

19 

IG 

8 

7 

10 

5 

10 

9 

9 

3 

1 1 

18 

9 

9 

•) 

G 

- 

21 

8 

9 

9 

8 

1 1 

45 

10 

9 

9 

)2 

1 

15 

8 

6 

2 

30 

- 

15 

8 

10 

i 

20 

17 

6 

9 

2 

5 

4 

11 

G 

3 

- 

20 

5 

It 

6 

5 

1 I 

43 

4 

1 1 

G 

8 

10 

2) 

8 

11 

6 

11 

2 

18 

4 

4 

2 

31 

8 

18 

4 

9 

4 

21 

17 

G 

9 

9 

4 

9 

12 

2 

2 

4 

20 

5 

12 

2 

5 

3 

23 

4 

12 

2 

8 

2 

26 

8 

12 

2 

10 

G 

19 

6 

3 

2 

31 

8 

19 

6 

8 

2 

22 

18 

4 

10 

G 

4 

10 

13 

1 

2 

3 

22 

1 

13 

t 1 

() 

- 

20 

8 

13 

1 

10 

7 

28 

4 

13 

1 

1-4 

3 

21 

- 

3 

4 

33 

4 

21 

- 

8 

4 

23 

21' 

10 

13 

3 

5 

8 

le 

6 

1 

4 

•23 

9 

IG 

0 

4 

3 

30 

- 

18 

6 

10 

G 

.11 

8 

16 

6 

11 

•2 

26 

2 

1 

G 

38 

4 

2G 

2 

8 

2 

24 

22 

6 

14 

7 

4 

11 

18 

5 

1 

1 

•45 

5 

18 

5 

4 

- 

31 

8 

IS 

5 

10 

3 

35 

- 

18 

5 

12 

7 

29 

2 

1 

10 

40 

- 

29 

2 

6 

10 

.»5 

22 

6 

15 

10 

3 

8 

19 

9 

- 

25 

5 

19 

9 

2 

8 

31 

8 

19 

9 

8 

11 

3(> 

8 

19 

9 

12 

11 

31 

8 

1 

- 

43 

4 

31 

8 

7 

8 

26 

24 

2 

17 

2 

4 

21 

G 

” 

30 

5 

2t 

0 

5 

11 

35 

21 

G 

10 

G 

3G 

8 

•41 

G 

11 

2 

34 

4 

43 

4 

34 

4 

7 

“ 

f. — Sends  (ai^ricuUural  and  field),  under  2.1  miles  2rf.  per  ton  per  mile  ; cheese  (packed  in  hampers,  boxes,  casks  or  cases);  butter  (in  casks,  or  boxes,  or 
tubs  with  lids);  bacon  and  hams  (cured,  packed;;  hoops  and  horns  (loose);  l)ones  (loose,  not  for  manure) ; certain  oils  in  casks  ; dressed  fiax  (packt-d  in 
bags  or  wrappers)  and  undressed  flax  ; spirits  of  turpentine  m casks  ; leather  (undressed,  and  soling);  paper  or  reels  for  printing  ; earthenware  in  casks  or 
crates;  eartlienwaiv  impoi  ted  or  exported  in  cases  or  boxes  » copper;  vices. 

K.  — Racon  (cured,  loose) ; hops  ; flax,  dressed  (not  packed)  ; dressed  leather  ; leather  in  cases  or  crates  ; hides  (green  or  market) ; fine  paper  ; earthenware 
in  hampers;  Manchester  packs;  hardw.ire  in  packages  or  cases  ; cotton  wool  (dressed  and  carded)  ; cotton  and  linen  cloth  (packed) ; wine  and  spirits  (ii. 
casks). 

L.  — Cheese  (loose) ; cream  cheese  ; earthenware  in  returned  casks  or  crates  ; cotton,  woollen,  and  worsted  goods ; cotton  and  linen  cloth  (not  packed). 

M.  — Fresh  meat;  raspberries  and  strawberries;  hay  (minimum  Ijton,  S.  to  S.) ; straw  (minimum  1 ton,  S.  to  S.) ; tea  in  bags  ; toys;  window  and  other 
glass  ; hats  or  caps  (sort  felts,  in  crates) ; earthenware  in  boxes. 

M.-^Furniture  (packed  in  cases,  crates,  frames,  or  on  flats) ; shoes  ; hats  ; musical  instruments. 


EXCEPTIONAL  Station  to  Station  Rates. 


Or.ain. 

Oilcakes. 

Wool. 

Flour. 

Beer. 

Between  Chelmsford 

Actual 
Charge 
per  Ton. 

Maxi- 

mum. 

Actual 
Charge 
per  Ton. 

Maxi- 

mum. 

Actual 
Charge 
per  Ton. 

Maxi- 

iMum. 

Actual 
Charg'e 
per  Ton. 

IMaxi- 

!iium. 

Actual 
Charge 
per  Ton. 

Maxi- 

mum. 

and 

s.  d. 

s.  d. 

s.  d. 

s. 

d. 

s.  d. 

s,  d. 

s. 

d. 

s. 

d. 

s.  d. 

5.  d. 

Witham  - 

- 

- 

- 

- 

- 

- 

8 

4 

1 11 

— 

- 

— 

- 

4 ton  lots. 

Brentwood 

- 

• 

3 

9 

2 6 

- 

7 

6 

2 5 

— 

- 

— 

4 ton  lots. 

Romford  - 

- 

. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

5 - 

3 9 

Maid  on 

- 

- 

3 

9 

3 1 

- 

9 

2 

3 1 

— 

- 

— 

- 

5 ton  lots. 

4 ton  lots. 

Delivered. 

Colchester 

- 

- 

- 

- 

- 

5 5 

4 

7 

11 

8 

4 7 

5 10 

4 7 

10  - 

4 7 

2 ton  lots. 

Braintree  - 

- 

- 

4 

7 

2 7 

4 7 

3 

2 

9 

2 

3 2 

— 

- 

— 

- 

Mel  ford 

- 

- 

7 

1 

6 6 

7 1 

6 

6 

- 

— 

- 

— 

- 

Ipswich 

- 

- 

- 

- 

- 

7 6 

8 

2 

15 

10 

8 2 

— 

- 

— 

- 

r 

8 4 

Norwich  - 

- 

- 

- 

- 

) 

~ \ 

2 ton  lots. 

9 2 

4 

- 

““ 

Less  than 

— 

1 ton. 

Beccles 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

18  4 

16  6 

5 ton  lots. 

Lowestoft  - 

- 

• 

- 

- 

8 4 

18 

5 

- 

— 

- 

— 

- 

Yarmouth 

- 

- 

- 

- 

- 

9 7 

19 

9 

- 

— 

— 

Cambridge 

" 

• 

7 6 

12 

2 

" 

Lowestoft,  Salt  in  bags,  4 ton  lots,  lOx.  lOrf.  j maximum,  11  s.  Yarmouth,  Salt  in  bags,  4 ton  lots,  11s.  8'/. ; maximum,  12g, 


G 4 


0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


TIIETFORD  RATE  BOOK. 


STATION 

TO  S T A T I 

ON  RATES. 

MINE 

RAL  CLASS. 

SPECIAL  CLASS. 

Actual  Charge. 

Maximum  Rates, 

Actual  Charge. 

Maximum  Rates, 

4 Ton  1 

Under 

2 Ton 

Under 

Lots.  1 

4 Tons. 

Lots.  1 

2 Tons. 

A.  B.  C. 

A.  B. 

c. 

A 

B. 

C. 

D.  E. 

F. 

D.  E. 

F. 

D, 

E. 

F. 

s. 

r7. 

8. 

d. 

5, 

<1. 

s. 

d. 

S.  (1. 

s. 

d. 

g. 

ti. 

s.  d. 

8. 

d. 

8. 

d 

Barnham 

- 

- 

- 

. 

1 

<J 

2 

U 

- 

7 

- 

8 

- 9 

2 

11 

7 

6 

- 9 

1 

- 

1 

3 

Brandon  - 

. 

1 

11 

3 

5 

- 

8 

- 

9 

- 11 

3 

5 

7 

G 

- 11 

1 

3 

1 

6 

Stow  Bedon 

_ 

. 

2 

2 

3 

9 

I 

1 

1 

1 3 

3 

9 

9 

2 

1 3 

1 

9 

2 

2 

Lakenhealli 

. 

. 

. 

2 

2 

4 

7 

1 

1 

1 

2 

1 5 

4 

7 

9 

2 

1 5 

I 

10 

2 

4 

Bury  Sf.  Edmunds 

- 

. 

- 

2 

3 

4 

7 

1 

2 

1 

3 

1 G 

4 

7 

9 

2 

1 G 

2 

- 

2 

6 

Attleborough 

- 

- 

- 

- 

2 

6 

6 

5 

1 

5 

! 

7 

1 10 

5 

6 

10 

10 

1 10 

2 

5 

3 

- 

Thurston  - 

. 

. 

.. 

2 

7 

0 

8 

1 

G 

i 

8 

2 - 

6 

8 

10 

10 

2 - 

2 

8 

3 

4 

Higham  - 

2 

10 

7 

6 

1 

9 

1 

11 

2 4 

7 

6 

11 

8 

2 4 

3 

1 

3 

10 

Wymondhum 

- 

- 

- 

- 

3 

- 

7 

f> 

1 

11 

2 

2 

2 7 

7 

6 

11 

8 

2 7 

3 

5 

4 

3 

Ely  - 

3 

3 

7 

6 

2 

3 

2 

G 

3 1 

7 

G 

12 

0 

3 1 

3 

n 

5 

- 

1 

Thuxlon  - 

. 

. 

. 

- 

3 

7 

8 

4 

2 

7 

2 

11 

8 5 

8 

4 

13 

4 

3 5 

4 

7 

5 

9 

1 

Six  Mile  Bottom 

. 

. 

- 

4 

- 

0 

2 

3 

1 

3 

5 

4 1 

Q 

2 

15 

- 

4 1 

5 

6 

6 

10 

1 

Bownhnm 

. 

. 

. 

. 

4 

3 

9 

2 

3 

3 

3 

9 

4 6 

0 

2 

15 

10 

4 6 

G 

- 

7 

5 

1 

Salhouse  - 

. 

. 

4 

4 

10 

- 

3 

5 

3 

10 

4 7 

10 

- 

1.5 

10 

4 7 

6 

1 

7 

8 

1 

Ipswich  - 

_ 

. 

. 

- 

4 

5 

IU 

- 

3 

7 

3 

11 

4 8 

10 

- 

15 

10 

4 8 

6 

3 

7 

10 

1 

Wroxham 

. 

. 

. 

. 

4 

7 

10 

- 

3 

9 

4 

2 

5 - 

10 

- 

15 

10 

5 - 

G 

8 

8 

4 

1 

Wisbech  • 

4 

11 

10 

10 

4 

3 

4 

7 

5 6 

10 

10 

IG 

8 

5 6 

7 

3 

9 

1 

1 

Colchester 

. 

- 

- 

5 

5 

10 

10 

4 

6 

5 

- 

6 - 

10 

10 

17 

G 

c - 

8 

- 

10 

- 

I 

Peterborough 

- 

. 

• 

. 

5 

5 

10 

10 

4 

9 

0 

3 

(i  3 

10 

10 

17 

c 

6 3 

8 

4 

10 

5 

1 

Yarmouth 

- 

. 

- 

. 

5 

5 

11 

8 

4 

9 

5 

3 

' G 4 

11 

8 

17 

G 

6 4 

8 

5 

10 

6 

2 

Lowestoft 

. 

. 

5 

5 

11 

8 

5 

I 

5 

7 

6 9 

(1 

8 

17 

G 

6 9 

8 

11 

11 

2 

2 

Great  Bentley 

. 

. 

- 

. 

6 

5 

12 

0 

5 

5 

0 

- 

7 2 

12 

6 

17 

6 

7 2 

9 

6 

11 

li 

2 

Maldon  - 

5 

12 

6 

5 

4 

5 

II 

7 2 

12 

G 

17 

0 

7 2 

9 

0 

11 

10 

2 

Brentwood 

. 

. 

• 

. 

5 

9 

13 

4 

G 

9 

7 

0 

9 - 

13 

4 

19 

2 

9 - 

11 

11 

14 

11 

2 

Herlfoid  - 

6 

4 

13 

4 

7 

7 

3 

5 

10  2 

1 

4 

20 

10 

1 10  2 

1 

13 

6 

10 

10 

2 

A.  — Copjls. 

B.  — Coke,  cinders,  cannel,  culm,  slack. 

C.  — D'lng,  compost,  unground  coproiites  ; tiles  (common  roofing,  draining  or  paving) ; common  slates  ; clay ; sand  ; common  and  fire  bricks ; lime 

and  limeslot:e  ; stones  for  building,  pitching,  ai  d paving. 

D.  — Ariificial  manure,  unground  bones  (in  bulk)  ; salt  for  agricultural  purposes  and  curing  fish. 

E.  — Guano,  ground  bones,  ground  coproiites  ; pitch,  tar,  asphalcuin. 

F.  Flour  ; oilcake  ; malt ; old  p.itatoes  ; rice  ; anvils  ; lead  ; loose  chains  ; chain  cables  ; ordinary  dyewoods  ; corn  and  grain  also,  except  that  under 

25  miles  the  maximum  is  2 rf.  per  ton  per  mile. 

G.  — l^alt  f -r  domestic  purposes,  damageable  iron,  sheet,  rod,  or  lioop  iron  ; timber,  but  sec  Exceptions. 

H.  — Sugar  (in  casks,  bags  or  cases,  raw  or  refined);  su^ar  (lump,  in  casks,  boxes  or  hampers);  saltpetre;  oil  in  casVs;  (ordinary,  lubricating,  not 

burning)  ; ale  and  beer  (in  cask?)  ; hoofs  and  horns  ([lacked)  ; bones  packed  (not  for  manure  or  size)  ; tallow  ; molasses;  rags  ; crushed  turpentine 
in  casks  ; vinegar  in  casks  ; sheepskins  iu  casks  ; earthenware,  bottles  or  jars  (packed)  ; paper  (coarse,  for  wrapping  goods  or  pruning  newspaxiers) ; 
iron  nails. 


TABLE  showing  Extent  of  Overcharges  on  the  several  Groups  of  Articles,  and  the 

Number  of  Stations. 


Total  Number  of  Stations — 25. 


CLASS  OF  GOODS. 

Number  of 
Stations 
Overcharged. 

Minimum 

Overcharge. 

Maximum 

Overcharge. 

s. 

d. 

s. 

d. 

A.— 

In  4 ton  lots  - - . . 

22 

- 

4 

1 

3 

B.— 

Ditto  ----- 

20 

- 

2 

1 

2 

C.— 

Ditto  ----- 

11 

- 

2 

1 

- 

A.— 

Less  than  4 ton  lots  - - - 

- 

- 

- 

25 

2 

4 

7 

I 

B.— 

Ditto  ----- 

25 

2 

3 

6 

6 

C.— 

Ditto  ----- 

25 

2 

2 

5 

4 

D.- 

-In  2 ton  lots  - - . - 

25 

2 

2 

7 

2 

E.- 

Ditto  ----- 

24 

I 

5 

3 

9 

F.— 

Ditto  ----- 

23 

- 

8 

3 

8 

D.- 

-Less  than  2 ton  lots  - - - 

- 

- 

- 

25 

3 

7 

10 

7 

E.- 

Ditto  ----- 

25 

3 

3 

8 

3 

F.— 

Ditto  ----- 

25 

3 

- 

6 

8 

G.- 

Ditto  ----- 

25 

3 

3 

8 

3 

II.- 

Ditto  ----- 

25 

1 

- 

6 

6 

I.- 

Ditto  ----- 

25 

4 

1 

9 

7 

K.- 

Ditto  ----- 

25 

4 

8 

12 

6 

L.- 

Ditto  ----- 

25 

6 

4 

13 

8 

M.- 

Ditto  ----- 

25 

5 

3 

9 

4 

N.- 

Ditto  ----- 

25 

7 

5 

12 

8 

SELECT  COMMITTEE  ON  RAILWAYS, 
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c 

A 

R T E 

D 

A N 

D 

u 

E L I V E 

RED 

R 

ATE 

s. 

CLASS 

I. 

C 

.ASS 

11. 

CLASS 

III. 

CLASS 

IV. 

CLASS 

V. 

Excess 

Excess, 

Excess, 

Excess 

Excess 

Actual 

Maxi- 

Maxi- 

allow- 

Actual 

Maxi- 

allow- 

Actual 

Maxi- 

allow- 

Actual 

Maxi- 

allow- 

Maxi- 

allow- 

Actual 

Excess. 

ing 

for 

ing  for 

ing 

for 

ing  for 

ing  for 

ii.g  for 

Charge. 

raum. 

mum. 

Ter- 

Charge. 

mum. 

Ter- 

Charge. 

mum. 

Ter- 

Charge. 

mum. 

Ter- 

mum. 

Ter- 

Chai'ffe. 

mum. 

Ter- 

miuals 

minals. 

minals. 

minals 

minals. 

minals. 

G. 

H. 

G. 

G. 

H. 

H. 

I. 

I. 

1. 

K. 

K. 

K. 

L. 

M. 

L. 

M. 

M. 

M. 

N. 

N. 

N. 

s. 

d. 

8. 

d. 

8. 

d. 

s. 

d. 

8. 

d. 

s. 

d. 

8. 

d. 

s. 

d. 

s. 

d. 

8.  d. 

8. 

d. 

s. 

d. 

8.  d. 

8. 

d. 

8. 

d. 

8. 

d. 

8, 

d. 

8. 

d. 

s.  d. 

1 

7 

0 

1 

- 

5 

- 

1 

3 

2 

3 

8 

9 

1 

3 

6 

8 

9 

1 3 

0 

- 

10 

- 

1 3 

G 

0 

2 

- 

6 

- 

11 

8 

2 

_ 

7 8 

2 

7 

G 

1 

3 

3 

3 

1 

6 

3 

- 

8 

9 

1 

G 

4 

3 

9 

2 

1 C 

4 

8 

11 

8 

I G 

6 

4 

2 

5 

5 

3 

11 

2 

2 

5 

7 9 

3 

9 

2 

1 

9 

4 

5 

2 

2 

4 

- 

9 

7 

2 

2 

4 

5 

10 

10 

2 2 

.5 

8 

U 

2 

2 2 

8 

- 

3 

5 

6 

9 

17 

6 

3 

5 

10  1 

4 

9 

2 

1 

10 

4 

4 

2 

4 

3 

10 

9 

7 

2 

4 

4 

3 

10 

10 

2 4 

7 

4 

14 

2 

2 4 

9 

10 

3 

8 

8 

6 

17 

6 

3 

8 

11  10 

rt 

9 

2 

2 

4 

2 

2 

6 

3 

8 

9 

7 

2 

6 

4 

1 

10 

lo 

2 0 

5 

4 

15 

- 

2 6 

8 

6 

3 

11 

7 

1 

18 

4 

3 

1) 

10  5 

6 

10 

10 

2 

5 

5 

5 

3 

- 

4 

10 

1 1 

3 

3 

- 

5 

3 

11 

8 

3 - 

5 

- 

15 

- 

3 - 

8 

- 

4 

10 

6 

2 

18 

4 

4 

10 

9 e 

7 

10 

10 

2 

8 

6 

8 

3 

4 

6 

- 

12 

3 

4 

7 

3 

12 

0 

3 4 

7 

8 

IG 

8 

3 4 

11 

4 

5 

4 

9 

4 

20 

- 

5 

4 

12  8 

3 

11 

8 

3 

1 

5 

7 

3 

10 

4 

10 

12 

11 

3 

10 

6 

1 

13 

4 

3 10 

6 

c 

IG 

8 

3 10 

8 

10 

G 

2 

6 

6 

20 

- 

G 

2 

9 10 

9 

11 

8 

3 

5 

5 

3 

4 

3 

4 

5 

12 

11 

4 

3 

5 

8 

13 

4 

4 3 

G 

1 

18 

4 

4 3 

10 

0 

9 

7 

7 

21 

8 

G 

9 

10  11 

10 

12 

6 

3 

11 

5 

7 

5 

- 

4 

6 

13 

9 

5 

- 

5 

9 

15 

- 

5 - 

7 

18 

4 

5 - 

0 

4 

7 

9 

6 

7 

21 

8 

7 

9 

9 a 

11 

13 

4 

4 

7 

7 

3 

5 

9 

6 

1 

13 

9 

.5 

9 

G 

6 

17 

6 

5 9 

10 

3 

20 

- 

5 9 

12 

3 

9 

1 

8 

11 

23 

4 

9 

1 

12  3 

12 

15 

- 

5 

6 

0 

6 

0 

10 

5 

2 

17 

11 

6 

10 

8 

1 

20 

- 

6 10 

10 

2 

21 

8 

G 10 

10 

10 

10 

a 

6 

9 

25 

_ 

10 

a 

10  1 

13 

15 

10 

6 

- 

G 

10 

7 

5 

5 

5 

18 

9 

7 

5 

8 

4 

21 

8 

7 5 

11 

3 

23 

4 

7 5 

11 

1 1 

11 

11 

7 

5 

26 

8 

II 

11 

10  9 

M 

15 

10 

G 

1 

8 

3 

7 

8 

6 

6 

18 

9 

7 

8 

9 

7 

21 

8 

7 8 

12 

6 

23 

4 

7 8 

13 

8 

12 

2 

9 

2 

26 

S 

12 

2 

12  6 

15 

15 

10 

6 

3 

0 

7 

7 

10 

5 

- 

18 

9 

7 

10 

7 

11 

21 

8 

7 10 

10 

10 

23 

4 

7 10 

a 

6 

12 

6 

G 

10 

26 

8 

12 

6 

10  2 

16 

15 

10 

6 

8 

7 

8 

8 

4 

0 

- 

18 

9 

8 

4 

8 

1 1 

21 

8 

8 4 

11 

10 

23 

4 

8 4 

13 

4 

13 

4 

8 

- 

20 

8 

13 

4 

a 4 

17 

16 

8 

7 

3 

G 

5 

9 

1 

4 

7 

18 

9 

9 

1 

6 

8 

21 

8 

9 1 

9 

7 

25 

- 

9 1 

il 

11 

14 

6 

6 

6 

28 

4 

a 

G 

9 10 

18 

17 

c 

8 

- 

0 

G 

in 

4 

G 

20 

5 

10 

• 

7 

5 

23 

4 

10  - 

10 

4 

2.5 

10 

10  - 

11 

10 

16 

5 

10 

SO 

16 

- 

10  - 

19 

17 

0 

8 

4 

0 

2 

10 

5 

4 

1 

20 

5 

10 

5 

7 

- 

23 

4 

10  5 

9 

11 

25 

10 

10  5 

1 1 

5 

16 

6 

5 

2 

30 

- 

16 

8 

9 4 

20 

17 

6 

5 

5 

6 

1 

10 

G 

4 

> 

20 

5 

10 

G 

G 

11 

23 

4 

10  6 

9 

10 

2G 

8 

10  6 

12 

2 

16 

10 

5 

10 

30 

16 

10 

9 2 

21 

17 

G 

8 

11 

5 

7 

11 

2 

3 

4 

20 

5 

11 

2 

6 

.3 

23 

4 

11  2 

9 

2 

2G 

8 

11  2 

11 

G 

17 

10 

4 

10 

30 

17 

10 

8 2 

22 

17 

6 

9 

6 

5 

- 

11 

a 

2 

7 

20 

5 

11 

11 

5 

0 

23 

4 

11  11 

8 

5 

26 

8 

U 11 

10 

9 

19 

- 

3 

8 

31 

8 

19 

_ 

8 8 

23 

17 

0 

9 

6 

5 

- 

n 

10 

2 

7 

20 

5 

11 

10 

.5 

7 

23 

4 

11  10 

8 

7 

26 

8 

11  10 

10 

10 

18 

11 

3 

9 

31 

8 

18 

11 

8 9 

24 

19 

2 

11 

n 

4 

3 

u 

11 

1 

3 

23 

9 

14 

11 

5 

10 

27 

6 

14  11 

9 

7 

30 

_ 

14  11 

11 

1 

23 

10 

2 

2 

36 

8 

23 

10 

8 10 

25 

20 

10 

13 

6 

4 

iO 

10 

25 

5 

10 

10 

5 

7 

31 

8 

IG  10 

11 

10 

33 

4 

10  iO 

12 

G 

2G 

a 

2 

5 

38 

4 

26 

a 

7 5 

I. — Seeds  (agricultural  and  field),  under  25  miles  2 d,  per  ton  j)cr  mile ; cheese  (packed  in  hampers,  boxes,  casks,  or  cases) ; butter  (in  casks,  or  boxes, 
or  tubs  with  lids);  bacon  and  haras  (cured,  packed) ; hoops  and  horns  (loose) ; bones  (loose,  nr*t  for  manure) ; certain  oils  iu  casks;  dressed  flax 
(packed  in  bags  or  wrappers)  and  undressed  flax;  spirits  of  turpentine  in  casks;  leather  (undressed  and  soling);  paper  or  reels  for  printing  ; 
earthenware  in  casks  or  crates  ; earthenware  iinportetl  or  exported  in  cases  or  boxes  ; copper  ; vices. 

K.  — Bacon  (cured,  loose);  hops;  flax,  dressed  (not  packed);  dressed  leather;  leather  in  ca.ses  or  crates;  hides  (green  or  market);  fine  paper; 

earthenware  in  hampers ; Manchester  packs ; hardware  in  packages  or  cases  ; cotton  wool  (dressed  and  carded);  cotton  and  linen  cloth  (packed) 
wine  and  spirits  (in  casks). 

L.  — Cheese  (loose),  cream  cheese  ; earthenware  in  return  casks  ot  crates  ; cotton,  woollen,  and  worsted  goods ; cotton  and  linen  cloth  (not  packed). 

M.  — Fresh  meat ; raspberri^^s  and  strawberries  ; hay  (minimum  1^  ton,  S.  to  S.) ; straw  (ininimnm  1 ton  S.  to  S.) ; tea  in  bags  ; toys  ; window  and  other 

glass ; hats  or  caps  (soft  felts,  in  crates) ; earthenware  in  boxes. 

N.  — Furniture  (packed  in  cases,  crates,  frames,  or  on  flats)  ; shoes ; hats ; musical  instruments. 


EXCEPTIONS  (Station  to  Station  Rates). 


From  Thetford 
lo 


Stow  Bedon 
Ely 

Downham  • 
Ipswich 


Yarmouth  - 
Wisbech 
Lowestoft  - 

Wymondham 

Maldon 

Norwich 

Peterborough 

Attleborough 

Thuxton 


Colchester 

Hertford 


-( 


Grain. 

E. 


s.  d. 

7 4 

(4  con  lots) 


(2  ton  lots) 


7 6 \ 

(2  ton  lots)  ) 


7 6 

(2  ton  lots) 


6 8 
(c.  D.) 

(2  ton  lots) 


Agricultural 

Seeds. 


8.  d. 


17  6 
H 6 
(O.  B.) 


II  8 
6 8 
(o.  K.) 


Packed 
Manures. 
D.  and  E. 


4 2 

(.•J  ton  lots) 

5 - 

(2  ton  lots) 


Oilcake. 

F. 


s. 


1 - 


15  - 

8 4 
(o.  R.) 


6 8 
(O.  II.) 
12  6 
10  - 
(O.  R.) 


i- 


(5  ton  lots) 


(5  ton  lots) 


6 8 

(5  ton  lots) 
7 6 

(2  ton  lots) 


8 4 

(2  ton  lots) 


10  10 

(2  ton  lots) 
5 3 

(5  ton  lots) 


7 6 

(5  ton  lots) 
3 4 

(2  ton  lots) 

8 4 


Deals 

and  Timber. 
E. aud  G. 


8,  d. 


7 6 

(4  ton  lots) 
9 2 

(2  ton  lots) 

8 4 
(O.  R.) 

7 6 

(4  ton  lots) 

9 2 

(2  ton  lots) 


7 6 

(2  ton  lots) 
7 6 

(4  ton  lots) 
9 2 

(2  ton  lots) 


Beer 

(in  Casks). 

H. 


a.  d. 


7 2 

(2  ton  lots) 


11  10 

(c.  D.) 


(o.  R.)  means  “ conveyed  at  owner’s  risk.” 


(c.  D.)  means  “ delivered  in  the  places  named.’ 


0.54 


H 
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APPENDIX  TO  REPORT  FROM  THE 


NORWICH  RATE  BOOK. 


STATION  TO  STATION  RATES, 


Distance 

MINERAL  CLASS. 

SPECIAL  CLASS. 

in 

Actual  Charge. 

Maximum  Rates. 

Actual  Charge. 

Maximum  Rates. 

Between  Norwich 

Miles. 

4 Ton 

Under 

2 Ton 

Under 

Lots. 

4 Tons, 

Lots. 

2 Tons. 

A. 

B.  C. 

A.  B.  C. 

A. 

B. 

c. 

D.  E.  F. 

D.  E.  F. 

D. 

E. 

F. 

s. 

d. 

d. 

s.  d. 

8. 

d. 

S. 

d. 

s.  d. 

s. 

d. 

t.  d. 

8, 

d. 

8, 

d. 

Brundall 

. 

. 

6 

2 

- 

3 

9 

- 7 

- 

8 

- 

9 

3 9 

8 

4 

- 9 

1 

- 

1 

3 

Wroxham 

. 

. 

0 

2 

- 

3 

9 

- 10 

- 

11 

1 

2 

3 9 

8 

4 

1 2 

1 

6 

I 

11 

Forncett  - - - 

. 

11 

2 

4 

5 

5 

1 1 

1 

2 

1 

5 

5 5 

10 

- 

I 5 

1 

10 

2 

4 

. 

_ 

14 

2 

7 

6 

8 

1 4 

1 

6 

1 

9 

6 8 

10 

10 

1 9 

2 

4 

2 

11 

Eccles  Road  - 

i9i 

3 

7 

6 

1 10 

2 

1 

2 

G 

7 6 

11 

8 

2 8 

3 

4 

4 

2 

20 

3 

- 

7 

0 

! 11 

2 

1 

2 

6 

7 6 

10 

10 

2 6 

3 

4 

4 

2 

2lJ 

3 

2 

7 

6 

2 1 

2 

4 

2 

9 

7 6 

1*2 

6 

2 9 

3 

8 

4 

7 

23$ 

3 

6 

4 

5 

2 3 

2 

6 

3 

- 

4 5 

10 

10 

3 - 

3 

11 

4 

11 

SOA 

3 

11 

9 

2 

2 10 

3 

2 

3 

10 

9 2 

14 

2 

3 10 

5 

1 

6 

4 

Fakenham 

_ 

. 

83| 

4 

3 

9 

2 

3 2 

3 

7 

4 

3 

9 2 

15 

10 

4 3 

5 

8 

7 

1 

Narborough  - 

. 

- 

391 

4 

8 

10 

- 

3 9 

4 

2 

4 

11 

10  - 

1.5 

10 

4 11 

6 

7 

8 

4 

Saxmundhum 

- 

40 

4 

10 

10 

10 

3 9 

4 

2 

5 

- 

10  10 

IG 

8 

5 - 

6 

8 

8 

4 

42 

4 

11 

10 

10 

3 a 

4 

5 

5 

3 

10 10 

IG 

8 

5 3 

7 

- 

8 

9 

43  J 

5 

- 

10 

10 

4 I 

4 

6 

5 

5 

10 10 

16 

8 

5 5 

7 

3 

9 

- 

404 

4 

11 

7 

11 

4 4 

4 

10 

5 

10 

7 11 

15 

- 

5 10 

7 

9 

9 

8 

Framlingliara 

. 

5li 

6 

6 

U 

8 

4 10 

5 

4 

6 

5 

11  8 

17 

6 

6 5 

8 

7 

10 

8 

Ely  - - - 

_ 

53} 

5 

2 

8 

4 

5 I 

5 

8 

6 

9 

S 4 

15 

- 

6 9 

9 

- 

11 

.3 

Newmarket  - 

. 

68j 

6 

5 

12 

6 

5 6 

6 

1 

7 

4 

iV  6 

17 

6 

7 4 

9 

9 

12 

2 

624 

6 

5 

10 

10 

5 10 

6 

6 

7 

to 

10  10 

18 

4 

7 10 

10 

5 

13 

- 

Hunstanton  - 

. 

62| 

5 

5 

13 

4 

5 li 

6 

7 

7 

11 

13  4 

18 

4 

7 11 

10 

6 

13 

2 

634 

5 

8 

9 

2 

6 - 

6 

3 

8 

- 

9 2 

15 

10 

8 - 

10 

7 

13 

2 

Colchester 

651 

6 

10 

9 

7 

6 2 

6 

It 

8 

3 

9 7 

JG 

8 

8 3 

11 

- 

13 

9 

Cambridge 

684 

6 

- 

9 

7 

G 5 

7 

2 

8 

7 

9 7 

16 

8 

8 7 

11 

5 

14 

3 

Huntingdon  - 

77| 

6 

6 

10 

5 

7 4 

8 

2 

9 

2 

10  5 

18 

4 

9 2 

IS 

- 

16 

3 

_ 

. 

8OJ 

6 

6 

10 

6 

7 7 

8 

5 

10 

1 

10  5 

19 

2 

10  1 

13 

5 

16 

10 

82| 

G 

6 

13 

4 

7 10 

8 

8 

10 

5 

13  4 

21 

8 

10  5 

13 

10 

17 

4 

_ 

86 

6 

G 

10 

10 

e 1 

9 

- 

10 

9 

10  10 

20 

- 

10  9 

14 

4 

17 

11 

. 

92J 

7 

- 

13 

4 

8 8 

9 

8 

11 

7 

13  4 

22 

6 

11  7 

15 

5 

19 

4 

Romford 

- 

- 

103J 

7 

9 

14 

2 

9 8 

10 

9 

12 

11 

14  2 

24 

2 

12  11 

17 

3 

21 

6 

A. — Coals 

B. -Coke,  cinders,  cannel,  culm,  slack. 

Dun*?,  compost,  unground  coprolites  ; tiles  (common,  roofing,  draining  or  paving)  ; common  slates  ; clay,  sand  ; common  and  fire  bricks ; lime  and 

limestone ; stones  for  building,  pitching,  and  paving, 

D. — Artificial  manure,  unground  bones  (in  bulk)  ; salt  for  agricultural  purposes  and  curing  fish. 

E.  --Guano,  gi’ound  bones,  ground  coprolites;  pitch,  tar,  asphaltum. 

F. — Flour;  oilcake  ; malt ; old  potatoes;  rice  ; anvils  ; lead  ; loose  chains  ; chain  cables;  ordinary  dye-woods  ; corn  and  grain  also,  except  that  over  25 

. miles  the  maximum  is2rf.  per  ton  per  mile  (see  Exceptions). 

G. — Salt  for  domestic  purposes,  damageable  iron,  sheet,  rod  or  hoop  iron;  timber  (but  8ee  Exceptions). 

jj. Su;;ar  (in  casks,  bags,  or  cases,  raw  or  refined);  sugar  (lump,  in  casks,  boxes  or  hampers);  saltpetre:  oil  in  casks  (ordinary,  lubricating,  not 

burning);  ale  and  beer  (in  casks)  {see  Exceptions)  ; hoofs  and  horns  (packed)  ; bones  packed  (not  for  manure  or  size) ; tallow  ; molasses  ; rags  ; 
crude  turpentine  in  casks  ; vinegar  in  casks  ; sheepskins  in  casks  ; earthenware,  boltU-s,  or  jars  (packed)  ; paper  (coarse,  for  wrapping  goods  or 
printing  newspapers)  ; iron  nails. 


Table  showing  Extent  of  Overcharges  on  the  several  Groujis  of  Articles,  and  the 

Numher  of  Stations. 


Total  Number  of  Stations — 29. 


class  of  goods. 

Number  of 

Stations 

Overcharged. 

Minimum 

Overcharge, 
per  Ton. 

Maximum 

Overcharge, 
per  Ton. 

s. 

d. 

5. 

d. 

a — In  lots  not  less  than  4 tons  - . - - 

. 

17 

- 

1 

1 

5 

B. — Ditto  ------- 

16 

- 

1 

1 

4 

C. — Ditto  ------- 

9 

- 

- 

1 

3 

A. — Less  than  4 ton  lots  ----- 

29 

2 

2 

7 

1 

B. — Ditto  ------- 

29 

1 

11 

6 

8 

C. — Ditto  ------- 

29 

1 

5 

5 

10 

D — Not  less  than  2 ton  lots  - - - - 

29 

1 

3 

5 

10 

E. — Ditto  ------- 

20 

- 

5 

4 

2 

F. — Ditto  ------- 

16 

- 

4 

3 

4 

D. — Less  than  2 ton  lots  ----- 

. 

29 

4 

7 

7 

5 

E. — Ditto  ------- 

29 

3 

8 

7 

- 

F.—  Ditto 

29 

1 

5 

4 

G. — Any  quantity  ------ 

29 

2 

3 

7 

2 

IL—  Ditto 

22 

— 

2 

6 

7 

29 

3 

1 

8 

11 

K. — Ditto  ------- 

- 

- 

29 

5 

5 

11 

10 

L. — Ditto  ------- 

29 

7 

9 

13 

1 

^I. — Ditto  ------- 

25 

1 

7 

7 

8 

N. — Ditto  ------- 

29 

6 

9 

12 

8 

1 

3 

4 

5 

6 

7 

S 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

•27 

28 

22 
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NORWICH  RATE  BOOK. 


CARTED  AND  DELIVERED  RATES. 


CLASS 

I. 

CLASS 

II. 

class 

III. 

CLASS 

IV. 

CLASS 

V. 

Actual 

Maxi- 

Excess, 

allow- 

Maxi- 

Excess, 

allow- 

Actual 

Maxi- 

Excess, 

allow- 

Actual 

Maxi- 

Excess, 

allow- 

Actual 

Maxi- 

Excess, 

allow- 

Maxi- 

Excess, 

allow- 

Actual 

Maxi- 

Excess, 

allow- 

Cliarge. 

mum. 

ing  for 
'Per- 

mum. 

ing  for 
Ter- 

Cliarge. 

mum. 

ing  for 
Ter- 

Charge. 

mum. 

ing  for 
Ter- 

Charge. 

mum. 

ing  for 
Ter- 

mum. 

ing  for 
Ter- 

Charge. 

mum. 

ing  for 
Ter- 

G. 

H. 

G 

minals. 

G. 

H. 

minals. 

11. 

I 

I. 

minals. 

I. 

K. 

K. 

minals. 

K. 

L. 

M. 

minals. 

L. 

M. 

minals, 

M. 

N 

N. 

minals. 

N. 

8. 

(1. 

8, 

d. 

s. 

d. 

s. 

d. 

s.  d. 

8. 

d. 

$. 

d. 

8. 

d. 

8 

d 

8. 

d. 

8. 

d. 

8. 

d. 

8. 

d 

8. 

d. 

8. 

d. 

s. 

d. 

s. 

d. 

8. 

d. 

8.  d. 

1 

8 

4 

1 

5 

10 

1 

3 

5 7 

8 

9 

1 

3 

6 

- 

10 

- 

1 

3 

7 

3 

11 

8 

1 

3 

8 

5 

2 

- 

7 

3 

15 

- 

2 

11  - 

2 

8 

4 

1 

0 

5 

4 

1 

11 

4 11 

8 

9 

1 

11 

5 

4 

10 

- 

1 

11 

6 

7 

11 

8 

1 

11 

7 

9 

3 

- 

6 

8 

15 

> 

3 

- 

10  - 

3 

10 

1 

10 

6 

8 

2 

4 

0 2 

10 

5 

2 

4 

6 

7 

10 

10 

2 

4 

7 

- 

15 

« 

2 

4 

10 

8 

3 

8 

9 

4 

18 

4 

3 

8 

12  8 

4 

10 

10 

2 

4 

7 

2 

6 

0 7 

12 

1 

2 

11 

7 

H 

12 

0 

2 

11 

8 

1 

15 

- 

2 

11 

10 

1 

4 

8 

S 

4 

18 

4 

4 

8 

11  8 

5 

11 

8 

3 

4 

G 

10 

4 

2 

G - 

12 

11 

4 

2 

7 

3 

13 

4 

4 

2 

7 

8 

10 

8 

4 

2 

10 

6 

G 

8 

8 

- 

20 

- 

G 

8 

11  4 

6 

10 

10 

3 

4 

4 

6 

4 

2 

3 S 

12 

1 

4 

2 

4 

11 

13 

4 

4 

2 

G 

2 

18 

4 

4 

2 

10 

2 

6 

8 

7 

8 

21 

8 

6 

8 

I 1 “ 

7 

12 

6 

3 

8 

5 

10 

4 

7 

4 11 

12 

11 

4 

7 

5 

4 

15 

- 

4 

7 

7 

5 

18 

4 

4 

7 

9 

9 

7 

4 

7 

_ 

21 

8 

7 

4 

10  4 

8 

10 

10 

3 

11 

3 

11 

4 

11 

2 11 

12 

1 

4 

11 

4 

2 

13 

4 

4 

11 

5 

5 

IS 

4 

4 

11 

9 

5 

7 

10 

0 

6 

21 

8 

7 

10 

9 10 

9 

14 

2 

5 

6 

1 

0 

4 

4 10 

17 

1 

6 

4 

7 

9 

20 

- 

G 

4 

10 

8 

21 

8 

6 

4 

11 

4 

10 

2 

7 

6 

25 

- 

10 

2 

10  10 

10 

15 

10 

5 

8 

7 

2 

7 

1 

5 0 

18 

9 

7 

1 

8 

8 

21 

8 

7 

1 

11 

7 

21 

8 

7 

1 

10 

7 

11 

4 

6 

4 

25 

- 

11 

4 

9 8 

11 

15 

10 

6 

7 

7 

9 

8 

4 

6 - 

18 

9 

8 

4 

8 

11 

21 

8 

8 

4 

11 

10 

23 

4 

8 

4 

13 

- 

13 

2 

8 

2 

26 

8 

13 

2 

U 6 

12 

Iti 

8 

G 

8 

7 

« 

8 

4 

5 4 

18 

9 

8 

j 

7 

5 

21 

8 

8 

4 

10 

4 

23 

1 

8 

4 

11 

- 

13 

4 

c 

_ 

20 

8 

13 

4 

9 4 

13 

10 

8 

7 

6 

8 

8 

9 

4 11 

18 

9 

8 

9 

7 

- 

21 

8 

8 

9 

9 

11 

25 

- 

8 

9 

12 

3 

14 

- 

7 

- 

28 

4 

14 

10  - 

14 

10 

8 

7 

3 

0 

5 

9 

4 8 

18 

9 

9 

- 

0 

9 

21 

8 

9 

- 

9 

8 

25 

- 

9 

- 

13 

- 

14 

5 

6 

7 

23 

4 

14 

5 

9 11 

15 

15 

7 

9 

4 

3 

9 

8 

2 4 

17 

G 

9 

8 

4 

10 

20 

- 

9 

8 

7 

4 

25 

10 

9 

8 

12 

2 

15 

5 

G 

5 

30 

- 

15 

5 

10  7 

16 

17 

0 

8 

7 

5 

11 

10 

8 

3 10 

20 

5 

10 

8 

0 

9 

23 

4 

10 

8 

9 

8 

20 

8 

10 

8 

12 

- 

17 

1 

5 

7 

30 

- 

17 

8 11 

17 

13 

9 

3 

- 

11 

3 

- 9 

18 

4 

11 

3 

4 

1 

20 

10 

11 

3 

6 

7 

26 

8 

11 

3 

11 

5 

17 

il 

4 

9 

30 

17 

11 

8 1 

18 

17 

6 

0 

9 

4 

9 

12 

2 

2 4 

20 

5 

12 

2 

5 

3 

2:1 

4 

12 

2 

8 

2 

26 

8 

12 

2 

10 

t) 

19 

5 

3 

3 

81 

8 

19 

5 

8 8 

19 

18 

4 

10 

5 

4 

11 

13 

_ 

2 4 

20 

10 

13 

- 

4 

10 

25 

- 

13 

- 

9 

- 

28 

4 

13 

- 

11 

4 

20 

9 

3 

7 

33 

4 

80 

9 

8 7 

20 

is 

4 

10 

6 

4 

10 

13 

2 

2 4 

22 

1 

13 

2 

5 

11 

20 

8 

13 

2 

10 

C 

28 

4 

13 

2 

11 

2 

20 

11 

3 

5 

33 

4 

20 

11 

8 5 

21 

15 

10 

10 

7 

2 

7 

13 

2 

- 

20 

- 

13 

2 

2 

10 

22 

G 

13 

2 

6 

4 

28 

4 

13 

2 

11 

2 

21 

3 

3 

1 

33 

4 

21 

3 

8 1 

22 

10 

8 

11 

2 

8 

13 

9 

- 

20 

10 

13 

9 

4 

23 

4 

13 

9 

0 

7 

28 

4 

13 

9 

10 

7 

21 

11 

2 

5 

35 

- 

21 

11 

9 1 

23 

10 

8 

11 

5 

2 

3 

14 

3 

- 

20 

10 

14 

3 

3 

7 

23 

4 

14 

3 

6 

28 

4 

14 

3 

10 

1 

22 

9 

I 

7 

35 

- 

22 

9 

8 3 

24 

18 

4 

1.3 

_ 

2 

4 

10 

8 

22 

G 

10 

3 

3 

3 

25 

10 

10 

3 

0 

7 

31 

8 

10 

3 

u 

5 

25 

11 

1 

9 

38 

4 

25 

11 

8 5 

25 

19 

2 

13 

5 

2 

9 

10 

10 

- 

23 

4 

IG 

10 

3 

G 

26 

8 

10 

11 

0 

10 

33 

4 

16 

10 

12 

G 

20 

10 

2 

6 

38 

4 

26 

10 

7 6 

26 

21 

8 

13 

10 

4 

10 

17 

4 

1 4 

25 

5 

17 

4 

5 

1 

31 

8 

17 

4 

11 

4 

33 

4 

17 

4 

12 

- 

27 

7 

- 

38 

4 

27 

7 

6 9 

27 

20 

14 

4 

2 

8 

17 

n 

24 

2 

17 

4 

3 

3 

27 

6 

17 

11 

G 

7 

35 

- 

17 

11 

13 

1 

28 

8 

- 

40 

- 

28 

8 

7 4 

28 

22 

6 

15 

5 

4 

19 

4 

- 2 

25 

5 

19 

4 

3 

31 

8 

19 

4 

9 

4 

35 

- 

19 

4 

11 

8 

30 

9 

- 

41 

8 

30 

9 

6 11 

29 

24 

2 

17 

3 

3 

11 

21 

G 

“ 

30 

5 

21 

0 

5 

11 

35 

~ 

21 

6 

10 

0 

30 

8 

21 

0 

11 

2 

34 

5 

43 

4 

34 

5 

4 11 

I._Seeds  (agricultural  and  field),  under  25  miles,  2(1.  per  ton  per  mile  ; cheese  (packed  in  hampers,  boxes,  casks,  or  cases)  ; butter  (in  cask.s,  or  boxes, 
or  tubs  with  lids)  : bacon  and  hams  (cured,  p.acked)  ; hoops  and  horns  (ioose)  ; bones  (^loose,  not  for  manure) ; certain  oils  in  casks  ; dressed  flax 
(packed  in  bags  or  wrappers)  and  undressed  flax  ; spirits  of  turpentine  in  casks;  leather  (undressed  and  soling);  paper  or  reels  for  printing  ; 
earthenware  in  casks  or  crates ; earthenware  imported  or  exported  in  cases  or  boxes  ; copper ; vices. 

K. Bacon  (cured,  loose) ; hops ; flax  dressed  (not  packed)  ; dressed  leather  ; leather  in  cases  or  crates  ; hides  (green  or  market) ; fine  paper  ; earthen- 

ware in  hampers  ; Manchester  packs  ; hardware  in  packages  or  cases  ; cotton  wool  (dressed  and  carded)  ; cotton  and  linen  cloth  (packed)  ; wine 
and  spirits  (in  casks;. 

X,. Cheese  (loose),  cream  cheese  ; earthenware  in  return  casks  or  crates  ; cotton,  woollen,  and  worsted  goods ; cotton  and  linen  cloth  (not  packed). 

ftj. Fre.sh  meat ; raspberries  and  strawberries  ; hay  (minimum  IJ  ton,  S.  to  S.)  ; straw  (minimum  1 ton,  S.  to  S.)  ; tea  in  bags  ; toys  ; window  and 

other  glass  ; hats  or  caps  (soft  felts,  in  crates) ; earthenware  in  boxes. 

N.— Furniture  (packed  in  cases,  crates,  frames,  or  on  flats)  ; shoes  ; hats  ; musical  instruments. 


EXCEPTIONS  (Station  to  Station  Rates). 


Grain. 

Oil  Cake. 

Beer  in  Casks. 

Timber. 

Prom  Norwich 

2 Ton 

4 Ton 

2 Ton 

4 Ton 

1 Ton 

Under 

4 Ton 

Lots, 

Lots, 

Lots, 

Lots, 

Lots, 

1 Ton, 

Lots, 

to 

per  Ton. 

per  Ton. 

per  Ton. 

per  Ton. 

per  Ton. 

|ier  Ton. 

per  Ton. 

5. 

d. 

s. 

d. 

s.  d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

S.  (f. 

Brondall 

• 

- 

- 

2 

11 

2 

6 

3 6 

- 

- 

- 

- 

- 

- 

3 

6 (o.  R.) 

— 

‘Wroxhatn  - 

- 

- 

- 

3 

4 

2 

11 

- 

- 

5 

10 

- 

- 

- 

. 

5 - 

Forncett 

- 

- 

4 

2 

3 

9 

3 10 

- 

- 

4 

8 

7 

6 

— 

— 

Kimberley  - 

- 

- 

- 

4 

8 

4 

7 

- 

4 

8 

5 

6 

7 

6 

— 

— 

Eccles  Road 

. 

- 

. 

5 

- 

- 

- 

5 10 

5 

- 

- 

- 

10 

- 

5 

6 (o.  R.) 

— 

Yarmouth  - 

- 

- 

- 

5 

- 

3 

4 

5 - 

3 

4 

4 

5 

6 

8 

3 

6 (o.  R.) 

— 

Dereham 

. 

- 

- 

4 

8 

4 

2 

6 3 

5 

b 

- 

- 

6 

8 

5 

10 

— 

Lowestoft  - 

- 

- 

- 

5 

- 

3 

4 

5 - 

3 

4 

- 

- 

7 

6 

3 

6 (o.  R.) 

— 

Thetford 

- 

. 

- 

6 

8 

- 

- 

7 1 

6 

3 

- 

- 

10 

10 

7 

6 (o.  R.) 

— 

Fakenham  - 

. 

- 

- 

7 

6 

6 

8 

7 1 

6 

3 

8 

4 

9 

2 

7 

6 (o.  R.) 

— 

Narboroiigh 

- 

- 

- 

7 

11 

7 

1 

7 6 

6 

8 

9 

2 

12 

6 

8 

4 (o.  R.) 

— 

Saxmundham 

• 

. 

. 

7 

11 

7 

6 

7 6 

6 

8 

9 

2 

14 

2 

9 

2 

7 6 

Bury  - 

. 

- 

8 

4 

7 

6 

7 11 

7 

1 

9 

2 

13 

4 

8 

4 (o.  R.) 

— 

Wells  - 

• 

- 

- 

7 

6 

7 

1 

7 11 

5 

10 

8 

4 

10 

- 

8 

4 (o. R.) 

— 

Framlingham 

- 

- 

- 

8 

4 

7 

6 

8 4 

7 

6 

10 

10 

14 

2 

9 

2 

7 6 

Newmarket 

- 

- 

. 

8 

9 

7 

11 

8 4 

7 

6 

- 

- 

16 

8 

9 

7 

7 11 

Sudbury 

- 

- 

• 

8 

9 

7 

11 

9 2 

- 

- 

10 

- 

15 

- 

9 

7 

7 11 

Hunstanton 

- 

. 

- 

8 

9 

7 

11 

8 4 

7 

6 

11 

8 

14 

2 

9 

7 

7 11 

Wisbech 

- 

- 

. 

8 

9 

7 

11 

8 4 

7 

6 

- 

. 

14 

2 

- 

- 

7 11 

Colchester  - 

- 

- 

- 

9 

2 

8 

4 

8 4 

7 

6 

- 

- 

15 

10 

- 

- 

8 4 

Cambridge  - 

- 

- 

- 

9 

2 

8 

4 

8 9 

7 

11 

- 

- 

15 

10 

- 

- 

8 4 

Huntingdon 

- 

- 

- 

9 

7 

8 

9 

9 2 

8 

4 

- 

- 

- 

- 

- 

- 

8 9 

Peterborough 

- 

- 

- 

9 

7 

8 

9 

9 2 

8 

4 

- 

- 

18 

4 

— 

— 

Maldon 

. 

- 

- 

9 

7 

8 

9 

9 2 

8 

4 

- 

- 

18 

4 

10 

5 

8 9 

Chelmsford  - 

. 

. 

- 

10 

- 

9 

2 

9 2 

8 

4 

- 

- 

18 

4 

— 

9 2 

Dunmow 

- 

- 

10 

- 

9 

2 

9 2 

8 

4 

- 

- 

18 

4 

10 

10 

9 2 

Romford 

• 

• 

10 

5 

9 

7 

9 7 

8 

9 

" 

" 

18 

4 

11 

3 

9 7 

(o.  R.)  means  “ Owner’s  Risk.” 


0.54.  H 2 
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APPENDIX  TO  REPORT  FROM  THE 


THE  HARWICH  RATE  BOOK. 


STATION 

T O 

STATION  RATES. 

Distance 

MINERAL  CLASS. 

SPECIAL 

CLASS. 

Between  Harwich 

ill 

Actual  Charge. 

Maximum  Rjites. 

Actual  Charge, 

Maximum  Rates. 

and 

Miles. 

4 Ton 
Lots. 

Under 

4 Tons. 

2 Ton 
Lots. 

Under 

2 Tun?. 

A.  B.  C. 

A.  B.  C. 

A. 

B. 

C. 

D.  E 

F. 

D.  E.  F. 

D. 

E. 

F. 

B. 

d. 

6. 

d. 

s. 

d. 

B, 

d. 

B. 

d. 

8. 

(/. 

8.  d. 

B, 

d. 

8.  ds 

B. 

d. 

Wrabness 

- 

- 

- 

5.J 

1 

0 

2 

11 

- 

7 

- 

00 

- 

9 

2 

11 

7 6 

- 

8 

- 11 

1 

2 

1 

MisUey  - 

- 

- 

- 

9i 

2 

1 

8 

9 

- 

10 

- 

a 

1 

2 

3 

9 

8 4 

1 

2 

1 6 

1 

II 

2 

Manningtree  - 

- 

- 

- 

11 

2 

2 

4 

7 

1 

- 

1 

o 

1 

4 

4 

7 

9 2 

1 

4 

1 10 

2 

3 

3 

Ardleigh 

- 

- 

- 

I4J 

2 

G 

5 

5 

1 

4 

1 

8 

1 

10 

5 

5 

10  10 

1 

10 

2 5 

3 

4 

4 

Mark  Tey 

- 

- 

- 

23J 

3 

3 

7 

0 

2 

3 

2 

6 

3 

- 

7 

G 

12  G 

3 

- 

4 - 

5 

- 

5 

Stowmarket  - 

- 

- 

- 

31J 

3 

11 

9 

2 

3 

- 

3 

4 

4 

- 

9 

2 

14  2 

4 

- 

5 4 

c 

8 

HatfloM  Peveril 

- 

- 

- 

34i 

4 

2 

9 

2 

3 

3 

3 

7 

4 

4 

9 

2 

15  10 

4 

4 

5 0 

7 

3 

Sudbury  - 

- 

- 

- 

3G 

4 

3 

9 

2 

3 

4 

3 

9 

4 

0 

9 

2 

15  - 

4 

6 

6 - 

7 

G 

8 

Glerasford 

- 

- 

- 

41 

4 

8 

10 

- 

3 

10 

4 

2 

5 

- 

10 

- 

15  10 

5 

- 

7 - 

8 

8 

9 

Burston  - 

- 

- 

- 

6 

10 

to 

10 

4 

7 

5 

1 

e 

1 

10 

10 

17  6 

0 

1 

8 1 

10 

1 

10 

Thetford 

- 

- 

- 

5-i 

5 

5 

12 

6 

5 

5 

6 

- 

7 

3 

12 

c 

17  6 

7 

3 

9 8 

12 

- 

11 

Norwicli  (Town) 

- 

- 

- 

EG 

5 

6 

13 

4 

G 

2 

G 

10 

8 

3 

13 

4 

19  2 

8 

3 

11  - 

13 

9 

12 

Cambridge 

- 

- 

- 

70 

5 

8 

13 

4 

C 

7 

7 

3 

8 

9 

13 

4 

19  2 

8 

9 

11  8 

14 

7 

13 

Hertford 

- 

- 

- 

73J 

5 

11 

13 

4 

6 

11 

7 

8 

9 

3 

13 

4 

19  2 

9 

3 

12  4 

15 

5 

14 

St.  tves  - 

- 

- 

- 

84J 

6 

7 

13 

4 

7 

11 

8 

10 

10 

7 

13 

4 

21  8 

10 

7 

14  2 

17 

8 

15 

Dereham 

- 

- 

- 

80} 

6 

9 

13 

4 

8 

2 

9 

1 

10 

10 

13 

4 

22  6 

10 

10 

14  5 

18 

1 

16 

Lynn 

- 

- 

- 

95i 

7 

3 

13 

4 

8 

11 

0 

11 

11 

11 

13 

4 

22  0 

11 

11 

15  10 

19 

10 

17 

Wells  - 

- 

- 

- 

108J 

8 

1 

14 

2 

10 

2 

11 

4 

13 

7 

14 

2 

24  2 

13 

7 

18  2 

22 

8 

18 

A. — Coals. 

B. --Coke,  cinders,  cannel,  culm,  slack. 

C. — Dung,  compost,  unground  coprolites  ; tiles  (common,  roofing,  draining  or  paving)  ; common  slates;  clay,  sand  ; common  and  fire  bricks;  lime  and 

limestone  ; stones  for  buildme,  pitching,  and  paving. 

D.  — Artificial  manure,  unground  bones  (in  bulk)  ; salt  for  agricultural  purposes  and  curing  fisli. 

E.  — Guano,  ground  bones,  ground  coprolites;  pitch,  tar,  asphaltuni. 

p piour  • oilcake  ; malt;  old  potatoes;  rice;  anvils;  lead;  loose  chains;  chain  cables;  ordinary  dyewoods;  corn  and  grain  also,  except  that  over 

23  miles  the  maximum  is  2 d.  per  ton  per  mile  (^see  Exceptions), 

G.— Salt  for  domestic  purposes  ; damageable  iron,  sheet,  rod  or  hoop  iron  ; timber  (but  see  Exceptions). 

Sugrir  (in  casks,  bags  or  cases,  raw  or  refined);  sugar  (lump,  in  casks,  boxes  or  hampers)  ; saltpetre;  oil  in  casks  (ordinary,  lubricating,  not  burning); 

ale  and  beer  (in  casks)  (itce  Exceptions);  hoofs  and  horns  (packed)  ; bones  packed  (not  for  manure  or  size);  tallow;  molasses;  rags;  crude  turpen- 
tine in  casks  ; vinegar  in  casks;  sheepskins  in  casks  ; earthenware,  bottles  or  jars  (packed) ; paper  (coarse,  for  wrapping  goods  or  printing  news- 
papers); iron  nails. 


PAPER  ehowing  the  Mileage  of  Railways  in  Illinois,  and  the  Quantity  of  Goods  Carried. 


The  Total  Number  of  Tons  of  Freight  carried  on  the  whole  line  for  1880  was  63,837,586.  In  1879  the 
amount  was  37,193,464.  In  Illinois  the  number  of  tons  carried  for  1880  was  23, -297, 644,  as  against  an 
estimated  number  of  15,621,254  in  1879. 


The  following  Table  shows  the  Number  of  Tons  Carried  by  our  Leading  Roads. 


Chicago  and  Alton  . - „ 

Chicago,  Burlington,  and  Quincy 
Chicago  and  Northwestern 
Chicago,  Rock  Island,  and  Pacific  - 
Illinois  Central  . . . . 

Indianopolis  and  St.  Louis 
Indiana,  Bloomington,  and  Western  - 
Ohio  and  Mississippi  . - - 

St.  Louis,  Alton,  and  Terre  Hante  - 
St.  Louis,  Vandalia,  and  Terre  Hante 
Wabash,  St.  Louis,  and  Pacific 


Whole  Line. 

In  Illinois. 

Tons. 

Tons. 

- 

- 

- 

2,966,947 

2,1 1 9,222 

- 

- 

- 

4,948,959 

4,131,694 

- 

- 

- 

5,328,581 

3,641,087 

- 

- 

- 

3,070,600 

921,180 

- 

- 

- 

2,494,721 

2,053,263 

- 

- 

- 

602,923 

633,754 

- 

- 

- 

492,148 

307,592 

- 

- 

- 

1,389,092 

819,563 

- 

- 

- 

678,851 

578,851 

- 

- 

- 

946,873 

946,873 

- 

- 

- 

3,919,008 

1,371,653 

SELECT  COMMITTEE  ON  RAILWAYS, 
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THE  HARWICH  RATE  BOOK. 


COLLECTED  AND  DELIVERED  RATES. 


C I. 

ASS 

I. 

CLASS 

II. 

CLASS 

III. 

C L 

ASS 

IV. 

C 

.ASS 

V. 

Actual 

Charge. 

G.  H. 

' 

Maxi- 

mum. 

G. 

Excess, 
allow- 
ini;  for 
Ter- 
minals. 

G. 

Maxi- 

mum. 

H. 

Excess, 
allow- 
inj'  for 
Ter 
minals. 
H. 

Actual 

Charge. 

I. 

Maxi- 

mum. 

I. 

Exce.ss, 
allow- 
ing for 
Ter- 
minals. 

1. 

Actual 

Charge. 

K. 

Maxi- 

mum. 

.K. 

Excess, 
allow- 
ing for 
Ter- 
minals. 

K. 

Actual 

Charge. 

L.  M. 

Maxi- 

mum. 

L. 

Excess, 

allow- 

ingfor 

Ter 

minals. 

L. 

Maxi- 

mum. 

M. 

Exces.«, 
allow- 
ing for 
Ter- 
minals. 

M. 

Actual 

Charge. 

N. 

Maxi- 

mum. 

N. 

Excess, 
allow- 
ing for 
Ter- 
minals. 

N. 

s. 

d. 

s. 

J. 

s. 

d. 

e. 

d. 

s. 

d. 

8. 

d. 

8. 

d. 

8‘ 

a. 

8. 

d. 

8. 

d. 

8. 

d. 

5. 

d. 

8, 

d. 

8. 

d. 

s. 

a. 

s. 

d. 

8. 

d. 

s* 

d. 

s. 

d. 

1 

7 

6 

- 

11 

5 

1 

2 

4 

10 

a 

9 

1 

2 

0 

1 

8 

9 

1 

2 

0 

1 

10 

- 

1 

2 

G 

10 

2 

- 

G 

- 

11 

8 

2 

- 

7 

8 

2 

B 

4 

1 

G 

5 

4 

1 

11 

4 

11 

8 

0 

1 

11 

5 

4 

10 

- 

1 

11 

0 

7 

12 

6 

1 

n 

8 

7 

3 

1 

7 

5 

15 

- 

3 

1 

9 

11 

3 

9 

2 

1 

10 

4 

4 

2 

3 

3 

11 

0 

7 

2 

3 

4 

4 

10 

10 

2 

3 

5 

7 

14 

2 

2 

3 

7 

11 

3 

8 

6 

6 

17 

6 

3 

8 

9 

10 

i 

10 

10 

2 

5 

G 

11 

3 

4 

6 

- 

11 

3 

3 

4 

6 

5 

11 

8 

3 

4 

6 

10 

15 

- 

3 

4 

9 

8 

4 

10 

8 

2 

IS 

4 

4 

10 

11 

6 

5 

12 

0 

4 

- 

7 

- 

5 

- 

G 

- 

13 

9 

5 

- 

7 

3 

15 

- 

5 

- 

8 

0 

18 

4 

5 

- 

11 

4 

8 

- 

8 

4 

21 

8 

8 

- 

11 

8 

6 

14 

2 

5 

4 

5 

10 

6 

8 

4 

6 

17 

1 

6 

8 

7 

5 

20 

- 

G 

8 

10 

4 

21 

8 

6 

8 

11 

- 

10 

8 

7 

- 

25 

- 

10 

8 

10 

4 

7 

15 

10 

5 

0 

8 

7 

7 

3 

7 

1 

IS 

9 

7 

3 

10 

- 

21 

8 

7 

3 

12 

11 

21 

8 

7 

3 

12 

5 

11 

6 

8 

2 

25 

- 

11 

G 

11 

6 

8 

15 

- 

c 

- 

C 

- 

7 

6 

4 

0 

to 

3 

7 

6 

5 

9 

20 

- 

7 

G 

9 

6 

23 

4 

7 

G 

11 

10 

12 

- 

7 

4 

26 

8 

12 

- 

10 

8 

9 

15 

10 

7 

- 

5 

10 

8 

8 

4 

2 

18 

9 

8 

8 

7 

1 

21 

8 

8 

8 

10 

- 

25 

- 

8 

8 

12 

4 

14 

- 

7 

- 

28 

4 

14 

- 

10 

4 

10 

17 

0 

8 

1 

7 

11 

10 

5 

11 

20 

5 

10 

1 

8 

10 

23 

4 

10 

1 

11 

9 

25 

10 

10 

1 

13 

9 

16 

2 

7 

8 

30 

- 

16 

2 

11 

10 

11 

17 

c 

9 

a 

4 

10 

12 

- 

2 

0 

20 

5 

22 

- 

5 

5 

23 

4 

12 

- 

8 

4 

26 

8 

12 

- 

10 

8 

19 

4 

3 

4 

31 

8 

19 

4 

8 

4 

12 

19 

2 

11 

- 

5 

2 

13 

9 

2 

5 

22 

n 

13 

9 

G 

2 

27 

6 

13 

9 

10 

9 

28 

4 

13 

9 

10 

7 

22 

- 

2 

4 

35 

- 

22 

- 

9 

- 

13 

19 

2 

11 

8 

4 

G 

14 

7 

1 

5 

23 

9 

14 

7 

0 

2 

27 

6 

14 

7 

9 

11 

28 

4 

14 

7 

9 

9 

23 

4 

1 

- 

35 

- 

23 

4 

7 

8 

14 

19 

2 

12 

4 

3 

10 

15 

5 

- 

9 

23 

9 

15 

5 

5 

4 

28 

4 

1.5 

5 

9 

11 

30 

- 

15 

5 

10 

7 

24 

8 

1 

4 

3G 

8 

24 

8 

8 

- 

15 

21 

8 

14 

2 

4 

G 

17 

8 

1 

- 

25 

5 

17 

8 

4 

9 

31 

& 

17 

8 

10 

- 

33 

4 

17 

8 

11 

8 

28 

4 

1 

- 

38 

4 

28 

4 

9 

- 

10 

22 

0 

14 

5 

5 

1 

IS 

1 

5 

25 

5 

18 

4 

4 

31 

8 

18 

I 

10 

7 

35 

- 

18 

1 

12 

11 

28 

10 

o 

2 

40 

- 

28 

10 

7 

2 

17 

22 

6 

15 

10 

3 

8 

19 

10 

27 

11 

19 

10 

5 

1 

35 

- 

19 

10 

12 

2 

36 

8 

19 

10 

12 

10 

31 

9 

- 

11 

43 

4 

31 

9 

7 

7 

18 

24 

2 

18 

2 

3 

- 

22 

8 

80 

5 

22 

8 

4 

9 

3G 

8 

22 

8 

11 

- 

38 

4 

22 

8 

11 

8 

38 

4 

- 

45 

- 

36 

4 

4 

8 

I. — Seeds  (agricultural  and  field),  under  25  miles  2d.  per  ton  per  mile  ; cheese  (packed  in  hampers,  boxes,  casks,  or  cases) ; butter  (in  casks,  or  boxes,  or 
tubs  with  lids  ; bacon  and  hams  (cured,  packed) ; hoops  and  horns  (loose) ; bones  (loose,  not  for  manure) ; certain  oils  in  casks;  diessed  flax  (packed 
in  bags  or  wrappers)  and  umlressed  flax  ; spirits  of  turpentine  in  casks  ; leather  (undressed  and  soling) ; paper  or  reels  for  printing  ; earthenware 
imported  or  exported  in  cases  or  boxes  ; copper ; vices. 

K.  — Bacon  (cured,  loose) ; hops ; flax  dressed  (not  packed) ; dressed  leather  ; leather  in  cases  or  crates ; hides  (green  or  market) ; fine  paper ; earthenwaro 

in  hampers;  Manchester  packs;  hardware  in  packages  or  cases;  cotton  wool  (dressed  and  carded)  ; cotton  and  linen  cloth  (packed) ; wine  and 
spirits  (in  casks). 

L.  — Cheese  (loose),  cream  cheese  ; earthenware  in  return  casks  or  crates  ; cotton,  woollen,  and  worsted  goods ; cotton  and  woollen  cloth  (not  packed). 

M. — Fresh  meat ; raspberries  and  strawberries  ; hay  (minimum  1^  ton,  S.  to  S.) ; straw  (minimum  1 ton,  S.  to  S.) ; tea  in  bags;  toys  ; window  and  other 

glass;  hats  or  caps  (soft  felts,  in  crates) ; earthenware  in  boxes. 

N.  — Furniture  (packed  in  cases,  crates,  frames,  or  on  flats) ; shoes ; hats  ; musical  instruments. 


Extract  from  Act  of  1873  relating  to  Railway  Administration  in  Illinois,  United 

States  of  America. 

The  circumstances  constituting  ‘‘unjust  discrimitiation”  are  enumerated  as  follows: — 

1.  To  charge  for  any  passenger  or  goods  the  same  or  more  titan  is  charged  for  conveying  sucli  passenger 

or  goods  in  the  same  direction  for  a greater  distance. 

2.  To  charge  for  any  passenger  or  goods  a greater  amount  than  is  charged  for  conveying  such  passenger 

or  goods  in  the  same  direction  for  an  equal  distance. 

3.  To  charge  for  goods  more  to  one  person  than  to  another  for  the  like  quantity  of  goods  of  the  sam.e  class 

transported  in  the  same  direction  for  equal  distances. 

4.  To  charge  for  handling,  receiving,  or  delivering  goods  of  the  same  class  and  quantity  at  any  point  upon 

the  railroad  than  at  any  other  point. 

5.  To  charge  more  to  one  person  than  to  another  for  handling,  receiving,  or  delivering  goods  at  the  same 

point. 

6 and  7.  Similar  provisions  as  to  carrying  of  railway  waggons. 

“ Competition  with  any  other  railroad  or  means  of  transportation  to  be  no  excuse”  for  non-compliance. 


H 3 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  15. 


PAPEK  handed  in  by  Mr.  Banks,  12  May  1881. 


Cork  and  Bandon  Railway. — Goods  Rates  charged  in  excess  of  Parliamentary  Powers. 


The  Otoods  Rates  from  Cork  to  Bandon  are  charged  according  to  the  Irish  Classification,  as  follows:  — 


1st  Class. 

2nd  Class. 

3rd  Class. 

4th  Class. 

5th  Class. 

6th  Class. 

Cork  to  Bandon  j distance,  20  miles 

s.  d. 

.3  8 

5.  <L 

5 - 

s.  d. 

6 - 

s.  d 

8 9 

s.  d. 

14  9 

s.  d. 

•25  - 

And  at  this  Rate  the  following  figures  present  themselves: — 


Per  Ton. 

Ovei’charge. 

Manure  - . . - 

2nd  Class 

s. 

5 

d. 

per 

ton,  at  2d.  per  ton,  as 
list,  the  rate  would  be 

per  toll 

S. 

3 

d. 

4 

if. 

1 

d. 

8 

Tiles,  for  roofs  and  drains  - 

2nd  ,,  O.R. 

5 

~ 

per 

Ion, 

at  2|  </.  per  ton 

- 

ditto 

- 

2 

6 

2 

6 

Charcoal  - - - - 

3rd  „ 

6 

- 

- 

- 

ditto 

- 

ditto 

- 

4 

2 

1 

10 

Hoops,  iron  - - . 

3rd  „ 

6 

- 

- 

- 

ditto 

- 

ditto 

- 

4 

2 

1 

10 

Bar  iron,  over  waggon 
lengths. 

3rd  „ 

6 

- 

- 

- 

ditto 

- 

ditto 

- 

4 

2 

1 

10 

Tiles,  for  roofs  and  drains, 

c.n. 

3rd  „ 

6 

- 

- 

- 

ditto 

- 

ditto 

- 

4 

2 

1 

10 

Sugar  .... 

3rd  „ 

6 

- 

per 

ton. 

at  3 d.  per  ton 

- 

ditto 

• 

5 

- 

1 

- 

Earthenware,  in  crates  and 
casks. 

3rd  „ 

6 

- 

- 

- 

ditto 

- 

ditto 

- 

5 

- 

1 

- 

Hides  - - - . 

4th  „ 

8 

9 

- 

- 

ditto 

- 

ditto 

- 

5 

- 

3 

9 

Dye  wood  ... 

3rd  „ 

6 

- 

- 

ditto 

- 

ditto 

- 

5 

- 

1 

- 

Butter,  S.  to  S.,  27  firkins 
to  ton. 

4<f.  each  firkin 

9 

- 

per  ton. 

at  3|cZ.  per  ton 

- 

ditto 

- 

5 

10 

3 

- 

Ditto  - . . . 

per  ton  - 

8 

9 

- 

- 

ditto 

- 

ditto 

- 

5 

10 

2 

11 

Timber,  exceeding  waggon 
lengths. 

3rd  Class 

6 

- 

per 

ton. 

at  3 d.  per  Ion 

- 

ditto 

- 

5 

- 

1 

- 

Bath  and  Portland  stone  - 

3rd  „ 

6 

- 

- 

- 

ditto 

- 

ditto 

- 

5 

- 

1 

- 

Sugar,  in  loaves 

4th  „ 

8 

9 

- 

- 

ditto 

- 

ditto 

- 

5 

- 

3 

9 

Wool  .... 

4 th  „ 

8 

9 

per 

ton. 

at  Q^d.  per  ton 

- 

ditto 

- 

5 

10 

2 

11 

On  all  5th  and  6th  Class  goods,  embracing  fresh  fish,  agricultural  implements,  boots  and  shoes,  China  ware, 
confectionery,  flax  loose,  flishings,  furniture,  haberdashery,  joiner’s  work,  scutching  and  threshing  machines, 
milk  jians,  ovens  and  pots,  oysters,  travellers’  patterns,  dead  poultry,  spirits  and  wines  in  bottles,  snuff  and 
spices,  as  well  as  many  other  articles,  their  rate  is  14  s.  2 cf.  and  25  s.,  showing  an  overcharge  in  excess  of 
their  toll  rates  of  8 s.  4 d.  and  19  s.  2d.  per  ton  respectively. 
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Goods  Rates  in  excess  of  Parliamentary  Powers. 

Tlie  Great  Southern  and  Western  Railway  Company  charge  for  manure  in  bags,  22  miles, 
4s.  2d.  per  ton;  their  tolls  allow  them  IJd.  per  ton  per  mile,  equal  to  2s.  9d.  per  ton  ; over- 
char;>e.  Is.  5d.  per  ton.  Butter,  Fermoy  to  Cork,  38  miles,  27  firkins  to  the  ton,  at  Id.  each,  equal 
to  15s.  Qd.',  tolls  at  4rf.  each  gives  12s.  Sd.  ; overcharge,  2s.  lOrf. 

On  all  4th  Class  goods,  Cork  to  Mallow,  22  miles,  the  rate  is  8 s.  4(7.  per  ton  ; the  maximum  toll 
rate  at  4(7.  per  ton  per  mile  gives  7 s. ; overcharge.  Is.  4(7.  per  ton. 

The  5th  Class  Rate  is  11s.  8(7.  ; overcharge,  4 s.  8(7.  per  ton. 

The  6th  ,,  16  s.  8(7.;  „ 9 s.  8(7.  ,, 

These  three  classes  compi’Ise  many  articles  used  by  the  fanners  and  sold  by  the  shopkeepers  in  Mallow. 

The  5th  Class  Rate  from  Cork  to  Limerick  Junction,  59  miles,  is  27s.  6(7.,  equal  to  19s.  8(7.  at  the 
tolls  rate  ; overcharge,  7s.  10(7.  per  ton. 

'I'he  6th  Class  is  41s.  8(7. ; overcharge,  22s.  per  ton. 

And  on  the  rates  between  other  stations  the  same  system  of  overcharge  is  made  on  5th  and  6th 
Class  goods. 


Cork  and  Bandon. 


CoHK  to  Dunmanway,  38  Miles. 


Manure,  in  bags  - 

2nd  Class 

S, 

8 

d.  d.  s. 

— per  to'),  at  1.^  per  ton,  4 

d. 

9,  as 

5. 

per  tolls,  shows  overcharge  of  3 

d. 

3 per  ton. 

Roof  tilt  s 

2nd 

8 

J3 

2 

31 

G 

4 

33 

„ 1 

8 „ 

Hoop  iron 

3rd 

10 

""  >3 

2 

>9 

G 

4 

33 

„ 3 

8 „ 

Hides  - - - 

4th 

9? 

14 

2 

3 

J3 

9 

0 

39 

» 4 

8 „ 

Wool  - - - 

4th 

14 

2 

3 

93 

9 

6 

33 

» 4 

8 „ 

Sugar  - - - 

3rd 

33 

10 

n 

33 

7 

11 

39 

,,  2 

1 

All  5th  Class  goods  are  charged  20s.  per  ton;  at  the  toll  rate,  3J(7.  per  ton,  it  would  be  11s.  1(7. ; 
overcharge,  8 s.  1 1 (7. 

On  all  6th  Class  goods  the  rate  is  30  s.  per  ton,  showing  an  overcharge  of  18  s.  11(7.  per  ton. 


Cork  to  Drimoleague,  45  Miles. 


5.  d. 

d. 

s. 

d. 

s. 

d. 

Manure 

2nd  Class 

8 - per 

ton,  at  1 J per  '.nile  toll  rate,  5 

8 per  ton  ; 

overcliarge,  2 

4 

Wool  - - - 

4 th  „ 

15  10 

))  82 

„ 13 

2 „ 

yj 

2 

8 

Sugar  - - - 

3rd  „ 

12  6 

„ 2J 

„ 9 

5 93 

33 

3 

6 

Hoop  iron 

3rd  „ 

12  6 

„ 2 

„ 7 

6 „ 

93 

6 

- 

The  5th  Class  goods 

are  charged 

at  25  s.  per 

ton,  the  toll  rate  at  3^  d.,  13 

1 » 

33 

11 

11 

The  6th  Class  „ 

39 

40  s. 

33 

„ 13 

1 » 

33 

26 

11 

Cork  and  Macroom. 

This  Company  do  not  charge  for  the  conveyance  of  goods  according  to  the  Irish  classification. 
They  charge  a rate  for  each  description  of  traffic,  and  in  very  few  instances  are  they  in  excess  of 
their  Parliamentary  rates. 

Furniture  from  Cork  to  Macroom,  25  miles,  is  charged  20s.,  which  at  4d.  per  ton  per  mile  would 
be  8 s.  4 (7. ; overcharge,  11s.  8 (7.  per  ton. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  16. 


PAPERS  handed  in  by  Mr.  Alexander  CojAand,  12  May  1881. 


Rates  for  the  Carriage  of  Manures,  Copied  from  the  Great  North  of  Scotland 
Railway  Company’s  Rate  Book,  at  Arnac/e,  5th  May  1881. 


Distance 

Over- 

in 

Per 

Ton. 

Miles. 

charge. 

From  Arnage  to  the  following  Stations,  viz.  : 

s. 

d. 

e.  d. 

4 

Auchnagatt  - 

1 

5 

- 5 

Maud  - 

2 

- 

- 71 

121 

Mintlaw  - 

3 

- 

- Ill 

15i 

Longside 

3 

9 

1 2 

194 

liiveriigie  ......... 

4 

9 

1 6.1 

10 

Ilrucklay 

2 

6 

- 10 

14 

Strichen  ......... 

3 

5 

1 1 

161 

Mormoiid  ......... 

4 

- 

1 3 

J9 

Lonmay 

4 

6 

1 4 

Ol  1 

2 

Ruthin 

5 

3 

1 8 

22| 

Philorth 

5 

8 

1 101 

Essleniont  - 

1 

5 

- 5 

Logierieve  - --  --  --  -- 

1 

7 

- *>5 

H 

Udny 

2 

1 

- 8 

nh 

New  Machar  --------- 

2 

9 

- 10 

151 

Pai'khill  - --  - --  --  - 

3 

9 

I 2 

26f 

Inverurie  - 

6 

8 

2 2| 

23| 

Kiiitore  - --  --  --  -- 

6 

- 

- 2| 

21 

Kinaldie  - --  --  --  -- 

5 

4 

1 10 

3J| 

Pitcaple  - --  --  --  -- 

7 

9 

2 51 

35 

Oyne  - --  --  --  --  - 

8 

6 

2 8 

38 

Insch 

9 

3 

2 11 

Rates  for  the  Carriage  of  Manures,  Copied  from  the  Great  North  of  Scotland 


Railway  Company’s  Rate  Book,  at  Buxburn  Station,  5th  May  1881. 


Distance 

in 

Miles. 


6 

9 

12 

16| 

20 

23f 

27 

30^ 

34J 

17 

201 

23i 

28^ 

31J 

36i 

n 

io| 

12 

16i 

ISf 

221 

27 


Per  Ton. 

Over- 

charge. 

From  Buxburn  to  the  following  Stations,  viz. : 

s.  d. 

s.  d. 

Kinaldie  - --  --  --  -- 

1 6 

- 6 

Kintore  ---------- 

2 3 

- 9 

Inverurie  - --  --  --  -- 

2 10 

- 10 

Inveramsay  - --  --  --  - - 

4 - 

1 34 

Wartle  ---------- 

4 10 

1 6 

Rothen  ---------- 

5 10 

1 10| 

Fvvie  - --  --  --  --  - 

6 8 

2 0 

Auchterless  - --  --  --  -- 

7 4 

2 34 

'I'urriff  ----  ------ 

8 4 

2 7 

Pitcaple 

4 - 

1 2 

Vyne  - --  --  --  --  - 

6 - 

1 7h 

Insch  ---------- 

6 6 

1 7,4 

Kennethmont-  - --  --  --  - 

7 - 

2 3 

Gartlv  ---------- 

7 9 

2 6 

Huntly  ---  ------- 

9 - 

2 11 

New  Machar  .------- 

1 9 

- H 

Udny  - --  --  --  --  - 

2 6 

- 23 

Logierieve  - -- 

3 - 

1 - 

Ellon 

2 7 

- -i 

Arnage  ---------- 

4 8 

1 6J 

Auchnagatt  - - - 

5 7 

1 94 

Maud  - --  --  --  --  - 

0 9 

2 3 
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Rates  for  the  Carriage  of  Manure,  Copied  from  the  Great  North  of  Scotland 
Company’s  Rate  Book,  at  Huntly,  4th  May  1881. 

Distance 

Under- 

Over- 

in 

Per  ion. 

Miles. 

charge. 

charge. 

x*rom  riuntiy  to  tii6  loiiowing  otdiioiis^ 

viz. ; 

s. 

(L 

s.  d. 

6*.  f/. 

5 

Gartly 

1 

- 

- 

— 

8 

Kennethmont  ------ 

2 

- 

- 

- 8 

m 

Insch  -------- 

3 

4 

- 

1 u 

161 

Oyne 

4 

- 

- 

1 H 

m 

Pitcaple  ------- 

2 

3 

1 - 

— 

Inveramsay  ------- 

5 

- 

- 

1 71 

24.^ 

Inverurie  ------- 

4 

1 

- 

— 

24 

Wartle  ------- 

4 

- 

- 

— 

42| 

Plaidy  ------- 

10 

- 

- 

2 10| 

45 

King  Edward  ------ 

10 

- 

- 

2 6 

29J 

Aberlour  -.---- 

6 

8 

- 

1 9 

.32| 

Carron 

7 

5 

- 

1 Hi 

39J 

Ballindalloch  ------ 

8 

10 

- 

2 3| 

37.^ 

Blacksboat  ------- 

8 

6 

- 

2 3 

424 

Advie 

9 

6 

- 

2 5i 

48| 

Cromdale  ------- 

10 

- 

- 

1 114 

611 

GrantovTO  ------- 

10 

- 

- 

1 51 

55f 

Nethy  Bridge  ------ 

10 

- 

- 

- 84 

601 

Boat  of  Garten  ------ 

10 

— 

- 1 

— 

The  Statio 

n Agent,  John  MGntyre,  refused  to  submit  the  1 

late  Book  for  iuspectio 

n,  but  some 

time  afterwards  intimated  that  he  would  allow  me  to  see  it. 

E.  A. 

Rates  for  the  Carriage  of  Manures,  Copied  from  the  Great  North  of  Scotland 

Railway  Company’s  Rate  Book,  at  Stricken,  5 th  May  1881. 

- 

Distance 

Under- 

Over- 

in 

Per  Ton. 

Miles. 

charge. 

charge. 

viz. : 

s,  d. 

s.  d. 

s.  d. 

5| 

Maud  ------- 

1 5 

- 

- 5 

10 

Auchnagatt  ------- 

2 6 

- 

- 10 

14 

Arnage  ------- 

3 6 

- 

1 1 

174 

Ellon 

3 - 

- 

- 1 

204 

Logierieve  ------- 

5 - 

- 

1 64 

224 

Udny  -------- 

5 6 

- 

1 9 

254 

New  Machar  ------ 

6 3 

- 

2 - 

13 

Longside  ------- 

1 9 

- 5 

— 

184 

Peterhead  ------- 

3 3 

- 

- n 

5 

Lonmity  ------- 

1 5 

- 

- 5 

74 

Ruthin  ------- 

1 10 

-- 

- 7 

104 

Fraserburgh  ------ 

2 6 

— 

- H 

30| 

Dyce  -------- 

5 2 

— 

- -4 

374 

Kintore  ------- 

9 2 

— 

2 104 

40| 

Inverurie  ------- 

10  ~ 

— 

3 24 

45 

Inveramsay  ------ 

10  - 

- 

2 6 

484 

Wartle  ------- 

10  - 

— 

1 104 

524 

Rotbie  ------- 

10  - 

— 

1 3 

654 

Fyvie 

10  - 

00 

1 

0.54. 
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AFPENDIX  TO  REPORT  FROM  THE 


Rates  for  the  Carriage  of  Manures,  Copied  from  the  Great  North  of  Scotland 
Railway  Company’s  Rate  Book,  30th  April  1881. 


Distance 

Over- 

Maximum” 

in 

Per 

Ton. 

Miles. 

charge. 

Rates, 

riuui 

ivieic 

iruin  10  me  louowing 

Stations,  viz,  ; 

s. 

d. 

s.  d. 

s. 

d. 

Inverui'ie 

• 

- . • . 

1 

- 

— 

6^ 

J^ort  Elphinstone 

- 

. 

1 

11 

- 1 

1 

1 

8| 

Kintore 

- 

- 

- 

2 

4 

- 10 

1 

5 

10 

Inverainsav  - 

- 

2 

8 

1 - 

1 

8 

10| 

Piicaple 

- 

. 

. 

2 

8 

- 11 

1 

9 

u 

Oyne  - 

3 

6 

1 2 

2 

4 

17 

Itisch  - 

- 

- - - . 

. 

4 

3 

1 5 

2 

10 

OOl 

Keniiethmont 

- 

- 

- 

5 

6 

1 9 

3 

25i 

Gartlj'' 

- 

. 

. 

6 

4 

2 1 

4 

30^ 

Huntly 

- 

. 

- 

5 

1 

- 

5 

- J. 

2 

133 

Wartle 

- 

. 

. 

3 

3 

1 - 

2 

2 

17.1 

Rothie-Norman 

- 

. 

. 

4 

4 

1 5 

2 

11 

2()J 

Fv’vie 

. 

.... 

. 

5 

- 

1 6 

3 

6 

24 

Auchterless 

- 

..... 

. 

5 

10 

1 10 

4 

- 

28 

Turrift’ 

- 

... 

- 

6 

10 

2 2 

4 

8 

321 

Plaidy 

- 

. 

- 

8 

2 7 

5 

3 

84^ 

King  Edward 

- 

- 

- 

8 

6 

2 8 

5 

10 

39| 

MacDuff  - 

• 

.... 

• 

6 

8 

1 - 

6 

7 

Copied  at  Old  Meldrum  Station. 

Edward  Alexander. 


Rates  for  the  Carriage  of  Manures,  Copied  from  the  Great  North  of  Scotland 
Railway  Company’s  Rate  Book,  at  Kintore  Station,  30th  April  1881. 


Distance 

Over- 

Maximum 

in 

Her  Ton. 

Miles. 

From  Kintore  to  the  following  Stations, 

charge. 

Rates. 

viz. : 

s.  d. 

s.  d. 

s.  d. 

Kemnay  ------- 

1 5 

- 5 

1 - 

n 

Monymusk 

2 - 

- 9 

1 3 

io| 

Tilly'fbi’.rie  ------- 

2 8 

- 11 

1 9 

13 

Widtehorne 

3 3 

1 1 

2 2 

16 

Alford 

3 10 

1 2 

2 8 

3 

Inverurie  ------- 

1 5 

— 5 

1 - 

7i 

Inveramsay  ------- 

. 2 - 

- 91 

1 21 

8 

Pitcaple 

2 - 

- 8 

1 4 

ll.i 

C 

CD  . 

1 

1 

1 

1 

• 

1 

1 

2 9 

- 101 

1 lOi 

14i 

insch  -------- 

3 6 

1 U 

2 4| 

19.J 

Kennetlimont  ------ 

4 9 

1 6 

3 3 

09  1 

Gartlv  ------- 

5 6 

1 9 

3 9 

27 1 

Huntly 

6 9 

2 2 

4 7 

1 1 

Wartle  ------- 

2 9 

- 11 

1 10 

Roihie 

3 7 

1 2 

2 6 

18 

Fyvie 

4 5 

1 5 

O 

O 

211 

Auchterless 

5 2 

1 81 

3 

251 

Turriff 

6 2 

1 11 

4 3 

29| 

Plaidy  ------- 

7 3 

2 4 

4 11 

32 

King  Edward  ------ 

7 10 

2 6 

5 4 

37 

MacDuff in  lots 

6 2 

- 

6 2 

7 

Dyce  -------- 

1 2 

- 

1 2 

121 

New  Machar  ------ 

3 1 

1 - 

2 1 

17 

Logierieve  ------- 

4 3 

1 5 

2 10 

201 

Ellon  -------- 

3 6 

“ 

3 41 

23| 

Arnage  - . - 

6 - 

2 - 

4 - 

27  J 

Auchnagatt  ------ 

7 — 

2 4 

4 8 

Edward  Alexander. 
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Rates  for  the  Carriage  of  Manures  from  Inverurie  to  the  following  Stations : — 


Distance 

Over- 

Maximum 

in 

Per  Ton. 

Miles. 

charge. 

Rate. 

From  Inverurie  to  the  following  Stations, 

viz.  : 

s.  d. 

s.  d. 

s.  d. 

Hi 

Rothie 

2 - 

- 

1 11 

15 

Fyvie 

2 6 

- 

2 6 

18i 

Auchterless 

3 1 

— 

— 

22i 

Turriff 

3 9 

— 

— 

26i 

Plaidy 

4 6 

— 

— 

29 

King  Edward 

4 10 

— 

— 

34 

MacDuff 

6 8 

— 

— 

5 

Pitcaple 

1 - 

— 

— 

H 

Oyne  - - - - c - - 

1 5 

— 

— 

Insch  -----  -.- 

1 11 

— 

— 

16| 

Kennethmont  ------ 

2 9 

— 

— 

19| 

Gartly  ------- 

3 3 

— 

— 

24| 

Huntly  - - - 

4 1 

— 

— 

29 

Rotliiemay 

4 10 

— 

— 

32.1 

Grange  ------- 

5 5 

— 

— 

37 

Keith  ------- 

6 2 

— 

— 

10 

Dyce 

1 9 

- 1 

1 8 

15i 

New  Machar  - - - - - 

3 8 

1 1 

2 7 

18| 

Udny 

4 6 

1 6 

3 - 

20 

Logierieve  ------- 

5 - 

1 8 

3 4 

24 

Esslemont  ------- 

5 4 

1 9 

3 7 

23| 

Ellon  ------- 

3 11 

— 

— 

26i 

Arnage  ------- 

6 8 

2 3 

4 5 

30i 

Auchnagatt  ------ 

7 8 

2 6 

5 2 

35 

Maud  ------- 

8 2 

2 4 

5 10 

The  above  Rates  were  supplied  by  the  Goods  Clerk  at  Inverurie,  he  having  refused  to  allow  me 
to  .ex  amine  the  Rate  Book. 

30  April  1881.  Edward  Alexander. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  17. 


RAILWAY  COMMISSI  0,N. 


LIST  prepared  at  request  of  Chairman  of  Select  Committee  on  Railway  Rates  and  Fares 
of  Cases  before  the  Railway  Commissioners,  1873-1881. 


Applications  under  Section  2 of  the  Railway  and  Canal  Traffic  Act,  1854,  and  Section  6 

of  the  Regulation  of  Railways  Act,  1873. 


Date  of  Filing. 

NAME  OP  CASE. 

How  Disposed  of. 

Appeals,  &c. 

18  Oct. 

1873 

The  Corporation  of  Dover  v.  The  South 
Eastern  Railway  Comj);iny,  and  the 
London,  Chatham,  and  Dover  Railway 
Company. 

Application  dismissed,  on 
withdrawal  of  the  Cor- 
poration. 

— 

20  Oct. 

5? 

Goddard  v.  London  and  South  Western 
Railway  Company. 

Heard  and  determined. 

— 

24  Mar. 

1874 

Lees  V.  Tlie  Lancashire  and  Yorkshire 
Railway  Company. 

Heard  and  determined. 

— 

31  Mar. 

Palmer  v.  London  and  South  Western 
Railway  Company. 

Application  withdrawn ; 
terms  agreed  upon  by 
parties. 

2 July 

Perks  and  Bell  v.  I.ondon  and  North 
Western  Railway  Company. 

Not  proceeded  with. 

_ 

10  Sept. 

The  Nitshill  and  Lesmahagow  Coal  Com- 
pany V.  1 he  Caledonian  Railway  Com- 
pany. 

Heard  and  determined. 

3 Dec. 

)5 

The  Diphvvys  Casson  Slate  Company 
(Limited)'  v.  The  Festiniog  Railway 
Company. 

Heard  and  determined. 

17  Dec. 

Woodger  v.  The  Great  Eastern  Railway 
Company. 

Heard  and  determined. 

— 

19  Jan. 

1875 

The  Bellsdyke  Coal  Company  v.  The 
North  British  Railway  Company. 

Heard  and  determined. 

■■ 

20  Jan. 

V 

Innes  and  others  v.  London,  Brighton, 
and  South  Coast  Railway  Company, 
and  London  and  South  Western  Rail- 
way Company. 

Heard  and  determined. 

30  Jan. 

yj 

Thompson,  Evershed,  and  others  v.  The 
Louden  and  North  Western  Railway 
Company,  and  the  North  Staffordshire 
Railway  Compan}'. 

Heard  and  determined. 

29  Mar. 

9) 

The  Ilorhury  Bridge  Coal,  Iron,  and 
lYagon  Company  v.  The  Lancashire 
and  Yorkshire  Railway  Company. 

Settled  at  the  hearing,  on 
terms  agreed  upon  by 
parties. 

29  April 

99 

Bell  v.  The  Midland  Railway  Company  - 

Heard  and  determined. 

— 

29  April 

>1 

Bell  1’.  The  London  and  North  M^estern 
Railway  Company. 

Heard  and  determined. 

. 

31  May 

99 

Foreman  v.  The  Great  Eastern  Railway 
Company. 

Heard  and  determined. 

15  June 

99 

The  Uckfield  Local  Board  v.  London, 
Brighton,  and  South  Coast  Railway 
Company,  and  the  South  Eastern  Rail- 
•way  Comtiany. 

Heard  and  determined. 

5 July 

99 

Black  and  others  v.  The  Great  North  of 
Scotland  Railway  Company. 

Not  proceeded  w'ith. 

— 

IG  July 

99 

Fishbourne  and  another  v.  The  Midland 
Great  Western  of  Ireland  Railway 
Company\ 

Heard  and  determined. 

SELECT  COMMITTEE  ON  RAILWAYS. 


69 


Applications  under  Section  2 of  tlie  Railway  and  Canal  Traffic  Act,  1854,  &c. — continued. 


Date  of  Filing. 

NAME  OF  CASE. 

1 How  Disposed  of. 

Appeals,  See. 

10  July 

1875 

Fishbourne  and  another  v.  Tlie  Great 
Southern  and  Western  Railway  Com- 
pany, Ireland. 

Heard  and  determined. 

— 

9 Sept. 

yy 

The  Gwendreath  Valleys  Railway  Com- 
pany V.  'I'he  Rurryport  and  Gwen- 
dreath Valley  Railway  Company. 

Settled  at  the  hearing,  on 
terms  agreed  upon  by 
parties. 

17  Dec. 

5> 

Holland  and  another  v.  The  Festiniog 
Railway  Company. 

Heard  and  determined. 

— 

11  Nov. 

Evershed  and  others  v.  The  London  and 
North  Western  Railway  Company. 

Heard  and  determined. 

— 

26  Jan. 

1870 

Jackman  v.  The  Isle  of  Wight  Railway 
Company. 

Application  dismissed  by 
consent,  parties  having 
agreed  upon  terms  of 
settlement. 

24  Feb. 

?> 

The  Corporation  of  Dudley  v.  The  London 
and  North  Western  Railway  Com- 
pany. 

Not  proceeded  with. 

— 

20  Mar. 

yy 

Greenop  and  others  v.  South  Eastern 
Railway  Company. 

Heard  and  determined. 

— 

7 April 

yy 

The  Southsea  and  Isle  of  Wight  Steam 
Ferry  Company  v.  The  London  and 
South  Western  and  the  London, 
Brighton,  and  South  Coast  Railwuiy 
Companies. 

£ t he  applicants  also  asked  for  relief 
under  Section  11  of  the  Act  of  1873.] 

Heard  and  determined. 

29  May 

yy 

The  Corporation  of  Reigate  v.  The  Lou- 
don, Brighton,  and  South  Coast  Rail- 
way Company,  and  the  South  Eastern 
Railway  Company. 

Application  dismissed  by 
consent. 

8 June 

yy 

Robertson  v.  The  Great  Southern  and 
Western  Railw’ay  Company,  Ireland. 

[The  applicant  also  asked  for  relief 
under  Section  14  of  the  Act  of  1878,] 

Heard  and  determined. 

28  June 

yy 

Watkinson  and  others  v.  The  Wrexham, 
Mold,  and  Connah’s  Quay  Railway 
Company. 

[The  applicants  also  asked  for  relief 
under  Section  14  of  the  Act  of  1873.] 

Heard  and  determined 

Case,  by  way  of  appeal,  stated 
at  the  instance  of  the  Railway 
Company,  by  the  Commis- 
sioners, under  Section  26  of 
the  Act  of  1873,  for  the  opinion 
of  a Superior  Court.— Judg- 
ment of  the  Commissioners 

3 July 

yy 

Tomlinson  v.  Lancashire  and  Yorkshire 
Railway  Company. 

[The  applicant  also  asked  for  relief 
under  Section  15  of  the  Act  of  1873.] 

Application  withdrawn  ; 
terms  agreed  upon  by 
parties. 

affirmed. 

3 July 

> 

yy 

Tomlinson  v.  London  and  North  Western 
Railway  Company. 

[The  applicant  also  asked  for  relief 
under  Section  15  of  the  Act  of  1873.] 

Application  withdrawn  ; 
terms  agreed  upon  bv 
parties. 

13  July 

yy 

Robertson  v.  Midland  Great  Western 
Railway  Company,  Ireland. 

[The  applicant  also  asked  for  relief 
under  Section  14  of  the  Act  of  1873.] 

Heard  and  determined. 

31  July 

yy 

Robert  Evans  v.  The  Great  Western 
Railway  Company. 

Application  withdrawn  ; 
terms  agreed  upon  by 
parties. 

—— 

25  Oct. 

yy 

Thomas  v.  North  Staffordshire  Railway 
Company. 

Heard  and  determined. 

— 

9 Nov. 

yy 

Toomer  and  others  v.  London,  Chatham, 
and  Dover  Railway  Company,  and 
South  Eastern  Railway'  Company. 

Heard  and  determined 

Enforcement  of  Orders  of  Com- 
missioners against  Comjianies 
restrained  by  Writ  of  Prohi- 
bition, issued  by  the  Exche- 
quer Division  of  the  High 

2 Feb. 

1877 

Locke  and  another  v.  The  North  Eastern 
Railway  Company. 

■ [The  applicant  also  asked  for  relief 
under  Section  15  of  the  Act  of  1873.] 

Heard  and  determined. 

Court  of  Justice. 

27  Feb. 

0.54. 

yy 

The  Victoria  Coal  and  Iron  Company  v. 
The  Midland  Railway  Company,  and 
the  Neath  and  Brecon  Railway  Com- 
pany. 

I 

Heard  and  determined 

3 

Case,  by  way  of  appeal,  granted 
at  the  instance  of  the  Midland 
Railwa)'  Company,  by  the 
Commissioners,  under  Section 

26  of  the  Act  of  1873,  for  the 
opinion  of  a Superior  Court, 
but  appeal  not  proceeded  with. 

0.54. 
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APPENDIX  TO  EEPOET  EKOM  THE 


Applications  under  Section  2 of  the  Railway  and  Canal  Traffic  Act,  1854.  See.— continued. 


Date  of  Filing. 

NAME  OF  CASE. 

How  Disposed  of. 

Appeals,  &;c. 

20  Mar.  1877 

The  Dunkirk  Colliery  Company  v.  The 
Manchester,  Sheffield,  and  Lincolnshire 
Railway  Company,  and  the  Lan- 
cashire and  Yorkshire  Railway  Com- 
pany. 

Application  withdrawn  ; 
terms  agreed  upon  by 
jiarties. 

— 

21  Mar.  „ 

Dundee  and  others  v.  The  Belfast  and 
Northern  Counties  Railway  Com- 
pany. 

Application  withdrawn  ; 
terms  agreed  upon  by 
parties. 

19  Feb.  1878 

The  Aberdeen  Commercial  Company  and 
the  Aberdeen  Lime  Company  v.  The 
Great  North  of  Scotland  Railway  Com- 
pany. 

Heard  and  determined 

Case,  by  way  of  appeal,  stated 
at  the  instance  of  the  Railway 
Company  by  the  Commis- 
sioners, under  Section  26  of  the 
Act  of  1873,  for  the  opinion  of 
the  Court  of  Session,  Scotland. 
Judgment  of  the  Commis- 
sioners affirmed. 

27  Feb.  „ 

The  Corporation  of  Hastings  v.  The  South 
Eastern  Railway  Company. 

Heard  and  determined 

The  Railwaj'^  Company  having 
obtained  judgment  in  jjro- 
hibition  in  the  Queen’s  Beach 
Division,  said  judgment  was, 
on  appeal  by  the  Commis- 
sioners, reversed  by  the  Court 
of  Appeal. 

2 Mar.  „ 

The  Tunl)ridge  IVells  Local  Board  v.  The 
South  Eastern  Railway  Company. 

Application  withdrawn  ; 
terms  agreed  uiion  by 
parties. 

4 Mar.  „ 

The  Chatterlcy  Iron  Company  (Limited) 
V.  The  North  Staffordshire  Railway 
Company. 

[The  applicants  also  asked  for  relief 
under  Sections  14  and  15  of  the  Act 
of  1873.] 

Heard  and  determined 

Case,  by  way  of  appeal,  granted 
at  the  instance  of  the  Railway 
Company  by  the  Commis- 
sioners, under  Section  26  of  the 
Act  of  1873,  for  the  opinion  of 
a Superior  Court,  but  appeal 
not  proceeded  with. 

2 July  „ 

Lloyd  V.  The  Northampton  and  Banbury 
Junction  Railway  Company. 

[The  applicant  also  asked  for  relief 
under  Section  15  of  the  Act  of  1873.] 

Heard  and  determined. 

3 July  „ 

The  Chatterley  Iron  Company  v.  The 
North  Staffordshire  Railway  Company 
(No.  2). 

Hearing  postponed  sine  die. 

— 

2 J uly  „ 

Porter  v.  The  Great  Northern  Railway 
Company  (Ireland). 

Application  not  proceeded 
with. 

— 

20  July  „ 

The  Newington  Local  Board  w.TheNorth 
Eastern  Railway  Company. 

Heard  and  determined 

Rule  nisi  obtained  by  the  Rail- 
way Company  for  a prohibi- 
tion. 

23  May  1879 

Harris  and  others  v.  The  London  and 
South  Western  Railway  Company. 

Heard  and  determined. 

— 

SO  Dec.  „ 

The  Isle  of  Wight  (Newport  Junction) 
Railway  Company  r.  The  Isle  of  Wight 
Railway  Company. 

[The  apjjlicant  also  asked  for  relief 
under  Section  15  of  the  Act  of  1873.] 

Proceedings  dropped. 

20  Jan.  1880 

Brown  v.  The  Great  Eastern  Railway 
Company. 

Application  withdrawn  ; 
terms  agreed  upon  by 
parties. 

— 

4 June  „ 

The  Tharsis  Sulphur  and  Copper  Com- 
pany (Limited)  v.  The  London  and 
North  Western  Railway  Company. 

Heard  and  determined 

Case,  by  way  of  appeal,  granted 
by  the  Commissioners  at  the 
instance  of  the  Railway  Com- 
pany, under  Section  26  of  the 
Act  of  1873  (pending). 

9 June  „ 

The  Denaby  Main  Colliery  Company  v. 
The  Manchester,  Sheffield,  and  Lincoln- 
shire Railway  Company. 

Heard  and  determined 

The  Commissioners  having  re- 
fused to  state  a case,  by  way  of 
appeal,  under  Section  26  of  the 
Act  of  1873,  the  Railway 
Company  applied  to  the 
Queen’s  Bench  Division  for  a 
Writ  of  Prohibition  or  Man- 
damus. The  Court  refused  to 
issue  either,  and  on  appeal  by 
the  Railway  Company  to  the 
Court  of  Appeal,  judgment  of 
the  Queen’s  Bench  Division 
was  affirmed. 
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Applications  under  Section  2 of  the  Railway  and  Canal  Traffic  Act,  1854,  &c. — continued. 


Date  of  Filing. 

NAME  OF  CAS  E. 

How  Disposed  of. 

Appeals,  &c. 

9 June 

1880 

Watkinson  and  others  v.  The  Wrexham, 
Mold,  and  Coimah’s  Quay  Railway 
Company. 

fTlie  applicants  also  asked  for  relief 
under  Section  11.] 

Heard  and  determined. 

— 

28  Feb. 

Ilastie  V.  The  London,  Brighton,  and 
South  Coast  Kailway  Company. 

Application  withdrawn  ; 
terms  agreed  upon  by 
parties. 

23  July 

The  Waterford  and  Limerick  Railway 
Company  v.  The  Great  Southern  and 
'Western  Railway  Company,  Ireland. 

This  case  was  settled  at  the 
hearing  upon  terms  agreed 
upon  by  the  parties. 

3 Nov. 

}y 

Fretwell  v.  London,  Brighton,  and  South 
Coast  Railway  Company. 

Application  withdrawn  ; 
terms  agreed  upon  by 
parties. 

6 Dec. 

The  Central  Wales  and  Carmarthen 
Junction  Railway  Company  v.  The 
London  and  North  Western  Railway 
Company. 

This  case  is  pending ; the 
hearing  is  adjourned  un- 
til after  Easter. 

25  Nov, 

jy 

Brown  v.  The  Great  Western  Railway 
Company, 

A rule  absolute  for  a prohibition 
has  been  issued  at  the  instance 
of  the  Railway  Company  by 
the  Queen’s  Bench  Division, 
to  restrain  the  Commissioners 
from  hearing  this  case.  The 
order  of  the  Queen’s  Bench 
Division  has  been  appealed 
from. 

23  Feb. 

1881 

Janies  and  others  v.  Tlie  Tatf  Vale  Rail- 
way Company  and  the  Great  We^tern 
Railway  Compan3^ 

Heard  ; judgment  not  yet 
delivered. 

Applications  under  Section  8 of  the  Regulation  of  Railways  Act,  1873. 

23  Jan. 

1874 

The  Buckfastleigh,  Totnes,  and  South 
Devon  Railway  Company  f.  The  South 
Devon  Railway  Company. 

Heard  and  determined. 

— 

15  July 

» 

The  Kington  and  Eardisley  Railway 
Company  v.  The  Hereford,  Hay,  and 
Brecon,  and  the  Midland  Railway 
Companies. 

Application  withdrawn. 

13  Nov. 

The  Bristol  and  Exeter  Railway  Com- 
panj'  V.  The  Somerset  and  Dorset  Rail- 
way Company. 

Heard  and  determined. 

— 

8 Dec. 

yy 

The  Midland  Railway  Company  v.  The 
Great  Western  Railway  Company. 

Heard  and  determined. 

— 

11  Feb. 

1875 

The  Caledonian  Railw\ay  Company  v. 
The  Greenock  and  Wemyss  Bay  Rail- 
way Company. 

Heard  and  determined. 

— 

4 Mar. 

yy 

The  Greenock  and  Wemyss  Bay  Rail- 
w’ay  Company  v.  The  Caledonian  Rail- 
way Company. 

Heard  and  determined. 

— 

23  Mar. 

yy 

The  Stokes  Bay  Railw'ay  and  Pier  Com- 
pany V.  The  London  and  South  West- 
ern Railway  Company. 

Application  rvithdrawn. 

— 

28  April 

yy 

The  Taff  Vale  Raihvay  Company  v. 
The  Rhymney  Railway  Company. 

Heal’d  and  detei’mined. 

— 

4 June 

yy 

The  Mold  and  Denbigh  Jnnction  Rail- 
ivay  Company  v.  The  London  and  North 
Western  Railway  Company. 

Application  withdrawn. 

— 

6 Sept, 

yy 

The  Isle  of  Wight  (New'port  Junction) 
Railway  Company  v.  The  Ryde  and 
Newport  Railway  Company. 

Heard  and  determined. 

— 

9 Nov. 

0.54. 

yy 

The  Caledonian  Railway  Company  v.  The 
North  British  Railway  Company. 

Heard  and  detei’mined. 

T 4 

72 


APPENDIX  TO  REPORT  FROM  THE 


Applications  under  Section  8 of  the  Regulation  of  Railways  Act,  1873 — continued. 


Date  of  Filing. 

NAME  or  CASE. 

1 

How  Disposed  of.  | 

Appeals,  &c. 

4 Nov. 

1875 

The  Uyde  and  Newport  Railway  Com- 
pany V,  The  Isle  of  IFight  (Newport 
Junction)  Railway  Company. 

Heard  and  determined.  | 

— 

18  Jan. 

1876 

The  East  and  West  Junction  Railway 
Company  v.  The  Northampton  and 
Banbury  Junction  Railway  Company. 

Heard  and  determined. 

' 

20  Jan. 

19 

The  Caledonian  Railway  Company  v. 
The  North  British  Railway  Company. 

Heard  and  determined. 

— 

1 Feb. 

91 

The  Midland  Railway  Company  v.  The 
Great  Western  Railway  Company. 

Heard  and  determined. 

— 

10  Feb. 

91 

The  Cambrian  Railways  Company  v.  The 
London  and  North  Western  Railway 
Comjiany. 

Heard  and  determined. 

— 

12  Mar. 

91 

The  Harborne  Railway  Company  v.  The 
London  and  North  Western  Railway 
Company. 

Heard  and  determined. 

• 

28  April 

99 

The  Midland  Railway  Company  v.  The 
Neath  and  Brecon  Railway  Company. 

Heard  and  determined. 

— 

2 May 

99 

The  Cornwall  Railway  Company  and 
the  Associated  Railway  Companies  v. 
The  Devon  and  Cornwall  Railway 
Company. 

Heard  and  determined. 

£0  May 

11 

The  Torbay  and  Brixham  Railway  Com- 
pany V.  The  South  Devon  Railway 
Company. 

Heard  and  determined. 

4 July 

11 

The  Caledonian  Railway  Company  v.  The 
Great  Northern,  North  Eastern,  and 
North  British  Railway  Companies. 

Heard  and  determined. 

— 

8 Nov. 

11 

The  Midland  Railway  Company  v.  The 
Neath  and  Brecon  Railway  Company. 

Application  withdrawn. 

— 

14  Dec. 

19 

1 

The  Cambrian  Railways  Company  v.  The 
London  and  North  Western  Railway 
Company. 

Application  withdrawn. 

— 

1 Mar. 

1877 

The  London  and  South  Western  Railvvaj'^ 
Company  ».  The  Staines,  Wokiugham, 
and  Woking  Railway  Company. 

Heard  and  determined. 

— 

23  June 

99 

Tlie  Caledonian  Railway  Company  v.  The 
North  British  Railway  Company. 

Heard  and  determined. 

. 

22  Dec. 

99 

The  Torbay  and  Brixham  Railway  Com- 
pany V.  The  South  Devon  Railway 
Company. 

Application  withdrawn. 

— 

20  Mar. 

1878 

The  Portpat)'ick  Railway  Company  v. 
The  Caledonian  Railway  Company. 

Heard  and  determined 

In  this  case  a rule  nisi  for  a pro- 
hibition was  granted  by  the 
Queen’s  Bench  Division  on  the 
motion  of  the  Caledonian  Com- 
pany, but  it  ivas  not  jn’oceeded 
with. 

3 July 

99 

The  Marlborough  Railway  Company  v. 
The  Great  Western  Railway  Company. 

Application  withdrawn. 

— 

4 July 

19 

The  Solway  Junction  Railway  Com- 
])any  v.  The  Maryport  and  Carlisle 
Railway  Company. 

Heard  and  determined. 

— 

16  July 

9) 

The  Salisbury  and  Dorset  Junction  Rail- 
way Co)npany  v.  The  London  and 
South  Western  Railway  Company. 

Heard  and  determined. 

— 

17  July 

99 

The  North  British  Railway  Companv  v. 
The  Caledonian  Railway  Company. 

Heard  and  determined. 

— 

30  July 

99 

The  Caledonian  Railway  Company  r.  The 
North  British  Railway  Company, 

Heard  and  determined. 

— 

23  .May 

1879 

The  Stafford  and  Uttoxeter  Railway 
Company  v.  The  North  Sfaft'ordshire 
Railway  Company, 

Application  withdrawn. 

1 

1 

1 
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Applications  under  Section  8 of  the  Regulation  of  Railways  Act,  1873 — continued. 


Date  of  Filing. 

NAME  OF  CASE. 

How  Disposed  of. 

Appeals,  &c. 

11  July  1879 

The  Dublin  and  Meath  Railway  Com- 
pany V.  The  Midland  Great  Western  of 
Ireland  Railway  Company. 

Heard  and  determined. 

— 

23  Oct.  „ 

The  Caledonian  Railway  Company  v. 
The  Glasgow  and  Soutli  Western  Rail- 
way Company. 

Heard  and  determined. 

-> 

21  Jan.  1881 

The  Waterford  and  Limerick  Railway 
Company  v.  The  Great  Western  Rail- 
way Company. 

In  this  case  the  defendants  have 
obtained  a Writ  of  Prohibition, 
by  which  all  further  proceed- 
ings are  stayed.  The  appli- 
cation for  such  writ  was  un- 
successful before  the  Master  of 
the  Rolls,  but  his  judgment  was 
reversed,  on  appeal,  by  the 
Court  of  Appeal. 

Applications  under  Section  9 of  the  Regulation  of  Railways  Act,  1873. 


6 June  1874 

Day  V.  The  Metropolitan  Railway  Com- 
pany. 

Application  withdrawn. 

— 

2 J uly  „ 

The  Carmarthen  and  Cardigan  Railway 
Company  v.  The  Central  VVales  and 
Carman  hen  Junction  Railway  Com- 
pany. 

Heard  and  determined. 

9 Oct.  „ 

The  Manchester,  Sheffield,  and  Lincoln- 
shire Railway  Company,  and  the  Trent, 
Ancholme,  and  Great  Grimsby  Rail- 
W'ay  Company  v.  The  Guardians  of  the 
Poor  of  Caistor  Union. 

Heard  and  determined. 

9 Oct.  „ 

Tlie  Manchester,  Sheffield,  and  Lincoln- 
shire Railway  Company,  and  the  Trent, 
Ancholme,  and  Great  Grimsby  Rail- 
way Company  v.  The  Guardians  of  the 
Poor  of  Glandford  Brigg  Union. 

Heard  and  determined. 

— 187.5 

The  Guardians  of  the  Poor  of  Wigan 
Union  V.  The  London  and  North 
Western  Railway  Campany. 

Heard  and  determined. 

• . 

13  April  1876 

The  London  and  South  Western  Rail- 
way Company  v.  The  South  Devon 
Railw'ay  Company  and  others. 

Heard  and  determined. 

Applications  under  Section  10  of  the  Regulation  of  Railways  Act,  1873. 


8 Dec.  1873 

The  Waterford  and  Limerick  Railway 
Company  with  the  Southern  Railway 
Company.  . 

Agreement  approved. 

— 

24  Dec.  „ 

The  Witney  Railway  Company  with  the 
Great  Western  Railway  Company. 

Agreement  approved. 

— 

26  Feb.  1874 

The  Lyme  Regis  Railway  Company  with 
the  London  and  South  Western  Rail- 
way Company. 

Agreement  approved. 

— 

5 iVIar.  ,, 

The  Sidmouth  Railway  Company  with 
the  London  and  South  Western  Rail- 
way Company. 

Agreement  approved. 

' 

18  April  „ 

The  Mitcheldean  Road  and  Forest  of 
Dean  Junction  Railway  Company  with 
the  Great  Western  Railway  Company. 

Agreement  approved. 

— 

10  July  „ 

The  Carrickfergus  and  Larne  Railway 
Company  with  the  Belfast  and  North 
ern  Counties  Railway  Company. 

Agreement  approved. 

' 

17  Aug,  „ 

The  Kilkenny'  Junction  Railway  Com- 
pany with  the  W aterford  and  Central 
Ireland  Railway  Company. 

Agreement  approved. 

0.54, 
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APPENDIX  TO  REPORT  FROM  THE 


Applications  under  Section  10  of  the  Regulation  of  Railways  Act,  1873 — continued. 


Date  of  Filing. 

NAME  OF  CASE. 

How  Disposed  of. 

Appeals,  &c. 

4 Mar. 

1875 

The  Greenock  and  IVemyss  Bay  Railway 
Company  v.  The  Caledonian  Railway 
Comj)any. 

Heard  and  determined. 

(This  Avas  an  application 
for  the  revision  of  an  agree- 
ment. ) 

— - 

13  May 

The  Thetford  and  Watton  Railway  Com- 
pany, and  the  Watton  and  Swaffliam 
Railway  Company,  with  tlie  Bury  St. 
Edmunds  and  Thetfoid  Railway  Com- 
pany. 

Agreement  approved. 

2 June 

>> 

The  Edinbnigli,  Loanhead,  and  Roslin 
Railway  Company  with  the  North 
Biitish  Railway  Company. 

Agreement  approved. 

17  June 

The  Culm  Valley  Light  Railway  Com- 
pany with  the  Bristol  and  Exeter  Rail- 
w'ay  Company. 

Agreement  approved. 

22  Aug. 

n 

The  Sirhowy  Railway  Company  Avith 
the  Iiondon  and  North  Western  Rail- 
Avay  Company. 

Heard  and  determined ; 
agreement  approved. 

3 Dec. 

The  Cowhridge  Railway  Comjiany  with 
the  Taff  Vale  Railway  Company. 

Agreement  approved. 

— 

13  April 

187G 

The  West  Cork  Railway  Company  Avith 
the  Hen  Valley  Railway  Company. 

Heard  and  determined  ; 
agreement  approved. 

— 

11  April 

The  Portpatrick  Raihvay  Company  Avith 
the  Caledonian  Railway  Company. 

Agreement  approved. 

— 

15  Aug. 

The  Pool  and  Bournemouth  Railway 
Comjiany  with  the  London  and  Soutli 
Western  Railway  Company. 

Agreement  approved. 

— 

5 July 

J? 

The  Kington  and  Eardisley  Railway 
Company  with  the  Great  Western 
Raihvay  Company. 

Agreement  approved. 

— 

20  Sept- 

» 

Tlie  Northampton  and  Banbury  Junction 
Railway  Company  Avith  the  London 
and  North  Western  Raihvay  Company. 

Agreement  approved. 

— 

13  Nov. 

The  Harborne  Raihv.ay  Company  Avith 
the  London  and  North  AVestern  Rail- 
Avay  Company. 

Agreement  approved. 

— 

3 Aug. 

1877 

Tlie  Bromley  Direct  Railway  Company 
with  the  South  Eastern  Railway  Com- 
pany. 

Application  withdraAvn. 

' ' 

9 Aug. 

>9 

The  Girvan  and  Portpatrick  Raihvay 
Company  Avith  the  GlasgOAV  and  South 
AVestern  Raihvay  Company. 

Agreement  approved. 

18  Oct. 

19 

Tlie  Penarth  Extension  Railway  Com- 
pany with  the  TafF  Vale  Raihvay  Com- 
pany. 

Agreement  approved. 

— 

19  Oct. 

The  Sutton  Harbour  Improvement  Com- 
pany with  the  London  and  South 
AVestern  Raihvay  Company. 

Agreement  approved. 

12  Dec. 

The  Great  Northern  Raihvay  Company, 
Ireland,  Avith  the  Enniskillen,  Bundo- 
ran,  and  Sligo  Railway  Company. 

Agreement  approved. 

— 

25  Jan. 

1878 

The  Neath  and  Brecon  Raihvay  Com- 
jiany  Avith  the  Midland  Railway  Com- 
pany. 

Agreement  not  approved. 

■ 

5 June 

99 

The  Denbigh,  Ruthin,  and  CoiAven  Rail- 
Avay  Company  Avith  the  London  and 
North  AVestern  RaihAniy  Company. 

Agreement  approved. 

2 Dec. 

99 

The  Mid-IIants  Raihvay  Company  Avith 
the  London  and  South  AVestern  Rail- 
way Comiiany. 

Agreement  approved. 

4 Mar. 

1879 

'Fhe  Alellis  and  Eye  Raihvay  Company 
Avith  the  Great  Eastern  Railway  Com- 
pany. 

Agreement  approved. 

SELECT  COMMITTEE  ON  RAILWAYS. 
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Applications  under  Section  10  of  the  Regulation  of  Railways  Act,  continued. 


Date  of  Filing. 

NAME  OF  CASE. 

How  Disposed  of. 

Appeals,  &c. 

4 Mar. 

1879 

Tlie  Clacton-on-Sea  Railway  Company 
with  the  Great  Eastern  Railway  Com- 
pany. 

Agreement  approved. 

— 

4 Mar. 

The  Tendring  Hundred  Railway  Com- 
pany with  the  Great  Eastern  Railway 
Company. 

Agreement  approved. 

24  April 

The  Girvan  and  Portpatrick  Junction 
Railway  Company  with  the  Glasgow 
and  South  Western  Railway  Company. 

Agreement  approved. 

9 June 

The  Newhaven  Harbour  Company  w’ith 
the  London,  Biigliton,  and  South  Coast 
Railway  Company. 

Agreement  approved. 

■ 

6 Dec. 

The  Great  Eastern  Railway  Company 
with  the  Felixstowe  Railway  and  Pier 
Company. 

Agreement  approved. 

■ 

6 Jan. 

1880 

The  Rathkeale  and  Newcastle  Junction 
Railway  Coraj)any  with  the  Waterford 
and  Limerick  Railway  Company. 

Agreement  approved. 

— 

6 Jan. 

The  Limerick  and  Kerry  Railway  Com- 
pany with  the  'Waterford  and  Limerick 
Railway  Company. 

Agreement  approved. 

— 

20  Jan. 

The  Salisbury  Railway  and  Market 
House  Company  with  the  London  and 
South  Western  Railway  Company. 

Agreement  approved. 

1 April 

The  Ryde  and  Newport  Railway  Com- 
pany with  the  Cowes  and  Newport 
Railway  Company  and  the  Isle  of 
Wight  (Newport  Junction)  Railway 
Company. 

Application  withdrawn. 

4 May 

The  Carrickfergus  and  Larne  Railway 
Company  with  the  Belfast  and  North- 
ern Counties  Railway  Company. 

Agreement  not  approved. 

20  May 

The  Westerham  Valley  Railway  Com- 
pany with  the  South  Eastern  Railway 
Company. 

Application  withdrawn. 

— 

The  Corporation  of  Huddersfield  and  the 
Chamber  of  Commerce  of  Huddersfield 
V.  The  Great  Northern  Railway  Com- 
pany and  the  Manchester,  Slieffield, 
and  Lincolnshire  Railway  Company. 

This  case  is  pending 

Rule  nisi  in  the  Queen’s  Bench 
Division  to  prevent  Commis- 
sioners proceeding  with  case 
obtained  at  the  instance  of  the 
Railway  Companies.  Rule 
discharged  by  Courr. 

Applications  under  Section  11  of  the  Regulation  of  Railways  Act,  1873. 


22  Mar.  1874 

The  East  and  West  .Tunction  Railways 
Company  v.  The  Great  Western  Rail- 
way Company. 

Heard  and  determined. 

— 

13  May  „ 

The  East  and  West  Junction  Railway' 
Company  v.  The  Great  Western  Rail- 
way Company'. 

Application  withdrawn. 

— 

20  June  „ 

The  East  and  West  Junction  Railway 
Company  v.  The  Great  Western  Rail- 
way Company. 

Application  withdrawn. 

24  June  „ 

The  Potteries,  Shrewsbury,  and  North 
Wales  Railway  Company  w.TheLondon 
and  North  Western  Railway  Company'. 

Application  withdrawn ; 
terms  agreed  upon  by 
parties. 

— 

5 Mar.  1875 

The  East  and  West  Junction  Railway 
Company  v.  The  Great  Western  Rail- 
way Company. 

Heard  and  determined. 
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APPENDIX  TO  REPORT  PROM  THE 


Applications  under  Section  11  of  the  Regulation  of  Railways  Act,  1873 — continued. 


Date  of  Filing 

NAME  OP  CASE. 

How  Disposed  of. 

Appeals,  &c. 

21  April  1875 

The  Central  Wales  and  Carmarthen 
Junction  Railway  Company  v.  'the 
Great  Western  Railway  Company. 

Heard  and  determined 

In  this  case  the  Commissioners 
having  refused  to  state  a case, 
by  way  of  appeal,  for  the 
opinion  of  a Superior  Court, 
on  the  application  of  the  Cen- 
tral Wales  Railway  Company, 
that  Company  aijplied  to  the 
Queen’s  Bench  Division  for  a 
mandamus,  which  was  refused. 

2 July  „ 

The  Greenock  and  Wemyss  Bay  Railway 
Company  v.  The  Caledonian  Railway 
Company. 

Heard  and  determined 

Case,  by  way'  of  appeal,  stated 
at  the  instance  of  the  Cale- 
donian Company  by  the  Com- 
missioners under  Sect.  26  of  the 
Act  of  1873  for  the  opinion  of 
the  Court  of  Session,  Scotland  ; 
judgment  of  the  Commissioners 
affirmed.  An  interdict  was 
also  a])plied  for  by  the  Cale- 
donian Company,  and  was  re- 
fused by  the  Court  of  Session. 

4 Aug.  „ 

The  Midland  Great  Western  Railway  of 
Ireland  Company  v.  The  Irish  North 
Western  Railway  Company. 

Application  withdrawn. 

— 

5 Feb.  1876 

The  East  and  West  Junction  Railway 
Company  v.  The  Great  Western  Rail- 
way Company. 

The  parties  came  to  terms 
at  the  hearing,  and  an 
Order  was  made  by  con- 
sent. 

* 

1 Mar,  1877 

The  Warwick  and  Birmingham  Canal 
Company  and  others  v.  The  Birming- 
ham Canal  Company. 

Heard  and  determined 

The  Commissioners  granted  a 
case,  by  way  of  appeal,  for  the 
opinion  of  a Superior  Court 
under  Sect.  26  of  the  Act  of 
1873,  at  the  instance  of  the 
Birmingham  Canal  Comjiany, 
which  was  not  proceeded  with. 
Tlie  enforcement  of  the  order 
of  Commissioners  was  restrained 
by  a Writ  of  Prohibition  issued 
by  the  Exchequer  Divison  of 
the  High  Court  of  Justice. 

5 Mar.  „ 

The  Newry  and  Armagh  Railway  Com- 
pany V.  The  Great  Northern  Railway 
Company  (Ireland). 

Heard  and  determined. 

— 

26  Mar.  „ 

The  Caledonian  Railway  Company  v. 
The  Glasgow  and  South  Western  Rail- 
way Company. 

Application  withdrawn  ; 
case  settled  upon  terms. 

— 

30  Julj’’  1878 

The  North  Monkland  Railway  Company 
V.  The  North  British  Railway  Com- 
pany. 

Heard  and  determined. 

— 

29  Nov.  1879 

The  Caledonian  Railway  Company  v. 
The  North  British  Railway  Company. 

Heard  and  determined. 

— 

29  Nov.  „ 

Tlie  Caledonian  Railway  Company  v.  The 
North  British  Railway  Company, 

The  case  was  settled  on 
terms;  the  application  to 
stand  over  sine  die. 

— 

13  Feb.  1880 

The  Great  Northern  Railway  Company 
(Ireland)  ®.  The  Belfast  Central  Rail- 
way Company. 

Heard  and  determined. 

— 

26  Feb.  „ 

The  Belfast  Central  Railway  Company 
V.  'J  he  Great  Northern  Railway  Com- 
pany (Ireland). 

Heard  and  determined. 

— 

19  July  ,, 

The  Cleator  and  Workington  Junction 
Railway  Company  v.  The  London  and 
Nortli  Western  and  the  Furness  Rail- 
way Companies. 

The  applicants  were  stay^ed 
by  an  injunction  from  the 
Chancery  Division  from 
proceeding  with  their  ap- 
plication. 

31  J uly  „ 

Tlie  Belfast  Central  Railway  Company 
V.  '1  he  Great  Northern  Railway  Com- 
pany (Ireland). 

Heard  and  determined. 

SELECT  COMMITTEE  ON  KAILWAT8. 
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Applications  under  Section  14  of  the  Regulation  of  Railways  Act,  1873. 


Date  of  Filing. 

NAME  OF  CASE. 

How  Disposed  of. 

Appeals,  &c. 

4 May 

1874 

Perkins  w.  Tlie  London  and  North  tUestern 
Railway  Company. 

Heard  and  determined. 

— 

28  Jan. 

1876 

Bailey  v.  The  London,  Chatham,  and 
Dover  Railway  Company. 

Heard  and  determined. 

— 

18  Feb. 

Ivens  V.  The  London  and  North  Western 
Railway  Company. 

Heard  and  determined. 

— 

12  Mar. 

The  Harborne  Railway  Company  v.  The 
London  and  North  Western  Railway 
Company. 

Heard  and  determined. 

• 

1 Jan. 

Jones  ».The  Nortli Eastern  RailwayCom- 
pany. 

Heard  and  determined. 

— 

31  Jan, 

1876 

Jones  V.  The  North  Eastern  Railway  Com- 
pany. 

Heard  and  determined. 

— 

1 Feb. 

1877 

Oxlade  v.  The  North  Eastern  Railway 
Company. 

Heard  and  determined. 

— 

20  April. 

» 

Ivens  V.  I'he  Northampton  and  Banbury 
Junction  Railway  Company. 

Heard  and  determined. 

— 

1 May 

1879 

Ameyt'.  The  London  and  Southwestern 
Railway  Company. 

Withdrawn,  the  parties 
having  agreed  upon  terms. 



19  June 

1880 

Amey  v.  'the  London  and  South  Western 
Railway  Company. 

Heard  and  determined. 

— 

Applications  under  Section  15  of  the  Regulation  of  Railways  Act,  1873. 


19  May 

1875 

Ivens  ii.  The  London  and  North  Western 
Railway  Company. 

This  application  was  with- 
drawn ; terms  agreed 
upon  by  parties. 

— 

13  June 

1876 

The  Dunkirk  Colliery  Company  v.  The 
Manchester,  Sheffield,  and  Lincolnshire 
Railway  Company. 

Heard  and  determined. 

— 

10  May 

1877 

Stott  and  another  v.  The  Cheshire  Lines 
Committee  and  the  Manchester,  Shef- 
field, and  Lincolnshire  Railway  Com- 
pany. 

This  application  withdrawn ; 
terms  agreed  upon  by 
parties. 

8 Mar. 

1878 

Howard  v.  The  Midland  Railway  Com- 
pany. 

[The  applicant  also  a«ked  for  relief 
under  Sect.  2 of  Act  of  1854.] 

Heard  and  determined. 

8 Mar. 

Howard  v.  The  London  and  North  West- 
ern Railway  Company. 

[The  a[iplicant  also  asked  for  relief 
under  Sect.  2 of  Act  of  1854.] 

Heard  and  determined. 

Applications  under  Section  17  of  the  Regulation  of  Railways  Act,  1873. 


8 May  1876 

Foster  v.  The  Great  Western  Railway 

Heard  and  determined. 

Company. 
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APPENDIX  TO  REPORT  FROM  THE 


Applications  under  Section  18  of  the  Regulation  of  Railways  Act,  1873. 


Date  of  Filing. 

NAME  OF  CASE. 

How  Disposed  of. 

Appeals,  &c. 

19  Aug.  1871 

The  Fostniaster  General  v.  The  Highland 

This  case  was  settled  at 

Railway  Company. 

the  hearing,  the  parties 
having  agreed  upon  terms. 

Cases  under  the  Board  of  Trade  Arbitrations  Act,  1874. 


3 June  1874 

The  Bala  and  Dolgelly  Railway  Com- 
pany V,  The  Cambrian  Raihvay  Com- 
pany. 

Heard  and  determined. 

— 

8 Aug.  „ 

The  Midland  Great  M'^estern  Railway 
Company  of  Ireland  v.  The  Great 
Northern  and  IVesteru  of  Ireland 
Railway  Company. 

Heard  and  determined. 

— 

22  Mar.  1876 

The  South  Devon  Railway  Company  v. 
The  Devon  and  Cornwall  Railway 
Company. 

Heard  and  determined. 

— 

12  April  1877 

The  L;)ndon,  Brighton,  and  South  Coast 
Railway  Company  v.  The  East  London 
Railwaj'  Company. 

Heard  and  determined. 

— 

22  July  1876 

The  East  London  Railway  Company 
V.  The  London,  Brighton,  and  South 
Coast  Railway  Company. 

Heard  and  determined. 

— 

19  April  1877 

The  East  London  Railway  Company 
V.  The  London,  Brighton,  and  South 
Coast  Railway  Company. 

Heard  and  determined. 

— 

81  Mar.  1879 

The  Swansea  Improvements  and  Tram- 
ways Company  v.  The  Swansea  and 
Mumbles  Railway  Coinj)any  (Li- 
mited). 

Heard  and  determined 

The  Swansea  Railway  Company 
applied  to  the  Queen’s  Bench 
Division  for  a rule  nisi  for  a 
prohibition,  which  was  refused, 
and,  on  appeal  to  the  Court  of 
Appeal,  that  judgment  was 
affirmed. 

CjiSES  referred  to  the  Commissioners  by  the  Board  of  Trade,  &c. 


2 Jan.  1877 

Tlie  Wilts,  Somerset,  and  Berks  Canal 
Traders  Association  (Kennet  and  Avon 
Canal)  v.  The  Great  Western  Railway 
Company. 

Heard  and  determined. 

— 

- Aug.  „ 

Application  by  the  Inhabitants  of  Laun- 
ceston to  the  Board  of  Trade  under 
the  South  Devon  Railway  Acts,  1862 
and  1869. 

Heard  and  determined. 

— 

- Feb.  1881 

In(|uiry  at  the  instance  of  the  Lord 
Lieutenant  of  Ireland  into  the  Tolls 
levied  on  the  Royal  Canal  by  the  Mid- 
land Great  Western  Railway  Company, 
Ireland. 

Heard  and  determined. 

SELECT  COMMITTEE  ON  RAILWAYS. 
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Cases  under  the  Crystal  Palace  and  Sevenoaks  Railways  Act,  1874. 


Date  of  Filing. 

NAME  OF  CASE. 

How  Disposed  of. 

Appeals,  &c. 

12  Oct.  1874 

The  Crystal  Palace  and  South  London 
Junction  Railway  Company  v.  The 
London,  Chatham,  and  Dover  Railway 
Company. 

Case  settled ; parties  agreed 
upon  terms. 

— 

26  July  1876 

The  Sevenoaks,  Maidstone,  and  Tun- 
bridge Railway  Company  v.  The  Lon- 
don, Chatham,  and  Dover  Railway 
Company. 

Heard  and  determined 

The  Commissioners  stated  a case 
by  way  of  appeal,  for  the 
opinion  of  the  Queen’s  Beiicli 
liivision,  under  Section  26  of 
the  Act  of  1873,  at  the  instance 
of  the  Sevenoaks  Company. 
Judgment  of  the  Commis- 
sioners affirmed. 

Case  under  the  Cheshire  Lines  Transfer  Act,  1865. 


12  April  1876 

The  Manchester,  Sheffield,  and  Lincoln- 

Heard  and  determined. 

shire  Railway  Company  and  the  Mid- 
land Railway  Company  v.  The  Great 

JNorthern  Railway  Company. 
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APPENDIX  TO  KEPORT  FROM  THE 


Appendix,  No.  18, 


PAPERS  handed  in  by  the  Chairman. 


STATEMENT  showing  the  Class  Rates  Charged  by  the  London  and  North  Western 

Stations,  and  also  the  Exceptional 


Distance  in  Miles  from  London 
(Camden  Station). 

STATIONS. 

Class  Rates,  per  Ton. 

Mineral 

Class. 

In 

Quantities 

of 

not  less 
than 

4 Tons. 

Special 

Class. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

First 

Class. 

Second 

Class. 

Third 

Class. 

Fourth 

Class. 

Fifth 

Class. 

In  Qi 

2 Tons. 

Grain. 

lantities  of  not  less 

than 

20 

Tons. 

Dock 

Rates. 

• 

In  Quantities  exceeding  500  lbs. 

Town 

Rates. 

Dock 

Rates.* 

s.  s. 

S.  6. 

C.  D. 

C.  D. 

c 

D. 

C.  D. 

c. 

D. 

s.  s. 

s.  s. 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

8, 

d. 

5. 

d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

11 

Harrow  - N.  C. 

3 10 

5 - 

12  6 

12  G 

12 

6 

16 

8 

20 

- 

- 

3 4 

5 10 

- 

1 

17 

Watford  - N.  C. 

4 4 

5 -C) 

10  10 

12  6 

13 

4 

14 

2 

16 

8 

4 2 

3 6 

6 - 

- 

2 

23 

Boxmoor  - C. 

4 2 

5 10(i>) 

13  4 0 

15  - 

16 

8(<=) 

18 

4 

25 

- 

5 6 

4 6(/) 

- 

- 

3 

31 

Tring  - N.  C. 

- 

6 8 

14  2 

15  10 

17 

6 

18 

4 

25 

- 

6 - 

5 - 

7 6 

- 

4 

39 

Leighton  - N.  C. 

4 2 

6 8('‘) 

15  - 

IG  8 

18 

4(*) 

21 

8 

26 

8 

- 

5 10(/) 

- 

7 6 

5 

47 

Fenny  Stratford 

7 6 

15  - 

16  8 

18 

4 

22 

6 

30 

6 8(’") 

9 2 

7 11 

6 

N.  C. 

51 

Wolverton  - N.  C. 

- 

7 6 

14  2 0 

16  8 

18 

4 

25 

- 

30 

- 

- 

6 ep") 

9 2 

8 4 

7 

GO 

Northampton  - C. 

7 1 

10  10 

18  4(®) 

20  -(P) 

25 

-o 

27 

GC) 

35 

- 

9 2 

7 6 

- 

- 

8 

C9 

■\Veedon  - N.  C, 

- 

9 4('-) 

17  G 

20  - 

22 

6 

30 

- 

40 

- 

9 - 

8 - 

10  6 

- 

9 

74 

Crick  - N.  C. 

8 4 

10  - 

18  4 

20  10 

24 

2 

33 

4 

40 

- 

9 - 

8 4 

10  10 

- 

10 

82 

Rughy  - - C. 

8 4{‘) 

11  8 

20  - 

23  4 

30 

-(“) 

35 

- 

45 

- 

- 

10  - 

- 

- 

11 

90 

Nuneaton  - C. 

8 4 

13  4 

22  G(«) 

26  8(e) 

35 

40 

-(“) 

55 

- 

- 

10  10 

- 

- 

12 

Notes. — The  charges  in  the  tables  are  for  goods  (uninsured) 
conveyed  at  the  company’s  risk,  except  for  articles  in  the  mineral 
cla«s,  arid  hay  and  straw,  which  are  carried  at  the  owner’s  risk. 

S.  S.  signifies  tliat  the  charges  are  for  conveyance  from 
station  to  station,  and  loading  and  uirloading,  except  for  articles 
in  the  mineral  class,  and  for  cattle  and  sheep,  which  are  loaded 
and  unloaded  by  the  owners. 

C.  D.  signifies  that  the  charges  include  collection  and  de- 
livery, the  loading  and  unloading  being  also  performed  by  tire 
Coni]>any. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 

C.  signifies  that  the  station  is  a competitive  stat'on. 

* These  rates  only  apply  to  grain  collected  by  rail  or  barge 
from  ships  in  docks  or  dock  warehouses  in  London.  Tlie  rate 
does  not  include  delivery  in  the  country'. 

t \l  hen  the  cattle  and  sheep  are  charged  for  per  head,  not 
less  than  four  cattle  or  20  sheep  are  charged  for. 


t The  rates  for  milk  are  not  in  the  Rate  Books  sent  to  the 
Board  of  Trade,  but  have  been  supplied  by  the  Company'. 

(“)  The  rate  given  for  the  conveyance  of  packed  manure  from 
Camden  Town  to  Harrow  and  Northampton,  are  for  quantities  of 
not  less  than  four  tons. 

(*)  The  rate  for  mangold  wurtzel  and  swedes  from  Camden 
Town,  in  quantities  of  not  less  than  four  tons,  is  3 a'.  4<f., 
S.  S.,  per  ton  to  Watford,  and  4«.  6 d.,  S.  S.,  per  ton  to  Boxmoor. 

('’)  The  5 s.  S.  S.  rate  for  ale,  is  for  quantities  of  not  less  than 
four  tons,  for  any  less  quantity  the  rate  is  5 s.  10  d.  S.  S.,  except 
for  Burton  ale  reforwarded,  for  which  the  rate  is  3 J.  4 d.,  S.  S. 
per  ton. 

O The  rate  for  rags  anil  paper-making  materials,  in  quantities 
of  two  tons,  is  9 s.  2 d.,  S.  S.,  per  ton,  and  the  rate  for  coarse 
paper,  in  quantities  of  not  less  than  four  tons,  is  1 1 s.  8 d.,  C.  D, 
per  ton. 
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Appendix,  No.  18. 


PAPERS  handed  in  by  the  Chairman. 


Railway  Company  for  the  Carriage  of  Goods  between  London  and  the  undermentioned 
Rates  charged  for  certain  Articles. 


Exceptional  Rates  per  Ton. 

Milk 

'W 

Pas- 

senger 

Train, 

per 

Gallon. 

t 

Cattle  and  Sheep 
Rates. 

Hay. 

Not  less 
than 

30  cwt. 
to  the 
Truck. 

Straw.  1 

Not  less' 
than  1 
20  cwt. 
to  the 
Truck. 

Manure. 

Heavy 

Gro- 

ceries. 

In 

Quanti- 

ties 

exceed- 

ing 

500  lbs. 

Ale. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

Round  Timber. 

Bricks. 

In 

Quanti- 

ties 

of 

not  loss 
than 

4 Tons. 

Slates. 

In 

Quanti- 

ties 

of 

not  less 
than 

4 Tons. 

Fresh 

Meat. 

In 

Quanti- 

ties 

exceed- 

ing 

500  lbs. 

Gmail 

Trucks. 

Per 

Truck. 

Me- 

dium 

Trucks. 

Per 

Truck. 

Large 

Trucks' 

Per 

Truck. 

InBulk. 

In 

Quanti- 
ties of 
not  less 
than 

4 Tons. 

Packed. 

In 

3u.intities 

of 

not  less 
than 

5 Tons. 

^ t »*•  J-J  et 

Not 

exceed- 

ing 

1 Truck 
in 

length. 

Exceed- 

ing 

I Truck 
in 

length. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

C.  D. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

C,  D. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  d. 

5.  d. 

s.  d. 

s-  d. 

5.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

.9.  d. 

5.  d. 

d. 

s.  d. 

s.  d. 

s.  d. 

1 

6 8 

- 

2 - 

3 4(«) 

11  8 

3 4 

2 10 

5 4 

- 

- 

- 

1 

2 

6 - 

7 - 

7 9 

O 

7 G 

8 6 

- 

- 

10  10 

5 - (■=) 

4 - 

G G 

3 - 

- 

- 

1 

2 

9 6 

11  - 

12  G 

3 

9 2 

9 2 

3 - 

3 9 

13  4 

6 8 

5 4 

7 10 

2 9 

- 

- 

3 

4- 

13  - 

15  “ 

17  - 

4 

10  - 

11  8 

3 4 

4 2 

14  2 

5 2(c) 

- 

- 

3 9 

5 - 

- 

n 

IG  6 

19  3 

21  9 

5 

10  - 

12  G 

3 4 

5 - 

- 

9 2 

- 

10  - 

- 

- 

20  -(0 

1 

21  - 

24  6 

27  9 

fCattle 

fSheep 

per 

per 

Head. 

Head. 

6 

11  8 

14  2 

3 G 

- 

7 10(c) 

10  4 

12  10 

4 

22  6 (0 

1 

3 9 

- 

- 9 

7 

12  6 

15  - 

4 - 

- 

- 

- 

- 

13  4 

5 5 

5 10 

- 

L 

3 6 

- 

- 9 

8 

- 

- 

- 

9 2(«) 

18  4 

10  IOC) 

- 

14  2 

4 G 

- 

27  6(0 

1 

4 6 

- 

1 - 

9 

15  10 

19  2 

- 

- 

- 

- 

- 

13  - 

4 - 

7 6 

- 

1 

4 G 

- 

1 1 

10 

IG  8 

20  - 

- 

- 

- 

- 

- 

13  4 

5 - 

- 

- 

1 

4 9 

- 

1 1 

11 

- 

- 

- 

- 

20  - 

- 

- 

16  8 

5 - 

- 

35  -(0 

1 

5 - 

- 

1 2 

12 

- 

- 

12  G(*) 

21  8 

13  4 

10  6 

19  - 

G - 

1 

- 

40  -(0 

1 

5 4 

1 2 

(*)  The  rate  for  fruit  in  liainpers,  in  quantities  of  not  less  than  ] 
four  tons,  is  15  s.,  S.  S.,  per  ton,  (ielivered  in  London. 

{/)  This  rate  is  charged  for  grain  in  quantities  of  not  less  than  . 
five  tons.  1 

(ff)  Rate  for  Burton  ale  reforwarded  from  Camden  Stores. 

(*)  The  rate  for  sand  in  bags,  in  quantities  of  not  less  than 
four  tons,  to  Leighton,  is  4 ».  0 d.,  S.  S.,  per  ton,  and  to  Weedon, 

5 s.,  S.  S.,  per  ton. 

(*)  The  rate  for  ripe  fruit  in  hampers,  is  IG  s.  8 d.  per  ton. 

(*)  The  charge  is  5 s.  more  if  the  Company  supply  hampers 
and  cloths.  i 

(™)  The  rate  for  grain  in  quantities  of  not  less  than  20  tons, 
is  5 s.  5rf.,  S.  S.,  per  ton  to  Fenny  Stratford,  and  5 s.  10  A,  S.  S.,  j 
per  ton  to  Wolverton. 

(")  The  rate  for  rags  in  quantities  of  two  tons,  is  10  s.  10  rf.,  | 
S.  S.,  per  ton.  i 


(°)  The  rate  for  tanning  materials,  except  bark  loose,  is  15  s. 
per  ten. 

{P)  The  rate  for  undressed  leather  to  Northampton,  is  15  s.  per 
ton,  C.  D.,  and  to  NuTieuton,  25  s.  per  tun,  C.D. 

{1)  The  rate  for  hides  is  15.s.  per  ton,  C.  D. 

('■)  The  rate  for  boots  and  shoes  in  hampers,  is  25  s.  per  ton, 

C • D« 

(®)  This  rate  is  for  any  quantity.  It  includes  collection  from 
the  premises  of  Messrs.  Phillips,  in  Northampton. 

(0  The  rate  for  lime,  in  quantities  of  not  less  than  four  tons, 
is  G s.,  S.  S.,  per  ton. 

(“)  The  rate  for  loose  lump  sugar,  is  21s.  8 cf.  per  ton,  at 
owner’s  risk. 

("’)  The  rate  for  sugar  in  casks,  is  20s.  per  ton. 

(“)  The  rate  for  ready-made  clothing,  is  32  s.  Grf.  per  ton. 

(^)  In  quantities  of  not  less  than  two  tons. 


0.54. 
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APPENDIX  TO  REPORT  PROM  THE 


COMPARISON  between  tlie  Maximum  Charges  allowed  by  the  London  and  North  Western 

the  Total  Charges  made  by  the  Company  for  the  Carriage  of 


Minend  Class  (except  Packed  Manure), 


Dung, 
all  Sorts  of 

Iron  (not 

Grain, 

Dis- 

Manures, 

Difference 

tance 

Lime, 
Stone  for 

Charge 

Charge 

between 

damage- 

Corn,  Flour, 

in 

Building  and 
Paving, 

per 

per 

Anvils, 

Slates,  Bricks, 

Company’s 

Company’s 

able). 

Miles 

STATIONS. 

Sand, 

Iron  Ore. 

Chains. 

Rate 

Rate 

from 

Cols. 

Cols. 

Book  for 

Book  for 

London 

Charge  per 

Charge 

Charge 

Mineral 

Packed 

1 

1 

per 

per 

(Camden 

Maximum 

Maximum 

Maximum 

Rate  in 

Class. 

Manure. 

and 

and 

Kate  in 

Rate  in 

Station). 

Company’s 

Company’s 

Company’s 

.Act. 

2. 

3. 

Act. 

Act. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  1. 

Col.  2. 

s.  s. 

s.  s. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

s.  d. 

11 

Harrow 

1 4i 

(a)  3 10 

3 4 

2 5i 

1 111 

1 2 

2 3^ 

17 

Watford 

1 lOi 

(“)  4 4 

5 - 

2 5i 

3 11 

1 9 

3 6^ 

23 

Boxmoor 

2 2 

4 2 

3 9 

2 - 

1 7 

2 5 

4 9.) 

31 

Tring 

2 11 

(“)  - 

4 2 

- 

1 3 

3 3 

G 5) 

39 

Leighton 

3 8 

(“)  4 2 

5 - 

- G 

1 4 

4 1 

8 1^ 

47 

Fenny  Stratford 

4 5 

(“)  - 

7 G 

- 

3 1 

4 11 

9 9! 

51 

Wolverton 

4 9^ 

(“)  - 

7 6 

2 8^ 

5 1 

10  21 

6G 

Northampton 

G 2 

(a)  7 1 

9 2 

- 11 

3 - 

5 6 

11  - 

G9 

Weedon 

G 

(“)  - 

9 4 

- 

2 10! 

5 9 

11  6 

74 

Crick  ... 

G 11 

(“)  8 4 

10  - 

1 5 

3 1 

G 2 

12  4 

82 

Rugby  - 

7 8 

(“)  8 4 

11  8 

- 8 

4 - 

G 10 

13  8 

9G 

Nuneaton 

9 - 

(a)  8 4 

12  G 

*-  8 

3 G 

8 - 

1 - 

Special 


Charge 

per 

Com- 

pany’s 

Rate 

Book 

for 

Special 

Class. 


Col.  3. 


Charge 

for 

Grain 

per 

lowest 

Bate 

in 

Com- 

pany’s 

Rate 

Book. 

Col.  4. 


s.  s. 

s.  d. 

5 - 
5 - 

5 10 

6 8 
6 8 
7 e 
7 6 

10  10 
9 4 
10  - 
11  8 
13  4 


s.  d. 
3 4 

3 6 

4 G 

5 - 

6 - 
5 5 
5 10 

7 6 

8 - 
8 4 

10  - 
10  10 


1 

2 

3 

4 

5 

6 

7 

8 
9 

10 

11 

12 


(a)  The  rate  for  Manure  in  bulk  to  Harrow,  is  2s.,  S.  S. ; to  Boxmoor,  3s.,  S.  S. ; to  Tring,  3s.  4rf.,  S.  S. ; to  Leighton,  3s.  4d., 
S.  S.;  to  Fenny  Stratford,  3 s.  0 rf.,  S.  S. ; to  Wolvertoii,  4 s.,  k S. 

The  rate  for  Bricks  to  Watforh,  is  3 s.,  S.  S. ; to  Boxmoor,  2s.  9 d.,  S.  S.  ; to  Tring,  3s.  Qd.,  S.  S. ; to  Fenny  Stratford,  4 s. 
S.  S. ; to  Wolverton,  5s.  5rf.,S.S.;  to  Northampton,  4s.  Cd.,  S.  S.;  to  Weedon,  4 s , S.  S.  j t o Crick,  5 s.,  S.  S.  ; to 
Rugby,  5s.,  S.  S. ; and  to  Nuneaton,  6 s.,  S.  S. 

The  rate  for  Slates  to  Triug,  is  5 s.,  S.  S. ; to  Wolverton,  5 s.  10  d.,  S.  S. ; to  Weedon,  7 s.  6 d.  S.  S. 


Third  Class. 

Fourth 

Manchester 

Distance 

in 

Packs, 

Boots 

Hardware 
in  Cases, 
Hides  (Green 

and  Shoes 

Charge 

Hitference  between 

factured 

Goods, 

Toys, 

Soft  Felt 

Miles 

or  Market), 
Foreign 
(d.ny  and  loose), 

in 

per 

Woollen 

Hats, 

from 

Company’s 

and 

STATIONS. 

at 

Company’s 

Boxes. 

Rate 

Worsted, 

in  Crates. 

London 

Risk. 

Book  for 

Cols. 

Cols. 

(Camden 

1 

2 

Station.) 

Charge  per 

Charge  per 

Third 

Charge  per 

Charge  per 

Maximum 
Rate  in 

Maximum 
Rate  in 

Class. 

and 

and 

Maximum 
Rate  in 

Maximum 
Rate  in 

Coinjiany’s 

Company’s 

Cojnpany’s 

Company’s 

Act. 

Act. 

3. 

3. 

Act. 

Act. 

' 

Col.  1. 

Col  2. 

Col.  3. 

Col.  1. 

Col.  2. 

C.  D. 

s.  d. 

y.  d. 

s.  d. 

s,  d. 

s.  d. 

s,  d. 

s*  d. 

11 

Harrow  - 

- 

2 3i- 

3 2'3 

12  G 

9 2i 

9 3J 

2 9 

3 2^ 

1 

17 

Watford  - 

3 GJ 

4 lU 

13  4 

9 9^ 

8 4i 

4 3 

4 11! 

2 

23 

Boxmoor  - 

- 

4 9i 

6 81 

IG  8 

11  lOJ 

9 lU 

5 9 

6 8! 

3 

31 

Tring 

- 

G 51 

9 -1 

17  G 

11  -1 

8 5$ 

7 9 

9 

4 

39 

Leighton  - 

- 

8 1.1 

11  4| 

18  4 

10  2\ 

G 11! 

9 9 

11  4i 

5 

47 

Fenny  Stratford 

- 

9 9J 

13  8) 

18  4 

8 6.1 

4 7^ 

11  9 

13  8^ 

6 

51 

Wolverton 

- 

10  21 

14  31 

18  4 

8 1^ 

4 -i 

12  3 

14  3^ 

7 

GG 

Northampton  - 

- 

11  - 

IG  G 

(“)  25  - 

14  - 

8 G 

13  9 

16  6 

8 

G9 

Weedon  - 

- 

11  G 

17  3 

22  G 

11  - 

5 3 

14  4i 

17  3 

9 

74 

Crick 

- 

12  4 

18  G 

24  2 

11  10 

5 8 

15  5 

18  6 

10 

82 

Rugby  - 

13  8 

20  G 

30  - 

IG  4 

9 G 

17  1 

20  G 

11 

9G 

Nuneaton- 

IG  - 

24  - 

(»)35  - 

19  - 

11  - 

20  - 

24  - 

12 

(ff)  The  rate  for  Hides  to  Northampton,  is  15s.,  C.  D. 

(i)  The  rate  for  Calico  in  bags,  at  the  owner’s  risk,  to  Nuneaton,  is  22  s.  Gd.,  C.  D- 
(c)  The  rate  for  Toys  to  Leighton,  is  18  s.  4 d.,  C.  D. 
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Kailway  Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and 
such  Articles  between  London  and  the  undermentioned  Stations. 


Class. 


First  Class. 

Iron 

(damage- 

ble). 

Nails, 

Charge 

Vices, 

Sheet  and 
Hoop  Iron, 

Sugar, 

(except 

per 

Difference  between 

Green  or 

andother 

Cotton. 

Com- 

Market, 

Descrip- 

Lump 

tions 

Sugar 

pany’s 

at 

of 

Owner’s 

loose). 

Wrought 

Iron. 

Rato 

Risk. 

Book 

Cols. 

Cols. 

Cols. 

Charge 

Charge 

per 

Charg’e 

per 

for 

1 

2 

3 

Charge 

per 

pci 

Maximum 

^Jaximum 

Maximum 

Maximum 
Rate  in 

Rate  in 
Com- 

Rate  in 
Com- 

First 

and 

and 

and 

Rate  in 
Com- 

Company’s 

Act. 

pany’s 

pany’s 

Class. 

4. 

pany’s 

Act. 

Act. 

4. 

4. 

Act. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

C.  D. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s. 

d. 

.9. 

d. 

.9.  d. 

s.  d. 

1 10 

2 3^ 

2 9 

(‘')12  6 

10 

8 

10 

n 

9 9 

2 31 

2 10 

3 6i 

4 3 

10  10 

8 

- 

7 

3» 

6 7 

3 61 

3 10 

4 9.) 

5 9 

13  4 

9 

6 

8 

6i 

7 7 

4 94 

5 2 

6 5i 

7 9 

14  2 

9 

- 

7 

8i 

6 5 

6 5.1 

6 6 

8 H 

9 9 

15  - 

8 

6 

6 

lOi 

5 3 

8 14 

7 10 

9 9i 

11  9 

15  - 

7 

2 

5 

21 

3 3 

9 91 

8 2 

10  2 

12  3 

14  2 

6 

- 

3 

114 

1 11 

10  2.1 

8 3 

11  - 

13  9 

(o)18  4 

10 

1 

7 

4 

4 7 

11  - i 

8 7h 

11  6 

14  4) 

17  G 

8 

101 

6 

- 

3 1.) 

11  6 i 

9 3 

12  4 

15  5 

18  4 

9 

1 

6 

- 

2 11 

12  4 

10  3 

13  8 

17  1 

20  - 

9 

9 

6 

4 

2 11 

13  8 

12  - 

16  - 

20  - 

(c)22  6 

10 

6 

6 

6 

2 6 

16  - : 

Second  Class. 


Difference  between 


Cols.  Cols. 

1 i 2 

and  anil 

3.  3. 


Cols. 

2 

and 

4. 


Wool. 


Charge 

per 

Maximum 
Rate  in 
Com- 
pany’s 
Act. 

Col.  2. 


Charge 

per 

Com- 

pany’s 

Rate 

Book 

for 

Second 

Class. 

Col.  3. 


Difference 

between 


Cols. 

1 

and 

3. 


Cols. 

2 

and 

3. 


1 

2 

3 

4 

5 

6 

7 

8 
9 

10 

11 

12 


s.  d.  ■ s. 
3 10  2 
3 1 

5 1 

6 - 
7*1 
7*2 
5*2 
4*- 
7*2 

3 10*2 

4 10*2 

5 4*2 


d.  s. 
1 

5i*- 

_i  ■*_ 
"1*1 
51*3 
Si  *4 
8i*4 
2 ,*3 
2 *3 


s.  d. 

2 9 


9 9 
11  9 


12 

13 

14 

15 
17 
20 


s.  d. 
12  6 
12  6 
(‘')15  - 

15  10 

16  8 
16  8 
16  8 
20  - 
20  - 
20  10 
23  4 
26  8 


s.  d. 

10  2a 
8 111 
10  2^- 
9 4‘- 
8 Oi 


s.  d. 
9 9 

8 3 

9 3 
8 1 
6 11 


6 10,V:  4 11 


6 5^ 
9 - 
8 6 
8 6 
9 8 
10  8 


5 

3 

7i 

5 

3 


6 8 


(5)  Tiie  rate  for  Corru.;ated  Iron  to  Harrow,  is  10  s.,  C.  D. 

(c)  The  rate  for  Sugar  to  Northampton,  is  10s.  10  d.,  S.  S.,  in  quantities  of  not  less  than  two  tons,  at  the  owner’s  risk. 
The  rate  for  Sugar  to  Nuneaton,  is  20  s.,  C.  D. 

(d)  The  rate  for  Hides,  green,  to  lioxmoor,  is  11  s.  8 d.,  C.  D, 


* In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 


Class. 

Fifth  Class. 

Furniture. 

Feathers, 

Difference 

Boots 

Charge 

per  Company’s  Rate 

Difference 

Charge 

between 

and  Shoes 
in 

Charge 

Difference 

Charge 

Book  for 

between 

per 

Hampers 

and 

per 

between 

per 

Company’s 

Parcels, 

Company’s 

iilaximum 

'V 

Rate 

except  Soft 

Rate 

Cols. 

Rate 

Fourth 

Fifth 

Cols. 

Cols. 

Felt. 

Cols. 

Cols. 

Book  for 

Book  for 

1 

in 

Class, 

Fifth 

Class,  with 

1 

2 

at 

1 

1 

Fourth 

Charge  per 

Fifth 

and 

Company’s 

20  per  cent. 

Class. 

and 

and 

Maximum 
Rate  in 

Class. 

2. 

Act. 

Owner’s 

Class, 

additional. 

and 

and 

Company’s 

Risk. 

3. 

3. 

Act. 

2. 

4 

Col.  3. 

Col.  1. 

Col.  2. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

C.  D. 

C.  D. 

s.  s. 

s.  s. 

C.  I), 

s.  d. 

s. 

d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

s. 

d. 

S.  C?, 

s.  d. 

s.  d. 

s. 

d. 

s. 

d. 

1 

16  8 

13 

11 

13 

54 

3 24 

20  - 

16  94 

3 

24 

16  8 

20  - 

24  - 

13 

20 

94 

2 

14  2 

9 

11 

9 

24 

4 114 

16  8 

11  8| 

4 114 

14  2 

16  8 

20  - 

9 

O.l 

15 

3 

18  4 

12 

7 

11 

74 

6 84 

25  - 

18  34 

6 

84 

18  4 

25  - 

30  - 

11 

74 

23 

3.4 

4 

18  4 

10 

7 

9 

34 

9 -4 

25  - 

15  114 

9 

1 

2 

18  4 

25  - 

30  - 

9 

34 

20  11-1 

5 

(c)  21  8 

11 

11 

10 

34 

11  44 

26  8 

15  34 

11 

44 

21  8 

26  8 

32  - 

10 

34 

20 

74 

6 

22  6 

10 

9 

8 

94 

13  84 

30  - 

16  34 

13 

84 

22  6 

30  - 

36  - 

8 

22 

34 

7 

25  - 

12 

9 

10 

84 

14  34 

30  - 

15  84 

14 

34 

25  - 

30  - 

36  - 

10 

84 

21 

84 

8 

27  6 

13 

9 

11 

16  6 

(e)35  - 

18  6 

16 

6 

27  6 

35  - 

42  - 

11 

25 

6 

9 

30  - 

15 

n 

12 

9 

17  3 

40  - 

22  9 

17 

3 

30  - 

40  - 

48  - 

12 

9 

30 

9 

10 

33  4 

17 

11 

14  10 

18  6 

40  - 

21  6 

18 

6 

33  4 

40  - 

48  - 

14 

10 

29 

6 

11 

35  - 

17 

11 

14 

6 

20  6 

45  - 

24  6 

20 

6 

35  - 

45  - 

54  - 

14 

6 

.33 

6 

12 

(d)40  - 

20 

- 

16 

- 

24  - 

55  - 

31  - 

24 

40  - 

55  - 

66  - 

16 

- 

42 

(d)  The  rate  for  Ready-made  Clothing  to  Nuneaton,  is  32  6rf.,  C.  D. 

(e)  The  rate  for  Boots  and  Shoes  in  hampers,  to  X orthampton,  is  25  s.,  C.  D. 
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APPENDIX  TO  REPORT  FROM  THE 


STATEMENT  showing  the  Class  Rates  Charged  by  the  London  and  North  Western 

Stations,  and  also  the  Exceptional 


o 

Class  Rates  per  Ton. 

Exceptional  Rates  per  Ton.  - 

a 

9 

Mineral 

Class. 

In 

iQu.Tntities 

Special 

Class, 

In 

Quantities 

First 

Second 

Third 

Fourth 

Fifth 

Grain. 

Iron. 

o 

.s 

STATIONS. 

Class. 

Class. 

Class. 

Class. 

Class. 

In 

Quantities 

of  not 

Class  B. 

In 

Quantities 
of  not 
le.ss  than 
2 Tons. 

Class  A. 

In 

Quantities 
of  not 
less  than 
2 Tons. 

Pig. 

In 

Quantities 
of  not 
less  than 
4 Tons. 

o 

C 

C3 

S 

of  not 
less  tlian 
4 Tons. 

of  not 
less  than 
2 Tons. 

In  Quantities  exceeding  500  lbs. 

less  than 

2 Tons. 

s.  s. 

s.  s. 

B. 

C.  B. 

C.  D. 

C.  B. 

c. 

B. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  d. 

S.  d. 

8. 

d. 

s.  d. 

s,  d. 

s.  d. 

8. 

d. 

s.  d. 

s.  d. 

8.  d. 

s.  d. 

14 

Runcorn  - 

N.  C. 

(“)5  - 

G 8 

8 

4 

10  10 

15  - 

20  - 

30 

- 

5 - 

5 - 

- 

- 

1 

15 

Birkenhead 

- C. 

(‘)2  6 

5 — 

G 

8 

9 2 

13  4 

18  4 

28 

4 

- 

- 

- 

- 

2 

20 

Whitcliurch 

- C. 

- 

8 G 

11 

8 

13  4 

16  8 

22  G 

30 

- 

G 8 

- 

- 

- 

3 

37 

Liverpool  ♦* 

- C. 

(-)5  - 

6 8 

8 

4 

10  10 

15  - 

20  - 

30 

f 

-1 

4 6 

Carted,  in 
Chester, 
5*.  6d. 

1 _ 

J 

5 10 

- 

4 

38 

Manchester 

- C. 

5 5 

8 4 

13 

4 

15  10 

18  4 

21  8 

30 

- 

6 

- 

7 6 

- 

5 

39 

Shrewsbury 

- c. 

- 

10  - 

15 

- 

17  6 

20  - 

25  - 

40 

-{ 

9 2 
W8  4 

} - 

- 

5 10 

6 

40 

Stafford 

N.C. 

- 

10  - 

14 

2 

17  6 

22  6 

30  - 

37 

6 

- 

- 

- 

- 

7 

55 

Stirchley  - 

- c. 

- 

11  8 

15 

10 

18  4 

22  6 

30  - 

40 

- 

10  - 

12  6 

9 2 

G 8 

8 

68 

Dudley  • - 

- C. 

8 4| 

14  2 
C.  at 
Dudley. 

}.o 

8 

20  - 

C) 

23  4 

40  - 

50 

-{ 

12  6 
C.  D. 

13  - 
tl3  6 

10  0 
Til  - 

9 G 
t 10  - 

9 

75 

Birmingham 

• c. 

8 4| 

14  2 

C.  or  D. 

}" 

G 

20  10 

(m) 

24  2 

40  - 

50 

-/ 

12  6 

14  - 

11  6 

10  G 

10 

in  Bir- 
mingham. 

1 

C.  D. 

C.  orD.ir 

Birming 

lam  only. 

78 

Bradford  - 

- c. 

8 4 

12  6 

21 

8 

25  - 

28  4 

3G  8 

45 

- 

- 

- 

- 

8 - 

11 

80 

Leeds  - • 

- c. 

8 4 

12  6 

21 

8 

25  - 

28  4 

36  8 

45 

- 

10  10 

13  4 

10  10 

8 - 

12 

85 

Holyhead  - 

N.C. 

(") 

- 

12 

G 

IG  8 

22  6 

35  - 

47 

6 

9 2 

- 

9 2 

- 

13 

97 

Rugby  - - 

- c. 

15  10 

22 

6 

27  G 

32  6 

45  - 

55 

14  2 

- 

- 

- 

14 

^~otex. — The  charges  in  the  table  arc  for  goods  (uninsured) 
conveyed  at  the  Company’s  risk,  except  for  articles  in  the 
mineral  class,  which  arc  carried  at  the  owner’s  risk. 

S.  S.  signifies  that  the  charges  arc  for  conveyance  from 
station  to  station,  and  loading  and  unloading,  except  for 
articles  in  the  mineral  class,  and  for  cattle  and  sheep,  which 
are  loaded  and  unloaded  by  the  owners. 

0.  D.  signifies  that  the  charges  include  collection  and 
delivery,  the  loading  and  unloading  being  also  performed  by 
the  Company. 

N.  C.  signifies  that  the  station  is  a non-compctitive  station. 

C.  signifies  that  the  station  is  a competitive  station. 


(“)  The  rate  for  bricks  in  quantities  of  not  less  than  four 
tons,  is  3 s.  4 d.,  S.  S.,  per  ton. 

(*')  The  rate  for  stable  manure  in  quantities  of  not  less  than 
four  tons,  is  1 8 d.,  S.  S.,  per  ton. 

('=)  The  rate  for  packed  cement  in  quantities  of  two  tons 
only,  is  4 *.  2 d.,  S.  S.,  per  ton. 

{<^)  The  rate  for  round  timber,  not  exceeding  one  waggon 
in  length,  is  4 8 d.,  S.  S.,  per  ton. 

(®)  The  rate  for  bricks  in  quantities  of  not  less  than  four 
tons,  is  4 s.,  S.  S.,  per  ton. 

(/)  Collected  at  Chester  only. 
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Railway  Company  for  the  Carriage  of  Goods  between  Chester  and  the  undermentioned 
Rates  Charged  for  certain  Articles. 


- 

- 

- Exceptional  Rates  per  Ton. 

Milk 

Cattle  and  Sheep 
Rates. 

by 

Sheet, 

Red,  and 

White 

Slates. 

Packed 

Manure. 

Round 

Timber 

{ex 

Packed 

Cement. 

Chemical 

Refuse. 

Tanning 

Materials. 

Wool. 

Passenger 

Train, 

per 

Gallon. 

Small 

I’rucks. 

Per 

Medium 

Trucks. 

Per 

Large 

Trucks. 

Per 

Lead. 

Labour). 

Truck. 

Truck. 

Truck. 

s.  s. 

s.  s. 

s.  s. 

8.  S. 

s.  s. 

s.  s. 

C.  D. 

S.  8, 

s.  s. 

8.  S. 

s.  s. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

S.  d 

d. 

s.  d. 

s.  cL 

s.  d. 

1 

- 

- 

6 10 

8 4 

5 - 

• -{ 

Spent  bark 
at  owner’s 
risk,  2s.  6d. 

}- 

1 

11  - 

12  9 

14  G 

2 

5 - 

C.  D. 

}■  ■ 

- 

- 

(')3  4 

3 

- 

- 

1 

8 G 

9 9 

11  - 

3 

- 

5 10 

7 6 

{^)1  2 

- 

- { 

Spent  bark, 
4s.  2d. 

} - 

1 

11  - 

12  9 

14  6 

4 

G sj 

6 8 
Collected 
in  Ches- 
ter only. 

1 5 10 

j 

- 

6 10 

5 - 

(/)7  6 

- 

1 

11  - 

12  G 

14  - 

5 

9 2 

C.  D. 

} ^ - 

- 

10  10 

- 

- 

- 

- 

If 

19  - 

22  - 

25  - 

6 

9 2 

C.  D. 

1 5 10 

8 4 

11  8 

- 

■ -{ 

Spent  bark, 
55, 

} - 

u 

22  - 

25  6 

29  - 

7 

10  10 
C.  D. 

1 7 10 

- 

- 

- 

- 

- 

- 

u 

23  - 

26  9 

30  6 

8 

11  8 

C.  D. 

0 

- 

15  - 

- 

- 

- 

- 

H 

29  3 

33  - 

39  3 

9 

12  6 
C.  D. 

1 

/ 

12  - 

- 

12  6| 

Soda  ash, 
11s.  8d. 

}(014  2 

- 

1 

33  3 

37  3 

44  3 

10 

12  G 
C.  D. 

/ 

13  - 

- 

12  6| 

Soda  ash, 
12s.  6d. 

}-  ■ 

- 

36  - 

40  6 

48  3 

11 

16  8 

C.  D. 

}■  • 

- 

- 

- 

- 

- 

22  6 

G 

38  - 

42  9 

50  9 

12 

16  8 
C.  D. 

1 

/■  ■ 

- 

- 

- 

- 

- 

22  6 

If 

38  6 

43  3 

51  G 

13 

- 

- 

- 

- 

- 

- 

- 

- 

n 

- 

- 

- 

14 

19  2 
C.  D. 

j-  10  10 

- 

- 

(P)9  2 

- 

- 

- 

n 

47  6 

53  6 

63  9 

(9)  lu  quantities  of  not  less  than  four  tons. 

('*)  The  rate  for  hardware,  packed  for  shipment  only,  is 
20  s.,  S.  S.,  per  ton,  at  owner’s  risk. 

(J-)  Delivered  at  Dudley. 

(”‘)  The  rate  for  hardware,  packed  for  shipment  only,  is 
20  s.  10  d.,  S.  S.,  per  ton,  at  owner’s  risk. 

(’“)  The  rate  for  bricks  in  quantities  of  not  less  than  four 
tons,  is  G s.  8 d.,  S.  S.,  per  ton. 

(p)  The  rate  for  packed  cement  in  two  ton  lots,  is  12  s.  G d., 
S.  S.,  per  ton. 


• There  is  no  charge  for  collection  or  delivery  from  or  to 
the  works  on  the  canal  banks  for  the  S.  S.  rates  at  Dudley  and 
Birmingham. 

t These  rates  vary  according  to  the  distance  of  the  works 
from  or  to  which  the  goods  are  collected  or  delivered  at 
Dudley. 

t The  rates  for  milk  arc  not  in  the  rate  books  sent  to  the 
Board  of  Trade,  but  have  been  supplied  by  the  Company. 

**  The  class  rates,  1st  to  6th,  to  LiverjDool  do  not  include 
delivery  at  that  place. 
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APPENDIX  TO  REPORT  FROSI  THE 


COMP AKI  SON  between  the  Maximum  Charges  allowed  by  the  London  and  North  Western 

Total  Charges  made  by  the  Company  for  the  Carriage  of  such 


Mineral  Class  (except  Packed  Manure).  Special 


Distance 

in 

Miles 

from 

Chester. 

STATIONS. 

Dung, 
all  Sorts  of 
Manures, 
Lime,  Stone 
for  Building 
and  Paving, 
Slates, 

Bricks,  lind, 
Iron  Oi’e. 

Charge 

per 

Company’s 

Rate 

Book  for 

Mineral 

Class. 

Col.  2. 

Charge 

per 

Company’s 

Rate 

Book  for 

Packed 

Manure. 

Col.  3. 

Difference 

between 

Iron 

(not  da- 
mageable). 

Grain, 

Coin, 

Flour, 

Anvds, 

Chains. 

Charge 
per  Com 
pany’s 

Rate 

Book 

for 

Special 

Class. 

Col.  3. 

Charge 

for 

Grain, 

per 

lowest 

Rate 

in  Com- 
pany’s 

Rate 

Book. 

Col.  4. 

Cols. 

1 

and 

2. 

Cols. 

1 

and 

3. 

Charge 
per  Maximum 
Rate  in 
Company’s 
Act. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company ’.s 
Act. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Act. 

Col  2. 

s.  s. 

s.  s. 

s,  s. 

s.  s. 

s.  d. 

s.  d. 

s d. 

s.  d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

14 

Runcorn 

1 3,i 

(“)  5 - 

5 10 

3 8.) 

4 

61 

1 3 

2 11 

(<0  6 8 

5 - 

1 

15 

Birkenhead  - 

1 3 

2 C 

5 - 

1 3 

3 

9 

1 3 

3 11 

' ' 5 - 

2 

20 

Whitchurch  - 

1 lOi 

- (0  - 

7 6 

- 

5 

71 

2 1 

4 2 

8 6 

6 8 

3 

37 

Liverpool 

o 4 

(«)  5 - 

6 10 

1 8 

2 

6 

3 71 

7 81 

('0  6 8 

4 6 

4 

38 

Manchester  - 

4 -i 

(«)  6 5 

8 4 

1 41 

4 

31 

4 -1 

8 3i 

{d)  8 4 

7 6 

5 

39 

Shrewsbury  - 

3 8 

- ('’)  - 

8 4 

4 

8 

4 1 

8 U 

10  - 

8 4 

6 

46 

Stafford 

4 4 

- P)  - 

10  - 

- 

5 

8 

4 9* * 

9 7 

10  - 

_ 

7 

55 

Stiichley 

5 51 

- (^)  - 

11  8 

- 

6 

01 

5 r 

10  21 

(‘0  11  8 

10  - 

8 

68 

Dudley 

6 8 

8 4 

12  - 

1 8 

5 

4 

6 

12  1 

‘d)  14  2 

12  Gc.d 

9 

75 

Birin  inghara 

7 -i 

8 4 

13  - 

1 31 

5 lU 

6 3 

12  6 

Id)  14  2 

12  6c. D 

10 

78 

Bradford 

8 - 

8 4 

12  G 

- 4 

4 

6 

7 7 

14  Hi 

12  6 

_ 

11 

80 

Leeds  - - - 

8 

8 4 

12  G 

- 3‘ 

4 

51 

7 7 

15  31 

{d)  12  6 

10  10 

1 12 

85 

Holyhead 

10 

- (")  - 

_ 

- 

14  2 

17  8-1 

( ’)  - 

9 2 

1 43 

97 

Rugby 

9 1 

- C^)  - 

15  10 

- 

6 

9 

8 1 

16  2 

15  10 

U 2 

1 14 

1 

(«)  The  rate  for  Bricks  to  Runcorn,  is  3 4 d.,  S.  S. ; to  Liverpool,  4 s.,  S.  S.  : and  to  Holyhead,  6s.  S d.,  S.  S. 

(*)  The  rate  for  Stable  Manure,  is  1 8 d.,  S.  S. 

C)  Tlje  rate  for  Slates  to  Whitchurch,  is  5 s.  lOd.,  S.  S. ; to  Manchester,  5 s.,  S.  S.  ; to  Shrewsbury,  6 s.  \0  d.,  S.  S. ; to  Stafford 
7s.  lOd.,  S.  S. ; to  Stirchley,  7s.  6rf.,  S.  S.  j and  to  Rugby,  10s.  lOd.,  S.  S.  ’ 

The  rate  for  undamageahle  li  on  to^Runcorn,  is  5 s.,  S.  S. ; to  Liverpool,  5 s.  10  rf.,  S S. ; to  Manchester,  7 s.  G d.,  S.  S.  ; to  Stirch- 
ley, 9 s.  2 d.,  S.  S. ; to  Dudley,  11s.;  to  Leeds,  10  s.  10  cL,  S.  S. ; to  Hcdyhead,  9 s.  2d.,  S.  S.,  and  to  Birmingham,  11  s.  6 d.,  S.  S. 


Distance 

in 

Miles 

STATIONS. 

from 

Chester. 

14 

Runcorn  - 

15 

Birkenhead 

20 

Whitchurch 

37 

Liverpool  - 

38 

Manchester 

39 

Shrewsbury 

46 

Stafford  - 

55 

Stirchley  - 

68 

Dudley 

75 

Birmingham 

78 

Bradford  - 

80 

Leeds 

85 

Tlolyhend  • 

97 

Rugby 

Third  Class. 

Fourth 

Mancliester 
Packs, 
Hard»  are 
in  Cases, 
Hides  (Green 
or  Market), 
Foreign 
(Dry 

and  Loose), 
at 

Company’s 

Risk. 

Boots 

and 

Shoes 

in 

Boxes. 

Charge 

per 

Company’s 

Rate 

Book 

for 

Third 

Class. 

Col.  3. 

Difference  between 

Manu- 

factured 

Goods 

(Woollen 

and 

Worsted). 

Toys, 

Soft  Felt 

Hats 

in  Crates. 

Cols. 

1 

and 

3. 

\ 

Cols. 

2 

and 

3. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Act. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Act. 

Col.  2. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Act. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Act. 

Col.  2. 

0.  D. 

s,  d. 

s.  d. 

s.  d. 

s. 

d. 

s.  d. 

s. 

d. 

s.  d. 

3 41 

3 71 

15  - 

11 

Vn 

11  41 

3 

6 

3 7i 

2 

3 9 

3 9 

13  4 

9 

7 

9 7 

3 

9 

3 9 

4 2 

5 10 

16  8 

12 

6 

10  10 

5 

- 

5 10 

8 2 

10  4 

(6)15  - 

6 

10 

4 8 

9 

3 

10  4 

5 

9 41 

9 4 

(“)18  4 

8 

111 

9 - 

9 

41 

9 4 

8 l.J 

11  41 

20  - 

11 

101 

00 

9 

9 

11  4* 

9 7 

13  5 

22  6 

12 

11 

9 1 

11 

6 

13  5 

10  10 

14  7 

(“)22  6 

11 

8 

7 11 

12 

81 

14  7 

12  10 

17  9 

(«)23  4 

10 

6 

5 7 

15 

71 

17  9 

12  6 

18  9 

24  2 

11 

8 

5 5 

16 

_ 1 

2 

18  9 

10 

16  51 

19  111 

(0)28  4 

11 

101 

8 41 

18 

21 

19  m 

11 

16  51 

20  -1 

(“)28  4 

11 

101 

8 31 

18 

3 

20  -1 

12 

24  91 

24  91 

(“)22  6 

•2 

31 

•2  31 

24 

m. 

24  91 

13 

16  2 

24  3 

32  G 

16 

4 

8 3 

20 

21 

24  3 

14 

(“)  The  charge  for  hides  to  Manchester,  is  9s.;  to  Stirchley,  is  lOs.  lOJrf.;  to  Dudleys  is  12d.  Id.;  to  Bradford,  is  15s.  IJd.;  to 
Leeds,  is  15  s.  4}d.;  to  Holyhead,  is  17s. 

* In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 
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Railway  Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein,  and  the 
Articles  between  Chester  and  the  undermentioned  Stations. 


Class. 

First  Class. 

Second  Class. 

Iron 

(damage- 

Nails, 

Vices, 

Difference  between 

able), 
Sheet  and 

Sugar 

Charge 

Differ 

ence  between 

Hides 

(Green 

Charge 

Difference 

Hoop  Iron 
and  other 
Descrip- 

(except 

Lump 

Cotton. 

per 

Com- 

or 

Market) 

at 

Wool. 

per 

Cora- 

between 

/ 

tions  of 
Wrought 
Iron. 

Sugar 

loose). 

pany’s 

Rate 

Owner’s 

Risk. 

pany’s 

Rate 

Cols. 

Cols. 

Cols. 

Book 

Cols. 

Cols. 

Cols. 

Book 

Cols. 

Cols. 

Charge 

Cliarge 

Charge 

for 

Charge 

Charge 

for 

1 

2 

2 

per 

per 

per 

1 

2 

3 

per 

per 

1 

2 

Maximum 

Maximum 

Maximum 

First 

Maximum 

■Maximum 

Second 

and 

and 

and 

Rate  in 

Rato  in 

Rate  in 

and 

and 

and 

Rate  in 

Rate  in 

and 

and 

Com- 

Com- 

Com- 

Class. 

Com- 

Com- 

Class. 

3. 

3. 

4. 

pany ’s 

pany’s 

pany^s 

4. 

4. 

4. 

pany’s 

pany’s 

3. 

3. 

Act. 

Act. 

Act. 

Act. 

Act- 

Col.  1. 

Col.  2. 

Col 

3. 

Col.  4. 

Col.  I. 

Col.  2. 

Col.  3. 

C,  D. 

C.  D. 

— 

— 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

«.  d. 

s. 

d. 

s-  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

S.  d. 

s.  d. 

s.  d. 

s,  d. 

I 

5 5 

3 9 

2 1 

1 5 

2 11 

3 

6 

8 4 

G 11 

5 5 

4 10 

2 11 

3 6 

10  10 

7 11 

7 4 

2 

3 9 

1 lot 

- 

1 3 

3 It 

3 

9 

6 8 

5 5 

3 G.^ 

2 11 

3 It 

3 9 

9 2 

6 

5 5 

3 

6 5 

4 4 

2 6 

3 4 

4 2 

5 

- 

11  8 

8 4 

7 6 

6 8 

4 2 

5 - 

13  4 

9 2 

8 4 

4 ; 

3 

♦1  -i 

*3 

5 3 

7 8.) 

9 

3 

8 4 

3 1 

- 7h 

*-  11 

7 8.1 

9 3 

10  10 

3 U 

1 7 

5 1 

4 3^ 

1 

2 

*-  9| 

4 

8 3) 

9 

4i 

13  4 

9 

5 -t 

3 lU 

8 3.t 

9 4t 

15  10 

7 6) 

6 51 

® i 

5 11 

1 101 

- 21 

G 6 

8 It 

9 

9 

15  - 

8 6 

6 lOJ 

5 3 

8 IJ 

9 9 

17  G 

9 4.) 

7 9 

7 

5 2s 

- 5 

- 

7 8 

9 7 

11 

6 

14  2 

6 6 

4 7 

2 8 

9 7 

11  G 

17  G 

7 11 

G - 

8 ' 

6 7 

1 3^ 

9 1 
^2 

8 2 

10  2| 

12 

8i 

(=)  15  10 

7 8 

5 7i 

3 It 

10  21 

12  8^ 

18  4 

8 n 

5 

9 

8 H 

2 1 

- 5 

8 10 

12  1 

15 

3i 

(.‘’/;16  8 

7 10 

4 7 

1 4i 

12  1 

15  3^ 

20  - 

7 11 

4 8i 

10 

7 11 

1 8 

- 

9 41 

12  6 

15 

n 

('=/)17  6 

8 1^ 

5 - 

1 lOJ 

12  G 

15  7i 

20  10 

8 4 

5 

11 

4 11 

*2  5.i 

- 

9 4^ 

15  4t 

18 

n 

21  8 

12  3,t 

6 3i 

3 5) 

15  41 
15  4t 

18  2^ 

(f)25  - 

9 n 

G 9| 

12 

4 11 

*2  9t 

*4  5i 

9 41 

15  4t 

18 

3 

(«)21  8 

12  3| 

6 3^ 

3 5 

18  3 

(")25  - 

9 7.) 

6 9 

13 

- 

- 

*8  CJ 

14  2 

17  8.) 

24 

9, 

12  6 

*1  8 

*5  21 

*12  3h 

17  8t 

24  9| 

16  8 

*1  - 

*8  1^ 

14 

7 9 1 

*-  4 

*2  - 

12  1^  1 

16  2 

20 

2? 

2 

22  6 

10  4> 

6 4 

2 3^ 

IG  2 

20  2^ 

27  6 

11  4 

7 3'i 

(')  The  rate  foi 
13  s.  4 d.,  S.  S. 

damageable  Iron 

to  Stirchley,  is  12s.  dd.  S. 

S.  j to  Dudley, 

1 3 J.  6 (f.  ; to 

Birmingham,  14 

and  to 

Leeds, 

(/)  I ke  rate  fer  Nails  to  Dudley  and  Birmingham,  is  15  s.  10  d. 

(ff)  The  rate  for  Wool  to  Bradford  and  Leeds,  is  22  s.  6 d.,  C.  D. 

* In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 


Class. 

Fifth  Class. 

Furniture. 

Charge 

per 

Company’s 

Rate 

Book 

for 

Fourth 

Class. 

Col  3. 

Difference  between 

Feathers, 
Boots  and 
Shoes 
in 

Hampers 

and 

Parcels, 
and  Hats, 
except  Soft 
Felt. 

Charge 

per 

Company’s 

Rate 

Book 

for 

Fifth 

Class. 

Col.  2. 

Diflference 

between 

Cols. 

1 

and 

2. 

Charge 

per 

•Maximum 

Rate  in 

Company’s 

Act. 

Col.  1. 

Charge  per 

Company's  Rate  Book  for 

Difference  betw'een 

1 

Cols. 

1 

and 

3. 

Cols. 

2 

and 

3. 

Fourth 

Class, 

at 

Owner’s 

Risk. 

Col.  2. 

Fifth 

Class. 

Col.  3. 

Fifth  Class 

with 

20°/, 

additional. 

Col.  4. 

/ 

Cols. 

1 

and 

2. 

A 

Cols. 

1. 

and 

4. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Act. 

Col.  1. 

C.  D. 

C-  D. 

s.  s. 

s.  s. 

C.  D. 

s.  d. 

s. 

d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s. 

d. 

s.  d. 

1 

20  - 

16 

6 

16 

44 

3 n 

30  - 

26  4) 

3 71 

20  - 

30  - 

3G  - 

16 

4) 

32  4> 

2 

18  4 

14 

7 

14 

7 

3 9 

28  4 

24  7 

3 9 

18  4 

28  4 

34  - 

14 

7 

30  3 

3 

22  6 

17 

6 

16 

8 

5 10 

30  - 

24  2 

5 10 

22  6 

30  - 

36  - 

16 

8 

30  2 

4 

20  - 

10 

9 

9 

8 

10  4 

30  - 

19  8 

10  4 

20  - 

30  - 

36  - 

9 

8 

25  8 

5 

21  8 

12 

3^ 

12 

4 

9 4 

30  - 

20  8 

9 4 

21  8 

30  - 

36  - 

12 

4 

26  8 

6 

25  - 

15 

3 

13 

11  4) 

40  - 

28  7i 

11  4t 

25  - 

40  - 

48  - 

13 

7i 

36  7i 

7 

30  - 

18 

G 

16 

7 

13  5 

37  G 

24  1 

13  5 

30  - 

37  6 

45  - 

16 

7 

31  7 

8 

30  - 

17 

3h 

15 

5 

14  7 

40  - 

25  5 

14  7 

30  - 

40  - 

48  - 

15 

5 

33  5 

9 

40  - 

24 

H 

21 

3 

17  9 

50  - 

32  3 

17  9 

40  - 

50  - 

GO  - 

22 

3 

42  3 

10 

40  - 

23 

in- 

21 

3 

18  9 

50  - 

31  3 

18  9 

40  - 

50  - 

GO  - 

21 

3 

41  3 

11 

36  8 

18 

5) 

16 

8t 

19  Hi 

45  - 

25  4 

19  Hi 

3G  8 

45  - 

54  - 

16 

8.t 

34  -t 

12 

36  8 

18 

5 

16 

20  -i 

45  - 

24  lit 

20  -i 

3G  8 

45  - 

54  - 

16 

7i 

33  H i 

13 

35  - 

10 

2^ 

10 

n 

24  9^ 

47  G 

22  8t 

24  9i 

35  - 

47  6 

57  - 

10 

2.t 

32  2i 

14 

45  - 

24 

9^ 

20 

9 

24  3 

55  - 

30  9 

24  3 

45  - 

55  - 

66  - 

20 

9 

41  9 

(*)  The  Company’s  charge  for  foreign  hides,  dry  and  loose,  is  I Is.  8d.,  including  collection  in  Chester ; in  bales,  is  7 S.  Cd.,  including 
collection  in  Chester. 
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APPENDIX  TO  REPORT  FROM  THE 


COAL  RATES. 


STATEMENT  showing  the  Distances  between  certain  Colliery  Sidings  and 
Chester  Station,  and  the  Charges  made  by  the  London  and  North  Western 
Railway  Company  for  the  Conveyance  of  Coal  between  them  in  the  Colliery 
Owners’  Waggons. 


SIDINGS. 

Distance  in 

Miles 

to  Chester. 

Full 

Loads  Carried 

in 

Owners’  Waggons, 
per  Ton. 

s.  s. 

s.  <1. 

Anglesea  Siding  ----- 

- 

- 

- 

69 

3 4 

Ryders  Hayls  Siding  - - - - 

- 

- 

- 

67 

3 4 

East  Cannock  ----- 

61 

3 4 

Coed  Talon 

- 

- 

- 

13 

1 4 

Hazelwood  (Mold)  - - - - 

- 

- 

- 

U 

1 5 

Kirkless  Hall  (Wigan)  - - - - 

- 

- 

31 

2 6 

The  above  rates  were  not  in  the  rate  books  sent  to  the  Board  of  Trade,  but  were  furnished  by 
the  Company, 
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Appendix,  No.  19. 


PAPER  handed  in  by  the  Chairman. 


MEMORIAL  of  Farmers,  Cattle  Dealers,  and  others  In  Cumberland  and  West- 
morland, to  Parliamentary  Committee  assembled  to  inquire  into  and  report  upon 
Railayay  Rates  and  Traffic  Charges. 

Your  Memorialists  respectfully  submit  that  charges  made  by  railway  companies 
for  transport  of  cattle,  sheep,  and  other  stock,  as  well  as  agricultural  produce  and 
manures,  are  extremely  and  unnecessarily  heavy,  and  constitute  a great  obstacle  to  the 
development  of  trade,  and  greatly  hinder  and  Impede  the  business  of  your  Memorialists. 

To  enable  your  Honourable  Committee  to  form  a judgment  on  the  subject  of  the 
complaint  of  your  Memorialists,  one  out  of  numberless  instances  is  respectfully  submitted. 
One  of  the  undersigned  proeeeds  from  Carlisle  to  Perth  to  purchase  Scotch  sheep,  and 
consigns  his  purchase  to  the  Caledonian  Railway  Company  for  delivery  at  Carlisle.  The 
company  convey  them  by  special  train,  Aviiich  cost  the  com])any  the  wages  of  one  driver 
and  assistant  driver,  and  one  guard,  for  about  six  hours.  The  wages  of  these  tlu-ee  men, 
the  consumption  of  fuel  during  the  journey,  besides  the  use  of  the  trucks  and  the  toll 
upon  the  permanent  Avay,  are  all  the  costs  of  the  journey.  It  is  obvious  that  a charge 
of  40/.  Avould  have  yielded  a handsome  profit  to  the  company,  but  their  charge,  as  will  be 
seen  on  inspecting  the  enclosed  receipt,  is  no  less  than  124  /.  15  s. 

This  charge  is  an  embargo  upon  the  business,  and  prevents  English  graziers  from 
resorting  to  markets  in  Scotland.  A profit  of  6 t/.  per  lean  sheep  is  the  amount  usually 
charged,  but  here  the  charge  amounts  to  more  than  1 s.  6 d.  per  sheep. 

In  answer  to  remonstrance  against  the  excessive  rates,  the  company’s  traffic  manager 
replies  that  his  company’s  engagements  with  the  North  British  Railway  Company  pre- 
cludes them  from  any  consideration  of  the  reduction  of  the  rate.  The  consequence  is 
that  an  enormously  excessive  rate  is  imposed,  and  the  competition,  which  it  was  believed 
by  the  Legislature  would  result  from  the  existence  of  these  two  companies  leading  to  the 
establishment  of  moderate  charges,  is  obviated  and  rendered  inoperative  by  their  illegal 
combination. 

Railway  rates  have  always  pressed  heavily  upon  farmers,  being  excessive  and  capri- 
cious, and  never  intelligible  ; shorter  distances  often  charged  more  than  longer  ones;  a 
part  of  a journey  often  more  than  the  whole,  but  always  exorbitant. 

Your  Memorialists  also  deplore  and  protest  against  the  preferential  rates  given  to 
foreign  cattle,  which  increase  the  disadvantages  under  which  your  Memorialists  already 
labour. 

Your  Memorialists  respectfully  submit  that  the  entire  system  of  rating  farm  stock, 
agricultural  produce,  &c.,  requires  an  immediate  and  rigid  revision  in  the  interests  of  the 
public. 

Signed,  on  behalf  of  a large  and  representative  meeting,  held  9th  May  1881, 

A.  M‘Dougall,  Chairman. 
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APPENDIX  TO  KEPORT  FROM  THE 


Appendix,  No.  20. 


PAPER  handed  in  by  Mr.  Nicholson,  m.p. 


Memorial  of  the  Directors  of  the  Nottinghamshire  and  Midland  Merchants  and 

Traders  Association. 


To  the  Select  Committee  appointed  to  enquire  into  the  Charges  of  Railway  Companies, 
Canal  Companies,  &c.,  for  the  Carriage  of  Merchandise,  Minerals,  Agricultural 
Produce,  Parcels,  Passengers,  &c.  &c. 

The  Memorial  of  the  Directors  of  the  Nottinghamshire  and  Midland  Merchants 
and  'I’raders  Association, 


Sheweth, 

That  this  Association  consists  of  nearly  1,000  members  carrying  on  business  in  the 
counties  of  Nottingham,  Derby,  Leicester,  Lincoln,  and  elsewhere,  all  of  whom  are 
Bankers,  Manufacturers,  Merchants,  or  Traders,  and  therefore  largely  interested,  in  the 
promotion  of  commerce. 

That  this  Association  is  incorporated  and  licenced  by  the  Board  of  Trade.  Its  sub- 
scription and  other  receipts  are  over  1,000/.  annually,  and  its  accumulated  fund  is  over 
1,100  /. 

Your  memorialists  have  received  from  the  members  of  this  Association  many  complaints 
with  regard  to  the  inequalities  of  railway  rates  very  materially  affecting  their  financial 
interests,  but  the  members  individually  do  not  desire  to  appear  prominently  before  your 
Committee  lest  they  should  suffer,  owing  to  any  adverse  views  that  railway  companies 
might  take  with  regard  to  their  complaints. 

Your  memorialists  therefore  desire  most  respectfully  and  strongly  to  urge  upon  your 
Committee  that  it  is  exceedingly  desirable  in  the  interests  of  commerce,  and  of  any 
localities  suffering,  that  this  Association,  and  other  like  Associations,  should  be  able  to 
appear  before,  and  make  general  representations  to,  the  Railway  Commissioners,  with  a 
view  to  the  remedying  of  any  greivance  that  the  members,  or  the  public,  may  have. 

They  therefore  venture  to  express  the  hope  that  in  any  recommendation  you  may 
make  to  Parliament,  one  of  such  recommendations  will  be  to  the  effect  named. 

Signed,  on  behalf  of  the  said  Asssociation, 

John  Hoioitt,  President. 

Henry  M.  Baines,  Vice  President. 

Rob.  Mellors,  Secretary. 


Head  Office,  Britannia  Chambers,  Nottingham, 
May  1881. 
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Appendix,  No.  21. 


PAPER  handed  in  by  the  Chairman. 

t 


LETTER  from  Mr.  Freir  to  the  Honourable  Evelyn  Ashley,  Chairman,  Select 
Committee  on  Railway  Rates  and  Fares,  House  of  Commons. 

The  Ironmonger  and  Metal  Trades’  Advertiser, 
Sir,  44a,  Cannon-street,  London,  25  May  1881, 

In  consequence  of  the  intimation  courteously  conveyed  to  me  on  behalf  of  the  Com- 
mittee by  your  Secretary,  Mr.  Stone,  I have  now  the  honour  and  pleasure  of  submitting 
to  you  a brief  summary  of  the  complaints  and  particulars  relative  to  existing  railway 
rates  and  charges  for  the  conveyance  of  goods,  which  have  been  forwarded  to  “ The 
Ironmonger  ” newspaper  by  persons  and  fii’ms  who  have  not  felt  at  liberty  to  give 
evidence  before  the  Committee  in  person. 

My  statement  is  made  as  concise  as  possible,  and  is  supported  by  the  annexed  exact 
copies  of  the  particulars  supplied  to  the  newspaper  in  question,  of  which  I am  the  editor. 
The  dates  in  the  margins  are  those  of  the  issues  of  the  journal  in  which  the  information 
appeared.  My  own  opinions,  where  given,  are  expressly  stated  to  be  such. 

Being  convinced  that  the  present  charges  and  policy  of  the  railway  companies  are 
greatly  hampering  and  damaging  the  course  and  development  of  our  internal  trade  and 
business,  on  26th  February  we  directed  attention  to  the  subject,  and  earnestly  solicited 
information  as  toaclunl  rates  and  payments,  as  wed  as  authoritative  comparisons  with  legal 
rates,  where  such  could  be  made. 

In  “ The  Ironmonger  ” of  5th  March  we  published  a blank  printed  foi’m  for  the 
guidance  and  use  of  those  desirous  of  furnishing  information,  and  again  called  attention  to 
the  matter  editorially.  In  the  same  issue  a considerable  amount  of  information  was 
published  as  to  rates  and  charges  now  in  force,  the  particulars  being  sent  by  firms  at 
Rickmansworth  (Herts),  Abingdon  (Bucks),  and  Sheffield.  These  firms  chiefly 
complained  of  discriminating  and  anomalous  charges,  the  mileages  being  no  guide  what- 
ever to  the  actual  rates,  even  in  cases  where  sea  freights  do  not  enter  into  the  comparison. 
A firm  at  Sheffield  showed  that  for  a certain  class  of  steel  they  are  charged  1 /.  11  s.  8 d., 
or  \^d.  per  mile,  to  Glasgow  (278  miles),  as  against  1 Z.  6 5.  8^.,  or  2^  d.  per  mile,  to  New- 
castle-on-Tyne  (1'23|  miles);  15  s.,  or  c?.  per  mile,  to  Hull  (53g  miles),  and  12  s.  Q d., 
or  Ad.  per  mile,  to  Leeds  (38^  miles).  For  the  same  goods  to  London  they  pay  25  s.,  or 
2d.  per  mile,  for  157  miles,  whereas  to  Woolwich,  say  eight  miles  farther,  the  charge  is 
2 Z.  2 s.  6 d.,  or  17  s.  6 ^Z.  extra  for  the  eight  miles.  This  is  in  spite  of  the  fact  that  the 
Great  Northern  runs  regular  trains  via  Farringdon-street,  Ludgate  Hill,  and  Blackfriars 
Junction,  to  Woolwich,  the  Midland  having  equal  material  facilities  for  doing  the  same. 
The  firm  point  out  that  this  charge  of  2 Z.  2 s.  6 d.  per  ton  may  be,  and  is,  made  on  goods 
worth  20  Z.  per  ton. 

In  “The  Ironmonger”  of  12th  March  many  additional  particulars  were  given  by 
various  firms,  and  it  was  editorially  remarked  (with  reference  to  the  charges  published 
the  preceding  week),  “ Taking  Leeds  as  sn  example,  all  kinds  of  iron,  castings,  &c.  should 
be  charged  at  the  maximum  rate  of  1|  tZ.  per  mile,  or  assuming  that  the  steel  comes 
within  the  category  of  “ merchandise,  or  manufactured  goods,”  at  3 d.  per  mile,  the 
charge  should  be  4 s.  4J<Z.,  or  9 s.  9 fZ.  respectively”  (instead  of  12  s.  6 d),  “such  rates 
being  the  maxima  authorised  to  be  made  under  the  powers  of  the  Midland  Railway  Act  of 
1844,  7 Viet.  c.  18,  ss.  198,  199,  200,  and  202, 

The  charges  made  to  traders  at  Dorchester,  Tredegar,  Lyinington  (Hants),  Chippenham, 
Lennoxtown,  Accrington,  Sheffield,  Chester,  Birmingham,  Earls  Colne  (Essex',  &c. 
were  detailed,  in  each  case  anomalies  and  confused  mileages  being  complained  of. 

I would  suggest  that  particular  attention  be  accorded  to  the  statement  of  a Birmingham 
firm  as  to  the  preference  (amounting  virtually  to  a handsome  bounty)  given  to  foreign 
wire  manufacturers  by  our  railway  companies.  Westphalian  wire  is  brought  from 
Rotterdam  into  buyers’  works  at  Birmingham  for  16  s.  8 j.  per  ton,  whereas,  exactly  the 
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7 May  1881. 
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same  class  of  goods  from  Blrmiogham  to  London  is  charged  22  s.  6 d.  per  ton,  although 
in  the  former  case  the  German  -wire  comes  by  steamer  to  London,  is  placed  in  barges 
and  taken  up  the  Thames  to  Brentford,  where  it  is  loaded  into  railway  trucks  and 
conveyed  thence  to  Birmingham.  In  the  other  case,  Birmingham  to  London,  the  transit 
would  be  direct  and  without  break  of  bulk.  You  will,  perhaps,  permit  me  to  mention,  in 
this  connection,  that  altliough  the  export  rates  for  wire,  Birmingham  to  Rotterdam,  may 
be  on  a par  with  the  import  rate  just  quoted,  yet  the  concession  is  of  no  value  to  our 
manufactui’ers,  as  there  is  no  traffic  in  that  direction,  and  no  market  whatever  there  for 
our  wire. 

The  same  rates  and  the  same  remarks  have  equal  application  to  the  importation  of 
Belgium  wire  from  Antwerp,  as  well  as,  slightly  altered  as  to  the  charges,  to  the  import 
traffic  in  Belgium  and  German  girders. 

In  the  same  issue  Messrs.  Hunt  and  Tawell,  implement,  &c.  manufacturers  of  Earls 
Colne,  Essex,  point  out  that  machines  sent  by  them  to  London  (52  miles)  are  charged 
17  s.  1 d.,  at  owner’s  idsk,  whereas  to  Rickmansworth,  21  miles  further,  per  London  and 
North  Western  Railway,  the  additional  charge  is  16  s.  8 d.  per  ton,  owner’s  risk. 

In  “ The  Ironmonger”  of  19th  March,  firms  at  Middlesboro’,  Mansfield,  Accrington, 
Bury  (Lancashire),  lYatfoi’d,  and  Wolverhampton,  forwarded  particulars.  The  Accring- 
ton firm  w'orked  out  the  charges  made  per  ton  per  mile  for  washing  machines  at  owner’s 
risk,  and  showed  that  these  varied  from  2-54  d.  to  9T6d.,  cai’ted  and  delivered  to  stations 
north  of  the  Thames,  and  3'70d.  to  10  d.  to  places  south  of  the  Thames,  station  to 
station.  The  Mansfield  firm  chiefly  complained  that  since  1st  October  1880  they,  and  all 
other  foundry  firms  in  the  same  town,  have  been  subjected  to  higher  rates  and  an  altered 
classification,  under  which  goods,  even  in  truck-loads,  are  classified  and  charged  at 
various  rates  ; these  rates  they  detailed. 

In  the  issue  of  26th  March  other  particulars  were  given  as  to  home  and  foreign  charges. 
The  foreign  rates  were  compiled  by  the  British  Iron  Trade  Association,  and  showed  rates 
vastly  below  any  known  in  this  country.  The  attention  of  the  Committee  is  respectfully 
directed  to  the  apj)ended  particulars  of  the  railway  rates  in  force  in  Belgium,  France, 
Germany,  and  the  United  States.  It  is  therein  shown  that  in  Belgium  pig-iron  for  export 
is  carried  at  0'63  d.,  and  at  0'88  d.  for  home  use.  The  average  rate  for  manufactured 
iron,  steel,  &c.  in  France  is  0'84  d.  per  ton  per  mile;  in  Germany,  0'72  d.,  and  in  the 
United  States,  0‘70  d.  In  some  cases  the  French  rates  for  pig-iron  are  as  low  as  0*7  d.  to 
0*9  d.  per  ton  per  English  mile. 

In  our  issue  of  2nd  April  particulars  of  actual  charges  were  furnished  by  firms  at 
Brighton,  Bo’ness  (Scotland),  Grantham,  Manchester,  Sheffield,  Tinsley,  near  Sheffield, 
Crook  (Durham),  Fordingbridge,  Newport  (Mommouth),  and  in  London.  Into  these  I do 
not  pro])ose  to  enter  further  than  to  state  that  they  mostly  showed  irregulai’ities  in  mileages, 
and  embodied  complaints  as  to  high  and  anomalous  charges,  together  with  peculiar  and 
incompi'ehensible  classifications. 

“ The  Ironmonger”  of  9th  April  contained  a letter  from  a body  (the  Railway  Freighters’ 
Protection  Society)  which  analysed  some  of  the  charges  previously  published  by  us,  and 
deduced  cases  of  overcharges.  This  letter  is  appended  for  the  perusal  of  the  Members  of 
the  Committee. 

The  issue  ofl6th  April  contained  a report  of  a discussion  by  the  Town  Council  of  Sheffield 
as  to  the  serious  effects  of  heavy  railway  rates  upon  the  trades  of  that  town ; on  this  head, 
however,  you  will  have  special  evidence,  which  renders  comment  from  me  unnecessary. 

The  issue  of  23rd  of  Ajiril  contained  nothing  of  importance  as  to  these  rates. 

“The  Ironmonger”  of  30th  April  contained  a report  (appended)  of  a large  meeting 
of  traders  held  at  Birmingham  on  21st  Api’il,  but  as  the  statements  made  are  to  be 
substantiated  by  special  witnesses,  I do  not  propose  to  comment  thereon.  There  was 
also  published  in  this  issue  the  full  and  able  I’eport  of  Mr.  Consul-General  Crowe 
(Beidin,  &c.)  as  to  railway  rates  in  Germany,  a document  of  great  interest  (appended), 
originally  printed  as  a portion  of  one  of  the  ordinaiy  Consular  Blue  Books  of  the  Foreign 
office.  This  report  has  been  referred  to  already  by  several  of  your  witnesses. 

The  impression  of  7th  May  contained  details  of  charges  paid  by  firms  at  Hull,  Aberdai'e, 
and  Great  Bridge  (Staftbrdshire) ; the  last-named  charges  are  particularly  anomalous  and 
conflicting. 

This  issue  contained  a full  table  of  the  rates  for  “ Smalls  by  goods  train,”  as  per  ton- 
nage rate  gradations,  in  force  on  the  London  and  North  Western  Railway.  As  these 
ates  for  small  packages  have  been  referred  to  by  several  witnesses,  they  and  their 
elation  to  the  tonnage  rates  are  worthy  of  examination  and  comparison. 

Bona  Fides. 

I desire  permission  to  assure  the  Committee  that  the  whole  of  the  foregoing  particulars, 
as  published  in  “ The  Ironmonger  ” of  the  several  dates  named  is  perfectly  and  absolutely 
bond  fide,  having  been  sent  to  me  with  the  signatures  of  the  various  firms  and  persons.  I 

think 
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think  it  necessary  to  lay  stress  upon  this  fact  in  order  to  convince  the  Committee  of  the 
genuine  nature  of  the  information  now  put  before  it  by  myself  as  a sort  of  informal  proxy 
for  these  parties. 

Opinions. 

Haviim-  dealt  so  far  with  facts,  I now  beg  to  submit  to  your  consideration  a brief 
expression  of  my  own  opinions,  formed,  I may  say,  with  a thorough  practical  knowledge 
of  railways  and  railway  working.  Having  this  knowledge,  the  Committee  will,  perhaps, 
permit  me  to  say  that  the  classification  of  goods  for  railway  rates  purposes  is  so  intricate 
and  confused  as  to  be  utterly  unintelligible  to  the  general  public,  who  are  also  quite 
unable  to  check  the  charges  made.  The  Parliamentary  Return  made  on  the  motion  of 
Lord  Skelmersdale,  by  order  of  the  House  of  Lords  on  9th  August  1877,  appears  to  be 
the  onlv  available  means  of  endeavouring  to  check  the  rates,  but  the  companies  have  so 
many  Acts,  applying  it  may  be,  to  short  sections  of  their  now  amalgamated  lines,  that  it 
is  entirely  hopeless  for  any  outside  person  to  attempt  to  follow  up  the  investigation  success- 
fully, in  the  absence  of  specified  routes  and  exact  measurements  for  each  section.  This  being 
the  case  it  is  obvious  that  allegations  of  overcharges,  i.e.,  charges  in  excess  of  the  maxima 
allowed  by  these  Acts  of  Parliament,  cannot  be  fully  substantiated  in  a plain  and  satisfac- 
tory manner. 

Terminals. 

For  this  reason,  and  others  which  will  probably  suggest  themselves,  it  is  extremely 
desirable  that  the  companies  should  be  required  to  distinguish  between  station  to  station 
rates,  terminals,  and  other  charges,  in  order  that  traders,  and  the  public  in  general, 
should  be  enabled  to  ascertain  the  particulars  of  the  charges  they  are  called  upon  to  pay. 
This,  1 would  remind  the  Committee,  is  a legal  requirement  in  ail  other  cases,  no  person 
being  required  by  law  to  pay  an  account  until  its  details  have  been  given,  if  asked  for. 
I am  aware  that  the  railway  companies  may  be  requested  to  distinguish  between  charges 
for  carriage  and  terminals,  but  they  do  not  do  so  ordinarily,  and  only  comply  under 
pressure,  which  no  customer  of  theirs  cares  to  apply.  The  companies  do  not  appear  to 
have  Parliamentar)’-  powers  in  all  cases  to  charge  for  terminal  services,  nor  is  there  the 
slightest  evidence  of  their  right  to  charge  for  terminal  services  at  junctions  between  the 
different  lines  over  which  a lot  of  goods  may  be  sent. 


Haulage  and  Truck  Hire. 

It  is  understood  that  the  railway  companies  claim  to  have  the  latent,  or  dormant,  power 
to  make  charges  for  the  use  of  engines  for  the  haulage  of  trains,  and  to  charge  for  the  use 
of  their  own  trucks  and  wagons.  It  is  clear,  I would  submit,  that  these  powers  do  not 
exist,  seeing  that  goods  could  not  be  moved  Avithout  locomotives,  and  especially  is  this 
claim  void  in  view  of  the  fact  that  the  companies  reserve  the  exclusive  use  of  their  lines 
for  their  own  purposes,  a circumstance  Avhich  was  not  duly  allowed  for  when  the  original 
Acts  were  passed.  As  to  trucks  and  wagons,  dlfierential  rates  are  made  on  certain  lines 
and  under  certain  conditions,  where  traders  use  their  own  wagons  or  trucks,  but  I venture 
to  think  that  the  companies  have  no  legal  power  to  charge  all  their  customers  for  the 
user  of  wagons  or  trucks. 


Owner  s Risk  and  Company’s  Risk  (O.R.  §’  C.R.^. 

The  question  of  " Owner’s  Risk  ” and  Company’s  Risk  ” is  a most  important  one  for 
the  manufacturing  and  trading  community,  involving,  as  it  does,  the  right  of  the  companies 
to  charge  tAvo  rates  for  the  same  class  of  goods,  — or,  in  many  instances,  to  refuse  to  carry 
goods  except  at  OAvner’s  risk.  It  may  be  the  case  that  even  the  highest  rates  (company’s 
risk)  are  not  beyond  the  legal  maxima  of  the  companies,  but  it  is  an  ascertained  and  proven 
fact  that  the  mere  existence  of  these  tAvo  rates  is  used  by  the  companies  as  an  excuse  to 
decline  claims  for  damage  or  loss.  The  coui’ts  have  established  the  rule  that  even 
where  goods  are  carried  at  oAvner’s  risk  the  companies  are  liable  for  damage  or  loss  (under 
the  Raihvay  and  Canals  Traffic  Act,  1854),  so  that  it  is  clear  that  the  higher  rate 
(company’s  risk)  is  an  exaction  Avhich  consignors  or  consignees  should  not  be  required  to 
pay,  Avhether  Avithin  or  above  the  legal  station  to  station  rates,  especially  as  such  incre- 
ment is  made  upon  the  ordinary  cliarges  as  a Avhole,  and  not  exclusively  upon  the 
carriage,  or  station  to  station,  rates  proper. 


Claims. 

I would  next  respectfully  direct  the  attention  of  the  Committee  to  the  subject  of 
claims  for  loss,  delay,  or  damage.  Some  of  the  companies  make  it  a rule  to  “ fight  ” 
every  claim,  Avhereby  justice  is  defeated  Avhere  the  sufferer  is  not  persistent  or  has  not 
means  to  folloAV  up  the  unequal  struggle.  Other  companies  neglect  all  claims  until  legal 
proceedings  are  threatened.  In  all  cases  the  wealth  of  the  companies  and  their  resort  to 
appeals  are  serious  deterrent  forces,  which  enable  the  companies  to  inflict  heavy  losses 
upon  traders  and  other  persons. 
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Rate  Books. 

It  has  been  asserted  by  some  of  the  witnesses  who  have  been  before  the  Committee  that 
the  rate  and  classification  books  of  the  railway  companies  are  not  open  to  the  inspection 
of  the  public,  although  it  has  been  asserted  that  they  are  open  to  the  inspection  of 
customers  of  the  companies.  I can  state  of  mj'  own  positive  knowledge  that  these  books 
are  most  strictly  guarded,  and  that  they  are  not  open  for  inspection,  in  the  general  sense 
of  the  phrase.  Large  firms,  however,  have  little  difficulty  in  obtaining  special  quotations 
for  specified  goods  between  stated  points.  Smaller  firms,  and  ordinary  retail  traders  are 
treated  with  much  less  courtesy  and  attention,  as  their  traffic  is  less  worthy  of  cultiva- 
tion and  conservation. 


Suggestions. 


From  my  consideration  of  this  very  important  subject,  I arrived  at  the  conclusion  that 
the  legal  maxima  rates  allowed  to  the  companies  are  too  high,  if  the  companies  are  still  to 
be  allowed  to  interpret  the  permissive  charges  for  “ loading  and  unloading  ” in  their  own 
manner ; the  rate  books  should  be  intelligibly  compiled,  and  should  be  easily  accessible  to 
the  public;  changes  should  also  be  publicly  notified  by  newspaper  advertisement  or  other- 
wise, private  and  partial  notifications  as  to  reductions  being  calculated  to  give  undue 
advantages  to  those  thus  favoured,  over  their  competitors.  Companies  possessing  canals 
should  be  compelled  to  make  their  charges  for  the  conveyance  of  goods  thereon  at  least 
50  per  cent,  less  than  for  railway  carriage,  and  should  have  these  rates  fixed  by  law,  with 
certain  provisions  as  to  the  length  of  time  to  be  allowed  for  canal  conveyance  between 
specified  points.  On  every  ground  it  seems  desirable  that  the  powers  of  the  Kailway 
Commissioners  should  be  enlarged  and  made  final,  the  power  of  appeal  now  possessed 
being  an  effectual  bar  to  the  proper  administration  of  justice  and  fair  treatment.  It 
might  be  wise  to  increase  the  number  of  the  Railway  Commissioners,  or  to  revise  the 
authority  under  which  they  exist  and  act,  so  as  to  give  them  further  legal  and  practical 
assistance,  but  in  any  case  it  is  imperative  that  there  should  be  some  body  or  court  easy 
of  access  to  the  public,  and  with  plenary  powers  to  check  the  charges  and  acts  of  the  railway 
companies. 


Thanking  yourself  and  the  members  of  the  Committee  for  your  and  their  courteous 
reception  hereof, 

I have,  &c. 

(signed)  W.  E.  Freir, 

Editor  of  “ The  Ironmonger.” 
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Appendix,  No.  22. 


PAPER  handed  in  by  Mr.  Hickman. 


Suggested  Maximum  Rate  for  Hardware,  Hollow  Ware,  and 

Japanned  Ware. 


Taking,  as  the  starting  point  of  the  scale,  the  London  and  North  Western  powers  of 
charging  2^  d.  per  ton  per  mile  above  5 and  up  to  50  miles,  and  2 d.  per  ton  after,  witli 
the  alteration  that  the  rate  drop  \d.  per  mile  for  every  50  miles  till  the  end  of  journey 
be  done,  but  never  to  be  less  than  ^ d.  per  mile  ; 

That  is — 


Total. 

First  50 

miles  at  2^  d.  per  mile  - 

s. 

10 

d. 

j' (terminal  5s.,  in- 
5 \ eluding  collection 

I and  delivery).* 

s. 

1 

j" 

d. 

5 

Second  50 

„ 2 d. 

77 

8 

4 „ „ 

23 

9 

charge  for  100  miles. 

Third  50 

„ nd- 

77 

6 

30 

- = 

„ 150  „ 

Fourth  50 

„ 1 d. 

77 

4 

o 

77  77 

34 

2 = 

„ 200 

Fifth  50 

„ 3 d. 

77 

2 

^ n n 

36 

3 = 

„ 250  „ 

Sixth  60 

» h d. 

77 

2 

1 

**  77  77 

38 

4 zz 

,,  300  „ 

* For  export  no  charge  should  be  made  for  delivery. 
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Appendix,  No.  23. 


PAPER,  handed  in  by  the  Chairman. 


STATEMENT  showing  the  Class  Rates  Charged  by  the  Great  Western 

Stations,  and  also  the  Exceptional 


Class  Rates,  per  Ton. 


Distance  in  Miles  from 
(Paddington). 

STATIONS. 

Mineral 

Class. 

In 

Quantities 

of 

not  less 
than 

4 Tons. 

Special 

Class. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

First 

Class. 

Second 

Class. 

Third 

Class. 

Fourth 

Class. 

Fifth 

Class. 

Grain. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

Hay. 

Not 

iess  than 
30  cwt. 
per 

Truck. 

Straw. 

Not 

less  than 
20  cwt. 

per 

Truck. 

In  Quantities  exceeding  500  lbs. 

s.  s. 

s.  s. 

C.  D. 

C.  D. 

C.  D. 

c.  D. 

C.  D. 

s.  s. 

s.  s. 

s,  s. 

— 

— 

— 

— 

— 

— 

— 

• — 

s,  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

5.  d. 

8.  d. 

s.  d. 

s.  d. 

s.  d. 

9 

Southall  - N.  C. 

2 6 

4 2 

8 4 

9 2 

10  - 

12  6 

14  2 

3 4 

5 - 

5 - 

18 

Slough  - N.  C. 

3 - 

3 9 

10  - 

11  8(a; 

14  2(«) 

18  4 

22  6 

3 4 

7 6 

7 6 

22 

Taplow  - N.  C. 

3 5 

5 10 

10  10(3) 

12  6 

15  - 

20  - 

25  - 

4 2 

8 4 

8 4 

36 

Reading  - C. 

4 2 

7 6(c) 

13  4 

15  10 

20  - 

25  - 

35  - 

6 6(rf) 

10  - 

12  6(e) 

41 

Pangbourne  - N.  C. 

5 2 

7 6 

15  - 

17  6 

21  8 

26  8 

35  - 

6 8 

11  8 

11  8 

48 

Moulsford  - N.  C. 

3 9 

8 4 

15  10 

18  4 

23  4 

28  4 

35  - 

7 G 

12  6 

12  6 

63 

Oxford  - C. 

7 6 (70 

9 2 (1) 

16  8 

20  - 

25  -(m) 

30  - 

35  - 

9 2 

15  - 

15  - 

86 

Banbury  - C. 

8 4 

11  8(n) 

20  -(o) 

24  2 

29  2{p) 

35  - 

42  6 

10  - 

15  10 

15  10 

60 

Wantage-road  N.  C. 

5 11 

9 2 

10  8 

20  - 

25  - 

30  - 

36  8 

7 6 

13  4 

13  4 

G6 

Uffington  - N.  C. 

G 6 

10  10 

18  4 

22  G 

27  G 

32  G 

40  - 

8 4 

13  4 

13  4 

77 

Swindon  - N.  C. 

6 10 

11  8(5) 

19  2 

23  4(j-) 

28  4(i) 

33  4 

41  8 

9 2 

14  2 

14  2 

10 


11 


IVo/es.  — The  charges  in  tlie  table  are  for  goods  (uninsured) 
conveyed  at  the  Company's  risk,  except  for  articles  in  the 
mineral  class,  and  hay  and  straw,  which  are  cairied  at  the  owner’s 
risk. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station 
to  station,  and  loading  and  unloading,  except  lor  articles  in  the 
mineral  class,  and  for  cattle  and  sheep,  which  are  loaded  and  un- 
loaded by  the  owners. 

C.  D.  signifies  that  the  charges  include  collection  and  delivery, 
the  loading  and  unloading  being  also  pcrforined  by  the  Com- 
pany. 

O.  R.  signifies  that  the  goods  are  convoyed  at  the  owner’s 
risk. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 


C.  signifies  that  the  station  is  a competitive  station. 

* Therein  a minimum  charge  for  milk  of  7 rh  Ihe  rates  in  the 
table  were  not  in  the  rate  bcok  sent  to  the  Board  of  Tn  de,  but 
have  been  supplied  by  the  Company. 

(а)  The  charge  for  grocers’  and  drapers’ goods  is  lOs.,  C.D., 
per  ton. 

(б)  The  chai’ge  for  coarse  paper,  in  quantities  of  not  less  than 
two  tons,  is  5 s.,  t?.S.,  per  ton,  at  the  owner  s risk. 

(c)  The  charge  for  mangolds  and  swedes,  in  quantities  of  not 
less  than  four  tons,  at  the  owner’s  risk,  is  4f.  2d.,  S.  S.  per 


im. 

( d)  '1  he  charge  for  grain,  and  oil  cake,  in  quantities  of  not  less 
ban  10  tons,  is  5 s.,  S.  S.,  per  ton. 
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Appendix,  No.  23. 


PAPER  handed  in  by  the  Chairman. 


Railway  Com2Dany  for  the  Carriage  of  Goods  between  London  and  the  undermentioned 
Rates  charged  for  certain  Articles. 


E.xceptional 

Rates,  per  Ton. 

Milk 

by 

Passenger 

Train 

Per 

Gallon. 

# 

Cattle  and  Slieej 

) Rates. 

Manure. 

Oil  Cake. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

Round 

Timber. 

(w 

Labour). 

Bricks. 

In  Quantities 
of 

not  less 
than 

4 Tons. 

Cement. 

In  Quan- 
tities 
of  not 
less  than 

4 Tons. 

Rags. 

In 

Quanti- 
ties of 
not  less 
than 

2 Tons. 

Turnip 

Tops. 

In 

Quantities 
of  not  less 
than 

2 Tons  lit 
Owner’s 
Bisk. 

Small 

Trucks. 

Per 

Truck. 

Medium 

Trucks. 

Per 

Truck. 

Large 

Trucks. 

Per 

Truck. 

In  Bulk. 

In 

Quanti- 
ties of 
not  less 
th  :n 

4 Tons. 

Packed. 

In 

Quanti- 
ties of 
not  less 
than 

2 Tons. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

6.  S. 

s.  s. 

s.  s. 

S.  3. 

s.  s. 

s.  s. 

s.  d. 

s,  d. 

s.  d. 

S,  li 

s.  d. 

d. 

s.  d. 

s,  d. 

d. 

s.  d. 

s,  d. 

g.  d. 

1 

2 2 

- 

3 4(h) 

6 8 

4 - per  mille 

3 4 

- 

- 

1 

6 - 

7 - 

7 9 

2 

2 6 

- 

- 

7 6 

5 - „ 

- 

- 

5 10 

1 

9 6 

11  - 

12  6 

3 

2 8 

_ 

10  - 

2 8 

5 - 

6 8 

1 

12  G 

14  6 

16  6 

o.r. 

4 

4 - 

5 -(/) 

6 G(</) 

10  - 

- . , 

6 6o.r. 

6 8 

1 

4 -(0 

- 9(0 

(f) 

5 

4 6 

- 

- 

13  4 

- 

- 

- 

8 4 

1 

22  - 

25  6 

29  - 

() 

4 10 

- 

7 6(/0 

14  2 

- 

- 

- 

8 4 

1 

25  - 

29  - (it) 

33  - 

7 

- 

- 

- 

15  - 

5 6 

7 G o.K. 

10  - 

1 

31  3 

35  3 

41  9 

8 

- 

10  -{h) 

- 

15  10 

6 8 

- 

- 

- 

li 

4 6(0 

1 1 (0 

- 

9 

- 

- 

- 

15  10 

- 

- 

- 

- 

1 

31  3 

35  3 

41  9 

10 

- 

- 

- 

16  8 

- 

- 

- 

- 

1 

- 

- 

- 

11 

- 

9 2o.r. 

- 

17  6 

- 

- 

- 

li 

38  - 

42  9 

50  9 

(e)  There  is  a minimum  charge  for  straw  of  15  s.  per  truck. 

(/)  In  quantities  of  not  less  than  10  tons. 

{g)  The  charge  for  cement,  in  quantities  of  not  less  than  10 
tons,  is  5 s.  S.  S.  per  ton. 

{h)  In  quantities  of  not  less  than  four  tons. 

(A)  The  charge  for  pig  iron,  in  quantities  of  not  less  than  four 
tons,  is  6 s.  3 d , S.  S.,  per  ton. 

(l)  The  charp  for  undamageable  iron,  in  quantities  of  not  less 
than  two  tons,  is  8 s.  4 d.,  S.  S.,  per  ton. 

(m)  The  charge  for  University  Press  Paper  is  20  s , C.  D.,  per 
ton. 

(n)  The  charge  for  rags  for  manure,  in  quantities  of  not  less 
than  four  tons,  is  10  S,  S.,  per  ton. 

(o)  The  charge  for  sugar  (except  lump),  is  18  s.  4 d.,  C.  D., 
per  ton. 


(p)  The  charge  for  hops,  at  the  owner's  risk,  is  25s.,  C.  D , per 
ton. 

(?)  The  charge  for  cabbages  and  mangolds,  in  quantities  of 
not  less  than  four  tons,  is  8 s.  4 d.,  S.  S.,  per  ton. 

(;•)  The  charge  for  condensed  milk  in  tins,  packed  in  boxes, 
is  22  s.  6 d.,  C.  D.,  per  ton. 

(s)  The  charge  for  cheese,  at  owner’s  risk,  is  25  s.,  C.  D.,  per 
ton. 

((;  These  are  head  rates  for  beasts  and  sheep  respectively. 
The  minimum  charge  to  Reading  is  12 s.,  S.  S.,  per  truck;  and 
to  Hanbury,  21  s.  8 d.,  S.  S.,  per  truck. 

(tc)  The  charge  for  sheep  from  Ilsley  Fair  is  17  s.  Gd.  per 
truck,  narrow  guage. 


0.54. 


N 
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AFPEAEIX  TO  REPORT  FROM  THE 


STATEMENT  showing  the  Class  Rates  Charged  by  the  Great  Western  Railway  Company 

Exceptional  Rates 


Distance  in  Miles  from  Bristol. 

S T A T I 

0 N S. 

Class  Rates,  per  Ton. 

Mineral 

Class. 

In 

Quantities 

of 

not  less 
than 

4 Tons. 

Special 

Class. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

— 

First 

Class. 

Second 

Class. 

Third 

Class. 

Fourth 

Class. 

Fif 

Ch 

th 

ss. 

Grain. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

Hay. 

Not 

less  than 
30  cwt. 
per 

Truck. 

In  Quantities  exceeding  500  lbs. 

s.  s. 

s.  s. 

C.  D. 

C.  D. 

C.  D. 

C.  D. 

c. 

D. 

s,  s. 

s.  s. 

s.  d. 

5.  d. 

5- 

d. 

s.  d* 

s.  d. 

s,  d. 

s. 

d. 

s.  d. 

s.  d. 

12 

Batli  - 

- C. 

2 6 

3 4 

7 

6 (a) 

8 4 (a) 

9 2 

11  8 

15 

2 6 

- 

1 

24 

Chippenham 

- 

N.  C. 

3 6 

5 - 

9 

2 

10  10 

13  4 

16  8 

20 

- 

4 2 

7 6 

2 

31 

Dauntsey 

- 

N.  C. 

4 2 

6 10 

10 

10 

13  4 

15  10 

18  4 

22 

6 

5 6 

_ 

3 

30 

Wootton  Bassett 

N.  C. 

4 8 

G 8 

12 

6 

15  - 

18  4 

23  4 

30 

. 

5 10 

10  10 

4 

41 

Swindon  - 

- 

N.  C 

5 2 (c) 

7 6 

13 

4 

15  10 

20  - 

25  - 

31 

8 

6 8 

11  8 

5 

52 

Uffington 

- 

N.  C. 

5 11 

9 2 

15 

- 

17  6 

22  6 

27  6 

35 

- 

6 8 

12  6 

6 

66 

Didcot 

- 

N.  C. 

6 1 

10  - 

15 

10 

19  2 

24  2 

30  - 

38 

4 

8 4 

12  6 

7 

71 

Moulsford 

. 

N.  C. 

0 5 

10  10 

10 

8 

20  10 

26  8 

32  6 

40 

- 

8 9 

12  6 

8 

82 

Reading 

- C. 

7 3 

11  8 

18 

4 (rf) 

22  6 (d) 

28  4 

34  2 

41 

8 

9 2 

14  2 

9 

100 

Slough  - 

• 

N.  C. 

8 7(e) 

13  4 

20 

-if) 

25  - 

31  8 

38  4 

48 

4 

10  10  (i) 

- 

10 

Notes. — Tlie  charges  in  the  table  are  for  goods  (uninsured) 
conveyed  at  the  Company’s  risk,  except  for  articles  in  the 
mineral  class,  and  hay  and  straw,  which  are  carried  at  the 
owner’s  risk. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from 
station  to  station,  and  loading  and  unloading,  except  for 
articles  in  tlie  mineral  class,  and  for  cattle  and  sheep,  which  are 
loaded  and  unloaded  by  the  owners. 


C.  D.  signifies  that  the  charges  include  collection  and  delivery, 
the  loading  and  unloading  being  also  performed  by  the  Com- 
! pany. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 

' C.  signifies  tliat  the  station  is  a competitive  station. 

* There  is  a ndnimum  charge  for  milk  of  7 d.  The  rates  in 
, the  table  were  not  in  the  Kate  Book  sent  to  the'  Board  of 
II  Trade,  but  have  been  supplied  by  the  Comp-any. 


Distance  in  Miles  from  Bristol.  j 

STATIONS. 

Class  Ratos,  per  Ton. 

Mineral 

Class. 

In 

Quantities 

of 

not  less 
than 

4 Tons. 

Special 

Class. 

In 

Quantities 

of 

not  less 
than 

2 Tons. 

First 

Class. 

Second 

Class. 

Third 

Class. 

Fourth 

Class. 

Fifth 

Class. 

Grain. 

In 

Quan- 
tities of 
not  less 
than 

2 Tons. 

Hay. 

Not 

less  than 
30  cwt. 

per 

Truck. 

Straw. 

Not  less 
than 

20  cwt. 
per 

Truck. 

In  Quantities  exceeding  500  lbs. 

s.  s. 

s.  s. 

C.  D. 

C,  D. 

C.  D. 

C.  D. 

C.  D. 

s.  s. 

s.  s. 

S.S. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

s,  d. 

s.  d. 

5.  a. 

12 

Valton 

N.  C. 

1 6 

2 6 

10  - 

10  - 

10  - 

n 8 

13  4 

2 - 

5 10 

5 10 

1 

27 

Highbridge 

c. 

4 2 

5 10 

10  10 

12  6 

15  -(o) 

18  4 (n) 

22  6 

3 9 

9 2(5) 

9 2(5) 

2 

33 

Bridgwater 

N.  C. 

4 8 

6 8 {d) 

15  - 

17  6(e) 

24  2 

26  8 

31  8 

4 3(/) 

9 2(5) 

9 2(5) 

3 

45 

Taunton 

N.  C. 

5 6 

7 6 

13  4(7i) 

15  10 

20  -{k) 

25  - (A) 

30  - 

4 9 

8 4 

8 4 

4 

63 

C(illum|)ton 

N.  C. 

6 - 

10  - 

15  10  Qt) 

19  2(o)23  4 

28  4 

33  4 

6 8 (p 

12  6(5)  12  6(5) 

5 

76 

Exeter  (x) 

C. 

6 8 

10  - 

16  8 (rj 

20  -(.v)25  -(f) 

30  - {u) 

35  - 

1 6 8(p) 

13  4 (.5)  13  4(5) 

1 

6 

Notes. — The  charges  in  the  table  are  for  goods  (uninsured) 
conveyed  at  the  Com|iany’s  risk,  except  for  articles  in  the  mineral 
class,  and  hay  and  straw,  which  are  carried  at  the  owner’s  risk. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station 
to  station,  and  loading  and  unloading,  except  for  ar  ticles  in  the 
mineral  class,  and  for  cattle  and  sheep,  which  are  loaded  and 
unloaded  by  the  owners. 

C.  D.  signifies  that  the  charges  include  collection  and  deli- 
very, the  loading  and  unloaditrg  being  also  peidormed  by  the 
Company. 

O.  R.  signifies  that  the  goods  are  conveyed  at  the  owner’s 
risk. 

N.  C.  signifies  that  the  station  is  a nori-conrpetitive  station. 

C.  signifies  that  the  station  is  a competitive  station. 

* There  is  a minimum  charge  for  milk  of  7 d.  The  rates  in 
the  table  were  not  in  the  Rate  Book  sent  to  the  Board  of  Trade, 
but  have  been  supplied  by  the  Company. 

f These  charges  are  lor  lean  cattle  and  sheep. 

J Trucks  can  be  hired  for  beasts  at  a charge  of  50  s.  per  truck. 


(a)  The  charge  for  drapery  is  10  s , C.  D.,  per  ton. 

(&)  The  eharae  for  hay  and  straw,  if  car  ried  in  broad  gauge 
trucks,  with  not  less  than  three  tons  to  the  truck,  is  5 s.  10  d., 
S.  S.  per  ton  to  Highbridge ; is  C s.  8 d.,  S.  S.,  per  ton  to  Bridg- 
water ; is  9 s.  2 a?.,  S.  S.,  per  ton,  to  Collumpton  and  Exeter. 

(c)  The  charge  per  truck  for  cattle  and  sheep  to  Highbridge, 
is  14  s.  C d.,  S.  S.,  lor  a small  truck,  16  s.  9 d.,  S.  S.,  for  a medium 
truck,  and  19  s.,  S.  S.,  for  a large  truck. 

(d)  The  charge  for  bark  in  bags  (not  ground),  and  for  bar, 
sheet,  rod,  nail,  and  plate-iron,  at  owner’s  risk,  in  quantities  of 
not  less  than  four  tons,  is  5 s.,  S.  8.,  per  ton, 

(e)  The  charge  for  market  hides,  at  owner’s  risk,  in  quantities 
of  not  less  than  one  ton,  is  10.«.,  S.  S.,  per  ton.  The  charge  for 
market  hides,  at  owner’s  risk,  in  any  quantity,  exceeding  500  lbs., 
is  15  s.,  C.  H.  The  charge  for  undressed  leather  is  11s.  8(/., 
C.  D.,  per  ton. 

(/)  The  charge  for  grain,  in  quantities  of  not  less  than  four 
tons,  is  3 s.  4 d.,  si.  S.,  per  ton,  and  in  quantities  of  not  less  than 
50  tons,  is  2 s.  C d.,  S.  S.,  per  ton. 
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for  the  Carnage  of  Goods  between  Bristol  and  the  undermentioned  Stations,  and  also  the 
Chai-ged  for  certain  Articles. 


Exceptional  Rates,  per 

Ton. 

Milk 

Cattle  and  Sheep  Rates. 

Straw. 

Not  less 
than 

20  cwt.  per 
Truck. 

Packed 

Manure. 

In 

Quantities 

of 

not  less  than 
2 Tons. 

Oil  Cake. 

In 

Quantities 

of 

not  less  than 
2 Tons. 

Round 

Timber 

{ex  Labour). 

Lime 
(in  Bags). 

In 

Quantities 

of 

not  less  than 
4 Tons. 

Roadstone. 

In 

6 Ton 
Loads. 

by 

Passenger 

Train, 

per 

Gallon. 

* 

Small 

Trucks. 

Per 

Truck. 

Medium 

Trucks. 

Per 

Truck. 

Large 

Trucks. 

Per 

Truck. 

s,  s. 

s.  s. 

s.  s. 

s. 

8. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  d. 

s.  d. 

A’,  d. 

5. 

d. 

s.  d. 

s.  d. 

d. 

s.  d. 

s.  d. 

s.  d. 

1 

- 

- 

- 

- 

- 

- 

- 

1 

7 - 

8 - 

9 - 

2 

7 6 

- 

- 

8 

4 

3 7 

- 

1 

13  6 

15  9 

17  9 

3 

- 

5 - (6) 

5 - (6) 

- 

- 

4 8 

- 

1 

16  6 

19  3 

21  9 

4 

10  10 

- 

- 

10 

10 

4 8 

4 - 

1 

19  - 

22  - 

25  — 

5 

11  8 

6 8 

6 8 

11 

8 

6 - 

4 6 

1 

22  - 

25  6 

29  - 

6 

12  6 

6 8 

6 8 

13 

4 

- 

- 

1 





7 

12  6 

8 4 

8 4 

15 

- 

5 - 

1 

32  9 

36  9 

43  9 

8 

12  6 

8 9 

8 9 

15 

10 

- 

- 

4 

35  6 

40  - 

47  6 

9 

- 

9 2 

9 2 

17 

6 

- 

5 10  (i) 

4 

41  3 

46  6 

55  3 

lO 

11  8 

■ 1 

1 

4 

49  - 

55  3 

65  9 

(а)  Tlie  charge  for  rags,  cheese  (packed),  sugar  (in  casks  and  | 

bags),  and  heavy  groceries,  is  G 8 rf.,  C.  L).,  per  ton.  , 

(б)  In  quantities  of  not  less  than  four  tons. 

(c)  Tlie  charge  for  minerals  for  manure,  in  quantities  of  not  ! 
less  than  60  tons,  is  4 j.  3 d.,  S.  S.,  per  ton.  | 


(d)  The  charge  for  common  glass  bottles,  and  earthenware 
(loose  or  packed),  at  the  owner’s  risk,  in  quantities  of  not  less 
than  one  ton,  is  14*.  2d.,  S.  S.,  per  ton. 

(e)  The  charge  for  bricks,  in  quantities  of  not  less  than  four 
tons,  in  owner’s  waggons,  is  7 s.  11  d.,  S.  S.,  per  ton. 

(/ ) Tlie  charge  for  coarse  paper,  including  cartage,  in  Uristol 
only,  is  15  s.  per  ton. 


Exceptional  Rates,  per  Ton. 

1 

Milk 

by 

Passen- 

ger 

Train, 

per 

Gallon. 

* 

Rate  for 
Cattle  anc 
Sheep. 

j Special  Rates 
j I’of  Beasts. 

Packed 

Manure 

and 

Oil  Cake. 

In 

Quantities 
of  not 
less  than 

2 Tons. 

Bricks. 

In 

Quantities 
of  not 
less  than 

4 Tons. 

Rags. 

In 

Quantities 
of  not 
less  than 
2 Tons. 

Tanning 

Materials 

In 

Quantities 
of  not 
less  than 
2 Tons. 

Wool. 

In 

Quantities 
of  not 
less  than 
2 Tons. 

Salted 

Hides. 

In 

Quantities 
of  not 
le.ss  than 
2 Tons. 

Grocery. 

In 

Quanti- 

ties 

exceed- 

ing 

500  lbs. 

1 

1 Old 
Potatoes. 

In 

Quanti- 
ties 
of  not 
less  than 
4 Tons. 

Hnlimited 

Truck. 

Per 

Truck. 

1 

i Witli 
a 

Minimum 

of 

3 per 
Truck. 

Per 

Head. 

With 

a 

Mini- 
mum of 

7 per 
Truck. 

Per 

Head. 

8.  S. 

S.  8. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

C.  D. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s,  s. 

s.  d. 

s.  d. 

8,  d. 

d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

d. 

s.  d. 

s.  d. 

s,  d* 

1 

- 

- 

3 - 

- 

5 - 

2 6 

- 

1 

6 - 

2 

4 2 

2 6 

6 8 

- 

- 

- 

10  - 

- 

1 

- (e) 

3 

3 4 (fir) 

2 6 

- 

- 

- 

5 - 

10  - 

3 4 

1 

t 16  0 

5 - 

4 0 

4 

5 10  il) 

- ■ 

9 2 o,R. 

- 

12  6 

(1)7  6o.r. 

1 5 -{in) 

“ 

1 i 

t 22  6 

6 3 

6 

5 

6 8(p) 

- 

- 

8 -{q) 

- 

(1)6- 

1 i 

t 31  6 

$93 

6 

6 8 {v) 

10  - 

1 

8 - 

8 - 

5 -O.R.j 

1 

t 38  - 

$ 10  - 

- 

(ff)  The  charge  for  packed  manure  and  oil-cake,  in  quantities 
of  not  less  than  50  tons,  is  2 s.  6 cf.,  S.  S.,  per  ton. 

(h)  The  charge  for  lead,  red,  white  and  sheet,  is  11«.  8 d., 
C.  D.,  per  ton. 

(A)  The  charge  for  woollen  goods  is  16  s.  8d.,  C.  D.,  per  ton. 

(1)  In  quantities  of  not  less  than  four  tons. 

(?«)  In  quantities  of  not  less  than  one  ton,  the  charge  is 
jl  s.  8 rf.,  C.  D.,  per  ton. 

(n)  The  charge  for  paper-making  materials,  in  quantities  of 
not  less  than  two  tons,  ia  10  s. , S.  S.,  per  ton.  The  charge  for 
coarse  paper  is  12«.,  C.  D.,  per  ton. 

(o)  The  charge  for  undressed  leather  is  14  s.  2 d.,  C.  D.,  per  ton. 

(p)  In  quantities  of  not  less  than  four  tons,  the  charge  is 
o s,  (id.,  S.  S.,  per  ton. 

(q)  In  quantities  of  not  le.ss  than  four  tons,  the  charge  is  6 s., 
S.  S.,  per  ton. 


I (r)  The  charge  for  lead,  red,  wliite  and  sheet,  at  the  owner’s 
j risk,  in  quantities  of  not  less  than  two  tons,  is  8 *.,  S.  S per  ton 
I and  in  quantities  of  not  less  than  four  tons,  6 s.  6 d.,  S.  S per 
ton.  The  charge  for  undamageable  iron,  at  the  owner’s  r'i’sk  i.s 
13  s.  4d.,  C.  1).,  per  ton.  The  charge  for  coarse  paper  is  i2s., 

; C.D.,  per  ton.  The  charge  for  soap  (except  scented  or  fancy)  in 
I quantities  of  not  leas  than  two  tons,  is  8 s.  4 d.,  S.  S.,  per  ton  or 
j 13«.  4tf.,  C.  D.,  per  ton,  in  any  quantity  above  600  lbs  'Th" 
j clwrge  for  sugar  (in  casks  and  bag.s)  is  10  5.,  C.  D.,peis  ton 
I (s)  The  charge  for  cheese  (i)acked)  at  owner’s  risk,  and  for 
j bacon,  in  quantities  of  not  less  than  one  ton,  is  12  .v.  6 d.  C D 
1 per  ton.  ’’  ' ’’ 

(t)  The  charge  for  sugar  (lump  and  loose)  is  los.  Ad.  C D 
The  charge  for  heavy  drapery  is  20  s.,  C.  D.,  per  ton.  ’ 

(«)  The  charge  for  drapery  goods  is  26  s.,  C.  D.,  per  ton. 

(v)  In  quantities  of  not  less  than  four  tons,  the  charge  is  5 s 
S.  S.,  per  ton.  ' ’ 

(x)  There  are  more  than  100  articles  which  are  carried  at 
exceptional  rates  between  Bristol  and  Exeter. 

f 
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APPENDIX  TO  KEPORT  FROM  THE 


COMPARISON  between  the  Maximum  Charges  allowed  by  the  Great  Western 
and  the  Total  Charges  made  by  the  Company  for  the  Carriage  of  such 


M 

ineral  Class  (except  Packed  Manure) 

Special 

Dung, 
all  Sorts 

Lime, 

Grain, 

Charge 

of 

Charge 

Iron 

Charge 

for 

's' 

Manure, 

Bricks, 

Charge 

Difference  between 

Corn, 

o 

Stone 

per 

(not 

per 

Grain, 

fco 

s 

for 

Sand, 

per 

Flour, 

CS 

Building, 

Pitching, 

Iron 

Company’s 

Com- 

damage- 

Anvils, 

Com- 

per 

and 

pany’s 

able). 

pany’s 

Lowest 

STATIONS. 

Paving, 

Ore. 

Rate 

Chains. 

Slates. 

Rate 

Rate 

Rate 

Book 

Cols. 

Cols. 

1 

Charge 

Ciiarge 

Book 

Charge 

Charge 

Book 

in 

w 

per 

Mavimum 

Rate 

per 

Alaximum 

Rate 

Mineral 

for 

1 

2 

1 

per 

Maximum 

Rate 

per 

Maximum 

Rate 

for 

Com- 

Class. 

Packed 

and 

in 

Com- 

Special 

pany’s 

0 

Com- 

Com- 

.Manure. 

and 

and 

Com- 

Class. 

Rate 

pany’s 

jiany’s 

pany’s 

pany’s 

a 

cc 

Acts. 

Acts. 

3. 

3. 

4. 

Acts. 

Acts. 

Book. 

S 

Col.  I. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  d. 

s.  d. 

,9.  d. 

s,  d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

.9.  d. 

9 

Southall 

- 

1 1.) 

- 10 

'ri)-2  6{b) 

4 2 

1 

41 

1 8 

3 -i 

- 10 

1 101 

4 2 

3 4 

1 

18 

Slough 

- 

1 10.S 

1 8 

a)  3 -{b) 

3 9 

1 

G 

1 4 

1 101 

1 8 

3 9 

3 9 

3 4 

2 

22 

Taplow 

- 

2 1 

2 1 

(«)3  5(6) 

5 10 

1 

4 

1 4 

3 9 

2 1 

4 7 

5 10 

4 2 

3 

36 

Reading 

- 

3 4! 

3 4' 

(o)4  2 

5 - 

- 

9.1 

- 91 

1 71 

3 41 

7 6 

7 6 

o - 

4 

41 

Pangbourne 

- 

3 10 

3 10 

(«)5  2 

7 6 

1 

4 

1 4 

3 8 

3 10 

8 61 

7 6 

6 8 

5 

48 

Moulsford  - 

- 

4 6 

4 6 

(a)  5 9 

8 4 

1 

3 

1 3 

3 10 

4 6 

10  - 

8 4 

7 6 

6 

63 

Oxford 

. 

5 11 

4 8 

7 6(6) 

9 2 

1 

7 

2 10 

3 3 

4 8 

10  6 

(c)  9 2 

9 2 

7 

86 

Banbury 

8 1 

6 3 

8 4(6) 

10  - 

- 

3 

2 1 

1 11 

6 3 

14  4 

11  8 

10  - 

8 

60 

Wantage-road 

- 

5 7A 

4 8 

5 11 

9 2 

- 

31 

1 3 

3 61 

4 8 

10  S 

9 2 

7 6 

9 

66 

Utfington  - 

- 

6 2 

4 10 

6 6 

10  10 

_ 

4 

1 8 

4 8 

4 10 

11  - 

10  10 

8 4 

10 

77 

Swindon 

7 21 

5 7J 

6 10 

9 2 

4J- 

^2 

1 21 

1 111 

5 71 

12  10 

11  8 

9 2 

11 

Note. — The  Great  Western  Raihvay  Company  claim  to  be  entitled  (under  1 Viet.  c.  92)  to  charge  a special  toll  or  rate  in  respect 
of  a short  piece  of  line  near  the  Paddington  Station.  Tlie  mileage  rates  used  in  calculating  the  ma.ximum  charges  in  the  above 
Table  were  fixed  by  10  & 11  Viet.  c.  220,  and  do  not  include  any  allowance  for  the  special  toll  or  rate  so  claimed. 

* la  these  cases  the  company’s  charges  are  less  than  the  niaxiinum  rates  authorised. 


Distance 

in 

Miles 

from 

London 

(Pad- 

dington). 

STATIONS. 

Third  Class. 

Foiirlh 

Hides 
(Green  or 
Ma'ket), 
Foreign 
( Dry  and 
Loose), 
at 

Company’s 

Risk. 

Boots 

and 

Shoes 

in 

Boxes. 

Charge 

per 

Company’s 

Rate 

Book 

for 

Third 

Class. 

Col.  3. 

Difference 

Cols. 

1 

and 

3. 

between 

Cols. 

2 

and 

3. 

Manufactured 

Goods, 

Woollen 

and 

Worsted. 

Toys, 

Soft  Felt 

Hats, 

in 

Crates. 

Charge 

per 

Maximum 
Raie  in 
Comirany’.s 
Acts. 

Col.  1. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  2. 

Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

Charge 

per 

Slaximum 
Rate  in 
Company’s 
Acts. 

Col.  2. 

C.  D. 

.9.  d. 

s,  d. 

.9.  d. 

•f.  d. 

s.  d. 

s.  d* 

5.  d. 

9 

SoU'lljIl  - - - 

1 10.) 

2 7) 

10  - 

8 1) 

7 4) 

2 3 

2 7i 

1 

18 

Slough  - . - 

3 9 

5 3 

14  2 

10  5 

8 11 

4 6 

5 3 

2 

22 

Taplow  - - - 

4 7 

G 5 

15  - 

10  5 

8 7 

5 6 

6 5 

3 

36 

Reading  - - - 

7 6 

10  6 

20  - 

12  6 

9 6 

9 - 

10  6 

4 

41 

Paneb'jurne 

8 6* 

11  11) 

21  8 

13  1) 

9 8) 

10  3 

11  11) 

5 

48 

iMoulsford 

10  - 

14  - 

23  4 

13  4 

9 4 

12  - 

14  - 

6 

63 

Oxford  - 

10  6 

15  9 

25  - 

14  6 

9 3 

13  U 

15  9 

7 

86 

Banbury ... 

14  4 

21  6 

29  2 

14  10 

7 8 

17  11 

21  6 

8 

60 

Wantage-road  - 

10  5 

15  - 

25  - 

14  7 

10  - 

J2  (> 

15  - 

9 

66 

Uflington 

11  - 

16  6 

i 27  6 

16  6 

11  - 

13  9 

16  6 

10 

77 

j Swindon  - - . 

12  10 

19  3 

28  4 

1 

15  6 

9 1 



16  -) 

19  3 

11 

(c)  This  charge  is  not  at  the  owner’s  risk. 
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* Railway  Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned  therein, 
Articles  between  London  and  the  under-mentioned  Stations. 


Class. 

First  Class. 

Second  Class. 

Iron 

Sugar 

• 

Vices, 

Charge 

(■(lain  age- 

(except 

Charge 

Hides 

Difference 

Difference  between 

able). 

Lump 

per 

Difference  be 

tween 

(Green 

per 

Sheet  and 

Sugar 

Cotton. 

Com- 

Market), 

W ool. 

Com- 

between 

Hoop 

Loose), 

pany^s 

Owner’s 

pany’s 

Ii’on. 

Nails. 

' 

Risk. 

Rate 

Rate 

Cols. 

Cols. 

Cols. 

Cols. 

Cols. 

Cols. 

Cols. 

Cols. 

Book 

Book 

1 

2 

2 

Charge 

Charge 

per 

Cliarge 

per 

for 

1 

2 

3 

Charge 

per 

Charge 

per 

for 

1 

2 

pci 

AJaximurn 

Maximum 

■Maximum 

Maximum 

Maximum 
Rate  in 
Company’s 
Acts. 

Rate  in 

Rate  in 

First 

Rate  in 

Kate  in 

Second 

and 

and 

and 

Com- 

Com- 

and 

and 

and 

Com- 

Com- 

and 

and 

pany^ 

pany’s 

Class. 

pany’s 

pany’s 

Class. 

Acts. 

Acts. 

Acts. 

Acts. 

3 

3 

4. 

4 

4 

4 

3. 

3. 

Col.  1 . 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

C.  D. 

C.  D. 

s.  d. 

s,  d. 

s. 

d. 

A d. 

5.  J. 

s.  d. 

s.  d. 

s. 

d. 

s. 

d. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

ft.  d. 

s.  d. 

1 

3 4 

2 3i 

1 

*■'2 

- 10 

1 lOJ 

2 3 

8 4 

7 

6 

6 

H 

G 

1 

1 lOi 

2 3 

9 2 

7 3* 

G 11 

2 

2 1 

- 

5 

1 8 

3 9 

4 0 

10  - 

8 

4 

6 

3 

5 

6 

3 9 

4 6 

11  8 

7 11 

7 2 

3 

3 9 

1 3 

6 

2 1 

4 7 

5 G 

10  10 

8 

9 

6 

3 

6 

4 

4 7 

5 G 

12  6 

7 11 

7 - 

4 

4 H 

- 

*2 

6 

3 4,1 

7 0 

9 - 

13  4 

9 

llA 

5 

10 

4 

4 

7 6 

9 - 

15  10 

8 4 

G 10 

5 

3 8 

*1  — r 

*1 

101 

3 10 

8 

10  3 

15  - 

11 

2 

6 

r.  1 
O-i 

4 

9 

8 

10  3 

17  G 

8 ILJ 

7 3 

6 

3 10 

»1  8 

^2 

0 

4 G 

10  - 

12  - 

15  10 

11 

4 

5 

10 

3 

10 

10  - 

12  - 

18  4 

8 4 

C 4 

7 

4 G 

‘1  4 

♦1 

4 

4 8 

10  6 

13  1,1 

16  8 

12 

- 

6 

2 

3 

6| 

10  G 

13  ],« 

20  - 

9 C 

G lO-i 

8 

5 5 

*2  8 

*4 

4 

G 3 

14  4 

17  11 

(</)20  - 

13 

9 

5 

8 

2 

1 

14  4 

17  11 

24  2 

9 10 

6 3 

9 

4 G 

*1  3 

*2 

11 

4 8 

10  5 

12  6 

IG  8 

12 

- 

6 

3 

4 

2 

10  5 

12  G 

20  - 

9 7 

7 G 

10 

G - 

*-  2 

*2 

8 

4 10 

11  - 

13  9 

18  4 

13 

6 

7 

4 

4 

n 

11  - 

13  9 

22  6 

11  G 

8 9 

11 

G -h 

*1  2 

*3 

8 

5 7‘ 

12  10 

IG  -1 

19  2 

13 

H 

6 

4 

3 

n 

12  10 

16  -■ 

23  4 

10  G 

7 3.i 

(a)  There  are  exceptional  rates  for  manure  in  bulk  to  these  stations.  See  Table  of  Rates. 

(b)  There  are  e.xceptional  rates  for  bricks  in  bulk  to  these  stations.  See  Table  of  Rates. 

(c)  The  cbarse  for  undamiigeable  iron,  in  quantities  of  not  less  than  2 tons,  is  8 s.  4 d.,  S.  S.,  per  ton. 

(d)  The  charge  for  sugar  (except  lump)  is  18s.  4d.,  C.  D.,  per  ton. 


Class. 


Fifth  Class. 


Feathers, 

Difference 

Boots 

Charge  per  Company’s  Rate 

Difference 

Charge 

and  Shoes 

Charge 

Charge 

between. 

in 

Difference 

liook  for 

between 

per 

Hampers 

per 

per 

and 

between 

Company’s 

Parcels ; 

Company’s 

Maximum 

Hats, 

Rate 

Cols. 

Cols. 

except  Soft 
Felt. 

Rate 

Cols. 

Rate 

Fourth 

Fifth 

Cols. 

Cols. 

Book  for 

1 

Class 

Fifth 

Class,  with 

Fourth 

1 

2 

Charge  per 
Maximum 

Fifth 

and  • 

Company’s 

at 

Owner’s 

Class. 

20  per  Cent. 

1 

1 

Cla.ss. 

and 

ami 

Rate  in 

Class. 

Risk. 

additional. 

and 

and 

Company's 

Act. 

2 

2. 

4. 

Col 

3. 

3 

3. 

Col.  1. 

Col.  2. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

C.  D. 

C.  D, 

s.  s. 

s.  s. 

C.  D. 

ft. 

d. 

s. 

d. 

s. 

d. 

s.  d. 

s.  d. 

s. 

(/. 

d. 

s.  d. 

8.  d. 

s.  d. 

s.  d. 

s. 

d. 

1 

12 

G 

10 

3 

9 10} 

2 74 

14  2 

11 

04 

2 

n 

12  6 

14  2 

17  - 

9 10} 

14 

2 

18 

4 

13 

10 

13 

1 

5 3 

22  G 

17 

3 

5 

3 

18  4 

22  G 

27  - 

13  1 

21 

9 

3 

20 

- 

14 

6 

13 

7 

(i  5 

25  - 

18 

7 

6 

5 

20  - 

25  - 

30  - 

13  7 

23 

7 

4 

25 

“ 

16 

- 

14 

G 

10  6 

35  - 

24 

G 

10 

G 

(<■015  lOf/i 

24  2(f) 

39  10(/) 

5 4 

29 

4 

5 

2G 

8 

IG 

5 

14 

84 

11  114 

35  - 

23 

_l 

11 

11.} 

26  8 

35  - 

42  - 

14  81 

30 

— 1 

6 

28 

4 

16 

4 

14 

4 

14  - 

86  - 

21 

14 

28  4 

35  - 

42  - 

14  4 

28 

7 

30 

- 

16 

10} 

14 

3 

15  9 

35  - 

19 

3 

15 

9 

30  - 

35  - 

42  - 

14  3 

20 

3 

8 

35 

17 

1 

13 

G 

21  6 

42  G 

21 

- 

21 

6 

35  - 

42  6 

51  - 

13  6 

29 

G 

9 

30 

_ 

17 

6 

15 

- 

15  - 

3G  8 

21 

8 

15 

- 

30  - 

3G  8 

44  - 

15  - 

29 

10 

32 

0 

18 

9 

16 

- 

16  G 

40  - 

23 

6 

IG 

6 

32  6 

40  - 

48  - 

IG  - 

31 

0 

11 

33 

4 

17 

3} 

14 

1 

19  3 

41  8 

22 

5 

19 

3 

33  4 

41  8 

60  - 

14  1 

30 

9 

Furniture. 


(/)  The  charges  for  furniture  to  Reading  are  exceptional  rates. 
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APPENDIX  TO  EEPOKT  FROM  THE 


COMPARISON  between  the  Maximum  Charges  allowed  by  the  Great  AYestern 
and  the  Total  Charges  made  by  the  Company  for  the  Carriage 


Mineral  Class  (except  Packed  Manure). 

Special 

Dunsr, 

Charge 

for 

all  Sorts 
of 

Manure, 

Lime, 

Charge 

Charge 

Difference  between 

Iron 

Grain, 

Com, 

Charge 

Bricks, 

per 

per 

(not 

per 

Com- 

for 

Building, 

Sand, 

Com- 

Com- 

Flour, 

Grain, 

l)any’s 

pany^s 

C 

> 

damage- 

Anvils, 

per 

Pitching, 

Iron  Ore. 

pany’s 

Rate 

"o 

STATIONS. 

Paving, 

Slates. 

Rate 

Rate 

able). 

Chains. 

lowest 

(5 

Book 

Book 

Cols. 

Cols. 

Cols. 

Rate 

s 

Book 

in  Com- 

* 

Charge 

Charge 

for 

for 

1 

2 

1 

Charge 

Charge 

per 

per 

per 

per 

for 

pany’s 

Rate 

.s 

Maximum 
Rate 
in  Com- 

Maximum 
Rate 
in  Com- 

Mineral 

Class. 

Packed 

Manure. 

and 

3. 

and 

3. 

and 

4. 

Maximum 
Rate 
in  Com- 

Maximum 
Kate 
in  Com- 

Special 

pany*s 

pany*s 

panv’s 

panv’s 

Class. 

Book. 

03 

Acts. 

Acts. 

Acts. 

Acts. 

us 

5 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

S.  d. 

5.  d. 

s.  d. 

s,  d. 

s.  d. 

12 

Bath  . - . 

1 6 

1 11 

2 6 

3 4 

1 - 

1 44 

1 10 

1 u 

2 6 

3 4 

2 6 

1 

24 

Chippenham 

2 3 

2 3 

3 6 

5 - 

1 3 

1 3 

2 9 

2 3 

5 - 

5 - 

4 2 

2 

31 

Dauntsey 

2 11 

2 11 

4 2 

5 - 

1 3 

1 3 

2 1 

2 11 

6 54 

0 10 

5 6 

3 

36 

Wootton  Bassett  - 

3 4i 

3 

4 8 

6 8 

1 3i 

1 31 

3 3.‘ 

3 44 

7 6 

6 8 

5 10 

4 

41 

Swindon 

3 10 

3 10 

5 2 

6 8 

1 4 

1 4 

2 10 

3 10 

8 64 

7 6 

6 8 

5 

52 

Uffington 

4 IQi 

4 8 

5 11 

6 8 

1 -i 

1 3 

1 94 

4 8 

10  5 

9 2 

6 8 

6 

66 

Didcot 

6 2 

4 10 

6 1 

8 4 

*-  1 

1 3 

2 2 

4 10 

11  - 

10  - 

8 4 

7 

71 

Moulsford  - 

6 8 

5 2 

6 5 

8 9 

* 3 

1 3 

2 1 

5 2 

li  10 

10  10 

8 9 

8 

82 

Reading 

7 8 

6 - 

7 3 

9 2 

*-  5 

1 3 

1 6 

6 - 

13  8 

11  8 

9 2 

9 

100 

Slough 

1 

9 41 

7 3i 

8 7 

11  8 

*-  9^ 

1 3^ 

2 34 

7 3'i 

16  8 

13  4 

10  10 

10 

* In  these  cases  the  Company's  charges  are 


Third  Class. 

Fourth 

Hides 

Mann- 

(Green  or 
Market), 
Foreign 

Boots 

and 

Charge 

Difference  between 

fact  u red 

Goods, 

Toys, 

Soft  Felt 

Cliarge 

(Dry 

and  Loose), 

Shoes 

per 

Hats 

per 

Companv’s 

/ 

\ 

Woollen 

at 

in 

in  Crates. 

Company’s 

Company’s 

Boxes. 

and 

c 

STATIONS. 

Risk. 

Rate 

Rate 

cn 

Worsted. 

u 

PQ 

Book 

Cols. 

Cols. 

Book 

6 

for 

for 

* 

Charge 

Charge 

1 

2 

Charge 

Charge 

cn 

])er 

per 

Third 

per 

per 

Fourth 

:S 

Maximum 

Maximum 

and 

and 

Maximum 

Maximum 

Rate  in 

Rate  in 

Class. 

Rate  in 

Rate  in 

Class. 

s 

Company’s 

Company’s 

3 

3. 

Company’s 

Company’s 

c:) 

u 

§ 

Acts. 

Acts. 

Acts. 

Acts. 

cc 

S 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  1. 

Col.  2. 

Col.  3, 

C,  D. 

C.  D. 

5.  d. 

s.  d. 

*.  d. 

s.  d. 

s,  d. 

5.  d. 

s.  d. 

s.  d. 

12 

Bath  - - - 

2 6 

3 6 

9 2 

6 8 

5 8 

3 - 

3 6 

11  8 

1 

24 

Chippenham 

5.  - 

7 - 

13  4 

8 4 

6 4 

6 - 

7 “ 

16  8 

2 

31 

Dauntsey 

6 5J 

0 

15  10 

9 44 

6 9J 

7 9 

9 -4 

18  4 

3 

30 

Wootton  Bassett  - 

7 6 

10  6 

18  4 

10  10 

7 10 

9 - 

10  6 

23  4 

4 

41 

Swindon 

8 64 

11  114 

20  - 

11  54 

8 -4 

10  3 

11  114 

25  - 

5 

52 

Uffington 

10  5 

14  7 

22  6 

12  1 

7 11 

12  6 

14  7 

27  6 

6 

66 

Didcot 

11  - 

16  6 

24  2 

13  2 

7 8 

13  9 

16  6 

30  - 

7 

71 

Moulsford  - 

11  10 

17  9 

26  8 

14  10 

8 11 

14  94 

17  9 

32  6 

8 

82 

Heading 

13  8 

20  6 

28  4 

14  8 

7 10 

17  1 

20  6 

34  2 

9 

100 

Slough 

16  8 

25  -■ 

31  8 

15  - 

6 8 

20  10 

25  - 

38  4 

10 
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Railway  Company’s  Acts,  for  Conveyance  (only)  of  Certain  Articles  mentioned  therein, 
of  such  Articles  between  Bristol  and  the  under-mentioned  Stations. 


Class. 

First  Class. 

Second  Class. 

Iron 

Charge 

Vices, 

Charge 

Difference 

Difference  between 

idamoge- 

(except 

Difference  between 

Hides, 

able), 

Lump 

Cotton. 

per 

green  or 
market, 

Wool. 

per 

between 

Sheet,  and 

Susfar, 

Com- 

pany’s 

at 

Com- 

Hoop 

Iron. 

Loose), 

Nails. 

\ 

Owner’s 

Risk. 

pany’s 

Rate 

Col. 

Rate 

Cols. 

Cols. 

Cols. 

Cols. 

Book 

Cols. 

Cols. 

Book 

uois. 

1 

2 

2 

Charge 

Charge 

Charge 

1 

0 

3 

Charge 

Charge 

for 

1 

2 

per 

per 

per 

for 

per 

per 

and 

and 

and 

Maximum 

Rate 

Maximum 

Rate 

Maximum 

Rate 

First 

and 

and 

and 

M.ixitnurn 

Rate 

Maximum 

Rate 

Second 

and 

and 

3. 

3. 

4. 

iu  Com- 
pany’s 

in  Com- 
pany’s 

in  Com- 
pany’s 

Class. 

4. 

4. 

4. 

in  Com- 
pany’s 

in  Com- 
pany’s 

Class. 

3. 

3. 

Acts. 

Acts. 

Acts. 

Acts. 

Acts. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

C,  D, 

C.  D. 

s. 

d. 

5. 

d. 

s. 

rf. 

^9.  d. 

s.  d. 

.V.  d. 

s.  d. 

s. 

d. 

s.  d. 

s. 

d. 

s.  d. 

s. 

d. 

s.  d. 

s. 

d. 

s.  d. 

1 

2 

21 

- 

10 

- 

1 u 

2 0 

3 - 

7 6 

6 

5 - 

4 

6 

2 6 

3 

~ 

8 4 

5 

10 

5 4 

2 

2 

9 

- 

* . 

10 

2 3 

5 - 

6 - 

9 2 

6 

11 

4 2 

3 

2 

5 - 

6 

- 

10  10 

5 

10 

4 10 

3 

2 

11 

71 

lU- 

2 11 

0 51 

7 9 

10  10 

7 

11 

4 41 

3 

1 

6 5i 

7 

9 

13  4 

6 

10> 

5 7 

4 

3 

31 

10 

*1 

8 

3 41 

7 C 

9 - 

12  6 

9 

H 

5 - 

3 

6 

7 6 

9 

- 

15  - 

7 

6 

6 - 

5 

3 

8 

*1 

1 

*1 

101 

3 10 

8 61 

10  3 

13  4 

9 

6 

4 9i 

3 

1 

8 61 

10 

3 

15  10 

7 

31 

5 7 

6 

4 

6 

3 

*3 

9 

4 8 

10  5 

12  6 

15  - 

10 

4 

4 7 

2 

6 

10  6 

12 

6 

17  6 

7 

1 

5- 

7 

5 

Q 

*1 

- 

8 

4 10 

11  - 

13  9 

15  10 

11 

- 

4 10 

2 

1 

11  - 

13 

9 

19  2 

8 

2 

55 

8 

5 

8 

*1 

- 

*3 

1 

5 2 

11  10 

14  91 

16  8 

11 

6 

4 10 

1 

101 

11  10 

14 

9i 

20  10 

9 

- 

6-^ 

9 

5 

8 1 

*2 

_ 

*4 

6 

6 - 

13  8 

17  1 

18  4 

12 

4 

4 8 

1 

3 

13  8 

17 

1 

22  6 

8 

10 

55 

10 

6 

1 

“^1 

*3 

4 

*5 

10 

7 31 

16  8 

20  10 

20  - 

12 

81 

3 4 

10 

16  8 

20 

10 

25  - 

8 

4 

42 

less  than  the  maximum  rates  authorised. 


Class. 

Fifth  Class. 

Furniture. 

Feathers, 

Difference 

Boots 

Charge  per  Company’s  Rate 

Difference 

and  Shoes 

in 

Book  for 

between 

Hampers 

Charge 

Charge 

and 

Difference 

' 

Parcels  ■, 

per 

per 

'' 

Hats, 

except  Soft 

Company’s 

between 

Maximum 

Felt. 

Cols. 

Fourth 

Fifth 

Kale 

Rate 

Cols. 

Cols. 

Book  for 

1 

in 

Class, 

Fiftli 

Class,  with 

Cols. 

Cols. 

1 

2 

Charge 

Fifth 

and 

Company’s 

at 

20 

1 

1 

and 

and 

Maximum 

Class. 

2. 

Acts. 

Owner’s 

per  Cent. 

and 

and 

3. 

3. 

Rate  in 
Company’s 

Risk. 

additional. 

2. 

4. 

Acts. 

Col.  1. 

Col.  2. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

C.  D. 

s.  s. 

s.  s. 

C.  D. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

5.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

1 

8 8 

8 2 

3 0 

15  - 

11  6 

3 6 

11  8 

15  - 

18  - 

8 2 

14  6 

2 

10  8 

9 8 

7 - 

20 

13  - 

7 - 

16  8 

20  - 

24  - 

9 8 

17  - 

3 

10  7 

9 3J 

9 -2 

22  6 

13  51 

9 -A 

18  4 

22  6 

27  - 

9 3A 

17  14 

4 

14  4 

12  10 

10  6 

30  - 

19  6 

10  6 

23  4 

30  - 

36  - 

12  10 

25  6 

5 

14  9 

13  -1 

11  ll.J 

31  8 

19  8i 

11  14 

25  - 

31  8 

38  - 

13  -i 

26  -h 

6 

15  - 

12  11 

14  7 

35  - 

20  5 

14  7 

27  6 

35  - 

42  - 

12  11 

27  5 

16  3 

13  6 

16  6 

38  4 

21  10 

16  6 

30  - 

38  4 

46  - 

13  6 

29  6 

8 

17  8J 

14  9 

17  9 

40  - 

22  3 

17  9 

32  6 

40  - 

48  - 

14  9 

30  3 

9 

17  1 

13  8 

20  6 

41  8 

21  2 

20  6 

34  2 

41  8 

50  - 

13  8 

29  6 

10 

17  6 

13  4 

25  - 

48  4 

23  4 

25  - 

38  4 

48  4 

58  - 

13  4 

33  - 

N 4 


0.54, 
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APPENDIX  TO  PEPOIIT  EKOM  THE 


COMPARISON  between  the  Maximum  Charges  allowed  by  the  Great  Western 
and  the  Total  Charges  made  by  the  Company  for  the  Carriage 


Mineral  Class  (except  Packed  Manure). 

Special 

Dung, 

Charge 

Charge 

Ii  on 

firain. 

Charge 

Charge 

Compost, 
all  sorts 

Stone, 

per 

per 

Difference  between 

(not 

Corn, 

Flour, 

per 

for 

of 

Manure, 

Bricks. 

Com- 

Com- 

damage- 

Anvils, 

Chains. 

Com- 

Grain, 

. 

Iron  Ore. 

pany’s 

pany's 

able). 

pany’s 

per 

't. 

n 

S 

STATIONS. 

Charge 

Charge 

Rate 

Rate 

Cols. 

Cols. 

Cols. 

Charge 

Charge 

Rate 

Bonk 

Rate 

Maximum 

Maximum 

Book  for 

Book  for 

1 

and 

p.r 

per 

in  Com- 

OQ 

Rate 
in  Com- 

Rate 
in  Coin- 

Mineral 

Packed 

and 

and 

Maximurr 
Rate 
in  Com- 

.Maximum 
Rate 
in  Com- 

for 

pany’s 

.s 

•V 

pany  s 
Acts. 

pany’s 

Acts. 

Class. 

Manure. 

3. 

3. 

4. 

pany’s 

Acts. 

1 pany’s 
j Acts. 

Special 

Class. 

Rate 

Book. 

d 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

5 

s.  s. 

1 

s.  s. 

s.  s. 

s.  s. 

s.  d. 

s.  d. 

s. 

a’,  d. 

s,  d. 

s.  d. 

5.  d. 

s.  d. 

5.  d. 

s.  d. 

s,  d. 

12 

Yatton 

I G 

2 - 

1 G 

2 G 

— 

*-  6 

1 - 

2 - 

3 - 

2 6 

2 

1 

27 

Highbridge  - 

3 4t 

4 6 

4 2(5) 

4 2 

- 9i- 

*-  4 

- 9^ 

4 6 

6 9 

5 10 

3 9 

2 

33 

Bridgwater  - 

4 It 

5 6 

00 

3 4(ff) 

- ^ 

*-  10 

*-  9J 

5 G 

8 3 

G 8 

2 6 

3 

45 

Taunton 

5 

7 G 

5 5 

5 10 

Ol 
— 2 

♦2  1 

- 2’ 

7 G 

11  3 

7 6 

4 9 

4 

03 

Collumpton  - 

7 lOi 

10  G 

C - 

G 8 

*1  10| 

♦4  G 

*1  2i 

10  6 

15  9 

10  - 

5 6 

5 

7G 

Exeter 

9 6 

12  8 

6 8 

G 8 

*2  10 

*6  - 

*2  10 

12  8 

19  - 

10  - 

5 “ 

6 

* In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 

(«)  The  charge  for  Packed  Manure,  in  quantities  of  not  less  than  50  tons,  is  2 s.  Grf.,  S.S.,  per  ton. 
(4)  The  charge  for  Briclis,  in  quantities  of  not  less  than  four  tons,  is  2 a.  G d.,  S.  S.,  per  ton. 


Third  Class. 

Fourtl)  Class, 

Hides 

Boots 

Difference 

iilanufacturod 

(Green  or 
Market), 
Foreign 

and  Shoes, 

Charge 

between 

Goods, 
Woken  and 
Worsted, 
Toys,  Soft 

Charge 

Difference 

(Dry  and 
Loo.se),  at 

per 

per 

in 

' 

between 

STATIONS. 

Company’s 

Risk. 

Boxes. 

Company’s 

Crates. 

Company’s 

Cols. 

P5 

Bate 

Cols. 

Cols. 

Rate 

5 

1 

* 

Book  for 

1 

Book  for 

tn 

a> 

Charge  per 

Cliarge  per 

Third 

2 

Charge  per 

Fourth 

and 

S 

Maximum 

Maximun 

and 

and 

Maximum 

2. 

.s 

o 

Rato  in 
Company’s 

Rate  in 
Company’s 

Class. 

3. 

3. 

Fate  in 
Company’s 

Class. 

o 

a 

Acts. 

Acts. 

Acts. 

t/i 

5 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  1. 

Col.  2. 

C.  D. 

1 

] 

C.  D. 

s.  d» 

s.  d. 

s.  d. 

rf. 

5.  d. 

s.  d. 

s.  d. 

s.  d. 

12 

Yatton  - - - 

3 - 

4 - 

10  -(/) 

7 - 

6 - 

4 - 

11  8 

7 8 

27 

Highbridge 

G 9 

9 - 

15  - 

8 3 

G - 

9 - 

18  4 

9 4 

33 

Bridgwater 

8 3 

11  - 

24  2 (g) 

15  11 

13  2 

11  - 

2G  8 

15  8 

45 

Taunton  - - - 

11  3 

15  - 

20  - 

8 9 

o - 

15  - 

25  -CO 

10  - 

G3 

Collumpton 

15  9 

21  - 

23  4 

7 7 

2 4 

21  - 

28  4 

7 4 

7G 

Exeter  - - - 

19  - 

25  4 

25  - 

6 - 

*-  4 

1:6  4 

30  — (i) 

4 8 

* In  these  cases  the  Company’s  charge  is  less  than  the  maximum  rate  authoriscil. 

(/)  The  charge  for  Salted  Hides  to  Yatton,  in  quantities  of  not  less  than  2 tons,  is  2 s.  G-,  S.  S.  per  ton. 
{g)  The  charge  for  Salted  Hides  to  Bridgwater,  in  quantities  of  not  less  than  2 tons,  is  5 s.,  S.  S.,  per  ton. 
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Railway  Company’s  Acts  for  the  Conveyance  (only)  of  certain  Articles  mentioned  therein, 
of  such  Articles  between  Bristol  and  the  undermentioned  Stations. 


Class, 

First  Class. 

Second  Clas 

s. 

Iron 

(damage- 

able). 

Sheet, 

and 

Vices, 

Difference  between 

Sugar 

(except 

Lump 

Sugar 

Loose), 

Nails. 

Cotton. 

Charge 

per 

Difference  between 

Hides, 

(Green 

or 

Market), 

at 

Wool. 

Charge 

per 

Com- 

DiSerence 

between 

/ 

Hoop  Iron. 

Com- 

• 

Owner’s 

pauy's 

Rate 

Risk. 

pany’s 

Cols. 

Cols. 

Cols. 

Charge 

per 

Cols. 

Cols. 

Cols. 

Rato 

Cols. 

Cols. 

Charge 

Cliarge 

Book 

Charge 

Charge 

Book 

1 

2 

2 

per 

per 

1 

2 

3 

per 

per 

for 

1 

2 

Rate  in 

Maximum 

Maximum 

for 

iM.iximum 

Maximum 

and 

and 

and 

Rate  in 

Rates  in 

and 

and 

and 

Rate  in 

Rate  iu 

Second 

and 

and 

panys’s 

Acts. 

Com- 

Com- 

First 

Cora- 

Com- 

3. 

3. 

4. 

pany’s 

pany\s 

4 

4. 

4. 

pany^s 

pany’s 

Class. 

3. 

3. 

Acts. 

Acts. 

Class. 

Acts. 

Acts. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

C.  D. 

C.  D. 

A',  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

5.  d. 

s.  d. 

s.  d. 

1 

- 6 

*-  G 

* 1 - 

2 - 

3 - 

4 - 

10  - 

8 - 

7 - 

6 - 

3 - 

4 - 

(d)  10  - 

7 - 

6 - 

2 

1 4 

*-  11 

* 3 - 

4 6 

6 9 

9 - 

10  10 

6 4 

4 1 

1 10 

6 9 

9 - 

12  6 

5 9 

3 6 

3 

1 2 

*1  7 

•59 

5 6 

8 3 

11  - 

15  - 

9 6 

6 9 

4 - 

8 3 

11  - 

(c)  17  6 

9 3 

6 6 

4 

- 

*3  9 

*66 

7 6 

11  3 

15  - 

13  4 

5 10 

2 1 

*1  8 

11  3 

15  - 

(d)15  10 

4 7 

- 10 

5 

*-  C 

*5  9 

*10  3 

10  6 

15  9 

21  - 

15  10 

5 4 

- 1 

*5  2 

15  9 

21  - 

19  2 

3 5 

*1  10 

6 

*2  8 

*9  - 

*14  - 

12  8 

19  - 

25  4 

16  8 

4 - 

*2  4 

*8  8 

19  - 

25  4 

20  - 

1 - 

*5  4 

(e)  The  charge  for  Market  Hides,  in  quantities  of  not  less  than  one  ton,  at  owner’s  risk,  is  10  s.,  S.  S.,per  ton. 

(d)  The  charge  for  Wool,  in  quantities  of  not  less  than  two  tons  to  Yatton,  is  5 S.  S , per  ton  ; and  to  Taunton,  is  12  s.  6 d.,  S.  S. , 
per  ton. 


Fifth  Class. 

Furniture. 

Feathers, 
Boots 
and  Shoes, 
in 

Hampers 

and 

Parcels; 

Hats, 

except  Soft 
Felt. 

Charge  per 
Maximum 
Rate  in 
Company’s 
Acts. 

Col.  1. 

Charge 

per 

Company’s 

Rate 

Book  for 

Fifth 

Class. 

Col  2. 

Difference 

between 

Cols. 

1 

and 

2. 

Charge 

per 

Maximum 

Rate 

in 

Company’s 

Acts. 

Col.  1. 

Charge  per  Company’s  Rate 

Book  for 

Difference 

between 

Fourth 

Class, 

at 

Owner’s 

Risk. 

Col.  2. 

Fifth 

Class. 

Col.  3. 

Fifth 

Class,  with 

20  per.  Cent. 

additional. 

Col.  4. 

Cols. 

1 

and 

2. 

Cols. 

1 

and 

4. 

C.  D. 

s.  s. 

S.  S. 

C.  D. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

5.  d. 

5.  d. 

1 

4 - 

13  4 

9 4 

4 - 

11  8 

13  4 

16  - 

7 8 

12  ■ 

2 

9 - 

22  6 

13  6 

9 - 

18  4 

22  6 

27  - 

9 4 

18  - 

3 

11  - 

31  8 

20  8 

11  - 

20  - (A) 

31  8 

38  - 

9 - 

^7  - 

4 

15  - 

30  - 

15  - 

15  - 

5 - 

30  - 

36  - 

10  - 

21  - 

5 

21  - 

33  4 

12  4 

21  - 

8 4 

33  4 

40  - 

7 4 

19  - 

6 

25  4 

35  - 

9 8 

25  4 

0 - 

35  - 

42  - 

4 8 

16  8 

(h)  The  charge  for  Woollen  Goods,  is  16  r.  8 rf.,  C.  D. 

(i)  The  charsje  for  Drapery  Goods,  is  25  s.,  C.  D. 

{k)  This  charge  is  exceptional. 
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APPENDIX  TO  REPORT  FROM  THE 


COAL  EATES. 


STATEMENT  showing  tlie  Charges  made  by  the  Great  Western  Kailway  Company  for  the 
Carriage  of  Coal  between  London  (Paddington)  and  the  under-mentioned  Stations. 


Stations. 

Distance 
in  Miles  from 
London 
(Paddington). 

Full 

Loads  Carried 
in 

Owners’  Waggons, 
per  Ton. 

Southall  ----- 

9 

s.  s. 

s.  (1. 

2 - 

Slough  ----- 

18 

2 6 

Taplow  ----- 

22 

2 9 

Reading  ----- 

36 

3 3 

Pangbourne  - - - - 

41 

3 6 

Moulsford  - - - - 

48 

3 6 

Wantage-road  - - - - 

60 

4 - 

The  rate  authorised  by  the  Company’s  Act  for  the  carriage  of  coal  is  IJ  d.  per  ton  per  mile  for  any  distance  not  exceeding  50  miles, 
and  I d.  per  ton  per  mile  for  any  distance  exceeding  50  miles. 


STATEMENT  showing  the  Charges  made  by  the  Great  Western  Kailway  Company  for  the 
Carriage  of  Coal  between  Bristol  and  the  under-mentioned  Stations. 


Stations.* 

Distance 

in 

Miles  from 
Bristol. 

Full 

Loads  Carried 
in  Owners’ 
Waggons,  per 
Ton. 

Stations,  f 

Distance 

in 

Miles  from 
Bristol. 

Full 

Loads  Carried 
in  Owners’ 
Waggons,  per 
Ton. 

s.  s.  . 

s.  s. 

s.  d 

s.  d 

Bath  - „ - 

12 

1 9* 

Yatton  - - - 

12 

1 4 

Chippenham 

24 

2 10 

Dauntsey  - - - 

31 

3 3 

Highbridge 

27 

2 3 

Wootton  Bassett 

36 

3 5 

Bridgwater 

33 

3 

Swindon  - - - 

41 

3 8 

Uffington  - - - 

52 

4 3 

Taunton  - - - 

45 

4 - 

Didcot  - - . 

66 

4 6 

Moulsford 

71 

4 7 

Collumpton 

63 

5 1 

Reading  - - - 

82 

5 - 

Slough  - - . 

100 

Exeter  (St.  Davies)  - 

76 

3 2 

* The  rate  authorised  by  the  Company’s  Act  for  the  carriage  of  coal  to  stations  east  of  Bristol  is  Igrf.  per  ton  per  mile  for  any  dis- 
tance not  exceeding  50  miles,  and  | d.  jjer  ton  per  mile  for  any  distance  exceeding  60  miles. 

t The  rate  authorised  by  the  Company’s  Act  for  the  carriage  of  coal  to  stations  west  of  Bristol  is  1^  d.  per  ton  per  mile. 

Note. — The  abovs  charges  were  not  in  the  rate  books  sent  to  the  Board  of  Trade,  but  were  furnished  by  the  Company. 
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Appendix,  No.  24. 


PAPERS  handed  in  by  the  Chairman. 


STATEMENTS  prepared  by  the  Secretary  of  the  Royal  Agricultural 

Society  of  England. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  24. 


PAPERS  handed  In  by  the  Chairman. 


STATEMENTS  prepared  by  the  Secretary  of 


No.  1. — STATEMENT  showing  the  Rates  Charged  for  the  Conveyance  of  Milk,  INIeat, 

Sawbridgeworth,  Roydon,  Chelmsford,  Theydon  Bois,  and 


DESCRIPTION. 


Milk  - . - . 

Meat  . . - . 

Dead  Poultry- 
Dead  Rabbits 
Butter,  Eggs 

Plants,  and  Flowers  in  Pots 
Fruit  and  Vegetables  - 
Rabbits  (alive) 

Pigeons  and  Live  Poultry 


\ 


./ 


i 


Melford,  62  Miles. 

Newport,  40  Miles. 

Sawbridgeworth,  27  Miles. 

Kate  per  Cwt. 

Rate  per  Cwt. 
per  Mile. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mile. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Milo. 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

C,  R. 

0.  R. 

C,  R. 

0.  R. 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

s.  d. 

s,  d. 

d. 

d. 

s.  d. 

s.  d. 

d. 

d. 

s.  d. 

s.  d. 

d. 

d. 

Gall. 

Gall. 

Gall. 

- 

- 1 

- 

- 

- 

3 

- 

- 

- 

- 

3 

- 

- 

1 

Minimi! 

m,  10  <7. 

- 

“ 

Minimum,  8 d. 

- 

- 

Minimum,  8 d. 

- 

- 

2 

4 9 

2 5 

091 

0-46 

4 9 

2 5 

1-42 

0-72 

4 9 

2 5 

2-11 

1-07 

3 

4 9 

- 

091 

- 

4 9 

- 

1-42 

- 

4 9 

- 

2-11 

- 

4 

4 9 

2 5 

0-91 

0-4G 

4 9 

2 5 

1-42 

0-72 

4 9 

2 6 

2-11 

1-07 

Minimum,  56  lbs. 

1 1 

STATEMENT  showing  the  Rates  Charged  for  the  Conveyance  of  Milk,  Meat, 

and  Sudbury,  per  Passenger 


March,  8G  Miles. 

Manea,  80  Miles. 

Chatteris,  81  Miles. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mite. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mile. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Jlile. 

DESCRIPTION. 


O.  R.  C.  R.  O.  R. 


s.  d.  I d. 


Milk 


Meat  - . . - 

Dead  Poultry  ‘ 

Dead  Rabbits  - - . 

Butter,  Eggs 

Plants,  and  Flowers  in  Pots  - 
Fruit  and  Vegetables 
Rabbits  (alive)  . . - 

Pigeons  and  Live  Poultry  - 


s.  d. 

1 d.  per  Imperial  gallon. 
Minimum  charge,  10  d. 

4 9 ; 2 5 1 0-C6 

Minimum,  5Clbs. 


s.  d. 


s.  d. 


d. 


d. 


C.  R.  I O.  R. 


d.  s.  d. 


d. 


d. 


4 9 


4 9 


OGG 


0-3:3 


0-GG 


Minimum,  5G  lbs. 


0-33 


1 d.  per  Imperial  gallon. 


4 9 


4 9 


4 9 


1 d.  per  Imperial  gallon. 


2 5 


0-71 


0-71 


2 5 0-71 


0-3G 


4 9 2 5 


0-3G 


4 9 


4 9 


0 70 


0-70 


0-70 


0-35 


0-35 


Abbreviations. — C.R.  Company’s  Risk.  O.R.  Owner’s  Risk.  S.  to  S.  Station  to  Station.  C.  and  D.  Collected  and  Delivered, 

(Charges  regulated 
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Appendix,  No,  24. 


PAPERS  handed  in  by  the  Chairman. 


the  Royal  Agricultural  Society  of  England. 


Poultry,  Rabbits,  &c.,  between  London  (Liverpool-street  Station)  and  Melford,  Newport, 
Romford,  per  Passenger  Train,  Great  Eastern  Railway. 


Roydon,  20  Miles. 

Theydon  Bois,  15  Miles. 

Chelmsford 

30  Miles. 

Romford,  13  Miles. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mile. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mile. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mile. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mile, 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

C,  R. 

0.  R. 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

C.  R. 

O.  R, 

C.  R. 

0.  R. 

s.  d. 

s.  d. 

d. 

d. 

s.  d. 

s.  d. 

d. 

d. 

s.  d. 

s.  d. 

d. 

d. 

s.  d. 

s,  d. 

d. 

d. 

Gall. 

Gall. 

1 

- 

- 

- 

- 

- 

- 

- 

- 

_ _a 

4 

- 

- 

- 

1 

_ 



2 

Minimutn,  6d. 

“ 

~ 

Minimum,  Gd. 

- 

Minim 

am,  8 d. 

- 

- 

Minimii 

m,  G d. 

— 

— 

3 

1 5 

- 9 

0-85 

0-4o 

1 5 

- 9 

1-13 

0'60 

4 9 

2 5 

1-90 

0-9G 

1 5 

- 9 

1-30 

0-69 

4 

1 5 

- 

0-85 

- 

1 5 

- 

113 

- 

4 9 

- 

1-90 

- 

1 5 

- 

1-30 

- 

5 

1 5 

- 9 

0-85 

0-45 

I 5 

- 9 

113 

0-60 

4 9 

2 5 

1-90 

0-96 

1 5 

- 9 

1-30 

0-69 

Poulti'y,  &c.,  between  London  and  March,  Manea,  Chattei’is,  Cambridge,  Bury, 
Train,  Great  Eastern  Railway. 


Cambridge, 

56  Miles. 

Bury,  78  Miles. 

Sudbury,  59  Miles. 

Rate  per  Cwt. 

Rate  per  Civt. 
per  Mile. 

Rate  per  Cwt. 

Rate  per  Cwt. 
per  Mile. 

Rate  per  Cw't. 

Rate  per  Cwt. 
per  Mile. 

C.  R. 

O..R. 

C.  R. 

0.  R, 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

C.  R. 

0.  R. 

s.  d. 

s.  d. 

d. 

d. 

s.  d. 

s.  d. 

d. 

d. 

s,  d. 

s,  d. 

d. 

d. 

1 

1 d.  per  I 

mperial  ga 

Ion. 

- 

1 d.  per  In 

iperial  gallo 

n. 

- 

1 d.  per  Irr 

iperial  gallo 

n. 

2 

4 9 

2 5 

101 

0 51 

4 9 

2 5 

0-73 

0-37 

4 9 

2 5 

0-96 

0-49 

3 

4 9 

- 

1-01 

- 

4 9 

- 

0-73 

- 

4 9 

- 

0-96 

— 

4 

4 9 

2 5 

1-01 

0-51 

4 9 

2 5 

0-73 

0-37 

4 9 

2 5 

0-9G 

0-49 

Merchandise.  S.  Special  Class.  M.  Mineral  Class,  Ist,  2nd,  3rd,  4tli,  and  Oth  Classes.  (Classification  of  Merciiandise) 
according  to  same.) 

0.54.  O 3 
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APPENDIX  TO  REPORT  FROM  THE 


No.  2. — STATEMENT  showing  the  Eates  Charged  from  London  (Camden)  toother  Stations 

Turnips,  Onions,  Peas,  Mangel-Wurzel 


DESCRIPTION. 

QUANTITIES. 

Oxford,  77  Miles. 

Bletchley,  46  Miles. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

s 

d. 

d. 

s. 

d. 

d. 

Vegetables, — Potatoes  (old).  Carrots, 

3 tons  and  above  (loose)  - 

. 

9 

2 

1-42 

8 

4 

2-17 

1 

Onions  (not  peeled  for  pickling). 

Mangel-Wurzel,  Parsnips, 
Turnips. 

and 

Ditto  - - ditto 

- 

2-ton  lots  and  above  (packed)  - 

- 

9 

2 

1-42 

8 

4 

2T7 

2 

Ditto  - - ditto 

- 

Less  than  2-ton  lots  (packed). 

in- 

16 

8 

2-59 

15 

_ 

3-91 

3 

eluding  collection  and  delivery. 

Peas  and  other  Vegetables 

- 

2-ton  lots  and  above  (packed)  - 

- 

9 

2 

1-42 

8 

4 

2 17 

4 

Ditto  - - ditto 

. 

1 ton  to  2-ton  lots  (packed),  including 

16 

8 

2-59 

15 

3 91 

5 

collection  and  delivery. 

Ditto  - - ditto 

Under  1 ton  (packed),  including  col- 

20 

_ 

3-11 

16 

8 

4-34 

6 

lection  and  delivery. 

Potatoes  (new)  during  the  months  of 

2-ton  lots  and  above  (packed). 

in- 

16 

8 

2-59 

15 

_ 

3-91 

7 

April,  May,  and  June. 

eluding  collection  and  delivery. 

f 

2 ton  lots  .... 

9 

2 

1'42 

6 

3 

1-63 

8 

Grain  - . . - . 

.J 

1 

2-ton  lots,  collected  in  London  - 

- 

- 

- 

- 

- 

. 

- 

9 

/ 

4-ton  lots  .... 

- 

— 

— 

— 

10 

4 ton  lots  .... 

» 

_ 

_ 

11 

Home-grown  - . . 

• 

4-ton  lots  "I  Collected  by  barge 

in 

Foreign-grown  - - - 

- 

4-ton  lots  J London  - 

- 

- 

- 

- 

- 

- 

- 

12 

5-tou  lots  \ Collected  by  barge 

inf 

. 

_ 

13 

\ 

5-ton  lots  J London  - 

-1 

12 

6 

1-94 

8 

9 

2-28 

14 

Atherstone, 

101  Wiles. 

Cambridge,  91  Miles. 

DESCRIPTION. 

QUANTITIES. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton. 

s. 

d. 

d. 

s. 

d. 

d. 

Vegetables, — Potatoes  (old),  Carrots, 

3-tons  and  above  (loose) 

16 

8 

1-98 

11 

8 

1-53 

1 

Onions  (not  peeled  for  pickling). 

Mangel-Wurzel,  Parsnips, 
Turnips. 

and 

Ditto  - - ditto 

- 

2-ton  lots  and  above  (packed) 

- 

16 

8 

1-98 

11 

8 

1-53 

2 

Ditto  - - ditto 

Less  than  2-ton  lots  (packed)  includ- 

22 

6 

2-07 

17 

6 

2-30 

3 

ing  collection  and  delivery. 

Peas  and  other  Vegetables 

- 

2-ton  lots  and  above  (packed) 

- 

16 

8 

1-98 

11 

8 

1-53 

4 

Ditto  - - ditto 

- 

1-ton  to  2-tons  lots  (packed),  includ- 

22 

6 

2-67 

17 

6 

2 30 

5 

ing  collecting  and  delivery. 

Ditto  - - ditto 

. 

Under  1 ton  (packed),  including 

col- 

25 

- 

2-97 

21 

8 

2'85 

6 

lecting  and  delivery. 

Potatoes  (new),  during  the  months  of 

2 ton  lota  and  above  (packed), 

in- 

22 

6 

2-67 

17 

6 

2-30 

7 

April,  May,  and  June. 

eluding  collection  and  delivery. 

r 

2-ton  lots  .... 

. 

16 

8 

1-98 

11 

8 

1-53 

8 

Grain  . - . - . 

■i 

2-ton  lots,  collected  in  London 

- 

— 

— 

— 

9 

/ 

4-ton  lots  .... 

- 

- 

- 

- 

9 

o 

1-20 

10 

4-ton  lots  ... 

- 

- 

- 

- 

7 

6 

0 98 

11 

Home-grown  . - - 

\ 

4-ton  lots  1 Collected  by  barge 

inf 

10 

10 

1-28 

- 

_ 

- 

12 

Foreign-grown  - - - 

4-ton  lots  / London  - 

13 

“ 

\ 

5-ton  lots  1 Collected  by  barge 

in 

5-ton  lots  / London  - 

“ 

• 

“ 

“ 

“ 

• 

“ 

14 

• Potatoes,  Carrots,  Jfangel-wurzel,  and  Turnips  to  Peterborough,  in  5-ton  lots,  7 s.  6d.  per  ton. 
Potatoes  (Old)  to  Cambridge,  5-ton  lots,  S s.  4 d.  per  ton. 

Carrots,  Turnips,  and  Mangel-wurzel,  5-ton  loads,  8.?.  4d.  per  ton  to  Cambridge. 

Carrots,  Turnips,  and  Mangel-wurzel  to  Bedford,  7 s,  6 d.  per  ton,  2 tons  and  upwards. 
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on  London  and  North  Western  Railway  for  Vegetables,  Potatoes,  Carrots,  Parsnips, 
and  Grain  (Loose  and  Packed). 


Shrewsbury,  IGl  Miles. 

Stafford,  132  Miles. 

Peterborougl 

, 109  Miles. 

Oundle,  96  Miles. 

Leicester,  114  Miles. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

s.  d. 

d. 

s.  d. 

d. 

s. 

d. 

d. 

s,  d. 

d. 

s. 

d. 

d. 

1 

25  - 

C-  & D, 

1-86 

20  - 

1-81 

* 12 

6 

1-37 

10  10 

1-35 

13 

4 

1-40 

2 

3 

25  - 

C.  & D. 

30  - 

1‘86 

2-23 

20  - 

27  6 

1-81 

2-50 

12 

20 

6 

1- 37 

2- 20 

10  10 

17  6 

1- 35 

2- 18 

13 

21 

4 

8 

1- 40 

2- 28 

4 

5 

25  - 

C.&D. 

30  - 

1-86 

2-23 

20  - 

27  6 

1-81 

2-50 

12 

20 

6 

1- 37 

2- 20 

12  6 

17  6 

1- 56 

2- 18 

13 

21 

4 

8 

1- 40 

2- 28 

6 

35  - 

2-60 

32  6 

2-95 

23 

4 

2-50 

20  - 

2-50 

26 

8 

2-80 

7 

30  - 

2-23 

27  6 

2-50 

20 

- 

2-20 

17  6 

2-18 

21 

8 

2-28 

8 

15  - 

ITl 

23  4 

2-12 

12 

6 

1-37 

12  6 

1'56 

11 

8 

1-22 

9 

10 

18  4 

1-36 

— 

— 

— 

— 

— 

11 

12 

— 

— 

- 

9 6 

1T8 

10 

10 

1-14 

13 

14 

— 

— 

— 

— 

10 

- 

1-10 

— 

— 

— 

Old  North  Road, 

86  Miles. 

Bedford,  62  Miles. 

Leighton,  39  Miles. 

Birmingham,  112  Miles. 

Coventry,  93  Miles. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

s.  d. 

d. 

s.  d. 

d. 

s. 

d. 

d. 

s.  d. 

d. 

5. 

d. 

d. 

1 

8 4 

1T6 

8 4 

1'61 

6 

8 

2-05 

19  2 

2-05 

13 

4 

1-72 

2 

3 

8 4 

15  10 

116 

2-20 

8 4 

15  - 

1-61 

2-90 

6 

15 

8 

2-05 

4-61 

19  2 

C.&D. 

22  6 

2-05 

2-41 

13 

21 

4 

8 

1- 72 

2- 79 

4 

5 

8 4 

15  10 

1-16 

2-20 

8 4 

15  - 

1'61 

2-90 

6 

15 

8 

2-05 

4-61 

19  2 

C.  & D. 

22  6 

2-05 

2-41 

13 

21 

4 

8 

1- 72 

2- 79 

6 

18  4 

2-55 

17  6 

3-38 

16 

8 

5T2 

28  4 

303 

26 

8 

3-44 

7 

15  10 

2-20 

15  - 

2-90 

15 

- 

4-61 

22  6 

2-41 

21 

8 

2-79 

8 

9 

10 

11 

12 

13 

8 4 

116 

7 6 

1-45 

6 

8 

5-12 

13  10 

1-48 

10 

10 

1-39 

7 6 

1-04 

— 

— 

5 

- 

1 

1'53 

! 

1 

— 

— 

12 

6 

1-61 

14 

1 

- 

- 

- 

- 

- 

1 

13  10 

1-48 

0.54, 
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APPENDIX  TO  REPORT  FROM  THE 


No.  3. — STATEMENT  showing  the  Kates  charged  to  and  fom  Stratford  Market  (Great 
Eastern)  and  the  Stations  (Great  Eastern)  named,  for  Vegetables,  Potatoes,  Carrots,  Onions, 
l^arsni2)s,  and  Turnips,  for  Domestic  Purposes ; also  for  the  same  Roots,  and  Mangel-Wurzels  and 
Swedes  for  Horse  and  Cattle  Feeding. 


Downham, 
85  Miles. 

Epping, 

13  Allies. 

Great 

Chesterford, 
44  M les. 

Hale  End, 

7 Miles. 

Huntingdon, 
74  Miles. 

Harold  Wood, 

12  Miles. 

DESCRIPTION. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

jier 

Tm 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

s.  d. 

d. 

5.  d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

5.  d. 

1 

s.  d. 

d. 

Vegetables  of  all  descriptions, 
jiacked  in  two-ton  lots,  including 
cartage  in  London  within  ordi- 
nary limits. 

10  10 

1-52 

6 8 

1 

i 

j 

6-15 

9 2 

2-50 

4 2 

7-14 

11  8 

1-89 

5 10 

! 5-83 

1 

j 

Vegetables  of  all  descriptions, 
packed  in  less  than  two-ton  lots, 
including  cartage  in  London 
within  ordinary  limits. 

15  - 

2-11 

I 10  - 

9-23 

12  6 

3-40 

7 C 

12-85 

9 2 

9-16 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  parsnips,  and 
turnips,  for  domestic  purposes,  in 
truck  loads  of  two  tons  and  up- 
wards. 

8 4 

1T7 

4 7 

4-23 

7 1 

1-93 

3 9 

6-42 

- 

1 

4 7 

4-58 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  parsnips,  and 
turnips,  for  domestic  purposes,  in 
truck  loads  of  five  tons  and  up- 
wards. 

7 0 

1-05 

3 9 

3-4G 

5 10 

1-59 

2 11 

5-00 

10  - 

1-62 

3 4 

3-33 

Mangel-wurzels,  parsnip.s,  turnips, 
carrots,  and  other  roots  for  horse 
and  cattle  feeding,  in  truck-loads 
of  five  tons  and  upwards. 

5 10 

•82 

3 4 

3-07 

4 7 

1-2.5 

2 C 

4-28 

7 G 

1-21 

2 11 

2-91 

Peterborough, 
99  Miles. 

Melton, 

77  Miles. 

Horttord. 

23  Miles. 

Roydon, 

19  -Miles. 

Enfield, 

9 Miles. 

Ilford, 

4 Miles. 

DESCRIPTION. 

Rate 

per 

Ton. 

Hate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

i 

Rate 

per 

Ton 

per 

Mile. 

s.  d. 

d. 

5.  d. 

d. 

s,  d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

s.  d. 

a. 

Vegetables  of  all  descriptions, 
packed  in  tw’o-toii  lots,  including 
cartage  in  London  within  ordi- 
nary limits. 

12  6 

1-51 

10  5 

1-62 

5 5 

2 82 

7 1 

4-47 

3 9 

5 00 

3 9 

11-25 

Vegetables  of  all  descriptions, 
packed  in  less  than  two-ton  lots, 
including  cartage  in  London 
within  ordinary  limits. 

“ 

14  7 

2-27 

8 9 

5-52 

7 1 

21-25 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  ])arsnips,  and 
turnips,  for  domestic  purposes,  in 
truck-loads  of  two  tons  and  up- 
wards. 

7 11 

P23 

5 - 

3T5 

3 9 

11-25 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  parsnips,  and 
turnips,  for  domestic  purposes,  in 
truck  loads  of  five  tons  and  up- 
wards 

10  - 

1-21 

7 1 

1-10 

5 - 

2-GO 

4 - 

2-52 

3 4 

4-44 

2 6 

7-50 

Mangel-wurzel,  parsnips,  turnips, 
carrots,  and  other  roots  for  horse 
and  cattle  feeding,  in  truck  loads 
of  five  tons  and  upwards. 

10  - 

1-21 

o o 

•84 

4 - 

2-08 

3 4 

2-10 

1 

2 11 

3-88 

2 6 

750 

SELECT  COMMITTEE  ON  RAILWAYS. 
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No.  4.  — STATEMENT  showing  the  Rates  charged  to  and  from  Loudon  (Great  Eastern)  and  the 
Stations  (Great  Eastern)  named,  for  Vegetables  (of  all  descriptions),  Potatoes,  Carrots,  Onions, 
Parsnips,  and  Turnips,  for  Domestic  Purposes  ; also  for  the  same  Roots,  and  for  Mangel- Wurzels 
and  Swedes  for  Horse  and  Cattle  Feeding. 


Downham, 

86  Miles. 

Epping, 

16  Miles. 

Great 

Chesterford, 

45  Miles. 

Halo  End, 

8 Miles. 

H iintiniidon, 
75  Miles. 

Harold  Wood, 
15  Miles. 

description. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rato 

per 

Ton 

per 

M lie. 

Rate 

per 

Ton. 

Rato 

per 

Ton 

per 

Mile. 

s.  d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

s,  d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

Vegetables  of  all  descriptions, 
packed  in  two-ton  lots,  including 
cartage  in  London  within  ordin- 
ary limits. 

15  - 

2-09 

10  10 

8-12 

13  4 

3 55 

8 4 

12-50 

15  8 

2-50 

10  - 

8-00 

Vegetables  of  all  dc-ci'iptions, 
packed  in  less  than  two-ton  lots, 
including  cartage  in  London 
within  ordinary  limits. 

19  2 

2-67 

14  2 

10-62 

16  8 

4-44 

11  8 

17  50 

■ 

13  4 

10-66 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  parsnips, 
and  turnips  for  domestic  pur- 
poses, in  truck  loads  of  two  tons 
and  upwards. 

9 2 

1-27 

5 5 

4-06 

7 11 

2-11 

4 2 

6-25 

5 - 

4-00 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  parsnips, 
and  turnips,  f"r  domestic  pur- 
poses, in  truck  loads  of  five  tons 
and  upwards. 

8 4 

116 

4 2 

3 12 

6 8 

1-77 

3 4 

5-00 

8 4 

1-33 

3 9 

3-00 

Mangel-wurzels,  parsnips,  turnips, 
carrots,  and  other  roots  for  horse 
and  cattle  feeding,  in  truck  loads 
of  five  tons  and  upwards. 

6 8 

0-93 

3 9 

2-81 

5 - 

1-33 

2 11 

4-37 

8 4 

1-33 

3 4 

2-66 

Peterboro’, 
lOO  Miles. 

Melton, 

80  Miles. 

Hertford, 

24  Miles. 

Roydon, 

20  Miles. 

En6eld, 

10  Miles. 

Ilford, 

7 Miles. 

DESCRIPTION. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per  ■ 

Ton. 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

» 

Rate 

per 

Ton 

per 

Mile. 

Rate 

per 

Ton. 

Rate 

per 

Ton 

per 

MUe. 

s,  d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

S,  d. 

d. 

Vegetables  of  all  descriptions, 
packed  in  two-ton  lots,  includ- 
ing cartage  in  London  within 
ordinary  limits. 

16  6 

1-98 

14  7 

2-18 

9 5 

4-70 

11  3 

6-75 

7 9 

9-30 

7 11 

13-57 

Vegetables  of  all  descriptions, 
packed  in  less  than  two-ton  lots, 
including  cartage  in  London 
within  ordinary  limits. 

— 

18  9 

2-21 

■ 

12  11 

7-75 

■ 

11  3 

19-28 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  parsnips,  and 
tui  nips,  for  domestic  purposes,  in 
truck  loads  of  two  tons  and 
upwards. 

8 9 

1-31 

5 10 

3 -.50 

4 2 

7T4 

Carrots,  onions  (not  peeled  for 
pickling),  potatoes,  parsnips,  and 
turnips,  for  domestic  purposes,  in 
truck  loads  of  five  tons  and 
upwards. 

10  10 

1-30 

7 11 

1-18 

5 5 

2-70 

4 5 

2-66 

3 9 

4-50 

2 11 

5-00 

Mangel  wurzels,  parsnips,  turnips, 
carrots,  and  other  roots  for  horse 
and  cattle  feeding,  in  truck  loads 
of  five  tons  and  upwards. 

10  10 

1-30 

6 3 

0-93 

4 5 

2-20 

3 9 

2-25 

3 4 

4-00 

2 11 

5-00 

P 


0.54, 


STATEMENT  showing  the  Rates  charged  by  the  London,  Chatham,  and  Dover  Railway  and  South  Eastern  Railway  Companies,  also  the  Great  Westeri 

Railway  Company,  for  the  Carriage  of  Grain,  Malt,  and  Hops  between  the  Stations  named. 
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APPENDIX  TO  REPORT  FROM  THE 


No.  6.— STATEMENT  showing  Eates  charged  for  Carriage  of  Butter,  Vegetables,  Poultry, 


j 

Ipswich,  65  Miles. 

Harwich,  66  Miles. 

Hadleigh,  66  Miles. 

DESCRIPTION. 

Class. 

Rate  per  Ton. 

Rate 
per  Ton 
per  Mile. 

Rate  per  Ton 

Hate 
per  Ton 
per  Mile. 

Rate  per  Ton. 

Rate 
per  Ton 
per  Mile. 

Butter  : 

C.R. 

O.R. 

s. 

d. 

s.  d. 

d. 

d. 

s. 

d. 

d. 

d. 

d. 

s- 

d. 

d. 

d. 

d. 

In  baskets,  flats  and  hampers, 
and  in  tubs  without  lids. 

4th 

- 

33 

4 

- 

615 

- 

33 

4 

- 

6-00 

~ 

33 

4 

0-06 

- 

I 

In  crocks-  ...  - 

5th 

- 

36 

8 

- 

6‘76 

- 

38 

4 

— 

7T2 

_ 

38 

4 

- 

7-12 

2 

In  crocks  in  wood,  and  in  crocks 
when  packed  with  straw  in 
baskets. 

3rd 

17  6 
(Exce 

ptiona 

3-23 

Rate. 

) 

21 

8 

3-93 

26 

8 

4'84 

3 

In  cools  ----- 

3rd 

- 

17 

6 

- 

3-23 

- 

21 

8 

3-93 

26 

8 

- 

4-84 

_ 

4 

In  casks  and  boxes,  and  tubs 
with  lids. 

2nd 

- 

17 

1 

- 

3T5 

- 

18 

9 

- 

3-40 

- 

23 

9 

_ 

4-31 

- 

5 

In  ftisks  and  boxes,  and  tubs 
with  lids  (exceptional  rates, 
C.  D.) 

Poultry  : 

11 

8 

2T5 

16 

10 

3-06 

20 

10 

3-78 

6 

Alive  ----- 

5th 

- 

36 

8 

- 

6-76 

- 

38 

4 

7T2 

_ 

38 

4 

- 

7-12 

- 

7 

Dead  - - . - - 

Eggs: 

4tli 

33 

4 

6-15 

33 

4 

6-06 

“ 

33 

4 

6-06 

8 

In  hampers  and  sieves 

4 th 

3rd 

33 

4 

17  6 

6T5 

3-23 

33 

4 

21  8 

6-06 

3-93 

33 

4 

26  8 

606 

4-8 

9 

In  crates  and  boxes  - - . 

Vegetables  : 

Carrots,  mangel-wurzels,  onions 
(not  peeled  for  pickling),  pars- 
nips, potatoes  (olQ),iind  turnips : 

3rd 

21 

8 

4-90 

21 

8 

3-93 

26 

8 

4-84 

10 

Loose,  less  than  3 tons.  Id.  to  S.. 

1st 

- 

15 

- 

- 

2-76 

- 

15 

10 

- 

2-87 

- 

17 

6 

- 

3-18 

- 

11 

„ above  3 tons 

Carrots,  mangel-wurzel,  onions, 
(not  peeled  for  pickling),  pars- 
nips, potatoes  (old), and  turnips : 

S. 

9 

2 

1-G9 

9 

2 

■ 

1-66 

9 

2 

1 -66 

12 

Packed,  less  cpiantiiies  than  2 tons 

1st 

- 

15 

- 

- 

2-76 

- 

15 

10 

- 

2-87 

- 

17 

6 

- 

00 

CO 

- 

13 

Packed,  in  lots  of  2 tons  and  above 
Sole — Exceptional  rates  for 
potatoes  (old)  apply  also  to  car- 
rots, mangel-wurzel,  onions  not 
peeled,  &c.),  parsnips,  and 
turni2'S. 

All  Vegetables  not  otherwise  provided 
for  : 

S. 

9 

2 

1-69 

9 

2 

1-66 

9 

2 

1-66 

14 

Loose,  less  quantities  than  3 tons, 

S.  to  S. 

1st 

- 

15 

- 

- 

2-76 

- 

15 

10 

- 

2-87 

- 

17 

6 

- 

318 

- 

15 

Lots  of  3 tons  and  above  - 

S. 

- 

9 

2 

- 

1-69 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-66 

- 

16 

Packed  in  lots  of  3 cwt.,  or  under 

3rd 

- 

21 

8 

_ 

4-00 

21 

8 

3 93 

26 

8 

- 

4-84 

17 

Abote  3 cwt.,  and  under  1 ton  * 

* Not  to  be  charged  less  than 
as  for  3 cwt.,  at  3rd  class. 

2nd 

17 

1 

315 

18 

9 

3-40 

23 

9 

4-31 

18 

1 ton  and  under  2 tons 

1st 

- 

15 

- 

- 

2-76 

- 

15 

10 

- 

2 87 

- 

17 

6 

- 

318 

- 

19 

2 tons  and  above,  except  as  fol- 
lows : 

S. 

- 

9 

2 

- 

1-63 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-66 

- 

20 

New  potatoes,  in  casks,  baskets, 
and  hampers,  in  2-ton  lots  and 
above,  sent  during  the  months 
of  April,  May,  and  June. 

1st 

15 

2-76 

15 

10 

2-87 

17 

6 

318 

21 

Potatoes  in  hampers  and  peds  of 
not  less  than  1 cwt.  each. 

3rd 

- 

21 

8 

- 

4-00 

- 

21 

8 

“ 

3 93 

" 

26 

8 

4-84 

- 

22 

meat : (Fresh)  . _ , - 

4th 

- 

33 

4 

- 

6-15 

- 

33 

4 

- 

6-06 

- 

33 

4 

- 

6-06 

“ 

23 

Grain:  (Flour,  &c.)  - - - 

Seeds  ; 

S. 

- 

9 

2 

- 

1-69 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-66 

- 

24 

Agricultural,  clover  and  field 

2nd 

1st 

17 

1 

15  - 

315 

2-76 

18 

9 

15  10 

3-40 

2-87 

23 

9 

17-6 

4-31 

3-18 

25 

Hemp,  mustard  for  grinding 

1st 

- 

15 

- 

- 

2-76 

- 

15 

10 

2-87 

- 

17 

6 

3-18 

- 

26 

Carraway,  coriander,  and  cummin 

3rd 

- 

21 

8 

- 

4-00 

- 

21 

8 

3-93 

- 

26 

8 

- 

4-84 

- 

27 

Canary  ----- 

2nd 

- 

17 

1 

- 

315 

- 

18 

9 

- 

3-40 

- 

•23 

9 

4-31 

- 

28 

Flax  (not  for  crushing  for  oil)  - 

S. 

- 

9 

2 

- 

1-69 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-66 

- 

29 

Flax  (for  crushing  for  oil)  J 

S. 

_ 

9 

2 

- 

1.69 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-66 

- 

30 

Cotton  (for  crushing  for  oil)  J - 

s. 

- 

9 

2 

- 

1-69 

- 

9 

2 

- 

1-66 

9 

2 

- 

1-66 

- 

31 

Fenugreek,  linS'  ed  - - - 

s. 

- 

9 

2 

- 

1-69 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-66 

- 

32 

Rapeseed  ( not  for  crushing  for  oil) 

s. 

- 

0 

2 

- 

1-69 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-66 

- 

33 

Hapeseed  (for  crushing  for  oil)  J 

S. 

- 

9 

2 

- 

1-69 

- 

9 

2 

- 

1-66 

- 

9 

2 

- 

1-06 

- 

34 

Seeds  not  otherwise  specified 

J Special  grain  rates  apply  also. 

4th 

33 

4 

” 

6T3 

— 

33 

4 

** 

6-06 

33 

4 

6-06 

35 

Wool,  also  alpaca,  goat’s,  mohair 

2nd 

- 

17 

1 

- 

3-15 

- 

18 

9 

- 

3-40 

- 

23 

9 

- 

4-31 

- 

36 

Dressed  and  carded,  and  hatter’s, 
or  fur  of  rabbits. 

Horses  : 

3rd 

21 

8 

4-00 

21 

8 

3-93 

26 

8 

4-84 

37 

Gent’s  ----- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

38 

39 
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Graioj  Wool,  &c.,  by  Goods  Trains  between  Stratford  and  the  Great  Eastern  Stations  named  below. 


Braintree,  41  Miles. 

Brentwood, 

15  Miles. 

Colchester,  48  Miles. 

Melford,  58  Miles. 

Rate 

Rate 

Rate 

Rate 

Rate  per  Ton. 

per  Ton 

Rate  per  Ton. 

per  Ton 

Rate  per  Ton. 

per  To  n 

Rate  per  Ton. 

per  Ton 

per  Mile. 

per  Mile. 

per  .\iile. 

per  Mile. 

s.  d. 

d. 

d. 

d. 

s-  d. 

d. 

d. 

d. 

s.  d. 

8.  d. 

d. 

d. 

s.  d. 

s.  d. 

d. 

d. 

1 

26  8 

- 

7-80 

- 

15  - 

- 

1 2-00 

- 

29  2 

- 

7-29 

- 

31  8 

* 

6-55 

- 

2 

31  8 

9-26 

17  6 

14-00  - 

33  4 

8-33 

_ 

36  8 

- 

7-58 

3 

20  - 

- 

9-75 

- 

11  8 

- 

9-33 

- 

22  6 

- 

5 62 

"" 

20  - 

4-13 

- 

4 

20  - 

9-75 

11  8 

9 33 

22  6 

5-62 

20  - 

4-13 

_ 

5 

17  11 

- 

5-24 

- 

11  3 

- 

9-00 

- 

17  11 

- 

4-47 

- 

17  11 

3-70 

- 

6 

16  8 

- 

4-87 

- 

10  - 

- 

8-00 

- 

13  4 

- 

3-33 

- 

- 

- 

- 

- 

7 

31  8 

9-26 

17  6 

14-00 

33  4 

8-33 

36  8 

7-58 

8 

26  8 

- 

7-80 

- 

15  - 

- 

12-00 

- 

29  2 

7-29 

31  8 

6 55 

- 

9 

26  8 

20  - 

7-&0 

9-75 

15  - 

11  8 

12  00 

9-33 

29  2 

22  0 

7-29 

5-62 

31  8 

20  - 

6-55 

4-13 

10 

20  - 

9 75 

11  8 

9-33' 

22  6 

5 62 

20  - 

4-13 

11 

15  - 

4 39 

10  10 

8-66 

15  10 

3-95 

15  10 

3-27 

12 

9 2 

- 

2-68 

5 - 
4 7 

2 tons 
4 tons 

4-00 

3 66 

- 

} ^ ^ 

- 

2-08 

10  - 

2-06 

- 

13 

15  - 

4-39 

10  10 

8-66 

_ 

15  10 

3-95 

_ 

15  10 

_ 

3-27 

14 

9 2 

2-68 

-{ 

5 - 
7 4 

2 tons 

4 tons 

4 -00 
3-66 

“ 

1 8 4 

2-08 

10  - 

2 06 

15 

15  - 

4-39 

10  10 

8-66 

15  10 

3-95 

15  10 

3-27 

16 

9 2 

- 

2-68 

-I 

5 - 
4 7 

2 tons 
4 tons 

4-00 

3-06 

- 

J-  8 4 

- 

2-08 

- 

10  - 

- 

2-06 

- 

17 

20  - 

9-75 

11  8 

_ 

9-33 

- 

22  6 

- 

5-62 

- 

20  - 

- 

4-13 

- 

18 

17  11 

- 

5-24 

— 

11  3 

9-00 

17  11 

4-47 

17  11 

3-70 

19 

15  - 

4-39 

10  10 

8-66 

15  10 

3-95 

15  10 

_ 

3-27 

20 

9 2 

- 

2-68 

-{ 

5 - 
4 7 

2 tons 
4 tons 

4-00 

3-66 

- 

1 8 4 

- 

2-03 

- 

10  - 

- 

2-06 

- 

21 

15  - 

- 

4-39 

- 

10  10 

- 

8-66 

- 

15  10 

- 

3-95 

- 

15  10 

■ 

3-27 

— 

22 

20  - 

- 

9-75 

- 

11  8 

- 

9 33 

22  6 

- 

5-62 

- 

20  - 

- 

4-13 

- 

23 

26  8 

7-80 

15  - 

- 

12-00 

- 

29  2 

- 

7-29 

- 

20  lOt 

4-21 

- 

-j-  Melford  to 

London. 

24 

9 2 

- 

2-68 

-{ 

5 - 
4 7 

2 tons 
4 tons 

4-00 

3-66 

- 

}8  , 

- 

2-08 

- 

10  - 

- 

2-06 

- 

25 

17  11 

15  - 

5-24 

4-39 

11  3 

10  10 

9-00 

8-0 

17  11 

15  10 

4-47 

3-95 

17  11 

15  10 

3 70 

3-27 

26 

15  - 

. 

4-39 

- 

10  10 

- 

8-66 

- 

15  10 

- 

3-95 

- 

15  10 

- 

3-27 

- 

27 

20  - 

* - 

5-85 

11  8 

- 

9-33 

- 

22  6 

- 

5-62 

_ 

20  - 

- 

4-13 

- 

28 

17  11 

- 

5-24 

- 

11  3 

- 

9-00 

- 

17  11 

_ 

4-47 

- 

17  11 

- 

3-70 

- 

29 

9 2 

- 

2-68 

f 

~\ 

5 - 
4 7 

2 tons 
4 tons 

400 

3-60 

1 8 4 

- 

2-08 

- 

10  - 

- 

2 06 

- 

30 

9 2 

_ 

2-68 

4 7 

- 

3-66 

- 

8 4 

- 

2-08 

- 

10  - 

- 

2-06 

- 

31 

9 2 

— 

2-68 

— 

4 7 

- 

3 66 

- 

8 4 

- 

2-03 

- 

10  - 

- 

2-06 

- 

32 

9 2 

— 

2-68 

— 

4 7 

- 

3-66 

- 

8 4 

- 

2-03 

- 

10  - 

- 

2-06 

- 

33 

9 2 

- 

2-68 

— 

4 7 

- 

3-66 

- 

8 4 

- 

2-08 

- 

10  - 

- 

2-06 

- 

34 

9 2 

- 

2-68 

— 

4 7 

- 

3.66 

- 

8 4 

2-08 

- 

10  - 

- 

2-06 

- 

35 

26  8 

- 

7-80 

- 

15  - 

12-00 

“ 

29  2 

- 

7-29 

- 

31  8 

6-55 

— 

36 

17  11 

5-24 

11  3 

9-00 

17  11 

4-47 

17  11 

3-70 

37 

20  - 

9-75 

11  8 

9-33 

22  6 

5-62 

20  - 

4-13 

38 

39 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 
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APPENDIX  TO  REPORT  FROM  THE 


No.  7.  — STATEMENT  showing  the  Rates  charged  for  the  Carriage  of  Butter,  Poultry,  Grain, 

Cambridge,  Sudbury,  Bury, 


- 

March,  86  Miles. 

description. 

Class. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Butter : 

C.R. 

O.R. 

s. 

d. 

5. 

d. 

d. 

d. 

In  baskets,  flats,  and  hampers,  and  in  tubs  without  lids 

- 

4th 

40 

- 

- 

5-58 

- 

1 

In  crocks 

5th 

- 

50 

- 

- 

6-97 

- 

2 

In  crocks  in  wood,  and  in  crocks  when  packed  with  straw 

3rd 

- 

31 

8 

. 

4-41 

- 

3 

in  baskets. 

In  cools  - 

3rd 

_ 

31 

8 

. 4-41 

- 

4 

In  casks  and  boxes  and  tubs  with  lids  - - - 

■ 

2nd 

25 

t 

• 

3-48 

5 

Poultry : 

Alive 

5th 

50 

- 

• 

6-97 

6 

Dead 

4th 

40 

• 

• 

5-58 

7 

Eggs: 

In  hampers  and  sieves  ------ 

- 

4th 

3 

40 

- 

31 

8 

5-58 

4-41 

8 

In  crates  and  boxes 

• 

3rd 

31 

8 

" 

• 

4-41 

9 

Meat  (fresb)  - 

4 th 

- 

40 

- 

- 

- 

5-58 

- 

10 

Grain : 

In  lots  of  2 tons 

S. 

- 

13 

4 

- 

- 

1-86 

- 

11 

In  lots  of  4 tons  ------- 

S. 

- 

10 

- 

- 

- 

1-39 

- 

12 

In  lots  of  10  tons 

S. 

- 

7 6 

down  only. 

- 

- 

1-04 

- 

13 

In  lots  of  20  tons 

s. 

6 8 

down  only. 

0-93 

14 

Seeds : 

Agricultural,  clover  and  field  . - . , 

2nd 

■{ 

f 

Up  to  London,  23  s.  4 d. 

O.R.  C.D. 

Up  to  London,  Mustard 

1 3-25 

1 

16 

Hemp,  mustard  for  grinding  - . - - - 

1st 

" 1 

Seed 

O.R. 

, 15  j 

C.D. 

. 2-ton  lots. 

^ 2-09 

16 

Canary  - 

2nd 

25 

- 

3-48 

- 

17 

Flax  for,  and  not  for,  crushing  for  oil  - 

- 

S. 

— 

13 

4 

1-86 

- 

18 

Cotton,  for  crushing  for  oil  - - - - - 

- 

S. 

_ 

13 

4 

1-86 

- 

19 

Fenugreek,  linseed,  rapeseed  (not  for  crushing  for  oil) 

- 

s. 

_ 

13 

4 

1-86 

- 

20 

Rapeseed  for  crushing  for  oil  - - - . 

- 

s. 

13 

4 

1-86 

- 

21 

Seeds  not  otherwise  specified  - . . - 

Wool: 

4th 

40 

5-58 

22 

Also  alpaca,  goat’s  and  mohair  . - - - 

. 

2nd 

- 

25 

_ 

. 

. 

3-48 

- 

23 

Dressed  and  carded,  and  hatter’s,  or  fur  of  rabbits  - 

3rd 

31 

8 

4-41 

24 

Mangel  Wurzel.  In  lots  of  4 tons,  S.  to  S.  • 

- 

S.  to  S. 

- 

9 

2 

- 

- 

1-27 

- 

25 

Potatoes.  In  lots  of  4 tons,  S.  to  S.  • 

- 

S.  to  S. 

- 

11 

8 

- 

- 

1-62 

- 

26 

Carrots.  In  lots  of  4 tons,  S.  to  S. 

- 

S.  to  S. 

- 

11 

8 

- 

- 

1-62 

- 

27 

Turnips.  In  lots  of  4 tons,  S.  to  ~ 

- 

S.  to  S. 

- 

11 

8 

* 

- 

1.62 

28 
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Wool,  &c.,  between  London  (Bishopsgate)  Great  Eastern,  and  March,  Lynn,  Manea,  Chatteris, 
SwafFham,  Diss,  and  Harwich. 


1 

2 

3 

4 
o 


6 

7 


8 

9 


10 


11 

12 

13 

14 


15 


16 


17 

18 

19 

20 
21 
22 


23 

24 


25 


26 


27 


28 


Lynn,  97  Miles. 

Manea,  80  Miles. 

Chatteris,  81  Miles. 

Cambridge,  55  Miles. 

Kate 

Rate 

Rate  i>er  Ton. 

Rate  per  Ton 

Rate  per  Ton. 

Rate  per  Ton 

Rate  per  Ton. 

per  Ton 

Rate  per  Ton. 

per  Ton 

per  Mile. 

per  Mile. 

Mile. 

Mile. 

s.  d. 

8,  d. 

s.  d. 

8.  d. 

s.  d. 

s.  d. 

45  - 

_ 

5-56 

36  8 

_ 

5-50 

_ 

30  - 

4-44 

32  6 

7-09 

55  - 

- 

6-80 

- 

43  4 

- 

6-50 

- 

36  8 

5-43 

40  - 

8-72 

35  - 

- 

4 32 

- 

35  - 

“ 

5-25 

- 

30  - 

4-44 

25  - 

5-45 

35  - 

4-32 

- 

35  - 

_ 

5-25 

_ 

30  - 

4-44 

25  - 

5-45 

26  8 

3-29 

25  5 

3-81 

23  9 

3-51 

21  8 

4-72 

55  - 

6 80 

43  4 

4-16 

36  8 

5-43 

40  - 

8-72 

45  - 

5-56 

36  8 

5-5 

30  - 

4-44 

32  6 

7-09 

45  - 

35  - 

5-56 

4-32 

36  8 

35  - 

5-5 

5-25 

30  - 

4-44 

32  6 

7-09 

35  - 

4-32 

35  - 

5-25 

■ 30  - ■ 

25  - 

5-45 

45  - 

- 

5-56 

- 

36  8 

- 

5'50 

- 

30  - 

- 

32  6 

7-09 

1 1 

13  4 

1-64 

10  - 

1-50 

9 2 

1-35 

9 2 

2-00 

no  - 

- 

1-23 

J English 

19  2 1- 
I Import. 

113 

-} 

9 2 

- 

1-37 

- 

8 4 

1-23 

7 6 
Import. 

1-63 

7 6 

- 

0-92 

- 

- 

- 

* 

- 

- 

6 5 

1-40 

Import,  s.  to  s. 

6 8 

- 

0-82 

- 

8 4 

- 

1-25 

- 

8 4 

1-23 

5 7 

1-21 

Import,  s.  to  s. 

[ 

Agricultu 

ral  Seed, 

l2-37 

J 

Mustard  Seed, 

1 1-60 

“ 

15  s.  10 
lots,  s. 

d.,  2-ton 
to  S.,  O.R. 

- 

lots,  s.  to  s.. 

•— 

- 

1 

O.R. 

J 

r Mustard 
- 14  s.  2 

F lots,  s. 

Seed, 
d.,  2-ton 
to  S.,  C.D. 

jl-75 

- 

- 

- 

- 

-1 

Agricultural  Seed, 
12  s.  6d.,  2-ton 
lots,  s.  to  s., 

O.R. 

1 1-85 

17  6 

3-81 

26  8 

- 

3-29 

- 

25  5 

- 

3-81 

23  9 

3-51 

21  8 

4-72 

13  4 

- 

1-64 

" - 

12  6 

- 

1-87 

- 

12  6 

1-85 

11  8 

2-54 

13  4 

- 

1-64 

- 

12  6 

- 

1-87 

- 

12  6 

1-85 

11  8 

2.54 

13  4 

- 

1-64 

^ - 

12  6 

- 

1-87 

- 

12  6 

1-85 

11  8 

2-54 

13  4 

- 

1-64 

4 — 

12  6 

- 

1-87 

- 

12  6 

1-85 

11  8 

2-54 

45  - 

5-56 

36  8 

5-5 

30  - 

4-44 

32  6 

7-09 

26  ' 8 

3-29 

- 

25  5 

3-81 

23  9 

3-51 

21  8 

4-72 

35  - 

" 

4-22 

" 

35  - 

* 

5-2.5 

30  - 

4 44 

25  - 

5-45 

0. 

R. 

O.R. 

5- ton  loads 

7 4 

“ 

1-10 

“ 

7 4 

1-08 

8 4 

1-81 

O.R. 

- 

- 

- 

- 

- 

- 

- 

- 

11  8 

1-7-2 

— 

- 

5-ton  loads. 

- 

- “ 

- “ 

- 

. - 

- 

8 4 

1-23 

8 4 

1-81 

o. 

R. 

5-ton  loads. 

10  - 

- 

1-50 

■ 

10  - ■ 

1-48 

8 4 

1-81 
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APPENDIX  TO  REPORT  FROM  THE 


No.  7. — Statement  showing  the  Rates  charged  for  the  Carriage  of  Butter, 


DESCRIPTION. 


Butter  : 

In  baskets,  flats,  and  hampers,  and  in  tubs  without  lids  - 
In  crocks 

In  crocks  in  vrood,  and  in  crocks  when  packed  with  straw 
in  baskets. 

In  cools 

In  casks  and  boxes,  and  tubs  with  lids  - - - • 

Butter  and  lard  in  casks 


Poultry  : 

Alive  - 
Dead  - 


£g&s  : 

In  hampers  and  sieves 
In  crates  and  bo.ves 

Meat  (fresh) 


■Grain  : 

In  lots  of  2 tons  - 
In  lots  of  4 tons  - 
In  lots  of  10  tons  - 
In  lots  of  20  tons  - 


"Seeds  : 

Agricultural,  clover  and  field  - 
Hemp,  mustard  for  grinding  • 


Canary  - - - 

Flax,  for  and  not  for  crushing  for  oil  - - - • 

Cotton,  for  crushing,  for  oil  - 

Fenugreek,  linseed,  rapeseed  (for  and  not  for  crushing  for 
oil). 

Seeds  not  otherwise  specified  - - . . . 


Wool  ; 

Also  alpaca,  goats,  and  mohair  • - • • 

Dressed  and  carded,  and  hatter’s,  or  fur  of  rabbits  - 

Mangel  Wurzel.  In  lots  of  4 tons,  S.  to  S.  - 

Potatoes.  In  lots  of  4 tons,  S.  to  S.  - 

Carrots.  In  lots  of  4 tons,  S.  to  S. 

Turnips.  In  lots  of  4 tons,  S.  to  S. 

Onions  - 


Cabbages 


Parsnips 

Potatoes  (old).  In  lots  of  5 tons,  packed 


Cheese 


Sudbury,  58  Miles. 

Class. 

Rate  per  Ton. 

Rate  per  Ton 

per  Mile. 

C,R 

0 R. 

— 

— 

s. 

d. 

s.  d. 

d. 

d. 

4th 

- 

— 

30 

- 

. 

6-20 

_ 

5tli 

- 

- 

35 

- 

- 

7-24 

3rd 

- 

-- 

20 

- 

- 

4T3 

- 

3rd 

- 

20 

. 

413 

2nd 

- 

- 

17 

11 

- 

3-70 

- 

- 

- 

- 

• 

“ 

- 

5fh 

35 

7-21 

4 th 

30 

G-20 

4th 

3rd  - 

30 

20  - 

C-20 

4-13 

3rd 

• 

20 

- 

• 

4T3 

- 

4th 

- 

- 

30 

- 

- 

6-20 

- 

S. 

8 

4 

1 72 

S. 

- 

- 

7 

6 

• 

1'35 

- 

— 

— 

_ 

8. 

6 

8 

S.  to  S.  - 

1-37 

2nd 

1st  - 

17 

11 

15  10 

3-70 

3-27 

1st 

15 

10 

* 

3-27 

- 

2nd 

17 

11 

3-70 

S. 

- 

- 

9 

2 

- 

1-89 

S. 

- 

- 

9 

2 

• • 

1-89 

- 

s. 

- 

- 

9 

2 

- 

1-89 

- 

4th 

- 

- 

30 

- 

• 

620 

- 

2nd 

17 

11 

3-70 

3rd 

- 

- 

20 

- 

• • 

4T3 

- 

S.S. 

- 

- 

- 

- 

- 

- 

- 

s.s. 

- 

- 

N 

S.S. 

- 

- 

s.s. 

- 

- 

). 

s.s. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

s.s. 

- 

- 

- 

- 

• 

- 

- 

- 

- 

- 

- 

- 

- 

9 

10 

11 


12 

13 

14 

15 


16 

17 


18 

19 

20 

21 

22 


23 

24 

25 


26 


27 

28 

29 

30 
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Poultry,  Grain,  Wool,  &c.,  between  London  (Bisbopsgate),  Great  Eastern,  See. — continued. 


Burj,  78  Miles. 

Swaffhatn,  113  Miles. 

Diss,  95  Miles. 

Harwich,  70  Miles. 

Rate 

Rate 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mils. 

Rate  per  Ton. 

per  Ton 
per 
Mile. 

Rate  per  Ton. 

per  Ton 
per 
Mile. 

s.  d. 

s.  d. 

d. 

d. 

s.  d. 

d. 

d. 

d. 

s.  ^/. 

s.  d. 

d. 

d. 

s.  d. 

s.  d. 

d. 

1 

36  8 

- 

5-64 

_ 

43  4 

4-60 

40  - 

5-05 

- 

33  4 

- 

5-71 

2 

41  8 

- 

6-41 

- 

50  - 

- 

5 30 

- 

46  8 

5-89 

- 

38  4 

- 

6-57 

3 

28  4 

- 

4-35 

- 

30  2 

- 

4-15 

- 

35  - 

4-42 

- 

21  8 

- 

3-71 

4 

28  4 

- 

4-35 

39  2 

4-15 

_ 

35  - 

4-42 

21  8* 

3-71 

5 

23  9 

- 

3-65 

- 

32  11 

- 

3-49 

- 

29  7 

- 

3-73 

- 

18  9 

- 

3-21 

C.D. 

6 

16  8* 

2-85 

7 

41  8 

6-41 

50  - 

5-30 

46  8 

5-89 

33  4 

6-57 

8 

36  8 

5-64 

43  4 

" 

4-60 

40  - 

5-05 

33  4 

5/1 

9 

36  8 

28  4 

564 

4'5 

40  4 

39  2 

4-60 

415 

40  - 

35  - 

5-05 

4-42 

33  4 

21  8 

5-71 

10 

28  4 

- 

4-35 

- 

39  2 

- 

415 

“ 

35  - 

- 

4-42 

- 

21  8 

- 

3-71 

11 

35  8 

- 

5-64 

- 

43  4 

- 

4-60 

- 

40  - 

- 

5-05 

- 

33  4 

- 

5-71 

12 

10  - 

1-53 

10  - 

106 

10  - 

1-26 

13 

9 2 

- 

1-41 

- 

9 2 

- 

0-97 

- 

9 2 

- 

M5 

- 

- 

- 

- 

14 

— 

— 

— 

— 

— 

— 

— 

— 

— 

15 

8 4,s. 

to  s.down 

1 28 

- 

8 4 

- 

0-88 

- 

8 4 

- 

1-05 

- 

- 

- 

/ Grain 

and 

1 

1 Seeds,Specia!, 

29  7 

- 

3*73 

- 

! down. 

8 s.  4 d. 

1-42 

16 

17 

rs^eds  not  in  Special 
\ Class,  2-ton  lots, 

/ 

Grain  and  Seeds  up 

I 

1 

per  ton,  2 -ton 

2-30 

-i 

to  London, Special 

ll-25 

- 1 

t lots 

- 

) 

(_  O.R.,  15  s-,  s.  to  s. 

i 

1 

Class,  11s.  lOrf. 

/ 

) 

1 

flip  7 s.  6rf. 

1 

1 

24  2 

- 

3-05 

- 

< per 

ton. 

1-34 

1 2-ton  lots 

J 

18 

23  9 

- 

3-65 

- 

32  11 

- 

3-49 

- 

29  7 

- 

3-73 

18  9 

_ 

3-21 

19 

13  4 

- 

2-05 

- 

14  2 

- 

1-50 

- 

13  4 

- 

1-68 

9 2 

- 

1-57 

20 

13  4 

- 

2-05 

- 

14  2 

- 

1-50 

- 

13  4 

_ 

1-63 

_ 

9 2 

1-57 

r 10  10,  2-ton  lots, 

1 66 

1 

21 

< s.  to  s. 

^ - 

14  2 

- 

1-50 

- 

13  4 

1-68 

9 2 

- 

1-57 

[,13  4 

205 

/ 

22 

36  8 

5-64 

43  4 

4-00 

40  - 

5-05 

33  4 

5-71 

23 

23  9 

3-05 

32  11 

3-49 

29  7 

3-73 

18  9 

3-21 

24 

28  4 

- 

4-35 

- 

39  2 

- 

4-15 

- 

35  - 

- 

4-42 

- 

21  8 

- 

3-71 

TExIra 
? and 

labour 

I 

25 

- 

- 

- 

— 

- 

- 

_ 

risk. 

y 1-28 

1 7s. 

6rf.  - 

i 

26 

f 

-| 

3 - ton 
loose ; 
lots. 

lots,'! 
2 - ton  [ 
packed,  t 

1-20 

TExtra 
. and 

L Is. 

labour 
risk, 
5c?.  - 

1 1-28 

J 

1 

10  s. 

-J 

r 

Up  to 

London,> 
'lass,  full  1 

27 

Special  c 

- 1 
] 

truckloads, extra  [ 
labour  and  risk,  1 

1-57 

- 

- 

- 

1 

12  s.  6d.  p’tonJ 

["Extra 

la'oour 

1 

28 

- 

- 

- 

- 

- 

- 

- 

- 

- 

• 

— 

J and 
) 7s. 

risk, 

6d., 

[.1-28 

1 4-ton  lots 

J 

1-28 

29 

- 

- 

- 

- 

- 

- 

- 

- 

_ 

7 6 

30 

- 

- 

- 

_ 

["Up  to  London, 

J O.R.,  s.  to 

1 s.,  11s.  8rf. 

12-00 

b per  ton 

J 

0.54 


Q 


STATEMENT  showing  the  Rates  for  Cattle,  &c.,  between  Stratford  (Great  Eastern)  and  other  Great  Eastern  Stations,  enumerated  below. 
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The  minimum  charge  for  a live  stock  waggon  is  6 5.j  including  disinfecting.  Sheep  cage  will  hold  about  double  the  quantity  of  a small  truck. 

Show  pigs  per  truck  load  7,  and  8. 
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No  special  Grain  Rates,  except  to  Newark  for  Foreign  Grain. 


]Vo.  10. Statement  of  Rates  furnished  by  Persons  who  are  not  prepared  to  give  Evidence  before  the  Select  Committee  of  the  House  of  Commons  on  Railway  Rates,  &c. — contimied. 
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Not  more  than  8 d.  per  ton  to  be  allowed  to  senders  for  these  rates  when  they  cart  to  the  carrier’s  premises.  t These  Grain  Rates  apply  at  Liverpool  and  Birkenhead  o y 


STATEMENT  compiled  fi-om  Information  furnished  by  Mr.  Richard  Garrett,  Carleton  Hall,  Saxmmidham. 
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STATEMENT  showing  the  Rates  charged  for  the  Conveyance  of  Cattle  and  Sheep  between  the  Stations  enumerated  below  (Particulars  taken  from 

Railway  Freight  Notes). 
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APPENDIX  TO  EEPORT  FROM  THE 


STA  TEMENT  showing  the  Kates  Charged  for  Conveyance  of  Manure  and  Feeding  Stuffs,  kc,, 
as  compiled  from  Particulars  sent  by  Mr.  John  Twentyman,  Blannerhasset  Farm,  Aspatria. 


b’  rom 

Mary  PORT 

to 

Miles. 

In  Bulk, 

2 Ton  Lots. 

In  Bags, 

2-Ton  Lots. 

In  Bags, 

4-Ton  Lots. 

Kate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

s. 

d.  . 

d. 

s.  d. 

d. 

s.  d. 

' d. 

Dearhain  Bridge- 

- 

2i 

2 

8-00 

2 - 

8-00 

Bull  Gill  - 

- 

4i 

2 

6 

6-00 

2 6 

6-00 



Dearliam 

- 

o' 

2 

— 

4-00 

2 - 

4-00 



Papcastle  - 

- 

8 

4 

2 

6-25 

4 2 

6-25 

3 6 

5-25 

Brigham 

- 

8 

4 

2 

- 

4 2 

- 

3 4 

5-00 

Cockermouth 

- 

10 

4 

2 

5-00 

4 2 

5-00 

3 4 

4-00 

Embleton  - 

- 

12 

5 

6-00 

5 - 

6-00 

Brassentliwaite  Lake 

- 

14 

- 

- 

- 

- 

- 

5 - 

4-28 

Braiihwaite 

- 

18 

7 

6 

5-00 

0 8 

4-44 

5 10 

3-88 

Keswick 

- 

20 

7 

6 

4-50 

6 8 

4-00 

5 10 

3-50 

Threlkeld  - 

- 

22 

- 

- 

- 

7 6 

4-09 

6 8 

3-63 

Troutbeck  - 

- 

25 

- 

- 

7 6 

3-60 

6 8 

8-20 

Penruddock 

- 

27 

- 

- 

- 

7 6 

3-33 

6 8 

2-96 

Blencow 

- 

30 

- 

- 

. 

8 4 

3 33 

— 

Penrith 

- 

32 

10 

- 

3-75 

8 4 

3-12 

7 6 

2-81 

Aspatria 

- 

8 

3 

- 

4-50 

3 - 

4’50 



Baggrow 

- 

10 

4 

- 

4-80 

4 - 

4-80 

3 6 

4-20 

Meal'gate  - 

- 

11 

4 

- 

4-36 

4 - 

4-36 

3 6 

3-81 

Bray  ton 

- 

10 

3 

4 

4 00 

3 4 

4-00 

- - 

— 

Broomfield  - 

- 

12 

o 

10 

5-83 

- 

- 

4 2 

4-16 

Abbey  Junction  - 

- 

15 

5 

10 

4-66 

- 

- 

4 2 

3-33 

Kirk  bride  - 

- 

18 

5 

10 

3-88 

- 

- 

4 2 

2-77 

Silloth 

- 

19 

5 

10 

3 68 

5 - 

3T5 

3 6 

2-21 

AVhitrigg  - 

- 

18 

5 

10 

3-88 

- 

- 

4 2 

2-77 

Bowness 

- 

23 

7 

6 

3-91 

- 

- 

5 10 

3-04 

Annan 

- 

30 

7 

6 

3 00 

- 

- 

5 10 

2'83 

Burgh 

- 

33 

7 

6 

2-72 

- 

- 

4 2 

1-67 

Duniburgh  - 

- 

37 

7 

6 

2-t3 

- 

- 

4 2 

1-35 

Port  Carlisle 

- 

38 

7 

6 

2-30 

- 

- 

5 10 

1-84 

Leegate 

- 

13 

3 

4 

3 07 

3 4 

3-07 

— 

— 

Wigton 

- 

17 

4 

- 

2-82 

4 - 

2-82 

3 6 

2-47 

Curthwaite  - 

- 

21 

5 

- 

2-85 

5 - 

2-85 

3 6 

2-00 

Dalston 

- 

24 

5 

- 

2-50 

5 - 

2-50 

3 6 

1'76 

Carlisle 

- 

28 

5 

10 

2-50 

5 10 

2-50 

3 6 

1*50 

Lyneside  {b) 

- 

35 

7 

6 

2-57 

10  - 

3-42 

— 

— 

Langwarthy 

- 

48 

10 

- 

2-50 

8 4 

2-08 

7 6 

1*87 

Temple  Sowerby  - 

- 

54 

9 

2 

2 03 

— 

— 

— 

— 

Southwaite  (a)  - 

- 

36 

10 

- 

3-33 

— . 

— 

— 

— 

Workington 

- 

5 

2 

6 

6-00 

2 6 

6-00 

— 

— 

Harrington 

- 

8 

2 

6 

3'75 

2 6 

3-75 

— 

- - 

Farton 

- 

10 

2 

6 

3-00 

2 6 

3 00 

— 

— 

Whitehaven 

- 

12 

3 

4 

3-33 

3 4 

3-33 

1 

— 

St.  Bees 

- 

16 

3 

4 

2 50 

3 4 

2-50 

1 

— 

Netherton  - 

- 

18 

- 

- 

- 

4 2 

2-77 

1 

— 

Sellafield 

21 

4 

2 

2-38 

4 2 

2-38 

i 

— 

Leascale 

- 

23 

5 

- 

2*60 

5 - 

2 60 

— 

Drigg 

• 

25 

“ 

i ' ’ 

5 10 

2-80 

— 

(«)  Through  rate  is  10s.;  but  book  to  Carlisle,  3s.  Qd,,  re-book  to  Southwaite,  2s.  llJ.z=6s.  5rf. 
(Z))  Ditto  - 10s.  - ditto  - Qs.Qd.,  ditto  - Lyneside,  2s.  \d.~6s.T(L 


By  comparing  the  distances  by  the  rates  extraordinary  anomalies  will  be  seen. 
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Statement  showing  the  Rates  Charged  for  Conveyance  of  Manure  and  Feeding  Stuffs,  &c. — continued. 


In  Bulk, 

In  Bags, 

In  Bags, 

From 

Miles. 

[n  2-Ton 

Lots. 

2- Ton  Lots. 

4-Ton  Lots. 

Aspatria 

to 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

s. 

d. 

d. 

s.  d. 

d. 

5, 

d. 

d. 

Bray  ton 

- 

2 

3 

- 

18-00 

2 _ 

1-2-00 

2 

- 

12  00 

Leegate 

- 

5 

3 

- 

7-20 

2 - 

4-80 

2 

- 

4-80 

Wigton 

- 

8 

3 

4 

.5-00 

2 6 

3-75 

2 

6 

3-75 

Curthwaite  - 

- 

13 

3 

6 

3-23 

3 6 

3-23 

3 

6 

3 •23 

Dalston 

- 

16 

3 

6 

2-62 

3 6 

2-62 

3 

6 

2-62 

Carlisle 

- 

20 

5 

10 

3-50 

4 2 

2-50 

4 

2 

2-50 

Bullgill 

- 

4 

3 

- 

9-00 

2 - 

6-00 

2 

- 

6 00 

Maryport 

- 

8 

4 

2 

6-25 

3 - 

A -50 

3 

- 

4-50 

Baesirow 

- 

o 

3 

- 

18-00 

2 - 

12-00 

2 

- 

1200 

Mealsgate 

- 

3 

3 

- 

12-00 

2 - 

8-00 

2 

- 

8-00 

Abhey  Junction  - 

- 

7 

6 

8 

11-42 

5 - 

8-59  , 

5 

- 

8-59 

Brigham 

- 

8 

4 

6 

6-75 

3 4 

5-00 

3 

4 

5-00 

In  Bulk, 

In  Bags, 

I 

1 Bags. 

From 

Article. 

2-Ton  Lots. 

2-Ton 

Lots. 

4-Ton  Lots. 

Liverpool 

Miles. 

to 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

y*  '• 

s.  d. 

d. 

s.  d. 

d. 

s. 

d. 

d. 

Penrith 

Indian  Corn  - 

- 

109 

16  3 

1-78 

13  9 

1 51 

11 

3 

1-23 

Palm  Nut  Meal 
Peas,  Linseed  - 

>• 

- 

- 

- 

- 

- 

Linseed  Cake  - 
Feeding  Stuffs 

]"• 

109 

15  - 

1 65 

12  6 

. 1-37 

10  10 

1-19 

Manures 

c. 

- 

- 

- 

- 

- 

- 

Mary  port  - 

Indian  Corn  - 

A. 

141 

17  11 

1-52 

14  3 

1-21 

11 

3 

0-95 

Feeding  Stuffs 

B. 

- 

16  8 

1-41 

13  - 

1-10 

10 

10 

0-92 

Manures 

C. 

- 

- 

- 

- 

- 

1 

- 

Whitehaven 

Indian  Corn  - 

A. 

143 

13  9 

1-15 

11  3 

0-94 

1 1 

3 

0'94 

Feeding  Stuffs 

B. 

- 

12  6 

1-04 

10  - 

0-83 

- 

Manures 

C. 

- 

- 

- 

- 

- 

Brigham  - 

Indian  Corn  - 

A. 

133 

15  5 

1 39 

13  9 

1-24 

13 

9 

1-24 

Feeding  Stuffs 

B. 

- 

14  2 

1-27 

12  6 

1-12 

- 

Manures 

C. 

- 

- 

- 

- 

- 

- 

— 

B 4 


0.54. 
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STATEMENT  showing  the  Kates  Charged  for  Coal  in  Owner’s  Trucks  from  Collieries  to 

Norfolk  Stations. 


Clifton  Colliery 
Barnsley  Colliery 
Lambton  Colliery  - 


Attleboro’ 

Wymondhara 

Dereham 

Diss 

Norwich  - 
Yarmouth 
Lowestoft 


Rales  from 
Clifton 
Colliery, 
Notts, 
per  Ton. 


s.  d. 

8 - 

8 1 

7 8 

8 8 

6 11 
6 - 
6 4 


Rates  from 
Barnsley, 
South 
Yorkshire 
Collieries, 
per  Ton. 


s.  (I. 

9 3 

9 5 

9 - 

10  - 

8 2 

7 3 

7 7 


Rates  from 
Lambton 
Colliery, 
Durham, 
per  Ton. 


s.  d. 
11  2 

1 1 3 

10  10 

10  3 

9 5 

9 9 


Yarmouth  is  36  miles  further  from 
the  collieries  than  Attleboro’, 
and  yet  you  will  observe  Irom 
these  rates  they  charge  Is.  9 d. 
in  one  case,  and  2 s.  per  ton  in 
the  others,  more  to  Attleboro’ 
than  to  Yarmouth. 

Diss  is  not  so  far  from  collieries 
as  Yarmouth,  by  three  miles,  but 
the  charge,  2 s.  8 d.  and  2 s.  9 d. 
per  ton  moie  to  Diss  than  to 
Yarmouth. 

Attleboro’  is  nearer  the  collieries 
by  16  miles  than  Norwich,  and 
yet  the  rate  to  the  former  place 
is  1 s.  1 d.  per  ton  more  than  to 
the  latter. 


Yarmouth  is  20  miles  further  off 
the  collieries  than  Norwich,  but 
the  rate  for  the  longer  distance 
is  1 1 d.  per  ton  less  than  for  the 
shorter. 


In  all  these  rates  the  shortest  dis- 
tance has  the  higliest  and  the 
longest  distance  the  lowe.st  rates, 
because  of  water  competition. 
All  coals  going  to  Yarmouth 
fiom  the  collieries  by  rail,  actu- 
ally pass  through  Attleboro’ 
and  Norwich  statio.^s,  and  of 
course  all  coals  for  Norwich 
must  pass  through  Attleboro’ 
station. 


SALT. 

Mornement,  of  Eccles-road,  has  trucks  of  salt  sent  quite  through  from  Cheshire  to  Yarmouth, 
and  then  re-booked  and  returned  to  Eccles,  as  the  rates  combined  (f.e.,  from  Cheshire  to  Y^armouth, 
and  from  Yarmouth  to  Eccles,  were  less  than  the  rates  from  Cheshire  to  Eccles  direct,  conse- 
quently the  railway  company  carry  the  salt  77  miles  further  for  less  money. 


RATES  from  Trowsk  Station  (Norwich,  Great  Eastern). 
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iVo<e.— Difference  between  Yarmouth  and  Lowestoft  Special  Class  Rales.  Oil  Cake  Rates  in  Sections  2 and  3,  and  distances  against  rates  in  Sections  4 and  5. 
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INEQUALITY  IN  CHAKGES  FOR  CARRIAGE  OF  FOREIGN  AND  ENGLISH 

HOPS. 


Carriage  on  English  Hops,  showing  Rate  per  Ton  and  Mileage. 


Rates  for  Conveyance  of  Hops  to  London,  per  Pocket,  weighing  1 cwt.  2 qrs,.  12  lbs. 


1. — South  Eastern  Railway. 


Miles. 

From  Station 

at 

s. 

tf. 

Miles. 

From  Station  at 

s. 

d. 

Miles. 

From  Station  at 

5. 

d. 

9 

Beckenham  - 

1 

3 

43 

Farleigh 

2 

6 

39 

Wadhiirst 

3 

10 

Bromley 

1 

3 

40 

Water!  ngbury 

- 

2 

6 

43 

Ticehurst-road 

• 

3 

- 

12 

Bickley 

. 

1 

3 

22 

Redhill 

- 

2 

3 

50 

Kobertsbridge 

- 

3 

- 

10 

Grove  Park  - 

. 

1 

3 

28 

Godstone 

- 

2 

3 

55 

Battle  - 

- 

3 

- 

10 

Chislehurst  - 

- 

1 

3 

33 

Edenbridge  - 

- 

2 

3 

62 

Hastings 

- 

3 

- 

13 

Orpington  - 

- 

1 

6 

38 

Penslnirst 

- 

2 

3 

61 

Ham-street  - 

- 

3 

- 

15 

Chelstield 

- 

1 

6 

29 

Tonbridge  - 

- 

2 

6 

64 

Appledore  - 

- 

3 

- 

20 

Dunton  Green 

1 

9 

34 

Paddock  Wood 

- 

2 

6 

71 

Rye  - 

- 

3 

- 

22 

Seven  Oaks  - 

- 

2 

0 

39 

Marden 

- 

2 

9 

72 

Winchelsea  - 

- 

3 

27 

Hildenborough 

- 

2 

6 

41 

Staplehurst  - 

- 

3 

- 

60 

Wye  - - 

- 

3 

- 

9 

Eltham 

- 

1 

6 

45 

Headcorn 

- 

3 

- 

65 

Cliilbam 

- 

3 

- 

19 

Dartford 

- 

1 

9 

50 

Pluckley 

- 

3 

- 

67 

Chartham 

- 

3 

- 

21 

Northfleet 

- 

2 

- 

56 

Ashford 

- 

3 

- 

70 

Canterbury  - 

- 

3 

- 

23 

Gravesend  - 

- 

2 

- 

60 

Smeedi 

- 

3 

72 

Sturry  - 

- 

3 

- 

28 

Higliam 

- 

2 

— 

64 

VVestenhanger 

- 

3 

- 

47 

Etching!] am  - 

- 

3 

- 

31 

Strood 

- 

2 

- 

65 

Hythe 

- 

3 

- 

38 

Yalding 

- 

2 

6 

S3 

Caxton 

- 

2 

- 

70 

Sandgate 

- 

3 

- 

76 

Whitstable  - 

• 

8 

3 

36 

Snodland 

- 

2 

6 

34 

Tunbridge  Wells 

- 

2 

9 

76 

Grove  Ferrv 

- 

3 

3 

38 

45 

Ayiesford 
Maidstone  - 

- 

2 

2 

6 

6 

36 

Frant  - 

2 

9 

78 

Beyond  Grove  Ferry 

3 

3 

2. — London,  Brighton,  and  South  Coast  Railway. 


Miles, 

Miles. 

Miles. 

From  Station  at 

5. 

d. 

From  Station  at 

s. 

d. 

From  Station  at 

s. 

d. 

13 

Caterhara  Junction 

1 

6 

55 

Isfield 

2 

6 

65 

Pevensey 

3 

22 

Redhid 

2 

3 

55 

Uckfield 

2 

6 

71 

Bexliill 

3 

— 

25 

Horley 

2 

3 

53 

Glynde 

2 

9 

74 

St.  Leonards 

3 

- 

29 

Three  Bridges 

2 

6 

57 

Berwick 

3 

- 

70 

Hastings 

3 

- 

31 

Rowfant 

2 

6 

61 

Polcgate 

3 

- 

51 

Rotlierfield  - 

3 

— 

46 

Groombridge 

2 

9 

33 

Grange-road 

2 

6 

48 

Eridge 

2 

9 

49 

Tunbridge  Wells  - 

2 

9 

36 

East  Grinstead 

2 

6 

56 

Buxied 

3 

— 

44 

Plumpton 

2 

6 

39 

Forest- row  - 

2 

6 

33 

Balcombe 

2 

6 

48 

Cooksbridge 

2 

6 

42 

Flartfield 

2 

6 

37 

Hayward’s  Heath 

2 

6 

50 

Lewes  - - - 

2 

6 

44 

Withvham  - 

2 

9 

41 

Burgess  Hill 

2 

6 

53 

Barcombe  - 

2 

6 

64 

Hailsham 

3 

3. — London,  Chatham,  and  Dover  Railway. 


Miles. 

Miles. 

Miles. 

From  Station  at 

s. 

d. 

From  Station  at 

d. 

From  Station  at 

s. 

d. 

8 

Beckenham  - 

1 

3 

20 

Farningham-road  - 

1 

9 

48 

'I’eynham 

2 

0 

10 

Bromley 

1 

O 

O 

23 

Fawkbam 

2 

- 

52 

Faversham  - 

2 

9 

12 

Bickley 

1 

3 

24 

Longfield  Siding  - 

2 

- 

58 

Whitstable  - 

3 

3 

14 

St.  Mary  Cray 

1 

6 

29 

Meopbam 

o 

- 

02 

Herne  Bay  and 

3 

3 

18 

Swanley 

1 

6 

27 

Sole-street  - 

2 

- 

Stations  beyond. 

18 

Eynsford 

1 

9 

34 

Chatham 

2 

- 

55 

Selling 

3 

- 

22 

Shoreham 

1 

9 

36 

New  Brompton 

o 

- 

07 

Chartham 

3 

- 

25 

Seven  Oaks  - 

2 

- 

39 

Rainham 

2 

3 

61 

Canterbury  - 

3 

_ 

27 

Kcmsing 

2 

- 

41 

Newington  - 

2 

6 

04 

Beke.s  bourne 

3 

— 

26 

Wrotham 

2 

3 

45 

Sittingbourne 

2 

9 

67 

Adisham  and  Sta- 

3 

3 

34 

Mailing 

2 

6 

49 

Queensborough  - 

2 

9 

tions  beyond. 

39 

Maidstone  - 

2 

0 

51 

Slieerness 

2 

9 

0.54.  T 
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APPENDIX  TO  PwEPORT  FROM  THE 


EXAMPLES  of  Rates  by  Carriage  on  Hops  from  sundry  Stations  per  the 

undermentioned  Railways. 


1. — South  Eastern  Railway. 


Stations. 

Miles 

from 

London. 

Charge 

per 

Pocket. 

Rate  per 

Ton. 

£.  s d. 

£.  s. 

d. 

Beckenham 

- 

- 

- 

9 

- 1 3 

- 15 

6i 

Dartford 

- 

- 

- 

19 

- 1 9 

1 1 

9i 

Staplehurst 

- 

- 

- 

41 

- 3 - 

1 17 

n 

Whitstable 

- 

- 

- 

76 

- 3 3 

2 — 

Canterbury 

- 

- 

- 

70 

- 3 - 

1 17 

2i 

2. — London, 

Brighton,  and  South  Coast 

Railway. 

Stations. 

Miles 

from 

London. 

Charge 

per 

Pocket. 

Rate  per 

Ton. 

£.  s.  d. 

£.  s. 

d. 

Redhill  - 

- 

- 

- 

22 

- 2 3 

1 8 

- 

Bridge  •• 

- 

- 

- 

48 

- 3 - 

1 17 

n 

Glynde  - 

- 

- 

- 

63 

- 2 9 

1 14 

n 

Uckfield 

- 

- 

- 

56 

- 2 6 

1 11 

1 

Hastings 

- 

- 

- 

76 

- 3 - 

1 17 

H 

3. 

-London 

Chatham,  and  Dover  Railway. 

Stations. 

Miles 

from 

London. 

Charge 

per 

Pocket. 

Rate  per 

Ton. 

£.  5.  d. 

£,  a. 

d. 

Beckenham 

- 

- 

- 

8 

■■  1 3 

- 15 

Maidstone 

- 

- 

- 

39 

- 2 6 

1 11 

Sittingbourne  - 

- 

- 

- 

45 

- 2 9 

1 14 

Bekesbourne  - 

- 

• 

• 

64 

- 3 - 

1 17 

n 

Dover 

- 

- 

- 

77 

- 3 3 

2 - 

H 
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Carriage  on  Foreign  Hops,  showing  Rate  per  Ton  and  Mileage. 


Foreign  Hops. 

Average  Weight. 

Distance  in 
Miles  from 
London 

Rate  ])er 

Ton,  about 

1. — Shipping,  Freight,  and  Rail  from  Boulogne 
to  London  vid  Folkestone,  delivered 
into  Borough  London  Warehouse,  per 
South  Eastern  Railway  Company 

Cmt.  q7's.  lbs. 

2 2 15 

99 

£.  s.  d. 

- 19  7 

2. — Shipping,  Freight,  and  Rail  from  Dieppe 
vid  Newhaven,  delivered  into  Borough 
Warehouse,  London,  per  London, 
Brighton  & South  Coast  Railway 

2 

2 15 

121 

- 17  - 

3. — Shipping,  Freight,  and  Rail  from  Calais 
vid  Dover,  delivered  into  Borough 
London  Warehouse,  per  London,  Chat- 
ham & Dover  Railway  ... 

2 

2 15 

98 

- 19  7 

The  cost  of  bringing  Hops  from  New  York 
into  the  Borough  Warehouses  direct,  or  vid 
Liverpool  - - ... 

1 

2 12 

3,249 

5 16  8 

Thus,  as  per  Example  No.  1 — 

The  South  Eastern  Railway  charge  for  the  carriage  of  one  ton  of  Hops  fi-om  Staplehurst 
Station  to  London,  a distance  of  41  miles,  37  s.  2d.  On  the  other  hand,  they  will  carry 
one  ton  from  Boulogne,  a distance  of  99  miles,  into  a Borough  warehouse,  including 
freight,  landing,  and  delivery,  for  19*'.  7 d. 

According  to  Example  2,  it  will  be  seen  that  the  London,  Brighton  and  South  Coast  Railway- 
charge  37  s.  2 d.  per  ton  from  Bridge  to  London,  48  miles,  while  they  will  bring  Hops 
from  Dieppe,  including  shipping,  freight,  and  rail,  into  a Borough  Warehouse  for  17  s. 
per  ton. 

Again,  Elxaraple  3.  The  Chatham  and  Dover  Railway  Company  charge  34  «.  2 d.  per  ton  for 
the  carriage  of  Hops  from  Sittingbourne  to  London,  a distance  of  45  miles,  while  they 
will  bring  one  ton  from  Calais,  including  all  the  extra  expense  and  labour  involved  in 
shipping,  freight,  landing,  and  delivering  into  a Borough  Warehouse,  a distance  of  98 
miles,  for  19  s.  7 d.  per  ton. 


T 2 
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APPENDIX  TO  REPOUT  FROM  THE 


Appendix,  No.  25. 


PAPER  handed  in  by  the  Chairmaji. 


ABSTRACTS  compiled  from  Statements  prepared  by  the  Secretary  of  the 
Royal  Agricultural  Society  of  England. 


Table  showing  Inequality  of  Rates  charged  for  the  Cai’riage  of  Cattle,  Sheep,  Milk,  Butter,  Fruit, 
Grain,  Flour,  Vegetables,  and  other  Merchandise,  by  the  following  Railway  Companies: — 

London  and  North  Western.  South  Eastern. 

London,  Chatham,  and  Dover.  Great  Western. 

Great  Eastern. 


Compiled  from  Statements  in  Appendix,  No.  24,  pp.  108-147. 


Great  Eastern  Railway  Company  (per  Passenger  Train). 


Cl 

d. 

Rate 

< 

Between 

And 

Description,  &c. 

Class. 

Distance. 

Rate. 

per  Ton  per 

c 

Slile,  &c. 

bo 

c! 

/ 

V 

Miles. 

Per 

Gall 

Mininmm. 

$. 

d. 

d. 

109 

Romfoid  - 

- 

London  (Lire 

■pool- 

Milk 

5th 

13 

- 

2 

6 

street). 

109 

'I'heydon  Hois  - 

- 

- 

- 

ditto 

- 

ditto 

- 

15 

2 

6 

109 

Hoydon  - 

- 

- 

- 

ditto 

- 

ditto 

S’O 

- 

1 

2 

108 

Sawbridgenorth 

- 

- 

ditto 

- 

ditto 

... 

27 

- 

3 

“4 

8 

109 

Chelmsford 

- 

- 

- 

ditto 

- 

ditto 

- 

30 

- 

4 

8 

108 

Newport  - 

- 

- 

- 

ditto 

- 

ditto 

- 

JJ 

40 

- 

4 

8 

109 

Cambridge 

- 

- 

- 

ditto 

ditto 

- 

56 

- 

1 

10 

109 

Sudbury  - 

- 

- 

ditto 

- 

d tto 

- 

59 

- 

1 

10 

108 

Melford  - 

- 

- 

ditto 

- 

ditto 

- 

62 

- 

1 

10 

109 

Bury 

- 

- 

. 

ditto 

- 

ditto 

« _ _ 

>> 

78 

- 

1 

10 

108 

Manea 

- 

- 

ditto 

. 

ditto 

- 

80 

- 

1 

10 

108 

Chatteris 

- 

. 

ditto 

ditto 

- - - 

81 

- 

1 

10 

108 

March 

• 

- 

- 

ditto 

- 

ditto 

- 

83 

1 

10 

Pate  ■per  Cict. 

Minimum 

cLaiffe 

10  d. 

c. 

R. 

0. 

u. 

C.  R. 

0,  R. 

s. 

d. 

s. 

d. 

d. 

d. 

109 

Romford  - 

- 

Lond 

oa  (Livei 

pool* 

Meat,  pigeons,  and  live 

4th  & 5th 

13 

1 

5 

- 

9 

1-30 

0-69 

street). 

poultry. 

109 

'I'heydon  Bois  - 

- 

- 

- 

ditto 

- 

- 

ditto 

15 

1 

5 

9 

M3 

0-60 

109 

Roydon  - 

- 

- 

- 

ditto 

- 

- . 

ditto 

20 

1 

5 

- 

9 

0-85 

0-45 

108 

Sawbridgwoi  th  - 

- 

- 

- 

ditto 

. . 

ditto 

27 

4 

9 

2 

5 

2-1  1 

1-07 

109 

Chelmsford 

- 

- 

- 

ditto 

- - 

ditto 

30 

4 

9 

2 

5 

1-90 

0-96 

10a 

Newport  - 

- 

- 

- 

ditto 

- 

- • 

ditto 

40 

4 

9 

0 

5 

1-42 

0-72 

109 

Cambridge 

- 

- 

- 

ditto 

. 

- - 

ditto 

56 

4 

9 

2 

5 

101 

0 51 

109 

Sudbury  - 

- 

- 

- 

ditto 

- 

- - 

ditto 

59 

4 

9 

2 

5 

0-96 

0-49 

108 

Melford  - 

- 

ditto 

. • 

ditto 

62 

4 

9 

o 

5 

0-91 

0-46 

109 

Bury 

- 

- 

- 

ditto 

- 

- _ 

ditto 

91 

78 

4 

9 

2 

5 

0-73 

0-37 

108 

Alanea 

- 

- 

. 

dit  0 

. 

- - 

ditto 

80 

4 

9 

2 

5 

0-71 

0-36 

108 

Chatteris 

- 

- 

- 

ditto 

- - 

ditto 

81 

4 

9 

2 

5 

0'70 

0-35 

108 

March 

- 

- 

ditto 

- 

- - 

ditto 

9* 

86 

4 

9 

2 

5 

0 66* 

0-33 

s. 

d. 

a 

109 

Romford  - 

- 

- 

- 

ditto 

4th 

13 

1 

5 

1-30 

109 

1 heydon  Bois  - 

- 

- 

- 

ditto 

- 

15 

1 

5 

1-13 

109 

Roydon  - 

- 

- 

- 

ditto 

4 th  & 5 th 

20 

I 

5 

0-85 

108 

Sawhridgeworth 

- 

- 

- 

ditto 

Dead  poultiy 

5lh 

27 

4 

9 

211 

109 

Chelmsford 

- 

- 

ditto 

Dead  ral}I)its 

3rd 

30 

4 

9 

1-90 

108 

Newport  - 

- 

- 

ditto 

Butte 

r,  eggs  - 

5 th 

40 

4 

9 

1 

42 

109 

Cambridge 

- 

- 

- 

ditto 

Plan 

s and  flowers  in 

56 

4 

9 

l-Ol 

109 

Sudbuiy  • 

- 

• 

ditto 

pots. 

59 

4 

9 

0 96 

103 

Melford  - 

- 

- 

ditto 

Fruit 

and  vegetables 

62 

4 

9 

0-91 

109 

liuiy 

- 

ditto 

- 

Rabbits  alive 

78 

4 

9 

0-73 

108 

Manea 

- 

- 

ditto 

80 

4 

9 

0 

71 

108 

Chatteris  - 

- 

- 

ditto 

„ 

61 

4 

9 

0 

70 

108 

March 

" 

- 

• 

ditto 

1 

86 

4 

9 

0-66 

* Minimum,  56  lbs, 
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London  and  North  Western  Kailway  Company  (per  Goods  Trains). 


Page  in  App.  24. 

Between 

And 

Description,  &c. 

Class. 

Distance. 

Rate. 

Rate 

per  Ton  per 
Mile,  See. 

' 

\ 

\ 

Milen. 

Per  Ton. 

s. 

d. 

d. 

Ill 

London  (Camden) 

. 

Lei^liton  - 

- 

- 

1 Vegetables,  potatoes  i 

Special 

39 

6 

« 

2-05 

110 

Ditto 

. 

- 

Bleichley  - 

- 

- 

(old),  carrots,  onions, 

4tj 

8 

4 

217 

110 

Ditto 

- 

- 

Cnmbridgp 

- 

- 

: mangel  wurizel,  pars-^ 

91 

11 

3 

1 53 

111 

Ditto 

- 

- 

^Peterborough 

. 

- 

nips,  3-ton  lots  and 

109 

12 

6 

1-37 

111 

Ditto 

- 

- 

Shrewsbury 

- 

• 

J above  (loose).  1 

161 

25  ( 

C.  & D.) 

1-86 

111 

Ditto 

. 

. 

Leit;htou  - 

. 

1 ( 

2nd 

39 

16 

8 

5-12 

110 

Ditto 

- 

- 

Bletchley  - 

- 

- 

Peas  and  other  vege- 

46 

16 

8 

4 34 

110 

Ditto 

- 

- 

Cambridge 

- 

- 

^tables,  under  1-ton' 

91 

21 

8 

2-85 

111 

Ditto 

_ 

- 

Peterborough 

- 

- 

1 lots 

109 

23 

4 

2‘56 

111 

Ditto 

- 

- 

Shrewsbury 

- 

- 

1 1 

161 

35 

- 

2 60 

no 

Ditto 

• 

Cambridge 

• 

. 

Grain  (home  grown). 

Special 

91 

9 

2 

1-20 

4-ton  lots. 

no 

Ditto 

. 

- 

• ditto 

- 

- 

Grain  (foreign),  4-ton 

91 

7 

6 

0'93 

lots. 

Great  Eastern  Railway  Company  (per  Goods  Trains). 


1)2 

112 

Stratford  Market 
Ditto 

- 

Ilford 

Hale  End 

- 

- 

1 Vegetables  of  all  de-  I 

Special 

4 

7 

3 

4 

9 

2 

11-25 

7-14 

112 

112 

112 

Ditto 

Ditto 

Ditto 

* 

• 

Roydou  - 
Great  Chesterford 
Downham 

- 

1 scriptions  packed  in  j 
j 2 ton  lots,  and  cart-  j 

1 age  in  London.  1 

91 

9» 

19 

44 

85 

7 

9 

10 

1 

2 

10 

4-47 

2-50 

1-52 

112 

Ditto 

, 

Ilfoid 

1 Vegetables  of  all  de-  r 

1st 

4 

7 

1 

21-25 

112 

Ditto 

- 

- 

Hale  End 

- 

- 

1 sciiptinns  packed  in  1 

>> 

7 

7 

6 

12-85 

1 12 

Ditto 

- 

. 

- 

Roydon  - 

• 

- 

1 less  than  2-ton  lots,  | 

ft 

19 

8 

9 

5-52 

1 12 

Ditto 

- 

• 

. 

Great  Chcsteiford 

- 

and  cartage  in  Lon- 

44 

12 

6 

3-40 

112 

Ditto 

- 

- 

• 

Downham 

- 

- 

) don.  1 

>9 

85 

15 

- 

2-11 

112 

Ditto 

* 

Ilford 

- 

"I  Carrots,  potatoes,  p,ir-  r 

Special 

4 

3 

9 

1 1-25 

112 

Ditto 

. 

- 

- 

Hale  End 

- 

- 

snips,  turnips  for 

>» 

7 

3 

9 

6-42 

112 

Ditto 

- 

- 

- 

Roydon  - 

- 

- 

) domestic  purposes, ' 

t9 

19 

5 

- 

315 

112 

Ditto 

- 

- 

- 

Great  Chesterford 

. 

in  2-ton  lots  and 

44 

7 

1 

1-93 

112 

Ditto 

- 

- 

- 

Dowtiham 

- 

- 

J Upwards,  L 

>9 

b5 

8 

4 

1-17 

113 

113 

London 

Ditto 

(Bishopsgate) 

Epping  - 
Melton 

- 

- 

r Vegetables  of  all  de-l 
) sciiptions  packed  hi  1 

Special 

16 

80 

10 

14 

10 

7 

8-12 

2-18 

113 

Ditto 

- 

- 

- 

Peterborough 

- 

- 

1 2-ton  lots,  cartage  [ 
1 in  London.  J 

100 

16 

<> 

1-98 

113 

113 

113 

Ditto 

Ditto 

Ditto 

- 

- 

- 

Epping  - 

Melton 

Peterborough 

- 

- 

, Vegetables  of  all  de-I 

1 scriptions  packed  in  | 

1 less  than  2 ton  lots,  ' 
1 cartage  in  London.  J 

1st 

>) 

9* 

16 

80 

100 

14 

18 

2 

9 

10-62 

2-81 

113 

113 

Ditto 

Ditto 

- 

- 

- 

Epping  - 
Melton 

- 

- 

^ Carrots,  potatoes,  &r. ) 
, for  domestic  pur-  ( 

Special 

16 

80 

5 

8 

5 

9 

4-06 

1-31 

113 

D.tto 

• 

• 

*■ 

Peterborough 

• 

- 

1 poses,  ill  2 ton  lots  f 
and  upwards.  J 

ff 

100 

London,  Chatham,  and  Dover  Railavay  Company  (per  Goods  Trains). 


1 

Grain,  Sec.,  2-ton  lots 

Special 

30 

5 

2-00 

115 

Blaekfriars 

- 

- 

Wrotbam  - 

Grain,  &c.,  4-ton  lots 

30 

3 

9 

1-50 

1 

Hops  ... 

3rd 

30 

13 

4 

5-33 

115 

r 

Grain,  &c.,  2-ton  lots 

Special 

40 

5 

1-50 

Ditto 

- 

- 

Maidstone  - -< 

Grain,  &c.,  4-ton  lots 

40 

4 

- 

1-20 

1 

Hops  ... 

3rd 

40 

13 

4 

4-00 

115 

London  - 

Qu-'enborough-l- 

Pears,  plums,  apples. 

1 St 

50 

25 

6-00 

walnuts,  &c. 

115 

Ditto 

• 

Flushing  (Holland)  - 

. - ditto 

1st 

60 

12 

6 

— 

* Potatoes,  carrots,  mangel  wurtzel  and  turnips  to  Peterborough,  in  5-ton  lots,  7 s.  6 rf.  per  ton. 

t Fruit. — The  great  difference  in  the  rate  charged  to  Qiieenhorough,  as  against  Flushing,  which  simply  amounts  to  giving  the  foreign  grower 
a bonus  of  1 2 5.  6 d.  a ton. 
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APPENDIX  TO  REPOP.T  FROM  THE 


Great  Western  Railway  Company  (per  Goods  Train). 


d 

Ph 

C 

<0 

CU 

Between 

And 

Description,  &c. 

Class. 

Distance. 

Rate. 

Rate  per  Ton 

per  Mile,  &c. 

Miles. 

s.  d. 

d. 

115 

Penzance* 

London  - 

■{ 

Potatoes  - - - 

Urocoli  - - - 

Special 

)r 

328 

328 

^ 4^ 

0 

1 1 

1-64 

1-46 

115  • 

Jersey,  or  Cherbourg  f 

London  - 

1 

"1 

Potatoes  - - - 

Brocoli  - - - 

>} 

30  - 
36  - 

— 

Great  Eastern  Railway  Company  (per  Goods  Train). 


Butter  : 

In  casks  with  lids 

- 

2nd 

15 

11 

3 

9-00 

In  cools,  &c. 

- 

3rd 

16 

11 

8 

9-33 

117 

Stratford  - 

In  baskets,  &c. 

4th 

15 

16 

— 

12-00 

- 

- 

Brentwood 

In  crocks 

- 

6 th 

15 

17 

6 

14-00 

Poultry  : 

Dead 

- 

4th 

16 

15 

- 

12-00 

Alive  - 

- 

6 th 

15 

17 

6 

14-00 

Butter  : 

In  casks  with  lids 

- 

2nd 

41 

17 

11 

5-24 

In  cools,  &c.  - 

- 

3rd 

41 

20 

- 

9-75 

117 

Ditto  - 

Braintree  - 

In  baskets,  &c. 

4th 

41 

26 

8 

7-80 

• 

• 

-( 

In  crocks 

5th 

41 

31 

8 

9-26 

Poultry  : 

Dead 

- 

4 th 

41 

26 

8 

7-80 

Alive  - 

- 

6 th 

41 

31 

8 

9-26 

/ 

Butter  : 

In  casks  with  lids 

- 

2nd 

66 

18 

9 

3-40 

In  cools,  &c. 

- 

3rd 

66 

21 

8 

3-93 

116 

Harwich  • 

- 

- 

Stratford 

- - 

In  baskets,  &c. 

In  crocks 

- 

4 th 

6 th 

66 

66 

33 

38 

4 

4 

6-06 

7-12 

Poultry : 

4 th 

33 

Dead  - 

66 

4 

6-06 

V 

Alive  - 

- 

6 th 

66 

38 

4 

7-12 

/ 

Grain,  flour,  &c.,  2-ton 

Special 

16 

6 

- 

4 00 

lots. 

Grain,  flour, &c.,  4-ton 

16 

4 

7 

3-66 

lots. 

117 

Stratford  - 

- 

- 

Brentwood 

■ 

c. 

R. 

0.  1 

C.  R. 

0.  R. 

Seeds ; 

d. 

s. 

d. 

d. 

d. 

Agricultural,  &c. 

. 

2nd  & 1 St 

15 

11 

3 

10 

10 

9-00 

8-66 

Carraway,  &c. 

- 

3rd 

16 

11 

8 

- 

9-33 

- 

Flax,  &e.,  2-ton  lots 

Special 

16 

6 

- 

- 

4-00 

- 

Flax,  &c.,  4-tou  lots 

15 

4 

7 

- 

3-66 

- 

117 

1 

Grain,  flour,  &c. 
Seeds  : 

- 

»> 

41 

9 

2 

- 

2-68 

- 

Ditto 

- 

Braintree  - 

“'l 

Agricultural,  Stc. 

- 

'2nd  & 1st 

41 

17 

11 

15 

- 

5-24 

4-39 

Carraway,  &c. 

- 

3rd 

41 

20 

- 

- 

5-85 

- 

L 

Flax,  &c. 

- 

Special 

41 

9 

2 

- 

2-68 

- 

116 

Grain,  flour,  &c. 
Seeds ; 

- 

» 

66 

9 

2 

- 

1-66 

- 

Ditto 

- 

- 

Harwich  - 

Agricultural,  &c. 

- 

2ud  & 1st 

66 

18 

9 

15 

10 

3-40 

2-87 

1 

Carraway,  &c. 

- 

3rd 

66 

21 

8 

- 

3-93 

- 

1 

Flax,  &c. 

- 

Special 

66 

9 

2 

- 

1-66 

- 

( 

Grain,  flour,  &c. 
Sends ; 

- 

V 

206 

12 

6 

“ 

0-72 

- 

124 

Ditto 

- 

- 

Antwerp  (Continental) , 

Agricultural,  &c. 

- 

2nd  & 1st 

206 

22 

6 

17 

6 

1-31 

1-01 

Carraway,  &c. 

- 

3rd 

296 

27 

6 

- 

1-60 

“ 

Flax,  &c. 

- 

Special 

206 

12 

6 

- 

0-72 

- 

Grain,  flour,  &c. 
Seeds  ; 

- 

» 

186 

12 

6 

- 

0-80 

- 

Agricultural,  See. 

- 

3nd  & 1st 

186 

22 

6 

17 

6 

1-45 

1-12 

124 

Ditto  . 

Rotterdam 

(Conti-' 

Carraway,  &c. 

5. 

d. 

d. 

nental). 

- 

3rd 

186 

27 

6 

1-77 

Flax,  &c. 

- 

Special 

186 

12 

6 

0-80 

Wool 

2od 

186 

22 

6 

1-45 

„ carded,  &c. 

- 

3rd 

186 

27 

6 

1-7 

7 

Horses,  gents*  - 

- 

- 

186 

42  each 

2-70  each. 

'' 

,,  tradesmen’s 

* 

■ 

186 

36  each 

2-25  each. 

* Estimated  growth  of  potatoes,  &c.,  in  Cornwall,  30,000  tons  annually.  It  is,  therefore,  clear  that  Home  growers,  as  compared 
with  Foreign  producers,  are  worse  off  by  15,000/.  a year. 

t The  extra  labour  incurred  in  the  transit  of  produce  (Foreign)  by  steamer  and  rail. 

Note  difference  between  English  and  Continental  rate  per  ton  per  mile. 
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Great  Eastern  Railway  (per  Goods  Train) — continued. 


1 

di 

Bate 

Between 

And 

Description,  &c. 

Class. 

Distance. 

Rate. 

per  Ton  per 

Mile. 

be 

os 

Miles, 

s. 

d. 

d. 

124 

Straiford  - - - 

Antwerp  (Con-  j 

Poultry: 

Dead  ... 

4 th 

206 

37 

6 

2-18 

tinental)  - - 

Alive  - - - 

5 th 

206 

47 

6 

2-76 

124 

Ditto  ... 

Rotterdam  (ConJ 

Dead  . - - 

4 th 

186 

37 

6 

2.41 

tinental)  - 

.“Vlive  - - - 

5th 

lb6 

47 

6 

3-06 

/ 

Butter : 

In  casks,  &c,,  with 

2nd 

65 

21 

8 

4-72 

lids. 

In  crocks,  in  wood. 

3rd 

55 

25 

_ 

6-45 

&c. 

In  baskets,  &c. 

4th 

55 

32 

6 

7-09 

In  crocks 

5 th 

55 

40 

- 

8-72 

Grain  : 

In  2-ton  lots 

Special 

65 

9 

2 

200 

119 

Bishopsgate 

Cambridge  - - ( 

In  4 „ 

>> 

56 

7 

6 import 

1-63 

In  10  ,,  - 

65 

6 

5 „ 

S.toS.  1-40 

In  20  „ - 

9* 

55 

5 

7 „ 

,,  1-21 

Seeds : 

Agricultural  - 

99 

65 

5 

7 „ 

„ 1-21 

Canary 

2nd 

56 

21 

8 

4-72 

Flax,  Ac. 

Seeds  not  provided  for  -i 
in  R.  C.  House  clas-  > 

Special 

55 

11 

8 

2-54 

4 th 

55 

32 

6 

709 

S 

sification  - -J 

Butter: 

In  casks,  Ac.,  with 

2nd 

80 

25 

6 

3-81 

lids. 

In  crocks,  in  wood, 

3rd 

80 

35 

5 25 

&c. 

Baskets,  &c. 

4th 

80 

36 

8 

6-50 

119 

Ditto  . - . 

Manea  - - - / 

Crocks 

6th 

80 

43 

4 

6-50 

Grain : 

In  2-ton  lots 

Special 

80 

10 

- 

1-50 

In  4 „ - - 

if 

80 

9 

2 

1-37 

In  10  „ - 

80 

— 



In  20  ,,  - 

80 

8 

4 

1-25 

Meat  (Fresh)  - 

4th 

80 

36 

8 

5-50 

r 

Smr.ll  Truck,  Cattle  - 

1 r 

8 

6 

- per  truck 

900 

122 

London  (Stratford)  - 

Loughton  - -s 

Medium  ,, 

Large  „ 

1 Lean  J 
( Cattle  1 

8 

8 

6 

6 

“ >i 

6 „ 

900 

9-75 

1 

Sheep  cage 

J 1 

8 

7 

8 

11-60 

122 

Loughton  - - - 

London  (Stratford)  - 

Catt'e  ... 

Fat 

8 

3 

- per  head 

4-50 

f 

Small  Truck,  Cattle  - 

1 <■ 

19 

9 

2 per  truck 

5-78 

122 

London  (Stratford)  - 

Ongar  - - - < 

Medium  „ 

Large  „ 

1 Lean  ) 

[ Cattle  1 

19 

19 

10 

12 

11 

5 

6- 89 

7- 84 

1 

Sheep  cage 

J 1 

19 

16 

10  „ 

10-63 

122 

Ongar  - . - 

London  - - - 

Cattle  ... 

Fat 

19 

3 

6 per  head 

2-21 

j 

Small  Truck,  Cattle  - 

] r 

109 

50 

5 per  truck 

5-55 

122 

London  (Stratford)  - 

Swaffham  - - < 

Medium  ,, 

Large  „ 

( Lean  J 
f Cattle  1 

109 

109 

60 

69 

6-60 

7-62 

[ 

Sheep  cage 

J 1 

109 

91 

10 

10-11 

122 

Swaffham 

London  (Stratford)  - 

Cattle  . . - 

Fat 

109 

9 

6 per  head  | 

1-04 

Note  difference  between  English  and  Continental  rate  per  ton  per  nnile. 

2nd  and  3rd  class  rates  apply  to  the  carriage  of  wool  between  the  above  points. 

Note. — Special  or  exceptional  rates,  pages,  118,  119. 

Note  difference  in  rate  per  mile,  long  and  short  distance. 

The  same  rates  apply  to  trucks  conveying  calves,  sheep,  and  lambs,  but  tbe  rates  for  pigs  is  much  higher,  as  shown  in  Detailed  Statements, 
pages,  122,  123. 

Small  truck,  cattle,  will  carry  10  as  a load,  sheep  30,  calves  25 
12  ,,  „ 35  ,,  *30 

12  and  above,  as  a load,  sheep  35  and  above,  calves  30  and  above. 

40  lambs,  25  pigs. 

50  ,,  30  ,, 

50  „ and  above,  30  pigs  and  above. 


Medium 

Large 

Small 

Medium 

Large 


T 4 


0.54, 


PAPER  handed  in  by  Mr.  Thomas  Pun,  Jun. 
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Eggs  and  Butter,  Fourth  Class. 
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APPENDIX  TO  REPORT  PROM  THE 


Appendix,  No.  27. 


PAPER  handed  in  by  the  Chairman. 


BOROUGH  OF  ROCHDALE. 


The  Mayor,  Aldermen,  and  Burgesses  of  the  Borough  of  Rochdale  respectfully  bring 
to  the  knowledge  of  the  Committee  the  position  of  this  Borough  in  the  matter  of  Railway 
Rates,  and  beg  leave  to  present  a Statement  of  the  Rates  affecting  the  same,  contrasted 
with  those  affecting  other  places,  whereby  it  will  be  seen  that  the  Borough  entirely  loses 
the  advantage  of  its  geographical  position,  and  is  even,  in  some  cases,  handicapped. 

The  borough  is  served  by  one  railway  only,  namely,  the  Lancashire  and  Yorkshire 
Railway. 

Rochdale,  30  May  1881.  Zach.  Mellor,  Town  Clerk, 

To  the  Honourable  the  Railway  Rates  Committee, 

House  of  Commons. 


ROCHDALE. 


(Statement  before  referred  to.) 


The  following  Rates  are  charged  by  the  Lancashire  and  Yorkshire  Railway  Company 
to  different  Towns,  and  for  the  several  Classes  of  Goods,  as  undermentioned  : — 


Cotton. 

Per  Ton. 

s.  d 

From  Liverpool  to  Oldham  f46j  miles)  (this  includes  warehousing) 

11  - 

»>  jj  Rochdale  (41 1 miles)  (this  does  not  include  ware- 

housing). 

12  6 

If  Liverpool  to  Rochdale  were  charged  at  same  rate  for  distance 
as  Oldham,  then  it  ought  to  be  reduced  to  10  s.,  or  a difference  of 

2 s.  % d. 

From  London  to  Oldham  (190^  miles) 

25  10 

„ „ Rochdale  (197  miles)  ______ 

31  8 

If  charged  at  same  rate  per  mile  as  to  Oldham,  ought  to  be 
25  s,  10  d.  instead  of  31  s.  8 ; diffei’ence  5 s.  10  d. 
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Cotton  Waste  : 


Manchester  to  London,  185^  miles  ------  bales 

Oldham  „ ,,  190^ 

Bolton  ,,  ,,  197  " - - - - - „ 

Rochdale  „ ,,  197  „ - - - - - - ,> 

Rochdale,  although  the  same  distance  as  Bolton  from  London,  is 
charged  5 s.  10  c?.  per  ton  more  for  the  same  goods ; if  charged  at 
the  same  rate  per  mile  as  to  Oldham,  then  an  overcharge  of  5 s.  8 d. 
per  ton. 

If  sent  to  Liverpool  by  rail,  then  by  sea  from  Liverpool  to 
London,  a saving  of  10  s.  per  ton  can  be  effected  thus  : — 

s.  d. 

Railway  charge,  Rochdale  to  Liverpool  - 12  6 
Steamer  charge,  Liverpool  to  London  - 15  - 

27  6 


Per  Ton. 


s.  rf. 

30  - 

30  - 

31  8 
37  6 


As  against  37  s.  6 d.  Railway  Company. 

From  Burnley  to  Rochdale,  waste  dealers  are  charged  lOcf.  a 
ton  more  than  paper  makers  for  the  same  kind  of  goods. 

Also  from  Manchester  to  Rochdale,  and  vice  versa, 

s.  d. 

Rate  to  Waste  Dealers  is  6 8 per  ton. 

To  Paper  Makers  - - 5 10  ,, 


- 10  overcharge. 


Wool  : 

London  to  Rochdale,  railway  rale  is- 

Thls  ought  to  be  reduced  to  31  s.  8 d.,  being  in  the  same  class 
and  same  distance  as  Bolton  for  cotton  waste,  31  s.  8 cT. 

5 s.  10  c?.  overcharge. 


Liverpool  to  Rochdale  - - - - - - - 

If  cotton  from  Liverpool  to  Rochdale  ought  to  be  reduced  from 
12  s.  6 c/.  to  10  s.  (see  previous  page),  then  wool  ought  to  be  re- 
duced to  10  s. 


37  6 


12  6 


St(»ne  : 

Threlkeld  (near  Keswick)  to  Rochdale,  115  miles,  the  London  and  North  Western  will 
undertake  to  deliver  road  stone  the  whole  distance  for  5 s.  11c?.;  but  the  Lancashire  and 
Yorkshire  Company  claim  an  additional  1 s.  7 d.  for  running  over  their  line  from  Black- 
burn to  Rochdale  (17  miles),  making  a total  of  7 s.  6 d.  per  ton. 

The  London  and  North  Western  Railway  Company  deliver  from, — 

Threlkeld  to  Manchester,  121  miles,  for  6 s.  3 (/. 

Threlkeld  to  Oldham,  122  miles,  for  6 s.  3 c?. 

Threlkeld  to  Ashton,  126  miles,  6 s.  5 c?. 

Timber : 

Same  rate,  13  s.  4 </.  per  ton  of  50  cubic  feet  from  Hull  to  Liverpool  as  Hull  to 
Rochdale,  although  41  miles  farther,  and  have  to  pass  through  Rochdale  to  get  to 
Liverpool. 


Machinery  : 

Rates  so  much  higher  in  proportion  from  Rochdale  than  Oldham  that,  for  distances  under 
40  miles,  brokers  get  it  delivered  1 s.  to  4 s.  per  ton  less  by  lurries  at  less  risk  of  breakage, 
and  the  Railway  Company  will  only  undertake  to  carry  same  at  owner’s  risk,  unless 
packed  in  cases. 


u 2 


0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


E^ailway  Fares  by  Lancashire  and  Yorkshire  Railway  Company. 


Brighouse. 


1st  Class. 

2nd  Class. 

Single. 

Return. 

Single. 

Return. 

s,  d. 

s.  d. 

s.  cl. 

.<r.  d. 

From  Manchester,  34  J miles  ----- 

5 - 

8 G 

3 9 

G 3 

From  Rochdale,  24  miles 

4 3 

7 3 

4 - 

6 9 

At  same  rate  per  Mile  as  Manchester  ought 

to  be  ' 

3 6 

G - 

3 - 

4 8 

Difference  - - - 

- 9 

1 3 

1 - 

2 1 

Huddersfield. 

Same  fares  from  Manchester  as  from  Rochdale,  although  lOJ  miles  farther. 


Halifax. 


1 St  Class. 

2nd  Class. 

Single. 

Return. 

Single. 

Return. 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

From  Manchester,  32  miles  ----- 

6 - 

8 9 

4 - 

G 9 

From  Rochdale,  21  ^ miles  ----- 

4 - 

G 9 

3 - 

5 - 

At  same  rate  per  Mile  as  from  Manchester 
ought  to  be  - 

3 4 

5 lO' 

2 8 

4 G 

Diffeience  - - - 

- 8 

- 11 

- 4 

- 6 

Middleton. 


Single. 

Return. 

1st. 

2nd, 

3rd. 

1st. 

2nd. 

3rd. 

5.  d. 

5.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

From  Manchester,  7 miles  - - - - 

- 8 

- G 

- 4 

1 - 

- 9 

- 6 

From  Rochdale,  GJ  miles  - - - - 

1 3 

- 10 

- G 

No  re 

turns. 

Equal  distance  and  difference  against 

Rochdale  ----- 

- 7 

- 4 

— o 

1 6 

- 8 

- G 

If  Rochdale  to  Manchester,  10^  miles, 
was  at  same  rate  per  mile  as 
Middleton  to  Manchester,  then  the 

fares  would  be  - 

1 - 

- 9 

- 6 

1 G 

1 H 

- 9 

Instead  of  (at  present)  - - - 

2 - 

1 G 

- 10^ 

3 - 

2 — 

1 6 

Difl’erence  - - - 

■ 

1 - 

- 9 

- 4^ 

1 G 

o 

1 

9 

30  May  1881. 


Zach  MelloVy  Town  Clerk. 
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Appendix,  No.  28. 

PAPER  lianded  in  by  tlie  Chairman. 

Letter  from  Mr.  George  Neve  to  the  Select  Committee  of  the  House  of  Commons 

on  Railway  Charges. 

Gentlemen,  Sissinghurst,  Staplehurst,  3 June  1881. 

I have  been  requested  by  some  of  the  hop  and  fruit  growers  in  the  county  of  Kent  to 
draw  the  attention  of  the  Committee  not  only  to  the  excessive  cdiarges  made  by  the 
railway  comjianies  south  of  the  Thames  for  the  carriage  of  hops,  but  also  to  the  preferen- 
tial rates  given  to  the  foreign  producei's  for  hops  and  fruit. 

In  the  first  place,  1 Avould  speak  as  to  hops,  the  cultivation  of  which  crop  is  the  most 
important  in  the  county. 

The  South  Eastern  Railway  was  the  first  important  line  opened  in  the  county. 

Prior  to  the  opening  of  this  railway,  a large  proportion  of  the  crop  of  hops  was  sent  to 
London  by  water  from  the  nearest  point  of  embarkation.  Great  facilities  were  then 
given  at  Maidstone,  from  Avhich  place  much  of  the  Weald  and  Mid  Kent  growth  Avas 
sent  by  barges  at  a cost  of  1 s.  6rf.  per  pocket. 

On  the  opening  of  the  South  Eastern  Railway  the  charge  made  by  the  cofnpany  for 
conveying  hops  from  Staplehui'st,  Avhich  is  about  the  centre  of  the  Weald  of  Kent,  and 
distant  then  52  miles  from  London,  was  Is.  Grf.  per  pocket ; this  rate  and  the  advantage  of 
quicker  deliAmry  induced  most  of  the  hop  groAvers  to  give  up  the  practice  of  sending  their 
hops  to  London  by  Avater,  and,  I am  infoimed,  caused  many  of  the  barge  OAvners  to  retire 
from  the  hop  carrying  trade. 

The  South  Eastern  Railway  Company  having  got  the  hop  traffic  into  their  OAvn  hands, 
gradually  raised  their  charge  from  Is.  (Sd.  j)er  pocket,  or  18s.  dd.  per  ton,  to  that  at  Avhich 
it  noAV  stands,  viz.,  3s.  per  pocket,  or  about  37s.  Qd.  per  ton,  from  the  Staplehurst  station, 
which  is  noAV,  by  the  Seven  Oaks  route,  only  41  miles  from  London,  including  delivery  at 
the  hop  factors’ Avarehouses  in  the  Borough,  or  about  9^  d.  per  ton  per  mile  for  raihvay  carriage. 

I Avould  contrast  this  Avith  the  charge  made  by  the  South  .Eastern  Raihvay  in  the  first 
place  for  carrying  hops  from  London  to  Staplehurst,  Avhich  is  only  19s.  Id.  per  ton,  and 
also  Avlth  the  charge  for  conveying  hops  from  Boulogne  to  London,  a distance  of  99 
miles,  Avhlch  is  only  19  s.  7 f/.  per  ton,  including  delivery  to  the  factors’ Avarehouses,  or 
about  1|(7.  per  ton  for  railway  and  steamboat  carriage.  This  is  manifestly  so  unfair  that 
it  requires  no  comment  from  me. 

I Avould  simply  add  that  the  charges  made  by  the  London,  Chatham,  and  Dover  Railway 
Company  and  the  London,  Brighton,  and  South  Coast  Raihvays  for  the  carriage  of  hops 
differ  to  a veiy  small  extent  from  those  ot  the  South  Eastern  Railway  Company. 

I will  now  draAV  the  attention  of  the  Committee  to  the  charge  made  for  the  conveyance 
of  fruit  from  Maidstone,  a distance  of  45  miles  by  railway  from  London,  Avhlch  is  20  f. 
per  ton  ; Staplehurst,  which  is  41  miles  from  London,  the  charge  being  20 s.  jier  ton; 
and  that  from  Boulogne,  a distance  of  99  miles,  Avhlch  is  only  20  s.  per  ton. 

The  effect  of  this  preferential  rate  for  foreign  and  high  rate  for  English  fruit  is,  in  the 
first  place,  to  give  the  foreigner  a bounty  equivalent  to  10s.  per  ton,  or  something  like 
30s.  per  acre  over  the  English  groAver  ; and,  in  the  second  place,  by  the  high  charge  for 
the  carriage  of  English  fruit,  to  cause  a great  deal  to  be  left  unpicked  in  heavy  cropping 
years  which  Avould  be  sent  into  the  market  if  the  charges  Avere  more  moderate. 

Such  being  a direct  loss  to  the  growei’,  the  labourer  Avho  gathers  it,  and  the  consumer, 
who  thereby  loses  a plentiful  supply  of  cheap  Avholesome  fruit. 

The  charge  for  carriage  of  empty  fruit  baskets  is  equivalent  to  a rate  of  20s.  per  ton 
from  London  to  Staplehurst.  ^ 

(signed)  George  Neve. 


Appendix,  No.  29. 

PAPER  handed  in  by  the  Chai  rman. 

Letter  from  the  Mayor  of  Liverpool  to  the  Chairman  of  the  Committee. 


Railavay  Rates. 

Sir,  ToAvn  Hall,  Liverpool,  26  May  1881. 

I BEG  to  acknowledge  the  receipt  of  your  letter  of  the  11th  instant,  and,  as  suggested, 
I give  you  in  brief  my  views  as  to  the  precise  poAvers  which  I think  the  Raihvay 
Commissioners  and  the  Board  of  Trade  should  possess  and  exercise.  Of  course  it  avIU  be 
quite  understood  that  I am  not  noAv  dealing  Avlth  the  broader  question  betAveen  the 
Raihvay  Companies  and  the  public,  such  as  consolidation  of  Acts,  revision  of  rates,  &c. 

I think  in  addition  to  their  existing  poAvers  the  Commissioners  should  have  jurisdiction 
to  deal  Avith  all  matters  falling  under  the  folIoAvlng  heads : — 

1.  Power  to  enforce  all  statutable  duties  of  the  Railway  Companies  and  agreements 
entered  into  by  them. 

0.54.  u 3 On 
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On  this  point  I cannot  do  better  than  refer  to  the  report  in  the  “ Times  ” of  the  13th, 
of  a case  wherein  the  Court  of  Appeal  decided  that  the  Railway  Commissioners  had  no 
power  to  interfere  at  the  instance  of  one  of  the  public,  who  complained  that  the  railway 
companies  persistently  and  openly  charged  beyond  the  maximum.  In  such  a case  the 
remedy  of  the  person  aggrieved  would  appear  to  be  to  bring  action  after  action  to  recover 
the  excess.  Such  a course,  however,  might  prove  practically  intolerable. 

2.  To  deal  with  all  questions  of  preference,  &c.  as  between  town  and  town  in  the 
same  manner  as  the  Commissioners  now  have  power  to  deal  as  between  person  and 
person. 

3.  To  call  upon  the  companies  to  revise  their  classification.  Power  to  appeal  to 
the  Commissioners  by  any  trader  aggrieved. 

4.  Chambers  of  Commerce  to  have  a locus  standi  before  the  Railway  Commis- 
sioners. 

5.  The  Commissioners  to  have  power  to  award  damages,  as  well  as  to  grant 
injunctions. 

It  seems  difficult  on  principle  to  approve  of  the  jiresent  system  by  which  the  Com- 
missioners can  grant  injunctions  as  regards  the  future,  but  at  the  same  time  cannot 
award  compensation  for  the  past.  This  state  of  things  used  lo  prevail  in  the  Court  of 
Chancery,  but  several  years  ago  Parliament  granted  power  to  the  Court  to  award 
damages. 

As  regards  the  Board  of  Trade,  I think  provision  should  be  made  (1),  that  all  Railway 
Bills  should  be  referred  to  some  official,  who  should  in  jR’oper  cases  have  power  to  call 
upon  the  companies  to  consolidate  their  Acts;  and  (2),  that  a trader  in  making  out  a 
primd  facie  case  of  a substantial  grievance  should  be  relieved  by  the  Board  of  Trade 
official  from  the  further  prosecution  of  his  case  before  the  Commissioners. 

Permit  me  to  repeat  that  in  the  above  suggestions  I have  only  dealt  with  the  proposed 
additional  powers  to  the  Railway  Commissioners  and  the  Boai-d  of  Trade,  and  have  not 
touched  upon  the  broader  question  as  between  the  companies  and  the  public. 

P.S. — There  is  one  other  point  of  importance,  the  adoption  of  a uniform  classification 
for  goods,  which  might  be  brought  gradually  about  by  the  Board  of  Trade  insisting  that 
when  additional  powers  are  sought  the  Railway  Company  shall  agree  to  adopt  such 
a classification.  I believe  this  would  be  a great  boon  to  the  railways,  and  save  much 
laboui’. 

I am,  &c. 

(signed)  William  B.  Forwood,  Mayor. 

The  Hon.  Evelyn  Ashley,  m.p.. 

House  of  Commons,  London,  S.W. 


Appendix,  No.  30. 


PAPER  handed  in  by  Mr.  Power. 


TABLE  showing  Discrimination  in  Freights  on  Country  Produce  (Grain)  against 
Limerick  from  a few  Points  selected  at  random. 


Rate 

From 

To 

Miles 

Rate 

per  Ton 

Distance 

per 

Ton. 

per 

10  Miles. 

s. 

d. 

d. 

Tipperary 

- 

Limerick 

- 

- 

25 

4 

9 

22i 

Ditto  - 

- 

W aterford 

- 

- 

62^ 

7 

- 

16  ■ 

Ditto  - 

- 

Cork  - 

- 

- 

58 

8 

6 

17^ 

(Including  Is.  6 d.  per 

Ditto  - 

- 

Dublin 

- 

. 

no 

10 

- 

lOi 

I ton  cartage. 

Parsonstown  - 

- 

Limerick 

- 

- 

59 

8 

3 

16| 

Ditto  - 

- 

Dublin 

- 

- 

89 

9 

6 

12^ 

Ditto  - 

- 

Cork  - 

- 

- 

121 

10 

9 

lOf 

Nenagh 

- 

Limerick 

- 

- 

28 

5 

- 

21A 

Ditto  - 

- 

Dublin 

- 

- 

96h 

9 

6 

12 

Templemore  - 

- 

Limerick 

- 

- 

50 

7 

6 

Ditto  - 

- 

Dublin 

- 

- 

79 

8 

6 

12J 

Tluirles  - 

. 

- ditto 

- 

- 

86 

8 

9 

Point  of  competition. 

Ditto  - 

- 

Limerick 

- 

- 

43 

0 

8 

18^ 

Goold’s  Cross 
Tuatii 

- 

- ditto 

- ditto 

- 

34 

70 

7 

10 

6 

17-1 

1 No  competition. 

Tralee  - 

- 

- ditto 

- 

* 

70 

6 

loi 

Point  of  competition. 
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TABLE  showing  Discrimination  in  Freights  against  Limerick  on  Imported  Goods,  when 

competing  with  other  Ports. 


From 


Limerick 

Cork 

Limerick 

Cork 

Limerick 

Cork  - 

Limerick 

W aterford 

Limerick 

Waterford 

Limerick 

Vi'aterford 

Limerick 

Dublin  - 


j o 


Charleville 

- ditto 
Briiree 

ditto 

Croom 

ditto 

Clonmel 

Tipperary 

- ditto 

- ditto 
Clonmc  1 

ditto 

Nenagh 

ditto 


j Miles 
: Distance. 


•25 

36 

•20 

41 

12 

49 

49 

52i 

25 

621 

49 

28 

•28 

96^ 


Kate 
per  Ton. 


Pate 
per  Ton 
per 

10  Miles. 


s.  d, 

4 - 

5 3 

3 6 


9 


5 

3 - 

6 9 
8 - 

7 - 
5 

7 

8 
3 
3 


d. 

19,1  corn 
171  „ 
21 
16| 

30 

16 

19# 

16i 


in 

19f 


16 

15 

8| 


] Coals  3s.  3d.  per 
/ ton. 


Corn 


^ Timber. 


• Coals. 


TABLE,  giving  a few  instances,  showing  how  the  Trade  of  the  Country  generally  is 
injured  by  the  High  Local  Rates  when  compared  with  the  Low  Through  Rates. 


From 

To 

Miles 

Distance. 

Rale 

per  Ton. 

Kate 
per  Ton 
per 

10  Miles. 

5. 

d. 

d. 

Bristol  - 

- 

Limerick 

326 

16 

10 

n 

1 

Cork 

Limerick 

- ditto 

Mallow 

62 

40 

8 

9 

9 

2 

17 

‘27h 

>Tin  plates. 

Ditto 

- 

Charleville  - 

25 

6 

8 

32 

J 

Cardiff  - 

- 

Limerick 

260 

13 

4 

6 

j-Iron  bars. 

Cork 

- 

ditto 

62 

8 

9 

17 

Liverpool 

- 

Limerick,  vid  Dub- 

275 

15 

- 

6f  1 

Certain  class  of  hard 

Dublin  - 

]in. 

Limerick 

29 

26 

6 

23 

S 

j ware. 

Birmingham  - 

- 

ditto 

350 

46 

8 

16 

1 

Dublin  - 

- 

- ditto 

129 

26 

6 

24| 

[ Hardware. 

Limerick 

Nenagh 

28 

10 

- 

43 

Ditto 

- 

Thurles 

43 

13 

9 

38J 

J 

Glasgow 

- 

Limerick,  vid 

- 

35 

- 

— 

Tweeds. 

W aterford. 

Cork 

- 

Limerick 

_ 

18 

4 

Tweeds,  l-6th  of  the 

distance. 

Limerick 

- 

Tip|)erary 

- 

1 1 

- 

- 

Tweeds. 

Liverjrool 

- 

Tralee,  vid  Water- 

450  toSOO 

22 

6 

- 

1 

ford. 

]■  American  bacon. 

Limerick 

- 

Tralee  - - - 

70 

13 

6 

— 

1 

TABLE  showing  Injury  inflicted  on  Irish  Produce  going  into  the  English  Markets 

when  competing  with  Foreign. 

^ 

I believe  American  meat  is  landed  as  cheaply  in  Manchester  from  Chicago,  about 
4,200  miles,  1,000  or  1,200  miles  of  which  is  by  rail,  as  from  Limerick  to  Manchester,  a 
distance  of  about  300  miles ; Limerick  to  Manchester,  butter  is  charged  40  s.  ; New  York 
to  Limerick,  via  Liverpool,  butter  is  charged  35  s. ; from  Montreal,  via  Halifax,  which 
includes  858  miles  of  rail,  butter  has  been  laid  down  at  35  s. ; in  Glasgow  and  Manchester, 
and  that  rate  in  summer,  has  been  accepted  from  Toronto,  which  is  333  miles  farther 
west,  and  the  Limerick  rate  has  been  accepted  from  lugersoll,  which  is  427  miles  west  of 


Montreal,  to  Liverpool,  on  butter. 

s.  d. 

Cherburg  to  London,  French  butter  is  charged  - - - 16  8 

Limerick  to  London,  Irish  butter  - - - - - -34  2 

Cherburg  to  Manchester,  French  butter  (much  greater 

distance)  ---------  - 40- 

Limerick  to  Manchester,  Irish  butter  - - - - - 40  - 


u 4 


0.54. 


160 


APPENDIX  TO  REPOKT  FROM  THE 


Appendix,  No.  31. 


PAPETl  handed  in  by  Mr.  IF,  Si7no7is. 


TABLES  showing  Differential  Railway  Rates  to  South  Wales,  to  the  Disadvantage 

of'iMERTiiYR  Tydfil. 


London  and  North  Western  and  Midland  Railways. 


Bacon  and  Butter 

Two-ton  lots,  Liverpool  to  Cardiff  - - . 

Per  To7i 

s.  d. 

15  10 

(Less  lots,  20  s.) 

Ditto  - - - ditto  - Merthyr  - - - 

22  6 

Cheese  .... 

Ditto  - - - ditto  - Cardiff  - - - 

15  10 

Ditto  - - - ditto  - Merthyr  - - - 

25  -- 

Lard  ----- 

Ditto  - - - ditto  - Cardiff  - - - 

15  10 

Ditto  - - - ditto  - Merthyr  - - - 

27  6 

Flesh  Meat-  - - - 

Ditto  - - - ditto  - Cardiff  - . - 

25  - 

Ditto  - - - ditto  - Merdiyr  - 

45  - 

Tea 

The  same  rate  to  Swansea  as  to  Cardiff. 

Ditto  - - London  to  Cardiff  - . - 

37  6 

Ditto  - - - ditto  - Merthyr  - - - 

50  - 

Woollen  Goods  - - - 

Ditto  - - Huddersfield  to  Cardiff 

50  - 

Ditto  - - - ditto  - - Merthyr 

55  — 

Leather,  Dressed  - - - 

Ditto  - - Liverpool  to  Cardiff  - - - 

33  4 

Ditto  • - - ditto  - Merthyr  - - - 

35  - 

Leather,  Undressed 

Ditto  - - - ditto  - Cardiff  - - - 

27  6 

Ditto  - - - ditto  - RIerthyr  - - - 

27  6 

Or  for  export  at  Cardiff,  dressed  or  undressed 

25  - 

Stuff  Goods  - - - 

Ditto  - - Bradford  to  Merthyr  - - . 

GO  - 

Ditto  - - - ditto  - Swansea  - - - 

55  — 

Ditto  - - - ditto  - Cardiff’  - - - 

52  6 

For  shipment,  Swansea  or  Cardiff 

37  6 

Under  500  lbs. 


Birmingham  to 

Swansea. 

.Cardiff. 

N 

Merthyr. 

Iron  Goods  : 

s.  d. 

S.  d. 

s.  d. 

Five  lots,  Undamageable  - - - - 

% 

10  - 

9 2 

9 2 

Ditto  - Damageable  ----- 

12  6 

11  8 

11  8 

Less  -------- 

18  4 

16  8 

20  - 

Buckets,  &c.  ------ 

24  2 

21  8 

25  — 

Hardware,  &o.  (for  shipment,  20  s.) 

28  4 

23  4 

32  6 

Tinware  ------- 

28  4 

26  8 

32  6 

Lamps 

40  - 

37  6 

47  6 

Lamps  (owner’s  risk)  ----- 

28  4 

26  8 

32  0 
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Appendix,  No.  32. 


TABLE  handed  in  by  Mr.  Baxter. 


Coal  to  London. 


Rates  to  London 
per  Ton. 


Total 


5 4 = *53 


5 9 =:  *48 


6 1 =:  -48 


7 2 = 


•50 


•48 


7 1 = *43 


7 3 = -44 


7 4 = -43 


8 7 = *39 


Warwickshire  - 


6 1 = ‘53  Leicestershire 


South  StaflFordshire  and  Shropshire 
Derbyshire  and  Nottingliamshire 
North  Staffordshire  - - - 

South  Yorkshire  - - . 

West  Riding  (Yorkshire)  - 
Lancashire  and  Cheshire  - 
North  Wales  - - - - 

South  Wales  - - - - 

Durham  - - - - - 


102 

115 

122 

142 

151 

172 

180 

194 

194 

204 

260 


Total  - 


Total  brouglit  to 
London  in  1877 

by 

Railway  and 
Canal. 


62,887 

98,562 

95,486 

2,537,985 

183,543 

619,078 

241,397 

166,967 

53,438 

915,317 

258,958 


5,233,618 


0.54. 
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Appendix,  No.  33. 


PAPERS  handed  in  by  the  Chairman. 


STATEMENT  showing  the  Class  Rates  Charged  by  the  Great  Southern  and  Western 

Stations,  and  also  the  Exceptional 


Class  Rates  per  Ton. 

Distance 

First  Class. 

1 

in 

In  full 

Second 

Third 

Fourth 

Fifth 

Sixth 

Special  Class. 

Miles 

from 

STATIONS. 

Truck  Loads. 

Minimum 

Charge 

Class. 

Class. 

Class. 

Class. 

Class. 

In  full 

Waggon 

Loads 

per 

Waggon 

N. 

other  than 

First 

Cork. 

as  for 

Six  Tons. 

In  Quantities  of  not  less  than  500  lbs. 

Class. 

s.s. 

s.s. 

s.s. 

S.S. 

S.S. 

S.S. 

S.S. 

s.  d. 

s.  d. 

s.  d. 

s.  rf. 

t,  rf. 

s,  rf. 

s,  rf. 

2U 

Mallow  - - - N.C. 

2 6 

4 2 

5 10 

8 4 

11  8 

16  8 

3 6 

1 

28  i 

Buttevant  - - N.C. 

3 - 

5 - 

7 6 

10  10 

15  - 

22  6 

4 9 

2 

38 

Fermoy  - - - N.C. 

3 - ' 

5 - 

7 6 

10  10 

15  - 

22  6 

4 9 

3 

58^ 

Limerick  Junction'!  ^ 
(Tipperary)  - / 

5 - 

8 4 

12  6 

18  4 

27  6 

41  8 

7 6 

4 

611 

Limerick  - • - C. 

5 - 

8 4 

12  6 

18  4 

27  6 

41  8 

7 6 

5 

79 

Thurles  - - - C. 

6 3 

10  - 

15  - 

23  4 

33  4 

51  8 

8 6 

86| 

Templemore  - - N.C. 

6 6 

10  10 

15  10 

24  2 

35  10 

54  2 

8 9 

7 

124 

Portarlington  - - N.C. 

8 6 

14  2 

20  10 

30  - 

47  6 

71  8 

10  9 

8 

Notes. — The  charges  in  the  table  are  for  goods  (uninsured)  conveyed  .at  the  Company’s  risk,  except  for  articles  in  the  first  class, 
and  the  special  class,  which  are  carried  at  the  owner’s  risk. 

The  classification  of  goods  is  according  to  the  Irish  Clearing  House  classification,  which  is  somewhat  different  from  that  of 
the  English  Clearing  House. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station  to  station,  and  loading  and  unloading,  except  for  articles  in  the 
first  and  special  classes,  live  stock,  and  milk,  which  are  loaded  and  unloaded  by  the  owners. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 

C.  signifies  that  the  station  is  a competitive  station. 

• These  rates  are  not  given  in  the  rate  book  sent  to  the  Board  of  Trade,  but  have  been  supplied  by  the  Company.  The  minimum 
charge  for  the  carriage  of  milk  varies  from  8 rf.  to  I s.,  according  to  distance. 
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Appendix,  No.  33. 


PAPERS  handed  in  by  the  Chairman. 


Railway  Company  for  the  Carriage  of  Goons  between  Cork  and  the  undermentioned 
Rates  charged  for  certain  Articles. 


Exceptional  Rates  per  Ton. 

Milk 

by 

Passenger 

Train, 

per 

G allon, 

at 

Owner’s 

Risk.* 

Horned 

Cattle 

and 

Sheep, 

per 

Waggon.f 

Pigs, 

pep 

Waggon.f 

Grain. 

In  Six 

Ton 

Loads 

at 

Owner’s 

Risk 

(ex. 

Labour). 

Butter. 

In  uncoopered  Casks. 

Ale  and 

Porter 

in  Casks. 

Blood. 

Dry 

in 

Bags. 

Manure. 

In  Six 

Ton 

Loads, 

at 

Owner’s 

Risk 

(ex. 

Labour). 

Coal. 

In  Six 

Ton 

Loads, 

at 

Owner’s 

Risk 

(ex. 

Labour). 

Per 

Firkin. 

Per  Small 
Firkin 
not 

exceeding 
75  lbs. 

Per  Keg 
not 

exceeding 
50  lbs. 

Including  Delivery  and 
Corporation  Tolls. 

s.s. 

S.S. 

S.S. 

S.S. 

S.S. 

S.S. 

S.S. 

s.s. 

s,  d. 

d. 

d. 

d. 

s*  d. 

8,  d. 

8,  d. 

s,  d. 

d. 

8.  d. 

s,  d. 

1 

- 

6 

5 

4 

4 6 

- 

- 

- 

3 

4 

17  - 

18  6 

2 

- 

7 

6 

4 

1 

19  6 

21  6 

3 

- 

7 

6 

4 

6 - 

- 

- 

- 

1 

24  6 

27  - 

4 

7 - 

8^ 

7 ■ 

6 

- 

- 

6 - 

4 6 

1 

34  - 

37  6 

5 

- 

8 

7 

5 

7 0 

6 -(a) 

- 

- 

1 

86  - 

38  6 

6 

7 6 

- 

- 

- 

- 

- 

- 

- 

1 

41  - 

45  - 

7 

- 

- 

- 

- 

- 

- 

- 

- 

1 

43  - 

47  6 

8 

- 

- 

- 

- 

- 

- 

- 

- 

1 

56  - 

61  6 

t 


The  head  rate  for  calves,  sheep,  pigs,  and  goats,  carried  in  goods  or  cattle  trains  is,  as  follows  : 


For  distances  not  exceeding  25  miles  - 


19 

99 

exceeding  25  and  not  exceeding  50  miles 

99 

99 

99 

50  „ 

75  „ 

99 

99 

99 

75  „ 

M 100  „ 

99 

99 

99 

100  „ 

„ 150  „ 

99 

99 

99 

150  milei 

s. 

2 

2 

3 

4 

5 

6 


d. 

- per  head. 
6 

>9 

” ■ >f 


99 


(a)  The  sender  is  required  to  disinfect  the  trucks. 


0.54, 
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APPENDIX  TO  REPORT  PROM  THE 


STATEMENT  showing  the  Class  Eates  Charged  by  the  Great  Southern  and  'Western 

undermentioned  Stations,  and  the  Exceptional 


Distance 

in 

Miles  from 

Dublin 

(Kingsbridge). 

STATIONS. 

Class  Rates  per 

Ton. 

First  Class. 

In  full 

Truck  Loads. 

Minimum 

Charge 

per  Waggon 

as  for 

Six  Tons. 

Second 

Class. 

Third 

Class. 

Fourth 

Class. 

Fifth 

Class. 

Sixth 

Class. 

Special  Class. 

In  full 

WaggonLoads 

other  than 

First  Class. 

I n Quantities  of  not  less  than  500  lbs. 

S.  8. 

S-  8. 

s.  s. 

6.  S. 

S.  6. 

S.  8, 

8.  S. 

s,  d. 

5.  d. 

d. 

s.  d. 

s.  d. 

8.  d. 

d. 

25|: 

Newbridge  - - C. 

2 6 

4 2 

6 8 

10  - 

13  4 

20  - 

4 - 

1 

30i 

Kildare  • - - N.C. 

3 - 

5 - 

7 6 

10  10 

15  - 

22  6 

4 9 

2 

41  f 

Portarlington  - - C. 

3 9 

6 8 

0 2 

14  2 

20  - 

30  - 

5 9 

3 

46 

Athy  - - • C. 

4 - 

6 8 

10  - 

15  - 

21  8 

83  4 

6 3 

4 

51 

Maryborough  - C. 

4 6 

7 6 

10  10 

16  8 

23  4 

36  8 

6 9 

5 

56 

Carlow  - - - C. 

4 9 

7 6 

11  8 

17  6 

25  - 

38  4 

7 - 

6 

m 

Roscrea  • - N.C. 

6 - 

9 2 

14  2 

21  8 

31  8 

48  4 

8 3 

7 

8I 

Kilkenny  - • C. 

6 3 

10  - 

15  - 

23  4 

33  4 

51  8 

8 6 

8 

861 

Thurles  - - - C. 

6 6 

10  10 

15  10 

24  2 

35  10 

54  2 

8 9 

9 

1074^ 

Limerick  .1  unction'^  ^ 

7 9 

13  4 

18  4 

28  4 

42  6 

63  4 

10  - 

10 

(Tipperary)  -J 

165^ 

Cork  - - - - C. 

8 6 

1 

14  2 

(n)20  10 

(6)30  - 

(e)  47  6 

71  8 

10  9 

11 

j^ofes. The  charges  in  the  table  are  for  goods  (uninsured)  conveyed  at  the  Company’s  risk,  except  for  articles  in  the  first 

class  and  in  the  special  class,  which  are  carried  at  the  owner’s  risk. 

The  classification  of  goods  is  according  to  the  Iri^h  Clearing  House  classification,  which  is  somewhat  different  from  that  of 
the  English  Clearing  House. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station  to  station  and  loading  and  unloading,  except  for  articles 
in  the  first  and  special  classes,  live  stock,  and  milk,  which  are  loaded  and  unloaded  by  the  owners. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 

C.  signifies  that  the  station  is  a competitive  station. 

(n)  The  charge  for  coarse  paper,  paints,  colours,  putty,  window  glass  in  cases,  at  the  owner’s  risk,  and  sugar  in  casks,  is 
15  s.,  S.  S.,  per  ton. 

(4)  The  charge  for  groceries  is  20  s.,  S.  S.,  per  ton. 

(c)  The  charge  for  boots  and  shoes  is  30«.,  S.  S.,  per  ton,  and  for  corkwood  is  40  s.,  S.  S.,  per  ton. 
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Kallway  Company  for  the  Carriage  of  Goods  between  Dublin  (Kingsbridge)  and  the 
Rates  charged  for  certain  Articles. 


Exceptional  Rates  per  Ton. 

Milk  by 

Passenger  Train 

per  Gallon, 

at 

Owner’s  Risk.* 

Horned  Cattle 

and 

Sheep, 

per  Waggon. t 

Pigs, 

per  Waggon.f 

^ Grain. 

In  Quantities 

of 

not  less  than 

Six  Tons, 

at  Owner’s  Risk 

(ex.  Labour). 

Potatoes. 

In  Waggon  Loads 

of 

Six  Tons, 

at  Owner’s 

Risk. 

Ale 

and  Porter, 

in  Casks. 

Live  Fowls, 

at  Owner’s 

Risk. 

s,  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

— 

— 

— 

— 

— 

— 

s,  d. 

s,  d. 

s.  d. 

s,  d. 

d. 

s.  d. 

1 

4 - 

4 - 

6 6 

- 

1 

18  G 

20  G 

2 

4 9 

4 9 

7 3 

- 

1 

21  - 

23  - 

3 

6 6 

5 9 

9 - 

- 

1 

26  - 

28  G 

4 

C 6 

6 3 

9 6 

21  8 

1 

27  6 

30  6 

5 

G 3 

6 9 

10  3 

23  4 

1 

30  6 

33  G 

6 

7 6 

7 - 

11  - 

. 

1 

33  - 

36 

7 

8 3 

8 3 

- 

- 

1 

40  - 

44  - 

8 

8 6 

8 6 

- 

. 

1 

41  - 

45  - 

9 

8 9 

8 9 

. 

. 

1 

43  - 

47  6 

10 

10  - 

10  - 

15  - 

- 

1 

50  - 

55  - 

11 

10  9 

10  9 

1 

15  - 

1 

70  - 

77  - 

* These  rates  are  not  in  the  rate-book  sent  to  the  Board  of  Trade,  but  have  been  supplied  by  the  Company.  The  minimum 
charge  for  milk  varies  from  10  d.  to  1 «.  according  to  distance. 

t The  head  rate  for  calves,  sheep,  pigs,  and  goats,  carried  in  goods  or  cattle  trains,  is  as  follows  : — 


For  distances  not  exceeding  25  miles 


exceeding  25  and.  not  exceeding  50  miles 

»» 

„ 50  ,, 

>y 

)!  7.5  ,, 

„ 100 

„ 150  miles 

- - - - 

s.  d. 


2 

2 

3 

4 

5 

6 


- per  head. 
6 
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APPENDIX  TO  KEPORT  FROM  THE 


COMPARISON  between  the  Maximum  Charges  allowed  by  the  Great  Southern  and 
therein,  and  the  Total  Charges  made  by  the  Company  for  the  Carriage 


Distance 

in 

Miles 

from 

Cork. 


S T A T I 0 NS. 


First  Class  (except  Packed  Manure). 


Dung, 
Compost, 
all  Sorts  of 
Manure, 
Lime, 
Materials 
for  the  Repair 
of 

Public  Roads 
(undressed)'. 


Coke, 

Bricks, 

Tiles, 

Slates, 

Sand. 


Charge 

per 

Maximum 
Rate  in 
Company’s 
Acts. 


Cul.  1. 


Charge 
per  Com- 
pany’s 
Rate 
Book 
for 
First 
Class. 


Charge 

per 

Ma.ximum 
Rate 
in  Com- 
I'any’s 
Acts. 


Col.  2.  Col.  3. 


Charge 

per 

Company’s 

Rate 

Book 

for 

Manure, 
Dry,  and 
Guano  in 
Bags,  in 
Quantities 
of  not  less 
than 
Six  Tons. 


Col  4. 


Difference  between 


Second 


Anvils, 
Iron  Nails, 
Staves 
at 

Owner’s 

Risk, 

in 

Quantities 
of  less 
than 

Six  Tons. 


Carrots, 
Mangel 
Wurzel, 
Turnips,' 
Parsnips, 
in  Sucks 
or  Casks. 


Cols. 

Cols. 

Cols. 

. 

1 

2 

1 

Charge 

Charge 

and 

and 

and 

per 

M aximum 

per 

Maximum 

Rate 

Rate 

3 

3. 

4. 

in  Com- 

in  Com- 

pany’s 

Acts. 

pany’s 

Acts. 

Col.  1. 

Col.  2. 

s.  d. 

d. 

s.  d. 

I s.d. 

s.  d. 

*-  2 

*1  -1 

- 10 

5 3i 

7 -i 

*-  7 

*1  9 

1 2 

7 1 

9 5i 

*1  9 

*3  4 

- 

9 5i 

12 

*2  4 

*4  9 

4 

11  7 

19  5^ 

*2  lOJ 

*5  5i 

*-  41 

14  8 

20  1 

21i 
28 1 
38 
5Bi 

61f 


Mallow 
Buttevant  - 
Fermoy 

Limerick  Junction 
(Tipperary). 
Limerick 


s.  d. 

2 8 


s.  d. 


9“ 

4 

9 


7 lOi 


10  5^ 


s.  d. 
2 6 
3 - 

3 - 
S'  - 

5 - 


s.  s. 

s.  d. 

3 6 

4 9 
4 9 

(«)G  - 

7 6 


* The  Company’s  charge  is  less  than  that  allowed  by  law  by  this  amount. 
(a)  In  quantities  of  not  less  than  six  tons,  at  owner’s  risk,  ex.  labour. 

(S)  The  charge  for  ale  and  porter  to  Mallow,  in  casks,  is  4 s.  6 d.  per  ton. 


21i 

28i 

38 

58i 

61  i 


Fifth  Class, 

Caps, 
Boots  and 

Charge 

Shoes, 

Distance 

Toys, 

Wearing 

per 

Difference 

in 

Apparel, 

Com- 

Glass 

between 

Miles 

from 

STATIONS. 

(Common,; 
in  Crates)-. 

pany’s 

Rate  Book 

Cols. 

Charge 

1 

for 

Cork. 

per 

and 

M aximum 

Fifth 

2. 

Rate 

in  Com- 

Class. 

pany  s 

Acts. 

Col.  1. 

Col.  2. 

- 

Sixth  Class. 


Hats, 
Millinery, 
Poultry 
(Alive), 
ilanufactutet 
Tobacco 
in  Hampers) 
- Furs. 


Mallow 
Buttevant  - 
Fermoy 

Limerick  Junction 
(Tipperary). 
Limerick 


s.  d. 
7 -i 
9 6’ 
12  7i 

19  51 

20  1 


s.  s. 

s.  d. 
11  8 
15  - 
13  - 
27  6 

27  6 


d. 

7 

61 

4-i 


Charge 

per 

Maximum 
Rate 
in  Com- 
pany’s 
Acts. 

Col.  1. 


s.  d. 
7 -h 
9 6^ 

12  7h 

19  5^ 

20  1 


Charge 
per 
Com- 
pany’s 
Rate  Book 
for 
Sixth 
Class. 

Col.  2. 


Difference 

between 

Cols. 

1 

and 

2. 


Special 


Grainf, 
Cornf, 
Flourf, 
Stavesf, 
Earthenware 
(Common, 
loose). J 


Artificial 
Cattle  Foodt, 
Potatoes 
(in  Sack)f, 
Flax 

(Green)t, 

Hayt, 

Sirawt. 


Charge 

per 

Maximum 
Rate 
in  Com- 
pany’s 
Acts. 

Col.  1. 


Charge 

per 

Maximum 
Rate 
in  Com- 
pany’s 
Acts. 

Col.  2. 


s.  s. 

S.  d. 
16  8 
22  6 
22  6 
41  8 

41  8 


s.  d. 

9 7i 
13 

9 10^ 

22  2i 

21  7 


s.  d. 
5 


7 

9 

14 


1 

H 

7 


14  8 


d. 

5i 


12  7k 

19 

20  1 


• The  Company’s  charge  is  less  than  that  allowed  by  law  by  this  amount.  .... 

t The  minimuin  charge  for  these  articles  is  as  for  six  tons  per  waggon,  and  in  the  case  of  gram,  even  waggon  loads  must  be  sent, 
t The  minimum  charge  for  these  articles  is  as  for  five  tons  per  waggon. 

(rt)  The  rate  for  grain  to  Limerick  J unction  is  7 s.  por  ton. 


o t>  cc  o 
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Western  Railway  Company’s  Acts  for  Conveyance  (only)  of  certain  Articles  mentioned 
of  such  Articles  between  Cork  and  the  undermentioLed  Stations. 


Cla^s 


Charge 

per 

Company’s 

Rate 

Book 

for 

Second 

Class. 


DiOFerence  between 


Cols. 

I 

and 

3. 


Cols. 

2 

and 

3 


Third  Class. 


Earthenware 
in  Casks  or 
Crates ; 
Sugar  in 
Boxes ; 
Vices, 
Chains, 
Hides 

(dry  or  wet), 
at  Owner’s 
Risk, 
in  Quanti- 
ties of  less 
than 

Six  Tons. 


Charge 

per 

Maximum 
Rate 
in  Com- 
pany’s 
Acts. 


Ale 
and 
Porter 
in  Casks, 
Butter 
in  Casks 
(coopered). 
Common 
Soap. 


Charge 

per 

Maximum 
Rate 
in  Com- 
pany’s 
Acts. 


Charge 

per 

Company’s 

Rate 

Book 

for 

Third 

Class. 


Difference 

between 


Cols. 

1 

and 

3. 


Cols. 

2 

and 

3. 


Col.  3. 

Col. 

1. 

Col 

2. 

Col.  3. 

Col.  I. 

Col. 

2. 

s.  s. 

s.  s. 

s.  s. 

S.  d. 

s. 

d. 

s. 

d. 

s. 

iL 

s. 

d. 

5.  d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s,  d. 

s. 

d. 

s. 

d. 

1 

4 2 

•1 

#2 

lOJ 

5 

3 

7 

-i 

(5)6  10 

- 

7 

*1 

21 

7 

-1 

5 

3 

8 4 

1 

31 

3 

1 

2 

5 - 

*2 

1 

*4 

5i 

7 

1 

9 

7 6 

~ 

6 

*1 

m 

9 

51 

7 

1 

10  10 

1 

4.1 

3 

9 

3 

5 - 

*4 

5.1 

*7 

9 

51 

12 

71 

(c)7  6 

*1 

111 

‘5 

11 

12 

n 

9 

51 

10  10 

•1 

91 

1 

41 

4 

8 4 

*G 

3 

11 

H 

14 

7 

19 

51 

12  6 

*2 

1 

*6 

111 

19 

51 

14 

7 

18  4 

*1 

11 

3 

9 

5 

8 4 

*6 

4 

11 

9 

14 

8 

20 

1 

(d)  12  6 

^2 

2 

*7 

7 

20 

1 

14 

8 

18  4 

•1 

9 

3 

8 

Fourth  Class. 


Wool, 
Butter 
in  Casks, 
(e)  (un- 
coopered), 
Calico, 
Linen  and 
Woollen 
Goods 
in  Bales, 
Drugs  in 
Hampers, 
Hemp 
(loose). 
Tea. 


Hides 
(dry  or  wet), 
at 

Company’s 

Risk, 

in  Quanti- 
ties of  less 
than 

Six  Tons ; 
Earthenware 
Pipes, 
Copper, 
White 
Metal. 


Charge 
per 

Maximum  ' Maximum 


Charge 

per 


Bate 
in  Com- 
pany’s 
Acts. 


Rate 
in  Com- 
pany’s 
Acts. 


Charge 

per 

Compriy.’s 

Rate 

Book 

for 

Fourth 

Class. 


Difference 

between 


Cols. 

1 

and 

3. 


Cols. 

2 

and 

3. 


(c)  The  charge  for  porter  in  casks  to  Fermoy  isB  s.  per  ton. 

(d)  The  charge  for  ale  and  porter  in  casks  to  Limerick  is  7 s.  9 d.  per  ton. 

(e)  For  the  Company’s  exceptional  charges  for  the  carriage  of  this  article,  sea  Table  of  Rates. 


Class. 


Furniture. 


10 


Bar  Ironf, 

Difference  between 

Charge 

Charge 

Company’s 

Hoop  Ironf, 

per 

Charge 

Sheet  Ironf. 

Company’s 

per 

for 

Maximum 

Rate 

Cols. 

Cols. 

Cols. 

Rate  in 

Furniture,  at 

Charge 

Book  for 

1 

2 

3 

Company’s 

Owner’s 

per 

Maximum 

Special 

and 

and 

and 

Acts. 

Risk, 

Rate 
in  Com- 

Class. 

4. 

4. 

4. 

Fifth  Class. 

pany’s 

Acts. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

s.  s. 

s.  s. 

s.  d. 

S.  d. 

s.  d. 

s,  d» 

s.  d. 

S,  d. 

s.  d. 

3 6.1 

3 6 

•1  91 

*3  61 

7 

11  8 

4 9 

4 9 

*2  4 

*4  81 

- 

9 51 

15  - 

6 4 

4 9 

*4  81 

*7  101 

*i  7 

12  71 

15  - 

9 9 

(rt)  7 G 

*7  1 

*11  111 

*2  3 

19  61 

27  G 

10  51 

7 G 

*7  2 

•12  7 

•2  111 

20  1 

27  G 

Company  a ■_  Difference  between 
Charge 


for  Furniture 

Packed  in 

Cases,  Crates, 

Cols. 

Cols. 

or  Frames, 

at  Company’s 

1 

1 

Risk, 

and 

and 

Sixth  Class. 

2. 

3. 

Col.  3. 

s.  s. 

s,  d. 

s.  d. 

s.  d. 

16  8 

4 71 

■ 9 71 

22  6 

5 61 

13  -1 

22  6 

2 41 

9 101 

41  8 

8 -1 

22  21 

41  8 

7 5 

21  7 

iVofe. — There  do  not  appear  to  be  any  clauses  in  the  Company’s  Acts  limiting  the  amount  the  Company  may  make  for 
the  carriage  of  coods  on  the  portion  of  the  line  between  Dublin  and  Gooldscross;  and,  therefore,  there  are  no  maximum 
rates  with  which  the  actual  charges  made  by  the  Company,  between  any  station  on  that  p»rt  of  the  hnOj  and  any  other 
station,  can  be  compared. 


0.54 


X 4 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  34. 


PAPER  handed  in  by  the  Chairman. 


COMPARATIVE  STATEMENT  of  Tariff  Charges  current 


NEW 

ZEALAND. 

VICTORIA. 

NEW 

SOUTH 

WALES. 

description. 

Rate  per 

Class. 

Tariff  for 

Class. 

Tariff  for 

Class. 

Tariff  for 

10 

Miles. 

50 

Miles. 

100 

Miles. 

150 

Miles. 

10 

Miles. 

50 

Miles. 

100 

Miles. 

150 

Miles. 

10 

Miles. 

60 

Miles. 

100 

ililes. 

ICO 

Miles. 

s.  d 

8. 

a. 

8. 

d. 

6. 

d. 

8, 

d. 

8. 

d. 

8. 

d. 

8. 

d. 

8. 

d. 

$. 

d. 

8. 

d. 

8,  d. 

Grain,  root  crops,  &c. 

- 

- 

Ton 

E. 

4 2 

10  10 

15 

- 

19 

2 

Agric. 

3 

- 

7 

3 

13 

6 

17 

8 

A.* 

2 

- 

5 

8 

10  11 

15  10 

Wool  - 

- 

- 

Bale 

H.‘ 

1 - 

4 

2 

7 

4 

9 

5 

W.* 

1 

- 

2 

4 

? 

- 

6 

8 

W.§ 

2 

6 

5 

- 

.G 

6 

7 4 

Coal,  ill  bulk 

- 

- 

Ton 

N.* 

2 - 

G 

8 

9 

2 

10  10 

Spol.» 

3 

- 

7 

3 

13 

0 

20 

- 

C." 

2 

6 

5 

3 

8 

4 

12  6 

Cement 

- 

- 

„ 

C. 

5 10 

10 

2 

31 

8 

40 

- 

1 

5 

- 

16 

6 

33 

6 

50 

- 

1 

6 

- 

17 

8 

31 

4 

43  4 

Nalls,  wire,  Sic.  - 

- 

- 

C. 

5 10 

19 

2 

31 

8 

40 

- 

1 

5 

- 

16 

6 

33 

0 

60 

- 

2 

7 

- 

21 

7 

42 

5 

61  2 

Rough  castings  - 

- 

- 

» 

D. 

5 - 

15 

- 

23 

4 

29 

7 

1 

5 

- 

16 

6 

33 

G 

50 

- 

2 

7 

- 

21 

7 

42 

5 

61  2 

Ploughs  and  ploughshares 

- 

„ 

C 

5 10 

19 

2 

31 

8 

40 

- 

1 

5 

- 

16 

6 

33 

G 

50 

- 

3 

9 

- 

29 

5 

58 

7 

84  10 

Agricultural  and  vegetable 
seeds  - - - - - 

1 

.. 

B, 

6 8 

23 

4 

40 

- 

52 

6 

2 

6 

6 

21 

- 

41 

G 

62 

6 

1 

6 

- 

17 

8 

34 

4 

49  4 

Dairy  produce 

- 

- 

.. 

C. 

5 10 

19 

2 

31 

8 

40 

- 

2 

6 

6 

21 

- 

41 

G 

G2 

6 

3 

9 

- 

29 

5 

58 

7 

84  10 

Boots,  &c.,  in  cases 

- 

- 

„ 

B. 

6 8 

23 

4 

40 

- 

52 

6 

3 

7 

6 

25 

- 

50 

- 

75 

- 

3 

9 

- 

29 

5 

58 

7 

84  10 

Hams  and  bacon  - 

- 

- 

„ 

A. 

7 6 

27 

6 

48 

4 

65 

- 

3 

7 

6 

25 

- 

50 

- 

75 

- 

3 

9 

- 

29 

5 

58 

7 

84  10 

Hardware  - 

- 

- 

n 

B. 

6 8 

23 

4 

40 

- 

52 

6 

3 

7 

6 

25 

- 

50 

- 

75 

- 

3 

9 

- 

29 

5 

58 

7 

84  10 

Implements,  agricultural 

- 

„ 

C. 

5 10 

19 

2 

31 

8 

40 

- 

4 

9 

- 

29 

- 

58 

6 

87 

G 

3 

9 

- 

29 

5 

58 

7 

84  10 

Cheese  - 

- 

- 

A. 

7 6 

27 

6 

48 

4 

6-3 

- 

4 

9 

- 

29 

- 

58 

G 

87 

6 

3 

9 

- 

29 

5 

58 

7 

84  10 

Drapery 

- 

- 

n 

A. 

7 6 

27 

6 

48 

4 

65 

- 

4 

9 

- 

29 

- 

58 

6 

87 

6 

3 

9 

- 

29 

5 

58 

7 

84  10 

Glassware  - 

- 

- 

A. 

7 6 

27 

G 

48 

4 

65 

- 

4 

9 

- 

29 

- 

58 

G 

87 

6 

3 

9 

- 

29 

5 

58 

7 

84  10 

Harness 

- 

- 

A. 

7 6 

27 

G 

48 

4 

65 

- 

4 

9 

- 

29 

- 

58 

6 

87 

6 

3 

9 

- 

29 

5 

58 

7 

84  10 

Sugar  - - • 

- 

- 

„ 

B. 

6 8 

23 

4 

40 

- 

52 

6 

3 

7 

6 

25 

- 

50 

75 

_ 

2 

7 

- 

21 

7 

42 

5 

61  2 

Beer,  in  bulk 

- 

- 

,, 

C. 

5 10 

19 

2 

31 

8 

40 

- 

Miscl. 

10 

- 

13 

6 

20 

38 

6 

3 

9 

- 

29 

5 

53 

7 

84  10 

Fat  and  tallow 

- 

- 

D. 

5 - 

15 

- 

23 

4 

29 

7 

10 

- 

13 

6 

26 

- 

38 

G 

1 

6 

- 

17 

8 

34 

4 

49  4 

Fruit,  fresh  - 

- 

- 

„ 

C. 

5 10 

19 

2 

31 

8 

40 

- 

10 

- 

13 

G 

26 

- 

38 

6 

A. 

2 

- 

5 

8 

10 

11 

15  10 

Hides,  &c.  - 

- 

- 

B. 

6 8 

23 

4 

40 

- 

52 

6 

» 

10 

- 

13 

6 

26 

- 

33 

6 

B. 

3 

- 

7 

5 

13 

8 

19  7 

Iron,  bar  and  rod 

- 

- 

C. 

5 10 

19 

2 

31 

8 

40 

- 

» 

10 

- 

13 

6 

26 

- 

38 

6 

2 

7 

- 

21 

7 

42 

5 

61  2 

Leather,  in  bales  - 

- 

- 

B. 

G 8 

23 

4 

40 

- 

52 

6 

>» 

10 

- 

13 

G 

26 

- 

38 

6 

1 

6 

- 

17 

8 

34 

4 

49  4 

Meat,  preserved,  in  cases 

- 

M 

D. 

5 - 

15 

- 

23 

4 

29 

7 

»> 

10 

- 

13 

6 

26 

- 

38 

6 

B. 

3 

- 

7 

5 

13 

8 

19  7 

Potteryware 

- 

- 

H 

B. 

0 8 

23 

4 

40 

- 

52 

6 

10 

- 

13 

G 

20 

- 

33 

6 

3 

9 

- 

29 

5 

58 

7 

84  10 

Spades  and  shovels 

- 

- 

)) 

B. 

6 8 

23 

4 

40 

- 

52 

G 

>» 

10 

13 

6 

26 

- 

38 

6 

3 

9 

- 

29 

5 

58 

7 

84  10 

Stone,  dressed 

- 

- 

N.* 

2 - 

8 

4 

11 

G 

13 

7 

>> 

10 

- 

12 

6 

25 

- 

37 

6 

D.* 

5 

- 

12 

4 

22 

9 

32  7 

Vegetables,  in  crates 

- 

- 

D. 

5 - 

15 

- 

23 

4 

20 

7 

10 

- 

13 

G 

26 

- 

38 

G 

A.* 

2 

- 

5 

8 

10 

11 

15  10 

Bark,  in  full  loads 

- 

- 

D. 

5 - 

15 

- 

23 

4 

29 

7 

Sped. 

7 

6 

7 

6 

13 

6 

20 

- 

A.’ 

2 

- 

5 

8 

10 

11 

15  10 

Bones  - - - 

■ 

- 

„ 

N.* 

2 - 

8 

4 

11 

G 

13 

7 

• 

)> 

G 

C 

6 

6 

1-1 

6 

ID 

- 

A.’ 

2 

- 

0 

8 

10  11 

15  10 

Bricks  - - - 

- 

- 

N.* 

2 - 

8 

4 

11 

6 

13 

7 

6 

6 

6 

0 

12 

6 

19 

- 

A.» 

- 

5 

8 

10  11 

15  10 

Clay,  in  bulk 

- 

- 

»• 

N.* 

2 - 

6 

8 

9 

2 

10 

10 

„• 

G 

6 

6 

6 

12 

G 

19 

- 

-A.* 

- 

5 

8 

10  11 

15  10 

Drain-pipes  - 

- 

- 

.. 

N.* 

2 - 

8 

4 

11 

6 

13 

7 

• 

6 

G 

6 

G 

12 

6 

19 

- 

B.’ 

3 

- 

7 

5 

13 

8 

19  7 

Flagging 

- 

- 

n 

N.* 

2 - 

8 

4 

11 

6 

13 

7 

• 

G 

6 

6 

6 

12 

6 

19 

- 

Mis. 

1 

6 

4 10 

9 

- 

13  2 

Lime  . - - 

- 

- 

„ 

N.* 

2 - 

8 

4 

11 

6 

13 

7 

« 

>> 

6 

G 

G 

6 

12 

6 

19 

- 

B.* 

3 

- 

7 

5 

13 

8 

19  7 

Load  metal,  in  full  loads 

- 

„ 

0.* 

1 - 

4 

2 

8 

4 

12 

6 

• 

6 

6 

6 

6 

12 

6 

1 

- 

Mis-* 

1 

6 

4 10 

9 

- 

13  2 

Timber,  sawn,  in 
trucks 

single  1 

Truck 

K.‘t 

13  5 

44 

1 

67 

1 

78 

7 

S.T.* 

20 

- 

27 

6 

52 

6 

i 

' 77 

6 

D. 

5 

- 

12 

4 

22 

9 

' 32  7 

Firewood 

- 

- 

L.» 

8 4 

33 

4 

58 

4 

83 

4 

S.T.' 

10 

- 

20 

10 

41 

8 

62 

6 

Mis. 

1 

6 

4 10 

9 

■ 

13  2 

Sheep  . . - 

- 

- 

M.» 

10  - 

23 

4 

35  10 

44 

2 

S.* 

21 

- 

20 

- 

51 

- 

62 

11 

L.S. 

7 

6 

19 

2 

1 31 

8 

41  - 

Cattle  - - - 

- 

- 

,, 

M.* 

15  - 

31 

8 

48 

4 

60 

10 

C.* 

22 

- 

29 

G 

77 

- 

83 

1 

„ 

15 

- 

41 

- 

i 73 

4 

98  4 

Passengers  - 

- 

-1 

Ordinary 

Single 

h 

2 6 

12 

6 

25 

- 

37 

6 

1 

1 

8 

8 

6 

16 

G 

25 

- 

1 1 

1 

3 

1 

9 

9 

21 

3 

32  9 

Ditto 

- 

- 

„ 

2 

1 8 

8 

4 

10 

8 

25 

- 

2 

1 

- 

6 

G 

n 

- 

16 

0 

2 

- 

10 

1 ^ 

3 

14 

3 

1 

22  - 

Ditto 

Ditto 

- 

-1 

Ordinary 

Eeturn 

h 

2 

3 0 

2 6 

18 

1 

9 

C 

37 

25 

6 

56 

37 

3 

6 

1 

2 

) Only 
> lin 
) leu 

availab 
es  unde 
gth. 

e on  t\v( 
r 10  in 

) short  C 
Jes  in  < 

1 

2 

i Ordinary  r 
1 not 

eturn  t 
ssued. 

ickets ' 

Ditto 

- 

1 

Saturday 

Return 

2 6 

6 

25 

- 

37 

G 

1 

2 

6 

13 

- 

25 

- 

38 

- 

1 

1 

10 

11 

9 

26 

3 

39  3 

Ditto 

- 

.. 

2 

1 8 

1 « 

4 

16 

1 

8 

25 

- 

2 

1 

6 

8 

6 

10 

6 

25 

- 

2 

1 

- 

7 

6 

17 

- 

2G  6 

• Haulage  onl 

y. 

11  Ag 

t Calculated  at  2,300 
ricultural  implements  are  cha 

superficial  feet  to  the 
rged  at  a mileage  rate 

truck  lo 
'ach,  acc 

'id, 

ording 

t s 

0 description. 

ingle-* 

ier  trucl 

S3. 

SELECT  COMMITTEE  ON  RAILWAYS, 


169 


Appendix,  No.  34. 


PAPER  handed  in  by  the  Chairman. 


on  the  Railways  of  the  Australian  Colonies,  1879. 


QUEENSLAND. 

SOUTH 

AUSTRALIA. 

Tariff  for 

TariS  for 

Class. 

\ 

Class. 

' 

10 

60 

100 

150 

10 

50 

100 

1.50 

Miles. 

Miles. 

Miles. 

Miles. 

Miles. 

Miles. 

Miles. 

Miles. 

s. 

d. 

s. 

d. 

S. 

d. 

d. 

s. 

d. 

s. 

d. 

8. 

d. 

s. 

d. 

1 

A.  G . 2 

2 

0 

9 

2 

10 

8 

2-5 

- 

Special 

4 

1 

12 

6 

22 

10 

33 

3 

2 

Special 

0 

8 

35 

5 

69 

7 

90  10 

\V* 

1 

- 

3 

6 

6 

- 

7 

9 

3 

Coal 

- 

10 

4 

2 

6 

3 

9 

5 

Special* 

2 

- 

10 

5 

20 

10 

31 

3 

4 

Sped.  2 

2 

c 

12 

6 

25 

- 

37 

6 

1 

4 

6 

14 

G 

27 

- 

39 

G 

6 

1 

5 

10 

29 

2 

60 

- 

69 

2 

1 

4 

6 

14 

G 

27 

- 

3.9 

6 

6 

1 

5 

10 

29 

2 

50 

- 

69 

2 

1 

4 

6 

14 

G 

27 

- 

39 

6 

7 

2 

8 

4 

41 

8 

72 

6 

103 

4 

1 

4 

6 

14 

6 

27 

- 

.99 

6 

8 

A.  G.  1 

3 

4 

15 

- 

20 

8 

39 

2 

2 

5 

9 

20 

9 

39 

G 

58 

3 

9 

A.  G.  1 

3 

4 

15 

- 

26 

8 

39 

2 

2 

6 

9 

20 

9 

.^9 

6 

58 

3 

10 

2 

8 

4 

41 

8 

72 

6 

103 

4 

3 

7 

- 

27 

- 

52 

- 

77 

- 

11 

1 

5 

10 

29 

2 

50 

- 

69 

2 

2 

6 

D 

20 

9 

39 

6 

53 

3 

12 

2 

8 

4 

41 

8 

72 

6 

103 

4 

3 

7 

- 

27 

- 

52 

- 

77 

- 

13 

2 

8 

4 

41 

8 

72 

6 

103 

4 

IT 

14 

- 

3 

4 

15 

- 

26 

8 

39 

2 

2 

5 

9 

20 

9 

39 

6 

58 

3 

15 

3 

11 

8 

58 

4 

100 

- 

150 

- 

3 

7 

- 

27 

- 

52 

- 

77 

- 

10 

3 

11 

8 

53 

4 

100 

- 

160 

- 

3 

7 

- 

27 

- 

52 

- 

77 

- 

17 

2 

8 

4 

41 

8 

72 

6 

103 

4 

3 

7 

- 

27 

- 

62 

- 

77 

- 

18 

1 

5 

10 

29 

2 

50 

- 

69 

2 

1 

4 

G 

14 

6 

27 

- 

39 

6 

19 

Special 

4 

2 

20 

10 

41 

8 

62 

0 

1 

4 

6 

14 

6 

27 

- 

39 

6 

20 

Sped.  1 

4 

2 

20 

10 

35 

10 

46 

8 

1 

4 

6 

14 

6 

27 

- 

39 

6 

21 

A.  1 

3 

4 

15 

- 

26 

8 

39 

2 

Special 

4 

1 

12 

5 

22 

10 

33 

3 

22 

Sped.  1 

4 

2 

20  10 

35 

10 

46 

8 

Special 

4 

1 

12 

5 

22 

10 

33 

3 

23 

1 

5 

10 

29 

2 

60 

- 

69 

2 

1 

4 

G 

14 

6 

27 

- 

39 

6 

24 

2 

8 

4 

41 

8 

72 

0 

103 

4 

1 

4 

6 

14 

6 

27 

- 

39 

6 

25 

Special 

5 

10 

29 

2 

30 

- 

41 

8 

1 

4 

G 

14 

6 

27 

- 

39 

6 

20 

2 

8 

4 

41 

8 

72 

6 

103 

4 

3 

7 

- 

27 

- 

52 

- 

77 

- 

27 

2 

8 

4 

41 

8 

72 

6 

103 

4 

3 

7 

- 

27 

- 

52 

- 

77 

- 

28 

Excptl. 

2 

6 

6 

8 

12 

6 

19 

2 

1* 

2 

6 

12 

6 

25 

- 

37 

6 

29 

A.  2 

2 

0 

9 

2 

16 

8 

25 

- 

Special 

4 

1 

12 

5 

22 

10 

33 

3 

30 

Sped.  2 

2 

6 

12 

0 

25 

- 

37 

6 

1 

4 

6 

14 

6 

27 

- 

39 

6 

31 

Excptl. 

2 

6 

0 

8 

12 

6 

19 

2 

!• 

2 

G 

12 

6 

25 

- 

37 

6 

32 

.. 

2 

0 

0 

8 

12 

G 

19 

2 

Special* 

2 

1 

10 

5 

20  10 

31 

3 

33 

.. 

2 

6 

0 

8 

12 

6 

19 

2 

2 

1 

10 

5 

20 

10 

31 

3 

34 

Sped.  2 

2 

0 

12 

0 

25 

- 

37 

G 

2 

1 

10 

5 

20 

10 

31 

3 

35 

Excptl. 

2 

0 

0 

8 

12 

6 

19 

2 

1* 

2 

6 

12 

6 

25 

- 

37 

6 

30 

Sped.  2 

2 

0 

12 

0 

25 

- 

37 

6 

Special* 

2 

1 

10 

5 

20  10 

31 

3 

37 

Excptl. 

2 

6 

0 

8 

12 

6 

19 

2 

0.' 

1 

3 

6 

3 

12 

6 

18 

9 

38 

Ton 

2 

0 

12 

0 

25 

- 

37 

6 

T.tt 

2 

6 

12 

6 

25 

- 

37 

6 

39 

Ton 

- 

10 

4 

2 

8 

4 

12 

6 

F.* 

10 

- 

29 

2 

58 

4 

87 

6 

40 

L.  S. 

5 

- 

21 

- 

42 

- 

62 

G 

S.* 

4 

- 

18 

9 

37 

6 

66 

3 

41 

.. 

10 

- 

£0 

- 

100 

- 

150 

- 

C.* 

10 

- 

60 

- 

100 

- 

150 

- 

42 

1 

2 

6 

12 

0 

25 

- 

37 

6 

1 

2 

6 

12 

6 

25 

- 

37 

6 

43 

2 

1 

0 

8 

0 

17 

- 

25 

- 

2 

1 

11 

9 

5 

18 

9 

28 

2 

44 

f ^ 

3 

9 

18 

0 

37 

6 

56 

3 

1 

3 

9 

18 

9 

37 

6 

56 

3 

45 

[ 2 

2 

0 

12 

0 

25 

- 

37 

6 

2 

2 

11 

14 

2 

28 

2 

42 

3 

40 

1 

2 

0 

12 

0 

25 

- 

37 

6 

1 

2 

6 

12 

6 

25 

- 

37 

6 

47 

2 

1 

9 

8 

0 

17 

- 

25 

- 

2 

1 

11 

9 

5 

18 

9 

28 

2 

T A S M A N I A— Main  Line. 


Class. 

Tariff  for 

10 

Miles. 

50 

Miles. 

100 

Miles. 

\ 

133 

Miles. 

II 

s. 

d. 

8. 

d. 

8, 

d. 

8. 

d. 

Ag. 

3 

- 

7 

3 

13 

6 

12 

- 

W. 

1 

- 

2 

4 

5 

- 

6 

2 

vSpecial 

3 

- 

7 

S 

13 

G 

17 

6 

1 

5 

- 

16 

6 

33 

6 

34 

6 

1 

5 

- 

16 

6 

33 

6 

34 

6 

1 

5 

- 

16 

6 

33 

6 

34 

G 

1 

6 

- 

16 

6 

33 

6 

34 

6 

2 

6 

6 

21 

- 

41 

6 

44 

G 

2 

6 

6 

21 

- 

41 

6 

41 

6 

3 

7 

6 

25 

- 

50 

- 

55 

6 

3 

7 

6 

25 

- 

50 

- 

55 

6 

3 

7 

6 

25 

- 

50 

- 

55 

6 

4 

9 

- 

29 

- 

58 

6 

66 

6 

4 

9 

- 

29 

- 

58 

6 

66 

6 

4 

9 

- 

29 

- 

53 

6 

66 

6 

4 

9 

- 

29 

- 

58 

6 

66 

6 

3 

7 

6 

25 

- 

50 

- 

55 

G 

3 

7 

6 

25 

- 

50 

- 

44 

6 

M. 

4 

- 

13 

6 

26 

- 

26 

- 

M. 

4 

- 

13 

6 

26 

- 

26 

- 

M. 

4 

- 

t 13 

6 

26 

- 

26 

- 

M. 

4 

- 

1 

13 

6 

26 

- 

26 

- 

M. 

4 

- 

13 

6 

26 

- 

26 

- 

M. 

4 

- 

13 

6 

2G 

- 

26 

- 

M. 

4 

- 

13 

6 

26 

- 

26 

- 

M. 

4 

13 

6 

26 

- 

26 

- 

M. 

4 

- 

13 

6 

26 

- 

26 

- 

M. 

4 

- 

13 

6 

26 

- 

26 

- 

M. 

4 

- 

13 

6 

26 

- 

26 

- 

Special 

3 

- 

7 

3 

13 

G 

17 

6 

» 

3 

- 

7 

3 

13 

6 

17 

6 

» 

3 

- 

7 

3 

13 

6 

17 

G 

» 

3 

- 

7 

3 

13 

6 

17 

6 

.. 

3 

- 

7 

3 

13 

6 

17 

6 

.. 

3 

- 

7 

3 

13 

6 

17 

6 

» 

3 

- 

7 

3 

13 

6 

17 

6 

» 

3 

7 

3 

13 

6 

17 

6 

S.  T. 

15 

25 

- 

50 

- 

65 

6 

S.T. 

10 

20  10 

41 

8 

55 

a 

S. 

10 

20  10 

41 

8 

55 

- 

c. 

10 

- 

20 

10 

41 

8 

55 

- 

1 

1 

8 

11 

5 

24 

6 

31 

6 

2 

1 

0 

7 10 

16 

6 

21 

6 

1 

2 

6 

17 

2 

37 

- 

47 

G 

2 

1 

•8 

11 

9 

21 

6 

32 

- 

1 

1 

8 

- 

- 

- 

2 

1 

- 

- 

- 

- 

Special  rates  tor  this  mileage  only,  being  the  through  distance. 
• * Per  truck. 


§ These  rates  include  cartage  at  1 j.  10  rf. 
Tf  At  per  ton. 


per  ton. 


0.54. 
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APPENDIX  TO  BEPORT  FROM  THE 


Appendix,  No.  35. 


PAPER  handed  in  by  Mr.  Handel  Cossham,  and  referred  to  in  his  Evidence,  16  June  1881. 


RATES  per  Midland  Railway. 


Average  Quantity 
sent  per  Month, 
taking 

Four  Months, 
ending  April  1881. 

From  Kingswood  Collieries 

To 

Distance. 

Rate 

Charged. 

Rate 

at  1 J d.  per 
Ton 

per  Mile. 

Miles. 

s. 

d. 

s.  d. 

156  tons 

Bristol 

- 

. 

- 

2 

1 

* 

- 9 

Large  coal. 

380  „ 

Ditto 

- 

- 

- 

•2 

- 

9 

- 9 

Small  coal. 

50  „ - - 

Fishponds  - 

- 

- 

- 

1 

1 

- 

- 9 

Yate  - - - 

- 

- 

- 

8 

1 

3 

1 - 

Iron  Acton  - 

- 

- 

- 

94 

1 

9 

1 2 

Thornbury  - 

- 

- 

- 

13 

2 

3 

1 71 

Berkeley  Road  - 

- 

- 

- 

20 

2 

11 

2 6 

Coaley  Junction 

- 

- 

- 

22i 

3 

2 

2 10 

Cam  - - - 

- 

- 

- 

24 

3 

2 

3 - 

12  tons 

Warmley  - 

- 

- 

- 

4 

1 

— 

- 9 

32  „ - - 

Bitton 

- 

- 

- 

6 

1 

7 

- 9 

We  have  a special  rate  of  1 s 

G „ - - 

Weston 

- 

- 

- 

11 

1 

10 

1 41 

for  small  to  Sommer^’ille’s 

138  „ 

Bath  - - - 

- 

- 

- 

12 

1 

8 

1 6 

Large  coal. 

38  „ - - 

Bath  - - - 

- 

- 

- 

12 

1 

5 

- 

Small  coal. 

142  „ - - 

Montpelier  - 

- 

- 

- 

2 

1 

4 

- 9 

9 „ - - 

Clifton  Down 

- 

- 

- 

3 

1 

4 

- 9 

9 „ - - 

Avonmouth 

” 

“ 

8 

1 

6 

1 - 

Actual  Mileage. 

Six  Mile 
Minimum. 

Parkfield  and  South 

Pits. 

Quantity  sent  in 
1880. 

Present  Rate. 

Rate  that  should  I 

be  at  1 J d.  per 
Mile. 

Over  Charge. 

Date  of  last 

Quotation. 

From  Colliery 
To 

Tons. 

s. 

d 

s. 

d. 

d. 

7 

7 

Bristol  _ - - 

Large 

5,203 

1 

3 

— 

lOr 

4^ 

June 

1873 

Small 

26,500 

1 

- 

- 

lOl 

li 

June 

59 

7 

7 

Ditto  - Forward  Traflic 

14,566 

1 

2 

- 

lOi 

2 

6 Nov. 

1876 

Min. 

Warmley 

- 

238 

1 

— 

- 

9 

3 

4 Feb. 

1801 

51 

>9 

Bitton  - - - 

- 

255 

1 

6 

- 

9 

9 

1 May 

1875 

12 

12 

Bath  ; 

Parkfield 

Large 

3,586 

1 

7 

1 

6 

1 

April 

1879 

Small 

744 

.1 

4 

1 

6 

- 

August 

1880 

South  Pit 

Large 

438 

1 

6 

1 

6 

— 

April 

1879 

Small 

- 

1 

3 

1 

6 

- 

August 

1880 

m 

10> 

Bath  Gas  Company : 

Parkfield 

- 

729 

1 

7 

1 

4 

- 

April 

1879 

South  Pit 

- 

18,858 

1 

6 

1 

4 

- 

April 

55 

18J 

181 

Dursley  - - - 

- 

4S0 

2 

10 

2 

41 

5| 

5 April 

1880 

26| 

2G| 

Nailsworth 

- 

537 

3 

- 

3 

4 

- 

1 May 

1875 

10 

10 

Charfield 

» 

874 

1 

5 

1 

3 

2 

Feb. 

1881 

61 

Min. 

Iron  Acton 

- 

280 

1 

3 

- 

9 

6 

8 Nov. 

1879 

lOJ 

lOf 

Thornbury 

- 

1,558 

1 

7 

1 

4 

3 

1 May 

1875 

11 

11 

\Yeston,  near  Bath  - 

- 

623 

1 

9 

1 

4^ 

4| 

1 May 

» 

4 

Min. 

Fishponds  : 

Ditto 

Large 

1 

- 

9 

3 

1 May 

95 

Small 

|2.30^ 

- 

10 

- 

9 

1 

1 May 

5J 

3i 

Yate  - - . ‘ 

- 

154 

- 

10 

- 

9 

1 

1 May 

'5 

10 

10 

Shirehampton  - 

- 

277 

1 

7 

1 

3 

4 

1 May 

1878 

8 

8 

Clifton  Down  - 

485 

1 

7 

1 

- 

7 

1 May 

M 

7 

7 

Montpelier 

- 

215 

1 

7 

- 

lOi 

8J 

1 May 

55 

n 

Min. 

Sliortvvood  : 

Parkfield 

- 

595 

- 

9 

- 

9 

- 

1 May 

1875 

Soutli  Pit 

- 

1,704 

- 

6 

- 

9 

- 

1 May 

5» 

8 

8 

Wickwar 

- 

42 

1 

3 

1 

_ 

3 

Feb. 

1881 

15i 

1-H 

Berkeley  Road 

- 

27 

2 

5 

1 

11 

6 

1 May 

55 

18 

18 

Coaley  Junction 

- 

18 

2 

10 

2 

3 

1 7 

1 May 

55 

REMARKS. 


On  19,317  tons  we  get  a 
drawback  of  3d.  on  coal 
shipped. 

Previous  rate  Is.  3d. 


We  get  a drawback  here  of 
4 d.  on  Parkfield,  and  3 d. 
on  South  Pit. 

Previous  to  this  we  paid 

3s.  2d. 

Drawback  here  of  6d.  per 
ton. 

Previous  rate  1 s.  10  d. 


Previous  rate  1 s.  8 <f. 
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Appendix,  No.  36. 


PAPER  handed  in  by  Mr.  Massey. 


ENGLISH  RAILWAYS. 


Railway  Rates  of  Carriage  Charged  on  Coal  for  Export  from  the  South  Yorkshire 
District. — (Over  the  Midland,  Manchester,  Sheffield,  and  Lincolnshire,  and  North  Eastern 
Railway  Companies.) 


To 

From 

Monk  Bretton  Colliery 
(Barnsley). 

From 

CoRTON  Wood  Colliery 
(Wombwell). 

From 

Denary  Main  Colliery 
(Mexborough). 

Distance. 

Bate 
per  Ton. 

Rate  per 
Ton 

per  M'le. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Miles. 

s,  d. 

d. 

Miles, 

s.  d. 

d. 

Miles. 

s.  d. 

d. 

Hull 

58 

3 1 

•638 

51 

3 - 

•706 

47 

2 10 

•723 

The  West  Yorkshire  District. — (North  Eastern  Railway  Company  only.) 


From 

Wheldale  Coal  Co^^PA^Y. 

From 

Fryston  Colliery. 

To 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Miles. 

s.  d. 

d. 

Miles. 

s,  d. 

d. 

Hull 

- 

45 

2 1^ 

I 4 

•572 

41 

2 H 

•622 

The  North  Country  District. 

Example  of  Preferential  Rates  of  Carriage  on  Coal  for  Export  Charged  by  the  North  Eastern 

Railway  Company  to  their  own  Ports. 


From 

Radcliffe  Colliery 
(Northumberland). 

From 

Asshington  Colliery 
(Northumberland). 

From 

Broomhill  Colliery 
(Northumberland). 

i 0 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Miles. 

s.  d. 

d. 

Miles. 

s.  d. 

d. 

Miles. 

s.  d. 

d. 

Tyne  Dock 

43 

1 6f 

•436 

30 

- 1 1 2 

A I 8 

•396 

42 

1 6L 

•440 

Y 2 


0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


English  Railways — continued. 


Railway  Rate  of  Carriage  on  Cannel  Coal  for  Export  from  a Lancaslilre  Mining 

Centre  to  a Port  of  Shipment. 


To  Hull. 

From 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Miles. 

s.  d. 

d. 

Wigan  - - - 

- 

109 

7 4 

•807 

The  above  rates  all  include  2 d.  per  ton  for  use  of  shipping  appliances. 


Rate  Charged  by  Railway  Companies  from  South  Yorkshire  to  London  on  Coal  for 

use  in  the  Metropolis. 


To 

From 

Denaby  Main  Colliehy 
(near  Mexborough). 

Distance. 

Net  Railway 
Rate. 

Rate  per  Ton 
per  Mile. 

Miles. 

s.  d. 

d. 

London  - 

- 

- 

161 

7 8 

•534 

FRENCH  RAILWAYS. 


Rates  of  Carriage  Charged  on  the  following  Imported  Supplies  by  French  Railways. 


Description 

OF 

Supplies. 

From 

Wheat,  maize,  flour,  oats, 
and  rye. 

Rouen 

Lard  and  tub  butter 

ditto 

Coal  - - - - 

Calais 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Milo. 

English 

Miles. 

s.  d. 

d. 

Paris  - 

76-809 

6 4 800 

0-998 

ditto  - - - 

76'809 

12  8-610 

1-987 

Paris  (La  Chapel le) 

183-352 

5 11-040 

0-387 
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Rates  of  Carriage  on  Coals  on  German  Railways  from  Westphalia,  passing  over  the  Cologne-Minden,  Rhenish,  Rergisch  Mark,  and  Roya  Hanover, 

and  Oldenburg  States  Railways, 
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German  Railways — couiiuued. 


Rates  of  Carriage  Charged  on  Coals  from  the  Westphalian  Coal  District  for  Export  and  Home 

Consumption  by  German  Railways. 


To  Hamburg  and  Harburg. 

Rate 

Names  of 

Pits. 

Sending  Stations. 

Distance. 

per  10  Tons. 

(Excess  of 
this  Quantity 

Rate  per  Ton 

per  Mile. 

Ciiarged 
pro  rata.') 

English  Miles. 

s.  d. 

d. 

Schlagel  and  Eisen 

. 

. 

Recklinghausen 

1 

* 

210 

60  - 

0-342 

Kingspit 

- 

- 

President 

_ 

- 

yWanne- 

- 

- 

217 

60  - 

0-331 

Pluto 

- 

- 

f 

Hibernia  - 
Rhine  and  Elbe 

- 

- 

Gelsenkirchen 

- 

- 

220 

61  1 

0-331 

Frederick  the  Great 

- 

1 

Hannibal 

- 

■Herne  - - - 

- 

- 

219 

61  - 

0-333 

Mount  Cenis  - 

- 

1 

Queen  Elizabeth 

- 

- 

Altenessen 

. 

- 

224 

61  - 

0-325 

Frederick  Krupp 

- 

- 

Essen  - - - 

- 

- 

236 

61  - 

0-325 

Concordia 

- 

- 

Oberhausen  - 

- 

- 

231 

62  - 

0-320 

German  bmperor 

- 

• 

Neumiihl 

• 

235 

62  - 

0-318 

ENGLISH 

RAILWAYS. 

Railway  Rates  of  Carriage  on  the  following  Goods  for  Export  from  the  Two  Great  Centres  of 

Iron  and  Hardware  Manufacture  in  England. 


From  Sheffield 

Description  op  Goods. 

To  Hull. 

To  -^EST  Hartlepool. 

•\ 

To  Newcastle  (Tyne  Dock). 

Distance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile. 

Distance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile. 

Distance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile. 

Miles. 

d. 

d. 

Miles. 

s,  d. 

d. 

Miles. 

s.  d. 

d. 

Hardware  (Iron  and  Steel  Goods, 

58 

22  6 

4-655 

Ill 

22  6 

2-432 

131 

CD 

2-061 

packed),  and  Cart,  Coach,  and  Car- 
riafre  Springs,  &c. 

Steel  and  Railway  Springs  and  Buffers 

58 

15  - 

3-103 

111 

15  - 

1-6-21 

131 

15  - 

1-374 

From  Birmingham 


Description  op  Goods. 

/ 

To  Hull. 

To  West  Hartlepool. 

To  Newcastle  (Ty 

ne  Dock). 

Distance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile. 

Distance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile. 

Distance 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile. 

Miles. 

s.  d. 

d. 

Miles. 

s.  d . 

d. 

Miles. 

*.  d. 

d. 

Hardware  ------ 

135 

25  - 

2-222 

181 

25  - 

1-657 

207 

25  - 

1-449 

Damageable  Iron  Sheets  in  bundles, 
and  Iron  Sheets,  loose. 

135 

16  8 

1-481 

181 

16  8 

1-105 

207 

16  8 

0’9G6 

Undamageable  Bar  and  Plate  Iron,  Iron 
Chains  and  Anchors,  loose,  and  Iron 
Sheets  at  Owner’s  risk,  loose. 

135 

14  2 

1-259 

181 

14  2 

0-939 

207 

14  2 

0-821 

Y 4 


0.54. 
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APPENDIX  TO  KEPORT  FROM  THE 


SELECT  COMMITTEE  ON  RAILWAYS. 
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Example  Sheet  of  Dock  Charges  only. 


Maude  ” s.  s.,  496  Tons  Register. — If  arriving  with  a Cargo  of  Grain,  Seed,  or  Deals  and 
Battens,  from  the  Baltic,  or  a Cargo  of  Grain,  Seed,  Fruit,  &c.,  from  the  Mediterranean,  pays 


Dock  Dues,  as  under  : 


If  from  the  Baltic. 

If  from  the  Mediterranean. 

Names  of  Ports. 

Rate  of  Dock  Dues. 

Amount 

of 

Dock  Dues 

Rate  of  Dock  Dues. 

Amount 

of 

Dock  Dues. 

£. 

s. 

d. 

£.  s.  a. 

Hull 

1 5.  pel 

register  ton 

24 

10 

- 

Is.  i\d.  per  register 
ton. 

34  2 - 

Grimsby  ----- 

8 d. 

7? 

16 

10 

8 

1 s.  per  re 

gistcr  ton 

24  16  - 

West  Hartlepool  (Docks  property 
North  Eastern  Railway  Company). 

7 d. 

V 

14 

9 

4 

7 d.  ,. 

77 

14  9 4 

Newcastle  (Tyne  Dock,  property 
North  Eastern  Railway  Company). 

6d. 

77 

12 

8 

- 

0 d.  „ 

77 

12  8 - 

Newport  (Monmouth)  . - - 

5 d. 

>7 

10 

6 

8 

7 d.  „ 

77 

14  9 4 

Cardiff  ------ 

7 d. 

77 

14 

9 

4 

/ d.  ,, 

77 

14  9 4 

Bristol  ------ 

Qd. 

77 

12 

8 

- 

1 s.  „ 

77 

24  16  - 

Swansea  ----- 

Qd. 

77 

18 

12 

- 

9 d.  „ 

77 

18  12  - 

Sharpness  Dock  (Port  of  Gloucester) 

Qd. 

77 

12 

8 

- 

1 s.  „ 

» 

24  10  - 

Liverpool  and  Birkenhead 

lAld. 

V 

77 

30 

9 

8 

Is.  Qd.  „ 

7? 

1 37  4 - 

“Maude,”  s.s,,  496  Tons  Register. — If  arriving  at  the  undermentioned  Port  In  Ballast,  and 
Loading  there  a Cargo  of  Coals,  &c.,  say  for  Lisbon,  pays  the  following  Dock  Dues,  See. : 


Namks  of  Ports. 


Amount 

of 

Dock  Dues. 


£ . s.  d. 


Hull 

Grimsby 

West  Hartlepool  (Docks,  property  North  Eastern 
Railway  Company). 

Newcastle  (Tyne  Dock,  property  North  Eastern 
Railway  Company). 

Newport  (Monmouth) 

Cardiff 

Bristol 

Swansea  - 

Sharpness  Dock  (Port  of  Gloucester^  . . . 

Liverpool  and  Birkenhead  . . - . . 


1 s. 

per  register  ton 

- 

- 

24 

10 

- 

1 d. 

per  register  ton,  and  d 

rop 

dues 

2 

1 

4 

2 

d.  per 

ton  on  cargo. 

3 d. 

per  register  ton 

- 

- 

6 

4 

- 

2d. 

7? 

57  * 

- 

- 

4 

2 

8 

5 d. 

77 

77  * 

- 

- 

10 

0 

8 

7 d. 

7? 

77  " 

- 

- 

14 

9 

4 

Qd. 

77 

77  “ 

- 

- 

12 

8 

- 

9 d. 

77 

77  " 

- 

- 

18 

12 

- 

0 d. 

7? 

77  * 

- 

- 

12 

8 

- 

10^ 

d.  ,, 

77  • 

- 

. 

10 

19 

(Less  50  ®/o  rebate.) 


0.54. 


Z 
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APPENDIX  TO  REPORT  FROM  THE 


SWEDISH  RAILWAYS. 


Rates  of  Carriage  Charged  on  the  undermentioned  Goods  for  Export  by  Swedish  Railways. 


From  Orebro  to  Gothenburg. 


Description  of  Goods. 

Distance. 

Rate  per  Ton. 

Rale  per  Ton 
per  Mile. 

English  Miles. 

S.  (1. 

d. 

Iron  and  steel 

176 

7 6-666 

0-515 

Manufactured  iron  and  steel  goods,  packed  - - - 

176 

24  9-333 

1-689 

Rates  of  Carriage  Charged  on  the  undermentioned  Imported  Goods  by  Swedish  Railways. 


Description  of  Goods. 

From  Gothenburg  to  Norrkoping  (Swedish 
Cotton  Spinning  Centre). 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

English  Miles. 

s.  d. 

d. 

Cotton 

231 

26  1-333 

1-356 

Machinery 

231 

21  0-000 

1-091 

RUSSIAN  RAILWAYS. 


Rates  of  Carriage  on  Weaving  and  Spinning  Machinery  Charged  on  Russian  Railways. 


Port  of 

To  St.  Petersburgh. 

To  Moscow. 

Deb.4Rkation  from 

Ship. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

English  Miles. 

s.  d. 

d. 

English  Miles. 

s.  d. 

d. 

Reval 

243 

16  9*50 

0-83 

635 

43  11 

0-83 

FINNISH  RAILWAYS. 


Rates  of  Carriage  on  Weaving  and  Spinning  Machinery  Charged  on  Finnish  Railways. 


Port  of 

Debarkation  from 

Ship. 

To  St.  Petersburgh. 

To  Tammerfors 

(Cotton  Spinning  Centre  of  Finland). 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

English  3Iiles. 

s,  (L 

d. 

English  31iles. 

s,  d. 

1 

a. 

llango  ... 

348 

22  9 

0-78 

— 

— 

— 

Aho  - - . . 

- 

- 

- 

102 

9 3-6 

1-09 

Helsingfors 

- 

- 

- 

122| 

10  0-0 

0;98.523 

SELECT  COMMITTEE  ON  llAILWAYS. 
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ENGLISH  RAILWAYS,  &c. 


Rates  of  Carriage  on  Steel  Rails  for  Export  by  Railway  and  Canal. 


From 

To  Hull  (by  Rail). 

To  Hull  (by  Canal). 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Miles. 

s.  d. 

d. 

Mites 

s.  d. 

d. 

Sheffield 

58 

7 6 

1*552 

- 

7 - 

— 

Rotherham 

55 

7 — 

1-527 

- 

G 6 

— 

Middlesbro’ 

93 

5 6 

0-709 

— 

— 

— 

Workington 

177 

12  - 

0-813 

— 

— 

— 

DUTCH-RHENISH  RAILWAYS 
(Per  Cologne-Mlnden  Railway,  and  Netherland-Rhenlsli  Railway,  both  being  State  Railways 

since  last  Year). 


Rates  of  Carriage  Charged  on  the  following  Goods  for  Export  by  the  Dutch-Rhenlsh  Railways, 
from  one  of  the  Centres  of  the  Westphalian  Coal  and  Iron  Industry. 


From  Essen  to  Amsterdam. 

From  Essen  to  Rotterdam. 

Description  of  Goods. 

Distance. 

Rate  per 
I’on. 

Rate  per 
Ton 

))er  Mile. 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

English 

Miles. 

s.  d. 

d. 

English 

Miles. 

s.  d. 

d. 

Pig  iron,  scrap  iron,  old  rails,  &c.  - 

122-647 

5 7-200 

0-548 

132-558 

6 0-000 

0-543 

Rails  (steel  or  iron),  tyers,  wheels, 
and  axles,  buffers,  railway  chairs, 
&,c. 

122-647 

5 9 600 

0 567 

132-558 

6 3-600 

0-570 

Iron  and  steel  in  bars  (all  kinds), 
sheets,  plates,  iron  tubes  and  co- 
lumns, iron  and  steel  wire,  nails  in 
casks,  &c. 

122-647 

7 6-000 

0-734 

132-558 

7 7-200 

0-688 

Hardware  (iron  and  steel  goods  of 
all  kinds). 

122-647 

8 4-800 

0-822 

132-558 

8 4-800 

0-760 

RUSSIAN  RAILWAYS. 


Rates  of  Carriage  Charged  on  Iron  and  Steel  Rails  on  Russian  Railways. 


Port  of 

To  St.  Petersburgh. 

To  Moscow. 

Debarkation  from 
Ship. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile.  * 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

English  Miles. 

s.  d. 

d 

English  Miles. 

s.  d. 

d. 

Reval  ... 

243 

9 0-50 

0-45 

635 

24  6-50 

0-46 

z 2 


0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


FINNISH  KAIL  WAYS. 


Kates  of  Carriage  Charged  on  Iron  and  Steel  Kails  on  Finnish  Kailways. 


To 

To 

To 

Port  op  Debarkation 

St.  Petersburgh. 

Tavastehus. 

Tammerfors. 

FROM  Ship. 

Distance. 

Rate 

])er  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 

per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 

per  Ton. 

Rate  per 
Ton 

per  M ile. 

English 

Miles. 

s,  d. 

d. 

English 

Miles. 

s.  d. 

d. 

English 
M lies. 

s.  d. 

d. 

Hango  ----- 

318 

17  - 

0-59 

- 

- 

- 

- 

- 

- 

Abo  ----- 

- 

- 

- 

Ill 

6 10-8 

0-75 

- 

- 

- 

Helsingfors  - - - 

- 

- 

- 

- 

- 

- 

7 G 

0-73 

DUTCH - KHENISH  KAILWAYS 

(Per  Cologne-MInden  Kailway  and  Netherland-Khenish  Kaihvay,  both  being  State  Kailways 

from  last  Year). 


Rates  of  Carriage  Charged  on  the  following  Groods  for  Export  by  the  Dutch-Rhenish  Kailways, 
from  one  of  the  Centres  of  the  Westphalian  Coal  and  Iron  Industry, 


Description  of  Goods. 

From 

Dortmund  to  A.msterdam. 

From 

Dortmund  to  Rotterdam. 

Distance. 

Rate 

per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 

per  Ton. 

Rate  per 
Ton 

per  Mile. 

Enylish 

M i/es. 

s.  d. 

cl. 

Ejialish 

Miles. 

s.  d. 

d. 

Pig  ii'on,  scrap  iron,  old  rails,  &c. 

143-09() 

6 3-600 

0-528 

153 

6 8-400 

0'525 

Rails  (steel  or  iron),  tyres,  wheels,  and 
axles,  buffers,  railway  chairs.  &c. 

143-090 

6 8-400 

0-562 

153 

7 1-200 

0-557 

Iron  and  steel  in  bars  (all  kinds), 
sheets,  plates,  iron  tubes  and 
columns,  iron  and  steel  wire,  nails 
in  casks,  &c. 

143-090 

8 2-400 

0-687 

153 

8 3-600 

0-651 

Hardware  (iron  and  steel  goods  of  all 
kinds). 

143-090 

10  0-000 

0-839 

153 

10  0-000 

0-784 

ENGLISH  KAILWAYS,  &e. 


Rates  of  Carriage  Charged  on  Imported  Iron  Ore  by  Railway  and  Canal. 


From  Hull. 


To 

By  Rail- 

By  Canal. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

]\liles. 

s.  d. 

d. 

Miles. 

s.  d. 

d. 

Sheffield 

- 

- 

58 

6 8 

1-172 

- 

5 - 

— 

Rotherham 

- 

- 

55 

5 8 

1-236 

- 

4 6 

— 

Leeds 

- 

- 

51 

r 

i 

5 10  '1 

4 tons,  j 

1-372 

— 

— 

— 

DUTCH-RHENISH  RAILWAYS 

(Per  Cologne-Minden  Railway  and  Per  Netherland-Rhenish  Railway,  both  State  Railways  since  last  Year). 


SELECT  COMMITTEE  ON  RAILWAYS, 
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APPENDIX  TO  REPORT  FROM  THE 


RUSSIAN  RAILWAYS. 


Rates  of  Carriage  Charged  on  the  following  Imported  Goods  on  Russian  Railways. 


Description  of  Goods. 

From  Reyal  (Seaport). 

To  St.  Petersburgh. 

To  Moscow. 

Distance. 

Rate  per  Ton. 

Rale  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

English  Miles. 

s.  d. 

d. 

English  Miles. 

s.  d. 

d. 

Pig  iron  . - - . 

243 

9 0-50 

0-45 

635 

23  3-00 

0-44 

Iron  wire  . . - - 

243 

16  9-50 

0-83 

635 

27  1-50 

0 51 

Manufactures  (Manchester 

243 

31  0-00 

1-53 

635 

65  10-50 

1-24 

and  Bradford  goods). 

Bar  iron,  plates,  &c. 

243 

10  4-00 

0’51 

635 

24  6-50 

0-46 

FINNISH  RAILWAYS. 


Rates  of  Carriage  Charged  on  the  following  Imported  Goods  on  Finnish  Railways. 


From  Hango  (Seaport) 

To  Tammerfors. 

Description  of  Goods. 

to 

St,  Petersburgh. 

From  Abo  (Seaport). 

From 

Helsingfors 

(Seaport). 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

l)er  Mile. 

English 

Miles. 

s.  d. 

d. 

English 

Miles. 

d. 

d. 

English 

Miles. 

$.  d. 

d. 

Pig  iron  ----- 

- 

- 

- 

102 

3 9-6 

0-41 

122^ 

4 1-2 

0-40 

Iron  wire  ----- 

- 

- 

- 

102 

11  8-4 

1-38 

1221 

12  7-2 

1-23 

Bar  ii-on,  plates,  &c.  (and  a;- 
mour  plates  from  Hango). 

348 

17  0-0 

0-59 

10-2 

6 11-4 

0-81 

1225 

7 6-0 

0-73 

Manufactures  (Manchester  and 
Bradford  goods). 

348 

43  9-0 

1-51 

102 

17  10-2 

2-10 

1221 

19  3-0 

1-89 

ENGLISH  RAILWAYS. 


Railway  Rates  of  Carriage  on  Iron  Wire  for  Export. 


From  Halifax. 

From  Warrington. 

To 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Miles, 

s,  d. 

d. 

Miles. 

s.  d. 

d. 

Hull  ----- 

70 

13  4 

2-285 

109 

15  - 

1-651 

West  Hartlepool  (Docks, 
Property  North  Eastern 
Railway  Company). 

87 

12  6 

1-724 

131 

15  - 

1-374 

SELECT  COMMITTEE  ON  RAILWAYS. 
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Return  of  Cargoes  of  Iron  Wire,  Iron  Bars,  Sheets,  Plates,  and  Pipes,  imported  into 
Croiistadt  from  Westphalian  and  other  Iron  Works,  through  Ports  in  Hanover,  Holland,  &c., 
during  1880. 


Date  of  Arrival. 


28  April  - 

29  „ 

13  iMay 

15  „ 

16  „ 

19  „ 

27  „ 

31  „ 

1 June 
7 „ 

21  ,, 

23  „ 

24  „ 

27  „ 

28  „ 

28  „ 

1 July 
H „ 

16  „ 

16  „ 

17  „ 

17  „ 

6 August  - 

14  „ - 

20  „ - 

23  „ - 

26  „ - 

29  „ - 

29  ,, 

29  „ - 

29  „ - 

29  „ - 

31  „ - 

2 September 

6 ,,  - 

6 „ - 

12 
12 
13 
13 
22 

23 

24 
24 
24 

24  „ ■ 

25  „ • 

28  „ ■ 

1 October 

o J. 

6 „ • 

9 jj 
10  „ 

12  „ 

13  „ 

14  „ 

16  „ 

17  „ 


Tons  Register 

Vessel’s  Name. 

Where  from 

. 

calculated 
from  Russian 

Cargo. 

Lasts. 

Ida 

. 

Papenburg 

152 

Iron  wire. 

Johann 

- 

- 

Antwerp 

- 

- 

- 

186 

Samson 

- 

- 

ditto 

- 

- 

- 

94 

>Iron. 

Lina  • 

- 

- 

Zwolle 

- 

- 

. 

88 

Renska 

- 

- 

Papenburg 

- 

- 

- 

100 

Iron  wire  and  machinery. 

Hinrika 

- 

- 

Antwerp 

- 

- 

- 

72 

Sara  - 

- 

- 

ditto 

- 

- 

- 

148 

iinna  Margaretha 

- 

Leer  - 

- 

. 

- 

92 

Franz 

- 

- 

Papenburg 

- 

- 

- 

82 

Bruno 

- 

- 

Leer  - 

- 

- 

- 

120 

Iron. 

Gretina 

- 

- 

Leer  ■ 

- 

- 

- 

126 

Catiiarina  - 

- 

- 

Antwerp 

- 

- 

- 

146 

Maria 

- 

- 

Leer  - 

- 

- 

- 

108 

Angela 

- 

- 

Antwerp 

. 

- 

- 

126 

Johannes 

- 

- 

Papenburg 

- 

- 

- 

118 

1 1 ron  wire. 

Caroline 

- 

- 

ditto 

- 

- 

- 

126 

Helios,  s.s.  - 

- 

- 

Antwerp 

- 

- 

- 

450 

Ellen  Kirstine 

- 

- 

Vlaardingen 

- 

- 

134 

Ida 

- 

- 

Leer  - 

- 

- 

- 

120 

Iron  and  iron  pipes. 

Africa,  s.s.  - 

- 

- 

Leer  - 

- 

- 

- 

274 

Iron. 

Johannes 

- 

- 

Papenburg 

- 

- 

- 

108 

Iron  wire. 

Alpha 

- 

- 

ditto 

- 

- 

- 

112 

Maria 

- 

- 

ditto 

- 

- 

- 

134 

Delbruck,  s.s. 

- 

- 

Bremen 

- 

- 

- 

374 

■Iron. 

Nicoline 

- 

- 

Rotterdam 

- 

- 

- 

98 

Hindereka  - 

- 

- 

Leer  - 

- 

. 

- 

86 

Kattegat,  s.s. 

- 

- 

Bremerhaven 

- 

- 

304 

Railway  iron. 

Ida 

- 

- 

Rotterdam 

- 

- 

- 

152 

\ 

G retina 

. 

. 

Leer  - 

- 

• 

- 

126 

Severine 

- 

- 

Papenburg 

- 

- 

- 

114 

; Iron. 

Annii  Margaretha 

- 

Leer  - 

- 

- 

- 

92 

Biltine 

- 

- 

Leer  - 

- 

- 

- 

76 

Margarethe 

- 

- 

Leer  - 

- 

- 

- 

60 

j 

Iron  wire. 

Fenna 

- 

- 

Papenburg 

- 

- 

- 

56 

Gerhard 

- 

- 

Leer  - 

- 

- 

- 

138 

1 

Helene 

-• 

- 

Leer  - 

- 

- 

- 

132 

J Iron. 

Reinhard 

- 

- 

Antwerp 

- 

- 

- 

120 

Ymuiden,  s.s. 

- 

- 

Rotterdam 

. 

. 

- 

400 

] 

Ernst  and  Georg 

- 

- 

Papenburg 

- 

- 

- 

114 

Iron  Wire. 

Almuth 

- 

. 

Leer  - 

- 

- 

- 

122 

) 

Gustaf 

- 

- 

Antwerp 

- 

- 

- 

208 

} Iron. 

Kezia  Harrison 

- 

- 

ditto 

- 

- 

- 

94 

1 

Maria 

- 

- 

Papenburg 

- 

- 

- 

154 

I 

Helen 

Thedea 

• 

ditto 

ditto 

; 

- 

180 

104 

Uron  wire. 

I 

Hermiiie 

- 

- 

Antwerp 

- 

- 

- 

66 

1 

Frey  a 

- 

- 

ditto  - 

- 

- 

- 

94 

Elise  - 

- 

- 

Leer  - 

- 

- 

- 

134 

J.  Borgwardt 

- 

- 

Papenburg 

- 

- 

- 

104 

1 

Gibraltar,  s.s. 

- 

- 

Antwerp 

- 

- 

- 

534 

1 

Tirfing,  s.s. 

- 

. 

ditto  - 

- 

- 

- 

276 

' Iron. 

Schelde,  s.s. 

- 

- 

Leer  - 

- 

- 

- 

692 

Ceres,  s.s.  - 
Nellv  Wise,  s.s. 

- 

- 

Rotterdam 

- 

- 

- 

534 

- 

- 

Brake 

- 

- 

- 

680 

Frigga,  s.s. 

- 

Rotterdam 

- 

- 

. 

244 

Brage,  s.s.  - 

- 

- 

Antwerp 

- 

- 

- 

404 

Hochfeld,  s.s. 

- 

- 

Rotteidam 

- 

- 

- 

652 

Railway  iron. 

lelo,  s s. 

- 

- 

Antwerp 

- 

- 

- 

210 

Iron. 

11,144 

Iron  Bars, 

Iron  Wire. 

Plates,  bheets. 

and  Pipes. 

Tom. 

Turt.s. 

14  steamers  and  44  sailing  vessels  with  - 

2,556 

17,820 

Iron 

Railway  Rails. 


Tons. 

1,912 


184 


APPENDIX  TO  REPORT  FROM  THE 


ENGLISH  11  AIL  WAYS. 


Kates  of  Railway  Carriage  on  Imported  Cotton  for  use  by  the  Lancashire  Spinners. 


To  Boltos. 

To  Accrington. 

To  Manchester. 

To  Oldham. 

From 

Dis- 

tance. 

Rate 
per  Ton. 

Rate 
per  Ton 
per  Mile. 

Dis- 

tance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  iMile. 

Dis- 

tance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile 

Dis- 

tance. 

Rate 

per  Ton. 

Rate 
per  Ton 
per  Mile. 

Miles. 

#.  d. 

d. 

Miles. 

s.  d. 

d. 

Miles. 

s,  d. 

d. 

Miles. 

i.  d. 

d. 

Liverpool 

28 

9 4 

4-000 

40 

13  2 

3-950 

41 

9 - 

2C34 

45 

11  - 

2-933 

Special  Transhipment  Rate  from  Liverpool  to  Hull  on  Transit  of  Cotton, 


From 


Liverpool  - 


'to  Hull. 


Distance. 


Rate  per  Ton. 


Miles. 

120 


s.  d. 
12  G 


Rate  per  Ton 
per  Mile. 


d. 

1 250 


Railway  Rates  of  Carriage  on  the  following  Imported  Goods  to  some  of  the  principal 
Manufacturinsc  and  Consuming  Centres, 

O O 


Rate 

Rate 

Description  of  Goods. 

From 

To 

Distance. 

per  Ton. 

per  Ton 
per  Mile. 

Miles. 

s. 

d. 

d. 

Raw  cotton  - . - 

\ 

llorbui-y 

55 

12 

6 

2 727 

Ditto  . - - . 

Bolton  . - - 

101 

23 

4 

2-772 

Wool 

1 

Bradford 

61 

15 

10 

3-115 

Wool 

Hull  - 

Brighouse 

64 

16 

8 

3-125 

Wool 

Rochdale 

88 

21 

8 

2 954 

Wheat  , - 

^Birmingham  -1 

125 

15 

- 

1-333 

Bacon  .... 

J 1 

135 

25 

- 

2-222 

Butter  .... 

/ ^ 

Manchester 

91 

23 

4 

3-077 
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French  Railway  Carriage  Rates  on  the  undermentioned  Goods  and  between  the 
undermentioned  Manufacturing  and  Consuming  Centres. 


Description 

OF 

Goods. 

From 

To 

Distance. 

Rate 
per  Ton. 

Rate  per 
'Ion 

per  Mile. 

Emjlish 

d. 

d. 

Miles. 

Raw  Cotton 

- 

- 

Havre 

Rouen 

56-988 

5 

7-020 

1-176 

Raw  Wool  - 

- 

- 

- ditto 

Elbeuf 

59-465 

6 

0-000 

1-211 

Washed  Wool 

- 

- 

- ditto 

- ditto 

59-465 

6 

9-600 

1-372 

Wheat 

- 

- 

Flour  - 

- 

- 

Barley 

- 

- 

- ditto 

Paris  - - - 

139-99-2 

8 

0-000 

0-686 

Oats  - 

- 

- 

Maize 

- 

- 

American  Lard 

- 

■ i 

- ditto 

ditto  - - - 

139-992 

17 

2-400 

1-474 

American  Bacon 

- 

- -J 

Butter 

- 

- 

- ditto 

ditto  - 

139-992 

20 

4-800 

1-749 

RUSSIAN  RAILWAYS. 


Rates  of  Railway  Carriage  on  Imported  Cotton  for  Use  by  the  Russian  Interior 

Cotton  Spinners. 


Port  of  Debarkation 

FROM  Ship. 

To  S 

T.  Petersburgh. 

To  Moscow. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 
per  Ton. 

Rate  per 
I'on 

per  iilile. 

English 

HU  ties. 

A-.  d. 

d. 

E)i<rlish 

Miles. 

St,  (L 

d. 

Reval  - - - - 

243 

11  7-50 

0-57 

635 

30  4-25 

0 57 

FINNISH  RAILWAYS. 


Rates  of  Railway  Carriage  on  Imported  Cotton  for  Use  by  the  Finnish  and  Russian  Interior 

Cotton  Spinners. 


Port  of  Debarkation 

FROM  Ship. 

To  St.  Petersburgh. 

To  Tammerfors. 

(Cotton  Spinning  Centre  of  Finland.) 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

English 

Aides. 

S.  f/. 

d. 

Euu  Itsh 
Miljs. 

'S.  d. 

Hango  - 

348 

28  7-75 

0-98 

— 

— 

— 

Abo 

- 

- 

- 

102 

11  8-40 

1-38 

Hf.i.sin'gfors  - - - 

- 

- 

- 

122| 

12  7-20 

1-23 

0.54.  A A 
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APPENDIX  TO  REPORT  PROM  THE 


DANISH  KAIL  WAYS. 


Rates  of  Carriage  Charged  on  Live  Stock  and  Agricultural  Produce  on 

Danish  Railways. 


Description. 

From 

To 

Distance. 

Rate. 

Quantities. 

Rate 
per  Mile. 

English 

Miles. 

s.  d. 

Each. 

d. 

Per  Head. 

Cattle  - - . 

Korsoer  - Copenhagen 
(Per  Sealand  Railway.) 

70 

4 10 

For  at  least  4 heads 
of  cattle. 

0-829 

Sheep  ... 

- ditto 

- ditto 

70 

- 5 

Per  Ton. 

For  at  least  1 0 sheep 

0-071 

Per  Ton. 

Butter  ... 

- ditto 

- ditto 

70 

8 - 

In  truckloads  of  5 
tons. 

1-371 

Grain  ... 

- ditto 

- ditto 

70 

6 - 

ditto 

1029 

Wool  (in  pressed  bales) 
Wool  (in  loose  pack- 
ages). 

- ditto 

- ditto 

70 

1 1 

9 

. 

2-014 

- ditto 

- ditto 

70 

21 

.3 

3-643 

Note. — The  Sealand  Railway  was,  up  to  the  end  of  last  year,  owned  by  a joint  slock  company,  but  has 
since  been  bought  by  the  Danish  Government  Jiaying  125  percent,  for  the  shares,  viz.;  for  every  Kronor 
400  in  shares,  the  Government  paid  a bond  for  Kronor  500,  at  4 per  cent,  per  annum  interest. 


SWEDISH  RAILWAYS. 


Rates  of  Carriage  Charged  on  Ti.mber  and  Agricultural  Produce  for  Export  on 

Swedish  Railways. 


Rate 

Rate 

Description. 

From 

To 

Distance. 

|)er  Ton. 

per  Ton 
per  Mile. 

English 

Miles. 

s.  d. 

d. 

Deals  and  battens 

8 4-000 

0-454 

Grain  (all  kinds  in  bags) 

15  9-333 

0-860 

Grain  (all  kinds  loose)  - 

Falkoping  - 

G itiienburg- 

220  1 

24  G-66G 

1-339 

Hides  (in  5-ton  lots)  - 

(Agricultural  and 
wood  centre  of 

19  5-333 

1 060 

Butter  (in  5-ton  lots)  - 

J Sweden.) 

\ 

24  6-G6G 

1-339 

Rates  of  Carriage  Charged  on  Live  Stock. 


Description. 

From 

To 

Distance. 

Rate 
per  Head 
or  Lot. 

In  Lots 

of 

Rate 

per  Head 
per  Mile. 

Cattle  (Oxen  and  Cows)  - 

Falkoping 
(Agricultural  and 
wood  centre  of 
Sweden.) 

Gothenburg  - 

English 

Miles, 

220 

s.  d, 

42  2-666 

52  5-333 

61  6-666 
70  0-000 

78  5-333 

86  10-666 
94  2-666 

101  6-666 

' 

1 head 

2 „ 

3 „ 

4 „ 

5 „ 

6 „ 

7 „ 

8 „ 

d. 

2-303 
1-430 
1-119 
0-955 
. 0-856 
0-790 
0-734 
0-693 
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DUTCH  K A I L W A Y S. 


Eates  of  Carriage  Charged  on  the  following  Agricultural  Produce  by  Dutch  Kailways. 


Description. 

From 

To 

Distance. 

Rate  per 
Ton. 

Quantities. 

Rate  per 
Ton 

per  Mile, 

English 

s.  d. 

d. 

Miles. 

4 

Less  than  5 tons 

2.222 

Butter,  cheese,  and  wet 

Utrecht 

Amsterdam 

221 

1 

3 - 

5 to  10  tons 

1-600 

and  dry  hides. 

1 

2 4 

Over  10  tons  - 

1-244 

' 4 2 

Small  quantities 

2*222 

3 - 

Over  5 tons  in  closed 

1-600 

Grain,  wheat,  oats,  rye. 

- ditto 

- ditto 

22  i 

trucks. 

&c.,  and  fruit. 

2 4 

Over  5 tons  in  open 

1-244 

trucks. 

Rates  of  Carriage  Charged  on  Live  Stock  by  Dutch  Railways. 


Description. 


Distance. 


Rate  per 
Truck. 


English 

Miles. 


s,  d. 


Truck  capable  of 
liolding 


Rate  per 
Head 
per  Mile. 


Cattle. 

d. 


Horses. 

d. 


Cattle  (oxen  and 
cows)  and 
horses. 


Utrecht 


Amsterdam 


Sheep  and  Pigs 


ditto 


ditto 


•22J 


2-2h 


- 12 

- 

10  beasts 

or  7 horses 

13 

- 

11 

V 

7 

99 

13 

6 

12 

9 

99 

14 

2 

13 

>9 

9 

99 

15 

— 

14 

99 

10 

99 

10 

- 

25 

sheep 

or  pigs 

- 

11 

6 

30 

99 

- 

12 

- 

35 

99 

- 

, 12 

8 

40 

99 

• 

•010 

•030 

•600 

•581 

•571 


•914 

•990 

•800 

•840 

•800 


Sheep  or  Pigs. 
•213 

•204  ~ 

•183 

•169 


Rates  Charged  for  Small  Lots  for  the  above  Distance. 


Cattle. 

Sheep  and  Pigs. 

• Calves. 

1 beast  .... 

£.  s.  d. 

- 8 4 

1 to  9 

.f.  d. 

Per  Head. 

1 8 

1 to  4 

s.  d. 

Per  Head. 

2 0 

2 to  3 beasts  ... 

- 13  4 

10  „ 19 

1 4 

5 „ 9 ■ - 

2 1 

4jj5,,“ 

6 >}  8 ,,  - 

- 18  4 

1 3 4 

1 

1 

O 

1 - 

10  „ 15 

1 8 

A A 2 


0 54. 
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APPENDIX  TO  REPORT  FROM  THE 


BELGIAN  KAILWAY  S. 


Rates  of  CaiTiage  Charged  on  Butter,  Apples,  Pears,  and  Plums,  for  Export  and 
Home  Consumption,  by  Belgian  Railways. 


From  Bruges. 

From  Dixmunde. 

To 

Export. 

Home  Consumption. 

Export. 

Horae  Consumption. 

Distance 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
'I'on. 

Rate  per 
I'on 

per  -Mile. 

English 

Miles. 

s.  d. 

d. 

s.  d. 

d. 

English 

Miles. 

s.  d. 

d. 

5.  d. 

d. 

Antwerp  - 

70i 

8 0-480 

1-374 

10  0-480 

1-715 

84i 

9 0-480 

1-284 

11  6-240 

1-636 

From  Ghent. 

From  Brussels. 

To 

Export. 

Home  Consumption. 

Export. 

Home  Consumption. 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate  per 
Ton. 

Rate  per 
Ton 

per  Mile. 

Rate  per 
Ton. 

Rate  per 
Tcn 

per  Mile. 

English 

Miles. 

s,  d. 

d. 

s.  d. 

d. 

English 

Miles. 

s.  d. 

d. 

s»  d. 

d. 

Antwerp  - 

455 

6 0-960 

1-604 

7 5-280 

1-962 

29$ 

4 3-360 

1-727 

5 5-280 

2-194 

Rates  of  Carriage  Charged  on  Iron  Nails,  for  Export. 


From  Liege. 

From  Gosselies. 

To 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

Distance. 

Rate  per  Ton. 

Rate  per  Ton 
per  Mile. 

English  Miles. 

s.  d. 

d. 

English  Miles. 

s.  d. 

d. 

Antwerp 

74$ 

5 3-840 

0-856 

m- 

5 0-000 

0-964 
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FINNISH  RAILWAYS. 


Rates  of  Carriage  Charged  on  the  following  Materials  for  Export  by  the  Finnish  Railways. 


From  Toijala  (Sawmill  District) 

Description  of  Materials. 

To  Abo. 

To  Helsingfors. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Distance. 

Rate 
per  Ton. 

Rate  per 
Ton 

per  Mile. 

Evfjlish 

Miles. 

s.  d. 

d. 

English 

Miles. 

s.  d. 

d. 

Deals  and  battens  ... 

85^ 

4 0-6 

0 57 

96 

4 C'C 

0-56 

Wood  pulp  (for  paper  making) 

8oi 

5 5-4 

0-77 

96 

6 1-2 

C-76 

Sample  of  the  Rates  of  Carriage  Charged  on  Oxen  by  the  Finnish  Railways. 


From  Toijala 

To  Abo. 

To  Helsingfors. 

Description. 

Distance. 

Each. 

Rate 
per  Mile. 

Distance. 

Each. 

Rate 
per  Mile. 

Eyiglish 

Miles. 

s.  d. 

d. 

English 

Miles. 

s.  d. 

d. 

Large  oxen  ...  - 

00 

7 3*2 

1-02 

96 

8 1-9 

1-02 

0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  37. 


PAPEKS  handed  in  by  Mr.  Grotrian. 


RATES  Charged  for  the  Carriage  of  Timber  and  Deals. 


Name  of  Town  to  whicli 

From  Hull. 
(N.E.R.) 

!. 

West  Hartlepool.  j 
(N.E.  Docks.)  j 

Newcastle  (Tyne  Dock).- 
(N.KR.) 

Traffic  is  sent. 

Distance. 

Rate  per 
Ton. 

Distance. 

Rate  per 
'Ion.  1 

! 

Distance.j 

Rate  per 
'i'on. 

Leeds  - 

Miles. 

51 

s.  d. 

7 11 

Miles. 

7-2 

s.  d. 

7 11 

Miles. 

93 

.<!.  d. 

7 11 

Vfakefie’.d 

- 

- 

61 

7 11 

83 

8 4 

103 

8 4 

Bradford 

- 

- 

61 

9 2 

81 

9 2 

101 

9 2 

Huddersfield  - 

- 

- 

Go 

9 2 

89 

9 2 

110 

9 2 

Halifax  - 

- 

- 

68 

10  - 

87 

10  - 

109 

10  - 

Normanton 

- 

- 

47 

7 6 

83 

8 4 

103 

8 4 

Sheffield 

- 

- 

58 

9 2 

111 

10  - 

131 

10  5 

Burton -on -Trent 

. 

- 

104 

10  - 

150 

10  10 

177 

10  10 

Manchester  - 

91 

15  - 

114  \ 

15  - 
13  4 

1 [ 

15  — 

13  4 

Liverpool 

. . . 

- 

123 

13  4 

1 

146 

4 tons 

13  4 

J 1 

169 

4 tons. 

13  4 

Doncaster 

- 

- 

40 

6 8 

91 

8 4 

111 

8 4 

Barnsley 

- 

- 

61 

9 2 

96 

9 2 

116 

10  - 

]\1  exborough  - 

. 

- 

47 

8 4 

98 

9 8 

118 

9 8 

Swinton 

. 

- 

48 

8 4 

101 

9 8 

122 

9 8 

Wath  - 

. 

- 

49 

8 4 

100 

9 8 

122 

10  - 

Conisborough 

- 

- 

45 

8 4 

96 

9 2 

116 

10  - 

Rotherham  - 

- 

•* 

55 

9 2 

107 

10  - 

127 

10  5 

Masborough  - 

- 

53 

9 2 

106 

10  - 

126 

10  5 

Derby  - 

- 

- 

92 

10  - 

145 

10  10 

166 

10  10 

Nottingham  - 

- 

- 

98 

8 - 

151 

9 2 

164 

10  - 

Biimingham  - 

- 

- 

135 

14  2 

187 

f 

14  2 

207 

I 

15  — 

Middlesborough 

. - - 

- 

93 

8 4 

17i  ■ 

3 - 

f '' 

5 - 

Stockton  (North) 

. 

- 

90 

8 4 

1 

..  { 

4 tons 

3 4 

2 9 

J 

t 

i 42 

5 - 

Stockton  (South) 

. 

- 

- 

8 4 

14i  1 

3 8 

3 - 

4 tons 

1 35 

1 

5 — 

Darlington 

. 

87 

10  - 

24 

5 - 

35 

6 - 

Durham 

- 

- 

110 

12  6 

25J 

5 - 

16 

4 - 

York  - 

- 

- 

4b| 

6 3 

5 10 

j 59i 

7 6 

79^ 

8 4 

Lincoln 

.. 

- 

52 

6 8 

128 

10  - 

148 

10  1C 

Dodworth 

- 

- 

59 

10  - 

98 

10  10 

120 

1 10  10 

1 

Hetton  - 

. 

- 

111 

11  8 

18 

4 4 

19 

4 8 

Brancepeth  - 

- 

- 

106 

14  7 

30 

5 10 

21 

5 - 

Haswell 

- 

- 

114 

15  - 

14 

3 8 

1 

23 

5 4 

Railway  Rates  on  Timber  and  Deals,  in  Lots  of  Two  Tons  and  upwards.  Machine  Weight, 
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CO 

cq 

1 

C) 

00 

CO 

CO 

CO 

00 

00 

o 

rH 

1—1 

C5 

o 

C5 

, 

o 

40 

CD 

03 

1 

rH 

rH 

(M 

rH 

cq 

rH 

03 

rH 

rH 

03 

03 

rr 
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Co 
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CO 
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«o 
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CO 

O 

t- 

05 

CO 

rH 

H*1 
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CO 
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CO 
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rH 

CM 
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rH 

tH 

rH 

03 

rH 

th 

03 

cq 

03 

Q 

P 

o 

O 

(M 

(M 

cq 

1 

o 

CO 

O 

c? 

CO 

o 

o 

40 

0)  o 

rH 

"m  H 

03 

C© 

lO 

Oi 

O 

o 

1- 

O 

o 

03 

o 

O 

“H 

rH 

rH 

rH 

TH 

.-H 

rH 

^H 

rH 

p- 

<u 

CO 
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lO 

CO 

oq 

>o 

o 

(M 

CO 

o 

rH 
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*o 

CO 

tr 

*0 

«3 

CO 

CO 

-r 

O 

C5 
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o 

CO 

o 

o 

03 

rH 

rH 

CO 

C^J 

rH 

rH 

rH 

rH 

rH 

rH 

tH 

Q 

•■» 

lO 

1 

1 

CO 

cq 

o 

cq 

1 

03 

1 

00 

CO 

o 

Gi  O 

00 

Co 

»o 

O 

o 

*o 

03 

o 

rH 

uo 

Tt< 

o 

CO 

rH 

o 

^ S3 

rH 

rH 

rH 

rH 

rH 

rH 

th 

tH 

rH 

rH 

rH 

oS 

CO 

t>. 

rH 

CO 

CO 

CO 

Ci 

CO 

O 

CO 

tH 

CO 

03 

40 

c3 

o 

CO 

rH 

CO 

CO 

CO 

!>. 

w 

o 

O 

CO 

O 

CM 

rr 

rH 

rH 

rH 

rH 

PH 

03 

03 

rH 

rH 

rH 

rr 

CO 

CO 

oT 

Q 

d 

<M 

1 

Ol 

1 

cq 

cq 

O 

cq 

cq 

O 

03 

CO 

o 

, 

h- 

o o 

rH 

rH 

CS 

o 

o 

rH 

rH 

o 

rH 

03 

O 

CO 

O 

o 

Un 

Oq 

rH 

rH 

rH 

rH 

rH 

rH 

r— 

rH 

rH 

cj 

Co 

CO 

-f 

iO 

o 

o 

CO 

C5 

CO 

05 

»o 

rH 

CO 

rH 

o 

rH 

CO 

*o 

40 

CO 

*o 

03 

rH 

o 

CO 

tH 

rH 

rH 

rH 

rH 

rH 

rH 

rH 

rH 

rH 

03' 

Q 

CM 

<M 

cq 

! 

1 

1 

1 

1 

cq 

CO 

1 

CO 

1 

cq 

CO 

<u  c 

03 

ti  H 

-t< 

C3 

o 

lO 

o 

o 

o 

O 

cq 

CO 

l> 

o 

05 

-^'5^ 

Ph  =- 

rH 

rH 

rH 

rH 

— 

rH 

rH 

rH 

a3 

Co 

»o 

CO 

rH 

oq 

CO 

-H 

40 

CO 

CO 

CO 

05 

05 

-2 

CO 

o 

CO 

o 

o 

i-r 

o 

o 

CO 

CO 

C5 

C- 

CO 

Tfi 

rH 

rH 

rH 

rH 

rH 
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,_r 

Q 
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Ofg 

^6 
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APPENDIX  TO  REPORT  FROM  THE 


Cotton  AVool  (really  Kaw  Cotton). — 1st  Class  (any  Quantity).. 


Name  of  Town  to  w 

Inch 

From  Hull. 

(N.  E.  R.) 

West  Hartlepool. 

(N.  E.  Docks.) 

Newcastle  fTyne  Dock). 
(N.  E.  R.) 

Traffic  is  sent. 

Distance. 

Rate  per 

Ton. 

Distance. 

Rate 

Ton 

per 

Distance. 

Rate 

Tor 

per 

. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Wakefield 

- 

- 

61 

11 

8 

83 

12 

0 

103 

26 

8 

Leeds  - - - 

- 

- 

51 

11 

8 

72 

11 

8 

93 

12 

6 

Bradford 

- 

- 

61 

14 

2 

81 

14 

2 

101 

14 

2 

Halifax  - - - 

- 

- 

68 

16 

8 

87 

16 

8 

109 

10 

8 

Huddersfield  - 

- 

- 

65 

14 

2 

89 

14 

2 

no 

14 

2 

Manchester 

- 

- 

91 

15 

- 

114 

15 

- 

136 

15 

- 

Liverpool  (pressed,  packed) 

- 

123 

15 

- 

146 

15 

- 

156 

15 

- 

Liverpool  (not  pressed,  packed) 

- 

20 

- 

- 

20 

- 

- 

20 

= 

Preston  - - - 

- 

- 

110 

25 

10 

126 

25 

10 

128 

25 

10 

Nottingham 

- 

- 

98 

16 

8 

151 

16 

8 

179 

*30 

- 

Sheffield  - - - 

- 

- 

58 

15 

- 

111 

15 

- 

131 

15 

- 

Dewsbury 

- 

- 

58 

12 

6 

81 

12 

6 

102 

14 

2 

Heckmondwike 

- 

- 

60 

12 

0 

88 

12 

6 

109 

*25 

- 

Brighouse 

- 

- 

61 

10 

8 

93 

16 

8 

114 

*25 

- 

C leek  hen  ton 

- 

• 

63 

13 

4 

85 

13 

4 

106 

*25 

- 

Rose  Grove 

- 

- 

89 

20 

- 

111 

21 

8 

132 

*30 

- 

Ormskirk 

- 

- 

122 

26 

8 

1 13 

26 

8 

148 

*30 

- 

Walsden  - 

- 

- 

81 

20 

- 

102 

20 

- 

123 

*28 

4 

Droylsden 

- 

- 

80 

21 

8 

no 

21 

8 

162 

*28 

4 

Smithy  Bridge 

- 

- 

86 

20 

10 

107 

*26 

8 

147 

*28 

4 

Elland 

- 

- 

07 

16 

8 

91 

i IG 

8 

112 

*27 

0 

Sowerhy  Bridge 

- 

- 

70 

16 

8 

92 

1 

8 

113 

*27 

6 

Pontefract 

• 

- 

42 

10 

- 

' B1 

i 

10 

101 

*23 

4 

Hipperholme  - 

- 

- 

06 

16 

8 

SO 

16 

8 

107 

*26 

8 

Low  Moor 

- 

- 

63 

14 

2 

1 83 

14 

2 

104 

*25 

- 

Hoi  bury 

- 

- 

65 

12 

6 

90 

12 

0 

no 

*25 

Methley  .Junction 

- 

- 

40 

11 

8 

: 81 

i 

12 

6 

105 

*21 

8 

Barnsley 

- 

- 

61 

13 

4 

: 90 

13 

4 

116 

*25 

- 

Mirfield  - 

- 

- 

00 

13 

4 

1 84 

13 

4 

105 

*27 

6 

Batley  - - - 

- 

- 

60 

12 

6 

! 80 

12 

6 

101 

14 

2 

Shipley  - - - 

- 

• 

62 

14 

2 

82 

14 

2 

108 

*23 

4 

Bolton  . - - 

- 

- 

101 

23 

4 

123 

23 

4 

144 

23 

4 

Rochdale 

- 

- 

88  , 

21s.  8 d., 
20  s.-d. 

Smalls 
1st  Clas 

].  no 

21 

s 

137 

21 

8 

Birmingham 

- 

- 

135 

‘22 

0 

161 

1 

22 

0 

207 

oo 

6 

• Town  Rate  only. 
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Wheat,  Maize,  Beans,  Linseed,  and  Rapeseed. 


Class  S.  (Reckoning  Five  Quarters  to  Ton.)  First  Line,  Two  Ton  Loads;  Second  Line,  Four  Ton  Loads, 

where  quoted. 


Name  of  Town  to  which 

From  Hull. 

(N.  E.  R.) 

West  Hartlepool. 

(N.  E.  Docks.) 

Newcastle  (Tyne 
(N.  E.  R.) 

Dock). 

Traffic 

is 

Sent. 

Distance. 

Rate 
per  Ton. 

Distance. 

Rate 
per  Ton. 

Distance. 

Rate 
per  Ton. 

Miles. 

s.  d. 

Miles. 

s.  d. 

Miles. 

s. 

d. 

Leeds  - 

- 

- 

- 

- 

51 

6 8 

72 

6 8 

93 

7 

1 

Wakefield  - 

- 

• 

- 

- 

51  I 

8 4 

6 8 

} 

9 2 

7 6 

} 

9 

7 

2 

11 

Bradford 

- 

- 

- 

- 

0,{ 

10  - 
8 9 

} *'{ 

8 9 

4 tons 

1 101 

9 

2 

Huddersfield  - 

- 

- 

- 

- 

65  1 

10  - 
8 9 

1 89 

10  - 

110  1 

9 

7 

2 

11 

Halifax 

- 

- 

- 

- 

68  j 

10  10 
• 8 9 

} 

10  10 

8 9 

1 109 

8 

9 

Normanton  - 

- 

- 

- 

- 

7 6 

5 10 

1 83 

7 6 

103 

7 

11 

Sheffield 

- 

- 

- 

- 

58 

8 4 

111 

9 2 

131  1 

10 

10 

5 

Manchester  - 

- 

- 

- 

- 

91  i 
91  ^ 

15  - 
13  4 

} 

12  6 

4 tons 

} i 

15 

13 

4 

Burton-on-Trent 

- 

- 

- 

- 

104 

12  6 

150  1 

12  6 

4 tons  only 

} 

12  6 

4 tons  only. 

Nottingham  - 

- 

- 

• 

- 

98 

0 . 

151 

1 1 8 

10  - 

1 164 

11 

8 

Birmingham  - 

- 

- 

- 

- 

135 

15  - 

181 

15  - 

207 

15 

- 

Leicester 

- 

- 

- 

- 

116 

12  6 

162 

13  4 

190 

13 

4 

Dewsbuiy 

- 

- 

- 

- 

58  1 

9 2 

8 4 

} 

9 2 

8 9 

} ‘"H 

10 

8 

9 

Bolton  - 

- 

- 

- 

- 

101  1 

13  10 

14  2 

} 

15  10 

14  2 

} >«{ 

15 

14 

10 

2 

Blackburn 

- 

- 

- 

- 

*99 

13  4 

120  I 

15  - 
13  4 

} 

15 

13 

10 

4 

Accrington 

- 

- 

- 

- 

93  1 

13  4 

2 tons 

} 

13  - 
13  4 

} 

15 

13 

4 

Oldham 

- 

- 

- 

- 

82  1 

15  - 
13  4 

1 '05  { 

15  — 

13  4 

} 

15 

13 

4 

Bury 

- 

■ 

- 

- 

95  1 

13  4 

2 tons 

} -{ 

15  - 
13  4 

I ■‘"’i 

15 

13 

4 

Rochdale 

- 

- 

- 

- 

88  1 

12  6 

2 tons 

} 

14  2 

12  6 

} 

14 

12 

2 

6 

Wigan  - 

- 

- 

- 

109  1 

16  8 

15  - 

1 

16  8 

15  — 

} 

16 

15 

8 

Preston 

- 

- 

- 

- 

110  1 

16  8 

15  - 

} 

16  8 

15  - 

} 

16 

15 

8 

York  - 

- 

- 

- 

- 

44  1 

6 3 

5 10 

} m 

7 1 

79^ 

7 

6 

Peterborough 

- 

- 

- 

- 

121  1 

15  - 
11  8 

} { 

15  - 
12  10 

} - { 

15 

12 

10 

Derby  - 

- 

- 

- 

- 

92 

10  10 

139  1 

12  6 

12  - 

} 166 

12 

6 

Doncaster 

- 

- 

- 

- 

40 

6 8 

9 2 

8 4 

} 

8 

4 

Barnsley 

- 

- 

• 

0,  [ 

9 2 

8 4 

1 96 

9 2 

116 

10 

- 

0.54.  B B 
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APPENDIX  TO  REPORT  PROM  THE 


Wheatj  Maize,  Beans,  Linseed,  and  Rapeseed — continued. 


Name  of  Town  to  which 

From  Hull. 

(N.  !■:.  li.) 

West  Hartlepool. 

(N.  E.  Docks.) 

Newcastle  (Tyne 
(N.  E.  R.) 

Dock). 

Traffic  is  sent. 

Distance 

Rate  per 
Ton. 

Distance 

Rate  per 
Ton. 

Distance 

Rate  per 
Ton. 

Milex. 

s. 

d. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Batley  ------ 

CO 

J 

1 

9 

8 

2 

4 

1 80 

■ 

9 

8 

2 

9 

} 

8 9 

4 tons  only. 

Mirfield  - - - - . 

CO 

\ 

10 

8 

9 

1 84 

10 

8 

9 

} 

8 

4 tons 

9 

only. 

Cleckheaton  ----- 

63 

f 

\ 

10 

8 

9 

1 85 

/ 

1 

10 

8 

9 

} 

8 9 

4 tons  only. 

Heckmondwike  - - - - 

60 

{ 

9 

8 

2 

4 

1 88 

{ 

9 

8 

2 

9 

} 

8 

4 tons 

9 

only. 

Gainsborough  - - - . 

61 

5 

10 

112 

{ 

8 4 

4 tons  only 

j 132 

*15 

10 

Lincoln 

52 

6 

8 

128 

{ 

9 2 

4 tons  only 

1 148 

9 

2 

Newark 

76 

8 

127 

{ 

10 

8 

10 

} 

10 

9 

2 

Retford  ------ 

57 

{ 

8 

6 

4 

5 

1 108 

f 

1 

10 

9 

2 

1 129 

9 

2 

Middlesborough  - - - „ 

93 

{ 

10 

8 

4 

} 17| 

{ 

4 

2 

9 

#5 

10 

Stockton  (North)  - - . - 

90 

{ 

10 

8 

4 

1 

1 

'1 

3 

2 

4 

6 

} 

*5 

4 

10 

9 

Stockton  (South)  - - - - 

- 

{ 

10 

8 

4 

} 14^ 

{ 

3 

2 

8 

9 

} -{ 

*5 

4 

10 

9 

Darlington  - . - . . 

87 

f 

1 

11 

8 

8 

4 

1 24 

{ 

5 

4 

4 

*6 

5 

8 

Durham  ----- 

110 

f 

1 

12 

10 

6 

1 251 

/ 

1 

5 

4 

8 

*4 

3 

4 

Sunderland  (Monkwearmouth  Station) 

124 

r 

1 

11 

8 

8 

4 

} 391 

{ 

5 

4 

10 

2 

1 

r ■ 

#2 

8 

* Town  rate  only. 


Flour  (same  as  Wheat,  except  to) 


f 2 tons 

91 

15  - 

114 

15  - 

136 

15  - 

Manchester  - - - ; 

[2  tons 

— 

12  6 

— 

12  6 

- 

12  6 

Barley  (same  as  Wheat,  except  to) 


Burton  on-Trent  (any  quantity. 

104 

1 1 - 

150 

11  - 

171 

12  6 

reckoning  6 qrs.  to  the  ton). 

Birmingham  ----- 

135 

15  - 

181 

15  - 

207 

15  - 

Beans  and  Maize  (same  as  Wheat  to  all  Places). 
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Appendix,  No.  38. 


PAPER  handed  in  by  Mr.  Nicholson. 


Memorial  of  the  Committee  of  the  Liverpool  Guardian  Society  for  the 

Protection  of  Trade. 


To  the  Select  Committee  of  the  House  of  Commons  appointed  to  inquire  into  the  Charges 
of  Railway  Companies,  Canal  Companies,  &c.,  for  the  Carriage  of  Merchandise, 
Minerals,  Agricultural  Produce,  Parcels,  Passengers,  &c. 


The  Memorial  of  the  Committee  of  the  Liverpool  Guardian  Society  for  the 

Protection  of  Trade, 

Showeth, 

That  this  Association  consists  of  2,500  members,  carrying  on  business  in  Liverpool  and 
Birkenhead,  and  other  parts  of  the  kingdom,  all  of  whom  are  Bankers,  Manufacturers, 
Merchants,  or  Traders,  and  largely  interested  in  the  promotion  of  commerce ; and  its 
subscriptions  and  other  receipts  amount  to  3,000  /.  annually,  and  its  accumulated  fund  is 
over  3,000  1. 

Your  Memorialists  are  strongly  of  opinion  that  it  is  very  desirable  that  Societies  of  this 
kind  existing  for  the  purpose  of  promoting  trade  interests  should  be  allowed  a locus  standi 
before  the  Railway  Commissioners,  to  make  general  representations,  with  a view  to 
promote  an  equitable  adjustment  of  carrying  facilities  and  rates,  and  the  remedying  of 
any  existing  gi'ievance  with  which  the  Railway  Commissioners  may  be  empowered  to 
deal.  Such  representations,  even  when  urgently  needed,  often  fall  now  to  be  made  to 
the  Commissioners,  owing  to  the  reluctance  of  private  individuals  or  firms  to  assume  the 
onerous  duty  of  making  them  effectively  themselves. 

They  therefore  venture  to  express  the  hope  that  in  any  recommendation  you  may 
make  to  Parliament,  one  of  such  recommendations  will  be  to  the  effect  named. 

Signed,  on  behalf  of  the  Committee  of  the  said  Society, 

John  Riley,  President. 

Alfred  Hardwick,  Secretary. 

Liverpool,  June  1881. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  39. 


PAPER  handed  in  by  Mr.  Massey. 


ERIE  RAILWAY  COMPANY. 


Ereioht  Tariff  from  New  York  to  the  Western,  North  Western,  and  South 
Western  States,  and  the  Canadas. — Spring  Arrangements,  1880. 


By  Rail  all  the  Wat. 


Rates  of  Freight  in  Cents,  per  100  Lbs.,  from  Neav  York  to  the  following  named  Places, 
subject  to  Changes  made  by  Western  Connections. 


i 

1st  I 
Cla.ss. 

i 

2nd 

Class. 

3rd 

Class. 

4th 

Class. 

1st 

Class. 

2nd 

Class. 

3rd 

Class. 

4 th 
Class. 

In  New  York  : 

In  Pennsylvania — 

■cont^. 

Attica  - 

— 

_ 

— 

Fairview 

- 

51 

43 

37 

28 

Avon 

— 

_ 

Franklin 

- 

58 

48 

41 

33 

Alexander 

- 

— 

— 1 

— 

Greenville 

- 

- 

54 

42 

36 

28 

Alden  - 

. 

— 

«. 

_ 

— 

Girard  - 

- 

- 

51 

43 

37 

28 

Batavia  - 

- 

. 

43 

35 

30 

23 

Jamestown 

- 

- 

54 

42 

36 

28 

Black  Rock  - 

. 

- 

43 

35 

30 

23 

Linesville 

- 

- 

63 

50 

42 

33 

Brocton 

. 

- 

53 

43 

35 

26 

Meadville 

- 

- 

56 

46 

39 

30 

Buffalo  - 

. 

. 

43 

35 

30 

23 

Middlesex 

- 

■ 

5G 

46 

38 

31 

Caledonia 

- 

- 

40 

30 

25 

20 

JNew  Castle  - 

- 

- 

49 

39 

33 

26 

CIj’incr  - 

- 

58 

47 

40 

31 

Oil  City 

- 

- 

58 

48 

41 

33 

Dansville 

- 

. 

— 

— 

— 

- 

Oicopolis 

- 

- 

68 

57 

49 

38 

Darien  - 

. 

• 

— 

_ 

— 

Petroleum  Cen 

- 

- 

65 

55 

47 

38 

Dunkirk 

- 

- 

43 

35 

30 

23 

Sharon  - 

- 

- 

49 

39 

33 

26 

Elmira  - 

- 

- 

•to 

30 

25 

20 

Sliarpsville 

- 

- 

54 

42 

36 

28 

Geneseo 

- 

- 

— 

- 

- 

Springfield 

- 

- 

52 

44 

37 

28 

Henrietta 

- 

- 

- 

Titusville 

- 

- 

58 

48 

41 

33 

Jamestown 

. 

. 

43 

35 

30 

23 

Tideoute 

- 

- 

56 

46 

40 

32 

Ithaca  - 

- 

55 

43 

30 

25 

Union  - 

- 

- 

43 

35 

30 

23 

Lancaster 

- 

- 

— 

- 

- 

Warren  - 

- 

- 

43 

35 

30 

23 

Le  Roy  - 

- 

- 

40 

30 

25 

20 

Lock  port 

- 

- 

43 

35 

30 

23 

In  Ohio  : 

Mayville 

- 

- 

58 

47 

40 

31 

Niagara  Falls 

. 

. 

43 

35 

30 

23 

.'\kron  - 

- 

- 

49 

39 

33 

26 

Panama 

- 

. 

58 

47 

40 

31 

Alliance 

- 

- 

55 

44 

37 

29 

Rochester 

• 

40 

30 

25 

20 

Ashland 

- 

- 

55 

44 

37 

29 

Salamanca 

• 

• 

43 

35 

30 

23 

Ashtabula 

- 

- 

49 

39 

33 

26 

Sherman 

. 

58 

47 

40 

31 

Bellefontaine  - 

- 

- 

60 

48 

40 

32 

Silver  Creek  - 

- 

- 

43 

35 

30 

23 

Bellevue 

- 

- 

58 

46 

39 

31 

Sinclairville  - 

- 

. 

50 

39 

32 

28 

Cleveland 

- 

- 

49 

39 

33 

26 

Suspension  Bridge 

- 

- 

43 

35 

30 

23 

Canal  Dover  - 

- 

- 

57 

45 

39 

30 

Sta  floret 

- 

— 

.. 

_ 

Canal  Fulton 

- 

- 

55 

44 

37 

29 

Scottsville 

40 

30 

25 

20 

Cuyahoga  Falls 

- 

- 

49 

39 

33 

26 

Tonawanda 

43 

35 

30 

23 

Crestline 

- 

- 

55 

44 

37 

29 

Town  Line 

- 

_ 

— 

— 

- 

Columbus 

- 

- 

60 

48 

40 

32 

West  Rush 

- 

• 

— 

— 

— 

- 

Conneaut 

- 

- 

52 

44 

37 

28 

Westfield 

- 

55 

44 

38 

31 

Cincinnati 

- 

- 

70 

55 

46 

37 

Clvde  - 

- 

- 

58 

46 

39 

31 

Carrollton 

- 

- 

70 

55 

46 

37 

In  Pennsylvania: 

Chester 

- 

- 

70 

55 

46 

37 

Albion  - 

58 

48 

40 

31 

Carthage 

- 

- 

70 

55 

46 

37 

Clarksville 

54 

42 

36 

28 

Defiance 

- 

- 

58 

46 

39 

31 

Conneautville 

- 

62 

49 

41 

32 

Delaware 

- 

- 

60 

48 

40 

32 

Corrv 

43 

35 

30 

23 

Dayton 

- 

- 

66 

52 

44 

35 

Columbus 

. 

50 

40 

35 

27 

Euelid  - 

- 

- 

oo 

46 

39 

30 

Erie 

43 

35 

30 

23 

Forest  - 

- 

- 

60 

48 

40 

32 

Espy  V ill  e 

- 

- 

55 

44 

37 

30 

Findlay  - 

60 

48 

40 

32 

1 
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1st 

Class 

2nd 

Class 

3rd 

4 th 

1 st 
Class 

2nd 

. Class 

1 

3rd 
. Class 

1 4 th 
.jClass. 

Class.  Class 

1 

In  Ohio — continued. 

In  Indiana — continued. 

Fostoria 

- 

58 

46 

39 

31 

Kendalville  - 

. 

05 

52 

43 

35 

Fremont 

- 

- 

58 

46 

39 

31 

Kokomo 

- 

- 

71 

56 

47 

38 

Franklin 

- 

- 

70 

55 

46 

37 

La  Fayette 

- 

. 

74 

59 

49 

39 

Galion  - 

- 

- 

55 

44 

37 

29 

La  Forte 

- 

- 

75 

60 

50 

40 

Geneva  - 

- 

- 

55 

46 

39 

30 

Ligoiiier 

- 

67 

54 

45 

36 

Jamestown 

- 

- 

66 

52 

44 

35 

Logansj)ort 

- 

- 

71 

56 

47 

38 

Kent 

- 

- 

49 

39 

33 

26 

Madi-on 

- 

. 

79 

64 

53 

4 2 

Kenton  - 

- 

- 

74 

59 

49 

40 

Milford  - 

- 

- 

75 

60 

50 

40 

Kingsville 

- 

- 

52 

44 

37 

28 

IMishawaka 

. 

. 

70 

5G 

47 

37 

Lockland 

- 

- 

70 

55 

46 

37 

Mitchell 

- 

• 

79 

64 

53 

42 

Lima 

- 

. 

65 

52 

4 3 

llo 

Muncie  - 

- 

70 

55 

4o 

37 

London  - 

- 

- 

66 

52 

44 

35 

New  Albany  - 

- 

- 

83 

68 

57 

46 

Marysville 

- 

- 

60 

48 

40 

32 

New  Castle  - 

- 

. 

71 

56 

47 

38 

Meclianicsburg 

- 

60 

48 

40 

32 

North  Vernon 

- 

• 

75 

60 

60 

40 

Mentor  - 

_ 

- 

55 

46 

39 

30 

1 ’em 

- 

71 

50 

47 

38 

Madison 

. 

- 

55 

46 

39 

30 

Rusliville 

. 

70 

62 

52 

43 

Marion  - 

- 

- 

57 

45 

39 

30 

Shelby  ville 

- 

• 

76 

62 

52 

43 

Massillon 

- 

- 

55 

44 

37 

29 

South  Bend  - 

- 

. 

70 

oG 

47 

37 

Medina  - 

- 

- 

55 

44 

37 

29 

Seymour 

- 

- 

75 

60 

50 

40 

Mansfield 

- 

- 

55 

44 

37 

29 

State  Line 

- 

. 

75 

60 

50 

40 

Milford  - 

. 

. 

60 

48 

40 

32 

Terre  Haute  - 

. 

91 

72 

59 

46 

Middletown 

. 

- 

70 

55 

46 

37 

Richmond 

- 

• 

78 

55 

46 

37 

Miamisburg 

- 

- 

70 

55 

46 

37 

Union  City 

- 

• 

66 

52 

41 

35 

Monroeville 

- 

- 

54 

43 

36 

29 

Vincennes 

- 

• 

81 

65 

54 

43 

Mt.  Vernon 

• 

. 

60 

48 

40 

32 

Waterloo 

. 

. 

64 

51 

43 

34 

Newark 

. 

- 

60 

48 

40 

32 

Winchester 

- 

70 

55 

46 

37 

New  Philadelphia  - 

- 

57 

45 

39 

30 

Waba-h 

- 

. 

71 

56 

47 

38 

Norwalk 

- 

- 

58 

46 

39 

31 

Painesville 

• 

49 

39 

33 

26 

Perry  - 

- 

- 

55 

46 

39 

30 

In  Illinois: 

Piqua 

- 

- 

70 

55 

46 

37 

Altainont 

- 

- 

110 

90 

75 

58 

Ravenna 

- 

- 

49 

39 

33 

26 

Alton 

. 

- 

91 

73 

61 

49 

Russell  - 

- 

- 

55 

44 

37 

29’ 

Ashland 

. 

. 

110 

90 

75 

58 

Savbrook 

- 

- 

54 

46 

39 

30 

Atlanta  * 

. 

- 

110 

90 

75 

58 

Shelby  - 

- 

- 

55 

44 

37 

29 

Areola  - 

- 

- 

105 

85 

70 

55 

Springfield 

- 

- 

62 

49 

41 

33 

Beardstown  - 

- 

- 

no 

90 

75 

58 

Sidney  - 

- 

- 

62 

49 

41 

33 

Belvedere 

- 

108 

87 

72 

58 

Sharon  - 

- 

- 

70 

55 

46 

37 

Bloomington  - 

- 

- 

105 

85 

70 

55 

Sandusky 

- 

- 

54 

43 

36 

29 

Chicago 

. 

- 

75 

60 

50 

40 

Solon 

- 

- 

49 

39 

33 

26 

Champaign 

- 

- 

105 

85 

70 

55 

Toledo  • 

- 

- 

58 

46 

89 

31 

Cluipin  - 

- 

- 

1 10 

90 

7 5 

58 

Tiffin  - 

- 

- 

58 

46 

39 

31 

Clinton  - 

- 

- 

105 

85 

70 

55 

Union  - 

- 

- 

66 

52 

44 

35 

Camp  Point  - 

- 

- 

96 

78 

66 

54 

Unionville 

- 

- 

55 

46 

39 

30 

Cairo 

- 

- 

96 

77 

64 

51 

U rbana  - 

- 

- 

62 

49 

41 

33 

Danville 

. 

. 

100 

80 

05 

50 

Uhrichsville 

- 

- 

58 

46 

39 

31 

Delevan 

- 

. 

1 10 

90 

75 

58 

Vernon  - 

- 

- 

58 

46 

39 

31 

Decatur 

- 

- 

105 

85 

70 

55 

Warren  - 

- 

- 

49 

39 

33 

26 

Dixon 

- 

118 

96 

78 

62 

Washington, 

C.  H. 

- 

66 

52 

44 

35 

E.  St.  Louis  - 

- 

- 

89 

71 

60 

48 

V’ickliffe 

- 

- 

55 

46 

39 

30 

LI  Paso 

- 

- 

109 

90 

77 

61 

Willoughby 

- 

- 

55 

46 

39 

30 

Effingham 

- 

- 

no 

90 

75 

58 

Xenia 

- 

- 

66 

52 

44 

35 

Edgewood 

- 

- 

no 

90 

75 

58 

Youngstown 

- 

- 

49 

39 

33 

26 

Enfield  - 

. 

- 

85 

68 

57 

46 

Zanesville 

- 

- 

58 

46 

39 

31 

Farmer  Cil^’  - 

- 

- 

105 

»5 

70 

55 

Freeport 

- 

- 

125 

l05 

90 

70 

Indiana  : 

Galena  - 

125 

lOO 

85 

65 

Gibson  City  - 

. 

105 

85 

70 

55 

Anderson 

- 

- 

70 

55 

46 

37 

Havana 

- 

84 

67 

56 

45 

Auburn  - 

- 

- 

65 

52 

43 

35 

Hervey  City  - 

- 

- 

105 

85 

70 

55 

Avilla 

• 

- 

65 

52 

43 

35 

Hoopsto.a 

- 

. 

100 

80 

65 

50 

Butler  - 

- 

- 

64 

51 

43 

34 

Jacksonville  - 

- 

- 

no 

90 

75 

58 

Columbia  City 

- 

65 

52 

43 

35 

J oliet — Cut  off 

. 

75 

60 

50 

40 

Connersville 

- 

- 

76 

62 

52 

43 

Kinnev  - 

. 

- 

105 

85 

70 

55 

Crawfordsville 

- 

77 

61 

51 

41 

Litchfield 

. 

- 

no 

90 

75 

60 

Denver  - 

- 

* 

71 

56 

47 

38 

Lincoln  - 

. 

. 

no 

90 

75 

60 

Evansville 

- 

- 

89 

71 

58 

47 

Lovington 

- 

- 

105 

85 

70 

55 

Fort  Wayne 

* 

- 

65 

52 

43 

35 

Mattisori 

- 

- 

75 

60 

50 

40 

Elkhart 

- 

- 

70 

56 

47 

37 

Maroa  - 

- 

- 

105 

85 

70 

55 

Goshen 

- 

- 

67 

54 

45 

36 

Minier  - 

- 

. 

105 

85 

70 

55 

Gosport  - 

- 

- 

84 

67 

56 

45 

Mackinaw 

- 

- 

105 

85 

70 

55 

Green  Castle 

- 

- 

91 

72 

59 

46 

INIattoon 

. 

• 

105 

85 

70 

65 

Hartford 

- 

- 

71 

56 

47 

38 

Mason  City  - 

- 

- 

no 

90 

75 

58 

Indianapolis 

- 

- 

71 

57 

47 

38 

Naples  - 

- 

- 

108 

86 

69 

56 

Jeffersonville 

■ 

• 

79 

64 

53 

42 

Norris  City  - 

85 

68 

57 

46 
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APPENDIX  TO  REPORT  PROM  THE 


1st 

2nd 

3rd 

4 th 

1st 

2nd 

3rd 

4 th 
Class. 

Class- 

Class. 

Class. 

Class. 

Class. 

Class. 

^ Class. 

1 

In  Illinois — continued. 

In  Wisconsin  : 

Ottawa  - 

- 

- 

99 

81 

68 

54 

Afton  .... 

118 

95 

80 

65 

Pana 

- 

- 

110 

90 

75 

58 

Appleton  ... 

113 

92 

75 

60 

Paris 

. 

- 

100 

80 

65 

50 

Beloit  .... 

Peoria  - 

- 

- 

84 

67 

56 

45 

117 

95 

80 

65 

Pekin 

- 

- 

84 

67 

56 

45 

Fond  du  Lac  (via  Mil* 

107 

87 

72 

57 

Paxton  - 

- 

- 

10.5 

85 

70 

55 

waukee). 

Quincy  - 

- 

96 

78 

66 

54 

Fond  du  Lac  {via  Chi- 
cago). 

115 

92 

77 

61 

Rockford 

115 

94 

79 

62 

Rock  Island  - 
Roscoe  - 

- 

- 

105 

114 

86 

93 

71 

78 

57 

61 

Footville  ... 

Fort  Howard  ... 

119 

108 

96 

88 

81 

7 5 

66 

59 

Sandoval 

116 

96 

79 

62 

Green  Bay  (via  Milwau- 
kee). 

Green  Bay  {via  Chicago) 

100 

82 

70 

55 

Shawneetown  - 
Sheldon 

- 

- 

85 

75 

68 

60 

57 

50 

46 

40 

103 

88 

75 

59 

Sprintrfield 

- 

- 

110 

90 

75 

58 

Hudson  ... 

150 

120 

95 

75 

State  Line 

- 

- 

75 

60 

50 

40 

Janesville  ... 

111 

90 

74 

60 

Taylorville 

Tolono  - 

110 

105 

90 

85 

75 

70 

58 

55 

Kenosha  ... 

95 

75 

63 

50 

Tower  Hill 

- 

- 

1 10 

90 

75 

58 

La  Crosse  ... 

145 

115 

95 

75 

Tuscola  - 

• 

105 

85 

70 

55 

Madison  ... 

125 

Ui'bana  - 

105 

85 

70 

55 

102 

85 

70 

Milwaukee  ... 

75 

60 

50 

40 

Land  alia 

Virginia 

Waukegan 

- 

- 

no 

no 

93 

90 

90 

75 

75 

75 

62 

58 

58 

50 

Oshkosh  {vid  Chicago) 
Oshkosh  {via  Milwaukee) 

118 

no 

96 

90 

79 

74 

64 

60 

Windsor 

- 

- 

no 

90 

75 

58 

Portage  City  - 

125 

102 

85 

70 

Pra.  du  Chien 

145 

115 

95 

75 

In  Kentucky: 

Racine  {vid  Chicago) 

85 

70 

59 

48 

Louisville 

. 

86 

71 

60 

49 

Racine  {via  Milwaukee)  - 

85 

70 

50 

48 

Ripon  .... 

115 

92 

77 

61 

In  Io:va  : 

Sheboygan  ... 

105 

85 

70 

56 

Anamosa 

. 

. 

147 

116 

90 

77 

Watertown  ... 

105 

85 

70 

57 

Boone  - 

- 

- 

166 

134 

109 

83 

Burlington 

- 

- 

96 

■78 

66 

54 

In  Michigan  : 

Cedar  Falls  - 
Cedar  Rapids 
Cliarles  City  - 
Clinton  - 

- 

- 

152 

130 

160 

125 

122 

105 

130 

100 

103 

85 

108 

85 

76 

70 

80 

65 

Adrian  .... 
Allegan  . - . - 

Albion  . - - 

63 

72 

65 

51 
58 

52 

42 
48 

43 

34 
39 

35 

Council  Bluffs 

- 

- 

160 

130 

95 

70 

Battle  Creek  . - - 

70 

56 

47 

38 

Davenport 

Des  Moines  - 

- 

- 

108 

144 

89 

119 

74 

98 

60 

78 

Bay  City  ... 
Burr  Oak  ... 

78 

66 

62 

63 

50 

44 

40 

35 

Dubuque 

- 

- 

125 

100 

85 

65 

Chai'lotte  ... 

70 

56 

47 

38 

Eddyville 

E.  Nebraska  City 
Fairfield 

- 

- 

136 

160 

121 

111 

130 

99 

91 

95 

83 

73 

70 

67 

Cassapolis  ... 
Coldwater  ... 

Constantine  ... 

70 

66 

68 

56 

53 

55 

47 

44 

46 

38 

33 

37 

Hamburg 

- 

- 

160 

125 

100 

76 

Corunna  ... 

84 

66 

54 

43 

Keokuk  - 

- 

- 

96 

78 

66 

54 

Detroit  . - - . 

53 

42 

35 

28 

Lyons  - 

- 

- 

125 

100 

85 

65 

E.  Saginaw  ... 

78 

62 

50 

40 

Iowa  Citv 

- 

- 

130 

105 

88 

68 

Eaton  Rapids 

66 

53 

44 

35 

Iowa  Falls 

- 

- 

161 

130 

109 

80 

Flint  .... 

77 

62 

50 

40 

McGregor 

Muscatine 

New  Jefferson 

- 

- 

145 

113 

168 

115 

95 

136 

95 

78 

111 

75 

63 

85 

Grand  Rapids 

Grand  Haven 

75 

75 

60 

60 

50 

50 

40 

40 

Ottumwa 

Oskaloosa 

116 

135 

93 

no 

78 

90 

64 

70 

Holland  ... 

75 

60 

50 

40 

- 

- 

Hillsdale  ... 

Homer  .... 

63 

65 

50 

52 

42 

43 

34 

35 

Pella 

- 

- 

139 

1 1 4 

93 

74 

Sioux  City 

- 

- 

175 

135 

no 

85 

Ionia  .... 

93 

74 

60 

40 

Washington  - 

- 

- 

147 

122 

101 

80 

Jackson 

63 

51 

42 

34 

Jonesville  ... 

63 

61 

42 

34 

In  Missfiuni  : 

Kalamazoo  ... 

70 

56 

47 

38 

] ndependence 

95 

70 

Lansino"  ... 

70 

56 

47 

38 

- 

154 

121 

Hannibal 

- 

96 

78 

66 

54 

Monroe  ... 

58 

46 

39 

31 

Kansas  City  - 

- 

154 

121 

95 

70 

Manchester  ... 

62 

49 

41 

33 

Louisiana 

Sedalia  - 

- 

96 

154 

78 

121 

66 

95 

54 

70 

Mt.  Clemens  . - . 

Muskegan  ... 

53 

75 

42 

60 

35 

50 

28 

40 

St.  Joseph 

- 

154 

121 

95 

70 

Niles  .... 

70 

56 

47 

37 

St.  Louis 

• 

94 

76 

66 

53 

Nottawa 

68 

55 

46  j 

37 
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1st 

2nd 

3rd 

4th 

1st 

2nd 

3rd 

4th 

Class. 

Class. 

Class. 

Class. 

Class. 

Class. 

Class. 

Class. 

In  Michigan — continued. 

In  Utah : 

Otsego  - 

- 

- 

71 

57 

48 

38 

Corinne  - 

- 

. 

473 

397 

322 

252 

Owasso  - 

- 

- 

85 

67 

55 

44 

Ogden  - 

465 

385 

300 

225 

Plainwell 

Port  Huron  - 

- 

- 

71 

53 

57 

42 

48 

35 

38 

28 

Salt  Lake  City 

- 

- 

495 

415 

325 

250 

Saginaw 

- 

- 

78 

6-2 

50 

40 

St.  Clair 

- 

- 

53 

42 

35 

28 

In  Colorado : 

St.  Joseph 

- 

- 

113 

92 

75 

58 

Sclionlcraft 

- 

- 

69 

55 

46 

37 

Colorado  Springs 

- 

- 

449 

366 

307 

235 

Stui’gis  - 

- 

- 

66 

53 

44 

35 

Denver  - 

. 

. 

394 

321 

270 

205 

Three  Rivers 
Trenton  Crossing- 

: 

68 

53 

55 

42 

46 

35 

37 

28 

Golden  - 

- 

- 

394 

321 

270 

205 

Wasepi  •• 

. 

- 

68 

55 

46 

37 

Greeley  - 

- 

- 

444 

361 

305 

235 

White  Pigeon 

• 

70 

56 

47 

37 

Pueblo  - 

“ 

394 

321 

270 

205 

In  Minnesota: 

In  Canada : 

Austin  - 

- 

- 

175 

145 

115 

90 

Brantford 

50 

40 

33 

27 

Faribault 

- 

- 

175 

150 

1 17 

90 

Chatham 

- 

- 

77 

62 

52 

40 

Hastings 

- 

- 

165 

135 

110 

85 

Dundas  - 

- 

- 

50 

40 

33 

27 

Lansing 

- 

- 

175 

145 

1 1 5 

90 

Galt 

Guelph  - 

• 

50 

50 

40 

40 

33 

33 

27 

27 

Mendotu 
Minneapolis  - 

- 

- 

175 

150 

145 

120 

120 

95 

95 

75 

Hamilton 

Hespeler 

- 

- 

48 

50 

38 

40 

32 

33 

26 

27 

New  Ulin 

- 

- 

173 

148 

120 

90 

Ingevsoll 

- 

- 

52 

42 

35 

28 

Owatonna 

- 

- 

165 

135 

110 

85 

London  - 

- 

- 

52 

42 

35 

28 

Red  Wing 

- 

- 

165 

135 

no 

85 

Listowel 

- 

57 

46 

38 

31 

Rochester 

- 

- 

160 

130 

105 

80 

Paris 

- 

- 

50 

40 

33 

27 

St.  Paul 

. 

- 

150 

120 

95 

75 

Petrolia  - 

- 

- 

57 

46 

38 

31 

St.  Peter 

- 

- 

165 

135 

no 

85 

Port  Credit 

- 

- 

50 

40 

33 

27 

Stillwater 

- 

- 

150 

120 

95 

75 

Preston  - 

- 

- 

50 

40 

33 

27 

Winona 

- 

- 

145 

115 

95 

75 

Sarnia  - 

- 

- 

57 

46 

38 

31 

Simcoe  - 

- 

- 

52 

42 

35 

28 

In  Kansas  : 

Stratford 

Sr.  Catherines 

- 

- 

52 

55 

42 

45 

35 

38 

28 

29 

Atchison 

- 

- 

154 

121 

95 

70 

St.  Thomas 

52 

42 

35 

28 

Emporia 

- 

- 

209 

166 

135 

103 

Toronto  - 

. 

50 

40 

33 

27 

Hajes  - 

- 

- 

284 

231 

195 

150 

Windsor 

. 

58 

46 

38 

30 

Lawrence 

- 

- 

179 

141 

no 

83 

Woodstock 

- 

. 

52 

42 

35 

28 

Leavenworth  - 

- 

- 

154 

121 

95 

70 

Parsons 

- 

- 

209 

176 

135 

105 

In  Tennessee  : 

Topeka  - 

• 

• 

184 

146 

115 

85 

Memphis 

- 

- 

- 

- 

- 

— 

In  Texas  : 

Nashville 

- 

- 

- 

- 

- 

- 

Austin  - 

. 

- 

215 

187 

162 

140 

Dallas  - 

- 

- 

205 

177 

152 

130 

In  Louisiana  : 

Dennison 

- 

- 

205 

177 

152 

130 

New  Orleans  - 

. 

_ 

— 

— 

Galveston 

- 

- 

214 

171 

140 

108 

Hearne  - 

- 

- 

216 

187 

162 

1 to 

Houston 

- 

- 

214 

171 

140 

108 

In  Alabama  : 

Sherman 

205 

177 

1 52 

130 

Mobile  - 

W aco 

- 

- 

229 

197 

175 

147 

• 

• 

"" 

Montgomery  - 

- 

- 

- 

- 

- 

- 

In  Nebraska  : 

Lincoln  - 

179 

146 

no 

80 

In  Mississippi  : 

Omaha  - 

• 

• 

165 

135 

100 

75 

Vicksburg 

“ 

• 

— 

0.54, 
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ArPENPIX  TO  KEPORT  FROM  THE 


WEST  BOUND  FBEIGHT  CLASSIFICATION. 


Agreed  to  by  all  Lines  from  Boston,  New  York,  Philadelpiii'a,  and  Baltimore,  and  other 
Seaboard  Points,  governing  all  Shipments  from  the  East  to  the  West. 

To  take  effect,  8 October  1877. — Corrected  to  1 March  1880. 


Articles. 

Class. 

Articles. 

Class. 

Articels. 

Class. 

Acids,  50  carboys 

3 

Brushes  ----- 

1 

Cordage  ----- 

2 

Acids,  less  than  50  carboys 

0. 

R. 

2tl 

Bungs,  wooden  - - - 

3 

Corks  ----- 

1 

Acids,  car  loads  - 

- 

4 

Burr,  blocks  - - - - 

4 

Corkwood,  bales  . . - 

2 

Agricultural  implements. 

{See 

Butter  ----- 

2 

Corn,  broom,  pressed 

1 

Machinery.) 

Butter,  fruit  - - . - 

3 

Corn  husks  .... 

2 

Alcohol.  {See  Liquor.) 

Cotton,  square  bales  - - - 

3 

Ale,  packed  in  boxes  - 

- 

- 

1 

Camphor  ----- 

1 

Cotton  waste  - - - - 

1 

Ale,  packed  in  barrels  or  casks 

- 

2 

Cages,  bird 

2tl 

Cotton  waste,  pressed  in  bales  - 

4 

Ale,  in  wood 

- 

- 

4 

Candles  ----- 

2 

Crackers  ----- 

2 

Alum  . - - 

- 

- 

4 

Canvas,  bales,  0.  R.  - 

1 

Cranberries,  bbls.  or  boxes 

2 

Ammonia,  sulphate,  casks 

- 

- 

4 

Caps  ----- 

1 

Cream  tartar,  boxes  or  kegs 

2 

Anchors  - - - 

- 

- 

4 

Cap',  percussion  - . . 

1 

Cl  earn  tartar,  bbls.  or  hhds. 

3 

Antimony,  metal  - 

- 

- 

4 

Canstaus  ----- 

2 

Crockery,  crates  or  hhds.,  O.  R. 

4 

Anvils  ... 

- 

- 

4 

Cards  ----- 

1 

Crockery,  bbls.  or  boxes  - 

2 

Apples,  green,  O.  11.  - 

- 

- 

1 

Carpeting,  0.  R.,  chafing  - 

1 

Crucibles  ----- 

3 

Apjdes,  green,  0.  R.,  C.  L. 

- 

- 

3 

Carriages,  not  boxed 

4tl 

Crystals,  washing  - . - 

4 

Argols  - - - 

- 

- 

4 

Carriages,  boxed,  or  on  wheels. 

Crystals,  tin  - 

1 

Arsenic,  crude  - 

- 

- 

3 

too  large  for  box  car,  I'eleased 

4tl 

Cutlery  ----- 

2 

Ashes,  pearl 

- 

- 

4 

Carriages,  boxed,  in  box  car 

2t  1 

Cutch  ----- 

3 

Asphaltum 

- 

- 

4 

Carriages,  too  large  for  box  car. 

Axes  ...  - 

- 

- 

3 

car  lo  ids  - - - - 

4 

Dates  ----- 

2 

Axles,  car  - - - 

- 

- 

4 

Cats,  street,  bt;xed,  or  on  wheels. 

Demijohns,  0.  R.  - 

2t  1 

Axles,  carriage  - 

- 

- 

2 

too  large  for  box  car,  C.  L. 

4 

Demijohns,  boxed,  0.  R.  - 

1 

Cartridges,  metallic  - 

2 

Demijohns,  C.  L.,  0.  R.  - 

4 

Bacon,  Lbls.  or  casks  - 

- 

- 

4 

Cassia,  bags  or  boxes 

2 

Diy  goods,  in  bales,  0.  R.,  of 

Bags,  burlap  and  gunny 

- 

- 

4 

Cassia,  mats  - - - - 

1 

chafing  - - . _ 

1 

Bags,  paper  and  cotton 

- 

- 

2 

Catsup,  bbls.  - - - - 

3 

Drugs  and  medicines 

I 

Bags,  travelling  - 

- 

- 

1 

Cedar,  board,  plank  or  scantling 

3 

Drums  ----- 

4t  1 

Bagging,  burlap  and  gunny 

- 

4 

Cereals.  (See  Wheat,  cracked.) 

Dry  goods,  boxes,  trunks  - 

1 

Barilla  - - - 

- 

- 

3 

Cement  ----- 

4 

Duck  ----- 

1 

Bark,  ground,  bags  or  bales 

- 

1 

Chain  cable,  loose  - - - 

4 

Barley,  pearl 

- 

- 

3 

Chain,  loose  - . - - 

2 

Eai-thenware,  crates  or  hhds.. 

Barrels,  empty  * 

- 

- 

1 

Chain,  in  casks  - - - - 

3 

0.  R. 

4 

Barrels,  beer,  empty  - 

- 

- 

3 

Chain,  cotton,  hemp,  or  wool 

1 

Engines,  si  cam,  portable,  too 

Barytes  . - . 

- 

- 

4 

Chairs,  malted,  boxed,  released- 

3 1 1 

large  for  box  car,  released  - 

2tl 

Baskets  - - - 

- 

- 

2tl 

Chairs,  R.  R.  - 

4 

Egg  boxes,  empty  - - - 

3 

Baskets,  if  5,000  pounds  or  more 

Chair  stuff,  in  rough  - - - 

2 

Engines,  steam,  portable,  too 

are  loaded  in  one  car 

- 

- 

1 

Chair  and  sofa  frames,  0.  R. 

2t  1 

large  for  box  car,  released,  car 

Bats  ...  - 

. 

- 

1 

Chalk 

4 

loads  ----- 

4 

Beans,  bids. 

- 

- 

4 

Charcoal,  bags  or  bbls. 

4 

Engines,  caloric  - - . 

2 

Beams,  iron,  car  loads 

- 

- 

4 

Cheese  ----- 

2 

Emery  ----- 

2 

Beds,  spring,  set  up  - 

- 

- 

2tl 

Chicory  ----- 

3 

Beds,  spring,  K.  1). 

- 

- 

1 

Chinaware,  boxes  - - - 

1 

Faucets,  brass  or  pewter  - 

2 

Bedsteads,  iron  - 

- 

- 

2 

Chinaware,  casks  - - - 

2 

Feathers  ----- 

2tl 

Beef,  salted,  casks 

- 

- 

4 

Chocolate-  - - - - 

2 

Felloes,  waggon  - . . 

1 

Beer,  wood 

- 

- 

4 

Cider,  bbls.  or  hhds.  - - - 

4 

Felting,  not  otherwise  specified  - 

1 

Bellows  . - - 

- 

- 

1 

Cigars,  boxes  - - - - 

2tl 

Fencing,  wire  - - . - 

2 

Bells  - - - . 

- 

- 

2 

Cigars,  boxes,  corded,  scaled, 

Fertilizers  - . - . 

4 

Blacking,  shoe  - 

- 

- 

4 

and  strapped  - - - 

1 

Fibre,  palm,  pressed  in  bales 

3 

Blankets  - - - 

- 

- 

1 

Clams,  in  shell,  0.  R. 

3 

Figs,  casks  or  boxes  • - - 

2 

Blinds  . - . 

- 

- 

1 

Clav 

4 

Figs,  drums  . - - - 

1 

Blueing  ... 

- 

- 

1 

Cloth,  wire  - - - - 

1 

Findings,  shoe  - - - - 

1 

Boards,  binders’ 

- 

• 

2 

Cloth,  wire,  “sparker,”  in  rolls 

Firearms  ----- 

1 

Boards,  binders’,  in  bdls.. 

C.  L.  - 

4 

of  300  lbs.  and  over 

3 

F'ire  crackers  - - - - 

1 

Boilers,  bath 

- 

- 

1 

Clocks,  O.  R.  - 

1 

Fire  extinguishers,  boxed  - 

1 

Boilers,  steam,  over  30  feet 

- 

11  tl 

Clove  stems,  sacks  - - - 

2 

Fish,  fresh,  prepaid  - - - 

1 

Boilers,  steam,  under  30  feet 

- 

1 

Coal  dust,  in  bbls.  - - . 

4 

Fishing  poles,  in  bundles,  0.  R., 

Boilers,  steam,  under  30  feet  long. 

Cocoa  ----- 

2 

released  - - - . 

2tl 

C.  L. 

- 

- 

4 

Cocoanuts  - - - - 

2 

Firkins,  butter,  empty 

3 

Boiler  fittings 

- 

- 

2 

Codfish,  pickled  and  salted 

4 

Flour,  bills.  - - - - 

4 

Books  - - - 

- 

- 

1 

Confectionery,  bbls.  and  boxes. 

Flour,  bags  - - - - 

3 

Boots  and  shoes  - 

- 

- 

1 

value  13c.  per  lb.,  so  stated  in 

Flues,  boiler,  copper  and  brass  - 

2 

Bones  ... 

- 

- 

3 

receijit  by  shipper 

3 

Flues,  boiler,  iron  - - - 

3 

Borax  ... 

- 

- 

4 

Confectionery,  not  otherwise 

Fluid,  burning,  0.  R.,  leakage  - 

1 

Bottles,  boxes,  0.  R.  - 

- 

- 

3 

specified  - - - . 

1 

Forks,  hay  and  manure 

2 

Bottles,  crates  or  casks,  0 

. R. 

- 

4 

Coffee,  extract  or  essence  - 

3 

F’ountains,  soda  - - - 

1 

Bottles,  in  C.  L.,  10,000  lbs. 

and 

Coffee,  double  sacks  - - - 

4 

Freezers,  ice  cream  - - - 

1 

upwards,  O.  R. 

- 

- 

4 

Coffee,  single  sacks,  0.  R.,  short- 

Fruit,  fresh  - - - - 

1 

Bottoms,  copper  - 

- 

- 

2 

age 

4 

Fruit,  dried,  in  glass 

1 

Boxes,  band 

- 

- 

2t  1 

Coffee,  roasted  or  ground,  boxes 

Fruit,  dried,  not  otherwise  speci- 

Boxes,  carriage  - 

- 

- 

2 

or  bbls.  - - - - 

4 

filed 

4 

Bows,  waggon  • 

- 

- 

1 

Conins,  wood  or  metallic  - 

1 

Fruit,  dried,  boxes,  bags,  or  kegs 

2 

Bran  - - - - 

- 

- 

3 

Coops,  empty,  returned 

3 

Fruit,  cans,  boxed  - - - 

4 

Brass,  sheet  or  I'olls  - 

- 

- 

2 

Coolers,  water,  boxes 

1 

Furniture,  matted,  loose,  released 

2tl 

Bread  - . - 

. 

- 

2 

Copper,  ])late,  sheets,  bolts,  in- 

Furniture,  set  up,  boxed,  0.  R.  - 

2tl 

Brick  - . . 

- 

- 

4 

gots,  wire,  nails,  rods 

2 

Furniture,  second-hand,  boxed. 

Brimstone,  boxes  or  ktgs 

- 

- 

2 

Copper,  boxes  or  casks 

2 

0.  R. 

1 

Brimstone,  N.  0.  S.  - 

- 

- 

4 

Copper,  pigs,  loose  - - - 

4 

Furniture,  K.  D.,  boxed  - 

1 

Bristles  ... 

- 

- 

1 

Copperas,  bbls.  or  boxes  - 

4 

Furniture,  car  load  lots,  O.  R., 

Brooms  . . - 

“ 

• 

1 

Cords,  bed  - - . . 

2 

10,000  lbs.  - - - - 

1 
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Articles. 

Class. 

Articles. 

Class. 

Articles. 

Class. 

Furs,  bales  . - - - 

2 t 1 

Iron,  corrugated,  C.  L.,  of  20,000 

Meal,  sacks  - - - - 

3 

Fuse  ------ 

1 

lbs.  ----- 

4 

Measures  - - - - 

I 

Iron  facings  - - - . 

2 

Meats,  cans,  boxed  - - - 

4 

Gambler  ----- 

3 

Iron  furniture,  0.  R. 

1 

Meats,  desiccated,  cans,  boxed  - 

4 

Gas  fiTturcs  . . - - 

2 

Iron,  hoop  and  sheet,  0.  R. 

2 

Meats,  minced,  0.  R. 

4 

Ginger  ----- 

2 

Iron,  nuts,  bolts,  washers,  rivets. 

Melons,  O.  R.  - 

1 

Glass,  plate,  too  large  to  be 

boxes  or  kegs 

3 

.Melons,  0.  It.  C.  L.  - 

4 

loaded  on  edge,  in  box  car,  re- 

Iron,  pig,  band,  bar,  boiler,  or 

Mills,  Coffee  - - - - 

2 

leased,  loaded,  and  braced  by 

scrap  ----- 

4 

Millstones,  finislied,  0.  R. 

3 

shipper  ----- 

4 t 1 

Iron,  railroad  - - - - 

4 

Millstones,  rough  - - - 

4 

Glass,  plate,  loaded  in  box  car, 

Iron,  Spiegel  - - - - 

4 

Milk,  condensed,  cans,  boxed  - 

4 

0.  k 

1 

Isinglass  ----- 

2 

Momiment.s,  marble  or  granite. 

Glass,  plate,  too  large  to  be 

Ivory,  vegetable,  sacks 

3 

0.  R. 

1 

loakd  in  box  car,  released, 

Moss,  sacks  - - - - 

1 

car  loads  loaded  and  braced 

Jars,  fruit.  (See  Bottles.) 

Moss,  pressed,  bales  - - - 

2 

by  shipper  . - - - 

1 

Japanware,  boxes  - - - 

1 

Mouldings  - - - - 

1 

Glass,  rough,  for  skylights  - 

4 

Jacks,  iron  - - - - 

1 

Musical  instruments,  0.  R. 

1 

Glass,  window,  0.  R. 

4 

Jacks,  iron,  boxes  - - - 

2 

Mustard  ----- 

2 

Glassware  ----- 

1 

Joiners’  «ork  - - . - 

1 

Glue,  in  boxes  - - - - 

2 

Jute  ----- 

3 

iN  ails,  brass  - - - - 

2 

Glue,  in  bbls.  - - - - 

4 

J ute  butts  - - - - 

4 

Nails,  horse,  boxes,  or  kegs 

3 

Glucose,  casks  - - - - 

4 

Nails,  boxes  or  bags  - - - 

2 

Glycerine,  crude  - - - 

3 

Kegs,  empty  (not  beer) 

1 

Nail-,  kegs  - - - - 

4 

Granite.  (See  Marble.) 

Kegs,  beer  (empty)  - - - 

3 

Nail  rods  ----- 

4 

Grapes,  kegs  - - - . 

1 

Nutmegs  ----- 

2 

Grease,  axle  - - - - 

4 

Ladders,  step  - - . - 

1 

Nuts,  single  sacks  - . - 

1 

Grease,  casks  or  bbls. 

4 

Lampblack  - - - - 

1 

Nuts,  double  sacks  or  bids. 

2 

Grindstones  - - - - 

4 

Lard,  tierces  or  bbls. 

4 

Groceries,  assorted,  not  other- 

Lead,  white  - - - - 

4 

Oakum  ----- 

2 

wise  specified  - . - - 

2 

Lead,  |)ig  - - - - 

4 

Oil,  glass,  0.  R. 

I 

Guano  ----- 

4 

Leail  ----- 

2 

Oil,  in  cans,  boxed  - - - 

2 

Gums  ----- 

4 

Lead,  black.  (See  Plumbago.) 

Oil,  in  bbls.  and  hhds.,  0.  R. 

4 

Grain  ----- 

4 

Leather,  loose  - - - - 

1 

Oil  cloth,  boxes  over  12  feet  long 

1 

Gunny  cloth  - - - . 

4 

Leather,  rolls  or  boxes 

2 

Oil  cloth,  not  otherwise  specified 

2 

Lemons,  0.  R.  - 

1 

Omnibuses.  (See  Carriages.) 

Hair,  sacks  - - - - 

1 

Lentils  ----- 

3 

Onions,  Bermuda,  0.  R.,  freight 

Hair,  pressed  - - - . 

2 

Licorice,  stick,  root,  or  mat 

2 

guaranteed  - - - - 

2 

Hams,  bbls,  or  casks  - . - 

4 

Licorice,  mass,  boxes 

3 

Oranges,  0.  R. 

1 

Handles,  axe  or  shovel 

2 

licorice,  powdered,  bbls  - 

3 

Oyster  meat,  wood  - - - 

u 1 1 

Hardware  ----- 

2 

Lime,  chloriile,  bbls. 

4 

Oysters,  fresh,  in  cans 

1^  1 1 

Hats  ----- 

1 

Lining,  carpet  - - - - 

1 

Oysters,  in  shell,  bbls.,  0.  R. 

3 

Hay  bands,  iron  or  wire,  bdls. 

4 

Liquor,  glass,  0.  R.  - 

1 

Oyst'-rs,  pickled,  kegs  or  cans, 

Hemp  - - - - 

2 

Liquor,  wood,  valued  at  $ 1 per 

not  stra)iped  - - - 

1 

Herring,  keuis  - - . - 

3 

gallon,  so  stated  in  shipping 

Oysters,  pickled,  kegs  or  cans. 

Herring,  hhds.  or  crates 

4 

receipt  by  shipper 

4 

s'rajipi'd  - - - - 

4 

Herring,  boxes  - - - - 

2 

Liquor,  wood,  not  otherwise 

Hide  cuttings,  pn  ssed,  in  bales  - 

4 

specified  - - - - 

1 

Pails,  butter,  empty  - - - 

3 

Hides,  dry,  loose  - - - 

1 

Live  Stock  : 

Paint,  boxes  or  cans,  not  other- 

Hide.s,  bales  - - - - 

2 

One  horse,  man  in  charge. 

wise  specified  - - - 

2 

Hide'',  bales,  compressed  - 

4 

3,(X)01b'.  - - - - 

2 t 1 

Paint,  bbls.,  casks,  or  kegs 

4 

Hides,  green,  in  bdls. 

4 

Two  horses,  man  in  charge. 

Paintings  and  pictures,  boxed. 

Hides,  pickled,  casks 

4 

5,000  lbs.  - - - - 

2 t 1 

value  of  contents  of  each  pack- 

Hives,  bee-  . - . - 

1 

Three  horses  and  upwards. 

age  not  to  exceed  § 200 

2 t 1 

Hobby  horses,  boxed  - - . 

u 1 1 

man  in  charge,  16,000  lbs.  - 

I 

Palm  leaves  - - - - 

1 

Hobby  horses,  K,  D.,  boxes  or 

Logwood,  extract  - - - 

2 

Paper  (of  all  kinds),  boxed 

1 

crates  ----- 

1 

Looking  glasses,  boxes  under 

Paper,  printing,  not  boxed,  0.  R. 

2 

Hoes  ----- 

2 

3 feet  long,  O.  R.  - 

1 

Paper,  sand  and  flint 

2 

Hol'owware  - - - - 

2 

Looking  glasses,  boxes  over  3 

Paper,  wrapping-,  bdls.,  0.  R.  - 

2 

Honey,  boxes  - - - - 

2 

feet  long,  0-  R.,  released 

2 t 1 

Paper  stock,  pressed,  bales 

4 

Honey,  bbls.  or  casks 

3 

Looking  glasses,  boxes,  too  large 

Paper  hangings,  boxes 

2 

Hoofs,  packages  - - , 

3 

for  l)ox  car,  released,  to  be 

Paper  hancings,  bdls.,  0.  R. 

1 

Hops  ----- 

2 

loaded  and  braced  by  shipper 

4 t 1 

Paste,  flour,  bbls.  - - - 

4 

Horns,  packages  - - 

3 

Lumber,  sawed  (pine  and  oak)  - 

4 

Pa.'teboard  - - - - 

1 

Horseshoes,  packages 

4 

Lye,  concentrated  - - - 

4 

Peas  ----- 

4 

Hose,  rubber,  boxes  - - - 

2 

Peas,  split  - - - - 

3 

Hose,  rubber,  loose  or  bales 

1 

Machinery,  C.  L.,  released 

4 

Pegs,  slioe.  bbls.  - - - 

2 

Household  goods  (not  furniture). 

Machinery,  not  boxed,  0.  R. 

I 

Pencils,  slate  - - - - 

2 

boxi-d  ----- 

1 

Machinery,  boxes  - - - 

2 

Pepper,  boxes  - - - - 

2 

Household  goods  not  boxed. 

Macliincs,  sewing,  boxed  - 

1 

Pepper,  bags  - - . - 

3 

0.  R. 

2 t 1 

Machines,  sewing,  skeleton 

Pianofortes,  0.  R.  - 

I 

Household  goods,  second  hand. 

boxes,  or  crates,  released 

1 

Pickles,  glass  - - - - 

I 

car  loads  id, 000  lbs. 

1 

Machines,  sewing,  K.  D.,  boxed 

2 

Pickles,  bbls.  or  casks 

4 

Hubs  ----- 

2 

Mackerel,  pickled  and  salted 

4 

Pickles,  cans,  boxed  - - - 

4 

Madder,  bbls.,  boxes,  or  kegs  - 

2 

Picks,  casks  - - - - 

3 

Indiarubber  goods  - - - 

1 

Madder,  lihils.  - - - - 

3 

Picture  frames  - - - 

I 

Indigo  ----- 

1 

Mahogany,  logs  - - - 

4 

Pill  boxes  - - - - 

2 t 1 

Ink,  packed  in  bbls.  and  casks  - 

2 

Mahogany,  board,  plank,  scant- 

Pins,  original  boxes  - - - 

2 

Ink,  packed  in  boxes  - - - 

1 

ling 

3 

Photographic  materials 

1 

Ink,  printing,  cans,  boxed  - 

1 

Malt,  bags  - - - - 

4 

Pipe,  block  tin,  casks 

2 

Ink,  printing,  kegs  or  bbls. 

2 

Manilla  ----- 

3 

Pipe,  gas,  loose  - - - 

4 

Insulators,  telegraph  - - - 

4 

Marble,  blocks  or  slabs,  wrouglit 

Pipe,  lead,  reels  or  rolls 

1 

Iron  castings,  boxes  or  casks 

2 

or  unwrought  - - - 

1 

Pipe,  lead,  casks  _ - - 

4 

Iron  castings,  loose,  under 

Marble  dust  - - - - 

4 

Pipe,  stove  - - - - 

1 

loo  lbs.,  0.  R. 

1 

Marble  blocks,  5 tons  or  over  - 

3 

Pipe,  tin  - 

1 

Iron  castings,  over  100  lbs. 

4 

Marble,  blocks  or  slabs,  wrought 

Pipe,  water,  iron,  loose 

4 

Iron  cornices,  C.  L.  - 

4 

or  unwrought,  ().  R.,  released 

4 

Pipes  ----- 

2 

Iron  cornices,  less  than  C.  L., 

Marbles,  casks  or  boxes  - 

2 

Pitch  ----- 

4 

crated  or  boxed  - - - 

1 

Matting,  cocoa  - - - - 

2 

Plaster  - - ' - 

4 

Iron  cornices,  loose,  O.  R.  - 

2 t 1 

Matting,  not  otherwise  specified 

1 

Plumbago  - - - - 

3 

Iron  cornices,  too  large  for  box 

Mattresses  - . . - 

2 t 1 

Plumbago,  car  loads 

4 

car,  O.  R. 

4 t 1 

Mattresses,  shoddy,  in  bales 

1 

Plumbers’  materials,  boxes  or 

Iron,  corrugated,  boxes  or  crates 

2 

Mats  ----- 

1 

casks  ----- 

2 

Iron,  corrugated,  less  than  C.  L., 

Mats,  grass  and  hemp 

2 

Polish,  stove  - - - - 

3 

loose  ----- 

3 

Meal,  bbls.  - - - - 

4 

Porcelain  ware,  bbls.  or  boxes  - 

I 

0.54. 

C c 

0.54, 
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Articles. 

Class. 

Articles. 

Class. 

Articles. 

Class. 

Porcelain  ware,  hhds.  or 

casks 

2 

Seeds,  car  loads 

4 

Tinware,  “stamped” 

2 

Pork,  salted,  bbls. 

- 

- 

4 

Seeds,  garden  - - . 

- 

1 

Tinware,  loose  - - - 

2tl 

Porter,  glass 

- 

- 

I 

Shot,  bags  - - . 

- 

2 

Tinware,  loose,  in  C.  L.  - 

4 

Potash  ... 

- 

- 

4 

Shot,  kegs  . - _ 

- 

4 

Tire,  locomotive  ... 

4 

Potatoes,  bbls.  - 

- 

- 

4 

Shot,  100  lbs.,  double  bags 

- 

4 

Tobacco,  cut,  bbls.  or  boxes 

1 

Potatoes,  sweet,  bbls.. 

prepaid. 

Shovels  - - - . 

- 

2 

Tobacco,  bales  - - - - 

1 

0.  R.  - - - 

- 

- 

4 

Show  cases,  released 

- 

3 t 1 

Tobacco,  boxes  or  kegs 

3 

Powder,  baking 

- 

- 

4 

Shrubbery,  boxed,  O.  R.  - 

- 

I 

Tobacco,  hhds.,  unmanufactured 

3 

Powder,  cattle,  boxes 

- 

- 

2 

Sbrubbery,  bales,  0.  R. 

- 

14  t 1 

Tools,  mechanics’  ... 

1 

Powder,  polishing 

- 

- 

4 

Shutters,  iron  - - - 

- 

3 

Toe  calks,  kegs  ... 

4 

Powder,  yeast  - 

- 

- 

4 

Sieves  . . . _ 

- 

1 

Tow',  boxes  .... 

1 

Presses,  copying,  0.  R. 

- 

“ 

2 

Skins,  sheep  and  other,  baled 

- 

1 

Toys,  boxes  .... 

Ht  l 

Printed  matter,  sheets,  boxed 

- 

1 

Skins,  sheep,  foreign,  compressed 

2 

Trimmings,  tinners’  ... 

2 

Preserves,  glass,  0.  R. 

- 

- 

1 

Slate,  roofing  - - - 

- 

4 

Trunks,  empty  ... 

1 

Preserves,  cans,  boxed 

- 

- 

4 

Slates,  school,  boxed 

- 

3 

Trunks,  boxed  - - . . 

1 

Prunes,  boxes,  kegs  - 

- 

- 

3 

Slats,  bed  wooden 

- 

1 

Trunks,  containing  baggage  or 

Prunes,  in  glass 

- 

- 

1 

Sleighs.  (See  Carriages.) 

merchandise  of  any  kind  will 

Pumice  stone,  boxes  or  casks 

- 

3 

Snuff,  casks  or  bbls.  - 

- 

2 

not  be  i-eceived  unless  securely 

Pumps.  {See  Machinery.) 

Snuff,  jars,  released  - 

- 

I 

boxed.  When  boxed  - 

1 

Putty 

- 

4 

Soap,  Castile  and  fancy 

- 

2 

Tubing,  iron  .... 

4 

Pulley  blocks.  (See 

Soap,  common  - . - 

- 

4 

Tubs  ..... 

1 

Soda  .... 

4 

Tubs,  bath  .... 

I 

Quicksilver,  iron  flasks 

- 

- 

1 

Soda,  caustic,  iron  casks  - 

- 

4 

Turpentine,  spirits,  bbls.,  0.  R. 

3 

Soda,  nitrate  ... 

- 

4 

Turpentine,  siiirits,  bbls.,  O.  R., 

Radiators,  steam 

- 

- 

2 

Soda  ash  - - . - 

- 

4 

C.  L.  - 

4 

Radiators,  cast  iron,  0.  R.  - 

3 

Spades  . - - - 

2 

Twine  - - - - - 

1 

Radiators,  cast  iron,  0 

R.,  car 

Spelter,  slabs  or  casks 

- 

4 

Type 

2 

loads 

- 

- 

4 

Spice,  boxes  - - . 

- 

2 

Rags,  sacks 

- 

- 

2 

Spice,  bags  - . . 

- 

3 

Umbrellas  .... 

1 

Rags,  pressed  in  bales 

- 

- 

4 

Spikes,  kegs  ... 

- 

4 

Railing,  iron 

- 

- 

2 

Spikes,  R.  R.  - 

- 

4 

Varnish,  boxes,  0.  R. 

1 

Raisins  - - - 

- 

- 

3 

Spokes  . . - . 

- 

2 

Varnish,  kegs  or  bbh,  0.  R. 

3 

Rattan  - . - 

- 

- 

1 

Springs,  bed 

- 

1 

Vault  lights,  0.  R.  - 

4 

Reeds,  willow,  bdls.  - 

- 

- 

1 

Springs,  car,  steel 

. 

3 

Vegetables,  desiccated,  cans. 

Reflectors,  0.  R.,  released  - 

- 

1 

Springs,  carriage 

- 

2 

boxed  . . - - - 

4 

Reflectors,  too  large  for 

box  car. 

Springs,  car,  volute,  boxes 

- 

3 

Veneering,  boxes  ... 

2 

0.  R.,  released 

- 

- 

4 t 1 

Springs,  car,  rubber,  loose 

- 

2 

Veneering,  not  boxed 

I 

Refrigerators 

- 

- 

1 

Springs,  car,  rubber,  boxes 

or 

Vessels,  brass  or  copper,  boxes 

Retorts,  clay,  0.  R.,  released 

- 

1 

casks  - - - . 

- 

3 

or  casks  .... 

2 

Retorts,  clay,  car  loads. 

released 

4 

Stages.  ( See  Carriages. ) 

Vises,  iron  .... 

2 

Rice  . - - - 

- 

- 

4 

Staves,  bdls. 

- 

4 

Vinegar  . . - - . 

4 

Rigging  in  boxes  or  casks  - 

- 

2 

Starcb,  bbls.  or  boxes 

- 

3 

Vitriol,  blue  .... 

4 

Rigging,  loose  - 

- 

- 

4 

Starch,  bbls.  or  boxes,  C.  L. 

- 

4 

Robes,  l)uffalo 

- 

- 

i4  1 1 

Stationery  . _ . 

- 

1 

Wadding  ----- 

1 

Rods,  lightning  - 

- 

- 

3 

Statues,  released 

- 

1 

Wagons,  children’s,  not  boxed  - 

2 t 1 

Roofing,  boxes  or  rolls 

- 

4 

Steel,  boxes  or  bbls.  - 

- 

2 

Wagons,  children’s,  boxed 

lA  tl 

Rope,  in  coils 

- 

- 

4 

Steel,  bars  or  bdls.  - 

- 

4 

Wagons,  farm,  in  pieces  - 

1 

Rope,  wire 

- 

- 

4 

Stone,  lithographic,  0.  R.  - 

- 

1 

Wagons,  children’s,  K.  D.,  boxes 

Rope,  hair 

- 

- 

2 

Stone,  soap 

- 

3 

or  crates  - - - - 

1 

Rosin  . - - 

- 

- 

4 

Stone,  blue  ... 

- 

4 

Water,  mineral,  glass.  O.  R. 

2 

Rubber,  crude 

- 

- 

3 

Stone,  emery,  casks  - 

- 

4 

Water,  mineral,  O.  R.,  N.  O.  S. 

4 

Rubber  belling  - 

- 

- 

2 

Stone.  {See  Marble.) 

Wax  ----- 

1 

Rubber  clothing 

- 

- 

1 

Stoneware,  crates  or  hhds.,  0. 

R. 

4 

Weights,  clock  - - . - 

2 

Rubber  packing 

- 

- 

3 

Stoves,  0.  R.  - 

- 

1 

Wbalehone  - . - . 

I 

Rustic  work,  boxed 

- 

- 

1 

Stoves,  car  loads,  released 

- 

4 

Wheat,  cracked,  and  cereals  in 

Rustic  work,  not  boxed 

- 

- 

2 t 1 

Stove  plates  or  grates,  0.  R. 

- 

I 

boxes  ----- 

2 

Stove  grates,  boxed  - 

- 

2 

Wheat,  cracked,  and  cereals  in 

Sad  irons,  in  casks 

- 

- 

4 

Stove  boards 

- 

4 

bbls.  ----- 

4 

Saddlery  - - - 

- 

- 

o 

Stove  plates,  car  loads,  released  - 

4 

Wheelbarrows  (wood  or  iron)  - 

1 

Safes,  iron 

- 

• 

3 

Straw  goods  ... 

- 

I 

Wheels,  car  - - - - 

4 

Saleratus,  kegs  or  boxes 

- 

- 

4 

Sulphur,  bbls.  - . - 

- 

4 

Whips  ----- 

1 

Sal  soda  - . - 

- 

- 

4 

Sumac  .... 

- 

3 

Whiting  ----- 

4 

Sausage  casings 

- 

- 

3 

Sugar  .... 

4 

Willowware  - - . - 

2 t I 

Sand 

- 

- 

4 

Sugar,  lemon,  grape,  maple 

- 

2 

Wine,  boxes  or  baskets,  0.  R.  - 

1 

Salt,  bags  or  bbls. 

- 

- 

4 

Sugar,  lemon,  grape,  maple,  C. 

L. 

4 

Wire,  not  otherwise  specified 

2 

Salt  cake  - - - 

- 

- 

4 

Sugar  of  lead,  in  casks 

- 

4 

Wire,  fence,  casks  . - - 

2 

Salts,  Epsom,  bbls. 

- 

- 

3 

Syrup,  glass 

- 

1 

Wire,  bdls.,  0.  R.  - 

4 

Salts,  bleaching,  casks 

- 

- 

4 

Syrup,  0.  R.  leakage 

- 

4 

Wire,  telegraph,  casks 

2 

Saltpetre  - - - 

- 

- 

4 

Syrup,  Weaver’s,  bbls. 

- 

2 

Wool,  domestic,  sacks 

H t 1 

Sardines  - - - 

- 

- 

2 

Wool,  foreign,  pressed 

3 

Scales,  K.  D.,  boxed,  car  loads 

- 

3 

Tables,  billiard,  boxed,  0.  R. 

- 

1 

Wood  pulp  . - - . 

4 

Scales,  not  boxed 

- 

- 

1 

Tacks,  boxes  ... 

- 

2 

Wood,  in  sliape,  manufactured  - 

1 

Scale  beams,  not  boxed 

- 

- 

1 

Tallow  .... 

- 

4 

Wood,  dye,  stick  . - - 

3 

Scale  beams,  boxed  - 

- 

- 

2 

Tar  - - . . . 

- 

4 

Wood,  dye,  bags  or  bbls.  - 

2 

Seales,  boxed 

- 

- 

2 

Tea . - . - . 

1 

Woodeuware  ...  - 

I 

Screws,  wood 

- 

- 

2 

Terra  alba,  bbls. 

- 

4 

Wool,  mineral  - - - - 

3 

Scythes,  bales  - 

- 

- 

1 

Terra  japonlca  - . - 

- 

3 

1 

Scythes,  boxes  - 

- 

- 

2 

Tile  - - - - . 

- 

4 

Scythe  stones 

- 

- 

8 

Tin  foil,  boxes  - - . 

_ 

1 

Zinc,  rolls,  sheets  or  boxes 

2 

Scythe  snaths 

- 

- 

1 

Tin,  plate,  pig  and  bar 

- 

4 

Zinc,  sheet,  casks  - - - 

4 

Seeds,  not  otherwise  specified 

- 

3 

Tinware,  boxes 

- 

I 

Zinc,  oxide  - - - - 

4 

Special  Instructions. 

1.  20,000  lbs.  will  constitute  a car  load,  unless  otherwise  specified  j and  where  special  class  rates  are  made  on  articles  in  car  load 
lots,  it  must  be  understood  to  mean  20,000  lbs.,  or  more,  of  each  ai'ticlo  named,  and  the  freight  must  be  delivered  on  the  same  day, 
and  be  all  for  one  consignee. 

2 Wlicn  articles  are  shipped  under  a different  name,  in  order  to  deceive  the  cai-rier  or  to  avoid  this  classification,  agents  at  desti- 
nation will  collect  freight  according  to  proper  classification ; and  in  case  of  loss  or  damage,  consignees  will  be  paid  for  the  article  as 
called  for  or  shipped. 

3.  -Vll  baled  goods  at  owner’s  risk  of  chafing. 

Dynamite,  dualine,  gun  cotton,  giant  powder,  hercules  powder,  and  other  e.xplosive  compounds,  will  not  be  received  or  transported. 

Camphene,  burning  fluid,  and  varnish,  will  only  be  taken  at  owner’s  risk,  at  first  class  rates  by  rail. 

Gunpowder,  friction  matches,  and  other  combustible  articles,  will  be  received  or  transported  only  by  special  contract. 

Single  ])ackages  (or  packages  in  the  aggregate)  weighing  less  than  100  lbs.,  will  be  charged  at  rate  for  100  lbs. 

Jlarble  in  blocks  weighing  over  five  tons,  wilt  not  be  taken  via  “ Steam  around  Lakes.” 
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Appendix,  No,  40. 


PAPER  handed  in  by  Mr.  Samuclson,  M.p. 


The  Memorial  of  the  Cumberland-road  Metal  Company  (Limited), 

To  the  Committee  of  the  House  of  Commons  on  Railway  Rates  and  Charges, 

Humbly  showeth, — 

That  your  Memorialists  are  engaged  in  business,  as  sellers  of  stone  for  making  and 
repairing  roads  and  2)oblic  highways,  their  quarries  and  works  being  situated  at  Threlkeld, 
on  the  Cockerrnouth,  Keswick,  and  Penrith  Railway,  and  at  Armathw'aite,  on  the  Midland 
Railway. 

That  the  maximum  rates  fixed  by  the  several  Acts  of  Parliament  for  these  and  other 
railways  on  which  your  .Memorialists  trade,  for  the  protection  of  the  public,  are  altogether 
obsolete,  that  is  to  say,  however  onerous  and  proliibitive  the  charges  made  by  the  Com- 
panies may  be,  they  are  still  within  tlie  limit  of  such  maximum  rates. 

At  the  time  at  Avhich  many  of  the  Acts  referred  to  were  passed,  the  conditions  of  the 
carriage  of  goods  by  rail  Avere  altogether  unknoAvn,  and  at  a later  period  the  precedents 
made  in  early  cases  were  followed,  whilst  the  minimum  rate  fixed  for  this  traffic  is  seldom 
less  than  Ijrf.  per  ton  per  mile,  without  any  provision  Avhatever  for  a reduction  in  the 
rate  as  the  distance  carried  over  is  increased.  It  is  notorious  that  the  Railway  Companies 
can  carry  at  a profit  for  distances  of  100  miles  or  thereabouts  for  \d.  per  ton  per  mile,  and 
they  rarely  attemjit  to  exact  more  than  | or  ’8  of  a penny,  therefore  the  intention  of  the 
several  Acts  to  protect  the  public  by  a maximum  reasonable  rate  is  lost,  and  as  a matter 
of  law  your  Memorialists  are  the  bond-servants  of  the  Railway  Companies  who  carry  their 
goods  ; for  example,  the  Cockerrnouth,  Keswick,  and  Penrith  Railway  Company,  and  the 
London  and  North  Western  Railway  Company  agreed  with  your  Memorialists  upon  a 
scale  of  charges  for  the  carriage  of  stone  to  various  places  at  AA'hich  the  London  and  North 
Western  Railway  Company  have  stations,  and  recently,  Avithout  giving  any  reason,  the 
Companies  have  raised  their  charges  to  several  of  these  places,  and  the  adA'anced  rates 
being  Avithin  the  limits  of  their  Acts  your  Memorialists  have  no  remedy.  That  it  is  no 
answer,  as  from  the  Companies  to  your  Memorialists,  to  say  that  all  persons  in  the  same 
trade  are  treated  alike,  for  in  that  case,  as  is  the  fact,  all  suffer  alike  by  the  decrease  in 
the  volume  of  business,  and  the  jmblic  by  being  obliged  to  use  inferior  material  ; the 
efll’ect  of  this  policy  can  be  seen  in  the  most  marked  manner  in  the  Avhole  of  the  district 
served  by  the  Lancashire  and  Yorkshire  Raihvay,  and  the  reverse  of  it  in  the  country 
served  by  the  North  Eastern  Railway,  Avhere  comparatively  Ioav  rates  have  prevailed  for 
some  time  for  the  class  of  material  in  question. 

Your  Memorialists  ai’c  absolutely  Avithout  remedy  in  the  matter  of ‘‘through  rates;”  in 
their  case  the  Cockerrnouth,  KesAvick,  and  Peui'ith  Raihvay-  Company,  and  the  London 
and  North  Western  Railway  Company,  Avould  agree  upon  a certain  rate,  Avhich  Avould 
take  matei’ials  from  Threlkeld  to  Preston,  87  miles  ; for  a further  average  distance  of  15 
miles  the  Lancashire  and  Yorkshire  Raihvay  Company  have  insisted  iqion  raising  the 
rate  for  the  whole  distance  (102  miles)  20  to  30  per  centum,  thus  setting  at  defiance  the 
whole  intention  of  the  Acts  providing  for  the  coiiA'eyance  of  goods  at  through  rates. 

At  this  time  your  Memorialists  have  been  advised  by  eminent  counsel  that  they  alone 
have  no  remedy,  but  that  they  can  be  heard  only  by  the  grace  of  the  Cockerrnouth, 
Keswick,  and  Penrith  Raihvay  Company,  Avho  have,  as  to  through  rates,  a locus  standi 
before  the  Raihvay  Commissioners,  whilst  traders  have  none. 

Your  Memorialists  humbly  trust,  in  order  to  remedy  these  evils,  under  Avhlch  not  only 
your  Memorialists  but  every  trader  in  the  kingdom  suffers,  that  you  Avill  think  fit  to  advise 
Parliament  to  provide  by  law  for, — 

1st.  A fresh  classification  of  goods. 

2nd.  A new  scale  of  maximum  charges  providing  for  a decrease  in  the  rate  charged 
per  mile,  as  the  distance  carried  is  increased. 

3rd.  Perfect  uniformity  in  regard  to  these  on  every  line  iii  the  kingdom,  in  order 
that  what  are  in  truth  the  common  roads  of  the  country  for  99-lOOths  of  the  business 
done  in  it  may  be  open  and  continuous,  and  not  hampered  by  vexatious  obstructions. 

4th.  Government  to  have  the  poAver  to  inspect  the  books  of  Raihvay  Companies  in 
regard  to  the  rates  charged,  lo  see  that  no  advantage  may  be  given  to  one  trader  over 
another. 

5th.  Enlarged  poAvers  to  the  Raihvay  Commissioners,  or  some  such  similar  court,  in 
order  that  a trader  Avho  considers  himself  aggi  ieved  may  be  able  to  try  the  question 
at  a reasonable  cost. 

Herman  Harkwood,  Chairman. 

The  Cumberland-road  Metal  Company  Alfred  Hallam,  Secretary. 

(Limited). 
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PAPER  handed  in  by  Mr.  Samuelson,  m.p. 


THE  FURNESS  RAILWAY  COMPANY. 


STATEMENT  by  Mr.  W.  G.  Ainslie,  Managing  Partner  in  the  Firm  of  Harrison, 
Aiuslie  & Co.,  Ulverston,  for  presentation  to  the  British  Iron  Trade  Association. 

What  is  now  known  as  the  Furness  Railwaj  Company  originally  consisted  of  various 
Companies,  incorporated  under  various  Acts  of  Parliament,  but  by  29  & 30  Viet.  c.  236, 
“ Tlie  Furness  Railway  (Whitehaven  Amalgamation)  Act,  1866,”  by  Avhich  the  White- 
haven and  Furness  Junclion  Railway  Company  became  amalgamated  with  the  Furness 
Railway  Company,  the  rates  and  tolls  charged  by  the  Furness  Railway  Company,  and 
the  several  Companies  vested  in  the  Furness  Railway  Company,  were,  with  certain, 
exceptions  as  to  tlie  Whitehaven  and  Furness  Junction  Railway  Company,  brought  under 
one  system. 

This  Act  enacts  by  Sections  16  to  21  inclusive,  what  tolls  shall  be  taken,  providing, 
hoAvever,  by  Section  25,  that  the  Company  may  take  any  increased  charges  over  and 
above  those  limited  by  the  Act  for  the  conveyance  of  animals  or  goods  of  arry  description 
by  agreement  with  the  owners  or  persons  iir  charge  thereof,  either  by  reason  of  any 
special  service  ])erformed  by  tlie  Company  in  relation  thereto,  or  in  respect  to  the  con- 
veyance of  animals  or  goods  (other  than  small  parcels)  by  passenger  trains;  and  further 
provides,  by  Section  2ti,  that,  notwiihstanding  any  of  the  provisions  with  respect  to  tolls 
in  the  Act  contained.  Clauses  43  and  44  of  “ The  Whitehaven,  Cleator,  and  Egremont 
Railway  Act,  1854,”  Clause  22  of  “The  Whitehaven  and  Furness  Junction  (Whitehaven 
Extension  and  Kirksanton  Deviation)  Railway  Act,  1846,”  and  Clause  39  of  “The 
Whitehaven  and  Furness  Junction  Railway  Act,  1865  ” (all  of  which  Acts  are  before 
referred  to),  and  the  agreements  therein  referred  to  should  remain  in  force  and  be  binding 
on  the  Furness  Company. 

Special  attention  is  directed  to  the  short-distance  clause.  Section  18  of  this  Act,  whicli 
provides  that  for  all  passengers,  animals,  or  goods  conveyed  on  these  Raihvays  for  a less 
distance  than  four  miles,  the  Furness  Railway  Company  may  demand  tolls  and  charges  as 
for  four  miles,  and  such  new  tolls  are  to  be  chargeable  on  and  after  the  1st  day  of  January 
1867. 

It  is  considered  by  those  who  have  so  materially  assisted  the  development  and  progress 
of  the  Company,  and  especially  by  those  who  have  suffered  from  the  somewhat  arbitrary 
exactions  of  the  four-mile  clause,  that  the  time  has  now  arrived  when  eertain  grievances 
that  they  complain  of  should  be  redressed,  and  when  some  definite  and  equitable  regu- 
lation should  be  made  to  ensure  to  the  public  a fair  and  equitable  scale  of  charges  by  the 
Company,  and  one  which  shall  not  diminish  the  natural  advantages  which  the  local 
position  of  certain  ironmasters  and  others  who  send  their  traffic  by  the  railway  gives  them 
over  certain  other  individuals,  from  the  greater  proximity  of  the  local  position  of  such 
ironmasters  and  others  to  certain  districts  in  I’cspect  of  the  traffic  at  those  districts,  by  the 
Company’s  annilnlating,  in  point  of  cxjiense  of  carriage,  a certain  portion  of  the  distance 
between  the  local  position  of  such  other  individuals  and  the  said  districts;  in  point  of  fact, 
to  establish  the  undue  pieference  shown  by  the  Company  in  the  arbitrary  and  t;apricious 
scale  of  rates  charged  by  them,  and  to  remove  the  obsolete  and  now  unnecessary  jn'O- 
visions  as  to  the  short-distance  clauses. 

The  following  Table  contains  examples  which  will  illustrate  what  we  have  termed  the 
capricious  rates  charged  by  the  Company  ; — • 


Particulars  of  Rates  charged  by  the  Furness  Railway  Company  for  Carriage  of 
Iron  Ore  from  Lindal  to  the  Places  named  below. 


Distance 

from 

Lindal. 

Maximum  Rates  allowed  to  be  Charged 
by  the  Furness  Railway 
(Whitehaven  Amalgamation)  Act,  186G. 

Rates  Charged  by' 

Furness  Railway  Company  for 
Iron  Ore. 

NA.ME  OF  PLACE. 

For  Coal 
and  Cinders, 
Lime,  and 
Limestone, 
&c. 

Per  Ton  per 
Mile. 

For  Coal, 
Culm,  Char- 
coal, 

Stones,  Ac. 

Per  I on  per 
Mde. 

For  Slates, 
Ironstone, 
Iron  Ore, 
Pig  Iron, 
&c. 

Per  Ton  per 
Mile. 

Company’s 

Waggons. 

Owner’s 

Waggons. 

M.  chits. 

s.  d. 

s.  d. 

s.  d. 

d. 

s,  d. 

Barrow  (for  slupment) 

G 40 

- n 

1 

to 

- 2| 

1 11 

But  special  iigreenr 
for  a limited  tim 

ent  at  1 5.  3 d, 

e. 

Millom  - - - - 

ISmilcs  (say) 

- n 

- n 

_ oi 

"4 

1 9 

— 

Cariiforth  - . - 

a‘2  0 

- H 

- 2| 

•4 

3 3 

2 9 

North  Lonsdale  (Com- 
pany’s sidiirgs). 

4 miles  (say) 

- M 

- 2J 

- 2J 

1 9 

1 7 

I have 
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I have  in  tins  statement  selected  Lindal  Station,  around  which  are  considerable  Iron 
Mines,  as  a point  from  Avhich  to  give  the  illustration,  and  it  will  be  seen  from  this  that 
ore  sent  from  Lindal  to  Barrow,  a distance  of  six  miles  and  40  chains,  costs  the  senders 
1 5.  Hr/,  per  ton,  while  ore  sent  from  Lindal  to  Millom,  a distance  of  15  miles,  costs  the 
senders  only  1 s.  9 r/.  per  ton,  and  from  Lindal  to  Carnforth,  a distance  of  22  miles,  only 
3 s.  3 r/.  per  ton,  while  the  charge  made  by  the  Company  from  Lindal  to  the  North 
Lonsdale  Company’s  sidings  at  Ulverston,  a distance  of  only  four  miles,  is  1 5.  9 cL  per 
ton,  or  exactly  the  same  rate  as  is  charged  by  the  Company  for  carriage  to  IMillom,  a 
distance  of  11  miles  further.  It  would  be  well,  however,  to  consider  the  19th  section  of 
32  & 33  Viet.  c.  154.  The  Furness  Bailway  Act,  1869,  which  provides  that  the 
Company  shall  not  charge  in  respect  of  trathc  arising  at  and  conveyed  between  “ Askhara 
and  Ireleth  htations,  and  Millom  and  Hodbarrow  Stations,  any  larger  amounts  than  they 
would  have  been  entitled  to  demand  if  the  Kailway  across  the  Duddon  Estuary  was 
completed  and  opened.  I am  advised  that  the  meaning  of  the  words  “arising  at” 
“ is  generated  at”  or  “ originated  at”  these  stations,  and  that  this  cannot  apply  to  stations 
on  either  side  of  the  Duddon  Estuary  beyond  these  stations,  inasmuch  as  the  existing 
Kailway  around  the  Estuary  of  the  Duddon  existed  before  the  time  the  Kailway  across 
the  Duddon  was  contemplated,  and  consequently  before  its  abandonment,  and  the  only 
joersons  directly  affected  by  such  abandonment  Avere  the  persons  sending  goods  from 
Askham  and  Ireleth,  and  Millom  and  Hodbarrow,  and  from  the  latter  to  the  former 
stations. 

My  complaint  is  that  the  through  rates  do  not  on  the  Furness  Line,  as  on  other 
lines,  commence  when  the  ore  is  put  on  to  the  line.  The  local  charges  before  the 
through  mileage  rates  commence  kill  the  trade  in  this  (Lindal)  district  ; for  instance, 
ore  from  Winder  or  Cleator  Stations  costs  to  Sheffield  about  10  5.  The  distance  the 
ore  passes  over  the  Furness  line  from  Sellafield  Junction  to  Ulverston  is  38  miles. 
Instead  of  giving  us  a proportionate  rate  of  about  85.  or  85.  6 J.,  we  are  saddled  Avith 
a local  rate  from  Lindal  to  Ulverston  of  1 s.  3 cL,  then  a through  rate  of  8 s.  6 d.,  in 
all  9 5.  9 r/.  Getting  a fair  through  rate  from  our  mines  to  Sheffield,  Leeds, 
Staffordshire,  &c  , Avould  make  an  immense  difference  to  us  in  a year,  and  Avhy 
should  there  not  be  for  us  a through  rate  to  these  places.  The  HodbarroAV  Company 
(Millom)  get  through  rates  to  all  places,  and  have  not  their  goods  consigned  to 
Ulverston  at  all. 

As  regards  terminal  charges,  I have  no  definite  material  from  Avhich  to  estimate  these 
charges,  but  I understand  that  it  is  a practice  of  the  officials  of  the  Company  Avhen 
remonstrated  Avith  as  to  rates  to  refer  to  terminal  charges  as  accounting  for  anything  that 
cannot  otherAvise  be  exjdained.  As  regards  terminal  charges,  I Avould  direct  the 
Committee’s  especial  attention  to  Clauses  21  and  23  of  the  Furness  Kaihvay  Amalga- 
mation Act,  29  & 30  Viet.  c.  236,  from  which  it  Avill  be  seen  that  no  specific  charge  is 
authorised  to  be  made,  but  a reasonable  sum  only,  and  for  certain  specified  services,  and 
the  23rd  section  defines  Avhat  a Terminal  Station  is. 

I think,  on  reference  to  the  Companies  Acts  of  Parliament,  that  it  Avill  be  seen  that  the 
Company  have  no  poAvers  to  make  these  arbitrai’y  rates,  Avhich  appear  to  be  governed  by 
no  principal,  and  Avhich  arc  certainly  most  destructive  to  the  Interests  of  those  possessing 
the  natural  advantages  of  proximity  to  the  great  depots  to  Avhich  their  ores  are 
consigned. 

The  Kail  way  and  Canal  Traffic  Act  (17  & 18  Viet.  c.  31)  provides  that  no  Kaihvay  or 
Canal  Company  shall  make  or  give  any  undue  or  unreasonable  preference  or  adA^antage 
to  or  in  favour  of  any  particular  person  or  Company,  or  any  particular  description  of 
traffic  in  any  respect  Avhatever ; nor  shall  any  such  Company  subject  any  particular 
person  or  Company,  or  any  particular  description  of  traffic,  to  any  undue  or  unreasonable 
prejudice  or  disadvantage  in  any  respect  Avhatsoever,  and  that  all  reasonable  accommoda- 
tion shall  at  all  times  be  afforded  by  such  Companies  to  the  public. 

It  is,  in  my  opinion,  most  desirable  to  obtain  the  abolition  of  the  short-distance  clauses, 
and  to  obtain  some  statutory  direction  for  the  fair  and  proper  adjustment  of  the  Company’s 
tolls,  and  so  obtain  a remedy  for  the  grievance  complained  of. 
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PAPER  handed  in  by  Mr.  Barclay,  m.p. 


Letter  from  Mr.  C.  Merrylees  to  Mr.  Barclay,  m.p. 

North  of  Scotland  and  Orkney  and  Shetland 
Steam  Navigation  Company, 

Dear  Sir,  62,  Marischal-street,  Aberdeen,  25  June  1881. 

The  dealers  feel  the  rates  at  present  charged  from  here  and  Leith  to  London  and  the 
principal  towns  of  England  as  a very  serious  hindrance  to  the  development  of  their 
business,  and  are  naturally  anxious  that  some  relief  should  be  found. 

^ It  is  only  within  the  last  two  or  three  years  that  the  export  of  fresh  fish  (halibut 
principally)  has  been  attempted.  Formerly  halibut  was  considered  of  but  little  value, 
although  caught  in  large  quantities  round  the  islands. 

Several  enterprising  firms,  notably  Messrs.  Hay  & Co.,  and  Messrs.  Richmond  & Co., 
of  Berwick,  resolved  to  attempt  the  preservation  of  the  fish  in  ice,  and  send  it  to  the  Eng- 
lish markets.  This  they  have  continued  doing  for  the  last  two  seasons,  but  the  rate  of 
railway  carriage  has  proved  a very  serious  impediment  to  the  prosecution  of  the  trade,  so 
much  so  that  Messrs.  Hay  & Co.  write  me  that,  unless  a considerable  reduction  in  the 
rate  can  be  obtained,  the  fresh  fish  business,  so  far  as  Shetland  is  concerned,  must  come  to 
an  end. 

I have  on  several  occasions  represented  the  matter  to  the  managers  of  the  Caledonian 
and  North  British  lines,  and  urged  that  tlie  Shetland  fish  trafiSc  should  be  exceptionally 
treated  by  them,  inasmuch  that  (1),  the  fish  have  to  be  packed  in  weighty  cases  and  be 
heavily  iced  on  account  of  the  long  voyage,  and  (2),  that  there  is  a charge  of  from  3 s.  to 
4s.  per  case  on  the  fish  ere  it  reaches  the  railway,  and  thus  places  it  at  a serious  disad- 
vantage compared  with  fish  from  the  mainland  of  Scotland.  A case  containing  about  2^ 
or  2|  cwt.  of  halibut,  from  Shetland  to  Birmingham  or  Manchester,  costs  the  sender  from 
18  s.  to  20  s.  for  carriage.  My  representations  have  met  with  no  success.  The  managers 
of  the  Scotch  railways  say  that  they  had  the  subject  before  a railway  conference  recently, 
and  advocated  a reduction  in  the  case  of  Shetland,  but  the  southern  lines  opj)Osed  it,  and 
there  the  matter  rests. 

It  seems  hard  that  an  industry  which  can  be  a benefit  to  the  fishermen  and  the  carriers, 
and  likewise  provide  a wholesome  and  cheap  food  for  the  people,  should  be  lost  to  all  by 
the  exorbitant  rates  exacted  by  the  railways. 


J.  W.  Barclay,  Esq.,  m.p. 


I am,  &c. 

(signed)  Clias.  Merrylees. 
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Appendix,  No.  43. 


PAPER  handed  In  by  the  Chairman. 


Memorial  of  the  Council  of  the  Warrington  Chamber  of  Commerce,  presented  to  the 
Parliamentary  Committee  on  Railway  Rates. 


Your  memorialists  have  found  by  along-continued  experience  that  railway  companies 
are  enabled  to  make  charges  for  the  conveyance  of  merchandise,  the  legality  of  which 
can  seldom  be  tested. 

It  appears  to  your  memorialists  anomalous  and  unjust  that  the  public  should  be  liable 
to  charges  by  railway  companies  which  are  in  excess  of  their  legal  powers. 

Local  authorities  appoint  inspectors  to  jirotect  the  public  from  adulteration,  from  false 
weights  and  measures,  and  from  other  similar  frauds,  and  it  appears  to  your  memorialists 
that  the  wilful  charging  of  illegal  rates  by  railway  companies  is  a violation  of  law  which 
stands  quite  as  much  in  need  of  being  provided  against. 

Rates  of  carriage  having  been  fixed  by  Act  of  Parliament,  and  railway  companies 
being  required  to  give  public  notice  of  such  rates,  care  should  be  taken  that  the  notice 
is  effectual  and  sufficient  for  the  purpose  intended. 

Railway  companies  possess  a pfactical  monopoly  of  the  conveyance  of  goods,  and 
though  this  may  be  inevitable,  it  becomes  intolerable  when  unauthorised  charges  can  be 
made  which  the  public  can  only  protect  themselves  against  by  expensive  and  protracted 
litigation. 

Means  should  everywhere  exist  by  which  the  legal  rates  of  carriage  should  be  easily 
and  certainly  ascertained. 

Railway  companies  have  undoubtedly  at  present  the  opportunity  of  levying  rates 
which  may  be  in  excess  of  their  powers ; such  an  arbitrary  proceeding  should  be  put  an 
end  to,  and  the  legal  rates  chargeable  should  be  so  easily  ascertained  that  no  one  need 
be  ignorant  of  them  or  need  submit  to  illegal  charges. 

The  public  have  at  present  to  accept  the  railway  companies’  own  interpretation  of  the 
law  under  which  rates  are  levied  : it  is  contrary  both  to  law  and  common  sense  that 
powerful  monopolist  railway  companies  should  be  judges  in  their  own  case. 

A tribunal  should  be  appointed  to  hear  both  sides,  and  with  power  to  determine  finally 
what  the  railway  companies  are  entitled  to  charge. 

Raihvay  companies  should,  on  application,  be  required  to  furnish  such  tribunal  with 
the  particulars  of  any  rate  in  dispute ; and  any  local  authority,  at  the  request  of  an 
Individual  Avithin  its  jurisdiction,  should  be  entitled  to  demand  the  particulars  of  any  rate 
in  its  district. 

The  powers  of  railway  companies  are  created  by  law,  and  ought  neither  to  be 
ambiguous  nor  liable  to  abuse ; a tribunal  such  as  that  referred  to  above  Avould  be  as  fair 
tOAvards  the  raihvay  companies  as  tOAvards  the  public ; Avhatever  rights  the  raihvay  com- 
panies possess  have  been  given  for  the  public  advantage,  and  Avhatever  these  rights  may 
be  they  should  be  perfectly  clear  and  certain,  and  railway  companies  should  have  no 
opportunity  of  oppressing  and  over  charging ; the  j)ublic  have  for  a very  long  time  sub- 
mitted to  the  partial  and  capricious  conduct  of  railway  companies,  and  it  is  the  undoubted 
right  of  the  public  noAV  to  be  informed  in  some  simple  and  efficacious  manner  AA'hat  is  the 
extent  of  the  railway  companies’  authority,  and  to  have  that  authority  effectually  con- 
trolled. 

As  betAveen  themselves  and  the  raihvay  companies,  the  trading  classes  claim  that  the 
rates  of  carriage  A\diich  the  raihvay  companies  can  legally  charge  should  everyAvherc  be 
knoAvn  easily  and  certainly ; and,  as  the  matter  is  of  public  and  pressing  importance,  the 
local  authority  should  be  required  to  act  on  behalf  of  the  trading  classes,  and  where  any 
doubt  exists  it  should  be  settled  upon  a Avritten  statement  of  the  facts,  to  be  furnished  by 
each  party,  to  the  tribunal  appointed  to  deal  Avith  these  questions. 

The  trading  classes  have  hitherto  been  compelled  to  accept  the  law  from  those  Avho 
are  directly  interested  in  its  interpretation  ; the  raihvay  companies  saw  no  injustice  in 
this,  and  they  cannot  noAV  complain  if  an  independent  and  impartial  tribunal  should 
henceforth  determine  questions  Avhich  one  of  the  parties  interested  has  hitherto  settled  in 
its  OAvn  Avay. 

If  the  railway  companies  have  rights,  so  have  the  trading  classes ; and  no  body  of  men 
should  possess  rights  which  can  be  exercised  in  an  arbitrary  manner,  and  Avithout  the 
prompt  and  effectual  intervention  of  an  easily -accessible  and  cheap  legal  tribunal. 

JwsA.  Davies,  President. 

, Charles  Broadbenl , Vice  President. 

Warrington,  22  June  1881.  Lewis  Voisey,  Hon.  Secretary. 
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Comparison  of  Rates  of  Sugar  from  London 


TOWN 

s. 

1 

Collection  and  Delivery  Rate. 

Deducting 

4 s.  per  Ton  for 
Terminals, 

the  Greenock 

Station  to  Station 

Rate  would  be 

Deducting 

8 s.  per  Ton  for 
Terminals, 

the  London 

Station  to  Station 

Rate  would  be 

From  Greenock. 

From  London. 

Miles. 

Per  Ton. 

Per  Ton 
per  Mile. 

Miles. 

Per  Ton. 

Per  Ton 
per  Mile. 

Per  Ton 

1 

! Per  Ton 
|per  Mile. 

/ 

Per  Ton. 

Per  Ton 
per  Mile. 

s. 

d. 

d. 

s. 

d. 

(1. 

s. 

d. 

d. 

s. 

d. 

d. 

Bedford 

- 

- 

378 

32 

6 

1-03 

49i 

15 

- 

3-60 

28 

6 

0-90 

7 

- 

1-71 

1 

Cambridge 

- 

- 

389 

32 

6 

1- 

57 

17 

6 

3-08 

28 

6 

0-87 

9 

6 

2-00 

2 

Oxford 

- 

- 

383 

32 

6 

1- 

63 

16 

8 

317 

28 

6 

0-89 

8 

8 

1-65 

3 

Northampton 

- 

- 

3C4 

32 

6 

1-07 

67i 

14 

2 

2-53 

28 

6 

0-93 

6 

2 

MO 

4 

Newmarket 

- 

- 

409 

35 

- 

1-02 

70 

22 

6 

3-85 

31 

- 

0-90 

14 

6 

2-48 

5 

St.  Ives  (Hunts) 

- 

- 

350 

32 

6 

Ml 

70 

17 

6 

3-00 

28 

6 

0-97 

9 

6 

1-62 

6 

Ely  - 

- 

- 

370 

30 

3 

0-98 

72 

20 

10 

3-47 

26 

3 

0-83 

12 

10 

2-13 

7 

Peterborough 

- 

- 

343 

32 

6 

1-13 

76i 

18 

4 

2-85 

28 

6 

0-99 

10 

4 

1-62 

8 

Market  Harborough 

- 

345 

31 

8 

MO 

82 

18 

4 

2-68 

27 

8 

0-96 

10 

4 

1-51 

9 

Stamford  - 

- 

- 

335 

32 

6 

1-16 

92 

20 

- 

2-60 

28 

6 

1-02 

12 

- 

1-56 

10 

Spaldiug 

- 

- 

346 

32 

6 

1T2 

93 

20 

- 

2-58 

28 

6 

0-98 

12 

- 

1'54 

11 

Leicester  - 

- 

- 

330 

26 

8 

0-97 

99 

20 

- 

2-42 

22 

8 

0-82 

12 

- 

1-45 

12 

Grantham  - 

. 

- 

351 

26 

8 

0-91 

105 

20 

- 

2-28 

22 

8 

0-77 

12 

- 

1-37 

13 

Boston 

- 

- 

300 

32 

6 

1-30 

107 

18 

4 

2-05 

28 

6 

1 14 

10 

4 

1T5 

14 

Newark 

- 

- 

300 

26 

8 

1-06 

120 

21 

8 

216 

22 

8 

0-90 

13 

8 

1-36 

15 

Birmingham 

- 

- 

318 

25 

- 

094 

120 

20 

- 

2-00 

21 

- 

0-79 

12 

“ 

1-20 

16 

Nottingham 

- 

- 

310 

26 

8 

1-03 

123 

21 

8 

2-11 

22 

8 

0-87 

13 

8 

1-33 

17 

Burton 

- 

309 

26 

8 

1-03 

127 

21 

8 

2-04 

22 

8 

0-88 

13 

8 

1-29 

18 

Derby 

- 

305 

26 

8 

1-04 

128 

22 

6 

2-10 

22 

8 

0-89 

14 

6 

1-36 

19 

Lincoln 

- 

301 

26 

8 

1-00 

130 

20 

- 

1-84 

22 

8 

0-90 

12 

- 

ITO 

20 

Retford 

. 

281 

30 

- 

1-28 

138i 

23 

4 

201 

26 

- 

Ml 

15 

4 

1-32 

21 

Chesterfield 

- 

282 

30 

- 

1-27 

145 

22 

6 

1-86 

26 

- 

MO 

14 

6 

120 

22 

Worksop 

- 

284 

30 

- 

1-27 

1461 

25 

- 

2-04 

26 

- 

1-09 

17 

- 

1-39 

23 

Doncaster  - 

- 

264 

28 

4 

1-28 

156 

22 

6 

1-73 

24 

4 

MO 

14 

6 

ITl 

24 

Sheffield 

- 

271 

28 

4 

1-25 

161 

22 

6 

1-67 

24 

4 

1-07 

14 

6 

1-08 

25 

Masborough 

- 

266 

28 

4 

1-27 

161 

22 

6 

1-67 

24 

4 

1-09 

14 

6 

1-08 

26 

Leeds 

- 

236 

25 

- 

1-27 

1851, 

22 

6 

1-45 

21 

- 

1-06 

14 

6 

0-94 

27 

York  - 

• 

233 

23 

4 

1-20 

189 

23 

4 

1-48 

19 

4 

0-99 

15 

4 

0-97 

28 

Bradford  - 

- 

227 

25 

- 

1-32 

191 

24 

2 

1-51 

21 

- 

ITl 

16 

2 

roi 

29 

Btockton-on-Tces 

- 

232 

16 

8 

0-86 

234 

31 

8 

1-02 

12 

8 

0'65 

23 

8 

1-21 

30 

Whitby 

- 

254 

23 

4 

ITO 

244 

25 

- 

1*22 

19 

4 

0-91 

17 

- 

0-83 

31 

Bishop  Auckland 

- 

- 

221 

20 

- 

1-08 

244 

35 

- 

1-72 

16 

- 

0-86 

27 

- 

1-32 

32 

Durham 

- 

209 

20 

- 

1-14 

255 

35 

- 

1-64 

16 

- 

0-91 

27 

- 

1-27 

33 

Sunderland 

- 

207 

16 

8 

0-90 

266 

31 

8 

1-42 

12 

8 

0-73 

23 

8 

1-06 

34 

South  Shields 

- 

205 

17 

6 

1-02 

267 

31 

8 

1-42 

13 

6 

0-79 

23 

8 

1-06 

35 

Newcastle  (via  Berwick) 

192 

13 

4 

0-83 

271 

27 

6 

1-21 

9 

4 

0-58 

19 

6 

0-85 

36 

North  Shields 

- 

200 

17 

6 

1-05 

278 

31 

8 

1-30 

13 

6 

0-81 

23 

8 

1-02 

37 

Scarborough 

- 

265 

26 

8 

1-20 

230 

25 

- 

1-30 

22 

8 

1-02 

17 

- 

0-88 

38 

Middlesborough  - 

- 

- 

237 

16 

8 

0-84 

238 

31 

8 

1-57 

12 

8 

0-64 

23 

8 

1T9 

39 
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Appendix,  No.  44. 


- PAPER  handed  in  by  Mr.  Duncan. 


and  from  Greenock  to  the  following  Towns. 


Deduct  Actual 

Overcharge  to  London 

London 

Greenock 

Greenock  Rate. 

on  Estimated 

(Station  to 

(Station  to 

Station) 

Station) 

Bounties  given 

Sfatinn  f.o  Shn.t,ir>n 

Rates 

Rates 

by  the 

AVERAGES,  &c. 

at  Greenock 

at  London 

Railway  Companies 

Rains. 

(Station 

(Station 

in 

to  Station) 

to  Station) 

favour  of  Greenock. 

Mileage 

Mileage 

Rates. 

Rates. 

Per  Ton. 

Per  Ton 
per  Mile. 

Per  Ton. 

Per  Cwt. 

5. 

d. 

d. 

.9.  d. 

s.  d. 

s.  d. 

s.  d. 

1 

3 

4 

0-81 

3 8 

63  10 

25  4 

1 

Average  Number  of  Miles. 

2 

6 

4 

1-13 

4 2 

64  10 

36  4 

1 94 

From  Greenock  -----  292-36 

3 

4 

- 

0-76 

4 8 

62  8 

24  2 

1 2>- 

From  London  -----  1.50-03 

4 

- 11 

0-17 

5 3 

33  4 

4 10 

- 2?3 

5 

9 

2 

1-58 

5 4 

CO 

53  6 

2 SVj 

. , Station 

6 

3 

9 

0-65 

5 9 

47  3 

18  9 

- lU 

Average  Rate. 

7 

7 

8 

1-28 

6 2 

65  8 

39  6 

1 1]|3 

From  London  (150-03  miles)  - 26  s.  7-66 d. 

8 

4 

- 

0-63 

6 4 

46  3 

17  9 

- m] 

,,  Greenock  (292-36  miles)  - 26  s.  6-67d. 

9 

3 

9 

0'55 

6 7 

43  6 

15  9 

0 9 
" "'iiS 

10 

4 

1 

0-54 

7 11 

43  6 

15  - 

- 9 

Average  Station  to  Station  Mileage  Rate. 

11 

4 

4 

0-56 

7 8 

44  5 

15  11 

- 

From  London  - - - - 2-13  cL 

12 

5 

2 

0-63 

6 10 

39  10 

17  2 

- lOfs 

„ Greene  ck  -----  1'09  d. 

13 

5 

3 

0-60 

6 9 

40  1 

17  6 

- 10? 

14 

- 

1 

0-01 

10  3 

28  9 

- 3 

a 

25 

15 

4 

7 

0-40 

9 1 

34  - 

11  4 

- 6^3 

16 

4 

1 

0-41 

7 11 

31  10 

10  10 

- H 

\ 

17 

4 

8 

0-46 

9 - 

34  4 

11  8 

- 7 

18 

4 

4 

0-41 

9 4 

34  3 

11  7 

- 6^! 

19 

5 

- 

0-47 

9 6 

34  7 

11  11 

- 7A 

20 

2 

2 

0-20 

9 10 

30  1 

7 5 

- 4, >-3 

21 

2 

5 

0-21 

12  11 

30  11 

4 11 

- 2ia 

22 

1 

2 

010 

13  4 

28  2 

2 2 

13 

23 

3 

7 

0-30 

13  5 

32  11 

6 11 

- 43 

24 

- 

1 

0-01 

14  5 

24  6 

- 1 

— — 1 

23 

25 

- 

1 

0-01 

14  6 

24  5 

- 1 

26 

* - 

1 

*0'01 

14  7 

23  11 

•-  6 

* - 

4 

27 

*1 

11 

•0-12 

16  5 

18  6 

•2  6 

* - 11 
■^2 

28 

• — 

3i 

•0-02 

15  7J 

18  10 

»-  6 

29 

*1 

5 

*0-09 

17  7 

19  1 

•1  11 

30 

10 

11 

0-56 

12  9 

23  5 

10  9 

- 

31 

*1 

71 

*0-08 

18  7| 

17  7 

*1  9 

1-'- 

32 

9 

4 

0-46 

17  8 

24  4 

8 4 

- 5 

Note. 

33 

7 

7 

0-36 

19  5 

22  1 

18  3 

6 1 

- 

* These  rates  are  slightly  in  favour  of  London, 
the  bulk  of  sugar  being  conveyed  to  these  towns 

34 

7 

3 

0-33 

16  5 

5 7 

“ ^ 

by  water. 

35 

6 

- 

0-27 

17  8 

18  1 

4 7 

- 2f 

In  these  calculations  4 s.  are  allowed  for 

36 

6 

1 

0-27 

13  5 

13  7 

4 3 

- 241 

terminal  charges  on  sugar  from  Greenock,  i.e. 

37 

4 

10 

0-21 

18  10 

17  - 

3 6 

9 1 

2 s.  at  the  collecting,  and  2 s.  at  the  delivering. 

^T3 

terminus  ; and  8 s.  from  London,  viz.,  6 s.  for 
London  termina  1 charges,  and  2 s.  for  delivering 

38 

•2 

•014 

19  8J^ 

19  5 

•3  3 

39 

10 

10 

0‘55 

12  10 

23  6 

10  10 

- 64 

terminal  charges. 

0.54. 
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Appendix,  No.  45. 


PAPER  handed  in  by  the  Chairman. 


Letter  from  Mr.  Arthur  Haliburton  to  the  Chairman  of  the  Committee. 

Sir,  ’ War  Office,  27  May  1880. 

I FIND  that  my  evidence  when  in  print,  and  unaccompanied  by  the  conversation  which 
attended  the  questions  and  answers,  scarcely  conveys  what  I wished  to  submit  to  the 
Committee.  Our  point  is  very  simple.  We  have,  by  law,  a rate  for  carriage  of  all 
stores  when  the  assistance  of  the  military  is  given  in  loading  and  unloading.  We  wish 
to  have  that  rate  always  applied,  paying  extra  for  loading  and  unloading  when  the 
military  do  not  assist  in  loading,  &c. 

I did  not  complain  that  the  railways  make  excessive  charges  for  terminals  when  the 
military  do  not  assist  ; 1 tried  to  explain  that  they  then  charge  a different  rate  for 
carriage. 

We  thus  have  two  rates  for  the  carriage  of  the  same  goods,  instead  of  one  rate.  This 
is  very  inconvenient  to  us,  and  we  should  be  glad  to  have  a uniform  system  substituted. 

I am  led  to  believe  that  I did  not  make  this  quite  clear  from  conversations  I have 
since  had  with  railway  authorities. 

I have,  &c. 

Arthur  L.  Haliburton, 

The  Hon.  Evelyn  Ashley,  M.P.  Director  of  Supplies  and  Transport. 


Appendix,  No.  46. 


PAPERS  handed  in  by  the  Chair nian. 


Letter  from  Mr.  Heathfield. 


Lion  Galvanizing  Works,  Birmingham  Heath,  Birmingham, 
Sir,  24  June  1881. 

T SEE,  on  returning  here,  that  I made  a clerical  error  in  one  portion  of  my  evidence 
yesterday,  as  to  the  route  by  which  some  girders  were  sent  from  Antwerp.  I stated  that 
they  came  via  Hartlepool,  and  Mr.  Lowther  thought  I was  wrong,  and  that  they  must 
have  come  via  Grimsby.  On  looking  at  the  duplicate  bill  of  lading  I find  that  he  was 
correct,  and  that  our  clerk  made  an  error  in  giving  me  the  memorandum  as  coming  via 
Hartlepool.  Kindly,  therefore,  rectify  this  portion  of  my  evidence.  The  rate  from 
Antwerp  via  Grimsby  to  Birmingham  is  exactly  the  same  as  I said  it  was  via  Hartlepool. 
The  rate  back  to  Grimsby  for  the  same  girders,  without  any  sea  freight,  is  14  s.  2 d.  per 
ton,  if  declared  undamageable,  and  16  s.  8 rf.  per  ton  if  consigned  at  Company’s  risk,  in 
both  cases  carted  and  delivered  off  and  on  the  Canal  only.  The  agent  here  is  uncertain 
what  the  extra  is  for  cartage  of  the  girders  in  question,  but  he  thinks  it  is  3 s.  4 d.  per 
ton,  and  assuming  this  to  be  the  case,  the  rates  for  these  girders  carted  at  both  ends 
would  be  17  s.  6 (/.  per  ton  if  undamageable,  and  20  s.  if  at  Company’s  risk.  In  any  case, 
even  if  you  had  no  cartage  at  all,  and  take  the  lowest  rate  of  14  s.  2 d.,  you  will  see  that 
2 s.  6 J.  per  ton  would  not  pay  the  sea  freight  from  Antwerp,  and  give  Messrs.  Tutcliffe 
their  commission. 

I am  sorry  that  the  error  arose,  and  oddly  enough  this  is,  I believe,  the  only  case  in 
which  1 had  not  ivith  me  documentary  evidence  in  proof  of  the  statements  I made. 

I am,  &c. 

Richd.  Heathjiehi. 


P.S. — I should  add  that  the  girders  we  had  from  Antwerp  were  carted  to  our  works, 
and  therefore  cartage  should  be  added  to  14  s.  2 d. 

^ R.  H. 


Letter  from  Elliott’s  Metal  Company  to  the  Chairman  of  the  Committee. 

Selly  Oak  Works,  near  Birmingham, 
Sir,  20  June  1881. 

Referring  to  the  rates  now  charged  to  us  by  the  several  Railway  Companies  upon 
our  goods,  we  remark  : 

1st.  That  the  facts  following  apply  not  only  to  our  own  case  but  to  that  of  many  others 
engaged  in  our  own  and  similar  manufactures. 

2nd.  That 
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2nd.  That  we  receive  and  deliver  by  rail  during  the  year  many  thousands  of  tons  of 
copper  and  other  metals,  and  we  also  receive  large  quantities  of  coal  and  other  materials 
used  in  our  manufacture. 

3rd.  That  from  our  central  position,  the  rates  to  all  shipping  ports  are  very  onerous, 
and  are  the  more  so  in  consequence  of  having  to  be  borne  twice  over,  namely,  on  imports 
and  exports. 

4th.  The  double  cost  of  railway  transit  we  calculate  at  about  37  s.  per  ton,  or  equal  to 
about  3^  per  cent,  on  the  average  value  of  our  productions,  which  practically  makes  it 
impossible  to  compete  with  manufacturers  more  favourably  situated.  We  are  of  opinion 
that  a considerable  reduction  in  the  railway  rates  each  way  would  greatly  increase  the 
traffic,  and  in  the  end  benefit  the  railways,  as  without  it,  no  long  time  can  elapse  before 
we  are  driven  by  competition  to  abandon  the  heavy  part  of  our  business,  or  carry  it  on 
near  a shipping  port. 

5th.  We  complain  also  of  the  classification  of  our  goods,  as  we  cannot  see  any  reason  or 
justice  why,  for  instance,  brass  should  be  charged  a higher  rate  than  yellow  metal,  the 
value  of  them  being  about  the  same ; nor  can  we  see  why  brass  wire  in  casks  to  London 
should  be  charged  34  s.  2 d.  per  ton,  wliilst  metal  in  casks,  such  as  metal  nails,  &c., 
would  pay  only  20  s.  per  ton,  and  so  on  in  the  following  among  numerous  other  cases : 


- 

Place. 

Metal  in 

Casks. 

Wire  in 

Casks. 

s. 

d. 

s. 

d. 

London  - 

- 

- 

- 

20 

- 

34 

2 

Newcastle 

- 

- 

- 

29 

2 

45 

~ 

Glasgow 

- 

- 

- 

29 

4 

50 

- 

Aberdeen 

- 

- 

- 

40 

- 

65 

- 

Bristol  - 

- • - 

- 

- 

11 

10 

22 

6 

Liverpool 

- 

- 

- 

16 

- 

24 

2 

Sheffield 

- 

- 

- 

20 

- 

30 

- 

6th.  We  submit  that,  as  the  railway  rates  from  ship  in  Liverpool  direct  to  ship  in 
London  are,  for  wire  25  s.  per  ton,  copper  22  s.  6 d.  per  ton,  we  cannot  fairly  be  com- 
pelled to  pay  from  Birmingham  to  London  for  wire  34  s.  2 d.  per  ton,  and  for  copper  the 
same  rate  of  22  s.  6 d.,  being  in  the  case  of  wire  9 s.  2d.  per  ton  more  for  only  about  half 
the  distance. 

7th.  With  reference  to  imports  we  quote  the  following  rates  : 


Place. 

Copper. 

Spelter. 

s. 

d. 

s.  d. 

London  - - - 

- 

- 

22 

6 

12  6 

Liverpool 

- 

- 

18 

- 

14  2 

Hull 

- 

- 

20 

10 

12  6 

Swansea  - - - 

- 

- 

16 

8 

9 2 

and  remark  that  copper  conies  to  us  in  a form  undamageable  and  weighty,  making  loss 
impossible,  whilst  spelter  is  frequently  lost  and  broken,  and  often  the  subject  of  claim. 

8th,  We  submit  also  that  as  in  the  case  of  metals  in  which  our  greatest  competition 
occurs,  the  shipments  are  made  in  lots  of  25  and  50  tons  each,  packed  in  cases  most 
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convenient  for  the  Raihvay  Companies,  and  never  the  subject  of  claim,  we  may  fairly  ask 
for  such  a reduction  in  rates  as  will  enable  us  to  carry  on  so  important  a business 
without  loss. 

We  are,  &c. 

Pro  Elliott’s  Metal  Company  (Limited), 

Henry  W,  Elliott. 


Accompanying  this,  we  submit  a list  of  some  of  the  principal  rates  we  pay. 


Rates  referred  to. 


Miles 

from 

Birming- 

ham. 

Sheathing, 

Manufac- 

tured 

Copper  and 

Wire  and 

Chili 

Spsltcr* 

Ore 

Bolts,  Nails. 

Locomotive 

Tubes. 

Gas  Tubes. 

Bars 

s. 

d. 

d. 

s. 

d. 

s. 

d. 

d. 

s.  d. 

d. 

s.  d. 

d. 

8.  d. 

d. 

Aberdeen  - 

- 

- 

437 

40 

- 

i-og 

49 

2 

65 

- 

- 

- 

- 

- 

- 

- 

- 

Dundee 

- 

- 

347 

36 

8 

- 

46 

8 

60 

- 

2-oy 

- 

- 

- 

- 

- 

- 

Greenock  - 

- 

- 

300 

29 

4 

- 

38 

4 

50 

- 

2-00 

- 

- 

- 

- 

- 

- 

Edinburgh  - 

- 

- 

297 

34 

2 

i-38 

41 

8 

55 

- 

- 

- 

- 

- 

- 

- 

- 

Glasgow 

- 

- 

286 

29 

4 

i‘23 

38 

4 

50 

- 

- 

- 

- 

- 

- 

- 

- 

Plymouth  - 

- 

- 

222 

28 

4 

1-50 

35 

- 

48 

4 

2-6o 

- 

- 

- 

- 

- 

- 

Newcastle  - 

- 

- 

215 

29 

2 

- 

35 

- 

45 

- 

- 

- 

- 

- 

- 

- 

- 

Portsmouth 

- 

- 

162 

31 

8 

33 

4 

48 

4 

3-58 

- 

- 

- 

- 

- 

- 

Swansea 

- 

- 

156 

18 

4 

i-!fi 

- 

- 

- 

16  8 

9 2 

070 

10 10 

o8a 

Southampton 

- 

- 

139 

20 

- 

- 

31 

8 

- 

- 

- 

- 

- 

- 

- 

- 

Dock  use 

- 

- 

- 

26 

8 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Hull  - 

- 

134 

20 

10 

1-S6 

25 

- 

32 

6 

- 

- 

- 

12  6 

112 

- 

- 

Leeds 

- 

- 

115 

23 

4 

- 

26 

8 

33 

4 

- 

- 

- 

- 

- 

- 

- 

London 

- 

- 

113 

20 

- 

2-12 

28 

4 

34 

2 

3-62 

22  6 

2-38 

12  6 

1-32 

- 

- 

Cardiff 

- 

- 

109 

16 

- 

- 

21 

8 

26 

8 

- 

- 

- 

- 

- 

- 

- 

Newport 

- 

- 

101 

16 

8 

- 

21 

8 

25 

- 

- 

- 

- 

- 

- 

- 

- 

Liverpool  - 

- 

- 

97 

16 

- 

i-g8 

20 

10 

24 

2 

3-00 

18  - 

0^00 

- 

- 

11  8 

i-j,7f 

Bristol 

- 

- 

94 

11 

10 

rsi 

17 

6 

22 

6 

- 

- 

- 

- 

- 

- 

- 

^lanchester 

- 

- 

85 

16 

8 

- 

20 

10 

24 

2 

- 

- 

- 

- 

- 

- 

- 

Sheffield 

- 

- 

79 

20 

- 

504 

23 

4 

30 

- 

4-55 

- 

- 

- 

- 

- 

- 

Gloucester  - 

- 

- 

56 

8 

4 

i-78 

10 

- 

12 

6 

2-68 

- 

- 

- 

- 

- 

- 

Wolverhampton 

- 

- 

12 

8 

4 

S-33 

9 

2 

11 

8 

11-66 

- 

- 

- 

- 

- 

- 

Derby 

- 

- 

42 

12 

6 

3-57 

15 

10 

18 

4 

500 

- 

- 

- 

- 

The  figures  in  italic  give  the  rate  in  pence  per  ton  per  mile. 


The  “ wire 

” rate  to  Wolverhampton 

is  40  per  cent. 

more  than  the 

“ metal 

Ditto 

Leeds 

„ 43  per  cent. 

- ditto  - 

ditto. 

Ditto 

- - Liverpool 

„ 60  per  cent. 

- ditto  - 

ditto. 

Ditto 

London  - 

„ 70  per  cent. 

- ditto  - 

ditto. 

Ditto 

Bristol  - 

„ 90  per  cent. 

- ditto  - 

ditto. 

Pro  Elliott’s  Metal  Company  (Limited), 

Hcnrrj  JV.  Elliott. 


The  Hon.  Evelyn  Ashley, 

Chairman  of  the  Committee  on  Railway  Rates. 
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Memorial  of  the  Executive  Committee  of  the  Chemists  and  Druggists’  Trade 

Association  of  Great  Britain. 


To  the  Honourable  Evelyn  Ashley,  m.p..  Chairman  of  the  Select  Committee  appointed 
by  the  House  of  Commons  to  consider  Railway  Rates. 

The  Memorial  of  the  Executive  Committee  of  the  Chemists  and  Druggists’ 
Trade  Association  of  Great  Britain, 

Respectfully  showeth — 

That  your  memorialists  represent  upAvards  of  4,000  pharmaceutical  chemists  and 
registered  chemists  and  druggists  trading  in  Great  Britain. 

That  the  introduction  by  the  Railway  Companies  some  fcAV  years  since  on  the  English 
and  Welsh  lines  of  a special  scale  of  charges  for  the  conveyance  of  consignments  of  goods 
not  exceeding  500  lbs.  in  Aveight  imposed  a great  hardship  on  all  traders  Avho,  as  is  the 
case  Avith  your  memorialists,  frequently  require  small  cousignments  of  goods  conveyed  by 
rail  from  large  centres  of  trade  to  the  toAvns  in  Avhich  they  carry  on  their  businesses  : — ■ 

Exempli  gratia. — The  drug  rate  from  London  to  Birmingham  is  40  s.  per  ton,  and  the 
carriage  of  a parcel  of  drugs  dispatched  from  London  to  Birmingham  Avelghing  2 cwt. 
and  2 lbs.  Avould,  if  charged  at  that  rate,  amount  to  rather  less  than  4 s.  0|  d.,  but  by  the 
special  scale  above  referred  to  the  actual  amount  charged  for  such  a parcel  is  4 s.  9 d.  On 
the  40  s.  rate,  the  excess  charge  improved  by  the  special  scale  amounts  to  6 d.  per 
package  above  the  actual  rate,  if  calculated  at  40  s.  per  ton,  and  in  many  instances  the 
excess  Is  greater  as  the  scale  progresses  by  14  lbs.  only,  all  consignments  over  1 cwt. 
being  charged  as  1 cwt.  14  lbs.,  over  2 cwt.  as  2 CAvt.  14  lbs„  &c. 

Your  memorialists  therefore  pray  that  your  Committee  Avill  bring  this  matter 
under  the  notice  of  the  House  of  Commons,  Avith  a view,  if  possible,  tc>  some 
alterations  favourable  to  the  interests  of  your  memorialists  being  made  in  the 
said  scale  rate. 

Signed  on  behalf  of  the  Executive  Committee  of  the  said  Association, 

Thomas  Barclay,  Presidenr. 
W.  F.  Hay  don,  Secretary. 


Office  of  the  Association, 

23,  Burlington  Chambers,  NeAV-street,  Birmingham, 
25  June  1881. 


0.54. 
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PAPER  handed  in  by  Mr.  Willson. 
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Eemarks  on  Grain  Bates,  Tables  1,  2,  3. 


Terminals  are  not  deducted  from  any  rates  in  these  Tables,  but  as  some  of  the  grain 
rates  to  Birmingham  include  delivery  to  premises  on  the  canals,  I deduct  1 s.  per  ton, 
which  is  the  allowance  made  by  the  Railway  Companies  to  those  who  removed  their  own 
grain,  so  as  to  bring  those  to  station  rates. 

In  the  Burton-on-Trent  Tables  I show  what  is  the  rate  per  actual  ton  of  2,240  lbs.  for 
malt  and  barley  as  compared  with  the  computed  ton  of  6 qrs.  of  barley  and  8 qrs.  of 
malt,  which  may  be  taken  as  about  24  cwt. 

The  last  column  on  the  Birmingham  side  shows  the  rate  per  ton  paid  there  in  excess  of 
what  the  rate  would  be  if  calculated  on  same  terms  as  barley  and  malt  to  Burton-on- 
Trent. 

The  rates  for  imported  grain  are  all  on  a lower  scale  than  the  rates  on  British  grown 
grain. 


Table  1. 

The  distances  shown  are  the  nearest  from  point  to  point  ascertainable,  but  the  difficulty 
in  obtaining  real  distances  is  very  great.  In  many  instances  they  are  not  in  the  rate 
books  at  all,  and  in  others  that  Company’s  route,  no  matter  how  circuitous,  is  the  only 
one  given,  though  the  rate  is  based  on  a much  shorter  distance. 

It  is  worthy  of  observation  that  barley  forms  rather  less  than  one-tenth  of  the  total 
number  of  quarters  of  all  kinds  of  grain  imported,  of  which  I have  particulars  for  the  year 
ending  31st  August  1880. 


Table  2 

Comprises  country  stations  chiefly  on  the  London  and  North  Western  and  Midland 
systems,  and  may  be  taken  as  fair  examples  of  a very  large  number  not  being  specially 
selected,  save  that  they  are  stations  whence  a good  deal  of  grain  comes  to  Birmingham, 
and  also  represent  barley  districts. 


Table  3. 

The  distances  are  reliable,  having  been  furnished  by  the  Great  Western  Railway  Com- 
pany, and  the  rates  to  Birmingham  and  to  Burton-on-Trent  are  on  a very  nearly  equal 
basis,  save  where,  as  the  Great  Western  Railway  tell  us,  they  are  compelled  by  competi- 
tion with  the  Midland  Railway  Company,  and  also,  as  at  Banbury  and  Oxford,  with  the 
London  and  North  Western  Railway  Company,  to  carry  at  computed  weight. 
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APPENDIX  TO  KEPORT  FROM  THE 


Appendix,  No.  48. 


PAPER  handed  in  by  Mr.  11  ay  don.  - 


Rates  for  Undamageable  Iron,  in  Lots  of  Two  Tons  and  upwards. 


FAVOURABLE  RATES. 

UNFAVOURABLE  RATES. 

- 

— 

To 

Distance 

of 

Miles. 

Rate  for 
Two-ton  Lots. 

Per  Ton. 

1st  Class 
Rate. 

Per  Ton. 

To 

Distance 

of 

Miles. 

s.  J. 

Liverpool 

- 

- 

- 

97 

1 

A 

Harwich  - - - . 

167 

14  2 

22  6 

Warrington  - 

78 

2 

B 

Swansea  .... 

144 

10  - 

13  4 

Lincoln 

. 

. 

92 

3 

D 

Glasgow  . - - - 

286 

20  - 

31  8 

Derby  - 

. 

- 

- 

42 

4 

E 

Dublin  . . - - 

222 

13  10 

30  - 

Ipswich 

- 

- 

- 

157 

5 

F 

New’port  (Mon.) 

103 

8 4 

16  8 

Leeds  - 

- 

• 

- 

115 

6 

G 

Cardiif  . - - . 

109 

8 4 

16  8 

Peterborough 

- 

- 

- 

96 

7 

The  rates  for  two-ton  lots  to  Harwich,  Swansea,  Glasgow’,  Dublin,  Newport, 

and  Cardiif,  include  collection,  but  not  delivery. 

Lancaster 

- 

- 

- 

127 

8 

The  rates  for  Undamageable  Iron  and  Iron  at  1st  Class  Rate, 

“ for  export 

only.”  to  Newcastle-on-Tyne,  Gateshead,  Shields,  and 

Sunderl  and. 

are  14  s.  2 rf. 

per  ton  and  20  s.  per  ton  respectively 

Could  not  the  rates  for  the  towns  be 

Sheffield 

" 

- 

79 

9 

made  the  same  ? 

The  rates  for  two-ton  lots  to  Liverpool,  Warrington,  Lincoln, 

and  Derby, 

include  collection,  but  not  delivery. 

Chesterfield  - 

- 

- 

65 

10 

The  rates  for  two-ton  lots  to  the  remaining  places  are  station  to  station  only. 

Doncaster 

- 

■ 

• 

96 

11 

N.B.- 

-Distances  on  both  sides  calculated  from  Birmingham. 

York  - 

- 

- 

- 

130 

12 

/ 

N ewcastle-on-Ty  ne 

• 

- 

215 

13 

. 

Gateshead 

- 

- 

- 

— 

14 

Shields 

- 

- 

- 

- 

15 

[ 

Sunderland  - 

- 

- 

- 

— 

16 

Collected  and  Delivered 

- 

- 

- 

London 

- 

- 

- 

113 

17 
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Appendix,  No.  48. 


- PAPER  handed  in  by  Mr.  Ilaydon. 


from  Bloomfield  Basin,  Tipton,  Spon  Lane,  and  Smethwick. 


UNFAVOURABLE  RATES. 


0.54, 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  49. 


PAPER  handed  in  by  the  Chairman. 


TABLES  of  Rates  prepared  by  Mr.  T,  fV,  Holland,  of  the  Firm  of  Hunts,  Edmunds, 
§’  Co,,  Brewers,  Banbury,  to  show  that  Burton,  Wolverhampton,  and  Birmingham, 
and  other  Places,  are  favoured  as  against  Banbury. 


Great  Western  Railway  Company’s  Rates  for  Merchandise. 


Fi’om 

To 

Mileage. 

1st 

Class. 

2nd 

Class. 

3rd 

Class. 

s. 

d. 

s. 

d. 

s. 

d 

Wolverhampton 

. 

- 

Ba  th 

. 

145 

20 

23 

4 

28 

4 

Birmingham 

- 

- 

- ditto 

- 

. 

- 

. 

131 

16 

8 

20 

■ ^ 

25 

* 

Banbury  - 

- 

- 

- ditto 

- 

- 

- 

- 

87 

18 

4 

22 

6 

28 

4 

Wolverhampton 

Bristol 

; 

156 

17 

6 

20 

25 

Birmingham 

- 

- 

- ditto 

- 

- 

- 

. 

142 

14 

2 

17 

6 

22 

6 

Banbury  - 

- 

- 

- ditto 

- 

- 

- 

- 

98 

18 

4 

23 

4 

28 

4 

Wolverhampton 

• 

Bridgwater 

. 

189 

24 

2 

30 

36 

8 

Birmingliam 

- 

- 

- ditto 

. 

- 

- 

- 

175 

21 

8 

26 

8 

33 

4 

Banbury  - 

- 

- 

- ditto 

- 

- 

- 

- 

131 

25 

- 

30 

- 

37 

6 

Wolverhampton 

. 

- 

Dorchester 

• 

200 

28 

4 

34 

2 

43 

4 

Birmingham 

- 

- 

- ditto 

- 

. 

- 

. 

186 

26 

8 

31 

8 

40 

- 

Banbury  - 

- 

- 

- ditto 

- 

- 

- 

- 

142 

25 

- 

31 

8 

40 

- 

Wolverhampton 

. 

- 

Exeter 

. 

• 

« 

232 

28 

4 

34 

2 

41 

8 

Birmingham 

- 

- 

- ditto 

- 

- 

- 

218 

26 

8 

31 

8 

38 

4 

Banbury  - 

- 

- 

- ditto 

- 

- 

- 

- 

174 

29 

2 

34 

2 

43 

4 

Wolverhampton 

. 

London 

136 

25 

10 

30 

10 

36 

8 

Birmingham 

- 

- 

- ditto 

- 

- 

- 

. 

122 

22 

6 

28 

4 

34 

2 

Banbury  - 

- 

- 

- ditto 

- 

- 

- 

- 

78 

20 

- 

24 

2 

29 

2 

Wolverhampton 

. 

Taunton 

201 

25 

30 

10 

38 

4 

Birmingham 

- 

- 

- ditto 

- 

- 

- 

- 

187 

23 

4 

28 

4 

35 

- 

Banbury  - 

- 

- 

- ditto 

- 

- 

- 

- 

143 

27 

6 

32 

6 

41 

8 

Wolverhampton 

. 

. 

Yeovil 

• 

. 

• 

- 

179 

26 

8 

32 

6 

40 

- 

Birmingham 

- 

- 

- ditto 

- 

- 

■ 

- 

165 

25 

- 

30 

- 

36 

8 

Banbury  - 

• 

- 

- ditto 

- 

• 

“ 

- 

121 

23 

4 

29 

2 

36 

8 

Great  Western  Railway  Company’s  Rates  for  Coal. 


s.  d. 

South  Staffordshire 

Banbury  - - - - 

5 2 

Ditto  ...  - 

Cropredy  - 3 miles  less  - 

4 3 

Ditto  - - . . 

Aynho  - 6 miles  more  - 

5 1 

N.B  — The  Coal  rate  to  October  1871  was  3 «.  11  rf. 

It  was  advanced  6 d.  per  ton  up  to  tlie  end  of  1871. 

In  1872  there  were  two  advances  of  3 </.  and  Qd.  It  was  alleged  that  these  advances 
were  made  owing  to  the  high  price  of  locomotive  fuel.  Since  then  the  price  of  fuel  has 
returned  to  normal  figures,  but  all  attempts  to  obtain  reduced  rates  of  carriage  have  been 
ineffectual. 
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Great  Western  Railway  Rates  for  Beer. 


From 

To 

Mileage. 

Net  Cost 

Per  Barrel. 

s*  d. 

Burton 

- 

- 

- 

- 

Hatton 

- 

- 

- 

52 

1 11 

Banbury 

- 

- 

- 

- 

ditto  • 

' 

- 

- 

2C 

2 — 

Burton 

. 

• 

. 

. 

Leaminj^ton  - 

- 

- 

- 

43.J 

1 11 

Banbury 

- 

- 

- 

- 

- ditto 

- 

- 

- 

20 

' 2 — 

Burton 

. 

. 

. 

- 

Knowle 

- 

- 

45.J 

2 - 

Banbury 

- 

- 

- 

- 

ditto  - 

- 

- 

- 

33 

2 3 

Burton 

. 

- 

. 

Pershore 

. 

- 

- 

G6 

2 — 

Banbury 

- 

- 

- 

- 

- ditto 

- 

- 

- 

55 

3 - 

Burton 

. 

- 

. 

- 

Solihull 

- 

- 

- 

42 

2 — 

Banbury 

- 

- 

- 

- 

ditto 

- 

- 

- 

36 

2 3 

Burton 

. 

. 

- 

- 

Bearley 

- 

- 

- 

57 

2 8 

Banbury 

- 

- 

- 

- 

ditto 

- 

- 

- 

31 

2 8 

Burton 

. 

. 

- 

. 

Oxford 

. 

• 

- 

94 

2 8 

Banbury 

- 

- 

- 

- 

ditto 

- 

- 

- 

22 

2 — 

Burton 

. 

- 

- 

Soutbam-road 

- 

- 

. 

59 

2 - 

Banbury 

• 

*• 

• 

Warwick 

• 

• 

• 

'22 

2 - 

London  and  North  Western  Railway  Rates  for  Beer. 


From 

To 

Mileage. 

Net  Cost 
per  Barrel. 

Burton 

Stafford 

N 

24 

s. 

1 

d. 

4 

Banbury. 

- 

- 

- 

Bliswortb  - 

- 

- 

- 

20 

2 

8 

Burton 

. 

. 

- 

Hinckley 

. 

. 

36 

1 

4 

Banbury 

- 

- 

- 

Wolverton  - 

- 

- 

- 

36 

3 

- 

Burton 

. 

• 

- 

Leicester 

. 

50 

1 

5 

Banbury 

- 

- 

- 

Rugby 

- 

- 

- 

45 

3 

- 

Burton 

. 

. 

- 

Northampton 

. 

- 

71 

2 

— 

Banbury 

- 

- 

- 

Alherstone  - 

- 

- 

- 

59 

3 

11 

Burton 

- 

- 

- 

Market  Hat  borough 

- 

- 

. 64  J 

1 

6 

Banbury 

- 

- 

- 

Syston 

- 

- 

- 

59 

4 

- 

Burton 

- 

- 

- 

Bletchley 

- 

- 

- 

82 

2 

4 

Banbury 

- 

- 

- 

London 

- 

- 

- 

78 

4 

- 

Burton 

• 

- 

. 

Buckingham 

. 

- 

97 

2 

6 

Banbury 

- 

- 

- 

Stafford 

- 

- 

- 

90 

5 

- 

Burton 

- 

. 

- 

Worcester  - 

. 

68 

1 

11 

Banbury 

• 

- 

- 

Atherstone  - 

- 

- 

- 

59 

3 

1 1 

Burton 

- 

- 

- 

London 

. 

. 

- 

127 

3 

2 

Banbury 

- 

- 

- 

- ditto 

- 

- 

- 

78 

4 

- 

Burton 

. 

• 

Bletchley 

. 

- 

82 

2 

4 

Banbury 

- 

- 

- 

- ditto 

- 

- 

- 

31 

2 

3 

Burton 

. 

Bicester 

- 

* 

- 

102 

2 

10 

Banbury 

- 

• 

- ditto 

' “ 

31 

3 

— 

From 

To 

_ 

Mileage. 

Price  per  Ton, 
C.  and  D. 

s.  d. 

London 

. 

- 

Burton 

127 

Hop 

s 

- 

- 

25  3 

Ditto 

- 

- 

ditto 

. 

127 

Grain 

- 

- 

12  6 

Ditto 

- 

- 

ditto 

. 

127 

Sugar 

- 

- 

21  8 

London 

- 

. 

Banbury 

78 

Hops 

- 

29  2 

Ditto 

- 

- 

ditto 

_ 

78 

Grain 

- 

13  4 

Ditto 

• 

• 

ditto 

... 

78 

Sugar 

• 

“ 

18  4 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  50. 


PAPER  handed  in  by  the  Chairman. 


Letter  from  Mr.  Charles  Markham  to  the  Chaii’man  of  the  Committee. 

Staveley  Coal  and  Iron  Company,  Limited, 

Sir,  Staveley  Works,  near  .Chesterfield,  30  June  1881. 

Having  been  for  many  years  an  advocate  of  the  Railway  Commission,  and  for  giving 
them  increased  and  extended  powers,  I venture  to  offer  an  independent  opinion  upon  the 
subject  that  your  Committee  have  been  appointed  to  report  upon. 

I have  been  connected  with  the  railway  system  for  upwards  of  35  years.  For  15  years 
I was  assistant  locomotive  engineer  on  the  Midland  Railway.  Since  1864  I have  been 
the  managing  director  of  the  Staveley  Coal  and  Iron  Company,  Limited,  and  am  at  the 
present  time  a director  of  the  Park  Gate  Company  in  Yorkshire,  the  Tredegar  Company 
in  Wales,  the  Newstead  Colliery  in  Nottinghamshire,  and  the  East  Cannock  Company  in 
Staftbrdshire  ; besides  having  a pecuniary  interest  in  several  other  coal  and  iron  comjianies 
in  different  parts  of  the  country. 

I am  of  opinion  that  the  Hailway  Commission  is  one  of  the  most  admirable  tribunals  that 
has  ever  been  established  in  this  country,  as  it  is  based  on  the  principle  of  judges  and 

jui-y. 

I have  reason  to  believe  that  the  animosity  shown  by  the  railway  companies  to  the 
Railway  Commission  is  in  a great  measure  due  to  a ant  of  confidence  in  the  legal 
members  of  the  Commission.  I would  therefore  strongly  recommend  that  one  of  the  most 
eminent  judges  should  be  selected  to  fulfil  the  duty  of  Chairman  of  the  Commission. 

I am  clearly  of  opinion  that  the  decisions  of  the  Railway  Commissioners  should  be  final, 
and  that  no  appeals  should  be  allowed,  as  otherwise  the  utility  of  the  Commission  would 
be  in  a great  measure  destroyed  by  the  appeals  of  the  railway  companies,  as  individuals 
would  generally  rather  sufier  injustice  than  bear  the  cost  of  appeals. 

If  the  decisions  of  the  Commission  were  inconsistent  with  equity  the  law  should  be 
altered  and  amended  from  time  to  time. 

It  is,  I think,  desirable  that  every  railway  company  should  be  compelled  to  consolidate 
their  Acts,  so  that  the  trading  community  might  be  enabled  to  understand  them,  and 
when  additional  powers  are  granted  to  railway  companies  all  their  previous  Acts  should  be 
repealed,  and  all  their  powers  consolidated  and  contained  in  one  general  Act. 

It  is,  1 think,  highly  desirable  that  the  Railway  Commissioners  should  have  power  to 
compel  railway  companies  to  abolish  the  toll  bars  which  are  frequently  set  up  at  the 
junctions  with  the  different  companies’  lines,  and  that  through  rates  should  be  given  from 
one  railway  comj)any  to  another  upon  the  same  terms  and  conditions  as  if  the  traffic  was 
carried  on  one  railway. 

Railway  companies  are  frequently  unwilling  to  agree  to  special  through  rates,  and  the 
trade  of  the  country  is  subject  to  great  disturbance  from  the  want  of  uniformity  in  through 
rates. 

I am  utterly  opposed  to  equal  mileage  rates,  and  I think  the  policy  of  railway 
companies  in  conveying  traffic  to  various  parts  of  the  country,  and  bringing  it  into 
competition,  has  been  of  great  public  advantage. 

I believe  the  fairest  and  most  equitable  mode  for  the  conveyance  of  coal  and  similar 
heavy  traffic  from  Derbyshire,  Yorkshire,  and  Durham,  would  be  by  a system  of  recog- 
nising the  geographical  position  of  each  colliery  or  district,  and  giving  to  the  collieries 
nearest  the  market  some  advantage  over  those  at  a greater  distance.  This  could  best  be 
accomplished  by  fixing  a fair  uniform  rate  from  the  market  to  the  centre  of  the  coal 
field,  and  applying  that  rate  to  all  the  collieries,  adding  the  working  expenses  to  the 
rate  from  the  nearest  colliery  to  the  most  distant  one.  Under  such  a system  the 
colliery  nearest  to  the  market  would  get  some  advantage,  and  it  tvould  permit  of  a fair 
competition  from  distant  colleries.  Such  a system  would  possess  in  a great  measure  the 
advantages  of  the  grouped  districts,  and  would  also  recognise  the  geographical  position 
and  natural  advantages  of  each  colliery. 

It  is  most  desirable  for  the  Interests  of  the  trade  and  Industry  of  the  country  that 
special  rates  should  be  given  for  the  conveyance  of  material  to  the  sea,  and  if  equal 
mileage  rates  are  insisted  upon  the  result  woukl  be  that  a large  portion  of  the  industry 
of  the  country  would  be  absolutely  destroyed  or  driven  to  the  seaboard. 


The 
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The  existing  rates  from  the  centre  of  the  country  to  the  sea  press  with  great  severity 
upon  the  manufacturing  industries  in  this  locality,  and  with  tlie  severe  competition  that 
now  exists  it  is  almost  impossible  for  inland  manufacturers  to  supply  heavy  material  for 
foreign  parts  except  at  a positive  loss,  and  it  is  to  be  hoped  that  the  railway  companies 
will  comply  with  the  unanimous  request  of  the  traders  of  Sheffield  and  this  locality,  and 
still  further  extend  the  principle  of  granting  special  rates  to  the  sea. 

In  the  early  history  of  the  railway  system  uniform  rates  were  adopted,  but  as  the 
wants  and  requirements  of  the  manufacturing  population  increased  railway  companies 
were  compelled  to  recognise  the  necessity  of  granting  special  rates,  and  these  special 
rates  have  been  sanctioned  and  approved  by  all  the  eminent  and  intelligent  railway 
managers,  and  their  abolition  v/ould  be  most  disastrous  to  the  great  body  of  the 
manufacturing  community  in  the  inland  districts. 

When  a railway  company  carries  the  whole  of  the  traffic  that  may  be  considered  as 
legitimately  connected  with  the  system,  and  a manufacturer  suggests  some  scheme  by 
which  an  increased  traffic  can  be  brouglit  upon  the  railway  by  the  adoption  of  special 
rates,  the  wisdom  of  such  a policy  for  increasing  the  traffic  and  benefiting  the  locality  by 
increased  industry,  has  been  recognised  by  all  intelligent  railway  managers. 

For  the  past  17  years  the  Staveley  Coal  and  Iron  Company  has  received  and  forwarded 
by  railway  considerably  more  than  a million  tons  of  material  per  annum,  and  the  various 
works  of  which  I am  now  a dii-ector  send  and  receive  upwards  of  3,000,000  1.  tons  of 
material  per  annum. 

I have  no  hesitation  in  expressing  my  confident  opinion  that  nearly  the  whole  of  this 
traffic  is  conveyed  very  considerably  below  the  Parliamentary  rates.  It  is,  how- 
ever, not  improbable  that  some  small  per-centage  of  the  traffic  for  stores  and  light 
material  may  be  charged  beyond  the  Pailiamentary  rates,  but  the  proportion  of  such 
overcharges  will,  I believe,  be  extremely  small. 

I willingly  express  my  opinion  that  the  industrial  pursuits  of  this  country  are  lai  gely 
indebted  to  the  railway  com[)anles  for  the  broad  and  comprehensive  view  they  have 
taken  of  the  requirements  of  the  trading  community. 

It  is  in  my  judgment  the  duty  of  the  railway  companies  to  convey  passengers  and  all 
material  at  the  lowest  possible  rates,  which  will  not  only  be  advantageous  to  their 
customers,  but  in  the' long  run  will  prove  most  beneficial  to  the  interests  of  the  share- 
holders. 

I am,  &c. 

To  the  Hon.  Evelyn  Ashley,  m.p.,  (signed)  Charles  Markham. 

Chairman  of  the  Railway  Committee, 

House  of  Commons. 
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Ajipendix,  No.  51. 


PAPER  handed  in  by  the  Chairman. 


Letter  from  Mr.  Southall  to  the  Chairman  of  the  Committee. 

Sir,  73,  New-street,  Birmingham,  4 July  1881. 

In  returning  the  Minutes  of  Evidence,  I would  respectfully  ask  if  a few  additional  facts 
might  not  be  added.  My  purpose  was  to  show  that  from  such  places  as  Yarmouth  and 
Lowestoff,  Tenby  and  Pwllheli,  very  poor  supplies,  instead  of  good,  are  sent;  and,  as  in  the 
case  of  Pwllheli,  because  of  the  high  charges,  it  does  not  pay  to  have  the  heri’ings  at  all. 

While  from  numbers  of  places  in  Scotland  large  quantities  of  fish  are  destroyed  because 
the  rate  of  charges  prevent  them  being  sent  into  market.  And  so  of  numbers  of  places  in 
Ireland,  they  are  to  all  intents  and  purposes  closed  to  our  salesmen,  because,  if  goods  are  sent, 
they  will  make  little,  if  anything  more  than  the  carriage  charged.  I have  numerous  cases 
where  carriage  and  commission  swallowed  most  of  the  money  that  the  goods  made.  Thus, 
from  Inverness,  12  barrels  of  sprats  made  6/.  8 s.  3 J.,  carriage  51.  10s.  6 c?.,  other  expenses 
6 s.  3rf.,  returned  8 s.  6 c?.  Another  case  where,  for  15  barrels  of  sprats,  the  unfortunate 
sender  received  Is.  6rf. 

Wick. 

For  three  barrels  of  cod  and  ling  all  that  was  returned  was  3 s.  8 c?. ; four  barrels,  10  s.  11c?. 

Peterhead. 

Teu  barrels  of  herrings,  though  they  made  3/.  18  s.,  carriage  was  3?.  16  s.  Qd. 

Banff. 

Thirty-two  barrels  of  hei'rings  made  12/.  16s.,  can-iage  and  e.xpenses  11/.  11s.  2d. 

And  the  result  of  all  this  is  that  senders,  having  suffered  loss  once  or  twice,  cease  send- 
ing, and  so  the  trade  of  the  town  is  injured  ; for  on  sheets  of  our  salesmen’s  statements  I 
find  this  remark,  “ Nothing  since;  ” “No  further  consignments.” 

And  then  this  also  deprives  poor  people  of  Avhat  should  be  a cheap  as  well  as  a good  kind 
of  food ; for  I hold  that  if  the  railway  companies  would  carry  at  a reasonable  rate,  there  is 
nothing  to  prevent  an  abundance  of  fish,  &c.,  coming  within  the  means  of  the  poorest  people. 
But  as  it  is,  the  fishermen  are  half-starved,  and  the  working  classes  are  injured,  all  because 
charges  are  so  out  of  proportion  to  the  value  of  the  goods  and  the  truble  taken. 

Yours,  &c. 

Hon.  Evelyn  Ashley.  (signed)  D.  Southall. 


STATEMENT  to  show  the  high  Charges,  and  how  they  affect  the  Sales  and  the  Salesmen; 
from  which  It  will  be  seen  that,  when  the  Market  is  good,  the  Railway  Company  claim 
the  largest  Share  of  the  Money  made,  and,  when  bad,  the  Price  made  will  not  cover  the 
Carriage  charged. 

[These  are  taken  from  the  Books  of  some  of  our  most  respectable  Salesmen.  ] 


WHERE 

FROM. 

Class  of  Guods. 

Price  Made. 

Carriage. 

Salesman’s 
Charges,  &c. 

Net 

Returns. 

REMARKS. 

£. 

s. 

d. 

£. 

8. 

rt. 

£.  s. 

d. 

£. 

d. 

Inverness  - 

- 

- 

1 2 barrels  of  sprats  - 

6 

8 

3 

5 

10 

G 

- G 

3 

- 8 

6 

Ditto 

- 

- 

15 

5 

5 

- 

4 

17 

6 

- 7 

- 

- 1 

6 

Ditto 

- 

- 

10 

5 

- 

9 

4 

8 

9 

- 7 

6 

- 4 

6 

Dundee 

- 

- 

8 

4 

1 

- 

3 

8 

- 

- 9 

- 

1 13 

- 

Good  returns. 

Ditto 

- 

3 

J? 

1 

3 

2 

- 

19 

2 

- 2 

11 

- 1 

1 

Ditto 

- 

- 

10 

herrings 

5 

10 

- 

3 

8 

- 

- 9 

- 

1 13 

- 

Ditto 

- 

- 

2 

cod 

- 

18 

4 

- 

13 

9 

- 1 

4 

- 3 

3 

Nothing  since. 

Peterhead  - 

- 

- 

2 boxes  of  cod 

- 

15 

2 

- 

8 

- 

- 2 

3 

- 4 

5 

Ditto 

- 

- 

10  barrels 

of  salt 

3 

18 

- 

3 

IG 

6 

- 7 

4 

Loss,  4 

2 

No  consignment  since. 

herrings. 

Moneymore 

- 

- 

1 barrel  of 

graylings 

- 

18 

- 

- 

13 

- 

- 1 

- 

- 3 

10 

Ditto 

- 

1 

box  of  eels  - 

4 

3 

5 

- 

11 

9 

- 4 

2 

3 7 

G 

Wick 

- 

- 

5 barrels  of  plaice  - 

3 

3 

10 

1 

16 

- 

- 5 

5 

1 2 

5 

Ditto 

• 

- 

3 

cod 

1 

9 

6 

1 

3 

8 

- 2 

2 

- 3 

8 

Ditto 

- 

- 

4 

2 

10 

5 

1 

IG 

- 

- 3 

6 

- 10 

11 

Leith 

- 

• 

17 

sprats  - 

10 

4 

- 

5 

10 

6 

- 14 

6 

3 19 

“ 

Very  good  return. 

Ditto 

- 

- 

10 

5 

- 

- 

3 

8 

7 

- 7 

6 

1 3 

11 

- - ditto. 

Ditto 

- 

- 

G 

3 

6 

- 

2 

8 

9 

- 5 

- 

- 12 

3 

Ditto 

- 

- 

3 

1 

10 

- 

1 

1 

- 

- 2 

3 

- 6 

9 

Ditto 

- 

- 

10 

4 

- 

- 

3 

- 

- 

- 6 

6 

- 13 

6 

Ditto 

- 

. 

22 

7 

c 

- 

6 

II 

3 

- 13 

- 

- 1 

9 

Is.  Od.  to  pay  the 

sender. 

Newhaven,  N.  B. 

8 

2 

13 

6 

2 

14 

4 

- 4 

9 

Loss,  5 

7 

Carriage  1 0 d.  more 

than  price  paid. 

Tralee 

" 

68  lbs.  of  salmon 

3 

2 

4 

10 

3 

- 3 

II 

2 8 

2 

Carriage,  1 7 s.  per  cwt. 
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Then  while  the  rates  are  very  high  from  Ireland,  from  Cork  it  is  especially  so,  being 
85.  4rf.  per  cwt. 

Kippers  can  be  sent  from  Yarmouth  and  Lowestoft  to  Rotterdam  or  Antwerp  for  25. 
per  cwt.,  while  to  Birmingham  the  charge  is  85.  Zd. 

Oysters  are  brought  from  New  York  to  Liverpool  for  45.  6d.,  while  from  Liverpool 
to  Birmingham  the  carriage  is  from  .85.  &d.  to  45. 

Mussels  are  brought  to  Birmingham  from  Rotterdam  for  I5.  lOJfi?.  per  cwt.,  but  to  send 
from  Birmingham  to  Wolverhampton  has  been  Is.  2d.  per  cwt.  for  14  miles. 

That  these  high  charges  injure  the  trade  of  Birmingham  is  felt  by  all  who  understand 
the  subject  at  all. 

It  is  a well  known  fact  that  very  large  quantities  of  fish  are  destroyed,  because  when 
there  is  a large  take  and  the  prices  made  are  lower,  which  is  all  absorbed  by  the  rate  of 
c.arriage.  This  is  especially  the  case  from  the  more  distant  parts  of  Scotland,  while  from 
Ireland  a great  number  of  places  are  practically  closed  to  us  because  the  railway  charges 
are  so  high.  The  same  may  be  said  of  Yarmouth  and  Lowestoft;  while  from  Tenby  and 
Brixham  the  trade  is  greatly  hindered  from  the  same  cause. 

I could  furnish  a great  number  of  cases  where  our  salesmen  have  lost  the  trade  from 
different  ports  because  of  the  excessive  railway  charges  on  their  goods. 

And  then  a painful  part  of  the  matter  is,  that  the  public,  and  especially  the  poor,  are 
deprived  of  one  of  the  best  and  most  wholesome  kinds  of  food,  and  one  that  might  and 
ought  to  be  one  of  the  cheapest. 

It  seems  to  us  a pity,  if  not  a sin,  that  so  many  families  cannot  have  fish  any  more 
than  meat  because  of  the  high  prices,  while  tons  yearly  are  left  to  perish  because  it 
will  not  pay  the  fisherman  or  merchant  to  send  it  into  market,  because  the  carriage  is  so 
high. 

Our  association  has  been  formed  not  only  to  protect  the  trade  but  the  public,  and  espe- 
ciall}'  the  poor,  and  in  their  name  we  plead  that  something  may  be  done  to  bring  to  them 
a cheap  and  good  kind  of  food. 


73,  New-street,  Birmingham. 


D.  b'outhall. 
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Appendix,  No.  52. 


PAPER  handed  in  by  Mr.  Nicholson. 


Memoriae  of  the  Committee  of  the  Manchester  Guardian  Society  for  the  Protection 

of  Trade. 


To  the  Select  Committee  of  the  House  of  Commons  appointed  to  Inquire  into  the 

Charges  of  Railway  Companies,  Canal  Companies,  &c.,  for  the  Carriage  of 

Merchandise,  Minerals,  Agricultural  Produce,  Parcels,  Passengers,  &c. 

The  Memorial  of  the  Committee  of  the  Manchester  Guardian  Society  for  the 
Protection  of  Trade : 

Showeth, 

That  your  memorialists  are  the  duly  appointed  executive  of  a society  which  has  been 
in  active  existence  for  54  year’s,  and  which  now  consists  of  upwards  of  3,500  of  the 
principal  merchants,  bankers,  manufacturers,  and  wholesale  and  retail  traders  of  the  city 
of  Manchester,  the  borough  of  Salford,  and  a large  surrounding  district. 

That  the  members  of  such  society  have  most  extensive  dealings  with  the  several 
carrying  companies  of  the  district,  and  that  your  memorialists  have  frequently  had  their 
attention  called  to  the  Injurious  effects  upon  business  caused  by  the  inequality  of  railway 
rates  of  carriage ; but  that  in  consequence  of  this  society  having  no  locus  standi  before 
the  Railway  Commissioners,  your  memorialists  have  been  unable  to  give  effect  to  the 
complaints  which  have  from  time  to  time  been  made  to  them. 

That,  for  obvious  reasons,  individual  traders  do  not  desire  to  appear  before  the  Com- 
missioners, and  that  it  is  therefore  very  desirable  in  the  public  interest  that  this  and 
similar  societies  should  have  power  to  make  representations  to  the  Commissioners,  with  a 
view  to  the  remedying  of  grievances  of  which  their  members  may  have  just  cause  to 
complain. 

Your  memorialists  therefore  pray  that  your  Honourable  Committee  will  see  fit  to 
recommend  Parliament  to  grant  the  j^ower  abovenamed. 

J.  M.  Kennett,  President. 

Dated  this  1st  day  of  July  1881.  ' Sami.  Tilzey,  Secretary. 


Appendix,  No.  53. 
PAPER  handed  in  by  Mr.  Kempson. 


Railway  Rates  for  Carriage  of  Iron  Wire  as  under. 


From 

To 

Description  of  Goods. 

Rate. 

Birmingham  - 

London  (113  miles)  - 

Black  iron  wire,  if  declared  undam- 
ageable. 

Bright  iron  wire,  and  not  declared 
undamageahle,  collected  and  de- 
livered within  usual  limits. 

22  s.  6 d.  per  ton,  any 
quantity,  large  or 
small ; or  2 d.  and 
three- eighths  per 

mile. 

28.?.  4 d.  per  ton,  or 
3 d.  per  mile. 

^Antwerp  or  Rotter- 

Birmingham  (via  Lon- 

Iron  wire  of  any  description,  packed 

16  s-  8 d.  per  ton,  2-ton 

dam,  or  vice  versa. 

don,  323  miles). 

or  unpacked. 

lots  and  above,  or 
three-eighths  of  1 d. 
per  mile  j 21  s.  8 d. 
per  ton  under  2-ton 
lots. 

Warrington 

London  - - - 

Iron  w’ire,  at  owner’s  risk,  for  con- 
signments of  over  500  lbs.,  from 
Warrington  Station,  including  de- 
livery in  London  within  ordinary 
limits. 

21  s.  8 d.  per  ton. 

London  - - - 

Warrington  (182 

miles). 

t Undamageable  iron  wire,  and  iron 
at  ownei’s  risk,  as  per  Class  A. 
Iron  as  per  Class  B.,  station  to  sta- 
tion, in  2-ton  lots,  or  including  de- 
livery by  barge  in  London,  within 
ordinary  limits,  on  Thames,  in 

5 -ton  lots. 

17  s.  6 d.  per  ton ; 
cartage  2 s.  4 d.  per  ton . 
20  s.  per  ton. 

• Via  London  and  General  Steam  Navigation  Company. 

t Tims  Warrington  manufacturers  enjoy  an  advantage  over  us  of  more  than  2 s.  Q d.  per  ton,  and  yet  the  distance  is  at 
least  60  miles  farther. 

The  legal  maxiinnm  rate  chargeable  for  “ undamageable  ” iron  conveyed  for  a distance  of  50  miles  and  over  is  1 d.  per  ton 
per  mile;  under  that  distance,  1^  d.  per  ton  ; Act  9 & 10  \Tct.  c.  204,  ss.  63  and  67. 

(signed)  Thomas  Leonard  Jenhins, 

_______________________________  per  D.  J.  Kempson. 
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Appendix,  No.  54. 


Petition  of  the  Birmingham  and  Midland  Counties  Grocers’  Protection  and  Benevolent 

Association. 

To  the  Honourable  the  Select  Committee  of  the  Commons  of  the  United  Kino-dom  of 

o 

Great  Britain  and  Ireland  in  Parliament  assembled,  appointed  tolnquii’e  into  the  ques- 
tion of  Kailway  Rates. 


The  humble  Petition  of  the  “ Birmingham  and  Midland  Counties  Grocers’ 
Protection  and  Benevolent  Association,” 

Showeth, 

That  your  Petitioners  beg  most  respectfully  to  direct  your  attention  to  the  excessive, 
irregular  and  differential  charges  imposed  upon  the  carriage  of  goods  in  their  trade  by 
the  railway  companies. 

That  owing  to  the  said  companies  withholding  their  classification  book  from  your 
Petitioners,  your  Petitioners  are  left  in  the  position  of  having  to  pay  various  and 
widely  different  rates  on  one  and  the  same  kind  of  goods,  according  to  the  caprice  of 
the  railway  company’s  invoice  clerkr  Therefore,  your  Petitioners  beg  that  they  should 
be  able  to  obtain  such  classification  book  from  the  said  companies. 

That  the  “ scale  charge  ” for  goods  under  500  lbs.  is  excessive  and  levied  in  an  unjust 
manner,  so  as  to  impose  a heavy  and  serious  tax  upon  the  retail  trader,  insomuch  that  the 
latter,  whose  invoice  weight  in  the  aggregate  much  exceeds  the  500  lbs.,  has,  owing  to  the 
various  items  being  under  this  weight,  to  pay  a separate  scale  charge  of  6 d.  on  each  item, 
notwithstanding  that  the  goods  were  bought  from  one  house  and  all  dispatched  and 
delivered  in  one  consignment.  That  such  a system  of  charging  shows  this  year  (1881) 
an  increase  of  nearly  20  "/o  (twenty  per  cent.)  as  compared  with  the  year  1877,  as  shown 
by  one  of  your  Petitioners  in  the  statement  attached  hereto,  marked  (A.). 

That  goods  dispatched  in  one  parcel  are  frequently  divided  by  the  said  companies  to 
suit  their  own  convenience,  and  then  they  exact  the  scale  charge,  notwithstanding  the 
remonstrance  of  the  consignee,  who  has  to  pay  it,  otherwise  the  goods,  of  Avhich  he  may 
be  in  urgent  need,  are  not  delivered  to  him,  and  the  latter  has  then  to  claim  upon  the  said 
companies,  and  may  or  may  not  be  refunded  the  overcharge. 

That  your  Petitioners  do  not  ask  for  an  entire  abolition  of  an  extra  charge  being  made 
on  small  items,  but  they  would  respectfully  suggest  that  such  items  be  confined  to  weio-ht 
of  100  lbs.  ° 

Your  Petitioners  humbly  beg  that  you  will  kindly  give  the  foregoing  Petition  your 
consideration,  and  they  will  ever  pray,  &c. 

Signed,  on  behalf  of  the  Members  of  the  Birmingham  and  Midland  Counties 
Grocers’  Protection  and  Benevolent  Association. 


Geo.  Shelley, 

President,  Hockley  Hill,  Bii’mingham. 


John  Simmons, 

Wholesale  Grocer,  Steethouse-lane,  Birmingham. 


Charles  A.  Webster, 

Secretary,  28,  High-street,  Birmingham. 


0.54. 
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APPENDIX  TO  REPOKT  FROM  THE 


A, 

Railway  Rates  of  Carriage  on  Goods  Charged  in  1877  compard  with  same  Charges  in  1881, 


Description. 

Weight, 

Rate. 

Charge. 

Present  Ra 
1881. 

Tons.  act.  qrs.  lbs. 

s.  d. 

£ 

s 

. d. 

£. 

s. 

d. 

] 8 Jan, 

1877 

1 Cliest  Tea 

• 

0 

1 

1 

6 

84  2 



2 

3 

o 

1 1 

22  „ 

1 Case  Snuff  - 

- 

- 

0 

0 

3 

6 

No  rate 

_ 

2 

— 

2 

8 

25  „ 

yy 

5 Firkins  Soft  Soap  - 

- 

- 

0 

3 

0 

14 

22  6 

3 

7 

_ 

3 

10 

1 heb. 

yy 

Case  Jam 

- 

- 

0 

1 

0 

27 

1 6 

— 

1 

9 

_ 

1 

1 1 

5 „ 

yy 

1 Chest  Tea 

. 

- 

0 

0 

3 

24 

34  2 

— 

1 

9 

_ 

2 

3 

5 „ 

yy 

1 Hamper  Grocery  - 

- 

- 

0 

1 

1 

0 

34  2 

- 

2 

2 

- 

2 

8 

5 „ 

yy 

Bag  Peas 

- 

- 

0 

1 

0 

14 

No  rate 

_ 

1 

1 

1 

4 

5 „ 

yy 

Bag  Sago 

. 

- 

0 

1 

1 

15 

1 5 

— 

1 

1 1 

2 

3 

8 

yy 

5 Cases  Salmon 

- 

. 

0 

3 

0 

4 

20  10 

— 

o 

8 

4 

_ 

8 „ 

yf 

4^  Chests  Tea 

- 

- 

0 

3 

0 

13 

34  2 

— 

5 

4 

— 

5 

11 

19  „ 

y) 

1 Case  Coffee  - 

- 

- 

0 

2 

2 

26 

28  4 

_ 

3 

11 

4 

4 

20  „ 

yy 

1 Chest  Tea 

■ 

- 

0 

1 

0 

13 

34  2 

1 

11 

2 

5 

21  „ 

yy 

2^  Chests  Tea  - 

. 

. 

0 

0 

3 

21 

34  2 

_ 

1 

9 

— 

4> 

3 

22  „ 

yy 

2 Bags  Seeds  - 

. 

. 

0 

1 

3 

14 

23  4 

— 

2 

1 

2 

7 

26  „ 

yy 

1 Chest  Tea 

- 

0 

1 

0 

11 

34  2 

- 

1 

1 1 

_ 

2 

5 

6 March 

yy 

1 Cliest  Tea 

. 

• 

0 

1 

0 

10 

34  2 

_ 

1 

10 

— 

2 

5 

16  „ 

yy 

1 Case  - - - 

- 

. 

0 

3 

0 

0 

7 — 

- 

1 

9 

2 

19  „ 

yy 

2^  Chests  Tea  - 

. 

0 

1 

3 

1 

34  2 

_ 

3 

1 

_ 

3 

9 

27  „ 

yy 

8 Cads.  Tea 

. 

. 

0 

O 

0 

0 

34  2 

— 

3 

5 

4 

23  „ 

yy 

Marmalade 

• 

. 

0 

2 

1 

18 

20  - 

2 

6 

2 

9 

28  „ 

yy 

Cask  Jam 

. 

0 

1 

3 

9 

1 5 

— 

2 

7 

* 

2 

9 

4 April 

yy 

12  Cads.  Tea  - 

• 

0 

3 

0 

0 

34  2 

- 

5 

2 

— 

5 

9 

6 „ 

y> 

2^  Chests  Tea  - 

- 

0 

1 

1 

10 

yy 

- 

2 

3 

- 

2 

11 

10  „ 

yy 

2^  Chests  Tea  - 

- 

- 

0 

1 

0 

14 

yy 

- 

1 

11 

- 

2 

5 

lO 

yy 

2^  Chests  Tea  - 

. 

- 

0 

1 

1 

14 

yy 

- 

2 

5 

- 

2 

11 

21  „ 

yy 

Scented  Soap  - 

- 

- 

0 

1 

0 

0 

yy 

- 

1 

6 

- 

1 

11 

25  „ 

yy 

2 Chests  Tea  - 

. 

- 

0 

o 

0 

21 

yy 

- 

3 

9 

— 

4 

4 

4 Mai" 

yy 

2^  Chests  Tea  - 

- 

0 

1 

1 

16 

yy 

- 

2 

5 

— 

3 

2 

4 „ 

1 Chest  Tea 

- 

0 

1 

1 

0 

yy 

- 

2 

2 

- 

2 

8 

24  „ 

1 Chest  Tea 

- 

0 

0 

3 

26 

yy 

- 

1 

9 

- 

2 

3 

15  June 

yy 

2 Bags  Tapioca 

• 

. 

0 

2 

3 

6 

1 5 

- 

4 

- 

- 

4 

0 

26  „ 

yy 

1 Hamper  Grocery  - 

. 

. 

0 

1 

0 

21 

1 8| 

- 

2 

1 

- 

2 

8 

26  „ 

yy 

1 Cask  Sugar  - 

. 

- 

0 

3 

2 

6 

11  8 

- 

2 

1 

- 

2 

5 

28  „ 

yy 

1 Chest  Tea 

0 

0 

3 

23 

34  2 

— 

1 

9 

- 

2 

3 

11  July 

yy 

10  Cads.  Tea 

* 

0 

2 

2 

0 

34  2 

- 

4 

3 

- 

4 

10 

3^  Chests  Tea  - 

0 

2 

0 

11 

yy 

- 

4 

1 

- 

4 

2 

Chests  Tea  - 

0 

1 

3 

22 

yy 

- 

3 

4 

- 

4 

- 

1 Chest  Tea 

0 

1 

0 

10 

yy 

- 

1 

11 

- 

o 

5 

21  July 

1^  Chest  Tea  - 

0 

0 

3 

1 

yy 

- 

1 

9 

- 

2 

3 

3 Aug. 

yy 

Bag  Tapioca 

0 

1 

2 

8 

1 5 

- 

2 

3 

- 

2 

9 

9 » 

yy 

Cask  Jam 

0 

2 

0 

2 

1 5 

- 

2 

11 

- 

3 

5 

11  » 

yy 

2^  Chests  Tea  - 

_ 

. 

0 

1 

1 

10 

34  2 

- 

2 

4 

_ 

2 

11 

16  „ 

yy 

Cask  Marmalade 

_ 

0 

2 

2 

6 

20  10 

- 

2 

9 

-- 

3 

2 

30  „ 

yy 

3 Firkins  Butter 

. 

0 

2 

1 

0 

40  - 

- 

4 

6 

- 

5 

_ 

21  » 

3i 

1 Chest  Tea 

. 

0 

1 

0 

10 

34  2 

- 

1 

10 

- 

2 

6 

1|  Chest  Tea  - 

0 

0 

2 

17 

yy 

- 

1 

9 

- 

1 

9 

22  „ 

2J  Chests  Tea  - 

0 

1 

1 

20 

yy 

- 

2 

6 

- 

3 

2 

22  „ 

I Chest  Tea 

0 

1 

0 

26 

yy 

- 

2 

1 

- 

2 

8 

] J Chest  Tea  - 

. 

0 

0 

2 

14 

=y 

- 

1 

1 

- 

1 

6 

28  „ 

4 Cads.  Tea 

0 

1 

0 

0 , 

yy 

- 

1 

9 

- 

2 

3 

1 Bag  Rice 

0 

2 

0 

3 

17  6 

- 

1 

9 

- 

2 

3 

4 Sept. 

yy 

4 Cads.  Tea 

• 

. 

0 

I 

0 

0 

34  2 

- 

1 

9 

- 

2 

3 

1 Chest  Tea 

0 

1 

0 

21 

— 

o 

1 

- 

2 

8 

7 „ 

1 Cask  Jam 

. 

0 

1 

0 

21 

1 5 

- 

1 

9 

- 

2 

2 

8 „ 

yy 

Cask  Pepper  - 

0 

1 

0 

16 

1 81 

- 

1 

1) 

- 

2 

8 

Case  Sardines  - 

0 

1 

0 

10 

1 6 

“ 

1 

7 

— 

2 

- 

8 „ 

Cask  Jam 

. 

0 

3 

1 

16 

1 5 

- 

4 

9 

- 

5 

5 

25  „ 

Cask  Good  Rice 

. 

0 

1 

2 

0 

1 8J 

- 

2 

7 

- 

3 

2 

Cask  Linseed  Meal  - 

- 

- 

0 

1 

0 

0 

yy 

— 

1 

9 

— 

2 

3 

Total 

- - 

- 

4 

17 

0 

3 

— 

£.7 

6 

6 1 

8 

5 

1 
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Appendix,  No.  55. 


PAPERS  handed  in  by  Mr.  Grierson. 


Memorandum  by  Mr.  Grierson. 

In  answer  to  Question  12999,  Mr.  Grierson  offered  to  put  in  certain  elauses  of  Canal, 
Tramway,  and  Railway  Acts,  beaiing  upon  the  question  of  'rerininal  Charges,  as,  in  order 
to  save  the  time  of  the  Committee,  he  lefruined  from  reading  them. 

Attached  hereto  are  the  clauses  which  it  appears  desirable  should  be  put  in  as  an  Appen- 
dix to  his  evidence,  as  in  some  cases  the  Acts  are  out  of  print,  and,  therefore,  difficult  to 
refer  to,  while  they  tend  to  show  that  tlie  clauses  in  the  earlier  Railway  Acts  were,  to  a great 
extent,  based  on  those  in  the  Canal  and  Tramways  Acts,  and  what  may  be  called  terminals 
were  recognised  by  Parliament  even  in  tlie  case  of  canals. 


LIST  of  Canal,  Tramroad,  and  Railavay  Acts. 


A. 

Worcester  and  Birmingham  Canal  - 

. 

. 

1791 

Clause 

65 

B. 

- - ditto  - - ditto 

- 

- 

- 

- 

1791 

- 

- 

G6 

C. 

- - ditto  - - ditto 

- 

- 

- 

- 

1791 

- 

- 

JJ 

67 

D. 

Monmouthshire  Tramroad 

- 

- 

- 

- 

1802 

- 

■ - 

)) 

15 

E. 

Stratford  and  Moreton  Tramroad 

- 

- 

- 

- 

1821 

- 

- 

}} 

67 

F. 

- - ditto  - - ditto 

- 

- 

- 

1821 

- 

- 

68 

G. 

- - ditto  - - ditto 

- 

- 

- 

- 

1821 

- 

- 

71 

H. 

Avon  and  Gloucester  Tramroad 

- 

- 

- 

1828 

- 

- 

101 

I. 

- - ditto  - - ditto 

- 

- 

- 

- 

1828 

- 

- 

102 

J. 

- - ditto  - - ditto 

- 

- 

- 

- 

1328 

- 

- 

106 

K. 

- - ditto  - - ditto 

- 

- 

- 

- 

1828 

- 

- 

107 

L. 

Stockton  and  Darlington  Railway  - 

- 

- 

- 

- 

1821 

- 

- 

62 

M. 

- - ditto  - - ditto 

- 

- 

- 

- 

1821 

- 

- 

1 

87 

N. 

- - ditto  - - ditto 

- 

- 

- 

- 

18-21 

- 

- 

' J) 

88 

0. 

- - ditto  - - ditto 

. 

- 

- 

- 

' 1821 

- 

- 

” 

89 

P. 

- - ditto  - - ditto 

- 

- 

- 

- 

1821 

- 

- 

92 

Q. 

Birmingham  Canal  (Consolidation)  - 

- 

- 

- 

- 

183.5 

- 

■ 

129 

R. 

Great  Western  Railway  - - - 

- 

- 

- 

- 

1835 

- 

- 

104 

S. 

- - ditto  - ditto  - - - 

- 

- 

- 

- 

1835 

- 

- 

166 

T. 

- - ditto  - ditto  - 

- 

- 

- 

- 

1835 

- 

- 

59 

167 

U. 

Great  North  of  Scotland  (Consolidation) 

- 

- 

- 

- 

1859 

- 

55 

GO 

V. 

- - - - ditto  - - ditto  - 

- 

- 

- 

- 

1859 

- 

V 

61 

X. 

North  Staffordshire  - - - - 

1847 

- 

- 

55 

85-87 

Y, 

- - ditto  - - . - . 

- 

- 

- 

- 

1879 

- 

- 

5J 

25-26 

Z. 

- - ditto  ----- 

- 

- 

- 

- 

1880 

- 

55 

13 
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APPENDIX  TO  KEPOKT  EEOM  THE 


WORCESTEK  AND  BIRMINGHAM  CANAL  ACT,  1791. 

(31  Geo.  3,  c.  50.) 

Clause  (i5.  Provided  always,  and  be  it  further  enacted,  that  any  lord  or  lords  of  any 
manor  or  manors,  or  the  owner  or  ovvners  of  any  lands  or  ^rounds  through  which  tlie  said 
canal  si'all  Ije  made,  may  erect  or  use  any  wharfs,  quays,  landing  places,  cranes,  weigh 
beams,  or  warehouses,  in  or  upon  their  respective  lands,  grounds,  or  wastes  adjoining  or 
near  to  the  said  canal,  and  may  land  any  goods  or  other  things  upon  such  wharfs,  quays, 
or  landing  places,  or  upon  the  banks  lyin^;  between  the  same  and  ihe  said  canal  ; and  also 
may  make  and  use  proper  and  convenient  places  for  boats  and  otlier  vessels  to  lie  in,  turn, 
and  pass  by  each  other,  so  that  the  making  or  using  theienf  do  not  obstruct  or  prejudice 
the  navigation  of  the  said  canal,  or  any  towing  path  on  the  sides  thereof,  and  all  rates 
that  shall  be  jiaid  for  the  use  and  benefit  of  the  said  wharfs,  quays,  landing  places,  cranes, 
weigh  beams,  tind  warehousGs  respectively,  shall  be,  and  the  same  are  hereby  vested  in  the 
lord  or  lords  of  such  manor  or  manors,  or  the  owner  nr  owners  of  such  lands  or  grounds, 
wdio  shall  make  anil  erect  the  same  as  aforesaid,  hi^,  her,  and  their  heirs  and  assigns. 

Clause  fi6.  Provided  also,  that  if  any  such  lord  or  lords,  owner  or  owners,  shall  not 
within  the  space  of  twelve  calendar  months  next  after  notice  given  in  writing  to  him  or 
them,  by  or  on  behalf  Of  the  said  company  of  proprietors,  that  any  pait  or  parts  of  such 
lands,  grounds,  or  wastes,  is  or  are  intended  to  be  used  by  them  for  the  |)urpose  of  erect- 
ing warehouses  and  buildings  for  the  use  of  the  said  navigalior,  or  for  making  and  lavino- 
out  necessary  and  convenient  roads  for  the  conveyance  of  goods  to  and  (roui  the  said 
canal,  make,  erect,  and  lay  out,  and  frem  time  to  time  maintain  and  keep  in  good  and  sub- 
stantial repair,  such  proper  and  sufficient  w'arehouses,  buddings,  and  roads,  for  the  use  of 
the  said  navigation,  as  the  said  Commissioners  shall  think  necessary,  and  on  the  respective 
part  or  parts  of  the  lands  and  ground-  desci  ibed  in  such  notice,  that  then  tlie  said  com- 
pany of  propi ietors  shall  have  full  power  and  authority,  without  any  hindrance,  or  re-traint 
whatsoever,  to  make  use  of  such  lands,  grounds,  or  wastes,  for  erecting  anil  building 
proper  and  sufficient  warehouses  and  buildings,  and  making  and  laying  out  necessary  and 
convenient  roads  to  and  from  the  said  canal,  agreeable  to  such  notice  as  aforesaiil,  first 
making  satisfaciioii  lor  the  same  in  such  maimer  as  is  directed  with  respect  toother  lands 
or  grounds  which  shall  be  taken  or  used  for  the  purpose  of  this  Act, 

Clause  67.  Provided  al-o,  and  be  it  further  enae’ed,  that  nothing  herein  contained 
shall  au'horise  or  empower  the  said  company  of  proprietors,  or  any  other  person  or  persons, 
to  make  use  of  any  wharf,  quay,  landing  place,  crane,  weigh  beam,  or  warehouse,  which 
shall  be  set  out.,  erecied,  or  made  by  an\  lord  or  lords  of  any  manor  or  manors,  or  the 
owner  or  owners  of  any  lands  or  grounds  adjoining,  or  near  to  the  said  canal,  for  his,  her, 
or  their  own  private  use  only;  nor  to  set  up,  erect,  repair,  or  use  any  crane<  or  weighing 
machines,  in  or  upon  anv  sucli  wharf,  quay,  or  landing  place;  and  that  no  rno'C  than  tlie 
sum  of  one  penny  halfpenny  per  ton  shall  be  demanded  or  taken  by  any  lord  or  lords, 
landowner  or  landowners,  who  shall  or  may  make,  erect,  or  build,  any  wharf,  or  quay,  or 
make,  or  lay  out  any  loads  to  and  from  the  said  canal,  in  pursuance  of  the  notice  to  be 
given,  by  or  on  behalf  of  the  said  company  of  proprietors  to  such  lord  or  lords,  owner  or 
owners,  for  that  pui'i  ose,  as  aforesaid,  for  the  wharfage  of  coal,  bme,  li  nestone,  clav,  iron, 
timbei’,  stone,  biick,  tile,  slate,  or  gravel,  nor  more  than  threepence  a ton  for  the  wharfage 
of  any  other  goods  or  things,  where  the  same  shall  be  respectively  placed  and  remain  upon 
such  wharfs  or  quays,  and  shall  not  condnue  thereupon  for  a longer  space  of  time  than 
six  days:  Provided  aUvays,  that  it  shall  be  lawful  for  the  said  company  of  proprietors  to 
erect,  repair,  and  use  any  cranes  or  weighing  raaidiines  upon  any  such  wharfs  or  quays 
last  mentioned,  for  the  more  convenient  loading  and  unloading,  and  weighing  of  any  such 
coals,  or  other  goods  or  things,  in  case  the  proprietors  of  such  wharfs  or  quays  shall  refuse 
to  make  and  erect  the  same  within  three  calendar  months  after  they  shall  have  received 
notice  in  writing  for  that  purpose  from  the  said  company  of  proprietors,  or  when  so  erected 
neglect  or  refuse  to  keep  the  same  in  repaii  ; anything  contained  in  this  Act  to  the  con- 
trary hereof  notwithstanding. 


MONMOUTHSHIRE  TRAMROAD  ACT,  1802. 

(42  Geo.  3,  c.  115.) 

Clause  15.  And  be  it  further  enacted,  that  if  the  owner  or  owners  of  any  land  or  ground 
adjoining  or  near  to  the  River  Usk  shall  not,  within  twelve  calender  months  after  notice 
in  writing  in  that  behalf  shall  be  given  to  him,  her,  or  them,  or  left  at  his.  In  r,  or  their 
dwelling-house  or  usual  or  last  known  place  of  abode  by  or  on  hehall  of  the  said  cnmpany 
of  proprietois  of  the  Monmouthshire  Canal  Navigation,  or  by  or  on  the  behalf  of  the  Sir- 
howy  Tramway  Company,  lay  out  and  make  and  from  time  to  time  keep  in  good  repair 
such  wharf  or  wharls  upon  his,  her,  or  their  said  land  or  ground  as  the  Commissioners 
appointed  or  to  be  appointid  by  or  in  pursuance  of  the  said  fiist  recited  Act  shall  deem 
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necessary  or  expedient  to  be  made  for  the  use  and  accommodation  of  the  persons  conveyin«; 
iron,  coals,  and  other  commodities  upon  the  railways  or  framroads  to  be  made  in  pursuance 
of  this  Act,  tlien  and  in  every  such  case  it  shall  be  lawful  for  the  said  company  of  proprietors 
of  the  Monmouthshire  Canal  Navigation,  or  in  case  of  their  refusal,  lor  the  said  Sirhowy 
Tramroad  Company  to  make  and  ma.niain  such  wharf  or  wharfs,  and  to  take  and  use  so 
mucli  ol  the  said  land  or  ground  as  shall  be  necessary  fur  that  purpose,  and  to  do  all  such 
acts,  matteis,  and  things  in  and  about,  or  for  the  making,  repairin<>',  preserving,  maintain- 
ing, and  U'ing  of  the  same  as  shall  be  found  expedient,  making  satisfaction  for  the  land  or 
ground  so  to  be  taken  or  used,  and  for  all  damages  to  be  done  to  any  person  or  persons 
by  means  of  the  exercise  of  such  last-mentioned  powers  and  authorities,  in  such  and  the 
same  manner  as  (or  any  other  land  or  ground  to  he  taken  or  used  for  the  purposes  of  this 
Act,  and  thr  the  damages  to  be  done  in  the  exercise  of  any  other  of  the  powers  and  authori- 
ties hereby  granted  ; and  that  all  such  wharfs  as  aforesaid,  vvhetiier  made  by  the  owner  or 
ow  ners  of  the  land  or  ground  or  by  either  of  the  said  companies,  shall  be  public  and  open 
to  all  persons  for  the  purpose  of  depositing  tluir  iron,  coal,  and  other  commodities  thereon 
upon  the  payment  ol  such  rates,  tolls,  or  duties,  as  shall  be  demandi  d for  (he  same,  nit 
exceeding  the  rales,  tolls,  or  duties  by  the  said  hereinbefore  mentioned  Act  authorised  to 
be  taken  by  the  owners  of  wharfs  to  be  made  as  therein  mentioned  for  the  wharfage  of  the 
like  articles. 


STRATFOKD  AND  MORETON  TRAMWAY  ACT,  1821. 

(1  & 2 Geo.  4,  c.  63.) 

Clause  67.  And  be  it  further  enacted,  tliat  it  shall  be  lawful  for  the  lord  or  lords,  lady  or 
ladies,  of  any  manor  or  manors,  and  the  owner  or  owners  of  such  works,  lands,  or  grounds 
near  to,  through,  or  by  which  the  said  railway  or  tramruad  or  collateral  branch,  or  any  part 
thereof,  shall  be  made,  to  erect  and  use  any  wharfs,  landing  places,  cranes,  weigh  beams,  or 
warehouses,  in  or  upon  his,  her,  or  their  respective  waste  lands  or  grounds  adjoining  or  near 
to  the  said  railway  or  tramroad  or  collateral  branch,  and  to  l.uid  any  goods  or  other  things 
upon  such  wharfs  or  landing  places,  or  u[)on  the  banks  lying  between  the  same  and  the  said 
railwayor  tramroail  or  collate  ral  branch,  or  any  part  thereof,  and  also  to  make  and  u^e  pioper 
and  convenient  places  for  waggons,  carts,  and  other  carriages  to  lie  and  turn  in  and  pass  each 
other,  so  that  the  making  or  using  thereof  do  not  obstruct  or  prejudice  the  passage  of  the 
said  railway  or  tramroiid  or  collateral  branch;  and  that  all  rates  which  shall  be  paid  for  the 
use  of  such  wharfs,  landing  places,  cranes,  weigh  beams,  and  warehouses  respectively,  sh.dl 
be,  and  the  same  are  hereby  accordingly  vested  in  tiie  lord  or  lords,  lady  or  ladies,  ol  such 
manors,  or  the  owner  or  owners  of  such  lands  or  grounds,  who  shall  make  and  erect  the 
same  as  aforesaid,  and  his,  her,  or  their  representatives. 

Clause  G8.  Provided  always,  and  be  it  further  enacted,  that  if  any  such  lord  or  lords, 
lady  or  ladies,  owner  or  owners  shall  not  within  tite  space  of  two  months  next  after  notice 
in  writing  to  him,  her,  or  them  given,  or  left  at  his,  her,  or  their  last  or  most  usual  place  or 
places  of  abode,  by  or  on  behalf  of  the  said  company  of  proprietors,  signifying  that  any 
part  of  such  wastes,  lands,  or  grounds  is  necessary  or  proper  to  be  used  by  them  for  the 
purpose  of  erecting  and  making  wharfs,  landing  places,  warehouses,  and  buildings  for  the 
use  of  the  said  railway  or  tramroad,  or  collateral  branch,  make,  erect,  and  lay  out,  and 
from  time  to  time  maintain  and  keep  in  good  and  substantial  repair,  such  proper  and  suffi- 
cient wharfs  and  landing  places,  warehouses,  and  buildings,  for  the  use  of  the  said  railway 
or  tramroad  or  collateral  branch,  as  any  three  justices  for  the  county  shall  think  necessary 
on  the  respective  part  or  parts  of  the  wastes,  lands,  and  grounds  described  in  such  notice, 
then  and  in  every  or  any  such  case  the  said  company  of  proprietors  shall  have  full  power 
and  authority  wnthout  any  hindrance  or  restraint  whatever,  to  make  use  of  such  wastes, 
lands,  or  grounds  (not  being  the  ground  whereon  any  house  or  otlier  building  stands,  or 
any  garden,  orchard,  yard,  park,  planted  walk,  or  any  avenue  to  any  house)  for  erecting 
and  building  proper  and  sufficient  wharfs,  lauding  places,  warehouses,  and  buildings,  agree- 
ably to  such  notice  to  be  delivered  as  aforesaid. 

Clause  71.  And  be  it  further  enacted,  that  no  more  than  the  sum  of  one  penny  per  ton 
shall  be  rlemanded  or  taken  by  any  such  lord  or  lords,  lady  or  ladies,  landowner  or  owners 
who  shall  make,  erect,  or  build  any  such  wharfs  or  quays  in  pursuance  of  the  notice  to  be 
given  by  or  on  behalf  ol  said  company  of  proprietors  to  such  lord  or  lords,  lady  or  ladies, 
owner  oi  owners,  for  that  purpose  as  aforesaid,  or  by  the  said  comj)any  of  proprietors  them- 
selves, under  the  power  therein  for  that  purpose  contained  (as  the  case  may  be)  for  the 
wharfage  of  coals,  culm,  lime,  limestone,  clay,  iron,  ironrtone,  lead  O'e,  or  any  other  ores, 
timber,  stone,  brick,  tiles,  slates,  gravel  or  other  tilings,  nor  more  than  threepence  for  the 
warehousing  of  every  package  not  exceeding  fifty-six  pounds  weight,  nor  more  than  .six- 
pence for  the  warehousing  of  every  package  above  fifty-six  pounds  weight,  and  not  exceed- 
ing five  hundred  pounds  weigiit,  and  not  more  than  one  shilling  per  ton  for  the  warehousing 
any  package  exceeding  five  hundred  |)ounds  vveight  which  shall  be  respectively  placed 
upon  any  of  the  w'harfs  or  warehouses  hereby  authorised  to  lie  made,  and  which  shall  be 
placed  and  remain  in  and  upon  any  such  wharfs,  quays,  or  warehouses,  and  shall  not  con- 
tinue thereupon  for  a longer  space  of  time  than  forty-eight  hours:  Provided  always,  that  in 
case  any  of  the  said  articles  shall  be  left  and  remain  in  and  upon  any  such  svharfs,  quays, 
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or  warehouses  over  and  above  the  lime  hereby  limited  for  the  i-ame  respectively,  then  the 
owner  or  owners  of  such  articles  shall  pay  to  the  proprietors  of  such  wharfs,  quays,  or 
warehouses,  the  further  sum  of  one  penny  per  ton  for  wharfage,  and  one  shilling  per  ton  for 
warehousing  for  the  next  ten  days,  and  the  further  sum  of  one  penny  or  threepence  respec- 
tively per  ton  for  every  fmther  day  which  such  articles  shall  remain  upon  such  wharf,  quays, 
or  warehouses  after  the  expiration  of  the  said  ten  days:  Provided  also,  tliat  it  shall  be  law- 
ful for  the  said  company  of  proprietors  to  erect,  repair,  and  use  any  cranes,  or  weighing 
machines  upon  any  such  wharfs  or  quays  last  mention'. d,  Ibr  the  more  convenient  loading 
and  unloading  and  weighing  of  any  such  minerals  (;r  other  goods,  wares,  merchandise,  or 
commodities  in  case  the  propiietors  of  such  wharfs  or  quays  shall  refuse  or  neglect  to  make 
and  erect  the  same  for  the  space  of  three  calendar  months  after  they  shall  have  received 
notice  in  writing  for  that  purpose  from  the  said  c(  mpany  of  propiietors,  or  when  .so  erected 
neglect  or  refuse  to  keej)  the  same  in  repair:  anything  in  this  Act  contained  to  the  con- 
trary thereof  notwithstanding. 


AVON  AND  GLOUCESTER  TRAMWAY  ACT,  1828. 

(9  Geo.  4,  c.  94.) 

Clause  101.  And  be  it  further  enacted,  that  it  shall  be  lawful  for  the  lord  or  lords,  bidy 
or  ladies,  of  any  manor  or  manors,  and  the  owner  or  owners  of  any  lands  or  grounds  near 
to,  or  by  which  the  said  railway  or  iramroad,  or  any  jiart  thereof,  shall  be  made,  to  erect 
and  use  any  wharfs,  yards,  landing  places,  cranes,  weigh  be;uns,  or  warehouses,  in  or  upon 
his,  her,  or  their  respective  wastes,  lands,  or  orounds  adjoining  or  near  to  the  said  railway 
or  tram  road  or  any  of  them,  and  to  land  any  goods  or  other  things  upon  such  wharfs, 
yards,  or  landing-places,  or  upon  the  banks  lying  between  the  same  and  the  said  railway  or 
tramroad  or  any  part  thereof,  and  also  to  make  and  use  proper  and  convenient  places  for 
waggons,  carts,  and  other  carriages  to  lie  and  turn  in  and  pass  each  other,  so  that  the 
making  or  using  thereof  do  not  obstruct  or  piejudicc  the  passage  of  the  .said  railway  or 
tramroad  ; and  that  all  rates  or  tolls  which  shall  be  paid  for  llie  use  of  .such  wharfs,  yards, 
landing  places,  cranes,  weigh  beams,  and  warehouses  respectively  shall  be  of  no  greater 
amount  than  the  rates  and  tcdls  hereby  authorised  to  he  taken  by  the  said  company  for  the 
wharfage  of  all  goods,  commodities,  articles,  matters,  and  things  loaded,  landed,  or  placed 
in  or  upon  the  wharfs  of  the  said  company  : and  the  same  rates  or  tolls  shall  be,  and  the 
same  are  hereby  accordingly  vested  in  the  lord  or  h i ds,  lady  or  ladies,  of  such  manors,  or  the 
owner  or  owners  of  such  lands  or  grounds  who  shall  make  and  erect  the  same  as  aforesaid^ 
and  his,  her,  or  their  representatives,  so  that  the  rates  and  powers  herein  granted  to  tlie  said 
company  of  proprietors  be  not  thereby  reduced,  altered,  or  infringed. 

Clause  102.  Provided  always  nevertheless,  and  be  it  enacted,  that  if  any  such  lord  or 
lords,  lady  or  ladies,  owner  or  owners,  shall  not,  witl.dn  the  space  of  two  calendar  months 
next  after  notice  given  in  writing  to  him,  her,  or  them,  or  left  at  his,  her,  or  their  last  usual 
place  or  places  of  abode  by  or  on  behalf  of  the  said  company  of  propiietors,  signifying  that 
any  part  of  such  wastes,  lands,  or  grounds  is  necessaiy  or  proper  to  be  used  by  them  for 
the  purpose  of  erecting  and  making  wharfs,  yards,  and  landing  places,  warcliouses,  and 
buildings  for  the  use  of  the  said  railway  or  tramroad,  or  Ibr  making  or  laying  out  necessary 
and  convenient  roads  tor  conveyance  of  goods  to  and  from  the  laid  railway  or  tramroad,  and 
to  and  fiom  such  -wharfs,  yards,  landing  places,  warehouses,  make,  eiect,  and  lay  out, 
and  from  time  to  time  m.dntain  and  keep  in  good  and  substantial  repair  such  proper  and 
sufficient  wharfs,  yards,  or  landing  places,  waiehoiises,  buildings,  and  roads  for  the  use  of 
the  said  railway  or  tramroad  as  any  two  or  inoie  justices  of  the  peace  for  the  said  county  of 
Gloii.ester  shall  think  necessary  on  the  respective  part  or  parts  of  the  wastes,  lands,  aiid 
grounds  described  in  such  notice,  then  and  in  every  or  any  such  case  the  said  company  of 
proprietors  shall  have  fall  jjower  and  authority,  Avithout  any  hindrance  or  restraint  whatso- 
ever, to  make  use  of  such  wastes,  lands,  or  grounds,  not  being  the  giound  w hereon  any 
house  or  other  building  stands,  or  a gar  ien,  orchard,  yard,  park,  planted  walk,  or  an  avenue 
to  a house  (except  as  hereinl.efore  is  mentojned  or  referred  to),  for  erecting  and  building 
proper  and  sufficient  wharfs,  yards,  lanbing  places,  warehouses,  and  buildings,  and  making 
and  laying  out  necessary  and  convenient  roads  to  and  fiom  the  said  railway  or  tramroad, 
and  to  and  from  such  wharfs,  yards,  landing  places,  and  warehouses,  agreeably  to  such 
notice,  to  be  deliveied  as  aforesaid. 

Clause  106.  And  be  it  further  enacted,  that  no  more  than  the  sum  of  one  penny  per  ton 
shall  be  demanded  or  taken  by  any  such  lord  or  lords,  lady  or  ladies,  landowner  or  owners, 
who, shall  make,  erect,  or  build  any  such  wharfs,  -^'ai  do,  or  quays,  in  pursuance  of  tlie  notice 
to  be  given  by  or  on  behalf  of  the  said  company  of  jrioprietors  to  such  lord  or  lords, 
lady  or  ladies,  owner  or  owners,  for  that  j)urpose  as  atm-esaid,  or  by  the  said  company 
of  proprietors  themselves  under  the  power  lierein  for  that  puipose  contained  (as  the  case 
may  be)  for  the  wharfage  of  coals,  culm,  lime,  limes  one,  clay,  iron,  ironstone,  iron 
ore,  lead  ore,  or  any  otlier  ores,  timber,  stone,  bricks,  tiles,  slates,  gravel,  or  other 
things,  not  more  than  twopence  for  the  warehousing  of  every  package  not  exceeding 
fifty-six  pounds  weight,  nor  more  than  fourpence  for  the  warehousing  of  every  package 
above  tliree  hundred  jtounds  Aveight,  and  not  exceeding  six  hundred  pounds  Aveight; 
and  not  more  than  sixpence  per  ton  for  the  w arehousiug  any  package  e.xceeding  one  thousand 
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pounds  weight,  which  shall  be  respectively  placed  upon  any  of  the  wharfs,  yards,  or  ware- 
houses hereby  authorised  to  be  made,  and  which  shall  be  placed  and  remain  in  and  upon 
any  such  wharfs,  yards,  quays,  or  warehouses,  and  shall  not  continue  thereupon  for  a 
lono-er  space  of  time  tlian  fourteen  days  : Provided  always,  that  in  case  any  of  tlie  said 
articles  shall  be  left  and  remain  in  and  upon  any  such  wharf's,  yards,  quays,  or  warehouses 
over  and  above  the  time  hereby  limited  for  tlie  same  respectively,  then  the  owner  or 
owners  of  such  articles  shall  pay  to  the  proprietors  of  such  wharfs,  yards,  quays,  or  ware- 
houses, the  further  sum  of  one  penny  per  ton  for  wharfage,  and  t'vopence  per  ton  for 
warehousing  for  the  next  three  days,  and  the  like  sum  of  one  penny  or  two-pence 
respectively  per  ton  for  every  further  three  days  which  sucli  articles  shall  remain  upon  such 
wharfs,  yards,  quays,  or  warehouses:  Provided  also,  that  it  shall  be  lawful  for  the  said 
company  of  proprietors  to  erect,  repair,  and  use  any  cranes  or  weighing  machines  upon  any 
such  wharfs,  yards,  or  quays  last  mentioned,  for  the  more  convenient  loading  and  unloading 
and  weiiihing  of  any  such  minerals,  or  other  goods,  wares,  merchandise,  or  commodities, 
in  case  The  proprietors  of  such  wharfs,  yards,  or  quays  sliall  refuse  or  neglect  to  make  and 
erect  tlie  same  for  the  space  of  two  calendar  months  after  they  shall  have  received  notice  in 
writing  for  that  purpose  from  the  said  company  of  pioprietors,  or  when  so  ereeted,  neglect 
or  refuse  to  keep  the  same  in  repair,  anyihing  in  this  Act  contained  to  the  contrary  thereof 
notwithstanding. 

Clause  107.  And  be  it  further  enacted,  that  it  shall  be  lawful  for  the  said  company  to 
ask,  demand,  receive,  and  take  for  the  use  of  the  cranes  to  be  erected  or  made  in  pursuance 
of  or  under  ihe  authority  of  this  Act,  before  the  same  shall  be  used,  such  sum  or  sums  of 
money  as  the  said  company  may  from  time  to  time  order  or  direct,  not  exceeding  for  any 
weioht  to  be  raised  at  one  single  lilt  of  the  crane,  being  less  than  two  tons,  the  sum  of  Gc?. 
per  ton  ; for  any  weight  to  be  raised  at  one  single  lift  of  two  tons  and  less  than  three  tons, 
the  sum  of  1 s.  per  ton  ; for  any  w'eight  to  be  raised  at  one  single  lilt  of  three  tons  and  less 
than  four  tons,  the  sum  of  1 5.  (ic/.  per  ton  ; and  so  progressively  advancing  6 d.  per  ton  on 
each  additional  weight  of  one  ton  to  be  raised  at  one  single  lift  of  the  crane,  and  in  all  cases 
in  the  same  proportion  of  any  fraction  of  a ton. 


STOCKTON  AND  DARLINGTON  RAILWAY  ACT,  1821. 

(1  & 2 Geo.  4,  c.  44.) 

Clause  62.  And  in  consideration  of  the  great  charge  and  expense  which  the  said  com- 
pany of  proprietors  must  incur  and  sustain  in  making  and  maintaining  the  said  railways  or 
tramroads,  and  other  the  works  hereby  authorised  to  be  made  and  maintained:  be  it  further 
enacted,  that  it  shall  and  may  be  lawful  for  the  said  company  of  proprietors,  from  time  to 
time,  and  at  all  times  hereafter,  to  a>ik,  demand,  take,  recover,  and  receive,  to  and  for  the 
use  and  benefit  of  the  said  company  of  proprietors  for  the  tonnage  of  all  goods,  ivares,  and 
merchandise,  and  olher  things  which  shall  be  carried  or  conveyed  upon  tlie  said  railways  or 
tramroads,  or  upon  any  part  thereof,  the  rates,  tolls,  and  duties  hereinafier  mentioned  ; 
that  is  to  say, 

For  all  limestone,  materials  for  the  repair  of  turnpike  roads  or  highways,  and  all  dung, 
compost,  and  all  sorts  of  manure,  except  lime,  which  shall  be  carried  or  conveyed 
upon  the  said  railways  or  tramroads,  such  sum  as  the  said  company  of  proprietors 
shall  from  time  to  time  direct  or  appoint,  not  exceeding  the  sum  of  fourpence  per 
ton  per  mile. 

For  all  coal,  coke,  culm,  cinders,  stone,  marl,  sand,  lime,  clay,  ironstone,  and  other 
mineral',  building  stone,  pitching  and  paving  stone,  bricks,  tiles,  slates,  and  all 
gross  and  unmanufactured  articles,  and  building  materials,  such  sum  as  the  said 
company  of  proprietors  shall  from  time  to  time  direct  and  appoint,  not  exceeding 
the  sum  of  fourpence  per  ton  per  mile. 

For  all  lead  in  pigs  or  sheet,  bar  iron,  ivaggon  tire,  timber,  staves,  and  deals,  and  all 
other  goods,  commodities,  wares  and  merchandises,  such  sum  as  the  said  company 
of  proprietors  shall  from  time  to  time  direct  and  appoint,  not  exceeding  the  sum  of 
sixpence  per  ton  per  mile. 

For  all  the  articles,  matters,  and  things  for  which  a tonnage  is  hereinbefore  directed  to 
be  paid,  which  shall  pass  the  inclined  planes  upon  the  said  railways  or  tramroads, 
such  sura  as  the  said  company  of  proprietors  shall  appoint,  not  exceeding  the  sum 
of  one  shilling  per  ton. 

And  for  all  coal  which  shall  be  shipped  on  board  of  any  vessel  or  vessels  in  the  port  of 
Stockton-upon-Tees  aforesaid,  for  the  purpose  of  exportation,  such  sum  as  the  said 
company  of  proprietors  shall  appoint,  not  exceeding  the  sura  of  one  halfpenny  per 
ton  per  mile. 

Clause  87.  And  be  it  further  enacted,  that  it  shall  be  lawful  for  the  lord  or  lords,  lady 
or  ladies  of  any  manor,  and  the  owner  or  owners  of  such  lands  or  grounds  near  to,  through, 
or  by  which  the  said  railways  or  tramroads,  or  any  part  thereof  shall  be  made,  to  erect  and 
use  any  wharfs,  landing  places,  cranes,  weigh  beams  or  warehouses,  in  or  upon  his,  her,  or 
their  respective  wastes,  lands,  or  grounds,  adjoining  or  near  to  the  said  railways  or  tram- 
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roiids,  or  any  of  them,  and  lo  land  any  ajoods  or  other  things  upon  such  wliarfs  or  landing 
places,  or  upon  the  banks  lying  between  the  same  and  the  said  railways  or  tramroads,  or 
any  part  thereof,  and  also  lo  make  and  use  proper  and  convenient  places  for  waggons,  carts, 
and  other  ( airiages,  to  he  and  turn  in  and  pass  each  other,  so  tl.at  the  makiifg  or  usimy 
thereof  do  not  obsli  net  or  prejudice  the  passage  of  the  said  railways  or  tramroads:  and  that 
all  rates  or  tolls  which  shall  lie  paid  Ibr  the  use  of  such  wharfs,  landing  places,  cranes, 
weigh  beams,  and  warehouses  respectively,  shall  be,  and  the  same  are  hereby  aceordino-ly 
vested  in  the  lord  or  lords,  lady  or  ladies  of  such  manors,  or  the  owner  or  owners  of  sifch 
lands  or  grounds  who  shall  make  and  erect  the  same  us  aforesaid,  and  his,  her,  or  their 
repre.'entalives,  so  that  the  rates  and  powers  herein  gianted  to  the  said  company  of  pro- 
prietors be  not  thereby  reduced,  altered,  or  infringed. 

Clause  88.  And  be  it  further  enacted,  that  if  any  such  lord  or  lords,  lady  or  ladies, 
owner  or  owners,  shall  not  within  the  space  of  three  calendar  months  next  after  notice  given 
in  writing  to  him,  her,  or  them,  or  left  at  his,  her,  or  tiieir  last  or  usual  place  or  places  of  abode, 
by  or  on  behalf  of  the  said  company  of  proprietors,  signifying  that  any  part  of  such  waste 
lands  or  grounds  is  necessary  or  proper  to  be  used  by  them  for  the  purpose  of  erecting  and 
making  wharfs,  landing  places,  warehouses,  and  buildings,  for  the  use  of  the  said  railways 
or  tramroads,  or  for  making  or  laying  riut  necessary  and  convenient  roads  for  conveyance 
of  goods  to  and  from  the  said  railways  or  tramroads,  make,  erect,  and  lay  out,  and  from 
time  to  time  maintain  and  keep  in  good  and  substantial  repair,  such  proper  and  sufficient 
wharfs  or  landing  places,  warehouses,  buildings,  and  roads  for  the  use  of  the  said  railways 
or  tramroads,  as  any  two  or  more  justices  of  the  peace  for  the  said  county  of  Duriiam  shall 
think  necessary  on  the  respective  part  or  parts  of  the  waste  lamis  and  grounds  described  in 
such  notice,  then  and  in  every  or  any  such  case  the  said  company  of  proprietors  shall  have 
full  power  and  authority,  without  any  hind'-ance  or  restraint  whatsoever,  to  make  use  of 
such  waste  lands  or  grounds,  not  being  the  ground  whereon  any  house  or  other  building 
stands,  or  a garden,  orchard,  yard,  park,  planted  walk,  or  an  avenue  to  a house  (except  as 
hereinbefore  is  mentioned  or  refeired  to),  for  erecting  and  building  proper  and  sufficient 
whai  fs,  landing  places,  warehouses,  and  buildings,  and  making  and  laying  out  necessary 
and  convenient  roads  lo  and  frmn  the  said  railways  or  tramroads,  agreeably  to  such  notice 
to  be  delivered  as  aforesaid. 

Clause  89.  And  be  it  fuither  enacted,  that  the  said  company  of  proprietors  shall  make 
satisfaction  for  the  lands  or  grounds  taken  and  used  by  them,  for  the  purpose  of  making 
any  such  wharfs,  landing  places,  warehouses,  buildincis,  and  roads  as  aforesaid,  in  such 
manner  as  is  herein  directed  with  respect  to  any  other  lands  or  grounds  which  shall  be 
taken  or  used  by  the  said  company  of  proprietors  for  the  purposes  of  this  Act. 

Clause  92.  And  be  it  further  enacted,  that  no  more  than  the  sum  of  one  penny  per  ton 
shall  be  demanded  or  taken  by  any  such  lord  or  lords,  lady  or  ladies,  landov\ner  orowmers, 
who  shall  make,  erect,  or  build  any  such  wharfs  or  quays,  in  pursuance  of  the  notice  to  be 
given  by  or  on  behalf  of  the  said  company  of  proprietors  to  such  lord  or  lords,  lady  or 
ladies,  owner  or  owneis,  for  that  purpose  as  aforesaid,  or  by  the  said  company  of  proprietors 
themselves,  under  the  power  herein  for  that  purpose  contained  (as  the  case  may  be)  for  the 
wharfage  of  coals,  culm,  lime,  limesti  ne,  clay,  iron,  ironstone,  lead  ore,  or  any  other  ores, 
timber,  stone,  bricks,  tiles,  slates,  gravel, or  other  things  : no  more  than  two-pence  for  the 
waiehousing  of  every  package  not  exceeding  fifty-six  pounds,  nor  more  than  four-pence  for 
the  warehousing  of  every  package  above  three  hundred  pounds  weight,  and  not  exceeding 
six  hundred  pounds  weight,  and  not  more  than  six-pence  per  ton  for  the  warehousing  any 
package  exceeding  one  thousand  pounds  weight,  which  shall  be  resjjectively  placed  upon 
any  of  the  wharfs  or  warehouses  hereby  authorise  i to  be  made,  and  which  shall  be  placed 
and  remain  in  and  upon  any  such  wharfs,  quays,  or  warehouses,  and  shall  not  continue 
thereupon  for  a longer  space  of  time  than  forty-eight  hours:  Provided  always,  that  in  case 
any  of  the  said  articles  shall  be  left  and  remain  in  and  upon  any  such  wharfs,  quays,  or 
warehouses,  over  and  above  the  time  hereby  limited  for  the  same  respectively,  then  the 
owner  or  owners  of  such  articles  shall  pay  to  the  ]rroprietors  of  such  wharfs,  quays,  or  ware- 
houses, the  further  sum  of  one  penny  per  ton  for  wharfage,  and  two-penre  per  ton  for 
warehousing  for  the  next  seven  days,  and  the  like  sum  of  one  penny  or  two-pence  respectively 
per  ton  for  every  further  seven  days  which  such  articles  shall  remain  upon  such  wharfs, 
quays,  or  warehouses  after  the  expiration  of  the  first-mentioned  seven  days  : Provided  also, 
that  it  shall  be  lawful  for  the  said  company  of  proprietors  to  erect,  repair,  and  use  any 
cranes  or  weighing  machines  upon  any  such  wharfs  or  quays  last  mentioned,  for  the  more 
convenient  loading  and  unloading  and  weighing  of  any  such  minerals  or  other  goods,  wares, 
merchandise,  or  com  uodities,  in  case  the  ])roprietors  of  such  vvhaifs  or  quays  shall  refuse  or 
neglect  to  make  and  erect  the  same  for  the  space  of  .six  calendar  months  after  they  shall 
have  received  notice  in  writing  for  that  purpose  from  the  said  company  of  proprietors,  or 
when  so  erected,  neglect  or  refuse  to  keep  the  same  in  repair,  anything  in  this  Act  contained 
to  the  contrary  thereof  notwithstanding. 
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BIKMINGHAM  CANAL  (CONSOLIDATION)  ACT,  1835. 

(5th  William  4,  c.  34.) 

Clause  129.  And  be  it  furtlier  enacted,  that  it  shall  be  lawful  for  the  said  company  from 
time  to  time,  and  at  all  times  hereafter,  to  demand,  receive,  and  recover,  for  all  coal,  coke, 
ironstone,  lime,  limestone,  minerals,  and  other  goods  whatsoever,  loaded,  landed,  or  placed 
in  or  upon  any  of  the  public  wharfs  of  the  said  company  now  existing  or  hereafter  to  be 
made,  over  and  above  the  several  tolls  hereinbefore  mentioned,  the  further  tolls  following 
(that  is  to  say) : 

For  the  wharfage  of  all  coal  and  coke  which  shall  pass  out  of  the  Worcester  and 
Birmingham  Canal  into  the  said  Birmingham  Canal,  and  shall  be  landed  at  or 
upon  any  public  wharf  of  the  said  company  now  existing  or  hereafter  to  be  made, 
any  sum  which  the  said  company  shall  from  time  to  time  direct,  not  exceeding  the 
sum  of  two-pence  per  ton  : 

For  the  wharfage  of  all  coal,  coke,  ironstone,  lime,  limestone,  and  other  minerals 
(except  such  coal  and  coke  as  last  rnemioned)  which  shall  be  landed,  loaded,  or 
placed  at  or  upon  any  public  wharf  of  the  said  company  now  existing  or  hereafter 
to  be  made,  any  sum  which  the  said  company  shall  from  time  to  time  direct,  not 
exceedinii  the  sum  of  one  penny  per  ton  : 

For  the  wharfage  of  coal,  coke,  ironstone,  lime,  limestone,  and  other  minerals  whatsoever, 
which  shall  remain  upon  any  public  wharf  of  the  said  company  now  existing  or 
hereafter  to  be  made,  beyond  the  space  of  forty-eight  hours  any  further  sum  which 
the  said  company  shall  from  time  to  time  direct,  not  exceeding  the  furihersum  of 
ore  farthing  per  ton  for  every  fortnight  which  such  articles  shall  remain  upon  such 
vvhai  f after  the  expiration  of  the  said  ferty-eight  Imurs,  and  so  after  that  proportion 
for  any  less  period  than  a fortnight: 

For  the  wharfage  of  :dl  goods  (except  coal,  coke,  ironstone,  lime,  limestone,  and  other 
minerals)  which  shall  be  landed,  loaded,  or  placed  at  or  upon  any  public  wharf 
of  the  said  company  now  existing  or  hereafter  to  be  made,  any  sum  wliich  the 
said  company  shall  from  time  to  time  direct,  not  exceeding  the  sum  of  two-pence 
per  ton  : 

For  the  wharfage  of  all  goods  (except  coal,  coke,  ironstone,  lime,  limestone,  and  other 
minerals)  which  shall  remain  upon  any  public  wharf  of  the  said  company  now 
existing  or  hereafter  to  be  made,  beyond  the  space  of  forty-eight  hours,  any 
fun  her  sum  which  the  said  company  shall  fiom  time  to  time  rlirect,  not  exceeding 
the  further  sum  of  one  halfpenny  per  ton  for  every  week  which  such  articles  shall 
remain  upon  such  wharf  af  ter  the  expiration  of  the  forty-eight  hours,  and  so  after 
that  proportion  for  any  less  period  than  a week  ; 

For  the  weighing  of  all  coal,  coke,  ironstone,  lime,  limestone,  minerals,  and  other  goods 
whatsoever  which  the  owner  thereof  shall  be  desirous  of  having  weighed,  any  sum 
which  the  said  company  shall  from  time  to  time  direct,  not  exceeding  the  sum  of 
two-pence  per  ton  : 

For  the  use  of  any  crane  now  erected  and  made,  or  hereafter,  in  pursuance  of  or  under 
the  authority  of  this  Act,  to  be  elected  and  m.ade,  any  sum  which  the  said  com- 
pany shall  from  time  to  time  direct,  not  exceeding  the  sum  of  two-pence  per  ton. 


GREAT  WESTERN  RAILWAY  ACT,  1835. 

(5  & 6 William  4,  c.  107.) 

Clause  164.  And  be  it  further  enacted,  that  it  shall  be  lawfull  for  the  said  company  to 
demand,  receive,  and  recover  to  and  for  the  use  and  benefit  of  the  said  company,  for  the 
tonnage  of  all  articles,  matters,  and  things  which  shall  be  conveyed  upon  or  along  the  said 
railway,  any  rates  or  tolls  not  exceeding  the  following,  that  is  to  say  : 

For  all  dung,  compost,  and  all  sorts  of  manure,  lime,  and  limestone,  and  salt,  and  all 
undressed  materials  for  the  repair  of  public  roads  or  highways,  the  sum  of  one 
penny  per  ton  per  mile: 

For  all  coal<,  coke,  culm,  charcoal,  cinders,  building,  pitching,  and  pavinig  stones, 
dressed,  I ricks,  tiles,  slates,  clay,  sand,  ironstone,  iron  ore,  pig,  bar,  rod,  hoop, 
sheet,  and  all  other  similar  descriptions  of  wrought  iron  and  castings  not  manu- 
factured into  utensils  or  other  articles  of  merchandise,  the  sum  of  three-halfpence 
per  ton  per  mile : 

For  all  sugar,  grain,  corn,  flour,  dyewoods,  earthenwate,  timber,  staves'and  deals, 
metals  (except  iion),  nails,  anvils,  vices,  chains,  the  sum  of  two-pence  per  ton  per 
mile  : 

For  all  cotton’and  other  wools,  hides,  drugs,  manufactured  goods,  and  all  other  wares, 
merchandise,  ai  tides,  matters,  or  things,  the  sum  of  threr-pence  per  ion  per 
mile. 
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Clause  166.  And  be  it  further  enacted,  that  it  shall  be  lawful  for  the  said  company, 
and  tliey  aie  hereby  empovvered  to  provide  locomotive  or  stationaiy  engines  or  other  power 
for  ihe  drawing  or  propelling  of  any  articles,  matters,  or  things,  persons,  cattle,  or  animals 
upon  the  said  railway,  and  also  along  and  upon  any  other  railway  communicating  therewith, 
and  to  receive,  demand,  and  recover  such  sums  of  money  for  the  use  of  such  engines  or 
other  power  as  the  said  Company  shall  think  proper,  in  addition  to  the  several  other  rates, 
tolls,  or  sums  by  this  Act  authorised  to  be  taken. 

Clause  167.  And  be  it  further  enacted,  that  it  shall  be  lawful  for  the  said  company,  and 
they  are  hereby  authorised,  it  they  shall  think  propt'r,  to  use  and  employ  locomotive  engines 
or  other  moving  power,  and  in  carriages  or  waggons  drawn  or  propelled  thereby,  to  convey 
upon  the  said  railway,  and  also  along  and  upon  any  other  railway  communicating  therewith, 
ail  such  passengers,  cattle  and  other  animals,  goods,  wares,  and  merchandise,  articles, 
matters  and  things,  as  shall  be  offered  to  them  for  that  purpose,  and  to  make  such  reason- 
able charges  for  such  conveyance  as  they  may  from  lime  to  time  determine  upon,  in  addition 
to  the  several  rates  or  tolls  by  this  Act  authoiised  to  betaken  : Provided  always,  that  it 
shall  not  be  lawful  for  the  said  company  or  (or  any  person  usintrthe  said  railway,  as  carriers, 
to  charge  for  the  conveyance  of  any  pa.'senger  upon  the  said  railway  any  greater  sum  than 
the  sum  of  three-pence  halfpenny  per  mile,  including  the  toll  or  rate  hereinbefore 
granted. 


GREAT  NORTH  OF  SCOTLAND  RAILWAY  CONSOLIDATION 

ACT,  1859. 

(22  & 23  Viet.  c.  8.) 

Clause  60.  It  shall  be  lawful  for  the  Company  to  demand  and  take,  in  addition  to  the 
before-mentioned  tolls,  rates,  and  charges,  a reasonable  sum  for  the  use  of  any  warehouse, 
wharf,  or  other  such  like  accommodation,  and  a further  reasonable  sum  for  the  trouble  occa- 
sioned by  collec  ting  or  delivering  goods  and  other  articles,  and  other  services  incidental  to 
the  business  of  a cariier,  where  such  services  respectively  shall  be  performed  by  the  Com- 
pany otherwise  than  upon  the  premises  of  the  railway. 

Clause  61.  It  shall  also  be  lawful  for  the  company  to  take,  for  the  use  of  any  cranes  or 
weighing  machines  erected  by  the  company,  of  and  from  the  owner  or  person  having  charge 
of  any  goods,  articles,  or  things  loaded  or  unloaded  weighed  or  measured  by  means  of  the 
same,  such  reasonable  sum  as  the  Company  shall  from  time  to  time  appoint. 


NORTH  STAFFORDSHIRE  RAILWAY  ACT,  1847. 

(10  & 11  Viet.  c.  108.) 

Clause  86.  Provided  also,  and  be  it  enacted,  that  the  restrictions  as  to  the  charges  to 
be  made  for  passengers  shall  not  extend  to  any  special  or  extra  trains  that  may  be  required 
to  tun  upon  the  said  raiUvay,  but  shall  apply  only  to  the  ordinary  trains  appointed  by  the 
said  company  for  the  conveyance  of  passengers  and  goods  upon  the  said  railway. 

Clause  87.  And  with  respect  to  small  packages,  and  single  articles  of  great  weight,  be 
it  enacted,  that  notwithstanding  the  rate  of  tolls  prescribed  by  this  Act,  the  company  may 
lawfully  demand  the  tolls  following  (that  is  to  say): — 

For  the  cariiage  of  small  parcels  (that  is  to  say,  parcels  not  exceeding  five  hundred 
pounds  weight  each),  the  company  may  demand  any  sum  which  they  think  fit: 
Provided  always,  that  articles  sent  in  large  aggregate  quantities,  although  made 
up  of  separate  parcels,  such  as  bags  of  sugar,  coffee,  meal,  and  the  like,  shall  not 
be  deemed  small  parcels,  but  such  term  shall  apply  only  to  single  parcels  in  sepa- 
rate packages ; 

For  the  caiiiage  of  any  one  boiler,  cylinder,  or  single  piece  of  machinery,  or  single 
piece  of  timber  or  stone,  or  other  single  article,  the  weight  of  which,  including  the 
carriage,  shall  exceed  four  tons  but  not  exceed  eight  tons,  the  company  may 
demand  such  sum  as  they  think  fit,  not  exceeding  sixpence  per  ton  per  mile  : 

For  the  carriage  of  any  single  piece  of  timber,  stone,  machinery,  or  other  single  article 
the  weight  of  which,  with  the  carriage,  shall  exceed  eight  tons,  the  company  may 
demand  such  sum  as  they  think  fit. 
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NORTH  STAFFORDSHIRE  RAILWAY  ACT,  1879. 

(42  & 43  Viet.  c.  205.) 

Clause  25.  The  Company  may  provide  and  maintain  at  such  place  or  places  as  they  may 
deem  expedient  for  the  better  accommodation  of  the  traffic  of  their  railways,  storehouses  or 
warehouses  as  places  of  special  or  ordinary  security  for  goods,  wares,  and  merchandise,  and 
after  any  such  storeliouse  or  warehouse  shall  have  been  approved  of  and  appointed  by  the 
Commissioners  of  Her  Alajesty’s  Customs  as  a warehouse  of  special  security,  goods,  wares, 
and  merchandise  may  be  warehoused  and  kept  therein  witliout  payment  of  duty,  in  accord- 
ance with  the  provisions  of  the  Act  passed  in  the  eiglith  and  ninth  years  of  the  reign  of 
Her  present  Majesty,  intituled  “An  Act  for  the  Warehousing  of  Goods,”  and  the  Company 
may  demand,  take,  and  receive  such  rents,  charges,  and  remuneration  for  and  in  respect  of 
the  use  and  accommodation  and  services  rendered  in  resjtect  of  any  goods,  wares,  or  mer- 
chandise stored,  warehoused,  or  kept  in  any  such  warehouse  of  special  security  as  may  be 
reasonable,  or  as  may  be  agreed  between  the  Company  and  the  owner  of  any  such  goods, 
wares,  or  merchandise;  and  the  Company  are  hereby  also  empowered  to  give  such  security, 
and  to  do  all  acts  necessary  to  enable  them  to  obtain  such  approval  and  ajrpointment  of  and 
from  the  said  Commissioners,  and  otherwise  to  comply  with  the  provisions  of  the  said 
Act. 

Clause  26.  The  Company,  in  addition  to  any  other  tolls,  rates,  or  charges  which  they  can 
lawfully  demand  and  recover,  may  demand  and  recover  for  the  wharehousing  and  wharfage 
of  goods  (after  due  notice  to  the  consignee,  and  allowing  a reasonable  time  for  remo\al)  or 
for  any  other  extraordinary  services  performed  by  them,  not  incidental  to  the  business  or 
duty  of  a carrier,  such  reasonable  sum  or  sums  as  they  may  think  fit;  but  nothing  herein 
contained  shall  extend  or  apply  to  coal,  cannel,  culm,  slack,  coke,  or  cinder  traffic  where 
such  traffic  is  delivered  into  the  yards  or  sidings  owned  or  rented  by  the  consignors  or  con- 
signee, but  where  such  coal,  cannel,  culm,  slack,  coke,  or  cinder  traffic  is  wharfed  upon 
sidings  or  yards  belonging  to  and  in  the  occupation  of  the  Company,  the  Company  may 
charge  a sum  for  the  use  of  such  sidingor  yard  not  exceeding  three-pence  per  ton  in  respect 
thereof,  and  if  the  said  traffic  shall  remain  in  the  said  siding  or  yard  for  a longer  period  than 
four  days  (Sunday,  Christmas  Day,  Good  Friday,  and  Bank  Holiday  excepted),  ike  Com- 
pany may  after  due  notice  to  the  consignee,  and  allowing  one  clear  day  for  removal,  charge 
a further  reasonable  sura  in  respect  thereof. 


NORTH  STAFFORDSHIRE  RAILWAY  ACT,  1880. 

(43  & 44  Viet.  c.  191.) 

Clause  13.  Provided  always,  that  the  Company  may,  in  addition  to  the  foregoing 
charges  for  the  aforesaid  conveyance,  make  such  charges  as  are  respectively  authorised  by 
the  eighty-filth  and  eighty-seventh  sections  of  the  Acts  of  1847  ; the  twenty-fourth,  twenty- 
fifth,  and  twenty-sixth  sections  of  the  North  Staffordshire  Railway  Act  of  1879  and  by  this 
Act,  and  also  reasonable  charges  for  the  use  of  sleeping  carriages,  saloon  carriages,  refresh- 
ment carriages,  or  receiving  offices  for  parcels  or  goods,  or  for  collecting,  loading,  unloading, 
or  delivering  traffic,  or  for  the  use  of  covers  or  tarpaulins,  storehouses,  or  sheds,  or  for  the 
use  of  stations  or  sidings  for  loading  or  unloading,  or  for  any  other  accommodation  or 
service  not  incidental  to  the  aforesaid  conveyance,  where  such  accommodation  or  service 
shall  have  been  provided  by  the  company,  but  nothing  herein  shall  affect  the  provision  as 
to  coal,  cannel,  culm,  slack,  coke,  or  cinder  traffic  in  section  twenty-six  of  the  Act  of 
1879. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  56 


PAPERS  handed  in  by  the  Chairman. 


statement  showing  the  Class  Rates  Charged  by  the  Caledonian  Railway 

Stations,  and  also  the  Exceptional 


CLASS 

rates  per  ton. 

Mineral  Class. 

Special 

Distance 

Police 

Class 

and 

Farm- 

Other 

in 

First 

Second 

Tldrd 

Fourth 

Fifth 

from 

STATIONS. 

yard 

Manure, 

Coal. 

Mine- 

Pave- 

Quanti- 

Lime, 

rals. 

Class. 

Class. 

Class 

Class. 

Class. 

Forfar. 

and 

Materials 

ment. 

ties 

(a) 

for 

of  not 

Roads. 

than 

In  Quantities  of  not  less  than 

4 Tons. 

1 Ton. 

In  Quantities  exceeding  112  lbs. 

S. 

s. 

s. 

s. 

s. 

S. 

s. 

s. 

s. 

s. 

C. 

D. 

C.  D. 

c. 

D, 

c. 

D, 

c. 

D. 

M. 

c. 

S. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

s. 

d. 

5. 

(1. 

5. 

d. 

s* 

"d. 

s. 

d. 

s. 

d. 

17 

73 

Broughty  Ferry 

- 

- N.  C. 

2 

3 

2 

3 

- 

3 

- 

4 

0 

6 

8 

7 

6 

8 

4 

9 

2 

10 

- 

19 

30 

Brechin 

- 

- N.  C. 

2 

6 

2 

3 

3 

3 

3 

5 

- 

7 

6 

(b) 

8 

4 

9 

2 

10 

- 

11 

8 

23 

77 

Lochee  - 

- 

- N.  C. 

3 

- 

3 

3 

9 

3 

9 

5 

- 

7 

0 

8 

4 

9 

2 

10 

10 

11 

8 

32 

40 

Perth,  N orth  Station 

- N.  C. 

3 

7 

4 

3 

4 

6 

4 

9 

0 

8 

(d) 

9 2 

10 

- 

11 

8 

13 

4 

15 

_ 

41 

13 

Stonehaven  - 

- 

- N.  C. 

4 

- 

4 9 

5 

4 

7 

6 

10 

- 

11 

8 

13 

4 

15 

- 

16 

8 

57 

31 

Aberdeen 

- 

- N.  C. 

4 

8 

5 

3 

6 

7 

10 

- 

12 

0 

14 

2 

16 

8 

(h) 

20  - 

21 

8 

65 

42 

Stirling 

- 

C. 

- 

- 

- 

9 

2 

13 

4 

15 

- 

17 

6 

20 

- 

25 

- 

77 

31 

Denny  - 

- 

- N.  C. 

5 

6 

6 

1 

7 

6 

11 

8 

15 

- 

17 

6 

20 

- 

25 

- 

30 

- 

95 

53 

Glasgow 

- 

C. 

- 

- 

- 

9 

2 

le) 

14  2 

(/) 

20  - 

22 

6 

(ff) 

30  - 

w 

35  - 

37 

6 

90 

79 

Cambuslang  - 

- 

- N.  C. 

6 

3 

6 

11 

8 

4 

14 

2 

16 

8 

20 

- 

25 

- 

28 

4 

33 

4 

97 

32 

1 

Wishaw 

- 

C. 

- 

(0 

(?n) 

14  2 

18 

4 

21 

8 

26 

8 

32 

6 

38 

4 

101 

1 

73 

Carluke 

- 

- N.  C. 

6 

6 

7 

1 

8 

6 

15 

- 

18 

4 

21 

8 

26 

8 

30 

- 

36 

8 

105 

‘ 15 

1 

Leith  - 

- 

C. 

- 

- 

- 

(n) 

12  6 

(0) 

15  10 

(o)(p) 
18  4 

(?) 

20  10 

26 

8 

37 

6 

116 

35 

Midcalder 

- 

- N.  C. 

7 

1 

7 

9 

9 

2 

15 

10 

18 

4 

23 

4 

28 

4 

35 

- 

41 

8 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 


13 

14 


Notes. — The  charges  in  the  table  are  for  goods  (uninsured) 
conveyed  at  the  Company’s  risk,  except  for  articles  in  the 
mineral  class,  and  hay  and  straw,  which  are  carried  at  the 
owner’s  risk. 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station 
to  station,  and  loading  and  unloading,  except  for  articles  in  the 
mineral  class,  and  for  cattle  and  sheep,  which  are  loaded  and 
unloaded  by  the  owners. 

C.  D.  signifies  that  the  charges  include  collection  and  de- 
livery, the  loading  and  unloading  being  also  performed  by  the 
Company. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 

C.  signifies  that  the  station  is  a competitive  station. 


* These  charges  arc  not  in  the  rate  book  supplied  to  the 
Board  of  Trade,  but  have  been  furnished  by  the  Company. 
There  is  a minimum  charge  of  2 d.  per  can. 

(a)  The  minimum  load  for  bricks  and  coke  is  three  tons. 

(b)  The  charge  for  waste  is  Os.  8 d.,  C.  D.,  per  ton. 

(c)  The  charge  for  jute  is  6 s.,  C.  D.,  per  ton. 

(d)  The  charge  for  bark,  is  Gs.  2 d.,  S.  S.,  per  ton. 

(e)  The  charge  for  packed  manure,  in  quantities  of  not  less 
than  four  tons,  is  11  s.  8 rf,,  S.  S.,  per  ton  ; for  flour,  in  quanti- 
ties of  not  less  than  one  ton,  is  11  s.  8 d.,  S.  S.,  per  ton  ; and  for 
oilcake,  at  owner’s  risk,  in  quantities  of  not  less  than  three  ton* 
is  13  s.  4d.,  S.  S.,  per  ton. 
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PAPERS  handed  in  by  the  Chairman. 


Company,  for  the  Conveyance  of  Goods  between  Forfar  and  the  undermentioned 
Rates  charged  for  certain  Articles. 


EXCEPTIONAL 

RATES  PER 

TON 

Milk,  by  Passenger  Train,  per  Gallon.* 

Cattle. 

Sheep  and  Lambs. 

Iron  (undamageable),  in  Quantities  of 
not  less  than  1 Ton. 

Grain,  in  Quantities  of  not  less  than  1 Ton. 

m 

c 

u 

a} 

Canvas,  Linens,  Osnaburgs, 
Sackings,  Flax,  Hemp,  Tow. 

I 

Whiskey. 

Hides  (Green  or  Market)  at 
Owner’s  Risk. 

Ale  and  Porter. 

Timber,  in  Quantities  of  not  less  than 

1 Ton. 

Turnips,  in  full  Loads. 

Potatoes,  in  Quantities  of  not  less  than 

1 Ton. 

Police  Manure,  in  Quantities  of  not  less 
than  4 Tons. 

Small  Trucks,  per  Truck. 

Medium  Trucks,  per  Truck. 

1 

Large  Trucks,  per  Truck. 

Small  Trucks,  per  Truck. 

Medium  Trucks,  per  Truck. 

Large  Trucks,  per  Truck. 

In  Quantities  exceeding  112  lbs. 

s.  s. 

s.  s. 

C.  D. 

C.  T>, 

C.  D. 

C.  D. 

C.  D. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

s.s. 

s.  s. 

s.  s. 

s.  s. 

*.  d. 

*.  d. 

*.  d. 

*.  d. 

d. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

*.  d. 

s.  d. 

d. 

s.  d. 

*.  d. 

5.  d. 

*.  d. 

s.  d. 

5.  d. 

1 

- 

- 

6 - 

- 

- 

- 

- 

- 

4 2 

- 

- 

3 

“4 

9 9 

10  6 

11  6 

8 6 

9 3 

10  6 

s.  s. 

2 

- 

- 

5 10 

- 

8 4 

5 - 

- 

- 

- 

- 

- 

-i 

10  3 

11  - 

12  3 

9 - 

9 9 

11  - 

(c) 

3 

- 

- 

6 - 

6 

“ 

- 

- 

- 

4 2 

- 

2 6 

4 

13  - 

14  - 

15  9 

11  6 

12  6 

14  - 

s.  s. 

s.  s. 

4 

- 

5 5 

“ 

10  - 

6 2 

-■ 

- 

- 

1 

16  9 

18  3 

20  3 

14  9 

16  3 

18  3 

5 

- 

- 

- 

- 

11  8 

- 

- 

- 

- 

- 

- 

1 

20  9 

22  6 

25  - 

18  3 

19  9 

22  6 

6 

8 4 

- 

11  8 

- 

14  2 

12  6 

- 

7 6 

- 

- 

3 6 

1 

28  3 

30  9 

34  3 

24  9 

27  3 

30  9 

7 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

32  9 

35  6 

39  6 

28  6 

31  3 

35  6 

8 

10  10 

- 

- 

- 

15  10 

- 

- 

- 

- 

- 

- 

1 

38  6 

41  9 

46  6 

33  6 

36  9 

41  9 

(*) 

9 

11  8 

16  8 

16  8 

19  2 

16  8 

19  2 

12  6 

- 

- 

1 

46  6 

50  6 

56  6 

40  9 

44  6 

50  6 

10 

11  3 

- 

- 

- 

16  8 

- 

- 

- 

- 

13  4 

- 

1 

- 

- 

- 

- 

- 

- 

11 

11  8 

13  4 

- 

- 

19  2 

- 

- 

- 

- 

13  4 

- 

1 

- 

- 

12 

11  8 

- 

- 

- 

17  6 

- 

17  6 

- 

- 

- 

- 

l 

- 

- 

(r) 

13 

16  8 

“ 

— 

1 

39  6 

42  9 

47  9 

34  6 

37  9 

42  9 

14 

12  11 

14  2 

- 

- 

18  4 

- 

- 

- 

- 

- 

- 

1 

46  6 

50  6 

56  6 

40  9 

1 41  6 

50  6 

(/)  The  charge  for  paper-making  materials,  is  16  s.  8 rf., 
C.  D.,  per  ton. 

{g)  The  charge  for  leather  dressed,  is  25*.,  C.  D.,  per  ton. 

{h)  The  charge  for  fresh  meat  to  Aberdeen,  at  owner’s  risk, 
is  14*.  2d.,  C.  D.,  per  ton,  and  to  Glasgow,  at  owner’s  risk, 
30  *..  C.  D.,  per  ton. 

ifi)  The  chai’ge  for  yarns,  if  loose,  is  19*.  2d.,  C.  D.,  per 
ton. 

(/)  The  charge  for  bricks,  in  quantities  of  not  less  than  four 
tons,  is  6 s.  6 d.,  S.  S.,  per  ton. 

(m)  The  charge  for  fire-clay  ware  (common),  at  owner’s  risk, 
is  10  *.  10  d.,  S.  S.,  per  ton. 


(n)  The  charge  for  draff,  in  quantities  of  not  less  than  three 
tons,  is  8 «.  9 d.,  S.  S.,  per  ton ; for  packed  manure,  in  quantities 
of  not  less  than  four  tons,  10*.  10  d.,  S.  S.,  per  ton;  and  for 
flour,  in  quantities  of  not  less  than  three  tons,  10*.  10  d.,  S.  S., 
per  ton. 

(o)  The  charge  for  lead  (sheet  and  piping),  is  15*.,  C.  D., 
per  ton. 

(p)  The  charge  for  candles,  is  15*.  10  d.,  C.  D.,  per  ton. 

{q)  The  charge  for  bale  goods  for  sliipment,  is  15*.,  C.  D., 
per  ton. 

(r)  This  charge  is  for  yarns  imported  or  for  shipment. 
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STATEMENT  showing  the  Class  Rates  Charged  by  the  Caledonian  Railway  Company 

the  Exceptional  Rates 


CLASS  RATES  PER  TON. 

Distance 

from 

STATIONS. 

A. 

B. 

Special 

Class 

in 

First 

Class. 

Second 

Class. 

Third 

Class. 

Fourth 

Class. 

Fifth 

Class. 

y 

le),  in  Quanti- 

1 Ton. 

O) 

C« 

O 

•4^ 

o 

a 

O 

Dundee. 

In  Quantities 

of 

not  less  than 

Quantities 

of  not 

less  than 

,o  C 
es  <a 

C3  .a 
CD-w 

05 

o 

.2 

c 

eO 

D 

a a 

rH  O 

.a  H 

4 Tons. 

1 Ton. 

In  Quantities  exceeding  112  lbs. 

2 .2 

t-  2 

o 5 

M. 

CH. 

s.  s. 

s.  d. 

s.  s. 

S.  d 

s.  s. 

s,  d. 

c.  P. 

5.  d. 

C.  D, 

5.  d. 

C.  D. 

s,  d. 

C.  D. 

s.  d. 

c. 

5. 

D. 

d. 

6.  S. 

s.  d. 

s.  s. 

1.  d. 

23 

49 

Perth,  South  Station  N.C. 

(n) 

3 8 

(b) 

2 8 

4 - 

(<l) 

6 8 

7 6 

8 4 

10 

- 

11 

8 

- 

- 

1 

41 

34 

Crieff  - 

-N.C. 

4 10 

3 0 

7 - 

10  - 

11  8 

13  4 

15 

- 

17 

6 

- 

- 

2 

66 

19 

Stirling  - 

- C. 

(«) 

- 

7 6 

11  8 

13  4 

15  - 

17 

6 

20 

- 

- 

- 

3 

64 

21 

Laibert  - 

-N.C. 

5 61 

4 6J 

9 - 

12  6 

(0 

15  — 

(f) 

17  C 

20 

- 

26 

8 

- 

- 

4 

85 

32 

Motherwell  - 

- C. 

6 5 

5 4 

12  6 

(d) 

18  4 

20  - 

23  4 

25 

- 

33 

4 

6 4 

- 

5 

8C 

30 

Glasgow 

- C. 

(«) 

- 

(c) 

11  8 

(d) 

16  8 

(«) 

20  - 

(f) 

22  0 

(g) 

26 

8 

32 

6 

W 

10  10 

- 

6 

86 

78 

Sliieldmuir 

- C. 

0 5^ 

5 4t 

12  C 

(d) 

16  8 

18  4 

21  8 

22 

6 

30 

- 

8 4 

- 

7 

95 

72 

Leith 

- C. 

- 

- 

(c) 

0 2 

(d) 

12  C 

(f) 

13  4 

(/) 

15  - 

20 

_ 

30 

- 

(0 

7 6 

8 - 

8 

96 

33 

Paisley  - 

- c. 

- 

- 

(c) 

13  4 

(d) 

17  6 

(e) 

20  - 

(f) 

26  8 

27 

6 

38 

4 

- 

12  6 

9 

112 

9 

Greenock 

- C. 

- 

- 

13  4 

(«) 

18  4 

20  - 

27  6 

30 

- 

43 

4 

- 

- 

10 

174 

29 

Carlisle  - 

- C. 

- 

- 

(0 

22  G 

27  C 

32  6 

37  0 

42 

6 

50 

- 

16  6 

17  6 

11 

9 

46 

Panmure 

- c. 

- 

- 

2 8 

4 2 

(e) 

5 - 

(/) 

5 10 

6 

8 

7 

6 

- 

- 

12 

16 

43 

Arbroath 

- c. 

- 

- 

(c) 

4 2 

6 8 

7 0 

8 4 

9 

2 

10 

- 

- 

- 

13 

21 

32 

Forfar  - 

- c. 

(«) 

- 

(c) 

5 - 

7 0 

8 4 

(/) 

9 2 

10 

- 

11 

8 

- 

- 

14 

34 

43 

Brechin  - 

- c. 

(«) 

- 

7 C 

(d) 

10  - 

11  8 

13  4 

15 

- 

16 

8 

- 

- 

15 

36 

20 

Montrose 

- c. 

(a) 

- 

(c) 

7 0 

10  - 

11  8 

13  4 

IS 

- 

16 

8 

w 

7 6 

6 - 

16 

66 

26 

Stonehaven 

- c. 

- 

- 

10  - 

12  6 

14  2 

16  8 

19 

2 

21 

8 

8 9 

- 

17 

72 

44 

Aberdeen  (s) 

- c. 

- 

- 

10  10 

(d) 

15  - 

16  8 

20  - 

(g) 

2.5 

- 

27 

6 

10  - 

(0 

8 - 

18 

A.  Tlic  rates  given  in  this  column  are  for  the  conveyance  of  coal,  coke,  culm,  charcoal,  cinders,  stones  for  building,  pitching,  and  paving, 

bricks,  tiles,  slates,  clay,  sand  iron-stone,  iron  ore,  and  pig  iron.  _ r „ i j 

B.  The  rates  given  in  this  column  are  for  the  conveyance  of  dung,  compost,  police  and  farmyara  manure,  lime,  limestone,  and  undressed 

materials  for  the  repair  of  public  roads  and  highways.  , . , r .•  i • .e  • i -i  j u 

Xfoies. The  charges  in  the  table  are  for  goodsfuninsured)  conveyed  at  the  Company  s risk,  except  for  articles  in  the  mineral  class,  and  hay 

and  straw,  which  are  carried  at  the  owner’s  risk.  ....  , ■ , /■  .•  i • .i  ■ i i 

S.  S.  signifies  that  the  charges  are  for  conveyance  from  station  to  station,  and  loading  and  unloading,  except  for  articles  in  the  mineral  class, 

and  for  cattle  and  sheep,  which  are  loaded  and  unloaded  bj  the  owners. 
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for  the  Conveyance  of  Goods  between  Dundee  and  the  undermentioned  Stations,  and  also 
Charged  for  certain  Articles. 


EXCEPTIONAL  RATES  PER  TON. 

Milk,  by  Passenger  Train,  per  Gallon.* 

Cattle. 

Sheep  and  Lambs. 

Hay  (30  cwt.  to  the  Truck),  Straw 
(20  cwt.  to  the  Truck),  Press 
Packed. 

Packed  Manure,  in  Quantities  of 
not  less  than  4 Tons. 

Canvas,  Linens,  Osnaburgs, 
Sackings,  Flax,  Hemp,  Tow, 
and  Yarns  (Flax,  Hemp, 
Tow,  Jute,  and  Coir),  Packed. 

S 

Hides  (Green  or  Market), 
at  Owner’s  Risk. 

Confectionery. 

Draff,  in  3 Ton  Loads. 

1 imber  (machine  weight),  in  Quan- 

tities of  not  less  than  1 I'on. 

Waste,  in  Quantities  of  not  less 

than  1 Ton. 

Small  Truck,  per  I'ruck. 

Medium  I'ruck,  per  Truck. 

Large  Truck,  per  Truck. 

Small  Truck,  per  Truck. 

Medium  Truck,  per  Truck. 

Large  Truck,  per  Truck.  j 

In  Quantities  exceeding  I 12  lbs. 

8.  S. 

s.  s. 

C.  D. 

s.  s. 

C,  D. 

C.  D. 

s.  s. 

s.  s. 

C.  D. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

S.  8. 

s.  s. 

s.  s. 

— 

— 

— 

— 





— 

— 

— 

— 

— 

— 

— 

— 

— 

— 

a.  d. 

s.  d. 

a.  d. 

a.  d. 

S.  d. 

s,  d. 

s.  d. 

a,  d. 

d. 

s.  d. 

a.  d. 

s.  d. 

s.  d. 

a.  d. 

a.  d. 

O.  R. 

(p) 

1 

S - 

6 8 

4 6 

- 

— 

3 4 

— 

-1 

13  - 

14  - 

15  9 

11  6 

12  6 

14  - 

2 

- 

- 

- 

- 

- 

- 

- 

6 4 

- 

1 

21  6 

26  6 

29  9 

21  6 

23  6 

20  0 

3 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

28  9 

31  3 

35  - 

25  3 

27  9 

31  3 

4 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

31  9 

34  6 

38  6- 

27  9 

30  G 

34  6 

5 

- 

- 

- 

- 

- 

- 

- 

11  8 

- 

1 

42  3 

45  9 

51  3 

37  - 

40  6 

45  9 

0.  R. 

S.  8. 

6 

13  4 

10  - 

15  — 

9 - 

15  10 

15  10 

9 2 

9 - 

1 

42  9 

46  3 

51  9 

37  3 

41  - 

46  3 

7 

- 

- 

- 

- 

- 

- 

- 

11  8 

- 

1 

- 

- 

- 

- 

- 

- 

8 

- 

6 - 

- 

(o') 

7 C 

- 

12  G 

8 - 

0 8 

10  - 

1 

29  3 

31  9 

35  G 

25  9 

28  - 

31  9 

9 

- 

- 

- 

17  6 

10  - 

(P) 

9 2 

- 

1 

47  6 

51  6 

57  9 

41  6 

45  6 

51  6 

(m) 

(P) 

(d) 

10 

- 

17  6 

10  - 

- 

18  4 

- 

10  - 

13  4 

1 

53  3 

60  - 

67  - 

48  3 

52  9 

60  - 

s.  s- 

(m) 

11 

17  0 

25  - 

“ 

- 

“ 

16  8 

“ 

1 

73  3 

81  9 

91  6 

65  9 

72  - 

SI  9 

12 

- 

- 

- 

- 

- 

- 

- 

- 

- 

-f 

- 

- 

- 

- 

- 

- 

13 

- 

- 

6 6 

3 6 

6 8 

- 

- 

3 4 

6 6 

-! 

9 3 

10  - 

11  - 

8 3 

8 9 

10  - 

14 

- 

- 

6 - 

- 

- 

- 

- 

3 10 

6 - 

4 

11  - 

12  - 

13  3 

« 

9 9 

10  9 

12  - 

15 

9 2 

- 

8 4 

- 

- 

- 

- 

- 

- 

1 

18  9 

20  3 

22  9 

16  6 

18  - 

20  3 

16 

9 2 

5 - 

8 4 

- 

- 

- 

- 

5 6 

- 

1 

16  - 

17  3 

19  3 

14  - 

15  3 

17  3 

17 

- 

- 

■ 

- 

12  11 

- 

- 

- 

- 

1 

29  3 

31  9 

35  6 

25  9 

28  - 

31  9 

(n) 

(r) 

18 

13  4 

7 6 

15  - 

9 2 

12  6 

1 

37  - 

40  - 

i 

44  9 

32  3 

35  6 

40  - 

C.  D.  signifies  that  the  charges  include  collection  and  delivery,  the  loading  and  unloading  being  also  performed  by  the  Company. 

N.  C.  signifies  that  the  station  is  a non-competitive  station. 

C.  signifies  that  the  station  is  a competitive  station. 

O.  R.  signifies  that  the  goods  are  conveyed  at  the  owner’s  risk. 

* These  charges  ate  not  in  the  rate  book  supplied  to  the  Board  of  Trade,  but  have  been  furnished  by  the  Company.  There  is  a minimum 
charge  of  2 d.  per  can. 

[Fo?’  Explanatory  Notes,  see  next  paye. 
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Class  Rates  Charged  by  Caledonian  Railway  Company  for  Conveyance  of  Goods,  &c. — continued. 


Dundee  Notes. 

(a)  The  charge  for  slates  to  Perth  is  3 s.  3 d.,  S.  S,,  per  ton  ; to  Brechin,  4 5.  (•«/.,  S.  S.,  per  ton ; and  to 
Montrose,  4s.  Sd.,  S.  S..  per  ton  ; for  causeway  blocks  to  Stirling,  4 s.,  S.  S.,  per  ton  ; and  for  bricks  and 
stones,  5 s.  4 d.,  S.  S.,  per  ton  ; for  sand  and  fireclay  to  Glasgow,  5 s.  6 d.,  S.  S.,  per  ton  ; for  stones  to  Forfar, 
2 s.  6d.,  S.  S.,  per  ton. 

{h)  The  chai’ge  for  police  manure  to  Perth  is  2 s.,  S.  S.,  per  ton 

(c)  The  charge  for  oil  cake,  at  owner’s  risk,  to  Glasgow,  is  10s.,  S.S.,  per  ton  (minimum,  3 tons);  for 
pig  lead,  9s.  2d.,  S.  S.,  pertoii  (minimum,  4 tons';  ; for  Epsom  salts,  10s.,  S.  S.,  per  ton  (minimum, 2 tons)  ; 
for  flour  and  feeding  meal,  8 s.  4 d.,  S.  S.,  per  ton  ; and  for  iron  bolts  and  rivets.  It)  s.,  S.  S.,  per  ton  ; for  meal, 
flour,  bran,  peas,  and  linseed,  to  Leith,  6 s.,  S.  S.,  per  ton;  and  for  oil  cake,  in  bags,  8 s..  S.S.,  per  ton;  for 
blood  m.inure,  in  casks,  to  Paisley,  14  s.  2 d.,C.  D.,  per  ton  ; for  stucco  and  cement,  to  Carlisle,  15  s.,  S.  S. 
per  ton  ; for  waste  for  manure,  to  Arl>roath  and  Forfar,  3s.,  S.  S.,  per  ton  (minimum,  4 tons) ; for  turnips, 
in  full  loads,  to  Forfar,  4s.  2d.,  S.  S.,  per  ton;  and  lor  potatoes,  to  Montrose,  Gs.,  S.  S.,  per  ton. 

(d)  The  charge  for  batching  oil  in  casks  to  Perth  is  5 s.  10  d.,  C.  I).,  per  ton  ; for  sheet  and  hoop  iron,  at 
ownei’s  risk,  to  Motherwell,  11  s.  8d.,  S.  S.,  per  ton  ; and  for  tin  plates,  in  boxes,  15s.,  C.  11.,  per  ton  ; for  rags 
and  waste  for  paper  manufacturers,  to  Glasgow,  11s.  8d.,  S.  S , per  ton  ; for  sugar  (except  loaf),  molasses, 
whale  oil,  and  seal  oil,  and  ale  and  porter  in  casks,  12  s.  6d.,  C-  D.,  per  ton  ; for  common  black  or  green 
glass  bottles  (packed),  and  coarse  paper,  15s.,  C.D.,  per  ton  ; and  for  red,  white,  and  sheet  lead,  13s.  4d,,  C.  D., 
per  ton  ; for  sheet'iron,  in  bundles,  at  owner’s  risk,  to  Shieldmuir,lls.  8d.,  S.  S.,per  ton  ; for  potatoes,  to  Leith, 
8s.,  S.  S.,  per  ton  ; for  sugar,  in  casks,  molasses,  sheet  lead,  ale  and  porter  in  casks,  soap  (except  scented), 
10  s.  10  d.,  C.  D , pier  ton  ; for  whale,  seal,  rape,  and  linseed  oil,  11  s.  8d.,  C.  D.,  pjer  ton  ; for  linseed,  for 
Leith  Docks,  9 s.  2 d.,  S.  S.,  per  ton  ; and  for  rape  oil,  from  Leitli  Docks,  ex  Stettin,  7 s.  6 d.,  S.  S.,  per,ton  ; 
for  ale,  in  casks,  to  Paisley,  14s.  2d.,  C.  D.,  pier  ton  ; for  sugar  (except  loaf)  and  molasses,  to  Greenock, 
12  s.  Gd.,  C.  D.,  pier  ton  ; for  ale,  in  casks,  15  s.,  C.  D.,  per  ton  ; for  esparto,  piress  packed,  14s.  2 d.,  S.  S.,  per 
ton;  whale  and  seal  oil,  in  casks,  15s.  lOd.,  C.  D.,  per  ton  ; paper,  on  reels,  for  printing,  at  owner’s  risk, 
Kis.  8d.,  C.  D.,  per  ton  ; and  for  waste,  press  packed  (minimum,  4 tons),  10  s.,  S.  S.,  per  ton  ; for  coarse 
paper,  and  piaper-niaking  materials,  to  Brechin,  8s.  4d.,  C- D.,  per  ton  ; for  ale,  in  casks,  to  Aberdeen, 
12  s.  4 d.,  C.  D.,  per  ton. 

(c)  The  charge  for  castings  to  Larbert  is  12  s.  6 d.,  C.  D.,  per  ton  ; for  cheese  (packed),  to  Glasgow,  20  s., 
C.  D.,  pier  Ion  ; for  earthenware,  in  casks  or  crates,  15  s.,  C.  D.,  per  ton  ; for  ropes  (except  wire),  17s.  6 d., 
C.  D.,  per  ton  ; for  American  lieef,  pork,  mutton  in  casks,  cheese  in  boxes,  butter  and  lard  in  casks,  hams 
and  bacon  packed,  preserved  puovisions  in  tins  and  in  cases,  IGs.  8d.,  C.  D.,  per  ton  ; for  Irish  bacon  and 
hams,  piackcd,  18  s.  4d.,  C.  !>.,  per  ton  ; for  oil,  not  inflamiiiahle  under  100“  F.,  in  casks  or  iron  drums, 
15  s.  C.  D.,  per  ton;  and  for  mineral  and  lubricating  oils,  not  inflammable  under  100“  F.,  for  shipment, 
12 G d.,  C.  D.,  per  toi;  ; for  canvas  in  piieces,  yam  in  bales  and  bundles,  to  or  from  Leith  Docks,  or  ex  ship, 
includin<>-  cartage  in  Dundee,  8 s.  pier  ton  ; for  flax,  tow,  and  hemp,  ex  Riga  and  Cronstadt  steamers,  7 s.  6 d., 
S.  S..  per  ton  ; lor  flax,  tow,  and  liempi,  9s.  7 d.,  C.  D.,  per  ton ; and  for  candles  (except  wax),  lead  piiping,  and 
preserves,  10  s.  10  d.,  C.  D.,  pier  ton  ; for  jute  yarns,  to  Paisley,  IG  s.  8 d.,  C.  D.,  per  ton  ; for  yarns,  to  Pan- 
mure,  3 s.  1 d.,  S.  S.,  per  ton. 

(/)  The  charge  for  castings  to  Larbert  is  12  s.  6 cl.,  C.  D.,  per  ton  ; for  cloth  to  Panmure,  at  owner’s  risk, 
2s.  Gd.,  S.  B.,  pier  ton  ; and  from  Panmure,  carted  in  Dundee  only,  4s.  3d.  per  ton  ; for  wines  and  spirits, 
in  casks  or  cases,  to  Leith,  13  s.  4d.,  C.  D.,  per  ton  ; but,  ex  ship,  11s.  8d.,  C.  D.,  per  ton  ; for  whiskey,  to 
Glasgow,  IGs.  8d.,  C.  D.,  per  ton  ; to  Paisley,  20s.,  C.  D.,  per  ton;  to  Forfar,  8s.  4d  , C.  D.,  per  ton. 

(q)  The  charge  for  fresh  meat  to  Glasgow,  at  owner’s  risk,  is  20  s.,  C.  D.,  per  ton  ; for  toys,  ex  Continent, 
to  Aberdeen,  22  s.,  C.  D.,  per  ton  ; and  for  dead  meat,  in  hampers,  IGs.  8d.,  C.  D.,  per  ton. 

(/t)  The  charge  for  undamageable  bar,  angle,  and  plate  iron,  for  shipbuilding,  is  9 s.  2 d.,  S.  S.,  per  ton. 

(i)  This  charge  is  for  undamageable  iron  from  Leith  Docks,  ex  Continent. 

(I)  This  charge  is  for  undamageable  iron  for  shipment  to  London. 

il)  In  epuantities  of  not  less  than  4 tons. 

(??i)  The  charge  for  yarns,  loose,  to  Greenock,  is  20s.,  C.  D.,  per  ton  ; and  to  Carlisle,  27s.  6d.,  C.  D., 
per  ton. 

(n)  The  charge  for  hemp,  flax,  and  tow,  loaded  at  the  shipi’s  side,  is  10s.  10  d.,  S.  S.,  per  ton,  including 
haulage;  and  for  canvas,  hessians,  sacking,  jute  yarns,  and  jute  cloth,  for  shipment,  7s.  Gd.,  S.  S.,  per 
ton. 

(o)  The  charge  for  jute  to  or  from  Leith  Docks,  or  ex  ship,  including  cartage  in  Dundee,  is  8 s.  per  ton. 

ip)  In  quantities  of  not  less  than  2 tons. 

(/•)  This  charge  is  for  press-packed  bales,  minimum  load,  5 tons  ; the  charge  for  rags  and  waste  in 
press-packed  bales  (minimum,  4 tons),  is  10s.  per  ton,  carted  in  Dundee  only. 

(s)  Goods  ex  Rotterdam  steamer  are  charged  one-third  of  station  to  station  through  rates. 

So  many  alterations,  corrections,  and  additions  have  been  made  to  the  rate  books,  that  it  is  pos- 
sible that  some  of  the  exceptional  rates  given  in  the  tables  may  be  subject  to  correction.  The  Company  does 
not  appear  to  comply  with  the  requirements  of  the  Act  3G  & 37  Viet.  c.  48,  s.  14,  as  no  mineral  rates  are 
given  lor  the  stations  in  the  tables  of  rates  for  Dundee  from  Shieldmuir  downwards. 
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COAL  AND  DROSS. 


RATES  per  Ton  Charged  by  the  Caledonian  Railavay  Company  for  the  Conveyance  ol  Coal 
and  Dross  between  the  undermentioned  Collieries  and  Dundee  and  Forfar,  respectively. 


D U N D E 

E. 

F 0 R F A 

R. 

collieries. 

Coal. 

Dross. 

Coal. 

Dross. 

Distance 

V) 

Distance 

from 

Dundee. 

ra  S 

ri 

^ P 
o o 

CJD 
fe  03 

S ^*5 

o 

c 

a>  o 

P 

from 

Forfar. 

P tn 

CO  P 

D.  O 

L*  to 

O K.” 

1 

Owner’s 

M'agoiis. 

Company’s 

Wagons. 

Owner’s 

W agons. 

Name. 

Where  Situated. 

In  full  Wa 

gon  Loads. 

In  full  Wagon  L^ads. 

M.  CH, 

s.  s. 

S.  S. 

s.  s. 

s.  s. 

M.  CH. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

Bredishohn 

Rutherglen  and  Coat- 
bridge Branch. 

83  65 

s.  d. 

s.  d. 

5.  d. 

s.  d. 

93  8 

s.  d. 

s.  d. 

s.  d. 

Shieldmuir  - 

Wishaw  and  Coltness 
Section. 

86  78 

96  21 

Hamilton  - 

Hamilton  Branch 

89  26 

'*0  4 

»4  10 

3 6 

3 - < 

98  49 

)6  8^ 

6 2* 

,5  21 

4 

Longlee 

Lesmahagow  Branch  - 

92  16 

101  31) 

Harryshaw  - 

Cleland  and  Mid-C  dder 
Section. 

95  25 

) 

\ 

104  48 

> 

Auldhouseburn  - 

Muii-kirk  Branch 

118  49 

*5  10 

*5  4 

4 - 

3 6 

127  72 

7 2i 

6 8i 

5 81 

5 21 

* There  is  a reduction  on  these  rates  of  I s.  per  ton  when  conveyed  for  shipment. 

Note. — The  above  rates  were  not  in  the  Rate  Book  sent  to  the  Board  of  Trade,  but  have  been  furnislied  by  the  Companv. 


RATES  per  Ton  Charged  by  the  Caledonian  Railway  Company  for  the  Conveyance  of  various 
Articles  of  the  Mineral  Class,  in  Four-ton  Loads,  between  Dundee  (West)  and  the 
undermentioned  Stations. 


Distance 

from  Dundee. 

STATIONS. 

Lime. 

Stone. 

Bricks 

and  Tiles. 

Pig  Iron. 

M. 

CII. 

s.  s. 

s.  s. 

s.  s. 

s.  s. 

CO 

17 

Dunmore  ...  - 

g.  d. 

g.  d. 

4 - 

s,  d. 

g.  d. 

79 

41 

Summerlee  - - - - 

CO 

80 

33 

Garnkirk  - . - - 

5 3 

- 

81 

38 

Calder  ----- 

4 9i 

87 

3 

Auchinlee  - - - . 

5 3 

3 3 

— 

87 

24 

Bellside  - . - . 

- 

- 

5 3 

— 

— 

92 

10 

Castlehill  . . - - 

6 3 

95 

30 

Craigenhill  - - - . 

- 

5 - 

— 

— 

— 

96 

8 

Quarter  - - . . 

3 61 

96 

19 

Levenseat  - - . . 

- 

5 - 

— 

— 

— 

102 

6 

Poniel  ----- 

- 

6 - 

— 

— 

— 

106 

30 

Auchcngray  - - . - 

5 3 

— 

117 

60 

Crossflat  - . . - 

- 

5 6 

— 

— 

— 

118 

12 

Muirkirk  - . - . 

5 

Note. — The  above  rates  were  not  in  the  Rate  Book  sent  to  the  Board  of  Trade,  but  have  been  furnished  by  the  Company. 
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COMPARISON  between  the  Maximum  Charges  allowed  by  the  Caledonian  Railway 
Charges  made  by  the  Company  for  the  Carriage  of  such  Articles 


Mineral  Class. 

Police  and 

Farrrryard  Manure, 

Stones  for 

Difference  between 

Bar  Iron 

(un- 

Potatoes, 

Onions, 

Carrots, 

in 

Quantities 

Distance 

Lime, 

Building,  Pitching,  and  Paving, 

damage- 

cf 

not  less 

Bricks,  Slates,  Clay, 

Sand,  Iron  Ore. 

able 

than 

in 

the  Repair 

at 

One  'I'on, 
Grain, 
Corn, 

Miles 

STATIONS. 

of  Public  Roads. 

Owner’s 

Flour-. 

from 

Col.s. 

Cols. 

Cols. 

Bisk. 

w 

Forfar. 

Charge 

per 

Maximum 

Charge 

per  Com- 
pany’s 

Rate  Bock. 

Charge 

per 

Maximum 

Charge  per 
Company’s  Rate  Book 
for 

1 

and 

3 

and 

3 

and 

Charge 

per 

Maximum 

Charge 

per 

Maximum 

Rate 

in  Com- 
pany’s 
Acts. 

Rato 
in  Com- 
pany’s 
Acts. 

Pavement. 

\ 

Other 

Minerals. 

2. 

4. 

5. 

Rate 
in  Com- 
pany’s 
Acts. 

Rate 
in  Com- 
pany’s 
Acts. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  5. 

Col.  1. 

Col.  2. 

s.  s. 

s.  s. 

s.  s. 

M.  C. 

d. 

s.  d. 

y.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

17  73 

Broughty  Ferry 

2 

3 

2 3 

2 3 

3 - 

3 - 

- 

- 9 

- 9 

2 3 

3 

1 

19  30 

Brechin  - 

- 

2 

6 

2 6 

3 3 

3 3 

3 3 

- 

- 

- 

3 3 

3 9 

2 

23  77 

Lochee 

- 

3 

- 

(r) 

3 - 

3 9 

3 9 

3 9 

- 

- 

- 

3 9 

4 6 

3 

32  40 

Perth,  North 

- 

4 

3 7 

4 9 

4 9 

4 6 

*- 

- 

•-  3 

4 9 

6 4 

4 

41  13 

Stonehaven 

- 

5 

3 

4 - 

5 6 

5 4 

4 9 

*1  3 

*-  2 

*-  9 

5 G 

7 7i 

5 

57  31 

Aberdeen  • 

- 

7 

3 

(c) 

4 8 

6 8 

6 7 

5 8 

•2  7 

*-  1 

*1  5 

6 8 

10  8^ 

6 

65  42 

Stirling  - 

- 

8 

3 

- 

7 2 

- 

- 

- 

- 

- 

7 2 

11  IJ 

7 

77  31 

Denny 

- 

9 

9 

5 6 

7 11 

7 6 

6 1 

*4  3 

*-  5 

*1  10 

7 11 

12  IJ 

8 

95  53 

Glasgow  - 

- 

12 

- 

- 

9 -1 

9 2 

- 

- 

- H 

- 

9 -i 

13  7,1 

9 

96  79 

Cambuslang 

- 

12 

H 

6 3 

9 1 

8 4 

6 11 

*5  lOJ 

9 

*2  2 

9 1 

13  81 

10 

97  32 

W’ishaw  - 

- 

12 

3 

- 

9 2 

- 

- 

- 

- 

- 

9 2 

13  9^ 

11 

101  73 

Carluke  - 

- 

12 

9 

6 6 

9 5 

8 6 

7 1 

*6  8 

*-  11 

•2  4 

9 5 

14  IJ 

12 

105  15 

Leith  (d)  - 

14 

4 

- 

13  Si 

- 

- 

- 

- 

- 

13  5i 

id) 

18  9J 

13 

116  35 

Midcalder  («) 

- 

15 

7 

7 1 

(a) 

13  8 

9 2 

7 9 

|*8  6 

•^4  6 

*5  6 

13  8 

ia) 

21  9 

14 

- I„  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 

(r/)  The  maximum  charge  allowed  by  law  for  the  carriage  of  sand  from  Forfar  to  Midcalder  is  16  s.  7 rf. ; of  gr  ain,  corn,  and 
flour,  19  s.  2j  d. 

(i)  The  Company’s  Acts  provide  that  no  additional  charge  shall  be  made  for  loading  or  unloading  these  articles. 
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Company’s  Acts,  for  the  Conveyance  of  certain  Articles  mentioned  therein,  and  the  Total 
between  Forfar  and  the  undermentioned  Stations. 


Special  Class. 


• 

Anvils, 

Chains. 

Charge 

per 

Com- 

pany's 

Rate 

Book 

for 

Special 

Class. 

Col.  4. 

Charge 

per 

Com- 

pany’s 

Rate 

Book 

for 

Undam- 

ageable 

Iron. 

Col.  5. 

Diffe 

r 

Cols. 

1 

and 

5. 

rence  b 

Cols. 

2 

and 

4. 

3lwcen 

\ 

Cols. 

3 

and 

4. 

Charge 

per 

Maximum 
Rate 
in  Com- 
pany’s 
Acts. 

Col.  3. 

s.s. 

S.S. 

5.  d. 

*.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

1 

3 9 

4 6 

4 6 

2 3 

1 1» 

- 9 

2 

4 2 

5 - 

5 - 

1 9 

1 3 

- 10 

3 

5 - 

5 - 

5 - 

1 3 

- 6 

- 

4 

6 lOi 

6 8 

6 8 

1 11 

- 

*-  2i 

5 

8 9 

7 6 

7 6 

2 - 

1| 

♦1  3 

6 

12  1 

10  - 

8 4 

1 8 

*-  3i 

*2  1 

7 

13  9 

9 2 

9 2 

2 - 

*1  IH 

»4  7 

8 

16  3 

11  8 

10  10 

2 11 

♦-  5.1 

■»4  7 

(c) 

9 

20  - 

14  2 

11  8 

2 Ih 

- 6^ 

*3  10 

(e) 

10 

20 

14  2 

11  3 

2 2 

— 5^ 

*6  -h 

ic) 

11 

20  5 

14  2 

11  8 

2 6 

- 41 

*6  3 

12 

21  3 

15  - 

11  8 

2 3 

- lOi 

*6  3 

(e) 

13 

23  2 

12  6 

12  6 

*-  111 

*6  3^ 

*10  8 

14 

25  4 

15  10 

! 

12  11 

*-  9 

•5  11 

*9  6 

First  Class. 

Nails, 

Rags, 

DilFerence  between 

Sugar 

Coarse 

Charge 

(except 

Paper, 

per 

Lump), 

Jute. 

Paper 

Com- 

/ 

5 

Earthen- 

for 

panj ’s 

ware. 

Piinting. 

Rate 

Book 

Cols. 

Cols. 

Cols. 

for 

1 

2 

3 

Charge 

per 

Charge 

per 

Charge 

per 

First 

and 

and 

and 

Maxiraum 

Maximum 

Maximum 

Class. 

Hate 

Rote 

Rate 

4. 

4. 

4, 

in  Com- 

in  Com- 

in  Com- 

pany’s 

pany^a 

pany’s 

Acts. 

Acts. 

Acts. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

C.  D. 

s,  d. 

s.  d. 

5.  d. 

s,  d. 

s.  d. 

5.  d. 

S. 

3 9 

3 9 

3 G 

6 8 

2 11 

2 11 

3 2 

4 2 

4 2 

3 10 

7 6 

3 4 

3 4 

3 8 

5 - 

6 4| 

4 6 

7 6 

2 6 

1 H 

3 - 

ic) 

6 lOJ 

6 lOJ 

6 - 

9 2 

2 3i 

2 3i 

3 2 

8 9 

8 9 

7 6 

10  - 

1 3 

1 3 

2 6 

12  1 

12  1 

10  2 

12  6 

- 5 

- 5 

2 4 

13  9 

17  104 

11  6 

13  4 

*-  5 

*4  6^ 

1 10 

16  3 

21  10| 

13  6 

15  - 

*1  3 

*6  lOJ 

1 6 

{c) 

20  - 

27  10^ 

16  6 

20  - 

- 

*7  10^ 

3 6 

20  2J 

28  2| 

16  8 

16  8 

*3  61 

*11  6^ 

- 

20  5 

28 

16  10 

18  4 

*2  1 

*10  2J 

1 6 

21  3 

29  10^ 

17  6 

18  4 

•2  11 

*11  C* 

- 10 

(0 

23  2 

31  2* 

22  6 

lo  10 

*7  4 

*15  4^ 

*6  8 

25  4 

34  lOi 

23  10 

18  4 

•7  - 

*16  6^ 

*5  6 

(c)  For  exceptional  rates  to  this  class,  see  Table  of  Rates. 

(rf)  The  maximum  charge  allowed  bylaw  for  the  carriage  of  lime  to  Leith  is  1 5 *.  5 <?. ; of  potatoes,  onions,  and  carrots, 
20 llirf. 
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APPENDIX  TO  REPORT  FROM  THE 


Comparison  between  the  Maximum  Charges  allowed  by  the  Caledonian  Railway  Company’s 


Second  Clas 

s. 

Hides, 

Flax, 

(Green, 

Hemp, 

Distance 

or 

Yarns  of 

Wool, 

Charge 

Charge 

Difference  between 

Market), 

Flax, 

and 

per 

in 

per 

at 

Hemp, 

Company’s 

Vices. 

Company  s 

Miles 

Owner’s 

Tow  and 

Rate 

STATIONS. 

Rate 

Risk. 

Jute. 

Book 

from 

for 

Book 

Cols 

r’rvle 

for 

Forfar. 

Charge 

Charge 

Charge 

Second 

Yams. 

1 

2 

3 

2 

per 

per 

per 

Class. 

Maximum 

Maximum 

Maximum 

and 

and 

and 

and 

Rate 

Rate 

Rate 

in  Com- 

in  Com- 

in  Com- 

4. 

4. 

4. 

5 

pany’s 

pany’s 

pany’s 

Acts. 

Acts. 

Acts. 

Col.  1. 

Col  2. 

Col.  3. 

Col.  4. 

Col. 

5. 

C.  D. 

C.  D. 

M.  C. 

s.  d. 

5.  d. 

5.  d. 

s.  d. 

S. 

d. 

s. 

d. 

8, 

d. 

8. 

d. 

s. 

d. 

17  73 

Broughty  Ferry 

- 

3 41 

3 9 

3 9 

7 6 

6 

- 

4 

3 

9 

3 

9 

2 

3 

1 

(c) 

19  30 

Brechin 

“ 

3 9 

4 2 

4 2 

8 4 

6 

10 

4 

7 

4 

2 

4 

2 

1 

8 

2 

23  77 

Lochee 

- 

4 9 

6 4J 

5 - 

8 4 

6 

- 

3 

7 

1 

lit 

3 

4 

4t 

3 

(c) 

s.  s. 

32  40 

Perth,  North 

- 

6 4 

6 10^ 

6 lOi 

10  - 

5 

5 

3 10^ 

3 

H 

3 

H 

•1 

5i 

4 

41  13 

Stonehaven 

- 

7 7^ 

8 9 

8 9 

11  8 

11 

8 

4 

1 

1 

2 

11 

2 

11 

2 

11 

5 

(c) 

(at) 

57  31 

Aberdeen  - 

- 

10  3J 

12  1 

12  1 

14  2 

11 

8 

2 

2^ 

2 

1 

2 

1 

5 

6 

65  42 

Stirling 

13  - 

17  lOi 

13  9 

15  - 

15 

- 

2 

- 

*2 

lOi 

1 

3 

•2 

101 

7 

77  31 

Denny 

- 

15  6 

21  10^ 

16  3 

17  6 

17 

6 

2 

- 

*4 

1 

3 

*4 

H 

8 

(0 

16 

(at) 

95  53 

Glasgow 

- 

19  3 

27  lot 

20  - 

22  6 

8 

2 

7 

*5 

H 

2 

6 

*11 

2i 

9 

96  79 

Cambuslang 

- 

19  51 

28  21 

20  2 

20  - 

20 

- 

- 

61 

*8 

2i- 

2 

•8 

10 

97  32 

Wishaw 

- 

19  8 

00 

iM 

20  5 

21  8 

21 

8 

2 

- 

*6 

10^ 

1 

3 

•6 

lOi 

11 

101  73 

Carluke 

- 

20  6 

29  10^ 

21  3 

21  8 

21 

8 

1 

2 

*8 

^2 

- 

5 

*8 

^2 

12 

id) 

(e) 

105  15 

Leith  (d)  - 

- 

22  5 

31  2i 

25  4 

18  4 

18 

4 

•4 

1 

•12 

lot 

•7 

- 

•12 

101 

13 

(a) 

116  35 

Midcalder  (a) 

24  7 

34  10^ 

27  3 

23  4 

23 

4 

*1 

3 

•11 

6i 

*3 

11 

•11 

14 

(*  ) In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 

(a)  The  maximum  charge  allowed  by  law  for  the  carriage  of  vices  from  Forfar  to  Midcalder  is  25  x.  4 d. 
(4)  The  Company’s  Acts  provide  that  no  additional  charge  shall  be  made  for  loading  or  unloading. 
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Acts,  for  the  Conveyance  of  cei'tain  Articles  mentioned  therein,  &c. — continued. 


Third  Class. 


Woollen 

and  Worsted 

Yarns. 

W’hiskey 

in  Casks  and 

Cases. 

{b) 

Earlhenware 

in 

Hampers. 

Charge 

per 

Company’s 

Rate  Book 

for 

Third  Class. 

Col.  4. 

Charge 

per 

Company’s 

Rate  Book 

for 

Whiskey. 

Col.  5. 

Difference  between 

Cols. 

1 

and 

4. 

Cols. 

3 

and 

4 

Cols. 

2 

and 

5. 

Charge  per 

Maximum  Rate 

in 

Company’s 

Acts. 

Col.  1. 

Charge  per 

M aximum  Rate 

in 

Company’s 

Acte. 

Col.  2 

Charge  per 

Maximum  Rate 

in 

Company’s 

Acts. 

Col.  3. 

C.D. 

C.D. 

s,  d. 

s,  d. 

8.  d. 

8.  d. 

s.  d. 

8.  d. 

s. 

d. 

8, 

d. 

{x) 

1 

3 9 

3 - 

3 9 

8 4 

8 4 

2 3 

4 

7 

5 

4 

(ar) 

2 

4 2 

3 4 

4 2 

9 2 

8 4 

1 8 

5 

- 

5 

- 

(x) 

3 

6 4i 

4 - 

5 - 

9 2 

9 2 

*-  4i 

4 

2 

5 

2 

(x) 

4 

6 lOi 

5 6 

6 lOi 

11  8 

10  - 

•1  5^ 

4 

n 

4 

6 

5 

8 9 

7 - 

8 9 

13  4 

11  8 

4 7 

4 

7 

4 

8 

(ar) 

6 

12  1 

8 - 

12  1 

16  8 

14  2 

•-  5 

4 

7 

6 

2 

7 

17  lOi 

9 6 

13  9 

17  6 

17  6 

*-  4J 

3 

9 

8 

8 

21  lOJ 

10  6 

16  3 

20  - 

15  10 

•1  lOJ 

3 

9 

5 

4 

{0) 

(ar) 

9 

27  101 

12  - 

20  - 

30  - 

19  2 

*11  2i 

10 

- 

7 

2 

10 

28 

12  1 

20  2J 

25  - 

16  8 

*3  2i 

4 

9^ 

4 

7 

11 

28  6| 

12  2 

20  5 

26  8 

19  2 

*1  lOJ 

6 

3 

7 

- 

12 

29  lOJ 

12  6 

21  3 

26  8 

17  6 

*3  2| 

5 

5 

5 

- 

(c) 

13 

31  2i 

17  10 

23  2 

20  10 

20  10 

*10  ^ 

*2 

4 

3 

14 

34  lOi 

19  6 

25  4 

28  4 

18  4 

*6  6^ 

3 

- 

*1 

2 

(c)  For  exceptional  rates  in  this  class,  see  Table  of  Rates. 

(rf)  The  maximum  charge  allowed  by  law  for  the  carriage  of  vices  from  Forfar  to  Leith  is  23|^s.__2  d. 
{x)  Difference  between  the  Company’s  exceptional  rate  and  the  maximum  rate  allowed  by  law. 
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APPENDIX  TO  REPORT  FROM  THE 


CoMPAUisoN  between  the  Maximum  Charges  allowed  by  the  Caledonian  Railway  Company’s 

Fourth  Class. 

Distance 

in 

Miles 

STATIONS. 

1 

Manufactured 

Woollen 

and 

Worsted 

Goods, 

Confectionery 

in 

Hampers, 

Preserves, 

and 

Marmalade 

Charge 

per 

Company’s 

Difference 

between 

Cols. 

Earthenware 

in 

Boxes. 

Feathers, 

Millinery, 

Boots 

and 

Shoes 

in 

Hampers 

and 

Parcels. 

fiom 

Forfar. 

in 

Crates. 

Rate  Book 

1 

Charge  per 
Maximum  Rate 
in 

Company’s 

Acts. 

for 

Fourth  Class. 

and 

2. 

Charge  per 
Maximum  Rate 
in 

Company’s 

Acts. 

Charge  per 
Maximum  Rate 
in 

Company’s 

A cts. 

Col.  1. 

Col.  2. 

Col.  1. 

Col.  2. 

C.  D. 

M. 

c. 

s,  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

17 

73 

Droughty  Ferry  - 

- 

- 

5 3 

9 2 

3 11 

3 9 

5 3 

1 

19 

30 

Brechin 

- 

- 

5 10 

in  - 

4 2 

4 2 

5 10 

2 

23 

77 

Lochee 

- 

- 

7 5^ 

10  10 

3 4' 

5 - 

7 5i 

3 

•32 

40 

Perth,  North 

- 

- 

9 7i 

13  4 

3 8^ 

6 101 

9 71 

4 

41 

13 

Stonehaven 

12  3 

15  - 

2 9 

8 9 

12  3 

5 

(«) 

57 

31 

Aberdeen  - 

- 

- 

16  11 

20  - 

3 1 

12  1 

16  11 

6 

65 

42 

Stirling 

- 

- 

20  7.i 

20  - 

•-  n 

13  9 

20  7J 

7 

77 

31 

Denny 

- 

- 

24  71 

25  - 

- 

16  3 

24  71 

8 

(a) 

95 

53 

Glasgow  - 

- 

- 

30  7^ 

35  - 

4 4i 

20  - 

30  7\ 

9 

96 

79 

Cambuslang 

- 

' 

30  Hi 

23  4 

•2  71 

20  2\ 

30  11 J 

10 

97 

32 

Wishaw 

- 

- 

31  3J 

32  6 

1 2J 

20  5 

31  3‘ 

11 

101 

73 

Carluke 

- 

- 

32  71 

30  - 

•2  7i 

21  3 

32  7i 

12 

. 105 

15 

Leith 

- 

- 

33  llj 

26  8 

CO 

23  2 

33  llj 

13 

116 

30 

MiJcaldcr  - 

- 

- 

37  Vi 

35  - 

•2  7} 

25  4 

37  71 

14 

• In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 


1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 
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Acts,  for  the  Conveyance  of  certain  Articles  mentioned  thei’ein,  &c. — continued. 


Furnitore. 


Difference  between 


Cols. 

2 

and 


Charge 

per 

Maximum 

Rate 

in 

Company’s 

Acts. 


Col.  1. 


Charge  per  Company’s  Rate  Book 
for 


Fourth 

Class, 

at 

Owner’s 

Risk. 

Col.  2. 


Fifth 

Class. 

Col.  3. 


Fifth  Class, 
with 

20  per  Cent, 
additional. 


Col.  4. 


Difference  between 


Cols. 

1 

and 


Cols. 

1 

and 

4. 


S.  d. 

4 9 

5 10 

4 21 

5 4i 

4 5 

4 9 

4 41 

5 4i 

6 KH 

2 41 

7 

4 -1 

3 GJ 

4 -4 


s.  d. 

5 3 

5 10 

7 51 

9 7i 

12  3 

16  11 

20  7i 

24 

30  7J 

30  111 

31  31 

32  7} 

33  llj 

37  7J 


s.  s. 

.5.  d. 
9 2 

10  - 

10  10 

13  4 

15  - 

20  - 

20  - 

25  - 

33  - 

28  4 

32  6 

30  - 

2G  8 

35  - 


s.  d. 

10  - 

11  8 

11  8 

15  - 

16  8 

21  8 

25  - 

30  - 

37  6 

33  4 

38  4 

3G  8 

37  G 

41  8 


C.D. 

s.  d. 

12  - 

14  - 

14  - 

18  - 


20 


26  - 


30  - 


3G  - 


45  - 


40  - 


46  - 


44  - 


45  - 


50  - 


».  d. 

3 11 

4 2 

3 41 

3 8^ 

2 9 

3 1 

•-  71 

- 41 

4 41 

*2  71 

1 21 

2 71 

* 7 31 

2 71 


#.  d. 
G 9 

8 2 

6 6j 

8 41 

7 9 

9 1 

9 41 

11  41 

14  41 

9 -1 

14  81 

11  41 

11  -1 

12  41 


(fl)  For  exceptional  rates  in  this  class,  see  Table  of  Rates. 
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APPENDIX  TO  EEPORT  FROM  THE 


COMPARISON  between  tbe  Maximum  Charges  allowed  by  the  Caledonian  - 
and  the  Total  Charges  made  by  the  Company  for  the  Carriage 


Mineral  Class. 

Special 

Policft  nnd 

Stones  for 

Bar 

Potatoes, 

Charge 

Farmyard  Manure 

Building, 

Pitching) 

Iron 

Onions, 

Lime, 

and  Paving, 

Difference  between 

(un- 

Carrots, 

ii\ 

Charge 

per 

Ma 

terials  for  the 

Bricks, 

Slates, 

damage- 

i^uantities 

per 

Com- 

Repair 

Clay, 

able), 

of  not 
less  than 

Com- 

pany’s 

of  Public  Roads. 

Sand,  Iron  Ore. 

at 

One  Ton, 

Owner’s 

Grain, 

pany’s 

Rate 

STATIONS. 

Corn, 

6 

Risk. 

Flour. 

Rate 

Book 

« 

ns 

Charge 

Charge 

per 

Com- 

Charge 

Charge 

per 

Com- 

Cols. 

Cols. 

Book 

for 

for 

Un- 

c 

s 

O 

B 

o 

per 

Maximum 

per 

Maximum 

Kate 

1 

3 

Charge 

per 

Charge 

per 

pany’s 

pany’s 

and 

and 

Maximum 

Maximum 

Special 

damage- 

S 

in  Com- 

Rate 

in  Com- 

Rate 

Rate 

§ 

pany’s 

Rate 

2. 

in  Com- 

in  Cora- 

Class. 

a'lle 

pany  s 

Book. 

Book. 

4. 

pany’s 

pany’s 

Iron. 

CJ 

Acts. 

Acts. 

Acts. 

Acts. 

5 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

5 

1 

s.  s. 

s.  s. 

8.  S. 

s.  s. 

s. 

d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

$.  d. 

s.  d. 

M.  C. 

(b) 

23  49 

Perth  - 

• 

- 

3 

- 

2 8 

3 9 

3 8 

• - 4 

* - 1 

3 9 

4 6 

4 - 

4 - 

1 

3 6 

5 6 

4 10 

(i) 

41  34 

Crieff  - 

- 

- 

5 

3 

* 1 9 

*-  8 

5 6 

7 71 

7 - 

7 - 

2 

6 7 

ib) 

56  19 

Stirling 

- 

- 

7 

n 

- 

6 7 

10  11 

7 6 

7 6 

3 

64  21 

Larbert 

8 

n 

4 51 

7 1 

5 61 

♦ 3 8 

* 1 6J 

7 1 

(b) 

n -1 

9 - 

9 - 

4 

‘(«) 

(«) 

85  32 

Motherwell 

- 

- 

10 

9 

5 4 

8 5 

6 5 

* 5 5 

* 2 - 

17  11 

17  11 

12  6 

8 4 

5 

(«) 

(«) 

86  30 

Glasgow 

- 

- 

10 

10^ 

8 0 

- 

" 

- 

18  11 

18  11 

11  8 

10  10 

6 

(«) 

(«) 

86  78 

Shieldmuk- 

- 

“ 

10 

101 

5 41 

8 6 

6 51 

* 5 6 

* 2 

18  11 

18  11 

12  6 

8 4 

7 

(«) 

(«) 

(«) 

95  72 

Leith  - 

- 

13 

1 

- 

12  10 

- 

- 

- 

20  - 

20  - 

9 2 

9 2 

8 

9 1 

(«) 

(«) 

96  33 

Paisley 

- 

12 

11 

- 

“ 

- 

20  21 

20  21 

13  4 

8 4 

9 

(a) 

(a) 

112  9 

Greenock 

- 

14 

11 

- 

10  1 

- 

“ 

- 

23  61 

23  61 

13  4 

13  4 

10 

(«) 

(«) 

174  29 

Carlisle 

- 

21 

lOj 

-• 

14  - 

“ 

36  51 

36  51 

22  6 

16  8 

11 

9 46 

Panmure 

1 

3 

- 

2 - 

- 

- 

- 

2 - 

1 101 

2 8 

2 8 

12 

(b) 

16  43 

Arbroath 

- 

2 

11 

- 

2 101 

- 

- 

- 

2 101 

3 2 

4 2 

4 2 

13 

(*) 

21  32 

Forfar 

- 

2 

9 

- 

3 6 

- 

- 

3 6 

4 11 

6 - 

5 - 

14 

(b) 

34  43 

Brechin 

- 

4 

- 

4 11 

- 

- 

- 

4 11 

6 51 

7 6 

7 6 

15 

(b) 

36  20 

Montrose 

- 

4 

71 

- 

5 1 

- 

- 

5 1 

6 91 

7 6 

7 6 

16 

6 7 

^b) 

56  26 

Stonehaven 

- 

7 

11 

- 

6 7 

“ 

- 

- 

10  11 

10  - 

8 9 

17 

W 

72  44 

Aberdeen 

9 

M 

7 7 

7 7 

11  81 

10  10 

10  - 

18 

Note. For  exseptional  rates  for  articles  in  each  class,  see  Table  of  Rates. 

(a)  This  cliarge  includes  all  services  incidental  to  the  conveyance,  except  cartage,  in  the  collection  and  delivery  of  the  goods. 
( 6)  This  rate  includes  ioading  and  unloading.  (c)  This  rate  includes  loading  or  unloading. 
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Railway  Company’s  Acts  for  the  Conveyance  of  certain  Articles  mentioned  therein, 
of  such  Articles  between  Dundee  and  the  undermentioned  Stations. 


Class. 


First  Class. 


N ails, 

Rags, 

Sugar 

Coarse  Paper, 

Difference  between 

(exeeptLiimp), 

Earthen- 

Jute. 

Paper 

Charge 

Difference  between 

for  Printing. 

ware. 

per 

f 

A 

Charge 

Charge 

Charge 

Company’s 

' 

Rate 

Cols. 

Cols. 

per 

per 

per 

Book  for 

Cols. 

Cols. 

Cols. 

Maximum 

Maximum 

Maximum 

1 

2 

Rate  in 

Rate  in 

Rate  in 

First  Class. 

1 

2 

3 

and 

and 

Company’s 

Company’s 

Company’s 

and 

and 

and 

4. 

3. 

Acts. 

Acts. 

Acts. 

4. 

4. 

4. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

C.  D. 

s.  d. 

s.  d. 

s.  <L 

.V,  d. 

s.  d. 

s.  d. 

s.  d. 

«.  d. 

8 - 

(c) 

1 

- 3 

•-  6 

5 - 

4 6 

6 8 

1 8 

♦ 3 6 

2 2 

(c) 

2 

1 6 

* - 71 

*2 

8 9 

11  9 

7 6 

10  - 

1 3 

• 1 9 

2 6 

(c) 

3 

- 11 

• 2 

11  104 

19  - 

10  - 

11  8 

•-  24 

• 7 4 

1 8 

(c) 

4 

1 11 

•2  -i 

13  61 

21  8 

11  4 

12  6 

♦1  -4 

*9  2 

1 2 

(«) 

(«) 

(a) 

5 

•9  7 

•5  5 

17  11 

17  11 

17  11 

18  4 

- 5 

- 5 

- 5 

(«) 

(fll 

(a) 

(a:) 

6 

•7  3i 

*6  51 

18  14 

18  H 

18  14 

16  8 

•1  54 

•9  14 

* 1 54 

(a) 

(a) 

(a) 

7 

■*9  9i 

•5  7i 

18  11 

18  14 

18  11 

16  8 

•1  54 

*1  54 

• 1 54 

(«) 

(«) 

(«) 

(x) 

8 

*10  10 

no  10 

20  - 

20  - 

20  - 

12  6 

*7  6 

*12  6 

•7  6 

(«) 

(“) 

(a) 

9 

*11  101 

♦6  lOi 

20  2* 

20  21 

20  24 

17  6 

•2  84 

•2  84 

*2  84 

(a) 

(a) 

(a) 

(x) 

10 

no  2i 

no  24 

23  61 

23  64 

23  64 

18  4 

*5  24 

13  64 

*5  24 

(«) 

(a) 

(a) 

11 

*19  9i 

•13  11^ 

36  51 

36  54 

36  54 

27  6 

*8  114 

•8  114 

•8  114 

(0) 

12 

- 8 

- 9.J 

2 1 

2 1 

2 1 

4 2 

2 1 

2 1 

2 1 

3 64 

(c)  • 

(x) 

13 

1 3i 

1 - 

3 64 

3 4 

6 8 

3 14 

•- 

3 4 

(c) 

14 

1 6 

- 101 

4 7 

4 7 

4 2 

7 6 

2 11 

2 11 

3 4 

(0 

15 

2 7 

1 -4 

7 3^ 

7 34 

6 4 

10  - 

2 84 

2 84 

3 8 

7 84 

(c) 

16 

2 5 

- 

7 81 

6 8 

10  - 

2 34 

2 34 

3 4 

17 

2 2 

*-  H 

11  101 

11  104 

10  - 

12  6 

- 74 

- 74 

2 6 

(C) 

(*) 

18 

2 5 

*-  101 

15  24 

15  24 

12  8 

15  - 

•-  24 

*7  84 

2 4 

* In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 

(e)  The  charge  for  the  carriage  of  lime  to  Leith  is  14*. 

(a:)  Difference  between  exceptional  rate  charged  by  Company  and  the  maximum  rate  allowed  by  law. 
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APPENDIX  TO  llEPORT  FROM  THE 


Comparison  between  tlie  Maximum  Charges  allowed  by  the  Caledonian  Railway  Company’s 


Second  Class. 

Hides, 

Hemp, 

(Green,  or 

Tow,  Cotton, 

Difference  between 

Market), 

at  Owner’s 

and 

Linen  Yarns 

Wool. 

Charge 

per 

Risk. 

(Packed). 

Company's 

c; 

STATIONS. 

Rate 

o 

Charge 

Charge 

Charge 

Cols. 

Cols. 

Cols. 

5 

Book  for 

c 

per 

per 

per 

1 

E 

' 

Second 

2 

3 

O 

1 

Maximum 

Maximum 

Maximum 

and 

Vi 

Class. 

and 

and 

Rate  in 

Rate  in 

Rate  in 

3. 

1 

4 

4. 

•H 

Company’s 

Company’s 

Company’s 

o 

p 

cd 

Acts. 

Acts. 

Acts. 

trO 

5 

Col.  1. 

Col.  2. 

Col,  3. 

Col.  4. 

C.  D. 

M.  C. 

i.  d. 

s,  d. 

s.  d. 

s,  d. 

j.  d. 

a.  d. 

4f.  d. 

23  49 

Perth  .... 

5 - 

8 - 

5 - 

7 6 

2 6 

(x) 

* 1 4 

2 6 

1 

41  34 

Crieff  .... 

8 3 

11  9 

8 9 

11  8 

3 5 

* - 1 

2 11 

2 

.56  19 

Stirling  .... 

11  lOJ 

19  - 

11  lOi 

13  4 

1 5^ 

* 5 8 

1 51 

3 

64  21 

Larbert .... 

13  6 

21  8 

13  6^ 

15  - 

1 5J 

* 6 8 

1 51 

4 

Motherwell  ... 

(a) 

(a) 

(a) 

CO 

to 

17  11 

17  11 

17  11 

20  - 

2 1 

2 1 

2 1 

5 

86  30 

Glasgow  ... 

(«) 

(a) 

(ft) 

(.r) 

* 3 11 

18  1)^ 

18  1-1 

18  U 

20  - 

1 101 

1 104 

6 

(a) 

(a) 

(«) 

00 

CD 

CO 

Shieldmuir  ... 

18  11 

18  11 

18  li 

18  4 

- 

* - 21 

- 24 

7 

(«) 

(a) 

(a) 

95  72 

Leith  .... 

20  - 

20  - 

20  - 

13  4 

* 6 8 

• 6 8 

* 6 8 

8 

(«) 

(«) 

(a) 

96  33 

Paisley  .... 

20  2i- 

20  2J 

20  2i 

20  - 

» - 2^ 

* - 2's 

* - 24 

9 

(«) 

(“) 

(«) 

(a:) 

*6-4 

112  9 

Greenock  ... 

23  6^- 

23  61 

23  6^ 

20  - 

* 3 61 

* 3 64 

10 

(<!) 

(a) 

(a) 

30  5J 

(.r) 

» 11  51 

174  29 

Carlisle  .... 

.30  5'i 

36  6i 

52  6 

* 3 11^ 

• 3 114 

11 

9 46 

Panmure  ... 

1 101 

2 1 

2 1 

5 - 

3 U 

2 11 

2 11 

12 

16  43 

Arbroath  ... 

3 2 

3 6* 

3 61 

7 6 

(a) 

3 6 

(x) 

2 114 

3 114 

13 

21  32 

Foifar  .... 

4 11 

4 7 

4 7 

8 4 

4 21 

(.r) 

1 5 

3 9 

14 

34  43 

Brechin  .... 

6 

7 3^ 

7 

11  8 

5 21 

(X) 

1 -4 

4 44 

15 

36  20 

Montrose  ... 

8 9J 

7 8i 

7 8J 

11  8 

4 101 

(.r) 

- 

3 114 

16 

66  26 

Stonehaven  ... 

10  11 

11  lOJ 

11  101 

14  2 

(x) 

2 9J 

2 31 

2 34 

17 

(x) 

(x) 

72  44 

Aberdeen  ... 

11  8i 

15  21 

15  21 

10  8 

8 3i 

* 1 104 

1 54 

18 

* In  these  cases  the  Company’s  charges  ai’e  less  than  the  maximum  rates  authorised. 

(«)  This  charge  includes  all  services  incidental  to  the  conveyance,  except  cartage,  in  the  collection  and  delivery  of  the  goods. 
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Acts,  for  the  Conveyance  of  certain  Articles  mentioned  therein,  &c. — continued. 


Third  Class. 

Woollen 

and 

Whiskey 

in 

Earthenware 

Difference  between 

Worsted 

Casks 

in 

Charge 

Yarns. 

and 

Hampers. 

per 

Cases. 

Company’s 

Rate 

Charge 

Charge 

Charge 

Book 

Cols. 

Cols. 

Cols. 

per 

per 

per 

for 

1 

2 

3 

Maximum 

Maximum 

Maximum 

Third 

and 

and 

and 

Rate  in 

Rate  in 

Rate  in 

Class. 

4 

4. 

4. 

Company’s 

Company’s 

Company’s 

Acts. 

Acis. 

Acts. 

Col.  1. 

Col.  2. 

Cot.  3. 

Col.  4. 

1 

C.  D. 

5.  d. 

».  d. 

«.  d.  ' 

s.  d. 

s. 

d. 

s,  d. 

s,  d. 

1 

8 - 

(i) 

4 - 

5 - 

8 4 

- 

4 

4 4 

3 4 

2 

11  9 

7 - 

8 9 

13  4 

1 

7 

6 4 

4 7 

3 

19  - 

(*) 

8 9 

11  lOi 

15  - 

* 4 

- 

6 3 

3 li 

4 

21  8 

ib) 

9 5 

13  6^ 

17  6 

• 4 

o 

8 1 

3 11} 

5 

(«) 

21  6 

(«) 

21  6 

(«) 

17  11 

23  4 

1 10 

1 10 

5 5 

6 

(«) 

21  9 

(a) 

21  9 

(«) 

18  li 

22  6 

- 

9 

(x) 

* 5 1 

4 4i 

7 

(«) 

21  9 

(«) 

21  9 

(«) 

18  li 

21  8 

• _ 

1 

• - 1 

3 6i 

8 

(«) 

24  - 

(«) 

24  - 

(«) 

20  - 

15  - 

* 9 

- 

(.t) 

•10  8 

• 5 - 

9 

{a) 

24  3 

(a) 

24  3 

(a) 

20  2i 

26  8 

2 

5 

(at) 

* 4 3 

6 5} 

10 

(a) 

28  3 

(a) 

28  3 

(«) 

23  GJ 

27  6 

♦ _ 

9 

* - 9 

3 11} 

11 

(«) 

43  9 

(«) 

43  9 

(a) 

30  5J 

37  6 

* G 

3 

• 6 3 

1 

12 

2 1 

(6) 

1 8 

2 1 

5 10 

3 

9 

4 2 

j 3 9 

1 

13 

3 6L 

(b) 

2 10 

3 6^ 

8 4 

4 

9| 

5 C 

4 9| 

14 

4 7 

W 

3 8 

4 7 

9 2 

4 

7 

(at) 

4 8 

4 7 

15 

7 3J 

t*) 

5 10 

7 31 

13  4 

6 

-i 

i 7 6 

6 1 

16 

7 8^ 

(*) 

6 2 

7 8^ 

13  4 

5 

7 2 

5 7} 

17 

11  10^ 

{b) 

8 9 

11  10} 

16  8 

4 

9} 

7 11 

4 9} 

18 

15  21 

(*) 

10  1 

15  2} 

20  - 

4 

9} 

9 11 

1 

4 9} 

(b)  This  rate  includes  loading  and  unloading. 

{x)  Difference  between  exceptional  rate  charged  by  the  Company,  and  the  maximum  rate  allowed  by  law. 
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APPENDIX  TO  KEPORT  FROM  THE 


Comparison  between  the  Maximum  Charges  allowed  by  the  Caledonian  Railway  Company’s 


Fourth  Class. 

Fifih  Class. 

Manufactured 

Feathers  for 

Woollen  and 

Worsted  Goods 

Toys, 

Charge 

Earthenware 

Dress,  Hats 

(except  Soft 

Confectionery 
in  Hampers, 

per 

Difference 

in 

Felt), 

Charge 

o5 

P 

P 

S T A T I 

0 N 

S. 

Preserves  and 

Marmalades 

in  Crates. 

Company’s 

Rate 

between 

Cols. 

1 

Boxes. 

Millinery, 

Raw  Silk, 

Silk  Velvet. 

per 

Company’s 

Rate  Book 

Q 

s 

o 

Charge  for 

for 

and 

Charge  per 

Charge  per 

for 

(XI 

<D 

S ' 

Maximum 

Fourth  Class. 

2. 

Maximum 

Maximum 

Fifth  Class. 

^p 

Rate  in 

Rate  in 

1 

Rate  in 

O 

P 

Coinpany’sActs 

Coiiipany ’s  Acts. 

Company’s  Acts. 

til 

s 

Col.  1. 

Col.  2. 

Col.  1. 

Col.  2. 

Col.  3. 

C.  D. 

C.  D. 

s.  d. 

s.  d. 

s.  d. 

s,  (i. 

s.  d. 

5.  d. 

M 

c. 

23 

49 

Perth  - 

- 

- 

8 - 

10  - 

2 - 

5 - 

8 - 

11  8 

1 

41 

34 

Crieff  - 

- 

- 

13  3 

15  - 

1 9 

8 9 

13  3 

17  6 

2 

56 

19 

Stirling 

- 

- 

19  - 

17  6 

*1  6 

11  10^ 

19  - 

20  - 

3 

64 

21 

Larbert 

- 

- 

21  8 

20  - 

*1  8 

13  6i 

21  8 

26  8 

4 

85 

32 

Motherwell  - 

. 

(«) 

21  6 

25  - 

3 6 

(a) 

17  11 

(a) 

28  8 

33  4 

5 

86 

30 

Glasgow 

(a) 

21  9 

26  8 

4 11 

(«) 

18  l.| 

(«) 

29  - 

32  6 

6 

86 

78 

Shieldmuir  - 

(a) 

21  9 

22  6 

- 9 

(«) 

18  1^ 

(«) 

29  - 

30  - 

7 

95 

72 

Leith  - 

. 

- 

(«) 

24  - 

20  - 

•4  - 

(«) 

20  - 

(«) 

32  - 

30  - 

8 

96 

33 

Paisley 

. 

- 

(«) 

24  3 

27  6 

3 3 

(«) 

20  2i 

(«) 

32  4 

38  4 

9 

112 

9 

Greenock 

(«) 

28  3 

30  - 

1 9 

(«) 

23  6i 

(a) 

37  8 

43  4 

10 

174 

29 

Carlisle 

- 

- 

(a) 

43  9 

42  6 

• 1 3 

(a) 

36  5^ 

(rt) 

58  4 

50  - 

11 

9 

46 

Panmure 

- 

- 

2 11 

6 8 

3 9 

2 1 

2 11 

7 6 

12 

16 

43 

Arbroath 

- 

- 

4 llj 

9 2 

4 2i 

3 6J 

4 llj 

10  - 

13 

21 

32 

Forfar  - 

- 

- 

6 5 

10  - 

3 7 

4 7 

6 5 

11  8 

14 

34 

43 

Brechin 

- 

- 

10  2^ 

15  - 

4 9i 

7 31 

10  2J 

16  8 

15 

36 

20 

Monti’ose 

- 

- 

10  9J 

15  - 

4 2's 

7 8i 

10  9i 

16  8 

16 

56 

26 

Stonehaven  - 

■ 

■ 

16  7J 

19  2 

2 6J 

11  lOJ 

16  71  j 

21  8 

17 

72 

44 

Aberdeen 

- 

- 

21  3J 

25  - 

3 

15  2i 

21  3 ^ j 

27  6 

18 

In  these  cases  the  Company’s  charges  are  less  than  the  maximum  rates  authorised. 
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Acts,  for  the  Conveyance  of  certain  Articles  meniioned  therein,  kc.  — continued. 


Furniture. 

Difference  between 

Packed  in  Case.s, 

Loose,  or  Packed 

Difference  between 

or  Vans. 

in  Mats. 

Charge  per 

Charge  per 

Cols. 

Cols. 

Cols. 

Maximum 

Charge 

Maximum 

Charge 

Lois. 

1 

2 

Rate  in 

per 

Rate  in 

per 

1 

3 

and 

and 

Company’s 

Company’s 

Rate  Book, 

Company’s 

Company’s 

Rate  Book. 

and 

and 

3. 

3. 

Acts. 

Acts. 

2. 

4. 

Col.  1. 

Col.  2. 

Col.  3. 

Col.  4. 

C.  D. 

C.  D. 

s,  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s. 

d. 

s.  d. 

1 

6 8 

3 8 

8 - 

11 

8 

8 - 

14  - 

3 

8 

6 - 

2 

8 9 

4 3 

13  3 

17 

G 

13  3 

21  - 

4 

3 

7 9 

3 

8 U 

1 - 

19  - 

20 

- 

19  - 

24  - 

1 

- 

5 - 

4 

13  U 

5 - 

21  8 

26 

8 

21  8 

32  - 

5 

- 

10  4 

(“) 

(«) 

40  - 

8 

5 7 

5 

15  5 

4 8 

28  8 

33 

4 

34  5 

4 

(a) 

(«) 

39  - 

6 

6 

14  4^ 

3 6 

29  - 

32 

6 

34  9i 

3 

4 2| 

(a) 

(«) 

36  - 

1 2| 

7 

11  10^ 

1 - 

29  - 

30 

- 

34  9i 

1 

(«) 

(«) 

36  - 

*2 

8 

10  - 

*2  - 

32  - 

30 

- 

38  5 

- 

*2  5 

(a) 

(n) 

9 

18  4 

6 - 

32  4 

38 

4 

38  5 

46  - 

6 

- 

7 21 

(«) 

(«) 

10 

19  9^ 

5 8 

37  8 

43 

4 

45  2 

52  - 

5 

8 

6 10 

(a) 

fa) 

11 

13  6i 

•8  4 

58  4 

50 

- 

70  - 

60  - 

•8 

4 

*10  - 

12 

5 5 

4 7 

2 11 

7 

6 

2 11 

9 - 

4 

7 

6 1 

13 

6 5i 

5 

4 H 

10 

- 

4 111 

12  - 

5 

4 

7 -1 

14 

7 1 

5 3 

6 5 

11 

8 

6 5 

14  - 

5 

3 

7 7 

15 

9 4i 

6 

10  2J 

16 

8 

10  2| 

20  - 

6 

5| 

9 9| 

16 

8 IH 

5 lOJ 

10  9i 

16 

8 

10  - 

20  - 

5 10| 

10 

17 

9 

5 -h 

16  7i 

21 

8 

16  7| 

26  - 

5 

-.1 

2 

9 4| 

18 

12  3i 

6 2^ 

21  31 

27 

6 

21  3| 

33  - 

6 

^2 

11  81 

(a)  This  charge  includes  all  services  incidental  to  the  conveyance,  except  cartage  in  the  collection  and  delivery  of  the  goods ; 
except  for  furniture  packed  in  cases  or  vans,  the  charges  for  which  include  collection  and  delivery  of  the  full  case  or  van,  and  the 
return  of  the  empty  case  or  van  from  station  to  station.  The  weight  of  the  case  or  van  is  charged  for  at  the  same  rate  as  the  gDods. 
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Appendix,  No.  57. 


PAPERS  handed  in  by  the  Chairman, 


IMemorial  of  the  Mayor,  Aldermen,  and  Burgesses  of  the  Borough  of  Preston, 


To  the  Select  Committee  on  Railway  Charges. 

The  humble  Memorial  of  the  Mayor,  Aldermen,  and  Burgesses  of  the  Borough 
of  Preston,  in  Council  assembled  under  their  Common  Seal, 

Slieweth, 

That  Preston,  one  of  the  great  manufacturing  towns  in  Lancashire,  has  for  years 
suffered  from  the  excessive  charges  for  freightage  to  and  from  the  town. 

That  it  has  a population  of  about  96,000,  and  is  chiefly  interested  in  cotton,  grain, 
timber,  and  to  some  extent,  the  iron  trades. 

That  there  are  about  2,000,000  spindles  and  34,000  looms  used  in  the  manufacture  of 
cotton,  the  chief  trade  of  the  town,  of  which  about  60,000  tons  are  manufactured 
annually. 

That  the  railways  serving  the  town  are  the  London  and  North  Western  and  the 
Lancashire  and  Yorkshire,  and  by  arrangement  between  themselves,  the  companies 
divide  the  traffic;  hence  there  is  no  competition. 

That  the  acquirement  of  the  Fleetwood,  Preston,  and  West  Riding  Junction  Railway 
in  1866,  by  the  London  and  North  Western  and  Lancashire  and  Yorkshire  Railway 
Companies  as  joint  lessees  caused  a most  serious  loss  to  Preston,  as  this  shut  out  the 
Midland  Railway  Comjmny  from  an  independent  entrance  to  Preston  through  Skipton 
and  Clithero. 

That  in  tl)e  year  1872  the  railway  companies  increased  their  rates  of  carriage  of  goods 
about  10  per  cent,  in  consequence  of  the  high  price  of  coal,  and  the  rates  have  not  since 
been  reduced. 

That  as  far  hack  as  the  year  1865,  the  town  council  had  under  their  consideration  the 
grievance  that  the  town  laboured  under  by  the  charges  made  for  the  conveyance  of 
passengers  and  goods  in  the  district. 

That  another  effort  was  made  in  the  year  1878,  when  a deputation  was  appointed  by 
the  corporation  to  wait  upon  the  directors  of  the  two  companies  in  conjunction  with 
deputations  from  the  following  other  towns,  viz.,  Blackburn,  Burnley,  Accrington,  and 
D arwen,  and  the  result  of  that  interview  was  that  the  directors  promised  to  consider  the 
representations  made  on  the  subject  and  Avould  communicate  the  result  of  their 
deliberations. 

That  subsequently  a letter  was  received  from  the  secretary  stating  that  the  directors 
w'ould  not  be  justified  in  reducing  the  rates  of  carriage. 

That  as  recently  again  as  this  year  a deputation  Avas  appointed  by  the  corporation  in 
conjunction  with  Blackburn,  and  sought  an  interview  with  the  Lancashire  and  Yorkshire 
Railway  Company,  but  they  Avere  informed  in  a letter  from  the  seeretary  of  the  company 
that  his  directors  Avere  of  0])inion  that  no  practical  good  would  result  from  their 
receiving  representatives  collectively  from  different  places  variously  affected,  and  that 
they  Avould  prefer  to  commuuicate  Avith  each  separately,  first  receiving  in  each  case 
particulars  of  Avhat  the  deputations  called  attention  to. 

That  hence  it  Avas  decided  to  lay  tlie  grievance  before  your  Committee. 

That  for  the  same  reasons  the  development  of  the  River  Ribble,  on  the  banks  of 
Avhich  the  town  is  situate,  has  from  time  to  time  received  and  is  noAv  receiving  the  serious 
consideration  of  the  corporation,  and  consequent  upon  a memorial  signed  by  4,964 
inhabitants  of  the  town,  including  all  the  leading  manufacturing  interests,  the  corporation 
entered  into  negotiations  Avith  the  Ribble  Navigation  Company  (a  company  crented 
some  years  ago  for  the  purpose  of  improving  and  developing  the  navigation,  but  Avhich 
they  have  hitfierto  failed  in)  for  acquiring  their  undertaking  and  interest,  it  being  urged 
by  those  advocating  the  development  of  the  river  that  many  goods  noAV  brought  by  rail 
Avouhl  be  able  to  come  by  sea  at  a greatly  reduced  cost. 

Tliat  as  evidence  of  Avhat  Avould  be  the  result  of  the  proposed  development,  your 
memorialists  may  state  that  several  of  the  leading  corn  merchants  in  this  tOAvn 
bring  most  i/f  their  grain  from  Liverpool  by  sea,  and  that  at  a much  loAVcr  cost  than  by 
rail. 

4 hat  the  consequence  of  the  excessive  charges  is  to  divert  much  of  the  trade  from  the 
town,  and  as  both  the  London  and  North  Western  and  the  Lancashire  and  Yorkshire 
Raihvay  Companies  are  the  owners  of  the  docks  at  FleetAvood  (as  also  having  large 
interest  in  the  Goole  and  Hull  Docks)  it  is  to  their  interest  to  cause  such  diversion,  the 
])ractice  they  adopt  is  to  charge  a loAver  rate  per  mile  for  carriage  to  other  places  than 
Preston. 
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That  the  rate  for  carriage  of  yarn  between  Manchester  and  Preston  is  12  s.  6 d.,  being, 
in  the  opinion  of  your  memorialists,  1 5,  3 d.  too  much. 

That  the  rate  for  cotton  from  Liverpool  to  Preston  (28 1 miles)  is  10  s.  per  ton,  while 
the  rate  to  Lancaster  21  miles  further,  is  the  same. 

'fhat  the  rate  for  grain  between  Liverpool  and  Preston  (as  compared  with  cotton)  is  7 s. 
(with  all  empty  sacks  returned  free). 

That  the  rate  for  sugar  between  tlie  same  places  i-i  9 s.  2 d.,  the  rate  from  Liverpool 
to  Lancaster  upwards  of  21  miles  further  (passing  through  Preston)  is  the  same,  viz., 
9 s 2d. 

That  this  last  rate  is  1 s.  more  than  the  rate  from  Liverpool  to  Manchester. 


Cotton  Trade. 

That  about  60,000  tons  of  cotton  is  maufactured  annually  in  this  town,  and  tlie 
followiim  statement,  with  the  tables  appended  to  this  memorial,  will  show  tlie  great  loss 
the  town  sustains  by,  and  the  injustice  of  the  present  rates  of  carriage.^ 

That  the  rate  for  yarn  from  Preston  to  Blackburn,  and  other  adjoining  districts, _ is  so 
high  that  a large  quantity  is  carted  ; this  carting  by  road  taking  four  hours  as  against  a 
day  per  rail. 

That  the  following  table  is,  as  near  as  can  be  ascertained,  the  average  distanc2  travelled, 
and  cost  of  carriage  of  cotton,  yarn,  and  cloth  in  its  different  transits,  and  shows  the  excess 
calculated  at  3|  d.  per  ton  per  mile,  and  1 s.  terminal  at  each  end. 


Distance 

Rate 

Goods. 

in 

Miles. 

Charged. 

Excess. 

£. 

s.  d. 

s. 

d. 

Cotlon 

- 

Liverpool  to  Preston  (cartage  at 
latter  only). 

28^ 

— 

10  - 

— 

9 

Yarn 

- 

Preston  to  Blackburn 

1 1 

- 

6 8 

1 

n 

Cloth 

- 

Blackburn  to  Manchester  - 

25 

- 

10  10 

1 

4 

Manchester  to  Bolton  (for  bleach- 

11 

— 

6 8 

1 

ing). 

- 

Bolton  to  Manchester  (for  pack- 

11 

- 

6 8 

1 

H 

ing). 

„ for  export 

- 

Manchester  to  Liverpool 

31 

- 

10  - 

Total 

- - - £. 

2 

10  10 

5 

113 

Wines  and  Spirits  Trade. 

That  for  many  years  past  the  wine  and  spirit  trade  has  suffered  on  account  of  the 
excessive  rates  of  carriage  of  goods. 

That  Preston,  as  an  inland  town,  has  to  pay  a higher  rate  than  seaport  towns,  as  is 
instanced  by  the  rate  from  northern  towns,  Edinburgh  and  Glasgow  to  Liverpool,  for 
where  there  is  sea  communication  the  railway  comjianies  carry  goods  by  rail  (through 
Preston)  to  northern  towns  for  less,  in  proportion  to  the  distance,  than  from  tlie  same 
places  to  Preston.  For  instance,  the  rate  from  Liverpool  to  Edinburgh  (219  miles, 
jiasslng  through  Preston),  is  25  s.  per  ton;  whereas  the  rate  from  Liverpool  to  Preston 
(281  miles)  is  10  s.  per  ton,  that  is  to  say,  if  Preston  were  charged  at  the  same  rate  as 
Edinburgh,  the  rate  would  be  3 s.  2 d.,  or  7 s.  10  d.  per  ton  less  than  is  now  paid. 

That  the  town  also  suffers  from  the  excessive  charges  for  goods  from  continentlal 
towns  to  Preston  as  compared  with  goods  from  the  same  places  to  northern  towns. 

That  previous  to  the  time  when  the  railway  companies  increased  their  rates  of  carrlao-e 
of  goods,  empty  casks  were  returned  by  the  companies  at  a very  nominal  charge,  but  now 
they  charge  the  trade  for  empties  the  same  rate  per  ton  as  full  casks. 

That  for  wines  and  spirits  from  Glasgow  to  Preston,  if  consigned  in  the  first  instance  to 
Liverpool  (passing,  of  course,  through  Preston),  then  consigned  from  Liverpool  to  Preston 
back  again,  the  rate  would  be  31  «.  8rf.  per  ton,  whereas  consigned  from  Glasgow  direct 
to  Preston,  the  rate  would  be  35  a.  per  ton,  being  3 s.  Ad.  per  ton  more,  although  the 
goods  Avould  travel  the  shorter  distance  of  57  miles  in  this  latter  than  in  the  former  case. 
This  is  instanced  by  the  tabulated  statement  appended  to  this  memorial,  and  the  same 
remarks  apply  to  all  the  towns  mentioned  in  such  tabulated  statement. 

K K 
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Coal  Trade. 

That  with  regard  to  coal,  the  rate  charged  per  ton  per  mile  from  Wigan  to  Preston  is 
1 d.,  but  from  Wigan  to  Fleetwood  | d.  Most  of  the  coal  used  in  Preston  comes  from  the 
Wigan  district. 

Grain  Trade. 

That  in  addition  to  what  has  been  stated  previously  with  regard  to  this  trade,  it  may 
be  mentioned  that  the  rate  for  grain,  flour,  &c.,  from  Liverpool  (from  which  place  most 
of  the  grain  comes)  to  Lancaster  (48 J miles)  is  6 s.  8 d.  per  ton,  with  a minimum  of  four 
ton  lots,  whilst  from  Liverpool  to  Preston  (28 1 miles)  it  is  6 s.  8 d.  per  ton,  with  a mini- 
mum of  two  ton  lots,  although  20  miles  less  distance. 

Provision  Trade. 

That  the  town  also  suffers  from  the  high  price  of  carriage  of  provisions  from  Liverpool 
to  Preston,  and  from  Preston  to  the  northern  towns,  as  compared  with  the  rates  from 
Liverpool  to  the  northern  towns,  and  your  memorialists  beg  to  submit  the  following 
returns  respecting  cheese  as  an  illustration,  this  town  being  the  centre  of  a cheese  manu- 
facturing district. 

Cheese  (Packed  in  Boxes). 


Rate  from  Liverpool  to  Preston  - - - - - - 10^.  per  ton. 


From 

To 

Rate 
per  Ton. 

From 

To 

Rate 
per  Ton. 

s.  d. 

\ 

s.  d. 

Liverpool 

- 

Carlisle 

18  4 

Preston  - 

- 

Carlisle 

23  4 

- 

Glasgow 

20  - 

99 

- 

Glasgow 

30  - 

Kilmarnock  - 

26  8 

99 

- 

Kilmarnock  - 

30  - 

- 

Dumfries 

25  - 

99 

- 

Dumfries 

28  4 

Lancaster 

10  10 

99 

- 

Lancaster 

9 2 

Kendal  - 

14  2 

99 

- 

Kendal  - 

15  - 

JJ 

- 

Ulverston 

15  - 

99 

- 

Ulverston 

15  - 

99 

- 

Barrow 

15  - 

99 

- 

Barrow  - 

15  - 

That  the  town  has  a large  trade  between  the  towns  mentioned  above,  and  considerable 
injury  is  caused  to  the  trade  here  by  the  excessive  rates,  although  the  goods  travel  a 
distance  of  28  g miles  less. 

Your  memorialists  beg  to  submit  the  annexed  tables  with  reference  to  cotton,  grain, 
pig  and  manufactured  iron,  sugar,  timber,  minerals,  yarn  and  cloth,  and  wine  and  spirits, 
showing  the  distance  in  miles  by  rail,  and  also  the  rates  charged  for  different  goods,  with 
a tabulated  statement  of  the  excess  and  inequalities  in  the  charges. 

Your  memorialists  therefore  pray  that  you  will  take  into  your  consideration 
the  excessive  and  unequal  rates  and  charges  that  your  memorialists 
complain  of. 

And  your  memorialists  will  ever  pray,  &c. 

Given  under  the  common  seal  of  the  said  borough  this  13th  day  of 
July  1881. 


(signed)  Janies  Hibbert,  Mayor. 
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Appendix,  No.  58. 


PAPER  handed  in  by  Mr.  Grierson. 


London  and  Birmingham  Railway. — Goods’  Department. 


Scale  of  Rates,  including  Toll  and  Locomotive  Power,  for  Goods  conveyed  over  the 

London  and  Birmingham  Railway. 

First  Class. — 1 d.  per  Ton  per  Mile,  including  Locomotive  Power,  but  exclusive  of  Waggons. 

Coals  conveyed  by  the  Coal  Trains. 


s.  d. 

H S’ 

Second  Class 
or 

. — 1|  d.  per  Ton  per  Mile,  including  Locomotive  Power  and  Waggons, 

11  5.  H d.  per  Ton  between  London  and  Birmingham. 

20 

il,  - 
10  7^ 

Anchors. 

Anvils. 

Bricks. 

Boilers. 

„ Plates. 

Bick  Irons. 

Compost. 

Coals. 

Coke. 

Cinders. 

Culm. 

Charcoal. 

Clay. 

Chalk. 

Cement. 

Castings,  heavy. 

Cables. 

Chains. 

Empty  returned 

packages  in  full 
loads. 

Gas  pipes,  wrought 
iron. 

Greaves. 

Grease. 

Iron  in  pigs. 

„ bars. 

„ rods. 

„ hoops. 

„ sheets. 

,,  arms. 

„ share  moulds. 

Lime. 

Limestone. 

Manure. 

Materials  for  the 
repair  of  roads, 
&c. 

Nails. 

Rivets. 

Railway  bars. 

„ chairs. 

„ pins. 

„ wheels. 

„ springs. 

„ axles 

„ guards.  / 

„ turntables. 

Stones,  building. 

,,  pitching. 

„ paving. 

Slates. 

Sand. 

Salt. 

Shumac,  Ac.,  for 
tanning. 

Tubing,  iron. 

Tallow. 

V’^ices. 

Whiting. 

Third  Class. — Ig  d.  per  Ton  per  Mile,  including  Locomotive  Power  and  Waggons, 
or  14  s.  per  Ton  between  London  and  Birmingham. 

Argols. 

Cowries. 

Hurdles. 

Nuts. 

Safflower. 

Acid  wood. 

Cullett. 

Hammer  beads. 

Sugar. 

Alabaster. 

Cudbear. 

Hollowware,  in  hogs- 

Oxalic  acid. 

Soap. 

Alum. 

Cordage. 

heads. 

Onions. 

Spelter. 

Annato. 

Clothes,  old. 

Hoofs. 

Oranges. 

Shells,  pearl. 

Ashes,  in  casks. 

Corn. 

Horns. 

Oil  cakes. 

Sulphur. 

Asphaltum. 

Currants  (grocer’s). 

Hides,  raw. 

Oil,  in  casks. 

Saltpetre. 

Ale. 

CofiFee. 

Hinges. 

Staves. 

Horse  shoes. 

Paper  hangings. 

Spirits,  in  casks. 

Rorilla. 

Divi  Divi. 

Paints. 

Screws,  iron. 

Bleaching  powder. 

Dregs. 

India-rubber. 

Pumice  stone. 

Steel  bars. 

Black  bottles. 

Dye  Lac. 

Indigo. 

Potatoes  and  other 

„ bundles. 

Boracic  acid. 

Dye  Wood. 

Iron  bedsteads. 

store  vegetables. 

Sad  irons. 

Borax. 

Deals. 

Paper  (coarse). 

Spades  and  shovels. 

Boxwood. 

Leather. 

Pitch. 

Brushes. 

Eggs. 

Lard. 

Porter. 

Tea. 

Buckles,  iron. 

Emery. 

Lemon  juice. 

Pots  (cast  iron). 

Tarpaulins. 

Bread. 

Earthenware. 

Linseed. 

Terra  japonica. 

Biscuit. 

Lemons. 

Rapeseed. 

Turpentine. 

Bark. 

Flocks. 

Lead,  white. 

Rice. 

Tobacco. 

Bichrome. 

Felloes. 

„ red. 

Raisins. 

Tin. 

Butter,  in  casks. 

Felts. 

» pig- 

Rags. 

Tar. 

Bacon  and  other 

Feltspur. 

„ sheet. 

Ropes  (old). 

Timber. 

cured  meats. 

Fish  (salt). 

„ pipe. 

Refiner’s  sweepings. 

Tips. 

Blacking. 

Flax. 

Rosin. 

Bristles. 

Founders'  dust. 

Mustard. 

Umbrella  stretchers. 

Bones. 

Flour. 

Machines,  weighing. 

Starch. 

Bone  flats. 

Figs. 

Madder. 

Seeds  (clover,  &c.) 

Vinegar. 

Beer. 

Flints. 

Mastic. 

Sal  ammoniac. 

Valonia. 

Brass  wire. 

Millboards. 

Sarsaparilla. 

Veneers. 

Gum. 

Munjeet. 

Seal  skins  (wet). 

Vegetables  (store). 

Candles. 

Ginger. 

Marble,  in  blocks. 

Shell  lac. 

Cheese. 

Glue. 

Malt. 

Shot  (small). 

Wire,  iron. 

Chicory. 

Groceries  (general). 

Molasses. 

Size. 

„ metal. 

Cocoa. 

Grain. 

Meat,  cured. 

Smalts. 

Wine,  in  casks. 

Cider. 

Grindstones. 

Metals,  pig. 

Slates  (writing). 

Colours. 

Gun  stocks  (rough). 

,,  sheep. 

Soda  water. 

Yeast. 

Copperas. 

,,  barrels  (rough). 

„ pipe. 

Spokes  (wood). 

Yarn. 

Carriage  springs, 

Manganese. 

Sugar  of  lead. 

axles,  and  steps. 

Hemp. 

Machinery,  heavy. 

Sulphate,  copper. 

Zaffers. 

Copper. 

Honey. 

Soda. 

Cotton  waste. 

Hoop  wood. 

Naphtha. 

Seed. 
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s.  d. 

■te  8 

1J,  2 


32  10 


Fourth  Class.— 2 d.  per  Ton  per  Mile,  including  Locomotive  Power  and  Waggons, 
or  18  s.  8d.  per  Ton  between  London  and  Birmingham. 


Bagging,  in  bales. 
Balsam. 

Bees’  wax. 

Bellows. 

Bales  ami  packs. 
Baggage,  military. 

Canvas. 

Corkwood. 

Carpeting. 

Calamine. 

Cocliineal. 

Cotton  and  Other 
wools. 

Drapery. 


Dry  salteries. 
Drugs. 

Edge  tools. 

Floor-cloth. 

Fire-irons. 

Fry-pans. 

Feathers. 

Fenders  (cast  iron). 
Flannels. 

Fruit,  ripe. 

Guns — Muskets  in 
cases. 


I Glass,  common,  in 
! boxes. 

I ,,  window. 

„ flint,  in  ho's- 
1 heads  or  crates, 

j Grates. 

i Haberdashery. 

Hatters’  stuff. 

I Hair, 
j Hides. 

j Isinglass. 

! Juice. 

Joiners’  work. 


Linen,  Irish. 
.Liquorice. 

Millinery. 

Marble,  in  slabs  and 
cases. 

Orchillo  weed. 
Oysters. 

Packs  and  bales. 
Paper,  fine. 

Bushes,  in  packs. 

Silk,  waste. 
Stationery,  general. 


Seal  skins  (dry). 

Spirits,  in  hampers 
or  cases. 

Shoes. 

Scythes. 

Stoves. 

Trees,  in  mats. 

Vegetables. 

Window  frames,  cast 
iron. 

Wine,  in  hampers  or 
cases. 

Wools. 


23  !f 

n 


-h 


Fifth  Class. — 2|  d.  per  Ton  per  INlile,  including  Locomotive  Power  and  Waggons, 
or  23s.  Ad.  per  Ton  between  London  and  Birmingham. 


Clocks. 

Glass,  plate. 

Meat,  fresh. 

Pianos. 

Silks,  raw  and  manu- 

China. 

Music,  in  cases. 

factored. 

Furs. 

Hay  and  straw. 

Quicksilver. 

Toys. 

Fish  (fresh). 

Hardware. 

Organs,  in  cases. 

Furniture. 

Hats. 

Organs  work. 

Sponge  in  boxes. 

Note. — Figures  in  italics  show  charges  made  by  Pickford  & Co. 


A proportionate  moderate  charge,  according  to  the  value,  bulk,  and  weight  for  any  thing 

not  above  specified. 

The  Company  do  not  undertake  to  load,  unload,  collect,  or  deliver. 

Goods  to  and  from  Road  Stations  are  charged  according  to  distance,  at  the  same  rates  as  above. 
A communication  with  the  Birmingham  Canal  is  noAV  open  at  Birmingham  Station. 
LuciLr  Mafehes,  Oil  of  Vitriol,  Gunpowder,  and  Aqua  fortis,  are  not  allowed  to  be  carried. 

By  Order, 

R.  Creed,  Secretary. 


Euston  Station,  1 August  1845. 
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Appendix,  No.  59. 


PAPERS  handed  in  by  Mr.  Grierson. 


RATES. 


London  and  Birmingham. — By  Canal  in  1836.  By  Railways  and  Canal  in  1842. 

By  Railways  in  1866. 


Rates  by  Canal, 
Collected  and  Delivered. 

Rates  by  Railways, 

Rates  by  Railways, 

Articles 

• 

Before  the 
Opening  of 
Railways. 

After  the 
Opening  of 
Railways. 

Collected  and  Delivered. 

Collected  and  Delivered. 

1836. 

1842. 

1842. 

18C6. 

1880. 

Undamageable  Iron 

Per  Ton. 

s.  d. 

25  - 

Per  Ton, 

s,  rf. 

Per  Ton. 

s,  d. 

Per  Ton. 

s.  d. 

15  - 

Per  Ton, 

s.  d, 

15  - 

Damageable  Iron  - 

- • 

• 

27  6 

- 

- 

17 

6 

17 

6 

Hardware 

• 

GO  - 

35  - 

40  - 

27 

G 

Town. 

27  s.  6 <7. 

Shipment. 

25  s.  0.  R. 

Nails  - . . 

40  - 

32  6 

32  6 

21 

8 

2 Tons. 

17  s.  %d. 

Less  Lots. 
19s.  2d. 

Sugar,  Raw  - 

- 

40  - 

37  6 

37  6 

21 

8 

20 

- 

Sugar,  Lump 

50  - 

37  6 

40  - 

27 

6 

Loose. 

34  s.  2 d. 

Packed. 

22  s.  6 d. 

Tallow  - - - 

. 

- 

35  - 

35  - 

30  - 

21 

8 

20 

- 2-ton  Lots. 

Tea  ... 

• 

- 

50  - 

37  6 

40  - 

32 

G 

34 

2 

Drapery 

- 

- 

70  - 

- 

45  - 

40 

- 

40 

- 

Spelter  - . - 

- 

- 

- 

18  - 

20  - 

17 

6 

15 

- 

Pearl  Shells  - 

. 

. 

- 

30  - 

35  - 

27 

6 

34 

2 

Glass  - - - 

- 

- 

70  - 

27 

G O.R. 

25 

10  O.R. 

Note.  — During  the  stoppage  of 
Canal,  from  frost  or  other  cause, 
prior  to  the  opening  of  Railways, 
goods  had  to  be  sent  by  road 
waggon,  at  these  charges  : — 

Glass  - • . - . 

Other  Goods  . - - - 

140  - 
120  - 

London  and  Manchester. — By  Quick  Vans  in  1833-34.  By  Canal  in  1834. 

By  Railways  in  1840  and  1866. 


Articles. 

Quick 

Vans. 

Quick 

Vans. 

Canal. 

When 
Railways 
Opened,  before 
Railway 
Companies 
were  Carriers. 

Rates  by  Railways, 
the  Companies  being 
Carriers. 

Rates  by  Railways, 

the  Companies  being  Carriers. 

1833. 

1834. 

1834. 

1840. 

18G6. 

1880. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

P,r 

Ton. 

Per  Ton. 

Per  Ton. 

s. 

d. 

s.  d. 

s. 

d. 

4- ton  Lots. 

Less  Lots. 

Sugar,  raw  - 

Cl 

8 

28  4 

22  s.  Qd. 

31  s.  8 d. 

Sugar,  for  refiners  - 

20  - 

20 

- 

Tallow  - - - 

G1 

8 

25  - 

27 

0 Piping. 

Lead  - - - 

G1 

8 

28  4 

31 

8 27  s.  Gd.,  O.R. 

Bales,  Packs,  and 

20/. 

18/.13s.4</. 

41. 

G4 

8 

35  - 

40 

Trusses. 

Goods  for 

Smalls  - - - 

2 s.  8 (/. 

- 

2 s.  each 

- 

- 

25  s.  for  shipment. 

Shipment.  25 

- 

each. 

s. 

d. 

Smalls. 

as  per  500  lbs. 

28  lbs.  - - 1 

8 

28  lbs. 

9 scale  at  25  s. 

5G  lbs.  - - 2 

- 

56  lbs.  1 

1121bs.  - - 2 

o 

112  lbs.  1 

1 

Hardware 

64 

8 

40  - 

43 

4 

Silk 

- 

- 

100  5.  - 

- 

. 

Insured  - - 87 

G 

Smalls  - - 3 

2 

Uninsured  - 62 

G 

62 

C 

Smalls  - - 2 

2 

Glass  - - - 

• 

- 

100s.  . 

C9 

8 

40  - 

40 

- 

Furniture 

- 

- 

140  s.  - 

- 

- 

0.  R.  70  - 

0.  R.  70 

- 

Luggage 

79 

8 

55  - 

55 

- 

Wines  and  Spirits  - 

- 

- 

- 

G9 

8 

40  - 

40 

- 

Hides  - - - 

G9 

8 

28  4 

30 

- 

0.54.  K K 3 
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Birmingham  and  Manchester. — By  Canal  in  1836.  By  Railways  and  Canal  in  1842. 

By  Railways  in  1866. 


Rates  by  Canal, 
Collected  and  Delivered. 

Rates  by  Railways,  Collected  and 

Rates  by 
Railways, 

Articles. 

Before 

Railways 

Opened. 

After 

Railways 

Opened 

Delivered. 

Collected  and 

Delivered. 

1836, 

1842. 

1842. 

1866. 

1880. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

— 

— 

— 

— 

— 

s.  d. 

s.  d. 

s,  d. 

S.  d.  . s.  d. 

s.  d. 

Undamageable  Iron 

22  6 

^ - 

- 

10  - to  11  6 

12  - 

Damageable  - . - 

25  - 

- 

- 

11  6 to  13  - 

s.  d. 

13  6 

Hardware  - - - - 

40  - 

20  - 

25  - 

20  - 

21  8 

Nails  ----- 

30  - 

17  6 

20  - 

16  8 

17  6 

Wire,  Iron  - - - - 

- 

17  6 

20  - 

16  8 

12  - 

Parcels  and  Bales 

30  - 

SO  - 

25  - 

22  6 

24  2 

Flint  Glass  - - - - 

40  - 

- 

- 

22  6 0.  R. 

A.  20  10 

South  Staffordshire  and  Liverpool. — By  Canal  in  1831.  By  Railways  in  1866. 


Articles. 

Rates  by  Canal 
Collected 
and  Delivered. 

Rates  by  Railway 
Collected 
and  Delivered. 

Rates  by  Railway 
Collected  only 
(but  Delivered  alongside 

Ship  in  10-ton  Lots). 

1831. 

1866. 

1880. 

Per  Ton. 

Per  Ton. 

Per  Ton. 

8, 

d 

s. 

d.  s. 

d. 

5. 

d.  s.  d. 

Undamageable  Iron 

18 

- 

10 

- to  11 

6 

10 

- to  11  6 

Damageable  Iron  . . - 

20 

- 

11 

6 to  13 

- 

12 

6 to  14  - 

Hardware  .... 

40 

- 

15 

10  to  18 

4 

20 

- to  23  4 

Nails 

27 

6 

14 

2 to  16 

s.  d. 

8 

15 

- to  17  6 

Glass  ....  - 

40 

- 

0.  R 

. 22  6 

0.  R.  17 

6 to  18  4 

Timber  . - - - - 

13 

4 

10 

- to  12 

6 

11 

8 to  12  6 

Grain  ..... 

13 

4 

10  - to  12  6 

Including  Collection 
in  Liverpool. 

11 

8 to  12  9 
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Great  Western  Railway. 


Smithfield  Goods  Station. 


Summary. 

Terminal  Expenses  connected  with  Minerals,  Carted  and  not  Carted  Traffic,  dealt 
with  during  the  12  Months  ending  31st  January  1881  (exclusive  of  Cartage). 

Company  as  Carriers,  but  not  Warehousemen. 


Particulars. 

Tonnage. 

Total  Cost. 

Cost  per  Ton. 

Total  Minerals,  carted  and  not  carted  traffic  - 

144,162 

£.  s-  d. 

26,858  3 9 

5.  d. 

3 8-71 

Smithfield  Station.  Goods  Terminal  Accommodation  (exclusive  of  Cattle). 


Capital  and  Maintenance. 


Company  as  Carriers,  but  not  W arehousemen. 


Particulars. 

Estimated 
present  Capital 
Value  of 
Accommodation. 

Estimated 

Cost  of  Maintenance 
per  Year. 

Rents  : 

Land  for  Station  ...... 

£.  s.  d. 

£.  s.  d. 
1,325  - - 

„ Offices  ...... 

• . • 

75  - - 

Paid  to  Metropolitan  Company  for  Sidings 

. 

1,000  - - 

Construction  : 

Amount  paid  to  Corporation  .... 

13,776  - - 

_ 

Works  executed  by  Great  Western  Company  : 
Platforms  ..... 

Offices  ....... 

Cranes 

Hoists  ....... 

Hydraulic  Machinery  .... 

) 91,636  - - 

4,810  - - 

Sidings  ....... 

Approach  Roads  ..... 

Weighbridges  . ..... 

Turntables  ...... 

Platform  Weighing  Machines  .... 

/ 

153  - - 

4 10  - 

£. 

105,565  - - 

7,214  10  - 

Smithfield  Station  Goods  Terminal  Expenses  connected  with  Minerals, 
Carted  and  not  Carted  Traffic,  dealt  with  during  the  12  Months  ending  31st  January 
1881  (exclusive  of  Cartage). 


Company  as  Carriers,  but  not  W^arehousemen. 


Particulars. 


— — ww.  V \JH  JLUlCtl 

Accommodation  - 
Maintenance  of  Accommodation 
Hates  and  Taxes  - - _ 

Staff  Expenses  ... 
Shunting-horse  Power  - 
Working  of  Hydraulics  - 
Stationery  and  Stores 
Gas  and  Water  ... 
Clothing  .... 


Value 

of  Terminal 

£. 

5. 

d. 

■ 

" 

- 

5,278 

5 

— 

• 

• 

7,214 

10 

— 

• 

- 

432 

- 

— 

- 

10,840 

18 

6 

' 

1,070 

3 

6 

■ 

• 

- 

359 

9 

6 

" 

- 

646 

5 

— 

• 

- 

907 

16 

• 

108 

16 

3 

£. 

26,858 

3 

9 

0.54. 
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Great  Western  Railway. 


Bath  Goods  Station. 


Summary. 

Terminal  Expenses  connected  witli  CoAii  and  Coke  and  other  Minerals,  Carted 
and  not  Carted  Traffic  dealt  with,  12  Months  ending  31st  January  1881  (exclusive  of 
Cartage). 

Company  as  Carriers,  but  not  as  Warehousemen. 


PARTICULAnS. 

Total  Tonnage. 

Total  Cost. 

Cost  per  Ton. 

Total  Coal  and  Coke,  other  Minerals,  Carted 

Tons. 

£.  s.  d. 

s.  d. 

and  not  Carted  Tralfic  - - - - 

51,277 

5,700  9 4 

2 2-68 

Bath  Goods  Terminal  Accommodation  (exclusive  of  Cattle). 


Capital  and  Maintenance. 


Company  as  Carriers,  but  not  Warehousemen. 


Particulars. 

Estimated  Present 
Capital  Value 
of  Accomodation. 

Estimated  Cost 
of  Maintenance  per 
Year. 

£. 

£. 

Lund  - --  --  --  -- 

7,500 

— 

Approach  Roads  ------- 

1,500 

75 

Sidings  --------- 

19,575 

244 

Goods  Sheds  and  Buildings  connected  therewith 

8,146 

204 

Offices  --------- 

450 

11 

Cranes  --------- 

730 

37 

Weigliing  Machines  and  Weighbridges  - - - 

All  other  Works,  Conveniences,  and  Appliances ; 

375 

18 

Gas  Fittings,  Bridges,  Arches,  and  Walls 

6,015 

150 

£. 

44,291 

739 

Bath. — Estimated  Terminal  Expenses  connected  with  Coal  and  Coke  and  other 
Minerals,  Carted  and  not  Carted  Traffic,  dealt  with  during  the  12  Months  ending 
31st  January  1881  (exclusive  of  Cartage). 

Company  as  Carriers,  but  not  Warehousemen. 


Particulars. 

Interest  at  5 per  cent,  on  total  value  of  Terminal 

£.  #.  d. 

Accommodation 

2,214  11  - 

Maintenance  (739/.,  less  rent  45/.,  received  for  Coal 

Wharves)  -------- 

694  - - 

Hates  and  Taxes  ------- 

369  5 11 

Staff  Expenses  ------- 

1,179  9 1 

Shunting  - --  --  --  - 

956  12  6 

Stationery  and  Stores  ------ 

178  8 2 

Clothing  - --  --  --  - 

30  19  8 

Gas  and  Water  ------- 

77  3 - 

£. 

5,700  9 4 
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Great  Western  Kailway. 


Evesham  Goods  Station. 


Summary. 

Terminal  Expenses  connected  with  Coal,  Coke,  and  other  Minerals,  Carted 
and  not  Carted  Traffic  dealt  with,  12  Months  ending  .31st  January  1881  (exclusive  of 
Cartage). 


Company  as  Carriers,  but  not  Warehousemen. 


PAUTlCULAnS. 

Tonnage. 

Total  Cost. 

Cost  per  Ton. 

Total — Coal  and  Coke,  other  Minerals,  Carted 
and  not  Carted  Traffic  . - . ^ 

22, GOG 

£.  s.  d. 

1,399  - - 

f.  s.  d. 

- 1 2-79 

Evesham  Station  Goods  Terminal  Accommodation  (exclusive  of  Cattle). 


Capital  and  Maintenance. 


Company  as  Carriers,  but  not  Warehousemen. 


Paiiticulaus. 

Estimated 
Present  Capital 
Value  of 
Accommodation. 

Estimated 

Cost  of  Maintenance 
per  Year. 

Approach  hoads 

Goods  Sheds  and  Buildings  connected  therewith 

Offices 

Platforms  - 

Cranes 

Weighing  Machines 

£.  s.  d. 

750  - - 

354  - - 

3,145  - - 

730  - - 

72  - - 

403  - - 

170  - - 
100  - - 

£.  s.  d. 

22  - - 
153  - - 

8 - - 
2 — - 
5 - - 

3 - - 

2 — — 

Total  - - - £. 

5,724  - - 

195  - - 

Evesham  Station. — Estimated  Terminal  Expenses  connected  with  Coal,  Coke, 
and  other  Minerals,  Carted  and  not  Carted  Traffic  dealt  with,  12  Alonths  ending  .31st 
January  (exclusive  of  Cartage). 


Company  as  Carriers,  but  not  Warehousemen. 


PAnxiouLAns. 

Interest  at  5 per  Cent,  on  Total  Value  of  Terminal 

£.  .s,  d. 

Accommodation  - - . - ... 

287  - - 

Maintenance  of  Total  Terminal  Accommodation 

195  - - 

Rates  and  Taxes 

50  - - 

Staff  Expenses 

364  - - 

Shunting  - 

444  - - 

Stationery  and  Stores 

49  - - 

Gas  and  Water 

6 - - 

Clothing  - 

4 _ _ 

Total  - - - £. 

1,399  - - 

L L 


0.54. 
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Appendix,  No.  60. 


PAPERS  handed  in  by  the  Chairman. 


Memorandum  of  Agreement  under  seal  made  tliis  Twenty-eighth  day  of  Novem- 
ber, One  Thousand  Eight  Hundred  and  Fifty-nine,  between  Henry  Allsopp, 
Henry  Townshend,  Henry  Blundell  Leigh,  Thomas  Leigh,  Thomas  Poyser, 
James  Finlay,  and  Oscar  Leslie  Stephen,  now  carrying  on  the  business  of  Brewers 
at  Burton-upon-Trent,  in  the  County  of  Stafford,  under  the  name  of  “ Samuel 
Allsopp  ^ So7is,”  and  hereinafter  mentioned  as  “ Messrs.  Allsopp  S;  Sons,”  of,  the 
one  part ; and  the  London  and  North  Western  Railway  Company  of  the  other 
part — 

It  is  hereby  mutually  agreed  between,  and  by  the  said  parties  hereto,  as  follows : — 

1.  The  London  and  North  Western  Railway  Company  shall  and  will,  from  time  to 
time,  and  at  all  times  during  the  continuance  of  this  agreement,  provide  and  place  or 
cause  to  be  provided  and  placed  on  the  railways  or  sidings  upon  the  new  brewery  premises 
of  Messrs.  Allsopp  & Sons,  at  or  near  Burton  aforesaid,  and  on  such  other  railways  or 
sidings  to  which  the  said  company  now  have  or  at  any  time  or  times  hereafter  may  have 
access  by  railway,  and  which  are  or  shall  be  on  any  other  premises  at  or  near  Burton 
afoi’esaid,  now  or  at  any  time  or  times  hereafter  belonging  to  the  said  Messrs.  Allsopp  & 
Sons,  as  they  the  said  Messrs.  Allsopp  & Sons  may  at  any  time  or  times  direct  (and  all 
which  said  new  and  other  premises  are  herein  described  or  referred  to  by  the  expression 
“ brewery  premises  at  Burton,”  or  “ brewery  premises  of  Messrs.  Allsopp  & Sons”),  all 
such,  and  so  many  trucks  as  may  be  sufficient  for  the  carriage  of  the  ti’affic  hereby  agreed 
to  be  conveyed  for  the  time  being,  and  shall  and  will  load  or  cause  to  be  loaded  upon  the 
said  trucks  there,  all  Messrs.  Allsopp  & Sons’  malt  liquor,  casks,  staves,  malt,  hops, 
barley,  oats,  and  other  grain  (all  which  matters  are  hereinafter  spoken  of  by  the  one  word 
“ goods  ”),  and  shall  and  will  take,  carry,  and  convey  or  cause  to  be  taken,  carried,  and 
conveyed  for  Messrs.  Allsopp  & Sons,  from  the  jdaces  where  the  said  trucks  may  be 
loaded  as  aforesaid,  all  Messrs.  Allsopp  & Sons’  said  goods  to  all  or  any  such  of  the  railway 
stations  on  the  railways  of  the  London  and  North  Western  Railway  Company  and  on  any 
railways  now  or  at  any  time  or  times  hereafter  belonging  to,  leased,  or  worked  by  them,  and 
to  Dublin  in  Ireland,  as  may  be  from  time  to  time  directed  by  Messrs.  Allsopp  k.  Sons, 
and  shall  and  will  at  such  stations  unload  or  cause  to  be  unloaded  for  Messrs.  Allsoiip  & 
Sons  all  their  said  goods,  and  shall  and  will  within  a reasonable  time  after  the  arrival  of 
such  goods  give  or  cause  to  be  given  to  the  consignees  thereof  notice  of  such  arrival,  and 
at  such  stations  shall  and  will  deliver  or  cause  to  be  delivered  the  same  to  the  said  con- 
signees as  directed  by  Messrs.  Allsopp  & Sons. 

2.  The  London  and  North  Western  Railway  Company  shall  and  will  from  time  to 
time  and  at  all  times  dui-ing  the  continuance  of  this  agreement,  at  all  stations  on  their 
railway  and  on  any  railways  now  or  at  any  time  or  times  hereafter  belonging  to,  leased^ 
or  worked  by  them,  and  at  Dublin  in  Ireland,  receive  or  cause  to  be  received  for  Messrs. 
Allsojq)  & Sons  all  their  (Messrs.  Allsopp  & Sons’)  malt  liquor,  casks,  staves,  malt, 
hops,  barley,  oats,  and  other  grain, — and  firstly,  shall  and  will  take,  carry,  and  convey  or 
cause  to  be  taken,  carried,  and  conveyed  all  or  any  of  the  same  goods  for  Messrs.  Allsopp 
& Sons  to  such  part  or  parts  of  their  (Messrs.  Allsopp  & Sons’)  railways  or  sidings 
upon  their  brewery  premises  at  Burton  aforesaid,  as  Messrs.  Allsopp  & Sons  shall  from 
time  to  time  direct,  and  to  which  the  London  and  North  Western  Railway  Company 
have  or  shall  have  access  by  railway,  and  shall  and  will  there  unload  or  cause  to  be  un- 
loaded for  Messrs.  Allsopp  & Sons  the  said  goods,  and  deliver  or  cause  to  be  delivered 
the  same  to  Messrs.  Allsopp  & Sons  or  their  agents  there;  or  secondly,  shall  and  will 
take,  carry,  and  convey,  or  cause  to  be  taken,  carried,  and  conveyed  all  or  any  of  the  afore- 
said goods  for  Messrs.  Allsopp  & Sons  to  all  or  any  stations  of  the  railways  of  the  London 
and  North  Western  Railway  Company  or  on  any  railway  now  or  at  any  time  or  times 
hereafter  belonging  to,  leased,  or  worked  by  them,  or  to  Dublin,  as  Messrs.  Allsopp  & 
Sons  may  at  any  time  or  times  direct,  and  shall  and  will  at  such  such  stations  unload 
or  cause  to  be  unloaded  for  Messrs.  Allsopp  & Sons  all  the  same  goods,  and  shall 
and  will  wdthln  a reasonable  time  after  the  arrival  of  such  goods  give  or  cause  to  be 
given  to  the  consignees  thereof  notice  of  such  arrival,  and  at  all  such  stations  deliver 
or  cause  to  be  delivered  the  same  to  the  said  consignees  as  directed  l)y  Messrs.  Allsopp 
&,  Sons. 

3.  The  services  to  be  performed  by,  or  on  the  part  of,  the  London  and  Northwestern 
Railway  Company,  pursuant  lo  this  agreement,  shall  be  performed  without  any  un- 
necessary or  unreasonal)le  delay. 

4.  By 
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4.  By  the  expression  “Brewery  premises  of  Messrs.  Allsopp  Sc  Sons,”  ('r  their 
“Brewery  premises  at  Burton,”  throughout  this  agreement,  shall  be  understood  I'Oth 
the  old  and  new  premises,  now  occupied  by  them  at  or  near  Burton  aforesaid,  and  all 
other  premises,  il  nny,  which  Messrs.  Allsopp  & Sons  may  at  any  time  or  times 
during  the  continuance  of  this  agreement  have,  use,  or  occupy,  at  or  near  Burton 
aforesaid,  for  their  brewery  business,  and  to  which  die  London  and  North  Western 
Kailway  Company  now  have,  or  at  any  time  or  times  hereafter  may  have,  access  by 
railway. 

5.  By  the  expression  “the  railways  or  sidings  of  Messrs.  Allsopp  & Sons  ” throughout 
this  agreement,  shall  be  understood  all  railways  or  sidings  now  being,  or  which  at  any 
time  or  times  hereafter,  during  the  continuance  of  this  agreement,  shall,  or  may  be  upon 
the  new  brewery  premises  of  Messrs.  Allsopp  & Sons,  at  or  near  Burton  aforesaid,  or  any 
other  premises  now  or  at  any  time  hereafter  belonging  to  the  said  Messrs.  Allsopp  & Sons 
at  or  near  Burton  aforesaid,  and  to  which  the  London  and  Northwestern  Railway  Com- 
pany now  have,  or  at  any  time  or  times  hereafter  may  have,  access  by  railway. 

6.  For  the  several  services  aforesaid,  there  shall  be  payable  and  paid  to  the  London 
and  North  Western  Railway  Company,  the  following  rates  (the  distance  to  be  computed 
by  the  nearest  railway  route,  whether  of  the  London  and  North  Western  Railway  Com- 
pany, or  of  any  other  company  for  the  time  being  open  for  use,  irrespective  of  the  route 
by  which  the  traffic  may  be  conveyed)  ; that  is  to  say, — 

The  rates  for  malt  liquor,  with  the  casks  containing  it,  to  places  on  the  London  and 
North  Western  Railway,  or  on  any  railway  leased  or  worked  by  them  other  than  the 
London  and  Dublin,  to  be  as  follows : — 

For  all  distances  under  50  miles,  2 d.  per  ton  per  mile. 

For  all  distances  over  50  and  under  75  miles,  1|  c?.  per  ton  per  mile. 

For  all  distances  over  75  miles,  L,  d,  per  ton  per  mile,  but  if  the  amount  to  be 
paid  at  the  rates  aforesaid,  would  in  any  case  be  less  than  ^ s.  A d.  per  ton,  Messrs. 
Allsopp  & Sons  sliall,  in  every  such  case,  pay  3 5.  4 d,  per  ton,  and  if  the  amount  to 
be  paid  at  the  rate  aforesaid  would  in  any  case  exceed  15  s.  per  ton,  then  Messrs. 
Allsopp  & Sons  shall  in  every  sucli  case  pay  155.  per  ton,  provided  that  this 
maximum  rate  shall  only  apply  to  the  carriage  of  the  aforesaid  goods  to  places  of 
the  existing  lines  of  the  company,  and  to  places  on  any  lines  now,  or  any  time  or 
times  hereafter,  belonging  to,  or  leased,  or  worked  by  them,  of  a less  distance  from 
Burton  aforesaid  than  167  miles. 

The  rates  for  malt  liquor,  with  the  casks  containing  it,  to  places  on  any  lines  which 
may  at  any  time  or  times  hereafter  belong  to,  or  be  leased,  or  worked  by  the  company, 
including  the  Lancaster  and  Carlisle  Railway,  of  a greater  distance  from  Burton  aforesaid 
than  167  miles,  to  be  as  follows:  — 

For  the  first  167  miles  of  the  distance  from  Burton,  155.  per  ton,  and  for  distances 
beyond  167  miles,  at  the  same  proportionate  rate. 

The  rates  for  yeast,  with  the  casks  containing  it,  are  to  be  the  same  as  those  for 
malt  liquor,  so  far  as  regards  London,  Liverpool,  Holyhead,  and  all  other  places 
distant  from  Burton  upwards  of  150  miles.  Nevertheless,  it  is  hereby  agreed,  that 
in  case  the  company  shall,  at  any  time  or  times  hereafter,  lease  or  work  any  line  as 
to  which  they  shall  not  have  the  exclusive  right  of  fixing  the  rates,  then  this  agree- 
ment shall  be  inoperative  as  to  all  places  on  such  lines  as  to  which  the  company  shall 
not  have  the  exclusive  right  of  fixing  the  rates,  but  not  further  or  otherwise  ; and 
shall  be  inoperative  both  as  to  the  company  and  as  to  the  said  Messrs.  Allsopp 
& Sons. 

The  I’ates  for  malt  liquor,  with  the  casks  containing  it,  from  Messrs.  Allsopp  & 
Sons’  breweries  at  Burton,  to  London  ; that  is  to  say,  the  railway  stations  at  Camden 
Town,  Haydou-square,  or  Poplar,  to  be  14  s.  2 d.  per  ton. 

The  rates  for  malt  liquor,  with  the  casks  containing  it,  from  the  said  breweries  to 
Dublin,  to  be  20  s.  per  ton. 

The  rates  for  hops,  with  the  bags  containing  them,  from  London  to  the  said 
breweries,  to  be  21  5.  8 d.  per  ton. 

And  to  the  said  breweries  from  other  places  distant  from  Burton  upwai’ds  of  50 
miles,  2 d.  per  ton  per  mile. 

All  the  aforesaid  rates  to  include  terminal  expenses  at  each  end,  except  delivery 
beyond  the  stations. 

'1  he  rates  for  staves,  malt,  barley,  oats,  and  other  grain,  with  the  bags  containing 
them,  1 d.  per  ton  per  mile,  with  12  pience  added  at  each  end  for  terminal  expenses. 

The  rates  for  empty  casks,  both  old  and  new,  to  be  as  follows  : — - 

From  the  stations  at  Camden  Town,  Haydon-squai'e,  or  Poplar,  to  Messrs. 
Allsopp  & Sons’  breweries  at  Burton,  17  5.  6 <7.  per  waggon  load,  or  at  the  single 
cask  rate  as  under,  Avhichever  be  the  lowest  charge.  From  the  station  at  Liver- 
pool or  Manchester  to  the  said  breweries,  12  5.  6 d.  per  waggon  load,  or  at  the 
single  cask  rate  as  under,  whichever  be  the  lowest  charge. 
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From  the  stations  at  all  other  places  to  the  said  brcAveries,  at  the  rate  herein- 
before mentioned  for  malt  liquor,  but  the  single  cask  rate  to  be  in  no  case  less 
than  as  follows  : — 


For  distances  over  70  miles  - 


For  distances  under  70  miles 


I 

I 

/ 

I 


1 s.  6 d.  for  a single  butt. 

1 s.  3 d.  for  a single  hogshead. 
9 d.  for  a single  barrel. 

6 d.  for  a single  kilderkin. 

1 s.  for  a single  butt. 

9 d.  for  a single  hogshead. 

6 d.  for  a single  barrel. 
d.  for  a single  kilderkin. 


7.  The  weight  of  the  several  casks  of  malt  liquor  to  be  conveyed  under  this  agreement 
shall,  for  the  purpose  of  the  agreement,  be  estimated  and  taken  as  under: — 


Each  Butt 

Clot. 

- 11 

qrs.  lbs 
2 8 

„ Hogshead 

- 

- 

- 5 

3 4 

,,  Barrel 

- 

- 

- 3 

3 12 

,,  Kilderkin 

- 

- 

- 1 

3 20 

And  of  Grain — 

Oats 

- 

7 quarters  to  the  ton. 

Barley 

- 

- 6 

^ 5 

Malt 

- 

- 8 

99 

But  in  the  event  of  any  Increased  weight  of  malt  liquor,  or  number  of  quarters  of  grain, 
being  allowed  to  the  ton,  by  the  London  and  North  Western  Kailway  Company  to  any 
other  party,  Messrs.  Allsopp  & Sons  to  have  the  like  advantage. 

8.  The  weight  of  the  several  empty  casks  to  be  conveyed  under  this  agreement  shall, 
for  the  purposes  of  this  agreement,  be  estimated  and  taken  as  under  : — 


Each  Butt 
,,  Hogshead 
,,  Barrel 
,,  Kilderkin 


Ciot.  grs.  lbs. 

1 2 0 

1 0 0 

0 3 0 

0 2 0 


9,  All  show  cards  and  pegs  forwarded  by  Messrs.  Allsopp  & Sons  to  their  customers, 
to  be  carried  free  to  the  places  to  which,  under  the  provisions  of  this  agreement,  the 
London  and  North  Western  Kailway  Company  are  to  carry  the  traffic  of  Messrs.  Allsopp 
& Sons. 

10.  All  freights  to  be  paid  monthly,  that  is  to  say,  freight  Incurred  during  the  month 
of  January  shall  be  paid  before  the  1st  of  March  following,  and  so  on,  the  payments  to  be 
made  in  cash,  or  bankers’  bills  not  having  more  than  two  months  to  run. 


11.  All  claims  for  loss  or  damage  shall  be  made  within  seven  days  of  the  occurrence 
of  such  loss  or  damage. 


12.  The  London  and  North  Western  Railway  Company  shall  provide  storage  accom- 
modation for  Messrs.  Allsopp  & Sons  as  follows:  — 

28,170  square,  feet  at  Camden  Town. 

21,692  square  feet  at  Haydon-square. 

27,602  square  feet  at  Poplar. 

And  ISIessrs.  Allsopp  & Sons  shall,  for  the  said  storage  accommodation,  pay  the  follow- 
ing annual  rental,  that  is  to  say, — 

£ s.  d. 

For  the  28,170  square  feet  at  Camden  Town  - 275  - - 
For  the  21,692  square  feet  at  Haydon-square  - 180  15  4 
For  the  27,602  square  feet  at  Poplar  - - 230  - 4 

and  such  rental  shall  commence  from  the  time  when  possession  shall  be  given  to  Messrs. 
Allsopp  & Sons,  and  shall  be  paid  half-yearly,  and  the  London  and  North  Western 
Railway  Company  shall  provide  any  further  quantity  of  storage  accommodation  at 
Haydon-square,  not  exceeding  15,000  square  feet,  and  at  Poplar,  not  exceeding  114,000 
square  feet,  upon  Messrs.  Allsopp  & Sons  giving  the  company  three  months’  notice  in 
writing  of  their  requirements  ; and  for  the  additional  space  required  at  Haydon-square 
and  Poplar,  the  said  Messrs.  Allsopp  & Sons  shall  pay  a rental  of  6 per  cent,  upon 
the  actual  cost  of  the  buildings  which  Messrs.  Allso})p  & Sons  and  the  London  and 
North  Western  Railway  Company  shall  agree  should  be  erected  at  these  stations 
respectively  by  the  company  for  the  accommodation  of  Messrs.  Allsopp  & Sons,  and 
such  last-mentioned  rental  shall  commence  from  the  time  when  possession  of  the  said 
further  storage  accommodation  shall  be.  delivered  to  Messrs.  Allsopp  & Sons,  and  shall 
be  payable  half-yearly. 


13.  The 
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13.  The  London  and  North  Western  llailway  Company  to  give  Messrs.  Allsopp 
& Sons  the  refusal  of  a fair  pi’oportion,  and  not  less  than  the  portion  which  may  be 
given  to  any  otlier  brewer,  of  any  cellarage  or  other  premises  now  in  their  possession ; or 
which  may,  during  the  continuance  of  this  agreement,  come  into  their  possession  at  their 
London  stations  tor  the  time  being,  and  which,  in  the  judgment  of  Messrs,  Allsopp  & 
Sons,  may  be  suitable  for  the  stowage  of  malt  liquor,  and  not  required  by  the  company 
for  other  purposes,  and  the  rental  shall  not  be  higher  than  that  charged  by  the  company 
to  any  other  brewer. 

14.  During  the  continuance  of  this  agreement  Messrs.  Allsopp  & Sons  shall  send  by 
the  London  and  North  Western  Railway  Comj)any,  and  in  no  other  Avay,  all  their  malt 
liquor,  casks,  staves,  malt,  hops,  barley,  oats,  and  other  grain  going  to  or  from  their 
brewery  premises  at  Burton  aforesaid,  to  or  from  any  place  on  the  railway  of  the 
London  and  North  Western  Railway  Company,  or  any  place  on  the  railways  now,  or  at 
any  time  or  times  hereafter,  belonging  to,  leased,  or  worked  by  them  to  and  from  Dublin, 
and  shall,  for  the  services  to  be  performed  by  the  London  and  North  AVestern  Railway 
Company  under  this  agreement,  pay  the  several  rates  hereby  agreed  upon  for  the  same, 
it  being  the  intention  of  the  parties  hereto  that  Messrs.  Allsopp  & Sons,  or  their  agents, 
are  to  have  nothing  more  to  do  (except  the  cartage  from  the  company’s  stations  to  the 
premises  of  the  consignees),  as  to  their  outward-bound  traffic,  than  to  deliver  the  same 
to  the  I.ondon  and  North  Western  Railway  Company,  or  their  agents,  at  their  (Messrs. 
Allsopp  & Sons’)  railways  or  sidings  on  their  brewery  premises,  but  affording  to  the 
London  and  North  Western  Railway  Company  the  necessary  facilides  to  enable  (hem  to 
load  the  said  goods,  and,  as  to  all  the  other  traffic,  to  deliver  it  to  the  London  and  Norih 
Western  Railway,  or  their  agents,  at  such  slations  or  places  as  aforesaid. 

15.  '1  he  whole  of  the  London  traffic  of  Messrs.  Allsopp  & Sons  shall  be  sent  by  the 
London  and  North  AVestern  Railway  Company. 

16.  Subject  to  the  provision  herein  contained  for  the  suspension  of  this  agreement, 
M essrs.  Allsopp  & Sons  shall  and  will  send,  by  the  lines  of  the  London  and  North 
AVestern  Railway  Company,  or  lines  now,  or  at  any  time  or  times  hereafter,  belonging 
to,  leased,  or  worked  bv  them,  such  a quantity  of  traffic  as  will,  for  freight  and  terminal 
charges  at  the  rate  hei’eln  provided  to  be  paid,  be  sufficient  to  produce  to  ihe  company 
not  less  than  a yearly  gross  revenue  sum  of  20,ti00  /.  ; but  the  surplus  of  any  year  or 
years  beyond  the  sum  of  20,000  /.  is  to  be  applied  to  make  up  the  deficiency  (if  any)  of 
any  other  year  or  years,  it  being  the  Intention  of  the  parties  hereto  that  Messrs.  Allsopp 
& Sons  do  not  guarantee  that  their  traffic  during  the  21  years  during  which  this  agree- 
ment is  to  subsist,  will  produce,  in  the  whole,  for  freight  and  terminal  charges,  more 
than  a total  sum  of  420,000/.,  deducting,  nevertheless,  from  the  said  period  of  21  years, 
any  period  during  which  this  agreement  may  be  su.spended  under  the  provisions  herein 
contained,  and  deducting  also  a corresponding  part  of  the  said  total  sum  of  420,000/.,  the 
said  ye'U’ly  gross  revenue  is  to  be  made  up  of  the  entire  sums  to  be  paid  by  Messrs. 
Allsopp  & Sons,  for  freight  and  terminal  charges  at  the  rate  aforesaid,  without  any 
deduction  in  respect  of  any  sum  which  (if  any)  may  be  paid  by  the  London  and  North 
AA^estern  Railway  Company  to  any  other  company  or  agent  by  whom  any  part  of  the 
work  hereby  underlaken  by  the  London  and  North  AA^estern  Railway  Company  may  be 
performed. 

17.  AVhenever  in  any  one  period  of  12  calendar  months,  Messrs.  Allsopp  & Sons’ 
traffic  under  this  agreement  by  the  lines  of  the  London  and  North  AVestern  Railway 
Company,  or  any  lines  now,  or  at  any  time  or  times  hereafter,  belonging  to,  leased,  or 
worked  by  them,  shall  fall  below  such  an  amount  as  will  produce  for  freight  and  terminal 
charges  at  the  rates  aforesaid  the  sum  of  20,000  /.,  and  the  then  available  surplus  (if  any) 
of  any  previous  year  or  years  over  the  said  sum  of  20,000  /.  shall  not  be  sufficient  to  make 
up  the  deficiency,  then,  and  in  such  case,  and  so  often  as  the  same  shall  happen,  this 
agreement  shall,  ipso  facto,  be  suspended  and  become  Inoperative  so  far  as  regards  the 
obligation  on  the  part  of  the  said  Messrs.  Allsopp  & Sons  to  provide  traffic  sufficient  to 
produce  to  the  said  company  such  yearly  gross  income  of  20,000  /.,  and  so  far  as  regards 
the  obligation  of  the  company  to  carry  Messrs.  Allsopp  & Sons’  traffic  at  the  rates 
herein  specified,  until  the  said  traffic  shall  again  amount  to  sufficient  to  produce  to  the 
company  for  freight  and  terminal  charges  ,at  the  rates  aforesaid,  the  sum  of  20,000  /.  ; 
but  the  full  performance  of  this  agreement  shall  be  in  all  resjiects  again  resumed,  as  of 
course  and  without  notice,  whenever,  and  so  soon  as  the  said  tiaffic  shall  again  be  sufficient 
to  produce  at  the  rates  aforesaid  the  sum  of  20,000  /.  per  annum. 

18.  The  London  and  North  AVestern  Railway  Company  shall  have  the  power  of  alter- 
ing the  route  of  the  whole  or  any  portion  of  Messrs.  Allsopp  & Sons’  traffic  so  as  to 
pass  it  over  any  line  of  the  London  and  North  AVestern  Railway  Company,  or  lines  now, 
or  at  any  time  or  times  hereafter,  during  the  continuance  of  this  agreement,  belonging  to, 
leased,  or  worked  by  them  ; but  it  is  hereby  declared  that  such  alteration  slndl  not  entail 
any  additional  expense  upon  Messrs.  Allsopp  & Sons,  and  the  distance  shall  be  computed 
and  taken  as  if  the  traffic  were  carried  by  the  nearest  railway  route,  whether  of  the  Lon- 
don and  North  AVestern  Railway  Company,  or  of  any  other  company  for  the  time  being, 
open  for  traffic,  and  that  the  London  and  North  AVestern  Railway  Company  shall  in- 
demnify Messrs.  Allsopp  & Sons  against  any  additional  expense  which  (if  any)  shall  be 
occasioned  by  such  alteration. 
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19.  If,  during  the  continuance  of  this  agreement,  the  traffic  of  any  brewer  at  Burton, 
or  within  five  miles  of  it,  shall  be  carried  by  the  London  and  North  Western  Railway 
Company,  or  any  other  railway  company,  to  London,  or  any  other  places  on  their  line, 
or  any  lines  now  or  at  any  time  hereafter  belonging  to,  leased,  or  worked  by  them,  or 
to  Dublin  at  lower  rates  than  those  named  in  this  agreement,  Messrs.  Allsopp  & 
Sons  shall  from  time  to  time  have  the  like  advantage,  and  be  cliarged  such  lower  rates 
accordingly. 

20.  In  the  event  of  any  legal  difficulty  arising  to  prevent  the  London  and  North  Wes- 
tern Railway  Company  from  obtaining,  within  the  next  four  years,  direct  access  by 
railway  into  the  premises  of  the  said  Messrs.  Allsopp  & Sons  at  Burton,  with  the 
necessary  waggons  to  load  and  unload  their  traffic,  then  the  said  company  shall  be  at 
liberty  to  conduct  such  traffic  by  carting  or  otherwise,  iirovided  that  the  said  Messrs. 
Allsojip  & Sons  be  kept  indemnified  from  any  extra  expense  thereby. 

21.  The  London  and  North  Western  Railway  Company  shall,  if  required  by  the  said 
Messrs.  Allsopp  & Sons,  deliver  any  of  their  goods  from  any  one  station  other  than 
London  to  the  premises  of  the  consignees,  within  the  ordinary  radius  at  the  charge  of  two 
shillings  and  sixpence  per  ton  for  such  delivery. 

22.  This  agreement  shall  take  effect,  for  21  years,  from  the  2nd  day  of  November  1859, 
and  shall  ensue  for  the  benefit  of,  and  shall  be  binding  upon,  the  persons  or  person  who 
now'  carry  on,  or  shall  at  any  time  or  times  hereafter  carry  on,  the  said  business  now  carried 
on  by  the  said  parties  hereto  of  the  first  part,  in  or  under  whatever  name  or  style  the  said 
business  shall  be  carried  on,  or  whosoever  may  be  engaged  therein.  In  witness  whereof 
the  said  Henry  Allsopp,  Heni’y  Townshend,  Henry  Blundell  Leigh,  Thomas  Leigh, 
Thomas  Poyser,  James  Finlay,  and  Oscar  Leslie  Stephen,  have  hereunto  set  their  hands 
and  seals,  and  the  said  London  and  North  AVestern  Raihvay  Company  have  hereunto 
affixed  their  Common  Seal  the  day  and  year  first  before  written. 

(signed)  Henry  Allsopp. 

Henry  'I'ownshend. 

H.  B.  Leigh. 

Thomas  Leigh. 

Thomas  Poyser. 

James  Finlay. 

O.  L.  Stephen. 

Signed,  sealed,  and  delivered  by  the  said  Henry  Allsopp,  Henry  Towns- 
hend, Henry  Blundell  Leigh,  Thomas  Leigh,  Thomas  Poyser,  James 
Findlay,  and  Oscar  Leslie  Stephen  (the  figure  and  letter  “2d”  opposite 
the  14th  and  15th  lines  from  the  top  of  page  4 in  Clause  6,  having  been 
first  written  on  an  erasure)  in  the  presence  of 

(signed)  Ediod.  Sermon, 

Clerk  to  IMessrs.  Whateley,  Solicitors,  Birmingham. 

Passed  under  the  Common  Seal  of  the  London  and  North  Western  Railway 
Company  in  the  presence  of 

(signed)  Charles  E.  Stewart, 

Secretary. 


Supplemental  Memorandum  of  Agreement,  under  Seal,  made  this  28th  day 
of  November  1859,  between  Henry  Allsopp,  Henry  Townshend,  Henry  Ulundell 
Leigh,  Thomas  Leigh,  Thomas  Poyser,  James  Finlay,  and  Oscar  Leslie  Stephen, 
now  carrying  on  the  business  of  Brewers  at  Burton-upon-Treut,  in  the  County  of 
Stafford,  under  the  name  of  “ S *Se7js,”  and  hereinafter  mentioned 

as  “ Messrs.  AZ/so/jp  S /S'ow.9,”  of  the  one  part,  and  the  Xe??rZo/7  a?i6Z  Ah7-Z/t  Western 
Railway  Company  of  the  other  part. 

AA’hereas,  by  an  agreement  of  even  date  hereAvith,  and  made  betw'een  the  said  parties 
hereto,  Messrs.  Allsopp  & Sons  have  agreed  to  send  by  the  London  and  North  AYestern 
Railway  Company,  and  the  said  London  and  North  ^Vestern  Raikway  Company  have 
agreed  to  convey,  for  Messrs.  Allsopp  & Sons,  all  their  (Messrs.  Allsopp  & Sons’) 
malt  liquor,  casks,  staves,  malt,  hops,  barley,  oats,  and  other  grain,  going  to  or  from  the 
new  brewery  premises  of  Messrs.  Allsopp  & Sons,  and  all  other  premises  noAv  or  at 
any  time  or  times  hereafter  belonging  to  them  at  or  near  Burton  aforesaid,  and  to  which 
the  London  and  North  AYestern  Raihvay  Company  have  access  by  railway  to  or  from  any 
stations  on  the  London  and  North  AYestern  Railway,  or  any  raihvay  now  or  at  any  time 
hereafter,  during  the  continuance  of  the  said  agreement,  belonging  to  and  leased  or 
worked  by  the  London  and  North  AA’^estern  Raihvay  Company  ; and  to  and  from  Dublin, 
in  Ireland,  at  rates  and  upon  the  terms  therein  mentioned;  and  such  agreement  is  for 
the  term  of  21  years,  commencing  from  the  2nd  November  instant.  Now'  it  is  hereby 
agreed  beLveen  the  parties  hereto,  that  in  case  Messrs.  Allsopp  & Sons  shall,  at  any 

time 
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time,  and  during  any  time,  elect  themselves  to  load  and  unload  their  goods  at  their 
brewery  premises  at  or  near  Burton  aforesaid,  then,  in  consideration  of  their  so  doing,  and 
in  consideration  also  of  their  providing  sufficient  space  on  their  land  at  their  brewery  pre- 
mises, with  the  necessary  turn-tables  and  cranes  for  all  the  said  traffic  (which  the  said) 
Messrs.  Allsopp  & Sons  in  that  case  agree  to  do, — 

1.  The  London  and  North  Western  Railway  Company  shall  pay  Messrs.  Allsopp  & 
Sons  9 (L  per  ton  on  all  such  portion  of  the  said  traffic  as  may  be  loaded  by  Messrs. 
Allsopp  & Sons  as  aforesaid,  and  as  may  pass  over  the  Loudon  and  North  Western 
Railway  Company’s  line,  or  over  any  lines  of  railway  now  or  at  any  time  hereafter 
belonging  to,  and  leased,  or  worked  by  them.  But  if  by  reason  of  the  London  and  North 
Western  Railway  Company  not  having  a station  at  Burton,  or  from  an}'  other  cause,  the 
duty  of  loading  and  unloading  such  traffic  as  shall  pass  over  the  London  and  North 
Western  Railway  Company’s  line,  or  any  lines  of  railway  now  or  at  any  time  hereafter 
belonging  to,  leased,  or  worked  by  them,  should  devolve  upon  the  Midland  Railway 
Company,  but  should  be  performed  by  Messrs.  Allsopp  & Sons  under  any  arrangement 
with  the  Midland  Railway  Company  for  a pecuniary  compensation,  the  London  and 
North  Western  Railway  Company  shall  be  entitled  to  deduct  from  any  payments  to  be 
made  by  them  under  this  agreement  all  sums  of  money  which  Messrs.  Allsopp  & Sons 
may  have  received  from  the  Midland  Railway  Company  for  such  loading  and  unloading 
as  aforesaid. 

2.  The  payments  to  be  made  to  Messrs.  Allsopp  & Sons  under  this  agreement  shall  be 
made  quarterly,  that  is  to  say,  all  sums  due  for  the  months  of  January,  February,  and 
March,  shall  be  paid  before  the  1st  of  May;  those  for  April,  May,  and  June,  before 
the  1st  of  August;  those  for  July,  August,  and  September,  before  the  1st  of  Novem- 
ber ; and  those  for  October,  November,  and  December,  before  the  1st  of  February  next 
ensuing. 

3.  This  agreement  shall  take  effect  from  the  2nd  day  of  November  1860,  and  continue 
for  20  years  thereafter. 

4.  This  agreement  shall  ensue  for  the  benefit  of,  and  shall  be  binding  upon,  the  persons 
or  person  who  now  carry  on,  or  shall  at  any  time  or  times  hereafter  carry  on,  the  said 
business  now  carried  on  by  the  said  parties  hereto,  of  the  first  part,  in  or  under  what- 
ever name  or  style  the  said  business  shall  be  carried  on,  or  whosoever  may  be  engaged 
therein.  In  witness  whereof,  the  said  said  Henry  Allsopp,  Henry  Townshend,  Henry 
Blundell  Leigh,  Thomas  Leigh,  Thomas  Poyser,  James  Finlay,  and  Oscar  Leslie 
Stephen,  have  hereunto  set  their  hands  and  seals,  and  the  said  London  and  North  Western 
Railway  Company  have  hereunto  affixed  their  Common  Seal  the  day  and  year  first  before 
written. 


(signed)  Henry  Allsopp. 

Henry  Townshei  d, 

H.  H.  Leigh. 

Thomas  Leigh. 
Thomas  Poyser. 
James  Finlay. 

O.  L.  Stephen. 

Signed,  sealed,  and  delivered  by  the  said  Henry  Allsopp,  Henry  To^vns- 
hend,  Henry  Blundell  Leigh,  Thomas  Leigh,  Thomas  Poyser,  James 
Finlay,  and  Oscar  Leslie  Stephen,  in  the  presence  of 

(signed)  Edwd.  Sermon, 

Clerk  to  Messrs.  Whateley,  Solicitors,  Birmingham. 

Passed  under  the  Common  Seal  of  the  London  and  North  Western  Railway 
Company  in  the  presence  of 

(signed)  Charles  E.  Stewart, 

Secretary. 


0.54. 


L L 4 


272 


APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  61, 


PAPER  handed  in  by  the  Chairman. 


STATEMENT  by  the  Hartlepool  Port  and  Harbour  Commissionera,  and  t'.ie  Hartlepool 

Chamber  of  Commeice. 

To  the  Select  Committee  appointed  to  inquiie  into  the  Question  of  Railway  Rates  and  Fares 
and  also  into  the  Working  of  the  Railway  Commission  of  1870. 

The  Hartlepool  Port  and  Harbour  Commissioneis  and  tlie  Hartlepool  Chamber  of 
Commerce  venture  to  approach  yon  with  the  followino'  statement  of  facts  and  tlieir  views  on 
the  subject  of  equal  railway  rates  to  and  from  West  Hartlepool  respectively: — 

Their  attenti^m  lias  been  given  to  the  evidence  of  several  of  the  witnesses  examined 
belore  _\our  Committee,  and  they  have  read  the  nevvspaptr  repjort  of  the  evidence  of  Mr. 
Grotrian  and  Mr.  Massey  respecting  the  rates  to  and  from  Hull,  and  the  remarks  of  these 
gentlemen  as  to  the  lates  to  and  from  Hartlepool. 

It  is  true  that  for  import  and  export  traffic  into  and  from  Hull  and  Hartlepool  respectively 
there  has  been,  since  1854,  an  understanding  that  the  rates  from  these  respective  poitsiothe 
large  centres  of  consumers  in  the  district  of  Yoikshire,  Lancashire,  and  those  south  of 
Leeds,  should  be  substantially  the  same.  It  is  not  correct,  however,  to  say  that  the  rates 
are  exactly  the  same  ; for  instance,  in  the  rates  quoted  by  Mr.  Grotrian  for  timber  and  grain, 
those  at  Hull  include  collection  and  loading,  whereas,  at  Hartlepool,  the  merchants  are  made 
to  pay  specially  for  every  particular  service  performed  for  them  by  tin;  railway  company ; 
moreover,  there  are  many  places  where  the  nominal  rates  (notwithstanding  this  difference  in 
terminal  services)  are  not  the  same,  but  are  decidedly  in  favour  of  LLdl. 

The  statement  that  Hull  possesses  no  advantages  where  the  distance  is  greater  is  not 
correct,  and  in  support  of  this  allegation  this  Chamher  would  respectfully  refer  to  the 
evidence  adduced  before  your  Committee  by  Mr.  Williamson,  a member  of  the  Mersey  Dock 
Board,  and  to  the  following  facts: — 

The  rate  of  carriage  from  Liverpool  to  Manchester,  a distance  of  about  32  miles,  is  95.  Qd., 
including  expenses,  whereas  the  rate  from  Hull  to  Manchester,  a distant e of  about  100 
miles,  is  only  13  s.  4 tZ.  ; an  equal  mileage  rale  would  amount  to  30  5.  b d.  If  a shipowner 
here  wants  to  fill  up  his  ship  with  hematite  pig-iron  from  the  Cumberland  district,  he  will 
have  to  pay  8 5.  6 cl.  per  ton  for  inland  carriage,  whereas,  the  Hull  shipowner,  who  competes 
with  him,  has  precisely  the  same  rate  to  pay,  altiiough  the  distance  is  greater  by  55  miles 
than  it  is  to  Hartlepool.  Ayain,  if  the  Hartlepool  shipowner  should  import  grain  intended 
for  any  of  the  fownsin  Cumberland  or  Westmoreland  the  rate  from  Hartlepool  would  not  be  less 
than  the  rate  from  Hull,  altiiough,  as  Lefore  stated,  the  distance  is  very  much  less  from 
Hartlepool  than  fiom  Hull.  Again,  the  rates  charged  for  manufactured  goods  from  Glasgow 
to  Hull  are  the  same  as  to  Hartlepool,  although  the  di>tance  is  greater  by  65  miles. 

It  is  also  to  be  consideied  that  the  Hartlepool  shipowners  and  merchants  have  to  compete 
not  only  with  the  lailway  from  Hull,  but  also  with  the  inland  canal  navigations  leading  from 
Hull,  the  rates  and  tods  on  which  determine  substantially  what  can  be  got  for  conveyance 
of  imp'oted  goods  from  any  of  the  ports  altogether,  irrespective  of  distance.  We  have  no 
canals  at  Hartlepmd. 

In  1854  the  indeiiendent  railway  (Leeds  Noithern),  which  ran  from  the  ports  of  the  Tees 
to  the  West  Riding  o'' Yoikshire,  was  absorbed  bv  the  North  Eastern  Railway  Coinjrany, 
and  it  was  then  a matter  of  notoriety  ihat  a promise  w'ds  matie  by  the  North  Eastern  that 
the  northern  ports  should  not  be  placed  at  a disadvantage  by  leason  of  such  amalgamation, 
but  that,  on  the  contrary,  all  the  advantages  which  had  been  theretofore  enjoyed  under  a 
system  of  independent  lines  should  be  continued,  and  that  the  system  of  equal  rates  was 
established  before  that  amalgamation,  and  whilst  the  capital  monies  of  the  amalgamated 
lines  were  independent. 

The  evidence  of  Mr.  Grotrian  leads  ujr  to  forcing  the  North  Eastern  Railway  Company 
to  break  its  promise  to  Hartlepool  and  other  places  in  the  North,  but  the  subscribers  do  not 
hesitate  to  say  that  if  it  had  been  supposed  in  1854,  that  the  above  amalgamation  would  be 
worked  in  a manner  detrimental  to  the  public  interests  by  depriving  tins  district  of  its  then 
existing  railway  arrangements,  such  amalgamation  would  have  been  strenuously,  and  it  is 
believed  succe.-sfully,  opposed,  ami  for  this  amongst  other  reasons,  that  it  would  have  been 
manifestly  unfair  and  inequitable  that  ihe  owners  of  Grimsby  (a  rival  port  to  Hartlepool) 
should  have  been  left  to  charge  whatever  rates  would  have  best  attracted  traffic 
thereto,  because  it  was  connected  with  an  independent  line  of  railway,  whilst  Hartle- 
pool should  be  most  pii judicially  restricted  simply  because  it  happened  to  be  depen- 
dent on  a line  of  railway  owned  bv  the  same  company  as  owned  the  railway  leading  to 
Hull. 


The 
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The  undersigned  representative  bodies  would  respectfully  urge  upon  your  Committee 
that  the  question  of  equal  rates  from  and  to  competing  ports  on  either  line  of  coast,  is  one 
of  national  impoitance,  inasmuch  as  it  involves  great  competition  and  consequently  lower 
prices  to  be  paid  by  the  large  consuming  bodies  in  the  inland  industrial  centres;  and  ihe 
adoption  of  any  other  rule  would  involve  a monopoly  supply  to  some  of  these  inlanri 
centres,  from  what  then  might  be  fairly  called  monopoly  ports,  and  which  would  practically 
mean  the  sacrifice  of  the  masses,  the  consumers,  to  a few  importers  and  exporters  carry- 
ing on  business  at  such  monopoly  ports. 

The  promise  of  equal  rates  above  indicated,  and  its  fulfilment,  have  caused  the  expendi- 
ture of  an  enormous  capital  in  steam  shipping  in  this  port,  and  also  the  establishment  of 
manufactories  in  the  district,  and  especially  (so  far  as  the  latter  is  concerned)  in  connection 
with  timber ; these  latter  have  been  established  on  a large  scale  to  meet  chiefiy  the  neces- 
sities of  consumers  in  the  inland  centres,  and  compete  with  those  of  a similar  character 
which  have  been  established  at  Hull  and  on  the  west  coast. 

In  conclusion,  we  crave  leave  to  refer  your  Committee  to  the  undeiwritten  extract  from 
the  Report  of  the  Duke  of  Devonshire’s  Committee  1865,  and  the  extract  from  the  Joint 
Committee  on  Amalgamation,  1872,  as  constituting- the  basis  on  which  railway  companies 
have  acted  in  the  regulation  of  railway  rates. 


Extract  from  Report  of  the  Duke  of  Devonshire’s  Commission,  1865. 

“ Equal  Rates. 

“ For  the  several  reasons  we  have  stated,  we  do  not  consider  that  it  would  be  expedient 
even  if  it  were  practical  to  adopt  any  legislation  which  would  abolish  the  freedom  railway 
companies  enjoy,  of  charging  what  sum  they  deem  expedient  within  their  n)aximum  rates, 
when  properly  defined,  limited  as  that  freedom  is  by  the  conditions  of  the  Traffic  Act, 
but  we  are  of  opinion  that  railway  companies  should  be  required  to  give  a reasonable 
notice  of  their  intention  to  raise  their  rates  of  charge.” 


Extract  from  Report  cT  the  Joint  Committee  on  Amalgamation,  1872. 

“ Equal  Milage  Rates. 

“ In  short,  to  impose  equal  mileage  on  the  companies  would  be  to  deprive  the  public  of 
the  benefit  of  much  of  the  competition  whicli  now  exists,  or  has  existed,  to  raise  the 
charges  where  the  companies  now  find  to  their  interest  to  lov/er  them,  and  to  perpetuate 
monoplies  in  carriage,  trade,  and  manufacture  in  favour  of  those  routes  and  places  whicit 
are  nearest  or  least  expensive,  where  the  varying  charges  of  the  companies  now  cieate 
competition;  and  it  will  be  found  that  the  supporters  of  equal  mileage,  when  pressed  often 
really  mean,  not  that  the  rates  they  pay  themselves  are  too  high,  bui  that  the  rates  which 
others  pay  are  too  low.” 

P.  pro  The  Hartlepool  Port  and  Harbour  Commissioners, 

TV.  J.  Young,  Chairman. 

P.  pro  The  Hartlepool  Chamber  of  Commerce, 

Ewd.  Turnbull,  Presidents 

West  Hartlepool,  4 July  1881. 


0.54. 
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Letter  from  Mr.  T.  Gilby  to  the  Honourable  Evelyn  Ashley, 

London  Zinc  Mills,  Wenlock-road, 

Sir,  London,  N.,  15  July  1881. 

I AM  desirous  of  laying  before  the  Parliamentary  Committee  on  Railway  Rates,  that 
some  of  the  largest  railway  companies  with  termini  in  London  make  arrangements  with 
each  other  to  charge  exjiensive  rates  on  goods  traffic  between  London  and  various  dis- 
tricts served  by  them  which  they  style  local  traffic,  while  they  compete  very  closely  with 
each  other  at  much  lower  rates  for  the  Continental  or  through  traffic  to  the  great  prejudice 
of  English  manufacturers. 

In  exemplification,  I annex  a table  of  rates  to  Birmingham  and  that  district  for  the 
metal  rolled  and  manufactured  here. 

I am,  &c. 

Hon.  Evelyn  Ashley,  Board  of  Trade.  (signed)  T.  Gilby. 


Through  Rates  by  Great  Western  Railway  from  Antwerp  or  Rotterdam  to 

Birmingham  and  that  District. 


s.  d. 

Zinc  sheets,  in  casks  ------  per  ton,  IG  8 

Zinc  nails,  in  casks  - - - - - - „ 168 

Spelter  - --  --  --  - 16  8 


The  London  and  North  Western  Railway  and  the  Midland  Railway,  via,  Harwich, 
through  rates  are  somewhat  higher  than  the  above,  and  vary  a little  from  time  to 
time  from  London  to  Birmingham  and  District. 


Local  Rates  by  Great  Western  Railway,  London  and  North  Western  Railway,  and 

Midland  Railway. 


s,  d. 

Zinc  sheets,  in  casks  ------  per  ton,  22  6 

Zinc  nails,  in  casks  - --  --  - 28  4 

Spelter  (until  the  last  two  or  three  months  this  rate 
was  19s.  2d.  per  ton)  - - - - - 
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Appendix,  No.  63. 


PAPERS  handed  in  by  Mr.  Henry  Tennant,  18  July  1881. 


COMPARATIVE  STATEMENT  of  Distances  and  Rates  between  /iw/Z  and 
West  Hartlepool  with  Towns  in  the  North  of  England. 


Name  of 

Station. 

Distances. 

Rates. 

Hull. 

West 

Hartlepool. 

Hull. 

West 

Hartlepool. 

Miles. 

Mites. 

Arnside  - 

. 

- 

. 

120 

105 

\ 

Grans^e 

- 

- 

- 

- 

125 

109 

U Iverstone 

- 

- 

- 

. 

133 

118 

Lakeside  - 

- 

- 

. 

. 

139 

124 

Barrow 

- 

- 

- 

- 

143 

128 

Aspbam 

- 

- 

- 

- 

141 

126 

Millom 

- 

- 

. 

. 

152 

137 

Bootle 

. 

160 

145 

Ravenglass 

• 

- 

. 

165 

150 

The  rates  the  same  with 

Seascale  - 

- 

- 

- 

- 

169 

144 

both  places  for  the  chief 

Mar}’ port  - 

- 

- 

- 

- 

187 

129 

articles  of  transit,  such 

Workington 

- 

- 

- 

- 

182 

125 

Harrington 

- 

- 

- 

- 

185 

128 

as  timber. 

gram.  Hour, 

Whitehaven 

- 

- 

- 

191 

134 

pig  iron,  potatoes,  &c. 

Penrith 

- 

- 

- 

- 

144 

86 

Kirkby-Lonsdale 

- 

- 

. 

107 

91 

Sedbergh  - 

- 

- 

- 

- 

117 

81 

Windermere 

- 

- 

- 

. 

140 

96 

Stave  ley  - 

- 

- 

- 

- 

136 

93 

Burnside  - 

- 

- 

- 

. 

134 

90 

Kendal 

- 

- 

- 

- 

132 

89 

Aspatria  - 

- 

- 

' 

- 

182 

122 

y 

Total 

- - 

- 

3,284 

2,550 

COMPARATIVE  STATEMENT  on  Distances  and  Rates  on  Timber  and  Grain 
from  Hull  and  West  Hartlepool  to  certain  Towns  nearer  to  one  Port  than  the  other. 


Rates. 

Name  of 

Station. 

Distances  from 

Timber. 

Grain. 



Hull. 

West 

Hartlepool. 

Hull. 

West 

Hartlepool. 

Hull. 

West 

Hartlepool. 

Duffield 

Miles. 

21 

Miles. 

86 

Per  Ton. 

s d. 

4 2 

Per  Ton. 

s.  d. 

10  - 

Per  Ton. 

s.  d. 

3 9 

Per  Ton. 

s.  d. 

10  - 

Budlington 

- 

- 

32 

97 

5 

10 

10 

10 

5 

5 

10  _ 

Scarborough 

- 

- 

55 

87 

8 

4 

10 

- 

7 

6 

10  - 

Selby 

- 

- 

31 

73 

3 

4 

8 

4 

4 

2 

7 1 

York 

- 

- 

44 

60 

6 

3 

7 

6 

6 

3 

7 1 

Harrogate 

- 

- 

61 

55 

8 

4 

8 

4 

7 

6 

7 1 

Thirsk 

- 

- 

65 

37 

8 

4 

6 

8 

8 

4 

6 8 

Northallertou 

- 

- 

74 

29 

8 

4 

6 

3 

8 

4 

5 10 

Darlington 

* 

87 

24 

10 

5 

8 

4 

5 - 

0.54. 
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appendix  to  repoet  from  the 


Appendix,  No.  64. 


PAPERS  handed  in  by  Mr.  Findlay,  14  July  1881. 


Mr.  Jean’s  Evidence  before  the 


Alleged  different  Rates  in  different  Districts  for  same  Distances  and  same  Traffic — 


Questions. 

Pages. 

Articles. 

Between. 

RATES  DISPROPORTIONATE 

8883 

392 

Pig  iron 

Round  Oak 

London  - 

1 

Finished  iron  - 

- 

- 

- ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

2 

Pig  iron 

- 

- ditto  - 

- 

- 

Liverpool 

- 

- 

- 

3 

Finished  iron  - 

- 

- 

- ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

4 

Pig  iron 

- 

- 

Blaenavon 

- 

- 

- 

Llandaff 

- 

- 

- 

5 

Finished  iron  - 

- ditto  - 

. 

- ditto  - 

6 

Pig  iron 

- 

. 

- ditto  - 

- 

- 

- 

Neath  - 

- 

- 

- 

7 

Finished  iron  - 

- 

- 

- ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

8 

Pig  iron  - 

- 

Black  Bull 

- 

- 

- 

Marsden 

- 

- 

- 

9 

Finished  iron  - 

- 

. 

- ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

10 

Pig  iron 

- 

- 

- ditto  - 

- 

- 

- 

W olverhampton 

- 

- 

11 

Finished  iron  - 

- 

- ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

12 

Pig  iron- 

- 

- 

Workington 

- 

- 

- 

Carlisle  - 

- 

- 

- 

13 

Finished  iron  - 

- 

- 

- ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

14 

8884 

393 

Undamageable  iron 

- 

- 

Black  Bull 

- 

- 

- 

Manchester 

- 

- 

- 

15 

Ditto  - ditto 

- 

- 

- ditto  - 

- 

- 

- 

Church  Bridge 

- 

- 

16 

Ditto  - ditto 

- 

- 

Middlesboro’ 

- 

- 

- 

Liverpool 

- 

- 

- 

17 

Ditto  - ditto 

- 

- 

- ditto  - 

- 

- 

- 

Manchester 

“ 

• 

• 

18 

Ditto  - ditto 

Blaenavon 

. 

. 

Govilan  - 

19 

Ditto  - ditto 

- 

- 

- ditto  - 

- 

- 

- 

Cwmbran 

- 

- 

- 

20 

Finished  iron  - 

■ 

- 

ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

21 

Ditto  - 

- 

. 

- ditto  - 

- 

- 

- 

Dowlais 

- 

- 

- 

22 

Coal 

- 

- 

- ditto  - 

- 

- 

- 

Dunstable 

- 

- 

- 

23 

Ditto  - 

- 

- 

- ditto  - 

- 

- 

- 

Hull 

- 

- 

- 

24 

8886 

393 

Pig  iron  - 

- 

- 

Middlesboro’ 

- 

- 

- 

Manchester 

- 

- 

- 

25 

8887 

393 

Undamageable  iron 

- 

- ditto  - 

- 

- 

- 

- ditto  - 

- 

- 

- 

26 

JV"  Zi. These  calculations  are  arrived  at  after  deducting  the  following  amounts  for  Terminal  Services,  viz. : 

and  coal,  3 d.  per  ton  at  each  end.  From  rates  including  collection 
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Appendix,  No,  64 


PAPERS  handed  in  by  Mr.  Findlay,  14  July  1881. 


Select  Committee  on  Railways,  1881. 


Varying  and  Anomalous  Differences  between  Pig  and  Undamageable  Manufactuked  Iron. 


Witness’ 

Rates. 

London  and  North  Western 

Railway  Rates. 

Witness’ 

Distances. 

London  and 
North 
Western 
Railway. 

Distances. 

Rate 

per  Mile  ; 

Witness, 

London  and 
North 
Western 
Railway. 

Rate 

per  Mile. 

FOR  DISTA 

NCES,  AND  ANOMALOUS. 

s.  d. 

s. 

d. 

Miles. 

d. 

1 

10  10 

10 

lit  C.  and  D.  in  Round  Oak,  4 tons 

- 

151 

- 

•58 

2 

15  - 

12 

6 C.  and  D.  in  Round  Oak,  2 tons 
(Iron,  Class  A.) 

- 

151 

- 

•59 

3 

10  - 

10 

- C.  and  D.  in  Round  Oak,  2 tons 

- 

104 

. 

•75 

4 

11  - 

11 

- C.  and  D.  in  Round  Oak,  2 tons 
(Iron,  Class  A.) 

- 

104 

- 

•69 

6 

not  given  ; 
gives  rates 
per  mile 
only. 

4 

33 

42 

1’45 

•71 

6 

- ditto 

5 

10  (Iron,  Class  A.)  - - - 

- 

42 

2-12 

•80 

7 

- ditto 

4 

3 

43 

42 

1-18 

•78 

8 

- ditto 

4 

10  (Iron,  Class  A.)  - . . 

- 

42 

1-35 

•52 

9 

- ditto 

5 

10 

43 

43 

1-62 

1-20 

10 

- ditto 

8 

4 (Iron,  Class  A.) 

- 

43 

2-03 

1-49 

11 

- ditto 

5 



39 

39 

]-54 

1-07 

12 

- ditto 

7 

6 (Iron,  Class  A.)  (Special  Class) 

39 

1-79 

1-38 

13 

- 

4 

2 

33 

33 

1-51 

•97 

14 

. 

5 

- S.  to  S.,  4 tons.  (Iron,  Class  A.) 

- 

33 

1-81 

•72 

15 

5 5 

5 

5 S.  to  S.,  2 tons  (Iron,  Class  A.) 

30 

30 

2-16 

•96 

16 

5 6 

5 

6 S.  to  S.,  2 tons  ... 

37 

37 

1-78 

•81 

17 

- 

11 

8 S.  to  S.,  4 tons  ... 

139 

154 

1 d. 

'67 

18 

13  4 

13 

4 S.  to  S.,  4 tons  ... 

30  miles 
nearer 
than 

Liverpool. 

106 

1*46 

1-17 

19 

5 - 

3 

9 S.  to  S.,  2 tons  ... 

101 

11 

5-71 

•81 

20 

1 5i 

3 

4 S.  to  S , 2 tons  (Special  Class)  - 

12 

11 

1*42 

•36 

21 

. 

3 

4 S.  to  S.,  2 tons  (Special  Class)  - 

12 

11 

1-42 

•36 

22 

- 

4 

2 S.  to  S.,  2 tons  ... 

CO 

14 

2-22 

1 d. 

23 

8 5 

8 

5 O.W. 

217 

161 

•46 

•59 

24 

11  4 

12 

10  ; 11  5.  4 d.  for  shipment  - 

240 

240 

•56 

\ 12/10  = -61 
tll/4  =-54 

25 

- - - 

8 

4 

- 

106 

•91 

•77 

26 

- 

13 

4 S.  to  S.  4 tons  (Iron,  Class  A.) 

- 

106 

- 

1-17 

Station  to  Station,  1 5.  6 d.  per  ton  each  end  ; Mineral  Class  (Pig  Iron),  9 d.  per  ton  at  each  end  • 
or  delivery  at  Round  Oak,  3 s.  6 d.  per  ion  has  been  deducted. 


0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


Coal  Kates  from  West  Cumberland  Collieries  for  Shipment  to  Ireland,  as  compared  with 
those  from  other  Colliery  Districts  for  same  Destination. 


AND 


Gai'Ston  Dock,  including  tipping 
(round  rate  fixed  by  j^ct  of 
Parliament  under  special  cir- 
cumstances) - - - - 


Plus  Colliery  Company’s 
charge  for  waggons  - 


Widnes  Dock,  exclusive  of  tipping 

For  tipping  and  Colliery  Com- 
pany’s charge  for  waggons 


Preston,  Ribble  Wharf,  including 
toll  for  Ribble  Branch 

Wharfage  and  tipping  • 

Colliery  Company’s  charge 
for  waggons  . - - 


High  Level  tip,  Liverpool  - 

Colliery  Company’s  charge 
for  waggons  - 


Connah’s  Quay  - - . . 

Plus  Colliery  Company’s 
charge  for  waggons  - 


Swansea  Dock — 

Ex  Rhydyffed  Colliery  (Kil- 
lay)  . . . - 

Ex  Bishwell  Colliery  (Gower- 
road)  - _ . . 

Ex  Llanmorlais  Colliery  (Pen- 
clawdd)  - - - - 


LANCASHIRE. 

WEST 

WEST 

CUMBERLAND 

CUMBER- 

X.JAD 

St.  Helens. 

Wigan. 

and 

DISTRICT. 

Miles.  s.  d. 

Miles.  s.  d.  s.  d. 

Miles,  s.  d. 

15  13  O.W. 

23  15  O.W. 

Average 

Distance. 

- G 

- G to  - 8 

Maryport  and  Wor- 

Total  1 9 

Total  1 11  to  2 1 

eluding  use  of  wag- 

gons  and  tipping) 

iS  1 5 

Miles.  s.  d. 

Miles.  s.  d. 

8 - 10  O.W. 

16  15  O.W. 

Average 

Distance. 

- 6 

- 6 

Total  1 4 

Total  1 11 

Ditto  ditto  - 

8 i S 

Miles.  s.  d. 

Miles.  .1.  d. 

10  11  O.W. 

2G  2 5 O.W. 

Blamscough 

Hall. 

- 3 

- 3 

- G 

- G 

Total  3 2 

Total  1 10 

Miles.  s.  d. 

Miles.  s.  d. 

17  18  O.W. 

20  1 9 O.W. 

- G to  - 8 

- G to  - 8 

Total  2 2 to  2 4 

Total  2 3 to  2 5 

NORTH 

WALES. 

Queensferry. 

Padeswood. 

M lies.  s.  d. 

Miles.  s.  il. 

2 1 - O.W. 

8 14  O.W. 

• Ditto  - ditto  • 

'4  ^3 

- 4 

- 4 

Total  1 4 

Total  1 8 

SOUTH 

WALES. 

Miles.  O.W.  O.W. 

s.  d.  s.  d. 

5 1-12 

\ 

- Ditto  - ditto  - 

3-9 

7 1-13 

) Including  tipping  . ^ 

- Ditto  - ditto  - 

S i 3 

12  14  1 10 

- Ditto  - ditto  - 

■13  i S 
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Appendix,  No.  65. 


PAPERS  handed  in  by  Mr.  Charlts  Sootier,  21  July  1881. 


List  of  Altehations  in  and  Additions  to  the  Generai.  Clasmfication  Book 

from  the  Year  1876  to  the  Year  1880. 


Year. 

Alterations, 

Additions. 

Reductions. 

Advances, 

Kcw  Articles. 

187G 

m a 

23 

2 

IG7 

J877 

- 

- 

- 

8 

3 

1 5G 

1878 

- 

- 

- 

18 

2 

198 

1879 

- 

. 

- 

1 1 

j 

122 

1880 

- 

- 

- 

13 

2 

I3o 

7 C 

9 

778 

- 

Total  - - - 8G0. 


Statement  of  the  Goods  and  Mineral  and  Shunting  Miles  on  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway  during  the  Five  Years  ending  1880. 


Year. 

Goods  and  Mineral 
Miles. 

Shunting  Miles. 

Total. 

187G 

3,259,879 

1,304,892 

4,5G4,271 

1877 

3,358,5GG 

],392,G3l 

4,751,197 

1878  

3,289,738 

1,350,777 

4,G40,5I5 

1879  

3,282,959 

1,351,943 

4,G34,902 

1880  

3.G23,4  1 3 

1,512,275 

5,1  35,G88 

Accountant  s Department, 
24  June  18S1. 


Rates  for  Chemicals. 


Distance. 

From 

W 1 D N E S 

to 

Special  Class 

Rate. 

Exceptional 
Rates  for  Alkali, 
Soda,  SodaAsli, 
and  Bleaching 
Powder. 

Maximum 
Rate  on  Distance, 
as  per 

Parliamentary 

Tolls. 

s. 

d. 

s. 

d. 

s. 

d. 

133 

Hull  - 

IG 

8 

11 

8 

36 

3 

192 

Newcastle  - 

17 

G 

11 

8 

51 

- 

167 

Hartlepool  - 

16 

8 

11 

8 

44 

9 

158 

Middlesborough 

- - - - 

- 

- 

- 

17 

0 

11 

8 

42 

G 

203 

London 

21 

8 

12 

6 

55 

- 

63 

Over  Darwen 

- 

- 

- 

. 

10 

- 

8 

4 

18 

9 

52 

Bury  - 

9 

2 

7 

C 

1C 

- 

64 

Accrington  - 

10 

- 

8 

4 

19 

- 

20 

Stockpart 

7 

G 

0 

10 

9 

G 

37 

Glossop 

8 

4 

G 

8 

12 

3 

142 

.5  ottinghara 

- - - 

- 

- 

- 

15 

- 

13 

4 

26 

- 

89 

15 

- 

13 

4 

25 

3 

67 

Sowerby  Bridge 

- 

- 

- 

- 

11 

8 

10 

10 

19 

9 

80 

Heckinondwike 

- - - - 

- 

- 

- 

12 

G 

11 

8 

23 

- 

111 

Bradford 

- - 

- 

- 

- 

12 

0 

10 

- 

30 

9 

106 

Leeds  - 

12 

G 

10 

- 

29 

0 

66 

Huddersfield 

- 

- 

- 

10 

10 

9 

2 

19 

6 

119 

Halifax 

11 

8 

9 

2 

30 

3 

292 

Musselburgh 

- 

- 

- 

21 

8 

20 

- 

70 

- 

318 

Markinch 

26 

8 

21 

8 

82 

G 

N N 


0.54. 
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Appendix,  No.  66. 


PAPER  banded  in  by  Mr.  Barclay. 


LETTER  from  Mr.  W.  Fletcher  to  Mi’.  Barclay,  M.P. 


Select  Committee  on  Railway  Rates,  &c. 

Dear  Sir,  Brigham  Hall,  Carlisle,  25  July  1881 . 

Referring  to  our  recent  correspondence,  it  has  just  come  to  my  knowledge  that 
Mr.  Findlay,  in  his  evidence,  referred  to  . my  statement  respecting  certain  reductions 
which  were  made  in  coal  and  coke  rates  by  the  West  Cumberland  railways  on  1st  June, 
in  terms  which  almost  imply  a reflection  upon  my  veracity. 

Mr.  Findlay  is  reported  to  have  said,  that  I knew  very  well  those  reductions  had  been 
made  under  a pledge  given  by  his  company  to  a Parliamentary  Railway  Committee  upon 
a Bill  of  which  I was  a promoter. 

I now  wish  to  explain  to  the  Select  Committee,  in  contradiction  of  this  statement,  that 
the  rates  mentioned  in  my  evidence  (as  you  may  see)  did  not  refer  to  any  traflfic  between 
Mary  port  and  Workington,  whereas  the  pledge  alluded  to  by  Mr.  Findlay  applied  solely 
to  traffic  between  those  places,  and  the  London  and  North  Western  Company  have 
actually  declined  to  make  a cori-esponding  reduction  between  other  places  on  the  same 
railway  (the  Whitehaven  Junction). 

Hoping  that,  in  justice  to  me,  you  will  be  able  to  get  this  letter  put  upon  the  records 
of  the  proceedings, 

I am,  &c. 

J.  W.  Barclay,  Esq.,  M.p.  (signed)  W.  Fletcher. 
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Appendix,  No.  62. 


PAPERS  handed  in  by  the  Chairman. 


Letter  from  Messrs.  T.  F.  Bell  ^ Co.,  to  the  Chairman  of  the  Committee, 

Sir,  Hull,  25  July  1881. 

We  wish  to  correct  an  imjiression  which  may  have  been  left  on  the  minds  of  rome  of 
your  Committee,  after  hearing  the  evidence  of  Mr.  Tennant,  General  Manager  for  the 
North  Eastern  Railway  Company,  that  the  ordinary  rate  of  carriage  on  traffic  from  New- 
castle to  Hull  is  18  s.  4 d.  per  ton. 

This  rate,  we  believe,  applies  only  to  such  goods  as  hay,  dried  fruit  (currants  and 
raisins),  paint,  colours,  starch  in  boxes ; but  vm  do  know  that  the  railway  company  carry 
hundreds  of  tons  of  lead  (i-ed  and  white,  pig  and  sheet),  soda,  alkali,  bleach  powder,  in  the 
coure  of  a year,  both  for  home  consumption  and  for  export,  at  rates  varying  from  7 s.  6 d. 
to  9 5.  per  ton  for  126  miles,  including  cartage  and  all  terminal  expenses,  while  if  we 
wanted  to  send  sheet  lead  from  here  to  any  intermediate  station,  say  Cottingham, 
3^  ml!es,  the  carriage  would  be  5 s.  per  ton ; Beverley,  8 miles,  5 s.  per  ton  ; Driffield, 
19  miles,  5 s.  10  d.  per  ton  ; Selby,  30J  miles,  7 s.  6 d.  per  ton,  and  many  other  rates  in 
the  same  proportion.  We  have  been  interested  in  the  carrying  trade  between  here  and  the 
Tyne  for  many  yeai’s,  and  it  is  owing  to  the  present  unfair  and  ureasonable  manner  in 
which  railway  companies  are  allowed  to  alter  rates  at  their  own  pleasure,  and  to  further 
their  own  monopoly,  by  crushing  out  all  rival  conveyances,  that  Avater  communication  both 
by  sea  and  by  canal  is  languishing,  and  possibly  in  the  course  of  a few  years,  under  pre- 
sent conditions,  may  be  extinguished  altogether,  when  the  raihvay  companies  will  imme- 
diately advance  their  rates  to  such  a figure-  as  will  recoup  them  for  the  sacrifices  they 
have  made  in  getting  rid  of  their  competitors.  There  cannot  be  a more  favourable  oppor- 
tunity than  the  present  (Avhen  the  railway  companies,  endeavouring  to  control  the 
whole  carrying  trade  of  the  country,  and  in  their  desire  at  the  same  time  to  show  increased 
earnings,  will  ultimately  undertake  more  than  they  can  safely  accomplish,  thereby  jeopar- 
dising the  safety  of  many  lives  and  much  valuable  property),  for  an  effort  to  be  made  to 
divert  some  portion  of  the  traffic  to  the  canals,  and  otlier  means  of  water  communication, 
which  existed  before  railways  Avere  in  operation,  and,  by  a fair  and  equitable  system  of 
rates,  allow  both  land  and  Avater  carriers  a remunerative  but  not  unreasonable  return  for 
their  labours,  risks,  and  cajntal. 

In  bringing  this  matter  before  your  consideration. 

We  are,  &c. 

The  Chairman,  (signed)  Thomas  F.  Bell  ^ Co. 

Select  Committee,  Rates  and  Fares, 

House  of  Commons. 


Letter  from  Mr.  W.  A.  Darbishire. 

Sir,  Nantlle,  Penygroes,  31  March  1881. 

I BEG  to  lay  before  you  the  following  matters,  which  I shall  be  glad  to  give  as  evidence 
before  the  Select  Committee  of  the  House  of  Commons,  if  they  seem  to  you  of  import- 
ance, or  suitable  to  bring  before  the  Committee. 

I am  a slate  quarry  owner,  and  I live  in  the  immediate  neighbourhood  of  my  works. 
I also  occupy  some  land,  and  endeavour  to  supply  the  pressing  wants  of  the  Avorkmen  for 
milk,  fresh  vegetables,  &c. 

The  county  of  Carnarvonshire  consists  of,  generally  speaking,  poor  land  ; large 
numbers  of  inhabitants  are  collected  in  some  of  the  most  bai-ren  parts  by  the  slate 
quarries. 

The  difficulties  of  supplying  milk,  &c.,  are  aggravated  instead  of  alleviated  by  the 
extremely  high  railway  rates. 
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An  industry  exists,  giving  employment  to  many  persons  wlio  work  up  slate  blocks, 
supplied  from  the  slate  quarries,  into  writing  slates  and  other  forms ; these  factories  are 
situated  at  a distance  from  quarries,  wliere  labour  is  cheap,  and  water  or  other  cheap 
power  is  available. 

This  industry  is  materially  interfered  Avith  by  the  excessive  rates  of  carriage  of  the 
raAV  material. 

Building  materials  are  carried  only  at  high  rates  locally,  as  compared  Avith  carriage  of 
similar  materials  in  England. 

I append  the  folloAving  facts  as  confirming  my  statements. 

Carriage  of  Hay,  StraAv,  &c. : 

Hay  or  straAV,  Afonwen  to  Nantlle,  13  miles,  OAvner’s  risk,  11s.  8 d.,  or  lOfd. 
per  mile. 

Hay  or  straAAq  Llanfalr  to  Nantlle,  OAvncr’s  risk,  10. s.  10 d.,  or  10 d.  per  mile. 

In  January  1881,  after  remonstrance  against  a much  higher  rate,  I Avas  charged — 
Hay,  at  OAvner’s  risk,  Penmaenmaur ‘to  Nantlle,  26  miles,  14  s.  2d.,  or  5^d.  per 
mile. 

StraAV,  CarnarA'on  to  Nantlle,  eight  miles,  8 s.  4d.,  oAvner’s  risk,  or  1 s.  d.  per 
mile. 

Oats  and  meal,  Carnarvon  to  Nantlle,  eight  miles,  5 s.  10  d.,  or  8|  d.  per  mile. 
Carriage  of  Slate  Blocks  : 

Penrhyn  siding  to  Abei',  four  miles,  1 s.  6 d.,  or  4J  d.  per  ton. 

Nantlle  to  Bangor,  16  miles,  3 s.  4 d.,  or  2h  d.  per  ton. 

Nantlle  to  Aber,  21  miles,  4 s.  2 d.,  or  23  d.  per  ton. 

Carriage  of  Building  Materials  : 

Slates,  Nantlle  to  Penmaenmaur,  26  miles,  6 s.  2d.,  or  2f  d.  per  ton. 

Lime,  Llandulas  to  Nantlle,  39  miles,  3 s.  8 d.,  or  1 jV  d.  per  mile,  this  rate  beiag 
veiy  much  loAver  than  others,  because  candage  by  Avater  competes  Avith  rail. 

Slates,  Nantlle  to  London,  15  s.  per  ton,  256  miles,  or  per  ton  per  mile. 

I have,  &c. 

(signed)  W.  A.  Darbishire, 
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Appendix,  No.  68. 


PAPERS  handed  in  by  Mr.  Findlay,  25  July  1881. 


Roadstone  from  Thrdkdd  in  Owner’s  Waggons. 


(No.  1.) 

Scale  at  first  agreed  : — 


1 to  15  miles 

- 

- 

- \ s.  Q d.  per  ton. 

16  to  30  miles 

- 

- 

- Id.  per  ton  per  mile,  and  6 d.  added. 

31  to  35  miles 

- 

- 

- 2 .<?.  8 d.  per  ton. 

36  to  60  miles 

- 

- 

- 1 d.  per  ton  per  mile,  and  6 d.  added. 

61  to  12  miles 

- 

- 

- 4 s.  3 d.  per  ton. 

73  to  85  miles 

- 

- 

- f d.  per  ton  per  mile,  and  6 d.  added. 

86  to  106  miles  - 

- 

- 

- 4s.  lid.  per  ton. 

Over  106  miles  - 

- 

- 

- ^ d.  per  ton  per  mile,  and  6 d.  added. 

(No.  2.) 

as  Glee  Hill)  : 

- 1 s.  6 J.  per  ton. 

-Id.  per  ton  per  mile,  and  6 d.  added. 

- 2 s.  8 d.  per  ton. 

“ I f/.  per  ton  per  mile,  and  6 d.  added. 

- 4 s.  3 d.  per  ton. 

- i (/.  per  ton  jier  mile,  and  6 d.  added. 

- 5 s.  9 d.  per  ton. 

-Id.  per  ton  per  mile,  and  6 d.  added. 


Amended  Scale  (same 
1 to  15  miles 
16  to  30  miles 
31  to  35  miles 
36  to  60  miles 
61  to  72  miles 
73  to  100  miles 
101  to  126  miles 
Over  126  - 


Additions  for  use  of  Company’s  Waggons  : 
Up  to  50  miles  - - - - 

51  to  100  miles  - - - - 

101  to  175  miles  - - _ _ 

176  to  250  miles  - - . - 

Over  250  miles  - - - - 


6 d.  per  ton. 

7 d.  per  ton. 

8 d.  per  ton. 
10  d.  per  ton. 
lid.  per  ton. 
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CALEDONIAN  RAILWAY.  - 


Dealers’  Fish  Rates. 


Class  Rates 

, at  Owners’  Risk. 

Class  Rates,  at 

1. 

2. 

3. 

3. 

4. 

4. 

5. 

1. 

2. 

3. 

Passeii* 

Passen 

Passen- 

FROM 

T 0 

Goods 

Goods 

Goods 

ger 

Goods 

ger 

ger 

Goods 

Goods 

Goods 

Train, 

Train, 

Train, 

Train, 

Train, 

Train, 

Ti’ain, 

Train, 

Train, 

Train, 

C.  & D. 

C.&D. 

C.&D. 

S.  to  S. 

C.&D. 

S.  to  S. 

S.  to  S. 

C.&D. 

C.  & D. 

C.&  D. 

Per 

Per 

Per 

1 

T^er 

Per 

Per 

Per 

Per 

Per 

Per 

Cwt. 

Cwt. 

Cwt. 

Cwt.  ' 

Cwt. 

Cwt. 

Cwt. 

Cwt. 

Cwt. 

Cwt. 

s.  d. 

s.  [J. 

s.  d. 

s.  d. 

s.  d. 

s.  d.  i 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

Stornoway  - - - 

London,  Birmingham, 

2 7 

2 7 

2 10 

3 10 

3 10 

4 10 

6 4 

3 3 

3 3 

3 6 

1 

Walsall,  Wolverhamp- 
ton, and  Dudley. 

Strome  Ferry  or  Portree 

- ditto  ... 

2 6 

2 6 

2 9 

3 9 

3 9 

4 9 

6 3 

3 2 

3 2 

3 5 

2 

Oban  or  Blair  Athole 

- ditto  ... 

2 6 

2 6 

2 9 

3 9 

3 9 

4 9 

6 3 

3 2 

3 2 

3 5 

3 

Wick  ...  - 

- ditto  - - "j 

2 C 

2 C 

2 9 

4 - 

3 9 

0 - 

6 6 

3 2 

3 2 

3 5 

4 

Tliurso ...  - 

- ditto  ■ ■ J 

Greenock,  Port  Glasgow 

- ditto  " ' 1 

2 - 

2 3 

2 9 

3 9 

3 9 

4 9 

5 3 

2 C 

2 10 

3 5 

5 

Glasgow  ... 

- ditto  - - J 

Edinburgh  - 

- ditto  ■ ■ 1 

2 - 

2 3 

2 9 

3 9 

3 9 

4 9 

5 3 

2 G 

2 10 

3 6 

6 

Leith  - . . . 

- ditto  - - / 

Stornoway  - - - 

Manchester,  Bolton,  and  ! 

2 1 

2 6 

2 10 

3 10 

3 10 

4 10 

5 7 

2 7 

3 1 

3 6 

7 

Wigan.  [ 

Ditto  ... 

Liverpool  & Birkenhead  J 

y 10 

2 3 

2 7 

3 7 

4 4 

4 10 

2 3 

2 10 

3 3 

8 

Strome  Ferry  or  Portree 

. ditto  ... 

O _ 

2 5 

2 9 

3 9 

3 9 

4 9 

5 6 

2 6 

3 - 

3 5 

9 

Ditto  ... 

- ditto  ... 

1 g 

2 2 

2 6 

3 6 

3 6 

4 3 

4 9 

2 2 

2 9 

3 2 

10 

Oban  or  Blair  Athole  - 

- ditto  ... 

2 - 

2 5 

2 9 

3 9 

3 9 

4 9 

3 6 

2 6 

3 - 

3 5 

11 

Ditto  ... 

. ditto 

1 9 

2 2 

2 6 

3 6 

3 6 

^ 5 

4 9 

2 2 

2 9 

3 2 

12 

Wick  .... 

. ditto  - - ' 

Ditto  ... 

. ditto 

2 - 

2 5 

2 9 

4 - 

3 9 

5 - 

5 9 

2 6 

3 - 

3 5 

13 

Thurso 

) 

- ditto 

1 g 

2 2 

2 6 

3 9 

3 6 

4 6 

5 - 

2 2 

2 9 

3 2 

14 

Ditto 

- ditto 

Greenock,  Port  Glasgow 

0 

1 

Ditto  ... 

- ditto 

1 9 

2 - 

2 6 

3 3 

3 3 

1 

4 3 

4 9 

2 2 

2 6 

3 2 

15 

Glasgow  ... 

- ditto 

1 3 

1 6 

^ 9 

2 6 

? 6 

3 6 

4 3 

^ 7 

1 11 

3 2 

16 

Ditto  ... 

- ditto 

Edinburgh  ... 

- ditto  . - 'j 

Ditto  ... 

- ditto  - - 1 

1 9 

2 - 

2 6 

' 3 3 

3 3 

4 3 

4 9 

2 2 

2 6 

3 2 

17 

Leith  .... 

- ditto 

1 6 

1 g 

2 ■ 

s g 

3 3 

4 3 

4 9 

1 11 

3 2 

2 6 

18 

Ditto 

- ditto 

Sole. — For  all  fish  traffic  from  Portree,  Strome  Ferry,  and  Oban 
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- Dealers’  Fish  Rates. 


Companies’  Risk. 

Special  Rates,  at  Companies’  Risk. 

Class  1. — 

Thoroughly  cured  cod  and  ling,  in 

3. 

4. 

4. 

5. 

Salmon, 

brine. 

Passen- 

Goods 

Passen- 

Passen- 

in 

Boxes, 

by 

Lobsters, 

per 

Salmon, 

in 

Boxes, 

Whelks, 

by 

Oysters, 

by 

Tlioroughly  cured  white  herring,  in 
brine. 

Whelks  and  periwinkles. 

ger 

Train, 

Train, 

C.  & D. 

ger 

Train, 

ger 

Train, 

Passenger 

Train, 

in 

Goods 

Train, 

by 

Goods 

Train, 

Goods 

Train, 

Goods 

Train, 

Class  2. — 

Thoroughly  cured  red  hendngs, 

S.  to  S. 

S.  to  S. 

S.  to  S. 

Ton  Lots, 

C.  and  D. 

C.  and  D. 

C. and  D. 

C.  and  D. 

limpets,  cockles,  and  mussels.  All 

S.  to  S. 

other  fish,  thoroughly  salted  or 
dried  (except  dried  cod  and  ling, 
such,  when  sent  by  goods  train,  to 

1 

Fer  Ton. 

Per  Ton. 

Per  Ton. 

be  cairied  under  the  ordinary  goods 

Cwt. 

Cwt. 

Cwt. 

Cwt. 

Per  Ton. 

Per  Ton. 

classification). 

Sprats,  in  any  state,  by  goods  trains 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s.  d. 

s,  d. 

s.  d. 

s.  d. 

d. 

only. 

I 

4 9 

4 9 

6 - 

7 11 

lOG  8 

— 

- 

- 

- 

Class  3. — 

Herrings,  in  any  state  except  as 

1 

provided  for  in  Classes  1 and  2. 

4 8 

4 8 

5 11 

7 10 

f iOO  - 

90  - 

80  - 

Strome  Ferrv.  Por- 

Findon  haddocks. 

2 

1.  101  8 

92  6 

85  - 

tree. 

Kippered  salmon. 

Crabs,  fresh  cod,  ling,  haddocks, 

3 

4 8 

4 8 

5 11 

7 10 

95  - 

90  - 

75  - 

- 

whiting,  skate,  halibut,  mackerel, 
plaice,  and  coal  fish. 

Eels. 

4 

4 11 

4 8 

6 2 

8 1 

106  8 

95  - 

85  - 

' 

Flounders. 

Sprats,  in  any  state,  by  passenger 

train  only. 

5 

4 8 

4 8 

5 11 

6 7 

90  - 

— 

70  - 

30  - 

- 

Class  4.— 

Salmon,  in  boxes,  and  soles,  oysters, 

rSprats  by 

J passenger 

1 trains, 

] 

lobsters  and  shell  fish,  not  other- 
wise classified. 

6 

4 8 

4 8 

5 11 

6 7 

90  - 

Uo  - 

30  - 

40  - 

Class  5. — 

L 65  i'. 

J 

Fresh  fish,  of  all  descriptions,  not 
otherwise  classified,  including  sal- 
mon in  hampers,  prawns,  and 
shrimps. 

7 

4 9 

4 9 

6 - 

7 - 

— 

— 

- 

— 

- 

Classes  1 and  2.— 

To  be  sent  by  goods  trains.  If 

8 

4 6 

4 6 

5 5 

6 - 

— 

— 

- 

— 

- 

specially  ordered  by  passenger 
trains,  to  be  charged  at  third-class 

9 

4 8 

4 8 

5 11 

6 11 

1 

passenger  train  rate. 

10 

4 s 

4 -5 

5 4 

5 H 

i 

11 

4 8 

4 8 

5 11 

6 11 

I 

Classes  3 and  4. — 

1 - 



_ 

- 

To  be  sent  by  goods  or  passenger 

12 

If  5 

4 5 

5 4 

5 H 

i 

trains,  as  may  be  arranged  by  the 

sending  company.  Carriage  to  be 
prepaid,  except  when  otherwise 
specially  arranged. 

13 

4 11 

4 8 

6 2 

7 2 

1 Cockles, 
^passenger 

1 

C Glasgow. 

\ 25  .9.  - 

} - 

14 

4 s 

4 5 

5 7 

6 2 

J train,  50s. 

j 

Class  5. — 

To  be  sent  by  passenger  trains  only. 

Carriage  to  be  prepaid,  except  when 
otherwise  specially  arranged. 

15 

4 1 

4 1 

5 4 

5 11 

1 

16 

8 3 

3 3 

4 5 

5 4 

/■  ■ 

Cod  and 

1 

1 Sprats, 

( 60  .s. 

17 

18 

4 1 

3 5 

4 1 

4 1 

5 4 

■5  4 

5 11 

5 // 

bug, 

; Leith, 
22  s.  6 d. 

}- 

— 

3g  s 

Is-ton  lots 

j 

Oban,  respectively,  1 d.  per  cwt.  must  be  added  for  pier  dues. 
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Appendix,  No.  69. 


PAPEllS  liaudecl  in  by  Mr.  Barclay,  in  reply  to  Mr.  Findlay’s  Evidence. 


Comparison  of  Eates  on  Coal  charged  by  the  Maryport  and  Carlisle  Railway 
Company  with  those  charged  in  other  Districts  with  which  AFest  Cumberland  has 
to  compete. 


Maryport  and  Carlisle  Railway  (in  Company’s  M^aagons). 


Distance. 

Rate. 

Per  Ton 
per  Mile. 

Dearham  to  Maiyport  Dock  - . . . . 

Rosegill  to  „ „ - _ - . . 

Bullgill  to  „ ,.  ..... 

13  ray  ton  to  „ 

Allhallows  to  „ ,,  ..... 

3 miles. 

4 „ 

^ » 

10  „ 

12  „ 

lOcZ. 

lll-tZ. 

o 

1 s.  2L  d. 

\ s.  Qd. 

1 s.  7 d. 

Hd. 

Sd. 

2f  d. 

Hd. 

H\d. 

South  Wales. — Maximum  Rates  Chargeable  (in  Companies’  Waggons)  on  following 

Railways  : — 


Aberdare  Railway  _ _ . _ 

3 miles  and  over 

1 d.  per  ton  per  mile. 

Sivansea  Vale  Railway  ..  . _ 

3 

})  35 

Monmouthshire  Railway  - - - 

4 

^ 99  99 

I d.  ,,  ,, 

Rhymney  Railway  - _ - _ 

4 

^ 99  99 

d.  33  55 

Sirhowy  Railway  ...  - 

4 

^ 99  99 

1 g d.  5,  ,, 

Taff  Vale  and  Ely  Railway  - - - 

■^  33  53 

^i-^d.  ,,  ,, 

Taff  Vale  (East  Dock)  Railway  - 

I*  55  55 

1 d-  53  35 

Vale  of  Neath  Railway  - . - 

6 55  55 

1 1 d.  ,,  ,, 

West  of  Scotland. — (Presumed  in  Company’s  '\Eaggons.) 


By  G.  & S.  Railway  to  Ayr  Harbour 

5?  ?? 

,,  ,,  to  Troon  Harbour 


;5 


- S d.  per  ton  for  6 or  7 miles. 

- 1 s.  (1.  per  ton  for  10  miles. 


1 s.  d. 

- Is.  l|rf. 

- Is.  3rf. 


5? 


99 


10 

11 

12 


99 
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West  Lancashire. 


From  Wigan  District  to  Garston,  Euncorn,  and  Widnes  (see  Mr.  Hewlett’s  Evidence), 
24  miles,  I s.  2 d.  per  ton.  If  in  Owners’  Waggons,  add  3d.,  making  5 s.  3d.  in 
Company’s  Waggons. 


Landsale  Kates. 

Maryport  and  Carlisle  Railway. 

Brayton  to  Carlisle,  21  miles  - - - - 2s.  2d.  per  ton. 

Glasgow  and  South  Western  Railway. 

Aucliinleck  to  Carlisle  - - - 78  miles,  4 5.  d.  per  ton. 

N.D. — These  rates  were  ascertained  in  1878. 

Brigham  Ilill,  Carlisle,  W.  Fletcher. 

18  July  1881. 


Letter  from  Mr.  John  Brown  to  Mr.  Barclay,  m.p. 


Cannock  Chase  Railavay  Colliery  Company. 

General  Manager’s  Office, 

56,  Union-jiassage,  New-street, 

Sir,  Birmingham,  16  July  1881. 

I AM  obliged  to  you  for  sending  me  that  part  of  Mr.  Findlay’s  evidence  bearing  upon 
the  mileage  and  charges  from  Anglesey  Siding  to  Wolverhampton,  &c. 

My  reply  to  each  question  raised  is  as  follows : — 

I dispute  the  IJ  d.  rate,  which  includes  waggons,  and,  as  the  railway  company  refuse  to 
supply  them  they  are  not  entitled  to  charge  for  them. 

Sjoecial  Acts  allow  1 s.  4 d.  jier  ton  per  mile  for  waggons. 

I dispute  the  rate  via  Bescot,  because  it  is  not  the  shortest,  that  via  Walsall  being 
12|  miles  only. 

I dispute  the  terminal  charge  of  3 d per  ton  on  coals,  as  they  do  no  terminal  work,  and 
on  reference  to  the  special  Acts  you  will  find  it  is  unauthorised. 

I dispute  the  six-mile  minimum  on  Birmingham,  Wolverhampton,  and  Dudley,  and 
West  Midland  Railways,  because  the  special  Acts  fix  the  minimum  at  two  miles  on  coal 
only.  Clause  29,  9 & 10  Viet.,  1846. 

I dispute  the  route  via  Sedgeley  Junction,  because  it  is  not  the  shortest,  nor  is  it  the 
route  the  coal  travels;  the  proper  route  is  via  Wednesbury  Junction. 

I am,  &c. 

(signed)  John  Brown. 


o o 


0.54. 
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Appendix,  No.  71. 


PAPERS  handed  in  by  Mr.  Light. 


TABLE  showing  the  Legal  Time  of  Transit,  including  Day  of  Collection  and  Day  of 
Delivery,  of  Merchandise  by  Goons  Trains  on  the  French  Railways. 


Time  of  Transit,  including 

Distance. 

Day  of  Collection  and  Day  of 

Delivery. 

Miles. 

Days. 

1 to  94  - 

- 4. 

95  „ 172  - 

- 5. 

173  „ 250  - 

- 6. 

251  „ 328  - 

- 7. 

329  „ 406  - 

- 8. 

407  „ 484  - 

- 9. 

485  „ 562  - 

- 10. 

563  „ 641  - 

- 11. 

642  „ 719  - 

- 12. 

720  „ 797  - 

- 13. 

798  „ 875  - 

- 14. 

The  above  scale  only  applies  to  goods  carried  over  one  line  of  railway. 

When  goods  have  to  pass  over  the  lines  of  two  separate  companies,  then  one  day  is 
allowed  for  transfer  at  the  junction.  In  the  case  of  the  Ceinture  of  Paris,  two  days  are 
allowed. 


Examples. 


Miles. 

Days. 

Miles. 

Days. 

160 

Boulogne  to  Moret 

' Transit  - 

3 

181 

Manchester  to  Tunbridge 

Delay 

1 

Including 

3 

via 

} 

vid 

collection  and 

Ceinture,  Paris  - 

2 

delivery. 

41 

Paris  ... 

Collection  and 

2 

27 

London  ... 

delivery. 

210 

8 

208 

3 

0.54. 
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Paris  and  Boulogne. 


Difference  between  Local  and  Export  Rates. 


14  July  1881. 

Class. 

Paris  and  Boulogne. 

Paris  and  Boulogne. 

Articles. 

Export. 

Local, 

Home  Consumption. 

Import  and  Export. 

Articles  de  Paris 

- 

1 

1 

Fr.  c. 

40  30 

S.  (1, 

32  3 

Fr,  c. 

30  00 

s,  d. 

24  - 

Wood  for  furniture 

- 

4 

1 

40  30 

32  3 

20  00 

16  - 

Hemp,  pressed  bales  - 

- 

4 

3 

28  70 

23  - 

20  00 

16  - 

Chestnuts  - - - 

- 

6 

2 

33  70 

26  11 

15  00 

12  - 

Boots  and  shoes  - 

- 

1 

1 

40  30 

32  3 

30  00 

24  - 

Rags,  pressed  bales 

- 

7 

4 

23  GO 

18  1 1 

12  00 

9 8 

Wine,  in  casks  - 

- 

6 

3 

28  70 

23  - 

18  00 

14  3 

Chocolate  - - - 

- 

2 

1 

40  30 

32  3 

26  00 

20  10 

Brandy  - - - 

- 

2 

2 

33  70 

26  11 

26  00 

20  10 

Conserves  - - - 

1 

1 

40  30 

32  3 

23  00 

18  5 

Ditto  in  oil  or  vinegar 

3 

1 

40  30 

32  3 

23  00 

18  o 

Paper  hangings 

- 

5 

2 

33  70 

26  11 

18  00 

14  5 

Cotton,  in  pressed  bales 

- 

4 

3 

28  70 

23  - 

20  00 

16  - 

Earthenware 

- 

4 

3 

23  70 

23  - 

20  00 

16  - 

Dried  fruits 

- 

5 

1 

40  30 

32  3 

18  CO 

14  5 

Gloves  - . - 

- 

1 

1 

40  30 

32  3 

30  00 

24  - 

Wool 

- 

O 

2 

33  70 

26  11 

26  00 

20  10 

Machinery 

- 

4 

1 

40  30 

32  3 

20  00 

16  0 

Eggs 

- 

2 

1 

40  30 

32  3 

26  00 

20  10 
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Appendix,  No.  72. 


PAPERS  handed  in  by  Mr.  Scott. 


London  and  South  Western  Railway. 


RETURN  showing  the  Reeeipt  per  Train  Mile  for  Goods  and  Mineral  Traffic  for  the 

Years  1851,  1860,  1870,  and  1880. 


Yeahs. 

Miles  Open. 

Gross  Receipts 
for 

Goods,  Minerals, 
aiid  Live  Stock. 

Goods  and 
Mineral,  Train 
Miles. 

Receipt 

per 

Train  Mile  Run. 

£. 

s.  cl. 

1851  ...  - 

242 

121,619 

346,661 

7 - 

1860  - . - . 

389 

259,376 

1,113,791 

4 7? 

1870  .... 

541 

495,378 

1,7  44,663 

5 8 

1880  .... 

735 

850,882 

2,778,0-J8 

6 11 

RETURN  showing  the  Gross  Receipts  for  all  Traffic,  Passengers  as  well  as  Goods  and 
Minerals;  the  Total  Number  of  Train  Miles  Run;  the  Receipts  per  Train  Mile, 
inclusive  of  all  Traffic;  and  the  Expenses  per  Train  Mile  upon  the  whole,  for  the  Years 
1851,  1860,  1870,  and  1880. 


Years. 

Gross  Receipts 
for  all  Traffic. 

Total  Number 
ot‘ 

Train  Milrs  Run. 

Receipt 

per 

Train  Mile. 

Expenses 

per 

d rain  Mile. 

£. 

s. 

cl. 

s.  d. 

1851 

. 

- 

- 

602,916 

2,053,965 

6 

2 6 

1860 

. 

. 

1,041,808 

.3,969,991 

5 

n 

2 6| 

1870 

- 

- 

- 

1,772,663 

6,115,316 

5 

6g 

2 log 

1880 

2,093,491 

9,450,105 

5 

3 

The  extra  working  cost  in  1880  of  as  compared  with  1870,  on  the  train  mileage  of 
year  1880,  is  equal  to  an  increased  working  cost  in  the  year  of  83,627  /. 


23  April  1881. 

STATEMENT  showing  the  Number  of  Tons  of  Goods  and  Mineral  Traffic  carried  by 
the  London  and  South  Western  Railway  Company  during  the  Years  1875  to  1880, 
inclusive. 


Years. 

Goods. 

Minerals. 

Total. 

Tons. 

Tons. 

Tons. 

1875  ...  - 

1,168,392 

1,053,800 

2,222,192 

1876  .... 

1,268,9-29 

1,135,967 

2,404,896 

1877  ...  - 

1,343,262 

1,178,914 

2,522,170 

1878  .... 

1,354,718 

1,212,581 

2,507,299 

1879  . . - . 

1,363,675 

1,546,623 

2,909,298 

1880  ...  - 

1,441,968 

1,622,290 

3,064,258 

Audit  Department,  114,  Waterloo-road. 

if.  E.  C.  Hcuvey. 
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RATES  for  Packed  and  Artificial  Manure. 


Miles. 


From  Nine  Elms  to 


10 

Brentford 

18 

Staines 

23 

Woking 

31 

Bracknell 

42 

Haslemere 

54 

Petersfield 

59 

Rogate 

66 

Havant 

48 

Alton  - 

57 

Alresfoid 

38 

Winchfield 

47 

Basingstoke 

65 

Winchester 

83 

Fareham 

79 

Romsey 

83 

Salisburv 

100 

Seniley 

105 

Gillingham 

117 

Sherborne 

132 

Crewkerne 

155 

Honiton 

171 

Exeter 

197 

Okehampton 

196 

Eggesford 

103 

Ringwood 

119 

Wareham 

In  not  less 
than 

4-Ton  Lots. 


s.  d. 

2 6 
3 4 

3 4 

5 — 

6 - 

6 8 
7 6 

7 6 

6 8 
7 6 

6 4 
6 8 

7 6 

7 6 

8 4 

8 4 

9 2 

10  - 
10  - 
13.  8 

11  8 
11  8 
15  - 

13  4 

9 2 

9 2 


In  not  less 
than 

2 -Ton  Lots. 


s.  d. 

3 4 

3 11 

4 5 

5 10 

6 10 

7 6 

8 - 
8 10 

7 6 

8 4 

6 4 

7 6 

8 9 

9 4 

9 2 

8 4 

10  - 
10  10 
11  6 

12  4 

13  6 

13  4 

16  6 
16  6 
10  - 
11  7 


Expenditure  at  Nine  Elms  Goods  Station  for  the  Year  1880. 


For  Salaries  of  Superintendents,  Clerks,  and  for  Labour  (exclusive  of 
Cartage  Department  and  Goods  Manager’s  Offices)  - . _ 

For  Police  - 
For  Clothing  - 
For  Coal  - 

For  AYater  - --  --  --  --  -- 

For  Gas  - --  --  --  --  -- 

For  General  Stores  - --  --  --  -- 

For  Shunting  Horses  - --  --  --  -- 

For  Maintenance  of  Goods  Stations,  Sidings,  Cranes,  Yard,  &c.,  say 
For  Shunting  Engines  --------- 

For  Rates  and  Taxes,  say  - --  --  --  - 

For  Stationery  - --  --  --  --  - 

For  Estimated  Rental  --  - - --  --  - 


£. 

s. 

d. 

55,624 



3,640 

- 

1,470 

15 

6 

962 

9 

— 

613 

15 

8 

2,711 

17 

2 

2,004 

15 

10 

3,840 

- 

— 

6,000 

- 

— 

5,269 

8 

6 

4,000 

- 

2,000 

- 

_ 

18,000 

- 

- 

Total 


- £. 


106,137 


1 8 


Total  Tonnage  per  Year  : — 

Exclusive  of  Mineral  Traflic 
Inclusive  of  Mineral  Trafiic 

Average  Cost  per  Ton  on  744,883  tons 
Or,  excluding  Estimated  Rental 


- 626,883  tons. 

- 744,883  tons. 

2 s.  lOg  d.  per  ton. 
2 s.  4i  d.  per  ton. 


SELECT  COMMITTEE  ON  EAILWAYS. 


295 


Dead  Meat. 


The  following  List  will  give  generally  the  Rates  actually  charged  from  the  principal 
sending  Stations  for  Meat  to  London.  All  the  Rates  include  Collection  and  Delivery. 

Special  Rates  for  Dead  Meat  from  the  following  Stations  to  London  : — 


Miles. 

From 

Rate  charged 
per  Ton. 

Reducing  th  esc  by 
say,  10  s.  per  Ton 
for  Cartage,  the 
Rates  may  be 
stated  as 

While  the 

Maximum  Toll 

of  6 d.  would  be 

s* 

d. 

s. 

d. 

s. 

d. 

104 

Gillingham  . . - 

37 

6 

27 

fi 

43 

4 

137 

Dorchester  . - - - 

40 

- 

30 

- 

57 

1 

130 

Crewkerne  - - - - 

45 

- 

35 

- 

54 

2 

170 

Exeter  ...  - 

55 

- 

45 

- 

70 

10 

177^ 

Crediton  . - - - 

55 

- 

45 

- 

73 

10 

184* 

Copplestone  . . - 

55 

- 

45 

- 

75 

10 

189 

Lapford  ...  - 

55 

- 

45 

- 

78 

9 

2091 

Barnstaple  - - - - 

55 

- 

45 

- 

87 

3 

192 

Sampford  Courtenay  - 

55 

- 

45 

- 

80 

- 

206 

Holsworthy  - - - - 

68 

4 

48 

4 

85 

10 

Dealing  with  the  Rates  given  in  Table  (No.  2)  handed  in  on  17th  March, 

Rates  per  Table, 


Miles. 

From  London  to 

Deduct  for 
Cartage, 

say, 

Leaves. 

While  6 A.  per 
Ton  per  Mile 
would  be 

s,  d. 

.9.  d. 

s.  d. 

s.  d. 

46| 

Basingstoke  (C,  D.) 

25  - 

10  - 

15  - 

19  3 

25 

Windsor  (C.  D.)  - 

19  2 

10  - 

9 2 

10  6 

9 

Richmond  (C.  D.) 

1 1 8 

10  - 

1 8 

3 9 

11 

Suibiton  (C.  D.)  - 

8 4 in  Table, 

But  should  be 

12  6 

10  - 

2 6 

4 7 

Western  Railway  Company  oe  France. 


Terminal  Charges,  page  901,  1st  Chapter,  3rd  Section,  Article  14. 

The  terminal  charges  on  goods  of  any  kind  are  as  follows;  — 

f.  c. 

1 50  per  ton  for  all  goods  carried  without  any  condition  as  to  tonnage. 

1 - for  all  goods  named  either  in  the  general  rates  or  special  rate,  if  carried  in 
waggon  loans  of  4,000  kilos,  or  more,  or  by  an  equivalent  weight ; the  weight 
being  by  indivisible  fractions  of  10  kilos. ; the  charges  being  made  up  as 
under : — 

1st.  Charge  for  loading  at  departure  station  - 
2nd.  Ditto  unloading  at  arrival  station  - 
3rd.  Stations  charge  outwards  - - _ 

4th.  - Ditto  - inwards  _ - _ 


/.  c. 

- 40 

- 40 

- 35 

- 35 


For  goods 
weight : — 


conveyed  by  waggon  load  of  4,000  kilos,  and  above. 


Ist,  Charge  for  loading  at  departure  station  - 
2nd.  Ditto  unloading  at  arrival  station  - 
3rd,  Station  charges  outwards  - _ _ 

4th.  - Ditto  - inwards  _ - _ 


or  by  equivalent 

/.  c. 

- - 30 

- - 30 

- - 20 

- - 20 


The  charges  above  named  are  applicable,  whatever  may  be  the  mode  or  means  of 
loading  and  unloading  (manual  labour,  ci’ane,  shut,  level,  or  tipping,  &c.). 


0.54. 
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296 


APPENDIX  TO  REPORT  FROM  THE 


Kates. — Havre  to  Paris. 
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APPENDIX  TO  REPORT  FROM  THE 


Appendix,  No.  73. 

— 


APERS  handed  in  by  Mr.  Findlay,  11  July  1881. 


TABLES  of  Comparative  Rates  from  Liverpool  and  other  Ports,  submitted  by  the  Railway 

Companies. 


S.  to  S.  means  Station  to  Station.  Not  carted  at  eitiier  end.  C.  & D.  means  collected  and  delivered. 

Colld.  means  collected.  Deld.  means  delivered. 


No.  1. — Giving  Rates  from  other  Ports  referred  to  in  Liverpool  Report,  and  Rates  for  similar  Traffic 
for  similar  Distances  from  Liverpool,  showing  that  Liverpool  has  Rates  quire  as  favour- 
able as  the  other  Ports. 


TIMBER. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Mites. 

s.  d. 

Miles. 

s. 

d. 

Barrow 

- 

- 

Manchester 

87 

10  - S.  to  .S. 

Liverpool  - 

- 

Lichfield  - 

87 

10 

- S.  to  S. 

Grimsby 

- 

- 

Oldham  - 

96 

13  4 „ 

Ditto 

- 

York 

102 

12 

6 „ 

GRAIN. 


BETWEEN 

Distances 

by 

Shortest 

Route.s. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Hull  - 

- 

Preston  - 

- 

112 

15 

- S.  to  S. 

Liverpool  - 

- 

Carlisle 

117 

10 

8 Colld. 

Barrow 

. 

Manchester 

- 

87 

10 

Ditto 

- 

Conway  - 

82 

8 

2 „ 

Hull  - 

- ditto  - 

- 

90 

13 

4 „ 

Ditto 

- 

Burton 

88 

12 

6 „ 

Avonmouth 

- 

- ditto  - 

- 

194 

15 

10  „ 

Ditto 

- 

Cambridge 

194 

16 

6 „ 

London 

- 

- ditto  - 

- 

182 

18 

4 o 

Ditto 

- 

Huntingdon 

174 

15 

6 „ 

Avonmouth 

- 

Leeds 

- 

209 

17 

6 „ 

Ditto 

- 

Glasgow  - 

220 

17 

8 „ 

London 

- 

- ditto  - 

- 

185 

13 

4 ,) 

Ditto 

- 

Swansea  - 

191 

13 

4 „ 

Fleetwood  - 

. 

Birmingham 

- 

125 

12 

6 Deld. 

Ditto 

- 

Aberystwith 

143 

12 

6 „ 

Avonmouth 

- 

- ditto  - 

- 

97 

10 

4 „ 

Ditto 

- 

Bangor 

96 

9 

London 

- ditto  - 

111 

13  10  „ 

Also  Colld.  by 
barge  in  5-ton 
lots. 

Ditto 

Coventry  - 

114 

11 

8 „ 

COTTON. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Di.stances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

/ 

Barrow 

Manchester 

Miles. 

87 

Ss 

11 

d. 

6 S.  to  S. 

Liverpool  - 

Nuneaton 

Miles. 

105 

s. 

15 

d. 

- S.  to.  S. 

Avonmouth 

- ditto  - 

194 

20 

— „ 

Ditto 

- 

Glasgow  - 

220 

16 

London 

- ditto  - 

182 

25 

- Colld. 

Ditto 

- 

Leith 

215 

18 

2 Colld. 

Barrow 

Stockport  - 

97 

11 

6 S.  to  S. 

Ditto 

- 

Coventry  - 

114 

15 

- .S.  to  S. 

Avonmouth 

- ditto  - 

191 

26 

8 C.  & D. 

Ditto 

- 

London 

200 

25 

- C.  & D. 

London 

- ditto  - 

177 

25 

- Colld. 

Ditto 

Lanark 

19G 

17 

6 Colld. 
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SALT  PROVISIONS. 


BETWEEN 

Displaces 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

5. 

d. 

Avonmouth 

- 

Leeds 

209 

24 

2 C.  & D. 

Liverpool  - 

- 

Edinboro’- 

216 

24 

10  C.  & D. 

London 

- 

- ditto  - 

185 

27 

6 » 

Ditto  - 

- 

Cardiff 

180  1 

21  6 „ 

15  10  S.  to  S. 

Barrow 

* 

Manchester 

87 

12 

6 S.  to  S. 

Ditto  - 

- 

Bangor 

96 

10 

19  „ 

Avonmouth 

- 

- ditto  - 

194 

24 

2 C.  & D. 

Ditto  - 

- 

Berwick  - 

217 

26 

6 C.  & D. 

London 

- 

- ditto  - ■ - 

182 

27 

6 

Ditto  - 

- 

Newcastle,  N.E. 

174 

21 

6 „ 

Hull  - 

- 

- ditto  - 

90 

21 

s » 

Ditto  - 

- 

Tamworth 

91 

18 

2 )» 

Avonmouth 

- 

Birmingham  ' - 

97 

17 

6 „ 

Ditto  - 

- 

Portmadoc 

127 

17 

4 „ 

London 

- 

- ditto  - 

111 

28 

4 „ 

Ditto 

- 

York 

102 

21 

6 „ 

Hull  - 

- 

- ditto  - 

135 

25 

— 

Ditto  - 

- 

Driffield  - 

135 

j 24 

10  „ 

SUGAR. 


between 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

s,  d. 

Bristol 

- 

- 

Birmingham 

90 

14 

2 C.  & D. 

Liverpool- 

• 

Bangor 

- 

96 

12  4 C.&  D- 

London 

- 

- ditto  - 

111 

20 

Ditto  - 

- 

Worcester 

- 

117 

19  10  „ 

318 

Ditto  - 

Aberdeen  - 

358 

28  2 „ 

Greenock 

- 

- 

- ditto  - 

25 

Ditto  - 

- 

Swansea  - 

. 

191 

15  10  S.to  S. 

Bristol 

• 

“ 

Manchester 

173 

16 

8 S.  to  S. 

Ditto  - 

Newcastle, 

N.E. 

174 

21  6 C.  & D. 

London 

- 

- ditto  - 

182 

22 

6 C.  & D. 

Ditto  - 

- 

Greenock  - 

- 

241 

16  8 S.to  S. 

Greenock 

- 

- 

- ditto  - 

244 

16 

8 S.  to  S. 

Ditto 

Edinboro’  - 

216 

21  6 C.  & D. 

Leeds 

22 

6 C.  & D. 

1 

Raw  for  Refiners. 

17  6 S.to  S., 

Bristol 

- 

- 

202 

[4  tons. 

London 

- 

- 

- ditto  - 

185 

22 

6 „ 

Ditto  - 

- 

Cardiff 

- 

O 

00 

21  6 C.  & D. 
15  10  S.  to  S. 

Greenock 

- 

- 

- ditto  - 

237 

25 

“ 9> 

Ditto  - 

- 

Perth 

- 

266 

26  6 C.  & D. 

ORANGES. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

'' 

Miles. 

5.  d. 

Bristol 

Birmingham 

90 

17  6 C.  & D. 

Liverpool- 

Barrow 

Ditto 

Leeds 

202 

30  - „ 

Ditto  - 

Glasgow  - 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

84 

16 

6 C.  & D. 

220 

21 

6 „ 

WOOL. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

London 

- 

- 

Leeds 

- 

185 

37 

6 C.  & D. 

Liverpool  - 

- 

Kilmarnock 

209 

26 

6 C.  & D. 

Ditto 

- 

- 

Rochdale  - 

- 

193 

37 

6 „ 

Ditto  - 

- 

Bradford  (Wilts) 

213 

33 

9 

“ 9} 

Hull  - 

- 

- 

- ditto  - 

- 

88 

21 

8 

Ditto  - 

■ 

Ilkley 

90 

21 

6 „ 

0.54, 
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APPENDIX  TO  REPORT  FROM  THE 


FINE  GOODS. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

y 

Miles. 

s,  d. 

Miles, 

o.  d. 

Manchester 

- 

Hull 

90 

20  - C.  & D. 

Liverpool 

- 

- 

Coventry  - 

114 

22  4 C.  & D. 

Leeds 

- 

London  - 

185 

35  - „ 

Ditto 

- 

- 

Lanark 

19G 

29  - „ 

Manchester 

- 

- ditto 

182 

25  - „ 

Ditto 

- 

- 

Bristol 

186 

21  - „ 

Bristol 

- 

Leeds 

202 

37  6 „ 

Ditto 

- 

- 

Paisley 

225 

29  - „ 

[ 

Town 

r 

Town 

Ditto 

- 

Manchester 

173  < 

35  — „ 

Ship 

25  - ,. 

Ditto 

- 

• 

Cardiff  - 

180  1 

34  10  „ 

Ship 

26  6 „ 

Southampton 

- 

Leeds 

255 

35  - „ 

Ditto 

- 

- 

Perth 

266 

29  - „ 

Ditto 

- 

Manchester 

234 

25  - „ 

Ditto 

- 

- 

Southampton  - 

235 

25  - „ 

I R O N — Undamageable. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

/ 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Avonmoth  - 

- 

Wigan 

185 

16 

8 S.  to  S. 

Liverpool 

- 

- 

Merthyr  - 

173 

10 

10*  S.  to  S. 

Ditto 

- 

Wednesbury 

107 

10 

- Colld. 

Ditto 

- 

- 

Kidderminster  - 

102 

11 

6*  Colld. 

Ditto 

- 

Wolverhampton 

109 

10 

“ >> 

Ditto 

- 

- 

Stourport  • 

108 

11 

0*  „ 

London 

- 

Wednesbury 

122 

15 

- C.  & D. 

Ditto 

- 

- 

Parton 

123 

10 

- S.  to  S. 

Ditto 

- 

Wolverhampton 

125 

15 

Ditto 

- 

■ 

Workington 

128 

10 

10  „ 

* Including  delivery  alongside  Ship  in  Liverpool,  in  10  ton  lots. 


COPPER  ORE. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

/ 

Swansea 

Birmingham 

Miles. 

135 

s,  d, 

10  10  S.  to  S. 

Liverpool  - 

Newcastle,  N.  E. 

Miles. 

174 

s.  d. 

12  6 S.  to  S. 

C O P P E R — Bar. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

BETWEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Miles. 

s,  d. 

Miles. 

s.  d. 

Swansea  - 

Birmingham 

135 

16  8 C.  & D. 

Liverpool  - 

Newcastle,  N.  E. 

174 

18  2 C.  & D. 

Ship 

To  complete  the  comparison  1 s.  G d.  has  been  added  to  the  Liverpool  Rates  for  Cartage,  in  cases  where  I he  Rates  from  other 

Porte  are  C.  and  D. 
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No,  2. — Showing  Rates  from  Liverpool  referred  to  in  Liverpool  Report,  and  Rates  for  similar  Traffic 
for  similar  Distances  from  other  Ports,  showing  that  Liverpool  has  Rates  quite  as  favourable 
as  the  other  Ports. 


T I M B E R. 


Liverpoul. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Barrow. 

Distances 
by  Shortest 
Routes, 

Rates  per  Ton. 

Miles. 

s. 

d. 

Miles. 

s.  d. 

Preston  - - - - 

528 

6 

3 S.  to  S. 

Milnthorpe 

- 

31 

G 8S.toS. 

Manchester  - - - 

31 

7 

11  D 

Lancaster  - - - 

- 

36 

G 8 „ 

Leeds  ...  - 

70 

10 

Carlisle 

- 

82 

10  10  „ 

Oldham  - - - - 

46 

9 

2 „ 

Windermere 

• 

43 

8 4 „ 

Distances 

Distances 

Fleetwood. 

by  Shortest 

Rates 

per  Too. 

Grimsby. 

by  Shortest 

Rates  per  Ton. 

Routes. 

Routes. 

Miles. 

s. 

ri. 

Miles. 

s.  d. 

Garstang  . - - - 

29 

7 

(j  S.  to  S. 

Northorpe 

- 

28 

5 10  S.  toS. 

Bay  Horse  ... 

35 

7 

c „ 

Keadby  - - - 

- 

32 

6 - D 

Windermere  . - - 

70 

10 

Peiiistone  - - - 

• 

74 

10  - „ 

Atherton  - - - - 

42 

9 

2 „ 

Lincoln  - . - 

• 

46 

7 G „ 

GRAIN. 


Liverpool. 

Distances 
by  Shortest 
Routes. 

Ratos  per  Ton. 

Barrow. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s,  d. 

Miles. 

s. 

d. 

Preston  - - - - 

icB 

6 8 Colld. 

Milnthorpe  .... 

31 

8 

4 S. to  S. 

Manchester  . _ . 

31 

7 4,, 

Lancaster  . - - - 

36 

5 

10  „ 

Leeds  - . _ - 

75 

10  G 

Carlisle  ...  - 

82 

9 

10  „ 

Birmingham  - . - 

96 

12  GC.&D. 

Wakeheld  - - - - 

104 

11 

8 „ 

Distances 

Distances 

Fleetwood. 

by  Shortest 

Rates  per  Ton. 

Hull. 

by  Sliortest 

Rates 

per  Ton. 

Routes. 

Routes. 

Miles. 

s.  (L 

Miles. 

s. 

d. 

Coppull  - - - - 

20 

6 8 S.  to  S. 

Fimber  - - . - 

29  ■( 

5 

5 4 tons. 

Blackburn  . - - 

31 

7 6 „ 

1 

7 

G 2 „ 

Tebay  . - - - 

72 

10  10  „ 

Stamford  Bridge 

34 

6 

8 S.toS. 

no  f 

10  6 4 tons  „ 

S.addleworth  ... 

80 

12 

G „ 

.Sheffield  - - - - 

90  >1^ 

12  G „ „ 

Derby  .... 

93 

10 

10  ,. 

COTTON. 


Liverpool. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Barrow. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

8. 

d. 

Preston  ... 

- 

28 

10 

- Deld. 

Bootle  (Fur.)  ... 

27 

7 

G C.  k D. 

Manchester 

. 

31 

10 

0 „ 

Carnforth  - - - • 

29 

9 

4 

Stockport  . - - 

- 

36 

10 

3 

Sellaheld  .... 

37 

8 

4 

Distances 

Distances 

Fleetwood. 

by  Shortest 

Rates  per  Ton. 

Garston. 

by  Sliortest 

Rales  per  Ton. 

Routes. 

Routes. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Chorley  . - - 

- 

29 

9 

2 Deld. 

Bolton  .... 

30 

9 

2 Deld. 

Blackburn 

- 

31 

11 

10  „ 

Horwich  - - . - 

31 

11 

8 „ 

.\ccrington 

- 

37 

12 

G S.toS, 

Bury  .... 

38 

10 

10  „ 

Distances 

Distances 

Avonmoutu. 

by  Shortest 

Rates 

per  Ton. 

London. 

by  Shortest 

Rates 

per  Ton. 

Notices. 

Routes. 

Miles. 

s. 

d. 

Miles. 

s 

d. 

Witham  ... 

- 

39 

11 

8 C.  & D. 

Berkhampstead  - - - 

27 

14 

2 C.  & D. 

Tring  .... 

31 

14 

Devizes  .... 

42 

11 

8 „ 

Leighton  .... 

39 

15 

0.54 
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SALT  PKO  VI  SIGNS. 


Liverpooi.. 

Distances 
by  Shortest 
Houles, 

Rates 

per  Ton, 

Barrow. 

Distances 

by  Shortest 

Routes. 

Rates 

per  Ton. 

Avonmouth. 

1 listanccs 

by  Shortest 

Routes. 

Rates 

per  Ton. 

Miles. 

s.  d. 

Miles. 

s,  d. 

Miles, 

s.  d. 

Leeds ...  - 

75 

19  10  C.  & D. 

Carlisle 

62 

18  4 C.  & D. 

Oxford 

84 

20  10  C.  & D. 

Manchester  • 

31 

13  6 „ 

Lancaster  - 

36 

12  6 „ 

Devizes 

41 

14  2 „ 

Birmingham 

96 

22  4 „ 

Wakefield  - 

104 

26  8 „ 

Ludlow 

97 

24  2 „ 

London. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Hull. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s.  d. 

Miles. 

s.  d. 

Banbury  ...  - 

77 

24  2 C.  & D. 

Marsilen  - - - . 

75 

18  4 C.  & D. 

Tring  .... 

31 

15  10  „ 

Stamford  Bridge 

34 

13  4 „ 

Coventry  . - - - 

93 

21  8 „ 

Derby  - - - . 

93 

20  - „ 

SUGAR. 


Liverpooi,. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Bristol. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Birmingham 

- 

96 

19 

- C.  & D. 

Ludlow  . - - 

• 

91 

20 

- c.  & u. 

Manchester 

- 

31 

11 

10  „ 

Devizes  - - - 

- 

33 

11 

8 „ 

Leeds  - - . 

- 

75 

19 

“ 

Oxford  - - - 

- 

76 

16 

8 

Carlisle  - - - 

- 

126 

18 

2 „ 

Coventry  • - - 

107 

20 

London. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Greenock. 

Distances 
by  .Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Coventry  . - . 

- 

93 

20 

- C.  & D. 

Bulginan  - - - 

- 

91 

18 

4 C.  & D. 

Tring  ... 

• 

31 

14 

2 „ 

Hamilton  - - - 

- 

33 

8 

^ ,, 

Banbury  . - . 

- 

77 

18 

•i  .. 

Peebles  - - . 

- 

76 

16 

8 

Wolverhampton  - 

- 

124 

22 

Southwaitc 

- 

131 

18 

4 S.  to  S. 

ORANGES. 


Liverpool. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Bristol. 

Distances 
by  Shoitest 
Routes. 

Rates 

per  Ton. 

Miles. 

s.  d. 

Miles. 

s,  d. 

Birmingham  . . - 

96 

22  4 C.  & D. 

Ludlow  .... 

91 

24  2 C.  & D. 

Leeds  ...  - 

75 

19  10  „ 

Oxiord  .... 

76 

20  10  „ 

WOOL. 


Liverpool. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

London. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Hull. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s.  d. 

Miles. 

s. 

d. 

Mites. 

a. 

d. 

Leeds  ... 

75 

19  10  C.  &D. 

Banbury  - 

77 

24 

2 C.  & D. 

Marsden  - 

75 

18 

4 C.  D. 

Hocbdalc 

41 

15  3 „ 

Aylesbury  . 

42 

16 

8 „ 

Wakefield  - 

50 

13 

4 „ 
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FINE  GOODS. 


Liverpool. 


Leeds  - 
Maocliester  - 


§ O “ 
« a 

- 5^  ® 


Miles. 

75 

31 


R.ites 
per  Ton. 


s.  d. 

19  10  C.  &D. 
11  6 


Hull. 


Marsden  • 
Wakefield 


P.2  3: 


Miles. 

75 

50 


Rates 
per  Ton. 


A d. 

19  2 C.  & D. 
13  4 


London. 


Banbury 

Tring 


Miles. 

77 

31 


Rates 
per  Ton. 


S d. 

30  - C.  & D. 
17  6 „ 


Bristol. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton, 

Southampton. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s.  d. 

Miles. 

s,  d. 

Oxford  .... 

76 

26  8 C.  & D. 

Crewkerne  . . - 

74 

25  - S.  to  S. 

Florae  ...  - 

25 

16  8 „ 

Basingstoke  . _ - 

31 

12  6 „ 

I R O N — Undamageable. 


Liverpool. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

BARnow. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

s. 

d. 

Miles. 

s. 

d. 

Wigan  ... 

- 

19 

4 

2 S.  to  S. 

Millom  Iron  Works  - 

- 

17 

3 

4 S.  to  S. 

Wednesbury 

- 

88 

•10 

6 Collected. 

Manchester 

- 

87 

10 

Wolverhampton  - 

- 

82 

*10 

Bradford  . - - 

- 

85 

9 

2 

Avon mouth. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

London. 

Distances 
by  Shortest 
Routes. 

Rates 

per  Ton. 

Miles. 

fi. 

d. 

Miles. 

s. 

d. 

Radstock  - - - 

- 

25 

4 

2 S.  to  S. 

King’s  Langley  - 

- 

20 

5 

4 S.  to  S. 

Blaenavon  - - - 

- 

100 

11 

8 „ 

Coventry  - - . 

- 

93 

13 

4 „ 

Reading  ... 

- 

90 

11 

8 „ 

Market  Harborough  - 

- 

82 

12 

6 „ 

Stourbridge 

94 

10  - Collected 

on  Canal. 

* Including  delivery  alongside  Ship  in  10-ton  lots. 


D Y E W O O D S. 


BETWEEN 

Distances 

by 

Shortest 

Routes. 

Hates 

per  Ton. 

Goole 

HuddL'Vsfield 

Miles. 

41 

Ship 

10/0  S.  to  S.  2 tons 

Logwood 

8/9  S.  to  S.  4 tons 

Town 

8/4  S.  to  S.  2 tons 

BET 

WEEN 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Liverpool 

\ 

Manchester 

Miles. 

31 

s,  d. 

8 -.S.  toS.2tns 

Ditto 

Stalybridge 

40 

8 4 S.  to  S.2  tns 

Ditto 

Huddersfield 

58 

10  10  „ 

Ditto 

Kendal 

70 

8 4 „ 
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APPENDIX  TO  REPOP-T  FROJI  THE 


OIL  CAKE. 


LivEarooi.. 


Leeds 

Manchester  ^ 
Birmingham 
Leicester 


^ ? S 


Rates  per  Ton. 


Miles. 

75 

31 

96 

118 


s.  d. 

12  6 S.  to  S. 

6 8 „ 

*14  2 Delivered 

"12  6 S.  to  S. 


Hull. 


Leeds 

IManchester 
Birmingham 
Leicester  - 


— j3  c; 


Miles- 

52 

90 

135 

112 


Rates  per  Ton. 


Liverpool. 


s.  a, 

8 4 S.  to  S. 

13  4 

15  - 

12  6 


Lancaster  - 
Derby 

Maiket  Haiboro’ 


Miles. 

48 

94 

135 


Rates  per  Ton. 


s.  a. 

6 8 S.  to  S. 

6 

I - L,  j, 

12  6 ,,  5 Ions 

13  4 ,,  .3  tons 


• Includes  Collection  alongside  Ship  in  lO-ton  lots. 


SPELTER. 


Birmingham. 

Distances 
by  Shortest 
Routes. 

Rates  per  Ton. 

Liverpool. 

Distances 
by  .Shortest 
Routes. 

Rates  per  Ton. 

Miles. 

s.  d. 

Miles. 

S.  d. 

Liverpool  - - - - 

96 

14  2 

Collected  alongside 
in  lO-toii  lots, 
and  deliveied  in 
Birmingham. 

Swansea  - - - . 

191 

15  - 

Collected  in  5.ton 
lots,  and  deli, 
vered  alongside 
in  10-ton  lots. 

Swansea  ...  - 

135  j 

1 

9 2 S.  to  S. 

4 tons 

12  G Delivered 

2 tons 

Brampton  (N.  E.) 

130 

13  9 S.  to  S. 

Hull 

135 

12  6 „ 

London  .... 

.1.  { 

12  6 „ 

15  - C.  & D. 

TIN  PLATES. 


9) 

Liverpool. 

’ Distance 
1 by  Short 
Routes. 

Rates  per  Ton. 

Bristol. 

Distance 
by  Short 
Routes. 

Rates  per  Ton. 

Liver  pool. 

Distance 
by  Short 
Routes. 

Rates  per  Ton. 

Mile 

s. 

s.  d. 

Miles. 

s.  d. 

Miles. 

s.  d. 

Kidderminster 

102  1 

*14  -Collected. 
Also  delivered 

Kidderminster 

1 10 

10  10  C.  & D. 

Worhinglon 

128 

8 9 S.  to  S. 

Stourport  - 

108| 

alongside  ship 
in  lO-ton  lots. 

Stourport  - 

109 

10  10  „ 

Bridge 

130 

8 9 

Wolverhampton  - 

84 

12  6 „ 

Wolverhampton  - 

irs 

12  6 

1 - U 5, 

Swansea 

191 

12  6 S.  to  S., 

2 tons ; but 

including  de- 
livery along- 
side ship  in 
10-ton  lols. 

* Since  reduced  to  12  s.  6rf.  per  ton. 


PALM  OIL  AND  TALLOAV. 


Liverpool. 

Distances 
by  Shortest 
Routes. 

Rates  per  Ton. 

Bristol. 

= J i 
1 “ i 

M JS  — 

Hates  per  Ton. 

Liverpool. 

1 Distances 

1 by  Shortest 
' Routes. 

Rates  Ton. 

Miles. 

s.  d. 

Miles. 

s.  d. 

Miles. 

Kidderminster 

102 

*17  6 Delivered 

Kidderminster  - 

no 

10  10  Collected. 

Workington 

128'1 

1 

Oil,  10/0  S.toS. 

Wolverhampton  - 

84 

*15  - 

Wolverhampton  - 

103 

12  6C.  &D. 

„ Bridge 

130  j 
( 

TalIowlO/10  „ 

Oil,  15/0  S.toS. 

Sheffield 

74 

17  6 

Sheffield  - 

169 

20  - S.  to  S. 

Swansea 

191  j 

1 allow,  15,' 111 
Collected  in 

Swansea. 

* Also  Collected  alongside  Ship  in  10-ton  lota. 
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COPPER  ORE. 


Birkenhead. 

Distance  by 
Shortest  iloute. 

Rate  per  Ton, 

Swansea. 

Distance  hy 
Shortest  Route. 

Rate  per  Ton, 

Miles. 

s.  d. 

Miles. 

s.  d. 

Biiraingham 

90 

II  8 S.  to  S. 
Including  collection 
alongside  ship,  in 
10  ton  lots. 

Caersws  - . . 

92 

10  - S.  to  S. 

COPPER  (BAR). 


Birkenhead. 

Distance  by 
Shortest  Route. 

Rate  per  Ton. 

Swansea. 

Distance  liy 
Shortest  Route. 

Rate  per  Ton. 

Miles, 

d. 

Miles. 

s,  d. 

Birmingham 

90 

18  - 

Collectrd  in  Birming- 
ham, and  delivered 
alongside  ship  in  10 
ton  lots. 

Llanidloes  - • - 

83 

22  6 C.  (k  D. 

T I 

N. 

LivERPoor,. 

Distance  hy 
Shortest  Route. 

Hate  per  Ton, 

Hull. 

Distance  by 
Shot  test  Route. 

Rate  per  Ton. 

Miles. 

s.  d. 

Miles. 

8.  d. 

Kidderminster 

102 

20  10 

Collected  alongside  ship 
in  Liverpool  in  10 
ton  lots',  and  delivered 
in  Kidderminster. 

Kidderminster  - 

162 

27  6 C.  & D. 

Vote.  — To  complete  the  comparison  in  cases  where  the  Liverpool  rates  are  S.  to  S.  or  delivered  only,  whilst  other  ports  are  C.  and  D., 
the  following  amounts  have  been  adiled  lo  the  former,  viz.  : — 

- I s.  6 rf.  ; 

1 s.  6 rf.  for  Cotton ; 

- 2 s.  0 rf.  „ Salt  Provisions  and  Sugar  j 

- I 3 „ Colton  ; 

- 1 S.  S d.  „ Wool  ; 


Cartage  in  Liverpool 
,,  Manchester 
)» 

,,  Stockport 

„ Rochdale 


which  are  the  usual  charges  made  by  the  Company. 


PETROLEUM. — Oils,  Burning,  in  Casks  and  Iron  Drums,  not  giving  off  inflammable  vapour 

under  73'^  Fahr. 


Liverpool. 

1. 

Distances 

hy 

Shortest 

Routes. 

2. 

Rate 

per  Ton. 

Bristol. 

3. 

Distances 

by 

Shortest 

Routes. 

4. 

Rate 

per  Ton. 

5. 

To  be 

propoitionate 
to  Bristol  on  the 
Mileage  and  Gross 
Rate,  Liverpool 
should  be 

Rejiarks. 

Northampton 

Miles. 

144 

5.  d. 

31  6 

Northampton  - 

Miles. 

128 

5.  d. 

32  6 

s.  d, 

36  7 

To  make  the  comparison 

Wellingboro’ 

143 

31  8 

Wellingboro’ 

139 

31  18 



perfect,  8(/.  to  Is.  8d, 
should  be  deducted 

Nuneaton  . - - 

105 

22  6 

Nuneaton 

107 

22  6 

from  the  rates  in 
column  5 for  Liver- 

Leamington 

122 

25  - 

Leamington 

1 15 

25  - 

26  6 

pool  caitage,  the 
Liverpool  rates  being 

Coventry  - - - 

114 

25  - 

Coventry  . - - 

107 

25  - 

26  7 

station  to  station  at 
that  place. 

Bedford  _ - - 

168 

33  4 

Bedford  . - - 

123 

33  4 

45  6 

Cambridge 

194 

36  8 

Cambridge 

153 

35  - 

44  4 

Q Q 
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APPENDIX  TO  REPORT  FROM  THE 


Statement  submitted  by  Liverpool  Council  Dock  Board  aud  Mercantile 
Associations,  the  Eailway  Companies  showing  the  Rates  per  Mile  after  Terminals  are 
Deducted, 


RATES  FOR  TIMBER. 


PRESTON. 

M A N C U E S T E K. 

LEEDS. 

OLDHAM. 

AND 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  ill  Liverpool  : 
Report. 

Railway  Company’s  i 

Rates  per  Mile,  less 
Terminals. 

I Distances  by 

Shortest  Houles. 

Rates  per  Ton. 

Rates  per  Mile,  as 

given  in  Liverpool 

Report. 

Railway  Company’s  I 

Rales  per  Mile,  less  I 

Terminals. 

' 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 

given  in  Liverpool 

Report. 

Railway  Company's 

Rates  per  Mile,  less 

Terminals. 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 

given  in  Liverpool 

Report. 

Railway  Company's 

Rates  per  Mile,  less 

Terminals. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Barrow  - - - 

56 

8 4 

16 

1-14 

87 

10  5 

M 

TH 

C02 

- 

- 

- 

- 

- 

- 

- 

Fleetwood 

20 

3 4 

•2 

■20 

50 

7 U 

>11 

1^18 

80 

10  - 

lA 

IB 

COS 

- 

- 

- 

- 

Grimsby  - - - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

96 

13  4 

1^29 

Liverpool 

28 

e 3 

1-39 

31 

7 11 

COO 

75 

10  - 

no 

TB 

C12 

46 

9 2 

C61 

Birkenhead 

54 

7 1 
deld. 

- 

■63 

45 

7 11 

- 

C3l 

87 

10  - 

- 

■97 

55 

9 2 

- 

CSS 

HoTE.—Raihva!/  Company's  rates  per  mile  are  arrived  at  after  deducting  3 s.  terminals,  viz.,  1 s.  6 d.  at  each  end. 


RATES  FOR  OIL 


CAKE. 


LEE 

D S. 

M 

A N C H 

E S T E 

R. 

B 

1 R M I N G H a M. 

AND 

Distances  by 
Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
j given  in  Liverpool 

Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report.  j 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

rf. 

d 

Miles. 

s.  d. 

d. 

d. 

Liverpool 

75 

12  e 

S.  to  s. 

2 tons. 

2 ^ 

CS2 

31 

6 8 

S.  to  S. 

4 tons. 

3 

C41 

06 

• 14  2 

>i 

■98 

Hull  (London  and 
Nortli  Western 

Company  do  not 
carry  Leeds  and 
Hull  traffic). 

52 

8 4 

lis 

MB 

C23 

90 

13  4 

S.  to  S. 

4 tons. 

MB 

1^37 

135 

15  - 
S.  to  S. 

COS 

• C.  or  D.  in  Birmingham,  and  C.  or  D.  alongside  ship  in  Liverpool  in  10  ton  lots. 

Note. — Railway  Comyamfs  rates  per  mile  are  arrived  at  after  deducting  the  following  for  terminals^  viz. : — Station  to  Station  1 s.  6 d.  per  ton  each 
end  ; cartage  in  Birmingham  2 s.,  and  1 s.  3 d.  a ton  for  collection  or  delivery  alongside  ship  at  Liverpool,  10  ton  lots. 


Terminals. 
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RATES  FOR  GRAIN. 


P E E S T 0 N. 

MANCHESTER. 

LEEDS. 

BIRMINGHAM. 

I 

AND 

c 

o 

H 

r Mile,  as 
Liverpool 

rt 

E 

0 5 

^ cn 

a 

G 

H 

« "a 

0 

TG  4) 

S .i: 

c X 

ti  •. 

c 

0 

H 

‘ Mile,  as 

Liverpool 

c — 

S3 

0 

0 V3 

a 

0 

■'1 
jT  ^ 

S.i 

'sx 

0.  a> 

£2 

0)  4-> 

a* 

a.,- 

>>  0^  cd 
a.  s 

S In 

a. 

a-.a  _j 

i?c.g 

4)  ^ 

& 

0 

a. 5 _* 

<a  " 
w o 

1 

^ = o 

^ Q4 

.Ssa 

ci  '2 

Ifj  0 

1 

^ a 0 

rt  ti 
« o 

2 g 1 

S a 

re 

« a 

^ a 0 
" cu  a. 

ll  S 

£-5 

cd 

Q» 

X 

PsImM 

a « 

rtSiH 

— M 

S 'Em 

BSrtH 

Miles. 

d. 

d. 

d 

Miles. 

s. 

d. 

d. 

d. 

Miles. 

s.  rf. 

d. 

d. 

iT/t/es. 

s.  d. 

d. 

d. 

Barrow  - - - 

56 

8 4 

15 

1-14 

87 

10 

- 

16 

Ib 

■97 

“ 

“ 

“ 

* 

~ 

- 

- 

Fleetwood 

20 

3 9 

2 * 
ne 

■45 

50 

G 

8 

1 in 

T5 

■88 

80 

10  G 

1*2 

Tb 

t13 

125 

12  6 
Deld. 

Ml 

•72 

Hull 

112 

15  - 

1 9 

T5 

1-29 

90 

13 

4 

111 

TB 

1-38 

52 

6 8 

1 

15 

■85 

- 

- 

- 

- 

Garston  - 

- 

- 

- 

- 

31 

C 

8 

2 9 

TB 

1-42 

74 

10  G 

42 

TB 

1-22 

- 

- 

- 

- 

Avonmoutli 

- 

- 

- 

- 

180 

17 

6 

't's 

■97 

209 

20  - 

'f 

■98 

97 

10  4 

Ml 

■66 

London  - - - 

- 

- 

- 

- 

182 

IS 

4 

ifs 

1^01 

185 

13  4 

14 

TB 

■67 

in 

13  10 

c.  & n. 

1 8 

TB 

52 

5 ton 

lots. 

Liverpool 

28 

6 ft 

3 

1-28 

31 

7 

4 

1-42 

75 

10  6 

Ml 

1-09 

9G 

12  C 

1 1 

-85 

Cold. 

Cold. 

Colld. 

c.  & D 

T5 

Birkenhead 

54 

6 8 

■67 

45 

7 

4 

■98 

87 

10  G 

■94 

_ 

_ 

Cold. 

Cold. 

Note. — Railway  Company's  rates  per  mile  are  arrived  at  after  deducting  irmiinals  as  follows  : — Station  to  Station ; 8 d.  Liverpool  cartage  : 
4 5.  London  barging  ; 2 s.  Birmingham  cartage.  These  rates  are  from  the  Mersey  Dock  and  Harbour  Board  warehouses. 


RATES  FOR  COTTON. 


AND 

PRESTON. 

M A N C H 

ESTER. 

STOCKPORT. 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Ilailway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

1 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

1 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rales  per  Mile,  less 
Terminals. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Barrow  - - - 

56 

12  C 

2|| 

■()6 

87 

11  6 

0.12 

1-tr 

97 

11  6 

'^TB 

1-05 

C.  & D. 

S.  to  S. 

S.  to  S. 

Fleetwood 

20 

5 6 

50 

9 - 

2]g 

■t-u 

60 

9 - 

1.12 
^ lb 

1-20 

Carted. 

S.  to  S. 

S.  to  S. 

Garston 

_ 

_ 

31 

8 4 

2-o6 

_ 

— 

- 

S.  to  S. 

Avonmouth  - 

_ 

_ 

180 

20  - 

1 

^TB 

1-13 

169 

26  8 

1 11 
^TB 

1-32 

S.  to  S. 

C.  & D. 

London  - - - 

_ 

_ 

. 

182 

25  - 

Mi 

■99 

177 

2.5  - 

1 11 

Mb 

1-02 

Carted  in 

Carted  in 

London. 

London. 

Liverpool 

28 

10  - 

^TB 

i-g3 

31 

9 - 

3,1 

2-32 

36 

9 - 

3 

2-00 

Delivered. 

S.  to  S. 

S.  to  S. 

Birkenhead  - 

54 

11  8 

- 

4-37 

45 

9 - 

_ 

1-60 

46 

9 - 

1-57 

Delivered. 

S.  to  S. 

S.  to  S. 

OLDHAM. 

AND 

Liverpool 

46 

11  0 

3f 

2-09 

- 

- 

- 

- 

- 

- 

- 

- 

'Som.—Raihoay  Company’s  rates  ver  mile  are  arrived  at  after  detluctiny  terminals  as  follows:— Us.  Station  to  Station- 
Cartage,  2s.  6 d.  each  end  except  London,  which  is  7 s.  ’ 


0.54, 
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APPENDIX  TO  DEPORT  FROM  THE 


RATES  FOR  PROVISIONS. 


LEEDS. 

MANCHESTER. 

BIRMINGHAM. 

AND 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 

given  in  Liverpool 

Report. 

Railway  Company’s 

Rates  per  Mile,  less 

Terminals. 

Di'tances  by 

Shortest  Routes, 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 

Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

1 Dislanees  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 

{riven  in  Liverpool 

Report. 

Railway  Company’s 

Rates  per  Mile,  less 

1 Terminals, 

Barrow 

Miles. 

s.  d. 

d. 

d. 

Miles. 

87 

s.  d. 

12  6 

S.  to  S, 

d, 

Q 7 

d. 

i-31 

Miles. 

s,  d. 

d. 

d. 

Avonmouth  - 

209 

24  2 

1 2 

MB 

■gs 

180 

24  2 

1 6 

i07 

97 

17  0 

2^6 

4^48 

London  - 

180 

27  6 

111 

■97 

182 

27  6 

1 

^TB 

■go 

111 

28  4 

3i’5 

4-74 

Hull  - 

52 

13  4 

i-23 

90 

20  8 

on 

^TB 

2-!f9 

135 

25  - 

4^51 

Liverpool 

75 

18  4 

OI.S 

2-05 

31 

10  - 
S.  to  S. 

VX 

•^.B 

2-74 

90 

20  10 

910 

^16 

4-92 

Birkenhead  - 

87 

18  4 

i 77 

45 

10  - 
S.  to  S. 

4 

jsfoTE — Jiailway  Company's  rates  per  mite  are  arrived  at  after  deducting  terminals  as  follows ; — 3s,  S.  to  S. ; cartage,  2 s.  6 A- 
gach  end,  except  London,  lokich  is  7 


RATES  FOR  SUGAR. 


i 

1 

BIRMINGHAM. 

M 

A N C II  E S T E R. 

LEEDS. 

AND 

Distances  by 

Shortest  Routes. 

Rules  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Distances  by 

Sliortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminasl. 

Miles. 

s.  d. 

d. 

Miles. 

s,  iL 

d. 

Miles. 

s.  d. 

d. 

Bristol  - - - 

90 

14  2 

•6’;? 

173 

10  8 

S.  to  S. 

1/0 

■gs 

202 

22  6 

Ii'b 

0-86 

London  - 

111 

20  - 

2tI 

•SV 

182 

22  0 

4 ton  lots. 

25  - 
less  lots. 

Ei 

66 

■82 

185 

22  G 

0-63 

Greenock 

318 

25  - 

1 

•6^ 

244 

10  8 

S.  to  S. 

- 

■67 

237 

25  - 

- 

0 86 

Liverpool 

90 

17  0 

93 

MB 

'fSO 

1 

8 4 

S.  to  S. 

0 8 

S.  to  S. 

2-o6 

4^!f2 

75 

17  - 

2|i 

4-g2 

Birkenhead  - 

45  J 

For 

refining. 

1 

* "I 

4-42 

g-8 

1 87 

17  6 

— 

4^66 

Note. — Railway  Company 

’s  rates  per  mile  are  arrived  at  after  deducting  term'inals 

as  follows: — 3 s. 

S.  to  S.j  cartage,  5 

s.  6 d. 

each  end,  except  London,  which  is  7 
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RATES  FOR  FRUIT  (Oranges). 


2 s.  6<f.  each  end. 


RATES  FOR  WOOL. 


LEEDS. 


U tA 

CO  ^ 
— 

P OJ 


^ tC" 


aS 

C9 

A a> 

S2 

o S . 

^ 0)  a 

P°-.B 
pi  s s 
*S  13  S 
« P H 


ROCHDALE. 


P 02 


q;  r** 

2 Oi 

&>  .. 
c..=  -w 

SCO 
.SJ  'i'  ff- 
rt  1. 
‘btCS 


c- 

C3  •«. 

ep 

O 

o . 


Il’p 

'rt  cd  © 

K P5  H 


London 
Hull  - 
Liverpool  - 

Birkenhead 


Miles. 

185 

52 

75 


87 


s.  d. 
87  G 

11  8 

18  4 
Delivered. 


d. 

2-43 

2- 69 

3- 26 


d. 

1-6-2 

•S3 

203 


Miles. 

193 

83 

41 


s.  d. 
37  6 

21  8 

12  6 
S.  to  S. 


d. 

2-32 

2-95 

4-39 


Rates  given  in  Report  include  Is.  G d.  for  cartage  in  Liverpool. 


18  4 
Delivered. 


177 


58 


12  C 
S.  to  S. 


d. 

1-55 

1- S6 

2- 7S 


1-97 


Note. — Hailway  Company’s  rates  per  mile  are  arrived  at  after  deducting  terminals  as  follows : — 3 s.  S.ioS.;  cartage, 
2 s.  6 d.  each  end,  except  London,  lohich  is  7 s. 


WOOL. 


AND 

KIDDERMINSTER. 

DUNBLANE. 

Distances  by 

Shortest  Routes. 

Rales  per  Ton. 

Rates  per  Mile,  as 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Distances  by 

Shortest  Routes. 

Rates  per  Ton. 

Rates  per  Mile,  ns 
given  in  Liverpool 
Report. 

Railway  Company’s 
Rates  per  Mile,  less 
Terminals. 

Collected 

Dunblane. 

Miles. 

s,  (L 

d. 

d. 

Miles. 

s d. 

d. 

d. 

Liverpool  . - - 

- 

. 

102 

♦18  4 

2-53 

1-36 

249 

26  8 

1-40 

1-02 

Hull  .... 

. 

162 

27  G 

2-22 

i-H 

309 

26  8 

1-12 

■72 

C.  & D. 

C.  & D. 

Bristol  ... 

. 

- 

no 

17  G 

L.  & N.  AV. 

no  record. 

Figures  not  given  by  Liverpool  Council  Dock 

Board. 

Glasgow  ... 

. 

303 

00 

1-59 

1-20 

L.  & N.  AV 

no  record. 

C.  & D. 

London  ... 

. 

- 

131 

30  - 

2-741 

1-60 

421 

51  8 

1-48 

1-11 

C.  Sc  D. 

C.  & D. 

* Collected  alongside  ship,  Liverpool,  10  tons,  and  delivered  Kidderm  inster. 

Note. — Railway  Company’s  rates  per  mile  are  arrived  at  after  deducting  the  following  amounts  for  terminal  services,  viz. ; — 
3s.  S.  to  S.  ; cartage,  2 s.  6 d.  each  end,  except  London,  which  is  7 s. ; collected  or  delivered  alongside  ship  in  Liverpool,  1 s.  3 d. 
per  ton,  in  addition  to  S,  to  S-  terminal. 


0.54, 
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APPENDIX  TO  REPORT  FROM  THE 


KATES  FOR  FINE  GOODS. 


HULL. 

LONDON. 

BRISTOL. 

SOUTHAMPTON, 

LIVERPOOL. 

c 

a 

- 

c 

c 

AND 

stances  by  Shortest 
>utes. 

c 

o 

ites  per  Mile,  as  give 
Liverpool  Report. 

Lihvay  Co.’s  Rates  pi 
lie,  less  'lerminals. 

stances  by  Shortest 

)utes. 

o 

H 

p. 

o 

ites  per  Mile,  as  giv< 

Liverpool  Report, 

lilway  Co.’s  Rates  p( 

ile,  less  Tt-nninals. 

stances  by  Shortest 

)utes. 

C 

o 

H 

u 

P. 

lies  per  Mile,  as  give 

Liverpool  Report. 

P, 

S'! 

3 

d Eh 

O gj 

stances  by  Shortest 

mies. 

o 

H 

u 

a 

Pi 

> 

'Ed 

d'l 

ft, 

— 

^ X 

d ^ 

lilway  Co.’s  Rates  jie 

lie,  less  Terminals. 

st'  nces  by  Shortest 

)utes. 

o 

Eh 

0) 

P 

s 

aU‘s  per  Mile,  as  give 

Liverpool  Report. 

lilway  Co.’s  Rates  pt 

ile,  less  Terminals 

Qca 

K.S 

Pi 

X.Z 

Srt 

a; 

aJ.5 

Qai 

pis 

p« 

Pi  ^ 

Ship. 

Ship. 

Ship. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Leeds  - 

- 

- 

- 

- 

1S5 

35  - 

2tB 

1-46 

202 

37  0 

1-75 

252 

35  - 

IS 

1-29 

75 

18  4 
Collrt. 

2^05 

Home 

Home 

Home 

40  - 

2-00 

GO  - 

2-49 

60  - 

248 

Ship 

Horae 

Ship 

Ship 

Colld. 

Manchester  - 

DO 

20  - 

2n 

1-60 

18i 

25  - 

iii 

■82 

173 

35  - 

2tb 

1-87 

222 

25  - 

lt> 

■92 

31 

10  - 

% 

1^74 

17  G 
•c  . 
c ^ 

-= § 

127 

Home 
40  - 

1-81 

Ship 
25  - 

1-18 

Home 
45  - 

2-00 

Home 

11 

2^39 

tr 

a>  .■£  3 

5 ^ 

Note. — Railway  Company^ $ rates  per  mile  are  arrived  at  after  deducting  terminals  o,s  follows  \- 
which  is  7 s. 


S,  to  5.;  cartage,  2 s.  6 d.  each  end,  eacept  London, 


RATES  FOR  IRON,  CLASS  A. 


BARROW. 

avonmouth. 

LONDON. 

LIVERPOOL. 

c 

a 

.. 

p 

> 

01 

p 

to 

> 

> 

41 

P . 

tA  fX 

A .• 

O 

5)4^ 

* 

be  » 

oe  ® 

AND 

Distances  by  Sborh 
Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
in  Liverpool  Repor 

Railway  Co.’s  ll.ite 
Mile,  less  Terminal 

Distances  by  Shorti 
Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
in  Liverpool  Repor 

Railway  Co.’s  Rate 
Mile,  less  Terminal: 

Distances  by  Shor 
Routes. 

c 

o 

p 

Rates  per  Mile,  as 
in  Liverpool  Repoi 

Railway  Co.’s  Rate 
Mile,  less  Termina 

Distances  by  Short 
Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as 
in  Liverpool  Repoi 

Railway  Co.’s  Rate 
Mile,  less  Termina 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles- 

s.  d.. 

d. 

d. 

Wigan 

71 

D 2 

2tI 

104 

185 

14  2 

1 5 

IJB 

■72 

- 

- 

- 

- 

19 

4 2 

■74 

Wednesbuiy 

104 

10  - 
Colld. 

1 

■58 

122 

15  - 
0.  Sc  D. 

■59 

8S 

10  G 

Colld.  in 
Wednes* 
bury 

and  (ield. 
alongside 

•tI 

■58 

ship  in 
Liverpool 

in  lu  ton 

lots. 

Wolverhampton  - 

_ 

_ 

_ 

104 

10  - 

1 

■58 

125 

15  - 

Its 

■58 

82 

10  - 

h\ 

■55 

Colld. 

C.  & D. 

Colld.  in 
Wolver- 
hampton 
and  deld. 
alongside 
ship  in 
Liverpool 
in  10  ton 

lots. 

Note.  — Railway  Company's  rates  per  mile  are  arrwed  at  after  deducting  terminals,  as  follows 3 s.  S.  to  S. 
shire  cartage  i la.  Srf.  C.  or  D.  alongside  ship  in  Liverpool. 


A s.  London  cartage  ; 2 a.  South  Stafford- 
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RATES  FOR  COPPER— PRECIPITATE  AND  BAR. 


AND 

n I 

a M I 

N G H 

A.  M. 

L I 

V E R P 0 

O L. 

rRECIPITATE. 

Bar. 

Precipitate. 

Bar. 

Distances  by  Shortest 

Routes. 

j Kates  per  Ton 

1 Rates  per  Mile,  as  given  in 

Liverpool  Report. 

Railway  Company’s  Rates 
per  jMile,  less  Terminals. 

Distances  by  Shortest 
Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as  given  in 

Liverpool  Report. 

Railway  Company’s  Rates 

per  Mile,  less  Terminals. 

Distances  by  Shortest 

Route  . j 

Rates  per  Ton.  j 

1 

Hates  per  Mile,  as  given  in  | 

Liverpool  Report. 

Railway  Company’s  Rates  1 

per  Mile,  less  Terminals.  | 

Distances  by  Shortest 

Routes. 

Rates  per  Ton. 

Rates  per  Mile,  as  given  in 

Liverpool  Report. 

Railway  Company’s  Rates 

per  Mile,  less  Terminals, 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d. 

d. 

d. 

Miles. 

s.  d 

d. 

Miles. 

d. 

d. 

C.  & D. 

C.  & 1). 

S.  to  S. 

Swansea 

135 

18  4 

-13 

Tt) 

■92 

135 

16  8 

Ijt 

Tt) 

■77 

191 

13  4 

- 

■65 

191 

15  -* 

- 1 

■651 

Carted  in 

Carted  in 

Bir- 

Bir- 

mingham. 

mingham. 

Note.  —These  rates  are  given  as  specimens  of  low 

Birkenhead  - 

90 

14  2 

lA 

To 

1-09 

90 

18  - 

2A 

TO 

L60 

rates  from  Liverpool. 

• Collected  in  Swansea  5 ton  lots,  and  delivered  alongside  ship  10  ton  lots.  + Delivered  alongside.  J Not  delivered. 

Note. — Railway  Company's  rate  per  mile  are  arrived  at,  after  deductiny  terminals,  as  follows: — S.  to  S.,  3 s.  ; cartage,  5 s. ; loading  allowance  at  Birken- 
head  {Logan's  \Vorks)t  6d, ; i s.  6 d.  collection  in  Swansea  on  bar  copper ; 1 s.  3 d.  delivery  alongside  ship  at  Liverpool. 


TABLE  showing  Comparative  Rates  Charged  by  Railway  from  Liverpool  and  from  Hull,  the 
Railway  Companies  showing  the  Rate  per  Mile  after  Terminals  are  deducted. 


LIVE 

R 

POOL. 

HULL. 

AND 

to  ^ 

B S -S 

CO  m 

g fe  .S 

>» 

9 5 

9 5 ® 

^ o 
^ Cd 

Traffic. 

Rates  per  Ton. 

o ° H 

Rates  per  Ton. 

£ 4-> 

V «3 

b ® S 

CJ  ^ 

^ 2^ 

s.^  Sh  GO 
^ (P  CD 

« o 

cd  ^ 

■x  0 

5 S3 

PJ  pH  75 

5 wt 

cd 

Ph  ^ 

Mile'. 

s. 

d. 

d. 

Miles. 

d. 

d. 

Lonaon 

200 

Import  and  export  goods 

25 

C.  & D. 

•73 

181 

25 

- 

C.  & D. 

•83 

Harwich 

263 

- - ditto 

. 

25 

- 

■77 

- 

— 

- 

Southampton 

234 

- - ditto 

- 

25 

- 

- - - 

■S7 

261 

25 

- 

C.  & D. 

■77 

Peterborough 

157 

Oilcake  - 

- 

12 

6 

S.  to  S.,  5 tons 

■72 

105 

1 1 

8 

S.  to  S.,  5 tons 

■85 

Abery.stwith  - 

152 

Groceries 

- 

15 

10 

Colld.  in  A.  - 

■Si 

228 

47 

6 

C.  & D. 

2^10 

Grain 

- 

12 

6 

2 tons,  colld.  in  Liverpool 

■70 

- 

30 

- 

S.  to  S.,  2 tons 

1-57 

Valonia  - 

- 

12 

6 

S.  to  S.,  O.  R.,  10  ton  lots 

■73 

- 

42 

G 

C.  & D. 

2-1 

Swansea 

191 

Tin  plates 

- 

12 

6 

S.  to  S.,  2 tons,  including 
delivery  alongside  ship 

•51 

265 1 

23 

29 

4 

2 

S.  to  S.,  4 tons 

S to  S.,  2 tons 

■86 

V13 

at  Liverpool,  10  ton  lots. 

'6i 

Grain 

- 

13 

4 

4 tons,  colld.  in  Liverpool 

- 

20 

- 

S.  to  S.,  4 tons 

•77 

Glasgow 

223 

Cotton,  raw,  in 

bales 

16 

- 

S.  to  S.  - 

■6g 

266 

28 

4 

C.  & D. 

■92 

Sugar,  raw 

- 

16 

8 

S.  to  S.  - 

■73 

- 

20 

- 

S.  to  S. 

17 

Bangor  . - - 

97 

Gram 

- 

9 

- 

2 tons,  colld.  in  Liverpool 

■66 

191 

20 

- 

S,  to  S.,  4 tons 

•99 

Wines  and  spirit.*,  in  casks 

15 

- 

S.  to  8.,  any  weight 

r!,S 

- 

45 

- 

C.  & D. 

2^32 

Groceries 

- 

10 

10 

S.  to  S.,  1 ton 

■()6 

- 

32 

6 

C.  & D. 

7-37, 

Lancaster 

49 

Oilcake  - 

- 

6 

8 

S.  to  S.,  4 tons 

■89 

116 

14 

2 

S.  to  S , 4 tons 

1-03 

Newcastle-on-Tyne 

175 

Iron,  Class  A - 

- 

12 

6 

S.  to  S.,  4 tons,  including 

■37 

- 



delivery  alongside  ship 
at  Liveipool,  10  ton  lots. 

Bristol  - - - 

186 

Import  and  export  goods 

25 

- 

Colld.  in  B.  - 

1^23 

229 

— 

- 

Iron,  Class  A - 

- 

13 

4 

S.  to  S.,  2 tons,  including 
delivery  alongside  ship 

■59 

-{ 

16 

20 

8 

S.  to  S.,  4 Ions 
S.  10  S.,  2 tons 

■65 

■83 

at  Liverpool,  10  ton  lots. 

Cardiff  - 

177 

Oilcake  - 

- 

12 

G S.  to  S.,  4 tons 

•62 

264 

22 

6 

S.  to  S-,  4 tons 

•83 

Till  plates 

- 

12 

6 

S.  to  S.,  2 tons,  including 

•53 

- 

21 

8 

S.  to  S.,  2 tons 

■79 

delivery  alongside  ship 
at  Liverpool,  10  ton  lots. 

Newport,  Monmouth 

J 

109 

Iron,  Class  A.  - 

10 

S.  to  S.,  2 tons,  including 
delivery  alongside  ship 
at  Li vei  pool,  1 0 ton  lots. 

241 

18 

4 

S.  10  S.,  2 Ions 

■70 

i^6o 

Bacon,  packed  - 

- 

1 5 

10 

S.  to  S.,  0.  R.,  2 tons. 

■82 

- 

40 

- 

C.  & D. 

including  eolln.  from 
alongside  ship  at  Liver- 
pool, 10  ton  lots. 

Whitehaven  - 

121 

Bacon  and  hams 

- 

10 

- 

S.  to  S.,  2 tons 

■69 

181 

31 

8 

C.  & D. 

1^57 

Tea 

- 

12 

6 

S.  to  S.  - 

•97, 

_ 

38 

4 

C.  & D. 

2^01 

Tin  plates 

- 

12 

6 

S.  to  S.,  2 tons 

■97, 

- 

26 

8 

C.  & D. 

7^27, 

Market  Harborough 

137 

Squaie  timber  and  deals 

12 

6 

S.  to  S.,  2 tons 

■83 

118 

13 

4 

S.  to  S.,  2 tons 

■92 

Note. — Raihoay  Company' s rates  per  ton  per  mile  are  arrived  at,  after  deducting  terminals,  as  follows: — 3s.  S.  to  S.;  cartage, 
2s.  6 d.  at  each  end,  except  London,  which  is  7 s.;  S d.  cartage  on  Liverpool  grain  ; i s.  3 d.  C.  or  D.  alongside  skip  in  Liverpool ; 
Is.  3d.  cartage  on  Hull  S.  to  S.  traffic. 


0.54. 
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APPENDIX  TO  REPORT  FROM  THE 


TABLE  showing  Comparative  Rates  Charged  by  Railway  from  Liverpool,  from  Hull,  from 
London,  and  from  Glasgow,  the  Railway  Companies  showing  the  Rates  per  Mile  after 
Terminals  are  deducted. 


L I V 

E R P 0 0 l. 

HULL. 

L 0 N D 0 

N. 

S 

O 

V t-,  c3 

C S .5 

2 

03  WJ 

« S S 

0 

lilway  Company’s 

ttes  per  Ton  per 

ile,  less  Terminals. 

AND 

OJ 

S . 

c ® 

Traffic. 

Rates  per  Ton. 

S ^ 

o H r-' 

O « 

^ S 

> V5  . 

^ O Ci 

tu 

11 
.2  0 

Rates 

per  Ton. 

|ci 

fa  p 

0 f-  H 

0 „ 

w 0 cn 

, , 

A 

03 

§ o5 

3 ^ 

tr  3 

Rates 

per  Ton. 

ftps 

K K S 

ftp: 

hH  S 

ft« 

(5p:S 

London 

Miles. 

200 

Grain  - 

s.  d. 

17  4 

Culld.  in  Liverpool. 

■S3 

Miles. 

181 

s.  d. 

15  10 

S.  to  S. 

'S3 

Miles. 

s.  d. 

- 

Ditto 

200 

Sugar  - 

22  6 

C.  & D. 

6o 

181 

22  6 

C.  & D. 

•66 

- 

— 

- 

Cardiff 

177 

Oranges 

10  8 

S.  to  S. 

■()3 

- 

- 

- 

170 

31  8 

C.  & D. 

1-35 

Ebbw  Vale 

103 

Iron,  Class  A. 

10  10  S.  to  S. 
Deld.  alongside  ship 
in  10  ton  lots. 

•■VI 

220 

19  2 

S.  to  S. 

•8'3 

- 

— 

- 

Dowlaii 

168 

- ditto 

10  10  S.  to  S. 
Deld.  alongside  ship 
in  10  ton  lots. 

-.75  1 

•v; 

232 

19  2 

S.  to  S. 

■Si 

— 

Oxford 

162 

Grain  - 

15  10 

Colld.  in  Liverpool. 

■SS 

187 

17  6 

S.  10  S. 

•()3 

63 

9 2 

S.  to  S. 

ri7 

Abergavenny 

ISO 

- ditto  - 

13  4 

Colld.  in  Liverpool. 

■73 

213 

20  - 
S.  to  S. 

•C,5 

\6b 

17  6 

S.  to  S. 

i-o6 

Pwllheli 

128 

Sugar  - 

15  10 
Delivered. 

■97 

218 

44  2 

C.  & D. 

i-99 

209 

43  4 

C.  & D. 

css 

Portmadoc 

132 

Oranges 

27  0 

Delivered. 

3-00 

222 

50  - 

C.  & D. 

O' O'] 

209 

48  4 

C.  & D. 

c6o 

Note Railwffy  Company’s  rates  per  ton  per  mile,  are  arrived  at  after  deducting  terminals,  as  follows : — 3 s.  S.  to  S.  ; 3 s.  6 d. 

each  end,  cartage,  except  London,  lohich  is  7 *•  ; 't  s.  S d.  C.  nr  D.  alongside  ship  in  Liverpool. 


L I V E R P 

0 0 L. 

G L A S G 0 

w. 

AND 

Distances 

by 

Shortest 

Routes. 

Traffic. 

U'ates 

per  Ton. 

Railway 
Company’s 
Rates  per 
Ton  per  Wile, 
less 

Terminals. 

Distances 

by 

Shortest 

Routes. 

Rates 

per  Ton. 

Railway 
Company’s 
Rates  per 
Ton  per  Mile, 
less 

Terminals. 

London  - 

- 

Miles. 

200 

Import  and  export 

s.  d. 

25  - 

C.  &.  D. 

75 

Miles. 

398 

d, 

52  5 

C30 

Ditto  - 

- 

200 

American  meat 

25  - 

C.  A D. 

•73 

398 

45  - 

■9S 

Note Terminals  deducted,  I3s.  6 d. 


Dock  and  Town  Dues  Charged  at  Liverpool,  Hull,  Bristol,  and  Avonmouth. 


— 

- 

LIVERPOOL. 

HULL. 

(No  Town  Dues.) 
Dock  Co.’s  Wharfage. 

BRISTOL. 
(Including  Wharfage 
also.) 

AVONMOUTH. 

(No  Town  Dues.) 

Sugar,  refined 

3 s.  per  ton. 

0 rf.  per  ton. 

2 s.  5 d.  per  ton. 

I s.  per  ton. 

Ditto,  unrefined 

- 

- 

2s.  Iff.  „ 

Off.  „ 

2 s.  5 rf.  „ 

1«. 

Square  timber 

- 

- 

■ 

1 s.  per  load,  say  per  ton. 

3 ^ rf.  jj 

1 s.  3^  rf.  per  load,  say 
per  ton. 

6 rf.  per  load,  say  per  ton. 

Cotton  wool 

- 

- 

- 

3 s.  0 ff.  per  ton. 

6d.  „ 

3 d.  per  bale,  exclusive 
of  wharfage. 

1 s.  per  ton. 

Grain 

- 

- 

- 

1 s.  per  ton. 

(in  bulk  ex  America). 

1 ff.  per  quarter,  say  5 d. 
per  ton. 

Dock  dues  suspended 
temporarily. 

1 rf.  per  quarter,  with 
rebates. 

Flour 

- 

- 

- 

2*'.  per  ton. 

Cl  d.  per  ton. 

1 s.  0 rf.  per  ton. 

0 rf.  per  ton. 

Oranges  - 

- 

- 

- 

Us,  ,t 

3 d.  per  package. 

2 rf.  per  box,  say  3 s.  4 rf. 
per  ton. 

l^d.  per  case,  say  2 s.  0 rf. 
per  ton. 

Bacon 

. 

- 

- 

2 s.  2 d.  per  ton. 

1 0 rf.  per  ton. 

6 rf.  per  ton. 

6 rf.  per  ton. 

Fine  goods 

. 

- 

- 

3 d.  per  package. 

1 rf.  to  4 (/.  per  package. 

— 

— 

Silk 

- 

- 

- 

15  s.  per  ton. 

1 rf.  per  cwt. 

— 

Wool 

• 

• 

S s 6 d.  per  ton. 

10  rf.  per  ton. 

2 s.  6 rf.  per  ton. 

1 s.  per  ton. 

Cost  of  Importing  Goods  and  Delivering  to  RxVilway  Stations  at  the  undermentioned  Places, 
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Where  no  figures  are  given,  there  are  no  rates  provided  for  the  traffic. 
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APPENDIX  TO  REPORT  FROM  THE 


COAL  RATES. 


Statements  showing  the  Distances  between  certain  Colliery  Sidings  and 
Chester  Station,  and  the  Charges  made  by  the  London  and  North  Western 
Railway  Company  for  the  Conyeyance  of  Coal  between  them  in  the  Colliery 
Owners’  Waggons. 


SIDINGS. 

Distance  in 

Miles  to  Chester. 

Full  Loads 
carried  in 
Owner’s  Waggons. 

Maximum  Toll 
Porcers  {including 
3 d.  Terminal). 

Per  Ton. 

s.  d. 

s.  d. 

Anglesea  Siding 

- 

- 

69 

3 4 

4 11^ 

Ryders  Hayls  Siding 

- 

- 

67 

3 4 

4 11^ 

East  Cannock  - 

- 

- 

61 

3 4 

4 31 

Coed  Talon  ... 

- 

13 

1 4 

2 - 

Hazelwood  (Mold)  - 

- 

- 

14 

1 5 

2 

Kirkless  Hall  (Wigan) 

- 

- 

31 

2 6 

2 10 

The  above  Rates  were  not  in  the  Rate  Books  sent  to  the  Board  of  Trade,  but  were  furnished 

by  the  Company. 


LIVE  STOCK  AND  DEAD  MEAT  TRAFFIC. 


Rates  for  Live  Stock  from  Aberdeen  to  London  (Distance,  516  Miles). 


Cattle 

Sheep 

Lambs 

Pigs 

Calves 


25  s.  cacli,  average  load  6 per  waggon,  or  3^  rf.  per 
wasgon  per  mile. 

3 5.  each,  average  load  30  per  waggon,  or  2 d.  per 
waggon  per  mile. 

3 s.  each  traffic  carried,  although  the  rates 

” f exist. 

3s.  „ - J 


7 1.  minimum  per 
waggon. 

5 5s.  minimum  per 

waggon. 


Rates  for  Live  Stock  from  Liverpool  to  London  (Distance,  200  Miles). 


Cattle  13  s.  C d,  each,  minimum  40s.,  or  at  the  following  waggon  rates: — 


£. 

s. 

d. 

d. 

12  feet 

waggon,  5 

1 

- 

6 per  waggon 

per  1 

14 

» ^ 5 

13 

6 

“ 

7 

15 

» 5 

19 

9 

— 

7 

16 

o 6 

6 

- 

— 

n 

18 

„ 6 

18 

3 

» 

s. 

American  Sheep  2 

I 

English  „ ! 2 

/f  I 

Pigs  - 2 


d. 

3 each,  average  load  is  30  to  a waggon,  which 
yields  4 d.  jier  waggon  per  mile. 


8 

10 


„ average  load  33  to  a waggon,  which  gives 
d.  per  w'aggon  per  mile. 


iMinimum,  40  s.  per 
waggon. 

Minimum,  20  pigs  per 
waggon. 
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Rates  for  Live  Stock  from  Liverpool  to  Leeds  (Distance,  74  Miles). 


Pigs  and  Calves 


£. 

s. 

d. 

5, 

d. 

Lambs 

I'i 

feel  waggons 

•2 

4 

6 

or  - 

per  waggon  per  mile. 

16 

3? 

2 

15 

6 

33 

9 

33 

>3 

18 

33 

3 

1 

- 

33  “ 

33 

33 

. 

12 

’3 

2 

13 

3 

33  ” 

8| 

33 

33 

16 

33 

3 

6 

3 

33  “ 

lOJ 

^3 

33 

18 

J3 

3 

13 

1 

— 

33 

33 

2^oic. In  working  out  the  rate  per  mile,  no  deduction  has  keen  made  for  terminals. 


Rates  for  Live  Stock  from  Liverpool  to  Binningharn  (Distance,  95  Miles). 


£. 

s. 

d. 

d. 

Cattle,  Sheep,  and  Lambs 

12  feet 

waggons 

2 

10 

3 

or 

6^  per 

wa^^on 

OO 

per  mile. 

16 

33 

3J 

3 

3 

- 

33 

8 

33 

33 

18 

33 

33 

3 

9 

- 

33 

8| 

3> 

33 

Pigs  and  Calves  ... 

12 

3> 

33 

3 

- 

6 

33 

33 

33 

16 

33 

33 

3 

15 

3 

33 

33 

33 

18 

33 

33 

4 

2 

9 

33 

lOi 

33 

33 

Note, — In  working  out  the  rate  per  mile,  no  deduction  lias  been  made  for  terminals. 


Rates  for  the  Conveyance  of  Dead  Meat  from  the  following  places  to  London: — 


Aberdeen 

Miles. 

539 

s.  d.  d, 

67  6 per  ton,  or  1 J per  ton  per  mile 

At  owner’s  risk.  If  carried 

Glasgow 

403 

“ 33  ^4  33  33 

at  Company’s  risk,  7 5 6d. 
per  ton  additional. 

For  American  meat.  English 

Leicester 

115 

40  - „ 4|  „ „ 

Meat,  70s.  owner’s  risk; 
77  s.  6 d.  Company’s  risk. 

Market  Harborough 
Liverpool 

84 

200 

33  4 „ 4i  „ 

25  - „ H „ ,} 

For  imported  meat.  Not 

Dublin  - - - 

333 

66  8 „ 2J  „ „ 

imported,  50  s.  per  ton. 

Carlisle  - 

298 

62  6 ,,  2^  ,,  ,, 

Note. — In  working  out  the  rates  per  mile,  as  above,  no  deduction  has  been  made  for  terminals. 

These  rates  include  collection  and  delivery  ; a charge  of  5 s.  to  7 s.Qd.  per  ton  is  made  when 
the  Company’s  hampers  and  cloths  are  used. 

The  charge  is  5 s.  per  ton  from  the  Midland  Counties  to  London,  and  7 s.  Q>  d.  from  Carlisle  and 
Dublin  to  London. 


Rates  from  Liverpool  to  the  principal  Stations  for  Dead  Meat. 


English 

Miles. 

Meat 

Am 

erican 

Meat. 

per 

Ton. 

s.  d. 

s. 

d. 

d. 

Birmingham  - 

97 

40  - 

30 

- per 

ton, 

or  3| 

per  ton 

per  mile 

Wolverhampton 

84 

35  - 

30 

- 

33 

4 

33 

33 

Barton  - 

98 

40  - 

30 

- 

33 

4 

33 

33 

Leeds 

76 

- 

26 

8 

33 

4 

33 

33 

Manchester 

32 

-{ 

14  2 1 

S.  to  S.j 

33 

5 

33 

33 

Swansea  - 

190 

50  - 

35 

- 

33 

21 

33 

33 

Newcastle 

174 

52  6 

35 

- 

33 

2i 

33 

33 

Edinboro’ 

227 

45  — 

35 

— 

33 

2 

33 

33 

For  imported  meat,  niini- 
> mum  10  cwts.,  de- 
livered at  destination. 
Delivered  in  Leeds. 


Imported  meat  carted  in 
Swansea,  1 ton  lots. 
Imported  meat  delivered 
in  Newcastle. 

Imported  meat  carted  in 
Edinboro’,  1 ton  lots. 


Note. — In  working  out  the  rate  per  mile,  no  deduction  has  been  made  for  terminals.. 
These  rates  include  delivery,  except  Manchester. 


0.54. 
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APPENDIX  TO  EEPORT  PROM  THE 


Total  Live  Stock  Traffic  and  Keceipts  upon  the  North  Western  Railway,  during 

the  Year  1880. 


Head. 

Cattle  - _ - 

713,507 

Sheep  - - - 

1,773,610 

Waggon  loads,  156,831. 

Pigs 

484,975 

^Receipts,  200,346  1. 

Calves  - - - 

73,017 

Average  25  s.  6|  ci.  per  waggon  load. 

Horses  - - - 

26,869 

During  the  same  period  the  Total  Quantity  of  Live  Stock  received  by  the  London  and 
North  Western  Railway  in  London,  which  may  be  taken  as  the  principal  market  of 
consumption,  was  as  follows  : — 


Cattle 

Sheep 

Pigs 

Calves 

Horses 


Head. 

106,754 

36P,498 

65,847 

11,185 

.8,848 


Waggon  loads,  30,861. 

Receipts,  77,603/.,  including  a small  quantity  from 
London. 


Of  which — 

Cattle  - 
Sheep  - 
Pigs 

Horses  - 


4,879 

7,197 

Nil 

57 


Or  about  4|  per  cent.  - 


jcaine  from  Liverpool  and 
I Birkenhead.  (Imported.) 


Cattle 

Sheep 


1,570 

205 


About  1|  per  cent. 


I 

/ 


Came  from  the  Aberdeen* 
shire  District  of  Scotland. 


Cattle 

Sheep 

Pigs 


20,267 

64,565 

7 


Or  about  1 9 per  cent.  - 


99 


15 


jCame  from  the  Midland 
1 Counties. 


Cattle  * 
Sheep  - 
Pigs 
Calves  - 
Horses  - 


8,383 

15,994 

34,106 

732 

1,583 


Or  about 
» 

» 


7 per  cent.  - 
4 „ 


41  „ 


\ 


Came  from  Ireland. 


The  balance  came  from  various  places  in  England. 


Quantity  of  Live  Stock  Traffic  conveyed  by  the  North  Western  Line  to  the  following 

large  Towns  during  the  Year  1880. 


Birmingham. 

Manchester. 

Wolverhampton. 

Number  of  Loads  - - - 

7,459 

19,061 

4,332 

Receipts 

18,155 

45,220 

8,827 

Cattle  ----- 

21,127 

60,514 

15,832 

Sheep  ----- 

76,920 

370,854 

33,813 



64,966 

69,614 

22,322 

Calves  ----- 

3,125 

9,341 

2,869 

Horses  ----- 

247 

249 
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Live  Stock  XrafSc  from  Ii’elandj  passing  vm  Dublin  and  Holyhead,.  Greenore^and 
Holyhead,  and  via  Liverpool  respectively,  to  the  whole  of  the  London  and  North 
Western  system  during  the  Year  1880. 


Via  Dublin 
and  Holyhead. 

Via  Greeriore 
and  Holyhead. 

Via  Liverpool. 

Tolal. 

Number  of  Loads 

- 

- 

12,031 

2,666 

2,353 

17,050 

Receipts  - 

- 

- 

£. 

56,392 

4,937 

3,294 

64,623 

Cattle 

. 

• 

38,110 

22,746 

10,990 

71,846 

Sheep 

- 

- 

- 

96,841 

24,147 

9,871 

130,859 

Pigs  - 

- 

- 

- 

10,915 

10,643 

118,275 

Calves 

- 

- 

- 

4 

80 

732 

816 

Horses 

- 

- 

- 

6,495 

437 

166 

6,098 

Keturn  showing  the  Amount  of  Live  Stock  landed  at  Liverpool  and  Birkenhead 
from  American  and  Canadian  Ports,  and  conveyed  to  London  and  other  Stations, 
by  the  London  and  North  Western  Railway,  during  the  Years  1879  and  1880. 


1 880. 

1 8 7 9. 

Cattle. 

Sheep. 

Pio’s. 

Cattle. 

Sheep. 

Pigs. 

11,582 

11,990 

Nil. 

7,676 

19,050 

8,465 

In  the  year  1880,  60,968  cattle,  26,490  sheep,  and*  9,563  pigs,  were  slaughtered  at  Liverpool 
and  Birkenhead,  and  either  consumed  there  or  conveyed  thence  in  the  shape  of  dead  meat. 


Quantity  of  Live  Stock  from  the  Continent  of  Europe  landed  at  Thames  Haven,  and 
conveyed  thence  to  the  North  Western  Depot  at  Maiden-lane  (Islington),  during 
Twelve  Months  ending  April  1881. 


Cattle  _ - - - 

15,981 

Sheep  _ - - - 

20,768 

Pigs  - - - - 

447 

) 2,392  Waggon  Loads. 

Calves  - - - - 

2,156 

Horses  - - - - 

11 

) 

0.54. 
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Average  Time  occupied  in  the  Transit  of  Live  Stock  : — 


Liverpool  to  London 
Birkenhead  to  London 
Birkenhead  to  Wolverhampton - 
Birkenhead  to  Birmingham 
Birkenhead  to  Manchester 
Liverpool  to  Manchester  - 
Liverpool  to  Wolverhampton  - 

Liverpool  to  Leeds  - - - 

Liverpool  to  Birmingham  - 
Midland  Counties  to  London  - 
Aberdeen  to  London 
Holyhead  to  London 


H.  M. 

9 50 

10  20 
6 5 

- 10  20 
4 15 

2 30 

4 20 
6 0 

5 45 

4 to  8 hours,  according  to  distance. 

33  hours. 

15  hours,  to  which  must  be  added  the 
steamboat  passage,  Dublin  5 to  6 hours, 
Greenore  about  6^  hours. 


Time  occupied  in  Transit  of  Meat. 


The  Scotch  dead  meat  leaves  Aberdeen  at  12.45  noon,  and  occupies  33  hours  in 
transit,  reaching  London  about  10  p.m.  the  following  night ; it  is  delivered  as  soon  as 
the  market  opens,  from  1 a.m.  to  2 a.m. 

The  Leicestershire  meat  occupies  about  hours  in  transit  and  delivery. 

The  meat  from  Liverpool  and  Birkenhead  to  London  occupies  on  the  average 
12  hours  in  transit,  calculating  from  the  hour  of  departure  to  the  time  of  delivery  in  the 
market. 


Total  Dead  Meat  to  principal  lai'ge  Towns. 


It  is  found,  from  an  examination  of  the  books,  that,  during  the  year  1880,  the  total 
quantity  of  dead  meat  carried  by  the  North  Western  Railway  to  London,  Manchester, 
Birmingham,  and  Wolvexliampton  was  as  follows : — 


— 

Tons. 

Receipts. 

London  - - - 

- 

- 

39,502 

£. 

85,527 

Birmingham  - 

- 

- 

969 

1,509 

Manchester 

- 

- 

1,809 

1,935 

W olverhampton 

- 

- 

85 

129 

Total  Dead  Meat  to  London. 


Taking  London  as  the  principal  market  of  consumption.  It  is  found  that,  of  the  39,502 
tons  of  dead  meat  conveyed  to  London  during  the  year, — 

20,108  tons  or  51  per  cent,  came  from  Liverpool  and  Birkenhead  (imported). 

„ „ Aberdeenshire  District  of  Scotland. 

„ „ other  Districts  in  Scotland. 

,,  „ the  Leicestershire  District. 

„ ,,  Ireland. 

,,  „ other  Districts. 


20,108 

tons 

or  51 

4,368 

11 

6,073 

>9 

15 

1,206 

99 

3 

3,123 

99 

8 

4,624 

99 

12 
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Dead  Meat  imported  from  America. 


During  the  year  1880,  25,526  tons  of  dead  meat  were  landed  at  Liverpool  and 
Birkenhead  as  dead  meat,  and  28,712  tons  were  carried  to  the  principal  towns  by  the 
London  and  North  Western  Railway ; but  this  includes  a proportion  of  what  was 
landed  alive  and  slaughtered  at  Liverpool  and  Birkenhead.  'I’he  quantity  carried  to 
London  by  the  London  and  North  Western  Railway  was  20,108  tons. 


Total  Meat  and  Live  Stock  shipped  from  New  York  to  London  direct. 


During  the  month  of  May  1881,  the  following  meat  and  live  stock  was  imported  from 
America  by  direct  ship  to  London  : — 

938  tons  of  beef,  27  tons  of  mutton,  and  218  tons  of  pork. 

4,951  head  of  cattle. 

5,115  sheep. 

60  pigs. 


Rates  fob  Grain. 


Birmingham. 

Wolverhampton. 

From 

Dis- 

tance. 

Rate. 

Rate  per  Ton 
per  Mile, 
after  deducting 

1 s.  G (f.  per  Ton  at 
each  end 
for  Terminal. 

Dis- 

tance. 

Rate. 

Rate  per  Ton 
per  Mile, 
after  deducting 

1 s.  6 rf.  per  Ton  at 
each  end 
for  Terminal. 

Liverpool  - - . 

Hull 

Miles. 

98 

141 

Collected  and  de- 
livered, 

12  s.  Qd.  and  1 2 s.  9 rf. 

Carted  in  Birming- 
ham, 

15  s.,  2-ton  lots 

d.  d. 

116  and  1-20, 
but  includes  collec- 
tion and  delivery. 

l‘02d.,  but  includes 
collection. 

Miles. 

84 

143 

Collected  and  de- 
livered, 

1 1 s.  8 d.  and  11s.  1 1 rf. 

Carted  in  Wolver- 
hampton, 

45  s.,  2-ton  lots 

d.  d. 

1-23  and  1-27, 
but  includes  collec- 
tion and  delivery. 

1 d.,  but  includes  col- 
lection. 

West  Hartlepool 

181 

s.  d. 

20  - S.  to  S.,  2-ton 
lots. 

d. 

112 

178 

s,  d. 

20  - S.  to  S.,  2-ton 
lots. 

d. 

1-14 

17  6 S to  S.,  4-ton 
lots. 

•96 

- 

17  6 S.  to  S.,  4-ton 
lots. 

•97 

Imported  grain,  15  s., 
carted  in  Bh'ming- 
ham. 

•79 

Imported  grain,  15  s. 
per  ton,  carted  in 
Wolverhampton. 

•81 

London  ... 

111 

Collected  by  barge 
in  London,  5-ton 
lots,  and  delivered, 
s.  d. 

13  10 

n7rf.,  but  includes 
collection  and  de- 
livery. 

125 

Collected  by  barge 
in  London,  5 ton 
lots,  and  delivered. 
s.  d. 

15  6 - 

1'20  d.,  but  includes 
collection  and  de- 
livery. 

Dunse,  N.  B.  - 

275 

24  2 S.  to  S.  4-ton 
lots. 

d. 

•92 

261 

24  2 S.  to  S.,  4-ton 
lots. 

d. 

•97 

Peterborough  - 

84 

10  10  S.  to  S. 

111 

97 

11  8 S.  to  S. 

1-07 

Bedford  - - - 

81 

10  - S.  to  S. 

1-03 

93 

10  10  S.  to  S.,  4-ton 
lots. 

101 

Cambridge 

107 

15  - S.  to  S. 

1-34 

119 

15  10  S.  to  S. 

1-29 

Bury  St.  Edmunds, 
Great  Eastern  Rail- 
way. 

134 

20  10  S.  to  S.,  4-ton 
lots. 

1-59 

146 

21  8 S.  to  S.,  4-ton 

lots. 

1-j3 

0.54. 
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Appendix,  No.  74. 


PAPER  put  in  by  Mr.  T.  H.  Farrer — (Question  16393). 


LIST  of  Chambers  of  Commerce  Incorporated  since  1867,  under  Section  23, 

Companies  Act,  1867. 


Beltast  Chamber  of  Commerce. 

London  Chamber  of  Commerce. 

Middlesborough  Chamber  of  Commerce. 

Liverpool  Chamber  of  Commerce. 

Bristol  Chamber  of  Commerce. 

Newcastle  and  Gateshead  Chamber  of 
Commerce. 

Association  pf  Chambers  of  Commerce  of 
United  Kingdom. 

Kendal  Chamber  of  Commerce. 

Worcester  Chamber  of  Commerce. 

Halifax  Chamber  of  Commerce. 


Hull  Chamber  of  Commerce. 

Huddersfield  Chamber  of  Commerce. 

Gloucester  Chamber  of  Commerce. 

Cardiff  Chamber  of  Commerce. 

Southampton  Chamber  of  Commerce. 

London  and  Provincial  Chamber  of  Com- 
merce. 

Aberdeen  Chamber  of  Commerce. 
Dublin  Chamber  of  Commerce. 
Sunderland  Chamber  of  Commerce. 
Leeds  Chamber  of  Commerce. 


t 

r» 


A. 


( To  fcLce  j>cLg^  322. ) 
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Appendix,  No.  75. 

PAPERS  handed  in  by  Mr.  T.  H.  Farrer. 

PAPERS  relating  lo  a Junction  of  the  South  Eastern  and  London  and  South 
Western  Railways  at  Farnborough. 


(R.  5922.) 


— No.  1.  — 

Mr.  W.  J.  Farrer  to  Board  of  Trade. 


66,  Lincoln’s  Inn  Fields,  W.C., 

Sir,  3 October  1873. 

I NOW  forward  to  you  two  petitions,  both  on  the  same  subject,  but  proceeding  from  dif- 
ferent bodies  of  persons  aggrieved. 

The  grievance  is  one  which  was  alluded  to  in  Parliament  last  year,  and  was  so  gross  as 
to  produce  some  impression  in  the  House  of  Commons. 

The  Reading,  Guildford,  and  Reigate  Railway  was  formed  to  effect  junctions  between 
the  Great  Western  at  Reading,  the  South  Western  at  Farnborough,  and  the  Brighton  and 
South  Eastern  Lines  at  Redhill  ; and  one  of  the  conditions  on  which  the  Act  fir  the  line 
was  obtained  was  that  effective  Junctions  stiould  be  made  with  the  South  Western  at  the 
Farnborough  Station  of  the  latter  company.  (^See  9 & 10  Viet.  c.  171,  ss.  16-19,  and  s.  26.) 

The  latter  section  forbids  the  use  of  any  part  of  the  line  until  the  Farnborough  Junctions 
are  not  only  completed,  but  opened  for  public  traffic. 

The  Soutli  Eastern  Railway  obtained  possession  of  the  line,  but  has  never  fulfilled  this 
obligation,  and  the  enclosed  petitions  proceed,  the  one  from  the  owners  and  occupiers  of 
property  in  the  districts  affected  ; the  other  from  the  authorities  of  Wellington  College. 

The  latter  petition  is  headed  l)y  the  Prince  of  Wales  and  Duke  of  VVellinglon,  ihe 
Chairman  and  Vice  Chaiiman  of  the  Board  of  Governors,  the  Mead  Master,  and  all  the 
authorities  of  the  College. 

The  former  by  the  authorities  of  the  Staff  and  Military  Colleges  at  Sandhurst,  the  autho- 
rities of  the  Broadmoor  Criminal  Lunatic  Asylum,  and  all  the  leading  gentry  and  trades- 
people of  the  districts  about  Wellington  College,  Broadmoor,  Sandhurst,  Eversley,  and 
Yately,  all  of  whom  have  now  to  reach  London  by  the  circuitous  route  of  Guildford, 
Dorking,  and  Reigate,  instead  of  tlie  direct  route  of  Farnborough  and  the  South  W'estern. 

The  petitions  have  been  entrusted  to  me  with  a request  that  I would  bring  them  before 
your  Board  with  a view  to  inquiry,  and  the  ultimate  establishment  of  proper  correspondence 
between  the  South  Eastern  and  South  Western  Railways  at  Farnborough. 

You  will  see,  from  the  scattered  description  of  tlie  Petitioners,  that  they  have  no  point  of 
union,  except  that  of  a common  grievance  ; they  are  not,  therefore,  in  a position  to  enter 
into  a contest  with  the  organisation  and  means  of  a powerful  railway  company,  and  can 
only  appeal  to  the  Board  of  Traile  on  the  ground  of  public  wrong,  committed  in  the  teeth 
of  a solemn  and  direct  Parliamentary  engagement. 

I have,  8cc. 

The  Secretary  of  the  Board  of  Trade,  (signed)  William  James  Farrer. 

Whitehall. 


(R.  5922.) 


Enclosure  1,  in  No.  1. 


To  the  Lords  of  Her  Majesty’s  Most  Honourable  Committee  of  Privy  Council  for  Trade. 


The  Petition  of  the  Inhabitants  of  the  Districts  lying  contiguous  to  Wellington 
College,  Broadmoor,  Eversley,  Yateley,  and  Finchampslead,  in  Berks  and 
Hants ; 

Showeth, 

That  the  only  direct  railway  route  of  your  Petitioners  to  and  from  London  is  by  the 
South  Eastern  line,  which,  after  leaving  Wokingham,  passes  the  gates  of  Wellington  Col- 
lege, the  Military  College  at  Sandhurst  and  York  Town,  and  crosses  the  South  Western 
Railway  at  Farnborough  ; it  thence  proceeds  through  Aldershot,  Guildford,  and  Dorking, 
to  Redhill,  where  it  joins  the  main  line  of  the  South  Eastern  Railway  Company,  and  com- 
municates thence  with  London  and  Dover. 

This  route,  which  might,  if  a proper  correspondence  were  in  operation  at  Farnborough 
with  the  South  Western  Railway,  carry  your  petitioners  to  and  from  London  in  little  more 
than  one  hour,  now  occupies  two  and  a half  hours,  owing  to  its  circuitous  route  southwards 
through  Guildford,  Dorking,  and  Redhill.  Upwards  of  20  miles  (more  than  one-third),  is  thus 
added  to  the  length  of  the  journey  in  point  of  distance,  and  more  than  one-third  in  point  of 
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time,  since,  the  traffic  upon  the  lines  being  small,  all  the  trains  are  stopping  trains,  whereas 
if  a proper  junctior.  with  the  South  ^Ve>tern  Line  weie  at  work  at  Farnborough,  passen- 
gers would  have  ready  communieation  with  London,  to  and  from  that  point  by  fast  tiains. 

The  Act  9 & 10  Viet.  c.  171,  recites  in  its  preamble  that  the  “ making  of  a railway  from 
“the  Great  Western  at  the  Reading  Station  to  join  tiie  London  and  Brichion  and  South 
“ Eastern  Railways  at  Reigate,  with  branch  railways  near  Farnborough  to  the  Farnbomuo-h 
“ Station  of  the  South  VVesiern  Railway,  would  be  of  great  imblic  advantage.”  Sections  16 
and  17  of  this  Act  “direct  these  lines  to  be  made  according  to  the  deposited  plans.” 
Section  18,  “ that  the  first  branch  shall  diverge  on  the  nortJiern  side  of  (he  London  and 
“ South  Western  Railway  at  Farnborough,  and  shall  terminate  by  a junction  with  the  said 
“London  and  South  Western  at  the  Farnborough  Station  of  the  same  Railway,”  and  Section 
19  gives  like  directions  as  to  the  jui,ction  of  the  southern  branch. 

Section  26  orders  that  “no  other  portion  of  the  said  railway  shall  be  open  for  public 
“ traffic  until  that  portion  between  Reading  and  the  Fainborough  station  of  the  London  and 
“ South  Western  Railway  shall  have  been  first  completed  and  opened  for  public  traffic  as 
“aforesaid  ” 

A junction,  of  which  the  rails  are  now  removed,  was  for  years  in  existence  at  Farn- 
borough, but  your  petitioners  belie\e  that  the  only  occasion  on  which  it  was  ever  used  was 
to  convey  Her  Majesty  to  open  Wellington  College.  It,  however,  does  not  communicate 
with  the  Farnborough  Station,  and  it  was  nev^r  opened  for  jiublic  traffic  as  required  by  the 
A(  t und<  r which  the  said  railway  was  created.  It  has  therefore  never  carried  out  the  con- 
dition on  which  the  railuay  was  pei milted  to  exist. 

Wellii  gton  College  is  not  only  now  an  important  place,  but  its  importance  is  constantly 
on  the  increase.  JNcw  houses  aie  daily  being  built  for  the  couvemeuce  of  persons  who  wish 
to  obtain  the  educational  advai  tages  of  the  school,  and  fer  the  professors  and  masters 
engaged  in  tuition.  Tviany  perso  s are  otherwise  employed  m connection  wiih  it,  and  with 
the  Covi  rnment  Ciiminal  Lunatic  Asylum  at  Broadmoor,  and  tliey  are  followed  by  the 
increased  geneial  population  which  finds  its  occupation  in  supplying  their  requirements. 
Tlie  whole  of  the  increasing  population  has  need  of  rapid  and  easyT communication  with 
London. 

Your  Petitioners  therefore  pray. 

That  your  Lordships  having  regard  to  the  Act  9 & 10  Viet.  c.  171,  above 
quoted,  will  direct  an  inquiry  into  the  violations  or  contraventions  of  the 
Acts  of  Parliament  mentioned  in  Section  6 of  “The  Regulation  of 
Railways  Act,  1873,”  committed  by  the  South  Eastern  and  South 
Wtsterii  Railway  Companies,  or  one  of  them. 

And  that  your  Lordships  will,  on  the  result  of  such  inquiry,  take  such 
steps  as  to  your  Lordships  shall  seem  meet  for  correcting  such  viola- 
tions or  contraventions,  and  for  compelling  the  said  two  railway  com- 
panies to  make  and  work  jnoper  junctions  at  Farnborough  aforesaid  in 
correspondence  with  each  other. 


Albert  Edward  P. 

Wtllington. 

E.  C.  Wickham,  Master  of  Wellingion 
College. 

H.  IF.  Eve,  Assistant  Master  at  Wellington 
College. 

A.  Carr,  Assistant  Master  at  Wellington 
College. 

C.  W . Penny,  m.a.,  Bursar  and  Assistant 
Master  at  Wellington  College. 

T.  Henry  Freer,  m.a..  Tutor  and  Assistant 
Master  at  Wellington  College. 

A.  F.  Griffith,  m.a.  (Oxon.),  Tutor  and 
Assistant  Master  of  Wellington  College. 

Louisa  F.  Wnitham,  Sandhurst  Lodge. 

S).  N.  Tehbs,  M.A.,  Assistant  Master  of 
Wellington  College. 

T,  D,  Lester,  b.a.,  Assistant  Master  of 
Wellington  College. 

J.  11.  Merriott,  B.A.,  Assistant  Master  of 
Wellington  College. 

P.  H. Kempthorne,  m.a..  Tutor  and  Assistant 
Master  at  Wellington  College. 

J.  11.  D.  Matthews,  m.a..  Assistant  Master, 
Wellington  College. 

E.  Davenport,  m.a..  Tutor  and  Assistant 
Master  of  Wellington  College. 

Osmund  Airy,  m.a.  Assistant  Master  of 
Wellington  College. 

J.  Bernard  Smith,  b.a..  Tutor  and  Assistant 
Master  at  Wellington  College. 


G.  H.  Whitaker,  m.a.,  Assistant  Master  at 
Wellington  College. 

E.  A.  A.  Spencer,  b.a..  Assistant  Master  at 
Weliiniiton  College. 

T.  T.  Gurney,  b.a..  Assistant  Master  at 
Wellington  College. 

H.  S.  N.  Lenny,  m.a.,  Curate  of  Crow- 
thorne. 

J.  Walter  Sparling,  M.A.,  Crowthorne. 

Raymond  Tucker,  Wellington  College. 

A.  R.  Campbell-Juhnston,  Heatherley. 

H.  31.  3Jonckton,  Wellington  Avenue. 

Richard  C.  Tanner,  Steward  of  Wellington 
College. 

F.  W.  Caulfeild,  b.a. 

C.  Spencer  Smith,  Accountant  of  Wellington 
College. 

E.  Wilton.  Sailh,  m.a..  Assistant  Master  of 
Wellington  College. 

J.  G.  Barford,  Surgeon,  Wellington 
College. 

IF.  Orange,  m.d., Superintendent,  Broadmoor 
Asylum. 

David  31.  Cassidy,  m.d..  Deputy  Super- 
intendent, Broadmoor  Asylum. 

F.  Pritchard  Davies,  m.b.,  Assistant  Medical 
Officer,  Broadmoor  Asylum. 

Charles  T.  Phelps,  Steward  of  Broadmoor 
Asylum. 

Thomas  Edmonds. 
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Enclosure  2,  in  No.  1. 

To  the  Lords  of  Her  Majesty’s  iVlosl  Honourable  Committee  of  Privy  Council  for  Trade. 

The  Petition  of  the  Owners  and  Occupiers  of  Property  in  the  districts  lying 
contiguous  to  Wellington  College,  Broadmoor,  Eversley,  Yate'ey,  and 
Fine  hampstead,  in  Berks  and  Hants  : 

Showeth, 

That  tlie  only  direct  railway  route  of  the  inhabitants  of  the  above  districts  to  and  fiom  London 
is  by  the  South  Eastern  Line,  which,  after  leaving  Wokingham,  passes  the  gates  ofWelling- 
ton  College,  the  Military  College  at  Sandhurst,  and  Yoik  Town,  and  crosses  the  South 
Western  Railway  at  Farnborough.  It  thence  proceeds  througii  Aldershot,  Guildford,  and 
Dorking  to  Redhill,  where  it  joins  the  main  line  of  the  South  Eastern  Railway  Company, 
and  communicates  thence  with  London  and  Dover. 

This  route,  which  might,  if  a proper  correspondence  were  in  operation  at  Farnborough  with 
the  Southwestern  Railway,  carry  the  above-mentioned  inhabitants  to  and  from  London  in 
little  more  than  one  hour,  now  occupies  two  and  a half  hours,  owing  to  its  circuitous  route 
southwards  through  Guildford,  Dorking,  and  Redhill.  Upwards  of  20  miles  (more  than 
one-third)  is  tims  added  to  the  length  of  the  journey  in  point  of  distance,  and  more  than 
one-third  in  point  of  time,  since  the  traffic  upon  the  lines  being  small,  all  the  trains  are 
stop|)ing  trains,  whereas  if  a proper  junction  with  the  South  Western  Line  were  at  work  at 
Farnborough,  passengers  would  have  ready  communication  with  London  to  and  from  that 
point  by  fast  trains. 

The  Act  9 & ]0  Viet.  c.  171,  recites  in  its  pieamble  that  the  “ making  of  a railway  from 
“the  Great  Western,  at  the  Reading  Station,  to  join  t'le  London  and  Brighton  and  South 
“ Eastern  Railways  at  Reigate,  with  branch  railways  near  Farnborough  to  the  Farnboroui;h 
“ station  of  the  South  Western  Railway  would  be  of  great  public  advantage.”  Section  16 
and  17  of  this  Act  “ direct  these  lines  to  be  made  according  to  the  deposited  plans.”  Section 
18,  “that  the  first  branch  shall  diverge  on  the  northern  side  of  the  London  and  South  Western 
“RaiUvay  at  Farnborougli,  and  shall  terminate  by  a junction  with  the  said  London  and  South 

Western  at  the  Farnborough  Station  of  the  same  railw'ay and  Section  19  gives  like  direc- 
tions as  to  the  junction  of  the  southern  branch.  Section  26  orders  that  “ No  oilier  poition 
“of  the  said  railway  shall  be  open  for  public  traffic  until  that  portion  between  Reading  and 
“ the  Farnborough  Station  of  the  London  and  South  Western  Railway  shall  have  been  first 
“completed  and  opened  lor  public  traffic  as  aforesaid.” 

A junction,  of  which  the  rails  are  now  removed,  was  for  years  in  existence  at  Fainborough, 
but  your  petitioners  believe  that  the  only  occasion  on  which  it  was  ever  used  was  to  con- 
vey Her  Majesty  to  open  Wellington  College.  It,  however,  does  not  communicate  with  the 
Farnborough  Station,  and  it  was  never  open  for  [lublic  traffic  as  required  by  the  Act 
under  which  (he  said  railway  was  created.  It  has  therefore  never  carried  out  the  condition 
on  w hich  the  railway  was  permitted  to  exist. 

Wellington  College  is  not  only  now  an  important  place,  but  its  importance  is  constantly  on 
the  inciease.  New  houses  are  daily  bein.;  built  lor  the  convenience  of  persons  who  wish  to 
obtain  the  educational  advantages  of  the  school,  and  for  the  professors  and  masters  engaged 
in  tuition.  Many  persons  are  otherwise  employed  in  connection  with  it,  and  with  the 
Government  Criminal  Lunatic  Asylum  at  Broadmoor,  and  (hey  are  followed  by  the  in- 
creased general  population  which  finds  its  occupation  in  supplying  their  requirements. 
The  whole  of  the  increasing  population  has  need  of  rapid  and  easy  communication  with 
London. 

Your  Memorialists  therefore  pray  that  your  Lordships,  having  regard  to 
the  Act  9 & 10  Vict.  c.  171,  above  quoted,  will  direct  an  inquiry  into  the 
violations  or  contraventions  of  the  Acts  of  Parliament  mentioned  in 
Section  6 of  “The  Regulation  of  Railways  Act,  1873,”  committed  by 
the  South  Eastern  and  South  Western  Railway  Companies,  or  one  of 
them. 

And  that  your  Lordships  will,  on  the  result  of  such  inquii  y,  take  such 
steps  as  to  your  Lordshijis  shall  seem  meet  for  correcting  such  violations 
or  contraventions,  and  for  l ompelling  the  said  two  railway  companies 
to  make  and  work  proper  junctions  at  Farnborough  aforesaid  in  corre- 
spondence with  each  other. 


James  Murray,  c.B.,  Kits  Croft,  Eversley. 
J.  R.  Bel/,  The  Cottage,  Finchampstead. 
The  Rev.  B.  St.  John,  Finchampstead. 

J.  C.  Keate,  Hartley  Wespall, 

William  H.  Cope,  Baronet,  Bramshill. 

John  Walter,  m.p. 

a.  Bentinck,  Major  General,  East-court, 
Finchampstead 

F.  H.  P,  Wetherall,  Finchampstead. 

T.  Elwyn,  Lt.  General,  Yateley. 


E.  B.  Harnley,  Col.  Com.  Staff  Coll. 

D.  A,  Cameron,  Lt.  Gen.  Gov.  R.  M.  Col- 
lege. 

J.  E.  Addison,  Col.,  R.  M.  College. 

Alfred  S.  Churchill,  Sandhurst. 

II  m.  Jas.  Farrer,  North  Court,  Finchamp- 
stead. 

Thomas  Bell,  The  Cottage,  Finchampstead. 

Sidney  B.  Farrell,  Lt.  Col.  R.E.,  Sand- 
hurst. 
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Edward  Sturges,  Rector  of  Wokingliam. 
Charles  Hampton,  Longdown  Lodge,  Sand- 
hurst. 

Bar  rielte  Blakeley,  Forest  End,  Sandhurst. 
H.  W.  V.  Connell,  Forest  End,  Sandhurst. 
Henry  Parsons,  Rector  of  Sandhurst. 

John  Howson,  Douro  House,  Crovvthorne. 
W.  Orange,  m.d..  Superintendent  of  the 
Broad  moor  Criminal  Lunatic  Asylum. 

J.  T.  Burt,  Chaplain  of  the  Broadmoor 
Asylum. 

John  Campbell  Parson,  Curate  of  Finchamp- 
stead. 

Percy  Smith,  Yateley  Lodge. 

Geo.  Mason,  Manor  House,  Yateley. 

M.  W.  L.  Carry,  Yateley. 

R.  JLeicin,  Incumbent  of  Yateley. 

N.  Whinstanley,  Orsett-terrace,  W. 

W.  31.  Brovme,  Dean  of  Lismore,  East- 
court,  Finchampstead. 

Sam.  V.  Baker,  West  Court,  Finchamp- 
stead. 

C.  G.  Tindal,  Fir  Grove,  Eversley. 

R.  Cowley  P moles,  Wixenford,  Eversley. 
John  Heynes,  Eversley. 

Maurice  Kingsley,  FWersley. 

William  Harrison,  Curate  of  Eversley. 
Thomas  Dew,  Eversley. 

A.  G.  Stapleton,  Warbrook,  Eversley. 
Frederick  Alarshall,  Rose  Cottage,  Evers- 
ley. 

William  Ruck,  Eversley  Cross. 

Elizabeth  Beauchamp,  The  Uplands,  Sand- 
hurst. 

Richard  Walmesley,  The  Warren,  Sand- 
hur.>t. 

prank  S.  Russell,  Col.,  Staff  College. 

H.  £.  /I  W,  Staff  College. 

E.  Clayton,  Lt.  u.A.,  Staff  College. 

JE.  Stanley  Creek,  Capt.  Royal  Welsh 
Fusiliers. 

Edioard  J.  Lugard,  Lt.  l/4th  Regt. 

J,  Lester  Take,  Heathcote, Cambridge  Town, 
York  Town. 

H.  Schau',  Lt.  Colonel,  r.e..  Staff  College. 
G.  Philips,  Major,  r.e.,  R.  M.  College. 
Chas.  Wriket,  R.  M.  College. 

Richard  fVithers,  jun. 

Thomas  Ellis,  iwn. 

Jno.  Russell,  York  Town. 

R.  P.  Over,  York  Town. 

James  C.  Thom,  York  Town. 

John  Farrell,  York  'I’own. 

James  Street,  Yoik  Town. 

Mark  Davis,  York  Town. 

Joseph  Hillier,  Yoik  Town. 

W.  A.  Christmas,  York  Town. 


Wm.  Kent,  York  Town. 

Edward  James  Ellis,  Yoik  Town. 

Edward  Hyde,  York  Town. 

G.  Edwards,  ioxi.,  York  Town 
Alfred  Hughe  Claypole,Yo\^  Town. 

Henry  Mason,  York  d own. 

George  W.  Alason,  York  I’own. 

Arthur  Butler,  1st  Life  Guards. 

Charles  G.  Lascelles,  Royal  Horse  Guards. 
Walter  S.  D.  Liardet,  l/l7th  Regt. 

J.  R.  Coleman,  2/22nd  Regt. 

G.  F,  Webster,  80th  Regt. 

Frederick  Perry. 

Henry  Harris. 

Ellis' Ellis. 

T.  R.  Jones,  Prof.  Geol.,  Staff  College. 

Wm.  Paterson,  Major,  Royal  Military  Col- 
lege. 

Edmund  Atkinson,  Professor  in  the  Staff 
College. 

William  Webb,  York  Town. 

Alfred  Bunyhurst,  Y ork  Town. 

Jno.  S.  Relf,  York  Town. 

C.  J.  Hutton,  York  Tow'n. 

Hantrie  West,  York  Town. 

Solomon  Broatman. 

George  Tubb. 

Augustin  B.  Fry,  Surgeon,  York  Town. 
F'red  IV.  Look,  Yoik  Town. 

Richd.  Crewdson,  York  Town. 

James  Kent,  York  Towm. 

H.  Ferguson,  York  Town. 

Richd.  Withers,  sen.,  York  Town. 

C.  Cooper  King,  10,  R.  M.  College-terrace, 
York  Town. 

H.  31.  Ridley,  17th  Hussars. 

W.  Russell,  9th  Lancers. 

J.  Foster,  Gien.  Gds. 

Arthur  Gould  Bays. 

William  W.  Lean,  68th  Regt. 

Archibald  A.  Bruce,  l7th  Regt. 

A.  G.  Scriven,  52nd  Lt.  Infantry. 

E.  H.  Dawnay,  Coldstream  Gds. 

L.  E.  Stanhope. 

F.  A.  C.  Amcotts,  5th  D.  G. 

V.  J.  Dawson,  Cold.  Gds. 

Reginald  Chandos  Pole,  Gren.  Gds. 

Thomas  Wood,  Gren.  Gds. 

H.  Alonck,  Cold.  Gds. 

E.  H.  Alolesioorth,  14th  Regt. 

Geo.  Clarke,  Yo\h  Town. 

Thos.  Turner,  York  Town. 

C.  Stallwood,  York  Town. 

J.  G.  Grove,  Finchampstead. 

Jno.  Kelsey,  Finchampstead. 

Robert  Kelsey,  Finchampstead. 


(R.  5922.) 


— No.  2.  — 

Minute  by  Mr.  Farrer  to  the  Board  of  Trade. 


The  evil  complained  of  is  precisely  of  the.  kind  which  the  Act  of  last  Session  was  intended 
to  remedy,  viz.,  the  default  of  two  railway  companies  in  making  a proper  junction  and  for- 
warding traffic  from  one  to  the  other.  The  only  peculiarity  is  that  the  duty  of  making  and 
opening  this  junction  was  thrown  upon  the  companies  specially  by  their  private  Acts.  A 
clause  was  proposed  in  the  House  of  Lords,  to  make  it  clear  that  the  new  Commissioners 
were  to  have  jurisdiction  to  deal  with  such  a case,  which  would  undoubtedly  have  been 
carried,  and  which  was  unadvisedly,  in  my  opinion,  not  adopted,  simply  because  Mr.  Mac- 
namara  and  the  Solicitor  General  thought  that  the  Commissioners  would  have  jurisdiction 
witliout  any  such  clause. 


Under 
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Under  these  circumstances  we  must  assume  that  the  Commissioners  have  jurisdiction. 

But  then  a further  difficulty  arises.  Wliat  part  are  the  Board  of  Trade  to  take  in  the 
matter  ? The  persons  complaining  may  undoubtedly  apply  to  the  Commissioners  themselves, 
but  they  are  not  organised  for  the  purpose;  they  have  no  common  funds;  and  they  dis- 
tinctly ask  the  Board  of  Trade  to  inquire  and  to  take  such  siepsas  may  be  necessary.  This 
means  that  the  Beard  ef  Trade  are  to  lake  the  part  of  public  prosecutors,  and  are  to  spend 
public  money  in  prosecuting  cases  before  the  Commissioners.  A very  serious  question  is 
thus  raised  ; viz.,  are  the  Board  ot  Trade  lo  interfere,  and  if  so,  in  what  cases  ? 

On  the  one  hand,  I see  great  difficulties  in  so  doing.  What  is  a public  grievance  in 
which  they  should  interfere,  as  distinguished  from  a private  grievance, — to  be  left  to 
individuals?  Are  they  to  spend  public  money  wiiere  there  is  a poweiful  and  wealthy  body, 
c.g.,  a municipal  corporation,  able  to  do  so?  If  not,  are  they  to  interfere  wherever  there  is 
a' considerable  grievance,  but  no  organisation  of  protecting  the  public?  Wiiat  will  the  cost 
to  the  Exchequer  be  ? Shall  we  not  get  involved  with  railway  squabbles  to  the  detriment  of 
putilic  administration? 

On  the  other  hand,  the  Act  will  be  a dead  letter  in  many  of  the  most  important  cases, 
unless  the  Government  do  so  interfere  ; and  any  such  failure  will  biing  us  nearer  to  the 
question  of  Government  purchase  of  railways.  Individuals  are  really  quite  helpless  against 
these  great  corporations,  and  to  say  that  the  Commissioners  Court  is  open  to  them  is  the  old 
story  of  saying  that  the  London  I'avern  is  open  to  all  men.  Further,  the  Act,  sec.  6,  ex- 
pressly provides  that  “ Upon  the  certificate  of  the  Board  of  Trade  alleging  any  violation  or 
contravention  of  tbe  Traffic  Act,  any  person  appointed  by  the  Board  of  Trade  may  apply  to 
the  Commissioners,”  words  which  were  deliberately  inserted  with  the  view  of  enabling  the 
Board  of  Trade  to  prosecute,  and  which  will  be  without  effect  if  they  never  do  so. 

It  is  a most  dieffiult  question,  and  it  is  curious,  as  Mr.  Fortescue  will  see,  that;  is  raised 
for  the  first  time  by  my  brother  who  sends  these  petitiijns. 

8 October  1873.  (signed)  T.  11.  F. 


— No.  3.  — 


(R.  5922.) 


Board  of  Trade  to  the  London  and  Southwestern  and  South  Eastern  Railway  Companies. 


Board  of  Trade,  Whitehall  Gardens, 

Sir,  13  October  1873. 

I AM  directed  by  the  Board  of  Trade  to  transmit  to  you  herewith  copies  of  two  Memorials 
which  they  have  received  from  the  inhabitants  and  from  owners  and  occupiers  in  the 
distiict  lying  contiguous  to  Wellington  College,  Broadmoor,  and  other  places  in  Berks  and 
Hants,  praying  that  an  inquiry  may  be  instituted  into  the  alleged  violation  or  contravention 
of  the  Acts  of  Parliament  mentioned  in  Section  6 of  the  Regulation  of  llailvvays  Act , 1873, 
committed  by  the  South  Eastern  and  South  Western  Railway  Companies,  or  one  of  them, 
by  their  having  failed  to  construct  and  woik  proper  junctions  at  Farnborough,  as  required 
by  the  Act  9 8c  10  Viet.  cap.  171. 

Before  replying  to  the  Memorialists,  the  Board  of  Trade  will  be  glad  to  be  furnished  with 
any  observations  which  the  directors  of  your  company  may  desire  to  make  upon  the  subject 
of  the  Petition. 


The  Secretary, 

London  and  South  Western  Railway  Company, 
South  Eastern  Railway  Company. 


I am,  &c 

(signed)  T.  Gray. 


(R.  6312.) 


— No.  4.  — 


The  Secretary  lo  the  London  and  South  Western  Railway  to  Board  of  Trade. 


London  and  South  Western  Railway, 
Secretary’s  Office,  Waterloo  Bridge  Station,  S.E,, 
Sir,  24  October  1873. 

Your  letter  of  13th  October  (“  R.  5922  ”)  has  been  under  the  consideration  of  the 
directors,  and  I am  instructed  to  inform  you  that  the  two  memorials  which  accompanied  it 
refer  to  matters  not  under  the  control  of  this  company,  and  as  respects  which  they  have 
imperfect  knowledge,  and  under  no  Parliamentary  or  other  obligation. 

I'he  Reading,  Guildford,  and  Reigate  Railway  is,  and,  virtually,  always  has  been  merged, 
in  the  South  Eastern  Railway  Company’s  system  (although  not  originally  so  intended), 
and  the  London  and  South  Western  Company  are  not  in  any  respect  responsible  either 
0.54.  8 8 3 " for 
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for  its  conslruction  or  its  workinji  and  management,  and  no  obligation  as  respects  junctions 
near  to,  or  at  the  Fainborough  Station,  lias  ever  been  imposed  upon  the  South  Western 
Company. 

Tlie  directors  are  of  course  aware  that  no  proper  juncilon  exists  between  the  Readino-, 
Guildford,  and  Reigate  Railway,  and  the  South  Western  Railway,  at  or  near  the  Farn- 
borough  Station  ; but  a line  of  rai  s did  exist,  which  formed  a ccnnection  between  the  two 
lines,  in  a very  inconvenient  manner,  at  a point  about  three-quarters  of  a mile  east  of  the 
South  Western  Company’s  Fainborough  Station,  at  which  point  tliere  is  no  station  or 
junction. 

That  connecting  line  was  constructed  by  the  Reading,  Guildford,  and  Reigate,  or  South 
Eastern  Railway  Companies,  and  the  South  Western  Company  never  had  any  obligation 
in  respect  of  it,  or  any  powers  of  user. 

Even  if  its  user  by  tlie  South  Eastern  Company  were  practicable,  the  South  Western 
Company  would  very  much  object  to  be  compelled  to  stop  their  trains  at  a point  so 
neat  to  their  Faniborough  Station,  to  interchange  traffic  and  vehicles,  and  no  accommoda- 
tion for  such  interchange  exists. 

In  tlie  last  Session  of  Parliament  the  Soiitli  Western  Company  obtained  an  Act  to  con- 
struct a new  line  ot  railway  from  Ascot  to  their  main  line  near  Farnborough  Station,  and 
to  their  Ahier&hot  branch,  wh  ch  new  line  will  pass  through  a portion  of  the  district  in 
whicii  the  memorialists  reside,  and  it  is  hoped  that  the  consti uction  of  that  new  line  will, 
to  a considerable  extent,  increase  the  railway  accommodation  for  that  district. 

I am,  &c. 

The  Assistant  Secretary,  (signed)  Frederick  Clarke, 

Railway  Department,  Board  of  Trade.  Secretary. 


(R.  631‘2.) 


— No.  5.  — 


Boaid  of  Trade  to  the  Secretary  of  the  South  Eastern  Railway  Company. 


Board  of  Trade,  Whitehall  Gardens, 

Sir,  12  November  1873. 

I AM  directed  by  the  Board  of  Trade  to  reniind  you  that  they  have  not  leceived  any 
reply  from  your  Company  to  their  letter  of  the  13th  October,  witli  reference  to  the  memo- 
rials of  the  inhabitants,  owners,  and  occupiers,  in  the  district  lying  contiguous  to  Welling- 
ton College,  on  the  subject  of  ihe  junctions  at  Farnbomugh  required  by  the  Act  9 & 10 
Viet.  c.  171,  and  I am  to  request  that  you  will  be  good  enough  to  move  the  directors  of 
the  South  Eastern  Railway  Company  to  furnish  this  department  with  any  observations 
they  may  wish  to  make  respecting  the  memorials  as  soon  as  possible. 

1 am,  &c. 

The  Secretary,  South  Eastern  Railway  Company.  (signed)  T.  Gray. 


(R.  6831.) 


— No.  6.  — 


Mr.  W.  J.  Farrer  to  Board  of  Trade. 


66,  Lincoln’s  Inn  Fields,  London,  W.C., 
Sir,  14  November  1873. 

I AM  very  much  obliged  by  the  copy  of  the  letter  from  the  South  Western  Railway, 
dated  24th  October,  which  has  been  forwarded  to  me  on  behalf  of  those  who  signed  two 
memoiials  presented  to  the  Board  of  Trade  on  5th  October  last. 

It  IS  true  that  the  Reading,  Guildford,  and  Reigate  line  has  been  merged  in  the  South 
Eastern  Railway,  and  that  the  South  Western  is  under  no  obligation  to  make  a junction 
with  it  at  the  Farnborough  Station. 

The  South  VA'estern  Railway  is,  however,  under  obligation  to  facilitate  the  making  of 
such  junctions  in  accordance  with  9 & 10  Viet.  c.  171,  ss.  18  & 19,  as  set  forth  in  the 
memorials. 

Since  the  South  Western  Hailway  was  already  formed  when  the  Reading,  Guildford,  and 
Reigate  line  was  promoted  in  Parliament,  the  obligation  of  making  the  junction  properly 
lies  upon  the  company  which  was  then  seeking  its  Act,  but  the  whole  scope  of  that  Act 
(9  & 10  Viet.  c.  171)  shows  that  the  object  proposed  by  the  Promoters,  and  sanctioned  by 
Parliament,  was  the  creation  of  a line  which  should  form  junctions  with  the  Great  West- 
ern, South  Western,  South  Eastern,  and  Brighton  lines,  and  that  of  these  junctions,  those 
at  Farnborough  were  specially  insisted  upon  by  Parliament,  since  s.  26  prohibits  the 
opening  or  use  of  any  other  portion  of  the  line  till  these  junctions  were  completed  and 
opened  for  public  traffic. 

It  is  true  that  a connection  was  made  between  the  two  railways  at  a point  about  three- 
quarters  of  a mile  east  of  the  South  Western  Company’s  Farnborough  station,  and  that 
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this  line  was  made  by  the  South  Eastern  Company.  But  this  connection  was  made  for  the 
special  purpose  of  conveying  Her  Majesty  to  open  Wellington  College,  and  was  not  such  a 
connect  on  as  was  directed  by  Parliament,  because  it  was  not  a connection  with  the  Farn- 
boi'oug:h  Station,  but  with  a point  distant  three-quarters  of  a mile  from  that  station. 

It  is  possible  that  the  connection  was  thus  made  for  the  purpose  of  evading  the  com- 
pany’s obligation  of  making  the  two  station  junctions  prescribed  by  Parliament. 

That  connecting  line  is  no  doubt  a very  inconvenient  one,  has  only  been  used,  as  we  have 
said  before,  on  two  occasions,  and  its  rails  have  now  been  taken  uj). 

Permit  me  to  point  out  that  any  discussion  as  to  this  connection  would,  in  fact,  only  serve 
to  distract  the  attention  of  the  Board  of  Trade  from  the  point  really  at  issue.  What  Par- 
liament directed  was  that  the  Reading,  Guildford,  and  Reigate  Railway  Company  (now  the 
South  Eastern  Company),  should  make  two  junctions  with  the  South  Western  Railway 
Company  on  the  north  and  south  sides  of  their  line  at  their  Farnborough  Station,  and  at  no 
other  point. 

If  such  junctions  were  made  theie  would  be  no  place  for  the  argument  that  the  connec- 
tion was  inconvenient.  What  would  have  proved  an  inconvenience  had  the  connection  ever 
been  used  was  the  making  the  junction  not  at  the  Farnliorough  Station,  but  at  a point 
three-quarters  of  a mile  distant  from  it. 

The  South  W’estern  Company  did  obtain  an  Act  in  the  last  Session  of  Parliament  for  a 
new  line  from  Ascot  to  their  main  line  near  Farndorough  Station.  But  this  line  will  not 
helo  the  greater  part  of  the  districts  injured  by  the  omission  of  the  South  Eastern  Com- 
pany to  fulfil  their  obligations.  It  will  not,  in  fact,  help  Wellington  College,  Broadmoor, 
Finchanipstead,  Eversley,  or  Yateley  at  all,  and  it  will  help  Sandhurst  but  very  little,  since 
the  line  itself  will  be  circuitous,  running  as  it  will  to  Ascot;  and  the  trains  upon  it,  as  now 
upon  the  Staines,  Wokingham,  and  Reading  line,  will  all  be  slow  ones. 

That  this  is  tlie  feeling  of  Sandhurst  and  York  Town  is  proved  by  the  large  number  of 
signatuies  to  the  memorials  liora  those  districts. 

I am,  &c. 

The  Secretary  of  the  Board  of  Trade,  (signed)  JVm.  Jas.  Farrer. 

&c.  &c.  &c., 

Whitehall,  S.W. 


— No.  7.  — 

(R.6831.) 

Board  of  Trade  to  the  Secretary  of  the  South  Eastern  Railway  Company. 

Board  of  Trade,  Whitehall  Gardens, 

Sir,  *25  November  1873. 

With  reference  to  the  letters  from  this  Department,  dated  the  13th  October  and  the 
12th  instant,  on  the  subject  of  the  Farnborough  Junctions,  I am  directed  by  the  Board  of 
Trade  to  request  that  you  will  be  good  enough  to  inform  them  when  the  observations  of  the 
South  Eastern  Railw'ay  Company  on  the  memorials  from  the  inhabitants  of  the  districts 
are  likely  to  be  received. 

I am,  &c. 

(signed)  W.  R.  Malcolm. 

The  Secretary,  South  Eastern  Railway  Company. 


— No.  8.  — 

(R.  7104.) 

The  Secretary  to  the  South  Eastern  Railway  to  the  Board  of  Trade. 

South  Eastern  Railway,  Secretary’s  Office, 
London  Bridge  Station,  London,  S.E., 

Sir,  28  November  1873. 

I AM  directed  to  reply  to  your  letter  of  the  13th  October,  upon  the  subject  of  a junction 
between  the  Company’s  Reading  line  and  the  South  Western  Railway  at  Farnborough. 

The  Directors  are  advised  that  whatever  obligations  may  have  been  imposed  upon  the 
Reading  and  Reigate  Company,  with  respect  to  such  junction,  none  ever  devc^lved  upon  the 
South  Eastern  Company. 

But  even  if  it  were  admitted  that  this  Company  did  originally  incur  some  obligations  in 
the  matter,  the  Directors  consider  that  they  are  entirely  relieved  from  them  by  the  length 
of  time  which  has  elapsed  and  by  the  altered  state  of  things  now  existing  with  respect  to 
railway  communications  in  the  district  referred  to. 

I have,  &c. 

The  Assistant  Secretary,  (signed)  John  Shaw,  Secretary, 

Railway  Department,  Board  of  Trade. 
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(R.  7104.) 


— No.  9.  — 

Board  of  Trade  to  Mr.  IV.  J,  Farrer. 


Board  of  Trade,  Whitehall  Gardens, 

Sir,  2 Deiember  1873. 

With  reference  to  previous  correspondence  on  the  subject  of  the  Memorial  of  the  in- 
liabitauts  and  others,  in  the  district  in  the  neij^hbouihnod  of  Wellington  College,  respecting 
the  obligations  imposed  by  Parliament  upon  the  South  Eastern  and  South  Western  Rail- 
way Companies  with  regard  to  the  lormtition  of  junctions  at  Farnborougli  Station,  I am 
directed  by  the  Board  of  Trade  to  transmit  to  you  herewith  a copy  of  the  reply  of  the  South 
Eastern  Company,  and  1 am  to  request  that  you  wdl  be  good  enough  to  submit  to  this 
Department  any  observations  which  the  Memorialists  may  desire  to  make  thereon. 

lam,  &c. 

William  J,  Farrer,  Esq.,  G6,  Lincoln’s  Inn  Fields.  (signed)  fV.  R.  Malcolm. 


— No.  10.— 

(R.  7575-) 

Mr.  W.  J.  Farrer  to  Board  of  Trade. 

66,  Lincoln’s  Inn  Fields,  London,  W.C., 

Sir,  December  1873. 

I BEG  to  acknowledge  the  receipt  of  your  letter,  enclosing  a copy  of  one  dated  28th 
November  1873,  from  the  South  Eastern  Railway,  in  answer  to  the  petition  of  the  inlial)itants 
of  the  district  surrounding  Welliniiton  College,  York  Town,  See. 

That  letter  lakes  two  grounds: — 

1.  That  whatever  obligations  may  have  been  imposed  upon  the  Reading,  Guildford, 
and  Reigate  Company,  none  whatever  devolved  upon  the  South  Eastern 
Company. 

2.  That  if  the  South  Eastern  Company  did  originally  incur  some  obligation,  the 
Directors  consider  they  are  entirely  relieved  by  length  of  time  and  the  altered  state 
of  things  now  existing  in  the  district. 

The  South  Eastern  Company  iherefcre  do  not  dispute  that  the  Reading,  Guildford,  and 
Reigate  Company  (of  whose  undertaking  they  took  a transfer)  were  under  very  stringent 
obligations  to  make  the  junctions  now  sought;  but  they  deny  that  those  obligations 
devolved  upon  their  own  body  when  they  took  a transfer  of  the  Reading,  Guildford,  and 
Reigate  line. 

You  will,  no  doubt,  remember  that  the  Act  for  establishing  the  original  line  is  9 & 10 
Viet.  c.  17J,  and  that  the  obligations  involved  are  containerl  in  the  Clauses  18,  19,  20,  26, 
45,  46,  and  47. 

The  Act  for  transferring  the  Guildford  and  Reigate  line  to  the  South  Eastern  is  the 
15  Viet.  c.  103.  By  Section  3 the  Reading  company  is  dissolved,  and  their  entire  under- 
taking vested  in  the  South  Eastern  Company.  By  Section  11  it  is  provided  that  it  shall 
not  be  incumbent  on  the  South  Eastern  Company  to  construct  any  works  under  the 
Reading  Acts  not  already  constructed,  and  which,  if  they  had  not  been  passed,  the 
Reading  Company  would  not  have  been  compellable  to  construct.  Section  12  declares 
that,  notwithstanding  the  Guildford  and  the  Reading  Acts,  all  contracts  and  agreements 
entered  into  by  the  Reading  company  should  be  valid  as  against  the  South  Eastern 
Company  ; and  Clause  54  expressly  re-enacts  all  those  clauses  in  the  original  Act  (9  & 10 
Viet.  c.  171,  ss.  20,  21,  46,  and  47),  which  among  other  things  prescribe  in  detail  the  mode 
of  effecting  the  junctions  at  Farnborough,  and  the  respective  rights  of  the  two  companies 
at  the  junctions. 

Under  these  circumstances  the  memoralists  think  it  clear  that  the  Amalgamation  Act  of 
1852  did  contemplate  and  renew  the  obligation  of  the  South  Eastern  Company  to  carry 
out  the  works  directed  by  the  original  Act  of  the  Reading,  Guildford,  and  Reigate 
Railway. 

The  junctions  at  Farnborough  were  works  which  the  Reading  Company  was  compellable 
to  construct,  and  the  obligation  devolved  on  the  transferee  company  under  Sections  11 
and  12.  But  even  if  this  transferring  Act  had  not  expressly  contemplated  and  renewed  the 
obligation,  I submit,  with  great  confidence,  that  no  railway  company  can  take  the  transfer 
of  another  railway  without  becoming,  ipso  facto,  liable  to  the  obligations  and  conditions 
imposed  by  Parliament  on  the  original  undertaking. 

But  further,  apart  from  original  or  renewed  Parliamentary  obligations,  one  of  the  objects 
aimed  at  by  Parliament  in  establishing  the  court  of  the  Railway  Commission  was  to 
compel  companies  which  come  into  contact  with  each  other  to  work  in  correspondence. 

The  case,  therefore,  of  your  memoralists  is  one  in  which  the  Commissioners  may  properly 
exercise  their  powers  of  compelling  traffic  correspondence,  independently  of  express  original 
or  renewed  Parliamentary  obligations. 

For  these  reasons  your  memoiialists  submit  that  there  is  no  substantial  ground  for  the 
contention  of  the  South  Eastern  Railway  Company,  that  they  have  been  relieved  from  the 
original  conditions  imposed  upon  the  Reading,  Guildford,  and  Reigate  Company. 
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The  South  Eastern  Company  contend  tliat  they  are  relieved  by  lapse  of  time  and  the 
altered  state  of  circumstances.  But,  again,  your  memorialists  submit  that  lajjse  of  time 
cannot  bar  their  riglits. 

Hitherto  tliey  have  had  no  nreans  of  making  known  their  wrongs.  They  are  a number 
of  individuals  scattered  over  large  districts,  with  no  point  of  unity  or  organization,  and  they 
have  been  obliged  to  keep  silence,  Irccause  tliey  knew  not  where  to  turn  for  redress. 

Now  that  a Board  of  Commissioners  is  appointed  whose  duty  it  is  so  to  control  the  action  ot 
railway  companies  as  to  make  them  work  for  the  benefit  of  the  public,  they  trust  that  your 
honourable  Board  will  enforce  the  conditions  imposed  by  Parliame.it.  In  the  districts 
themselves  there  is  no  alteration  in  the  state  of  tilings,  beyond  tlie  fact  that  population  has 
grown,  and  that  injuries  are  perhaps  more  keenly  felt  than  formerly. 

I am,  &c. 

The  Assistant  Secretary  of  the  (signed)  William  James  Farrer. 

Board  of  Trade,  Railway  Department. 


— No.  11.  — 

Memorandum  left  by  Mr.  W.J.  Farrer,  as  to  the  Petition  of  the  Inhabitants  of 
Wellington  College,  and  the  surrounding  Districts. 

This  Petition  rests  firstly,  and  principally,  uiion  the  General  Railway  Traffic  Act  of  1854 
as  amended  by  the  Railway  and  Canal  Traffic  Act  of  1873,  on  the  ground  that  the  South 
Eastern  and  South  Western  Railways  come  into  contact  with  each  other  at  Farnborough, 
and  do  not  e n respond,  though  they  ought  to  do  so. 

It  i.s,  therefore,  within  the  general  jurisdiction  of  the  Railway  Commissioners  to  compel 
such  correspondence. 

But  the  Petitioners,  in  addition  to  this  general  ground,  rely  further  upon  the  obligations 
contained  in  9 & lU  Viet.  c.  171,  quoted  in  the  Petition,  under  whi.  h the  Reading,  Guild- 
ford, and  Reigate  Company  was  bound  to  make  the  two  junctions  at  Farnborough,  as  indi- 
cated in  tlie  Petition. 

It  is  understood  that  doubt  lias  been  suggested  as  to  the  obligatory  nature  of  the  provi- 
sions in  the  Reading,  Guildford,  and  Reigate  Act,  owing  to  the  second  clause  of  the  15  Viet, 
c.  103  (the  Amalgamation  Act  of  the  South  Eastern  with  the  Reading,  Guildford,  and 
Reigate  Railway). 

But  the  repealing  clause  must  be  taken  with  the  preamble  relating  thereto.  That 
preamble  is  in  the  following  words  : — 

“ Whereas,  in  order  to  avoid  inconvenience  arising  from  seveial  private  Acts 
“ relating  to  the  same  piir|)Oses  being  in  force  at  the  same  time,  it  is  expedient  that  the 
“Reading  Acts  he  repealed,  and  that  some  of  the  powers  and  provisions  thereof  be 
“ amended  and  re-enacted,  or  continued  by  this  Act.” 

Then  (after  Clause  1,  relating  to  the  name)  follows  the  repealing  elause  ; — 

“ That  from  and  after  the  passing  of  this  Act,  but  subject  to  the  provisions  thereof, 
“ the  Reading  Acts  are  hereby  repealed.” 

The  repeal  in  question,  therefore,  was  intended  to  apply  only  to  those  parts  of  the  Act 
which  run  on  all  fours  with  similar  provisions  in  the  South  Eastern  Acts,  and  was  not 
intended  to  repeal  ihe  special  obligations  of  the  Reading,  Guildford,  and  Reigate  Railway- 

In  the  original  Reading,  Guildford,  and  Reigate  Act,  9 & 10  Viet.  c.  171,  Clause  20 
directed  the  mode  in  which  the  Reading,  Guildford,  and  Reigate  Line  should  make  its  junc- 
tions with,  amongst  others,  the  London  and  South  Western  Railway. 

Clause  21  secured  the  rights  of  the  London  and  South  Western  Raihvay  Company  at 
such  junctions. 

Clause  46  limited  the  power  of  the  South  Eastern  to  interfere  with  the  South  Western 
Railway  Company  at  the  junctions. 

Now  all  these  Clauses  are  re-enacted  by  Clause  54  of  the  Amalgamation  Act,  15  Viet, 
c.  103,  s.  54,  and  it  is  clear  that  these  clauses  can  refer  to  the  junctions  at  Farnborough 
alone,  for  the  following  reasons: — 

There  are  but  two  other  points  (besides  Farnborough)  at  wdiich  the  South  Eastern  Rail- 
way Company  comes  in  contact  with  the  lines  owned  or  worked  by  the  South  Western. 
The  one  is  at  Wokingham,  where  the  Staines,  Wokingham,  and  Woking  Line,  now  worked 
by  the  South  W'estern,  has  running  powers  over  the  South  Eastern  Line.  But  the  Act 
for  this  line  was  obtained  by  a separate  company,  called  the  “ Staines,  Wokingham,  and 
Woking  Company,”  in  1S53,  and  the  line  was  then,  and  still  is,  called  the  “ Staines,  W'oking- 
ham,  and  Woking  Railway. ” 

Now,  as  the  Amalgamation  Act  of  the  South  Eastern  Railway  with  the  Reading,  Guild- 
ford, and  Reigate  Line  was  obtained  in  the  year  1652,  and  the  junctions  therein  referred  to 
are  junctions  with  “The  South  Western,”  it  is  clear  that  the  junctions  referred  to  cannot  be 
those  with  the  Staines,  Wokingham,  and  Woking  Line  at  Wokingham. 

0.54.  T T 
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The  other  point  at  which  the  two  systems  of  the  South  Eastern  and  the  South  Western 
Companies  infringe  on  one  another  is  at  Ash,  on  the  Farnham  and  Alton  branch  of  the 
South  Western.  The  Act  for  tliis  branch  was  obtained  in  1846,  but  in  this  case,  us  in  the 
Wokingham  one,  the  South  Eastern  was  the  original  and  principal  line  over  which  the 
South  Western,  as  an  intruder,  was  seeking  accommodation,  so  that  in  these  cases  it  did 
not  lie  within  the  power  of  the  Smith  VV'estern  to  claim  protecting  privileges.  Now  the 
provisions  quoted  and  re-enacted  in  15  Viet.  c.  103,  are  all  provisions  for  protecting  the 
South  Western,  as  the  principal  line,  again-t  the  intruii;)n  of  the  South  Eastern,  so  that 
they  can  only  refer  to  a case  in  which  the  South  Western  was  the  principal,  and  the  .South 
Eastern  the  intiuding  line  ; and  this  state  of  circumstances  occurs  at  Farnborough,  and 
Farnborough  only,  fhe  provisions,  therefore,  quoted  and  re-enacted  in  15  Viet.  c.  103,  s,  54, 
can  reler  only  to  the  jum  tion  at  Fai  nboiough.  Again,  if  anything  more  were  needed,  the 
junction  at  Ash  was  on  a line  then  called  “ The  South  Western,  Farnham,  and  Alton 
Branch,”  not  on  the  line  called  “ 'i'he  South  Western  ” generally.  But  the  provisions  in 
15  Viet,  c,  103,  s.  54,  protecting  ihe  Soidh  Western,  all  refer  to  the  South  Western” 
geneially,  and  do  not  mention  the  Farnham  and  Alton  Branch.  Hence,  again,  they  can 
only  re'er  to  the  junctions  at  Farnborough  ; so  that  it  is  clear  that  the  junctions  for  which 
provision  is  made  in  the  Amalgamation  Act  were  not  intended  hy  Parliament  to  apjdy  to 
any  other  junctions  than  those  at  Farnborough. 

On  the  whole,  therefore,  the  petitioners  rest  their  case:  — 

1st.  On  the  general  regulations  ci  ntained  in  the  Railway  Traffic  Acts,  and — 

2nd.  They  fortify  this  position  by  the  special  enactment  of  the  Reading,  Guildford, 
and  Reigate  Act,  and  maintain  confidently  that  those  special  provisions  are  re-enacted 
by  the  Amalgamation  Act  of  1852. 

January  1874. 


— No.  12.  — - 


CASE  for  the  Opinion  of  the  Solicitor  General. 

Two  memoiials  have  been  presented  to  the  Board  of  Trade  from  His  Royal  Highness 
the  Piince  of  Wales  and  other  Governors  and  Masters  of  Wellington  College,  and  from 
owners  and  occupiers  of  property  in  the  neighbourhood  of  the  college,  complaining  of  an 
alleged  violation  hy  the  Scuth  Eastern  and  South  Western  Railway  Companies  of  the 
provisions  of  the  Statute  9 & 10  Viet.  c.  171  (Local  and  PersonaH. 

By  this  Statute  the  Reading,  Guildford,  avid  Reigate  Railway  Comiiany  were  empowered 
to  construct  a railway  from  the  Great  Western  Railway  at  Reading  to  join  the  London 
and  Brighton  and  South  Eastern  Railways,  in  the  pailsh  of  Reigate,  with  such  branches 
as  hereinafter  particularly  iiientioned. 

The  branches  are  described  as  follows  in  Sections  18  and  19  of  the  above-named  Act: — 

Section  18.  ‘‘Be  it  enacted  that  the  fiist  of  the  said  intended  branches  of  railways 
shall  diverge  from  and  out  of  the  said  intended  railway  on  the  northern  side  of  the 
London  and  South  Western  Railway,  in  the  parish  of  Farnborough,  in  the  county  of 
Southampton,  and  shall  pass  in  or  through  and  shad  terminate  within  the  same  parish 
by  a junction  with  the  said  London  and  South  Westein  Railway  at  or  near  to  the  Farn- 
borough Station  of  the  same  railway.” 

Section  19.  “And  be  it  enacted  that  the  second  of  the  said  branches  of  railways 
shall  diverge  from  and  out  of  the  railway  on  the  southern  side  of  the  said  London  and 
South  Western  Railway,  in  the  said  parish  of  Farnborough,  in  the  said  county  of 
Southampton,  and  shall  pass  in  or  through  and  shall  terminate  within  the  same  parish 
by  a junction  with  the  said  London  and  South  V’estern  BaiRvay  at  or  near  to  the  said 
Farnborough  Station  of  the  same  railway.” 

Section  26  of  the  same  Act  provides  : “ That  no  other  portion  of  ihe  said  railway 
shall  be  opened  for  public  traffic  unlit  that  portion  bettveen  Reading  and  the  Farn- 
borough Station  of  the  London  and  South  Western  Raihoay  shall  have  been  first 
completed  and  opened  for  public  traffic  as  aforesaidT 

The  allegation  of  the  memorialists  is,  that  this  proviso  has  never  been  carried  out,  and 
it  is  admitted  by  the  companies  that,  although  works  were  executed,  and  for  some  short 
period  junction  lines  were  laid  down  from  the  Reading,  Guildford,  and  Reigate  Railway  to 
the  Soiitli  Western  line  at  some  little  distance  fiom  the  EarnbiTough  Station,  the  junction 
was  never  opened  for  public  traffic,  and  the.  rails  have  long  since  been  removed. 

In  the  year  1852  the  iindeitaking  of  the  Reading,  Guildford,  and  Reigate  Railway  Com- 
pany was  iransferretl  to  the  South  Eastern  Railway  Company  by  the  South  Eastern  and 
Reading,  Guildford,  and  Reigate  Railways  Amalgamaiion  Act,  1852,  15  Viet.  c.  103 
(Local  and  Pcr-onal). 

By  this  A<  t all  the  Acts  of  the  Reading  Company  weie  repealed,  with  the  exception  of 
certain  sections,  winch  are  specially  re-enacted  ni  the  Amalgamation  Act. 

Section  3 of  the  last-named  Act  provides : “ That  from  and  after  the  passing  of 
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this  Act,  the  Reading  Company  shall  be  dissolved,  and,  subject  to  the  powers  and 
provisions  of  this  Act,  all  the  undertaking,  estates,  property,  and  effects  whatsoever  of 
that  company  already  demised  to  the  South  Eastern  Company,  and  all  the  capital  and 
all  other  property  and  effects,  and  all  the  estates,  rights,  and  interests,  authorities  and 
privileges,  b ^th  at  law  and  in  equity,  and  otherwise  howsoever  of  the  Reading  Company, 
shall  respectively  remain  and  be  tiansferred  to  and  vested  in  the  South  Eastern  Com- 
pany absolutely  and  for  ever,  and  shall  be  deemed  part  of  the  original  undertaking  of 
that  company.” 

Sections  10  and  11  of  the  same  Act  provided  as  follows: — 

Section  10.  “ That  from  and  after  the  passing  of  this  Act,  the  South  Eastern  Com- 
pany may  from  time  to  time  complete,  repair,  and  niaiutain  the  Rt'ading  Railway  and 
the  works  and  conveniences  thereof.” 

Section  11.  “ Provided  always  that  it  shall  not  be  incumbent  on  the  South  Eastern 
Company  to  construct  any  part  of  the  I'ailways  and  works  by  the  Reading  Acts  or  any 
of  them  authorised  whiclr  is  not  already  constructed,  emd  which,  if  this  Act  had  not 
been  passed,  the  Reading  Compang  would  not  be  compellable  to  construct ; and  that 
this  Act  shall  not  e.xtend  the  respective  periods  by  the  Reading  Acts  limited,  for  the 
compulsory  purchase  o!  land  and  for  completing  the  railways  and  works  by  those  Acts 
authorised.” 

With  respect  to  the  provisions  in  favour  of  particular  parts  of  the  Reading  Acts,  it  is 
enacted  as  follows  in  Section  54  of  the  same  Act: — 

“ That  notwithstanding  the  repeal  of  the  Reading  Acts,  h is  enacted  that  the  several 
sections  and  provisions  cited  in  this  section  of  those  Acts  shall  respectively,  so  far  as 
tlie  same  are  immediately  before  the  passing  of  this  Act  in  force,  remain  in  force,  and 
this  Act  and  the  several  powers  and  provisions  thereof  shall  accordingly  be  in  all 
respects  subject  and  without  prejudice  to  tliose  cited  sections  and  provisions  respec- 
tively ; and  this  Act  or  anything  tiierein  contained  shall  not  (except  only  as  regards 
the  interpretation  provided  for  by  this  section)  alter,  interpret  the  meaning  of,  or  other- 
wise affect  those  cited  provisions  or  any  of  them  : Provided  always,  that  the  expression, 

‘ the  company,’  and  all  words  and  other  expressions  relating  to  the  Reading  Company 
in  those  cited  sections  and  provisions  or  any  of  them  contained,  shall,  after  the  passing 
and  for  the  purposes  of  this  Act,  mean  the  South  Eastern  Company,  and  those  cited 
sections  and  provisions  shall  have  effect,  and  be  observed  accordingly,  to  wit:  9 & 10 
Viet.  c.  171,  ss.  20,  21,  46,  47,  48,  49,  and  10  Sc  11  Vict.  c.  241,  s.  16,  and 
12  & 1.3  Vict.  c.  28,  ss.  13,  14,  15,  16,  17. 

Some  of  these  re-enacted  sections,  especially  12  & 13  Vict.  c.  28,  s.  13,  appear  t > have 
reference  to  the  possible  construction  of  ihe  junctions  at  Farnborough,  but  it  will  be  observed 
that  Sections  16  to  19  of  the  9th  & 10th  Vict.  c.  171,  which  authorise  the  construction  of 
the  branch  lines,  and  Section  26  of  the  same  Act,  which  contains  the  proviso  with  respect 
to  the  opening  of  the  junction  lines,  are  not  re-enacted. 

If  the  application  of  the  memorialists  were  entertained,  it  would,  probably,  be  necessary 
to  take  the  ca^e  before  the  Railway  Commissioners  constituted  under  the  Railway  and 
Canal  Traffic  Act,  1873,  as  being  a case  in  which  the  company  “ fail  to  afford  reasonable 
facilities  for  the  receiving  and  forwarding  and  delivering  of  traffic,  ?cc.,”  according  to  their 
“powers”  (see  Section  2,  Railway  and  Canal  Traffic  Act,  1854,  and  Section  6,  Railway 
and  Canal  Traffic  Act,  1873). 

But  under  the  above-mentioned  circumstances  the  Board  of  Trade  are  in  doubt  whether 
there  is  any  obligation  still  existing  upon  the  South  Eastern  Railway  Company  to  construct 
the  branches  aforesaid,  or  even  any  power  to  make  them  so  as  to  bring  the  company 
within  the  jurisdiction  of  the  Railway  Commissioners. 

By  the  Memorandum,  dated  January  1874,  the  memorialists  appear  to  contend  that  even 
supposing  the  powers  and  obligation  to  construct  the  branches  under  the  special  Act-*  to 
have  lapsed,  the  Railway  Commissioners  have  jurisdiction  under  the  General  Railway  and 
Canal  Traffic  Acts  to  make  an  order  upon  the  two  companies  to  give  through  communica- 
tion over  their  respective  lines  at  Farnborough. 

Your  opinion  is,  therefore,  requested  upon  the  following  point : — 

Whether  the  obligation  imposed  upon  the  Reading  Company  by  Sections  16, 
19,  and  26  of  the  Statute  9 & 10  Vict.  c.  171  (Local  and  Personal),  to  construct 
and  open  for  public  traffic  the  branches  at  Farnborough  Station  has  been  trans- 
ferred to  the  South  Eastern  Company  and  still  exists,  or  whether  the  obligation 
and  the  power  to  construct  them  have  been  done  away  with  by  the  repeal  of  the 
Reading  Acts  as  above  mentioned. 

And  further,  supposng  the  obligation  and  power  to  have  lap-ed,  whether  the 
Rail  way  Commissioners  are  empowered  by  the  General  Railway  and  Canal 
Traffic  Acts,  1854  and  1873,  to  make  an  order  upon  the  companies,  requiring  them 
to  give  through  communication  over  their  respective  lines  at  Farnborough,  even 
though  the  works  necessary  to  effect  such  communication  may  be  non-existent  or 
incomplete. 

Copies  of  the  memorials,  and  of  the  replies  of  ihe  companies  and  of  the  rejoinder  of  the 
memorialists,  are  sent  herewith. 

0.54. 
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Opinion. 

Tliat  vve  are  disposed  to  think  that  there  is  no  subsisting  legal  obligation  on  ihe  South 
Eastern  Comiiany  to  make  the  junction  in  question,  but  that  it  appears  to  us  to  be  unneces- 
sary to  determine  this  point,  because,  in  our  opinion,  the  Railway  and  Canal  Traffic  Acts, 
1854  and  1873,  have  no  application  in  a case  where  the  lines  of  railway  communication  do 
not  exist,  or  are  substantially  incomplete. 

(signed)  Henry  James, 

Temple,  13  February  1874.  W.  V.  Harcourt. 


— No.  13.  — 

(R.  1344.) 

Board  of  Trade  to  Mr.  H.  T.  Macnamara. 

Board  of  Trade,  Railway  Department,  London, 
Sir,  21  February  1874. 

I AM  directed  by  the  Board  of  Trade  to  transmit  to  you  hcrewitn  the  opinion  of  the  law 
officers  upon  an  applicatio  1 which  has  been  submitted  to  them  with  reference  to  an  alleged 
failure  of  the  South  Western  and  South  Eastern  Railway  Companies  to  carry  out  the 
requirements  of  the  Reading,  Guildford,  and  Reigate  Railway  Act,  9 & 10  Viet.  c.  171, 
together  wiih  all  the  papers  in  the  case. 

I am,  &c. 

H.  T.  Macnamara,  Esq.,  (signed)  IJ'.  R,  Malcolm. 

Railway  Commission,  House  of  Lords. 


(R.  1344.) 


— No.  14.  — 

Board  of  Trade  to  Mr.  W.  J.  I'arrer. 


Board  of  Trade,  Whitehall  Gardens, 
Sir,  7 March  1874. 

With  reference  to  two  petitions  which  were  foiwarded  by  you  from  the  inhabitants  of 
ihe  districts  lying  contiguous  to  Wellington  College,  Broadmoor,  Eversley,  Yateley,  and 
Einchampstead,  in  Berks  and  Hants,  [uaying  that  the  Board  of  Trade  would  take  such 
steps  as  shmild  seem  meet  for  correcting  certain  violations  or  contraventions  of  the  Acts  of 
Parliament  mentioned  in  Section  6 of  the  Regulation  of  Railways  Acts,  1873,  which  are 
a leged  to  have  been  committed  by  the  South  Eastern  and  the  London  and  South  Western 
Railway  Companies,  and  for  compelling  tlie  aforesaid  companies  to  make  and  work  proper 
junetions  at  Farnborough  in  correspondence  with  each  other,  1 am  directed  by  the  Board  of 
Trade  to  acquaint  you,  for  the  information  of  the  petitioners,  that  the  Board  of  Trade,  on 
the  16th  January  last,  submitted  a case  for  the  opinion  of  tlie  law  officers  of  the  Crown  as 
to  whether  there  is  any  subsisting  legal  obligation  on  the  South  Eastern  Railway  Company 
t<t  make  a junction  wdth  the  line  of  the  London  and  South  Western  Railway  Company  at 
Farnborough  Station,  and  tliai  having  received  an  opinion  from  the  law  officers  that  there 
is  no  such  obligation,  the  Board  of  Trade  feel  themselves  compelled  to  decline  to  accede  to 
the  prayer  of  the  petiiioners. 

I am  to  add  that  if  you  wish  to  see  a copy  of  the  case  and  opinion  referred  to,  a copy 
shall  be  sent  to  you. 

William  James  Farrer,  Esq.,  I am,  &c. 

66,  Lincoln’s  Inn  FiekL,  W.C.  (signed)  TV.  R.  Malcolm. 


— No.  15.  — 

(R.  >955-) 

Mr.  IF.  J.  Farrer  to  Board  of  Trade. 

66,  Lincoln’s  Inn  Fields,  London, 

Sir,  1 1 March  1874. 

I AM  much  obliged,  on  belialf  of  the  inhabitants  of  the  district  affected,  by  your  letter  of 
the  7th  March. 

I should  be  very  glad  to  see  a copy  of  the  case  and  opinion  of  the  law  officers  of  the 
Crown,  if  you  will  kindly  have  one  sent  to  me. 

W.  R.  Malcolm,  Esq.,  I am,  8cc. 

Board  of  Trade  (Raihvay  Department),  (signed)  TVm,  Jns,  Farrer. 

Whitehall. 
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— No.  16.  — 


(U.  19.35.) 


Board  of  Trade  to  Mr.  W.  J.  Farrer. 


Board  of  Trade,  Wliitehall  Gardens, 

Sir,  14  March  1874. 

I AM  directed  by  the  Board  of  Trade  to  transmit  to  you,  as  requesUd  by  your  letter  of 
the  7th  instant,  the  opinion  of  the  law  officers  of  the  Crown,  and  the  papers  in  connection 
tlierewii,’?,  in  the  matter  of  the  Farnborough  Junction. 

I have  to  request  that  the  papers  may  be  returned. 

I am,  See. 

VV.  J.  Farrrer,  £sq.,  (signed)  W.  R.  Malcolm. 

66,  hinculn’s  Inn  Fields,  W.C. 


— No.  17.  — 


(R.  4157.) 

Mr.  W.  J.  F 'arrer  to  Board  of  Trade. 

66,  Lincoln’s  Inn  Fields,  London, 

Sir,  20  May  1874. 

Referring  to  your  letter  of  the  7th  March,  I have  to  regret  its  remaining  so  long  un- 
answered. This  lias  arisen  jiartly  from  an  attack  of  illness,  and  partly  from  delay  in 
obtaining  the  opinion  of  two  leading  lawyers  on  the  liabilitv  of  the  companies. 

To  say  the  truth,  I did  not  feel  altogether  satisfied  with  the  opinion  you  were  good 
enough  to  forward  to  me,  of  which  I need  merely  point  out  one  result : this  is,  that  taking 
that  opinion  to  be  coriect,  if  two  companies  ran  their  trains  into  the  same  station  and 
within  six  feet  of  each  other,  it  would  be  beyond  tlie  power  of  the  Railway  Commissioners 
to  order  them  to  make  a junction  and  work  in  correspondence.  Such  a c>>nspquerice  seems 
so  approved  to  the  objects  of  Parliament  in  passing  the  Railvvay  Traffic  Acts  that  I felt 
the  present  case  demanded  some  further  consideration. 

I therefore  sent  the  case,  after  adding  some  few  additional  paragraphs  which  I thought 
necessary  to  make  the  statements  complete,  to  Mr.  Lindley  and  Mr.  Bowen  (of  the  Chancery 
and  Common  Law  bars,  respectively),  who  have  taken  great  pains  with  the  subject,  both  by 
themselves  and  in  their  consultations.  1 venture  to  forward  a copy  of  the  case  submitted 
to  them,  together  with  their  opinion  thereon,  and  to  express  a hope  that  the  Board  of 
Trade  will  yet  step  forward  to  protect  the  public  by  insisting  on  the  two  companies  working 
the  junction  at  Farnborough,  which  was  made,  and  still  exists,  theugh  now  disused.  This, 
counsel  thinks,  is  within  the  Commissioners’  powers,  and,  if  insisted  on,  would  probably 
lead  to  the  construction  of  a still  more  perfect  junction  at  Farnborough  Station. 

The  case  is  evidently  one  that  calls  for  the  interference  of  a department  of  Government, 
i.c.,  of  a body  which  the  railway  companies  well  know  will  not  be  driven  from  its  object  by 
fear  of  the  power  and  the  wealth  of  the  opponents  with  which  it  may  have  to  contend. 

The  local  public  that  is  injured  is  widely  scattered,  and  has  no  point  of  union,  organiza- 
tion, or  funds,  by  means  of  which  to  defray  an  expensive  contest.  Were  the  petitioners 
complainants,  the  railway  companies  well  know  that  if  they  could  only  keep  them  at  arm’s 
length  for  a certain  lime,  the  means  of  carrying  on  the  contest  would  fail,  and  the  wrong 
would  be  perpetuated. 

The  case  is  one  in  which  the  companies  have  debberately  committed  a twofold  wrong, 
by  evading  two  separate  obligations;  the  first  imposed  by  Parliament  in  1846,  the  second 
voluntarily  undertaken  in  1849,  and  they  now  rely  for  complete  escape  upon  their  past 
immunity. 

I hardly  suppose  that  the  question  of  expense  is  one  on  which  the  Lords  of  the  Privy 
Council  will  feel  a difficulty  ; yet  some  of  those  who  have  been  injured  authorise  me  to 
say,  that  if  their  Lordships  desire  a guarantee  to  a sum  of  limited  amount  (say  .oO/.),  or 
perhaps  even  more,  and  will  write  me  a letter  expressing  such  a wish,  they  will  give  the 
required  guarantee. 

I am,  &c. 

The  Secretary  of  the  Board  of  Trade,  (signed)  Wm,  Jas.  Farrer. 

Whitehall. 
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■ — No.  18.  — 


CASE  for  the  Opinion  of  Mr.  Charles  Bowen. 

Two  memorials  have  been  presented  to  the  Board  of  Trade  from  His  Royal  Highness 
the  Prince  of  Wales  and  other  governors  and  masteis  of  Wellington  College,  and  from  owners 
and  occupiers  of  property  in  the  neighbourhood  of  the  college,  complaining  of  an  alleged 
violation  by  the  South  Eastern  and  South  Western  Railway  companies,  as  well  of  the 
provisions  of  the  general  statutes  relating  to  railways  atid  canals,  1854  and  1873,  as  of  the 
special  provisions  of  the  Statute  9 & 10  Viet.  c.  171  (Local  and  Personal). 

The  case,  so  far  as  relates  to  this  last,  is  as  follows  : — 

By  the  Statute  in  question  the  Reading,  Guildford,  and  Reigate  Railway  Company 
were  empowered  to  construct  a railway  irom  the  Great  Western  Railway  at  Reading  to 
join  the  London  and  Brighton  and  South  Eastern  railways  in  the  parish  of  Reigate,  with 
such  branches  as  are  hereinafter  particularly  mentioned. 

The  Preamble  (setting  forth  the  object  of  the  Act)  declares  that  the  making  of  a rail- 
way from  the  Great  Western  Railway,  at  or  near  the  Reading  Station  of  the  said  railway, 
in  the  county  of  Berks,  to  join  the  London  and  Brighton  and  South  Eastern  Railways,  in 
the  parish  of  Reigate,  in  the  county  of  Surrey,  with  branch  railways  from  the  main  line 
at  or  near  Farnborengh,  in  the  county  of  Southampton,  to  the  Farnborough  Station  of 
the  London  and  South  Railway,  in  the  same  county,  would  be  of  great  public 

advantage.  The  branches  are  described  as  follows,  in  Sections  18  and  19  of  the  above- 
named  Act: 

Section  18.  “Be  it  enacted  that  the  first  of  the  said  intended  branches  of  railways 
shall  diverge  from  and  out  of  the  said  intended  railway  on  the  northern  side  of  the 
London  and  South  \^'csiern  Railway,  in  the  parish  of  Farnborough,  in  the  county  of 
Southampton,  anti  shall  pass  in  or  through  and  shall  terminate  within  the  same  parish 
by  a junction  with  the  said  London  and  South  Western  Railway,  at  or  near  to  the 
Farnborough  Station  of  the  same  railwav.” 

Section  19.  “ And  be  it  enacted  that  the  second  of  the  said  branches  of  railways 
shall  diverge  from  and  out  of  the  railway  on  the  southern  side  of  the  said  London  and 
and  S nith  Western  Railway,  in  the  said  parish  of  Farnborough,  in  the  said  county 
of  Southampton,  and  shall  pass  in  or  through  and  shall  terminate  within  the  same 
parish  by  a junction  with  the  said  London  and  South  Western  Railway  at  or  near  to 
the  said  FarnL'orough  Station  of  the  same  railway.” 

Section  2G,  of  the  same  Ad,  provides  that  no  other  portion  of  the  said  railway  shall  be 
opened  for  public  traffic  until  that  portion  betr'een  Reading  and  the  Farnborough  Station  of 
the  London  and  South  Western  Railway  shall  have  been  first  completed  and  opened  for 
public  traffic,  as  aforesaid. 

The  allegation  of  the  memorialists  is  that  this  proviso  has  never  been  carried  out,  and  it 
is  admitted  by  the  companies  that  this  is  so. 

In  1819  the  Reading,  Guildford,  and  Reigate  Company  obtained  an  Act  enabling  them 
to  make  a rlifferent  junction  near  Farnborough.  This  junction  is  about  three  quarters  of 
a mile  to  the  east  of  the  station.  It  was  used  on  two  occasions  only  — to  convey  the 
Queen  to  open  Wellington  College  and  to  convey  Sayei’s  and  Heeuan  to  their  prize  fight ; 
but  the  junction  was  never  opened  for  public  traffic,  and  the  rails  were  removed  by  the 
South  Eastern  Company  about  two  years  ago.  The  object  of  Parliament  in  directing  the 
junction  was  to  secure  throu'ih  traffic  from  the  districts  to  the  north  of  the  South  Western 
by  the  South  Western  line  to  l.ondon,  instearl  of  sending  them  by  the  circuitous  route  of 
Guildford,  Doiking,  and  Reigate.  It  is  obvious  that  this  would  have  been  secured  by  a 
junction  at  the  Farnbtirough  Station,  but  could  not  be  secured  by  a junction  nearly  a mile 
to  the  east  of  that  station  at  a point  abutting  on  the  mainline,  but  without  a station,  since 
it  would  have  involved  serious  danger  to  have  had  trains  running  through  such  a junction." 

Beyond  authorising  the  new  junction,  the  Act  of  1849  did  nothing.  It  did  not  alter,  in 
any  way,  the  obligations  of  the  Act  of  1846,  or  the  General  Acts. 

In  the  year  1852  the  undertaking  of  the  Reading,  Guildford,  and  Reigate  Company  was 
transferred  to  the  South  Eastern  Railway  Company  by  the  South  Eastern  and  Reading, 
Guildford,  and  Reigate  Railway's  Amalgamation  Act,  1852,  15  Viet.  c.  103  (Local  and 
Personal). 

The  Preamble  of  this  Act  recites  {inter  alia)  that,  “ to  avoid  inconveniences  arising  from 
several  ])rivate  Acts  relating  to  the  same  purposes  being  in  force  at  the  same  time,  it  was 
expedient  that  the  Reading  Acts  should  be  repealed,  and  that  some  of  the  powers  and 
provisions  thereof  should  be  amended  and  re-enacted  or  continued  by  that  Act.” 

The  Act  then.  Section  2,  enacts  that  from  and  after  the  passing  thereof,  but  subject  to 
the  provisions  thereof,  the  Reading  Acts  should  be  thereby  repealed. 

Section  3 of  the  last-named  Act  provides,  That  from  and  after  the  passing  of  this 
Act  the  Reading  Company  shall  be  dissolved,  and,  subject  to  the  powers  and  provisions 
of  this  Act,  all  the  undertaking,  estates,  property,  and  effects  whatsoever  of  that  company 
already  demised  to  the  South  Eastern  Company,  and  all  the  capital  and  all  other  property 
and  eftbets,  and  all  the  estates,  rights  and  interests,  authorities,  and  privileges,  both 
at  law  and  in  equity,  and  otherwise  howsoever  of  the  Reading  Company,  shall  respectively 
remain  and  be  transferred  to  and  vested  in  the  South  Eastern  Company  absolutely  and 
for  ever,  and  shall  be  deemed  part  of  the  original  undertaking  of  that  Company.” 

Sections 
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Sections  10  aiui  11  of’tliesame  Act  provide  ns  follows: — 

Section  10.  “'Ihat  from  and  after  the  passing  of  this  Act  the  South.  Eastern  Com- 
pany may,  from  time  to  time,  complete,  repair,  and  maintain  the  Reading  Railway, 
and  the  works  and  conveniences  thereof.’’ 

Section  11.  “ Provided  always,  that  it  shall  not  be  incumbent  on  the  South  Eastern 
Company  to  construct  any  part  of  the  railways  and  works  by  the  Reading  Acts,  or 
any  of  ihem  authorised  which  is  not  already  constructed  ” \_N.B. — 1’lie  short  branch 
line,  autlioiiscd  by  the  Act  of  1849,  was  constructed  at  this  time,  but  not  the  two 
blanches  directed  to  be  construcied  by  the  original  Act,  1846],  and  whici),  if  this 
Act  had  not  been  passed,  tlie  Reading  Company  would  not  be  compellable  to  con- 
struct, and  that  this  Act. shall  not  extend  tlie  res[)ective  periods  by  the  Reading  Act 
limited  for  tlie  compulsory  purchase  of  land,  and  for  completing  the  railways  and 
works  by  those  Acts  authorised,” 

By  Section  12  {irter  alia)  all  contracts,  agreements,  covenants,  and  securities  by  the 
Reading  Company  should  remain  good  and  effectual  against  the  South  Eastern  Company; 
and,  by  Section  14,  tlie  South  Eastern  Company  were  to  be  subject  to  and  should  perform 
and  be  liable  to  all  covenants,  conditions,  agreements,  duties,  and  liabilities  to  which  the 
Reading  Company  were  liable. 

With  respect  to  the  provisions  in  favour  of  particular  parts  of  the  Reading  Acts  it  is 
enacted  as  follows,  in  Section  54,  of  the  same  Act, 

That,  notwithstanding  the  repeal  of  the  Reading  Acts,  it  is  enacted  that  the  several  sec- 
tions and  provisions  cited  in  this  section  of  those  Acts  shall  respectively,  so  far  as  the  same 
are  immediately  before  the  passing  of  this  Act  in  force  remain  in  force,  and  this  Act,  and 
the  several  powers  and  provisions  thereof,  shall  accordingly  be  in  all  respects  subject  and 
without  prejudice  to  those  cited  sections  and  provisions  lespectively,  and  this  Act,  or  any- 
thing tin  rein  contained,  shall  not  (except  only  as  regaids  the  interpretation  provided  for  by 
this  section)  alter,  interpret  the  meaning  of,  or  otherwise  affect  those  cited  provisions,  or 
any  of  them.  Provided  always,  that  the  expression  “the  company,”  and  all  woids  and 
other  expressions  relating  to  the  Reading  Company  in  those  cited  sections  and  provisions, 
or  any  of  them  contained,  shall,  after  the  passing  and  for  the  purposes  of  this  Act,  mean 
the  South  Eastein  Company,  and  those  cited  sections  and  provisions  shall  have  effect  and 
be  observed  accordingly,  to  wit: 

9 & 10  Viet.  c.  171,  ss.  20,  21,  46,  47,  48,  49  ; and  10  & 11  Viet.  c.  241,  s.  16  ; 
and  12  & 13  Viet.  c.  28,  ss.  1.3,  14,  15,  16,  17. 

Allbongb  Sections  16  to  19  of  tbe  9th  & 10th  Viet.  c.  171,  which  authorise  the  con- 
struction of  the  l)ranch  lines,  and  Section  26  of  the  same  Act,  which  contains  the  proviso 
with  respect  to  tbe  opening  of  the  junction  lines,  are  not  expressly  re-enacted,  yet  many  of 
these  rc-enacted  sections,  especially  9 &:  10  Vict.  c.  171,  ss.  20,  21,  46,  47,  and  48,  and 
12  & 13  Vief,  c.  28,  s.  13,  re-enact  and  direct  the  mode  in  which  the  junctions  at  Farn- 
borough  shall  be  made,  and  provide  proper  protection  to  tbe  South  Western,  as  the  line 
intruded  upon  by  such  junctions. 

d’ho  case  therefore  stands  thus:  — 

9 & 10  Vict.  c.  171,  s.  26. — Distinct  obligation  to  make  junctions. 

1846  to  1847. — Obligation  neglected. 

15  V’ict.  c.  103,  s.  3. — General  repeal  of  9 & 10  Vict.  c.  171,  on  the  ground  of  tbe 
inconvenience  of  conrurrent  similar  private  Acts,  but  the  general  repeal  to  be  subject 
to  the  provisions  of  tbe  Repealing  Act. 

Sections  12  and  14. — General  re-enactment  of  conditions  and  liabilities  of  tbe  original 
company. 

Section  54. — Special  re-enactment  of  the  clauses  directing  the  mode  in  which  the 
junctions  at  Faruborough  were  to  be  made. 

Such  being  the  state  of  the  facts,  it  surely  cannot  be  maintained  that  the  obligation  to 
make  the  junctions  was  repealed  when,  by  the  very  Act  on  which  the  argument  for  repeal 
rests,  the  mode  in  which  the  junctions  were  to  be  made  is  declared. 

But  the  case  of  the  memorialists  does  not  rest  srdely  or  even  principally  upon  the  Acts 
above  quoted.  They  maintain  that  since  tbe  one  line  crosses  the  other  at  Farnburough  the 
case  is  one  in  which  the  companies  fail  to  afford  reasonable  facilities  fur  the  receiving  and 
forwarding  and  deliveiing  of  traffic,  &c.,  according  to  their  powers  (see  Section  2,  Railway 
and  Canal  Traffic  Act,  1854,  and  Section  6,  Railway  and  Canal  Traffic  Act,  1873).  They 
therefore  urge  on  the  Board  of  Trade  to  certify,  under  36  & 37  Vict.  c.  48,  s.  6,  that  in 
this  case  there  is  a violation  or  contravention  of  the  Railway  and  Canal  Traffic  Act,  1854, 
or  of  the  Regulation  of  Railways  Act,  1868,  or  of  36  & 37  Vict.  c.  48.  And  further,  they 
pray  the  Board  to  bring  such  offence  before  the  Railway  Commissioners,  acting  under  their 
general  powers  to  compel  through  traffic. 

It  is  understuod  that  the  Board  of  Trade  draw  a distinction  between  the  objection  of  a 
railway  company  to  provide  means  for  ihrough  traffic  when  such  obligation  is  imposed  by 
some  special  Act,  and  the  like  obligation  when  imposed  only  by  the  General  Traffic  Acts, 
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the  Board  being  disposed  to  interfere  to  compel  the  fulfilment  of  such  obligations  in  the 
first  case,  but  not  so  in  the  second. 

It  is,  liowever,  difficult  to  understand  the  grounds  for  any  such  distinction.  If  the  obli- 
gation exists,  there  it  is,  and  it  signifies  little  how  it  arises.  Indeed,  if  there  were  a distinc- 
tion, the  obluialion  under  the  general  law  would  seem  the  more  weighty  of  the  two. 

Again,  the  only  question  the  Board  of  Trade  is  disposed  to  put  is  whether  the  Railway 
Commissioneis  are  empowered  under  the  Acts  of  1854  and  1873  to  make  an  ordei'  on  the 
companies  requiiing  tliem  to  give  through  communication  over  their  respective  lines  at  Farn- 
boiough,  even  though  the  works  necessary  to  effect  such  communication  may  be  non- 
existent or  incomplete. 

But  surely  this  is  not  the  way  in  which  the  cpiestion  should  be  put.  The  (lourt  of  Com- 
missioneis has  the  same  powers  as  the  ordinary  courts,  and  in  a proper  case  the  Court  of 
Chancery  would  i?sue  a mandatory  injunction,  or  the  Court  of  Queen’s  Bench  a mandamus; 
and  if  such  order  were  not  obeyed,  would  very  soon  find  a means  of  compi  lling  obedience, 
either  by  stopping  the  traffic  altogetlier,  or  impounding  lire  revenues  till  the  company  sub- 
mitted. It  might,  of  course,  be  just  to  give  the  companies  time  to  execute  the  works;  and 
for  that  purpose  to  obtain  an  Act  renewing  their  powers  to  take  the  land  requiied;  but 
this  Avould  be  within  the  discretion  of  the  Court  of  Commissioners.  A somewhat  similar 
case  occuired  in  the  case  of  the  Great  Western  Railway.  It  crossed  the  Metropolitan  on 
a level.  '1  he  Boaid  of  Trade  filed  a Bill  to  compel  one  line  to  cross  on  a Inidge,  and 
ol4ained  a mandatory  injunction.  In  that  case  a term  of  yeais  was  given  to  execute  the 
works.  The  course  to  be  puisued  by  the  Commissioners  would  probably  be  a simihr  one. 

Your  opinion  is  thtrefoie  requested  upon  ihe  following  points  : — \^’hether  the 
obligation  imposed  upon  the  Reading  Company  by  Sections  18,  19,  and  26  of  the 
Statute  9 8c  10  Vict.c.  171  (Local  and  Personal),  to  construct  and  open  for  public 
traffic  the  branches  at  Fainborough  Station,  has  been  transferred  to  the  South 
Eastern  Company,  and  still  exists,  or  whether  the  obligation  and  the  power  to  con- 
struct them  have  been  done  aw’ay  Avith  by  the  repeal  of  the  Reading  Acts,  as  above 
mentioned. 

And  iurther,  supposing  the  obligation  and  power  to  have  lapsed,  whether  the 
Railway  Commissioners  are  empowered  by  the  (icneral  Railway  and  Canal  Ti-affic 
Acts,  1854  and  1873,  to  requiie  the  companies  to  give  through  communication 
over  their  respective  lines  at  Farnborough,  even  though  the  works  necessary  to 
efl'ect  such  communication  may  be  non-existent  or  incomplete,  and  what  powers 
they  have  of  causing  such  requirements  to  be  obeyed. 

Copies  of  the  memorials  and  of  the  replies  of  the  companies,  and  of  the  I'ejoinder  of  the 
memorialists,  are  sent  herewith. 


Opinion. 

1.  We  are  of  ojiinion  that  the  obligation  referred  to  no  longer  exists. 

2.  We  are  of  opinion  that  the  railway  companies  cannot  be  compelled  by  the  Railway 
C\  mmissiuners,  or  by  any  other  proceedings  in  law  or  equity,  to  make  these  brandies,  or 
either  of  them. 

But  we  are  disposed  to  think  that  the  branch  line  authorised  and  made  under  the  Act  of 
18-19  was  completely  dedicated  to  the  public  as  a public  railway,  and  that  it  has  been  ille- 
gally abandoned  by  the  South  Eastern  Railway  Company,  and  that  the  Railway  Commis- 
sioners have  the  power  of  compelling  the  South  Eastern  Railway  Company  to  put  down 
the  rails  a<iain,  and  to  work  it  and  allow  it  to  be  worked,  in  connection  with  the  South 
\\  estern  Railway. 

21  May  1874.  Nathaniel  Lindley. 

Charles  Bowen. 


— No.  19.  — 

(K-4157-) 

Board  of  Trade  to  Treasury. 

Board  cf  Trade,  Whitehall  Gardens, 

Sir,  13  June  1874. 

I AM  directed  by  the  Board  of  Trade  to  request  that  you  will  lay  before  the  Lends 
Commissioners  of  Her  ^Majesty’s  Treasury  the  following  case  of  complaint  by  the  Governors 
of  Wellington  College,  and  other  of  the  public  in  that  district,  against  the  South  Eastern 
and  the  London  and  South  Western  Railway  Companies. 

The  memorialists  allege  that  the  South  Eastern  and  the  London  and  South  Western 
Railway  Companies  have  not  provided  a junction  at  Farnborough  between  the  two  railways 
so  as  to  secure  tiirougli  traffic  between  that  district  and  London  via  the  London  and  South 
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Western  Railway,  but  send  tliem  by  the  circuitous  route  of  Guildford,  Dorking,  and 
Reigate. 

It  seems  that  in  1849  the  Reading,  Guildford,  and  Reigate  Company  obtained  powers  to 
make  a junction,  near  Farnborough,  witli  tlie  London  and  South  Western  Railway, 

This  connection  was  completed  and  inspected  by  an  officer  of  the  Board  of  Trade. 

It  appears,  however,  to  have  been  used  on  two  occasions  only  for  public  traffic. 

The  memorialists  are  advised  that  this  constitutes  such  a dedication  to  the  public  that  the 
railway  company  can  be  compelled  to  keep  open  this  branch  for  public  traffic. 

I am  to  point  out  that  as  this  is  a case  in  which  the  general  question  of  the  obligation 
of  railway  companies  not  to  close  works  once  opened  to  the  public  is  involved,  it  seems  to 
the  Board  of  Trade  that  the  matter  is  one  in  which  the  expenses  of  prosecution  might 
properly  be  defrayed  from  the  public  funds,  and  they  would  feel  obliged  if  the  Lords  Com- 
missioners would  inform  them  whether  they  concur  with  the  view  taken  by  this  Board,  and 
if  so,  whether  they  will  be  prepared  to  give  the  necessary  instructions  to  tlieir  solicitor  for 
undertaking  the  prosecution. 

I am,  &c. 

The  Secretaiy,  Treasury.  (signed)  fV.  R.  Malcolm. 


— No.  20.  — 

(R.  4796.) 

Treasury  to  Board  of  Trade. 

Sir,  Treasury  Chambers,  30  June  1874. 

The  Lords  Commissioners  of  Her  Majesty’s  Treasury  have  had  under  their  consideration 
Mr.  Malcolm’s  letter  of  the  13th  inst.,  bringing  under  their  notice  a complaint  made  by  the 
Governors  of  Wellington  C'dlege  and  others,  agiinst  the  South  Eastern  and  London  and 
South  Western  Railway  Companies  of  insufficient  accommodation  as  regards  through 
traffic  between  the  district  in  whir  h they  reside  and  London,  and  inquiring  if  their  Lord- 
ships  agree  with  the  Lords  of  the  Committee  of  Council  for  Trade,  that  instructions  should 
be  given  to  the  Treasury  Solicitor  to  take  proceedings  in  order  to  compel  the  railway  com- 
pany or  companies  concerneil  in  the  junction  line  between  the  Reading,  Guildford,  and 
Reigate  Railway,  and  the  London  and  South  Western  Railway,  to  keep  that  junction  which 
has  fallen  into  total,  or  partial  disuse,  open ; and  I am  to  acquaint  you,  for  the  information 
of  their  Lordships  of  the  Committee  of  Council  for  Trade,  that  my  Lords  think  the  Railway 
Commission  affords  adequate  means  of  redress  to  the  parties  wlio  consider  themselves  to  be 
aggrieved,  and  that  they  are  not  therefore  prepared  to  direct  their  solicitor  to  undertake  the 
prosecution. 

I am,  &c. 

T.  H.  Farter,  Esq.,  &c.  &c.  &c.  (signed)  William  Law. 


(R.  4796.) 


— No.  21.  — 


Board  of  Trade  to  Treasury. 


Board  of  Trade,  Whitehall  Gardens, 
Sir,  8 July  1874. 

I AM  directed  by  the  Board  of  Trade  to  acknowledge  the  receipt  of  your  letter  of  the  30th 
ultimo,  on  the  subject  of  proceedings  in  the  Farnborough  case. 

The  reply  of  the  J'reasury  states  “that  my  Lords  think  the  Railway  Commission  affords 
adequate  means  of  redress  to  the  pai  ties  who  consider  themselves  to  be  aggrieved,  and  that  they 
are  not  therefore  prepared  to  direct  their  solicitor  to  undertake  the  prosecution.”  This 
reply  scarcely  meets  the  point  raised  by  the  letter  of  the  Board  of  Trade.  That  letter  was 
written  on  the  assumption  that  the  Regulation  of  Railways  Act,  1873,  does  afford  a remedy 
by  means  of  proceedings  before  the  Railway  Commission.  If  this  were  not  so,  neither  the 
Board  of  Trade  nor  private  parties  could  proceed  at  all.  If  there  is  a remedy  either  one 
or  the  other  can  proceed. 

The  reply  of  the  Treasury  seems  to  assume  that  whenever  private  parties  can  proceed  the 
Board  of  Trade  are  not  to  proceed.  To  act  on  this  assumption  would,  in  effect,  be  to  repeal 
that  part  of  the  6th  section  of  the  Act  which  provides  that  upon  the  certificate  of  the 
Board  of  Trade  alleging  any  violation  or  contravention  of  the  Acts  therein  referred  to,  any 
person  appointed  by  the  Board  of  Trade  in  that  behalf  may  apply  to  the  Commission. 

That  enactment  was  expressly  introduced  with  a view  to  those  cases,  in  which  the 
wrong  being  of  a public  or  general  nature,  there  is  no  local  organization  or  local  fund  by 
means  of  which  proceedings  can  be  instituted.  The  real  question  in  this  instance  is  whether 
this  is  a case  of  that  character,  and  it  is  because  the  Board  of  Trade  believe  it  to  be  so 
that  they  have  asked  the  Treasury  whether  they  are  prepared  to  instruct  their  solicitor  to 
proceed. 
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It  is  true  that  it  is  by  no  means  an  easy  task  to  determine  in  what  cases  the  Government 
shall  and  in  what  cases  they  sliall  not  interfere,  but  some  principles  may  be  safely  laid 
down.  'I’hey  ought  not  to  interfere  where  the  grievance  is  perfectly  private,  e.g.,  that  of  a 
single  trader;  or  where  the  grievance  being  more  general,  there  is  a municipal  body  capable 
of  proceeding;  still  less  ought  they  to  interfere  where  the  question  is  simply  one  of  rivalry 
between  two  railway  companies.  But  where,  as  in  the  present  case,  there  is  a distinct  offence 
against  the  principles  of  the  Act  of  1854,  where  this  offence  seriously  injurfs  a large  district, 
and  where  this  district  has  no  organization  or  representative  body  capable  of  taking  up  the 
question,  it  appeals  to  the  Board  of  Trade  that  there  is  such  a case  for  Government  inter- 
ference as  was  contemplated  by  the  Act.  If  this  is  not  so,  it  seems  difficult  to  avoid  the 
conclusion  that  the  enactment  above  quoted  is  to  remain  entirely  a dead  letter. 

I am,  &c. 

The  Secretary,  Treasury.  (signed)  T.  H.  Farrer. 


— No.  22.  — 

(B.  5354-) 


Treasury  to  Board  of  Trade. 

Sir,  Treasury  Chambers,  25  July  1874. 

The  Lords  Commissioners  of  Her  Majesty’s  Treasury  have  had  before  them  your  letter 
of  the  8th  instant  (B.  4796),  on  the  subject  of  proceedings  in  the  Farnborough  case,  and 
they  desiie  me  to  state,  for  the  information  of  the  Lords  of  the  Committee  of  Privy  Council 
for  Trade,  that  they  continue  to  be  of  opinion  that  this  is  not  a case  in  which  they  could 
properly  consent  to  direct  the  Solicitor  of  the  Treasury  to  Act. 

I am,  &c. 

T.  H.  Fairer,  Esq.  (signed)  William  Law. 


— No.  23.  — 

(B.  A354-) 

Board  of  Trade  to  Mr.  W.  J.  Farrer. 

Board  of  Trade,  Whitehall  Gardens, 
Sir,  28  July  1874. 

AA’ith  reference  to  the  correspondence  which  has  taken  place  on  the  subject  of  the 
junction  of  the  Sotuh  Eastern  Bailway  with  the  London  and  South  Western  Bailway  at 
Farnborough  station,  I am  directed  by  the  Board  of  Trade  to  transmit  to  you,  for  the  in- 
formation of  the  petitioners  witom  you  represent,  a copy  of  a letter  from  the  Treasury,  in 
which  they  state  that  this  is  not  a case  in  which  they  can  properly  consent  to  direct  the 
Solicitor  of  the  Treasury  to  act. 

The  petitioners  must  accordingly  be  left  to  take  such  steps  as  they  are  advised. 

1 am,  &c. 

William  James  Farrer,  Esq.,  (signed)  Henry  G.  Caleraft. 

66,  Lincoln’s  Inn  Fields. 


(B.  5502.) 


— No.  24.  — 


Mr.  W.  J.  Farrer  to  Board  of  Trade. 

66,  Lincoln’s  Inn  Fields,  London,  W.C., 
Sir,  31  July  1874. 

I HAVE  your  letter  of  the  28th,  enclosing  the  copy  of  one  from  the  Treasury,  dated  25th 
July,  in  which  they  decline  to  direct  their  solicitor  to  act  in  moving  to  compel  the  South 
Eastern  and  South  Western  Bailway  Companies  to  make  and  use  the  junction  at  Farn- 
borough prescribed  by  their  Act  of  Parliament. 

It  will  no  doubt  have  occurred  to  you  that  unless  a public  department  is  to  take  notice 
of  such  a wrong  as  this,  so  much  of  Clause  6 of  the  Bailway  and  Canal  Traffic  Act,  36  & 
37  Viet.  c.  48,  as  provides  “that  any  person  appointed  by  the  Board  of  Trade  may  make 
application  to  the  Commissioners,”  w ill  become  a dead  letter.  I apprehend  these  words  w'ere 
inserted  for  the  very  purpose  of  enabling  a Public  Department  to  act  in  a case  in  which 
there  is  no  municipal  or  other  organisation  which  can  take  notice  of  injur  y done  to  the  com- 
munity by  the  railway  companies. 
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Let  me  point  out  further  that  if  the  prescribed  Public  Department  is  to  decline  to  act  in 
such  cases,  the  result  will  be  that  the  Government  will  be  playing  into  the  hands  of  the 
railway  companies. 

It  is  pretty  obvious,  from  the  paucity  of  cases  that  are  taken  before  the  Commission,  that 
the  policy  of  the  railway  companies  in  general  is  to  starve  the  Commission  for  want  of  work. 
They  will  make  temporary  arrangements  with  each  other  to  prevent  cases  from  beino-  brouo-ht 
forward,  and  in  a year  or  two  will  complain  that  the  Commission  is  unnecessary,  and  will 
move  to  get  rid  of  it  on  this  ground. 

It  seems  to  me  that  such  casts  as  that  which  I have  brought  before  vou  are  the  cases 
which  ought  to  prove  the  utility  of  the  Commission,  being  cases  which,  from  their  nature, 
can  only  be  taken  up  by  a public  department. 

I am,  &c. 

The  Secretary,  Board  of  Trade,  (signed)  Tf^rn.  Jas.  Farrer. 

Wlntehall,  S.W. 


(K.  5502.) 


— No.  25.  — 


Board  of  Trade  to  Treasury. 


Board  of  Trade,  Whitehall  Gardens, 

Sir,  7 August  1874. 

With  reference  to  previous  correspondence  on  the  subject  of  the  junction  of  the  South 
Eastern  and  London  and  South  Western  Railways  at  Farnborough,  1 am  directed  by  the 
Board  of  Trade  to  enclcse,  for  the  information  of  the  Lords  Commissioners  of  Her 
Majesty’s  Treasury,  a copy  of  a letter  on  the  subject,  in  which  they  entirely  concur. 

I am  again  to  state  that  the  matter  appears  to  the  Board  of  Trade  to  be  one  in  which 
they  are  called  upon  to  institute  proceedings  before  the  Railway  Commissioners  under  the 
6th  seciion  of  the  Act  36  & 37  Viet.  c.  48,  inasmuch  as  the  portion  of  the  community 
more  imrnediaiely  alfected  are  not  themselves  in  a position  to  bring  the  matter  before  the 
Commissioners,  and  there  is  no  municipal  authority  or  other  public  body  which  can  act  on 
behalf  of  the  locality. 

The  Board  of  Trade  having  no  means  of  conducting  any  such  proceedings  as  those  pro- 
posed, except  through  the  Treasury,  trust  that  the  Lords  Commissioners  will  reconsider 
their  decision  and  issue  the  necessary  instructions  to  their  solicitor ; since  the  Board  can- 
not buc  think  that  the  present  case  is  one  in  which  it  was  intended  that  the  Railway  Com- 
missioners should  adjudicate,  and  that,  should  the  Government  decline  to  render  any  assist- 
ance, the  provisions  of  the  Act  of  last  Session  will  be  to  a great  extent  nullified. 

I have,  &c. 

The  Secretary,  Treasury.  (signed)  Henry  G.  Calcraft. 


— No.  26.  — 

(R.  5502.) 

Board  of  Trade  to  Mr.  W.  J.  Farrer. 

Board  of  Trade,  Whitehall  Gardens, 

Sir,  12  August  1874. 

I AM  directed  by  the  Board  of  Trade  to  inform  you  that  a copy  of  your  letter  of  the 
31st  ult.,  relative  to  the  junction  of  the  South  Eastern  and  London  and  South  Western 
Railways  at  Farnboiough,  has  been  forwarded  to  the  Treasury. 

I am,  &c. 

W.  J.  Farrer,  Esq.,  (signed)  Henry  G.  Calcraft. 

66,  Lincoln’s  Inn  Fields,  W.C. 


(R.  3224.) 


— No.  27.  — 


Major  General  Bentinck  to  Board  of  Trade. 

East  Court,  Finchampstead,  Wellington  College,  Berks, 
Sir,  29  April  1875. 

Will  you  allow  me  to  call  your  attention  to  the  two  memorials  presented  by  the  autho- 
rities of  Wellington  College,  and  by  the  inhabitants  of  the  district  lying  contiguous  thereto, 
relative  to  the  South  Eastern  and  South  Western  Railways.  I venture  to  enclose  six  prints 
of  a memorandum,  showing  shortly  the  points  at  issue  between  that  portion  of  the  public 
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which  is  injured  by  the  misuse  of  their  powers  by  these  railways,  and  I trust  that  the  Lords 
of  the  IVivy  Council  will  take  steps  to  prevent  further  continuance  of  the  grievance  in 
question.  I venture  to  call  your  attention  to  a letter  to  you  on  this  subject,  on  the 
3rd  of  October  1873,  and  to  the  correspondence  which  ensued  thereon  with  Mr.  W.  J. 
F oster. 

I have,  &c. 

The  Secretary,  (signed)  H.  C.  Bentinck,  Major  General. 

Board  of  Trade,  Whitehall. 


Enclosure  in  No.  27. 

(R.  3224.) 


Memorandum  as  to  the  Non-user  by  the  South  Eastern  Railway  of  its  .Junction  with  the 

South  Western  at  Farnborough. 

1846. — 9 & lOVict.  c.  i71;  the  Preamble  recites  that  “ the  making  of  a railway  from  the 
Great  Western,  at  the  Reading  Station,  to  join  the  Lotidon  and  Brighton  and  South 
Eastern  Railways  at  Reigate,  with  branch  railways  near  Farnbumugh  to  the  Farnborough 
Station  of  the  South  Western  Railway,  would  be  of  great  public  advantage.” 

It  then,  by  16  and  17,  directs  these  lines  to  be  made  according  to  the  deposited  Plans  in 
the  direction  indicated. 

Section  18  directs,  that  the  first  branch  “shall  diverge  on  the  northern  side  of  the  London 
and  South  Western  Railway  at  Farnborough,  and  shall  terminate  by  a junction  with  the 
said  London  and  South  Western,  at  the  Farnborough  Station  of  the  same  railway.” 

Section  19  gives  a like  direction  as  to  the  junction  on  the  south  side  of  the  South 
Western  Railway;  and  Sections  20  and  21  regulate  the  mode  of  making  the  junction  with 
the  various  lines. 

Section  20  directs  that  “no  other  poition  of  the  said  railway  shall  be  opened  for  public 
traffic  until  that  portion  between  Reading  and  the  Farnborough  Station  of  tlie  London 
and  South  Western  Railway  shall  have  been  first  completed  and  opened  for  public  traffic 
as  aforesaid.” 

1873. — Yet  to  this  day  it  has  not  been  opened.  The  consequence  is  that  travellers  from 
the  districts  near  Wokingham,  Wellington  College.  Sandhurst,  I'inchampstead,  Eversley,and 
Blackwater  are  compelled  to  travel  to  and  from  London  by  way  of  Guildford,  Dorking, 
Reigate,  and  Croydon,  instead  of  by  the  direct  route  of  Farnborough  and  the  South 
Western.  The  increase  in  point  of  distance  is  about  twenty  miles,  and  the  loss  of  time 
more  than  an  hour,  since  the  trains  on  this  circuitous  route  are  slow  trains. 


— No.  20.  — 

(R.  3224.) 


Board  of  Trade  to  Major  General  Bentinck. 

Board  of  Trade,  Whitehall  Gardens, 
Sir,  6 May  1875. 

I AM  directed  by  the  Board  of  Trade  to  acknowledge  the  receipt  of  your  letter  of  the  29th 
ultimo,  calling  attention  to  two  memorials  presented  to  this  department  by  the  authorities 
of  Wellington  College  and  by  the  inhabitants  of  the  neighbourhood,  relative  to  the  non-user 
by  the  South  Eastern  Railway  of  its  junction  with  the  South  Western  Railway  at  Farn- 
borough. 

In  reply,  the  Board  of  Trade  direct  me  to  inform  you  that  the  proper  course  for  you  to 
adopt  would  be  to  bring  the  matter  before  the  Railway  Commissioners. 

The  Board  of  Trade  consider  that  the  case  is  one  in  which  proceedings  should  be 
instituted  ; but  they  are  themselves  unable  to  undertake  the  prosecution,  as  there  are  no 
available  funds  at  their  disposal,  and  the  Treasury  have  more  than  once  declined  to  allow 
any  proceedings  to  be  taken  in  the  matter  at  the  expense  of  the  public. 

I am,  &c. 

(signed)  Henry  G.  Calcraft. 


Major  General  Bentinck, 
Finchampstead,  Wellington  College,  Berks. 
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— No.  29.  — 

(R.  3968.) 

Mr.  fV.  J.  Farrer  to  Board  of  Trado. 

66,  Lincoln’s  Inn  Fields,  London,  W.C., 
Sir,  May  1875. 

General  Bentinck  has  forwarded  to  me  your  letter  to  him  of  the  6th  of  May. 

I am  myself  a sufferer  from  the  abuse  of  their  powers  by  these  two  railway  companies, 
living  as  I do  in  the  same  neighbourhood.  Both  he  and  I rejoice  to  see  that  you  consider 
the  case  is  one  ‘^in  which  proceedintrs  should  be  instituted, ” tliough  we  observe  with  regret 
that  the  Board  of  Trade  is  “ unable  itself  to  undertake  the  prosecution,  as  it  has  no  avail- 
able funds  at  its  disposal  and  you  suggest  that  General  Bentinck  should  “bring  the  case 
before  the  Railway  Commissioners.” 

Let  me  again  urge  upon  you  the  difficulty  in  proceeding  in  this  way.  The  inhabitants  of 
the  district  are  a large  scattered  body  without  any  local  organisation.  The  case,  therefore, 
is  not  like  that  of  a municipal  body,  which  is  injured,  and  which  can  out  of  its  own  funds 
seek  its  remedy.  In  the  present  case,  while  many  feel  a considerable  amount  of  inconvenience, 
yet  it  would  be  impossible  to  ask  them  to  embark  in  hostile  litigation  before  the 
Commissioners  with  two  powerful  railway  companies.  These  companies  would  know 
very  well  that  by  mere  delay  they  would  exhaust  the  paiience  and  the  means  of  the 
complainers. 

Such,  hovcever,  would  not  be  the  result  if  the  case  were  brought  forward  as  a prosecution 
by  the  Board  of  Trade  lor  a public  wrong-.  The  companies  would  well  know  that  in  that 
case  neither  delay  nor  evasion  would  avail  anything,  and  they  would  have  to  meet  the  case 
in  its  just  and  fair  basis. 

You  state  that  the  Board  of  Trade  is  without  funds,  yet  there  must  be  means  that  enable 
it  to  carry  on  its  ordinary  legal  business.  However,  in  this  case  the  wrong  is  essentially  a 
public  one,  being  not  the  breach  of  conditions  inserted  at  the  instance  and  in  the  interest  of 
an  individual,  or  of  a municipalily,  but  the  breach  of  the  conditions  publicly  inserted  in  the 
Preamble  as  the  basis  of  the  Acr,  and  of  clauses  consequent  thereon  inserted  by  Parliament 
for  the  piotection  of  the  public. 

One  or  two  of  the  neighbours  have  expressed  their  willingness  to  contribute  a sum 
amounting  altogether  to  75/.,  and  to  this  extent  will  with  pleasure  guarantee  the  expense 
of  the  prosecution,  if  the  Board  of  Trade  will  undertake  it. 

I ma3r  mention  that  I myself  have  taken  a good  deal  of  trouble,  and  collected  a good  deal 
of  evidence  on  the  subject,  and  that  I shall  be  very  happy  to  place  any  information  at  the 
disposal  of  the  Board  of  Trade  if  they  will  undertake  the  prosecution. 

I have,  &c. 

The  Secretary  of  the  Board  of  Trade.  (signed)  Win.  Jas.  Farrer. 


— No.  30.  — 

(R.  3968.) 

Board  of  Trade  to  Mr.  W.  J.  Farrer. 

Board  of  Trade,  Whitehall  Gardens, 
Sir,  8 June  1875. 

I AM  directed  by  the  Board  of  Trade  to  acknowledge  the  receipt  of  your  letter  relative  to 
the  non-user  by  the  South  Eastern  Railway  Company  of  its  junction  with  the  South  Western 
Railway  at  Farnborough. 

In  reply,  I am  to  state  that  the  Board  of  Trade  have  already  fully  considered  the 
arguments  brought  forward  in  your  letter,  and  are  of  opinion  that  it  would  be  advisable 
that  the  suggested  prosecution  should  not  be  undertaken  by  the  Board  of  Trade,  but  by 
the  parties  interested. 

It  is  not  clear  that  the  sum  of  75  /.,  which  you  state  would  be  contributed  l<y  the  neigh 
bourhood,  would  cover  the  expenses  incurred,  and  the  Board  of  Trade  would  scarcely 
be  justified  in  instituting  legal  proceerlings  which  might  involve  expenses  whit  h they  have 
no  funds  to  meet,  and  which  the  Treasury  has  refused  to  sanction. 

With  reference  to  the  difficulty  of  combination  which  you  state  exists  in  the  case  of  a 
widely  scattered  population  without  any  local  organisation,  the  Board  of  Trat'e  would  draw 
your  attention  to  a case  recently  before  the  Railway  Commissioners,  that  of  the  inhabitants 
of  Wimbledon  anrl  Merton  and  the  neighbourhood  against  the  London  and  Southwestern 
Railway  Company,  and  the  London,  Brighton,  and  South  Coast  Railway  Company,  which 
would  tend  to  show  that  now  the  public  has  become  better  acquainted  with  the  powers  of 
the  Commissioners,  people  living  in  districts  which  have  grievances  against  railway 
companies  are  able  to  combine  and  bring  their  case  before  the  Commissioners. 

I am,  &c. 

W.  J.  Farrer,  Esq.,  (signed)  Henry  G.  Calcruft. 

66,  Lincoln’s  Inn  Fields,  London,  W.C. 
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(R.  4424.) 


— No.  31,  — 


Mr.  W,  J.  Farrer  to  Board  of  Trade. 


66,  Lincoln’s  Inn  Fields,  London,  W.C. 

Sir,  June  1875. 

I HAVE  to  acknowledge  the  receipt  of  your  letter  of  the  8th  insiant,  and  can  but  express 
my  deep  regret  and  disappointment  at  the  conclusion  at  which  the  Board  of  Trade  seems 
to  have  ariived,  viz.,  that  “ it  will  be  advisable  that  the  suggested  prosecution  should  not 
be  undertaken  by  the  Board  of  Trade,  but  by  the  parties  interested.” 

From  the  phrase,  “ the  parties  interested,”  it  might  be  inferred  that  some  special  private 
interest  lay  at  the  base  of  our  application.  If  so  the  inference  would  not  be  correct.  The 
nterest  affected  is  purely  and  simply  that  of  a portion  of  the  public  as  the  public. 

I am  quite  satisfied  that  your  letter  was  not  intended  to  convey  anything  but  courteous 
resolution,  yet  it  is  difficult  to  look  upon  the  analogy  which  it  d aws  between  the  case  of 
Wimbledon  and  Merton  and  that  of  the  districts  about  Wellington  College  in  any  otiier 
light  than  that  of  a grave  practical  sarcasm. 

Those  two  great  suburban  districts  have  a large  number  of  inhabitants,  wealthy, 
energetic,  and  of  business  habits,  amongst  them  many  able  lawyers;  and  they  have  also  (as 
is  well  known)  an  organisation  u'hich  they  have  used,  and  used  successfully,  for  maintain- 
ing their  lights  in  other  respects.  The  inhabitants  of  the  districts  about  Finchampstead, 
Yateley,  Sandhurst,  and  Easthampstead  are  of  a different  character. 

They  h ave  not  wealth,  energy,  or  union  ; and  unless  the  present  question  be  prosecuted 
by  the  Government,  the  injustice  (universally  admitted)  with  which  they  have  been  treated 
will  be  perpetuated.  Nor  although  the  districts  comprise  the  establishments  of  the  Military 
College  at  Sandhurst,  Wellington  College,  and  the  Government  Prison  of  Broadmoor,  have 
any  of  these  establishments  the  means,  either  in  point  of  time  or  money,  of  entering  into  a 
contest  with  two  great  railway  companies. 

The  complainants  have  throughout  this  correspondence  understood  that  there  was  a 
prospect  of  the  case  being  taken  up  by  the  Government,  and  will  feel  much  disappointed  if 
at  the  last  moment  a case  of  this  manifest  injustice  is  thrown  overboard. 

I have,  &c. 

(signed)  \Vm.  Jas.  Farrer. 


The  Secretary  of  the 
Board  of  Trade,  Whitehall. 
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Appendix,  No,  76. 


PAPER  handed  in  by  the  Chairman. 


REMARKS  upon  Evidence  given  by  Mi'.  Colhoun,  Assistant  Secretary,  Great  Southern 

and  Western  Railway  of  Ireland. 


Q.  4726.  The  goods  agent,  Mr.  Carroll,  reports, 
that  about  the  1st  April  “ I was  going  into  town 
“ when  I met  him  near  his  office  door,  he  then 
“ mentioned  that  he  was  going  to  London  to  give 
“ evidence  before  the  Committee  on  Railway 
“ Rates,  and  that  he  would  be  obliged  if  I would 
give  him  or  let  him  know  the  rates  for  butter 
“ and  eggs  from  Cork  to  Manchester  and  Lon- 
“ don.  I said  certainly,  with  great  pleasure. 
“ He  called  here  shortly  before  he  left  for  Lon- 
“ don,  when  I gave  him  the  rates  most  freely.” 

Q.  4728.  See  Q.  4726. 

Q.  4735,  The  statement  is  erroneous.  The 
goods  train  arrangements  from  the  south  of  Ireland 
to  Cork  and  Dublin,  on  reference  to  Company’s 
time  tables,  will  be  seen  has  been  and  is  equal  to 
that  to  Dublin.  The  witness  evidently  refers  to 
shipping  traffic  when  he  speaks  of  the  “ Port  of 
Dublin.”  Twenty  years  ago  there  were  no  through 
rates  by  any  route  between  the  Great  Southern 
and  Western  system  and  England.  From  1864 
to  1874  through  rates  existed  via  Dublin  and  via 
Cork,  but  were  loiver  by  the  latter  than  by  the 
former  route  ; therefore,  during  this  period  a pre- 
ference was  so  far  shown  by  the  Great  Southern 
and  Western  Company  to  the  Port  of  Cork. 
The  cessation  of  through  booking  and  subsequent 
resumption  are  dealt  with  under  Question  No. 
4763.  The  following  is  a comparison  of  the 
number  of  firkins  carried  by  Great  Southern  and 
Western  Railway  to  Cork  and  Dublin  for  the 
years  1876  to  1880,  which  are  given  for  the  pur- 
pose of  showing  that,  while  there  has  been  a fall- 
ing off  in  the  quantity  of  butter  passed  through 
the  Cork  market,  the  discrepancy  has  not  been 
diverted  through  Dublin,  for  the  traffic  through 
that  port  has  been  steadily  diminishing  during 
the  years  referred  to. 


YEARS. 

Number  of 
Firkins  of  Butter 
sent 

by  G.  S.  & W. 
Railway  to  Cork. 

Number  of 
Firkins  of  Butter 
carried 
to  Dublin  by 

G.  S.  & W. 
Railway, 
for  Shipment. 

1876  ...  - 

197,772 

410,427 

1877  ...  - 

246,575 

374,220 

1878  - - - . 

202,657 

352,188 

1879  ...  - 

183,266 

303,183 

1880  .... 

172,720 

261,765 

Butter  to  Cork  is  always  uncoopered,  while 
that  shipped  to  England  is  coopered.  The  for- 
0.54. 


mer  is  classified  a class  higher  than  the  latter,  as  it 
is  more  liable  to  damage,  and  requires  greater  care 
in  handling.  The  rates  for  butter,  uncoopered,  to 
Cork,  are  less  than  the  rates  for  similar  distances 
on  any  other  part  of  the  line.  The  firkin  rates 
with  Cork  work  out  considerably  under  the 
fourth-class  rates,  and  on  any  other  part  of  the 
line  the  traffic  is  charged  full  fourth-class 
rates. 


The  rates  for  butter,  Tralee  to  Cork,  are  — 


Per  Firkin, 
not  exceeding 
84  lbs. 

Small  Firkin, 

Keg, 

not  exceeding 
75  lbs. 

not  exceeding 
50  tbs. 

s.  d. 

s.  d. 

s.  d. 

Including  Tolls 
and  Delivery  in 
Market 

- 10 

- H 

- 6 

Not  including  Tolls, 
&c  ... 

CO 

1 

— 

— 

* Equal  to  a tonnage  rate  of  18  s.  6 d.  per  tou. 


The  rates,  Tralee  to  Liverpool,  in  1874,  were 
26  s.  per  ton  via  Dublin,  and  22  s.  6 d.  via  Cork. 
These  exceptionally  low  figures  were  caused  by 
a very  keen  competition  with  the  Sea  Companies 
for  the  traffic. 

In  April  1875  the  rate  via  Dublin  was  raised 
to  30  s.,  the  figure  at  present  in  force,  the  rate 
via  Cork  being  26  s.  8 d.  Witness  is  in  error  in 
stating  that  the  Liverpool  rates  include  delivery 
there  ; such  is  not  the  case. 

Q.  3736.  The  figures  mentioned  by  witness, 
with  the  exception  of  the  terminal  of  4 s.  on 
carted  traffic,  are  inaccurate. 

Not  carted  terminal  is  1 s.  per  ton.  Carted  at 
country  stations,  4 s. 

Great  Southern  and  Western  Company  only 
get  a terminal  of  1 s.  6 d.  per  ton  in  Dublin  on 
traffic  with  and  via  Dublin  and  Liverpool  Screw 
Steam  Packet  Company,  which  is  very  light. 
All  other  traffic  to  England  is  conveyed  over  the 
North  Wall  Extension  Line,  and  Great  Southern 
and  Western  get  no  Dublin  terminal. 

The  cartage  allowance  in  Dublin  on  Dublin 
and  Liverpool  Screw  Steam  Packet  traffic  is  3 s. 
per  ton. 

Q.  4737.  Steam  company  is  allowed  only  2 s. 
per  ton  for  loading  and  terminal,  &c.,  in  Dublin, 
on  traffic  via  extension  line,  which  is  about  95  per 
cent,  of  the  total  traffic  via  Dublin  to  England. 
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The  Liverpool  dues  and  cartage  are  not  in- 
cluded in  the  rates.  4735. 

Our  proportion  of  the  present  rate,  30  s.,  for 
butter,  uzd  Dublin,  is  18s.  ‘id.  per  ton  (Liver- 
pool and  'I'ralee). 

Q.  4738.  The  delivery  and  tolls  on  butter  for 
Cork  market  amount  to  \ i d.  per  firkin,  not  d., 
as  stated.  The  I’ate  for  butter  in  firkins  is  8 d. 
per  firkin  between  Limerick  and  Cork  : exclusive 
of  services  in  Cork,  the  rate  is  equivalent  to 
14  s.  1 d.  per  ton.  The  rate  from  Limerick  to 
Liverpool  is  27  s.,  S.  to  S.,  via  Dublin  ; but  it 
should  be  noted  that  steamers  ply  direct  between 
the  ports. 

Our  proportion  of  this  rate  is  13  s.  4 <7.  per  ton. 
The  Limerick  mileage  to  Dublin  is  always 
reckoned  by  the  shorter  route,  viz.,  129  miles,  in 
division  of  traffic. 

Q.  4739.  It  must  be  borne  in  mind  that  the 
butter  to  Cork  is  uncoopered,  while  that  to 
Liverpool  is  coopered,  as  stated  in  No.  4735. 
The  Fermoy  rate  to  Cork  is  7 d.  per  firkin,  equal 
to  a rate  of  11  s.  10  d.  per  ton,  exclusive  of  de- 
livery and  market  tolls. 

Q.  4741.  Rates  for  butter  in  kegs  have  been  in 
force  since  July  1879. 

Q.  4742.  Our  proportion  of  through  rate, 
Fermoy  to  Liverpool,  is  17  5.  2 d.  per  ton;  the 
rate,  Fermoy  to  Dublin,  is  20  s.  10  d. ; and  Fer- 
moy to  Cork,  7 5.  6 rf. 

The  rate,  Kilmallock  and  Cork,  exclusive  of 
tolls,  &c.,  is  11s.  10  d.  per  ton  ; rate,  Kilmallock 
and  Liverpool,  30  s.  per  ton ; Great  Southern 
and  Western  proportion  of  this  rate  is  16  s.  7 d. 
per  ton. 

Q.  4743  and  4.  Figures  given  by  witness  are 
inaccurate.  See  Q.  4742. 

Q.  4745.  The  company  have  had  no  complaint 
from  the  Cork  market  people  on  the  subject. 
This  is  mere  conjecture  on  witness’s  part,  as  the 
answer  to  Question  4735  clearly  shows. 

Q.  4746.  Through  rates,  via  Cork,  were  resumed 
on  1st  June  1881,  at  differential  of  7h  per  cent, 
and  10  per  cent,  in  favour  of  that  port  as  against 
Dublin,  but  there  is  no  doubt  that  the  whole  of 
the  Cork  butter  included  in  the  Return  4725, 
was  for  export. 

Q.  4749.  The  rates,  via  Dublin  to  Liverpool,  do 
not  include  either  dues  or  cartage  at  that  port. 

See  Q.  4735. 

Q.  4752.  See  Q.  4742. 

Q.  4760.  From  the  1st  June  last  rates,  vid  Cork 
to  stations  in  England,  with  which  through 
bookings  existed,  vid  Dublin,  have  been  resumed, 
Cork  route  being  allowed  a differential  rate. 
Prior  to  this  date  through  rates  were  in  force 
between  Great  Southern  and  Western  stations 
and  Cork  Steam  Packet  Company’s  ports,  in- 
cluding Rristol. 

Q.  4762.  This  allegation  is  answered.  Nos.  4737, 
5738,  4742. 

Q.  4763.  To  explain  this  fully,  it  is  necessary  to 
state  that  from  the  year  1864  to  1874  through 
rates  were  in  operation  between  most  of  the 
stations  on  the  Great  Southern  and  Western 
Railway  and  ports  and  stations  in  England,  via 
Dublin  and  vid  Cork,  the  rates  vid  Cork  being 
less  than  vid  Dublin  owing  to  the  less  frequent 
sailings.  The  companies  interested  were  members 
of  a conference  called  the  Irish  Traffic  Conference, 
to  wliicli  the  following  railway  and  steam  packet 
companies  were  [)arties: — City  of  Cork  Steam 
Packet  Co.,  City  of  Dublin  Steam  Packet  Co., 


Dublin  and  Liverpool  Screw  Steam  Packet  Co., 
Grand  C.anal  Co.,  Great  Northern  Railway,  Eng- 
land; Manchester,  Sheffield,  and  Lincolnshire 
Railway;  Great  Southern  and  Western  Railway, 
Lancashire  and  Yorkshire  Railway,  London  and 
North-Western  Railway,  Midland  Railway, 
Waterford  and  Limerick  Railway,  and  Waterford 
Steam  Ship  Co.,  which  was  formed  for  the  pur- 
pose of  fixing  rates  and  making  regulations  from 
time  to  time.  In  December  1873  the  Great 
Western  Company  joined  this  conference,  and  in 
the  month  of  June  1874,  introduced  a proposal 
which  altered  the  constitution  of  the  confei'ence 
and  the  through  rate  system  generally  ; this  pro- 
posal was,  that  instead  of  allowing  differential 
rates  in  favour  of  the  Cork  route,  the  rates  should 
be  made  equal  by  all  routes.  Conference  ac- 
cepted the  principle  with  the  exception  of  the 
City  of  Cork  Steam  Packet  Company  and  the 
Midland  Railway. 

A new  conference  was  formed  in  August  1874, 
having  this  as  a main  feature,  viz.,  equal  rates  by 
all  routes,  the  City  of  Cork  Steam  Packet  Com- 
pany refusing  to  join  unless  they  were  allowed  a 
differential  of  15  per  cent,  in  favour  of  Cork. 

Shortly  after  this  the  Great  Western  Company 
ceased  to  send  a representative  to  the  meeting, 
giving  no  reason.  Conference  used  every  means 
in  its  power  to  discover  the  cause  and  induce  the 
Great  Western,  who  had  taken  such  a prominent 
part  in  its  proceedings  for  the  short  period  refer- 
red to,  to  resume  their  attendance,  but  without 
effect.  In  February  1878,  the  Great  Western 
Company,  writing  to  the  secretary  of  the  con- 
ference, advocated  diffei’entials  of  7i,  12^,  and  15 
per  cent,  in  favour  of  the  Cork  route,  at  the  same 
time  claiming  equal  concessions  for  the  Water- 
ford and  new  Milford  route. 

Inasmuch  as  the  Waterford  and  Milford  route 
afforded  a daily  service  it  was  considered  to  be  in 
that  respect  on  a par  with  Dublin  ; consequently, 
conference  could  not  accept  the  terms,  and  dis- 
solved. 

Conference  re-formed  in  June  1878,  the  Great 
Western  Company  not  being  parties.  Negotia- 
tions were  resumed  with  the  City  of  Cork  Com- 
pany and  resulted,  after  several  interviews  and 
much  correspondence,  in  an  arrangement  by 
which  the  Cork  route  is  allowed  differentials  of 
7j  and  10  per  cent.,  and  a more  extended  system 
of  through  booking  is  in  operation  since  the  1st 
June  1881. 

The  inquiries  of  the  Select  Committee  have  in 
no  way  influenced  the  settlement  of  this  matter, 
as  it  has  always  been  the  wish  of  the  Great 
Southern  and  Western  Company  to  have  through 
rates  v/d  the  Port  of  Cork.  A proof  of  this  is 
that  for  10  years  through  bookings  continued 
until  interrupted  in  the  manner  already  described. 
AVith  the  exception  of  what  is  here  detailed,  no 
application  has  been  received  from  the  Great 
AVestern  Railway  Company  for  through  rates  vid 
Cork. 

Q.  4767.  The  rate  for  ale.  Burton  to  Cork,  is 
27  s.  6 d.  per  ton.  The  distance  is  397  miles. 

The  through  rate  from  Burton  to  Kilmallock, 
which  would  be  a fair  comparison,  is  35  s.  per  ton, 
out  of  which  the  Great  Southern  and  Western 
Company  receive  14  s.,  against  the  local  rate, 
Dublin  to  Kilmallock,  of  15  s. 

The  low  rate.  Burton  to  Cork,  is  brought  about 
by  competition  through  Milford  Haven  and 
Bristol. 


Q.  4768-9.  Great 
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Q.  4768-9.  Great  Southern  and  Western  Co.’s 
proportion  of  rate  is  12  s.  2 d.  per  ton  ; not  6 s.  6 c?. 
as  stated 

The  rate,  Dublin  to  Coric,  is  15  s.  per  ton. 

Q.  4770.  The  rate  10s.  10c/.  with  Farranfore 
was  necessitated  by  the  reduction  of  the  Tralee 
rate  to  tliat  figure. 

It  was  not  thought  necessary  to  make  any  ex- 
ceptional rate  with  Patrick’s  Well,  the  traffic  being 
so  slight.  In  six  months  oidy  12  tons  were 
carried. 

Q.  4775.  It  is  true  the  Irish  classification  is  in 
general  one  class  higher  than  the  English  ; but 
the  Irish  classification,  taken  with  the  Irish  rates, 
gives  much  lower  charges  than  the  English  classi- 
fication with  English  rates ; for  examples,  see 
Questions  4778,  4782,  4783,  4785,  8-9. 

The  Classification  of  Leather  is  as  follows: — 


Irish  Cl<assif5cation. 

English  Classification. 

4th  Clas.s. 

3rd  Class. 

— 

E.xcept  undressed  leather  not  packed 
in  crates  or  cases;  2nd  class. 

The  relative  charges  would  be — 


England. 

Ireland 

(G.  5.  W.  scale), 

4th  Class. 

— 

2nd  Class. 

3rd  Class. 

s.  (L 

s.  cl. 

s.  d. 

50  miles  - 

18  4 per  ton 

20  10  per  ton 

16  8 per  ton. 

100  „ ■- 

2j  8 „ 

31  8 „ 

27  6 „ 

150  „ - 

32  6 „ 

40  - „ 

30  - „ 

Q.  4777.  The  English  classification  applies  only 
to  cross  channel  and  Scotch  traffic. 

Q.  4778.  The  rates  for  hollow  castings,  per 
English  and  Irish  classifications,  are — 


— 

English 

Classification. 

2nd  Class. 

Irish 

Classification. 

3rd  Class. 

(G.  S.  & W.  scale.) 

8,  d. 

s.  d. 

50  miles  - 

- 

- 

18  4 per  ton  - 

10  10  per  ton. 

100  „ - 

- 

- 

26  8 „ 

18  4 „ 

150  „ - 

- 

- 

32  6 „ - 

20  10  „ 

Q.  4782.  See  reply  to  Q.  4778. 

For  ale  and  porter  the  charges,  per  English 
and  Irish  classification,  are — 


— 

Ale  and  Porter  in  Casks. 

English 

Classification. 

1st  Class. 

G.  S.  & W.  Scale. 

Irish  Classification. 
3i'd  Class. 

«.  d. 

40  miles  - 

13  4 per  ton. 

9 2 per  ton. 

50  „ - - - 

15  - „ 

10  10  „ 

100  „ - - - 

21  8 „ 

18  4 „ 

150  „ - - 

26  8 „ 

20  10  „ 

Q.  4783.  The  classification  of  hides  and  skins 
is  as  under : — 


English  Classification. 

Irish  Classification. 

Class. 

Class. 

Hides,  kip?,  sheepkins, 
pelts,  and  goatskins: — 
Foreign  dry  loose 

3 

Hides,  pelts,  and  skins:  — 

Dry  or  wet  • 

4 

Foreign  salted,  or  dry 
in  bales  or  bun- 
dles. 

1 

» „ O.R. 

3 

Green  or  market — 

2 

O.R. 

3 

On  G.S.  and  W.  system 
O.R. 

Special. 

Sheepskins  in  casks  - 

1 

N.B. — British  liides,  kips,  &c., 
are  to  be  charged  as  green  or  mar- 
ket, whether  sprinkled  with  salt  or 
not. 

Witness’s  comparison  of  the  classifications  is 
inaccurate.  The  charges  would  be  as  follows: — 


English  Classification. 

Irish  Classification. 

— 

3rd  Class. 

2nd  Class, 

O.R. 

— 

4th 

Class. 

3r<l 

Cliiss. 

O.R. 

G.S.W. 

Scale. 

Special. 

8*  d. 

s.  d. 

s.  d. 

8.  d. 

s.  d. 

50  miles- 

20  10 

18  4 

50  miles  - 

IG  8 

10  10 

6 9 

100  „ - 

31  8 

26  8 

100  „ - 

27  0 

18  4 

9 9 

150  „ - 

40  - 

32  6 

150  „ - 

30  - 

20  10 

10  10 

Q.  4785.  Cured  herrings  in  the  Irish  classifica- 
tion, are  third  class,  but  when  sent  in  waggon 
loads  at  owner’s  risk,  are  second  class. 

The  rates  are — 


Irish  Classification. 

— 

English 

Classification. 

1st  Class. 

3rd  Class. 

2nd  Class, 
in 

Waggon  Loads, 
Owner’s  Risk. 

G.  S.  & W.  .Scale. 

50  miles  - 

s.  d. 

15  - per  ton. 

s.  d, 

10  10 

S,  (I, 

7 6 per  ton. 

100  „ - 

21  8 „ 

18  4 

12  6 „ 

150  „ . 

26  8 „ 

20  10 

U 2 „ 

Q.  4788.  For  salmon  the  rates,  per  English  and 
Irish  classifications,  are — 


— 

English. 

4th  Class. 

Irish.  5th  Class. 

(G.  S.&  W.  Scale.) 

s. 

d. 

8.  d. 

50  miles  - 

- 

- 

25 

- per  ton  - 

23  4 per  ton. 

100  , - 

- 

- 

37 

6 „ 

40  - „ 

150  „ - 

- 

- 

47 

6 „ - 

47  6 , 

X X 


0.54. 


Q.  4789.  The 
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Q.  4789.  The  charges  per  ton,  English  and 
Irish  classifications,  for  oil  cake  are — 


— 

Eng 

lish. 

Irish. 

Special. 

1st  Class. 

Special. 
(G.  S.  & W. 
Scale). 

2nd  Class. 
(G.S.&  W. 
Scale). 

s»  (L 

s.  d. 

s,  d. 

s,  d. 

50  miles  - 

9 2 

15  - 

C 9 

7 6 

100  „ - 

13  4 

21  8 

9 9 

12  6 

150  „ 

18  4 

26  8 

10  9 

14  2 

Q.  4791.  Not  the  pots  referred  to  in  Question 
4790. 

Q.  4795.  Blarney  station  was  not  originally  in- 
tended, and  is  not  now  adapted  to  a large  goods  or 
mineral  traffic.  The  extra  siding  accommodation 
required  by  Messrs.  Mahony  Brothers,  is  not  the 
addition  of  a few  lengths  of  rails  to  an  existing 
siding,  as  implied  by  the  \\itness  in  his  answer  to 
Questions  Kos.  4911  and  12.  The  existing  siding 
is  on  the  down  line  at  the  Dublin  side  of  the  over 
bridge  at  the  station,  whereas  Messrs.  M.  require  a 
new  siding  to  be  put  in  at  the  Cork  side  of  the 
bridge,  and  from  the  up-line.  Looking  at  the 
outlay  necessary,  and  the  small  earning  power  of 
waggons  under  such  traffic,  the  company  consider 
2 s.  per  tun  a reasonable  rate. 

Q.  4804,  See  Q.  7496.  There  was  no  previous 
mention  of  a “siding  at  the  end  of  the  tunnel.” 

Q.  4805-7.  The  rate  for  wool,  Cork  and  Mid- 
dleton, is  6 s.  8 d.  per  ton. 

Q.  4810.  The  exceptional  rate  for  sugar  and 
other  articles  with  Cork  Avas  made  to  meet  sea 
competition. 

As  a rule  our  rates  for  Avines  and  spirits  are 
the  same  as  for  cordials.  In  the  case  of  Kil- 
mallock,  through  oversight,  the  exceptional  rate 
for  wines  and  spirits  Avas  not  made  to  include 
cordials  also,  but  this  has  lately  been  cor- 
rected. 

Witness’s  remarks  about  the  rates  for  oil-cake, 
Dublin  to  Cork  and  Kilmallock,  are  inaccurate  ; 
the  rates  to  both  stations  are  the  same. 

Q.  4811,  12,  13.  There  is  no  rate  of  15  s.  per 
ton  lor  seeds  between  Cork  and  Dublin.  The 
rates  to  Kilmallock  and  Cork  are  the  same  for 
this  article. 

Q.  4813.  The  rate  for  Avlnes  and  spirits,  Kings- 
bridge  and  Kilmallock,  has  been  20  s.  since 
October  1875.  Kate  to  Cork  22  s.  6 d.  per  ton. 

Mineral  waters  12s.  6c?.  to  Cork,  14s.  2d. 
to  Kilmallock. 

Q.  4815.  The  rates,  Cork  to  Killarney,  are: — 


2iid  Class. 

3rd  Class. 

4th  Class. 

5th  Class. 

s. 

d. 

s,  d. 

8.  d. 

8,  d» 

8 

4 

12  C 

18  4 

27  6 

There  is  sea  competition  Avith  Clyde  Shipping 
Company  to  Cahirciveen. 

Q.  4817-20.  Since  the  1st  of  January  1861, 
turf  is  carried  at  Ist-class  rates,  the  minimum 
charge  as  for  six  tons  per  Avaggon,  an  ordinary 
goods  waggon  Avill  hold  from  four  to  five  tons  of 
liathmore  turf  Avhen  perfectly  dry.  The  price 


of  turf  at  Kathmore  four  years  ago  was  60  s.  jier 
truck,  this  year  it  is  only  30  s.  This  is  to  be 
attributed  to  a Avant  of  demand  for  the  article, 
which  arises  from  the  fact,  that  the  public  espe- 
cially in  towns  are  getting  into  the  habit  of  using 
coal. 

The  following  return  of  coals  delivered  at 
Kanturk  and  Killarney,  toAvns  on  either  side  of 
the  Kathmore  turf  district,  Avill  show  that  the 
traffic  in  coal  has  steadily  increased  from  1876 
to  1879  inclusive,  the  falling  off  in  1880  is  partly 
due  to  the  fine  Aveather  Avhich  Avas  sjiecially 
favourable  for  turf  making,  but  more  particularly 
to  the  distress  Avhich  prevailed  previous  to  the 
harvest. 


YEARS. 

Coal 

Received  at 
Kanturk. 

Coal 

Recei\ed  at 
Killarney. 

Toii.i. 

Tons. 

1876 

- 

- 

- 

2,160 

2,873 

1877 

- 

- 

- 

2,173 

3,065 

1878 

- 

- 

- 

2,873 

3,694 

1879 

- 

- 

- 

3,655 

4,547 

1880 

“ 

3,117 

3,570 

It  may  be  further  stated  that  the  coal  Avas  for 
the  most  part  carried  from  Cork,  the  rate  to 
Kanturk  being  at  the  time  3 s.  3d.  per  ton,  equal  to 
19  s.  6d.  per  waggon,  and  to  Killarney  per  ton  5 s., 
equal  to  30  s.  per  Avaggon,  Avhereas  the  consumers 
had  the  ojiportunity  of  getting  a waggon  load  of 
turf  from  Kathmore  to  either  station  for  12  s,  6 d. 
per  waggon. 

The  rate,  Rathmoie  to  MalloAV,  is  15  s,  per 
truck  (six  tons  at  2 s.  6 d.),  equal  to  a rate  of 
3 s.  4 d.  per  ton,  four  tons  ten  cwt.  to  the 
Avaggon. 

Q.  4835.  Examples  of  Grain  Rates  under  the 
NeAV  Scale,  issued  1st  January  1881  : — 


MILES. 

Special  Class 
at  which  the 
Sender  is 
required  to  do 
the  Loading 
and  take  Risk. 

Second  Class, 
at  which  the 
Company  do 
the  Labour 
and  take  Risk. 

s.  d. 

s.  d. 

20 

3 6 

4 2 

30 

4 9 

5 - 

40 

5 9 

6 8 

50 

6 9 

7 6 

60 

7 6 

8 4 

Q.  4837.  The  public  take  advantage  of  the 
special  rate  universally,  so  that  it  may  be  safely 
inferred  they  find  a benefit  in  doing  so. 

Q.  4840.  This  statement  is  inaccurate.  The 
change  Avas  actually  made  on  the  1st  January 
1881,  but  it  Avas  contemplated  so  far  back  as  the 
spring  of  1880,  before  there  Avas  any  mention  of 
this  Committee. 

Q.  4842.  The  occasional  scarcity  of  waggon 
supply  is  the  result  of  causes  Avhich  operate  at  all 
ports  where  the  outAvards  traffic  is  greater  than 
the  inwards,  as  is  the  case  at  Liverpool.  The 
tonnage  foi’Avarded  from  Cork  is  three  times  the 
quantity  received.  Besides  this,  Avhen  contrary 
winds  prevail  for  any  length  of  time,  as  they 
sometimes  do,  and  then  suddenly  change,  a rush 

of 
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of  vessels  into  the  port  takes  place,  and  an  in- 
ordinate demand  for  waggon  supply  is  made 
which  no  amount  of  care  could  foresee.  The 
rolling  stock  is  adequate,  and  the  supply  at  Cork 
Station  is  kept  up  at  great  expense  owing  to  the 
very  considerable  amount  of  empty  running  which 
the  unbalanced  traffic  involves. 

Q.  4747.  There  is  no  foundation  for  this  state- 
ment. Any  increase  in  rolling  stock  has  been 
occasioned  by  the  requirements  of  the  traffic,  and 
the  necessary  observance  of  the  Order’s  in  Council, 
with  regard  to  the  conveyance  of  live  stock. 

Q.  4849,  4850.  These  statements  are  altogether 
erroneous. 

Q.  4859.  This  is  not  so.  Witness  makes  no 
allowance  for  terminals,  and  loading  or  unloading. 
Manure  at  2nd  class  rate  would  be  loaded  and 
unloaded  by  the  company. 

Butter. — Fermoy  and  Cork. — Terminals  and 
loading  and  anloading  are  omitted  also  by  the 
witness. 

Q.  4860.  In  the  case  of  fairs,  where  special  trains 
are  run,  the  first  loaded  is  first  despatched.  The 
alleged  preference  to  Dublin  is  denied,  and  no 
want  of  waggons  is  admitted. 

Q.  4885.  The  company  being  asked  to  carry 
double  the  weight  allowed  to  ordinai’y  passengers 
for  commercial  travellers  free,  and  the  excess  at 
half  rates,  they,  the  coimnercia,!  travellers,  are 
required  to  sign  a release  taking  risk  of  transit, 
but  the  whole  question  of  commercial  travellers’ 
luggage  has  been  and  still  is  under  consideration 
of  meeting  of  railway  managers,  with  the  view 
of  arriviiig  at  uniformity  of  practice. 

Q.  4889.  Witness’s  reply  is  inaccunite,  cattle 
for  Liverpool  and  other  places  in  England  are  con- 
veyed to  Xorth-wall,  regardless  of  ultimate  des- 
tination. No  preference  is  given  to  the  London 
and  North  Western  Company,  as  stock  can  be 
unloaded  at  their  North-wall  station  or  Cabra 
cattle  station  to  be  forwarded  thence  per  Ted- 
castlc’s  or  any  other  line  of  steamers: 

Q.  4891.  The  rate  between  Cork  and  Glasgow, 
referred  to,  was  made  in  1858  and  cancelled  in 
1867  by  issue  of  rate  of  1 8 s.  4 rJ.  per  ton.  The  rate, 
Dublin  to  Cork,  in  1858,  was  15  s.,  but  in  1867, 
about  the  time  the  Glasgow  rate  was  raised,  it 
was  reduced  to  12  s.  6 d,  per  ton. 

The  present  rate  is  15  s.  per  ton. 

Q.  4894.  The  rate,  Dublin  to  Cork,  was  15  s., 
when  the  low  rate  from  Glasgow  was  in  operation* 

Q.  4897.  It  has  been  re-opened  about  two  years, 
and  is  sending  a considerable  traffic  into  the 
south  of  Ireland  by  railway. 

Q.  4815.  See  remarks  on  Nos.  4767,  8 and  9. 

Q.  4916.  The  quantity  sent  is  about  two  tons 
per  month.  See  No.  4770. 

Q.  4921.  6'eeNo.  4840. 

Q.  4926.  See  4891  to  4. 

Q.  4941.  Peat  is  charged  at  1st  class  rates  on 
G.  S.  & W.  system,  at  O.R.,  minimum  charge 
as  for  six  tons  to  the  waggon. 

Q.  4943.  From  four  to  five  tons  of  peat  can  be 
put  in  a waggon. 

Q.  4952.  Through  cross-Channel  rates  are  in 
operation  for  stations  in  South  of  Ireland,  via 
Cork  and  via  Waterford.  These  routes  being 
allowed  a differential  rate,  giving  the  Southern 
ports  their  full  geographical  advantage  as  stated. 
No.  4763. 

Q.  4956.  Turf  is  (at  Rathmore,  our  principal 
station)  always  received  quite  dry,  otherwise  it 
is  not  considered  saleable.  A waggon  holds  from 
four  to  five  tons. 

0.54. 


Q.  4957.  Experiments  have  been  tried  and 
failed. 

Q.  4958.  Hay  is  carried  at  specially  low  rates 
on  G.  S.  & W.  system.  The  rates  a,re — 


£.  s.  <1. 


For  25  miles 


)>  ^5  ,, 
« 100  „ 


- 1 2 G per  waffgon  ^ ' 
load.  I 


1 10  - 
111  3 
1 13  4 


Waggons  Jire  capable 
of  bolding  over  four 
tons  when  the  hay 
is  propel  ly  pressed. 


Q.  4962.  As  in  ICnglaud  the  ‘‘  Smalls’  ” rates 
are  same  as  the  following  examples  of  G.  S.  & W. 
“ Smalls’  ” scale  will  show  : — 


s.  d. 

s.  d. 

s.  d. 

8.  d. 

s.  d. 

R ates  per  ton 

12  fi 

25  - 

50  - 

75  - 

100  - 

Per  “ Smalb’  ” scale,  2 cwt.  - 

1 7 

2 10 

5 6 

8.  0 

10  9 

„ actual  weight,  2 cwt. 

1 3 

2 6 

5 - 

7 G 

10  - 

„ “Smalls'”  scale,  4 cwt. 

2 11 

5 4 

10  G 

In  1 

20  9 

„ actual  weight,  4 cwt. 

2 6 

5 - 

10  - 

16  10 

21  6 

Q.  4963.  Beductions  were  made  in  different 
classes  of  goods,  in  some  cases  to  the  extent  of 
10  per  cent,  and  others  25  per  cent.,  and  the  in- 
tention of  the  company  was  to  give  a substantial 
reduction.  There  has  not  been  any  reduction 
made  in  the  traffic  charges  as  alleged. 

Q.  4968.  Turnip  seed  is  charged  3rd  class  rate  ; 
liay  and  grass  seed,  in  three  ton  lots,  is  charged 
3rd  class;  hay  and  grass  seed,  in  less  quantities, 
is  charged  4th  class  ; seeds,  agricultural  or  field, 
are  included  in  “ s])ecial  ” class. 

Q.  4971.  Cross-Channel  rates  with  South  of 
Ireland  stations  are  settled  by  South  of  Ireland 
Conference. 

Q.  4973.  City  of  Dublin  Steampacket  Company 
have  equal  facilities  with  London  and  North 
V/estern  Railway  Company. 

Q.  4977.  See  Q.  4971.  The  Irish  and  English 
Ti’affic  Conference  deals  only  with  rates  from 
Dublin  and  places  north  of  Dublin  to  England. 
None  of  the  southern  companies  are  parlies  to  it. 

Q.  4980—4983.  See  Q.  4889. 

Q.  4995.  The  traffic  to  the  respective  ports  of 
Dublin  and  Cork  by  the  Great  Southern  and 
Western  Company  goes  to  disprove  this  state- 
ment, and  the  large  outlay  now  going  on  both  at 
Cork  and  QueeustOAvn  are  a further  answer 
to  it. 

Q.  4997.  This  is  also  a groundless  statement. 
No  such  ofterwas  ever  made  to  the  Great  Southern 
and  Western  Company.  And  the  company  have 
always  maintained  a perfectly  independent  posi- 
tion from  the  London  and  North  Western  Com- 
pany. 

Q.  5012.  Differential  rates  in  favour  of  Canal 
Company  are  as  follows  : — Their  first  and  second 
class  rates  are  10  per  cent,  less  than  those  of 
Great  Southern  and  Western  Company,  and  third 
class  12|  per  cent,  less;  fourth,  fifth,  and  sixth 
classes  are  the  same  by  both  companies. 

Q.  5027.  {See  Q.  5063). 

Q.  5041.  A covered  goods  waggon  holds  from 
four  to  five  tons. 

Q.  5063.  {See  Q.  4958  for  hay,  &c.)  Potatoes, 
Y Y turnips. 
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turnip?,  cabbages,  and  all  vegetable  roots,  are 
charged  at  a scale  which  works  out  as  follows: — 


25  miles 

14  s.  7 (1.  per  waggon. 

60  „ 

25s.  - - 

Waggon  not  exced- 

75  „ 

07  .s.  Qd.  ■ „ 

ing  five  tons. 

100  ,, 

41  s.  8 d.  - „ 

Q.  5074.  There  is  no  agreement  with  London 
and  North  Western  Railway  Company.  Traffic 
coming  to  Dublin  is  allowed  to  go  either  route 
as  consigned.  London  and  North  Western 
traffic  goes  chiefly  by  Holyhead,  that  being  the 
favourite  route  Avith  the  public ; unconsigned 
traffic  is  divided  ecpially  as  possible  among  the 
companies.  Neither  route  is  encouraged  to  the 
detriment  of  the  other,  as  it  matters  nothing  to 
the  Great  Southern  and  Western  Company  by 
which  route  goods  travel,  our  proportion  being 
the  same  by  each. 

Q.  5075-76.  This  is  mere  surmise,  and  can’t  be 
too  distinctly  contradicted, 

Q.  5077-78.  Entered  into  before. 

Q.  5107.  This  is  not  so.  Traffic  from  Limerick, 
Limerick  Junction,  Tipperary,  Ennis,  Gort,  and 
Tuam  Stations  on  the  Waterford  and  Limerick 
Railv.'ay,  can  be  sent  either  via  Dublin,  Cork,  or 
AYaterford.  The  AYaterford  and  Limerick  Rail- 
way Company  refuse  to  allow  through  cross- 
Channel  booking  Avith  any  other  stations  on  their 
system  via  Dublin  or  via  Cork,  by  any  other 
port  than  Waterford. 

Q.  5153.  See  Q.  4843. 

Q.  12039.  1 he  Company  disclaim  the  motive 
which  induced  them  to  AvithclraAV  the  exceptional 
arrangement  Avhich  applied  to  ale  and  porter 
traffic  betAveen  Cork  and  Killmallock,  the  facts 
are  as  stated  in  the  correspondence,  viz.  : — that 
applications  having  been  made  and  pressed  upon 
the  company  to  have  the  long  Aveight  arrange- 
ments extended  to  neighbouring  stations,  it  Avas 
found  after  much  careful  consideration  that  it 
was  desirable  to  take  the  stepnoAv  complained  of, 
the  rate  fixed.being  the  rate  generally  prevailing 
over  the  line  for  like  distances. 

The  honourable  member  and  Avitness  having 
put  the  Avhole  of  his  letters  in  in  evidence,  and 
only  portions  of  the  Company’s  replies,  it  is 
thought  desirable  to  give  our  letters  of  24th  and 
28th  June  in  full,  for  the  information  of  the 
Committee. 

From  R.  G.  Colhonn  to  W.  H.  CT Sullivan,  M.p. 

G.  S.  & AY.  RailAvay,  24  June. 
Ale  and  Porter  in  Casks — Cork  and  Kilmallock. 

In  further  reply  to  your  letter  of  13th  instant, 
while  admitting  that  we  carry  goods  for  long  dis- 
tances ai  a loAverrate  per  ton  per  mile  than  for  short 
distances,  I Avi.sh  to  remind  you  that  the  jiositiou. 
of  a Cork  brewer  trading  Avith  Kilmallock  is 
exactly  similar  to  that  of  a Dublin  brcAver  tra- 
ding at  a ])oint  equally  distant  from  Dublin. 
AYith  regard  to  the  question  of  this  company’s 
proportion  of  the  rate  for  ale  traffic  betAveen 
Burton  and  Cork,  you  state  your  calculation  is 
based  on  the  evidence  given  before  the  Select 
Committee  on  Raihvays.  I have  referred  to  the 
evidence  given  on  the  subject,  and  beg  to  say 
that  the  statement  made  by  the  Avitness  is  incor- 
rect. Touching  the  subject  of  the  conveyance  of 


English  coals  versus  Irish  culm,  which  you  state  is 
one  half  the  value  of  the  first-mentioned  article,  I 
Avish  to  inform  you  that  having  inquired  into 
this  point,  I learn  that  the  price  of  culm  deli- 
vered on  railway  from  the  Kilkenny  and  Tippe- 
rary coal  pits  (the  mines  at  Kanturk  not  having 
been  Avorked  for  some  years),  is  from  lO.s.  to  11  s. 
per  ton,  Avhereas  the  price  quoted  to-daj^  for 
small  English  coal  delivered  at  this  station  is  10s. 
per  ton.  The  ajiparent  discrepancies  betAveen 
the  rates  you  name  arise  from  the  fact  that  in 
fixing  rates  Ave  adopt  a scale  the  gradations  of 
Avhich  are  5 miles.  Distances  of  2^  miles  over 
the  scale  being  charged  at  the  next  loAvest  rate, 
and  distances  of  more  than  2^  miles  at  the  next 
highest  rate;  for  example,  221  miles  is  eharged 
as  20;  and  23  miles  as  25.  I could  sup|  ly  you 
Avith  a number  of  instances  Avliere  the  scale 
turns  in  favour  of  Irish  coals  against  imported 
coals.  Y"ou  ask  hoAv  the  rate  of  9 5.  2d.  per 
ton  for  porter  betAveen  Cork  and  Kilmallock  is 
made  up.  I have  to  say  that  this  is  our' 3rd  class 
rate  according  to  scale  for  the  same  distance  on 
any  part  of  the  line,  the  company  having  been 
constrained  to  withdraAv  the  exceptional  arrange- 
ment of  carrying  24  cwt.  to  the  ton.  As  ex- 
plained in  my  letter  of  3rd  instant,  the  traffic 
falls  into  its  class. 


From  R.  G.  Colhoun  to  W.  II.  O'  Sullivan,  m.p. 

G.  S.  & AY.  Raihvay,  28  June. 

In  reply  to  your  letter  of  27th  inst.,  I have  the 
pleasure  to  give  you  below  sev'eral  cases  in  which 
the  scale  turns  in  favour  of  Irish  coal  and 
culm. 


Irish  Coal  and  Culm, 


English  Coal  and  Culm, 


■ 

Miles. 

Rate, 

— 

Miles 

Hate. 

Thurles  and  Birdhill  - 

62J 

jT.  d. 

5 - 

Against  Kingsbridge  and 
Tullamore. 

58 

s.  d, 

5 - 

„ Mountiaih 

27j 

2 6 

,y  Cork  and  Caslle- 
townroche. 

28i 

3 - 

„ Dublin 

8fiJ 

6 G 

„ Cork  and  Tralee 

83J 

6 6 

„ Emly 

27 

2 6 

„ Cork  and  Bul- 
tevant. 

■.8i 

3 - 

„ Buttevant 

50| 

4 6 

„ Corkniid  Knock- 
long. 

4SJ 

4 & 

Carlow  and  Mary- 
borough. 

47 

4 - 

„ Limerick  and 
Castletownroche 

47a 

4 f> 

The  instances  cited  in  your  letter  of  13th  in- 
stant show  the  reverse,  but  it  is  only  fair  to 
examine  both  sides  of  the  question.  The  distances 
quoted  by  you  are  inaccurate  in  the  folIoAving 
cases,  and  you  will  observe  that  the  discrepancies, 
though  small,  have  the  effect  of  turning  the  scale 
in  favour  of  your  argument,  thus  : You  state 
the  distance,  Cork  to  Lombardstown,  is  28  miles, 
while  in  reality  it  is  only  27^,  Avhich  would  be 
charged  as  25.  The  distance,  Thurles  to  Charle- 
ville,  you  give  as  42  miles,  Avhile  it  is  actually  42| 
(charged  as  45).  Again,  the  distance,  Tliuiies  to 
Kilmallock,  37|  miles,  you  quote  as  37^ . I Avould 
point  out  that  through  all  this  correspondence  you 
are  contrasting  the  charges  for  Irish  culm  against 
English  coal,  instead  of  against  English  culm  or 
small  coal,  which  Avould  be  a fair  contrast.  In 
my  letter  I dealt  simply  with  the  latter  as  regards 
prices.  ^ 
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In  answer  to  your  question  as  to  how  the  rate 
of  9 s.  2 d.  per  ton  for  ale  and  porter,  Cork  to 
Kilmallock,  is  made  up,  I regret  I can  give  you 
no  further  information  than  tliat  contained  in  my 
letter  of  24th  inst.  That  there  are  exceptions  to 
class  rates  for  goods  traffic  it  is  an  admitted  fact 
all  over  the  United  Kingdom.  The  circumstances 
that  give  rise  to  them  are  of  varied  nature  ; for 
example,  in  the  instances  you  mention  we  have 
competition  by  sea  and  by  cai’riers  on  the  road  to 
contend  with. 

Our  proportion  of  the  rate  for  ale  between 
Burton  and  Cork  is  the  amount  received  in  ac- 
cordance with  arrangements  for  division  of  cross- 
Channel  traffic  in  force  between  companies  parties 
to  the  Soutli  of  Ireland  Conference.  I admit  and 
regret  the  delay  in  replying  to  your  letter  of  13th 
inst.,  but  it  was  caused  by  my  having  to  commu- 
nicate with  several  stations  about  prices,  and  also 
about  the  quantity  of  traffic  carried.  As  regards 
the  latter,  I have  to  say,  that  whereas  you  con- 
trast the  rates  for  coal  between  Cork  and  Kil- 
mallock with  that  from  Thurles  to  Kilmal- 
lock, I find  the  respective  tonnages  to  be  as 
follows : — 

Cork  to  Kilmallock — 

Coal  carried  in  6 months,  ending 
30th  May  1881  - - 2817  tons. 

Thurles  to  Kilmallock — 

Coal  carried  in  6 months,  ending 

30th  May  1881  - - 6 tons. 

The  other  Irish  coal  district  you  refer  to  is 
Banteer  (Kanturk),  and,  as  stated  in  my  last,  the 
pits  in  that  district  are  not  at  work. 

Q.  12044.  In  the  general  revision  of  goods  rates 
which  took  effect  on  1st  January  1881,  a number 
of  exceptional  rates  were  cancelled,  the  goods 
now  falling  into  their  respective  classes,  the  ob- 
ject being  to  obtain  uniformity  all  over  the  line 
as  far  as  practicable. 

Q.  7295.  The  company  deny  that  the  rates  are 
arranged  to  favour  Dublin  or  Cork. 

Q.  7297.  None  of  the  Great  Southern  and  Wes- 
tern Company’s  local  goods  rates  to  Cork  include 
cartage  except  butter. 

Q.  7300.  In  the  allusion  to  Great  Southern  and 
Western  rates,  witness  again  omits  the  descrip- 
tion of  ti-affic.  In  case  he  refers  to  grain,  the 
following  are  the  rates  : — 


Miles. 

Special. 

2nd  Class. 

s. 

(1. 

s. 

d. 

Limei'iclc  to  Cliarleville 

25J 

4 

- 

4 

2 

Cork  to  Charleville  - - - 

36^ 

5 

3 

5 

10 

Cork  to  Bruree  - - - 

42 

5 

9 

6 

8 

Limerick  to  Bruree  - - . 

lOf 

3 

6 

4 

2 

Limerick  to  Croom  - - - 

124 

3 

- 

3 

4 

Cork  to  Croom  ... 

494 

6 

9 

7 

6 

^ All  these  rates  are  fixed  upon  the  same  basis, 
viz.,  the  rates  from  Cork  arc  the  same  as  from 
Limerick  for  like  distances.  The  rate  per  ton 


per  mile  diminishes  as  distances  increase.  No 
advantage  is  given  to  Cork,  to  the  detriment  of 
the  Limerick  trader. 

Q.  7303.  Coal  rate  between  Limerick  and 
Charleville  is  2 5.  6 d.  per  ton.  The  coal  rates 
from  Cork  to  stations  in  the  Limerick  district,  and 
those  from  Limerick  are  fixed  on  the  same  basis 
precisely,  so  that  no  advantage  is  given  to  the 
Cork  trader  over  Limerick.  The  rate  for  coal, 
Limerick  to  Nenagh,  is  2 s,  6 d.  per  ton,  not 
3 s.  6 d.  as  stated. 

Q.  7305.  The  rule  as  to  prepayment  of  returned 
empties  applies  equally  to  Cork  and  Limerick. 
Witness  is  again  in  error  in  supposing  that  a pre- 
ference is  given  to  Cork. 

Q.  7306.  The  statement  was  correct  at  the  time 
at  which  it  was  made,  but  consequent  on  the  ad- 
mission of  the  City  of  Cork  Steam  Company  to 
the  South  of  Ireland  Conference,  the  rate  from 
Cork  to  Manchester  was  made  33  s.  4 d.,  and  from 
Limerick  to  Manchester  37  s.  6 d.,  so  that  there 
is  but  4 s.  2d.  per  ton  between  the  Lvo  places, 
Instead  of  10  s.  as  formerly.  The  Cork  i-ates  are 
affected  by  sea  competition. 

Q.  7308.  The  Limerick  butter  traffic  is  divided 
between  the  Dublin  and  Waterford  routes. 

The  rate  for  whisky  between  Dublin  and 
Limerick  is  22  s.  6 d.,  and  applies  equally  in  both 
directions. 

Q.  7309.  The  conclusion  is  natural  from  the 
erroneous  statement  given  in  answer  to  Ques- 
tion 7308. 

The  rate  for  whisky  between  Dublin  and  Cork 
is  22  s.  6 d,  per  ton,  same  as  between  Dublin  and 
Limerick ; the  statement  that  whisky  is  carried 
from  Limerick  to  Cork  at  same  rate  as  from 
Dublin  to  Coi’k  is  also  inaccurate. 

The  rate  for  leather,  Limerick  to  Dublin,  is 
20  s.,  not  25  s.,  as  stated. 

The  rate  for  hides,  Cork  and  Limerick,  in 
waggon  loads  of  six  tons,  owner’s  risk  and  labour, 
is  7 s.  6 d.  per  ton. 

_ Q.  7312.  Witness  is  inaccurate  here  also,  and 
his  evidence  misleading.  The  local  rate  for  hard- 
ware, Limerick  and  Charleville,  is  10  s.,  while 
the  through  rate,  Bristol  and  Charleville,  is 
44  s.  2 d.  Consequently,  the  facts  are  the  reverse 
of  what  is  stated. 

Q.  7313.  Rate  for  Iron  bars,  Cardiff  to  Lime- 
rick, jier  ton,  15  s.  6 d. ; rate  for  iron  bars,  Cork 
to  Limerick,  per  ton,  8 s.  4 d. 

Q.  7314.  The  local  classification  of  hardware 
has  not  been  raised. 

Q.  7317.  The  rates  between  Limerick  and 
Liverpool  are  affected  by  direct  steam  competi- 
tion. H !:  ?amers  carry  American  bacon  at  10  s.  per 
ton,  and  other  goods  at  proportionately  low  rates. 

Q.  7318.  The  rate  for  bacon,  Limerick  to  Man- 
chester, is  37  s.  6 d.  Traffic  goes  in  small  quanti- 
ties ; whereas  the  American  bacon  is  carried  in 
large  lots. 

Q.  7320.  Nothing  is  known  of  the  through  rate 
of  35  s..  New  York  to  Limerick,  for  butter.  No 
preference  is  given  by  railway  companie/  to 
American  butter  over  Ii’ish. 

Q.  7322.  The  difficulty  has  been  removed  by 
the  arrangement  of  through  rates. 

Q.  7324.  There  is  no  raauufactuia/ of  iron  in 
Limerick. 

Q.  7326.  The  honourable  Chaiiman’s  view  is 
strictly  accurate. 

Q.  7333.  iSee  reply  to  Q.  7312.  The  evidence 
given  is  unreliable. 
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REPLY  of  the  Great  Southern  and  Western  Railway  Company  to  the  Evidence  of 

Mr.  Thomas  Pirn,  Jun.,  given  2nd  June  1881. 

W^iTH  regard  to  the  evidence  of  Mr.  Thomas  Pirn,  jun.,  the  Company  have  to  state  that,  having 
made  applications  for  copies  of  this  evidence  Avithout  effect  until  the  first  instant,  Avhen  it  v/as  re- 
ceived, and  having  received  a letter,  dated  1st  August  1881,  from  the  Secretary  to  the  Committee, 
intimating  that  the  reply  thereto  is  to  be  forwarded  to  London  not  later  than  by  Wednesday’s  post, 
3rd  August,  or  it  would  not  be  published  with  the  evidence  (Thursday,  4th  August),  being  the  latest 
day  on  Avhich  the  Committee  will  sit,  it  is  found  impossible  to  deal  with  the  various  questions 
upon  Avhich  Mr.  I^im  Avas  examined.  One  or  tAvo  points,  hoAvever,  claim  special  attention. 

The  Avitness  alludes  to  the  through  rates  betAveen  English  stations  and  stations  in  the  south  of 
Ireland  ; for  example,  Tipperary  and  Kilkenny.  These  rates  are  not  and  cannot  be  governed  by  the 
rates  to  Dublin,  because  of  competition  v 'ui  the  port  of  Waterford, 

Then  Avith  reference  to  the  Question  8193,  about  Preferential  Rates,  it  is  but  right  to  record  that 
since  November  1879,  the  rate  for  bale  goods  betAveen  Manchester  and  Kilkenny  has  been  40s.,  and 
that  at  no  period  has  the  rate,  or  any  other  through  Cross-Channel  rate,  had  an  exceptional  appli- 
cation, or  been  given  to  one  trader  to  the  prejudice  of  another,  so  far  as  the  Great  Southern  and 
Western  Raihvay  Company  is  concerned. 

The  same  remarks  apply  also  in  the  case  of  draj)ery  rate  betAveen  London  and  Cork  (Question 
819G.)  Witness  is  misinformed.  From  April  1875  to  March  1879,  the  rate  AA^as  66  s.  8 ^7.,  Avhen  it 
Avas  reduced  to  62  s.  6 d.  It  has  been  65  s.  since  the  1st  June  1881,  but  on  all  occasions  the  rates 
were  charged  to  traders  alike,  Avithout  distinction,  and  no  private  contract  was  made  by  this 

Company.  Signed  on  behalf  of  the  Company, 

Fras.  B.  Ormshy,  Secretary. 

Kingsbridge  Terminus,  Dublin,  3 August  1881. 


QUESTIONS  addressed  in  writing  by  Mr.  W.  S.  Caine  to  Mr.  Colhoun.  The  only  Replies  received 
to  these  Questions  are  contained  in  the  foregoing  Remarks  uiion  Evidence. 


Had  your  superintendent  a correspondence 
Avith  a Member  of  this  Committee  regarding  the 
rate  for  porter  and  ale  from  Cork  to  Kilmal- 
lock  ? 

Did  you  write  a letter  to  Mr.  O’Sullivan  on 
the  16th  of  March  last  {^see  first  letter,  page  550) 
suggesting  a rate  of  6 s.  Sd.  per  ton,  which  Avould 
be  about  1 s.  2 d.  ]Aer  ton  reduction  on  the  rate 
complained  of  by  Mr.  O’Sullivan  ? 

See  hlr.  O’Sullivan’s  reply  to  that  letter. 

Did  you  carry  out  that  suggested  reduction? 

BetAveen  the  date  when  you  Avrote  that  letter 
(proposing  a reduction  in  the  rate)  and  the  first 
of  last  month,  did  Mr.  O’Sullivan  elicit  evidence 
before  this  Committee  from  Mr.  Banks,  Mr. 
PoAver,  and  Mr.  Pirn,  Avhich  was  rather  unfavour- 
able as  to  the  management  by  your  company 
in  many  respects  ? 

See  evidence  of  IMr.  Banks,  page  216,  Mr, 
PoAver,  317,  and  Mr.  Pirn,  356. 

What  cause  Avas  there  for  abolishing  this  rate 
of  24  CAvt.  to  the  ton,  betAveen  Cork  and  Kilmal- 
lock  AA'hich  existed  there  for  a number  of  years. 
Did  not  the  24  CAvts.  to  the  ton  rate  which  you 
abolished  on  the  10th  of  last  month  amount  to 
about  7 s.  8 cf.  for  the  net  ton  for  40  miles  ? 

Did  you  not  think  that  a fair  rate  Avithout 
adding  20  per  cent  to  it  ? 

"What  distance  is  it  from  Cork  to  Limerick? 

W’^hat  do  you  charge  per  ton  for  those  61| 
miles? 

Y'ou  only  charge  7 s.  9 d.  per  ton  for  porter 
and  ale  from  Cork  to  Limerick,  a distance  of  61| 
miles,  and  you  charge  from  Cork  to  Kilmallock, 
a distance  of  41  miles,  9 s,  2d.  per  ton  ? 

Is  not  Limerick  about  20  miles  Avest  of  Kilmal- 
lock ? 

Is  not  that  the  town  which  is  likely  to  compete 
locally  in  the  porter  and  ale  trade  Avith  Kilmal- 
lock ? 


Are  your  company  in  the  habit  of  giving  any 
special  rates  for  large  quantities  f 

Have  you  any  customers  in  Limerick  Avho  get 
as  much  ]Aorter  and  ale  from  Cork  to  Limerick 
as  Mr.  O’Sullivan’s  firm  get  from  Cork  to  Kil- 
mallock ? 

As  a matter  of  fact,  does  not  Mr.  O’Sullivan’s 
firm  get  more  porter  and  ale  between  Cork  and 
Kilmallock  than  any  three  customers  you  have 
in  Limerick  ? 

W’^hat  distance  is  it  from  Fermoy  to  Cork  {see 
Paper,  No.  33.) 

Is  not  Fermoy  about  20  miles  south  of  Kilmal- 
lock ? 

Is  not  that  the  other  town  with  which  IMr. 
O’Sidlivan’s  firm  has  to  compete? 

Yet  you  only  charge  6s.  2d,  per  ton  to  that 
toAvn  from  Cork,  38  miles,  while  you  charge  to 
Kilmallock,  only  three  miles  further,  9 s.  2d.  per 
ton,  or  more  than  50  per  cent,  for  the  additional 
three  miles  ? 

Is  it  a fact,  that  Mr.  O’SulllA'an’s  firm  get  the 
greater  part  of  all  the  porter  and  ale  coming  to 
Kilmallock  Station  ? 

Can  you  point  out  any  other  case  on  your  line 
in  Avhich  you  have  made  such  an  increase  as  you 
have  made  betAveen  Cork  and  Kilmallock  since 
the  1st  of  March  last? 

As  a matter  of  fact,  have  you  not  made  several 
reductions  on  your  line  this  year  both  in  carriage 
of  goods  and  in  passenger  fares  ? 

Does  not  your  action  look  like  a special  attack 
on  a Member  of  this  Committee  ? 

What  other  construction  can  be  put  on  it  ? 

Do  you  convey  Burton  beer  from  Dublin  to 
Cork  for  12s.  2d.  per  ton,  a distance  of  165 
miles? 

Though  you  charge  9s.  2d.  for  41  miles  from 
Cork  to  Kilmallock  ? 
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